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Standardization Is More 
Than Ever a Timely Topic 

IN LOOKING forward t o the 1919 convention of the 
Engineering · Association one t ries to visualize what 

be would like to see in the pr ogram. Involuntarily his 
mind turns to standardiza tion, now more timely than 
E!ver because everything cost s so much more than it 
did before the war. Before anything n ew in this line is 
started, it would be profita ble to ask why present asso
ciation standards are not more widely used, so that 
future standards may be more closely fitted to the in
dustry's needs. A lot of unused sta ndards on the books 
do not add to the association's usefulness and prestige. 
Better a few in daily use than many "damn1;>d with 
slight regard," to paraphrase a well~known qu0tat ion. 
There are, however, some fields for new standards wh ich 
might be entered at this time. Take, for example, the 
matter of car design. Here a beginning might be made 
in unifying certain dimensions for the purpose of 
utilizing standard materials and thus reducing cost . 
Many detail parts of a car and its equipment are sub
ject to sorµe standardization. Track special wor k also 
might come in for attention, a good place to begin be
ing the report on spiral standardization by E . M. T. 
Ryder prepared originally for consideration by the com
mittee on way matters and printed in the form of an 
article in the issue of ELECTRIC RAILWAY JOURNAL for 
April 6, 1918, page 649. Most important of all, the en
gineers should determine just what they can do best 
to help in the reconstruction work and then "get busy" 
in the coming year to do that and only that. 

Why Not Stake 
the Manufacturer? 

T EMPORARILY the electric railway indust ry is in 
the dumps, but perhaps for that very r eason the 

manufacturer of electric railway devices has never tried 
harder to help his customers. It is our fra nk opinion, 
however, that electric railways are not meeting the man
ufacturer half way as often as they ought when it comes 
to the question of inventing or adapting somet h ing to 
meet their needs exclusively. They expect h im t o hear 
without murmuring all the development expenses and 
do not always give him at least the comfort of bein g 
without competition. Thousands of dollars are spent. 
Then, to cap the climax, the bidders may be told that 
t he devices offered are not perfect , that the board of 
directors won't approve the appropriation or that th e 
price is too high as compared with some stock art icle 
that weighs as many pounds, contains as much material 
or that stands as many inches high or wide! 

As a matter of .'simple justice, any r ailway that wants 

somet hing unusual should be willing to bear a part of 
the development charges-all the more so as the device, 
though satisfactory for its own conditions, may be 
worthless everywhere else and may also impose a future 
burden upon the manufacturer because of storage and 
other charges in connection with special patterns, jig3, 
tools, etc. No manufacturer relishes being put in the 
position of appearing to charge an excessive unit price 
j ust because t he order is special. He would far prefer 
to sell at a price comparable wit h his standard output. 
This he can do only if the development charges for a 
special applica t ion are billed and paid for as a separate 
item inst ead of being concealed in the unit selling 
price. Then t he customer will not look upon the manu
facturer as a monopolistic profiteer, while the manufac
turer will f eel encouraged to develop h is inventive 
facilities t o the utmost . 

What Equipment Tests 
Are Necessary or Desirable? 

T ESTS of electr ic r ailway equipment are of two 
kinds; those which a re made during and immediat e

ly after the construction of the apparatus to determine 
the fitness of the materials used and to make cer tain 
that the workmanship is all that is desired, and service 
tests with the assembled equipment operated under 
every-day conditions. Tests of the latter type are ana
lyzed in an article in this issue by C. W. Squier. The 
tests which he outlines are very extensive and are such 
as are frequently made on large electr ic railway sys
tems. On smaller properties there are not the facilities 
or instruments for carrying out tests on such a large 
scale and on these properties the managers would, no 
doubt, consider the cost of making elaborate tests to 
be prohibitive. Certain of the tests discussed may, 
however, be within the reach of t he smaller properties, 
and all can ga in much information from this article 
as to how such tests should be carried out. For the pur
pose of enabling them to supplement and check manu
facturers' claims, a number of roads maintain quite 
complete testing organizations. The care which they 
take in testing thei r equipment shows that they appre
ciate the importance of this work. The same conviction 
as to the value of careful testing should pervade even 
the sma llest roads, where the spirit of getting at the 
root of difficulties by resorting to some form of test 
rather th an by cut-and-try repair methods should be 
fost ered. 

For apparatus to be tested by a railway, is no dispar
agement of the exhaustive work of this character which 
is done by manufacturers. We all know that the latter 
have systematized testing procedur e u ntil it is well 
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nigh a science. Furthermore, it is the custom of manu
facturers to fo llow up the performance of their equip
ment in service to enable them to make good any defects 
ln design or workmanship. A little later we plan to 
publish some a rticles showing just what the manufac
turers do along this line. However , even when the 
railways receive thei r equipment in perfect condition , it 
is necessary to maintain some kind of periodic t est ing 
work, with occasional specia l' investigations, in order 
to determine whether or not the equipment continues 
to do what is expected of it . 

Engineering Association 
Wisely Decides to Go Forward 

THE ELECTRIC RAILWAY JOURNAL has deplored the 
fact t hat t he American Electric Railway Engineer

ing A ssocia tion did not continue its activities during 
the war period, and has expressed this thought on 
severa l occasions. It seemed to u s and to many others 
tha t th e association was needed, if ever, to assist its 
members in doing their work well under adver':'.e con
ditions. To be sure, it would not have been easy to 
work under war conditions, and the lines of activity 
would necessarily have been modified and curt:li!ed; but 
much could have been done. In view of this convic
tion we are pleased to note that, after cessation of asso
ciation activity for many months, the executive com
mittee has opened the throttle and the machinery will 
soon be in operation again. 

For the present attention will be focused on but a 
f ew subjects, but these will be selected by a specially 
appointed committee on subjects which will presumably 
have several considerations in mind, as follows: First, 
railway men competent to do effective committee work 
are heavily overburdened due to the run-down condi
tion of physical equipment. Second, a very limited 
period is available for the preparation of reports. 
Third, the program for the convention should be made 
interesting, stimulating and constructive-in other 
words, the antithesis of tiresome. Fourth, whatever 
is done now, whatever is said and done at the conven
tion, and whatever plans are laid for future work, all 
should be done with the definite object of helping to get 
electric railways back onto their feet. 

To the above end a commendable step was taken by 
the executive committee in deciding to ignore the pres
ent committee organization in preparing a program, in 
order that the future work may be unhampered by 
tradition, precedent or committee personnel. As we 
have pointed out editor ially before, there is in the 
electric railway association (and elsewhere as well) a 
tendency to keep committees going almost regardless of 
wha t they do. Committees a re appointed for special 
purposes, but they are frequently not discharged when 
they achieve this purpose or prove their incompetence 
by failing to do so. It is a favorite diversion at public 
meetings to appoint committees fo r t his or that purpose, 
sometimes without due consideration. The average 
committees so appointed do little, prepare perfunctory 
r eports which make unattractive programs, and drag on 
a miserable existence until somebody suggests that 
they be udischa rged with the thanks of the association." 
Now is a good time for a committee clean-up in all 
fields. 

Temporary War-Time Construction 
May Now Have Become a Menace 

TEMPORARY structures are quite as much a part 
of the necessary equipment of a construction com

pany as are wheelbarrows and hammers. But useful 
as they may be while construction work is on they con
stitut.e a menace as well as a nuisance if permitted to 
remain, and, therefore, like the wheelbarrows and brick
bats they should be carted away when the job is finished. 
We as a nation have just been engaged in one of the 
la rgest rush-order construction jobs ever tackled by any 
people----the creating out of nothing and over night, as 
it were, of a mighty military machine. We have done 
the job and in doing it we have had a perfect orgy of 
temporary construction. As a people we have spent 
enough money on such construction to build a Panama 
Canal, an Assouan Dam, and irrigate a chain of sma11 
deserts besides. It was all necessary, and we are not be
moaning the expenditure of time, money and materials. 
The electric railways have done their share al~ng with 
the other industries. Some of their temporary struc
tures were built because the money was not available to 
build otherwise, others because the need was known or 
thought to be transient. 

Great as the immediate need of these structures may 
have been or may now be their presence carries with it 
a certain element of risk. Regarding them, the motto 
of the insurance companies is "Beware." Every in
surance man knows that a temporary building once 
in service in the operating field is likely to remain where 
it is until it either falls down or burns down. In such 
service not only are they risks themselves but they 
constitute risks to neighboring property as well. This 
is the more true since, because of its convenience and 
general availability, wood is the building material com
monly used. Owing to advances in the building art com
paratively cheap temporary structures can be built with 
such materials as concrete, metal lath and plaster, and 
their use seems desirable wherever temporary operating 
structures are necessary. In any event, however, a 
temporary structure should be removed at once when its 
immediate purpose has been served. 

What Causes 
Curve Resistance? "c URVE resistance has never been exhaustively in-

vestigated, and our knowledge is in several re
spects deficient." So wrote A. M. Wellington many 
years ago. Despite the fact that we have developed 
refined methods of measurement and learned a vast 
deal about the mechanics of railroading since Wel
lington wrote the classic volume, "Economic Theory 
of Railway Location," the statement quoted pretty well 
sums up the present status of the matter. To engineers 
who have ever had anything to do with railway loca
tion or the selection of motive power, curve resistance 
possesses a certain fascination. This is because of the 
presence of some elusive variables which so far have 
escaped being charted to everybody's satisfaction. 

Various theories have been propounded to account 
for curve resistance. By some writers centrifugal force 
is assumed to play a major part. Others account for it 
on the basis of obliquity of traction, that is to say, of 
the tendency of a train passing around a curve to draw 
itself straight. Still others believe that the skidding 
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of the wheels incident to t he different distances traveled 
by the inner and outer wheels of an axle is the cause. 
In a paper contributed by Bulletin 207 of the American 
Railway Engineering Association, J. G. Sullivan dis· 
cusses the older theories and presents one of his own 
which seems to possess some merit. 

Mr. Sullivan discounts the centrifugal force theory 
because with proper superelevation of the outer rail the 
actiou of centrifugal force is simply to place more of 
the weight of the car body on the outer rail. He con
siders the obliquity of traction theory absurd since a 
locomotive will push practically as many cars around 
a curve as it will pull, and all experience has been that 
it is the outer rail head reather than the inner one 
that is cut away. Regarding the skidding of the wheels 
along the rails, Mr. Sullivan makes the point that, even 
assuming a coefficient of friction of 22 per cent, only 
one-fourth of the force usually assumed to represent 
curve resistance would be accounted for. 

His own theory is that the reason that the outer 
wheels Hexert a pressure aga inst the outer ra il on a 
curve is the fact that a revolving cylinder tends to 
rotate on a straight line perpendicular to the axis of 
rotat ion"; in other words, · he attributes the attempt of 
the outer wheel flanges to climb the rail head as due to 
the gyroscopic action of the wheels. 

It has been customary to express curve .resistance 
either in terms of grade which would produce an 
equivalent resistance or as a certain number of pounds 
per ton per degree of curve. Such expressions neglect 
the effect of speed and t rack and truck conditions. If the 
gyroscopic theory is the correct one it would be expected 
that curve r esistance would vAry as some power of the 
speed. Tests reported in Bulletin 92 of the Engineer· 
ing Experiment Station of the University of Illinois in
dicate the truth of this assumption. Other tests made 
by Prof. L. E. Endsley for the American Steel Foun
dries show that curve resistance is affected to a very 
marked degree by the condition of the track rails, truck 
frames, and wheel treads and flanges. While many ex• 
perimenters have worked on the problem and a great. 
many more engineers have formulated opinions rela
tive to it, there seems to be nothing available inclusive 
enough to serve as a basis for general reasoning. 

In view of the almost negligible amount of construc
tion work in progress the matter of curve resistance is 
not of very great interest at the present time. It has 
never received as much attention as true train resis
tance because it is usually much smaller in magnitude 
and, bes ides, curves ordinarily form a small percentage 
of the mileage of a railway. These engineers, however, 
who have to do with mountain grade steam railway 
electr ification could well make use of a more exact 
knowledge of the subject, as mountain roads have a 
great deal of curvature, and ill some cases the use of 
special rolling stock is involved. For such equipment 
the old arbitrary figures of 0.7 or 0.8 lb. per ton per 
degree of curve do not necessarily apply. At any rate 
it is better engineering practice to base empirical for
mulas on known facts than on guesswork and tradition. 
With the possibilities of accurate power measurement 
afforded by electric traction and with the recent de
velopments in methods of measuring track stresses, an 
extensive new investigation of the subject should yield 
results of considerable technical value. 

How Far Can 
Wages Be Standardized? 

IT IS NOW more than five months s ince the first 
wage awards to electric railway employees were made 

by the War Labor Board. The l'esults to the companies 
following the fixing of comparatively high wage scales 
fe r these men have been reviewed from time to time in 
these columns, and it is conceded generally that these 
awards brought to a crisis the financ ial difficulties of 
many a transportation agency. The harm bas been 
done, however, and there is no prospect of relief from 
the wage burden unless at the end of six months the 
companies are able to make a showing which will con~ 
vince the board that an injustice has been done in any 
case or that new conditions have arisen which warrant 
a change. 

In this connection some thought might be given to 
the question of requesting the War Labor Board to 
depart from its l?olicy of attempting to fix standard 
wages. This principle undoubtedly was adopted as one 
of expediency during war times. But the point might 
well be raised as to whether this policy is strictly fair. 
In the November issue of the Monthly Labor Review 
of the United States Bureau of Labor there is an article 
entitled ''Comparison of Food Costs in Forty-Five 
Cities." From this article one is likely to form the 
conclusion that if the establishment of a 48-cent maxi• 
mum wage per hour in a number of cities is fair to 
some companies, it must inevitably work an injustice 
on others. 

It is true that the board departed somewhat from 
a fixed standard when it established a 42-cent maximum 
in some districts, 45 cents in others and 48 cents in 
still another group of cities. But even these distinc• 
tions do not appear to have been based on a careful 
weighing of "local condit ions," if one is to judge from 
the weighted averages of food prices as listed in the 
article mentioned above. One finds, for instance, that, 
as compared with an average of 100 for the United 
States as a whole, the food cost averages in four of 
the cities having a 48-cent maximum wage scale for 
t rainmen are 94.20, 98.74, 99.63 and 99.95, while another 
city for which the 48-cent wage was recently established 
has an average of 115.02. It is true that these per• 
centages are based entirely on food costs and· on only 
a portion of the articles constituting the entire expendi• 
ture for food . Inasmuch as food costs take about 40 
per cent of the average expenditure in the cost of living, 
it is not unlikely that similar differences would be 
found to prevail on the other items in family main
tenance in various 1oca1ities. To this extent at ]east 
there is shown a decided lack of uniformity as between 
cities. In fact, this contention has been made fre· 
quently by employers and employees alike in arbitration 
hearings where wage scales were the subject of dis
cussion. 

If some of the cases over which the War Labor Board 
ha'.s jurisdiction are to be reopened during the next 
few months the question might well be raised as to 
whether the interests of justice are best served by the 
continuance of the present policy of fixing standard 
wages. 

Electric railways can now supply data to show just 
what effect the standardizing has had upon their operat• 
ing problems. 
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Car Equipment Service Tests Determine 
Fitness of Apparatus 

BY C. W. SQUIER 
Electrical Engineer 

RAILWAY MOTOR TEST AT MANUFACTURER'S PLANT 

BEFORE ordering the equip
ment for electric railway cars 
the operating and designing 

em!ineers of the railwav devote a 
large amount of time to preparing 
specifications and working out the 
proper materials and apparatus nec
essary for satisfactory operation. 
As soon as the manufacturer begins 
his work on the various parts which 
enter into the equipment, inspectors 

The Author Describes the Methods 
of Making Operating Tests and 
Heat Runs, Tells How Sections of 
Test Track Can Be Best Laid Out 
to Represent Actual Service Re
quirements, Outlines the Organiza
tion Necessary for a Proper Test 
Force and Gives the Results Ob-

at the manufacturer's plant the 
equipment is usually shipped to the 
railway company for installation on 
the completed cars. 

After the equipment is received 
and installed on the cars the offi
cials of the road naturally want to 
know if it is going to give the serv
ice specified satisfactorily and oth
erwise meet the operating condi-

tained in a Specific Test 

from the railway follow the construction carefully to 
make certain that the material is proper and is used 
as called for in the specifications. 

Preliminary tests are usually made at the manufac
turer's plant for determining the fitness of the appara
tus for the service conditions to be encountered. These 
commercial tests are intended to locate any defective 
material that may have been used and also to make 
certain that the workmanship is up to the standard ex
pected. They are very important and the various manu
facturing concerns have provided very complete testing 
fac ilities. Each separate piece of apparatus which goes 
to make up the complete equipment of an electric car 
is given test after test from the time that its construc
tion is first started until it is assembled for the final 
running tes ts. After it has passed the commercfal tests 

tions laid down in the specifications. 
Tests are necessary if this is to be determined 
with any degree of accuracy. These should pref
erably be made under actual operating conditions 
approximating as nearly as possible the service as given 
in the specifications under which the equipment was 
purchased. These tests should extend over a consider
able period. If made on lines where passenger service 
is maintained they will seriously interfere with regular 
operation. It is therefore preferable where possible to 
to make use of a section of track not used for regular 
service, but very few roads have such track. Sometimes 
by rerouting the cars on a portion of a line temporarily, 
or by using only one track of a double-track section for 
passenger traffic, a short portion of a line can be made 
available for test purposes. Most tests except the serv
ice-heating test can be made during the off-peak hours. 
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This usually requires from eight to twelve hours of con
tinuous operation and if it is interrupted for even a few 
minutes the results become worthless, and the test must 
be made over again. 

TEST RUNS SHOULD APPROXIMATE ACTUAL 

SERVICE CONDITIONS 

With a certain section of track available for the test 
the first thing to be done is to lay out runs along this 
track of lengths so as to reproduce the service s!)ecified. 
To illustrate the procedure I shall describe briefly a 
series of tests of which I recently had charge. The 
ears w~re for operation in both local and express service 
on a high-speed line using train operation. The con
trol equipment was of the multiple-Unit type and two 

stopping signs were located on the right-hand side of 
the track as they were being approached by the train. 
The motorman's operating cab was located on the right
hand side of the car when facing the front end, and 
this location of the signs was most convenient for the 
motormen . All lengths of runs were laid out so that 
the front end of the t rain would stop opposite the stop 
sign. Where the direction of operation was changed, 
as was necessary in operating back and forth on the 
test section of track, allowance had to be made, of 
course, for the length of the train, so that the motor
man at each stop could bring the front end of the train 
to rest opposite the stop sign in each case. By using 
large signs with conspicuous numerals painted on them 
the motorman was able to see where the stop was to 

be made a considerable 
distance in advance of the 
stopping point. An ac-

motors were used per car. 
The tests were carried out 
with a two-car train on a 
section of track about 3 
miles in length. For the 
motor heating tests, local 
and express runs were 
chosen which represented 
the most severe condi
tions. Table I gives a 
comparison of the specifi
cation distances and the 
distances actually laid out 
for the test of express 
service. A complete trip 
was 43,380 ft. long and 
was made up of six runs 
of varying length. As the 
test track was not long 
-enough to make a com
plete trip operating in one 
direction, the. various runs 
were made by operating 
back and forth over the 
test section. It was, of 

ORGANIZATlO1\..- CHART OF TESTING FORCE 

companying illustration 
shows one of these stop
ping signs in position. 
For the te~ a two-car 
train was used and it was 
loaded with bags of sand 
to give a weight equal to 
that of a standing load of 
passengers. The motor 
equipment consisted of 
two motors per car 
mounted one on each 
truck. By the use of two 
cars the difference in tem
perature of the motors at 
the ends and in the cen
ter was obtained. For op
erating the train two mo
tormen were used, one at 
each end of the train. This 
was necessary as the du
ration of stop was insuffi

course, necessary that the point of ending each com
plete trip should be the same as the starting point, for 
test operation must be continuous until the apparatus 
reaches constant temperature. In order to bring the 
runs back to the starting point the express runs of 9560 
ft. and 9870 ft. as given in Table I were changed to 
9650 ft. and 9780 ft. respectively by adding and sub
tracting 90 ft. from the actual distance of these r uns. 
The chart given on page 130 shows' the various runs as 
laid out with the different grades of the lines. 

STOPPING SIGNS ARE OF GREAT ASSISTANCE 

The various stopping points were indicated by large 
white signs with black numerals printed thereon. These 

TABLE I- DISTANCES AND RUNNING TI ME FOR EXPRESS RUNS 
IN MOTOR-POWER-CONSUMPTION AND HEATING TESTS 

Specifi- Duratioll 
cation Distances Running of Total 

Distances, Used, Time, Stops, Time, 
Feet Feet Min. Sec. Seconds Min. Se('. 
6,770 6,770 l " 30 3 4 
9,560 9,650 3 32 30 4 2 
3,930 3,930 1 43 30 2 13 
9,870 9,780 3 35 30 4 ' 8,110 8,110 3 4 30 3 " 5,140 5,140 2 12 30 2 42 

43,380 43,380 16 40 180 19 40 
Average length run, 7,230ft.; schedule speed, 25.05 m.p.h. 

cient for the motormen to change ends. The complete 
test force was as follows: One engineer in charge; two 
motormen; one motorman's coach; one schedule man; 
one power, brake and coasting data recorder; one line 
voltage and compressor operation recorder; one motor 
voltage recorder; one wattmeter and motor resistance 
recorder; eight temperature recorders, and two auxili
ary apparatus operators. The entire testing force was 
under direct supervision of the engineer in charge of 
the tests. 

In addition to the test force the various manufac
turers of the equipment under test had engineering 
representatives present and workmen ready to make 
any adjustment of the equipment that was considered 
necessary. Representatives of the P ublic Service Com
mission and various consulting engineers for the rail
way also assisted the engineer in charge of the tests. 
An organization chart of this test force is shown in an 
accompanying i11ustration. 

TEST I NSTRUMENTS USED 

All test instruments were located in one car and the 
connections for the various instruments are shown in 
an accompanying illustration. Three wattmeters were 
connected as fo11ows: The first in the main motor cir-
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Cuits measured the total power used for propelling the 
car. The second in the battery circuit measured the 
power used f or operating the control, air brakes, door 
apparatus, s ignal system and other auxiliary apparatus 
using battery current. The third was connected in the 
compressor, heater and light circuits and was arranged 
with switches so that the power used by each could be 
measured separately. 

Indicating ammeters and voltmeters were also in-

HEATING TEST RUNS FOR EXPRESS SERVI CE 

stalled as follows: A voltmeter was connecled to indi
cate line voltage. A second voltmeter was connected to 
show the voltage across N o. 2 motor and by the use of 
a single-pole double-throw switch to read the voltage 
across the tapped field of the same motor also. A third 
voltmeter was connected to show the voltage of the bat
tery. Ammeters were connected in the main motor cir
cuits to give the total current used in propelling the car, 
in auxilia ry circuits to show the current taken by the 
compressor, the lamps and the heaters, and in the bat-

TESTING SET F OR MEASliRING RESI STAN CE 

tery circuiL to indicate the cu r rent t aken in operating 
the various pieces of apparatus u sing battery current. 

A Queen's "dial decade' 1 testing set was connected 
across the full field of No. 2 motor on the test car. The 
resistance of this field was measured at the end of each 
complete t r ip and from these readings the temperature 
of the field winding was computed. As already stated 

this furnished an accurate method of determining when 
the temperature of the field had become constant. 

An indicating lamp was connected in the circuit of 
the compressor governor so that this lamp remained 
lighted while the compressor was running. An observer 
was thus enabled by observing this lamp to record the 
time that the compressor was operating. 

A Johns-Manville speed indicator with a friction de
vice on one of the car wheels gave the speed at which 
the cars were operating at all times. 

Thermometers were located inside the car, under
neath the car at either end and in the center, and on 

STOPPI NG S I GN I N POSITION ON TEST TRACK 

station platforms, to give the temperature of the out
side air. At the end of the heat test additional ther
mometers were placed inside the motors to give the 
temperature of the various windings and of the 
commutator. 

Variations in voltage, current, speed, etc., are more 
accurately recorded where automatic recording instru
ments are used. In the particular tests outlined such 
instruments we-re not available but in a later series of 
tests made on this same equipment graphic recording 
ammeters and voltmeters manufactured by the General 

Heating Test of Electric Car Equipment 
SCHEDULE SHEET 

Railway--·· .. ·····--·- .... Rern,Je, --/~-~-

Dau .-_:Jkm-/,f;.if?l7 .. Chcck, d B, .. a ,d._~. 
Seroice Exprns ... Sher:t No. . . . .le ·············-

~~~ j] Betwefll Tlmeat Time at Schedule Varia- Len8\h Tot.al &:;f!~I~ 
Station, "''' Stop Time at tiQn Stop Time 

Stop "'· Stops Stof;,8 
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.t ,, 7-S ~ H Jh • 1,,, 

.J ,, s 7 l,r, -Y-9• {//) 

/f N/4. R I 11-1~.f.t/,, ;,~ 
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SCHEDULE SHEET FOR ENT ERI NG OPERAT ING RESULTS 

E lectric Company were used. A chronographic mechan
ism was employed with these and with some pressure 
recording instruments installed in the air brake system. 
This provided a time record which was the same for 
all instruments and made it easy to transfer the re'cords 
to a common sheet later. A graphic recording ammeter 
with time-marker clock is shown herewith. 
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Previous to starting the t est s several trial runs were 
made to determine the length of time necessary for 
power to be applied to the main motors to mainta in 
the schedule speed desired. From the results thus ob
tained tables were made up, showing the t ime necessa ry 
to apply power in order to mainta in the schedule as laid 
out for the various runs. To enable the motorman to 
maintain the schedule speed as la id out, a schedule man 
kept record of the running time a nd length of ~top a nd 
also gave the signal for starting the train. These re• 
suits were entered on schedule sheets, a sample of which 
is illustrated herewith. The schedule sheets contained 
the correct running time for comparison with the re

voltages were read and recorded every five seconds, and 
the time tha t the compressor was operating was re
corded. At the end of each trip the following readings 
were taken a nd records made: Readings of t he watt
meters in t he motor, compressor and battery circuits; 
resistance of the fu ll field of No. 2 motor to check t he 
temperature r ise a nd determine when t his had become 
constant ; t emperature readings inside the cars, under
neath each end of the cars and on the station platform. 
On certain r uns records were taken every five seconds 
of the speed of t he train, the motor current, the com
pressor current, t he battery current and the battery 
voltage. At each stop t he doors and signal system were 

operated as they would have been in 
regular passenger operation. All parts 
of t he equipment were thus subjected 
to operating tests representing the 
most severe conditions. 

sults obtained so that a t each stop the 
amount that the motorma n was ahead 
or behind schedule could be seen at a 
glance. The information w as g iven to 
a second man who acted as motor
man's coach. The coach had a set of 
tables, already referr ed to above, wit h 
the time that it was necessary to keep 
power on to mainta in the schedule 
speed for the various runs. , He was 
thus enabled to tell the motorman when 
to drop off or to resume power and 
where the next stop was to be. If the 
train was behind its schedule time the 
power was kept on slightly longer and 
if it was ahead of time power was 
dropped off sooner than for regular 
operation. SPEED INDICA TO R 

In making t he temperature tests the 
various runs were continued for at 
least an hour after the resistance 
readings indicated that a constant 
temperature of t he windings had been 
reached. '\Vhen it was certain that 
no h igher temperature would be ob
tained t he r uns were stopped and tem
peratures wer e taken by t hermometer 
as follows: Air inside cars; air un
derneath each end of t he car; air on 
st ation plat form; a nd, armature coil, 
field core, commuta tor , main fi eld and 

GRAPHIC RECORDING AJ\l :.\'IETER AND TIME-MA RKER CI ... OC'K 

L etters are used to point out the essential par t s. 

This system worked out exceedingly well so that at 
no time there was a va ri ation of more than a minute 
from the schedule. The braking was left entirely to 
the motorman, his only inst r uctions being to make as 
smooth a passenger stop as p ossible a t t he point desig
nated. He was also permitted ent ire f reedom of opera
tion in case of emergen cy. 

The recorder of "power-on," coas ting and braking 
t ime used a stop-watch and recor ded th e length of time 

. that power was kept on and the amount of time used 
in coasting and braking. On the runs, line and motor 

interpole field, for each motor of the train. All runs 
were made with the covers on all motors, a nd in taking 
motor temperatures at the ends of the runs the motor 
covers were removed and the thermometers placed as 
rapidly as possible. 

These cars were each equipped with a 32-volt storage 
battery which was of great assistance in providing light 
for reading the various thermometers. A separate 
32-volt droplight, with a long flexib le cord, was provided 
fo r each motor. These lamps were small so that they 
could be readily inserted in the various spaces inside 
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the motors and temperatures were thus able to be read 
without distu rbing the thermometers. While such 
readings are being taken it is very important that all 
danger of shock from coming in contact with live parts 
be eliminated. The use of an auxiliary battery for the 
drop lights has a great advantage in this connection 

DIAGRAM CONNECTIONS FOR TESTING INSTRU11'1ENTS 

as all potential can thus be removed from all car 
equipment. 

Before such a temperature test is started it is ad
visable to make certain that all covers can be readily 
removed from apparatus on which temperature readings 
are to be taken. In the first test of this nature with 
which I was connected it was almost impossible to re
move several of the motor covers. The removal of 
covers out on the line is quite a different proposition 
from their removal in a shop provided with proper 
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facilities. Also such tests are usually made with cars 
loaded and the clearances between the tops of motors 
and the car body are often very small. In the particular 
case mentioned it took twenty minutes to remove the 
covers after the test was discontinued so that there 

was a considerable drop in temperature of the windings 
before the thermometers could be placed. This, of 
course rendered the results worthless. 

SOME RESULTS OF A SERVICE TEST 

In the service heat runs which I have been consider
ing in this article, runs corresponding to local service, 
express service and mixed local and express service 
were made on successive days. Constant temperature 
was reached in the main field winding of the motors in 
local service after six hours' operation, in express serv
ice after five and one-half hours and in mixed local and 
express service after five and one-half hours. The 
maximum temperature rise as taken by thermometers 
at the completion of the runs was 59 deg. Cent. above 
the surrounding air. This was found in the interpole 

TABLE II-OPERATING DATA FR0~1 TEs:;i' RUNS 

Average line voltage .... ...... ...... . 
Per cent of tot.al time of "power on" .. 
Per cent of total time coasting . 
P er cent of total time braking ......... . 
Per cent of total time used by stops .. · 
Average rate of acceleration ... 

Local 
Sf:rvice 
537. 6 

26. 4 
44. 1 
11.3 
18. 2 
II 

Express 
Service 
550. 0 

14.0 
53.6 
17 .9 
14.5 
1.5 

Mixed 
Local and 

Express 
Services 

551. 6 
37. 4 
34.6 
11.6 
16.4 
1.5 

TABLE 111-COl\-IPRESSOR PERFORMANCE, EXPRESS SERVICE 

Total Time Per Cent 
Trip Time Compressor of Total Av. 
No. of Run, qperated, Time Comp. Line Kw.-Hrs. 

Min. s.,. Mm. Sec. Operated Voltage Used 
l 38 56 15 26 39.72 529.3 1.0 
2 36 11 15 42 41. 11 547.3 1.3 
3 36 27 16 37 43. 21 533.5 1.3 
4 36 02 15 36 41. 10 543, 9 I .D 
5 36 16 13 35 35. 50 547 .4 1.2 
6 36 43 13 30 34. 86 546.0 1.0 
7 36 30 16 16 42.23 557,2 l. 2 
s 36 36 15 16 39. 55 557 .6 1.2 
9 36 50 15 05 38. 84 564.9 1.4 

10 36 44 14 22 37. 10 556,3 1.0 
11 36 52 16 OS 41. 51 556.7 1.2 
12 36 21 15 32 40.50 552. 7 1.2 
13 36 39 15 12 39.32 552. 7 l. 2 
14 36 42 16 DO 41. 34 555.0 1.3 

Tota.I, 539 49 214 21 39.39 550. 0 16.5 
Length of each run 16.41 miles 
Length of fourteen runs - 229. 74 miles 
Weight of car loaded = 120,000 lb. - 60 tons 

16,500 
Compr~ssor watt-hours per car-mile - -- = 71.82 

229.74 
71. 82 

Compresi::or watt-hourf'. per ton-mile - -- - 1. 197 
60 

field windings after runs corresponding to local service 
were completed. The specification requirements were 
for a rise not to exceed 65 deg. when measured with 
thermometers. The motors thus met the requirements. 
An accompanying graph shows the temperature 
rise for express service as computed from the resistance 
measurements for the main field of No. 2 motor of 
the test car as already described. 

OPERATING RESULTS CORRESPONDING TO DIFFERENT 

SERVICE CONDITIONS 

In order to compare the operation of the test train 
with that of actual service the records obtained were 
averaged for the various runs. Table II gives the per
centages of the various lengths of time that were con
sumed in coasting, braking and stops. Information is 
also tabulated for the percentage of total time that 
power was used and the average line voltage. The 
percentage of time taken by "power on" coasting and 
braking represent ideal conditions, as there were no 
extra stops or slow-downs for signals such as is en- . 
countered in regular service. Another accompanying 
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graph shows the acceleration of the test train on 
level tangent track up to a speed of 42.5 m.p.h. 

The performance of the compressors on the cars in 
the test train, while operating in express service, is 
shown by the results given in Table III. This table 
will serve as an illustration of the type of data that 
are most desirable for comparing the performances 
of the various pieces of auxiliary apparatus comprising 
a complete car equipment. Similar data were compiled 
for other pieces of a·uxiliary apparatus making up the 

TABLE IV-POWER CONSU111PT10N 1-IAlN I\-10TORK l<OH TE8T IW N ~ 
I N EXPH ES8 SEHVICE 

Wattmetei· 
When Taken Reading Kilowatt-HourF 

i\~;-r·~n:N~:·r:::~.... ½:gt~ 66:4 
1}};~~~:~g:f: "····· ½:~i~:; i~:~ 
After run No. I 2 2,970.0 66 . 4 
After run No. 13 ••. . , . 3,037.2 67. 2 
After runNo.14. . 3,1 04.4 67.2 

Total kilowatt-hours, fourteen trips, 930. 2; multiplier, I .047 Correct rd 
total, kilowatt-hours, fourteen trips, 973.9194. Length each run, 86,760 ft . = 
16.430 miles; length, fourteen runs, 230,020 miles: weight of ('ar loaded = 

973. 92 
120,000 lb.; kilowatt-hours p er car-mile = -- = 4.234; watt-hours per 

230. 02 
4234 

t on-mile - "" 70.567. 
60 

complete car equipment, such as heaters, door engines, 
signal equipment and lights, this latter being divided 
into head, tail, marker, emergency and main car 1iglits. 

The power conSumed by the main motors in propel
ling the car in express service is shown by Table IV. 
Similar results were worked out for all the different 
classes of service. These values were used to check the 
results obtained with theoretical values previously com
puted and later with tests made in actual service when 
passengers were carried in regular operation. 

Costs of Maintaining Differential Gear 
Drive at Huddersfield 

IN THE issue of the ELECTRIC RAILWAY JOURNAL for 
July 3, 1915, page 26, there was described a differ

ential drive for electric railway cars which had been 
installed on a number of cars in Huddersfield, England. 
This has now been in use long enough to render data of 

. maintenance costs both reliable and interesting. In re
sponse to a request for such data, R. H . Wilkinson, man
ager of the Bradford Corporation Tramways, has fur
nished Tables I and II. In each case ten cars are in
cluded and the tables cover two successive years, up to 
the end of September, 1918. The differentially geared 
cars operated on the Honley route, where the track is in 
very poor condition, but the other cars are running on 
good track. 

Mr. Wilkinson calls attention to the fact that the com
parison is hardly fair to the differential gears on ac-

TABLE l -H.EPAIH. COSTS OF T EN CARS EQ UIPPED WITII DIFFER• 
ENTIALAND ORDINARY GEARS, YEAll ENDED SEPTEMBER, 1917 

D ifferent ial Gears 
Labor Material 

Gears.......... .. .......... $110 $78 
Axles and h ear in~s.... .. •. •. . . . . 289 69 1 
Car wheels, bushmgs and tires. . . 184 9 35 

Totals ..... . 
Grand total; 

Differential gears. , 
Ordinary gears, .. 

. • $583 $1,70-4 

Difference ..••.....•••.. .. 

Ordinary Gears 
Labor Material 

$66 $70 
ISi S82 
113 848 

$330 $ 1,SOO 

$2,2 87 
1,830 

457 

TABLE Il-HEPAlH COSTS OF TEN CAHS EQCIPPED \\-TfH DIFFER
ENTIAL AND ORDI NARY GEARS, Y~AR ENDED Sl~PTEMBER, 1918 

Gears ......... ..... . 
Axles and bearings ............ . . 
Car wheel:i, bushings a nd tires .. 

Total11 ........ . 
Grand total: 

Differential gea1·s ... 
Ordinary gears .. 

Differe nec 

Differential Gears 
Labor Material 

$1 79 $507 
-4-47 6SS 
181 538 

$807 $1, 700 

Ordinary Gears 
Labor Material 
$168 $317 

271 594 
138 200 

$S77 $1,111 

$2,S07 
1,688 

$819 

count of the difference in track condition. The Honley 
route track is mostly single line with loops, whereas the 
cars with the ordinary gears were run on a double
track line with newer rails in first-class condition. 

He states further that the differential gears were in
troduced to eliminate rail corrugation trouble. Prior 
to the introduction of the new type gears on the Honley 
section the corrugations were ground out as far as pos
s ible by means of emery blocks attached to a car truck. 

DIFFERENTIAL GEAR USED ON HUDDERSFIEJ,0-
TRAMWAYS CARS 

This work was done at night and it is possible that in ' · 
a few p1aces where the track was loose and unevell t~e 
grinding was not so effectively done as where the track· 
was in good condition. Since October, 1914, this section 
has been worked entirely with the differentially-geared · 
cars, and with a few slight exceptions corrugations have 
not reappeared. The exceptions are in places where the 
track is very loose on its foundation. Mr. Wilkinson is 
in doubt as to whether the corrugation is in consequence 
of the looseness of the track or vice versa. 

The experience on the Hon1ey section is significant in 
that one of the theories of corrugation is that it is due 
to the slipping and skidding of the wheels. These are, 
of course, absent with the differentia11y-geared cars. 
There is no difference in energy consumption between 
the cars equipped with the two types of drive. 

The Chicago, Milwaukee & St. Paul Railway is mak
ing a total annual saving due to reclamation work es
timated at more than $7,000,000. A special committee 
has recently been at work studying this matter with a 
view to determining whether the procedure could be im
proved. Discarded material is reclaimed for remanu
facture, reclaimed for salvage or reclaimed for similar 
Use. The principal items in the reclamation work are 
rubber hose, babbitt and lead, brass, bolt s and nuts, 
waste paper, meta.I roofing, springs, hammered scrap 
iron, car wheels and lumber. The committee report states 
that materials are commonly reclaimed by means of 
oxy-acetylene welding, electric welding, forging equip
ment, ro1ling mills and miscel1aneous means. 
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Collecting Zone Fares • 
Ill Boston 

Professor Richey Shows That Two-Zone Plan for Bos
ton Elevated Railway Is Best First Step Toward t_he 
Ideal-Proposes a Concrete Plan for Getting the Fares 

T. .HAT a two-zone system of fares is practicable 
fo r the Boston (Mass.) Elevated Railway is t he 
opinion of Prof. Albert S. Richey. The general 

conclusions of his report on this subject to the public 
trustees of the company were published in the ELECTRIC 
RAILWAY JOURNAL of Dec. 28, page 1141, but additional 
material from the full report now available will be 
presented below. The new material relates chiefly to 
the reasons for recommending a two-zone plan for 
Boston and the method suggested for handling the col
lection of fares. 

REMOVING OBJECTIONS TO THE ZONE IDEA 

According to Professor Richey, it is generally con
ceded that a rate scheme where the fare is in some 
way dependent upon the length of ride is more nearly 
equitable both to the passenger and to the company 
than the flat-rate system. Continuing, he comments in 
part as follows upon the most frequent objections to a 
zone system, i. e., its sociological defects and the difficulty 
of collection: 

The most frequently cited "proof" that a zone system 
produces congestion is the great congestion of European 
cities where the zone system of fares is commonly used. 
While it is true, in general, that most of the European cities 
are more densely populated than most of the large Ameri
can cities, this statement is not specifically true, for al
though it is impossible to make accurate comparisons, there 
is nevertheless great congestion in some American cities. 
Boston has been sho'\\lll to have a larger population per 
square mile than Vienna or Paris, a!_ld New York, Phil
adelphia and Chicago have been shown to have a greater 
population per square mile than London or Manchester. 
As to maximum density of population, Boston has been 
shown to equal London, and New York to be greater than 
either Paris, Vienna or London. The surface lines in 
Berlin and Hamburg have a flat fare, and both of these 
cities are as congested as Cologne or any other city where a 
zone system is used. The argument that the zone system 
has caused congestion in European cities disappears when 
it is realized that these old European cities had their con
gested areas long before the first electric railways were 
built and tha t the operation of .these railways under the 
zone system has helped to relieve congestion. 

Among the factor s which tend to influence the place of 
residence, in a ddition to the amount of car fare required 
between place of residence a nd place of work, are (1) ti_me 
of journey between home a nd work; (2) amount of r ent 
in various localities ; an d (3) gregariousness, or the hesi
tancy of individuals and single families to separate them
selves from those with whom they have been associated. 
The latter is especially to be noted in those communitie s 
where several races are living. 

R. C. Chapin, in his report on Standards of Living in 
New York City to the Russell Sage F oundation in 1909, 
shows that the average expenditure f or car fare of families 
in Greater New York having incomes r anging from $400 
to $1,600 is f rom 1.1 per cent t o 2.6 per cent. The rate of 
fare is only one of a number of factors which may affect 
congestion of population, and from su ch data as are ava il
able , it does not appear to be one of major importance. 
Furthermore, the objections which may be r aised to i he 
European zone syst em of small zon es with constantly in
creasing rates of fa r e are not equally applicable to a 
system which divides a city such as Boston into two or 
three relatively large zones with a flat rate of fare in each. 

The chief objections raised by the American electr ic 
railway operator to an y sort of zone system of rates are 

the difficulties of fare collection. Many of these objections, 
however, disappear when instead of a series of short zones 
of a half mile to a mile in length, a modified system con
sisting of a fairly large inner zone and one or two outer 
zones is applied to a city such as Boston. 

As to actual experience with the collection of zone fares, 
the following is quoted from a letter dated Oct. 17, 1918, 
from P. N. Jones, general manager Pittsburgh Railways: 

"The only thing wrong with the new system of fares- in 
Pittsburgh is that it does not bring in revenue enough. We 
think it is correct theoretically, and we believe it is the only 
practical scheme by means of which far~ may be collected 
on large cars, approximately on the basis of the distance 
ridden. The pay-as-you-leave scheme . • • has not 
added to the congestion appreciablY in the outer districts 
because the people do not leave the cars more than one
half dozen or so at each stop. There has been no confusion 
in the minds of the passengers as to which end of the car 
to board." 

A zone system is also in use on one of the lines of the 
Northern Ohio Traction & Light Company, Akron, Ohio. 
Although this is a much smaller city than Boston, the or
dinary type of pay-enter car, having a seating capacity of 
fifty-four passengers, is in use, and during rush hours loads 
of 100 per cent in excess of this number are not uncom
mon-"the average maximum number of passengers dur
ing rush hours is ninety." A combination of pay-enter-pay
leave system is in use, and F. I. Hardy, general superinten
dent of railways, states in a letter dated Oct. 18, 1918, that 
there has been no difficulty relative to confusion in the pas
sengers' minds as to whether they should pay their fare in 
boarding or alighting, or as to whether they should enter 
or leave the car at the front or rear end. Further, in this 
connection, Mr. Hardy states: 

"Replying to the question, 'To what extent does this 
system of fare collection slow up operation, especially in 
rush hours with heavy loads,' wish to advise that it does 
not slow our operation at all. This system is in effect on 
lines which have the fastest schedules that we operate. We 
have operated this system for many months and are very 
much pleased with its operation. In fact, we have devised 
a system whereby we believe it is perfectly feasible to ~p
erate a zone system of two to five zones without confusion 
or without the passengers being able to beat the company 
out of its revenue." 

A similar zone system, with a combination of pay-enter 
and pay-leave fare collection, is in use between East Liver
pool, Ohio and Chester, W. Va., located on opposite banks 
of the Ohio River. The total length of the line is 3.4 miles, 
divided into two 5-Cent zones. The cars have a seating 
capacity of sixty and carry maximum loads of 100 to 135 
people. C. A. Smith, general manager, states that no 
trouble is being experienced with the pay-leaVe system. 

If a decision be made that a zone system of fares is de
sirable from other standpoints, I am firmly convinced that 
the fares can be collected and audited properly by a method 
closely approximating that recommended herein, provided 
the proper spirit of endeavor and co-operation prevails 
throughout the organization. 

THE IDEAL RATE SYSTEM 

In Professor Richey's opinion, the ideal rate system 
should, as nearly as it is possible to approach theory 
with practice, provide for each passenger paying his 
proportionate part of the "readiness-to-serve" cost, as 
well as his proportion of the "movement" cost, based 
on the distance traveled. As the "readiness-to-serve" 
charge varies as between the rush and non-rush hours, 
this ideal system should also make a variation in the 
initial charge as between those times. This would 
result in a unit initial fare, varying as between hours 
of the day, and increased by smaller increments for 
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each mile or fraction of a mile traveled. The further 
requirements of the ideal rate system are that it should 
not unduly delay traffic, that it should not be unduly ex
pensive in its operation, and that it must be adaptable 
to the proper collection of fares. The latter qualifica
tion involves the collection of fares so as to avoid both 
error and dishonesty on the part of the passengers 
and the employees. 

Various modifications of the ideal system have been 
used or proposed, each approaching more nearly to an 
equitable charge for the service rendered than the flat 
fare. They include (1) the transfer charge; (2) no 
transfer between surface and rapid transit lines; (3) 
an increased fare for passengers u sing rapid transit 
lines; ( 4) a zone system of fares on a strictly distance 
basis; (5) a zone system on a modified distance basis; 
and (6) a two or three-zone system. In regard to these 
Professor Richey says in part : 

1. Transfer Charge: The principal a nd practically the only 
advantage of the transfer charge, as applied to Boston, 
would be the ease with which it might be effected from the 
fare collection standpoint, if it were applied universally. 
Its universal application would, however, work a substan
tial injustice on a large number of passengers. If it were 
applied only at such points and between such routes as to 
make it in effect an additional charge for a ride longer 
than the average, the effect would be: first, to reduce the 
number of transfers for which a charge would be made to 
a very small proportion of the total passengers; and second, 
to involve a segregation between free and charge transfer 
passengers at such points as Park Square as to make its 
actual application almost impossible. 

2. No Transfer Between Surface and Rapid Transit 
Lines: The great disadvantage of a segregation of 
the two systems in Boston would be the tendency of 
such a plan to divert traffic from the rapid transit to 
the surface lines. As the company is at present com
mitted to the large fixed charges iricident to the ownership 
of the rapid transit lines, and as the operating costs (aside 
from fixed charges) per passenger are so much less on the 
rapid transit lines than on the surface, every endeavor 
should be made to increase the relative use of the rapid 
transit lines rather than to diminish it. The collection of 
two fares for a journey combining rides on both surface and 
rapid transit lines would induce a great number of people 
to make their entire journey, where possible, by surface 
cars. This would involve additional service on the surface 
lines which would be accompanied by no increase in reve
nue, and it is quite probable that the net result of the 
change would be a loss unless it was the desire and within 
the power of the company so to route its surface cars as to 
compel passengers from the outlying districts to transfer 
to the rapid transit lines. 

8. An Increased Fare for Passengers Using Rapid Transit 
Lines: This plan, which merely would involve the colfec
tion of an additional increment of fare from passengers 
leaving all rapid transit stations, probably could be ef
fected without involving any great practical difficulties, 
and it probably would be more f air to the passenger than a 
complete segregation of the surface and rapid transit Eries. 
It is, however, open to the objection that it would impose 
an additional fare on the passenger who made his whole 
journey, however short, by rapid transit line, even though 
the actual cost to the company was less than that involved 
in carrying him the same distance and over practically 
the same route in a surface car. The objections relative 
to the tendency to divert traffic from ra_pid transit to sur
face lines, mentioned in connection with the previous plan, 
also apply to this. 

4. Zone System of Fares on Strictly Distance Basis : 
This is the European system where (in English cities) 
fares are collected in penny or half penny units for zo1_1es 
varying from one-half to 1 mile in length. The cars in use 
there are much smaller than in this country and operate 
a t much slower speeds and with much less crowding than 
is the case in rush hours here. The system is not used 
in any American city, and its only serious proponent among 
mel? with electric railway experience in this country is 
Peter Witt, formerly Street Railroad Commissioner of 
Cleveland, Fielder Sanders, the present Street Railroad 
Commissioner, has recently been doing some checking to 

determine the length of haul on some of the lines, but at 
present he has arrived at no definite conclusion as to the 
merits of such a zone system. iHr. Sanders says in a let
ter of Oct. 8, 1918.: "The trend of our investigation leads 
me to suppose that no zone system, the maximum fare of 
which is 5 cents, would bring in for Cleveland as much reve
nue as we are now getting on the straight 5-cent fare." 
In other words, Mr. Sanders' investigation does not yet 
indicate to him that the loss in revenue on account of re
duction in fare to a large number of passengers will be 
offset by new patrons drawn by the extremely low fares r 
While I am in accord with Mr. Witt in believing that a low 
rate of fare in some districts and under some conditions may 
a ttract some additional business, I am not willing to agree 

LOCATION OF PROPOSED ZONE LI NES, 3, 4 OR 5 l\lILES 
FR0:\1" BOSTON CITY HALL 

that the initial fare should be as low as he suggests (on 
a 1-cent zone basis], for the reason that this does not at 
all recognize the substantial '1readiness-to-serve" cost. Fur
thermore, it is extremely doubtful whether it would b~ pos
sible to apply such a system of fare collection in Boston as 
is proposed by Mr. Witt, especially as an initial change 
from the present flat-fare system. 

5. Zone Systern on Modified Distance Bas·is: Practically, 
the collection of a fare consisting of a flat initial charge 
plus an increment for each unit of distance traveled would 
be surrounded by as many difficulties as that of the strictly 
zone system as practiced in English cities. When it is 
considered, however, that a great proportion of the whole 
number of passengers begin or end their journey in the 
central portion of the city, something of the same order 
may be attained by the introduction of a central flat-fare 
area, with the lines radiating therefrom on a mileage fare 
basis. [Professor Richey's comments upon the use of 
such a system for the Bay State Street Railway and the 
Rhode I sland Company were published in the ELECTRIC 
RAILWAY JOURNAL of Dec. 28, page 1142.-Eds.] Based on 
the experience of these companies, it is not considered ad
visable to recommend such a system for use in Boston, at 
least at present. Should the two or three-zone system be 
adopted and found to be practicable, it is entirely possible 
that the experience thus gained may result in the develop
ment of a fare collection scheme under which the plan 
mentioned above may be prnctically worked out for the 



136 ELECTRIC RAILWAY JOURNAL Vol. 53, No. 3 

city of Boston. If this can be accomplished, it would be 
most desirable and probably the nearest approach to the 
strictly equitable fare system that can be hoped for. 

6. Two or Three-Zone System: The two-zone plan has 
recently been adopted in a number of cities. In Holyoke, 
early in 1918, a large 5-cent flat fare area was considerably 
reduced, with a 5-cent fare for local rides in both the inl)er 
and the outer area, and a fare by means of tickets of either 
6§ cents or 7?:i cents for a ride extending through both inner 
a nd outer areas. 

In Springfield a similar system was made effective on 
May 1, 1918. The 5-cent flat fare, with universal transfer, 
was retained in the inner area, with a similar 6-cent t}at 
fare in the remaining or outer area. Reduced rate tickets at 
the rate of 6~ cents were good for a ride between any point 
in the inner area and points in the outer area within about 
5 miles of the City Hall. Other reduced rate tickets at 
8! cents were good between any point in the inner area and 
any point in the outer area. The cash fare was 10 cents 
between any point in the inner area and any point in the 
outer area. The only difficulty which bas been experienced 
in the collection of fares in Springfield has been that due 
to the complications introduced by the reduced rate tickets. 
The system as a whole has worked out satisfactorily and 
produced nearly the predicted amount of revenue. On ac
-eount of greatly increased wages later awarded to the 
,employees by arbitration, it was necessary to increase the 
rates, and in September the unit rates were increased fr.om 
5 to 6 cents and the ticket rates were increased about 1 cent 
in each case. No change was made in the general principle 
or in the zone limits. By use of the reduced rate tickets, 
Springfield practically is a three-zone system, while nom
inally, and on the cash fare basis, it is two-zone. 

Through the changes at present proposed in the Bay 
State cities and recently made in Providence, these com
panies are proceeding toward this same plan, together with 
a number of outside zones varying with the length of line. 
In only the thickly settled portions of the cities, their new 
systems amount to either the two-zone or three-zone plan. 

It is believed that it will be entirely feasible to establish 
either one or two concentric fare zone limits in the city 
of Boston, thus establishing either two or three zones; that 
a flat initial fare may be charged in any one zone which 
will include transfer privilege within that zone; that an
additional fare (either the same or smaller than the initial 
fare) may be charged for a ride extending across a zc_me 
limit line. This is a zone system considerably modified 
by the flat fare idea in concession to the practicability of 
fare collection. While it is open to a great many of the 
same objections as may be urged against the universal flat 
fare, nevertheless this is a matter of degree, and the pro
posed system goes a long way toward making the charge 
proportionate to the distance traveled. It is flexible in 
that zone limits may be moved from time to time, the num
ber of zones increased or diminished, and either the flat 
initial fare or the additional zone limit fare increased or 
diminished as necessity requires. 

How To HANDLE THE FARES 

Professor Richey's first recommendation is for a two
zone system for Boston. To fix the zone boundary he 
considered the distribution of population and of traffic, 
the cost of service, the relation between initial and zone
line fare s, competition and the method of fare collec
tion. A complete check was made of all passengers on 
board and boarding and alighting in the section between 
circles with a 3-mile and a 5-mile radius from the City 
Hall. The map on page 135 shows three possible loca
tions for the zone boundary line, at 3, 4 and 5 miles 
from the City Hall. 

The tabulation on page 137 indicates the amount of 
t he zone-line fare which will be required with initial 
fares of various amounts in order to produce approxi
mately t he same total revenue as various flat fares. 
Three such tabulations are shown, corresponding to the 
three possible locations of zone boundary lines. The 
flat fare which would be equivalent to any initial fare 
combined with a zone-line fare not shown in the tabula
t ions may be obtained by interpolation, 1 cent of zone
line fare being equivalent to ½ cent flat fare if the 

boundary be established at the "inner" location, to ) 
cent if at the "middle" location, or to ! cent if at the 
"outer" location, 

If it should be agreed, Professor Richey says, that 
it is necessary to include the terminals of the rapid 
transit lines within the interior zone on account of the 
difficulty of the collection of an additional fare from 
passengers on these lines after passing a zone limit, 
the outer zone boundary may be adopted. However, as 
only about 13 per cent of the population served reside 
outside of such boundary, and only about 18 per cent 
of the total number of passengers ride across such 
boundary, it appears more equitable to establish the 
zone boundary line somewhat nearer to the center. 
He believes that the method of fare collection proposed 
will make it possible, at no prohibitive expense, to collect 
a zone-line fare from rapid tra~it passengers, as well 
as from those on surface cars, at points much nearer 
the center-about 3 miles from the City Hall. 

The proposed fare-collection plan follows in outline: 

Through Surface Ca,r with Fare Box 

Such cars to be equipped with fare box and one over
head register. 

Outbound: In inner zone passengers prepay or pay
enter the initial fare, with free exit as at present. At 
zone line, conductor announces zone limit. In outer 
zone, passengers boarding pay-enter initial fare and 
receive identification check. All passengers pay-leave 
either zone-line fare or identification check. 

Inbound: In outer zone, passengers pay-enter initial 
or total fare, according to destination as stated; if total 
fare is paid, conductor issues identification check. At 
zone line, conductor announces zone limit and makes 
inside collection of identification checks or zone-line 
fares from passengers without identification checks. 
Zone-line cash and tokens from inside collection are 
rung up on overhead register. On light routes and 
during non-rush hours, with loads such that conductor 
can remember the few local passengers, issuance and 
collection of identification checks might be omitted. On 
some heavy inbound trips, it will be necessary to have 
an extra collector board the car at the zone line and 
make the inside collection as the car proceeds. The 
extra collector should return the identification checks 
to the regular conductor; he should ring up zone-line 
rash or token collections on the overhead register, and 
turn over to the regular conductor the amount col
lected,_ as evidenced by the register; or, by an alter
native plan, he should ring up such fares on a portable 
cash register, in which case he would retain the amount 
collected until the close of bis day's work. In inner 
zone, passengers prepay initial fare, as at present. 

Through Surface Cars Without Fare Box 

Such cars to be equipped with two overhead regis
ters, one for initial and one for zone-line fares. 

Outbound: In inner zone, initial fare collection as at 
present-either in prepayment station or on car, in the 
latter case the fares being rung up on initial-fare ·regis
ter. At zone line, conductor announces zone limit and 
collects zone-line fare from all passengers then on car, 
using zone-line fare register. In outer zone, he collects 
initial fare from each passenger boarding car, as at 
present. 
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l!\lTIAL AND ZONE-LINE FARES EQU\' ALE~T TO VARIOUS FLAT 
FARES UNDE !l l'ROP08ED BOSTON PLAN 

Zone Boundary 3 Miles from City Hall 
('> 1 per cent of total paooengerssubject to zone line fare) 

Equivalent to flat faro 
(cents) ......... . 8 9 10 11 12 

Initial fa re (cents) 
4 
; 
6 
7 
8 
9 

10 
II 
12 

Zone-Linc Fare 

Zorn• Boundary 4 Miles from City Hall 
(35 per cent of total passengers subj ect to zone-liue far~) 

Equivalent to flat fare 
(eents) _ ....... . 

Initial fare (cent,:.) 
4 , 
' 7 
8 
9 

" II 
12 

. ·,,;. 
3 
0 

8 9 10 
Zone-line Fare 

Zone Boundary 5 Miles from City Hall 
( 18 per cent of total passengers subject to zone-line fare) 

E quiva lent to flat fare 
(C'ents) .... ...... . 

Initia l fare {cents) 
4 
; 
6 
7 
8 
9 

10 
11 
12 

8 9 10 
Zone-line Fare 

II 

II 

. ..,.. 
0 

12 

12 

N'OTE.-An initia l fare, as listed in first column, together with a zone-line fare 
as listed opposite, will produce practically (variation between 1.6 per cent less 
and 1.4 per c('nt ,i.:reater) the same total revenue as the fla t fare shown at top 
of column, if volume of traffic r emains unch anged. 

Inbound: In outer zone, conductor collects initial fare 
and rings up on initial-fare register. At zone line , con
ductor announces zone limit and collects zone-line fare 
from aU passengers then on car, using zone-line fare 
register, (See above for possible necessity for extra 
collectors on heavy inbound trips.) In inner zone, con
ductor collects initial fare from each passenger board
ing car, as at present. 

As an alternative, the fare collection on cars without 
fare box may be by the same method as proposed for 
cars with fare box, except for the use of the two over
head registers, as described herein. 

Rapid Transit Terminals or Other Prepayment Areas 
at Zone Line 

Street Entrance and Exit: Collect initial fare from 
entering passengers, with free exit, as at present. 

Bodily Transfer Between Surface and Rapid Transit 
and Vice Versa: Passengers in either direction pay zone
line fare in passageway between rapid transi t and 
surface car platforms. 

Through Rapid Transit Trains 

Stations Inside Zone Boundary: Prepay initial fare, 
with free exit, as at present. 

Stations Outside Zone Boundary: Inbound boarding 
passengers prepay total fare, or zone-line fare if from 
surface car by bodily transfer. Outbound boarding 
passengers prepay initial fare. Outbound alighting 
passengers pay zone-line fare at exit or at passage
way to surface cars. Where paper transfers are used, 
boarding passengers may present surface car transfer 
as initial fare, and pay zone-line fare in addition. 
Alighting passengers may receive surface car transfer 
on payment of zone-line fare. 

Paper Transfers at Zone Line 

Transfers from routes in inner zone to routes in 
outer zone, and vice versa, should be printed on paper of 
a distinctive color and sold to passengers for the zone
line fare. Such cash would not be registered but 
accounted for by difference in serial numbers of such 
transfers issued to and returned by conductor daily. 

General Recommendations for Fare Collection 

In order to simplify and safeguard fare collection, it 
is recommended that two forms of metal tokens, n>pre
senting the initial and the zone-line fare, be sold at all 
prepayment stations and also at other convenient dis
tributing points. These tokens should not be sold by 
conductors on cars. Obviously, the zone-line fare token 
should be larger in diameter than the initial fare token, 

It is further recommended that if the nominal initial 
fare is some amount between 5 and 10 cents, it should 
be paid either by a metal token or by 10 cents in cash, 
and that if the nominal zone-line fare is something 
less than 5 cents, it should be paid by a metal token or 
by 5 cents in cash, the intent being that conductors 
shall not be required to make penny change on the cars. 
This can be accomplished by a proper wording of the 
published fare schedule, as was done in Cleveland during 
the period when the nominal fare was less than 5 cents; 
5 cents cash was co1lected from those passengers not 
provided with tickets. 

It is earnestly recommended that all of the present 
non-prepayment cars be equipped with fare boxes, so 
as to make them suitable for pay-enter or pay-leave 
operation. As a temporary measure, proper fixtures 
may be installed on both the inside and the outside of 
the bulkhead door post, and a fare box can be hung in 
either of those positions, the outer position being used 
in mild weather, and the inner in extremely cold weather 
when it is necessary to operate with the bulkhead door 
closed. A short section of the longitudinal seat can be 
arranged on hinges to fold back to allow space for the 
conductor's position when necessary to use the fare box 
inside the bulkhead. It would also be desirable to install 
mechanical operation for the vestibule doors, so that 
these can be operated from either position of the con
ductor. Such changes are entirely practical, it is said, 
and have been made as emergency measures to convert 
non-prepayment cars for prepayment operation in a num
ber of cities. The expense of such changes is small com
pared with the evident advantages of fare box operation, 

While at the present time the fare box manufacturing 
situation is not normal, and one of the two manufac
turers of registering fare boxes is at present engaged 
almost wholly in government work, Professor Richey 
states: 11I have been informed by the other manufac
turer that he is prepared to furnish a registering fare 
box capable of taking dimes, nickels and pennies, regis
tering the total cash amount, as well as two sizes of 
metal tokens, and registering the total number of each 
separately. He has recently equipped the Kansas City 
Railways with such boxes, and he states that he could 
make delivery of such boxes in any quantity in Boston 
within about ninety days." The foregoing description 
of the proposed method of fare collection for the two
zone plan, however, includes a method for use on sur
face cars which are not equipped with fare boxes, which 
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may be used until such time as all cars can be so 
equipped. 

The tot al added cost a year from such a method of 
fare collection, according to Professor Richey, will be 
$200,000 for a 3-mile inner zone, $135,000 for a 4-mile 
inner zone and $72,000 for a 5-mile inner zone. To 
balance this cost would require an increase of consider
ably less than 1 per cent in the total number of 
passengers carried. The difference in the total number 
of passengers carried as between a flat fare and an 
equivalent two-zone system would, it is said, be without 
much question nearer 5 per cent. Thus the net gain 
may be as great as $1,000,000 per year. While it 
possibly may be greater than that amount, the great 
uncertainty of such estimates is said to lead to the 
more conservative prediction of a traffic gain of about 
3 per cent, or a net gain of about $500,000 a year. 

As the first step toward the ideal system, therefore, 
Professor Richey recommends that the Boston Elevated 
Railway territory be divided into two zones by an 
a rbitrary line drawn at a radius of about 3 miles from 
the City Hall. At the present time, about half the 
total passengers cross this zone line. It is estimated 
that a n initial fare of 7 cents, with a zone-line fare 
of 5 cents, making a total fare of 12 cents for a 
ride extending across the line, will produce nearly the 
same revenue as a flat fare of 10 cents, which latter 
appears to be necessary to meet the present cost of 
service. 

Central Traffic Association 
Experience with 2000-Penny Book as Substitute 

for 1000-Mile Book Described-Other Important 
Actions of Year 

T HE principal work of the Central Electric Railway 
Traffic Association during the past year was 

summed up in the annual report of Chairman A. L. 
Nee-reamer, presented at the meeting which was held 
in Fort Wayne, Ind., on Jan. 14. After speaking of 
the five regular meetings held during the year and the 
two extra meetings in June, Mr. Neereamer said, in 
part: 

During 1917 we had a membership of fifty-one li~es 
representing 4334 miles, and for the year just ended fifty
four lines representing 4432 miles, making an increase of 
three lines and 98 miles. During that period one line was 
dismantled, another partially dismantled and one of the 
larger lines divided into two systems. 

Joint and Local Baggage Tariff No. 9, I. C. C. 26, is 
still in force, although two supplements have been issued 
during the past year, effective July 25 and Oct. 25. One 
of these supplements contains the advance in excess bag
gage rates aa allowed by the commission in Indiana. This 
tariff will have to be reissued in a short time in order to 
line it up with that of the steam lines. 

Joint Passenger Tariff No. 17, I. C. C. 27, covering the 
interchangeable 1000-mile ticket, was canceled on June 15, 
by J oint Passenger Tariff No. 19, I. C. C. 29, which covers 
t he interchangeable 2000-penny coupon ticket. This new 
p ubl ication started with nineteen lines, representing 1896 
miles. Supplements have added four lines and 551 miles. 
During the first year of the interchangeable l0O0-:t11-ile 
ticket, 5600 tickets were ordered and placed in the hands 
of the agents. From June 15 to Dec. 31, six and one~half 
months of the interchangeable 2000-penny coupon ticket, 
8000 have been ordered and placed in the hands of the 
agents, a little more than 1200 per month which, to the 
writer's mind, demonstrates the popularity of this form 
of transportation. · 

Official Classification No. 43 has finally been canceled and 

its reissue and supplements are being filed for our member 
companies by R. N. Collyer .. Joint Freight Tariff No. 13, 
I.C.C. 18, covering exceptions to official classification was 
canceled on June 1 by I.C.C. 22, Joint and Local Freight 
Tariff No. 14. This publication is participated in by 
thirty-five lines. Application covering a supplement is now 
pending with the Interstate Commerce Commission. Official 
Interurban Equipment Register No. 4, I.C.C. 21, was can
celed on Nov. 1 by Official Interurban Equipment Register 
No. 5, I.C.C. 24, and is participated in by thirty-seyen 
lines. Although a number of lines dropped out of this issue, 
enough other carriers became ])arty to it to make it a larger 
publication than before. 

Joint Passenger Tariff 18, I.C.C. 28, has been canceled 
for intrastate traffic in Indiana and Ohio. Application for 
cancelation interstate has been pending with the Interstate 
Commerce Commission for a long time and present indica
tions are that this will soon be done and the extremely 1ow 
rates eliminated. The association will then be in position 
to start . anew and your chairman recommends that the 
committee having this in charge go over the old publica
tion and eliminate as much as possible unnecessary head
line points and stations to which tickets never have b~en 
sold. In this way the size of the publication can be reduced 
without detracting from its value and the expense would 
be kept down to the minimum. 

Several changes have been made in the demurrage rules. 
Joint and Local Demurrage Tariff No. 3 I.C.C. 19 was 
canceled by No. 4, I.C.C. 23 on March 27, and the latter 
publication was canceled by No. 5, I.C.C. 25, on Nov. 
4. This publication is participated in by thirty-eight lines. 
Joint and Local Storage Tariff No. 1, I.C.C. 20, is still in 
force, although the committee in charge is contemplating 
a reissue of this tariff. 

At the meeting held in November the committee in charge 
of the official interurban map was instructed to make ar
rangements for all corrections to be made on the map 
plates, and at a meeting of the Central Electric. Railway 
Association held in November provision was made for the 
expense of these corrections. It is expected that this com
mittee will make a full report at this meeting. 

For the first time during the history of this organiza
tion, death has entered our ranks and called to "That 
bourne from which no traveler e'er returns" one of our 
active members, L. W. Henry. Resolutions regarding his 
death have been presented before this meeting and acted 
upon, but the chairman is of the opinion that in addition 
to these resolutions mention should be made of his death 
in the annual report. 

Bureau of Standards Issues Revised 
Circular on Electrolysis Mitigation 

SINCE the now well-known Circular No. 52 of the 
United States Bureau of Standards on "Electrolysis 

and Its Mitigation" was published much progress has 
been made in this field. Consequently a new edition was 
found necessary and copies of this may be had by 
addressing the bureau at Washington, D. C. In the 
revision a rather full discussion of the three-wire 
method of railway power distribution has been added 
and the section on pipe drainage has been modified to 
conform to the latest investigations and observations. 
On the subject of automatic substations the circular 
points out that these have now been developed to such 
a point that they are entirely practicable and depend
able for railway use. By making it possible materially 
to increase the number of feeding points they inciden
tally produce better electroylsis conditions. 

There was no tramway service on Christmas day in a 
number of cities in Great Britain, and in other cities, 
including London, the service was very greatly reduced. 
This was in conformity with the desire of the men to 
spend as much time with their families on Christmas 
day as possible. 
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When a Line Pole Needs a Guy 
BY CHARLES R. HARTE 

Construc t ion Engineer , The Connecticut Co mpany, New H ave n. Conn. 

A DIFF I CULT L OCA'1'.IO N F OR S UITABLE GUYlNG 

IN THE issue of the ELECTRIC 
RAILWAY JOURNAL for Nov. 16, 
1918, we examined in deta il the 

subject of pole-line guys. A logical 
sequel to this is an attempt to 
answer the question: "When should 
guys be used?" From the first the 
Bell Telephone Companies realized 
the importance, from every point of 
view, of standard practice in 
line work. and early developed 

Practice in Line Guying Has Been 
Standardized by the Telephone, 
Telegraph and Power Companies, 
Hence the Author Summarizes 
Their Experience as a Guide on 
Electric Railway Transmission Line 
Construction-The Desideratum is 
to Keep the Line "Put" Without 
Using Unnecessary l\laterial in the 

to be anticipated, their direc
tion relative to the line, and the 
extent to which the line is shel
tered-all of which can only be 
g uessed at in the light of previ
ous occurrences- in addition t o the 
kn own facts of the details of the 
line itself. The long experience, 
however, with the s ignal lines, using 
this term in the sense in which it is 

Guys and Anchors 

a scheme of guy ing. The Western Union Telegraph 
Company, prior to its brief control by the America n Tele
phone & Telegraph Company, h ad been somewhat less 
thorough, but as a result of that control went iut o 
more detail than the "A. T. & T.," varying from th a t 
company's practice in some resp ects but not ra dically. 
In 1914 the National Electric Light Associatio n r e
ceived f rom its sub-committee on overhead constru cti on 
it s monumental report which est ablished similar stand
ards in its field. 

Obviously a guy, or some eQuivalent if conditions 
bar the guy, should be placed on every pole which 
may be subject to strains approaching its strength. 
Such strains may result from the nature of the 
line, as the pulls at horizontal and vertical angles, 
or f rom s torms, or from both in combination. Those 
due to the natnre of the line can be calculat ed readily, 
but the storm strains are not so easy to determi ne, s ince · 
t hey depend upon the kind a nd severity of the st orms 

employed in the Nat ional E lect rical 
Safety Code, has given a good basis to work on, both as 
to the lines themselves , and as t o t he relation between 
these lines and those of companies using different s izes 
of conductor. 

Considering firs t the strains due to corners, it is 
customary to measur e the angles in terms of t he " pull," 
so-called, which is the distance from the corner pole to 
a line drawn between points on the two branches nf 
the line. The Bell companies and the N. E. L. A. 
measure out 100 ft . on each side, but the Western 
Union employs 130 f t., which is the standard length of 
span f or their seven to sixty-wire lines. As a result , 
for a g iven a ng le, the Western Union "pull" is t hree
tenths greater than the value the others use, and 
conversely, t he others find for a given angle a "pull" 
which is p ractically three-four ths (actua lly ten
thirteenths ) of the Western Union. 

On a paper layout it is a very simple matter to lay 
off t he exact line from which t o measure. In the field, 
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unless the adjacent poles happen to be each 130 ft. 
away, it is not so convenient although there is nothing 
complicated about the process. It is easy, however, to 
make a diagram which permits the use of the poles 
adjacent to the corner pole. If they are approximately 
equal distances from it one can, by sighting from one of 
these poles to the other, instantly find a point on thei r 
line and opposite the corner pole, and the distances from 
this point to the corner pole and from the adjacent 
pole to the corner pole, can be readily measured. The 
"pull" (on the 100-ft. basis) is then found from the 
diagram (see page 142) by locating at the left-hand side 
the distance measured, following this to the right to 
the inclined line marked with the distance between 
corner and adjacent poles, and then following the ver
t ical line through that point to the bottom of the 
chart where the "pull'' is read off. For example, if 
the adjacent poles were 70 ft. from the corner pole 

LOCATION OF POLES AND 
SIDE GUYS ON CURVE 

and the 120-ft., 110-ft., etc., lines downward. By taking 
the pull 39 ft. on the 130-ft. basis we get the ratio 
of 3 to 10 between the distance from corner to line 
and from corner to point fixing the line, and the off
sets for that angle wi11 be 36 for 120 ft., 33 for 110 ft., 
etc. 

STRAIN MUST BE OPPOSED BY AN ANCHORAGE 

OF SOME SORT 

Opposed to the strain resulting from the corner we 
need some form of anchorage, the effective value of 
which is modified by the angle it makes with the strain, 
which, except in special cases where it is inclined to 
an extent which necessitates consideration of that fact, 
is taken as horizontal. This angle, it will be remem- -
bered, is measured by the relation of the "lead,." the 
horizontal distance from the base of the pole to a point 
on the guy at that level, to the "height," the distance 

Mead 6Uf J:l "to be placed 
on!,y when Conditions are 

usualjy severo 

Head Guys on Stroight Line 

ThisSpanshq/{not ,,. /fEAlJ (jlJY beowrlu N k=r··-----·---
Stor'm Guys on Straight Line Guy Two Pole Ri9ht Angle Turn with Helllt-1 

arid Sic:le Gv.:ys (L1m::Wire~0mrTfed) 
He Gld Guys for Long Sp,;;m 

SPECIAL PROHLE:.\IS I N LI NE GUY I NG 

and the latter was 30 ft. from the line between the 
adjacent poles, we find 30 at the left, follow it to the 
inclined 70, and drop down vertically a t 43 which is 
the "pull." 

If the two adjacent poles are not equally distant 
from the corner pole the correct value for the r,u11 is 
found by measuring from the middle of the line be
tween them to the corner, and using the average of 
their distances for the value of the inclined line. 

A s imilar diagram for the Western Union basis of 
130 ft. is readily made by remembering that the dis
tance from corner pole to line for any given angle is 
proportional to the distance from the corner pole to 
the point through which the line goes. If a diagram 
is laid off, except as to inclined lines, just like the 
one shown, the line at an angle of 45 deg., as is 
the 100-ft. line here, would then be the 130-ft. line, 
If we start where the horizontal 39-ft. line cuts this 
and lay off 3-ft. points on each side on the vertical 
39 line, the inclined lines through these points will 
be respectively the 140-ft., 150-ft., etc., lines upward, 

from the base of the pole vertically to the point of guy 
attachment. 

Coming down to "brass tacks" and business, the 
National Electric Light Association deals with a corner 
on the basis of its "pull" and the size of the line, 
cutting down the strain as the pull increases by shorten
ing the adjacent spans, as shown in middle lower dia
gram above. This is reproduced from the N. E. L. A. 
Handbook on Overhead Line Construction. The N. E. 
L. A. rule is to head guy and side guy all corner 
poles, whether the turn is made on one or more, the 
side guys on curved lines being installed in line with 
the radius of the curve at that point. 

SIDE GUYING HAS BEEN FAIRLY WELL STANDARDIZED 

The particular specifications are characterized as 
covering "construction methods for distributing sys
tems as follows: Mechanically, for spans up to and 
including 130 ft.; electrically, for street lighting cir
cuits and for constant potential circuits up to and 
including 6600 volts between adjacent wires on the 
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same crossarm." While such circuits ar e sometimes of 
much heavier section, the average line woukl be of 
about No. 4 weatherproof wire. 

The American Telephone & Telegraph Comoany calls 
for s ide guy ing in accordance with Table I. 

Where the line carries cable as well as open wires an 
additional 6000-lb.-strand side guy is to be placed, under 
the conditions shown in Table II. 

This in turn calls f or the open-wire equivalents of 

At bot tom, left, pu sh brace 
on a co1 ner p ole w h e r e a guy 
co uld not b e ins t a ll ed. 

At top, center, a long 
ta ngent on w hic h fa ilure re
sult ed f rom la ck o f side g u ys. 

A t bottom, center, a case 
w he r e failure r esulted from 
Jack of s ide a n d h ead guys. 
No t e the dral;·ging off of 
crossa. rm s by t h e pull a lon g 
th e line. 

telephone cables given in Table III, on page 142, in 
which details of ordinary telephone cable are included. 
The equivalence is for wind of an indicated vc]ocity of 
50 m.p.h. and ~-in. of ice on the open wires in one 
case, and on the cable and messenger in the other, 
the cable being at the same height on the pole as the 
open wires, and both weight and wind pressure being 
taken into account. These values are ~omewhat lower 
than those often used, the more usua l figures heing an 

TABLE I-SIDE Gl'YI NG, A T . & T. CO. i-;T . ..\.:'l"DARD 
Number of 

Win s 
Ten 
Ten 
Ten 
Twenty or more 
Twenty to si;i.ty 
.tiixty or more 
Forty or more 

Forty or more 

Amount of Pull 
1..-(cBS t han 5 f t. 
5 to 10 ft . 
10 ft. or more 
IA'sS tha n 16 iu. 
16 in . or more 
16 iu. or more 
16 in. or more, and lead of 

11:uy less than one-fifth 
Ji , ight .. ... , ...... , .. . 

IO f t . or morf' and !rod of 
ii;uy less tha n one-quartf'r 
lwi1d1t . 

Kind of Guy or Reinforcement 
None 
Ground hl'e.{"e or 6000-lb . strand 
6000--lb. $t rand 
Ko ne 
6000--lb. straud 
10,000--lb. stre.n<l 

10.000--lb. stran<l 

10,000-lb. stranrl 

indicat ed velocity of wind of 70 m.p.h. (g iving a pres
su re of 8 lb. per square foot of projected area of cot1· 

ductor a nd covering) and ice ,1 in. thick a ll around. 
However, since the same wind and ice value~ are used 
on both open wires and cables, the equivalence is sub
st antially as true for the higher values as for the lower 
ones. 

The odd pai rs which are listed in the "actual" cables 
are the tracer pairs which are used for testing 

Hclow, r ons truction involv
ing several forms of guy. 
Note s id e g u y for corner and 
head g u y from adjacent pol e 
a nd, on the long tange nt, 
s ide g u y to a n chor and h ead 
g u y to base of polP. As line 
is o n privat<" right-of-wa)
dea1·anc·e under guy is un
necessary. 

and are not counted in givin g the "nominal" cable 
capacity. 

As a further gu ide, fo r use on joint lines, the Amer
ican Telephone & Telegraph Company uses these ap
proximate equiva lents: A No. 2, 4, or 6 B. & S. gage 
weatherproof wire is equivalent to two open wires; a 
No. 0 or 00 wire t o three open wires, and a No. 0000 
wire to fou r open wires. 

As an example of the application of the tables, if 
we take the case of a pole which carries forty telephone 
open wires, one 150-pair nineteen-gage cable and six 

TABLE II-SI DE GlTI:"JC. FOR POLE UKE CA RRYING CABLES 

Equivalent ":"Jumlwr 
of Wires 

10 
10 
10 
20 
20 
30 or more 

Pull 
18 in . to 10 ft. 
10 ft . t o 15 ft . 
15 ft. or ovn 
16 in. to 10 ft . 
10 ft. or over 
18 in. or over 

Distance From Cable Guy 
to Lov,est Cro8sarm 

Is ~lore Tha u 
9 ft . 
4ft. 
2 ft . 
4ft. 
Oft 
Oft 
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No. 00 weatherproofed lighting wires, we have, for the 
equivalent load in open wires: 

b~~llj 5~~\;l~~t~~:~~ge ·~abic·. ·. · · 
Sh: No. 00 wea therproof wires .. 

T oti'.! .. 

. . . . . . equa h; 40 OJ>en w ires 
. . . equ als 20 or,en wiNio 

equals 18 open wires 

78 open wir<!l:I 

This is practically an eighty-wire line. 
The above is on the assumption that the several 

groups are at approximately the same level. If there 
was a considerable separation between some of the 
elements, as wou ld doubtless be the case here because 
of the lighting circuits, allowance should be made for 
that fact, and the equivalent value increased or de
creased according as the distant member was above or 
below the position which would be occupied ry its 
equivalent in telephone wires. 

It is in the matter of storm guying that, up to com
paratively recently, there has been so little of definite 
rule that one large company, in a confidenti al letter 
of instruction to its employees, advised that the loca-

60 - I, 
{$ 

(}' 
V 

svff: l-
Wlhn -

ii' 
~ m W ~ ~ ~ M 

"p u11·•Measu;e~ eo~ I001 Dis.+c;incc 

C HART FOR USE IK Fl~DIKG CORNER PULL 
. OF POLE LINE 

tion of guys be left to the judgment of the line forem an! 
The t elephone companies, however, go into the r.1atter 
in considerable detail. They do this because the ques
tion is of much importance, both before constmction, to 
insure the integrity of the line, and after trouble, either 
to prove the sufficiency of the protection ~gainst rea
sonable contingency, or, by showing to t he company 
its insufficiency, to lead to a settlement of any claims 
out of court rather than after a costly suit has esta b
Hshed that fact. Obviously it is no less the engineer's 
duty to keep his company from fi ghting a case in 
which they are bound "to be licked," than to see that 
such conditions do not arise. It will therefore r,ay to 
consider the telephone practice in some detail. 

The Western Union practice for angle guys is as 
given in Table IV. 

For lines having an ultimate capacity of more th an 
12 wires Table V is used. 

It shou ld be remembered that the Western Union 
uses 130 ft . as the basis of measurement of pull, and 
that the values of H , 10, 20, 30, 40 and 50 as given 
above correspond to the A. T. & T. and N. E . L. A. 
values of 1.17, 7.8, 15.6. 23.4, 31.2, and 39.0 respectively. 

TABLE Ill-TELEPHONE CABLE EQUIVALENTS I N OPEN WIRES 

ii & J e .8 
8] ~ E 

8. :g ~~ 
N umber of Pairs E.: ,: i~ E~ fl .§ 

]~ :li ] "''" 1~ ~ ·= ~ -~§ •o 
a:! ~i5 ~~ ~c:l ~0 

22 Gage Cable 
25 

26 0 . 97 6,0 00 
30 
50 

51 15 / 16 1. 33 6,000 
60 

76 1 3/ 32 1. 65 6,000 
90 10 

IOO 10 
101 l l 2. 13 6,000 

120 12 
150 13 

152 1! 2 . 74 10,000 21 
180 14 
200 -" 202 II 4 . 07 10,000 Zl 
'40 18 
JOO 20 

JOJ 2 1/ 16 5. 17 16,000• 
360 22 
100 2l 

404 2 11 / 32 6 . 21 16.000 J 
505 2 21/32 7 . 34 16,000 J! 

600 
19 Gn~e Cable 

29 

10 
6,000 11 2 1/ 32 0 . 8 1 

15 
16 0 . 98 6,000 

25 
26 I. 23 6,00 0 

30 9 
50 10 

51 I 3/16 2 . 01 6,0oo 
60 12 
75 13 

76 1 I [0 
90 14 

100 16 
101 1 1 3. 76 10,000 2! 

120 18 
1'0 20 

152 I 29 /} 2 4 . 78 10,000 21 
180 22 
200 23 

202 2 '; / 32 5. 72 16,000 
JOO 29 

30 3 2 9/ 16 7. 4> 16,000 JI 

TADLE IV-STA NDAR D GUYI NG PllACT ICE OF WEST ERN U NION 
TELEGRAPH COMPANY 

Ultimate Capacity Existing Pull Size and N umber of 
of P ole L oad Side Guye 

2wires 2 Wlrel! Less t hnn 25 feet No guy inp; required 
2 wires 2 wires H feet or mor e I-No. 6 B. W. G. Steel 
6 wires 6 wi ree L eill, t han IO feet No guying required 
6 wires 6 wires 1 0 fee t or more l- 4000-lb.11trand 

12 wires 6 or less Le11s th Lin 10 fee t No guying required 
12 wires 6 or less 1 0 feet to 2S feet 1- 4000-lb. strand 
12 wires 6 or 1cm, 26 feet t o SO feet 1- 6000-lb. etrand 
12 wires 7 to 12 Less than S feet r~ror:rr:i~~:r 12 wires 7 to 12 S to 25 fee t 
12 wires 7 t o 12 26 to 50 feet - 60 00-lb. strand 

TABLE V-WESTERN U N ION GU YI NG FOR HEAVY POLE LINE 

Existing Pull Ratio of l..t.'U.tl or Guy to Ite Height 
Lood in Fee t From¼ t o¼ §to ½ ½to ! ¾ or more 

10 or lef:IS Ll'SS t han 5 ft None None None None 
IOorless 5 to 50 1- 6,000 I- 6,000 I- 6,000 I- 6,000 
11 to 20 Less than I ~ None None None None 
11 to 20 I ~ to 30 1- 6,000 I- 6,000 I- 6,000 I- 6,000 
11 to 20 3 1 to 40 1- 10,000 1-10,000 I- 6,000 I- 6,000 
11 t o 20 41 t o 50 1- 10.000 1- 10,000 1- 10,000 1- 6,000 
21 to 20 Less t han I t None None None None 
21 to J O Ii to 20 I- 6,000 1- 6,000 1- 6,000 I- 6,000 
2 1 to 30 21 to J O 1- 10,000 1-10,000 I- 6,000 I- 6,000 
2 1 to 30 3 1 to 40 1- 10,000 1- 10,000 1- 10,000 I- 6,000 
2 1 to 30 4 1 to 50 2-10,000 2- 10,000 1- 10,000 1- 10,000 
J I to 40 Less than q None None None None 
31 to 40 I½ t o 10 I- 6,000 I- 6,000 1- 6,000 1- 6,000 
31 to 40 11 to 20 1- 10,000 I- 6,000 1- 6,000 1- 6,000 
3 1 to 40 21 to 30 1- 10,000 1-10,000 1- 10,000 1- 6,000 
31 to 40 31 to 40 2-10,000 2- 10,000 1- 10,000 1-10,000 
J l to 40 4 1 to 50 2-10,000 2-10,000 2- 10,000 1-10,000 
4 1 to 50 Less than 1½ None None N=• None 
41 to 50 1½ to 10 1- 6,000 1- 6,000 1- 6,000 1- 6,000 
4 1 to 50 11 to 20 1- 10 ,000 1- 10 000 1- 6,000 1- 6,000 
41 to 50 21 to JO 2- 10,000 2-10,000 1- 10,000 1- 6,000 
41 to 50 J 1 to 40 2- 10,000 2-10,000 2-10,000 1- 10,000 
41 to 50 41 to 50 J- 10,000 2- 10,000 2-10,000 1- 10,000 
51 to 60 Less than 1 None None None None 
51 to 60 1 to 20 1-10.000 1- 10,000 1- 10,000 
51 to 60 21 to 30 2-10.000 2-10,000 1-10,000 
51 to 60 31 to 40 2-10,000 2-10,000 1-10,000 
51 to 60 41 to 50 3-10,000 1-10,000 2-10,000 
61 to 80 Less than 1 None No~ None 
61 to 8D 1 to 20 1-10,000 1-10,000 1-10,000 
6 1 to 60 21 to 30 2-10,000 2-10,000 1-10,000 
6 1 to 80 3 1 to 40 3-10,000 2-10,000 2-10,000 
61 to 80 4 1 to 50 3-10,000 3--10,000 2-1 0,000 
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Some Mysterious 
Car Ailments 

Little but Important Troubles That Tend to 
Keep Equipment Men Interested 

in Their Work 

CON T R I BU TI OXS ARM I NV ITJ<:D FRO M T J;I E F I ELD 

Another Remedy for Ice on 
Control Contacts 

IN THE Nov. · 16 issue of the J OURNAL there was 
printed in this department the experience of one rail

·way company with a utomatic control operated on a 
storage-battery circuit in ext remely cold weather. In 
the case described the formation of ice on the control 
contacts insulated them enough t o prevent the current 
at a battery potential of 14 volts from flowing from 
:fingers to segments, m aking the control inoperative. 
The trouble was remedied by prick-punching the con
tact segments so as to r a ise sha rp points on them. The 
·pressure of the fingers caused the ice t o break away at 
these points and allow the fingers to make contact. 

On a large Eastern property similar t roubles were 
,experienced last winter with automatic control operat
ing on a 24-volt battery and, as a different remedy was 
used, it will no doubt be of interest now as we are j ust 
beginning to experience severe winter weather. 

The operating conditions were similar to those in 
the case mentioned in the previous article. That is, 
cars in making their regular trip, spent ab out one-third 
,of the time in the subway and the remainder of the 
time on the surfac·e, and to make matters worse most 
of the cars were out of doors all night. On cold days 
,cars, after having been started from the barn without 
trouble, would frequently be reported "dead" or "losing 
power" and when they were brought into the carhouse 
for inspection nothing could be found . At the com
pany's carhouse some of the pits were outside and this 
afforded the opportunity of examining t he controllers 
reported ''dead" without bringing them into the warmer 
atmosphere of the carhouse. 

It had been the practice to use a small amount of 
grease on the control segments to prevent excessive 
wear and it was found that the grease mixed with dust 
and dirt, had formed a black, sticky. film on the seg
ments. This in extremely cold weather would har den 
and insulate the fingers from the segments and make the 
-control inoperative. It was also fo und in many cases 
that the segments were coated with a thin film of ice 
due to the condensation of moisture when the warmer 
a ir of the subway came in contact with the cold metal 
p arts, 

For awhile attempts were ma de t o improve the opera
t ion of tlje control by running it without grease on the 
.segments, and all contact par ts wer e cleaned at every 

insp ection, but there was little, if any, improvement. 
It was t hen decided to try oiling the segments with a 
thinner oil, and the results were very gratifying. A 
thin engine oil with a good "cold test" was obtained 
and, after the segments were t horoughly cleaned of the 
sticky substance, the oil was applied freely to them with 
a br ush. Although this did not prevent the black film 
from accumulating it kept the fi lm soft so that the 
finger plowed through and maintained contact, instead 
of riding up on the hard black fi lm as was t he case be
fore the t hin oil was used. The oil also lessened the 
trouble due to the formation of ice on the segments. 
Ice w ill not adhere to a greasy surface as it will to a 
clean, dry one, and although it may have been formed 
on the segments, it is easily pushed off by the fingers. 
This point w ill be appreciated by automobilists who 
grease their windshields before driving in a sleet storm, 
a~ ice forming on a clean glass is difficult to r emove, 
while that forming on a greasy g lass can be easily 
knocked off with a stick. The use of the oil had a 
further advantage in making it very easy to clean the 
contact segments. \Vhere it was usually necessary to 
use gasoline in cleaning them, the black substance can 
now be easily w iped off with a cloth. It should be borne 
in mind that if line potential is used on the contr ol 
circuits, such f ree use of oil would probably cause shor t
circuits due to the collection of dust and dir t on insu
lating parts . On the other hand, however, very little 
control circuit t r ouble is caused by cold weather con
ditions when line potential is used, and the use of oil 
a s described is fo r circuits of low pot ential only. 

Sympathetic Behavior of Motors 
Had a Reason 

ON A CERTAIN large property equipped with third
rail and operating trains with cars equipped with 

line-operated, non-automatic, multiple-unit control, con
siderable t rouble was experienced with motors flashing 
over. A large percentage of the cars were equipped 
with non-interpole motors, and a common bus line ran 
throughout the trains. The third-rails were connected 
in parallel so that a voltage disturbance on one rail 
would be communicated to the others. The flashing 
would frequently occur without any apparent reason 
a nd often when one motor of a train flashed over others 
in the same train would also flash. This led the engi
neers of the equipment manufacturer, who were co-
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operating with the company's representatives, to believe 
that the trouble might be due to voltage fluctuations 
on the line. 

Tests to determine the cause were begun and it was 
found that sudden voltage variations were occurring. 
These were due primarily to grounding of motors, 
flashing of motors and more particularly to intermittent 
application of current to the motors due to sleet on 
the third-rail. Further tests on the trains in operation 
showed that if the voltage was suddenly reduced from 
600 to about 400 and restored with the train running at 
high speed (motors in parallel), the motors would flash 
over. Other cars in the tra in and other trains in that 
particular third-ra il zone would sympathetically flash 
over and blow the main motor fuses. 

The engineers decided that the trouble could best be 
overcome by installing a line switch in the main motor 
circuit set to drop out promptly whenever an excessive 
drop in voltage occurred. Accordingly a train was 
equipped with pneumatically-operated line switches, 
with their operating coils connected to line through an 
external resistance. The resistance was so proportioned 
as to give the coil a range in voltage of from 600 to 400, 
corresponding to the minimum drop that would cause a 
flash-over. The pneumatic details of the switch were 
enlarged so as to provide an especially quick action, as 
it was, of course, imperative that the switch should be 
fully opened before the voltage was restored to normal. 
Results proved that the quick-break switch with large 
air ports was sufficient to take care of the trouble ex
perienced and accordingly the additional switch was 
added to each equipment. 

Preventing Flashing of Reversers on 
Multiple-Unit Control Equipments 

ACONSIDERABLE number of multiple-unit cars on 
a well-known railway system were wired up in 

such a manner that when the master controller was 
moved entirely to the off position the rever ser would 
break t he circuit. There was a point on the controller 
which w ould hold the rever ser -in and allow the motor 
current to be broken in the controller, but occasionally 
a motorman would return his controller rapidly to the 
off position, and if t he motors were drawing a heavy 
current the reverser would flash over. As these re
versers were located under a seat in the interior of the 
car these flashover s caused a fl. ash and flame in the 
inside of the car and genera lly the passengers sitting 
in the seat over the rever ser would have their clothing 
scorched or otherwise damaged . 

This condition had existed f or some time and the 
company was seriously considering the installation of a 
circuit breaker _to break the motor circuit and reduce 
the duty on the reversers. A careful study of the 
connection of the leads on the reverser, however, showed 
that the positive finger and the negative finger were 
adjacent to each other, with only a fraction of an inch 
clearance between the two fingers. There was thus a 
difference in potential of 600 volts between two adjacent 
fingers with but a very small insulating space. It was 
found that the connections on the reverser could be 
changed so that the voltage between adjacent fingers 
would be very materially reduced. This change in the 
wiring was made and since then the flashing over of 
t he reversers has been entirely eliminated. 

An Emergency Stop That Was Not on 
the Schedule 

ACERTAIN large railway system operat es multiple
unit trains in elevated service. On one occasion 

one of its motormen, on arriving at the terminal, r e
ported his train as acting very erratically. He said 
that while running along with everyth ing apparently 
working "0.K,'' the train would suddenly make an 
emergency stop and force all the passengers to the front 
end of the cars. On examining the equipment of his 
train immediately after such a stop, he found the brakes 
had not been applied but the emergency stop appeared 
to be due to a sudden reversal of the motors. 

The electrician stationed at the terminal rode on the 
train the next trip but nothing unusual happened. He 
continued to stay on the train, however, for he said 
he had a premonition that if he stuck long enough the 
trouble would occur again. Sure enough, while leaving 
the opposite terminal of the line and ascending a slight 
grade there was a sudden flash from the reverser on th@ 
head car and all motors on the train were reversed. 

A rapid exami!'}ation was made by the electrician and 
he found that all the reversers had been thrown to 
the reverse position with the multiple-unit control 
switches closed for multiple operation. A thorough ex
amination was impossible at that time and in order to 
avoid a long detention to passenger service he pulled 
out the jumper connecting 'the first and second cars, 
then with the motorman operating from the first car 
and himself operating from the second the train com
pleted the remainder of its trip and was then taken 
out of service for a more careful examination. 

At the inspection shop all of the equipment of the 
train was carefully inspected and tested, but other than 
that the reversers were burned and smoked up no 
defects were found that would properly explain the 
trouble. The jumpers were removed and were given a 
breakdown test , which consisted in passing a large cur
r ent through the various wires and connections. This 
test was also met satisfactorily. The electrician who 
had helped bring the train in off the road insisted on 
making another inspection of the equipment, as he felt 
there must be some obv!ous cause for the trouble. A 
small black spot was found on the insulation in the 
head of the jumper which had been removed from be
tween the first and second cars. This jumper was then 
entirely dismantled and it was found that the insulating 
compound inside the jumper head was cracked and that 
a strand from the positive battery train line wire 
had broken and was projecting through this crack 
Hnd touching the reverser operating wire. The twisting 
of the jumper as the train passed around a curve had 
caused the contact to be made and the throwing of the 
reversers had caused the trouble. 

While trouble of this particular nature was somewhat 
uncommon, some precautions in filling the jumper heads 
with the insulating compound were considered advisable. 
It was found that by forcing the compound into the 
heads under considerable pressure small interstices 
were more properly filled and there was less danger 
of the compound cracking away from the insulating 
head. To prevent air bubbles from forming in the com
pound inside the head, two holes were drilled in the 
casting. One was used for filling and the other allowed 
the air to escape readily. 
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Some Emergency Special Work Construction 
Indianapolis Company Utilizes Acetylene Cutting and Thermit Welding 

in Building Up Curve Crosses 

BY THOMAS B. MCMATH 
E n g·inee r u f 1\l a inten a nee o f \Vay, Indianapolis Tractio n & T e rmina l Co rn pa n~-. 

Ind ia na poli s , Ind. 

THE maintenance-of-way department of this com
pany has found it necessary to make emergency 
renewals of girder rail curve crosses and frogs, 

and has been very successful in making a fairly good
looking and serviceable job without any machine-shop 
work. The only tools used were an acetylene cutting 

,, _ 
o,ncrete 1z 'th,ck 

FIG. 1-THERMIT 'WELDI NG BED, 14 F'T , L Q::-;rG, 8 FT. W I D E 

Made of con crete flush with g round. Old ra ils set w i th bases 
projecting 11 in. above concre te. A ll mil bases set to p ed ect}y 
level plane surfa<'e, Holding-down bolt s u sed to bo lt parts to be 
welded. 

The abutting ends of the arm rails are coped as 
accurately as possible by means of a n acetylene cutter, 
I.mt this coping is at best a rough approximation. The 
guard of the through rail is next cut by means of the 
torch to permit the arm on the guard side t o come 
within about an inch of the gage of the through ra il, 
The through rail is then cut away for a length of 2 in, 
through the base and web up as far as the bottom of 
the guard, The photograph reproduced in Fig, 2 shows 
the job at t hi s stage. One of the coped arms is shown 
lying on its side to indicate the general shape after 
coping. The other arm is in its final position. It will 
be noted that the webs are not in contact, but the 
weld will include a ll webs, although they are separated 
by not less than a half inch, The coped arms are 
adjusted to the template and are firmly bolted to the 
bed by U-washers and T-bolts as shown. 

The openings are now all filled with wax and the 
wax is molded to the shape of the desired weld, The 

FIG. 2-THROUGH RAIL ~\.ND _\ BUTTING ENDS OF ARM RAI L S C UT R E.A DY FOR WELDI N G F JG, 3-"J UM P'' 
I N T ERSECTION \VELD COMPLETE 

torch, a thermit welding outfit and an Atlas track 
grinder. 

After making a few welds and finding the operation 
a success, we built a concrete bed for doing such work. 
ThiR proved to be very convenient and insured the 
making of curve crosses true to angle and surface, 
Fig. 1 shows the welding bed, As we use thermit 
for all combination joints we do all such work on this 
same bed. 

In fabricating a curve cross, we first make a t emplate 
t o correspond with the ball of the rail of the desired 
cross, The edges of the template that correspond with 
the gage line are painted red. In laying out the tem
plate we take as the through rail the one having the 
maximum traffic. This is bent to the proper curvature 
and bolted to the welding bed with the point of inter
section over the pit. The rail for the intersecting a m1s 
is first bent accurately to the proper radius and then 
the pieces are cut of ample length to make the arms, 

F I C:-. 4- VIEW OF A C'O::'IIPLETED CUR V E CROSS 

wax mold must be extended under the bearing parts of 
the intersecting rails to provide support for the load, 
and the weld must ext end under the acute-angled points 
so as to support them, The wax when worked slightly 
warm is not at all d ifficult to handle or to work t o 
the required shape, 
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'\Ve have found a small trowel and a farrier's knife 
to be the best tools for working the wax pattern into 
final sh ape. By knowing how much the wax weighs 
before starting and how much it weighs aft er the 
pattern is finished, it is easy to determine just how 
much thermit is required. 

The flask · is made up of four pieces of sheet iron 
cut at the ends to the shape of the rail. This flask 
must extend down .4 in, below the base of the rail 
and must permit 4 in. of sand to intervene between 
the flask and the weld. The sand used must be silica 
sand with sufficient fire clay added to make it tamp 
to a solid mass. It is not necessary to give any details 
of the thermit welding process here as these are so 
well known. After the pouring operation the frog 
should be allowed several hours to cool before removing 
the sand. 

Most of our frogs take about 36 lb. of thermit and 
we find it most desirable to use two small crucibles 
rather than one big one. The frog is finished by grind
ing the tread of the rails if necessary and by grind
ing out the flangeway crossing. 

Fig. 3 shows a close-up view of a finished intersection. 
The cross shown here, however, is for a "jump" or un
broken main line, with wheel opening for 4½-in. tread 

tenance-of-way department were to order repair re
newals sufficiently in advance to have them on hand 
when needed there would be too much money tied up 
in the storage yard. 

Home manufacture permits one to hold on to the old 
job until it is gone and still be able to supply only the 
pieces wanted without tying large amounts of money in 
the supply yard. We do not know how long this kind 
of work will last, but we have had it in use for several 
months and have had no indications of failure. 

Selecting Electrodes and Holders 
for Electric Arc Welding* 

Definite Characteristics for Electrodes Are Being 
Studied and Marked Improvement 

Is Expected 

AT PRESENT the question of electrodes for arc 
welding is in such a state of development that it is 

very difficult to set forth any definite data. Various 
treatments are being applied to electrodes of many 
kinds. Special electrodes with varying compositions are 
being made up and their welding characteristics are 
being studied. No doubt in the near future some defi-

C'ONSTRUCTIOX DETAILS OF ONE TYPE OF' ELECTRODE HOLDER 

wheels. Such a weld will cost some $30 or $40 exclud
ing the rail cost. We have had to make some thirty of 
these frogs, and we have had only two that we con
s idered "missed," and even these were usable. A frog of 
this kind can be turned out in two days, or even more 
rapidly if conditions are such that a more rapid con
struction is required. Fig. 4 shows a view of a finished 
crossing. 

Our men are intelligent laborers educated on our own 
work. With about three days' instruction from the 
manufacturers of the thermit, these men have gradually 
acquired their education with the acetylene cutter. They 
had had some experience with it and with the grinder 
before they began making frogs. 

During these strenuous times when it is difficult to 
obtain special work, and when the cost is so great, we 
find this home manufacture to be advisable to enable us 
to tide over till normal conditions· return. If the main-

nite information will be available as ·to the proper com
positions of electrodes for various operations. 

Wire for metallic arc welding must be of uniform 
homogeneous structure, free from segregation, oxides, 
pipes, seams, etc. The commercial "weldability" of elec
trodes should be determined by means of tests by an 
experienced operator, to demonstrate that the wire flows 
smoothly and evenly through the arc. 

The following lis t indicates the maximum range of 
the chemical composition of bare electrodes for electric 
welding in connection with mild steel: Carbon, trace up 
to 0.25 per cent; manganese, trace up to 0.99 per cent; 
phosphorus, not to exceed 0.05 per cent; sulphur, not to 
exceed 0.05 per cent; silicon, not to exceed 0.08 per cent. 
The composition of the mild steel electrodes, commonly 
used, is around 0.8 per cent carbon, manganese not ex-

*From 1918 rf!port of committee of Association of Railway Elec
trical Engineers. 
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ceeding 0.05 per cent, and only a trace of phosphorus, 
sulphur and silicon. 

The ordinary sfaes required are i\ in., ; in., ~ in. 
and ,30 in., with only a small demand for the ,f-, in. 

The following table will serve to estimate the amount 
of wire in pounds required per operator: 

S ize 
of Bare 

Mild-Steel 
Electrode, 

In. 

::: 

j 
Actual 

Siie, 
!ooh 

0. 092 5 
0. 0925 
0. 1259 
0. 1259 
0. 1621 
0. 1621 
0. 1621 
o. 1865 
0. 1865 
0. 1865 

Length , 
Inches 

12 
12 
12 
12 
12 
12 
12 
12 
12 
12 

Current 
Vse<l, 
Amp. 

55 
65 
80 

125 
100 
135 

"' 165 
175 
200 

Thickm'SB 
of Work 

-bin.min. 
-h in. max. 
f.- in. min. 
~ in. max. 
/.,in, min. 
t in. min. 
6x6-in. frame 
l in. min. 
6x6-in. fram e 
6x6-in. fram e 

W eight 
Time to Deposited 
D ep os it Pounds 
Seconds per Hour 

63 I . 3 
53 I . 5 
67 I. 9 
60 2. 5 
98 2, 5 
87 2. 9 
75 3. 3 
82 4. 0 

· 71 4. 6 
64 4 8 

The weight deposited for pound per hour is the 
amount of metal that could be deposited in one hour if 
it was possible to maintain the arc continuously without 
interruption for this period. In actual practice, how
ever, it has been found that an operator will keep the 
arc going approximately 50 per cent of the time on 

SIMPLE, LIGHT TYPE OF ELECTRODE HOLDER 

average work, the remainder of the time being used in 
cleaning the metal, changing electrodes and preparing 
and handling the work. 

COATED ELECTRODES PREVENT OXIDIZATION 

A coated electrode is an electrode which has had a 
coating of some kind applied to its surface for the pur
pose of improving the metal in the weld by totally or 
partially excluding the atmosphere from the metal while 
in a molten state when passing through the arc and 
after it has been deposited. By the employment of such 
a coating the use of electrodes of special alloy steel has 
been made possible. For example, manganese steel, car
bon steel, nickel steel, vanadium steel and tungsten tool 
steel have all been deposited successfully with the 
metallic arc. 

Until recently there was only one kind of a coated 
electrode in commercial use, which is commonly known 
as the "quasi-arc" electrode. This electrode gives some 
wonderful results, but owing to its cost its use has been 
limited in most cases to special high-grade steels. A 
cheap simple coating not only for the special steels but 
also for the commoner mild steel electrodes as well has 
always been needed, not only to improve the metal in 
welds made with the present grade of welding wire but 
also to make possible the use of a better grade of weld
ing 1.vire for some of the more important operations. 
Progress in this direction is being made. 

An electrode holder should be designed to hold the 
electrode firmly in order that a good contact will be 

provided for the flow of the current between itself and 
electrode. 

The holder for metallic electrode welding should be 
designed to permit the changing of electrodes with 
the least possible delay. It is also important that at 
least 5 ft. of the cable extending from the electrode 
holder be extra flexible, in order that an operator can 
readily change the angle of the electrode (with relation 
to the work) without having to twist a stiff cable. An 
operator's hand should be as free to move as that of a 
painter, if he is to accomplish his work properly. 

There are many designs of holders on the market 
which are satisfactory, one of which is shown in an 
accompanying illustration. Holders for carbon arc 
welding where a heavy current is used are necessarily 
much larger than those used for metallic arc welding. 
Another simple, light and easily operated holder is 
shown in another illustration. This consists of a clamp 
designed to a void overheating and to protect the oper
ator's hand. 

Holders for carbon arc welding should be designed to• 
grip carbons of various sizes. The holder for carbon 
arc welding is two or three times as long as that re
quired for metallic arc welding to permit the operator to 
be sufficiently far from the work. A fiber disk is provided 
also between the carbon and the handle to keep the heat 
of the arc away from the operator's hand. 

1918 Fires Have Their Lessons for 1919 

DURING the year just closed many fires were 
·caused by carelessness in burning leaves, brush 

and general trash. Electric railways were not free from 
loss due to this cause. The following information 
regarding 1918 fires is given by the Fire Underwriters 
Electrical Bureau and is cited as proof of the reality 
of this hazard. 

Fire occurred on April 7, 1918, at 6.30 p.m., at the 
plant of the Elevated Railway, Somerville, Mass. The 
cause of the fire as given in a statement of the general 
adjustment bureau and the sworn statement of the as
sured was the burning of grass in close proximity to a 
wooden building. The loss amounted to $300,000. Fire 
occurred on April 6, 1918, at 1.10 p.m., in the frame 
carhouse occupied as a storage house for out-of-season 
cars by the Ithaca (N. Y.) Traction Corporation. This 
carhouse was located outside the city limits. The fire 
was caused supposedly from burning grass, as fires had 
been noticed near by on the day of the damage. The 
loss paid was $27,000. On Nov. 8, 1918. a fire is re
ported to have occurred on the property of the street 
railways of Augusta, Ga. The possible insurance loss 
was $100,000. The fire is said to have been caused by 
a spark from burning trash which ignited some com
bustible material near by. 

Park properties and outlying carhouses and shops are 
particularly exposed to the hazards of fire from the 
burning of grass, leaves, brush, etc., and from the 
flying sparks due to the careless burning of trash. 
The remedy, of course, is to keep leaves, high grass and 
brush well away from buildings, to burn trash only 
in wire-mesh covered receptacles, and to store all trash 
which cannot be immediately removed in covered bins 
well away from buildings. 
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Snow Sweepers Made from Open Cars 
Emergency Conditions Made Unusual Procedure 

Necessary-Cost Was Less than $900 
Per Sweeper 

BY J. W. HULME 
Su pe rint endent of Equ ipment International R a ilw ~y Compa n y_. 

Buffalo, X Y 

T HE loss of four snow sweepers in a carhouse fire 
which occurred on this property early last spring 

made it necessary to provide the same number of equip
ments before the present winter set in. As the car 
builders could not give absolute assurance that they 
could make deliveries of new sweepers early in the fall , 
on account of the scarcity of labor and the difficulty in 
securing material, the company decided to equip some 
open cars as snow sweepers. The writer has always 
fe lt that a scheme of this kind could be worked out 
practically and would enable the rolling stock to be 
used to better advantage than otherwise. 

It was decided to use four fourteen-bench cars which 
operate on the belt lines of the Niagara Falls division 
of the International Railway. These open cars are of 
double-truck type and are equipped with four GE-57 
three-turn motors each. The cars weigh enough to 
insure good ~ractive effort, a necessary condition in Any 
snow sweeper. The overhang of the platform on this 
type of open car is very small, making it possible to 
install the sweeper on the front end a nd still leave 
ample clearance on all curves. 

In order to minimize the cost of converting the car 
from open car service to a snow-fighting unit and back 
again it was decided not to alter the bulkhead or bonnet 
of the open car, but merely to remove the vestibule and 
dasher. Of course the location of the controller and 
engineer's valve had to be changed. 

The construction decided upon is shown in the ac
companying photographs. The cab is portable a nd is 

D EVIL-STRIP S l DE OF VESTIB U LE _'\_N D S\VEEPER, AND 
FRONT OF OPEN CAR E Q U 1P Pl!)D WITH BROOM 

FOR SKOW SWEEP I NG 

built up in five sections, as follows: The roof, which fits 
over the open car bonnet, the two sides and the two sec
tions of which the front is composed. The broom is sup
ported by a t r iangular frame made of ! -in. x 5 in. x 5 in. 
angle iron, and it is bolted on top of the two side sills. 
In order to stiffen the apparatus and eliminate vibra
t ion a 1-in. truss rod was run from the front end of the 

framework supporting the broom and extended back to 
the center of the car. 

The broom is driven by a modern-type ventilated 
60-hp. motor, being direct connected with it by means 
of shafts and bevel gears. This drive was used to obvi
ate the chain troubles which so frequently occur with 
chain-driven brooms. A first-class motor was selected 
f,:,r the drive because experience has shown that delays 
and tie-ups are often due to the use of obsolete types 
of motors for the broom drive. To permit lowering of 
the broom as the rattan wears out, a set of levers is pro
vided with control from the cab through an adjusting 

CLOSE-UP VIE\V OF BROOM AND LEVERS , SHOWING CHAIN 
CO N NECTION TO ADJUSTING HAND WHEEL 

screw. This is turned by means of a hand wheel with 
gear and chain connections. The controller and en
gineer's valve for the use of the motorman who operates 
the car is located back of the front window on the 
devil-strip side of the car. This location insures that 
the motorman wi1l have a clear view of the track ahead 
when the broom is in operation and will not be blinded 
by the snow. At the same time the man who operates 
the broom is a ble to look out of the other front window 
A} see where he is delivering the snow. 

The cost of equipping the car exclusive of the motor 
and controller for operating the broom was less thav 
$900. Since the cabs are built in portable sections the 
cost of converting at the end of each season will be less 
than $30 per car. Up to date we have not experienced 
any severe snowstorms but we have had sufficient op
portunity to assure us that the use of an open car as 
a snow sweeper is entirely practicable. The motormen, 
e:;onductors and broom operators are greatly pleased 
with this reconstructed equipment. Heaters are in
stalled in both the front and the rear end cabs for the 
comfort of the crews. 

In paying a tribute to the service of women conductors 
in Leeds, England, J. B. Hamilton of the tramways 
committee said that the employment of women had en
abled the committee to maintain a service which, if not 
a ltogether adequate, had met the convenience of the 
public fairly well. It had been found, however, that with 
women the same standard of regularity cannot be ob
tained as with men and this increased the possibility 
of interruptions to service above what they otherwise 
would have been. 
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Supreme Court Decides D.U.R. Case 
Says City Could Have Ordered Tracks From Street After 

Franchises Expired But Cannot Compel Company 
to Continue Business at Loss 

X ECISION of importance as bearin g on the r ight 
of public service corporations to a reasonable re
return on their invest ments was handed down b y 

the United States Supreme Court on Jan. 13 by a 6 to 3 
vote, in the case of the Detroit United Railway against 
the City of Detroit. 

The case .came up on appeal from the District Court 
for the Eastern District of Michigan, which had dis
missed proceedings instituted by t he railway company 
to restrain the enforcement of a city ordinance which 
sought to fix the rate of street car fares in Det roit. 
This ordinance (see footnote*) was passed by th e City 
Council after it had turned down petitions from the 
company for permission to increase its fares. 

It was contended by the company that the rates 
sought to be established were confiscat ory and prevented 
the company from earning a fa i r return on its invest
ment. The city authorities challenged this contention. 

*An Ordinance t o fix a nd establi sh maximum rates of fares anu 
charges which may b e exacted and received! by pe rsons, co i-p01·a
tions, or partnerships operating stree t railways for the carriage 
of p a ssengers within the Ci ty of Detroit, and to fix a penalty tor 
t h e violation thereof. 

It is Hereb'JJ Ordained by tJte People of the City of D etroit: 
Section 1. Nv person , partnership or corporation operating a 

s treet railway on the streets of the City of Detroit, for the car
r iage of passenger s for hire, shall charge more than five cents 
for a s ingle ride, or s ix t ickets for 25 cents, per person for one 
continuous t r ip within the city over any line which is now operated 
or shall he r eafter b e operated without a franc hise fixing the rate 
of fare . 

Section 2. No such per son, partnership or corporation shall 
ch a r ge a higher r a t e of far e upon a n y line now or hereafter oper
a ted under a fra n chi se contract than is fi xed by such f r a nchise. 

Section a. BE t w een t he hours of five a n d· six-thirty a. m . and 
fo ur forty-five and five forty -five p, m. tickets in strips of eight 
for twenty -five cents sha ll be sold on a ll cars on all lines except 
whe re such sale would be contr a ry to the t e rms of a franchise 
contract, which ticke t s sh a ll entitle t he holder to the same rights 
between said hours as th e paym en t of a five cent fare would. 

Section 4. "'Wher e a t rip i s over two or more lines, ,vhether 
franchise lines or not, t h e m a ximum fare shall be five cents, and 
no transfer fee sha ll b e exacted w hich raises the total charge to 
more than fiv e cents or six f or 25 cen ts. 

S ection 5. ,\. continuous trip m ean s one journey from point to 
point within the city, whether the sa m e is m ade u pon one car or 
one line or by m eans of tra nsferring fro m car to car or from 
line to line. E ach such person , partnership or corporation, and the 
officers, agents, se rvan ts a nd emp loyes thereof, shall, upon de
mand , f ur nish proper t r a nsfers to carry int o effect the pro
visions of this section. The provisions of this Ordinance shall .not 
be co nstrued as a n a ttempt t o impair the obligation of any valid 
contract , but sl a ll apply to a nd gi vern a ll such street r a ilway 
passen ger traffic i n t he clty, except where th e same is governed 
by th e prov isions of s u ch contract, 

Section 6. A1,y su ch person , par tnership or corporation which 
shall v iolate t he p rovisions of this Ordinance, or shall attempt 
to do so, a n d a ny _officer, agen t, servant or employe who shall 
order or direct a n y su ch v iola tion or attempted violation of the 
provisions of this Ord ina nce, s h a ll be guilt y of an offense, and 
upon convict io n sha ll b e fin ed not to exceed five hundred dol
lars, or imprf3,:ined in t h e Det roit House of Correction for not to 
exceed n inet y d ays, or shall b e both fined and imprisoned in the 
discretion of U1 e cour t , for each violation. 

Section 7, This Ordinance i s passed for the public w elfare in 
the case of a n cme!"i:;-ency involv ing the peace, h ealth a nd safety 
ot the people Qf the city, and It is ordered to take immdia t e effect. 
lt may be a m en ded or repealed at any time by the Common Coun
c il of the City or Detroit. Unless so amended or repealed it shall 
remain ln for~e for one year from August 9, 191 8. 

The district court in dismissing the proceedings held 
that t he remedy of the company was to abandon its 
service and take its property from the streets, and that 
the exception of the fifth section of the ordinance saved 
the company's contract rights from impairment. 

In its decision rendered by Justice Day, the United 
States Supreme Court reversed the decree of the district 
court with costs and ordered a new trial. Justices 
Clarke, Holmes, and Brandeis dissented. 

The Cour t holds tha t : "There can be no question that 
it was with in the city's power to compel the company 
as to its non-f ranchise lines to remove its tracks from 
the streets of the city. This was settled in Detroit 
United Railway Company vs. Detroit, 229 U. S. 39. The 
city did not do so. Instead of taking such action it 
passed the ordinance in controversy, providing for the 
continued operation of the company's system." Where, 
however, it r equired certain duties of the company the 
latter was entitled, t o make a reasonable return upon its 
investment. Hence t he District Court should have 
heard the case on its merits. 

COMPANY ENTITLED TO A REASONABLE RETURN 

On this point t he Court said: 
"The allegations of the bill, which for the pres

ent purposes must be taken as true, are ample to the 
effect that the enforcement of th is ordinance will result 
in a deficit t o t he company. We cannot constr ue t he ex
ception of section five, having r ef erence to existing 
franchise cont racts, in such way as to modify the re
quirements of section fou r which in explicit t erms fixes 
the fares for t r ips over two or more lines whether 
franchise lines or not, and limits the maximum fare 
without charge for transfers. This must be read in 
view of the definition of a continuous trip in section 
five as meaning a j ourney from one point to another 
point in the city whether the same is made on one car 
line or by means of transfers f rom car to car or from 
line to line. The exception in section five can have no 
further effect consistently w ith the other provisions of 
the ordinance, particularly section fou r, t han to regulate 
fares where trips are wholly upon franchise lines. 

"A principal ground upon which the bill was dis
missed by the District Court was the view of the learned 
judge that the power to compel the company to remove 
its tracks from the str eets involving the non-franchise 
roads included the r ight to fix terms of continued oper
a tion upon such lines, whether remunerative or not. We 
cannot agree with t his view. In our opinion the case in 
this respect is r uled in principle by Denver v. Denver 
Union Water Company, 246 U. S. 178. In that case the 
franchise of a water company had expired, and the city 
might have refused the further use of the streets to the 
company. Instead of doing this it passed an ordinance 
fixing rat es and requiring certain duties of the com
pany. We held that in that situation t he company was 
enti t led to make a reasonable return upon its invest-
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ment. So here, the city might have required the com
pany to cease its service and remove its tracks from the 
non-franchise lines ,vithin the city. Instead of taking 
this course the city enacted an ordinance for the con
tinued operation of the company's system, with fares 
and transfers for continuous trips over lines composing 
the system whether the same had a franchise or not. 
This action contemplated the further operation of the 
system, and fixed penalties for violations of the ordi
nance. 

"By its terms the ordinance is to continue in force 
for the period of one year, unless sooner amended or re
pealed. This was a clear recognition that until the city 
repealed the ordinance the public service should con
tinue, with the use of the streets essential to carry on 
further service. Within the principles of the Denver 
case this service could not be required without giving 
to the company, thus affording it, a reasonable return 
upon its investment. In the Denver case we said: 'The 
very act of regulating the company's rate Was a recog
nition that its plant must continue, as before, to serve 
the public needs. The fact that no term was specified 
is, under the existing circumstances, as significant of 
an intent that the service should continue while the 
need existed as of an intent that it should not be per
petual.' 

"In the present case the service upon the terms fixed 
in the ordinance is continued for a year, the city reserv
ing the right to repeal the ordinance at any time. 

"It is clear that the city might have taken a different 
course by requiring the company to remove its tracks 
from the non-franchise lines, it elected to require con
tinued maintenance of the public service; doubtless be
cause it was believed that it was necessary in the exist
ing conditions in the city to continue for a time at 
least the right of the railway company to operate its 
lines. This amounted to a grant to the company for 
further operation of the system, during the life of the 
ordinance. For this public service it was entitled to a 
fair return upon its investment. Elements to be taken 
into consideration in valuing the property of the com
pany in estimating a fair return are not involved in 
this case. If the allegations of the bill are true, and for 
present purposes they must be so regarded, the con
tinued operation of the railroad system of the company 
upon the fares fixed in the ordinance will result in a 
deficit, and deny to the company due process of law 
within the meaning of the Federal Constitution. 

"As rates of fare are fixed on some of the existing 
franchise lines at 5 cents without transfers, it would 
follow as to continuous trips over such franchise and 
non-franchise lines, such trips comprehending much of 
the transportation required, the latter lines would be 
without compensation for the service rendered. Fur
thermore, when a continuous trip begins on a non
franchise line and ·is over a franchise line and a non
franch ise line, the former having the right to charge 
five cents for a trip over it, the effect would be to im
pair the obligation of the franchi se contract. Detroi t 
United Railway v. Michigan, 242 U. S. 252. 

"In our view the allegations of this bill for the pur
poses of the demurrer sufficiently alleged violations of 
t he Constitution of the United States in the action of 
the city in passing and enforcing the ordinance in con
troversy. The District Court should have entertained 

the bill, heard the application for a temporary injunc
tion, and proceeded to a hearing and determination of 
the case in due course." 

DISSENTING OPINION 

In the dissenting opinion, presented by Justice Clarke, 
it was held that the ordinance did not require the 
company to operate its franchise lines at a loss, but it 
was an offer to the company of a right to operate its 
lines in the non-franchiSe streets, in which it had no 
rights, in conjunction with its other lines at what was 
alleged to be a non-compensatory rate for the entire 
system. The opinion of Justice Clarke also quoted, as 
applicable to the case, the language which Justice 
Holmes used in a dissenting opinion in the Denver case, 
already mentioned, as follows: "In view of that right of 
the city, which, if exercised, would make the company's 
whole plant valueless as such, the question recurs 
whether the fixing of any rate by the city could be 
said to confiscate property on the ground that the return 
was too low. . . . The ordinance of the city could 
mean no more than that the company must accept the 
city's rates or stop-and as it could be stopped by the 
city out and out, the general principle is that it could 
be stopped unless a certain price should be paid." 

Some Additional Track Statistics 

SINCE the publication of the statistics on new track 
constructed and track rebuilt in the statistical issue 

of January 4, reports have been received - from seven 
additional railways as follows: 

Miles of 
---NewSlll.glcTrack Mileage-~ Track Rebuilt · 

City Inte rurban E lectrified City Interurban. 
Name of Railway Rtatc Track Track Steam Road Tmck Track 

~!fv~ttd!-~~:~0!y . EI~ :Mass. 1. 80 4. 14 
tricRy....... . . ... Texas . 0 . 76 

Hou'it on E lectric Co ..... Texas 0 . 30 
Illinois Light & Traction 

Co ... . .. ............. Ill . 0. 76 
New York Connecting 

R.R. ... .. ....... . .. N.Y 10 . 6 
Philadelphia Rapid Tran-

sit Co. .. ..... . . . . Pa. 1.49 7 . 1,6 1-4 . 77 0 . 12 
St. Paul Southern E lec-

t ri c Ry Co... . J.1 inn. 9 . 00 

Total.. 3 ,59 7 .92 10. 6 19. 67 9. 12 

With these figures added to those previously pub
lished the total mileage for new electric railway track 
built in 1918 becomes 325.33, the electrified steam line 
mileage 286.3 and the total new electric mileage f\11.63. 
The revised mileage of track rebuilt is 184.22. 

Report on Tramways in Chosen, Corea 
For the fiscal year ended March 31, 1917, according 

to the latest report of the Railway Bureau of the Gov
ernment General of Chosen (Corea), the light railways 
and tramways opened to traffic totaled 84.4 miles, while 
those not yet open totaled 134.6 miles. The result of 
traffic on the operating lines was said to be very good. 
Private lines already in operation amount to 32.6 miles, 
while those not yet worked cover 34.7 miles. Since 
1914 an annual subsidy sufficient to insure the payment 
of 6 per cent on the paid up capital, in case the net 
profit does not reach this amount, has been allowed to 
companies planning to lay down and work light rail
ways, so as to encourage the developrnent of the work. 



News of the Electric Railways 
FINANCIAL AND CORPORATE TRAFFIC AND TRANSPORTATION 

St. Louis Tax Adjusted 
Agreement Reached Between City and 

United Railways for Payments 
Since Recent Court Decision 

An adjustment of the United Rail
ways mill tax suits, amounting to $2,-
300,000, was reached on Jan. 11 at a 
meeting of the Board of Estimate and 
Apportionment of St. Louis, Mo., com
posed of Mayor Kiel, City Comptroller 
Louis Nolte and Louis P. Aloe, presi
dent of the Board of Aldermen. 
Charles H, Daues, city counselor, 
represented the city, and Thomas H. 
Francis the United Railways. 

PAYMENTS IN INSTALLMENTS 

The United Railways agreed that it 
would pay every dollar that it owes 
the city in mill taxes, including both 
principal and interest, and, also, a 
judgment against the St. Louis Tran
sit Company for about $250,000. The 
obligations are to be paid in ten install
ments, with interest, amounting to 
approximately $250,000 a year. The 
company also binds itself to pay the 
mill tax in the future without contest 
as it falls due. 

The company, it was stated, would 
•go before the Circuit Court and con
test judgment. 

On April 4, 1903, a measure known 
as the mill tax ordinance became 
effective. This ordinance provided for 
a license tax of 1 mill per passenger 
on street railways doing business in 
St. Louis. The United Railways from 
the very beginning contested the va
lidity of this tax, and litigation between 
the city and the company ensued, which 
ended, in so far as the original cases 
were concerned, by a decision of the 
Supreme Court of the United States in 
1916 in favor of the city. As the re
sult of this thirteen years' litigation the 
United Railways Company paid into the 
treasury of the city approximately $1,-
800,000. No tax has since been paid 
under the ordinance. 

ANOTHER SulT WAS PROPOSED 

Immediately upon the final deter
mination of the 6-cent fare case by the 
Supreme Court the Mayor instructed 
the. law department to proceed to col
lect, if possible, the balance of the mill 
tax, not in judgment, and which 
amounts, in round figures, with interest, 
to $2,500,000. Suit for the major por
tion of this amount has been pending 
awaiting the fate of the rate case and 
was also passed awaiting the result of 
franchise compromise ordinances and 
settlements which were being suggested 
and proposed from time to time. Ac
cordingly, the city counselor a few 

PERSONAL MENTION 

days ago made demand upon the com
pany to file its answer in these cases 
so that steps could be taken by the 
city to force the t ax claims under this 
ordinance to a judgment. 

Seattle Wants Authority 
Established 

A complaint has been filed in the 
Superior Court of the State of Wash
ington, by F . A. Twichell, against the 
city of Seattle and the Puget Sound 
Traction, Light & Power Company, in 
which it is alleged that under present 
conditions the purchase of the railway 
property by the city from the traction 
company would be illegal. The plain
tiff asks that the city and company be 
restrained by the court from proceeding 
with negotiations now under way to 
complete the purchase, and that a court 
injunction be issued forthwith. It is 
further alleged that the city, in making 
a part of the purchase contract a pro
vision permitting the company to fur
nish power for the operation of the 
railway, has gone outside its jurisdic
tion. These actions are in final pro
ceedings to establish the authority of 
the city to conclude the municipal own
ership negotiations which have been un
der way for some months past. 

Service-at-Cost Now 
Uuffalo Veers Around from .Municipal 

Ownership Talk to Cleveland Serv
ice Plan-Valuat ion Arbitration 

An agreement has been reached be
tween the International Ra ilway and 
the municipal authorities of Buffalo, 
N. Y., whereby both parties will ar
bitrate the question of the valuation of 
the company's properties within the 
city of Buffalo. The valuation figures 
will be used in reaching an agreement 
between the company and the city mod
eled after the so-called Cleveland serv
ice-at-cost plan. 

VALUATION BOARD OF THREE 

In an opinion issued by the city law 
department, it is held that one man 
should be selected by the company; 
one selected by the city and these two 
should agree upon a third man. There 
will be nothing to prevent any mem
ber of the board, on behalf of the party 
represented, from engaging experts 
to help in determining what is a just 
and reasonable valuation. 

It is proposed that the company and 
the city shall be bound by the valua
tion made by the arbitration commis
sioners only to the extent that the 
award is to be used if an agreement 
is made. If the city decides the award 

Louisville Wages Again a is too high, it can reject the finding, 
Problem and if the company believes the award 

The Louisville (Ky.) Railway and is too low, it can reject the return. If 
Amalgamated Association have been an agreement is made, however, the 
unable to agree on demands made by award shall be the basis of it. 
the men for a further increase of 7 Attention is called by the city law 
cents an hour, with the result that the department to the appraisal made for 
union has taken the matter up with the city by John C. Brackenridge, New 
the War Labor Board. York, as of .June 30, 1915, which fixes 

On Dec. 12 an ultimatum was sent the physical value of the company's 
to the company. The latter announced properties within the city at $18,013,
that the question would be discussed, 808. The items entering this total, it 
and an answer returned by Dec. 23. is said, have been approved by H. E. 
The directors met on Dec. 20, but no re- Riexinger, the compan·y•s chief engi
port was made of the proceedings. neer, except that he claims the fi gures 

President J\,•Iinary in a letter to the do not include contractor's profi ts. To 
union stated t hat when the former la- this tota l Mr. Brackenridge has added 
bar schedule was arranged it was to for intangibles the sum of $2,620,925, 
have held until Jan. 1, when the union making the total reproduction cost as 
could reopen the question. of J une 30, 1915, $20,634,733. 

l\Ir. Mina ry calls attention to the CONTROL P LAN EXPECTED TO PASS 
fact that the company has been hoping 
t o secure an increase in fares, but has It is -·gener ally believed that a reso
been unable to' secure any advance. lution will be enacted by the City 
Another increase in wages of 7 cents, Council placing the International Rail
or to a maximum of 45 cents an hour, way under city control on a plan mod
is impossible under a 5-cent fare , with eled after the so-called Cleveland serv
the present operating expenses. It is ice-at-cost plan, which has the approval 
said that the company, aside from the ' of E. G. Connette, president of the 
considera tions just mentioned, feels that railway. This resolution would also 
the deman ds of the men are unjusti- be subject to a referendum. It is 
fled, particularly in the light of the r roposerl that the two resolutions be 
lessened demand for labor in the war submitted to the electors at the same 
industries. t ime at a special referendum. 
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Regulative Matters Discussed 
New York Commission Points Out Limitations of Authority Under 

Existing Laws and Asks for Broader Powers 

The Public Service Commission for 
the Second District of New York, in its 
annual report to the Legislature on 
Jan. 13 urged consideration by the 
L egislature of certain defects in the 
public service commissions law and 
r ecommended amendments to give the 
commission broader powers over ques
tions of rates and service by public 
service corporation. 

ADEQUATE RATES A MATTER OF 

NECESSIT Y 

In this connection the commission 
says: 

It was undoubtedly the intention of the 
Legis lature to prov ide in t h e P ublic Ser v ice 
Commissions L aw for t ribuna l s having the 
ch a r acte l' , t he abilit y a nd th e facilities 
to d etermine t h e compla ints , no t only of 
consumers a n d patl'ons o f the various pub
lic ser vice corpor a tion s as t o ina dequac~
a nd insuffic ien cy of ser vice, or undue prof
it ee ring in t he r endi t i on of service, or dis
crimination be tween ind iv id u a ls a nd t h e 
like , bu t recognizing tha t th e public ser v
ice cor pora tions h ave legal a nd business 
r ights, to a fford the m a lso a tribuna l which 
should impar tia lly inquire a nd if n ecessal", 
give relief b y way of inc reased r a tes. · 

It is tru e t h a t to a certain extent t he 
in complete a nd defective jurisdic ti on of th e 
commiss ion h as b een supplied by the w a iver 
by certa in citi es a nd villages of fran chi se 
condition s, a nd b y voluntary s ubmission to 
t h e a rbitrati on of t he commiss ion. These, 
however , a re bu t tem porar y a n d m a k eshift 
devices a nd. in th e judgment of the com
m ission , n either it , n or the munl cipa liti es . 
nor th e p ublic se r vice co r pora lion s, ough t 
to b e left to a ny s uch expedi ents. To carr)'" 
a_ passen ger, t o t r a ns port pr op erty, to fur
Ill;Sh a h ou s~holder with li ght or heat , or 
w ith the m ean s of communicati on b y t ele 
g r a ph or t ele phon e, is to rend er a u seful 
a nd legit imate , in fact a n ind isp ens a ble 
ser vice. T o b e a ble to rece ive a n adequ a te 
compen sation the r efor is no t only a ma tte r 
of jus!ice a nd fa ir play, bu t a m a tter of 
n ec~ss1ty. U nduly to p r o fite er in the r cn
derrn g of a n y s u ch ser vice is a n evil w hich 
should b e prev ented , a nd the Legislature 
~as a d equa tely Pr?vided fo r su ch prev en
trnn. Ilut th e Leg1slature h as not provided 
reclprocally for need s w hkh must a rise 
for increased compensation. 

The commission says that still 
a nother subject for legislative consid
eration is presented by a recent decis
ion of the Court of Appeals to the ef
fect that the commissions are without 
authority to require a corporation ~ub
ject to their control to set aside from 
its operating revenues a specified 
amount to be credited to an account 
called "Accrued Amortization of Capi
tal," which includes depreciation re
serve. 

ADEQUATE RESERVES ESSENTIAL 

In this connection the commission 
says: 

It ·is scarcely open to argum ent tha t t he 
coi:n~tssion c~nnot perform its d uty of r e
q mr1ng pubhc se rvice corpora tions con
s tantly to maintain fac ilities s afe a nd ad 
e quate for the public service unless it 
may . require . certainly before the paym e nt 
of d ividends and probably b efor e t h e pay
ment of Inte rest, the setting up of a n 
ad~quate r es erve for r eplacements. L egis 
lat10n w hich may confer upon t h e com
m ission su ch power is urgently r ecom
mended. 

T he r eport states that abnormal 
economic conditions, precipitated by the 
war, affected the public utility corpora
tions. At the same time, the acid test 
imposed has, according to the commis
s ion, brought into s trong relief what 

is regarded as certain defects in the 
public service commissions law which 
should receive the immediate attention 
of the Legislature. 

Reference is made to the action of 
the Federal War Labor Board in grant
ing increases in wages to employees of 
public service corporations, advances 
in costs of fuel and structural mate
rials and requests for approval of 
increased rates. The commission re
sponded as well as lay within its power 
to the latter requests where the actual 
need was demonstrated by evidence af
ter a hearing. Great confusion re
sulted, the commission reports~ in a 
large number of cases from the fact 
that the Legislature had not conferred 
upon the commission the requisite power 
to give relief. It became plain that 
while adequate power over service had 
been conferred, together with plenary 
power to reduce rates, there was lack
ing a power to increase rates. 

ROCHESTER AND BUFFALO CASES 

The report says nothing is clearer 
than that a public service corporation, 
in order to render an adequate and 
satisfactory service, must receive a 
compensation which will enable it so to 
do. The commission is vested with 
adequate power to require adequate 
service and to reduce rates if it finds 
after investigation that they are ex
cessive. But in the case of street rail
roads, whose maximum fare is fixed 
by franchise agreement or condition, 
it was held by the Court of Appeals in 
the Quinby or Rochester case that the 
commission is without power to increase 
a rate so fixed, no matter how great 
the need therefor may be in justice 
and in fact. 

A similar ruling has been made by 
the Court of Appeals in the matter of 
the International Railway versus Rann 
where the maximum fares in Buffalo 
are fixed at 5 cents by the terms of the 
so-called Millburn agreement. The 
commission has never made any inves
tigation as to the insufficiency of the 
5-cent fare in Rochester or in Buf
falo, having been prevented from do
ing so by the issue of a writ of prohibi
tion in the Rochester case and by the 
know ledge of the decision of the Court 
of Appeals in the Buffalo case. The 
commission continues: 

P erhaps an Inves tigation would disclose 
tha t the existing fa r e s are sufficient; on 
th e contrary it mi ght show that they an, 
insufficient. In the case of the Interna
tional Railwa y , which operates in Iluffalo 
a nd vicinity, the company claims that it is 
on the verge of b a nkruptcy by reason of 
insufficient fa re, a nd there has been much 
local a gitation concerning this claim, n~, 
reason of the decision in the Quinby case , 
however, there is apparently no authority 
or tribunal possessed of power to fix ana: 
de termine a just rate of fare. 

It is immaterial whether a public service 
corporation is prev ented from charging an 
a d equate rate by statute, by a franchise 
condition, or by a n independent agreement 
between th e corporation and the munlctnal 
autho rities. The public service commis
s ion la w ought to b e sufficiently broad w 
,·ove1· a ll q_uesti ons , both of rates a nd serv
ice. 

The Public Service Commission for 
the First District of New York, the 
activities of which cover Greater New 
York, confines its report to the Legis
lature very largely to a review of its 
construction and regulatory activities 
during the previous year. Any sugges• 
tions that it has in regard to legisla
tion are embodied in bills which are 
presented direct at Albany. In its pres
ent summary to the Legislature the 
commission says that in point of value 
of transit lines placed in operation, 1918 
was the banner year since the dual sub
way contracts were entered into in 
1913. The cost to construct these lines 
was $103,000,000, exclusive of the cost 
of the equipment used on them. All 
the work for the coming year, how
ever, is dependent upon such action as 
may be taken by the Board of Esti
mate & Apportionment, · the report 
points out. 

Dayton Wants Consolidation and 
New Franchise 

In a letter to J. Sprigg McMahon, 
representing the electric railway at 
Dayton, Ohio, the City Commission has 
made known its desire that the various 
companies operating in that city be 
consolidated within six months, in or
der that more economical operation may 
be secured. Failure to comply will be 
taken as sufficient reason for taking 
over the properties by the city, the let~ 
ter stated. 

It was also announced on Jan. 8 that 
the city will ask the companies to ac
cept an ordinance, providing for a 
straight 5-cent fare. This ordinance 
was to have been presented at a meet
ing of the commissioners on that date, 
but it was withheld because of the ab
sence of the Mayor and City Attorney 

In connection with the desired con
solidation, the city proposes that the 
roads give up their present franchises 
and accept one that will give the mu
nicipality greater regulatory power. 

Service Control Rights a Problem 
The Cleveland (Ohio) Railway ordi

nance must be extended by May 1, 
1919, or the city will lose its right to 
control operation and the company will 
be free to put into operation the maxi
mum rate of fare in order to accumu
late a fund to insure its safety at the 
expiration of the franchise on May 1, 
1934. The only right the city would 
have left during the intervening period 
would be police power to require ade
quate service. 

President Harry C. Gahn has sug
gested that in extending the franchise 
the grant be so amended that the rate 
of dividend to stockholders shall depend . 
upon the rate of fare. If the rate of 
fare is low then the dividend shall be 
high and vice versa. 

The city may, of course, exercise its 
rig-ht to purchase the property. The 
agreed price is the face value of the 
stock and bonds of the company plus 
10 per cent. This would amount to ap
proximatrly $37,400,000. 
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A Good-Will Message 
General Manager McLimont of \ Vinni

peg Boosts Christmas Offering for 
Soldiers' l•~ amilies 

A committee consisting of leading 
cit izens of t he city of Winnipeg, Man., 
011 Dec. 9 st arted a campaign to obtain 
contr ibutions to a f und to provide a 
"Citizen's Christmas Gift to Soldiers ' 
Families" in W innipeg. The committee 
wished to raise $60,000 by voluntary 
contribution, t his s um to be divided 
a mong· the soldieTs' families in the city 
in accordance vvlth · the number of per
sons in each family, to provide Christ
mas presents for the children and 
Christmas cheer generally. 

!E:~~"t"~ ~!_,, ..... , ...... ,UJ:._ 

~~~:~ ::;-,::;-.,,';!!,•hll..,.,1,0,.~ 

W I NNIPEG RAILWAY'S APPEAL 

A. W . McLimont, general manager 
of the Winnipeg E lectric Railway, took 
an active interest in the campaign from 
its inception. The company's donation 
t o the fund took the form of an ex• 
penditure amounting t o $1,000 in ad
vertising for donations . Mr. McLimont 
originated the plan of asking the public 
t o "dr op a bill in the fare box" for 
the Christmas fund. One of t he ads 
run in the daily n ewspaper is shown 
herewith. 

PLACARDS PLACED IN CARS 

Placar ds similar to the ad were also 
posted in t he company's cars. One of 
these posters was signed jointly by 
t he Mayor of Winnipeg and Mr. Mc
I.imont. The company issues a paper 
each fortnight, 40,000 copies of which 
are distr ibuted free on the cars, and 
t he leading a rticle of Dec. 16 issue was 
devoted to the campaign. 

All members of the general commit
tee compris ing 200 leading citizens 
received copies of t his issue of the 
Public Service News sent by t he sec
retary of t he committee. 

The s treet cars in Winnipeg are 
equipped wit h protruding fenders, and 
a la rge banner requesting citizens to 
"drop a bill in the fare box" was 
placed on each fender. A f ull sized 
billboard was also erec ted on each side 
of a car and this car was operated dur. 

ing the rush hours t hrough the prin
cipal streets of the city. 

It ·was not expected that any sub
stantial amount would be realized from 
the fare box collections, owing to the 
fact that the principal source of r ev
enue for the fund was big contribu
tions from the businessmen of the city. 
The' rank and file of the general public, 
however, responded very generously to 
the appeal to place their money in the 
fore box and more than $1,000 was 
rea lized from this source, in addition 
to an order for a load of wood, Victory 
Bond coupons, etc. The employees of 
the company contributed $400 to the 
fund. 

The newspapers of the city and the 
thousands of soldiers' families com
mented very favorab ly on Mr. Mc
Limont's action in getting behind the 
Christmas gift fund. Mr. McLimont 
feels that the employees of the com
pany have greatly benefited from be
ing privileged to participate in the 
campaign and that working with other 
citizens in th is way has been in mutual 
interest. 

B. R. 'l'. Message to Ex-Soldiers 
The Brooklyn (N. Y. ) Rapid Tran

sit Company has established two bu
reaus where information a nd guidance 
may be obtained by men now in the 
mili tary service with respect to em
ployment opportunities available to 
them in a ll its departments. 

One of these bureaus, known as the 
Borough Hall branch, has been estab
lished at 185 Montague Str eet, in the 
heart of the business district of Brook
lyn. The other is a t 438 F ulton Street , 
J amaica, two minut es' walk from t he 
Long Island Railroad. The J amaica 
bureau was opened on Dec. 16. This 
bureau especially is handy of access by 
men in the camps on Long Island and 
a large number of soldiers from Camp 
Upton a nd Camp Mills who had either 
just been discharged or were abou: to 
receive discharges have already ap
plied there for information concerning 
opportunities in the company. 

T he Montague Street branch and 
the regular employment bureau at 40 
State Street have also received calls 
from many st urdy and intelligent ex
soldiers and ex-sailors. 

An attractive little leaflet entitled 
"A G1·eeting a.nd an Opportunity for 
the Men of Our Victorious Armies Re
turning From Overseas, From the 
Brooklyn Rapid Transit System" has 
been widely dis tributed where it vdll 
be most apt to reach discharged sol
diers and sailors. 

This leaflet briefly tells of the op
portunities of employment with the 
company and gives the necessary di
rections to reach t he information bu
r eaus from Camp Dix, Camp Merritt, 
from the New York City Hall, from 
Camp Mills, Camp Upt on and from the 
Long IslanJ station at F latbush and 
Atlantic A vPnnes. 

The leaflet is 4 in. v.'lde by 6 in. 
high. It contains f our pages verv ar
tistically displayed t ypographically. 

New Commission Bill Introduced 
The bill outlined by Governor Smith 

of New York in his message to provide 
for the reconstruction of the Public 
Service Commission in New York City 
was introduced in the Senate on J an . 
9 by James A. Foley, minority leader, 
and in the Assembly by Charles B. 
Donahue. 

The measure follows closely the Gov .. 
ernor's recommendation that the present 
commission be abolished. It provides 
for the i-epeal of the present section of 
the public service commission law fix
ing the number of commissioners for 
the First District at five, and substitut
ing a new section which provides that 
there shall be one commissioner, whose 
term shaB be five years, and a transit 
construction commissioner to be ap
peinted by the Governor with the con
sent of the Senate, for a like period. 

Under the terms of the bill the single 
cc,mmissioner is to be concerned only 
with the regulation of p ublic service 
matters, w hile the transit commissioner 
is to confine his entire time to con
struction work. This commissioner is 
to r eceive $15,000 a year and have the 
a ppointment of not more than four 
df puties a t $7,500 a year each, one of 
whom may exercise the powers of t he 
commissioner. The transit construc
tion commissioner must be a resident 
of New York City, is to r ece ive $15,-
000 a year, and is to have all the powers 
of t he old Rapid Transit Commission, 

The new Governor of New York is 
a democrat. There is naturally much 
speculation as to what attitude the 
republican Legislature will assume to
""-ard the measure. 

Short Milwaukee Strike 
A strike of the employees of the Mil

waukee E lectric Rai lway & Light Com
pany, Mi1waukee, Wis., which went into 
effect at 6 a.m., on Jan. 1, was declared 
off the evening of the same day, pend
ing an effort by a committee of busi
ness men to have the Wisconsin Rail
road Commission settle t he controversy 
over the matter of an increase in fares. 
The company has maintained that it 
could not increase the pay of its em
ployees out of its present earnings. 

The employees' association had the 
books of the company examined by 
their accountants, who reported that the 
company was unable to pay increased 
wages without an increase in fares. The 
employees' association presented these 
facts to the Railroad Commission and 
the Governor, both of whom promised 
action before Jan. 1. The commission 
and the Governor declined to intervene 
and the strike went into effect as sched
uled by the employees' association. The 
commission promised the Association 
of Commerce that it would make a 
prompt investigation of the allegations 
of the company and the employees and 
make the finding of the facts at the 
earliest practicable date. T he findings 
in the report made for t he employees' 
association were r eferred to in this pa
per for Jan. 11, page 117. 
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Commission Refuses to Approve 
Lease.-The Public Service Commis

Meeting an Emergency 
Publicity P lays Prominent Part 

P utting Patrons in Possession of 
P lans Made for Their Benefit 

in sion of Pennsylvania on Jan. 15 an
nounced that it had decided not to sanc
tion the agreement entered into by the 
Philadelphia Rapid Transit Company 
for the joint operation of the municipal 
lines in Philadelphia and those now 
operated by the company. 

The interurban cars of the Indianap
olis & Cincinnat i Traction Company 
wer e r ecently cut off from reaching the 

QUICK WORK 
INDIANAPOLIS & CINCINNATI TRACTION COMPANY 

On J a nuary 6 t he Virginia Avenue Viaduct in Jndla n n,poli s , a very old structure, 
gave way complet ely , cutting off our interurba n cars f r om t he T erminal Station 
a nd th e m a in b usin ess part of the city. A tem porary a r r a n gem en t for handling 
passengers on bot h s ides of the v iaduct, carr y ing them on c ity cars to a nd from 
K e ysto ne Aven ue , was a t once inaugura t ed. The f r eigh t w a s ha ndl ed by us on 
a uto t r uck s bet w een t he cit y fre ight house a nd ou r Jun ct ion o n Southeastern 
Avenue, at w hich potnt o ur fre ight car s w er e load ed a nd un loa1ed. 

M uch quicker than seem ed at all possible the lndt a.na1>0lis Traction & Te rmina l 
Com pany construc ted a tem por a r y loop at Louis ia n a. S t ree t , nea r the v iaduct. and 
ha.d It ready fo r use the m orning of J an. 9, a nd our passenger ca r s the n bega n 
operating u p to a nd a r ound tha t loop. 

In conjunction w ith the Intersta te Pub11c Service Com pany w e secured fr om 

g~~n11!ii: n~ }~~ ~ ~~~d a 0 ~e:~~~~rivr;~ afr~~ri{l; .. :fri1ihXv'!:~~~u~~ef ~~i~i~na~ 
Street to A la ba m a Street . t hence o n Ala ba m a Street t o Sou th Street , thence on 
South Street t o Delawar e S treet, there connecting w ith tracks a lready la id on 
South Street , ove r which to operat e our cars to K e ntuck y Avenue a nd thence b y 
K e n t uck y Avenue a nd Capitol A venue to the T ermina l S ta tion. The ci ty company, 
w ith w ond e rful ma nageme nt a nd energy , notwlthstand lng It was mid-winter, 

~~8uh~~ t~:>~ r: t~~~ ~t~h ~~~ b~ihd f;~fi 11t na:~onP~~~c~~1t 1~~e/~~· a1:d fitoc0tb; 
Termina l Sta tion. 

h a~Vdit~~e0f1:a::1y tg1J;_~~lttl!it~!fjg~~on1t°~! ~eariur~~c6 \°n ~ il!,j!~~lli~~~mendable 

Pa trons of our r oad can now travel from a n y point on ou r lines to the Terminal 
S ta ti on In I ndia na polis a nd can ship fr eight a nd ex prc s~ w ith out t r a nsfer or delay 
of a n y ki nd. 

\ Ve are p rou d of our people, and those or t he other comJ)a nles co-oper a ting, for 
wha t they h nve done a nd w h a t they h a ve accompllshed . 

Until the steam r oad tra ck elevations are completed over V irgin ia Avenue, our 
cars , both passen ger a nd fre ight, are t o operate Into Ind ia na poli s f rom Virg inia 
Aven u e ov er the South Street a nd Kentuck y .Aven u e route, occupying onl y ai f ew 
mi n u tes lon ger tha n b y the old ro ute . \ Vhe n t he tra.ck cleva.tion is oorn ple ted 
w e w ill a i;a ln run in by t he o ld route on Virginia Avenue to Dela w are Stt·eet . 

W e wa n t to tha nk o ur pat rons for the ir k ind co-opera tion a nd good na tw·ed 
patie nce du rin g these few days of t ro ublesom e a nd Inconvenie nt ope ra tion. 

RAJL\VAYS EXPL ANATION TO ITS P ATRONS 

term inal stat ion and business section 
•of Indianapolis because of the collapse 
•of the Virg inia A venue viaduct. Ar
rangements wer e quickly made for 
meeting the emergency thus presented, 
:and the public was informed of the 
changes mnde in an advertisement, set 
across three columns, published in all 
the paper s in the t erritory served by 
the r ai lway. This ad the company re
printed in dodger f orm and hung copies 
of it in t he cars on strings so they 
would be readily available t o the pub
lic. The ad t ells its own story. It is 
reproduced her ewith . 

News Notes 

Detroit Hea ring Again Postponed.
The session of the War Labor Board 
in Washingt on to t ake testimony in the 
case of t he women conductors on the 
lines of t he Detroit (Mich.) United 
Railway, set for Jan. 14, has a gain 
been postponed. The new date is fi xed 
a.t J an. 18 at Washington. 

Tacoma Again Operates Its Munici
pa l Lines.-On Jan. 1 the city of Ta~ 
coma, Wash. , through the Department 
of P ublic Works, took over the opera
tion of the municipal tideflats car line, 
which has been operated by the Tacoma 
Railway, Light & Power Company 
under contract . There is now a deficit 
of $20,000 a ccumulated against the line, 
which Commissioner H. Roy Harrison 
believes can be turned into a surplus. 
The saving, it is said, will come in the 
operation of the line with a reduction 
in overhead expense; by more thorough 
me thods of fa r e collection and by econ
omy in management in other directions. 

Votes tu Revoke Railway Grants.
The City Commission of Jersey City, 
N. J., has adopted an ordinance re
voking fiftee n franchises granted by the 
muncipality to subsidiaries of the Pub
lic Service Railway on the ground that 
they were granted originally upon con
dition that no t more than 5 cents 
should be char ged for a continuous 
ride. The 7-cent fare case is now 
pending in the Court of Eriors and 
Appeals. It is expected that an ap
peal will be t aken by the railways in 
certiorari proceedings. In the mean~ 
time cars will run as usual and 7-cent 
far es will continue to be collected of 
the subway. 

Bursting Water l\'lain Ties Up Sub
way.-The Broadway subv.ray in New 
York city operated by the New York 
Municipal Railway (B. R. T.) was 
flooded from 5 a. m. on Jan. 12 to 2.30 
r- rn. on Jan. 13. A torrent of water 
estimated at 3,000,000 gal. rushed into 
the subway at Fourteenth Street from 
a bursted 36-in. Catskill Aqueduct main. 
·when completed this main will pass 
over the subwa y at that point, but due 
to the unfinished work the subway 
was open for the water to rush in. 
The water first entered a 60 ft. cut in 
the unfinished "Fourteenth Street" 
crosstown line which passes under the 
Broadway subway at that point. This 
was completely flooded and in the 
Broadway subway the water extended 
as far north as Twenty-eighth Street. 
At some places the water was 4 ft. over 
the tracks. Powerful machine pumps, 
fire department engines and a newly 
constructed pump car of the Brooklyn 
Rapid Transit Company were rushed 
into use. It took three hours to locate 
the break and shut off the water 

Programs of Meetings 
A. S. M. E. 

The American Society of Mechanical 
Engineers has selected tentatively the 
dates June 17 to 20 for the spring meet
ing which will be held at Detroit, Mich. 

M. C. B. and M. M. Convention 

The Mas ter Car Builders' Association 
and the American Railway Master Me
chanics' Association will hold their 
convention this year in Atlantic City, 
N. J .• June 18-25. This will be the first· 
convention of these associations since 
1916, meetings having been abandoned 
during the war. This year the associa
tions expect to h ave a convention of the 
old-fashioned kind with a full exhibit. 
An invitation will be extended to all 
foreign trade bodies now represented 
in this country, and through the embas
sies at Washington all foreign nations 
( exclusive of the Central Powers) will 
be invited to send r epresentatives. The 
r ailroad administration at Washington 
has ap proved the meeting. 

American Wood Preservers' Association 
The fifteenth annual meeting of the 

American Wood Preservers ' Associa
tion will be held in SL Louis, Mo., on 
J a n. 28 and 29, with headqualiers at 
Hotel Statler. Among other topics 
treated will be the zinc chloride and 
creosote oil situations, and a paper will 
be presented: "The Transition from 
Creosote Oil to Zinc Chloride in the 
Treatment of Cross Ties." Another 
paper will be one on "Developments of 
Uniform Pra ctices in Procuring- and 
Prese1"Ving Cross Ties," by John Foley 
of the Forest Products Section of the 
United States Railroad Administration. 
A number of committee reports will be 
presented, including those on preserva
tives, purchase and preservation of 
treatable timber and non-pressure 
treatments . 
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Financial and Corporate 

Chicago Elevated Noses Out 
Revenue Gains Beat Rise in Operating 

Expenses and Taxes by a 
Small Margin 

Despite higher operating costs, due 
to wartime conditions and other causes, 
the elevated lines in Chicago were able 
in the fiscal year ended June 30, 1918, 
to increase their net income by the 
slight amount of $9,798, or about 0.7 
per cent. Such is the s howing indi
cated in the latest annual report of 
the Chicago Elevated Railways Collat
eral Trust, which controls the South 
Side Elevated Railroad, the Northwest
ern Elevated Railroad and the Metro
politan West Side Elevated Railway. 

The gain in net was due to the in
crease in gross operating revenues by 
$487,251 or 5.2 per cent, this gain not 

pared with $1,372,475 in 1916. Total 
disbursements, chiefly for interest, 
amounted to $1,362,178, leaving a sur
plus for dividends of only $25,503, com
pared with $123,801 the preceding year. 
All the year's surplus and slightly 
more was absorbed by a charge of $26,-
100 for expenses incidental to exten
si on of the $7,000,000 of secured gold 
notes, dated July 1, 1914, and miscel
laneous debits. 

Receiver for Spokane & Inland 
Empire 

On petition of t he First Trust & 
Savings Bank, Chicago, Ill., Federal 
Judge Cushman at Tacoma has named 
F. E. Connors, Chicago, receiver for 
the Spoka ne & Inland Empire Railroad, 
Spokane, Wash. Losses of the com

pany for the last six 
months have averaged $10,-

C OI'\:IPA RATIVE I NCOil'IE STATEMENT OF CHICA GO 000 monthl y. Waldo G. 
Er.EVAT:u0N;A1~o~A~~to:N~A~~8ENDED Paine, vice-president of the 

.--- 1918-- _ _ 1917 __ company, said: 
Per Per " Decreasing revenue made 

Amount Ceot Amount C'f'nt it impossible to pay in terest 
Gross ?Pero.ting revenue _$_9,_77_7•_16_4 _ ,_oo_. O -'-' ·_28_9•_91_3 _ ,_oo_. 0 on our bonds any longer. The 
Opera.ting expenses : 

Way and structures 
Equipment .. 

$264,456 
591,113 

I, 133,841 

,. ' 
6 . 1 

11. 6 

$ 212,692 2_ 3 influenza ban hit us hard. 
523, 156 5 . 6 \.\'her e ordinarily the income 

1,155, 093 12 . 4 reaches $1,400 daily it has Power .... _ .... ... . 
Conducting transpor--

ta tion .• , ... . . . 2,806,136 
21,185 

28 . 7 
0. 2 

2,407,088 25. 9 gone down to $700 to $800 
27,677 o. 3 daily. The bondholders have Traffic ... . ........ . 

O<'neral and miscella-
389,244 3.' 498,777 5 . 4 demanded their money and 

Total operating ex-
pen£e . . $5,227,977 

Net operating revenue . . $4,549, 167 
Taxes, city compen-

SJ.S 

46 .5 

--- - - sa y it is their intention to get 
$4,824.486 51. 9 it if they have to junk the 
$4,465,427 ~ system." 

A writ of subpena in 
sation and ot her 
items . . 932,408 663,334 9_3 cha ncery was served on Mr. 

--- -- Pa ine. The company has 
Operating incom e .. . .. 

Non-oJ)l'r a ting: income 

Gross income .. . ..... . . 
Deductions- interest 

and rents . . . 

$3,616,779 
* 150,490 

37 . 0 ,., 
- ----

$1,767,269 

*2,390,451 

38 . 5 

SJ,fl1~5°il 3t i twenty days in which to ap
- ---- pear and answer allegations 

$3,753,682 4o.4 in an original bill of fore -
24. 4 *2,386,662 25 . 7 closure. The issue on which 

Net income 
Dividends . .. .. . 

$1,376,819 
I , 198,394 

14. 1 
12 .3 

$1,367,020 ~ the cou rt action is based is 
1, 176,345 12. 6 the $15,000,000 authorized 

- $-,,-,-.,-2, - ,-.a $190,675 - ,-. 1 first and refunding mortgage 
*lnter--eompany rentals deducted . 5 per cent bonds of the Spo-

Surplus • . 

being completely offset by the rise in 
operating expenses and taxes. Operat
ing expenses jumped up $403,491 or 8.3 
per cent, snd taxes, etc., $69,074 or 
8 per cent. 

It should be noted, however, that the 
foregoing figures- are applicable to the 
period when wages were considerably 
lower than at present, for the increases 
granted by t he War Labor Board dat ed 
from Aug. 1 , 1918. Moreover, the gain 
in net income during 1918 was less than 
that during the preceding fiscal year, 
for in the year ended June 30, 1917, 
the net income was $100,902 or 7 JJ per 
cent higher than in the year befor e. 

The annual report of the Chicago 
Elevated Railways Collateral Trust, 
which is for the calendar year 1917, 
shows gross income of $1,387,682, com-

kane & Inland Empire Rail
road, of which $2,699,500 are 

outstanding. This issue was dated 
l\Iay 1, 1906, is due May 1, 1926, and 
the trust ee is t he First Trust & 
Savings Bank, Chicago, Ill. Preceding 
this issue there are outstanding 
$422,000 of fi rst mortgage 5 per cent 
bonds of the Coeur d'Alene & Spokane 
Railway, $96,000 of first mortgage 5 
per cent bonds of the Spokane Traction 
Company and $201,500 of first mort
gage 5 per cent bonds of the Spokane 
Traction Company. 

The railway system includes city 
and suburban lines of mor~ than 2fl0 
miles. 

Mr. Connors a s reeE>iver has issued a 
circular announcing that the form er ex
ecutive officers of the company will be 
r etained in their present positions while 
he is in charge. 

Higher Fares Help Lexington 
Company Reports Steady Improvement 

in Traffic with No Complaint 
a t Increased Rates 

The gross earnings of the railway de
partment of the Kentucky Securities 
Corporation, Lexington, Ky., during 
the fi sca l year ended June 30, 1918, 
showed an increase of $22,236 or 4.1 
per cent . This gain r efl ec ted in parl 
the genera lly satisfactory business con
ditions in the company's territory but 
in the main the h igher average rates 
of fares. Because of t he a dvance in 
operating costs, however, the net earn
ings of the railway department fell off 
$15,789. 

The number of passengers carried, 
including transfers, was as fo llows: 

Ye ar E nded J une 30 
1918 1917 191 6 

L ex ing ton 
city lines , . 3,959,734 

Jnt er urban 
lines . ... . 1,660,13 3 

Othe r c ities . 426,624 

4, 507,286 

1,5 99,1 97 
438 ,3 24 

4., 369 ,905 

1,482 ,88 1 
497,054 

In comparing the number of passen• 
g,ers carried, as shown above, the de• 
cr ease on the Lexington a nd city lines 
and the small increase on the inter
urban lines were mainly due to the 
restricted movement of cars during De
cember and January, when there was 
unprecedented weather throughout the 
entire country. It is said that cond i
tions for some time have been normal 
and indicate a steady improvement in 
t he number of passengers carried with 
practical1y no complaint at the higher 
fares. 

] ::"-'COME S T A T El\.IENT OF' KEKTUCK Y 
T lL-\..CTION & T ER1\1 I XA L CQ).·l PANY 

AND A FFILIATED COMPAXI ES 
li'QR Y E AH. EKDED J UXE 30 

1918 
Operati ng' reve nu-e .... $1,0:!l.H6 

Ope r a lln g expenses . 60j ,274 

Xet operating r eve nu e . $4 1 6,174 
M iscellaneous income -Hi,160 

Gross incom e . . . . . . . • $461.354 
Taxes, ren tals, etc.. 73,449 

Xet inco m e . . . . ... . .... $387,905 
In terest o n bo nds ..... 229,00ti 

Surp lus for div idend s .. ~ 

1917 
$9 [ 2,54.0 

480 ,265 

$-132 ,275 
39 , 289 

$471 ,5_64 
46, 462 

$4 25,102 
21 8,034 

$;;07,068 

The fixed charges of the companies 
in the system have increased $43,546 
during the last year . This is account ed 
for by a 30 per cent increase in taxes, 
a 5 per cent incr ease in interest, and 
twelve-months' rental of leased prop
erty in comparison with only two
rn onths' r ental in the p1·eceding year. 
A comparative income· statement of the 
Kentucky Securiti es Corporat ion, ex
clusive of inter-company charges, is 
shown in the accompanying table. 

During the year just ended t he oper
ating companies spent $240,270 on new 
const1·uction. Additions to t he ra ilway 
department required $16,694 of this 
c1.mount, and paving- for the railway de
partment $21,188. Of the t ota l ex
penditures 97 per cent was spent up to 
Jan. 1, 1918, and the rema inder during 
the last six months of the fiscal year. 
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B. R. T. Receiver Confirmed 
Federal Judge Denies Present Advisablily or Necessity for 

Co-Receiver for City or Commission 

Judge J . I\.:I , 1\Iayer in the United 
States District Court on Jan, 15 de• 
nied the applica tions of the Board of 
Estimate and Apport ionment of New 
YoTk City and of the Public Service 
Commiss ion for t he First District of 
New York for a dditional receivers to 
administer t he affairs of the Brooklyn 
Rapid Transit Company. He made per
manent, however, t h e appointment of 
Lindle y I\1, Garrison as sole receiver. 
Mr. Garrison 's temporary appointment 
wa s made on the last day of 1918. 

Co-RECEIVEll Now MIGHT DESTJlOY 
EFFICIENCY 

Counsel for t he city a nd the commis
sion urged that t he city's investment 
in the t·apid transit system warranted 
the appointment of a co-receiver, but 
there were evidences of dissension be
tween them as to w hich body should be 
allowed to r epresent the public and 
w ho should be appoint ed as receiver. 
Judge Mayer stated that a time might 
come in working out the financial fu
ture of th e company when the aid of 
a receiver representing at that time the 
uunited view of t he public authorities" 
might be of great service, but he 
thought that any co-receivers at pres
ent would destroy the efficiency of the 
receivership. 

Jn this connect ion Judge Mayer in
dicated pointedly that a receiver is 
s imply a representa tive of the court; 
that private owners in the case of a 
rece ivel'ship cannot settle a ffairs out
side without submitting their settle
ment to t he judgment of the court, 
and that the duty of the court is to 
conserve and operate t he property un
der existing contracts without favoring 
any f action or interest. He added that 
the court is entitled to a singularity of 
purpose in a receivership, and that a 
co-receiversh ip now in the B. R. T. case 
"might transfer from a forum outside 
the receivership and the court the con
troversies which might properly be set
tled at some place a nd t ime other than 
by court." 

Judge Mayer added that Mr. Garri
son, besides bein g personally acceptable 
to a l1 parties in the present case, is 
peculiarly fitted by training and expe
rience to act as receiver. From 1904 
to 1913 he was vice-chancellor of New 
Jersey, being in that capacity connected 
with a court of equity second to none 
in the country. 

RECEIVE!< RL"VIEWS COMPANY'S AFFAIRS 

Mr. Garrison presented to Judge 
Mayer a preliminary report on his re
ceivership covering a survey of the 
financ es, general resources and obliga
tions of the cornpany1 its :rapid tran
sit Jines in operation and their equip
ment; and lines under construction by 
the city. The report also discussed the . 
organization of the various depart
ments of the company, the functions of 

Ntch, the salaries paid to officials and 
department heads, and the cost of con
ducting each department. The receiver 
summa rized t he terms of the contract 
between the New York Municipal Rail
way Corporation and the city of New 
York, and discu ssed the present status 
of the contract obligations on both 
sid es, and those items of the contract 
already fulfilled . 

Obligations yet to be fulfilled were 
idven as follows: 

'l'here are yc l lo be furnished and s up
pli ed by t h e New Yo r k M unicipal Rail way 
Corporation the followin g things, which it 
is es timated w ill cos t approximate ly $10,-
000,000 ex c lus l\·e of taxes, d iscount and in
t e rest during co ns truc tio n, the a mount o f 
w hic h is charge.able to cost under Ute su b 
way contracts, bul ca nnot be dete rmined 
de finitely in adva nce, N either do the fig
ures inc lude poss ible pu rchases of r eal 
estate o r abutting p rope rty owners' dam
ages on accou n t of elevated r ail road ob
struc tio n. 

Com11Ie tion of equipment of city 
rai,lroads for "lnitla l oper a
tion" (Includes 100 additional 
cars not ye t d elivered)., .... , $5,500,000 

Co mpletion of additional tracks 
o n extensions of existing rail-
roatls ..... , , ...... , . . . . . . . . 2,500,000 

Reconstru c tion of ex isti ng rail
roads (includes yard at Coney 
I sland and Thirty-s ixth Street 
Inspection shed I f not fur-
nis hed by ci ty ) ... ....... ,... 2,000,000 

$10,000, 00 0 
In r es:pect to the above, obligations out

s t&nding on acco unt of work now und er 
way or conlracled fo r w ill call tor approx i
m ately $5,000,000, w hi ch will be payable at 
monthl y Inte r vals w ithin the n ex t te n 
m o nths in a rnouuts or approximatel y $500.-
000 a m on th. 

Inc luded in the a bove t otal of $10,000.000 
are Item s aggregating a pproximately $3,-
000,000. th e expenditu re of wltich 1wUI1 
probably not be requi r ed until after July 
1, 1920. 

The repo rt recommended that provi
sion be made, as soon as possible for 
400 or 500 new steel motor cars, to 
cost approximately $20,000 each. 

CHIEF DIFFICULTY ls LACK OF CASH 

Work tha t r ema ins to be done by the 
city, including the extension and con
struction of rapid transit lines, includes 
4 7 miles of track out of a total of 115, 
and 19 miles of road out of a total of 
41 , of the lines which the city assumed 
to construct and which the company 
agreed to equ.ip a nd operate. 

The chief difficulty of the Brooklyn 
Rapid T,_·ansit Company at present was 
described as 11lack of cash." Dividends 
on stocks of companies owned have 
been reduced or entirely suspended, the 
constituent companies are in arrears 
in payment of interest on their certifi
cates of indebtedness, and the New 
York Municipal Railway Corporation 
has failed to pay the interest due Jan. 
1 last on its bonds, most of which are 
owned by the Brooklyn Rapid Transit 
Company. 

Under the heading ulncreased Costs 
of Labor, Material and Supplies" it was 
stated that the receivership companies 
have suffered greatly from these 
ca uses, Taking the month of Novem
ber, 1918, as a basis for the entire 

yt'ar, the increase for the fiscal year 
ending June 30, 1919, as compared with 
the fi scal year ending June 30, 1916, 
would be: 

191!t 1 91 6 Increa.se 
For labor 

$1 5,498 ,229 $11,324,998 $4,173.,232 
F or fue l 

3,190 ,8 74 1,422,606 1,768,068 

Marked increase in the cost of ma
terial was also noted. 

The effects of higher costs generaliy 
throug·hout the system were graphically 
set forth in a statement for the five 
months ended Nov. 30, 1918, com
pared with the same months of 1917, 
which shows that in these months the 
system earned only $318,729 over aIJ 
charges, whereas in the corresponding 
period of 1917 it earned $2,395,750- a 
fa lling off of $2,077,021 or 86 per cent. 

The financial requirem,ents for the 
immediate future for the three receiv
ership compa nies were g iven as follows: 

NE,V YORK MUNICIPAL RAILWAY 
CORPORATION 

For construction and equipment 
work now u·nder way pursuant 
to city contract s, a nd payable 
at intervals during th e n ext 
ten m onths ... , ... , , ... ..... $5,000,000 

Interest cha rgeable to construc-
tion to Jan. l, 191!), a nd unpaid 809,500 

Sinking fuml tlue Jan. 1, 1919.. 190,500 

BROOKLYN RAPID TRANSIT COMPANY 
Bills payable Lo banks and trust 

compan ies • , . , , • • . • . . . • • . • . . 3,350,000 
Additions to power f a cilities 

(mostl y under con tract and 
payable within the next six 
months) . . . . . . . . . . . . . . . . . . . 1,453,000 
(Mo s t of this WOl:"k is being 
done by the B. R. T. as agent 
for the Brokl y n Heights Rail-
road , a nd the cost will even-
tua lly be repald by the latter 
company. but t h e faclllties are 
n e,?de d to en a ble the B. R. T . 
t o carry out its contract for 

Pu~~~~~~~fgtulf;'i:~i~er cars wlth 
a p purtenances (as agent for 
surface railroad com panies)... 417,000 

NEW YORK CONSOLIDATH:D RAILROAD 
COMPANY 

Inter est due F eb. 1, 1919, on un-
derlying bonds . . . . . . . . . • . . . . 540,000 

Convers ion of s urface car s fol" 
traile r operation (as agent for 
surface railroad companies ).. 200,000 

Rcllaccment of s torage a nd dock 

r:::;~1l .~e8re~~~~11it~~ ~r fii~u::~ 
facilities, a.bou t .... ...... ... 50.,000 
(Partly char_geable to constit-
u ent companies) . 

Interest on 7 per cen t notes du e 
J a n. l, 1919 and unpald ...... 2,020,725 

Principal on 5 J) Cr cent no tes due 
July 1, 1918 . • • . . . . 505 ,000 

Financial requirements for the more 
remote future of the New York Mu
nicipal and the B. R. T ., totalling 
$6,208,000 were also given. 

In regard to the clai.ms arising from 
the accident on the· Brighton Beach 
line, Mr. Garrison said that provision 
will have to be made for raising money 
to meet these claims if they are to 
be paid. Damages still accruing on ac
count of this disaster will probably 
total $1,100,000. 

Mr. Garrison went into the matter 
of the welfare activities of the com
pany. The amount for this work 
charged to the companies of which he 
is receiver was $52,604 last year. He 
recommended the continuation of the 
work. 



January 18, 1919 ELECTRI C RAILWAY JOURNAL 157 

Receiver for New Orleans Company 
Abnormal Operating Cost a nd Persis tent Public Attacks Destroye_d 

Credit of Railway, Says President Curran 

e1·ed a utomatically when t he earnings 
of the compa ny 1·cached a certain mark, 
m· to be raised a utomatically when the 
compa ny's earnings fell off. 

For this purpose the Commission 
Cou nci1 would r eceive weekly reports 
on the conditions and earnings of the 
com pany from the city government's 
own auditors. This adjustment of rates , 
so far as gas and electricity are con
cerned, wou1d be made monthly. 
Changes in far<!S would be made from 
time t o t ime as justified. 

The United States Dis trict Court a t 
New Orleans, La., has appointed J. B. 
O'Keefe receiver of the affairs of the 
1'i" ew Or Jeans Railway & Light Com
pany. The action was taken at the 
instance of the board of directors 
through a creditor company. 

PRESIDENT CURRAN ExPLA1Ns 
In exp1aining this action on the part 

of the directors D. D. Curran, pres ident 
of the company, issued the following 
statement : 

T his a c tion was t aken b y t he boarJ of 
direc tors becau se o( th e (act that i t has 
been found imposs ib le to m eet op r rating 
costs, t axes and fi xed c ha r ges w ith the 
present ina.d &qua le revenues. D ur ing the 
year 1!}18 this company fell short o f earn
Ing ope ratin g expenires, taxes, a nd fixed 
charges by a pprox imately $1,000,000, br 
reaso n wher eof the compa n y was unable to 
meet the Inte rest due o n J a n . 1, 1919, on its 
bonds, and t her e fore had to ava il itself of 
the d a ys o( grace provided b y its mort
gages. 

The company's present condition has 
been brought about by abnormal increases 
in operating costs, resulting in part from 
the excessive wage scale imposed upon it 
by the National War La,bo r Board and in 
part from the Increased cost of supplies 
and materlala usetl i n a nd necessary for its 
operation. Furthermore, by r eason of the 
persistent public nttacks upon the com
pany, its credit has been destr oyed to such 
an extent that the continued operation of 
the proper ties was threatened and the in
terest of the public, as well as of t he secur
ity ho lders of the compan~r, could best be 
safeguarded by placing the property in the 
hands of lhe court, to be readministered 
and conserved ln the intere.st of all parties. 

The troubles of the company began 
to multiply early in 1918. Having cer
tain matmities coming due on June 1 
it applied to the War Finance Corpora
tion for a loan. In its appeal the com• 
pany was ba-cked up by t he :Mayor and 
other city officia1s, who said that such 
an advance as the company had re
quested was necessary to prevent in
terruption of railway service. The 
War Finance Corporation refused, how
ever, to m.ike the loan unless the city 
agreed to put a fare increase into ef
fect at once. To this the city assented 
and in t he belief that the city would 
carry out its promise the corporation 
advanced $1,000,000 to the railway. 

After two months had elapsed the 
·war Finance Corpora t ion called upon 
the city to act in the matter. Labor 
started to protest against t he fare ad
vance. Thereupon the National War La
bor Board, which had passed upon wages 
in New Or1eans, announced tha t where 
organized labor opposed advanced fares 
recommended by t he board in connec
tion wi th increased wage awards to 
employees of public utility companies, 
the entire award would be suspended. 

FARES FINALLY ADVANCED 

Meanwhile t he Commission Council 
of the cit y passed the ordinance ad
vancing fare s. Labor then carried its 
case to .Judge Cage in the Civil Disti'lct 
Court of Louis iana in New Orlea ns and 
sought an injunc tion. He orde1·ed the 
officers of the company to appear in 
court on Oct. 16 and show cause wh v 
the plea of labor to restrain the ad-

va nce should not be granted. After 
several postponements the case fina11y 
came up for trial on Nov, 14. On Nov. 
24 Judge Cage declared the 6-cent fare 
ordinance enacted by the Commission 
Council a nd put into effect by the com
pany was legal and refused the injunc
tion t o prevent collection of the in
creased fare. The decis ion of the court 
in this case was reviewed in the ELEC
TRIC RAILWAY J OURNAL f or Dec. 7 , page 
1027. 

This did not still the opposit ion 
to the company, however, and la te in 
December the Board of Public U t ilities, 
acting upon the advice of Attorney 
Gene1-a] Coco, ]a jd the foundation for 
a test suit to determ ine the power and 
aut hori ty- of t he board to regulate the 
1~ublic service corporations of the city 
by adopting a resolution abrogating and 
annuling t he increa se in fare and the 
advance in rates for gas a nd electricity 
and ordering the r est oration of the old 

EXPERTS DISAGREE 

Mr. Lafayc's report to the Council 
showed the re was considerable differ
ence of opinion between the company, 
Mr. Ballard, and himself as to the value 
of t he company's properties. 

Mr . Ballard fixed the actual cost val
ue of a11 physical propert ies of the 
company at $36,294,413. T he company 
accepted this figure as a base and 
from it bui1t up a valuation of $52,-
188,205. Mr. Balla rd, on t he other hand, 
due to deprecia tion, maintained t ha t t he 
value of th e propetty was $32,739,193 . 

Mr. Lafaye believed Mr. Ballard's 
figure to be too low and ca11ed in Gen-· 

CITY M AKES SURVEY eral George W. Goethals as referee. 
General Goethals valued the property 

rates. 

Shortly after the appeal of the com- at $44,816,000. Thus Mr. Lafaye's val
pan y to the Wa r Fina nce Corporation uation of $38,000,000 is higher than 
for financia l assistance D.·Iayor Behr- Mr. Ballard's and lower than that of 
man direc ted E. E. Lafaye, commis- the company or General Goethals. 
sioner of public p roperty, to proceed at 
once to make a fu ll survey of the prop- COMPANY'S FIGURE $50,000,000 
erty and a ffairs of the company a nd to George H. Davis of Ford, Bacon & 
employ such . assistance as lie might Davis, in a communication to the New 
deem necessar y. Mr. Lafaye's report Orleans Railway & Light Company, 
was made public on Jan. 1. His recom- dated Aug. 16, 1918, s tated that in his 
mendations have been summa1;zed as judg ment t he physical va lue of the 
follows : properties of the company was in the 

Co~ ~a1 11~heb~e~~;i~t~r; 1;!!~~~iz~ dL i ~1J yea1· 1914 about $40,000,000 and that 
r ecapita lized . the physical value r epresented only 
a djTts~fnt"raf~:v~v:-:l~~Jla,b\ bi11: agg~gai: about 75 per cent of the total actual 
on a s li ding sc:-t lc , a ccording t o the com- value. Thu s the full value, according 
pa~h~t ei,;~1neimm1sslon Council be g iven to Mr. Da vis, would be $50,000,000. 
a uthority t o fix these rates. In comment ing on this figure Mr. 

a1I~1~: a1~g1.rf;. L:Ft~~::i~iihd;i ~~~~o~~~ Lafaye said: 
directorate of the New Orleans Railway \'Vhll e, it is true that the interests of the 
& Light Company. firm of Ford. Bacon & Dat·is have been 

That $38, 000,000 be accepted as the pres- identified wlth t hese and other similar 
ent va luation o( the comp a ny and that this propert ies in thil!l country, both the firm, 
figure be the one o n which (uture earnings as a fi rm, a nd Mr. Do._v is, personally, are 
of the com('.lany shall be based. among the eminent engineers o( this coun-

That on thls vnluatlon the company be . try, and such statements are not made 
permitted to earn 5 per ce nt in 1 919, 6 per with o u t some bas ls In fact. 
cent in 1920, a nd 7 per cent in 1921, the 
latter fig u re thereafter being the maxi m um 
ean1ing power of lh.o company. 

That the highest total recapitalization 
a llowed when the company is r eorganized 
s hould not ~.xceed $45,71 0,400, t h us e lim
inating entirely the existi ng prefer red and 
common stocks of the company, which 
amount to $2!),816.600. 

Neit her l\fr. Lafaye's recommenda
tions nor the report of E. W. Ballard 
& Company, ret ained by :Mr. Lafaye as 
appra isal engineer s and advisers to as
sist Mr. Lafaye in formulating his con
clusions ho]d out any hope for relief 
from 6-cent cai1ar<!s and the recent 30. 
per cent increase in electricit y and gas 
rates. 

Under 1\1:r. Lafa ye's plan of super
vision of the New Orlea ns Railway & 
Lig ht Company, the Commission Coun
cil would fix the service rates to be 
charged by the company. The rates 
would be on a sliding scale, to be low-

Trustees for Bay Slate 
The Bay St ate S treet Railway, Bos

ton, :Mass., has accepted t he service-at
cos t act, passed by the Legis lature of 
1918, and on Jnn. 15 fi led with the 
Secr etar y of the Commonwealth , a s re
quired by that act, a notice of its re
organization under the name of t he 
Eastern Massachusetts Street Railway. 

Imm ediately aftm· being in.for med of 
the action of the com pany, Governor 
Coolidge sent to the Council the names 
of the following men to ser ve as trus
tees fo1• a period of five years: 

Homer Lor ing, Boston; Isaac 
Sprague. ,velles ley; Frederick J, Crow
ley, Lowell; E a rl P. Charlton, Fall 
R iver and Arthur G. Wadleigh, Lynn. 

The t rustees will take office on Feb. 1. 
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Changes in Columbus 
New Officers and Directors Elected for Columbus Railway, Power & 

Light Company Following Recent Contest for Control 

The contest between the stockholders' 
protective committee and the Clark in
t erests in the Columbus Railway, Power 
& Light Company, Columbus, Ohio, 
came to an end on Jan. 10, when five 
of the representatives and supporters 
of the E. W. Clark Management Com
pany resigned as directors. 

SIX NEW DIRECTORS 

The new directors are IL H. Platt, 
A. S. Hammond, Walter B. Beebe, 
Emil Kiesewetter, Samuel Unger
leider and F. R. Huntington. Mr. 
Huntington was chosen to succeed 
Adolph Theobald, whose death occurred 
recently. The retiring directors are 
Clarence M. Clal'k, R. S. Warner, Sam
uel G. McMeen, E. R. Pomerene and 
Carl J. Hoster. Those who held over 
are Charles L. Kurtz, D. Meade Massie, 
Norman McD. Crawford, W. C. Willard, 
W. A. Gill and E. K. Stewart. There 
was no desire to prevent Mr. Craw
ford and Mr. Stewart from being rep
resented. 

On motion of C. M. Cla1·k at the 
directors' meeting on that date the con
tract with the Clark Management Com
pany was abrogated, so far as it per
tains to management and the fiscal 
agency, although its connection as en
gineer and builder of the Walnut Creek 
power house, is still in force. 

On the previous day the company 
resumed its franchise and the old rate 
of fare of eight tickets for a quarter. 
It had been rumored that the company 
would go back to this rate of fare, but 
nothing was actually known about it 
until this action was taken. 

REORGANIZATION ON JAN. 9 

The reorganization was brought 
a bout on the evening of Jan. 9, after 
a long conference between the mem
bers of the stockholders' protective 
committee and the representatives of 
the Clark interests. This committee 
made the fight apparently to protect 
the company and put it in a position 
where it can have the needed relief, 
which did not seem to be forthcoming, 
because of the character of the con
test that had arisen between the man
agement and the City Council. To a 
la1·ge extent this condition may rest 
upon the shoulders of the City Council, 
but it existed, and the reorganization 
seemed to be the only way out. 
-Charles L. Kurtz was chosen presi
dent to succeed Samuel G. McMeen. 
Samuel Ungerleider was chosen vice
president, and Harold W. Clapp was re
tained as general manager. 

The hearing in the receivership case, 
which was begun during the ptevious 
week before Common Pleas Judge Kin
l~ead, is regarded to have hastened the 
reorganization. During the proceed
ings on Jan. 9 Judge Kinkead said: 

uThc railway, having broken its con
tract, was a trespasser in the city 

streets and subject to an action by the 
city to forfeit its franchise and the 
use of the streets. The only way in 
which the company can extricate itself 
is for it to go back and voluntarily 
perform its contract." 

In reality this is what has been done 
and at the same time the management 
has been localized. It is the hope of 
the present officials that this change 
will _meet with the approval of the 
city officials and the City Council and 
that some step will now be taken to 
provide a rate of fare sufficient to take 
care of the increased expenses, due 
to the exigencies of war, until some 
permanent settlement plan is reached. 

The old management endeavored to 
secure a new contract with the city 
that would provide for operation at 
cost. The City Council gave no heed 
to this plea, and twice refused a re
quest for a temporary increase that 
would take care of growing expenses 
until some definite plan could be made. 
VVhen it appeared that an increase must 
be had or let the company go into the 
hands of a receiver, the management 
in August, 1918, renounced its fran
chise and advanced fares from eight 
tickets for a quarter to straight 5 cents. 

Many people refused to pay the fare 
increase and were allowed to ride for 
riothing. Slips were issued to those 
who paid the increased rate, entitling 
them to a rebate in case the rate 
was declared illegal. Then two suits 
were brought in the United States Dis
trict Court, with the idea of testing 
the legality of the move that had been 
made. In the first one the court de• 
clared itself without jurisdiction. The 
other one went a little further, but 
both were in reality against the com
pany. The first case was argued be
fore the United States Supreme Court 
on Jan. 10. 

As produced in the receivership case 
before Judge Kinkead, the contract 
with the Clark Management Company 
to act as fiscal agent was in the form 
of a letter to the railway company, 
dated Jan. 31, 1914, stating that the 
management company had acted in 
that capacity since May 1, 1912, for 
which it had received a per cent of the 
gross revenues, and offering to con
tinue the service on that basis. This 
was later ratified by the board of di
rectors. The salaries of President Mc
Meen and Vice-President Clark were 
paid by the Clark Management Com
pany. The contract with the Clark 
Company for general engineering in 
connection with the Big Walnut Creek 
power plant was at cost plus 7 per 
cent. Judge Kinkead ruled that the 
two contracts should be considered to
gether and that if it appeared that 
the Clark company was dominating 
the railway as against the company's 
own interests it would be illegal. 

Financial 
News Notes 

Dividend Deferred.-The payment of 
the dividend on the preferred stock of 
the Virginia Railway & Power Com
pany, Richmond Va., due on Jan. 20 
has been deferred to a later date. 

Receiver for Montgomery Company. 
-Ray Rushton, president of the Mont
gomery Light & Traction Company, 
Montgomery, Ala., was appointed re
ceiver of that company on Jan. 10 by 
Judge Henry D. Clayton of the United 
States District Court. The application 
for the appointment was made by the 
Commercial Bank & Savings Company, 
New Orleans, La. 

Yonkers Abandonment Hearing 
G1mtinued.-The hearing before. the 
Public Service Commission for the Sec
ond District of New York on Jan. 9 
upon the petition of the Yonkers Rail
road for the abandonment of certain 
lines was adjourned until Jan. 30 when 
the city and any individuals who desire 
to be heard may appear in opposition. 
The hearing on Jan. 9 lasted from 9.30 
a. m. until 3.15 p. m. Practically the 
entire time was taken up in the submis
sion of the railroad's case. 

Angola Line Faces End.-The In
diana Utilities Company on Jan. 7, 
1£119, received permission from the In• 
diana Public Service Commission to 
sell or dismantle the Lake James Rail
rClad, the subsidiary 3.75-mile line be
tween Angola and Lake James. This 
line is a summer road to the lake re
sort. The commission's engineers val. 
ued the road at $92,000, reproduction 
costs. The remaining property of the 
company, which is devoted io light and 
i:ower service, is not affected. The 
headquarters of the company are at 
Angola. 

Added Expenses Offset Fare In
Cl'ease.-The Trenton & Mercer Coun
ty Traction Corporation Trenton, N. J., 
has filed with the Board of Public Utili
ty Commissioners its monthly state
ment for November as suggested in an 
order when the board a llowed an in
crease of from 5 cents to 6 cents for 
fares. The report shows that the com
pany carried 257,799 fewer passengers 
during November this year than were 
carried in November of last year. De
spite this, however, the revenue from 
passengers in November of this year 
was $13,954 more than in November of 
last year, but this gain was practically 
offset by an increase of $12,404 in 
operating expenses for the comparative 
periods. 

Company Upheld in Receivership 
Case.-Federal Judge Martin J. Wade 
has sustained the motion of the Des 
i\1oines (Iowa) City Railway to strike 
out certain allegations of tbe petition 
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of intervention filed by the city of 
Des Moines against the company in the 
receivership case. The motion declares 
t11a t the action brought by the city is 
a prearranged plan to oust the jurisdic
tion of the State. According to Judge 
W. H. McHenry, counsel for the com
pany, the ruling of Judge Wade estab
li~hes the legality of the receivership 
beyond a doubt. Judge McHenry an
nounces that the next move by the com
pany will be to flle a n application for an 
order of court to determine the rights 
of the company under the franchise . 

Dismantlement Blocked by Injunc
tion.-On Dec. 20 a temporary injunc
tion continuing into 1919 was granted 
to r estrain th e dismantlement of the 
Southwestern Traction Company, Tem
ple, Tex. This property, as previously 
noted in this journal, was sold at fore
closure sale late in 1917 to a committee 
of bondholders. The majority of the 
purchasers were desi rous of dis man
tling the property an<l negotiated for 
the sale of the material. The operation 
of the line, however, has never ceased, 
a nd now the writ of injunction has been 
stirved. The pla intiff in the writ con
sir.ts of many citizens of Temple and 
Belton, the t erminal cities of the line, 

. and citizens residing along the line. 
The writ was also joined in by the cities 
of Temple and Belton and the Commis-
1sioners court of Bell County. 

Authorized to Defray Reorganiza
t ion Expenses.-The California Rail
r oad Commission has authorized t he 
Sacramento Northern Railroad, suc
cessor to th e Northern Electric Rail
way, Chico, Cal., to use $653,750 real
ized from the c]ass "A" bonds to pay 
reorganiza tion . and foreclosure ex• 
penses and to satisfy a mortgage i n
debtedness of the Northern Realty 
Company. The bulk of the money, or 

$440,000 win be used for reorganiza
tion and foreclosure expenses, $137,-
500 to effect a settlement with the 
S~oss Securities Company and $76,250 
to pay the mortgage indebtedness for 
t11e Northern Rea]ty Company. The 
Sloss company has agreed to assume 
payment of the inc um brances on the 
property and cause the Union Trust 
Company, San Francisco, to dismiss its 
foreclosure action. 

Ballas Gross Earnings Improve.
The elimination of the jitneys in Dal
las, Tex., has resulted in greatly in
creased gr oss earnings for the Dallas 
Railway, according to the report for 
November . The gross earnings in ·this 
month amounted to $161,047, an increase 
of $50,716 or 45.97 per cent over the 
corresponding month of the preceding 
year, and an increase of $15,373 or 
10.55 per cent over October, 1918. The 
November operating expenses plus ap
propria tions to t he reserve accounts to
taled $133,623, an increase of $43,715 
or 48.58 ,per cent over November, 1917, 
and an increase of $10,053 or 6.99 per 
cent over October, 1918. The amount 
available for the payment of the 6 per 
cent authorized return in November, 
l!HS, was a t the rate of 4.73 per cent 
per annum on the property value. Jit
r.ey competition was e1iminated in July, 
but the increase in gross earnings re
sult ing the refrom has been largely off
set by higher wages and the like. 

Sells .Notes Direct to Public.-The 
Milwaukee Electric Railway & Light 
Company, Milwaukee, '\Vis., is offering 
direct through advertisements in its 
home pa pers $3,600,000 of 7 per cent 
five-year bond.secured gold notes to 
finance the g rowth of greater Milwau
kee 's electric service system. The 
notes are being offered at par for cash. 
It is expla ined to the subscribers that 

th ere is no accrued inter.est to pay. 
In terest is paya ble May 1 and Nov. 1. 
The notes are due on Nov. 1, 1923. The 
~ales office is at the securities depart
ment on the gr ound floor of the com
pa ny's building in Mi1 waukee. Out of 
town buyer s are advised to order 
through their home banks or direct 
from the company. The notes are in 
denominat ions of $50, $100, $500 and 
$1,000. The company says that to Dec. 
31 more than 1000 Milwaukee and 
Wisconsin investors bought 126 of the 
$50 notes, 587 of the $100 notes, 204 
of the $500 notes and 640 of the $1,000 
notes, or a tot al of $707,000. Of the 
two weeks' t ota l $645,000 was bought 
by Milwaukee peopl e. 

Hamilton Radial Line S uspended.
The Hamilton (Ont.) Radial Electric 
Railway, a 29.l~mHe subsidiary of the 
Dominion Power & Transmission Com
pany, has suspended its service. It is 
reported that proceedings are being 
taken in the Exchequer Court to de
clare the company insolvent and that 
this will probably result in operation 
being abandoned and the rails taken 
up. The company was confronted by 
ar .. order from the Dominion Railway 
Commission to furnish the service des~ 
ignated by the by-laws of the munici
palities through which it operated. It 
had failed to secure increased fares 
notwithstanding the fact that it fur~ 
nif::hed proofs th at it had been operat
ing at a heavy loss a nd had attempted 
to curtail service. A]though the com
mis~ion ordered service to be given in 
accordance with the city regulations, 
it announced that the scope of its au
thority is not s ufficient to compe1 a com
p£.ny to operate a t a loss if it chooses 
to discontinue entirely. The munici• 
palities are now considering acting up
ou the commission's advice to attempt 
purchase and pubHc operation. 

Electric Railway Monthly Earnings 
BANGOR RAILWAY & ELECTRIC COMPANY, BANGOR, l\1E . 

Period 
Im., Nov., '18 
lm., N ov., '17 

12m., Nov., ' 18 
l2m., Nov ., ' 17 

Opor~ting 
Revenue 

$80,930 
76,081 

92,,9 78 
876,070 

Operating 
Expenses 
*$53,243 

*36,636 
* 'i64,563 
*498,5 16 

Operating 
Tn~ome 
$27,687 

37,243 
339,415 
377,554 

F iied 
Cha ri;;:e.q 

$20,22 3 
19,667 

23 A,490 
227,430 

CJrATTANOOGA RA ILWAY k LIGHT CO:\[PANY, 

Im. , Nov., ' 18 
Im ., Nov., ' 17 

12.m., Nov.,' 18 
12m., Nov., '17 

CHATTA~OOG A, TENN. 
$ 167, 11 8 *$130,580 $36,iJ8 

111 ,216 * 112, 519 t l ,301 
1,799,071 * l,439,428 359,60 
1,3:lS, l IS * 1.096,202 238,91 3 

$29, 470 
] 0,866 

374, 599 
358,507 

COl, Ul\IB US U.AILWAY , POWER &· LIGHT COi.\Il>ANY. 

Im. , Nov., ' HI 
lm., Nov. , ' 17 

I 2m., Nov., ' 18 
12m. , Nov., '17 

COLCJ\1TIUS, om o 
$370,98 1 • $281,92 3 $89,058 

359,990 *286,827 73,1 63 
4,232,018 •3 ,11 7,986 1,114,032 
] ,975,871 *2,853,469 1, 122,402 

$64, 189 
45, 9 19 

68 1,840 
552,6 18 

Not 
lnMmc 

$7,464 
17,586 

100,925 
150, 124 

$7,068 
1'32, 169 
t l 4,956 

1 119,;9< 

$24, 869 
27 ,244 

4) 2, 192 
569,784 

COMMO NWEALT H PO WF.R, RAILWAY & LIGHT C01IPANY, 

Im., Nov., '1 8 
lm., Nov. , '17 

l2m., No v., ' 18 
12m., Nov. , '17 

GRAND RAPIDS, MICH. 
$2,022,84 7 *$1,322,140 $700,707 

1,622,283 * 1,1R6,101 636, 182 
21,73 5,12 8 * 14,862,014 6,873,114 
19,460,726 "' 11,919,695 7,541,031 

$52 6,397 
466,230 

5,95 1,7 61 
5,255,160 

$ 174,310 
169, 9i2 
92 1.>53 

2,285,871 

C UM BERLAND COUNTY POWER & LIGHT CO l\-lP.'\ NY, 

Im., Nov., ' 18 
Im ., Nov., '17 

12m,, Nov., '1 8 
12m., Nov., ' 17 

PORTLAN D, ME. 

$27 6,504 *$198,56 2 $77,942 
243,036 . , 70,398 72,638 

3,190,106 *2,302,101 888,005 
3,078, 224 "' 2,0]6,62:J 1,041,60 1 

$71. H7 
69, 843 

826,461 
8 16, 409 

$6,7 95 
2,79 5 

6 1,5'44 
22$, 192 

EA ST ST. LOUIS & SUBURBAN C0 !\1PANY, EAST ST . LOUTR, ILL. 

Period 
lm., Nov ., '18 
Im. , Nov ., ' 17 

12m., N ov ., '18 
12m., N ov. , '17 

Im., Nov ., ' 18 
Im., Nov. , ' 17 

12.m., Nov., ' 18 
12m., N ov. , ' 17 

Operating 
Revenue 
$366,55 1 

329,267 
4.H,7,01!! 
3,630,797 

cir::~~ 
*$282,373 

"'223,856 
• 3,217,4 84 
• 2.421,740 

Qperl\.tin~ 
Income 
$84,17 8 
105, 41 I 
949,53 4 

1,208, 057 

F iied 
Charges 
$70,563 

66,944 
812,237 
779,247 

GR.AN D R AP IDS (i\U C H.) llAIL\\'AY 

$!05,622 *$92, 143 
100,702 *77, 40 1 

1,277,9 30 * 1.0 16,375 
1,305,807 *884,788 

$B,4 79 
23.301 

26 1,555 
42 1,0 19 

$19,656 
18,6 1'1 

234, 120 
216. 010 

Net 
income 

$13,6 15 
38,467 

137,297 
428,8 10 

t$6. 177 
4,682 

27,435 
205.009 

LEWISTON, AUGUSTA &. W ATERVILLE STREBT RAILWAY, 
• LE WISTON, MF,. 

Im ., N ov., ' 18 $76,707 " $66,897 $9,810 
lm., Nov., ' 17 71 .3 07 *5 7,327 13,980 

12m., Nov., ' 18 877 ,49 1 * 783,452 94,0}9 
12m., Nov ., ' 17 899, 313 *672,771 226,5 42 

$19,824 
15, 457 

223,540 
IRfi ,425 

NASHVILLE RAIL\VAY & LI GHT co:;,.JPANY, NASHVILLE, 

Im ., N ov., ' 18 $271, 939 *$ 184,351 S87,588 $38,63 1 
Im., Nov. , ' 17 212,264 *134,094 78, 170 40, 626 

12m., N ov., ' 18 2,812,103 * 1,834,609 977,494 483,411 
12m., Nov. , '17 2,4 52, 11 8 *1.577, 178 874.94 0 492, 061 

PORT LAND RAILWAY, L!GllT & POW ER COi\'TPANY, 
POTITI, \ND, ODE. 

tS l0, 0 14 
t l,4 77 

t 129,501 
40, I 17 

T E NN. 

$48,95 7 
37, 542 

494,08 3 
38 2, 879 

lm. , N ov., ' 18 $63b,539 •tt$409,7 14 $226.8 25 $165,65 7 $4 1,1 68 
l m., Nov ., ' 17 525,811 4 324,600 201, 211 177,5 12 23, 69Q 

12m ., Nov ., ' 18 7,5 19,407 "' tH·,81)0,45 1 2,628,9 56 Z,206,330 420,62(, 
12m ., Nov ., ' 17 5,9 42,084 *3, 354,411 2.S87,6 73 Z.1 56 , 100 431 ,5 73 

• Iueludes t a:i:e-s. t Ddicit. tt For th,.. month, $19.020; a nd ro r l\,,•~h·c 
months. $358.,468, included for def)r00ation . 
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Traffic and Transportation 

Baltimore Fare Confirmed 
I\larylaml Co mmission Sustains Six

Cent Emt>rgency Rate ,vhich Has 
Been in Effect Since October 

The Public Service Commission of 
Maryland has ratified the 6-cent fare 
of the United Railways & Electric 
Company, Baltimore, put into effect 
by the company on Oct. 1. 

The commission has likewise ratified 
t he increase ·to 6 cents in the fare 
charged on t he buses of the Baltimore 
Transit Company, a subs idiary of the 
Unit.ed Ra Hways & Electric Company. 

~EW RATE UNTIL DECEMBER 

In ra ti fying the increase in car fare 
the conunission stipulated that this ac
tion permitted the la rger fare until 
Dec. 31, 1919, and that the continuance 
of a 6-cent fare after that date depend
ed upon circumstances. 

In its opinion t he commission said: 
"The company will be required by 

the commission's order to make regu
lar monthly reports of its operating 
results under the new rates, and if 
it appears at any time that a reduction 
of less than the full 1-cent increase 
can be properly required, such reduc
tion will be made in the sa le of tickets 
in small qua ntities at such prices as 
may be deemed expedient from time 
to time. This commission has decided 
from the facts before it in th is case 
that t he fair worth of reasonably ade
quat e street railway service to the 
community served by the respondent 
company and under exist ing condi
tions is 6 cents as the basic rate for 
adults, and 4 cents as the basic rate 
for children between four and twelve 
years of age." 

I. T. S. Express Service 
Plans for an exclusive express serv

ice on the Illinois Traction System elec
tric railway Jines are being made by 
H. E. Chubbuck, vice-president execu
tive. Although the detai ls of the new 
service have not yet been worked out 
it is understood that the traction lines 
will announce a complete express se1·v
ice on all of its severa l divisions within 
the next f ew weeks. 

For several years the Adams and 
American Express Company service 
was offered on the traction lines and 
with the taking over of the express 
companies by the American Railway 
Express Company this service has been 
continued. It has been the policy of 
the government~operat ed express com
pany, however, to divert most of the 
express business to the government
operated s team roads, with the result 
that practically all of this express 
business has been taken away from the 
electr ic carriers. 

The territory se rved by the traction 
lir. es is said to be sadly in need of ex
press service nnd it is with the idea 
of offering such service that the Illi
nois Traction System is now planning 
the innovation. The direct supervision 
of the new expr ess. department will be 
in charge of C. F. Handshy, assistant 
general manager of the interurban 
properties of the company. 

Jersey Sounds Warning 
A warning has been sounded by the 

Board of PubJic Utility Commissioners 
of New Jersey in its annual repo1t, 
against t he tendency to have legisla
tion enacted amending the powers of 
th e commissioners to abrogate con
tracts between municipalities and rai l
way, gas und electric companies in 
questions invol ving rates a nd fares to 
be charged. 'l'he report says that such 
au amendment might work a hardship 
upon the patrons and customers of 
these public utilities. In this connec
tion the report says : 

'
1The large1· utilities, in order that 

the number of their customers might 
be increased, or t o preserve uni form 
rates t hroughout tenitories served by 
them, voluntarily fixed rates much low
er than those specified in the fran chises 
of many of the municipalities in which 
they operate. The rates so fixed by 
them cannot now be increased a gainst 
the prohibition of the Board of Public 
Util ity Commissioners. If, however, 
t he Legislature should declare that 
these grants must be regarded as con
tracts with which orders of the Pub
lic Utility Commission shall not inter
fere the public uti lities would be free 
to exerch,;e their own judgment as to 
what rates they would impose pro
vided they kept within the limits set 
forth in the fran chises. 

"It seems to us t hat with such a 
condition existing t he utilities in many 
cases could so increase their existing 
r a tes as to impose a decided burden 
upon those who have adapted them
selves to the use of their services. 
Having, to u se a commercial expres
sion, their trade established they would 
be, if not subjec t to regulation, in a 
position, while acting within franchise 
limi tation, to make increases that 
would be neither necessary nor rea
sonable, but which their customers 
would pny rather than suffer the loss 
and inconvenience resulting from dis
continuance of the service." 

If the companies do not improve serv
ice voluntarily now t hat the war is 
over a warning is sounded by the Util
ity Commissioners that the companies 
will be requi red to do so, The same is 
said in connection with the making of 
improvements and needed extensions to 
give proper facilities for service. 

Inter-company Transfers 
\Vashington Ra ilways Ordered to Ex

change Transfers at Thirteen 
Important roints 

An order was issued by the Public 
Utilities Commission of the District of 
Columbia on Jan. 15 providing for free 
intercompany transfers at thirteen im
vortant intersections of the lines of 
the Capital Traction Company and the 
\Vashing ton Railway & Electric Com
pany. Reciprocal trnnsfers were also 
ordered at Twelfth Street and Penn
sylvania Avenue between the lines of 
the Washington-Virginia Rail"\Vay and 
the Capital Tl'action Company. 

Except a t three points, where it was 
feared that the congestion difficu]ties 
would offset transfer advantages, the· 
recommendations of John A. Beeler, 
traffic expert of the commission, were 
followed. The order becomes effective 
on Feb. 1. 

There are certain limitations on the 
trnnsfers to be granted, to prevent 
round-trip riding on one fare, A gen
eral limitation imposed for the same 
reason is that no transfer can be ob
tained on an intercompany transfer ex
cept on a cash f a re. This does not 
i,revail where transfers are now grant
ed on transfer s between the various 
lines of any one company. 

The Washington , Baltimore & An
napolis Railroad is not mentioned in 
the order and there is considerable spec
ulation as t o whether it will be required 
under the order to issue transfers to 
Capital Traction lines at points where 
the \Vashing ton Railway & Electric 
Company is compelled to do so. This 
s uburban line has no District franchise, 
011erates on the lines of the Washing
ton Railway & Electric and n ow grants 
transfers to the lines of that company. 
\~/ hat attitude t he Washington-Virginia 
Railway will assume also is a matter 
of speculation. The other companies 
agreed at the hearing tha t t hey would 
oppose no legal objection to whatever 
action the commission might take. The 
\Vashington-Virginia Company does not 
do much business in the Dist rict and 
Uid no t ask fo1• an increase to the 5-
cent fare1 although it wiJlingly accepted 
the advance when it was granted. 

The order provides for the discon
t inuance of 2-cent transfe1·s and "du
p iex" tickets being issued at points 
where free transfers are to be g ranted. 

Express Rates Advanced 
The Gn.lveston-Houston Interurban 

Company announced that on Jan. 1 an 
increased baggage and express rate 
would be charged on shipments be
tween Galveston a nd Houston and 
intermediate points. The rate for first
class in terurban express between Gal
veston and Houston was formerly 45 
C('nts per 100 lb. The new rate on the 
same shipment is 60 cents per 100 lb. 
There was a}so a rate of 25 cents per 
100 lb. on shipments of 1000 lb. or over 
and this rate was increased to 35 cena: 
per 100 lb. 
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New Bay State Fares in Effect 
Details Are Given of the Instructions to Conductors in Regard to 

the Zone Rates Effective from Jan. 8 

The new fare tar iff of the Bay State 
Street Ra ilway, Boston, Mass., went 
into effect on J an. 8 on the entire 950 
mi les of line. In every car and in 
every transfer s tation on the company's 
lines, tickets were placed on sale at 7 
cents each, in strips of five. Passen
gers who prefer the cash arrangement 
pay 10 cents. The new city zones ex
tend in general to the limits of the 
former 8-cent fare. Outside the city 
zones two of the former interurban 
mileage zones are in general coupled 
together to form the new interurban 
zone. The statement of fares made by 
the compa ny in its general instructions 
for fare <:Ollection is as follows: 

FA.RES 

The rate o r rare In the c it y zones ls 10 
cen ts cash or a 7~nt zone ticke t ( Form 
1198), both with transfe r pri vilege to the 
new city zone limits . 

The rate of rare in th e in te n n·ba.n zon es is 
6 cen ts ca.sh for each zone with a minimum 
fare of 10 cents cash, good for any pa rt 
of tw o zones, or a 7 -cent zon e ticket, good 
for one zon e only. 

The cash f are between a city zone and 
the nrst interurban zone ls 1 5 cents, or 
using a 7-cent zone ticket in th e c it y, is 
12 cents. 

The following other n ew tickets are good 
for fare: 

(a) Limited commuta tion tick ets (Form 
No. 1200) s upersed e the present working
men's tickets and u.re good only in th e 
hours forme rly es ta blis hed fo r working
men's ti ck ets. This ti ck e t h as a city zon e 
coupon a nd an Interurban 2one ro upon , 
the later notched to s h ow the number of 
zones for wh ich It is good beyond the city 
zone limit. 

(b) Pupils' t ickets. Forms N o. 1135, 117 5 
for day school pupils In city zones a nd Xo. 
1173 for evening s chool pupils In city zones. 

For interurban zones N o. 1 20 2 tor o ne 
zone , No. 1179 for two zo nes, No . 1180 ror 
th ree z.ones a nd No, 1181 for four zon es. 
a ll being for d ay schbol pupils unless sta.irip 
ed for evening sc hoo l 

Form No. 1178 i s tor a r ide between the 
city zone and interurban zone and is 
notched to show the number of interurban 
zones. 

(c) Complimentary ti cket s, police and em
ployees' tickets th e same as heretofore. 

All workingmen' s tickets, reduced rate 
tickets a n d other forms of city and subur
ban t ickets h e retofore In effect are no long-

:~ct0~gr~! ~;;l t~~ti~~ii;'d,rs 6fJsti~i~1~ 
will be r edeemed a t their pro-rata value 
upon presenta tion at the offices of the com
pany or othe r d esig nated points. 

In e ach carhouse are posted samples or 
tickets tha t a r e good for fa re a nd no other 
forms must be accepted. Co u_pons from 
any n ew ticket w ith th e exception of the 
7-cent zone tick et (3 for 85 cents) to be 
good for fare must be presented with ticke t 
or cover of same number. All tickets when 
collected by hand M UST be cancelled with 
the h-amd pwnch in. t he 11rescnce of the 
pas~enger . 

Passen1,,rers in the city zone are in all 
cases to board by rear door . At transfer 
or other busy points, conductors an
nounce "Please leave by forward door." 
On cars with fold ing doors passengers 
may leave by either door but it is the 
desire of the company to encourage the 
use of the front dqor. On cars without 
folding doors passengers leave by the 
rear door except that front door may be 
used when more convenient on a 
crowded car. 

The instructions of the company in 
regard to fare collection fo~low: 

F 'AlU~ COLLECTION 

Conductors are required by law to sell 
7-cent tic ke ts but only In strips of 5 for 35 
cenls-single ticke ts will not be sold. Trans-

for s will be issued only a t time fare is 
paid a nd w ill be coUccted by ha nd but oo t 

~~f.~~\~lr et n v:i~~e Wai~! t l~: etri i teedac ~1 h~lr-
t l'i p. 

LI NES 1']NTtnl-:LY \VIT HI N C ITY Z ONE 

f'l ,i,n I. P repay ment op e1·ati on of ca1·s 
equ iJJp ed with f are boxes. 

Ca 1·s will b e e quipped with a fare box 
:hav ing two compa rtments , one for cash 
and the othe r for a ll r evenue and free 
lkket s. 

Conduclol's will stn nd by the f a re box 
nnd see tha t a ll p o.sse ngers pay !are on 
e nte ring . Cash and ti ck e t fares w ill be 

~~Ji{31~f ~:irePR~~ ~ger c~r:i!~i fo~~ c~~?a~it 
pe rmitted t o handle fa r es but will issue 
1.: h a n ge w he n requested. 

Fare.i; d eposited In fa re box will not ne 
rei;is tered. 

When cars a re equipped with ticket box 
011/v pass(' ng er .s wi ll de pos it a ll r e venue and 
free tld1.et:.. in bo:< us they board car and 
c·o nd ucto r w ill cotle(•t cu.s h fares by hana 
a nd r egister them o n "10-cent cash reg
is ter .·· 

Plai, II. C1osed and open ca rs w hen op
ern led wit hout f a re bo:ces. 

·f' a.rs will t,c t'.'QUipped with two ove rhead 
i-eg·is t~r s-on e tor 10-cent ca.111- fares and 
the other for revenue tickets onzy. 

Conduc tors mus t co llect fares from pas
sen gers as soon a fte r they boa1·d car as 
possibl e. A ll en.sh f o.r e collec ted must b e 
rnng up on "10-cent cash rei;!ster." Reve
n u e ti ck ets nnv~ t be cancelled with tile 
hand punch In t h e presence of the pas
senger a nd rung up on "tick et register." 
F ree tick ets a nd transfers will not be regis
te red but mus t be deposited in trip turn-In
envelope a t th e cud of ench half-trip. 

F ARE COLLECT IO N -ROUTES EXTENDING 
BEYOND C ITY ZONE LIMIT 

Plan Ilr . Prepay m ,n,t operation of cars 
equ i p1J ed ·w i th f are bOXl!lS, 

C'a r s w ill be eq uipped with a f a re DOJI: 
ha vlng two ('Oi'npal'tmen ts--one for cash 
and the o the r for a ll revenue and free 
tic ke ts for use in connec tion with initial 
fares , a lso one overh ead register for rev
en ue ticke t s o nly collected on ins ide collec
tion s , and a Roo ke ,.egi ster ror Inside cash 
fare colleetlons In fnter urban territory. See 
s pecia l rules governing use of Rooke reg is 
ter. 

C tTY 2'.0NE CoLLECTlONS--0Ul' BoUN D 

City zone coll ections wlU be handled In 
the s ame m a nner as on cars that operai::e 
on routes entire ly within the city zone. 

On reaching city zone limi t condu~tor 
must post d a :ir card. 

I N T ERURDAN COLLECTIONS 

After passing c ity zone limit conductor 
mus t enter ca.r a.nd collect zone fares zone by 
.zones. Each zone must b e collected sep
arat ely, sta rting from the front of cars 
with folding d oors a nd from the rear of 
oth ers. F ive-cent cas h ra r es must be de
posited by vassongcr ·in Hooke regist er a nd 
revenue tick e ts c ollected by h and, can
celled in th e p resence of tne passenger and 
rung up o n ti ck e t regis ter. Free ticke ts 
and transfer s will not b e registered but 
w ill go in trip t urn-In en velope. 

R e venue tick et s that entitle passengers 
to r ide beyond t he llmtt o f the first outer 

f(o':te cl)~~\c b~i,-P~~~e\~f2 )an?ss~~id:~ti~h 
passenger punched tor the numbe r of zoties 
the p:uisenger Is e nti tled to ride, I. e., if a 
limited c ommuta tion ticket notc hed for 
three inte rurban zo nes is coll ected in the 
first int <-- rurbru 1 zone , conduc tor will pick 
up tirkc t. cnncel it and ring it up on ticket 
r egis te r a nd issu e Identification check w ith 
three pu'nch mark s in it as a means of identi
fi cation for th e n ext two zones through 
which pa ssenger is entitled to ride. 

A s soon as coll ection is completed conduc-

j~~c1;f~~~;t~~ ~sl~~; :: b~~~~i~n~ ~~~ f~n~i! 
following m a nne r: 
PASSENGl-:RS :fiOAI\OlN'G CAR IN [ N TERURBAN 

ZONE 

Cond uctor w ill see t hat passe ngers d e
posit initial cnsh tnre of 10 cents. or 7-ce nt 
ticket, in p!'cper compartment of fare box. 
To passen gers d epogltin g 10 cents cash. 
iss ue an lclt'ntlflcn.tlon ch eck without punch 
m a rks excep t tor conductor' s own identifica
tion so Lhat h e will know when he picks 
it up that lt Is on e h e h as iss ued. 

~, 11 fo rm s of tick e ts , w h ethe r r evenu e o r 
f t'{'e mui::t be dt'.'pos itcd in tick e t box a nd it 
t kket so d ,• po.s it ed cntltles passe nger to 
ri d e beyond the n ex i lme rurba n zon e limit 
coml uctor mu.,;t l.c;sue ide ntifica tion ch eck 
p roperly 1Hm<.h ed so tha t h e w lll know the 
li m it to wh ich rare h as been paid. 

Jnte r u rb.tn transt e1·s w ill be co llect ed by 
h a nd a nd put fn t1·i1) turn-In en velope t o
ge t he r with othe r c ity zone tra nsfer s here
tofor e coll ectccl. 

P assenS'(:1·s boarding car in flrs t inter
urb a n zon e outside of a pproaching ci t y 
zone m ust declare themselves as to des tina-

~fll· d e~rosft01i"f c!~\~ ;;t~ ~g::t~ ~~d~~~~i 
tick e t in fare box and receive identification 
checks , o therwise 10 cents cash fare or 7-
cen t ticket must b e deposit eil in fare box. 

lnt9rur ban t ran.,/ f.,'TS w Hl b e issued at 
time of pay ment of fare for one of two 
purposes: 

1. As a f ree t ransfer to permit pas
senger s to reach poi n t on connecting route 
to which free t ra ns fers arc Issued as pro
vided tor In gen era l order No. 118. 

2. To so coll ect fares tlrn t passen gers 
w ill not be r equired to pay t he minimum 
f o. re for o n ly on o zone w h en their wh ole 
ride w ill be more t ha n one zo ne, b u t part 
or the trip in volves rid ing on e zon e of the 
routes. In su ch a case the fir st condur tor 
w ill collect , in a ddition t o t he fare on - his 
own route. far<? tor ono zon e o n connecting 
route C lhroug h Rooke regis te r) a nd issue 
tra nsf er punched for on e zone. 

At c hange-oft point s in Interurban ter
ritory d esignated by Joca l divis ion or ders 
conduc tors will issue t o passen ger s on las t 
collection a n interurba n transfer punched 
only as to tim e a nd direction which wll1 
indicate to cond u ctor taking car t h a t pas
fien ger Is ('ntfll od. to pny only a s ingle zone 
fa r e. Fares of pa.ssen gers boa rding car 
a t s u ch poin ts will n ot be collect ea pre
payment but by condu c tor wh en m!,Lking 
first zone coll ecti on . 

On reaching c it y zone limit conductor 
mus t pos t d ay card fo r r egist er readings 
of far e box, R ook e registe r a nd ticket reg
ister, and a lso note in proper column his 

~1~i:et;u~,~~:J~ca.°t inth~ick~r~~ I~ 1~1~~~ 
urba n t erri tory. 

CITY ZoNE COLLECTION'- I N B OUND 

H avin g pos ted these readings conauc tor 
w ill ent er car a nd collec t city zone fa.r e 
s tarting from the front o t ca r s with fold
Ing doo rs a nd from t h e T('ar o r o thers. 
Ten-cent cash fa res must be coll ected 
thr ou g h the Rook e r ei; ls ter a nd tickets by 
hand. R ev enue tlck e ls mus t b e rung up on 

~~: ~{~1;~ t:~s~'ri~e~3fr~~~h1;n t~~elr::; 
coll ected. 

Passengers boarding cnr afte r passlni; 
c ity 2one limit will boa r d b y rear ..,dpor 
a nd collections must b e handled in same 
manner a s on an~• route e ntirely wit htn 
city zone. 

On r eaching end of route co nductor must 
post day card for reading of fare box 
register, Rook e r egiste r and t icket register 
a nd fi ll out trip turn-in r n velope for free 
tickets and transfors collected enroutes, en
t ering th ese on d a y ca.rd In proper column. 

Pla,i IV. Olo.tted and open cars w ithou~ 
fare boa:es. 

Cars are equi pp ed with two overheaf'I 
registers. one for 10-cent cash f a res and 
the other for r even u e ticket s . a nd a Rook e 
regis te r tor a ll cash f a r es collected in In
t e rurban zone,15 a nd o n in-bound trips to 
ci ty zon e a n d the ci ty zone fare of pas
sen gers on ca r crosi. lng the c it y zone limit . 

C l l'Y ZON E COl.LECT IONS-0UT BOUN D 

C ity zon e collection s will be handled in 
the sam e m a nne r a~ on cars tha t oper a te 
on rou tes entirely within the c ity zone as 
shown und er Pla n 11. 

On reac hing c lt.r 7.0ne· li m it co nduc tor 
m u s t POS t d ay card fo r t k ke t register 
and for R ook e regis te r. 

l NTEHU ROAN ("'OLLECTION'S 

Follow t he same plan us o utlined pre 
v ious ly for p ropa.yment cn r s w ith tile rol
lowing excep tions-I. e. a ll cash collec ted 
from passengers board in g cars must be 
d eposited In Rook e r ei;lste1· a nd a ll r eve
nue ti ck ets coll ected m ust b e rung up on 
tick et regist er. 

Approa<.' h in g cltr :r.on o limit conductor 
mus t post da y cu.nl fu 1· t irk et r egisl<'r a nd 
Rooke register. 

CITY ZONE Cot.T,EC'rl ONS- l N B OUND 

Ci ty zone collect ion s w ill be h a ndled in 
same manner as on p re1m:,rm ent cars a nd 
passengers boa rd ing in rl ty zone will h ave 
t heir f:1re co llec ted r1s n lroad y o utlined 
for clo;;. ed and open cnrs with out fa re b oxe,: 
op.~rating o n rotttcs en ti r ely within cit y 
zone. 
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On r eal:hing end of ro ute con d uc tor m ust 
post day car d fo r reading of 10-c_ent cash 
register, ticket register, R ooke r egiste r a nd 
fill out t1•ip t urn-in enve lope for a ll f ree 
tickets a nd transfers collected en route , en 
tering these on day card in pro per column. 

In a statement to the public the com
pany said t hat ever y effort was being 
made to make t he system of fare col
lection a nd r egist r ation as simple as 
possible so tha t the conductor s would 
be a ble t o a dhere to the rules and pas
senger s be certa in that their f ares were 
properly accounted for. Cars are be
ing provided with prepayment devices 
as r a p idly as possible and the co-opera
tion of the car riders was asked in mak
ing their use a success. 

New York Request Refused 
Board of Estimate Rejects Plea for 

Increased Fares on Rapid Transit 
and Surface Lines 

The Board of Estimate of New York 
City on Jan. 10 formally denied the 
application of the Interborough Rapid 
Transit Company to be permitted to 
charge an 8-cent fare on the subways 
a nd elevated1 and that of the New York 
Railways for the right to charge S
cent fares with 3 cents for transfers on 
the "green car" surface lines. A 
lengthy resolution1 unanimously adopt
ed by the board, in regard to the In
terborugh, said in part ; 

T h e cont ract w ith t he city is the fou'll
datlo n u pon w hic h the lnte r borough' s se 
curities r est. It is proposed , however , that 
t h e compensa tion of t he I n terborou gh be 
increased 60 per cen t ; t h a t is, t h a t it be 
permitted to receiv e a n 8-cent fa r e inst ea d 
of a 5-cen t fa r e, as pr ovided in t h e con
tract . I n o t he r words, the m unicipal a u
t h orities a r e asked to sanction a n arr a nge
m ent w hereby ever y fa r e payer is taxed 
3 cents to prevent a n y loss w h atever fall
ing u pon Inte rbo r ou gh securit y ho ld ers b y 
rea so n of d eficien cy of in com e due to t h e 
wa r o r o ther cau s es. 

T he r e appears to be n o reason w hy the 
burdens caused b y the war, or otherwise, 
sh oul d t hus b e s hi fted from t h e ' holders of 
t h e Interboro ugh securiti es to the traveling 
p u blic. T he re is no pr et ense t ha t t h e in
co·me from a 5-cen t far e is not su ffic ien t 
to mee t a ll oper a ti ng or othe r curr en t ex
J)en ses. It is m e rely the question of 
whet h er the Inter boro ug h's s ecurit y hol der s 
sha ll r ece ive income not earned, or whe ther 
t hey sh a ll w a tt for it a ccord ing to t h e 
terms o f t h eir investment. 

If the In terborough desir es to cancel t h e 
present contract, t erms can do u btless b e 
a greed upo n t ha t will ta k e into considera
t ion t he actua l cash i nvestm ent o f t he In
terborou gh in the pr opert y, and avo id t h e 
necessity of _the complete wiping out of t h e 
eriuities o f its security holder s . w hich other
w ise must inevitably result if the p r esent 
cla ims of th e Interboro u g h are t r ue . 

"\Vhen the City of New Yor k m a de the 
con tract with t h e Interb o rough, it was upon 
t he assumption tha t t he Interborou gh was 
of s uffici en t fi nancia l r espo n s ibility to p er
form it s obligations a nd would d o so in 
good fa it h , g iving t o the p ublic the benefit 
o f the 5-cent fa r e fo r the fo r ty-nine year 
period of the con tract. It wo uld be a mat• 
ter of v ery serious con cern to th e m em 
bers of t h e Boar d of E s t imate a nd Appor
tionment, if the I n terboroug-h, either f rom 
unwilling ness to pe rform its co ntract obli
gations, or la ck of fin a n c ia l responsib ility, 
should , a s h a s b een threatened by its rep
resentat ives, s eek th e adva ntages of a r e
ceivership. 

After the resolution had been read, 
Mayor Hylan remarked : 

"In other words , if the lnterborough 
is unable to comply with all of the 
terms of its contr act with the city, all 
they have to do is to tur n the lines back 
to the city and the city will operate 
t hem." 

Atlanta Appeal Renewed 
The Georgia R ailway & Power Com

p any, Atlant a, Ga., on Jan. 6 pr esented 
to the Council a petition asking for an 
increase in fares from 5 cents to 7 
cents. The filing of this request was 
the most impor t a nt feature of the last 
business session held by the City Coun
cil of 1918. This paper, together w"ith 
communications from the National War 
Labor Board and from ex-Governor 
Joseph Brown, both dealing with the 
railway situation in Atlanta, were or
dered filed, and Council then adjourned 
to again meet on the evening of the 
same day for the last time, at which 
time Mayor James L. Key was in
augurated and the Council of 1919 took 
charge of the affairs of the city. 

The petition of the railway company, 
which asked for an increase of 7 cents 
instead of 6 cents as sought for for
merly, as well as the other papers on 
the subject from Governor Brown and 
the War Labor Board, were not even 
read to the Council but were ordered 
filed. 

The petition declares that the com
pany must have immediate relief from 
its financial burdens if it is to main
tain efficient service, and that because 
of the added burden that has been 
placed upon it by the increased pay 
awarded its employees by the War 
Labor Board, and because of the other 
greatly enhanced expenses, the com
pany must have an increase in fares 
to 7 cents, as 6 cents will not be suffi
cient to bring the needed revenue. The 
increase asked for, the company says, 
is to continue only until normal condi
tions are restored. 

Status of Kansas City Fare Case 
The favorable decision of Dec. 31 

by the Supreme Court of Missouri in 
the 6-cent fa re case of the Kansas City 
Railways will probably not be effective 
for several weeks. The city is ex
pected to file a petition for a rehearing 
by the Supreme Court. If it should 
fail in this , the city will file an appeal 
to the United States Supreme Court. 

Should the Sta te Supreme Court de
cide that the matter is not a federal 
one, the State Supreme Court may then 
order the conclusion of the matter. 
This will involve the disbursement of 
the excess 1 cent fare collected and im
pounded in Missouri, a sum which on 
Jan. 7 amounted to about $300,000. It 
is 'possible that even if an appeal is 
granted to the U nited States Supreme 
Court, the st ate court may order the dis
bursement of the money so far ac
cumulated, an d require the company to 
give a bond, instead. 

There wa s temporary confusion in 
Kansas City because on some of its 
lines the railways was not giving the 
t r ansfers bea ring coupons, the day or 
•SO following the decision. It was ex
pla ined that 'the lack of rebate coupons 
was an oversig ht . Coupons are now 
a ttached to all transfers. 

The action of the Public Service 
Commission of Missouri in the 6-cent 

fare case of the Kansas City Railways 
was upheld in a decision written by 
Judge Blair and concurred in by other 
members of the Supreme Court of Mis
souri. Judge Bla ir pointed out that it 
was a matter of common knowledge 
that franchise st r eet-railway rates ex
isted generally, and that the Legisla
ture passed the utilities act in view of 
this situation. For this reason Judge 
Blair held it would be absurd to accept 
the city's contention that the commis
sion did not have rate regulatory 
power. Shortly after the decision was. 
rendered the company said that "the 
court's ruling would appear to settle 
for all time the question of whether 
the Public Service Commission has the 
power to fix public utility rates." 

Autos and Railways Co-operate 
The Public-Service Commission of Il

lmois has issued an order granting a 
certificate of convenience and necessity 
for the transportation by motor trucks 
of freight, baggage and express be
tween the freight terminal station of 
the Aurora1 Elgin & Chicago Railroad 
at Laramie Avenue, in Chicago, and 
the Chicago, North Shore & Milwaukee 
Railroad at its terminal station in the· 
city of Evanston, and the freight ter
minal of the Chicago & Interurban 
Traction. Company at Eighty-eighth 
and Vincennes A venue, _ Chicago, and 
between the freight station of the Chi
cago & Joliet Electric Railway at 
Archer and Cicero Avenues, Chicago, 
and the central freight station to be 
established by petitioner in the city of 
Chicago. The order authorized the is
suance of capital stock in the amount 
of $10,000. 

Objection was filed by the officers of· 
the Chicago, Waukegan & Ham·mond 
Transportation Company because that 
company was granted a certificate of 
convenience and necessity to operate 
motor t rucks for the transportation of 
f r eight and express between Chicago, 
'\Vaukegan and Hammond and had· 
a mple facilities to haul all the goods 
offered for transportation between the 
points the Interurban Motor Despatch 
Company desired to operate. The com
m ission ovenuled the objection on the· 
g round that the character of the busi
ness to be conducted by the petitioner 
wa s different from that being carried 
on by the objector. 

Old Fare Resumed in Columbus 
On J a n. 9 the Columbus Railway, 

Power & Light Company, Columbus, 
Ohio, resumed the old r ate of fare of" 
eight tickets for 25 cents. Some few 
months ago the company put into effect. 
a flat 5-cent rate, announcing at that 
time that it proposed to surrender its. 
franchise as imposing conditions consid
ered too onerous. This matter of the pol
icy of the management with respect to· 
rates has recently been injected into 
the contest for control of the company 
and is referred to in connection with 
the changes in the management of the 
company noted elsewhere in this issue .. 



January 18, 1919 ELE CTRIC RAILWAY JOUR NAL 163 

Transportation 
News Notes 

\Va nts Two l\len Per Car.-The City 
Commission of Waco, Tex., has in
structed the city attorney to draft an 
ordinance requiring the Texas Electric 
Railway, which operates in Waco, to 
maintain two men, a moto1·man and a 
conduct or, on a ll cars in that ci ty. 

Akron Increase Up Soon.-The ques
tion of a n increase in fare for the 
Northern Ohio Traction & Light Com
pany in Akron, Ohio, will shortly come 
before Council on the r eport of Hage
nah & Erickson, Chicago, Ill. , who made 
an investigation of the need of an in
creased income from the local service. 

Rhode Island Hearing Postponed.
The hearing in the Supreme Court of 
Rhode Is land on the appeals of the 
town s of East Providence, North Prov
idence, Johnston and Warwick from 
the Public Utilities Commission's au
thorization for the Rhode Island Com
pany to increase fares, , which was to 
have been held on Jan. 19, was again 
postponed to Jan. 27, because of the 
illness of the Rhode Island Company 's 
attorney, G. Frederick Fro~t. 

School Commutation Books. - The 
Syracuse (N. Y.) Northern Electric 
Railway, under special permission of 
the Public Service Commission for the 
Second District, will sell school com
mutation books, each book good for 
fifty single trips and limited as to use 
to thirty-five days from and including 
the date of purchase, on a basis of 1½ 
cents per mile, minimum $3 per book. 
Ne school commutation books have 
heretofore been issued. 

Seven-Cent Zones on Northampton 
Line.-Announcement was made on 
Jan. 8 of the authorization by the 
Public Service Commission of Massa
chusetts of. an increase in fares from 
5 cents to 7 cents on the Northampton 
Street Railway. The advance will go 
into effect on Jan. 30 without changes 
in the present fare zones. The lines 
between Northampt on and Easthamp
ton and Williamsburg are affect ed as 
well as those in the ci ty itself. 

66 Per Cent Fare Increase Reason
able.-The Public Service Commission 
of ,vashington holds to be justified 
nn increase of fare on the North Coast 
rower Company's railway from Van
couver to Sifton, The new rate is held 
not unreasonable, in comparison with 
the company's earnings and expense. 
The commission has dismissed com
plaints. The new schedule increases 
the through fare from 15 cents to 25 
cents and allows graduated increases 
for way points. 

Amends Its Fare A1>peal.- The Ar
kansas Valley Railway, Light & Power 
Company, Pueblo, Col., which has had 

an application before the Public Uti li
ties Commission of Colorado for per
mission to raise fare s from 5 cents 
to 6 cents, has filed an amended appli
cation asking for a 7-cent ful'C. The 
company says a 6-cent fare will not 
prove sufficient to meet increased costs 
of operation inasmuch a s the ·war 
Labor Board advanced the wages of 
trainmen effective as of Jan. 1. 

I. T. S. Changes Traffic Headquar
tns.-Effective shortly after the first 
of the new year the headquarters of 
the traffic department of the Illinois 
Traction System will be moved from 
Springfield, Ill., to Peoria, Ill. For 
several years ho.th the freight and 
pass~nger traffic departments have 
been located in Springfield, but under 
the new order t he heads of these divi
sions and their assistants will be lo
cated in Peoria. Arrangements are 
now being made for their removal. 

Shuttle as an E conomy.-With the 
statement that it is making every ef
fort to reduce operating expenses so 
that it wi1l not be necessary to ask for 
an increase in passenger rates, t he Los 
Angeles (Cal.) Railway Corpo1·ation 
recently announced that a new schedule 
wouJd be used on a number of the more 
congested lines. On nine of the principal 
lines half of the cars will be run to 
cer tain designated points and wiU then 
be turned back and shuttle cars wiU 
operate from those points to the end 
of the lines. 

S ix Cents in Rome and A thens.-ln
creases in fares in Rome and Athens, 
Ga., in gas rates in Macon, and in elec
tric light and power rates in Athens, 
Rcme, Conyers and Lithonia have been 
authorized by the State Railroad Com
mission. In both the instances where 
the commission increased the rate a 
straight fare of 6 cents was substitut
e<l for t he prevailing 5-cen~ fare to off
set an increase in operation cost. The 
companies affected by the f are increase 
are the Athens Railway & Electric 
Company and the Rome Railway & 
Light Company. 

Three Fives for Two Sixes.-The 
Public Service Commission for the Sec
ond District of N ew York on Dec. 20 
ordered suspended for thirty days or 
until a nd including Feb. 4, the rates 
which the Fishkill Electric Railway 
proposed to put into effect on Jan. 6. 
Commissioner Cheney planned to hold a 
hearing in Beacon on Jan. 8. The sus
pended tariff, to which reference was 
made in the ELECTRIC RAILWAY JOUR
NAL fo r Dec. 14, page 1071, divided the 
railway into three fare zones, two with 
a 5-cent fare and one 6 cents, instead 
of two 6-cent zones. 

Press Comments Reprinted.-Theo
dore P. Shonts, president of the Inter
borough Rapid Tram;it Company and 
the New York (N. Y.) Railways, has 
rf:lprinted in a pamphlet of forty pages 
public opinion on the traction problem 
'as represented in leading editorials in 
the da ily papers and has included a s 
part of the Tecord three letters to the 
Board of Estimate, Public Service Com 
mission and civic organi:lations with 

respect to transit matter s. In conclud
ing his appea] to the public, Mr, 
Shonts says that the situa tion was pre
sented in detail in the letters to the 
pu blic a uthorities reprinted in the 
p:tmphlet and "of them we bespeak 
your ca1·eful reading." 

Rome Fare Case Start ed.-Upon the 
request of the New York Sta.te Rail
ways the Public Serv ice Commigsion 
fo1· the Second District fixed upon Jan. 
15 for an investigation of the com
pany's petition for a 6-cent fa re in 
Rome . The proceeding will be under 
the company's original petition for per
mission to increase its fare to 6 cents 
in Rochester, Syracuse, Utica, Rome, 
Oneida and Little Fa lls. Under the 
Court of Appeals decis ion in the Quin
by case the company has been denied 
a 6-cent fare in Rochester, while in 
Utica and Syracuse the 6-cent fare is 
in effect. The company's petition re
lating to Rome, Oneida and Little Falls 
is pending before the commission. 

Six-Ctont Fare Remains.- The City 
Council of Beaumont, Texas,, has adopt
ed a resolution killing a ll proposed ordi
nances to repeal the 6-cent fare and to 
restore the fare of 5 cents. This action 
was ta ken by the Council after thor
ough investigation of the Beaumont 
Traction Company's earnings, the kind 
of service furnished, and complaints 
against service. The City Council some 
time ago, on petition of the company, 
er.acted an ordinance authorizing a fare 
of 6 cent.s. This was immediately at
tacked by the traveling public, who 
charged that the promise of the com
pany to improve its service had not 
been carried out. These complaints 
were investigated, An agreement 
wa~ then reached whereby the com
pa ny will make specific ext ensions and 
improvements on condition that the 6-
cent fat'e ordinance would not be re
pealed. 

,y orcester \Van ts Seven Cents.
Officia ls of the Worcester (Mass.) Con
solida ted Street Railway have thrown 
the ir books open to Francis L. Blacker, 
an accountant employed by the 1\fayor 
t1.1 investigate the justice of the peti
tion to the Public Service Commission 
for a 7-cent fare on the forty-six routes 
in Worcester and its subur ban districts. 
l\ir. Blacker has made a first repor t, 
showing that from what he has learned 
from th e examination made by him to 
date and the information received from 
the officia ls of the railway the 7-cent 
fare will just permit the companY to 
meet its expenses of operation and up
keep. He has been directed to ma ke 
still further inquiry into the matter and 
to submit a written report to the Mayor 
as soon as possible. On the final report 
of Mr. Blacker, :Mayor Holmes will 
make his decision on the question of the 
advisabil ity of making official protest 
to the Public Service Commiss ion 
against the proposed increase to 7 
cents. The tariff of t he company in
crcas in,g- the fare from 6 cents t o 7 
c<'nts wa~ fi]ed with the Commission 
on Jan, 11 to become effective on Feb, 1. 
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II 
Personal Mention J 

W. J. McCoy has been appointed 
t reasurer of the Union Traction Com
pany, Sistersville, W. Va., to succeed 
H. W. McCoy. 

Samuel Ungerleider has been elected 
vice-president of the Columbus Rail
way, Power & Light Company, Colum
bus, Ohio. 

Henry M. Brooks has been appointed 
secretary of the Seattle & Rainier Val
ley Railway, with headquarters at Chi
cago, Ill., to succeed M. Murphy. 

\Valter N. Munroe, general manager 
of the Paris (Tex.) Transit Company, 
has also been elected vice-president of 
t he company to succeed C. E. Calder. 

E. H. Adams has been appointed 
comptroller of the British Columbia 
Electric Railway Company, Ltd., Van
couver, B. C., to succeed W. Saville. 

G. \V. Smith has been appointed su
perintendent of maintenance of way of 
the San Antonio (Tex.) Public Service 
Company to succeed A. M. Courtney. 

\Villiam Perdue has been appointed 
superintendent of the Montgomery 
Light & Traction Company, Montgom
ery, Ala. Mr. Perdue has been con
nected with the company for many 
years. 

H. C. Onwald has been appointed sec
rlc'tary of the Lake Erie & Northern 
Railwa y, Brantford, Ont., to succeed 
Lloyd Harris, who last spring was ap
pointed chairman of the Canadian War 
Mission to the United States. 

Roy G. Smock, city railway super
visor since the Des Moines (Iowa) City 
Railway secured its new franchise three 
years ago, has resigned effective on 
March 1 and will go to Waterloo, Iowa, 
w here he is president of the Cedar 
Falls Sand & Gravel Company. 

Charles L. Kurtz, who has had long 
experience in the light and power busi
ness and in electric railway matters, 
has been elected president of the Co
lumbus Railway, Power & Light Com
pany, Columbus, Ohio, to succeed 
Samuel G. McMeen, resigned, who has 
also retired as a director as noted else
where in this issue. 

J. S. Goodrell has been named by the 
City Council of Des Moines, Iowa, as 
successor to Roy G. Smock, who will 
retire on March 1 as city railway super
vir3-or. Mr. Goodrell was for a number 
of years master mechanic for the Des 
l\f oines City Railway, but for the last 
year or more has been an inspector on 
government work. 

J. P. Lake has recently entered the 
employ of the Bay State Street Railway, 
Boston Mass. He will have charge of 
the power saving department, which 
has been organized in connection with 
the installation and operation of ap
proximately 1500 Economy railway 

meters, Mr. Lake formerly was with 
the Pacific Electric Railway, Los An
geles , Cal., as engineer in the efficiency 
bureau. 

C. A. Hall has been promoted from 
assistant general manager to general 
manager of the Eastern Pennsylvania 
Railways and the Eastern Pennsylvania 
Light, Heat & Power Company, Potts
ville, Pa., by the J. G. White Manage
ment Corporation, New York, N. Y., 
the operating managers of the Potts
ville properties. Mr. Hall succeeds L. 
8, Cairns, deceased, In June, 1918, Mr. 
Hall entered the service of the two 
Eastern Pennsylvania Companies as 
manager of the electric light and power 
department and shortly thereafter was 
advanced to the position of assistant 

C.A. HALL 

general manager. After leaving school 
in 1904, Mr. Hall entered the employ 
of the Consolidated Light Company, 
Huntington, W. Va. In 1907 he joined 
the organization of the Ohio Valley 
Electric Railway, Huntington, W. Va. 
He became superintendent of the 
Canonsburg Electric Light, Heat & 
Power Company, Canonsburg, Pa., in 
1909, and following the purchase of this 
utility in 1911 by the West Penn Power 
Company, Pittsburgh, Pa., he was ap
pointed local manager of that company 
in charge of the Canonsburg territory. 
Cnder Mr. Hall's management this 
property was entirely rebuilt and many 
improvements were made to the serv
ice. 

\Villiam Clough has resigned his po
sition as manager and engineer of 
Bury (England) Corporation Tramways 
in order to take up an important post 
with a large firm of paper makers. He 
has been manager since the municipal
ity took over the tramways about six
teen years ago. In recognition of his 
work in connection with the production 
of munitions of war he was made a 

member cf the Order of the British 
Empire. He also earned the commen
dations of the Admiralty for his work 
in the Shipyard Labor Department. 

Joseph L. Tulley has been appointed 
division superintendent of the Worces
ter division of the Worcester (Mass.) 
Consolidated Street Railway. His new 
title will not alter the scope of his 
work, as he has been acting as super
intendent for the last two years, dur
ing the illness of the late John B. Gor
man. Mr. Tulley has been in the em
ploy of the company for fifteen years, 
serving first as clerk and rising 
through the various grades to his pres
ent position. 

Harry H. Lindley, chief clerk to the 
auditor of the Union Traction Company 
of Indiana, Indianapolis, Ind., has re
signed to accept a position as office 
manager of the Lindley Box & Paper 
Company, Marion, Ind. Mr. Lindley en
tered the service of the railway in 
September, 1906, as bookkeeper, which 
position he held about three years, suc
ceeding A. C. Moore as chief clerk late 
in the year 1907. Mr. Lindley's friends 
in the accounting department presented 
a leather traveling bag to him to speed 
him on his way. 

Brig.-Gen. George H. Harries, head of 
the American. commission for the re
patriation of war prisoners, is reported 
in a dispatch from Amsterdam to have 
been narrowly missed by a bullet as he 
sat in his room at the Hotel Adion, 
Berlin, during the street fighting there 
on Jan. 11. General Harries, who in 
civilian life was a vice-president of H. 
M. Byllesby & Company and a former 
president of the American Electric 
Railway Association, was the ranking 
member of the three American officers 
first to reach Berlin after the signing 
of the armistice. 

Major Samuel "\V. Greenland has re
ceived his honorable discharge from the 
chemical warfare section of the United 
States Army and has returned to take 
up his duties as general manager of the 
Fort Wayne & Northern Indiana Trac
tion Company, Fort Wayne, Ind. Dur
ing his absence from the railway, Major 
Greenland has been supervising the 
erection of a 20,000-kw. steam-driven 
generating station and a rotary station 
of the same capacity, at Edgewood 
(Md.) Arsenal. He also looked after 
the operation of the utilities at Edge
wood. 

Charles B. Stiffler, formerly traveling· 
auditor of the Union Traction Com
pany of Indiana, Indianapolis, Ind., but 
for the past sixteen months in the 
United States Army service, has ac
cepted the position made vacant by 
the -resignation of Harry H. Lindley 
as chief clerk to the auditor. Mr. 
Stiffler has had considerable experi
ence in accounting work, having been 
connected with the accounting depart
ment of the Indianapolis & Cincinnati 
Traction Company for a period of seven 
years and with the Union Traction 
Ccmpany about eighteen months prior 
to entering the army. 
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Homer C. Bender has been appointed 
Superintendent of Public Utilities of 
Spokane, Wash., by Mayor C. M. Fas
sett. .This is a new: position provided 
for in the 1919 budget . Mr. · Bender 
will be employed in making personal 
investigations, gatheTing data, inspect
ing utility work under way and in pre
paring for rate and other hearings be
fore the Public Service Commission. 
!\fr. Bender is a graduate of the Massa
chusetts Institute of Technology and 
has had four years• experience with 
the Stone & Webster interests in hydro
electiic work. He has also had gen
eral engineering experience and has 
worked in the natura l gas fields in 
Alberta. 

Emil G. Schmidt, president of the 
Des Moines (Iowa) City Railway and 
the Inter Urban Railway, Des Moines, 
has announced that when the receiver
ship of the Des Moines City Railway is 
Efted he will retire from active work in 
the electric railway field. Mr. Schmidt 
has been engaged in public utility work 
for more than thirty years. He went 
to Des Moines about five years ago 
from Springfield, III. He has served 
with the so-called Harris interest for 
many years. While he has made no 
definite statements as to his plans after 
retiring from companies at Des Moines 
Mr. Schmidt intimated that he would 
associate himself with his son, who is 
an engineer. 

Capt. George F. Daggett has been 
appointed chief of the transit bureau 
of the Public Service Commission for 
the First District of New York. Cap
tain Daggett succeeds J.P. H. De\Vindt, 
who resigned several months ago to 
undertake the management of a muni
tions plant. The chief of the transit 
bureau is the officer upon whom the 
Public Service Commission relies to 
supervise the operations of the several 
transportation lines in the city, to in
vestigate complaints and to inaugurate 
improvements in service where needed. 
Captain Daggett, who has recently re
turned t.o the commission after a year 
in military service, is well qualified for 
the position, as he is thoroughly fa
miliar with all phases of street surface 
railroad and subway and elevated op
eration. He entered the employ of the 
commission shortly after its organi
zation in 1907, and latterly has filled 
the posts of chief clerk and assistant 
secretary. 

Col. Alexander R. Piper has been ap
pointed superintendent of employment 
for the Brooklyn (N. Y.) Rapid Tran
sit Company. Colonel Piper has in
structions from Lindley M. Garrison, 
the receiver of the company, to employ 
1500 additional men for work as motor
men, conductors, guards and repair 
yard employees. Early in 1918, Col
onel Piper, who was formerly general 
freight agent of the Brooklyn Rapid 
Transit Company, was appointed lieu
tenant-colonel of the Quartermaster's 
Corps of the National Army and Depot 
Quartermaster in command of the New 
York depot, being advanced from the 

rank of captain with which in April, 
H.117, he was called back into active 
army service by the President. He 
skipped entirely the intermediate rank 
of major. Colonel Piper was born at 
Fort Wadsworth, Staten Island, in 1865. 
He was graduated from West Point and 
served t en years in the regular army. 
He retired from active service in June, 
1899, and between that time and his 
re-entry into the national service dur
ing· the present war he was employed 
in civilian pursuits. In March, 1904, he 
was made genel'al superintendent of the 
American Railway Traffic Company, a 
subsidiary of the Brooklyn Rapid Tran
sit Company. 

Obituary 

H. L. \Vales, who resigned recently 
as manager of the lines of the Con
necticut Company a t Waterbury on ac
count of ill health, is dead. 

Thomas D. Milne, formerly train
master of the Northwestern Elevated 
Railroad, Chicago, Ill., died in Boston 
recently. l\Ir. l\Iilne went to Boston 
to accept a position with the Bay State 
Street Railway. There he contracted 
influenza and pneumonia, which re
sulted in his death. Mr. Milne is 
survived by his widow and four chil-
dren. -

P rivate Kad A. Schaller died on 
Jan. 9 from pneumonia at Jackson, 
Mich. Private Schaller was a former 
student of the University of Minne
sota and finished his education at the 
Carnegie Institute of Technology, Pitts
burgh. At one time he ~as superin
tendent of the St. Paul (Minn.) South
ern Railway and was special sales 
agent for the General Electric Com
pany at Jackson. He was thirty-one 
years old. He is survived by his widow 
and two childrep.. 

R. J. Thompson, junior superintend
ent of railways of the Toledo Railways 
& Light Company, Toledo, Ohio, died 
cf pneumonia on Dec. 5. He was re
garded as one of the brightest of the 
" cadet" engineers and had seen con
siderable service with Henry L. Doher
ty & Company, who operate the Colum
bus property. He was graduated from 
Ohio State University in 1910 with 
the degree of electrical engineer. His 
first work in the Doherty organization 
was as a "cadet" with the Denver Gas 
& Electric Light Company. Subse
quently he was with the Cumberland & 
Westernport Electric Railway and at 
the New York office. 

Daniel \Vilkin Mc\Yilliams, promi
nent railroad man and banker and since 
1881 secreta ry and treasurer of the 
Manhattan Railway, New York, N. 
Y., controlled by the Interborough Rap
id Transit Company, is dead. Mr. 
McVlilliam s was born in Hamptonburg, 
l\'". Y., and at the age of eighteen he 

entered the employ of the New York 
& Erie Railroad. After devoting five 
years in the banking business, he was 
dectcd secretary and treasurer of the 
Toledo, Peoria & Warsaw Railroad. 
l11 rom there he went to the banking 
house of Henry Q. Marquand, becom
ing a partner in the firm. In 1904 he 
became treasurer of the Interborough 
Rapid Transit Company, holding that 
position for four years. 

Harlan P. Cairns, long an employee 
of the Twin City Rapid Transit Com
pany, i\iinneapolis, Minn., formerly in 
the operating department and for the 
past four years in the claim depart
ment, is dead. Mr. Cairns was born in 
Janesville, Wis., on May 26, 1883. \Vith 
the exception of being in the railway 
business for a short time on the Pa
cific coast, most of his business career 
was with the Twin City company. Mr. 
Cairns is survived by his widow and 
one child. This is the third bereave
ment in the Cairns family within six 
months, Mrs~ Ralph H. Cairns having 
died last June and Leonard S. Cairns, 
general manager of the Eastern Penn
sylvania Railways, Pottsville, Pa., 
b1·other of Harlan P. Cairns, having 
<lied of influenza on Oct. 10. 

George R. Sheldon, former treasurer 
of the National Republican Committee 
.nnd a member of the brokerage firm 
of ,vmiam C. Sheldon & Company, New 
York, N. Y., died at Carbondale, Ill., on 
Jan. 14, of injuries received in an acci
dent at a mine there. Mr. Sheldon had 
long been one of the well-known busi
ness men and financiers of New York 
and his name had been connected with 
many of the country's largest industrial 
e11terprises. He was born in Brooklyn, 
on April 16, 1857, and after an early 
tra ining at the hands of private tutors 
was sent to St. Paul's School at Con
cord, N. H. He then entered Harvard 
from which he was graduated with the 
degree of A. B. with the class of 1879. 
Immediately upon leaving college he 
engaged in the banking business. 
Gradually he branched out into various 
enterprises and became closely asso
ciated with J . Pierpont Morgan in 
many of Mr. Morgan's transactions. 
Mr. Sheldon's business affairs were of 
wide range. He was treasurer and 
chairman of the board of the North 
American Company; chairman of the 
executive committee and treasurer of 
the Milwaukee Electric Railway & 
Light Company; president of the Elec
tric Securities Company, treasurer and 
director of the Detroit Edison Com
pany, director of the American Loco
motive Company, the Bethlehem Steel 
Corporation, the Union E lectric Light 
Company, St. Louis. the West Kentucky 
Coal Company, the Wisconsin Edison 
Company and other companies. He was 
a delegate to the Republican National 
Convention of 1900, treasurer of the 
New York county committee from 1899 
t o 190:3, treasurer of the New York 
State committee in the campaign of 
Hl06, and of the Republican National 
Committee from 1908 to 1916. 



Manufactures and the Markets 
DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE MANUFACTURER, 

SALESMAN AND PURCHASING AGENT 

ROLLING STOCK PURCHASES BUSINESS ANNOUNCEMENTS 

Physical Needs of Electric 
Railways 

Car s and Rolling Stock Need Rehabili
tation-Increased Rates Should 

Provide the l\'Ieans 

In 1907, in a letter to the Governor 
of Minnesota, the late James J. Hill 
once gave expression to the estimate 
that $1,100,000,000 a year in additional 
capital ought to be put into the steam 
r ailroads of the country to enable them 
t o keep pace with the demands of the 
country for trunk line transportation. 
No statist ics are available as to the 
amount of capital which would be re
quired to keep the electric railways to 
their normal development, because it 
is difficult to tell at the present t ime 
wh at their nor mal development should 
be. But even if the question of new 
construction is disregarded in determ
ining the extent of the expenditur es 
which will have to be made during the 
next few years by the electric railways, 
th e matter of deferred maintenance is 
a most pressing one. 

For a number of yea rs, even before 
the outbreak of the war, the inadequacy 
of the 5-cent fare had compelled 
many companies to economize in all 
directions, and during the war, this 
condition has not only been more 
severe but it has been difficult for the 
companies to get many kinds of ma
terials, even when they had the money 
to pay for what they required. 

What this situation may be in some 
cases was indicated at a hearing re
cently in a large city by a commission 
to determine the condition of rolling 
stock of the company operating there. 
The regular schedule on this property 
calls for the use of about a thousand 
cars, or forty-five less than the number 
a year ago, and the company has about 
1400 cars available for use. According 
to the testtmony presented by the officer 
in charge of equipment, more than a 
third of these cars were purchased 
more than fifteen years ago, and in a 
recent valuation report received a 
valuation of from 10 per cent to 40 
per cent. An even larger ratio of the 
electrical equipment received the same 
valuation, showing its age. Other 
testimony was presented to the effect 
t hat 45 per cent of the track ought to 
be replaced. 

The rehabilitation of the electric rail
ways of the country cannot be post
poned indefinitely, and when it is un
dertaken, worn out equipment of the 
kind described will have to be replaced. 
The longer such work is put off the 
more necessary it becomes. Some of it 
must be undertaken soon, whether the 

roads "can afford it" or not. The very 
extent of the economy which has been 
forced on the electric roads has com-
11elled the attention of the public and 
a uthoriities. No one can plead igno
rance now of the economic state of the 
electric lines. They are recognized 
now as needing relief because of causes 
bPyond their control, and provision is 
generally being made through higher 
rntes at least for operating expenses 
and fixed charges. From this to a more 
liberal treatment by which some sort 
of rehabilitation program can be begun 
is the next step. 

Some Nice Business for 1919 
Already Indicated 

Pneumatic Door and Step Control and 
Automatic Substation EquipmPnt 

More Popular 

Even when conditions look blackest 
the electric railways are laying plans 
for the purchase of new equipment and 
of materials for extension during the 
year. Reports r eceived by the ELECTRIC 
RAILWAY JOURNAL, while they do not 
indicate that any great number of elec
tric railways ar e going to make exten
sive purchases, do· show that not all of 
the roads are , af r aid to buy equipment. 

Prominent in the replies received is 
tbe intention of railways to purchase. 
where they have not already done so, 
pneumatic door and step control. From 
seven roads which indicated the number 
of such equipments that they were 
going tci purchase, a total of 162 is 
recorded. 1\Iany other companies stated 
their intention of going into this mar
ket during the current year. 

Another field that should be busy 
during 1919, if such early reports are 
t o be taken as any indication of later 
buying, is the railway substation field. 
The automatic substation appears to 
be growing more popular. 

At the present writing traction com
panies do not appear anxious to either 
build new or reconstruct old track. 
Some work, of course, is contemplated. 

Whatever is contemplated being done 
in this connection so far as the reports 
show, is for short distances, the largest 
r eported being 4 miles. One company 
in Ohio expects to regrade and re
ballast 12 miles of track, and a Cana
dian company reports its intention of 
replacing 10,000 ties. 

On overhead work there are also 
some reports of business to be placed 
during the year. All of these, however, 
are for Canada. In fact, there seems to 
be more activity, relatively, in the Ca
nadian field than in the United States. 

The Labor Factor in Price 
Revision 

Lines in Which Labor Is a Large Per
centage of Cost Are Not Expected 

to Drop 

The downward trend of prices is re
ceiving considerable attention at the 
present time. It seems to be pretty 
generally felt by producers that prices 
in the immediate future will depend 
largely on the labor factor. Thus if 
labor represents a very large percent
age of the cost of the finished product, 
the chances for prices coming down are 
not good. If, on the other hand, raw 
materials represent the predominant 
cost, prices will drop as raw materials 
drop. Dependent a gain upon the labor 
cost will be the extent to which the 
la tter class of commodities follow the 
raw material downward. 

Thus wire has followed copper down. 
The drop has not been the same per
centage as the drop in copper. Rather 
has the same differential been kept be
tween refined copper and copper wire 
ba se. Even here some of the wire pro
ducers were reluctant to lower prices. 

On materials where labor plays a 
much larger part in the cost, such as 
motors, g enerators, transformers, etc., 
producers have not lowered prices, nor 
do they seem inclined to do so at the 
present time.· 

Current Electrical Market 
Conditions Good 

While Sa1es Have Fa11en Off from War 
Peak, They Are Not Poor for 

a January Market 
Conditions in the electrical field are 

by no means so bad as some would 
have people believe. In fact, now that 
the excitement of the closing down of 
war activities is virtually over and peo
ple are again settling down, .men promi
nent in the sale of electrical goods are 
becoming a lot more cheerful. 

Business, in electrical lines at least. 
is not bad. In fact, in many places 
it is rather good for this time of the 
year. Generally speaking, the months 
of December, January and February 
are not particularly active. Sales be
gin to open up as a rule in l\.'Iarch. 
These conditions, therefore, must be 
taken into consideration when speak
ing of current business. 

To be sure, sales have dropped off 
from what they were prior to the sign~ 
ing of the armistice. Furtherni.ore, it 
is probably true that sales would have 
been much larger had war continued. 
This, however, was a forced demand 
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and did not represent normal purchases. 
With the war over the market again 

r eturns to normal purchases and there
fore must. follow, more or less closely, 
normal buying customs. Therefore it 
is reasonable to expect that the current 
demand for electrical goods will be less 
than October sales. If the sales. how
ever, were away below those for the 
same period last year or before the 
war, there might be some occasion for 
feeling pessimistic. As a matter of 
fact, it will probably be found that the 
January and February sales, particu
larly those by jobbers, will surpass 
those for the first two months of 1918 
and will be greatly in excess of the 
sales · during pre-war ,Januaries and 
Februaries. • 

Incoming ordet·s to manufacturers 
a re, of course1 smaller than they have 
been, but it is doubtful if they have 
fallen below what would be good busi
ness for this season. Certain it is that 
the total volume of current sales bil1ed 
of electricaJ goods surpassed that of 
the first two weeks of January, 1914. 

Individual incoming order s, it is true. 
.are not large, but this is by compari
son with the size of the order s during 
the wa1·. In the light of nonnal winter 
bnsiness these orders will probably be 
seen diffe;rently. 

More Cars Suggested for 
Brooklyn 

Receiver Recommends that 400 or 500 
New Steel Motor Cars Be 

Provided 

The Brooklyn Rapid Transit Com
pany, through Receiver Garrison in his 
r eport to the court, recommends that 
provision be made as soon as possible 
for 400 or 500 new steel motor cars to 
cost approximately $20,000 each. 

The financial requirements for the 
immediate future for the three receiv
ership companies1 as outlined by the 
receiver, in addition to cars just men
tioned, include for the Brook1yn Rapid 
Transit Company the purchase of fifty 
trail cars with appurtena11ces, as 
agent for the surface railway compan
ies, at an estimate of $417,000, and 
under the New York Consolidated Rail
road Company the conversion of surface 
cars for trailer operation, as agent for 
surface railroad companies, at a cost of 
$200,000. 

Material in Hands of Government 
The s tock of machinery and engi

neering materials on hand not in pos
session of troops as of Dec. 1, 1918, 
includes a number of items in the 
elec tric railway field. Those of par
ticular interest are 166 concrete mixers, 
68 road rollers, 942 tons of paint ma
terials, 1030 tons of copper wire, 772 
tons of electrical material and the fol
lowing track material and fastenings: 
Rails, 42,855 tons; spikes, 3539 tons; 
bolts, 1875 tons; angle and splice bars, 
1908 tons; turnouts and switches, 4374 
tons; miscellaneous track material. 

Recent Incorporations 

Danbury, Conn.-App1ication has 
been made by Charles E. Graham, New 
Haven, one of the bondholders of the 

Maude pike from Clyde to a point 1 
mile west of Fremont a nd the electric 
line ha~ offered to contribute toward 
the cost in exchange for a new 
franchise or an extension of the present 
one. 

Danbury & BetheJ Street Railway, to J 1 
the General Assembly for a charter for I -• Track and Roadway 
street railway lines in Danbury, with ._ _____________ ..J 
the power s and privileges of building, 
opera t ing and maintaining a ll the lines 
tha t the Danbury & Bethel Street 
Railway is now authorized to conduct, 
and with the same power s to manufac
ture a nd sell electric curren t , and a]so 
the right t o a cquire all or a portion of 
the fra nchises and property of the Dan
bury & Bethel Railway and to issue 
bonds and securities in pa r t payment 
ther eof. This action is unders tood to 
be a preliminary step toward the reor
ganization of the Danbury & Bethel 
Railway and the taking over of that 
company by its bondholders for the pur
pose of r est oring the road to p roper con
dition and operating it. 

Franchises 

N ew Haven, Conn.-The following 
petitions have been filed by the Connec
ticut Compan y at the office of the 
secretary of state : To construct a nd 
operate a street railway beginning at 
Occum , in the town of Norwich. 
along the Norwich and Worcester tu rn
p ike, the Versailles r oad, the J ewet t 
City-Not'\vich road, l\iai.n and North 
Main Streets in Jewett City and 
theri to the connection with it s t r acks 
near Central Village; to extend charter 
Tights in Taf tviHe for t l],e purpose of 
connecting its tracks through Norwich 
A venue from South B to N orth B 
Streets; to cons truct and oper ate a rail
way in Hamden from the connection in 
Dixwell A venue near Blake's Corner, 
along Dix well A venue to the connection 
in Whitney A venue near the town hall. 
The Connecticut Railway & Lighting 
Company, a subsidiary of the Connect
icut Company, has petitioned for an 
extension of its charter rights to ratify 
its actio:ii of A ug. 5, in the e xtens ion 
of its tracks from the end of the North 
Bridgeport line on Trumbull Avenue 
Road, along Boston Avenue to connect 
at East Main Street. This extension 
was carried out on a request from the 
United States Housing Corporation as a 
vital necessit y to furnish transportation 
for munition workers, according to the 
petit ion . 

Kansas Ci ty, i'\lo.-The Kansas City 
& Leeds Railroad has received a twenty
year fra nchise from the City Council 
to construct an eJectric Jine from Thir
ty~first Street and Hardesty A venue in 
a southeasterly direction to Leeds. 
[Nov. 2, '18.] 

Fremont. Ohio.-The Lake Shore 
Electric Railway is preparing t o ask 
the commissioners for a new fran 
chise throu gh Sandusky County. The 
present grant expires within six years . 
The county is contemplating paving the 

Phoenix (Ariz.) Railway.-This com
pany reports that it will construct 1 
mile of new t rack during 1910. 

Sacramento Nor thern Railroad, Sac
rame nto, Cal.-A survey has been be
gun by engineers of the Sacramento 
Northern Rail road for a proposed ex
t ension thl'oug h t he Sutter Basin. The 
proposed line will connect with a branch 
of the Sacra mento Northern Raihoad 
to \ Voodland, a bout 2;'. miles out of 
Woodland, t hence northerly about 6 
miles, crossing the Sacramento River at 
a point about 5 miles below Knights 
Landing and thence up through t he cen
ter of rec lamation distr ict 1500. The 
line, if constructed, will ultimately be 
ext ended northerJy a distance of about 
10 miles and connect with the Meridian 
branch of the Sacramento Northern 
Railr oad. In so doing t here will be a 
completed loop from Sacramento to 
Wood1and1 to Meridian and thence back 
to Sacr amento via Marysville . 

Trenton & ~1ercer County Tr action 
Corporation, Trenton, N. J.-The Tren
ton & Mercer County Tract ion Corpora
t ion is conducting a series of confer
ences with the Cit y Commission of 
Trenton for the purpose of speedily 
bringing a bout improvement to the sys
tem as ·or der ed by the Board of Public 
Utility Commissioners of New Jer sey. 
Since the company was given permis
sion to charge a stra ight 6-cent fare, a 
total of a pproxima tely $80,000 has been 
expended for new work completed a nd 
under way a nd materials and supplies 
contract ed for. The com pa n y has ar
r anged for a la rg e expendit ure fo r track 
improvement at State and Broad 
Street s1 where new switches and cross 
pieces will be placed. 

New York, N. Y.-The Continuous 
Transit Securities Company, of which 
l\f. Everha rt Smith is p resident, has 
filed with the Public Service Comm is
sion for the First Dis trict of New York 
a plan .for the establishment of a mov
ing pla tform in Forty-second Street in 
place of the present shuttle subway op
eration between the E ast and West Side 
subway lines . It is pr oposed to utilize 
t wo of t he four tracks and to const ruct 
three moving platforms, the fastest of 
which wi ll operate at a speed of 9 
m.p.h.1 a nd its seating capacity be 
31,680 passengers per hour. The cost 
is estima ted at less than $1,000,000. The 
commission has taken the p1an under 
consideration. 

Interborough Rapid Transit Company, 
New York, N. Y.-Operation has been 
begun by the lnterboroug h Rapid Tran
s it Company on t he P e)ham Bay Park 
branch of the Lexington Avenue sub
way from 138th St ree t to Hunts Point 
Avenue. 
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South Fork-Portage RaiJway, Johns
town, Pa.-A report from the South 
Fork-Portage Railway states that dur
ing 1919 the company will complete and 
equip the remaining 3 ½ miles of its 
~ine connect~ng South Fork and Portage 
1f the Capital Issues Committee ap
proves the issuance of stocks and bonds. 

Beaumont (Tex.) Traction Company. 
- The Beaumont Traction Company 
plans within the next couple of months 
to s~end $87,000 for double-tracking 
certam streets, putting in new switches 
a nd extending the signal block system 
in order to better maintain its sched
ules. 

Seattle (Wash.) Municipal Railway.
The City Council of Seattle has r dopted 
a resolution providing for the sale of 
s ufflcient bonds to provide finances for 
t he immediate construction of the west 
end of the municipal elevated railway. 
City Engineer Dimock believes that the 
road will be ready for operation of cars 
by Feb. 1. The government plans to 
discontinue the steam t r a in service to 
the shipyards, and the city will make 
every effort to have the street car line 
ready by the time the steam service is 
Hbandoned. 

Power Houses, Shops 
and Buildings 

\Vestern Light & Power Company. 
Boulder, Col.-It is reported that im
provements and extensions will be made 
by the '\\r estern Light & Power Com
pany to its plant and system to cost 
about $1,000,000. 

Kansas City, 1\lo.-C. C. Pe~rs, presi
dent of the Interurban Central Station 
Company, has announced that Hughes 
Bryant has been employed to push the 
project of the construction of the pro
posed interurban passenger terminal at 
the corner of Tenth and McGee Streets 
to be used by all interurban railways 
entering Kansas City. Architects will 
be employed during the corning month 
a nd the construction contracts let as 
soon as final plans are drafted. 

Cleveland, Alliance & Mahoning Val
ley Railroad, Ravenna, Ohio.-This 
company reports that during 1919 it 
expects to purchase an engine lathe 
wheel press, boring mill and three 200~ 
kva. transformers for its substation. 

Pacific ~orthwest Traction Company, 
Seattle, " ' ash.-Plans are being made 
by the Pacific Northwest Traction Com
pany for the immediate erection of a 
building at Sixth Avenue and Olive 
Street to be used as a permanent sta
t ion for the Everett interurban line. 
The structure will cost about $100,000. 

Ashland Light, Power & Railway 
Company, Ashland. Wis.-It is reported 
that t he Ashland Light, Power & Rail
way Company plans to begin work on a 
hydro-electric project on the Flambeau 
River, 14 miles north of Ladysmith 
early in the spring, to cost about $1 ~ 
7~0,00~. L. E . Myers & Company, e~
gmeers, 53 West Jackson Boulevard 
Chicago, will supervise the work. ' 

Trade Notes 

_ Harry De Steese, 30 Church Street, 
New York, N. Y., has reopened his of
fice which has been closed during the 
period of the war. Here he will deal 
in tapes and compounds, line material, 
shop and track tools, armature and field 
coils and other railway supplies. Mr. 
De Steese has been in the business for 
twenty-four years. 

Frederick A. Scheffler, formerly with 
the Babcock & Wilcox Company, has 
become associated with the Fuller En
gineering Company of Allentown, Pa., 
as manager of the department devoted 
to the application and introduction of 
pulverized coal equipment for steam 
power plants in the United States. Mr. 
Scheffler 's headquarters will be 50 
Church Street, New York. 

,v. Jerry Stanton has resigned as 
sales manager of the Railway Improve
ment Company to become special r ep
resentative of the National Railway 
Appliance Company, 50 East Forty
second Street, New York. Mr. Stanton 
is a native of Schenectady and for a 
period covering eighteen years was em
ployed by the General Electric Com
pany in its tes ting, engineering and 
sales departments. 

Roller.Smith Company, manufactur
er of electrical instruments and circuit 
breakers, New York City, announces 
the opening of a Detroit office in the 
:r-; ew 'felegraph Building in charge of 
C. H. Nicholson, formerly connected 
with the Chicago office of the company, 
who just returned from service with the 
Signal Corps. The company also an
nounces the appointment of James E. 
Wood as manager of its Cleveland office 
at 711 Williamson Building, succeed
ing C. S. Ripley. 

,v. C. Lincoln has been appointed en
gineer for the National Railway Ap
J!liance Company, 50 East Forty-second 
Street, New York, effective Jan. 1. Mr. 
Lincoln was originally employed by the 
American Locomotive Company, Sche
nectady, leaving that company's service 
to enter Union University. After grad
uation and the completion of the Gen
eral Electric Company's test course , he 
was assigned to special railway work 
by that company. Subsequently, he 
took up and completed the company's 
engineering extension course, after 
which he was connected for some time 
with the consulting engineering de
partment. Later Mr. Lincoln entered 
the railway engineering department and 
in 1913 transfen-ed to the General Elec
tric Company's Philadelphia district as 
commercial engineer, railway depart
ment, after which he entered the serv
ice of the Railway Improvement Com
pany, New York, as electrical engineer. 

Edwin Besuden, for the past sixteen 
years sales manager for the Jewett 
Car Company, Newark, Ohio, which re
cently went into receivers' hands, has 
resigned from this company and is now 
temporarily located at the offices of 

the Ellcon Company, 50 Church St., 
New York City. Mr. Besuden expects 
to enter the electric railway supplies 
field as representative for a number of 
manufacturers supplying this market, 
but has mad e no definite plans yet in 
this reg·ard. 

Edward D. Hillman, for the past 
twelve years secretary and engineer of 
the National Railway Appliance Com
pany, New York, has resigned from 
t~mt co~pany and has accepted a posi
tion with the new Consolidated Steel 
Co1:Poration, 165 Broadway, New York. 
Th1s company has just been organized 
and will handle the export trade of the 
following independent steel mills. 
Bethlehem Steel Company, Brier Hill 
Steel Company, Lackawanna Steel Com
pany, Lukens Steel Company, Midvale 
Steel Ordnance Company, Republic 
Iron & Steel Company, Sharon Steel 
Hoop Company, Trumbull Steel Com
pany, Whitaker Glessner Company and 
Youngstown Sheet & Tube Company, 

~conomy Electric Devices Company, 
Chicago, Ill., reports recent sales of 
Vulcan One-Man Kersosen Torches for 
use in thawing frozen tracks and e~uip
ment and for shop work including pre
heating, to the following roads: Rock
ford & Interurban Railway; Dayton. 
Springfield & Xenia Southern Railway· 
Illinois Traction System; Grand Rapids: 
Grand Haven & Muskegon Railway; 
Keokuk Electric Company; Joliet & 
Eastern Traction Company; Fort Wayne 
& Northern Indiana Traction Company· 
United Railways & Electric Company: 
Capital Traction Company; Terr~ 
Haute, Indianapolis & Eastern Traction 
Company; Inter-Urban Railway Com
pany; Chicago Surface Lines; Milwau
kee Electric Railway & Light Company; 
Chicago Elevated Railways; Chicago, 
North Shore & Milwaukee Railroad; 
Philadelphia Rapid Transit Company; 
Atlantic City & Shore Railroad; Du
buque Electric Company and York 
Railways Company. 

Capt. H. Fort Flowers, head Trench ,v arfare Materials Section of the Ord
nance Department, Philadelphia zone, 
has recently been relieved from the serv
ice by the War Department. He has re- · 
turned to New York to take up his work 
as president and general manager of 
the Differential Car Company, which 
was organized by him four years 
ago. The Differential Electric Dump
ing Car invented and designed by Cap
tain Flowers and built under his direc
tion is well known to electric railway 
track engineers. A large number of 
these cars are now in service in various 
parts of the United States. With the 
personal attention which Captain Flow
ers will be able now to give to his 
business interests an active business 
campaign may be expected. Major Leon 
Fraser, vice-president of the company, 
and S. G. Hughes, first lieutenant of 
field artillery, are still in France in 
active service. F. E. Scott, secretary of 
the company and first lieutenant in the 
gas warfare service, has also been re
lieved from military duty to take up 
his work with the company. 




