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Has the Time Come

for the Taxpayer to Step In?

OURAGE of a high order in stating conditions, a

fine enthusiasm and a keen desire to find the best
solution for an admittedly difficult problem—such are
the qualities which one must ascribe to the Massachu-
setts Public Service Commission after reading its latest
annual report to the legislature. An abstract of this
remarkable document is published in subsequent pages.
We say “remarkable,” for rarely if ever has any regu-
latory body discussed the general electric railway situa-
tion with such candor.

But, as the commission itself remarks, “it is much
less difficult to know what ought to be done than how to
do it,” and from this phase of the case will arise the
dissent which many will undoubtedly express in regard
to some of the commissioners’ suggestions. It is mani-
festly true that the credit of electric railways stands
impaired, that the properties are deteriorating, that
the service needs improvement and that withal the
public is paying what it considers high prices. It is
equally true that the welfare of communities demands
the restoration of credit or the provision of some other
means which will enable railways to render first-class
service, and also a system of fares which will make the
service as useful as possible and help rather than re-
strict community development. But how is all this to be
brought about?

A solution worth most serious consideration, the
commission feels, is that of public ownership of prac-
tically all the electric railways in Massachusetts. The
commission’s reasoning is simple. It believes it to be
not impossible that, as the public becomes inured to a
policy of higher fares, this may produce better financial
results than have yet been realized. On the other hand,
the commissibn feels that the chance of higher fares
curing the present financial ills is small and that at
any rate there is no immediate prospect of cure. Rather
than have the communities suffer from a further ex-
tended trial of a method whose success is not certain,
the commission argues in favor of the taxpayer bearing
part of the cost of transportation, and says it is difficult
to escape the conclusion that the only effective remedy is
outright public purchase or taking over of the properties.

Here we have a definite challenge to the proponents of
higher fares to show not only the presence of beneficial
results but also the absence of injurious ones. It also
constitutes a definite opportunity for the opponents of
public purchase to show that a venture into the con-
troversial and complicated fields of public ownership
and taxation would, to say the least, be unlikely to
produce favorable results before the coming of those

normal times when higher fares would certainly handle
the situation adequately.

In our opinion the Massachusetts commission depre-
ciates a little too much the possibility of ultimate
success from higher fares. Financial aid from taxation
may be necessary in the meantime, but this can be
accomplished in a temporary manner better than in
connection with permanent acquisition. The placing of
any transportation cost upon the taxpayer would involve
a radical change in public policy, and where adequate
public control exists this change would give no reason
for adopting another radical upheaval in public policy,
from private to public ownership.

The Massachusetts commission sees the issue clearly
and states it frankly as the basis for discussion. It is
wise in postponing the formulation of any definite plan
until the subject has been considered by many minds
from many angles and until the public has expressed its
opinion. .

Higher Wages Do Not

Always Increase Production

ITH every increase in wages goes the hope that

it may be offset by some form of increase in pro-
duction which will tend to keep the net cost at or below
the level obtaining before the increase. Apropos of the
platform for reconstruction which has been presented
to the Senate committee on labor by the American Fed-
eration of Labor is the conviction that greater produc-
tion or improved service should figure more prominently
in discussion of labor problems than it does at present.
In a recent editorial one of our leading technical jour-
nals indicated that conditions are not what they ought
to be by noting that in the steel workers’ trade the
leaders were co-operating with the government to bring
about the desired increase in production. In this case
the unit of production, the number of rivets driven or
tons of steel erected per dollar-hour, can readily be
measured. In other trades it is difficult to measure pro-
duction on a unit basis, but even here the situation is
essentially the same.

Capital would much prefer to pay high wages
rather than low if it could get corresponding high prices
for its products, but operative in this connection is the
economic law that wages and prices can be no higher
than the traffic will bear. Attention is directed also
to a report of the National Industrial Conference Board
to the effect that the adoption of a fifty-four-hour week
reduced production in every factory employing more
than 750 hands, with moderate and various results only
in the case of small and relatively inefficient factories.
As reduction in working hours is another form of in-
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creased wages, this statement by a high authority would
seem to bear out the previous contention.

It is unfortunate that many wage earners seem to
think that it is not necessary really to earn more when
paid more. On the contrary, common labor has tended
to adopt the attitude of doing as little work as possible
for the pay received, and advantage has been taken of
the reluctance of employers to release men on account
of slack habits in work or general laziness, because of
the difficulty in securing men to replace them. It has
been the experience of electric railways generally thaf
the amount of work done per day by track laborers, for
instance, has steadily declined for the past two years,
and we are inclined to the belief that this decline is
quite general in other industries employing common
labor. The problem of how to increase the production
of common labor in proportion to increases in wages
is far from a satisfactory solution. To our minds it is
really a problem in the realm of “human engineering,”
which involves ceaseless study of methods of getting
together with the men; teaching them to understand
that the employer’s interest and theirs are one, em-
ploying incentives which will attract steady men, and
displaying a spirit of justice and fair dealing.

How Can I as an Individual
Help the Engineering Association?

HE minutes of the recent meeting of the executive

committee of the American Electric Railway Engi-
neering Association, printed elsewhere in this issue,
indicate a desire on the part of the men composing it
to get committee work started again, and started
promptly. This will be necessary if anything really
worth while is to be done in time for discussion at
the fall meeting. Like a trolley car, an association
possesses mass and hence requires force to accelerate
it after it has been at rest for a time. The Engineering
Association lost its momentum when it slowed up dur-
ing the war period. That momentum must be restored
by means of a strong and steady pull by everyone in-
terested in the association’s success between now and
convention time. One practical way in which this can
be done is for committeemen to take their responsi-
bilities seriously and for all to co-operate in furnishing
promptly whatever data the committees may require
to enable them to produce good reports. Another thing
that is needed is a careful study by the individual mem-
bers of the association records so that constructive
criticism can be furnished the committees.

The Engineering Association has a creditable record.
It has been of great value to the companies because
its standards and recommended practices have assisted
the companies in securing reliable supplies at reason-
able prices and in furnishing the auspices under which
their engineers could get together to exchange the fruits
of experience. It has a promising future because better
engineering than ever will be needed in the coming
years. It needs to digest the work done previously and
discard that which time has proved to be useless, to
lay plans for doing work for the industry which no
other agency can do, and to arouse among its members
a feeling that it is really worth while from every
standpoint.

The Increases Asked
Are Only Reasonable

HE Denver Tramway Company is asking its pa-

trons to suggest the best remedy for solving the
local traction problem. In a recent issue of its lit-
tle pamphlet Tram-O-Grams the company presents a
statement of increased expenses and says it is entirely
willing to accept any fair and equitable plan that the
sound judgment of the community as a whole may con-
sider better and more satisfactory than the one now
being pursued. Its comments on possible alternative
measures contain some items worthy of discussion.

The Denver situation was brought to a climax—as in
many other cities—by the award of the War Labor
Joard granting increased wages to the employees. It
has been suggested by some persons that the matter of
increased wages can be taken care of by reducing “other
expenses.” The Denver company has been known as
an advocate of economy measures consistent with good
service. We doubt, therefore, if any considerable saving
could be made by a pruning knife judiciously handled
by a capable critic.

Another suggestion to the effect that the company
should “carry its own burden by borrowing money,” is
easily answered by an invitation for anyone to go out
and attempt to borrow money on the afflicted company’s
credit. It must be remembered that credit only comes
from prosperity, and the people as a whole have it in
their power to give the corporation better borrowing
ability by fair treatment which will restore its earning
capacity.

A good point is made in the company’s statement to
the effect that the men who led the crowds in the recent
rioting were those whose wages had been enormously in-
creased and who by their actions were trying to erect
a barrier against the payment of higher wages to the
car employees. Happily, these measures did not prevail,
and the company has been proceeding with the collec-
tion of a higher fare. It seems, however, that the people
of Denver have great expectations of the value of their
additional payment, and some of them are clamoring for
new cars, new rails, ete., out of the surplus which they
expect will remain after paying operating expenses. The
company answers these requests by the statement that
the present fare will hardly pay expenses, much less
leave an excess for the purchase of much new equipment.

This same expectation has been expressed in other
cities where the people who have been obliged to pay
a higher fare thought that thereby they have placed the
railway company on the high road to prosperity. Ac-
tually, we do not understand that the average company
is asking for more than an emergency rate which will
help tide it over the present crisis until better days
bring increased business and lower operating charges.
Then and only then will it be fair for the public to in-
sist on reconstruction of the system or additional serv-
ice. We do not believe, on the other hand, that any man-
agement will be so blind as to refuse an extension of
facilities where such improvements are likely to bring
an increase in revenues. The railway manager knows
that his job depends on satisfying the security holders
and that their prosperity is contingent on meeting the
transportation requirements of a community which is
willing to pay for adequate service.
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The List of
Receiverships Is Lengthening

HE tabulation of electric railway receiverships,

foreclosures and abandonments set forth in our
Annual Statistical Number has attracted considerable
attention in the daily and financial press. The general
verdict is that it tells a sorry story, yet if we are to
believe the argument of spokesmen for the public in
some recent fare hearings, a receivership is nothing for
the public to worry about. We wonder if men who utter
such sentiments really mean what they say? Glancing
at the history of last year’s experience in the industry
we find that twenty-nine companies—including the ex-
tensive properties of Brooklyn and Pittsburgh—were
taken over by receivers, and that almost three score
companies suspended service in whole or in part. Since
Jan. 1 other important properties, including those at
New Orleans and Memphis, have joined the increasing
number of embarrassed properties, while still others
frankly say that they cannot much longer withstand
the economie strain to which they are now being sub-
jected. Roads which are thus facing financial em-
barrassment include properties which before the war
were considered among the strongest financially in
the country.

There is, of course, a great difference between a re-
ceivership and the suspension of service, although the
Bay State company experience shows that one sometimes
follows the other. Nevertheless, the public does not
profit in either case, and if one may regard the thou-
sands of security holders as part of the public there is a
distinet loss in every instance. No one gains by destruc-
tion of capital. .

In this connection we might also consider the sug-
gestion sometimes made in rate cases that service be
reduced rather than a fare increase be granted to cover
growing expenses. Doubtless there are instances on
some properties where an excess of service is given even
in normal times and where an elimination of this waste
should be the first act of a prudent management.
In the great majority of cases, however, a lessening
of service would mean inconvenience to the patrons and
possibly the development of jitney lines or other com-
petitive agencies. Reduction of service in such circum-
stances should be made only after mature consideration
and for as short a period as possible.

We remember hearing a city attorney in a rate case
suggest that in the event of traffic falling off because of
a l-cent increase in fares the company should take ad-
vantage of the fact by taking off a corresponding num-
ber of cars. While this might be advisable in some
cases it is not always practicable because contracts for
a minimum day’s pay for trainmen would not allow the
company to get the full benefit of such a measure. It
must be remembered, too, that the welfare of a com-
munity depends to a considerable extent on its transpor-
tation facilities, and a curtailment of service might re-
sult in driving industries to other locations.

There can be no question that the average car rider
dislikes a proposal to pay a higher fare. It is necessary,
therefore, to make a satisfactory showing for an in-
creased rate and when this is proved the public has its
choice of paying the new rate or doing without proper
service. In either case the price must be paid, and the

public should think well before giving basis for the
opinion that that particular community is not the right
place for capital to seek investment. A reputation for
playing bogey man with capital is not one in which
any city can take pride.

A Neglected Element in the

Electric Railway Return Circuit

HEN there is excessive potential drop in the track

return circuit of the electric railway, current leaves
the track, if the conditions are favorable, and wanders
back to the power house by devious and sometimes
troublesome routes. It must all get back somehow, for
one of nature’s inexorable laws requires this to be so.
Naturally any pipe lines or cable sheath which lie in
the path between track and busbar will tempt the
stray currents, for another of nature’s laws requires
them to follow lines of least resistance. The magnitude
of the current leakage from the rails depends upon two,
and only two, physieal quantities—the fall of potential
along the track and the resistance between track and
busbar. A great deal of attention has been given to
reduction of the voltage gradient along the track (usu-
ally referred to in terms of volts per thousand feet),
but there is little information available regarding the
resistance between rails and surrounding soil, the chief
element in the stray path resistance. There are several
means available for keeping down the gradient, such as
good joint and cross bonding, return feeders, numerous
substations and return feeder ‘“boosters,” but the in-
crease in resistance from rail to earth by insulation of
track is a much more dubious proposition. Neverthe-
less it is well worth while to study the possibilities of
doing this. And it is eertainly desirable to know how
much the resistance is with different kinds of track con-
struction so that, everything else being equal, a type
possessing high-resistance qualities can be selected if
there is a possibility that the stray current may be an
unwelcome visitor in neighboring pipes.

The readers of this paper have probably known in a
general way that the United States Bureau of Standards
has been conducting experiments in and around Wash-
ington for the purpose of collecting track insulation
resistance data. The results have been withheld from
publication until sufficient time had elapsed to enable
measurements to be made in all kinds of weather and to
show the effects of time upon the resistance. The
bureau is now satisfied that the results are complete
enough to be of value to electric railways generally and
have authorized publication under the signature of E.
R. Shepard, electrical engineer. He outlines and dis-
cusses the methods employed and analyzes the results in
a very practical manner in this issue of the JOURNAL
leading up to a few crisp and suggestive conclugions.
These involve no radical expedients for increasing in-
sulation resistance and they indicate that the types of
track which are finding increasing favor are inherently
of better resistance qualities than the older ones. This,
however, is “more good luck than good management,”
for the matter of insulation has not figured prominently
as a factor in the designs. To every signal engineer,
as well as to those who are directly responsible for the
mischief which may be caused by stray current, Mr.
Shepard’s article will be useful and stimulating.
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Leakage Resistance
of Electric Railway Roadbeds

Results of Tests Covering a Period of More Than Three Years Made Upon
Railway Tracks in Washington, D. C., and Upon Short Sections of
Experimental Track on the Bureau of Standards Grounds

By E.

R. SHEPARD

Electrical Engineer United States Bureau of Standards, Washington, D. C.

LTHOUGH much
attention has
been given to

the mitigation of elec-
trolysis of under-
ground structures,
electric railway en-
gineers seem to have
given little attention
to ‘the insulation of
roadbeds or their construction in such a manner as to
offer high resistance to leakage currents. In the 1914
report of the committee on way matters of the American
Electric Railway Engineering Association, “effect on
electrolysis” was enumerated as one of the twelve
factors influencing the design for “proper foundation
for tracks in paved streets,” but it does not appear that
this factor was considered by the committee in recom-
mending four standard types of construction.
Practically no data on the resistance of different types
of roadbeds are available, although the relative resist-
ances of some types are known in a general way. Meas-
urements made in 1911 and 1913 by G. H. Ahlborn' on
three electric lines, each several miles in length, showed
as follows: An open track on high, well-drained
gravelly soil had a leakage resistance of 14.57 ohms per
1000 ft. of single track, while a similar track on low,
marshy clay and gravel, with the rails in contact with
the earth in many places, had a leakage resistance of
only 1.76 ohms. A city track in Washington on crushed
rock ballast with a Tarvia surface had a resistance of
about 1.81 ohms. Only three lines were investigated.
In the present paper leakage resistance data are
presented for a number of types of roadbed for differ-
ent weather and soil conditions. The several factors
which influence the resistance of roadbeds are discussed
also. With such information available electric railway
engineers will be able to give the subject the deserved
attention, and to select those types of construction
which are consistent with other features and give the

!See Technologic Paper No. 76 of the Bureau of Standards,
entitled “Data on Electric Railway Track Leakage

MEN FROM BUREAU OF STANDARDS MAKING TESTS

highest leakage re-
sistance. The leakage
path traversed by

stray current from
electric railways con-
sists of several ele-
ments and varies with
different types of
roadbed construction.
In the case of open
irack the current leaves the rails and enters the
ties through the spikes and the rail base, then
passes into the ballast and finally reaches the adjacent
earth. In paved streets an additional leakage
path is offered through direct contact of rails with
the earth, pavement, or other material in which they
are imbedded. By far the greatest part of the total
leakage path resistance is in the roadbed, particularly
in open construction.

In determining the resistance of any type of roadbed
an attempt was made to measure the resistance between
the rails and a remote ground such as a network of
water mains. Such a measurement would include the
earth between the roadbed and the remote ground, but
this has ordinarily only a very small fraction of the
total resistance. The difficulties involved in making
resistance measurements on ordinary track systems are
considerable in view of the facts that in general such
systems are electrically continuous for miles and include
many different types of construction, and they are
actively employed during the greater part of the twenty-
four hours. In order to determine the resistance to
earth of any limited section of track it is necessary
to isolate that section from the remainder of the track
network or else make differential measurements when
no cars are in operation.

Investigations discussed in this article were made in
the District of Columbia, upon the only three types of
open track and the two types of city track which were
suitable for the purpose. In order to supplement the
information obtained on the city tracks several short
sections of experimental roadbeds of different ' types




January 25, 1919

ELECTRIC RAILWAY JOURNAL

173

were constructed and tested for resistance under dif-
ferent weather and soil conditions over a period of
many months.

DIFFERENTIAL METHOD OF TESTING IS ADAPTED
T0 MEASUREMENTS IN PAVED STREETS

In the tests on roadbeds where a limited section of
the track could not be isolated, the method illustrated
in Fig. 1 was employed. After car traffic had ceased
for the night a portable storage battery was connected
as shown between the four rails and a water hydrant,

urements at several slightly different locations at each
station and by determining the average potential dif-
ference between the track and the earth by means of
a number of different underground structures, a fair
fdegree of accuracy was secured. The most reliable
and consistent results were obtained by driving a ground
rod into the earth not less than 50 ft. from the track
and measuring the potential difference between it and
the track with a high-resistance voltmeter.

The differential method was employed on the Wis-
consin Avenue line in Washington at two different
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Fig. 1-—Diagra
measuring roadbed resistance.

Fig. 2—Diagram showing method of making roadbed resistance
measurements in open-track construction.

3—Arrangement of experimental roadbeds on Bureau of
Standards' grounds.

Fig. 4—Types of roadbeds employed in Bureau of Standards’

experiments.

DIAGRAMS RELATING TO BUREAU OF STANDARDS’ EXPERIMENT ON ELECTRICAL RESISTANCE
OF TRACK ROADBEDS

with ammeter and regulating resistance in circuit. A
current of from 25 amp. to 835 amp. was maintained in
this circuit. A millivoltmeter was used to measure
the potential drop on a short section of track at two
stations, A and B, several thousand feet apart, per-
mitting the loss of current to be calculated on the
assumption that the rails were of the same weight and
resistivity at the two stations and that the battery
current was maintained constant. A further measure-
ment of the potential difference between the section
of track under test and the earth at some distance
away furnished the remaining data necessary for the
calculation of leakage resistance. While this test re-
quires great care for accurate results, by making meas-

locations designated as @ and b in Table I, on page 174,
and on the Chevy Chase line in three locations desig-
nated as ¢, d and e in Table I. The measurements ex-
tended over a period of two years and were taken under
different moisture conditions of roadbeds.

IN OPEN TRACK THE ISOLATION METHOD IS AVAILABLE

On open track plates and bonds were removed from
four joints, isolating a section of track from 100 ft.
to 500 ft. long, the circuit arrangement being as shown
in Fig. 2. All cross bonds between the test section
and the adjacent track were cut. A battery of three
or four dry cells was connected between the test section
and the remainder of the track network, and by means
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Table I—Electrical Resistance of City and Suburban Roadbeds
Average
oten- Dis-

tial to Leakage tance Resistance of 1000

. . " Earth, Current, in . of Track to

Location Kind of Roadbed Date of Test Condition of Roadbed Volts Amperes Feet Earth, Ohms

a Gravel ballast to head of 70-1b. T-rails. Much sand 2-17-15 2.2 12.2 2,900 0.522 double track
andearth washed I a: v ov i esiasnnssmems 2-26-15 1.3 6.9 ,900 0.547 double track

8-14-1 1.5 7.88 ,900 0.552 double trac]
3-17 Surface dry, bnllast moist 2.1 7.66 3,300 0.902 double track
4-9-15 Mo 1.0 2.85 3,750 1.3 double track
5 BATGL: o 5000865 550 55 885 00 BimeBorniilons 4-17-15 1.5 3.73 2,750 1.1 double track
c Crushed rock ballast to head of 80-1b. T-tails, Tarvia 4-6-15 2.4 9.0 3,000 0.8 double track
....................................... 8-31-15 Wet..... ¥ a0 1.8 6.67 2,690 0.72 double track
4-5-17 Quite dry. No rain for twelve days 3.3 6.31 3,050 1.60 double track
d BODG:vmrm ¢ 5 &5 EaEE 55 5 8 & B AR © ¥ 5 SN 3 5 56 R 4-21-15 Quite dry. No rain for several days 3.2 4.7 1,700 1.16 double track
# Open track crushed rock to base of 80-lb, T-rails. 4-2-15 Dry. No rain for weeks. Surface 3.8 3.12 4,100 5.07 double track
Frequent crossings with ballast to head of rails... . 4-6-1 dry, ballast wet. - 3.5 7.5 6,500 3.03 double track
8-31-15 Surface dry, ballas 3.8 4.14 2,360 2.17 double track
4-5- Quitedry.” Norain for t 4.9 2.1 1,140 2.66 double track
f Open track. Cinder ballast from 4 in. below ties to { 10-2-15 Surface moist, ballast wet . 6.85 0.302 361 8.2 single track
base of 60-1b. T-rails. 11-10-15 ry. Norain for twenty d. 9.8 0.197 361 18.0 single track
g  Open track Deep gravel ballast to base of 86-1b. [ 9-25-15 Surface dry, ballast moist. 8.2 0.71 462 5.34 single track
g ¢ | P L e 11-12-15 Dry, norain for twenty-tw 9.5 0.615 462 7.14 single track

of a low-reading ammeter and a voltmeter the data for
calculating the resistance were obtained. The resistance
so found is for a single-track roadbed but in the open
type of construction, as the resistance to earth is
concentrated largely in the ties, that of double track
can be taken as one-half the resistance of single track.
Measurements by this method were made on the Cabin
John line in Washington and on the Washington,
Baltimore & Annapolis track just outside of the
Distriet line, as designated by f and g respectively
in Table 1.

The results of the test are given in Table I, showing
data for tracks bearing normal traffic. The Wisconsin
Avenue tracks were originally ballasted with gravel
up to and around the base of the rails, and earth was
filled in to the head of the rails. While part of the
earth has been washed away the rails are well imbedded
in gravel and earth and the roadbed can be considered
as having unusually low resistance. The first three
tests were made with the roadbed very wet, and the
resistance of 0.5 ohm per 1000 ft. of double track as
given is about half that found at the same location
under dryer conditions.

The Chevy Chase line is well ballasted with crushed
rock and a portion has been paved to the head of the
rails with a Tarvia finish. The finish has become some-
what porous, and this condition prevails in locations ¢
and d. At location e the pavement has been omitted
except at crossings.

The cinder ballast in open construction of the Cabin

?These measurements were made possible through the co-oper-

John line offers a very high resistance to leakage
current. Two measurements made under conditions
similar to those existing on cinder track were made on
the W., B. & A. line which is ballasted with gravel.
It will be noted that the gravel-ballasted roadbed has
about one-half the resistance of that with cinder ballast.
This cannot be attributed primarily to the ballast but
is probably due more to the character of the ties.

FOURTEEN SHORT TEST ROADBEDS WERE BUILT

Owing to the difficulties involved in making resistance
measurements on city tracks and the limited number of
types available it was decided to build short sections of
a number of different types of roadbeds on which fre-
quent measurements could be made. While such road-
beds would exhibit different characteristics from similar
types subjected to traffic surface drainage and salt
which is frequently used to prevent freezing, they would
permit of a careful study of the effect of moisture and
temperature. They would also enable comparative
measurements to be made which could be checked with
similar data obtained from city tracks under operation.

Fourteen types of experimental roadbeds were built
early in 1915 arranged as shown in Fig. 8. Four cross-
sections are shown in Fig. 4. The details were as fol-
lows, a condensed description being given in Table II:

DETAILS OF THE SEVERAL TYPES OF
EXPERIMENTAL ROADBED

Type A. (See Fig. 4). Ballast, gravel concrete, 1:4:8
mixture; ties, 7-in. x 8-in. x 8-ft. oak on 2-ft. centers; rails,
7-in., 90- lb girder, 4-in. base; splkes, -in., driven, four per

:tRxonl of (‘& %}1 ;mba(gl engineer (yinamten%le'ce <1)f sldy, Washington  tie; surface, vitrified paving brxcks on sand cushion, 1:3 dry
allway ectric Company, an einlan engineer main- 3 1, 1 ! i ¥
tenance of way, Washingion, Baltimore & Annapolis Hlectric ~MiX, between bricks and rails, 1:3 thin grout swept into
Railroad. joints after laying, 3-in. crown between rails.

Table II—Condensed Description of Experimental Roadbeds
Type Ballast Ties Rails Surface - Special Features
A Concrete. .. Z-in.xB-in. oak, 2-it. centers  7-in. girder  Vitrified paving brick...
AT Concrete. .x8-in. oak, 2-ft. centers Vitrified paving brick. Roadbed insulnted with tar pay
AA Conerete. 7-in.x8-in. oak, 2-ft. centers Vitrified paving brick...  Roadbed insulated with tar paper and asphalt
B Concrete. Steel, 3-ft. centers - Vitrified paving brick.. .
BT Concrete. Steel, 3-ft. centers Vitrified paving brick.. . Roadbed insulated with tar paper and pitch
fo} Crushed rock. 7-in.x8-in. oak, 2-ft. centers a5 b
D Earth to head of rails. T-in.x8-in. oak, 2-ft. centers Earth S Sl
DT Earth to head ofralls. 7-in. x8-in. oak, 2-ft. centers arth. . Railsinsulated with pitch
E Earth to base of rails. 7-in.x8-in. oak, 2-ft. centers Open GOMBETUCHOR. . veve  seisessnssaains s oasion aiaienield g
EC Earth tobase of rails.......  7-in.x8-in. oak, 2-it. centers Open construction. . Tiea treated with 10 Tb. creosote per cubic
EZ Earth tobase of rails........ 7-in.x8-in. oak, 2-ft. centers Open construction...... Txes trented with } Ib. zinc chloride and 2 1b.

creosote per cubic foot

F Crushed rock and concrete....  7-in.x8-in. oak, 2-ft. centers Vitrified pnvmg brick.. . -
G Crushed stone to head of rall 7-in.x8-in. oak, 2-ft. centers Nosurfaci
H inders. . 7-in.x8-in. oak;, 2-ft. centers Oreesrst oo
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Type AT. Same as Type A in every respect with base
insulated as follows: Before laying the concrete a layer of
roofing paper was spread over the entire roadbed and at
the sides of the roadbed excavation in the street level. This
paper was then covered with a mixture of 75 per cent coal-
tar pitch and 25 per cent coal tar, applied at a temperature
of about 200 deg. Fahr. While this coat was still hot a
second layer of paper was applied and then a second coat
of tar and pitch. The paper used was a soft tar paper
manufactured by the General Roofing & Manufacturing
Company and purchased as a 15-1b. felt. The tar was added
to the piteh to make it less brittle.

Type AA. Same as Type AT in every respect except that
asphalt was used instead of tar and pitch.

Type B. (See Fig. 4). Ballast, gravel concrete, 1:4:8
mixture; ties, Carnegie steel ties—M25, on 3-ft. centers;
rails, 7-in., 90-1b. girder, 4-in. base; clips, No. 23 tie clips,
four per tie; surface, same as for Type A.

Type BT. Same as Type B with base insulated the same
as in Type AT.

Type C. (See Fig. 4). Ballast, crushed rock from 5 in.
below ties to within 23 in. of finisled surface, tamped and
covered with sand; ties, 7-in. x 8-in. x 8-ft. oak, on 2-ft.
centers; rails, 4-in. T; spikes, 6-in., driven, four per tie;
surface, Barrett Manufacturing Company specification as
follows: Over base spread 2% in. of crushed stone, 1 in. to
38 in. in size, and dry roll. Tamp. Spread 1.7 gal. of Tarvia
X per square yard over this at a temperature of 200 deg. to
300 deg. Fahr. Cover with fine gravel, not larger than % in.
and roll. Tamp. Spread evenly % gal. of Tarvia X per
square yard and finally cover with sand for a wearing sur-
fare.

Type D. Earth Roadbed. Ballast, earth to head of rails;
ties, 7-in. x 8-in. x 8-ft. oak, on 2-ft. centers; rails, 4-in. T;
spikes, 6-in., driven, four per tie; surface, earth.

Type DT. Same as Type D with rails coated with a mix-
ture of 75 per cent coal-tar pitch and 25 per cent coal tar to
make the coating less brittle. This coating was applied hot.

Type E. Open Construction. Ballast, earth to base of
rails; ties, 7-in. x 8-in. x 8-ft. oak, untreated, on 2-ft. centers;
rails, 4-in. T; spikes, 6-in., driven, four per tie; surface,
open construction. .

Type EC. Same as Type E but with ties treated (Oc-
tober, 1914) by Baltimore & Ohio Railroad by the vacuum-
pressure treatment with 10 Ib. of coal tar cresote per cubic
foot.

Type EZ. Same as Type E but with ties treated (De-
cember, 1914) by the Baltimore & Ohio Railroad by the
“Card” process with 3 1b. of zinc chloride and 2 1b. of coal
tar cresote per cubic foot.

Type F. Ballast, 7 in. of 1-in. to 3-in. crushed rock, sup-
porting 73 in. of gravel concrete 1:4:8 mixture; ties, 7-in.
X 8-in. x 8-ft. oak, on 2-ft. centers; rails, 7-in., 90-lb., girder,
4-in, base; spikes, 6-in., driven, four per tie; surface, same
as for Type A. (See Fig. 4.)

Type G. Ballast, 1 in. to 3 in. crushed stone, from 5
in. below ties to head of rails, 9 ft. wide; ties, 7-in. x 8-in.
x 8-ft. on 2-ft. centers; rails, 4-in. T; spikes, 6 in., driven,
4 per tie; no surfacing.

Type H. Ballast, cinders from 5 in. below ties to base
of rails; ties, 7-in. x 8-in. x 8-ft. oak, on 2-ft. centers; rails,
4-in. T; spikes, 6-in., driven, four per tie; surface, open
construction.

TEST ROADBEDS INCLUDED STANDARD TYPES

The types of roadbed experimented upon were made to
include those most commonly used as well as to introduce
certain modifications in the way of insulating material.
Ties treated with several different kinds of preserva-
tives were also used. Type A was built to correspond
with Type D, as recommended in 1914 by the Engineer-
ing Association way committee; Type AT and AA being
of the same construction but with insulating layers laid
under the foundations. Type B corresponds closely
with Type 3 of the way committee, while Type BT is
the same but insulated. Type C is practically a dupli-
cate of the Chevy Chase line. Type F is the same as
Type A except that it has crushed stone under the ties.

This corresponds to Type B of the committee and is a
popular type of construction. The 1915 committee
recommended this type for a standard design.

Each type of experimental track was constructed with
a 12-ft. continuous section of roadbed and with two
6-ft. sections of rails as shown in Fig. 8. Each piece
of rail in the system was wired to a common terminal
board where complete switching facilities were provided.

In the tests the positive terminal of a 10 or 12-volt
battery of dry cells was connected to any or all of the
rail sections and the negative terminal of the battery
was connected to a water service pipe. The resistance
between the service pipe connections and the general
water system of which it was a part was found to be
invariably about 1 ohm. A voltmeter was connected
across the battery terminals and a milliammeter was
arranged for connection in series with a part or all of
any track sections, while the remaining sections in
either of the two divisions were also being supplied with
current from the positive bus. This arrangement was
made to prevent end leakage from the section under
test.

Observations were made of the polarizing effect of the
direct current, and this was found to increase the
apparent resistance of the roadbeds about 5 per cent.
No attempt was made to find a remedy for this.

TESTS OF EXPERIMENTAL ROADBEDS COVERED
WIDE RANGE OF ELEMENTS

The results of the tests on the experimental road-
beds are shown in Table III and Figs. 5 to 7 on pages
176 and 177. The resistance measurements were first
made on April 5, 1915, and repeated at irregular in-
tervals thereafter for about three years.

Results of measurements on all types of roadbeds
having full concrete ballast are shown in Fig. 5. It is
evident that the insulating materials used in Types AT,
AA and BT had a pronounced effect in increasing re-
sistance during the first few months, but after three
years the effect was so small as not to justify the use
of such materials as a mitigative measure.

The resistances of the concrete roadbeds are seen
to be very low in comparison with other types and to
vary only moderately with the moisture content of the
soil. Frozen ground, however, has a very marked effect
on all types. The ageing of these roadbeds seems to
have increased their resistances slightly, although this
is not definitely established. There is practically no
difference between the steel and wood tie construction,
indicating that most of the resistance is between the
concrete roadbed and the ground. Hence in city streets
where this type of construction is employed the greater
extent of the concrete pavement base might offer even
less resistance to leakage current than these experi-
mental roadbeds.

Type F with a crushed stone foundation is seen,
from Fig. 6, to have from two to three times the
resistance of the full concrete type. This is an addi-
tional advantage with this type of construction over
the more rigid and more expensive types employing a
full concrete foundation.

The effect of insulating the rails with a coal-tar
coating .is seen in the results with Types D and DT,
Fig. 6. While the resistance of the insulated type is
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about 50 per cent higher than the other, it is doubtful
whether such a treatment would prove of practical
value. In this case the leakage is practically all through
the spikes which, with the uninsulated Type D, carry
about two-thirds of the current. If some practicable
means of insulating spikes from the rails could be
devised the problem of stray current would be solved
to a large degree for many types of roadbed construc-
tion.

The cinder roadbed, Type H, gave results probably
riot typical owing to the fact that soon after its com-
pletion heavy rains occurred and washed much sand
and earth into the ballast and up around the base of
the rails. The wide variations which occur in re-
sistance with this type of roadbed are typical of all
types of open construction, as is evident in Fig. 7.
Owing to the poor drainage provided for Type H road-
bed and the presence of much fine sand and earth in
the ballast, results on the Cabin John line, Table I,
should be accepted as typical of this kind of construc-
tion rather than those for the experimental track.

From the results of the measurements on Types E,

No direct measurements were made on city tracks
to determine the relative resistances of single and
double-track roadbeds. From measurements made on
the experimental tracks, it appears that the leakage
from double-track construction of the very low resist-
ance type is not anything like double that from single
track, and may in some cases be not more than 25
per cent greater. It may be safely assumed that where
high-resistance roadbeds are involved, the leakage from
the double track will be nearly twice that from a single
track. With concrete or earth ballast and other types
of low-resistance roadbeds, where a large part of the
total resistance is encountered at a relatively great
distance from the rails, the resistance of a single-track
roadbed approaches that of double-track construction.

TIE RESISTANCE DEPENDS LARGELY UPON
MOoISTURE CONTENT

In order to determine the effect of moisture and
different preservative treatments on the resistance of
wood ties six specimens were selected for investiga-
tion, as follows: White oak untreated; red oak un-

Table III—Resistance to Earth of Experimental Roadbeds

Resistance in Ohms Caleulated for 1000 Ft. of Single Track

Type of C

Date of

Test Condition of Roadbed A B
4-5-15 Roadbed wet, 0.44in. of snowon April3................ 0.343 0.33
4-12-15 Surface moist. Roadbed wet. Rain onpreviousday.....

e
.
b

Surface dry. Roadbed drier than on previous tests.
6-7-15 Surface dry. Roadbed wet. He: rain on June 2

6-29-15 Surface dry. Roadbed fairly di No rain for s 30
72115 Roadvedquitewht, aihtn previous day. 29
8-19-15 Surface dry. Roadbed moist, not wet. 28
9-24-15  Surfacedry. Roadbed moist, not wet . 34

SPoooocoooocooocs oo
W
&

1-21-16 Surface wet. Ground thawing out from 6-in. freeze

3-20-16 Cold. Surfacedry. Ground moist, . 37
4-19-16 ‘Warm. Surface dry. Ground moist. 35
8-24-16 Surface dry. Ground moist. Rain o 35
1-13-17 Ground frozen 4 or 5 in. 46
2-14-17 67
3-15-17 47
10-3-17 50
3-20-18 Surfacedry. Groundwet........... 0.41

AA AT BT D DT F H C E EC EZ G

0.48 0.42 0.50 0.97 1.44 0.81 4.50 5.86 4.17 .... 2.88 ...
0. 6I 0.39 0.41 0.87 1.38 0.83 3.29 4.66 2.72 3.94 0.72 9.67
0.61 0.42 0.37 1.44 1.87 0.93 4.35 4.67 3.58 6.65 1.04 52.2
0 48 0.39 0.33 0.86 1.43 0.78 1.92 4.15 3.11 3.41 0.92 10.9
0.55 0.45 0.34 1.21 1.73 0.98 2.54 4.05 3.60 4.48 1.67 29.6
0.45 0.38 0.32 0.55 1.03 0.72 1.00 2.78 2.89 1.93 0.72 6.1
0.64 0.38 0.29 0.78 1.09 0.88 1.20 3.40 3.14 3.14 1.26 8.8
0.69 0.41 0.30 0.86 1.20 0.92 1.03 3.34 4.08 3.84 1.58 9.4
0.69 0.42 0.33 0.84 1.17 0.87 1.16 3.25 3.20 3.25 1.42 6.10
0.95 0.57 0.40 1.32 2.26 1.02 1.87 5.15 5.67 6.00 2.17 11.7
0.94 0.59 0.41 1.08 1.84 1.35 2.59 4.80 3.82 3.98 1.55 8.21
0.91 0.59 0.41 1.25 2.26 1.23 3.01 5.18 4.21 5.17 2.16 10.8
0.54 0.53 0.39 1.22 1.87 1.16 2.32 4.56 3.86 5.10 2.35 10.5
0.44 0.46 0.34 0.92 1.39 1.11 1.63 3.42 2.98 3.02 2.29 6.6
0.75 0.92 0.51 1.33 2.62 1.50 5.22 8.16 8.21 6.50 3.60 17.3
1.1 1.24 0.84 2.20 3,58 3.36 7.50 8.37 6.40 7.75 3.73 13.3
0.60 0.61 0.43 0.95 1.58 1.21 2.19 5.24 2.89 3,72 1.62 4.9
0.51 0.61 0.41 1.33 1.64 1.38 2.25 4.38 6.35 4.68 5.58 9.8
0.60 0.64 0.45 0.83 1.25 1.16 1.98 4.68 3.89 3.24 2.04 6.4

EC and EZ roadbeds there seems to be but little dif-
ference between the untreated ties in Type E and those
of Type EC, but the effect of zinc chloride treatment
is strikingly shown in the records for Type EZ. For
the last named the resistance during the first year was
only about one-third that of the other types but it has
gradually increased until after three years the effect
of the treatment has almost disappeared. This is un-
doubtedly due to the leaching out of the treating
material.

STONE BALLAST AND NON-POROUS PAVING PRODUCE
HIGH RESISTANCE

Type C roadbed is seen from Fig. 7 to offer the
highest resistance for leakage current of any kind of
roadbed for city streets investigated. The clean stone
and non-porous surface are responsible for this, but it
is doubtful if such a condition could be maintained
long in city streets under traffic conditions. Type G
roadbed, made with crushed grout ballast but no paving,
has an unusually high resistance, but this has dimin-
ished considerably with time due to the washing in of
earth and sand. The figures for this piece of roadbed
show what might be accomplished by the use of a well-
drained and clean crushed rock or gravel ballast.

treated; chestnut untreated; red oak treated with 10
Ib. of coal-tar creosote per cubic foot by the vacuum
process; red oak treated with % 1b. of zine chloride and
2 Ib. of coal-tar pitch per cubic foot by the “Card”
process; red oak treated with 3 Ib. of zinc chloride per
cubic foot.

The ties were saturated by placing them in shallow
vessels filled with water to a depth of about 2 in. They
were turned over from time to time and kept covered
with burlap which was wet with a hose daily. After
two weeks of this treatment they were placed indoors
and their weights and resistances measured at intervals
covering a period of three years.

Resistance measurements were made over a period of
more than three years. They showed a rapid increase
in resistance as the ties dried out. For example, the
resistances in ohms per foot cube after three and twelve
months respectively were as follows: White oak un-
treated 600 and 6800; chestnut untreated 3000 and
22,000; red oak treated (ZnCl, and creosote) 60 and
880; red oak untreated 800 and 14,000; red oak treated
(creosote) 1000 and 5200; red oak treated (ZnClL) 1500
and 13,300.

It appears that moisture in excess of 20 to 25 per
cent has little effect in reducing electrical resistance of
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wood, while with less than 10 per cent of moisture the
resistance increases rapidly. Chestnut wood dries out
in the air more readily than oak but for the same
moisture content its electrical properties are about the
same. Creosoting tends to retain moisture within the
wood but otherwise has little effect upon electrical
resistance. The ties treated with creosote and zinc
chloride exhibited a very low resistance due undoubtedly
to the effect of the creosote in holding the zine chloride
as well as the moisture.

Ties imbedded in the earth or in paved city streets

several interesting conclusions can be drawn, as follows:

1. The roadbeds constructed with solid concrete
ballast and vitrified brick or other non-porous pave-
ments have a low leakage resistance to earth which is
affected only moderately by seasonal and weather
changes. There is little difference between wood and
steel ties in their effect on the resistance of roadbeds
of this kind. Insulation is not of practical value in reduc-
ing leakage current from such roadbeds. The resistance
of single roadbed of this type is from 0.2 to 0.5 ohm
under ordinary conditions, but may be two or three

i
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probably retain moisture in excess of 20 per cent times this when the ballast is frozen to a depth of 1 ft.

throughout the year and should, therefore, not change
their resistance materially with seasonal changes. On
the other hand, in open construction the moisture con-
tent and therefore the resistance would vary through
wide limits,

THE TESTS BROUGHT OUT CERTAIN
FUNDAMENTAL FaAcCTS

While an accurate interpretation of the results of the
tests described in this article is not always possible,
owing to many questionable elements such as weather
and roadbed conditions and the properties of materials,

or more. For double roadbed of this type the resistance
is approximately 70 per cent of that for single roadbed,
or the leakage from double track would be about 40
to 50 per cent greater than from single track.

2. Roadbeds constructed with a foundation of clean
crushed stone under concrete paving base have a much
higher resistance than roadbeds with a solid concrete
ballast. In the case of the experimental roadbed the
ratio was found to be about 3 to 1. Roadbeds with a
full crushed stone ballast and a Tarvia finish have a
very high leakage resistance which is of the order of
2 to 5 ohms per 1000 ft. of single track. The leakage
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from a double roadbed of this type and other high-
resistance types is from 80 to 100 per cent greater.

3. The resistance of earth roadbed in which the ties
are imbedded and therefore kept in moist condition is
much lower than that of open construction roadbed,
being from 1 to 13 ohms per 1000 ft. of single track
under normal conditions and considerably more when
the ground is frozen.

4. The resistance of roadbeds of open construction
is subject to wide variation depending upon the con-
dition of the ties and ballast. In very dry weather
with good ballast the resistance will be 10 to 15 ohms
or even more per 1000 ft. of single track, but mn wet
weather it will drop to from 8 to 5 ohms. Cinder,
gravel and particularly crushed stone, when used as
ballast in open-track construction, produce very high-
resistance roadbeds. Earth has a tendency to keep the
ties moist and therefore to increase the leakage. Open-
construction track is often considered to be insulated
from the earth, but this is not strictly true. Assuming
a potential difference between the track and the earth
of 5 volts and a leakage resistance of 10 ohms per 1000
ft. the total leakage per mile would be 2.64 amp. This
small leakage current would not ordinarily be harmful
to underground structures in the vicinity of the track.

5. Zinc chloride and other chemical salts used as
preservatives render ties highly conducting and greatly
increase leakage current from the tracks. Unless com-
bined with some other material such as creosote, these
salts gradually leach out, particularly in damp climates,
and eventually their influence on the resistance of road-
beds disappears. Creosote has very little effect upon the
resistance of wood ties.

SUGGESTIONS FOR REDUCING LEAKAGE CURRENTS

Electric railway companies can do much toward re-
ducing leakage currents from their tracks by observing
the following suggestions regarding roadbed construc-
tion:

1. Solid concrete ballast should be abandoned and
clean crushed stone should be used as a foundation
under ties. This type of construction is approved by
the American Electric Railway Engineering Associa-
tion, as it gives greater resiliency to the track and is
cheaper than the full concrete ballast.

2. Where crushed stone or gravel is used it should
be kept clean by proper coverings or pavements. If
earth, sand or street dirt is permitted to filter into
ballast of this character its function as an insulating
material is greatly impaired.

3. Salt which is often used to prevent frogs and
switches from freezing will greatly reduce the re-
sistance of roadbeds and its use should be avoided if
possible.

4. In open construction rails should be kept out of
contact with the earth. The roadbed should be well
drained to prevent fine material from washing into the
ballast and to keep the ties as dry as possible. Vegeta-
tion should be kept down, as this tends to keep the
roadbed moist and fills the ballast with foreign material.

5. The use of zinc chloride and similar chemical
preservatives should be avoided in track where the
escape of stray currents is objectionable, and in signal
blocks.

Motorwomen in Charles City

Give Satisfaction on One-Man Cars—Fifteen Ap-
plications for One Job—Woman Section Gang
Tried Last Summer

OTORWOMEN have been used exclusively on the

Charles City (Ia.) Western Railway street car
lines ever sinece July 1, 1918. The cars are of the one-
man type equipped for double-end operation and use
Johnson recording fare boxes. Each young woman
makes 80 miles a day with an eight-hour shift. As the
run is 5 miles in length this means sixteen trips daily.
Cars are operated from 6 a.m. to 10 p.m., so that each
car has two crews.

The motorwomen are all well educated. Two are col-
lege girls and the others are high school graduates.
One who served during the summer vacation reluctantly
left in the fall to resume her position as music super-
visor in a public school.

Miss Marjorie Dodd blazed the trail as the first motor-
woman in Iowa. She is a college girl attending one of
the largest woman’s colleges and the daughter of the
Mayor of Charles City. During a prolonged influenza
quarantine at the college she returned with pleasure to

AT LEFT, MOTORWOMEN OF ONE-MAN CARS IN CHARLES
CITY. AT RIGHT, WOMEN SECTION GANG

ihe Charles City street railway “job.” At one time there
were fifteen applications for one vacancy. Much com-
ment has been elicited by the universally careful work
done by all of the motorwomen. Not one accident nor
automobile collision has occurred during the entire six
months the cars have been run by women,

The employment of women on the cars has proved so
satisfactory that the company employed a woman sec-
tion gang on its interurban line for a part of last sum-
mer.

Women Employees on the
Steam Railroads

An extended report on the use of women by the steam
railroads is contained in a report on the labor results of
the Federalized Railroads, issued Jan. 17. It shows that
the number of women employed by the railroads had in-
creased from 60,555 on Jan. 1, 1918, to 101,296 on Oct.
1, 1918. Clerical service, including ticket selling,
claimed the largest number, and cleaning came next.
About 5000 women were employed in the shops in almost
every capacity, from common laborers to skilled me-
chanices.
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A Trilogy of Live Railway Topics

linois Electric Railway Association at Annual Meeting Held in Chicago Considers Primarily
the Subjects of Public Utility Regulation by Commissions, Development of Freight
and Express Traffic, and Safety Work—W. E. Sparks Was Elected President

annual meeting at the Hotel La Salle, Chicago, on

Jan. 17. After addressing the association briefly
the president, D. A. Parsons, introduced the recently
elected secretary of the association, R. D. Prather, who
is also secretary of the Illinois State Electric Associa-
tion. Mr. Prather called the roll of the members, and
read the minutes of the last meeting of the association
and the financial report. A vote of thanks was then ex-
tended to the former secretary of the association, W. V.
Griffin, secretary Chicago Elevated Railways, for his
excellent work for the association.

THE Illinois Electric Railway Association held its

REPORT OF SAFETY COMMITTEE SHOWS LACK OF
INTEREST AMONG MEMBER COMPANIES

The only committee report presented was made by
H. B. Adams, safety supervisor Aurora, Elgin & Chi-
cago Railroad, chairman of the safety committee of the
association. He stated that the committee sent to forty-
nine members of the association a letter and question-
naire requesting prompt replies. Sixteen responded,
giving the following information: Seven had safety
organizations; four had safety supervisors or safety
engineers; seven had general safety chairmen with
other duties; eight held monthly meetings; two held
bi-monthly meetings; one held quarterly meetings, two
held occasional meetings, and three held no meetings
at all. Fourteen companies would consider having a
representative of some member company address a
meeting of the employees, and two would not. Four
companies had stereopticon or moving picture machines;
two had moving picture films; six had stereopticon
slides, and six sent out copies of bulletins. Four com-
panies reported that public safety work was being done
in their territory, and ten would consider having a
speaker from a member company to assist at public
meetings during the year. Fourteen companies would
advise that one meeting of the association be devoted
to the study of accident prevention, but only one com-
pany offered a suggestion to aid the safety committee
in its work. In closing the report Mr. Adams said:
“We believe that there is a great need for mighty effort
to conserve life, limb and property, and we hope that
each company in this association will resolve to do more
and better safety work in the future.” Following this
report Mr. Adams read a short paper which will be
published in a later issue.

H. A. Johnson, chairman of the mechanical committee
of the association and master mechanic of the Chicago
Elevated Railways, was not present to make a report,
but he sent a short paper which also will be published
in a later issue.

Following the report and paper by Mr. Adams, chair-
man of the safety committee, Britton I. Budd, president
Chicago Elevated Railways, referred to the safety work

being carried on by the Chicago, North Shore & Mil-
waukee Railroad, of which company he is president also.
An article on the safety work of this company will ap-
pear in an early issue of the ELECTRIC RAILWAY JOUR-
NAL. Mr. Budd emphasized the importance of every
electric railway company maintaining a safety depart-
ment, and this was further emphasized by President
Parsons, who also urged an increased membership in
the National Safety Council.

Following the report of these committees, President
Parsons appointed a nominating committee consisting
of F. E. Fisher, general superintendent Chicago, Ot-
tawa & Peoria Railway; W. H. Heun, superintendent
Chicago & Joliet Electric Railway, and Frank E. John-
son, district sales agent the Ohio Brass Company.

PAPER ON REGULATION DEVELOPS MANY
INTERESTING POINTS

The first paper on the program was one by Hon. Carl
D. Jackson, chairman Wisconsin Railroad Commission,
which will appear in a later issue. His topic was ‘“Regu-
lation,” and he introduced it by explaining that he had
understood the association to be more broadly inter-
ested in electrical problems rather than those of the
electric railway industry specifically. Hence some of
the members might not entirely agree with some of his
remarks which were intended to cover public utility
regulation in general.

Diverging occasionally from his paper, Mr. Jackson
amplified some of his statements. Illustrating the
urgency and seriousness of most of the requests re-
ceived by the commission for increases in fare, he men-
tioned the case of the Kenosha, Wis., property, where,
due to a lack of funds and the serious competition of
the jitneys, the company abandoned service for a period
of one month. The community soon realized the abso-
lute necessity of proper railway service, and at the end
of that time the commission issued an injunction pro-
hibiting jitneys from operating on streets used by elec-
tric railways.

Mr. Jackson said that a solution of the present rail-
way problem will be some form of public partnership,
but not public ownership. Good street railway service
is an absolute necessity, and one of the problems which
the commission had to confront was the fact that a
fare increase beyond a certain point, in small cities
where the average haul is short, might actually re-
duce the revenue. He said further that a fare increase
alone is not enough, but that the railways must have
the co-operation and help of the communities served.
In line with his remarks on public ownership Mr. Jack-
son stated that he does not believe government owner-
ship or operation of the steam railroads should con-
tinue, now that the war is over. There was a necessity
for such operation during the war, and at that time
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government operation was the only solution, but it
should not longer be continued.

In the discussion following the paper by Mr. Jackson,
Britton I. Budd emphasized the point that there are
very few citizens who, although they may not realize
it, are not mightily interested in the welfare of the
utility, due to the fact that the banks, insurance com-
panies, ete., in which they have their accounts or are
insured, are directly affected by its financial condition.
One very important point in Mr. Budd’s discussion was
that employers must use very wise judgment in any talk
or action concerning the reduction of wages when
food and other necessities are still commanding high
prices. Wages make up a very considerable part of the
expenses of the railway companies at present, but no
change should be considered, at least under the present
conditions.

Referring to Mr. Jackson’s paper President Parsons
stated that he had heard some criticism of the commis-
sions to the effect that they should give greater publicity
to their investigations and decisions, and that they
might hold their hearings in the communities affected
rather than at some distant point. He also said that
experience had shown that although the public was
often in favor of an initial increase in fare, if the same
company had to come back later for a second increase,
the publie, practically without exception, was found to
be very antagonistic to this second request.

C. A. LANEY URGES FREIGHT AND EXPRESS PUBLICITY
AND REGULATION OF MOTOR TRUCKS

The second paper was by Charles A. Laney, traffic
manager Northern Ohio Traction & Light Company,
Akron, Ohio, on “Interurban Freight and Motor Truck
Competition,” which had been previously presented at
the Indianapolis meeting of the C. E. R. A. (See ELEC-
TRIC RAILWAY JOURNAL, Nov. 30, 1918.) Mr. Laney
added some statements which were in substance as
follows: “The situation is one which calls for an earnest
organized effort by all departments of an interurban
line under the guidance of the traffic department. It
is especially important that the men in charge of public
relations should be active in spreading interurban
freight propaganda. The very widest publicity should
be given to the advantages of electric freight transpor-
tation, not only in printed advertisements but by word
of mouth. Full co-operation would consist in having
every official, department head, clerk, stenographer, con-
ductor, motorman, lineman and power-station employee
supplied with accurate information, and urged to talk
‘freight’ to everybody with whom they come in con-
tact. This should be supplemented, of course, with
printed publicity.

“We must put behind this department of business all
the brains, energy and enthusiasm at our command. It
goes without saying that we must equip ourselves to
handle the business that will inevitably result from this
effort, but with rich prospects at hand that should not
be a difficult matter. Through such an organization it
will be possible to bring the motor trucks under the
regulation of the public utility commissions and require
them to meet the expenses and responsibilities of other
common carriers, to bring them within the rules of fair
competition by eliminating rate discrimination, allowing

them a specified sum per ton per mile and limiting them
to a certain tonnage per truck for the purpose of pro-
tecting the highways.

“The motor truck has created a new factor in freight
transportation. It has added the collection and delivery
feature. Since our entry into the war so much freight
material has been shipped by express that the old-time
distinction between freight and express has been elimi-
nated. Shippers have demanded quicker and better
service, and looked to the express service as their bene-
factor. Since the war this custom has become a habit,
and if we want to compete with the motor truck we
must rearrange our tariffs so that the public can take
advantage of the higher rate, including the collection
and delivery feature, and a lower rate for station to
station service. This is a period of reconstruction. Let
us reconstruct our business, enlarge its scope, and add
to its usefulness as a public servant.”

LIvELY DISCUSSION DEVELOPS ON FREIGHT
AND EXPRESS

The discussion which followed the reading of this
paper showed that the subject of freight and express
is one of vital interest to the railway companies. Presi-
dent Parsons stated that unless wise judgment is used
in the $60,000,000 good roads movement in Illinois the
results may be injury to, and further competition with
the electric railways. Mr. Budd stated that the auto and
truck manufacturers are efficiently organized, while the
electric railways and the manufacturers of railway
equipment are making no co-ordinated effort to develop
the use of the railways for the transportation of mer-
chandise. He suggested that the supply men could be
of great assistance to the railways in this connection.
He said that the Wisconsin State Council of Defense
had passed a resolution condemning the activities and
propaganda of the truck manufacturers in that State.
He said further that 4-ton or 5-ton motor trucks carry-
ing 10 or 12 tons, and often hauling many trailers, are
a danger to pedestrians and other vehicles, and that the
taxpayers and the communities through which these
trucks operate are seriously affected by the destruction
of the roads by the trucks.

Mr. Budd suggested the co-ordinated effort of the
railways to combat the propaganda of the truck manu-
facturers and operators by issning propaganda of their
own for the more extensive use of the railways for
freight and express.

J. R. Blackhall, general manager Chicago & Joliet
Electric Railway, stated that the development of freight
and express on a profitable basis is not possible in all
communities. He said that his property could not com-
pete with steam railways at steam rates. Mr. Black-
hall spoke of the impossibility of getting an ordinance
passed to permit the entrance into Chicago of the vari-
ous interurban lines operating in that vicinity. He said
that the interurban lines could get plenty of business,
but not at a profit when it had to be trucked 8 miles or -
10 miles from the terminals of the interurban lines
into the heart of the city. This he said is the vital
point which is holding back the extension and rapid
development of electric freight service over the entire
State of Illinois.

J. B. Tinnon, engineer maintenance of way Chicago
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& Joliet Electric Railway, suggested that if such large
manufacturing concerns as the General Electric and
Westinghouse companies, which have large advertising
appropriations, could spread the propaganda, it would
be much more effective than would advertisements com-
ing directly from the railway industries, as the public
seems to be naturally antagonistic to public utilities.

President Parsons appointed C. Dorticos of the Gen-
eral Electric Company to act as chairman of, and to
form, a committee to consider what the commercial men
could do to help spread the propaganda for the electric
railways. G. T. Seely, asgistant general manager Chi-
cago Elevated Railways, stated that it was entirely a
question of selling the service of the electric railways,
and also said that there was need for full co-operation
between the companies themselves, and for the elimina-
tion of the fear'that such co-operation might give one
company more business than another.

AFTERNOON SESSION DEVOTED TO SAFETY
ALLEGORY AND DISCUSSION

At the afternoon session R. N. Hemming, superin-
tendent of transportation Fort Wayne & Northern In-
diana Traction Company, presented the allegory of “The
Grim Reaper,” as was described in some detail in the
issues of this paper for Nov. 23, 1918, page 924, and
Nov. 30, page 952. Several changes have been made in
the sketch since it was presented at the C. E. R. A. In-
dianapolis meeting. In addition to the two characters
formerly participating in the production there was an
additional one known as “Work,” and a church choir
sang a hymn suitable to a funeral occasion to suggest
the funeral services of persons killed by accident. In
addition an imaginary collision between a railroad train
and an automobile was brought about behind the scene
with the realistic whistle of the engine, crash of break-
ing glass and screams of women. The presentation of
the allegory was followed by a talk by Mr. Hemming
along lines similar to those which he followed at In-
dianapolis. Striking points brought out were that more
accidents are caused by slipping and falling than on
railroads, and that twice as many casualties oceurred
in the United States from accident during the four
years of the great war as were suffered by the com-
bined warring nations on the battlefields during the
same period. The railways spare no effort to produce
increased riding on their properties, thus resulting in
an increased revenue, but then they allow this increase
in revenue to slip through their fingers as a result of
needless accidents. Extensive publicity for the preser-
vation of humanity is necessary, and the railway com-
panies must endeavor to put across legislation to insure
a maximum of safety.

The committee on co-operation headed by C. Dorticos,
referred to earlier, recommended that the meeting adopt
a resolution addressed to the American Electric Rail-
way Association and affiliated Manufacturers’ Associa-
tion, “requesting immediate action in instituting a cam-
paign of advertising and publicity to stimulate travel
and shipments via electric railways, such a campaign
to be carried on by the manufacturers and by every
member of the American Electric Railway Association
by means of a catch phrase or phrases, or any other
proper method that will get results; and such a com-
mittee to promote better means of co-operation between

the manufacturers and the electric railways.” This
recommendation was referred to the executive commit-
tee for further action.

OFFICERS ELECTED FOR THE NEW YEAR

The following were elected as officers of the associa-
tion for the coming year: President, W. C. Sparks,
vice-president and general manager Rockford & Inter-
urban Railway; first vice-president, E. M. Walker, gen-
eral manager Terre Haute Traction & Light Company ;
second vice-president, W. L. Arnold, vice-president El-
gin & Belvidere Electric Company; secretary, R. V.
Prather; executive committee, D. E. Parsons, general
manager East St. Louis & Suburban Railway Company ;
F. J. Baker, president Bloomington, Pontiac & Joliet
Electric Railway; H. E. Chubbuck, vice-president-execu-
tive, Illinois Traction System; C. F. Handshy, assistant
general manager Illinois Traction System; B. 1. Budd,
president Chicago Elevated Railways; E. C. Faber, vice-
president and general manager Aurora, Elgin & Chi-
cago Railroad; J. R. Blackhall, general manager Chi-
cago & Joliet Electric Railway.

After the election a motion was passed referring to
the executive committee the question of the financial
needs of the association with a view to providing suffi-
cient revenue. The new president and the secretary
then briefly addressed the association and the meeting
adjourned. Both sessions were well attended, there
being some sixty to seventy-five members present.

Skip Stops Save Time in Dallas

HE skip-stop system on the lines of the Dallas

(Tex.) Railways, the consolidated street car lines
under the Strickland-Hobson management, has resulted
in a material lowering of the running schedule on all
lines. The time saving amounts to about 20 per cent,
according to the accompanying table of comparisons of
the schedules maintained now and in 1912, which has
been prepared by J. F. Monk, inspector.

————— Minutes —————
~—Schedule—,  Time saved
1912 1919

Line: by skip stop
BT 0T Gy P S SO PR T P P ) 48 42 6
North Belt ... 60 45 15
Junius Heights 60 50 10
Ervay ........ 80 45 15
Oak Lawn sw 38 32 4
Munger .. 80 45 15

ar se 30 24 6
San Jacinto . 30 24 6

The saving of time has been based on the schedules
of 1912, the pre-jitney period, on account of the de-
creased traffic which jitney competition caused the
company. When the cars were carrying fewer pas-
sengers the schedules were naturally speeded up. But
the traffic is much heavier now than it was in 1912, in
fact, the railway is caring for twice as many passengers
as it did during the time jitneys were running.

In his recent testimony before the Public Service
Commission, President Shonts of the Interborough
Rapid Transit Company and New York Railways, New
York, said that coal, which cost the companies $3.28 a
ton in 1915 now costs $6.07. About 750,000 tons are
used a year. Some rails purchased last year cost $120
a ton. Before the war similar rail could be purchased
for $30 a ton.
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New Type of Electrically-Welded Joint
Successful

Process Used at St. Louis Believed to Eliminate Cracking of
Rail Around Joint—Applicable to Old and New Track—Rail
Chairs and 6-In. Rail Used When 9-In. Was Unobtainable

450 miles of track, with various types of rail, from

the 132-1b. rail used under heavy traffic in the city;
to the 60-lb. rail used on some country lines, furnishing
a wide variety of conditions with which to cope. During
the past year, more than 2000 joints have been elec-
trically welded on this property by a new process known
as the “compression” method. Prior to the use of this
process breakages at the joints had amounted to more
than 4 per cent, while since it has been used no break-
ages have occurred. The joint is made with two fish-
plates and four 17%-in. fillets, as indicated in Fig. 1.
In the group Figs. 2 and 8 show two later stages in the
formation of the joint. At present rivets are being
used for fillets because they are most easily obtained.
The two end fillets extend through the two fishplates
and the rail web. While for the center fillets shorter

THE United Railways of St. Louis, Mo., operate

applied as before, but the current is left on for but fif-
teen seconds. The fillet and the immediately adjacent
parts of the fishplates are brought to a welding heat and
the hole in the web of the rail is filled, but the web is
not heated to a welding temperature. It is believed that
this plan will result in reducing the number of break-
ages which generally occur around the ends of the fish-
plates. The welding outfit is capable of handling an
average of eighty joints per day of ten hours with three
men ati the welder and one operator.

The welding equipment is followed by a Kleinschmidt
grinder, which includes two planer grinders equipped
with rotary wheels. The horizontal traveler, which may
be adjusted vertically, is supported on the rail by wheels
at each end and remains in a level position. The grind-
ing wheel travels back and forth on this support, catch-
ing the high spots. The horizontal distance through

NEW TYPE

WELDED JOINT
USED AT
ST. LOUIS

Fig. 1—Fishplate with
center fillet ready to assem-
ble on joint.

Fig. 2—Compression joint
assembled ready for welding.

3—Completed

Fig. Jjoint
ready for service.

rivets are used with the heads between the fishplates
and the rail and butting into the hole in the web. This
is to provide plenty of material to fill the holes in the
web and the plates when the fillets are heated.

CENTER AND END FILLETS. ARE
TREATED DIFFERENTLY

An electric welder, shown in Fig. 4, is first placed in
position on one of the center fillets, these being nearest
the ends of the rail. Pressure is applied hydraulically
to the ends of the fillet until 2000 Ib. is registered. Then
a current of 20,000 amp., requiring 6 volts, is passed
through the terminals for one minute.

When the metal begins to melt the pressure causes the
fillet to fill the holes in the web and fishplates. With
the fillet and surrounding metal at a welding heat the
current is turned off and the pressure is increased to
4000 Ib. and held there for fifteen seconds. The process
is then repeated with the other center fillet. This gives
a homogeneous weld of the fillet, fishplates and rail web.

To the two end fillets the initial 2000-1b. pressure is

which the grinder travels may be changed to suit con-
ditions, or the wheel may be held in one position.

Whenever it becomes necessary to re-lay portions of
track, new 9-in. Lorain section is used when obtainable,
but recently it has been necessary in many cases to use
6-in. T-rail in replacements. For this purpose use is
made of a rail chair of dead soft steel measuring 7 in.
x 6 in. across the top. After the old rail has been re-
moved, the chairs are placed in position, one on each tie,
and the rail is put down. The four clamps are then ham-
mered down firmly over the base of the rail and the
chairs are fastened to the ties with screw bolts, elec-
trically driven. Where the old track had been laid in
concrete new concrete is poured to a depth of 3 in. to
bring it up to the base of the rail.

A photograph reproduced on page 183 shows an in-
teresting type of work which is being done with the
welding equipment. This is a 20-in. insert, or “dutch-
man,” and it has been welded just as with ordinary new
track, six fillets being used, however. After this welding
was completed, pieces of steel 1 in. thick, 2% in. long and
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3 in. wide were welded to the plate supporting the ends
of the rails, to prevent the heads of the old rails from
cracking and breaking off, which frequently happens
when the supports are not used.

In connection with the welding work, a new type of
portable turnout and passing track has been developed
in St. Louis to prevent welding on single track from
interfering with car schedules. This construction is
portable as an assembled unit. Whenever the joints in-
side the turnout are completed, one car of the welding

New Shop Equipment for D. U. R.

In connection with its extensive shop development at
Highland Park, the Detroit (Mich.) United Railway,
will install the following equipment: One No. 2 Hilles
& Jones single-end power punch with a throat depth of
30 in. and a capacity of punching a 1-in. hole through
1-in. material; one No. 6 Bertsch & Company %-in. plate
bending roll; one 3-ft. x 9-ft. Ferguson oil-burning fur-
nace for heating material for the bulldozer; one No. 28

Fig. 4—Welding machine at work on a compression joint.

Fig. 5—Rail grinder smoothing off a completed joint.

glg 6—Rail chair construction with 6-in. rail replacing 9-in.
section.

INSTALLING THE NEW-TYPE WELDED

equipment is attached to each end of the portable track
and it is dragged to the next point where welding is to
be done. In one instance a mile of temporary trolley
wire was strung at one side of the permanent over-
head and thus the delay due to shifting of the turnout
was minimized and the cost was kept down.

The compression joint described herein was invented
by E. 8. Clark and patented by him in May, 1918. Mr.
Clark is engineer of construction for the contractors for
the work being done in St. Louis.

4

TFig. 7—Welded insert joint or “dutchman” with special support
for head of rail
8—Portable turnout and passing track for single-track
weldmg work.

JOINTS ON UNITED RAILWAYS TRACKS

Williams-White motor-driven bulldozer; one Buffalo
Forge Company No. 9 armor plate bar cutter; one Hilles
& Jones Company No. 2 single-end gate shears; one 30-
in. No. 444 American Woodwork & Machinery Company
wood planer.

The above-listed equipment, part of which is now be-
ing received, will be used in the building of 100 double-
end steel cars, the first of which was recently com-
pleted. The remaining cars will be built as soon as ma-
terials and finances are available.
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Temporary Inspection Facilities in
New York

Construction Details of Temporary Inspection Sheds
to Meet Emergency on Dual Rapid Transit
System in New York City
By JuLius GLASER
Designing Engineer Public Service Commission, First District,
New York City

MONG the most important appurtenances in con-

nection with the operation of a rapid transit rail-
road are facilities for the inspection of rolling stock.
When the dual rapid transit system in New York City
was planned, it was intended that storage yards and in-
spection facilities would be ready by the time the sub-
way trunk lines and elevated extensions were com-
pleted; but the war, with
its demands on capital,
labor and material, pre-
vented the completion, not
only of some of the ele-
vated extensions but also
of the storage yards and
inspection facilities. When
operation on the “H” sys-
tem was inaugurated it
was seen that something
had to be done at once,
and since the construction
of some of the new fa-
cilities, then building,
was hampered by the lack
of material and labor,
and it would have been

The details of the construction of these temporary fa-
cilities are illustrated in the accompanying photographs.
Two inspection sheds, each more than 500 ft. long with
pits, trestle approach and track work, were built in three
months and one inspection shed nearly 600 ft. long by
45 ft. wide and 27 ft. high was built in less than three
weeks, while trains were being operated and inspected
within a few feet of the builders. This is extraordinary
under present conditions, even though it would not at-
tract attention in normal times.

When the specifications and drawings were finished,
the invitations to contractors called for bids not only in
accordance with them, but also for bids based on al-
ternative schemes with materials which the bidder might
have on hand or could procure more quickly than the
materials shown on the drawings. That this pro-
vision was very valuable
was shown by the fact
that the facilities could
not have been had at such
low prices or in such short
time, if the bidders could
not have availed them-
selves of it. Six contracts
were let to the lowest
bidders: One for the track
work and inspection pits
at Whitlock Avenue for
$21,566; another for $21,-
100 for the shed at the
same locality; the third,
fourth and fifth at Jerome
Avenue near Mosholu
Parkway for the trestle

impossible to contract for

= . o o S
INTERIOR OI' INSPECTION SHED AT WHITLOCK AVE.

approach, for the track

TEMPORARY INSPECTION

SHED AT 180TH STREET,
NEW YORK CITY

the remainder, D. L. Turner, chief engineer of the Pub-
lic Service Commission, issued orders for the prepara-
tion of contracts and drawings for the construction of
three temporary inspection sheds; one at 180th Street
on the White Plains Road line, one at Whitlock Ave-
nue on the Westchester Avenue line, and one near
Mosholu Parkway on the Jerome Avenue line.
Emergency inspection pits were also built on the
Jerome Avenue elevated structure near 198th Street
and at the site of the permanent storage yard at 180th
Street. At both these places cars were inspected in the
open, with canvas canopies to protect the workmen.

SHED AND TRESTLE IN COURSE OF CONSTRUCTION AT
JEROME AVENUE

and pit work, and for the shed, at $19,490,
$23,002 and $17,500, respectively, and the sixth for $21,-
990 for the shed at 180th Street over the pits already
constructed by the Interborough Rapid Transit Com-
pany for emergency inspection, as previously stated. The
contract time was two months for the trestle at Jerome
Avenue, three months for the track work and pits at
Jerome and Whitlock Avenues and three months for the
completion of the three inspection sheds, with the stipu-
lation that they must be ready for use within ten weeks
of delivery of contract.

All of the work proceeded according to schedule, with
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the exception of the inspection shed at 180th Street,
which was required more urgently, because it was dif-
ficult to keep men inspecting in the open, especially as
this had to be done in all kinds of weather in order
to keep the “H” system in operation. Mr. Turner gave
the work his personal attention, and, with the co-opera-
tion of the contractor, the shed was completed in less
than three weeks without injuring a single man, al-
though the work had to be carried on near live electric
conductors and while trains were constantly in opera-
tion. The total amount expended for this temporary
work, in round numbers about $125,000, would appear
to be an addition to the cost of the Dual System, but it
must be remembered that the permanent facilities would
cost much more than they would if built in normal times.

Savings Made by Skip Stops

Tests Conducted Over Test Track in Detroit with
Gasoline and Electric Cars Give Definite
Figures of Economy Secured

J. BURDICK, assistant general manager Detroit
.United Railway, who contributed an article on the
safety of the skip stop in Detroit to the Jan. 11 issue
of this paper, has also compiled data relating to the
power saving of the skip stop. These data were ob-
tained as the results of tests conducted on the Shore
Line division of the Rapid Railway (a part of the D. U.
R. system), the test section extending from the Country
Club on Lake St. Clair, north a distance of 5.053 miles.
These data form part of testimony which the company
has presented to the city in favor of the skip stop.
The electric cars used in these tests were the com-
pany’s standard city equipment. The instruments used
were Thomson’s integrating wattmeter, and Weston’s
volt and ampere meter. The crews were from the com-
pany’s regular service and were only average operators.
The tests were made to verify the statement made by
the government engineers that a 10 to 16 per cent saving
could be obtained by the application of the skip stop.
The stops differed from those in ordinary service in
that they were predetermined. Consequently more of

them were made than would be the case in actual opera-
tion. Mr. Burdick estimates that on a busy line in the
city a car would stop at but 65 to 70 per cent of the
total number of stops used in the trial trips.

The results are summarized in Table II. Three dif-
ferent types of cars were used and three different kinds
of trips were run. Trip No. 1 in each case had no stops
or practically none. In Trip No. 2 the stops were made
approximately 600 ft. apart, and in Trip No. 8 the stops

TABLE 1—PLERCENTAGE INCREASE IN POWER CONSUMPTION
OF COMPARATIVE STOPS
(‘mr Car Car Paige
098, 1104, 851, \urumoblle,

lcr Cent. Per Cent. Per Cent. Per Cent.
Stops every 600 ft. over no stops 89 137 96 24
Stops every 300 ft. over nostops 148 213 167 66
Stops  every 300 ft. over 600 ft -mp~< 31 32 37 33

were approximately 300 ft. apart. The weights of cars
are given in the table. Cars 3098 and 1104 were double
truck and ear 851 single truck. The gea.r ratio in all
three cases was 15:69. The first three columns in
Table I show the percentage increase in power con-
sumption of the different runs and the values are de-
rived from the data in Table II.

To translate the saving in energy to saving in fuel
Mr. Burdick estimates that during 1918 the Detroit
United Railway power stations consumed 106,837 tons
of coal, while the Detroit Edison Company, at its re-
ported rate of 2.9 lb. per kilowatt-hour at the direct-
current bus, consumed about 92,104 tons during the
same period. The total consumption then is equivalent
to 545 tons a day. If only 12 per cent of this energy
were saved by the skip stop, and the Fuel Administra-
tion estimate was from 10 to 16 per cent, the saviilé in
Detroit would be 23,873 tons yearly or 65 tons a day.

To confirm the figures obtained with electric cars
the company conducted a similar test with a five-pas-
senger Paige automobile on a road which extended par-
allel or nearly parallel to the electric test track, the
actual length of run in this case being 5.1746 miles.
The percentages of consumption are shown in the last
columns of Table II and the data in Table III.

TABLE II—ENERGY CONSUMPTION DURING TRIAL RUNS WITH DIFFERENT STOPS

Total Kilowatt-

Kilowatt-Hoursper  Watt-Hours per Ton-

——Weight—— ~—=Stops——  —Slow Downs— ———Hours——— ———Car-Mile—— Running Time
3 . .
£ 5 5. 2 £ £ g £ g g
g ) B 3 = £
g & 38 E E - €, E o Fo § o H 1 o il = B, T o B,
5 = ©w® z 2 & o8B 2 E o Z g & 2 ] =& 2 | =& 2 8 o8
z b4 ag o & 3 &8 5 8 €& 2 2 EH 3 H EE 2 3 28 2 g 88
o 5 =2 & = 2 3B = 3 28 2 2 R = 2 28 = i E8) = 58
& g & .- 2 &85 B 2 53 5 2 33 2 Gl s> = a 95> 5 4 35
o A B4 & &6 & @< & & &« O & ma é g ma S & E< O B &<
3,098 47,060 48,250 1 0 2 1 9 7 8 10 10 10 1.97 1. 978011 97, 82 82 82 17 16 16.5
3,098 47,0600 48250 2 39 39 39 2 1 15 186 191 188 368 3.77 373 152 15 154 24 24 24
3,098 47,060 48,250 3 76 78 77 0 4 2 24.6 247 247 4.87 4.89 4.88 202 203 203 32 32 32
1,104 39,520 40,710 1 0 1 0.5 7 5 6 5.5 7.5 6.5 1.09 1.48 1.28 - 535 72.7 63.0 16 17 16.5
1,104 39520 40700 2 39 39 39 5 5 5 145 163 154 2087 322 3.04 1411 1583 1497 27 27 27
1,104 39,520 40,710 3 77 77 77 5 5 5 19.6 21 20.3 3.88 4.15 4.01 190.8  204.8 197.8 33 33 33
851 28,740 29,930 1 0 1 0.513 18 155 5.8 6.1 5.9 114 1.20 1.17 76.1 80.2 78.1 16 16 16
851 28,740 29,930 2 39 39 39 7 5 6 1.7 1.5 11.6 2.31 2.27 2.29 154.4  151.7 153.0 23 23 23
851 28,740 29930 3 77 77 77 5 5 5 13.7 16. 15.8 3.10 3.16 3.13 2071 2110, 2091 29 27 28
TABLE III—GASOLINE CONSUMPTION DURING TRIAL RUNS, PAIGE AUTOMOBILE
Gasoline Used,  Gas Per Car-Mile, Gas Per Ton-Mile,
~Weight— ~——Stops——  Fluid Ounces ~——Fluid Ounces—— ~—Fluid O R L
: & 2 . : : 5 : ;
- I R L TR I £, 3 £, 7 &
g = = o
5 ©f 2 gz 2 F -% £ % 2y 8 T 2% § 3 2% | ] Sg
B 22 o 3¢ 2 8 g8 2 3 &F 32 3 g8 2 3 £% 2 3 Eg
] ] 28 & EE 5 2 8% B 2 B8F % 2 3¢ % 2 8% z 2 38
9] & e® & A S & E< 0 A &4 O ) =4 o -2 S 4 =<
Automobile 3,320 3,600 | No.stops 0 0 0 48 55 51} 9.27  10.62 9.94 515 5094 554} l4min. J6min. 15 min,
Automobile 3,320 3,600 2 600 ft. 40 40 40 64 64 64 12,36 12,36 12.36 6.86 6.86 6.86 25min. 20min. 22} min.
Automobile 3,320 3,600 3  300ft, 77 79 78 87 84 85} 16.81 16.23  16.52 9.3¢ 9.01 9.17 26min. 23min. 24} min,
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Are Higher Fares Getting Results?

Massachusetts Commission Says It Is Difficult to Escape Conclusion That
Only Really Effective Plan for Meeting Existing Situation in State is Outright
Purchase or Taking Over of Railways by Municipalities or Commonwealth

fares for the improvement of electric railway

finances, credit, property and service? Or should
a portion of the cost of service be placed upon the
shoulders of the taxpayers, and the credit of the prop-
erties restored through public acquisition? These are
the questions which have just been raised by the Massa-
chusetts Public Service Commission in its frank and
explicit report just submitted to the Legislature for
1918.

In general, the commission avers, the electric railway
situation is bad all over the country, and there is little
basis for a belief that Massachusetts is specially affected.
In this State the situation is eritical, and no problem
with which the commission has to deal is so serious
and at the same time so difficult of solution. The net
earnings of the companies have fallen off to such an
extent that their credit is impaired, their properties
are deteriorating, their service is poor, and for this
poor service the public is paying high prices. There
is said to be ground for the belief, therefore, that the
situation calls for a more radical remedy than has yet
been applied.

SHOULD further dependence be placed upon higher

HAVE HIGHER FARES PROVED SATISFACTORY ?

The sole means at present, says the commission, for
improving the financial condition, credit, property
and service of the railways is to raise fares. Two
objections may be made to this method. One is that
it does not produce the results which it is intended to
accomplish; the other is that it does produce results
which are injurious to the community. No one can
truthfully say, it is averred, that the raising of rates
has not had a fair trial in Massachusetts, and the con-
clusions derived from the experience are as follows:

The result has not been what was hoped. With all their
raising of fares, our companies seem little nearer financial
salvation. To view the matter in the most favorable light,
there is a chance that higher fares will, in time, cure the
financial ills of our electric railways, but the chance does
not seem great, and there is no immediate prospect of such
a cure. In the meantime the increased rates are injuring
the community in ways which are evident.

When an electric railway by raising fares discourages
riding, it becomes at once less useful, less of a public
servant; and this effect is cumulative. The tendency of a
financially hard-pressed company, when its traffic falls off,
is to reduce service, and this leads to still more loss of
business. It is a question, indeed, whether some railways
have not lost as much traffic from curtailed service as they
have from increased fares, and the two go hand in hand.
More and more the burden falls upon those who ride from
necessity rather than convenience, for the latter form of
riding is the vanishing factor. A tariff such as the Bay
State company proposes, with a 10-cent minimum fare,
starts frankly with the assumption that few will ride who
do not have to, and involves practical abandonment of the
field of short-haul, convenience traffic.

Nor is this all. As the charges increase, the tendency
of those who find it necessary to ride is to change their
status, by seeking employment or residence where the
necessity will no longer exist. To what extent this has
yet been done, it is difficult to say, but no one who has

given thought to the situation can doubt that it is a serious
danger if fares go higher, or even if they remain at their
present level—especially if a period of business depression
should set in. It is a danger attaching particularly to the
so-called “zone system,” which attempts to.save the short-
haul riding by casting the burden upon the long-haul, and
often doubles or trebles the charge from a city center to
nearby suburban points. Consistent as it is with cost-of-
service principles, this system is inconsistent with the policy
which has been followed in the past, and under which our
population has been distributed.

The choice in raising fares is therefore between a hori-
zontal increase, which discourages short-haul riding, and
a_‘“zone system,” which upsets established conditions, in-
vites congestion and stands in the way of the development
of the country districts. In the long run, however, the
results are equally undesirable and not very different, for
a horizontal increase tends to become so high that it has
a similar effect upon living conditions, and it is difficult to
preserve a low fare in the central area of a “zone system”
as further increases in rates become necessary.

Incidental disadvantages of higher fares are the incentive
to competition and difficulties in collection. No matter how
logical and convincing a case may be made against the
largely irresponsible and unreliable operation of jitneys, it
is difficult to enlist public opinion in opposition so long as
the electric railways charge higher fares and furnish poor
service. Experience has also shown that the collection of
fares, where pennies are involved or short zones are intro-
duced, is subject to many difficulties and embarrassments
which unfavorably affect both revenue and operation.

To sum up the matter, no one can view the present situ-
ation with optimism or believe that the policies and methods
now pursued are likely, unless general conditions change
radically, to bring either good service or good credit, or to
further the healthy growth and development of the com-
munity.

THE ISSUE INVOLVED

The essential needs, from the standpoint of the future

‘welfare of the state, are as follows:

1. Restoration of credit, or some other means of
providing the capital necessary to place the electric rail-
way properties in condition for first-class service.

2. Return to a basis of fares which will enable the
electric railways to play their proper part in the life
of the community.

The prime necessity is good service, and it cannot
be had without rehabilitation and improvement. Next
to good service is a system of fares which will make
the service as useful as possible, and help rather than
hamper the development of the community on healthful
and economically sound lines.

As the commission views the matter, present condi-
tions in electric railways transportation, and still more
the conditions which are in sight, both as to service and
as to rates, are opposed to the best interests of the
State. The only alternative, however, is some plan by
which a portion of the cost of service will be taken
from the shoulders of the car rider and be met by some
form of general taxation.

Even if the principle be conceded, however, it is not
easy to apply it. Under the Massachusetts State Con-
stitution it would seem that if a portion of the cost
of service is to be borne by the community as a
whole, or if community credit is to be used in the
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furnishing of capital, the companies must either be
publicly owned or publicly managed, and perhaps both.

To some, the commission remarks, this fact will seem
sufficient reason in itself for refusing to consider any
departure from the present policy. It proceeds, how-
ever, to discuss the matter as follows:

Realizing that it is exposed to certain dangers, we do
not find the arguments commonly urged against public

plan of this sort, but none seemed wholly satisfactory.

It is possible, it is said, that a plan for temporary
relief might be worked out by offering the companies
the alternative of continuing under the present system,
or of accepting public management and moderate fares,
for a comparatively short period of years, coupled with
certain annual contributions from the treasuries of

operation entirely convineing.

inefficiency are not hard
to find, but certainly it is
no more difficult to find
similar instances in the
case of private manage-
ment. Under the spur of
competition, private initia-
tive probably develops
maximum efficiency, but
there 1s little evidence that
this is true in the case of
natural monopolies. Pub-
licly operated enterprises
may be manipulated im-
properly for political ends,
but so may privately man-
aged public utilities.

This country has never
hesitated to take over en-
terprises when private
initiative could not be re-
lied upon to produce the
results demanded by the
public interest. Illustra-
tions are the schools, high-
ways, canals, water ways,
water supply, drainage,
fire prevention and irri-
gation. If, then, a similar
point has been reached in
electric railway transpor-
tation, the commonwealth
will be following no very
novel or radical course if
it now turns to public op-
eration.

‘While the management
and operation of electric
railways would involve the
exercise of administrative
functions more complex in
some respects than those
of other enterprises which
have already passed from
private to public control,
we have little fear that
the changed conditions re-
sulting from the assump-
tion of direct public re-

Doubtless illustrations of

the cities and towns in which they operate.

The Fork of the Road

If some plan of public ownership is not
adopted, the alternative is to continue the pres-
ent policy and attempt to cure electric railway
ills by the raising of fares. It is not impossible
that, as the public becomes inured to this policy,
it may produce better financial results than have
yet been realized. Even if this proves to be the
case, however, it will be a long time before the
credit of the companies is good, and the higher
fares, in our judgment, are certain to lessen the
value of the railways to the state, and to cause
a gradual shifting of population which will be
harmful in its results. If increased rates do not
improve financial conditions, a period of re-
ceiverships and reorganizations will result,
which may finally lead to better conditions, but
only at the cost of abandoned lines and still
worse service meanwhile.

The people must choose. If they are to have
good service, undoubtedly they must pay for it,
in one form or another. Public ownership will
at once insure a much-needed supply of capital
and make lower fares feasible, and we know of
no other way of accomplishing these results,
other than a permanent guarantee of the out-
standing securities of the companies, which
would be open to objections. Nor do we think
that public management is greatly to be feared.
Whether there are other disadvantages which
will outweigh the benefits received, we are not
prepared at present to say.

MASSACHUSETTS
- PUBLIC SERVICE COMMISSION

If this
plan were adopted, this
public aid could be lim-
ited to a maximum of $2
per $1000 of assessed
valuation, with the pro-
viso that it should not
otherwise exceed a sum
sufficient to enable a
company to meet operat-
ing expenses, deprecia-
tion requirements and
fixed charges, and pay
dividends of 5 per cent
upon stock representing
bona fide investment.
Public management
could be provided
through a director-gen-
eral appointed by the
governor and placed in
charge of every company
accepting the plan, or
the governor might be
empowered to appoint all
or a majority of the di-
rectors of each such
company. Provisions in
regard to fares, super-
vision and jitney com-
petition would be similar
to those set forth below
in the discussion of a
possible permanent ac-
quisition of the proper-
ties. This plan might
be criticized as a means

sponsibility for this public

of tiding the companies

service would be cause for

more regret than in the

cases above cited. No doubt the usual amount of human
lmperi:ectlon would be manifested in the case of public
operation, but railway service comes so close home to the
people that we venture to predict that they would not long
tolerate a dxshones!: or inefficient public management.

Byt, whateyer view may be entertained of the relative
merits of private and public operation where conditions
permit free choice between the two, the fact that publie
aid seems to offer the only practicable means of escape
from present transportation ills forces us, of necessity if
not from choice, to include public operation as an integral
part of any plan that may be devised for the solution of
our electric railway problems.

If one reaches the conclusion, the commission states,
that it is wise to reduce fares to a more moderate basis
and support the railways in part by general taxation,
and that public ownership or public operation is not an
insuperable objection, the question of method arises. In
this connection, the thought at once suggests itself
that it would be well to adopt the new policy in tentative
form first. The commission tried to devise a workable

over a period of hard
times at public expense, until a return to more favorable
conditions should make operation profitable upon the old
basis, but such criticism would not be fair, for the pub-
lic would receive direct compensation for the financial
aid granted, in the shape of lower fares than would
otherwise prevail. While this plan would, in the com-
mission’s opinion, be preferable, from the standpoint
of both companies and the public, to the present
system of high fares and low earnings, the great de-
fect in any temporary plan is the difficulty of provid-
ing the new capital which is necessary for good service
and economical operation. This can be obtained only
through the restoration of the credit of the companies
or the direct use of public credit.

Even if substantial amounts were granted to meet
deficiencies in current earnings, no marked improve-
ment of credit would be likely to result if the arrange-
ment were merely temporary without assurance for the



188

ELECTRIC RAILWAY JOURNAL

Vol. 53, No. 4

future. The only alternative would be the guarantee
or purchase by the commonwealth, or by some sub-divi-
sion thereof, of the particular securities issued to
provide new capital. But this also is inconsistent with
any temporary plan, as it might necessitate measures
for protection against possible receiverships and would
be likely to involve the commonwealth quite deeply and
for an indefinite time in the affairs of the companies.

The commission believes it difficult, therefore, to
escape the conclusion that the only plan which can be
really effective in meeting the needs of the existing
situation is the outright purchase or taking of the rail-
ways by the municipalities or by the commonwealth.
Under public ownership there would be no trouble about
capital, for the credit of the railways would be the credit
of the community. Nor would there be any difficulty
as to fares, for the commonwealth could at will continue
the present policy of placing the entire burden upon car
riders, or shift such portion of this burden as it saw
fit to general taxation. It would be entirely possible
to place the management by contract in private hands,
if such course were deemed advisable.

PRACTICAL QUESTIONS TO BE CONSIDERED

If the choice should be made in favor of public owner-
ship and operation, the commission notes, certain prac-
tical questions must be faced. For the present it only
indicates the nature of these questions and suggests in
a general way possible solutions, as follows:

What Railweys Shall Be Taken?—From many points of
view, it would be advisable to take all the railways oper-
ating within the State. If this were done, certain economies
and improvements in operation doubtless could be intro-
duced which would not otherwise be feasible, and the direc-
tion of affairs could be placed definitely in the hands of
the ceniral government of the State. It might prove, how-
ever, that certain sections of the community would be de-
sirous of adopting the new plan, while others would not,
in which event it would be possible to provide for the acqui-
sition of particular railways by designated groups of cities
and towns, as well as by the commonwealth. Two important
exceptions now seem inevitable —the Boston Eelevated
Railway, already under public operation for a period of
at least ten years, and the Massachusetts Northeastern
Street Railway, an interstate road interlacing across the
boundary between New Hampshire and Massachusetts.

What Price Shall Be Paid?—As a matter of procedure
the taking could be made at once and a special tribunal
could be constituted, adequately equipped to assess the
damages after full investigation, subject to the right of
the company or of the public to have the finding reviewed
by the courts. This tribunal could be either the Public
Service Commission or a body specially appointed for the
purpose.

The commission has allowed the companies, so far as they
could do so by the establishment of reasonable rates, to
earn a return upon the original investment without deduc-
tion for depreciation except when due to mismanagement.
This standard, however, has in certain cases proved of little
practical value, as many of the companies are apparently
unable, under any rates which they may charge, to earn a
fair return upon that basis.

If the commonwealth should acquire the properties, there
seems no good reason for departing from the general rule
by paying more than their present worth or reasonable
market value. The special tribunal in assessing the dam-
ages to be paid by the commonwealth would undoubtedly
give due consideration to all pertinent facts and indicia of
value, such as the original investment, the physical condi-
tion of the properties, the character of the territory served,
the market value of securities, the recent course of net
earnings and the extent to which the possibility of additional
earnings has been discounted by increases in fare already
made.

How Ave the Properties to Be Managed and Operated?—
1. Somewhat the same plan of management might be fol-
Jowed as in the case of federal operation of the steam rail-

roads, namely, the appointment by the governor of one
man as director general of electric railways for, say, five
years. No doubt he would wish to subdivide the system
into relatively small districts in charge of responsible man-
agers, so that the advantages of direct local supervision
over service might be secured, but to handle certain other
matters, such as the purchase of supplies or plans for re-
habilitation, through a central department. In our judg-
ment a single-headed direction of this kind is preferable to
a board of trustees, there being less division of responsibil-
ity, quicker action and less liability to change.

2. The director general could have full power to fix rates
in accordance with certain general principles laid down by
the Legislature. There should be a minimum fare, of not
more than 5 cents, but with this exception he could have
discretion to establish such schedules as would, in his
judgment, produce the maximum revenue consistent with
the free movement of traffic, the prevention of congestion
in the city centers, and the proper development of the
country districts. Very likely this would result in a re-
turn to fares not widely different from those which were
in force four or five years ago, although higher in certain
instances.

3. The roads should continue, for the present at least,
under the supervision of the Public Service Commission
with respect to accounting, service and’ accommodations,
and it is by no means certain that there should not be an
appeal to the commission on rates as well. The director
general would be primarily an executive officer, and ex-
perience with federal operation of the railroads has shown
the need of some independent, semi-judicial and public
tribunal with authority to act, in effect, as an arbiter of
disputes. The presence of an independent commission with
powers of investigation would also help the governor in
appraising the quality of the management, and would tend
to prevent certain abuses which might otherwise gradually
creep in.

4. If the electric railways should be publicly operated at
low rates of fare, the commonwealth would be entirely justi-
fied in protecting itself against destructive and unnecessary
competition. If any other common carriers except taxi-
cabs are desirable upon the public highways, the common-
wealth should itself operate them, through the medium of
the director general.

5. The present excise tax should be abolished, and some
working agreement substituted between the municipalities
and the commonwealth with respect to the maintenance and
renewal of the street surface between the tracks. Un-
doubtedly the presence of railway tracks to some extent
increases the expense of caring for the streets.

6. Direct acquisition of electric railway properties would
enable the commonwealth to provide the capital necessary
for rehabilitation and improvement by the issuance of
State bonds. It would, of course, be proper to issue such
bonds to cover the cost of additions and betterments. It
would also be justifiable to spread the cost of extraordinary
renewals necessitated by past neglect, beyond those which
would normally be made from year to year, over a period
of years by issuing serial bonds payable in annual install-
ments. :

7. Under the system proposed, a portion of the cost of
electric railway service would be met by the car rider,
while a further portion, unless conditions radically change,
would fall upon the community as a whole, being paid in
the first instance at least out of the State treasury. This
latter portion could be levied upon the cities and towns
served by the railways, in proportion to trackage or popu-
lation or both, or it could be met directly by the common-
wealth through an increase of certain special forms of tax-
ation, such as the inheritance tax, the income tax or the
tax upon automobiles. This would be purely a question
of public policy and of obtaining the best average results
for all concerned. Any general increase in real estate
taxes would be met, no doubt, by an increase of rents or
prices, and it might prove that the burden could be carried
more easily and to greater public advantage in other ways.

It is practically impossible, in the commission’s opin-
ion, to give any accurate estimate of the burden which
might fall upon the public treasury, if the properties
were so acquired, for no one can foretell the purchase
price which would be necessary. The best that can be
said is that the amount would probably be substantially
less than the original investment. Likewise no one can
foretell what the revenues or the expenses would be.
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There are, to the commission’s mind, certain grounds
for optimism in regard to the future of electric rail-
ways, especially if credit can be restored and an ade-
quate supply of capital insured. The necessities of the
situation have stimulated invention, and during the last
two or three years new ideas in regard to operation have
been developing and gaining ground which seem likely to
have an important influence upon the industry. For a
long time the tendency was continually toward larger
and heavier cars, but it is now in the opposite direction.
The experience to date with one-man cars, if reports
may be relied upon, has been full of promise. Clearly
they represent a labor-saving, power-saving, track-sav-
ing device which deserves most serious consideration.

Another new idea which is gaining vogue is a differ-
ent method of dealing with rush-hour traffic through
staggering of hours. It may prove that there are dis-
advantages in this plan which outweigh its benefits,
but it seems to have promise as a means of preventing
overcrowding and reducing expense of operation, and
public management should make it easier to put it
to the test.

Moreover, a unified public management with an
adequate supply of capital would make it possible
to improve power, shop and track conditions which are
admittedly adding to the cost of operation on many
of the railways. Unified management should also make
it feasible to bring about a standardization of equip-
ment and supplies like that which so many industries
in this country have found of greater advantage.

All this, the commission states, is merely suggestive
of the possibilities of the future for electric railways,
if they can once be placed upon their feet and in a
position to seize the opportunities which lie before them.
The public itself, it is added, can decrease the expense
of electric railway operation and increase revenues with-
out raising rates if it will only co-operate in traffic
regulation, accident prevention and the collection of
fares.

PART PUBLIC OPINION WILL PLAY

In conclusion the commission points out that it has
endeavored merely to state the issue and furnish a
starting point for discussion. Continuing it says:

The new policy which we have suggested is too far-
reaching in its consequences and penetrates too far into
fields, like taxation, of which we have little special knowl-
edge, to justify us in urging it with confidence or in de-
veloping it at this stage with greater particularity. It
needs above all things the consideration of many minds
from many angles.

Furthermore, evidence of public demand is essential. It
is useless to undertake the difficult task of preparing definite
and comprehensive legislation upon this subject, unless
there is sound reason to believe that it will be in accord
with public opinion and receive the whole-hearted support
of the community. So strongly do we feel upon this point
that we should not favor the adoption of any plan, no
matter how great the public demand might seem to be,
unless provision were made for final submission to a refer-
endum vote. It is of vital importance that the people of
the commonwealth should accept the new policy, if it is to
be adopted, and become directly responsible for its success.

In regard to the Boston Elevated Railway situation,
the commission added that, as it had feared, the
public trustees had not been able to provide good service.
They suffered, however, from conditions beyond their
control, which had a similar effect upon all the railways
of the State. In the commission’s opinion, the public

will be short-sighted and unfair if it charges against
public management these adverse conditions which have
caused similar shortcomings in private management, As
vet there is no reason for a claim that public manage-
ment has been a failure.

Tension Blocks Facilitate Replacement
of Five Miles of Trolley Wire

This Simple Device Used in Memphis to Maintain
Tension and Straighten Kinks in Trolley
Wire Proves Advantageous

HE Memphis (Tenn.) Street Railway recently in-

stalled 3.34 miles of No. 0000 Phono-Electric trol-
ley wire on Main Street between St. Paul Avenue and
Jackson Avenue, and 4207 ft. of the same on curves lead-
ing from Main Street. This is a double-track line in the
most congested district on the system, and a section
over which all cars pass.

The supporting steel poles

OVERHEAD ERECTION TRAIN AND CREW

have 6-in tops and are set in concrete. The span wires
are § in. with porcelain insulation used in spans and
guys and wood strain insulators 1 in, x 9 in. used in
single and double pull-off ears in special work, through
1800 ft. of which the Main Street trolley was installed.

To facilitate the work of stringing the new trolley
wire a clamping or tension block was designed and
mounted on a flat car at the opposite end from the reel.
The purpose of this block was to reduce as much as pos-
sible the waves in the wire, and to maintain a constant
tension, as the wire was unreeled. The design and ar-
rangement of the block is clearly indicated in an ac-
companying illustration. The blocks are white oak 4

TENSION BLOCK ARRANGEMENT USED AT MEMPHIS IN
ERECTING NEW OVERHEAD
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in, x 5 in. x 30 in,, with a 1-in. groove cut lengthwise
in the center of one 5-in. x 30-in. face on each block.
Thig furnishes a guide for the wire. A downward pres-
sure on the lever maintains a tension on the wire, and
tends to straighten out any kinks.

The materials used in the installation of the wire
were products of the Ohio Brass Company, and included
type N lock hangers, extruded grooved ears, single and
double pull-off Detroit trolley clamp ears in curves, and
Cleveland wire splicers in straight-line work.

Installation of the new wire and removing the old
wire, not including the work on curves, was completed
in forty-four working hours with twelve men, including
motormen for operating the cars. The total cost for in-
stalling the new wire and removing the old was $0.0212
per foot.

It Pays to Dip and Bake Railway
Motor Windings
By J. S. DEAN

Railway Engineer Westinghouse Electric & Manufacturing Co.
N EXAMPLE of what can be accomplished in the
way of decreasing trouble with old railway motor

windings by dipping and baking is shown in the ac-

companying chart. This shows results for a railway
during 1905 to 1918. Armature and field failures per
car-mile are plotted from each year’s record.
Referring to these graphs, it will be noted that in
1918 there was a decided upward trend which was due
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INCREASED LIFE OF WINDING DUE TO DIPPING
AND BAKING

to the fact that the master mechanic instituted a sys-
tematic schedule of dipping and baking motor wind-
ings. Every one-and-a-half to two years (approxi-
mately 60,000 to 75,000 miles) during the general over-
hauling period the field coils and armatures were given
a dipping and baking. If when motors were in the shop
for other repairs the windings appeared dry, even
though the motors had not made their allotted mileage,
they were given an extra treatment.

The graphs show that 265,000 miles (seven years of
service) was sometimes secured per failure, with wind-
ings dipped and baked, as against 75,000 miles (two
years of service) otherwise. With 300 motors in serv-
ice, and assuming that 85 per cent are completely re-
wound and 65 per cent repaired each year at a cost of

‘fuse can be tested by

$60 for complete rewinding and $10 for repairs, we
have $2,750 as the saving per year. The approximate
cost to dip and bake is $2 per motor, and as each motor
is treated every one and one-half years, we have $400 as
the total cost per year and $2,350 as the saving per year.
The estimated cost to install the plant is $1,200, hence
there was a net saving of $1,150 the first year and
$2,350 for each succeeding year.

Portable Fuse Testers Save Time
and Labor

HE accompanying illustrations show two forms of

portable fuse-testing outfits that have been found to
be practicable. The device shown in Fig. 1 is about 15
in, high and is entirely of pipe construction. Two fuse
contactors, one being adjustable, are connected in series
with the lamp. In the illustration the wiring is shown
on the outside of the device for the sake of clearness but
as actually installed

arm is insulated from
the end contact and
from the piping run-
ning to the base by
means of an insula-
tion bushing at A.
Any size or type of

making adjustments
with the set screw,
which permits the
movable arm to travel
freely on the hori-
zontal cross-pipe. The
pipe construction re-

FIG. 1—PORTABLE FUSE TESTER
WITH PIPE CONSTRUCTION

FIG. 2—PORTABLE FUSE TESTER WITH INCLINED
CONTACTS

duces the weight to such an extent that it can be car-
ried readily from place to place.

The apparatus shown in Fig. 2 consists of a board
with two contacts mounted thereon which approach each
other at angle. By this arrangement different lengths
of fuses can be tested without the necessity for stopping
to adjust the distance apart of the contacts. The illus-
trations show the main features of the construction so
that anyone can make the device.
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Operators and Instructors Necessary for
Electric Arc Welding”

After Proper Equipment Has Been Provided Skill In Operation
Is Most Important and Extreme Care Is Necessary to Prevent the
Parts from Springing Out of Shape and Avoid Excessive Strains

ing process depends very largely on the skill of

the operator. The best equipment on the market
may be provided, but unless the operator. is the par-
ticular, neat and careful type of man, the results will
be anything but encouraging.

The best operators come from the skilled crafts, such
as boiler-makers, blacksmiths and machinists, or men
of equal experience in the mechanical field. Only the
best men of the respective crafts should be selected to
become welding operators, and under competent direc-
tion the skilled and enthusiastic operator will seldom
make serious blunders in the application of the process.
Also, men of this type will continually find new and

profitable fields for
[ |

its application, and
[ <

as time goes on a
considerable amount
FIG. 1—METHOD OF WELDING
TWO PLATES TOGETHER

THE successful application of the electric arc weld-

of pride and enthu-
siasm will be ob-
served among the
operators. Each op-
erator should be in-
structed as to the
duty of an electric
welding equipment,
especially where the
individual type is
used. He should be
given careful in-
struction in starting
up the machine in
the way of seeing that there is nothing lodged in, or ac-
cidentally placed in the way of any of the moving parts.
Polarity of the welding circuit should be explained to
him so that he will have a perfect understanding of its
relation to welding. A good practical way to determine
the polarity of a welding circuit is by placing a carbon in
the electrode holder in place of a metallic electrode. It
will be found more difficult to maintain an arc if the
carbon is ‘made the positive than if it is made the nega-
tive. The detail instructions of the equipment will of
course depend on the type of equipment used.

It should be remembered that there will often be
welding equipments placed where there is no electrician
to look after them, and it will often be necessary for
the operators to look after their own equipment, to a
large extent. This they can do if their instructions are
complete. It is as important for an electric welding
operator to understand his equipment as it is for an
acetylene operator, not in a technical way but from the

FIG. 2—STRAINS PRODUCED BY
COOLING OF THE METAL
IN THE WELD

“From 1918 report of committee of Association of Railyway
Electrical Engineers. For recent articles on the same subject,
see the issues of this paper for Dec. 7, 14, 21 and 28, 1918, also
Jan. 11 and 18, 1919.

standpoint of care necessary and operation desirable.

When an arc is formed a bright incandescence can be
observed, accompanied by a reddish ambient flame,
which is due to the burning of the metallic vapor in
the oxygen of the surrounding air. It is believed that
in the interior of the arc little oxidation of the metallic
vapor occurs, because the vapor tends to fill this in-
terior space and therefore displace the air. Oxidation is
detrimental in that it reduces the ductility of the
metal.

It is now coming to be quite generally believed that
the effect of nitrates (caused by the nitrogen in the
air) in steel welds is also very bad, and in order that
the effect of either oxygen or nitrogen may be reduced
t0 a minimum, the
most important 6 F E P & B A
thing to be done is
always to weld with
a short uniform are,
as a long are always
increases the fore-
going actions. The
arc is established by
touching the wire
electrode to be fused
to the work, and
drawing it a short
distance away, say
approximately % in.

This is best done by ¢ &

: FIG. 4—METHOD FOR WELDING A
a dragging touch SQUARE SHEET OR PATCH
with the electrode

slightly out of vertical. The electrode should always be
held approximately at right angles to the surface on
which metal is being deposited, so that the heat will go
straight from the end of the welding wire or electrode.
Hence, when the electrode is held at approximately right
angles, fusing of the work is assured, assuming, of
course, that the proper heat has been provided and the
proper arc length is maintained uniform. Furthermore,
the work must be clean.

A slight half-circular motion of the electrode will
tend to float the slag to the top better than if the elec-
trode is moved along a straight line in one continuous
direction. The best results are obtained when the weld-
ing progresses in an upward direction.

FIG. 3—METHOD OF BACK-STEP
WELDING

PLATE WELDING REQUIRES EXTREME CARE

When welding together plates which have their edges
beveled, the arc should be started at point A as in Fig. 1.
The welding should then progress to point B, and from
B to C, joining the edges together, then from C to D,
from D to A, and so on in this manner, filling in a space
of approximately 6 in. in length, with the first layer,
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afterward returning for the additional layers neces-
sary to fill the “V.” Where this method is used it is not
necessary to break the arc until the entire electrode is
deposited, and the thin edges are not fused away as
would be the case if the operator should try to join these
edges by moving the electrode in one direction continu-
ously. Also, when the foregoing method is used the
deposited metal will not chill so quickly as to cause local
strains to be set up adjacent to the weld. This chilling
effect is bad, especially when the mass of the parts being
welded is large.

When preparing work for welding, easy access should
be provided first for the depositing of the metal along
the entire surfaces to be joined together. At the same
time more than is necessary should not be removed as
it is not ordinarily possible to replace it with metal of
equal quality. Furthermore the surfaces on which metal
is to be added must be perfectly clean, and the effects
of expansion and contraction should be carefully con-
sidered.

MEeTHODS USED TO RESIST EXPANSION AND
CONTRACTION STRAINS

If two pieces of metal are allowed to lie loosely, free
to move, they warp and distort in their relative posi-
tions during the process of welding, unless precautions
are taken. Yet if they are clamped rigidly the stresses
which are set up are taken up almost entirely by a slight
giving-in of the weld, so that when the parts are re-
leased there is no tendency for them to spring out of
shape, nor is there any apparent lack of strength in the
weld itself due to the stresses being absorbed. This
point is reassuring in that it indicates that rigid parts
may be safely welded together and no serious stresses
left in the weld provided the welding is done properly.

It is the general belief that parts left free to move
require no consideration as to expansion and contrac-
tion. Nothing could be more untrue. Owing to the fact
that in the case of metallic arc welding, where the heat
is instantly applied and confined to a very small area
in comparison to the total weld, it is necessary to con-
sider practically all welds as being rigid, as is the case
shortly after the welding has started, as explained in
the following example: If welding is started at A4, as in
Fig. 2, progressing in the direction of C, over a distance
of approximately 3 ft., by the time point B is reached,
which is half the length of the seam, contraction will
have occurred at the point 4, so that as welding is con-
tinued from point B to point C, the hot expanded metal
placed in the “V” will contract in cooling and will tend
to draw the edges closer together. This cannot be done
without imposing a strain at point A, as indicated by
the arrows, thus causing the plates to warp.

BACK-STEP METHOD OF WELDING GIVES
Goop RESULTS

A method that has been found to give excellent re-
sults is called the “back-step method,” for the want of
a better name. The object of this method is to avoid
stresses which are set up by compelling a slight giving
of the weld, as was set forth in a previous paragraph
relative to rigid welding.

Referring to Fig. 8, the back-step method of welding
is performed as follows: The sections from 1 to 7, in-
clusive, should be welded by starting at B, section 1,

filling in to point A, returning to point C, section 2,
filling in to point B, section 1, starting at point D,
filling in to point C, and so on in this manner until
all the sections are completed. Each section should
be practically finished before starting the next. The
length of each section on any seam should not exceed
approximately 6 in., and for short seams should be
relatively shorter. The work may be stopped at any
time without fear of cracking, provided that the portion
of the seam gone over is finished flush.

When a square sheet or patch is to be welded in, as
in Fig. 4, the work would be started at A, finishing the

“top seam to B, and in order that the welding may next
be started at the coolest point, the bottom seam would
be welded, starting at D and finishing up at C. The
next seam would be A and D, starting at A and finish-
ing up at D. Welding would then be started at B, com-
pleting the weld at C, using the back-step method for
all seams, as previously explained. Round patches would
be laid off in four sections and welded in the same man- .
ner as a square patch.

In welding parts of considerable mass, ordinarily the
heating and cooling curve is very steep. Where the
foregoing method is used, the cooling curve will be con-
siderably lengthened, and local stresses which are pres-
ent when welding between heavy chills will be avoided.
Where mass of the parts is such that local strains may
be large, from great differences in temperature, for ex-
ample in welding car axles, the chill should be removed
from the parts by reheating. The higher the carbon
in the steel, the more necessary it is that this be done.

: Safety Carrier for GE-58 Motor

0 PREVENT damage to motors and derailing of

cars in case of the breaking of motor frame bolts
and the consequent falling of the motor to the ground,
the Denver (Col.) Tramway has placed safety carriers
on all cars equipped with the GE-£8 motor. The carrier
is made complete from a few feet of &-in. iron rod.
The rod is first bent double, the two ends are brought

SAFETY CARRIER APPLIED TO G.E.-58 MOTOR AT DENVER

together and then the center which is now an end
is bent into the form of a hook to fasten into the
chain hold of the motor housing. The free ends are
then spread, bending from above the hook and an eye
is bent in each end to fit over the axle cap bolt. The
support is assembled as shown in the accompanying
illustration. Several motors with broken bolts have been
found suspended from the hooks at various times.
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Lehigh Valley Transit Well Prepared

for Snow
New Heavy-Duty Double-Truck Plows Have
Been Built and Work Cars Have Been
Converted into Temporary Plows

By W. C. KLEIN

Superintendent of Equipment Lehigh Valley Transit Company,
Allentown, Pa.

EVER before have the lines of the Lehigh Valley

Transit Company, which comprise 216 miles of
track, been safeguarded from delays in operation caused
by heavy snowfall as is the case this winter. The com-
pany’s snow-fighting system is more efficient than ever
because there are more tools with which to work. The
company has thirteen double-broom sweepers, six single-
truck plows, five temporary double-truck plows (of
which three were converted from freight cars and two
from work cars) and three heavy-duty double-truck
plows. This snow-fighting equipment is operated by
well-organized crews supplemented by crews furnished
by contractors located in the principal communities
served by the railway.

The three new heavy-duty double-truck plows are
identical in construction except that one plow had to
be made 6 in. lower than the others to allow for clear-
ance of bridges on the property of the Easton Transit
Company, a Lehigh Valley Transit subsidiary. Photo-
graphs of one of these plows are reproduced and the
reader can realize the dimensions better from the state-
ment that the length over all is 40 ft., the bolster cen-
ters 18 ft., the length of plow body 32 ft., the width of
plow body over side sheathing 8 ft., the height from rail
to trolley board 12 ft. 5% in., and the wheelbase 6 ft, 6
in. The plow body is constructed of a heavy underframe
of 8-in. x 12-in. long-leaf yellow pine timbers, which
add weight and give strength to receive the end shocks
‘from the plow nose. The body has a 5-ft. door on each
side, with five drop-sash windows at each end. All ap-
paratus except the brake cylinder is installed inside the
car body. In the interior view it will be noted that

would be carried back onto the track by passing teams.
The wing is controlled by means of a block and fall to
hoist at any angle from the interior of the car without
opening the door—a novel feature. The body is mounted
or Brill No. 50-E-3 arch-bar trucks.

The plow noses are constructed of 1-in. steel plates,
with a binder plate of #-in. x 8-in. mild steel stock at the
bottom edge of the nose. The noses are braced by two
6-in. I-beam horizontal braces with slide castings at-
tached. The hood of the plow nose is constructed on an
angle to allow snow to slide off, preventing accumulation
on top. The nose
also has a folding
canvas strip con-
nected to the plow
body and to the top
of the snow nose
which prevents sleet
from interfering
with the opera-
tion of the nose.
The nose is operated
by a 12-in. x 12-in.
air cylinder, located
inside the plow body.
A substantial lever
attached to the cyl-
inder is used to puli
a #-in. iron chain from a sheave wheel located on the
countershaft underneath the body. The chains from
the plow nose are drawn up on sheave wheels simulta-
neously with the unwinding of the cylinder chain. The
guides of the plow nose slide up and down on two 70-lb.
rails well braced against the bumper of the body, and
these rails receive the end shocks. This scheme of sup-
port permits the plow nose to strike heavy obstructions
without damaging the plow and at the same time al-
lows for the vertical operation of the plow nose.

The plows are equipped with Westinghouse No. 121-A
motors with GE K-64-A-2 controllers, in conjunction
with the contactor boxes of General Electric type. This

INTERIOR OF HEAVY-DUTY PLOW
BODY SHOWING APPARATUS
AND WIRING

AT LEFT, HEAVY-DUTY SNOWPLOW WITH NOSE IN LOWERED POSITION,

the rheostats are well guarded to prevent the operator
from coming in contact with the bare grids. In this
picture the sand and salt boxes can also be seen.

A 10-ft. wing is fitted on a bracket extending from the
plow body on each side of the car for the purpose of
throwing back that portion of the snow which otherwise

IN CENTER, REAR OF TEMPORARY
PLOW NOSE SHOWING BRACES AND HINGE POINTS. AT RIGHT, WORK CAR EQUIPIED WITH PLOW
NOSE SHOWING NOSE IN RAISED POSITION

control makes possible the direct use of current in the
motors without air service, the contactor box protecting
the controller from burning. All wiring of the plow
is exposed on the ceiling, to permit repairmen to locate
trouble quickly. This position of the wiring also keeps
the cables from salt and snow water, an improvement
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over the common practice of installing cables on the
floor. The plow is equipped with straight air brakes;
with a 25-cu.ft. compressor; with aluminum cell light-
ning arresters, and with 64-watt incandescent head-
lights having silvered glass reflectors. In the body are
carried jacks, bull rope, car replacers, sledge, small tools
and blocks.

In concluding this brief description of the plow it
may be pointed out that its special features are the sim-
ple plan for operating the snow nose, the provision for
resisting exceptionally strong end shocks and the loca-
tion of practically all apparatus inside the body

UTILIZING OTHER ROLLING STOCK FOR
SNow FIGHTING

As stated earlier we have converted some freight and
work cars into temporary snowplows which, as will be
seen in the photographs reproduced, is a very simple
process. These pictures were taken to show the nose
in the raised position and the braces and hinge points.
The temporary snow noses are constructed of %-in. steel,
well braced to the hinge forgings located at the back
of the nose. These forgings fit hinge mates which are
located permanently on the work-car body. A top sup-
porting rod is connected from the end of the plow nose
to the lever of a countershaft fastened to the cab of the
work car. A 12-in. air cylinder, located in the motor-
man’s cab, is used to operate the countershaft. When
the plow nose is not lowered for operation the cylinder
raises it to clear the ground by 9 in. The cylinder brack-
ets lock the nose in each position and the noses can be
removed in twenty minutes.

Increasing the Life of Suspended
Car Steps

HE New York State Railways, Syracuse Lines, has
a number of cars on which the lower step is of oak,
with rounded ends, supported partly by bolt suspension.
Much trouble has been experienced with these steps
due to their splitting under the effects of weather and
use. To prevent this trouble the simple expedient of

STEEL REINFORCING OF
SUSPENDED OAX STEP ON
NEW YORK STATE RAILWAY

reinforcing the ends of the step with 1-in. x 3-in. steel
strap has been adopted and the results have been very
satisfactory.

Formerly the composition anti-slip tread was mounted
on top of the step. Recently the plan was adopted of
sinking it so that the top projects but slightly above
the step level for the purpose of removing danger of
passengers tripping over the back edge of the tread
when they are alighting.

Device for Pulling Out Boiler Tubes

T THE RUSHVILLE shop of the Indianapolis &

Cincinnati Traction Company a device has been
built for pulling out the tubes of water-tube boilers
from the headers by main force. The details of the
device are shown in the accompanying photographs.

It consists of the two essential parts shown, a long
threaded rod, about 1% in. in diameter, containing at
one end an internal expanding clutch, and a ratchet
mechanism for applying tension to the rod when it is
inserted in the tube to be removed.

The clutch on the pull rod consists of a collar sliding

BELOW, DEVICE
FOR PULLING BOIL~
ER TUBES OUT OF
HEADER; AT RIGHT.
PARTS OF THE
BOILER TUBE
PULLER

on the rod, to which are hinged four swinging clutch
jaws sharply toothed at the lower end. At the extreme
lower end of the rod is a conical piece which wedges the
jaws outward when force is applied. On the threaded
portion of the rod is a nut by means of which the depth
of insertion of the clutch in the tubes can be regulated.

Tension is applied to the pull rod by means of a
threaded tube rotated in a nut forming the upper end
of a cast-iron shell, by means of a long handle and
ratchet. In order to avoid side strain the shell is
hinged at the bottom to a circular baseplate in the
manner shown.

With this apparatus it is but a few minutes’ work to
remove a tube entire. This device was designed and
built by Samuel Waggoner, chief engineer of power
stations of this company.

The Industrial Department of the International Com-
mittee of the Young Men’s Christian Association has
prepared a syllabus on the subject of the human side
of engineering. This is suggested as an outline of a
college course on the subject. It will, however, be useful
as a guide for systematic reading by anyone interested
in improving relations between employer and employee.
Copies can be obtained from the Industrial Service
Movement, 347 Madison Avenue, New York City.
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LETTERS TO THE EDITORS

Free Rides and Other Things

SPRECKELS COMPANIES
SAN DiEGo ELECTRIC RAILWAY COMPANY

SAN DIEGO, CAL., Jan. 20, 1919.

To the Editors:

I have been profoundly interested in the plan ad-
vocated by Ralph E. Bauer, of Lynn, Massachusetts,
which press dispatches say has been endorsed by Peter
Witt, of Cleveland, the street railway expert, that all
street car lines in cities be operated free of charge to
the public, that the public be permitted to ride when-
ever and wherever they please without the payment of
fare, and that all cost of electric railway operation be
paid out of taxes.

A little while ago I might have been against such a
remarkable innovation as this, but now I am entirely
in favor of it, provided this idea shall not be confined
to street car service only. As long as we are to have
free street cars, I think it absolutely essential for the
comfort and convenience and satisfaction of the people
that we should have free gas, free electric lights, free
water, free telephones and free steam heat served from
central plants; all of these various public utilities to
be operated by the cities and the entire cost of same
‘to be raised by taxation.

California is a popular place with tourists. Hundreds
of thousands of them visit our State annually. We
will naturally be only too glad to carry them free on
our street cars, furnish them with free gas, free
electric lights, free telephones, free water, etc. Of
course, they do not pay any taxes in our state, but
what do we care? It will be merely in keeping with
the hospitality California has always shown. People in
the immediate vicinity of cities who are not served with
street car lines will be carried free on city lines, not-
withstanding they pay no city taxes. The people of the
cities will gladly pay taxes for free rides for the farmer,
the storekeeper and the thousand-and-one people who
live in little communities outside our cities. When we
all travel free on street cars, we will never walk a
block if we can help it, and we and our families will
use the street cars four times as much as we do today.
It will take four times as many street cars to carry
us then. It means four times the power, four times
as many men and of course will cost four times as much
for the street car service as we are paying to-day. But
thank God we shall not have to worry about the cost of
any of these things because it will be paid for out
of taxes.

When we have established this unusual but delightful
and thoroughly welcome condition, why stop? What is
the matter with free bread, free meat, free milk, fres
eggs and butter and groceries? I see no reason why our
cities should not buy the necessities of life. They can
purchase much more cheaply than individuals or whole-
sale houses and could allow people to draw all they
can use, and all cost would be paid by taxes. I do not
know whom they would tax or what they would tax, but
they could tax somebody or something. These are
trifling details, however, that we do not have to con-

sider in these progressive days. And by the way, why
stop at street railways? I see no reason why we should
not have free freight and free passenger service on
steam railroads, and this wonderful Merchant Marine
of the United States. Why not free service on that to
all American-born citizens? Let us have free passenger
service to Europe, China, Japan or any other place on
the seven seas. It will enlarge the minds of the people,
broaden their education, and all can be paid for out
of taxes. Why should the people of the country be
oppressed, burdened or limited in their daily life and
happiness when everything can be cured by taxation?
It rather makes me mad to think of the time we have
wasted when all our troubles could have been resolved by
that one simple remedy of making everything free and
paying for it by taxation.

In conclusion, let me suggest that we have a free
Congress and Senate. Why have primaries? Why
have elections? Let every man and every woman be
a member of Congress or Senate by birth, and go there
and say what he or she pleases. There would be the
advantage of free railroad travel, and one might add,
incidentally, free hotels. Why not? Everybody would
then have the opportunity of being his own congress-
man or senator, and while in Washington of addressing
his fellowmen and having laws passed of the particular
and special kind which each one thinks is needful ac-
cording to his view of life or which seem to promise
to meet his personal needs.

I am beginning to see that under such conditions we
would really have a FREE country in the true sense of
the word. Everybody can be a czar, an emperor or a
president according to his or her desires. Let’s go
to it! Yours for freedom “’n’ everything,”

W. CLAYTON,
Vice-President and Managing Director.

More Data Needed on Carbon Brushes
WESTINGHOUSE ELECTRIC & MANUFACTURING COMPANY

PITTSBURGH, PA., Jan. 21, 1919.
To the Editors:

Among the topies that might profitably be taken up
by the appropriate committees of the American Elec-
sential to make tests to determine how the carbon
brushes especially deserves attention. Carbon manu-
facturers, as well as manufacturers of dynamo-electric
machinery, have made numerous tests to determine con-

‘tact resistances, friction losses, etc., of various carbons.

While such tests are of interest, they contribute very
little toward the real practical need; namely, a carbon
which can stand high current densities and high spark-
ing voltages with small wear.

In order to develop such carbons, it would seem es-
sential to first make tests determining how the carbon
wear is affected by current density, sparking voltage and
peripheral speed. Present indications are that with
many commercial carbons very appreciable densities can
be used if there is no sparking voltage, while sparking
voltages up to 15 or even 20 volts across the brush cause
very little wear at certain speeds, if the current density
is low enough. More data along this line should be of
great advantage both to the carbon manufacturer and
the designing engineer. R. E. HELLMUND, Engineer.
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AMERICAN ASSOCIATION NEWS

Engineering Association to Resume
Committee Activities

T A MEETING held in New York on Jan., 10 the

executive committee of the Engineering Association
decided to resume active committee work, restricting re-
ports this year to topics considered especially vital to the
welfare of the industry. After consideration of the status
of the work of the several committees at the time ac-
tivities were suspended, due to the disturbed condition
of the country, a resolution was adopted substantially as
follows: That committee work be resumed to the extent
of the subjects considered vital to the industry at pres-
ent, and that a committee on subjects be appointed to
select topics upon which reports shall be presented at
the next convention of the association, this committee
to act in co-operation with President F. R. Phillips. In
connection with the resolution it was understood that
if necessary to carry out its intent the committee shall
recommend the appointment of new committees or the
abolishing of existing committees so that attention may
be concentrated upon those matters which will have most
direct relation to the problems of reconstruction. The
executive committee considered a few of the possible
topics for report but no announcement regarding them
will be made until the committee on subjects has for-
mulated a report. This should be very soon.

Among miscellaneous matters of business considered
by the executive committee and decisions reached there-
on, the following were the most important:

The resignation of J. W. Welsh from the several as-
sociation committees on which he was a member was
accepted in view of the fact that Mr. Welsh is now a
member of the association staff.

It was voted to continue the association’s representa-
tion on the joint committee appointed some years ago
tc determine costs of generating electric power, but to
reduce the representation from three to two members.
The association has been represented by L. P. Crecelius,
E. H. Scofield and J. W. Welsh.

It was decided to revive interest in the work of the
joint committee on underground and overhead line con-
struction and to authorize the president to appoint a
new committee of the association to act with similar
committees from other organizations.

The work of the committee appointed to consider the
National Electrical Safety Code was reviewed and it
was considered desirable to continue this committee,
the president to appoint a successor to Mr. Welsh.

On the subject of power distribution it was decided
to continue the committee on standard threads and
insulators and to ask the distribution committee to ar-
range for representation on a joint committee on stand-
ard stranding of cable. z

Mr. Welsh was designated to act as secretary of the
Engineering Association in the absence of Secretary
E. B. Burritt.

The executive committee meeting was attended by E.
R. Hill, New York City; C. L. Cadle, Rochester, N. Y.;
C. F. Bedwell, Newark, N. J.; J. W. Welsh, New York

City, and E. B. Burritt, New York City. In the absence
of President Phillips Mr. Hill, third vice-president of
the association, presided.

C. H. Van Hoven Elected President of the
Manila Section

FTER a wonderful record of continuity in the

holding of meetings, forty-five having been held
in the forty-seven months from the date when it was
organized until last November, the Manila company
section was obliged to postpone its forty-sixth meeting
on account of the epidemic of Spanish influenza which
was raging in Manila. The meeting, however, was held
a month later, on Dec. 10, 1918. The transportation de-
partment orchestra furnished the musie.

The result of the annual election was the choice of
C. H. Van Hoven, claim agent, as president; F. P.
Santiago as vicepresident; J. G. Hess, jr., as
secretary; B. Solano, as treasurer, and F. Castillo as
director to serve for four years. Vice-president Chavez
announced the receipt of a cable message from America
stating that M. Farifias and P. Castillo had, respectively,
received the medal and honorable mention for the best
and second-best papers presented before company sec-
tion during the preceding association year. (See E. R.
J., Nov. 2, 1918, page 793.) The “cable” also announced
the award of “honorable mention” by the N. E. L. A. to
B. H. Blaisdell for his paper on “A Kilowatt-Hour and
the Coal Required to Produce It” (printed in the issue
of this paper for March 16, 1918, page 525).

Getting More Bearing Surface in the
Wheel Press
OME time ago the shop department of the Lake
Shore Electric Railway had the ill fortune to break
the tail block or anvil of the wheel press at the Fremont,
Ohio, shop. Advantage of the opportunity was taken,
Lowever, to increase the bearing surface of the tail block

TAIL BLOéK OF WHEEL PRESS BUILT OUT TO INCREASE
BEARING SURFACE

by building out the pattern to form the projections seen
in the accompanying illustration. The new casting -
is not only stronger but the work seats itself much
more securely than when the left-hand side of the tail
block came straight down.
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Mr. Gould Would Sell

Controlling Interest in Richmond and
Norfolk Railways Reported Offered
to the Cities

Frank J. Gould, principal owner of
the Virginia Railway & Power Com-
pany, which controls the electric rail-
ways in Richmond and Norfolk, Va.,
was reported on Jan. 21 to have offered
to consider the matter of disposing of
the properties to the cities.

COMPANY HANDICAPPED

That the company has been greatly
handicapped in both cities is a matter
of record. Long since it proposed to
rehabilitate, extend and modernize its
Norfolk properties. To make this pos-
sible negotiations were begun several
years ago for a new franchise. Many
sessions were held between representa-
tives of the company and the city and at
one time it seemed as if the prospects
were good for an amicable adjustment.
Finally, the negotiations were broken off.

After a considerable interval the
question of a new grant for the com-
pany was taken up again, but in May,
1918, the City Council voted against a
combination of the electric light and
power and traction franchises in the
new franchise proposed by the com-
pany. W. H. Venable, counsel for the
company, then stated that his company
could not consider a franchise which
would not include light and power as
well as traction. He declared that it
was impossible to look upon the two
branches of the company’s business as
other than a whole because securities
had been issued covering all of the ac-
tivities, and the trustees representing
the holders would not consent to a sepa-
ration of the businesses.

Meanwhile, the Chamber of Com-
merce took up the matter of service in
Norfolk. The special traction commit-
tee of the chamber made its final report
to the board of directors in October.
Among other things the report stated
that the committee had found itself
“powerless to reach any satisfactory
understanding and the matter has to be
finally settled by the City Council.” The
committee opposed the City Council
granting the company the right to in-
crease its fares to 6 cents “until it first
makes improvements in its service to
justify the increase.”

RICHMOND RELIEF POSTPONED

‘With respect to the situation in Rich-
mond the company, as long ago as
December, 1917, petitioned the City
Council to suggest some remedy for
meeting the unprecedented increase in
operating costs. This request was re-
ferred to a committee which was to re-

port the relief that could be granted
and upon what conditions.

The matter dragged for many
months. Finally in July, 1918, advo-
cates of the proposed increase to a
straight 5-cent fare in that city pre-
sented their arguments in favor of the
measure. Subsequently the committee
on streets of the City Council called
upon the company for additional data.
This the company promptly supplied.

The street committee early in Jan-
uary finally sent to the Council the or-
dinance for a straight 5-cent fare, with
the recommendation that the measure
be passed. While the resolution was
adopted providing for the advertise-
ments of the ordinance as proposed by
Council, the ordinance itself was not
considered. At that time the prospects
were that Richmond after many months
of effort would have a straight 5-cent
fare with labor tickets at six for 25
cents instead of at the prevailing 23-
cent rate—if action taken by the street
committee is approved by the City
Council as a whole.

No More Women

This Applies Only to Detroit—Those In
Service of Detroit United Railway
Permitted to Remain

As a result of the hearing by the
National War Labor Board at Wash-
ington to consider testimony and argu-
ments of the Detroit (Mich.) United
Railway and women conductors, the
joint chairmen, William H. Taft and
Basil M. Manly, have rendered a deci-
sion which prohibits the employment of
women as conductors in the future, but
permits those now so employed to re-
main. The chairmen found that while
there had been a necessity for the em-
ployment of women as a war emergency
in Detroit this condition has ended.

It was also held that the fifteen
women who had been denied cards for
probationary work by the union were
entitled to employment and that such
union cards should be issued to them.

The chairmen made it clear that the
decision was based entirely upon condi-
tions existing in the city of Detroit and
was not to be considered as a prece-
dent for street railways elsewhere.

In touching upon the question of
wemen as conductors generally the
chairmen strongly intimated an opposi-
tion, stating that while this question in
its broad sense was not a part of the
case under consideration, it would seem
that it was an occupation for men be-
cause of the long hours, the crowded
cars, a possible rough element of pas-
sengers, and the night work which
would be required of them.

Settlement Criticised

Agreement of St. Louis and Railway
Settling Tax Case Opposed as Vali-
dating Franchises Until 1939

A check for $248,962, executed by
the United Railways, St. Louis, Mo.,
in favor of the city of St. Louis, has
been turned over to City Counselor
Daues as the first payment on the mill
tax compromise settlement arranged
recently at a conference between Mayor
Kiel and representatives of the com-
pany, mentioned in the ELECTRIC RAIL-
WAY JOURNAL of Jan. 18, page 151.

SUMMARY OF AGREEMENT

The points set forth in the agreement
between the company and the city have
been summarized as follows:

1. The railway agrees to pay forthwith
to the city $248,962 the amount of the
judgment rendered against the St. Louis
Transit Company, and interest thereon; to
be regarded as an installment payment for
the year 1919 on accrued mill tax.

2. Judgment shall be entered in favor of
the city and ag’llnst the railway in the mill
tax suits for $2,320,276; and against the
St. Louis_& Subu rban Railway and the St.
Louis & Meramec River Railroad in favor
of the city: both judgments to bear interest
at 6 per cent.

3. Judgments shall be paid in install-
ments of one-thirty-sixth on the fifteenth
days of January, April, July and October,
each year, beginning 1920, interest to be at
the rate of 6 per cent.

. The city reserves the right to have
payment of judgments become immediately
due and payable if the company gets into
financial Qifficulties that make it advisable.

5. nited Railways agrees to assume
and pay the judgment against the St. Louis
& Suburban Railway and the St. Louis &
Meramec River Railroad.

6. The United Railways agrees to pay
the mill tax as it becomes due in the future.

Stipulation may be set aside if either
party violates any provision or condition.

8. That the court retain jurisdiction for
the sole purpose of entering an order to
enforce the provisions of paragraph 4.

9. The United Railways shall pay the
costs of the proceedings in the judgments.

10. The city agrees that the Supreme
Court shall affirm the decision of the Circuit
Court in favor of the United Railwayvs in
the Jefferson Avenue line franchise case.

The opponents of the terms of the
settlement immediately jumped to the
conclusion that the agreement of the
city with respect to the Jefferson-Ave-
niue line franchise worked to validate
all the other grants of the company
until March 18, 1939. When asked about
this Mayor Kiel is reported to have
replied:

When the question of the Jefferson
Avenue franchise came up in the confer-
ence, I was under the impression that the
court’s decision upholding its validity nat-
urally would extend to the other lines. I
left that entirely to the city law depart-
nment.

Mayor Kiel, Comptroller Nolte and
President Aloe of the Board of Alder-
men were the members of the Esti-
mate Board that arranged the settle-
ment. The storm of disapproval has
centered around them and an investi-
gating committee of the Aldermen has
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been named to inquire into the matter.

In the Jefferson Avenue line litiga-
tion the city contended that the fran-
chise on that line expired several years
ago and sought to oust the United Rail-
ways. The company argued that the
Jefferson Avenue franchise and all
other franchises operated by the com-
pany were extended until 1939 in the
old Central Traction blanket ordinance
enacted by the old City Council and
House of Delegates. The Circuit Court

some time ago decided against the city
and upheld the company’s contention.
The city appealed and the case now
is pending in the Missouri Supreme
Court.

The executive committee of the Citi-
zens’ Referendum League, through a
sub-committee, has decided to ask the
voters of St. Louis to recall Mayor
Henry W. Kiel for his approval of the
compromise agreement with the railway
company.

Transportation the Big Problem

New Mayors of Detroit, Minneapolis, Providence and Atlanta
Give Their Railway Views in Inaugural Addresses

Many Mayors in their inaugural
addresses referred to the local railway
problems confronting their cities, while
not a few of them saw this matter as
the outstanding problem before them.
Through the remarks of even the most
outspoken critics among these officials
runs an air of toleration and an un-
mistakable appreciation of the task
before the operators. Offenses of the
past come in for more censure than
those of the present. This is illustrated
best perhaps by the reiteration upon
the part of public officials from widely
separated parts of the country of the
need for valuations and for the simpli-
fication of intercorporate relations as
essential to any new arrangement with
the cities.

DETROIT MAYOR FAVORS CITY
OWNERSHIP

James Couzens, former business as-
sociate of Henry Ford, who took office
as Mayor of Detroit, Mich., on Jan. 14,
in his inaugural address to the Council,
szid that an experience of twenty-five
years under private ownership was
proof that needed service and extensions
to the city railway service cannot be
compelled. He advocated taking over
the lines of the Detroit United Railway,
and then tying the system in with a
scheme of rapid transit development
which will include a short subway in
the business district and modern ele-
vated lines elsewhere.

Mr. Couzens has promised, provided
the Council consents, to have a pur-
chase plan ready to submit at the April
election. This plan will provide for a
small initial payment with the remain-
der to be supplied out of the earnings.
He says that the absence of the price
in the former purchase agreement was
unquestionably the prineipal reason for
its failure to receive adoption. Briefly
the program which appears to him to
be the only solution of the difficulties
of the city is as follows:

1. We should begin negotiations for the
purchase of the existing surface lines from
the Detroit United Railway, and I am in-
formed by the Street Railway Commission
that the company is willing to sell on a
fair basis. These negotiations will develop
rapidly whether or not the company in-
tends to be fair. Should the company dis-
play an unfair or unreasonable attitude we
will be ready to adopt war measures, but
war is wasteful—no matter whose prop-
erty is wasted, and both the company and
ourselves I am sure will realize this.

2. While these negotlations are under

way time will not be lost in planning for
some extensions of the surface lines so
that work may be done in the spring.

3. With what plans have already been
prepared by Barclay Parsons & Klapp we
will, as soon as the present company has
been settled with, be ready to submit sug-
gestions for a comprehensive rapid transit
system.

Mr. Couzens says that the construec-
tion of rapid transit facilities must,
of necessity, be considered in conjunc-
tion with the surface lines. He said
it was difficult at this time to offer in
concrete form a program that can be
rigidly adhered to. He believes, however,
the need for such facilities is urgent in
certain sections of the city, particularly
through the territory traversed by the
present Woodward Avenue line. He
says that subway construction to re-
lieve the congestion in the heart of the
city must be started first.

J. E. Meyers, the new Mayor of
Minneapolis, Minn., considers the local
transportation problem to be the out-
standing question before the people of
that city. He said so in his inaugural
address, in which he reviewed railway
matters at some length. Mayor Meyers
favors an entire new deal with the
Twin City Rapid Transit Company.
He sees some advantages in service-
at-cost operation, and is alive to pos-
sible future changes in city transpor-
tation. To him motor buses seem to
hold certain latent possibilities, par-
ticularly as feeders to the railways.

SuBsIDY POSSIBLE

Joseph H. Gainer, inaugurated on
Jan. 6 for his fourth term as Mayor
of Providence, R. I., advocated in his
address a complete reorganization of
the Rhode Island Company and con-
sideration of gas and electric light
rates. He favors a valuation of the
railway with a fair return on the
amount so fixed and a subsidy to the
company if fares sufficient to provide
a proper return on the investment are
then found to be too onerous. He
reiterated a point that has been made
frequently of late by public officials by
calling attention to the need for the
simplification of the corporate organ-
ization of the railway by the elimina-
tion of the underlying companies.

James L. Key, who was elected Mayor
of Atlanta, Ga., on a municipal owner-
ship platform, delivered his initial mes-
sage to the members of the new City

Council on Jan. 6. He again empha-
sized his conviction that the city should
own its electric railway system and
other public utilities. He said, how-
ever, that it would be his purpose to see
that the Georgia Railway & Power
Company, which operates the local rail-
way lines, received fair treatment at
the hands of the administration. In
this connection he said:

The utilities have been placed here and
dedicated to the public use with the people’s
consent and these utility owners are én-
titled to fair profit on the property they
. ‘They are not entitled
to more than a fair return and th

have not got. They should not be required.
however, to accept less than a fair return.
Mayor Key said in order to compute
a fair return it was necessary to ob-
tain the reasonable value of the prop-
erty dedicated to the service of the
public. He advised the Council should
insist upon this valuation. -

Wage Agreement in Atlanta

H. M. Atkinson, president of the
Georgia Railway & Power Company,
Atlanta, Ga., has announced the sign-
ing of an agreement with the Amal-
gamated Association covering wages
and service until Jan. 1, 1920.

In the contract that was signed the
company agrees to allow the employees
to wear their union buttons, to meet
committees of the association, to rein-
state within the next fifteen days
thirty-three union men who were dis-
charged in 1916 and eight men who
were suspended in 1918, besides agree-
ing to a number of other demands
which the men have been making since
1916.

A definite scale of wages was adopt-
ed, allowing the motormen and con-
ductors 35 cents an hour for the first
three months’ service, 38 cents for the
next nine months and 40 cents an hour
after the first year of service. The
wages of all union employees other
than the motormen and conductors were
left to be decided by the War Labor
Board.

The men agree that for the period
of one year there will be no strikes or
lockouts. In order that harmonious
relations may be advanced by the
union, a joint committee, representing
the union employees in the different
departments of the company, will be
formed to meet the first Wednesday in
each month and confer with officials
of the company. When any disputes
arise between the company and the
union, three disinterested persons will
be appointed to arbitrate the matter,
the company selecting one, the union
the other, and the arbitrators selecting
the third.

All non-union employees of the com-
pany who desire to become members of
the local union are given the right to
join within the next thirty days to
secure the same rights as all other
members.

In the last few years there have
been two strikes of the railway em-
ployees of the Georgia Railway &
Power Company.
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Commission Alive to
Conditions

New Hampshire Body Sees State Aid
as Probable Factor in Saving
Public Utilities Companies

The Public Service Commission of
New Hampshire has presented its re-
port for the two years ended Aug. 31,
1918, to the Governor and the Legisla-
ture. With respect to the electric rail-
ways the commission says in part:

Street railways in New Hampshire and
generally throughout the country are ex-
periencing the same difficulties. They ar
not prosperous. Some of them have di
culty to get money enough to pay operating
expenses, and only one is earning at the
present time enough to pay a fair return
on_the investment.

In many cases, fares have been increased,
but the revenue has not been increased
proportionately. During the past year, we
have had two petitions filed by street rail-
ways to be allowed to discontinue operation
permanently and to junk the property. One
case was very happily settled by having
some parties interested in the service buy
out the road for the same price the own-
ers could have obtained by selling the prop-
erty for junk. The other case has not been
decided. .

It is a public calamity to have an electric
railway torn up when it is of service to any
considerable part of a community, and the
commission will not grant such petitions
unless it is proved beyond any reasonable
doubt that the roads cannot be made to
pay. If the present unfortunate condition
of street railroads was peculiar to Ne
Hampshire, it might be argued that there
is something wrong with the management.
But such conditions prevail throughout the
United States, and some people have gone
so far as to suggest that if the street rail-
ways are to continue they must be relieved
from taxes or even receive some assistance
by general taxation from the public served.

RoADS MusT EXPERIMENT WITH FARES

‘Whether it is necessary to go to this
extreme or not, it may be well to consider
the desirability of modifying our existing
laws. Statutory provisions some years cost
the railways thousands of dollars and are
burdens they can ill afford to carry under
existing conditions. To_ say that the in-
creased revenue should be borne by those
who enjoy the service is logical but not
ive. Beyond a certain point, an in-
crease of rates will so decrease the amount
of riding that the road will actually get
less revenue under the higher rate than
under the lower rate. The.only thing the
road can do is to experiment with its rates
until it hits upon a schedule which will give
it the largest return and then, If this is not
enough to keep going, the general public
must contribute toward its support if the
service is to continue.

In the meantime, those responsible for
the management of the street railways
should not relax into quiescent indifference
on the theory that all economies are being
practiced and the road is being operated in
the most efficient manner. They should be
alive to the situation and earnestly en-
deavor to lessen the cost of the service
without making it inferior.

It is a striking fact that more than 60
Dper cent of the railroads and utilitles paid
no dividends in 1916 or 1917

VALUATIONS NECESSARY

The commission has not had time and
money at its disposal to make possible the
valuation of all public utility properties in
the State, so that it is not known how the
stock and bonds already outstanding when
he commission was established in June,
1911, compared with the actual investment,
except in the comparatively small number
of cases in which valuations have been
made by the commission. The valuation of
utillty properties is a very important mat-
ter for the protection of the publie, as with-
out this it is impossible to determine what
is a fair amount of income to be allowed
to be collected from the public in the form
of rates, he commission is prepared to
undertake this work to_a considerable ex-
tent without great additional expense as
soon as times become sufficiently near nor-
mal to warrant the necessary outlay of time
and money on the part of the utilities and

rdindrily, the first step in a rate c:
is to determine the fair value of the prﬁf:
erty devoted to public use, but in the emer-

ency of the last year or more the public
gevrvi%e commissions have dealt with rate
questions on the principle that public serv-
ice companies should not share in the large
profits incident to war contracts and emer-
gency prices, and that they should be satis-
fied with normal profits, and bear their full
share of the burden imposed on the public
by the war; that, in general, the utilities
should be content if they are as prosperous
as they were before the war, but that all
cases would be carefully considered to de-
termine whether the pre-war conditions
were so exceptional as to require departure
from the general rule.

Arbitration Plans Made

International Railway and City of Buf-
falo Working Toward Solution of
Their Problems

All questions in dispute between the
city of Buffalo, N. Y., and the Inter-
national Railway involving plans for
a final agreement relative to permanent
control and operation of the railway
lines within the city by the municipal-
ity will be submitted to a board of
arbitration. This action was decided
upon at a meeting of the City Council
on Jan. 17.

The valuation of the company’s prop-
erty to be used as a basis of an agree-
ment for municipal control will be one
of the main questions for the board
to solve. One member of the board
will be selected by the municipal au-
thorities; one member by the company;
and these two will try and agree upon
a third member. If no agreement can
be reached it is proposed that the chief
judge of the Court of Appeals or some
justice of the Supreme Court of Erie
County shall designate the umpire.

The names of Peter Witt, Cleveland,
and J. C. Brackenridge, New York, have
been suggested to the City Council as
the representatives of the city upon
the board.

Another angle to railway affairs in
Buffalo developed on Jan. 17 when the
International Railway obtained an or-
der from a Supreme Court justice in
Albany directing the Public Service
Commission to show cause on Jan. 25
in Albany why it should not receive
from the railway an answer to the ac-
tion started before the commission sev-
eral years ago by former Mayor Louis
P. Fuhrmann asking for an investiga-
tion of the fares charged by the com-
pany with a view of reducing the fare
from 5 cents to 4 or 3 cents.

At the time the action was filed the
International Railway obtained an in-
junction restraining the commission
from intervening in the case because
of an agreement between the company
and the city which allowed the company
to charge a 5-cent fare. When war
conditions made it apparent that the
city could not win the case in view of
increased cost of operation, the munic-
ipal authorities sought to have the ap-
plication withdrawn. The railway now
seeks to compel the utilities board
through a mandamus proceeding to re-
ceive the company’s answer which it
is believed would renew negotiations
for an investigation which would re-
sult in the company being allowed to
charge a higher fare than 5 cents.

Commission Refuses
Approval

Pennsylvania Board Rejects Lease Pro-
posal Between City and Philadel-
phia Rapid Transit Company

The Public Service Commission of
Pennsylvania on Jan. 15 refused to
approve the agreement between the city
of Philadelphia and the Philadelphia

lapid Transit Company for the opera-
tion of the present lines and the city’s
high-speed lines, when built, as a uni-
fied system. The matter has been be-
fore the commission for ten months.

The refusal of the commission to ap-
prove the lease was based in general
on the following grounds:

1. Sinking fund payments, taxes on sub-
sidiary_dividends and payments on account
of paving, all being obligations under the
1907 contract between the city and the
company, are now being treated as fixed
charges, and they should not be postponed
in case of a deficit under a lease until any
dividends are declared.

. The proposed method for fixing fares
is not approved because to do so would in
effect be determining that the initial rate
of 5 cents is just and reasonable. This the
commission refuses to do except in accord-
ance with its regular valuation and rate-
making procedure.

3. The depreciation reserve funds for the
city’s facilities and for the facilities fur-
nished by the company for the city are the
property of the city, and they should be de-
posited with the proper city officials and in-
vested In legal securities other than those
of the company.

4. The contract of 1907, under which a 6
per cent. cumulative dividend Is allowed
after all fixed charges, including subsidiary
rentals, is not before the commission for ap-
proval, having been entered into before the
commission was formed, but the commission
now refuses to approve it in any indirect
manner.

In addition to the formal report and
order of the commission, two concur-
ring opinions were made public. These
were by Commissioners John S. Rilling
and Harold McClure. Mr. Rilling’s
opinicn is an expansion of the ideas
expressed in the commission’s report.
He makes several interesting observa-
tions, .one being that the drafters of
the lease appeared to be more con-
cerned in arranging for the payment of
dividends than in assuring good service
to the public.

He takes issue with the obvious
thought of the lease drafters that in case
of a deficit the fare should be increased,
and in the event of a surplus the fare
should be reduced. Mr. Rilling says
an increase frequently reduces revenue
and vice versa. He favors a 5-cent fare
with transfers. The city might make
up in whole or in part the difference
between the net revenue produced by
a 5-cent fare under efficient and eco-
nomical management and the amount
of a fair return to the company. Such
a provision should not be made under
a long-term agreement, but by means
of appropriations to be determined
annually.

Mr. McClure’s opinion voices an ob-
jection against the 1907 contract and
the proposed fare system.

Mayor Smith of Philadelphia is re-
ported to have said that he can see no
way out of the matter except to renew
negotiations to procure a new lease
which would overcome the objections of
the commission.
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Permissive M. O. Bill in
New York

The bill drafted by the Mayor’s con-
ference on municipal ownership is
ready for presentation to the Legis-
lature of New York State. It reserves
to the Public Service Commission the
same jurisdiction over rates, service,
issuance of securities, operation of a
utility and keeping of accounts as it
now has over municipal and private
utilities. It adds one feature not con-
tained in existing laws affecting the
regulation of utilities. By means of
the initiative and referendum the regu-
lating body—the Public Service Com-
mission—is made amenable to public
opinion. The procedure for acquire-
ment, establishment, financing, main-
tenance, operation and control has
been worked out, so its sponsors say,
so as to guard against:

1y

v or ill-advi
ality and its offic
2. Unloading on a munic: ipality by a
private utility.

3. Collusion
officials.

4. Ineflicient or costly service.

5. Improper management and financing.

6. Unjust attacks on private utilities
which give good service at reasonable rates.

The state conference of Mayors has
made a public statement signed by the
president, Mayor Walter R. Stone of
Syracuse, and Mayor Cornelius F.
Burns of Troy, chairman of the con-
ference’s general legislative committee.
This statement, in part, is as follows:

action by a mu-

between public and utility

The permissive municipal ownership bill
which will be introduced in the Legislature
places a municipal utility on the same basis
as a private utility by submitting it to the
same regulations and affording it the same
protection. After a most careful study of
the utility problem we believe that this is
the only effective way to guarantee efficient
and economical service under either mu-
nicipal or private ownership. If this bill
becomes a law in substantially the same
form as it is presented we believe that any
city which iIs not getting proper service
from a private utility can either obtain or
provide it. On the other hand, as long as
a private utility gives good service at
reasonable rates, it can enjoy the protec-
tion which it must have in order to operate.

Seattle Removing Legal Obstacles

Judge Walter M. French, sitting as
judge pro tem in the King County
Superior Court, in Seattle, Wash., re-
cently, denied the prayers of the com-
plaint in the case of F. A. Twichell,
et al., against the city of Seattle and
the Puget Sound Traction, Light &
Power Company, and dismissed the ac-
tion. Notice of appeal to the State
Supreme Court was immediately filed.

By dismissing the action, the city of
Seattle won the first round in the fight
to put through the $15,000,000 deal for
the purchase of the railway system of
the Puget Sound Traction, Light &
Pewer Company. In a friendly suit,
the right of the city to purchase the
traction company’s holdings was at-
tacked by F. A. Twichell and Charles
E. Horton, on the ground that the
bonds the city is to issue would become
subject to liquidation out of the gen-
eral fund and therefore on the taxing
power.

Mr. Horton, who intervened in the
Twichell suit, alleged that the deal

would affect the property of every
taxpayer in the city.

The way'is now clear for an appeal
to the State Supreme Court and every
effort will be made to facilitate the
procedure in order that the city may
conclude the deal with the company.

Kansas City Restraining Orders
Continued

Violence of a more pronounced char-
acter than had been committed for
several weeks, occurred in connection
with the strike of the employees of
the Kansas City, Mo., Railways the
week of Jan. 12. On more than
one occasion dynamite was placed on
tracks. Walter Lambkin, explosives
administrator for this distriet, has un-
dertaken investigation of the source
of the bomb-laying.

Both Kansas and Missouri federal
courts postponed, on Jan. 11, hearings
on application for injunction against
strikers and others. Restraining orders
were continued in effect.

Judge A. S. Van Valkenburgh in
the Federal Court for the Western dis-
trict of Missouri, on Jan. 18 granted
an injunction against the Amalgamated
Association, and other persons who
might interfere with the operation of
the Kansas City Railways. This pro-
ceeding was under an original bill.
The supplemental bills were dismissed
that had been filed by the railway and
under which restraining orders had
previously been in effect.

The company reopened its repair
shops last week, and is now operating
them at nearly normal capacity.

California Regulation Stood
War Test

“The year 1917-18,” covered by the
report of the California Railroad Com-
niission forwarded by the commission
to Governor William D. Stephens, “was
one of intense activity and interest due
to war conditions,” says the letter of
transmittal accompanying the report.

Many utilities made applications for
increases of rates, basing their ap-
plications mainly upon increased cost
of material, oil and labor. Comment-
ing on these, the commission says:

The commission had no hesitancy in al-
lowing such increases as it deemed proper
and reasonable. The commission in its ac-
tions believes it fully discharged its duty,
not only to the public but to the uu]mes
and national government, by allowing such
increases as were necessary to enable the
utilities to function efficiently and to pre-
vent financial disaster. This policy is not
only just and equitable and consistent with
the true spirit of fair public regulations but
also responsive to the direct needs of the
federal government as expressed in official
requests and communicatiol

That the effect of public regulatmn ‘was of
the greatest possible benefit to the utilities
themselves during this period (a period
that might well be considered the acid test
of the efficiency of regulation) is evidenced
by the fact that during that period not a
public utility in the State of California
went into bankruptcy or receivership. The
securities of the California utilities were as
well able to withstand the strain of war
conditions as were those of any utility in
the nation, and better than many similar
utilities and other industries in sister
states.

Chicago Will Renew Leasing
Proposal

No attempt will be made to submit
a new traction ordinance to the voters
of Chicago, Ill., at the April election.
Instead bills will be prepared for the
Legislature now in session and while
these are being considered the local
transportation committee will endeavor
to interest the companies in the pro-
posed plan for leasing the properties.
This was the program decided on at the
meeting of Jan. 15.

The leasing plan has been referred
to before in these columns. It involves
an arrangement by which the surface
and elevated companies might be in-
duced to turn over the properties to the
city on a guarantee of an adequate rate
of return to be paid out of earnings,
the city meanwhile taking majority con-
trol of the management through a
board of trustees.

One benefit of this arrangement is
that it would automatically remove
regulation of the lines from the juris-
diction of the State Utilities Commis-
sion because the law exempts munic-
ipally owned or operated companies
from State regulation. This feature of
the proposed ordinance appeals to the
“home rule” element among the city’s
voters. The companies in Chicago will
be asked to renew negotiations on this
basis.

Columbus Would Pay Back Wages

At a meeting of the new board of di-
rectors of the Columbus Railway,
Power & Light Company, Columbus,
Ohio, on Jan. 15, plans were discussed
for meeting the city’s request for the
improvement of ,a number of streets.
Means were also considered for pay-
ing the men the back wages allowed by
the Federal War Labor Board.

On Jan. 16,. after a conference with
Arthur Sturgis and M. J. Chelsea, rep-
resentatives of the War Labor Board,
President Charles L. Kurtz announced
that the men would be paid. Owing to
the very narrow margin upon which
the company has been operating for
some time, it is impossible to make
this payment just now, but he hopes
that the gradual increase in business
will enable the company to take care
of it within a reasonable time.

The company paid into the -city
treasury $28,671 on Jan. 17, as a
franchise tax on the gross earnings of
its power and light department for
1918. The tax is levied at the rate of
2 per cent, which indicates that the
gross earnings for the department
were $1,433,590.

Records show a decrease of 56 per
cent in the accidents resulting from
persons attempting to board moving
cars in 1918, as compared with 1917.
An increase of 20 per cent in collisions
between cars and automobiles was
noted, but there was a decrease of 28
per cent in collisions between cars and
wagons. Accidents due to carelessness
in leaving cars showed a decrease of
8 per cent.
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News Notes

Hearing on Change of Venue.—Ar-
guments on the motion to show cause
why a change of venue should not be
granted for the trial of the five officers
of the Brooklyn (N. Y.) Rapid Transit
Company and the motorman indicted
for manslaughter in connection with
the wreck on the Brighton Beach line
on Nov. 1 were heard on Jan. 16 be-
fore Justice Stephen Callaghan in the
Supreme Court, Brooklyn.

No Commission Appointments Now.
—Governor Smith of New York has an-
nounced that he will not make any
appointments to the two vacant places
in the Public Service Commission for
the First District until the Legislature
indicates what action it intends to take
upon his recommendations for a single
rapid transit commissioner to finish the
subway construction, and for a single
commissioner charged with regulation,

Boston Wage Scale Fixed.—Joint
Chairmen Taft and Manly of the War
Labor Board, acting as arbiters in the
wage dispute of the employees of the
Boston (Mass.) Elevated Railway, have
approved a scale of increased wages.
The new scale provides that employees
of the first class shall receive 55 cents
an hour, of second class 50 cents and
third class 45 cents. The company is
given until March 1 to make back pay-
ments to employees from Nov. 16 last,
on this scale.

Review of All Contracts.—The New
York State Chamber of Commerce has
sent a telegram to the War Depart-
ment protesting against its opposition
to an amendment to the Chamberlain
bill, creating a commission to hear
cases on appeal from the War De-
partment. The bill relates to the in-
formal placing of orders by the de-
partment during the war, and it is said
that upward of nearly $3,000,000,000
of war contracts are involved. Under
the Chamberlain bill right of review be-
fore a court is given to the govern-
ment or to the contractor.

Engineering  Council  Establishes
Washington Office.—The Engineering
Council has recently organized a Na-
tional Service Committee which has
established a Washingten office in
Room 502, McLachlen Building, Tenth
and G Streets. The purpose of the
committee, acting always under the
direction of the council, is to give un-
biased and technical information to
committees of Congress and govern-
ment departments—chiefly when asked,
and to supply engineers with informa-
tion about pending legislation and ex-
ecutive actions of interest to them.

Youngstown Begins Operation Un-
der New Plan.—On Jan. 16 the Ma-

honing & Shenango Railway & Light
Company, Youngstown, Ohio, began
operation under the new ordinance
fashioned after the Tayler grant in
use for some time in Cleveland. The in-
itial rate of fare in Youngstown is 5
cents cash with 1 cent for transfers.
Operation will be under the direction
of William L. Sause, street railway
commissioner. Peter Witt will act in
an advisory capacity for one year. The
terms of the new grant in Youngstown
were reviewed in the ELECTRIC RAILWAY
JOURNAL for Jan. 11, page 99.

San Francisco Within Its Rights.—
In the action brought by the United
Railroads, San Francisco, Cal., against
the city of San Francisco, claiming
$6,870,130 damages for alleged losses
sustained by the municipality building
and operating railway lines on the
same streets with its own, the Superior
Court has upheld the city’s demurrer,
stating that any damage resulting to
the value of the franchises of the
United Railroads had arisen as a re-
sult of rightful competition by the city
and that the loss did not constitute a
cause of action. The issues involved in
this case were reviewed in this paper
for Nov. 21, page 1109.

Would Test Boston Act.—A petition
to restrain the State of Massachusetts
from paying any money to the Boston
Elevated Railway or from borrowing
money in anticipation of assessments to
be levied on cities and towns in con-
nection with Boston Elevated Railway
deficit has been presented to the Mass-
achusetts Supreme Court by Charles-
town taxpayers. The petition declares
there is not the “slightest reasonable
probability” the road will earn, if
operated for the next ten years under
act of the Legislature, any net profits
available for dividends. The petitioners
state they are informed that Boston
Elevated Railway expenditures since
July 1, 1918, are $6,000,000 in excess
of gross receipts.

Wants Franchise Forfeited.—The St.
Joseph Railway, Light, Heat & Power
Company, St. Joseph, Mo., has been
made defendant in a suit filed in the
Circuit Court at St. Joseph by Prose-
cuting Attorney Stephen K. Owen,
charging that the company was not
complying with the law with respect
to the operation of its railway lines
and asking that the compamy be ousted
from its franchise. Mr. Owens is quot-
ed as follows: “It is not the purpose of
the petition to seek that the court order
the company to give service under pen-
alty of contempt of court if the service
is not rendered. It is planned to force
the company out of business and to
have a concern installed that will give
service, not excuses.”

City’s Share Dwindles.—According
to present indications, the check to the
city of Chicago, IlL, covering its par-
ticipation in the earnings of the Chica-
go Surface Lines will be for about $530,-
000, compared with $1,959,851 last year,
or a shrinkage of 73 per cent. The
final figures will not be made up until

the end of the fiscal year, but the
city’s shave for the first ten months of
the operating year has been at the rate
of roundly $530,000 for the full year.
The shrinkage follows the wage in-
crease of about $3,500,000 per annum.
The increase in the cost of materials
has not been specifically figured, but
substracting total outgo from income,
the net will result as indicated. The
city’s share of the divisible receipts is
55 per cent and that of the companies
45 per cent, and the city’s share in
dollars will be 27 per cent of what it
was last year.

Programs of Meetings

Central Electrie Traffic Association

A meeting of the Central Electric
Traffic Association will be held in
Akron, Ohio, on March 18.

Central Electric Railway Association

The annual meeting of the Central
Electric Railway Association, which
was scheduled for Detroit on Feb. 27
and 28, will be held at Cleveland on the
same dates,

Master Boilermakers’ Association

The 1919 convention of the Master
Boilermakers’ Association will be held
in Chicago on May 26-29 at the Hotel
Sherman. This will be the first conven-
tion since 1916, the association having
suspended activities on account of the
war.

National Highway Traffic Association
A conference on “Regulations Cov-
ering Speed, Weight and Dimen-
sions of Motor Trucks” will be held
under the auspices of the National
Highway Traffic Association at the Au-
tomobile Club of America, 247 West
Fifty-fourth Street, New York City,
at 8 p.m. on Friday, Jan. 31.

Midwinter Convention of A. I. E. E.

The American Institute of Electrical
Fngineers will hold its seventh annual
midwinter convention on Feb. 19, 20
and 21 in New York City. The tenta-
tive program includes the following
items: A joint meeting on Wednesday
afternoon with the American Institute
of Mining Engineers at which several
papers on electric welding will be pre-
sented. A popular lecture on Wednes-
day evening with moving pictures
adopted by the government for the in-
struction of troops in regard to various
niechanical and engineering processes.
On Thursday morning a technical ses-
sion opened with an address by Presi-
dent C. A. Adams. A technical session
on Friday morning under the auspices
of the electrophysics committee, and
on Friday afternoon several papers will
be presented under the auspices of the
telegraphy and telephony committee.

Thursday afternoon has been reserved
for trips of engineering interest to
points in and about New York, and on
Thursday evening there will be a re-
ception and dance.
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Financial and Corporate

Interborough Consolidated
Loses

Receivership, However, Will Be Avoided
If Subsidiary [. R. T. Keeps
Up Dividends

Receivership for the Interborough
Consolidated Corporation will not
occur, President Shonts declared at the
recent meeting of the stockholders,
“as long as Interborough Rapid Transit
dividends can be continued. In time,
hewever,” he continued, “this problem
must be faced unless the situation is
remedied.”

The main source of income for the
Interborough Consolidated Corporation
is the dividends from the controlled
Interborough Rapid Transit Company,
and these dividends form the basis for
the return on the holding company’s
$67,825,000 of collateral trust bonds
and $45,740,500 of preferred stock. In
June, 1918, the quarterly rate of 5 per
cent on the Interborough Rapid Transit
common stock paid since 1915 was
reduced to 2% per cent.

The total income of the holding com-
pany, therefore, showed a big decline
from $6,955,866 in 1917 to $4,402,175
in 1918. The annual report of the
Interborough Consolidated Corporation
for the year ended Dec. 31, 1918, shows
net income of $724,914, equivalent to
$1.58 a share earned on the preferred
stock. In the previous year, the com-
pany reported net income of $3,263,910
which, after deduction of 6 per cent
preferred dividends, showed a balance
equal to 55 cents a share on the 932,-
626 outstanding shares of common
stock of no par value.

The income account for the years
ended Dec. 31, 1916 to 1918, compares
as follows:

1918 1917 1916
Total income. ..., $4,402,175 $6,955,866 $6,931,357
Expense, taxes and
inter 3,677,261 3,691,956 3,795,139

Net income $724,914 $3,263,910 $3,136,218
Preferred dividends 686,107 2,744,430 2,744,430
Surplus........ $38,807  $519,480 $391,788
Previous surplus 1,645,356 1,875,877 1,834,090

Total surplus, . $1 684 163 $2,395,357 $2,225,878
Deduction. ....... 0 000 750,000 350 000

Profit and lo:

S8
surplus. . $1,134,163 $1,645,357 $1,875,878

* Appropriation for reduction of amount udvanced
by Bankers Trust Company on June 29,

In his comments on the annual re-
port, President Theodore P. Shonts
made the following remarks:

If the publie authorities shall continue to
maintain their present position of refusal
to increase the rate of fare and the Inter-
borough Rapid Transit Company shall find
itself unable to realize upon its accrued
deficits an amount sufficient to enable it to
carry it through the lean period as extend-
ed by the conditions due to the war, they
will have violated the spirit of the city’s
contract with the company. They will have
destroyed its credit and by that act shut
off all future investment of private capital

necessary for the development of the city’s
transportation, and they will not have ad-
vanced by a day the city’s right to operate
the property itself, Furthermore, the city
will then have to meet the interest and sink-
ing fund on its own investment either bv
borrowing against its own accumulating def-
icits or by taxation. If it pursues the
same course as to its entire dual subway
investment of $250,000,000, its annual
charges will be at least $13,333,333.

Kansas City-Outer Belt Sale
Put Off

Present Status of Terminal Company
at Kansas City—In Hands of
Receiver Since 1912

The foreclosure sale of the Kansas
City, Outer Belt & Electric Railway is
being postponed, from time to time, by
Judge John B. Pollock of the Federal
Court in Kansas City, Kan. Judge
Pollock a few days ago declined to
agree not to sell the property within
a year, his leniency heretofore being
due to the fact that the hondholders are
largely British, with time otherwise oc-
cupied during the last few years on
account of war conditions.

The company was organized to build
and maintain terminals in Kansas City
for the Kansas City, Mexico & Orient
Railway. The company went into the
hands of the receiver, T. A. Bigger,
Kansas City, Kan., in October, 1912.
A committee of 95 per cent of the
bondholders has prevented liquidation.
A reorganization committee, of which
John W. Platten, New York, is chair-
man, has handled receiver’s certificates
of about $100,000, chiefly to pay taxes
of about $10,000 a year. Taxes of about
$13,000 are now due, and the court has
insisted on payment. There are $1,-
298,000 of bonds outstanding.

The company has 7 miles of right-of-
way from the Missouri River to the
Kaw River, half encircling Kansas City,
Kan. The Kansas City, Kaw Valley &
Western Railway (Bonner Springs
Electric Line) leases a small part of
this right-of-way, on which it has 1%
miles of track, its physical connection
with steam roads.

The Kansas City, Outer Belt & Elec-
tric Railway owns the land company
that has several hundred acres of fac-
tory sites adjoining the right-of-way.
This land has been estimated to be
worth nearly $500,000, but it is said
to be of less value now than a few
years ago. A few tracts of the land
are leased.

The court at one time put a minimum
sale price of $250,000 on the Kansas
City, Outer Belt & Electric Railway. The
figure was later reduced to $115,000,
but this probably would be increased
now, in view of the present volume of
receivers’ certificates and other ac-
cumulated indebtedness of compara-
tively small amounts.

B. R. T. Receiver Wants
$16,900,000

Statement Made of Immediate Financial
Program to Go Before Court
on Jan. 27

Lindley M. Garrison, receiver for the
Brooklyn (N. Y.) Rapid Transit Com-
pany and other Brooklyn properties,
made public on Jan. 22 the petition
which he will present to Federal Judge
Julius M, Mayer on Jan. 27 asking per-
mission to raise almost $16,900,000
through the issuance of receiver’s cer-
tificates.

How Funps WiLL BE Usep

The funds are to be used for the
purchase of new cars for both subway
and surface lines, for the extension of
new power house stations and for im-
portant additions in equipment and con-
struction facilities, and to cover cur-
rent expenses.

Notice of the application was served
on all parties interested on Jan. 21
and an opportunity for them to present
their cases before the court will be
given on Jan. 27.

The sum of $1,100,000 is described as
necessary for the payment of dam-
ages growing out of the accident on
the Brighton line on Nov. 1, with the
recommendation that all claims in this
connection be paid so far as settlements
can be entered into at the earliest pos-
sible date.

The application urges immediate
provision of approximately $2,300,000
for expenditures up to and including
Feb. 20.

To cover outstanding obligations
caused by existing formal contracts
will require $3,782,812 and additional
contracts to be entered into within the
next sixty or ninety days for con-
struction and equipment and miscel-
laneous expenditures will require
$1,000,000.

To provide for enlargement of power
station facilities the sum of $2,986,321
is needed.

The balance of the funds required
is to be used largely to pay interest
on mortgage bonds, taxes and loans of
the system.

UNDERLYING BOND INTEREST MUST
BE MET

The importance of paying the in-
terest on the underlying bonds as well
as that on the first mortgage bonds of
the Brooklyn Union Elevated Railroad
in the amount of $399,175, also due on
Feb. 1, is explained by Mr. Garrison
as follows:

Aside from this obligation, failure to pay
interest on these underlying bonds would,
if the default is not made good, foree a
foreclosure of these underlying mortgages
and the possible separation of practically
all of the ‘“existing railroads” from the
rapid transit lines constructed by the_city
of New York or separately of the New York
Municipal Railway Corporation. If this
d be the result the whole plan of uni-
fled operation would be_ destroyed; the
contract with the city of New York might
be jJeopardized, and the security of both the
holders of New York Municipal Railway
bonds and of Brooklyn Rapid Transit 7
per cent notes would be imperilled.
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Receivership Hearing

In Columbus, Ohio, Case Court Decides
to Continue Hearing Despite
Changes in Personnel

In opening on Jan. 8 the case in
which a receivership is sought for the
Columbus Railway, Power & Light Com-
pany, Columbus, Ohio, attorneys for
both the company and the stockhold-
ers’ protective committee endeavored
to convince Common Pleas Judge
Kinkead that the troubles would all be
ironed out at the annual meeting, but
he stated that the allegations were
sufficient to warrant a hearing and he
overruled a motion to postpone the
trial. He said he was clearly of the
opinion that the company had com-
mitted a breach of its contract in
abrogating its franchise that would in-
jure it and destroy the value of all the
stock to the stockholders. He also
wished to look into the effect of the
contract with the Clark Management
Company.

On Jan. 9 John V. Eitel, a stock-
holder, filed a cross-petition in the re-
ceivership in which he not only alleged
damages and asked for a receiver, but
also asked for an accounting from the
Clark interests for the amounts which
were alleged to have been received by
them from the company. It is proposed
by the court to inquire further into the
Clark contracts.

A statement of quick assets and of
liabilities of the company was prepared
by the auditor’s office to be considered
at a meeting of the new board of direc-
tors on Jan. 15. It was stated that
no attempt will be made to present the
finanecial condition of the company to
Council until all figures have been fully
considered and verified.

On Jan. 11 President Charles L.
Kurtz requested that holders of rebate
slips, received when the 5-cent fare
was paid, exchange the slips for tickets
at the rate of eight for a quarter, the
franchise rate. This will make it un-
necessary for the company to return
the cash to those who were overcharged
for transportation. It is estimated that
the rebate slips will aggregate about
$75,000.

‘When the new officials have secured
the necessary information it is their
intention to request an increase in
fare. The new rate to be asked will
depend upon the conditions that con-
front the company.

For the time the Slaymaker receiver-
ship case has been closed. While the
court refused to appoint a receiver, the
case has been left in abeyance for
the adjustment of other questions in-
volving the Clark contracts, until they
can come up on the regular docket.
Two questions of greatest import, the
court said, were whether the Clark
Management Company used its posi-
tion of control to further its own inter-
ests and whether the stockholders were
damaged by the abrogation of the fran-
chise.

On the stand on Jan. 10 Clarence M.
Clark stated that during the past year

his company had received from the
Columbus Railway, Power & Light
Company $63,000 as remuneration for
acting as fiscal agent. Of this amount
$20,000 had been paid as salary to Presi-
dent McMeen, $10,000 to Vice-President
Crawford for the same purpose and
$5,000 as a portion of the salary of
General Superintendent H. W. Clapp.
Other expenses brought the expendi-
tures up to $47,000, leaving $16,000 as
actual compensation for work done. In
the sale of bonds, which his company
purchased to an aggregate of $4,500,-
000 at $90 to $100, he stated that the
profit had never been more than 1%
per cent. The receipts in connection
with the construction of the Big Wal-
nut power plant, he said, were $83,000
for services in 1917 and $44,000 for
1918.

Boston & Worcester Declines

Six Per Cent Increase in Revenue Is
OQutweighed by 18 Per Cent Rise
in Operating Expenses

The Boston & Worcester Street Rail-
way, Boston, Mass., was not immune
during the year ended Dec. 30, 1918,
from the general epidemic of inereased
operating costs and other ills. Al-
though increased fares caused a gain of
$54,098 or 6.7 per cent in revenue, the

INCOME STATEMENT OF BOSTON &
WORCESTER STREET RAILWAY
FOR YEARS ENDED JUNE
30, 1917 AND 1918

Operating revenue....$860,277 $806,179
Conducting transpor-
tation .......000 $370,342 $303,464
Maintenance ...... ,681 147,832
General expenses 86,951 90,609
Total expenses...$643,975 $541,906
Net operating revenue.$216,302 $264,274
Interest on debt $123,229 $119,758
Taxes 55,414 50,794
Total deductions ..$178,643 $170,562
Surplus for year...... $37,659 $93,922

expenses of operation increased to the
greater extent of $102,070 or 18.8 per
cent.

Interest and taxes also rose, and
the net income in 1918 was $37,659 as
compared to $93,722 for the year be-
fore. Dividends were reduced from
$77,457 to $52,744, and the final result
for the year was a deficit of $15,085
as compared to a surplus of $16,264 in
1917, The general surplus of the com-
pany on July 1, 1918, amounted to the
sum of $11,026.

The company’s comparative state-
ment for the last two years is shown
in the accompanying table. The total
car-miles operated during 1918 were
1,929,616, and the total car-hours op-
erated, 134,357. According to the com-
pany’s report, it suffered from inter-
ference with service and operating de-
lays on account of the unusually severe
winter, and this added to the burden of
the unusually high cost of materials,
fuel and labor that had to be endured
in 1918.

Rhode Island Deficit $700,000

Providence Company, Despite Fare
Increases, Goes Behind for
Eleven Months

A net deficit of practically $700,000
is shown in the report of the Rhode
Island Company, Providence, R. L., in
its operation of the railway lines of
the State for the first eleven months of
1918, filed with the Public Utilities
Commission.

Only one month, July, showed a
surplus of income over expenses and
fixed charges. Every other month
showed a deficit which ranged from
$1,632 to $160,352.

The gross income for the eleven
months was $5,844,731, while operating
expenses, fixed charges, taxes, etc.,
totaled $6,543,759, leaving a deficit of
$699,028.

This unfortunate showing was made
despite two fare increases put in oper-
ation in the same period. The report
shows that passenger revenue for the
period increased 4.69 per cent, while
the operating expenses increased 11
per cent, the increase in the former
being $237,055 over the corresponding
period of 1917, the total for 1917 being
$5,057,775 as against $5,294,830 for
1918. The advance in operating ex-
penses was $474,225, the 1917 figures
being $4,170,030 and the 1918 figures
$644,255,

Three months of 1918 resulted in de-
creases in passenger revenue. In
February the receipts were $2,309 un-
der 1917, in July they were $12,598
under 1917 and in October $14,121 un-
der 1917. The remaining eight months
showed increases ranging from $4,313
in March to $97,806 in November,

The September and October reports
reflect the efforts of the company to
reduce expenses by a reduction in serv-
ice, the former month showing a de-
crease from the same month in 1917 of
111,008 miles, while in October the
mileage showed a reduction of 125,327
car-miles. These reductions represent-
ed respectively 8 and 9.23 per cent of
the 1917 mileage.

Bankers Take Over Control

Through an agreement entered into
between the principal creditors of the
Connecticut Valley Street Railway,
Greenfield, Mass., and its allied com-
panies, the Northern Massachusetts
Street Railway and the Concord, May-
nard & Hudson Street Railway, the
supervising management of the three
companies has been placed in charge
of three committees of bankers, of
which Joseph W. Stevens, president of
the First National Bank, Greenfield, is
chairman.

It is given out that the reason for
the change is mainly because the
cash working capital of the companies
has been practically exhausted by ex-
traordinary expenses of operation and
management due to various unfavor-
able conditions growing out of the
years of world war.
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Receiver for Memphis Street
Railway

T. H. Tutwiler, president of the
Memphis (Tenn.) Street Railway, and
F. S. Elgin, former United States
marshal, were appointed receivers of
the company on Jan. 20 as a result of a
petition filed in the Federal Court at
Memphis by the American Cities Com-
pany, which controls the local Memphis
property.

It was claimed that the Memphis
Street Railway owed debts amounting
to $150,000 and was embarrassed with
respect to wages and taxes and that
it was involved in a dispute over a
bank credit.

Early in December suit was brought
to recover on the promissory note of
the company to the Bank of Commerce
& Trust Company in the sum of $150,-
000. The appeal stated that the rail-
way was entitled to a credit on the
note in the sum of $57,530, which rep-
resented the amount on deposit in favor
of the bank on Dec. 2, the day on which
the note went to protest. T. H. Tut-
wiler, president of the railway, is re-
ported to have said at that time that
while the note was payable on demand,
the bank had agreed not to call the
note for payment without giving the
corporation sufficient time to meet it.

The petition asking the receivership
alleged the Memphis company had con-
tracted liabilities totaling $850,000,
which it was unable to pay at this time.
The National War Labor Board recent-
ly awarded employees of the company
a 60 per cent increase in wages. Appli-
cation to increase fares from 5 cents to
6 cents was made to the City Commis-
sion, but later was withdrawn after the
commission announced it would submit
the petition to a referendum.

Wants Abandonment Order
Modified

Public Service Commissioner Bar-
hite has reserved decision upon a peti-
tion by the Dunkirk (N. Y.) Street
Railway for a rehearing on the order
of the commission on Dee. 14 which
approved the proposed abandonment of
the Dunkirk Street Railway, leased to
the Buffalo & Lake Erie Traction Com-
pany.

The order provided that operation of
cars might be abandoned, provided se-
curity was furnished to the city for
the payment of all taxes and assess-
ments and that the tracks and other
apparatus belonging to the road should
not be removed until further order of
the commission.

The Dunkirk company asked that the
order be amended so that it will relate
solely to taxes or assessments now due
or which have become-a lien on the
property and that the provision relat-
ing to future taxes be stricken from
the order except installments on pav-
ing assessments now levied. The com-
pany also asks that the order be modi-
fied so that it can abanden parts of its
line, as specified. TUnless it abandons

its tracks, it says it will be required to
maintain them at considerable expense
and subject itself to possible liability in
negligence actions and future paving
assessments on unpaved or partly paved
streets, all of which would be obviated
if the tracks were removed. The rail-
road company asks the commission to
resettle the order, as indicated in its
petition.

Authorizes Bonds for M.O.

The voters of Fort Collins, Col., by
an overwhelming majority, have ap-
proved a bond issue of $100,000 for
the purchase of the local lines of the
Denver & Interurban Railroad in Fort
Collins, consisting of 7.5 miles of line.
On Sept. 6 last the street railway
committee of the Commercial Club of
Fort Collins held a meeting at which
plans were discussed for taking over
the property. It was understood then
that the railway had made a definite
proposition to sell the local system for
$75,000, or any part of the line at the
invoiced value. The railway is in the
hands of William H. Edmunds as re-
ceiver.

Financial
News Notes

Commission Considering Abandon-
ment Plan.—The case of the Washing-
ton Water Power Company, Spokane,
Wash., which seeks to abandon some of
its city railway lines, has been taken
under advisement by the State Public
Service Commission. A decision is ex-
pected shortly.

Service to Be Resumed.—After lapse
of three weeks the Bay State Street
Railway, Boston, Mass., will re-estab-
lish service from Iron Hill Street, East
Weymouth, to Columbia Square, South
Weymouth. The Selectmen have prom-
ised that the company will be paid
$2,500 by popular subscription for im-
mediately needed repairs.

Montreal Tramway Issue Reported.—
The Montreal Tramway & Power Com-
pany, Montreal, Que., is understood to
have sold to a syndicate of Montreal
bankers a new issue of $7,300,000 of
65 per cent five-year gold notes, the
proceeds of which will retire the out-
standing issue of $5,300,000 and pro-
vide additional working capital.

New Brooklyn City Director.—
Charles M. Pratt has resigned as a
director of the Brooklyn (N. Y.) City
Rzilroad, which is controlled by the
Brooklyn Rapid Transit Company, and
has been succeeded by Dick S. Ramsey.
Mr. Ramsey is president of the East
River Savings Institution, New York,
and is also a trustee of the Kings Coun-
ty Trust Company, Brooklyn.

Court Winds Up Chicago Suburban
Road.—Bondholders of the Chicago &
Milwaukee Electric Railway, Highwood,
IIl, sold under foreclosure and succeed-
ed by the Chicago & North Shore Elec-
tric Railway, have received $2,432,698
as the final proceeds of the sale of the
road in an order entered by Federal
Judge Landis. The decree means that
for each $1,000 par value the bondhold-
ers will receive $608.17.

Lake James Sale Feb. 10.—The Lake
James Railroad, controlled by the In-
diana Utilities Company, Angola, Ind.,
including the right-of-way, equipment,
real estate and amusement property
at Lake James, will be sold at public
auction at the court house in Angola,
Ind., on Feb. 10. Authority to the com-
pany from the commiission to abandon
the line was noted in the ELECTRIC
RAILWAY JOURNAL for Jan. 18, page 158,

$3,000,000 of One-Year 6 Per Cent
Notes.—The Spokane & Eastern Trust
Company, Spokane, Wash., announces
an issue of $3,000,000 of one-year notes
of the Washington Water Power Com-
pany, Spokane, Wash., to be put out as
of Feb. 2. They will bear interest at 6
per cent, payable quarterly in Spokane
at the office of the Spokane & Eastern
Trust Company or in New York at the
office of the Central Union Trust Com-
pany.

Bonds for Extensions and Improve-
ments.—At the annual meeting of the
stockholders of the Toledo Railways &
Light Company, Toledo, Ohio, on Jan.
16, a bond issue of $3,200,000 was au-
thorized, the proceeds of which are to
be used in making improvements and
extensions to the light and power prop-
erty. Plans for the improvements are
being worked out by the engineers, but
the officers are not yet ready to make
any announcement in regard to them.
All of the directors and officers were
re-elected. :

Foreclosure Sale on Feb. 8.—Robert
C. Swing, special master commissioner,
will sell at Cincinnati, Ohio, on Feb. 8 *
at public auction, without regard to a
minimum price, in accordance with the
decree of foreclosure of the $600,000 of
5 per cent mortgage of 1905 and the
$250,000 of 5 per cent mortgage of
1907, all the properties, etc., of the
Cincinnati & Columbus Traction Com-
pany, consisting of a fully equipped
electric railroad extending from Nor-
wood, near Cincinnati, to Hillsboro,
Ohio, a distance of 53 miles.

Opposed to Abandonment.—The Real
Estate Board of the Chamber of Com-
merce of Yonkers, N. Y., on Jan. 17
filed with the Public Service Commis-
sion, Second District, resolutions adopt-
ed on Jan. 14 opposing the discontinu-
ance of lines in Yonkers by the Yonkers
Railroad and asking for better service.
The resolutions favor increased rates
of fare for a reasonable period if it is
shown that insufficient revenue is be-
ing received by the company to enable
it to furnish better service and without
the discontinuance of any of its lines
and including’ restoration of all night
lines.
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Bondholders Buy Evansville Prop-
erties. — The Evansville & Mount
Vernon Electric Railway, the Evansville
& Eastern Electric Railway and ‘the
Fvansville Terminal Railway, proper-
ties of the Evansville (Ind.) Rail-
ways, were sold at receiver’s sale on
Jan. 18 for $335,000 to William H.
McCurdy, Albert Karges and Marcus
S. Sonntag, Evansville, representing
bondholders. The Henderson line was
not involved in the transaction. The
properties will be reorganized in ac-
cordance with the plan outlined in the
ELECTRIC RAILWAY JOURNAL for Jan. 4,
page 71. Articles of incorporation for
the successor company, the Evansville
& Ohio Valley Railway, have already
been filed with the Secretary of State
of Indiana.

Foreclosure Action Threatened.—A
delegation of Boston bankers represent-
ing holders of bonds of the Interna-
tional Railway and the International
Traction Company, Buffalo, N. Y., upon
which interest is in arrears, called upon
the Mayor of Buffalo recently and asked
what the city intended to do in the
matter of allowing the company to
charge a higher rate of fare. It de-
veloped at the conference that if an
agreement between the city and com-
pany is not reached by Jan. 31, a fore-
closure action will be brought against
the company by the bondholders. The
ninety days of grace for the payment
of interest on some of these bonds ex-
pires at that time.

Part of Interest in Cash—Notice is
given that in accordance with the re-
organization scheme for the Barcelona
Traction, Light & Power Company, ap-
proved on Dec. 19, 1918, 1 per cent
will now be paid in full discharge of
the half-year’s interest due on Dec. 1,
1918, on the bonds of the company
against surrender of coupon No. 14.
Last June T. Porter, secretary of the
committee of bondholders of the com-
pany, addressed a statement to the
holders of the bonds to the effect that
owing to delay and complications re-
sulting from the continuance of the
war, it would be impossible for the
company to resume full payment in
cash of the interest due on its bonds

on Dec. 1. He said then it was hoped
to arrange for a payment of part of
the due interest in cash, with deferred
payments for the rest of the interest.

Lehigh Valley Passes Dividend.—
Harrison R. Fehr, president of the Le-
high Valley Transit Company, Allen-
town, Pa., at the annual meeting of the
company on Jan. 13 in submitting his
report to the stockholders, said: “Ow-
ing to the smaller net earnings your
board of directors did not feel justi-
fied in continuing dividends on the com-
pany’s preferred stock.” For the fiscal
year ended Nov. 30, 1918, the total
gross earnings are reported to have
increased to $3,320,000, or $445,000
more than the preceding year, while the
total operating expenses increased
$594,000 to $2,500,000. The total net
income (including other income) was
$1,029,000 for 1918 as against $1,179,-
000 for the year before. The gross
earnings increased 15 per cent, while
the operating expenses increased 32
per cent, and the net divisible income
decreased $105,281, or 23 per cent.

Status of Mount Vernon Displace-
ment.—Full information has been re-
ceived regarding the Mount Vernon
(Ohio) Railway, which was reported as
facing dismantlement in 1917 and as
being confronted with an injunction
against dismantlement in 1918. It ap-
pears that after the foreclosure sale of
this 9-mile property for junk in 1917,
it was all dismantled except the rails
in pavement inside the city of Mount
Vernon. The city secured an injunc-
tion against the tearing up of this
track until some security was given
that the street would be repaired there-
after. Upon a full hearing in the Court
of Appeals of Knox County, the city
was defeated because the ordinance
made no provision for such repair. The
city then applied to the State Supreme
Court and received late in 1918 leave
to file its case. It is now pending
therein.

Want Constituent Charters Forfeited.
—-A petition has been made to Attor-
ney-General Charles D. Newton of New
York to take steps to have the charters
of the eighty-three constituent com-
panies of the Brooklyn Rapid Transit

System declared “legally dead” and for-
feited. The petition is made by Leslie
J. Tompkins, formerly first assistant
district attorney of New York and now
a professor of law in New York Uni-
versity, and Edwin M. Otterbourg, a
lawyer, acting as citizens. They say
they “represent no private or selfish
interest nor do they represent any civic,
social or business body in making this
petition.” Mr. Otterbourg is quoted to
the effect that “the forfeiture of these
cerporate charters will make it possible
without delay to reorganize this entire
system.” According to him “the organi-
zation of a new company under private
or public ownership would be entirely
practicable.” State Attorney General
Newton has referred the application
of Messrs. Tompkins and Otterbourg to
Deputy Attorney General Cheney, until
recently a Public Service Commissioner
for the Second District. Attorney
General Newton, it was said, will take
no action until he has received Judge
Cheney’s report.

Seattle M. O. Line Now Running
Behind.—The annual report of Thomas
F. Murphine, Superintendent of Public
Utilities of Seattle, Wash., on the mu-
nicipal railway, recommends the elimi-
nation of ticket fares, regulation of
Jjitney traffic, establishment of safety
zones on Fourth Avenue, and a ban
against parking cars at the curb on
business streets. According to the re-
port, the municipal railway system dur-
ing the last eight months of the year
ended Nov. 30, showed a net surplus of
$2,277, exclusive of depreciation. The
first four months of the year indicated
a loss, exclusive of depreciation, of
$12,543. The report states that the
rurchase of the new cars will mean
that, as soon as the Ballard substation
is completed and new power feeders
can be placed on Division C, the mu-
nicipal lines will be able to give service
adequate to the needs of people tribu-
tary thereto. Mr. Murphine suggests
a number of improvements, and rec-
ommends that an ordinance be drafted
rroviding for the sale of $200,000 in
utility bonds to cover the improve-
ments. Mr. Murphine has been reap-
pointed to office by Mayor Hanson.

Electric Railway Monthly Earnings

AURORA, ELGIN & CHICAGO RAILROAD, WHEATON, ITL.

Operating  Operating  Operating ~ Fixed Net

Period Revenue  Expenses  Income Charges Income
1m., Nov., '18 $177,453 *$|64 179 $13,274 $38,568 1$25,294
Im., Nov.,’17 175,788 ,668 16 )

11m., Nov.,’18 1,952,758 *I 694 245 258,513 400,407 1141,894
11m., Nov., '17 1,995,776 *1,434,301 561,475 392,892 168,583
LASTERN TEXAS ELECTRIC COMPANY, BEAUMONT, TEX.
Im.. Sept., ’18 $98,293 #$55,051 $43,242 $15,252 1$28, 600
Im., Sept., ' 17 77,984 *44,016 33,96 2,05 124,299
12m., Sept., ’18 1,074,683 *597,794 476 889 156,875 "33) 380
12m., Sept., *17 921,734 #504,460 417,274 128,470 1300 115
EL PASO (TEX.) ELECTRIC COMPANY
Im., Oct., '18 $95,245  *$74,592 $20,653 $6,818 $13,835
Im., Oct., '17 111,011 #65,970 45,041 6,501 38,540
12m., Oct., '18 1,245,437 *853,740 391,697 80,321 311,376
12m,, Oct., *17 1,284,073 *7717,855 506,218 64,601 441,617
FEDERAL LIGHT & TRACTION COMPANY, NLW YORK

- Sept o 18 $286,640  *$216,564 $70,076 $50,870 $19,206
.. 237,357 *#179,256 58,101 50,583 7,518
9m., ,' 2,576,526 *1,813,797 762,729 455,109 307,620
9m., Sept., 17 2,036,089 *1,427,568 608, 521 442,709 165,812

FEDERAL LIGHT & TRACTION COMPANY, NEW YORIS, N. Y.

Operating  Operating  Operating  Fixed Net
Period Revenue Fxpenses  Income  Charz Inconie
Im., Oct.. ’18 $276,854 *$214512  $62,342  §$33, nm $9,323
Im., Oct., ’17 254,713 *184,107 70,606 50, 20,09
10m., Oct., *18 2,853,380 *2,028,309 825,071 508, 19 316,942
10m; Oct, '17 2,200,802 *1,611,674 679,128 493,218 185,910

HUDSON & MANHATTAN RAILROAD, NEW YORK, N. Y.
Im., Nov., 18 $569,259  *$385,502  $183,757 $4,883  1$179,755
Im., Nov., '17 527,250  %278040 248310 4843 1245219
Him, Novi, 18 6,032,741 *3,401,315 2,541,426 56,344 12,498,042
Tm; Nov,'17 5,596,927 *2,814344 2782583 54,080 12,739,458
NEW YORK (N. Y.) RAILWAYS
Im., Nov., 18 SD0315T IO 403387 SZIIAL His169.002
Im’, Nov., 17 ¥745,716 252,708 281,139 119,691
12m,; Nov,, ’18 4, G181 “Apiiash  seasls 1390380 +1607,801
12m7 Nov, '17 5,387,330 *3935,100 1,452,221 1,408,747 1292486
SAVANNAH (GA) ELECTRIC COMPANY

$107.001 T50880 17012 82553 138520
88,1 57,690 30,414 241451 5,963
1,165, 107 vsazias  342ess 301,458 41,501
'955,658 636,924 318,734 289,703 29,031

# Includes taxes. T Deficit. 1 Includes non-operating income.
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Local Board Lacks Authority

New Orleans Body Loses in Suit Seek-
ing to Fix Its Rights Over
Fare Rates

Judge King in the Civil Distriet
Court at New Orleans, La., has refused
the injunction sought by the Board of
Public Utilities against the increases
in rates of fare for electricity and for
gas for the New Orleans Railway &
Light Company, provided for by an
ordinance of the Commission Couneil
of the city. The court gives thres
reasons why the act creating the board
is unconstitutional. Should the Su-
preme Court sustain the decision on
appeal, the Board of Public Utilities
will cease to exist.

Late in December the board, acting
upon the advice of Attorney General
Coco, laid the foundation for a test suit
to determine its power and authority
to regulate the public service corpora-
tions of New Orleans by adopting a
resolution abrogating and annuling the
rate increases allowed by the Commis-
sion Council and ordering the restora-
tion of the old rates. In order to
make the resolution effective the com-
mission sought an injunction through
the court.

In its decision denying this injune-
tion the court said in part:

The sole and only question presented to
the court in this case is, who has control
of the public utilities in the city of New
Orleans, the Commission Council of New
Orleans or the Board of Public Utilities of
the city of New Orleans? It is purely a
legal question to be determined under the
articles of the constitution, the statutes of
the State and the decisions of our courts.

Article No. 319 of the constitution says:

“The electors of the city of New Orleans

and of any political corporation which may
be established within the territory now, or
which may hereafter be embraced within
the corporate limits of said city, shall
have the right to choose the public officers,
who shall be charged with the exercise of
the police power and with the administra-
tion of the affairs of said corporation in
whole or in part. This article shall not
apply to the board of liquidation of the

y debt, nor shall it be construed as pro-
h!blting the establishment of board or com-
missioners, the members of which are
elected by the Council or appointed by the
Mayor with the consent of the Council.”

It is clear from the act that the functions
of the Board of Public Utilities are local
in character to be exercised in the city of
New Orleans, and they constitute the exer-
cise of police power of the city and an ad-
ministration in part of its affairs,

'he act_authorizing the members of the
Board of Public Utilities, appointed by the
Governor, not elected by the electors of
the city of New Orleans, to exercise them
in this city controvenes article No. 319
of the constitution and in that respect is
null and void. It has been so decided in
the case of the State of Louisiana ws. the
Lafavetto Fire Insurance Company, 134 La.

9. The same doctrine was held in
Watson vs. McGrath, 111 La. P. 1097—109
La. P. 838 and 52, La. P. 1604.

‘The Board of Public Utilities of the city
of New Orleans created by the act is not
a corporation and cannot sue or be sued.
At best, if it were constitutional, it is but
another department of the city government
such as the commissioner of the department
of public property, commissioner of pub-
lic finances and commissioner of public
safety and city engineer, and they cannot
sue or be sued separately.

The act in question also violates Articles
Nos. 31 and 32 of the constitution. Article
No. 31 says:

“Every. law enacted by the General As-
sembly shall embrace but one object, and
that s%]all be expressed in its title.” Article
No. 3

“No law shall be revived, or amended
by reference to_its title, but in such cases
the act revived, or section as amended.
shall be re-enacted and published at

The ‘enacting section of the act in question
does not amend or prescribe for the amend-
ment of any scribe, section or provision
of the city charter, but declares that the
amendment shall be made and effective
through the addition of certain provisions
without change or amending any section or
provision in any respect whatsoever.

There is no amendment or change in the
body of the act to sustain the title which
declares that the object is to amend the
city charter. The act clearly violates these
two articles of the constitution. For these
reasons the rule pasi is dismissed.

Denver Restores Six-Cent Fare

The Denver (Col.) Tramway went
back to a 6-cent fare on Jan. 16. This
action followed a decision by the Su-
preme Court of Colorado reversing a
ruling made by the Public Utilities
Commission for increased charges in
favor of the Mountain States Telephone
& Telegraph Company. The question
of jurisdiction had been raised by of-
ficials of the city of Denver and the
matter was taken to the Supreme Court
on stipulation for the purpose of bring-
ing a test of Sec. 6 of Art. 20 of the
Constitution.

F. W. Hild, general manager of the
Denver Tramway, in a letter to the
Mayor telling of the company’s volun-
tary return to the 6-cent fare, said it
was the policy of the company to abide
solely by the legal rights as orderly
determined. The 6-cent fare will be
restored pending a final decision in the
telephone rate case. There will be no
charge for transfers. The 7-cent fare,
with 1 cent additipnal for transfers in
Denver had been granted by the utili-
ties commission, while the 6-cent fare
had been authorized by the city and
approved by the commission.

The majority opinion of the court in
the telephone case held that two
agencies entered into the regulation of
public utilities companies, namely, the
commission and the municipality. It
cleared the doubt hanging over the
meaning of the twentieth amendment
in respect to special charter Ccities,
among which are Denver, Pueblo, Colo-
rado Springs, Grand Junction, Fort
Collins and Boulder, setting forth that
these municipalities have exclusive
right to fix the rates. All other terri-
tory comes within the provisions of the
commission. It is estimated that the
decision deprived the commission of
jurisdiction over nearly one-half of the
population of the State, the six cities
having in excess of 400,000 inhabitants.

The telephone company has an-
nounced that it intends to file a peti-
tion for a rehearing.

Portland Fare Readjustment

Maine Commission Hopes New Changes
Will Solve Rate Question—Recent
Increase Disappointing

To aid the Cumberland County Light
& Power Company, Portland, Me., to-
ward a new start if the railway service
is to be better and the rates not un-
reasonably increased, the Public Utili-
ties Commission will order changes in
the present zone system to cure dis-
criminations from which some patrons
suffer, and will authorize an entirely
different method of collecting fares.
Both are somewhat radical. This will
put some additional burdens on the
company. The commission believes,
however, that if successfully carried out
the changes will improve service.

RETURN OF PRE-WAR CONDITIONS
MAY HELP

The commission says that the fares
on the Island lines must under present
conditions be raised to 6 cents like those
paid on the rest of the system. It is
estimated that this may furnish $45,000
additional revenue, less than one-fifth
that now needed. Notwithstanding
this need the commission says it will
not now authorize any further increases
in railway rates. It looks forward to
a return to pre-war conditions to help
in the final adjustment.

At the time of the original appeal
of the ecompany to the commission for
relief the State’s experts testified, and
it was conceded, that the petitioner re-
quired additional net revenue of not
less than $122,956 a year. It was esti-
mated that the schedule then adopted
would provide $110,000, and that the
balance might be obtained through
economies in operation by rerouting
some cars and cancelling some car units.

At the final hearing the experience
of August, September and October,
under the new schedule was available.
October traffic was influenced to such
an extent by the influenza epidemic that
it was disregarded by mutual consent.
August and September showed an in-
crease in gross passenger revenues of
eight-tenths of 1 per cent, instead of
the 10 per cent necessary to produce
$110,000. The gross increased $1,7564
over the corresponding two months of
the preceding year. At the same time
operating expenses increased $20,506.

‘WHAT THE RESULTS SHOWED

Taking all operations into account
the net operating revenue for the two
months in 1918 was $17,547 less than in
1917. But the expenses included an ad-
ditional allowance of $10,460 per month
for depreciation, recommended by Mr.
Feustel, the street railway expert em-
ployed by the State. There was, there-
fore, an actual gain of $3,372 net for
the two months, or $1,686 a month
against approximately $10,000 a month
agreed to be necessary to maintain the
solvency of the railroad operations if
conditions remained the same as they
were when this petition was filed.

Before the hearing was completed
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the War Labor Board ordered an in-
crease in wages amounting to about
$150,000 a year. This with the mini-
mum requirement found by Mr. Feustel
amounts to $22,500 a month. The net
increase indicated by August and Sep-
tember leaves a deficit of more than
$20,000 a month or nearly two and one-
half times the entire rental charge.

There was no expectation that the
increased revenue derivable from a
6-cent fare on the Island lines would
provide anywhere near the minimum
amount required before this latest in-
crease in wages, and with that in-
creased payroll the company would
still be behind twice its rental charge.
Faced by this development the peti-
tioner asked the commission to go be-
yond the prayer of the petition and
construct a schedule that would enable
it to meet the present demands.

In explanation of the change which
the commission proposed now to put
into effect it said:

It is obvious that unless there is an
early marked improvement, both the
company and the communities which are
dependent upon it will be in a serious situ-
ation. If the railroad operations were not
being supported by the light and power
department the crisis already would have
been reached, but this department cannot,
and_will not be permitted to_carry such a
burden indefinitely. It would result either
in unreasonable rates for light and power

users, or in crippled service, and both are
Wrong.

Final Chicago Fare Hearing
on Feb. 3

The Chicago (I1l.) Surface Lines
must wait several weeks more for an
answer to its appeal for a 7-cent fare.
This was the outlook when the last evi-
dence was introduced before the State
Utility Commission on Jan. 17, at which
time an adjournment was taken until
Feb. 8 for final arguments. President
L. A. Busby was the principal witness
during the several hearings.

The city made its fight mainly on the
valuation of the property. The pur-
chase price as fixed by the city ordi-
nance is about $156,000,000, but the
claim is made that this should not be
considered for rate-making purposes.
The city contends that the real value
is nearer to $70,000,000 if deductions
are made for franchise and intangible
values, depreciation, renewals charged
to capital account and a few other
items. The companies contend that all
these allowances are provided for in
the ordinance and bonds have been is-
sued for the full amount under the
terms of the contract.

Some members of the commission
have hinted that the entire fare should
be devoted to transportation purposes,
thus excluding expenditures for main-
tenance of paving, for the city’s 55 per
cent and part of the allowance for re-
newals. Mayor Thompson was a wit-
ness at the final hearing. He argued in
favor of the sacredness of the present
contract which calls for a 5-cent fare,
although he admitted having indorsed
the plea of the employees for'a change
in wages, which had been made in-
adequate because of war conditions.

A Precedent in Pennsylvania?

Review of the Opinion of the Commission There in the First of the
Six-Cent Fare Cases to Come Before It

In the first of the 6-cent fare cases
to be decided by the Public Service
Commission of Pennsylvania, com-
plaints filed against the advance from
5 cents to 6 cents a fare zone by the
Conestoga Traction Company, Lancas-
ter, Pa., were dismissed, the commis-
sion allowing the increase.

OTHER SIMILAR APPLICATIONS

The decision is regarded as indicat-
ing that the commission will allow
other fare increases to remain against
which complaints have been filed. In-
cluded in these are the advances made
by the Harrisburg Railways from 5
cents to 6 cents a zone and the Valley
Railways, Lemoyne, Pa., from 5 cents
to 7 cents a zone.

Although the increase at Lancaster
is permitted, the commission recom-
mends that in the future should there
be any marked reduction in operating
expenses or increase in revenues, the
company is to readjust its rates, and if
it fails to do so the commission pro-
roses, upon notification, to make such
changes as are warranted.

The Conestoga Traction Company
operates in Lancaster with ten inter-
urban lines extending into surrounding
territory. There are about 164 miles
of single track, of which about 20 miles
are in Lancaster. The system is oper-
ated on a zone basis. The Lancaster
city zone includes the entire city and 1
mile beyond. By a schedule of rates
filed effective on Aug. 2, 1918, the com-
pany increased its regular zone fares
from 5 cents to 6 cents. Increases were
also made on return-trip and commuta-
tion rates.

The complaints were directed against
these increases, particularly those on
its interurban line between Lancaster
and Coatesville and in the city of Lan-
caster. Complaint was also made that
in Lancaster the increase violated the
provisions of certain franchise ordin-
ances granted to some of the respond-
ent’s constituent companies. In so
far as this part of the complaint was
concerned, the commission pointed out
that it had, in its report in Wilkins-
burg vs. Pittsburgh Railways, P. U. R.
1918, F, page 131, held that rate regu-
lating franchise conditions do not pre-
clude it from exercising the supervis-
ory powers delegated to it by the pro-
visions of the public service company
law. This part of the complaint was,
therefore, dismissed.

BURDEN OF PROOF ON RESPONDENT

As to the reasonableness of the in-
creased rates complained of, the re-
spondent assumed the burden of proof.
It appeared to the commission that the
increase was made to meet in part in-
creased operating cost resulting from
war conditions.

The average interurban rates per
mile under the increased rates were

as follows: Single fares 2.4 cents per
mile; round-trip 1.8 cents per mile;
monthly tickets 1.6 cents per mile.

In its opinion, on which is based the
order continuing the increased fare,
the commission says in part:

‘Whether the proceeds of all of its capital
stock and bonds were used in acquiring or
constructing its system was not definitely
shown. Its bonds and preferred stock are
worth par. The value of its commeon stock
was not shown.

From the foregoing statements it would
appear that respondent will receive, under
the increased rates, an annual net revenue
to be applied for deprcciation and fair re-
turn for the year ending Aug. 1, 1919, the
sum of $283,526. We should bear in mind
that out of this sum it is obligated to pay
as rental or dividends on its leased lines
the sum of $18%,257.

Under these facts, is respondent justified
in making the increase in its rates which
are complained of? The answer to this in-
quiry is to be found in ascertaining whether
$283,526 annual net revenue is sufficient to
allow a proper sum for depreciation and
pay a fair return upon the used and useful
property needed in the rendering of its
service to the public.

PROPERTY NoOT VALUED

No _valuation of respondent’s property
was shown. The amount of its capital stock
and outstanding bonds and the number of
miles of track is practically all the evidence
indicating value. he commission will not
attempt to make any determination as to
the fair value of respondent’s used and
useful property. It deems it unnecessary
so to do. The making of a detailed valua-
tion would impose a burden upon respond-
ent that is not required to meet the ex-
igencies in this case.

It is a matter of almost common knowl-
edge that a street railway system, such as
respondent’s, may have a value per mile of
track of any sum from $20,000 upward.
If we use the flgures of $30,000 per mile,
respondent’s system would have a value of
approximately $5,000,000. We do not say
it is of this value. It may be more or
less. What we intend to say is that if
we use the evidence we have, with our
knowledge of street railway values, we can
reach a conclusion as to whether or mnot
the sum of $283,526, respondent’'s annual
net revenue as ascertained above. for the
year ended Aug. 1, 1919, will be sufficient
for depreciation and a fair return upon
its_property. L.

From all_the evidence, the commission
has reached the conclusion that the in-
creased rates of respondent are not un-
reasonable. If in the future there should
be any material reduction in operating cost
or if respondent should receive increased
revenues, it should adjust its rates in con-
formity with its obligation to the public.
If it fails to do so the commission, on hav-
ing its attention directed thereto, will make
such adjustment as_the public needs de-
mand. The complaint will be dismissed.

A Rookie at Louisville

The Louisville (Ky.) Railway has for
some time followed the plan of giving
new men accepted for employment
their preliminary training on the loop
at the Kentucky State Fair Ground,
which embraces about 1% miles of
track. This line is idle all year, ex-
cept during the State Fair i.n Septem-
ber. It makes an excellent circuit upon
which the motormen try out the air and
the conductors learn how to handle
their gates and bells. After a few
days’ work with the regular instruction
car, under the direction of an inspec-
tor, the men are placed under the charge
of older men for a few days on the
city lines.
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Six-Cent Fare Upheld

Deciding Chicago Elevated Case
Court Holds Utilities Commission,
Not City, Has Jurisdiction

Circuit Court Judge Jesse A. Baldwin
issued a ruling on Jan. 22 denying the
application of States Attorney Hoyne
for an injunction to restrain the Chicago
Elevated Railways from charging the
6-cent fare which was granted recently
by the Public Utilities Commission of
Hlinois.

Judge Baldwin declared that no
matter what agreement the muni-
cipality had with the elevated roads
regarding fares the State commission
had sole jurisdiction over the matter.
He said:

Although the city possesses the power to
permit or prohibit railroad companies from
laying their tracks and operating their
roads across, over or upon its streets and
highways, neither Chicago nor.any other
municipality in the State has the power, by
prescribing in the ordinances the rates of
fare to be charged, to make such contracts
with railroad companies concerning such
rates as will deprive the General Assembly
of Illinois of its rights under the police
power to change these rates of fare from
time to time.

A formal order of the court was not
entered at once due to a request of
States Attorney Hoyne for an oppor-
tunity for his office and other attorneys
representing other objecting parties to
confer on the matter and decide what
step to take next. Later Mr. Hoyne
said:

The Supreme Court of this State has fre-
quently held that city ordinances limiting
the rates of street car and gas companies
were valid and binding contracts whicn
could not be broken. The decision of Judge
Baldwin is that such contracts must be
held to have been made subject to the right
of the State to change the rates fixed in
such contracts and that therefore when
the Public Utilities Commission was created
by law in 1913 that this commission can
change all such rates and that therefore
the city of Chicago and all other cities have
been absolutely deprived of home rule over
public_utilities by the passage of the pub-
lic utilities act. If Judge Baldwin is right
in his construction, the people of Chicago
should rise at once and call upon the pres-
ent Legislature to repeal this legislation.

States Attorney Hoyne immediately
filed a petition asking for an injunction
restraining the railroad companies
from collecting the increased rate on
the ground that such a rate was a
violation of the contract and franchise
of the companies with the city.

The 6-cent fare went into effect on
the elevated roads Nov. 19 last with the
consent of the commission. The com-
mission decision was outlined in the
issue of the ELECTRIC RAILWAY JOURNAL
for Nov. 23, page 940.

In

Houston Case to Court

The Houston (Tex.) Electric Com-
pany filed suit in the Sixty-first Dis-
trict Court against the Mayor and City
Council of the city of Houston, pray-
ing for a temporary injunction re-
straining them from enforcing the
G-cent fare ordinance passed on Nov.
6. The petition also seeks to restrain
the city from interfering with the
plaintiff in collecting the 6-cent fare
provided in the ordinance passed by

the Council on Sept. 19, which was
defeated in the election held on Nov. 5.

The petition also asks a peremptory
writ of mandamus requiring the City
Council to exercise its own judgment
and discretion as manifest in the ordi-
nance of Sept. 19 and preventing it
from delegating its rate-making powers
to any other agency.

The basis of the suit is the conten-
tion of the company that rate-making
is a legislative function which, through
the charter granted the city of Hous-
ton by the Legislature in 1905, it spe-
cifically delegated to the governing
body of the city of Houston, which is
in fact the Mayor and City Council.
It is further contended that the city is
without legal authority to redelegate
this power and, therefore, the action of
the Council in abrogating its functions
is null and void.

The case is expected to come to trial
this month.

New Jersey Company Explains
to Public

The Public Service Railway, New-
ark, N. J., is securing new data for the
arrangement of rate schedules in the
preparation of its zone system report
to be submitted to the Board of Public
Utility Commissioners on March 1.
During August and September the com-
pany made an investigation of the rid-
ing on all its lines in the collection of
data for the zone report, but the fare
raise which became effective on Oct. 5
made a supplementary census neces-
sary. The company has issued this
statement:

It was a foregone conclusion that the
change in rate would cause some diminu-
tion in riding, and the actual loss of riders
is almost identical with the estimates of
the company officials. The investigation
is for the purpose of determining just what
class of riders was affected by the increase
in fare. It is generally taken for granted
that those who have ceased to patromize
the cars are the so-called short riders. but
the entire study which the railway is mak-
ine of the zone system has heen pursued
on the basis of leaving nothing to chance.
Naturally, under the zone system, the long-
distance rider would pay more than the
short-distance rider, and to fix equitable
charges for service it is essential that
there should be knowledge of the volume
of riding that would originate in each zone
and the length of rides that would be taken
by the users of the cars. The company
has in its possession the facts when the
5-cent fare was in operation, and it is to
determine as mnearly as possible what
changes have developed since the fare was
raised that the count will be made.

Commission to Check Service
in Rochester

An immediate check of the pres-
ent service of the New York State
Railways in Rochester was ordered by
the Public Service Commission for the
Second District of New York on Jan. 13,
following a request by Herbert J. Winn,
William A. E. Drescher and George
Eastman, a committee representing
Rochester business interests.

An inspector was sent to Rochester
after Commissioner Barhite brought
the matter to the commission’s atten-
tion with instructions to make a com-

plete investigation of the traction serv-
ice and inform the Rochester public of
the results of the checking up. The
railroad company, following advertise-
ments that it intended to curtail its
service 25 per cent, was cited before
the commission on Dec. 11 at which
time it was agreed that the company
should make certain service reductions
during the non-rush hours only, start-
ing on Jan. 2

The Rochester committee informed
the commission that it secured Price,
Waterhouse & Company to make an
examination of the railway company’s
books on which to base an intelligent
opinion as to the need of increased
fare, actuated only by the desire to
serve the public interest. As another
situation has now arisen the commit-
tee respectfully asked, with the same
object in view, whether it would not be
possible to have an inspector detailed
by the commission to check up the serv-
ice and for the benefit of Rochester
give the public the facts as shown by
such investigation. The commission,
upon receiving the request, took im-
mediate action.

Increase for Lake Erie Line

The Public Service Commission for
the Second District of New York at
its regular session on Jan. 14, Chair-
man Charles B. Hill presiding, passed
an order authorizing George Bullock,
as receiver of the Buffalo & Lake Erie
Traction Company, to increase the rate
of fare to 3 cents a mile on interurban
cars during the war and for six months
thereafter. The order granting the in-
crease may be reopened at any time
when it appears to the commission that
the reasons for permitting the receiver
to charge the increased fare no longer
exist. The new fare rate goes into
effect on Jan. 27.

In granting the increased fare to the
company the commission holds that
although it may not be of permanent
benefit to grant an increased fare on
account of désperate financial condi-
tions of an electric railway, such relief
may be granted with the hope of pre-
serving the road for the public until
a more favorable financial condition of
the country may lead to permanent re-
lief.

The road’s receiver asked permission
to increase interurban rates in New
York State from 2 cents to 3 cents per
mile. The road runs from Erie, Pa., to
Buffalo, about 20 miles within Penn-
sylvania and 68 miles in New York
State, The intrastate service in New
York is on a 2-cent-a-mile basis and
the receiver applied for a 2i-cent rate,
then 2% cents and finally 3 cents. Penn-
sylvania has granted a 3-cent rate and
the United States authorities have al-
lowed the same rate for interstate busi-
ness. The receiver filed a 3-cent-a-mile
tariff, effective on Sept. 8, 1918, but its
operation was suspended by the com-
mission, pending the investigation con-
cluded on Jan. 14.
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Transportation
News Notes

Seven Cents in Wausau—The Wis-
consin Valley Electric Company, opera-
ting in Wausau, Wis., has been au-
thorized by the Railroad Commission
of Wisconsin to increase its fares from
5 cents to 7 cents. The company asked
permission to charge a 10-cent cash
fare.

Fare Provisions Hold. — Federal
Judge Henry T. Reed has ruled against
the Dubuque (Iowa) Electric Company
in its application for a writ of super-
cedeas to cancel the provisions of its
franchise, which requires a half fare
for workingmen during certain hours of
the day.

Injunction Proceedings Delay Fare
Increase.—Because of an injunction
suit filed in the courts of Lake County,
Ohio, the Cleveland, Painesville &
Eastern Railway has postponed the ap-
plication of the 25 per cent increase
ordered some time ago by the Public
Utilities Commission of Ohio.

Another Restraining Order in Illinois.
—The DeKalb-Sycamore & Interurban
Traction Company, DeKalb, Ill., has
filed a bill in the Circuit Court of De
Kalb County restraining the State’s
Attorney of that county and the Public
Utilities Commission of Illinois from
preventing the company raising its
passenger rates, citing that the pas-
senger service is conducted at a loss of
$24,000 a year.

New Dayton Ordinance Receives
First Reading.—At the regular meet-
ing of the City Commission of Day-
ton, Ohio, on Jan. 15 the ordinance
providing a straight 5-cent fare for all
Dayton railways received its first read-
ing. Fares for children under twelve
years of age will remain at 3 cents.
Representatives of the companies have
insisted that they will not be able to
pay the wage increases awarded by the
Federal War Labor Board unless the
fare is fixed at 6 cents.

Rate Hearing Postponed.—The Inter-
state Commerce Commission has post-
poned until Feb. 10 the hearing on the
petition of the Louisville & Southern
Indiana Traction Company and Louis-
ville & Northern Railway & Lighting
Company for an increase in fares be-
tween Louisville, Jeffersonville and
New Albany, the “Falls Cities.” The
bearing had been set for Jan. 22 at
Washington. The companies were
granted a rehearing after the petition
had been denied following a special ex-
aminer’s investigation a few months
ago.

A Message to Car Riders.—The In-
ternational Railway, Buffalo, N. Y., is
placing “Take One” boxes in all of its

cars in Buffalo and will soon start the
publication of pamphlets designed to
cducate the public to the needs of a
higher rate of fare and also for keep-
ing the traveling public informed of
traction conditions. In this way E.
G. Connette, president of the company,
hopes to win the good-will and support
of the public for the special referen-
dum election in March, at which time
the question of higher fares will be
voted upon. A prominent Buffalo
newspaperman has been engaged to
prepare the pamphlets.

Wants Eight-Cernit Zones.—Henry H.
Crapo, president of the New Bedford
& Onset Street Railway, New Bedford,
Mass., sought permission of the Public
Service Commission to establish a new
fare schedule based on a zone rate of
8 cents. The only objection to the
petition was offered by the residents
of Marion, Mass., who claim that under
the zone system as filed they would
have to pay a fare of 8 cents in each
zone between Marion and New Bedford,
although it is the intention of the com-
pany to charge a local fare of only 7
cents in the zone nearest New Bedford.
The commission took the matter under
advisement.

Merchants’ Association Asks Fair
Play.—The Merchants’ Association of
New York City has written to the
Board of Estimate & Apportionment
protesting against the refusal of the
board to permit a temporary increase
of fare that will enable the transit
lines to meet their expenses and pro-
tect the city in its liability for its con-
tribution to the cost of the dual subway
system. The association also protests
against any attempt to commit the city
to public ownership and operation of
the transit lines without the fullest
discussion and consideration. The let-
ter to the Board of Estimate is signed
by Lewis E. Pierson, as acting presi-
dent.

“Tnternational Wants Interurban In-
crease.—The International Railway,
Buffaio, N. Y., has filed with the Pub-
lic Service Commission for the Second
District, a new passenger tariff apply-
ing between points on its interurban
lines, the new high-speed line, the Buf-
falo and Lockport line, the Buffalo,
Tonawanda and Gratwick line and the
Buffalo and Niagara Falls line which
it proposes to put into effect on Feb.
27. Fares between practically all points
are increased under the tariff. One-
way fares computed on distances shown
indicate that they are based on 2% cents
per mile, maximum nearest multiple of
5 with a minimum single fare of 5
cents.

Receivers Ask Court to Increase
Fares.—Homer A. Miller and Emil G.
Schmidt, receivers for the Des Moines
(Towa) City Railway, have asked Judge
Martin J. Wade of the Federal Court
to grant an increase in fares over the
present rate. The application cites the
recommendation of the Iowa Concilia-
tien board that the company is entitled
to a 7-cent fare. The receivers also

ask the court to construe the terms
of the franchise in order that they may
be advised as to what course to pur-
sue in the future management of the
company. Mr. Miller is a Des Moines
banker. He has served notice to the
city attorneys that he will serve as
receiver without pay.

Two and One-Half Mile Line Wants
Increase.~-The application of the St.
Louis & Jennings Railway, operating
in St. Louis, Mo., and St. Louis County,
for increased passenger rates, will be
heard in St. Louis on Jan. 27, by Com-
missioner Edward Flad of the Public
Service Commission of Missouri, The
railway begins at Robin Avenue and
runs to Jennings Station Road, a dis-
tance of 2% miles. The application
asked for an increase of fare from 2
to 5 cents for adults and 1 to 2 cents
for children. A report of an engineer,
submitted by Director of Public
Utilities Hook sets forth that the rev-
enue in October was $1,297, and the ex-
penses $1,239, showing a profit of $58.
The expenses did not, however, in-
clude $500 in bond interest.

Seven Cents in Ossining.—The Pub-
lic Service Commission for the Second
District of New York at its regular
session on Jan. 16, Chairman Charles
R. Hill presiding, authorized the Hud-
son River & Eastern Traction Com-
pany to charge a T-cent fare in Ossin-
ing, the order to remain in force until
Jan. 1, 1920, and thereafter until the
Ossining trustees revoke the action
amending a franchise taken on Deec. 17,
and with the further understanding that
the order may be reopened when it may
appear that the reasons for allowing
the increased fares no longer exist.
The commission had previously deter-
mined that a 7-cent fare was just and
reasonable and necessary in order to
permit the railroad to have a fair re-
turn on the value of the property used
in the public service. The village trus-
tees removed the legal obstacle to the
installation of the increased fare by
providing the necessary consent.

I. C. C. Confirms Fare Increase.—
The Interstate Commerce Commission
has approved the single-trip fare of
16 cents and the commutation fare of
$1 for fourteen rides on the lines of
the Steubenville, East Liverpool &
Beaver Valley Traction Company be-
tween East Liverpool, Ohio, and Ches-
ter, W. Va., and has dismissed the com-
plaint against the fares. The cities of
FEast Liverpool, Ohio, and Chester, W.
Va., complained in the proceedings of
the fares charged by the company for
the transportation of passengers be-
tween those points. Prior to April 1,
1918, the fare was 5 cents; on that
date the single-trip cash fare became
10 cents and a commutation fare of $1
for fourteen trips, or slightly more than
7.1 cents per trip, was established. These
fares were alleged to be unjust and
unreasonable and, in so far as the city
of Chester was concerned, unduly prej-
udicial to its citizens. With this view
the commission disagreed.
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Bay State Trustees Named

New Officials Experienced in Railway
Management, Finance, General Busi-
ness, Labor Affairs and Railway Law

The Bay State Street Railway, Bos-
ton, Mass., on Jan. 15 filed with the
Secretary of State a certificate that it
has been reorganized under the name
of the Eastern Massachusetts Street
Railway, and that it has otherwise com-
plied with all the provisions of the
legislative act of 1918 to bring the com-
pany under the service-at-cost law.
Brief mention of this was made in the
ELECTRIC RAILWAY JOURNAL for Jan. 18,
page 157. In less than an hour after
the certificate was filed, Governor Cool-
idge sent to the Executive Council the
nominations of five men to act as pub-
lic trustees of the reorganized com-
pany. The Governor’s nominees for
the board of trustees are:

Homer  Loring, Boston; Isaac
Sprague, Wellesley; Earle P. Charlton,
Fall River; Fred J. Crowley, Lowell,
and Arthur G. Wadleigh, Lynn.

The trustees are appointed for terms
of five years and are eligible to reap-
pointment. The period of public con-
trol, by agreement between the company
and the commonwealth, is ten years.
Each trustee is to be paid a salary of
$5,000 annually. They are to have gen-
eral charge of the road in the interest
of the people, practically as the trus-
tees of the Boston Elevated Railway
have charge of that property. They
will take control on Feb. 1.

Mr. Loring has been president of the
Fort Dodge, Des Moines & Southern
Railroad, Boone, Iowa., operating 130
miles of electric railway doing a tre-
mendous freight business. He is di-
rector of the Mohawk Hydro-Electric
Company, operating water-power and
lighting properties in central New
York; Western Light & Power Com-
pany, operating in northern Colorado,
and of Westinghouse, Church, Kerr &
Company, New York, construction en-
gineers. He was president of the As-
sociation of Massachusetts Street Rail-
way Security Owners, which conducted
a successful educational campaign on
behalf of the street railways of the
State in the early part of 1918. It is
generally conceded that the associa-
tion’s activities were largely responsi-
ble for securing the passage of remedial
legislation last summer. He was one
of the speakers at the meeting of the
American Electric Railway Association
held on Nov. 1, and an abstract of
his remarks will be found in the issue
of this paper for Nov. 2.

Mr. Sprague has been connected with
N. W. Harris & Company since 1886,
as clerk, manager, partner and presi-
dent after incorporation until Dec. 31,

1915. For several years he was presi-
dent of the Wellesley National Bank.
He is now a direcfor of Harris, Forbes
& Company; Harris Trust & Savings
Bank; Puget Sound Traction, Light &
Power Company and Harris Safe De-
posit Company.

Mr. Charlton has been a resident of
F'all River for many years and has been
interested in a chain of 5 and 10-
cent stores. He is vice-president and
an active member of the F. W. Wool-
worth Company and on the board of
directors and the executive board. He
owns the Charlton Mills, Fall River.
He is a director of several banks and is
very familiar with the needs of trans-
pertation.

Mr. Crowley has been employed for
twenty years or more as motorman in
Lowell and vicinity. He is a prominent
member of a street railway labor or-
ganization. He is familiar with labor
conditions and knows the needs of the
public and the demands of street rail-
way operation. He has been a member
of one of the local exemption boards.

Mr. Wadleigh has been city solicitor
of Lynn for many years and acted for
his city and other towns in many of the
hearings in relation to the Bay State
Street Railway. He is a lawyer and
has always practiced in Lynn.

The trustees have full power to man-
age and operate the new company, and
may appoint and remove at their dis-
cretion the president, treasurer and
clerk of the new company, and all other
cfficers except the board of directors.
They have the right to fix and regu-
late fares, and are to determine the
character and extent of the service and
the facilities to be furnished. Within
sixty days after the new company has
acquired the property of the old com-
vany, and after a public hearing, they
must put into operation rates and fares
which, in their judgment, will produce
sufficient income to meet the cost of
service.

Mr. Stone Resigns as Trustee

Galen L. Stone, one of the original
board of public trustees of the Boston
(Mass.) Elevated Railway, has re-
signed from the board. Two of the
first appointees now remain—Stanley
Miller and John F. Stevens. Former
Lieutenant-Governor Frothingham left
the board to take a major’s commission
in the United States army; William M.
Butler left the organization with the
explanation that the signing of the
armistice cancelled his obligation to
serve as trustee because of war condi-
tions. Mr. Stone’s resignation is said
to be because of poor health.

In his letter of resignation, Mr. Stone
gave Governor Coolidge no reason for
his action. In the Governor’s letter of

acceptance, however, reference to Mr.
Stone’s health is made in a way that
would seem to establish it as the cause
of his retirement.

“It is with great regret,” wrote Gov-
ernor Coolidge, “that I received your
resignation as a member of the board
of trustees of the Boston Elevated Rail-
way. I wish to take this opportunity
to express to you my appreciation of
the public service which you have ren-
dered in serving on this board. I ap-
preciate that your health is such that
it would be hazardous for you to con-
tinue.”

Col. Williams Resigns

Will Retire as Head of Brooklyn Rapid
Transit Company, But Continue
as Officer of Subsidiaries

Col. Timothy S. Williams, president
of the Brooklyn (N.Y.) Rapid Transit
Company, is to be relieved on Jan. 31,
at his own request, of all responsibility
for the operation of the Brooklyn Rapid
Transit Company and the New York
Municipal Railway Corporation, a sub-
sidiary, it was announced on Jan. 23
by Lindley M. Garrison, the receiver.
This action will not deprive Colonel
Williams of the positions to which he
has been elected by the directors of
other companies in the system.

In a letter to the receiver, Colonel
Williams urged that this action be
taken in order that he might have a
long rest. His salary of $50,000 a year
as president of the Brooklyn Rapid
Transit Company will automatically
cease. He will continue to receive
$25,000, which is paid him annually by
subsidiary companies. Mr. Garrison in
replying to Colonel Williams expresses
his sincere appreciation of the fidelity,
ability and energy “with which you
have assisted me in the existing com-
plex and difficult situation with which
my duties required me to become ac-
quainted.”

Colonel Williams has been connected
with what is now known as the Brook-
lyn Rapid Transit System for nearly
twenty-five years. After he was grad-
uated from Cornell University in the
class of 1884, he came to New York
and became a reporter on the old
Commercial Advertiser. Ultimately he
left newspaper work to become private
secretary to Governor Hill. Governor
Flower retained him. When Governor
Flower retired from office and under-
took the reorganization of the Long
Island Traction Company, out of which
grew the Brooklyn Rapid Transit Sys-
tem, Colonel Williams was made sec-
retary of the reorganization committee.
This was in the Spring of 1895. A few
months later he was made secretary
and treasurer of the Brooklyn Heights
Railroad and when the Brooklyn Rapid
Transit Company was organized he was
made a director, and secretary and
treasurer. In 1900, he became vice-
president of the Brooklyn Rapid Transit
Company and its constituent com-
panies, and in 1911 he succeeded Edwin
W. Winter as president.
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New Elevated Organization
Announced

An announcement made under date
of Jan. 16 by C. D. Emmons, general
manager of the Boston (Mass.) Ele-
vated Railway, to all officials and em-
ployees of the company follows:

The operating organization of this com-
pany under the direction of the general
manager and as approved by the board of
trustees under date of Jan. 10, 1919, will
consist of six departments as follows: R

Maintenance department, including _tie
and timber department, under the jurisdic-
tion of H. M. Steward as superintendent of
maintenance.

Transportation department under the
jurisdiction of Idward Dana as superin-
tendent of transportation.

Power department under the jurisdiction
of F. 8. Freeman as superintendent of
power,

Rolling stock department under the juris-
diction of John Lindall as superintendent
of rolling stock.

Inspection department under the jurisdic-
tion of C. E. Learned as superintendent of
inspection.

Purchasing department under the juris-
diction of Edward Mahler as purchasing
agent.

H. B. Potter is appointed assistant gen-
eral manager.

E. M. Flint is appointed chief clerk to the
general manager.

E. E. Kester, formerly general agent
of the Illinois Traction System, Peoria,
IlL, has been appointed assistant traf-
fic manager of the system, with head-
quarters at Peoria.

J. P, Pope has been appointed act-
ing manager of the Kentucky Traction
& Terminal Company and Lexington
Utilities Company, Lexington, Ky., to
succeed S. H. Dailey, resigned, Mr.
Pope has been acting as electrical en-
gineer on these properties for a num-
ber of years.

Arthur W. Thompson, vice-president
of the Baltimore & Ohio Railroad and a
federal director of railroads, has been
elected president of the Philadelphia
Company, Pittsburgh, Pa., to succeed
Judge James H. Reed, whose resigna-
tion from the company is noted else-
where on this page.

Walter F. Crossley, former general
superintendent of the Cairo Railway &
Light System, included in the Illinois
Traction System, has been transferred
from Cairo, IIl, to Springfield, IIL,
and will hereafter be connected with
the Illinois Traction System in the ca-
pacity of a special representative.

B. F. Fortner, formerly with the
Public Service Company of Oklahoma,
has accepted a position as superintend-
ent of distribution with the Okmulgee
Ice & Light Company, Okmulgee, Okla.
tI‘hrough a typographical error in the
issue of this paper for Jan. 4, Mr.
Fortner’s name was spelled incorrectly.

J. A. Jefferis, general manager of
the Kerrens-Donnewald Coal Company,
St. Louis, Mo., has been appointed fuel
agent for the Illinois Traction System,
according to bulletin issued from the
office of H. E, Chubbuck, vice-president
executive, Peoria, Ill. Mr. Jefferis will
retain his connection with the Kerrens-
Donnewald Coal Company.

. Oscar T. Crosby has resigned as Spe-
cial Commissioner of Finance for the
United States in Europe, but intends to

remain in Europe to advise the Amer-
ican peace delegation on financial ques-
tions. Mr. Crosby, who was a pioneer
in electric railway work and a success-
ful operator, was president of the Inter-
Allied Council on Finance and Pur-
chases, which had charge during the
war of the allocation of American loans
to the Allies and the determination of
priorities on purchases in this country.
With the cessation of hostilities, he is
said to have felt that his work there
was finished. Previously he had been
Assistant Secretary of the Treasury,
but resigned this post some time ago.

J. Bert Forbes has been appointed
superintendent of instruction and ef-
ficiency of the Puget Sound Traction,
Light & Power Company at Tacoma,
succeeding E. C. Clarke, resigned. Mr.
Forbes will continue the accident-pre-
vention work and will have full charge
of the instruction of the Tacoma Rail-
way & Power Company and Pacific
Traction Company trainmen, co-operat-
ing with the superintendent of trans-
portation and the superintendent of
investigation and adjustments. In-
structors will be appointed from the
transportation department to work un-
der Mr. Forbes’ direction. Mr. Forbes
will report to George W. Rounds, gen-
eral superintendent.

Judge James H. Reed on Jan. 16 an-
nounced his resignation as president
of the Philadelphia Company, Pitts-
burgh, Pa., which controls the Pitts-
burgh Railways, the Duquesne Light
Company and other properties. Mr.
Reed has been striving for some time
to induce the directors to relieve him
of some of his burdens. He will be
succeeded by Arthur W. Thompson,
vice-president of the Baltimore & Ohio
Railroad and a federal director of rail-
roads, but will remain as chairman of
the executive committee and vice-pres-
ident, and will retain a more or less
active connection with the property.
James D. Callery, who has been presi-
dent of the Duquesne Light Company,
will become chairman of the board of
the Philadelphia Company and Mr.
Thompson will succeed him as president
of the Duquesne Light Company.

Walter H. Wylie, St. Louis, Mo., has
been appointed traffic manager of the
Illinois Traction System in charge of
both passenger and freight business of
the company. Mr. Wylie has repre-
sented the Illinois Traction System for
several years as general agent at St.
Louis and previously had been connect-
ed in an official capacity with various
of the large railway systems of the
West and Southwest. His appointment
was made in connection with the re-
organization of the passenger and
freight department of the Illinois Trac-
tion System, removal of traffic head-
quarters from Springfield to Peoria,
and the appointment of new chief traf-
fic officials announced in an official bul-
letin from the office of H.E. Chubbuck,
vice-president executive. The changes
were effective from Jan. 20, on which
date the passenger and freight traffic

departments were merged to be super-
vised from the main office of the com-
pany in Peoria.

Obituary

John Henry O’Neill, inspector and
chief instructor of the Union Street
Railway, New Bedford, Mass., is dead.
Mr. O’Neill was born in Boston on
April 9, 1869. Before becoming con-
nected with the Union Street Railway
in 1890 he was employed by the Bos-
ton (Mass.) Consolidated Railway and
the Edison Electric Light Company,
Boston.

Earl G. Nichols, master mechanic of
the Bangor Railway & Electric Com-
pany, Bangor, Me., died recently of
pneumonia. Mr, Nichols entered the
service of the company as a motor-
man. Later he was transferred to
repair work at one of the carhouses.
He was then promoted to foreman and
after serving in this capacity for some
time he was made master mechanic.
He is survived by his widow and one
son.

George Sherwood Hodgins, editor of
Railway and Locomotive Engineering,
with which he had been connected for
fifteen years, died of pneumonia on Jan.
18. Born in Toronto, Canada, Mr. Hodg-
ins was for a number of years mechani-
cal engineer for the Canadian Pacific
Railway. Coming to New York City
about twenty years ago, he had since
been engaged in editorial work, and also
spent much time in scientific research
work. He was first with The Gas Age,
later with The Railway Age, and then
with Railway and Locomotive Engineer-
ing.

Capt. Howard W. Irwin, Co. H, 118th
Engineers, A.E.F., died on Jan. 6 of
pneumonia at Camp de Grasse, France,
Captain Irwin was well known in the
New England electric railway field,
having recently resigned from the post
of superintendent of car repairs of the
Bay State Street Railway, Boston, to
enter the army. He was educated at
Purdue University. After gaining ex-
perience in an electric utility plant in
Minnesota, he came to the Bay State
Street Railway about eight years ago
as superintendent of instruction. His
first important work was the general
design of the instruction cars used by
this road. These marked a distinet
advance over previous equipment of the
kind. They have been fully described
in the ELECTRIC RAILWAY JOURNAL. For
a time Captain Irwin was detailed for
special work in the equipment de-
partment of the Bay State company.
He was keenly interested in electric
railway engineering, a regular attend-
ant at New England Street Railway
Club meetings, and had a future full of
promise. He is survived by his widow
and two daughters.
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BUSINESS ANNOUNCEMENTS

Soft Coal Rules Rescinded

Tuel Administration Expects Decrease
in Price of Coal to Follow
New Order

According to a Washington dispatch
T'uel Administration officials expect a
decrease in the price of bituminous coal
and coke to result from the order of
Jan, 17 discontinuing maximum prices
on these commodities and eliminating
the zone system of their distribution.
The order is effective Feb. 1, but does
not affect anthracite coal.

The regulations rescinded by this or-
der include those governing purchasing
agents’ commissions and profit margins
allowed wholesale and retail dealers.
The Fuel Administration announced,
however, that these were subject to re-
instatement if price, wage, labor, pro-
duction, or other conditions which may
arise require it.

Reduction in the demand for bitumi-
nous coal as the result of the ending of
hostilities and the mild weather this
winter made it impossible, officials
said, to maintain maximum prices.

The only restrictions on domestic
consumption of fuel that remain are
or anthracite and natural gas.

With the issuing of the order affect-
ing bituminous coal and coke, the Fuel
Administration began preparations for
the stoppage of most of its activities.
Orders went to district representatives
to give notice to employees that the
offices would cease functioning on
Feb. 1.

Maintenance Equipment
Fairly Active

Current Market, However, Is of “Hand-
to-Mouth” Variety With No
Tendency to Stock

While there may not be a particularly
vigorous market for new rolling stock
equipment and supplies, there is never-
theless a fairly active market for main-
tenance equipment. To be sure, the
volume of purchasing is not as large as
it has been in past years. However,
there is sufficient material for this pur-
pose being ordered to keep the supply
field in an optimistic frame of mind.

It is more apparent now perhaps
than ever before that orders of a “hand-
to-mouth” variety are occupying vir-
tually the entire market. Almost no
stock orders are bheing placed. This
fact, however, gives a more stable tone
to the supply market in that a more
even, though small, purchasing load is
the result. In other words, until con-
ditions in the electric railway field be-

come better there is less probability of
a fluctuating demand.

As evidence of the degree in which
traction companies are now placing
orders a couple of items have come
to notice showing orders for field coils
and car wheels. In the former case
where normally orders would average
around twenty they are now for
around five coils; likewise in the rhatter
of car wheels current orders are for
two or three instead of a dozen or
more.

$4,210,000 for Cars

Brooklyn Receiver Outlines Expendi-
ture Upon Which Court Will
Pass on Jan. 27

An expenditure of $4,210,000 for new
cars and for car reconstruction is the
program set down by Receiver Gar-
rison of the Brooklyn (N. Y.) Rapid
Transit Company for the approval of
Judge Mayer in the Federal Court, to
whom he is responsibie. The item as
included in the receiver’s budget of
Jan. 22 to the court, to which brief
reference was made in these columns
last week, is: To provide for fifty
additional surface cars already con-
tracted for, and improvements to ex-
isting equipment, approximately $710,-
000; to purchase and equip 200 addi-
tional surface cars to comply with
court orders affecting additional sur-
face car equipment from $1,500,000 to
$2,000,000; purchase of 100 additional
subway cars, say from $2,000,000 to
2,500,000.

In connection with the item of
$2,500,000 for additional subway ecars
Mr. Garrison says:

I am advised by W. S. Menden, chief en-
gineer, that on account of the increase in
traffic on the rapid transit lines, and in
view of the fact lhat additional lines are
to be placed in operation during the pres-
ent year, orders should be placed immedi-
ately for at least 100 additional steel sub-
way cars, each of which is estimated to
cost a minimum of $18,000 and a maximum
of $25,000. These additional 100 cars
should be available for service before the
winter season of 1919-1920.

No contracts have been entered into
for the acquisition of any of this equip-
ment and no determination has been
made as to the type of car that may
be required, except that fifty of the
200 cars are specified as trail cars and
a tentative order for car bodies for
this number of cars has been agreed
upon without any formal order having
been placed.

The expenditure of $4,210,000 for
cars represents three of sixteen items
in a total budget of $16,900,000 upon
which the court will be asked to pass
on Monday, Jan. 27.

Pole-Line Materials Market

Yellow Pine Crossarms Have Advanced
in Price While Insulator Pins
Are Lower

Some interesting developments have
taken place in the pole-line materials
market quite recently. Northern cedar
pole cutters are offering distributers a
contract for their requirements for the
first six months of the current year
at present prices. This is the first
time, it is reported, that such a thing
has happened in this field. Owing to
freight, labor and weather conditions
there appears to be little prospect of
any drop in price, Still there is a pos-
sibility that the decision on Monday
last in the California lumbermen’s
freight rate case on shipments east of
Denver may be reflected in lower prices
to the consumer.

Prices on wood insulator pins are be-
ginning to ease off. During the war
they went as high as $25 per 1000 owing
to the demand for wooden bolts for
wood shipyards. Pins now can be had
for around $20 to $21 per 1000. Nor-
mal price is in the neighborhood of $11
to $12 per 1000.

Yellow pine has advanced about
$4.50 per 1000 board-feet, which brings
crossarms about 5 per cent higher. Fir,
however, which it is understood is used
more for this purpose, has not changed.

Pole-line hardware is holding firm 'in
price. The producers state that lower
prices cannot be immediately expected
because present prices are below the
level that would correspond to the cur-
rent quotations of iron and steel. The
reason for this is that the producers
early accumulated large stocks of iron
and steel at prices much under the cur-
rent market and consequently did not
feel justified in advancing hardware
prices as steel went higher.

Westinghouse to Build Electric
Locomotives at Essington

Discussing the prospects for the
year 1919 at the Essington, or South
Thiladelphia Works of the Westing-
house Electric & Manufacturing Com-
pany, R. B. Mildon, assistant to the
vice-president, made the following
statement:

“We share the general opinion in
the industrial field that business will
slow down somewhat owing to the read-
justment of the industries from a war
to a peace basis; but by spring this
phase should be over and then for the
next few years we should have a
period of prosperity.

“As far as the Westmghouse ‘Works
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at Essington is concerned, we have
enough orders on hand to keep us busy
for the next year without considering
new business which is now beginning
to develop.

“We are at present making nothing
here but ship propulsion machinery, but
our plans contemplate bringing here
all of our turbine and electric gen-
erator construction work that is now
being handled at East Pittsburgh. Be-
fore we can accommodate this addi-
tional business, however, we shall have
to erect several new buildings, includ-
ing an office building, a shop for mak-
ing turbine blades, and an electric gen-
erator shop. Unless we are mistaken
in our expectations, however, this new
construction work should begin this
spring.

“Looking a little further ahead into
the future it is probable that we shall
in time erect a building for the con-
struction of electric locomotives. The
electric railroad situation is unques-
tionably very favorable and a large
amount of electrification will be un-
dertaken in the next ten years. We
co-operate with the Baldwin Locomo-
tives Works in the manufacture of
electric locomotives and our location
here, so close to the Baldwin plant,
makes this the proper place to do our
part of the work.

“In other words, we plan to build at
Essington all of our large and im-
portant apparatus, and as the demand
for this class of apparatus is certain
to increase rapidly from year to year,
we expect to see our plant expand in
the near future to many times its pres-
ent size.”

Effect of Fires on Equip-
ment Market

Probably Between 5 and 10 Per Cent of
1918 Rolling Stock Purchases for
Replacement of Cars Lost by Fire

While 1t may not be exactly a nice
thing to depend upon, it seems never-
theless true, that fires play no incon-
siderable part in the market for elec-
tric railway materials. Last year there
were quite a few fires in the early
months that destroyed carhouses, shops
and a large number of cars. In pre-
ceding years fire also took its toll of
railway equipment. This material,
buildings and cars had to be replaced.
No accurate chéck has been made on
the total fire loss and subsequent re-
placement, but it is probably true that
the loss by fire in 1918 accounted for
between 5 and 10 per cent of the orders
placed for rolling stock last year. In
addition orders for quite a volume of
supplies, not to mention buildings, were
given to replace those lost,

Sometimes where the damage has
not been too great the cars can be
salvaged. In such cases, dependent
on the extent of the damage, equip-
ment supplies must be purchased.
Seats, curtains, cord, floor treads, mo-
tor parts, paint, glass, headlinings, etc.,
are as a rule most apt to be called for.

Recent Incorporations

Evansville & Ohio Valley Railroad,
Evansville, Ind.—The Evansville & Ohio
Valley Railroad has filed articles of
incorporation with the Secretary of
State of Indiana, presumably as
the successor of the Evansville &
Eastern Electric Railway, the Evans-
ville, Henderson & Owensboro Railway
and the Evansville & Mount Vernon
Railway. Capital stock, $1,500,000.
Among the directors are Marcus S.
Sonntag, William H. McCurdy and Al-
bert Karges.

Eastern Massachusetts Street Rail-
way, Boston, Mass.—A certificate of
incorporation has been filed by the
Eastern Massachusetts Street Rail-
way, organized to take over the prop-
erty of the Bay State Street Railway.

Franchises

Buffalo, N. Y.—William B. Cutter,
receiver of the Buffalo & Depew Rail-
way, has asked the Public Service Com-
mission for the Second District of New
York for authority to construct a single
track road in the town of Lancaster
from the present terminus of the com-
pany at Burlington Avenue and Ellicott
Road along Ellicott Road to Central
Avenue and in Lancaster village from
the intersection of Ellicott Road with
Central Avenue, south in Central Ave-
nue to about 50 ft. northerly from in-
tersection of Central Avenue with the
New York Central tracks and also from
the intersection of Burlington Avenue
with Ellicott Road easterly in Ellicott
Foad to Central Avenue. The United
States Housing Corporation has agreed
to loan the petitioner up to $45,000 for
the new construction, to be secured by
receiver’s certificates, and the Ameri-
can Car & Foundry Company has
agreed to donate $5,000 toward the
construction.

Track and Roadway ]

Augusta-Aiken Railway & Electric
Corporation, Augusta, Ga.—Work will
be begun at once by the Augusta-
Aiken Railway & Electric Corporation
on the rehabilitation of its system.
Motors, controllers, motor armatures,
rails and other equipment needed will
be ordered immediately,

Honolulu Rapid Transit & Land Com-
pany, Honolulu, Hawaii.—Plans are be-
ing made by the Honolulu Rapid Transit
& Land Company for an extension of
its system. It is understood that the
plans of the company will be submitted
to the various improvement clubs of the
city before they are finally decided
upon. The company has obtained a
statement from Governor McCarthy
that he will not oppose an extension of
its franchise.

Chicago, North Shore & Milwaukee
Railroad, Highwood, Il.—It is reported

that this company proposes to construct
an extension of its lines in Waukegan
to Greenwood Avenue.

New Orleans Railway & Light Com-
pany, New Orleans, La—J. D. O’Keefe,
receiver of the New Orleans Railway
& Light Company, has authorized the
expenditure of $60,000 for repairs to
the tracks and lines of the company.
The money will be used principally in
the replacing of worn-out switches,
frogs, fish-plates and such repairs to
the tracks and rails as may be deemed
essential to immediately relieve pres-
ent conditions. Mr. O’Keefe estimates
that about $40,000 of this sum will be
expended for materials, the other $20,-
000 being for labor.

United Railways & Electric Com-
pany, Baltimore, Md.—The Central
Construction Company, Harrisburg,
Pa., has been awarded the contract by
the United Railways & Electric Com-
pany for its proposed double-track ex-
tension to the yards of the Bethlehem
Shipbuilding Corporation at Sparrows
Point.

Bay State Street Railway, Boston,
Mass.—The Bay State Street Railway
has re-established car service from Iron
Hill Street, East Weymouth, to Colum-
bian Square, South Weymouth, and
from Columbian Square to Lincoln
Square, Weymouth Landing. The re-
sumption of service resulted from a con-
ference by Wallace B. Donham, receiver
of the Bay State Street Railway, and
the Selectmen of Weymouth. The lat-
ter promised that if service was re-
sumed the company would be paid, by
popular subscription, $2,500 for imme-
diately needed repairs. The service was
discontinued Dec. 14, when the Select-
men refused to pay to the company
$13,500, which it had demanded for re-
pairs as a condition of continuing
service.

Morris County Traction Company,
Morristown, N. J.—An automatic sig-
nal system has been installed by the
Morris County Traction Company on
its single-track line between Danforth
Road and Elm Street, Madison.

Brooklyn (N.Y.) Rapid Transit Com-
pany.—Application has been made by
Lindley M. Garrison, receiver of the
Brooklyn Rapid Transit Company, to
the Federal Court for permission to
issue receiver’s certificates to the
amount of nearly $16,900,000. The sum
asked for provides not only for all the
current obligations of the Brooklyn
Rapid Transit Company and its two
subsidiaries, the New York Municipal
Railway and the New York Consoli-
dated Railroad, but for important ex-
tensions of power station facilities, for
the purchase of additional subway and
surface cars, for construction now go-
ing on and for additional contracts for
construction and equipment to be en-
tered into within the next sixty or
ninety days.

New York Municipal Railway, Brook-
lyn, N. Y.—The Public Service Com-
mission for the First District of New
York has canceled the bids received
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recently for the elevated part of the
Fourteenth Street-Eastern District line
and has recalled from the Board of
Estimate three contracts which had
been awarded for the construction of a
part of the elevated structure in West-
chester Avenue. These bids will be
readvertised later.

Cincinnati (Ohio) Traction Company.
—To improve street car service to
Kennedy Heights and Pleasant Ridge,
the Cincinnati Traction Company is
contemplating taking over the track of
the Interurban Railway & Terminal
Company leading from Norwood.

Oklahoma Union Railway, Tulsa,
Okla.—It is reported that the Oklahoma
Union Railway will construct an exten-
sion from Kiefer southward.

St. Thomas (Ont.) Street Railway—
The City Council of St. Thomas plans
to construct an extension of the St.
Thomas Street Railway.

Northampton, Easton & Washington
Traction Company, Easton, Pa.—The
Board of Public Utility Commissioners
of New Jersey has ordered the North-
ampton, Easton & Washington Traction
Company to place a standard deck of
ties on its bridge No. 51 and to do all
the work necessary in the way of grad-
ing approaches to the structure before
May, 1919, and to place standard inside
guard rails on five other bridges
before July 1.

Philadelphia, Pa.—The Public Serv-
ice Commission of Pennsylvania has
approved the plan of the Department
of City Transit for the completion of
the Frankford elevated system from
Callowhill Street to Front and Arch
Streets.

Monongahela Valley Traction Com-
pany, Fairmont, W, Va.—The Baltimore
& Ohio Railroad and the Monongahela
Valley Traction Company contemplate
rebuilding the approach to the bridge
across the Monongahela River, to cost
about $15,000 and also the construction
of a bridge from Cleveland Avenue to
the railroad station and express office,
estimated to cost $15,000.

Light, Heat & Power Company to in-
stall additional equipment in its power
plant in order to give St. Joseph ade-
quate heat, traction, light and power
service by Feb. 15. The company was
also ordered to furnish not later than
May 1, plans for increasing the capacity
of the present plant, or plans for a
new plant or purchase of energy from
an outside source.

Interborough Rapid Transit Company,
New York, N. Y.—The Public Service
Commission for the First District of
New York is preparing at an early date
to acquire the necessary property for
the construction of storage yards in
connection with the Pelham Bay Park
line, the Corona elevated line and the
Livonia Avenue branch of the Eastern
Parkway line.

Toledo Railways & Light Company,
Toledo, Ohio.—At a recent meeting of
the stockholders of the Toledo Rail-
ways & Light Company a bond issue of
$3,200,000 was authorized, the pro-
ceeds of which will be used in making
improvements and extensions to the
light and power property. Plans for
the improvements are being worked out
by the engineers.

Pennsylvania Railroad, Philadelphia,
Pa~Plans have been filed by the
Pennsylvania Railroad for seven new
buildings at Greenwich Point, Phil-
adelphia, to cost $138,000.

San Antonio (Tex.) Public Service
Company.—Fire recently destroyed the
power plant of the San Antonio Public
Service Company at Villita and South
Presa Streets, causing a loss of $25,000.

Monongahela Valley Traction Com-
pany, Fairmont, W. Va.—Construction
work 1is practically completed on the
new power house of the Monongahela
Valley Traction Company at Rivesville,
and rapid progress is being made in the
installation of new equipment. It is
expected that the plant will soon be
placed in operation.

[ New Advertising Literature

Power Houses, Shops
and Buildings

Lethbridge (Alta.) Municipal Rail-
way.—The Lethbridge Municipal Rail-
way contemplates the purchase of a 300-
kw. d.c. generator, 600 volts, for direct
connection to its present engine.

Savannah (Ga.) Electric Company.—
A new 665-hp. boiler will be installed
by the Savannah Electric Company at
its Riverside power house.

Hagerstown & Frederick Railway,
Frederick, Md.—The new power plant
of the Hagerstown & Frederick Rail-
way at Dam No. 5 on the Potomac River
has been completed and placed in serv-
ice. The plant, including the dam, cost
about $450,000.

St. Joseph Railway, Light, Heat &
Power Company, St. Joseph, Mo.—The
Missouri Public Service Commission
has ordered the St. Joseph Railway,

Sherwin-Williams Company, Cleve-
land, Ohio: A folder on its insulating
products.

National Tube Company, Pittsburgh,
Pa.: Two folders entitled, respectively,
“The Answer” and “The Chief Consid-
eration.”

Blaw - Knox Company, Pittsburgh,
Pa.: A third and revised edition of its
booklet describing the Blaw single-line
clamshell buskets.

Deister Concentrator Company, Fort
Wayne, Ind.: A bulletin dealing with
the No. 7 Deister-Overstrom diagnonal
deck coal-washing table.

Union Electric Company, Pittsburgh,
Pa.: A cloth-bound catalog of 1124
pages, The numerous electrical and rail-
way supplies and apparatus made by
the many manufacturers for which the
company is agent have been illustrated,
described and list-priced in this new
catalog, No. 8.

Rolling Stock J

Bamberger Electric Railroad, Salt
Lake City, Utah, intends to build four
new motor cars and three express trail-
ers. /

Virginia Railway & Power Com-
pany, Richmond, Va., mentioned in the
ELECTRIC RAILWAY JOURNAL of Oct. 19,
1918, as contemplating the purchase of
twenty-five new cars, has been reported
as having ordered a number of cars of
a new type; these should arrive in the
near future.

Terre Haute, Indianapolis & Eastern
Traction Company, Indianapolis, Ind.,
has received the thirty new one-man
cars ordered from the American Car
Company, as noted in the ELECTRIC
RaiLwAY JoURNAL of July 27, 1918.
The company, it is reported, is making
investigation preliminary to purchasing
twenty-five additional cars.

Trenton & Mercer County Traction
Corporation, Trenton, N. J., has ap-
plied to the New Jersey Public Utility
Commission for authority to sell twen-
ty-eight old summer car bodies and
fifteen of the single-truck closed cars
of the company as junk. The matter
was taken into conference by the com-
mission. The company had no further
use for the cars as rolling stock be-
cause of the fact that they were con-
demned by the commission and an order
to sell is expected. President Johnson
said that the company had ordered six
new cars and these are expected to ar-
rive in a fortnight.

Trade Notes

-

Irving Burrows has been released
from the United States Navy, where he
served as an ensign, and will shortly
reopen the San Francisco office of the
Blaw-Knox Company at 528 Second
Street.

Lehigh Car Wheel & Axle Works,
Catasauqua, Pa., is reported to have in-
creased its capital from $300,000 to
$600,000, and to have arranged to in-
crease its indebtedness to $600,000 to
be used for general expansion.

Wellman-Seaver-Morgan Company,
Cleveland, Ohio, has opened a San Fran-
cisco office at 415-417 Rialto Building,
in charge of Norman E. Ross. Business
originating from California, Nevada
west of the 115th meridian, Lower Cali-
fornia and the counties of Josephine,
Jackson and Klamath in Oregon is im
this territory.

C. J. Brown, who has been connected
with the sales division of the R. D. Nut-
tall Company for the past three years,
has become associated with Frank M.
Erb, representing in the Pittsburgh
district the Silver Manufacturing Com-
pany, National Forge & Tool Company,
Horsberg Forge Company and Mead-
ville Malleable Iron Company. Mr.
Brown will be located at 902 Second
National Bank Building.






