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All Franchise Clauses 
Should Be Clearly Expressed 

T HE controversy now going on in Toronto over the 
interpretation of a clause in the franchise of the 

street railway company again calls attention to the 
necessity for careful drafting of such grants so that all 
their terms may be clear not only at the time of origin 
but at any date in the future. The Toronto franchist 
expires on Sept. 1 of this year, at which time the city 
hopes to exercise its privilege of taking over the prop
erty. Thirty years ago when the grant was accepted 
both parties to the deal probably understood all the 
prov1s10ns. As the time for agreeing on a purchase 
price draws near there is a division of opinion over the 
intent of several clauses bearing on valuation. 

One of the clauses says that in determining a value 
the arbitrators are to consider only the value of the 
actual and tangible property necessary to the operation 
of the railways; also, that the arbitrators are to award 
only the value at the time of the arbitration, "having 
regard to the requirements of a railway of the best 
kind and system then in operation and applicable to the 
said city." 

It is interesting to note that while this franchise was 
drafted some thirty years ago, both parties to the agree
ment then recognized the principle that payment should 
be made only for "property used and useful in the public 
service." Since that time many of the public utility 
laws in the United States have embodied the same prin
ciple, and thus in determining a valuation of a public 
service property some of the old contentions have been 
eliminated. · The Toronto grant would appear clearly 
to exclude any claim for capitalization of franchise, good 
will or earning power. 

Woolworthing the Car Ride 
in Beaver Valley 

By "WOOLWORTHING" the car ride, nothing more 
nor less is meant than the application of the practices 

made so successful by the late Frank W. Woolworth to 
electric railway merchandising by the sale to customers 
of articles in such sizes or quantities that they can be 
sold for a small and single coin. Such an example of 
Woolworthing is given by the experience of the Beaver 
Valley Traction Company, described in this issue under 
the heading "Adjusting the Fare to Length of Ride." 
To discuss the pros and cons is unnecessary, inasmuch 
as the article speaks for itself, but an outline of the 
situation that had to be faced may be helpful. 

The Beaver Valley Traction Company, as its name 
implies, is a river valley railway. It is one of those 
long, shoestring roads serving a mixture of small 
towns and sparsely peopled country that i~ much more 
common in the United States than in countries which 
have been less liberal with electric railway promotion 
and building. In pre-war days it was a multiple-fare 
railway made up of 5-cent sections, but with a 4½-cent 

\\ I.I c'· 
fare for the buyer of ticket b<iJr's.P ;~irst, 1tlf~ fares were 
brought clo~er to 5 cents fla f~ Later, the company 
"followed the crowd" by seeking increased revenue 
through a higher unit fare per section, this fare being 
successively 6 cents and 7 cents. These successive 
changes brought the company up squarely against the 
facts that its traffic was falling off and that it was not 
getting all the revenue hoped for and needed. From the 
railway checks of the traffic that it had (the passenger 
on the car) and of the traffic that it wanted (the rider in 
the automobile and pedestrian on the sidewalk), it 
turned out that more than half the actual and possible 
busines~ was short haul. As a consequence, the manage
ment came to the conclusion that a shorten ing of the 
zones, the restoration of the 5-cent unit rate, the elim
ination of transfers on one route and the modification 
of transfers on another offered better prospects. Upon 
this change it superimposed a second one welcome to the 
short rider, namely, a shortening of headway from 
twenty to ten minutes on at least one line to date. The 
results have been all that could be expected, for the 
increase in traffic in the urban parts of the system has 
been great enough to produce more dollars than the 
longer ride at the higher fare. 

The Problem of the 
Abandoned Line 

T HE report of the Massachusetts Department of 
Public Utilities on the subject of the support of 

electric railway lines in that State, reviewed elsewhere 
in this issue, is of interest outside as well as within 
Massachusetts as the report naturally includes a con
sideration of the question of abandoned lines. Accord
ing to the report of the Massachusetts commission, ::::: 
that state alone 371 miles of track have been abandoned 
up to the present time. 

This condition existing in a state which has, from 
the earliest days of the industry, consistently applied 
strict regulation of all financing and operation shows 
clearly that there is something more than overcapital
ization or mismanagement involved in the instance of 
these abandoned and poorly paying lines, in spite of 
the apparently unceasing clamor of political demagogues 
and would-be economists, whose chief stock in trade 
seems to be destructive rather than constructive criti
cism. 

Although the Massachusetts report does not attempt 
any blanket recommendation for the resumption of ser
vice on all abandoned lines, it is at least constructive 
and reasonably optimistic. It clearly recognizes the 
economic fact that if a community is to have street car 
service somebody must meet the entire actual cost of 
that service, and it recommends that the individual 
community directly concerned devise the best means of 
meeting that cost, rather than resorting to state own
ership or subsidy. At least it believes this plan should 
have a fair trial before any more extensive experiment 
be made in t he direction of the State's assumption of 
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the obligation. The probability of reduced wage scales 
and lower prices generally was apparently in the minds 
of the commissioners when they referred to possible 
f uture far-reaching economic changes which are likely 
to bring relief. The recommendation that the street 
r ailways be freed from all charges for construction and 
repair of streets and bridges and from the taxes in
tended to be in commutation of such charges would 
seem to be in line with sound public policy, and capa
ble of relieving at least a part of the present strain. 

The Massachusetts Department of Public Utilities 
has done wisely in refraining from attempting to specify 
particular lines which should be re-established and 
others which should not be. Presumably the people 
in the communities which have lost the service are best 
able to decide just how much they need the street rail
way after having done without it for a while or having 
tried some substitute methods of transportation. And 
if the legislation proposed by the department is acted 
upon by the Massachusetts Legislature, the people of 
that State will have at hand a means of preventing the 
discontinuance of any line, or the restoration of service 
on any line, by the simple but essential expedient of 
providing the necessary funds to keep it going. 

Governor Miller Carries Through 
His Traction Reform 

1..,.--.,, OVERNOR MILLER of New York has had his way. 
'-..J One of his early official acts after taking office on 
Jan. 1 was to indicate to the legislators the need for 
constructive action looking particularly toward relief 
from the intolerable conditions into which war-time costs 
and the unbending attitude of the Hylan administration 
had thrown the railways in the greater city. Gradually 
as the purposes behind the Governor's special message 
became plain the opposition among the legislators 
dwindled until the only voices that remained to protest 
were those of the Democratic minority and the Social
ists. Political strategy apparently dictated the course 
pursued by the Democrats. The Socialists of course, as 
ever, were the irreconcilables. 

The bill that has become law is broad and sweeping 
in its powers, but no less so than would seem to be 
necessary if the regulatory bodies which it creates are 
to be permitted to function properly. On account of 
the investment of the city of New York in the present 
subways the cry has been raised by the opposition that 
the new measure is unconstitutional because it makes 
incumbent upon the city the acceptance of such pro
posals as may be evolved by the Transit Commission 
for New York City in laying down a plan for settle
ment there. 

The bill does not provide a settlement; it merely 
creates a means whereby a settlement can be brought 
about. Until the commission has functioned and brought 
forth its plan it would seem that the opposition to the 
measure is merely tilting at windmills. The commis
sion under its wide powers will have certain strong 
cards to play in the interest of the city, and it is not 
beyond the bounds of probability that the new body 
may evolve a plan of settlement under which the city 
will benefit no less materially than the companies. 

Those who have assumed that the commission has 
been created by, for and in the interest of the corpora
tions which it will regulate cast doubt on the motives 
of the Governor, indirectly charge with subservience all 
the legislators who voted for the measure and ignore 

all the evidence in the case. In arrogating to itself' 
the sole right of defender of the city in the traction 
matter the Hylan administration assumes a role not 
altogether in keeping with its past performances. Many 
champions there are with no axes to grind who can be
counted upon to come to the aid of. the city if necessary, 
but they are content to remain impassive until the need' 
shall become unmistakably evident that they should 
intervene. 

The personnel of the commission is extremely 
important, probably more so than some of the law's 
provisions. Its announcement by the Governor is· 
awaited with interest. 

Should There Be 
an Exhibit This Year? 

IT IS the time now when the association must decide 
whether it will hold an exhibit this year, and a ques

tionnaire has been sent to manufacturer members ask
ing their views on the subject. The circular is being 
sent at the request of a committee of manufacturers· 
to whom President Gadsden has ref erred the matter; 
The position of the railways in this question is under
stood to be that if the manufacturers desire to make an 
exhibit they will be pleased to have one, but they con
sider the matter should be determined primarily by the 
manufacturing companies themselves. The latter have 
wisely decided to obtain a consensus of opinion, and the 
questions asked are whether the manufacturer members 
are in favor of holding an exhibit at Atlantic City this· 
year, if the company will exhibit if such an exhibition 
is held, and if so how much space it will require. The· 
letter mentions as reasons why the association might 
dispense with an exhibit this year the depression in 
business conditions and the fact that the proposition 
presented by the representatives of the pier at Atlantic
City is considered unsatisfactory. 

Considerable can be said both in favor of and against 
the plan of holding an exhibit. In favor of the plan, 
the principal arguments are probably as follows. An 
exhibit undoubtedly would attract a larger· number of 
delegates to the convention than if there was no exhibit. 
This is especially true with reference to equipment men 
and others who do not travel around over the coun
try so much as the higher officers and executives. 
To some manufacturers, particularly those making· 
bulky exhibits, the annual exhibition is the most eco
nomical way by which this new equipment can be shown 
to a large number of railway men. With the exhibits 
and meetings on the pier, an unequaled opportunity is 
afforded to the attendants at the convention to make 
and renew acquaintances and discuss matters relating 
to the industry. 

Among the positive arguments against the exhibit 
the most important undoubtedly is the large cost of trans
porting the exhibits to Atlantic City and renting the 
space there, and while the electric railway business may 
be in better condition than for some years past, the pres
ent business depression affects all manufacturers engaged 
in general business, and this includes of course most 
manufacturers of electric railway apparatus. There are, 
of course, precedents for the omission of the exhibit, as 
in 1915 on account of the exhibition at the San Fran
cisco Fair, and in 1917 and 1918 on account of the war. 
In this connection it is argued by some that annual 
exhibits were justified in the early days of the industry 
when the exhibits were smaller and equipment was 
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changing rapidly, but that an exhibit now every other 
year would probably answer all practical purposes. 
Again, with the exhibit omitted, some more central 
location than Atlantic City could be selected for the 
convention-some place, for instance, where the dele
gates can find much to interest them on the local rail-• 
way. This would to some extent take the place of an 
exhibition and would actually allow the inspection of 
electric railway apparatus under working conditions. 
In such a case, manufacturer members could well assist 
in making the gathering a success by offering their 
services as guides over the property. With such a plan 
it is argued that the railway men would get more real 
information for every dollar of expense than they would 
if the meeting was held at Atlantic City. This plan 
of visiting a different city was the one followed by the 
association before the exhibits became so extensive 
that they could be housed only in a place with such 
facilities as are at Atlantic City. A return to the 
earlier policy, it is urged, even for one year, would 
be welcom€, as it would give delegates an opportunity to 
study railway practice in some city of whose railway 
system and methods they have often heard but never had 
an opportunity to study at first hand. 

Some of the arguments in favor of each plan have 
been recited so that the members can weigh them care
fully before sending in their vote, if they have not 
already done so. In this con nection the poll of the . 
members of the Railway Business Association in regard 
to exhibits at the Jun€ convention in Atlantic City and 
the March convention in Chicago of the steam railroads 
is of interest. The decision of the Railway Supply 
Manufacturers Association to omit in 1921 its exhibit 
at Atlantic City was reached while the replies in this 
inquiry were being compiled. Of 146 Railway Business 
Association members expressing their sentiment by 
referendum, 43.2 per cent prefer holding the Million 
Dollar Pier and Chicago Coliseum exhibitions annually 
and 56.8 per cent favor holding them less often than 
once a year. Favoring biennial displays were 27.4 per . 
cent; favoring triennial, 19.2 per cent. Other sugges
tions made up the difference. It is of interest to note 
also that the National Electr ic Light Association will 
not hold the usual exhibit in connection with its annual 
convention this year. 

There is of course no question of givi ng up the tech
nical meetings of the convention. The convention ought 
by all means to be held 
this year in som€ city, 

and be in a better position to assist in future develop
ments. Finally, the reasons for the abandonment of 
the June steam railroad exhibit do not hold because, 
broadly speaking, the electric railways are undoubtedly 
in better financi al condition than the steam railroads, 
as they have passed the depth of their depression. 

The Trend in Wages 
Is Downward 

TRAI NMEN'S wages bulk large in the total of. 
operating costs. An increase of a cent or two arr 

hour in them often may mean the difference between 
black and red in the income figures just as a decrease
in them of a cent or two may mean the difference between 
red and black. It is these facts that are now driving 
electric railways all over the country to insist that 
wage.-; shall come down as part of the necessary readjust-· 
ment in evidence everywhere to bring industrial condi
t ions back more nearly to normal. 

In Albany a strike followed the pruning of wages . 
Other strikes for the same cause would appear to be 
pending. In the light of the facts, however, the resort 
to the st rike must prove, as it has in Albany, disastrous 
to the men who engage that means of try ing to stem 
t he inevitable tide of downward prices everywhere. The 
company at Albany has had very little trouble in re
cruiting an entirely new force at the reduced wages 
offered to its old men, while companies elsewhere are 
reported to have closed their waiting lists, so great has 
become the number of applicants seeking jobs. 

Most significant of all, however, is the case of the 
Eastern Massachusetts Street Railway. While the men 
on the lines of that road still in operation are talking in 
stentorian tones through their accredited spokesman 
about resisting to the very limit a proposed reduc
tion in wages, the men on the Gloucester lines of the 
company, many of whom have been out of work ever 
since the road there shut down on June 1, 1920, are 
seeking thei r old jobs at the new scale proposed to be 
made to apply to the whole system. Men who are still 
employed may be inclined to dispute the index figures 
which indicate t he trend of the cost of living, but men 
such as those at Gloucester, wbo are out of a job, are 
the real judges of what their labor will command in 
t he open m arket. 

Labor, skilled and unskilled, may not be a commodity, 
but it is worth only what 
it will command in the 

Quolal ion Jrom the 
Federal Electric Railways 
Commission Report 

No. 15 
open market. Even with 
increasing intelligence ev
erywhere it is still difficult 
to obtain acceptance of 
the fact that wages are 
to a very large extent 
self-adjusting. That this 
is so is indicated by the 
instances at Albany and 
in Eastern Massachusetts 
which have just been ci t ed. 
If the employer had as 
much to do wit h fix ing la
bor prices as labor is in
cl ined to think, t hen t he 
unscrupu lous e m p 1 o y e r 
would indeed be in a posi-

"t X TE WOULD particularly urge public officials and 
V V officers of the electric railways to cooperate 

seriously in the protection and preservation of all 
corporate, financial and cost records. 

Service-at-cost plans have been recently reject ed by 
popular vote, largely on the issue of valuation, in 
Chicago, Denver and Minneapolis. The public, justly 
or unjustly, has become so suspicious of the electric 
railway companies that it may be expected to rej ect 
any service-at-cost or public ownership question sub
mitted to popular vote, no matter how fairly the plan 
may b e formulated, if it is not thoroughly convinced 
that the capital item h as b een fairly and honestly ar
rived•a t . The failure of a compa ny to preserve its r ecord 
may in the end hurt its stockholders more than it may 
the public. 

tion to wield a n influence 

either Atlantic City or 
elsewhere, and there ought 
to be a large attendance 
for the discussion of the 
reports and papers. Even 
if there is no exhibition 
this year attendance should 
include as full a represen
tation as in the past from 
the manufacturer compa
nies, not only so they can 
tell the railway men all 
of their own developments 
during the past year but so 
that they can get ideas from 
the latter on ways to improve 
their equipment. Further, 
they can sense the thought 
and needs of the industry ~£~ ................................................. ....... -!l-P."'~......,._.. ................................... -~ most detrimental to societ y. 
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,PANORAMIC V IEW OF N EW BRIG HTON', THE HEADQUARTERS OF THE BEAVER VALLEY TRACTI ON COMPANY 

Adjusting Fare to Length of Ride 
Five-Cent Fares for Short Rides Retained by Beaver Valley Traction Company, High Zone Fares 

Having Been Found to Decrease the Utility of the Electric Railway-Short Zones 
Are Established After Traffic Surveys - Incidentally Revenues 

Have Increased as Railway Keeps Functioning 

THE contradictory deductions made from dat a on 
fare increases in relation to changes in t r affic have 
proved the necessity for studying each property 

and even the individual lines of each property separately 
in order to equate the value of the different factors 
that make up the total result. A study of t h is kind 
has been made available by W. H. Boyce, general man
ager of the Beaver Valley Traction Company, who is 
a decided believer in studying and meeting the needs 
of transportation patrons from the merchandising 
standpoint. 

A COUNTRY SHOESTRING SYSTEM 

The Beaver Valley Traction Company and its asso
ciated Pittsburgh & Beaver Street Railway are not 
favored by a heavy tributary population. There a re 
26 miles of route and 51 miles of track for a population 
of about 66,000. The trunk line, as shown on t he 

accompanying map, strings along for 19 miles through 
t he Beaver and Ohio valleys between the boroughs of 
Leetsdale and College Hill, with branch-offs to Beaver 
and M,onaca (2.69 miles and 1.5 miles respectively) and 
a 2.59-mile crosstown line known as the Riverview Line 
between New Brighton and Beaver Falls. Expansion of 
the towns is almost everywhere limited by rivers and 
hills. Even t he larges t t owns are but twelve squares or 
blocks in width while the smaller communities are only 
four to seven squares wide. The back country is merely 
very poor farm ing land with little tributary population. 
The travel characteristics on such a system are natu
rally dependent to a large degree upon the location of the 
manufactories and picture houses in the district. 

Except for Beaver and Baden, the district along the 
railway is industrial, with steel and iron production 
predominating and glass, brick and other clay indus
tries also a factor. Quite a large number of the 
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middle-class citizenry work in Pittsburgh and commute 
via the 1Pennsylvania and Pittsburgh & Lake Erie 
Railroads, whose routes are also shown on the map. As 
the Pennsylvania runs fifty-seven trains and the Pitts
burgh & Lake Erie fifty-six trains daily, it may be 
guessed that the electric lines do not get much through 
business. Then, too, the steam rates to commuters are 
only $11.90 per month for a sixty-trip ticket covering 
a one-way 28-mile ride. With an average of but fifty
two trips a month, this is 1,456 miles for $11.90 or 0.82 
cents per mile, a rate out of the question for single-car 
electric operation in this kind of territory. 

Besides this practical monopoly of long-haul business 
by the steam railways, the electric railways have to 
contend with the insidious and ubiquitous private auto
mobile which cuts into both short-haul and long-haul 
opportunities indifferently. Indeed, as most of the sys
tem is along the Lincoln Highway, the electric railways 
have the doubtful pleasure of paying for the upkeep of 
paving used both by the stranger and by the local 
man who is letting the car rider pay for his pleasure! 
As a rule the thoroughfares in this territory are wide 
and most of them are paved. The electric railways must 
not only maintain the usual strip of paving but in some 
cases are expected to pave the whole street as well. 

The topographical conditions mentioned naturally 
tend to make most of the communities, sm,all though 
they are, self-contained. Each town has its own grocers, 
meat shops, clothiers, churches, etc. The proximity of 
Pittsburgh and the diffusion of the valley population 
are factors which tend to keep theatrical road shows 
out of the Beaver Valley. Strong rivalry between the 
excellent picture houses in Beaver Falls and Rochester 
is one of the few causes of intertown travel. 

Between College Hill and Vanport-9.5 miles; between 
Ambridge and Leetsdale; and throughout Rochester and 
Monaca the company is giving a ten-minute car service; 
on the Riverview division between Beaver Falls and 
New Brighton fifteen-minute service and on the remain
der of the system a twenty-minute service. With the 
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arrival of more safety cars this headway will be short
ened so as to give from 50 to 100 per cent more service. 

A real millstone around the neck of the management 
is the Pittsburgh & Beaver Street Railway, from Leets
dale to Baden, an 8.5-mile double-track route, built 
fourteen years ago as a link between the Beaver Valley 
Traction Company and Pittsburgh. Even today the total 
population served is within 15,000- yet at the time of 
construction there were only 4,000 people to cater to! 
A remaining gap of 1.75 miles still prevents the long
planned connection with Pittsburgh. 

PASSENGER-QUIZ SURVEY PRECEDED FARE CHANGE 

As the 7-cent base fare for zones up to 6 miles was not 
producing the revenue, Mr. Boyce determined to make 
a survey with the thought in mind of securing more 
revenue through the introduction of a lower fare for a 
reduced distance. During October, 1919, following 
notices in the local papers, traffic checkers boarded the 
cars to hand "on and off" slips to the passengers. The 
public was fully informed as to the object of this 
survey and co-operated in the most satisfying way. 
(See ELECTRIC RAILWAY JOURNAL, Nov. 8, 1919. ) Checks 
were also made of pedestrian traffic to secure a basis 
for figuring on the transformation of walkers into 
riders. 

The net result was the working out of a plan whereby 
the 5-cent fare was restored, but the zones were cut 
down to an average of 2 miles. Reference to the map 
will show that the fare points are not laid out to 
coincide with geographical miles but in accordance w~th 
the natural traffic gathering points. This change, of 
course, was sufficient to restore the 5-cent fare for 
most of the intra-community riding, and in some cases 
even the long rider through the thinnest territory had 
little more to pay. On the other hand, certain transfer 
privileges were withdrawn, some 7-cent zones became 
two or three 5-cent zones, etc. Of course, the people who 
had to pay more were somewhat vocal about it, but after 
all it was evident that the ·majority had no complaints 
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of transportation patrons from the merchandising 
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ciated Pittsburgh & Beaver Street Railway are not 
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of about 66,000, The trunk line, as shown on the 
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middle-clas11 citizenry work in Pittsburgh and commute 
via the ' Pennsylvania and Pittsburgh & Lake Erie 
Railroads, whose routes a re also shown on the map. As 
the Pennsylvania runs fifty-seven trains and the Pitts· 
burgh & Lake Erie fifty-six trains daily, it may be 
guessed that the electric lines do not get much through 
business. Then, too, the steam rates to commuters are 
only $11.90 per month for a sixty-trip ticket covering 
a one-way 28-mile ride. With an average of but fifty. 
two trips a month, this ie. 1,456 miles for $11.90 or 0.82 
cents per mile, a rate out of the question for sinl{le-car 
dectric operation in this kind of territory, 

Besides this practical monopoly of long-haul business 
by the steam railways, the electric railways have to 
contend with the insidious and ubiquitous private auto• 
mobile which cuts into both short-haul and long-haul 
opportunities indifferently. Indeed, a.o. most of the sys
tem is along the Lincoln Highway, the electric railwavs 
have the doubtful pleasure of paying for the upkeep ~f 
paving used both by the stranger and by the local 
man who is letting the car rider pay for his pleasure! 
As a rule the thoroughfares in this territory are wide 
and most of them are paved. The electric railwaye. must 
not only maintain the usual strip of paving but in some 
cases are expected to pave the whole street as well. 

The topograph ical condition:; mentioned naturally 
tend to make most of the communities, small though 
they are, self-contained. Each town has its own grocers, 
meat shops, clothiers, churches, etc. The proximi t)• of 
Pittsburgh and the diffusion of the valley population 
are factors which tend to keep theatrical road shows 
out of the Beaver Valier. Strong rivalry between the 
excellent picture houses in Beaver Falls and Rochester 
is one of the few causes of intertO\vn travel. 

Between College Hill and Vanport-9.5 miles; between 
Ambridge and Leetsdale; and throughout Rochester and 
i\lonaca the company is giving a ten-minute car service; 
on the Riverview division between Beaver Falls and 
New Brighton fifteen-minute service and on the remain
der of the system a twenty-minute se rvice. With the 

THE f'ITTSBURGll &. 13E,IVER STREET R.-\lL\\',\Y S YSTE~IS 

arrival of more safety cars this headway will be short
ened so as to give from 50 to 100 per cent more service. 
. A real millstone around the neck of the management 
is the Pittsburgh & Beaver Street Railway, from Leets
dale to Baden, an S.6-mile double-track route built 
fourteen years ago as a link between the Beaver' Vallev 
Traction Company and Pittsburgh. E1·en today the tot~! 
populatio? served is within 15,000-yet at the time of 
constru~ti~u there were only 4,000 people to cater to! 
A remarnmg gap of 1.75 miles still prevents the Jong• 
planned connection with Pittsburgh. 

PASSENGER-QUIZ SURVEY PRECEDED FARE CHANCE 

As t~e 7-cent base fare for zones up to 6 miles was not 
producing the revenue, l\1r. Boyce determined to make 
a survey with the thought in mind of securing more 
revenue through the introduction of a lower fa re for a 
reduced distance. During October 1919 following 
notices in the local papers, traffic ch~ckers boarded the 
cars _to hand "on and off'' slips to the passengers. The 
pubhc was fully informed as to the object of this 
survey and co-operated in the most satisfying way. 
(See ELECTRIC RAILWAY JOURNAL, Nov. 8, 1919.) Checks 
were also made of pedestrian t.-affic to secure a basis 
for figuring on the transformation of walkers into 
rider s. 

The net result was the working out of a plan whereby 
the 5-cent fare was restored, but the zones were c~t 
down to an average of 2 miles. Reference to the map 
will show that the fare points are not laid out to 
coincide with geographicnl miles but in accordance with 
the natural traffic gathering points. This change, ·of 
course, was sufficient to restore the 5-cent fare for 
most of the intra-community riding, and in some cases 
even the long rider through the thinnest territory had 
little more to pa~· . On the other hand, certain transfer 
p1·ivileges were withdrawn, some 7-cent zones became 
two or three 5-cent zones, etc. Of course, the people who 
had to pay more were somewhat vocal about it, but after 
all it was evident that the majority had no complaints 

MI ies 
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t o make and that there was every reason why the 
short rider should be pleased. This schedule became 
effective Dec. 1, 1919. The increase in revenue was fig
ured to be 19 per cent with no cut in patronage. 

THE TELEPHONE PROVES A COMPETITOR 

Now here is where the rivalry of the telephone comes 
in. It appears t hat when the increase in fare was 
made, those who were most unfavorably affected by it 
found that they could do a lot more shopping and visit
ing by telephone. Inquiry by the company showed that 
for the first th ree months of the far e increase 
(December, 1919, January and February, 1920) the 
telephone load throughout the district had increased 
about 35 per cent. On the other hand, t he telephone 
load for March, 1920, showed a decrease of 10 per cent 
compared with the preceding three months' period. In 
short, as one class of business went up the other went 
down. The advent of winter probably was also a 
factor; but t he opposing fl uctuat ions do indicate some 
rivalry between t he two methods of communication. 

An analysis of the accompany ing charts sh owing both 
monthly and twelve-month figures for the combined 
property indicates that the ser vice r endered varied but 
lit tle dur ing the past five years, notwithstanding that 
the various fare increases did fo r a time create a con
siderable traffic loss until merchandising methods were 
established to sell the wares of the company in quan
tities that were acceptable to the public. 

When t h is became a fact on Dec. 1. 1919, and fares 
were based on 5 cents per 2-mile zone business t ook a 
boom and more passengers r ode than ever before. This 
is especially shown by the route diagrams hereafter 
mentioned. Then, with the careful study of developing 
the riding habit on certain routes and giving better 
service on a more frequent headway with new and up~ 
to-date cars, the results longed for in the past with high 
zone fares actually became a realization. 

The result of t he various fare changes for the past 
five years is g iven in Table I. From this table it will 
be noted that in 1920 there were fifteen zones as against 
seven when the previous 5-cent-zone fares were in 
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effect. An increase of 59.8 per cent in r evenue zone 
passengers at the expense of a 32.1 per cent decrease in 
free and transfer passengers indicates that the lower 
base fare picked up many a short-haul passenger. This 
perhaps is bet ter shown by the fact that in 1916 the 
average fare per zone passenger carried was but 4.06 
cents, while in 1920 it was 4.60 cents, a gain of 13.3 per 
cent. The elimination of reduced-rate t ickets also had 
someth ing to do with bringing about this increase. 
Taking the gain of 2.68 per cent in the average fare 
per revenue zone passenger from the 13.3 per cent would 
leave a gain of more than 10 per cent that could be 
attributed to addi tional business that brought a gain 
of 64.6 per cent in the car-mile passenger revenue. 

NOTES ON TRAFFIC SURVEY THAT L ED TO 
FIVE-C ENT Z ONES 

As a start, t he system was divided into thir ty-two sec
tions. These divisions were not made arbitrarily upon a 
mileage basis as their length varied from 0.25 to 2 
miles, but with consideration to the actual a nd pos
sible t r affic movement within the most natural boun
daries. Then the actual "on and off" t raffic in each 
section was plotted as of Oct. 2, 1919. To these sec
tions there were next applied ten different fare sched
ules, ranging from 3-cent zones averaging 1.5 miles each 
to 10-cent zones averaging 3 miles each . A summary 
of eight of these schemes and what could be expected 
from each if there was no drop in traffic follows : 

Plan 1. Ten-cent zone fare with no transfers, with 
passenger receiving two zone checks, whereby the actual 
rate was three zones for 10 cents or 3¼ cents per zone. 
This plan would have decreased the revenue by approxi
mately 4 per cent . 

Plan 2. Same fare zones as Plan 1 but with 6 cents 
for fi rst zone and 2 cents for each additional zone. 
Expected incr ease in revenue, 2.86 . per cent. 
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Plan 3. Then existing fare zones, averaging 3 to 6 
miles. Straight 10-cent zone fare, except that 15 cents 
would be charged for through passengers passing 
Junction Park. Fare in Riverview, Monaca and Sharon 
to be 5 cents without transfer. 
· Plan 4. Then existing fare zones, averaging 3 to 6 

miles. Straight 8-cent zone fare, but with 5-cent non
transfer fare in Riverview, Monaca and Sharon; rest 
of routes, 8 cents per zone. Expected increase, 11.1 
per cent. 

Plan 5. Straight zone fare of 7.5 cents with new fare 
zones, averaging 2 to 3 miles. No transfers in River
view and Monaca. Expected increase, 42.3 per cent. 

Plan 6. Same as Plan 5 except for two shiftings in 
fare points at Beaver and Rochester. Expected increase, 
44.9 per cent. 

Plan 7. Five-cent zone fare with zones shortened to 
an average of 2 miles with transfer privileges continued. 
Expected increase, 12.52 per cent. 

Plan 8, as proposed and adopted. Five-cent zone 
fare with zones averaging 2 miles as in Plan 8, but 
with transfers eliminated on the Monaca division and 
modified on the Riverview division. Expected increase, 
19 per cent. 

Plan 9 was a straight 10-cent fare with zones averag
ing 3 miles. The theoretical increase in revenue was 
figured to be 50 per cent. 

EARLIER INCREASES SHOWED WISDOM OF KEEPING 

FIVE-CENT FARE ON SHORT LINES AT LEAST 

In coming to his deductions favoring short 5-cent 
zones, Mr. Boyce had two statistical bases to go by in 
addition to his intimate knowledge of the territory. The 
first of these bases was the traffic survey of Oct. 2, 
1919, and the other the r esults which had followed 
the earlier fare increases. 
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The results of the traffic survey, segregated by the 
nine 7-cent zones, marked on the map showed clearly 
how dependent t he company was on the short-haul 
riders. Analysis showed that more than 50 per cent of 
the passengers rode less than what are now two 5-cent 
zones. 

A further increase in the base rate of fare which 
was then 7 cents might have been disastrous, due to 
traffic losses, whereas a shortening of the fare zone with 
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a corresponding r eduction in the base rate might be 
advantageous in retaining t he present r iders and at 
t he same t ime creating new traffic. 

WHAT O CCURRED WI TH EARLIER FARE CHANGES 

The results from the earlier fare changes in t he order 
of thei r occurrence fo llows: 

Firs t change-On Sept. 1, 1916, the labor t ickets, 
so called, which provided a 10-cent r ide for 5 cents 
during certain hours and the full fare tickets that had 
been sold in lots of 100 for $4.50 were abolished and a 
new ticket was put on sale at the rate of 21 for $1. 
Roughly speaking, the 4.5-cent zone fare ticket was 
succeeded by a 4.7-cent rate. No change was made in 
t he cash fare, which · still remained at 5 cents with free 
t r ansfer s, nor was any change made in the length of 
t he fare zones. F r om a traffic standpoint the first 
month's operations compared with the previous month 
showed a ga in in revenue zone passenger traffic of 2.22 
per cent, although the r evenues increased but 4.35 per 
cent . 

S econd change-On Jan. 26, 1918, the base rate of 
fa re per zone was increased to 6 cents and all tickets 
aboli shed. No change was made in t ransfer privileges 
nor in zone lengths. For t he property as a whole, the 
results of the first month's operation under this fare 
increase showed a 2.34 per cent loss in the number of 
revenue zone passengers carried but a gain in r evenue 
of 14.95 per cent. 

Third change- On S·ept. 6, 1918, the zone base r ate of 
fare was f urther increased to 7 cent s. No change, how
ever, was made in transfer privileges or zone limits . A 
comparison of t he first month 's operat ions with t he 
previous month shows t hat again there was no appre
ciable change in t he number of revenue zone passengers 
carried. T he cor responding change in revenue was 
10.58 per cent. Looked at in a different light, t he com
pany was carry ing in September. 1918, dai ly an average 
of 25,523 revenue zone passengers at 7 cents per zone 

TABLE Il- HESl'LT8 OF THAFFIC Sl'R\'£ Y BY ZONES 

Zones . . .. . . . . .. . . 2 3 5 6 7 8 9 A II 
Passengers en .... 13, 154 2,340 319 87 2 . . . . . . . 15,902 
P assengersoff . ... 5,510 7,004 2,380 591 208 136 44 25 I I 15,909 

Total passengers. 18,664 9,344 2,699 678 210 136 44 25 11 31,801 
Total passrngers boarding car within limits of Beaver Falls borough (Twenty

sixth Street to Beaver Falls-Brighton station) who: 
Rode to Beaver....... . . . ........ 387 
Rode from New Brighton to Beaver ....... . ..... .... . 241 

as aga inst 21 ,445 prior to the first change in fares, 
Sept. 1, 1916. However, as there had been a 75 per cent 
increase in fare for a portion of the car riders in t he 
same period the average daily receipts jumped from 
$1,032.54 to $1,339.89, or 29.8 per cent. 

Fourth change-On Dec. 1, 1919, the whole fare 
scheme was changed as already mentioned, and t he 
length of the zones changed to approximately 2 miles 
with the base fare set at 5 cents. The immediate r esults 
were below expectations. The first month's operations, 
December, 1919, compared on an average daily basis 
with November, 1919, showed a gain in revenue of 4.58 
per cent. January results were below December and 
February was slightly better than January. March, 
however, showed up more nearly the anticipated ga in; 
in other words, 15.1 per cent over the corresponding 
month -of the previous year. 

Attention is called to the figures fo r April, 1920, as 
compared with April, 1919. The 5-cent fare evidently 
was creating new riders. The increase in zone pas-

TABLE III-FISCAL AND TRAFFIC RESULTS OF FARE CHANGES, 
BEAVER VALLE Y TRACTION COMPANY ONLY 

D .-iily Averages 

Transfer 
Average 
Revenue 

R evenue and F ree T otal per Car-
Zone Zone Zone Zone Mile 

D ate Fare R evenue F ares Fares Fares (Cents) 
Aug. 1-31 , 1916 . ... (a) 5c $1,0H 2 1,445 4,807 26,252 28 . 9 
Sep t. 1-30, 19 I 6 . .. (d ) 5c 1,078 21,923 4,6 13 26,536 30 . 0 
Per cent change ... 0 .0 + 4 . 35 +2 . 22 - 4 . 03 + 1.08 + 3. 81 

Dec. 26, 1917, to 
J an. 25, 19 18 .. .. ( ) 5c $913 18,9 11 2, 806 21 ,7 17 

J an. 26, 19 18, to 
Feb. 25 , 19 18 ... . be 1,049 18,468 3,203 2 1,67 I 

Per cent cha nge ... + 20 . 0 + 14. 95 - 2 . 34 + 14 . 18 - 0 . 21 

Aug. 6, 1918, to 
Sept. 5, 1918 ... . be $1 ,212 20,519 4,382 24,901 

Sept. 6, 19 18, t o 
Oct. 5, 1918 . .... 7c 1,340 20,523 4, 030 24,553 

P er cent cha nge ... + 10 . 66 + 10 . 58 0. 00 + 12. 42 + 14 . 00 

Nov. I. 1919 to 
Nov. 30, 1919 (c) 7c 1,637 23,420 4,380 28 800 39.8 

D ec. 1, 1919, to 
Dec. 3 I , 1 9 1 9 ( ) ( ) 5c 1,7 12 34, 455 2,945 37,400 41.1 

Per cent change . .. - 28 . 6 + 4.58 + 46.8 - 30.4 + 29.82 +3.27 
(a) 4½-cent ticket and a two-zone labor ticket for 5 cents a re also sold . 
(, ) 5-zone zones-2 miles average length. 
(c) Fig m es include P ittsburgh & Beaver Street Railway, 
( rJ) Reduced rate zone ticket s sold twenty-one for $ 1. 

sengers on the Beaver Valley Lines was 24.29 per cent 
and on the P ittsburgh & Beaver Lines was 27.56 per 
cent. Table III as well as t he chart depict clear ly the 
effect of the various far e changes as it influences traffic. 

How FARE INCREASES AFFECT THE SHORT 

HAUL TRAFFIC 

A specific proof of t he value of adheri ng to the 
5-cent fare as a unit for a short-distance ri de when 
t he t ransfer can be practically eliminated is afforded 
by a study of the Monaca Route 2004 and t he River
view Crosstown Route 2005, which are respectively 1.5 
miles and 2.7 miles long. Even on the lat ter li ne most 
of t he r iding is done within a haul of 1.25 to 1.5 
miles, so that the combination of a twent y-minute 
headway and a more-than-nickel fare was t oo g reat a 
temptation to walk. 

The g ra phs on pages 672 and 673 show daily and 
monthly revenues for both routes and are good indices of 
results obtained by reducing fares for bu ild ing up short
haul traffic. Tables IV and V also give an idea of what 
h igh minimum fares mean on routes when t he average 
length of r ide is but little more than a mile. 

On Route 2004-between Monaca and Rochester
where t he bulk of the riding is one mile or less, t he effect 
of the elimination of labor tickets and t he 4½-cent zone 
t icket caused a loss of 10.52 per cent in total passengers 
and a 4.46 per cent in revenue. ( Even a quarter of a 
cent increase in fare may loom big to t he patron. ) The 
change fro m 5-cent zones to 6-cent zones in 1918 showed 
a further decrease in the revenue passengers carried, 
but due to a 17.5 per cent increase in transfers collected, 
t he traffic handled by the r oute increased 2.67 per cent 
and t he 20 per cent increase in fare netted an increase 
of 10.03 per cent in revenue. 

The 7-cent fare which became effective in September, 
1918, caused losses in t otal traffic handled of 6.31 per 
cent , although an increase of 7.08 per cent in revenue 
was obtained. This loss, however, was greatest in the 
number of r evenue zone passengers carried, which 
decreased 9.4 per cent. On Dec. 1, 1919, the 7-cent fare 
with free transfer privilege was reduced to a straight 
5-cent zone fare without transfers. This reduction in 
fare alone stimulated riding as is shown on both charts. 
Monthly r evenues increased from 35 to 40 per cent over 
the previous year, while the daily r evenues showed a 
corresponding upward tendency from the day of the 
5-cent fare. In September safety cars supplanted t he 
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TABLE IV-EFFECT OF FARE INCREASES ON TRAFFIC-ROUTE 2004 

Dlli/y Averaaes 
Average 

Transfer R evenue 
Revenue a nd Free Total per Car-

Zone Zone Zone Zone l\lile 
Date Fares Revenue Fares Fares Fares (Cents) 

Aug. 1- 31, 1916 .. (a) 5c $60 . 60 1,230 655 1,885 36 . 04 
Sept. 1- 30, 1916 .. (b) 5c 57 . 90 I, 160 527 1,687 34. 71 
Per cent change ... - 4.46 - 5.68 - 19.58 - 10.52 - 3 . 15 

Dec. 26, 1917 to 
Jan. 25, 1918 .. .. <'·) 5c $51. 69 1,035 349 1,384 

Jan. 26, 1918 to 
Feb. 25, 1918 ... . 6c 56. 88 1,01 I 410 1,421 

Per cent change ... + 20 0 + 10 03 - 2.32 + 17 5 + 2.67 

Aug. 6, 1918 to 
Sept. 5, 1918 .. .. 6c $53. 05 926 486 1,412 31 . 82 

Sept. 6. 1918 to 
Oct. 5, 1918 ... .. 7c 56 . 81 839 484 1,323 34. 17 

Per cent change ... + 16.67 + 7.08 - 9.40 - 0.50 - 6.31 + 7.37 

Nov. 1- 30, 1919 .. 7c $76. 60 I. IOI 522 1,623 46 51 
Dec. 1- 31, 1919 .. Sc 83. I 0 1.661 7 1,670 49 86 
Per cent change . .. - 28.6 +8.48 + so 86 - 98 66 +2.89 + 7.20 

(a) A 4½-cent and a two-zone labor ticket for 5 cents are also accepted for fa re. 
(b) Reduced rate zone tickets sold twen ty-one for $1. 

two-man cars, with the headway cut in half. This 
improved service still further increased the traffic so 
that revenues in October, 1920, the first whole month of 
safety car operation, were 51 per cent more than the 
previous year. In December, 1920, the business depres
sion became a factor, due to the industries in the terri
tory served laying off about 27 per cent of their forces. 
Nevertheless the frequent service in dull times brought 
more traffic than the longer headways in good times. 

Route 2005, although called a crosstown line, is really 
a roundabout route between New Brighton and Beaver 
Falls, starting at about the middle of New Brighton 
(Fourteenth Street) and running to Beaver Falls via 
Eleventh Street, which is the chief business street of 
that town. 

Similar figures are also given in Table V for Route 
2005-the so-called Crosstown Riverview Line. A com
parison of the results on these two routes shows con
clusively that as fares are increased the traffic losses 
very often are such that the actual results are not as 
anticipated. In other words, compared with the traffic 
handled prior to any change in fares in 1916-and that 
during the 7-cent fare period-the loss in traffic amounts 
to 29.82 per cent on Route 2004 and to 22.62 per cent 
on 2005, while from the revenue standpoint on Route 
2004 there is a loss of 6.26 per cent, and on Route 2005 
the gain is but 1.14 per cent. 

The increased revenue resulting on this route is due 
not only to the change in fare and improved service 
but to the fact that with the establishment of the 2-mile 

TABLE V-SHOWING EFFECT OF FARE INCREASES ON 
TRAFFIC- ROUTE 2005 

Dllily Averayes 

Transfer 
Average 
Revenue 

Revenue a nd Free Total per Car-
Zone Zone Zone Zone Mile 

Date Fares Revenue Fares Fares Fares (Cents) 
Aug. 1- 31, 1916 ... ('1) 5c $54 . 32 I, 103 187 1,290 18. 71 
Sept. 1- 30, 1916 ... (b) 5c 50 . 73 1,024 172 1,196 17 . 74 
Per cent change ... - 6 . 60 - 7 . 17 - 8 . 03 - 7 . 28 - 5.1 7 

Dee. 26, 19 17 to 
Jan. 25, 1918 ... . (',) 5c $60. 16 1,201 I 08 1,309 

Jan. 26, 1918 to 
Feb. 25, 19 18 .... 6c 64. 43 1,033 95 I, 128 

Per cent cha nge ... + 20 0 + 7 II ,- 13 98 - 12 . 02 - 13,82 

Aug. 6, 1918 to 
Sept. 5, 1918 .... 6c $57. 77 981 160 I, 141 19 . 96 

Sept. 6, 1918 to 
Oct. 5, 1918 .. .. . 7c 54. 94 835 163 998 18 . 77 

Per cent change ... + 16 67 - 4.91 - 17 5 + 1 .87 - 12.55 - 5 . 96 

Nov. 1- 30, 1919... 7c $76 . 23 I 098 145 1,233 26 67 
Dec. 1-3 1, 1919.. .. 5c 84 . 25 I 769 77 I 840 30 59 
Percent change ... - 28 .6 + I0 .52 + 6 11 1 - 46.89 t492 + 1469 

('1) A 4}-cent and a two-z Jne labor ticket for 5 cents are a lso accepted for fa re. 
(b) Red uced rate zone tickets sold twenty-one for $1. 

5-cent zones the fare via the main line between New 
Brighton and Beaver Falls was made 10 cents, and 
but 5 cents via the roundabout or crosstown line. Thus 
for January, 1920, as shown on the graph, revenues had 
increased 56 per cent over the corresponding year, with
out any improvement being made in the service. This 
was equivalent to a gain of 95 per cent in traffic. 
Unfortunately this gain is not stable but decreased 
month by month until in June, 1920, when the gain over 
the preceding year was but 14 per cent. Safety car 
service was installed in September, 1920-with no 
change in headway. The effect on revenues was an 
increase of 4.1 per cent in September, 3.86 per cent in 
October and 9.62 per cent in November over the respec-
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MONT HLY STATISTICS SHOWING EFFECT OF FIVE FAHE 
INCREASES AS APPLIED TO THE WHOLE SYSTK\I 

t ive preceding mont hs. In December a tripper was added 
to the service during the rush hours, which further 
increased the average daily revenue 15.6 per cent over 
t he month of November. To prove that holiday traffic 
solely was not the cause of this large increase attention 
is called to t he fact that in January, 1921, the average 
daily revenue based on the first nineteen days was 
$99.22. This, then, is equivalent to 11.12 per cent gain 
over November. However, in January three safety cars 
were operating on a fifteen-minute normal headway as 
against a base schedule of twenty minutes and fifteen 
minutes in the rush hour with trippers in November and 
December. 

From the figures in Tables IV, V and VI it is evident 
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TABLE VI -RESULTS UN D E R F IVE-CENT ZONE FARE 
Daily Averages-R oute 2004 

Transfer 
Revenue a nd F ree Total 

Zone Zone Zone Zone 
D ate Fare Revenue Fares Fares Passenger 

.Jan. 1920 ........... . ... 5c $86 . 11 1,72 6 None 1,726 
Jan. 19 19 ......... ...... 7c 62 . 91 918 427 1,345 
Percent cha nge ... ...... + 36 .9 + 88. 2 + 28.22 
Aug. 1920 ........ ...... 5c $71 . 05 1,430 None 1,430 
Aug. 19 19 . ....... ...... 7c 165. 27 93 1 518 1,449 
Per cent change ... ...... + 8.86 + 53. 7 - 1. 27 

Oct. 1920 ......... ...... 5c $106. 24 2,1 25 None 2,125 
{)ct . 1919 ...... ... ... . .. 7c 70 . 91 1,01 6 492 1, 508 
P er cent change ... ...... + 49.8 + 102.2 + 29 . 0 

Da ily A rerages-Route 2005 

J an. 1920 ..... ..... ... . . 5c $ 85 . 80 1, 71 6 IOI 1,8 17 
J an. 19 19 ..... .... .. ... . 7c 56. 13 783 129 9 12 
P er cent change . ........ +53.0 +119.0 -21.65 +99. 2 

Aug. 1920 . ............. 5c $75.32 1,522 229 1,751 
Aug. 1919 .............. 7c 66. 61 953 150 I, 103 
P er cent change ......... + 13.08 +59.7 + 52.7 + 58 .6 

Oct . 1920 ............... 5c $81 . 43 1,621 64 1, 685 
Oct . 1919 ............... 7c 73 . 81 1,059 146 1,205 
Per cent change ......... + 10 . 34 + 53 2 - 56.2 + 39 8 

that for the short routes under consideration the 5-cent 
fare is bringing the largest amount of revenue from 
the largest number of patrons. The Beaver Valley 
5-cent short-zone fare scheme was one that took the 
in<lividual peculiarities of the different routes into con
sideration instead of applying some one blanket change 
and consequently the results have proved so gratifying. 
A significant phenomenon is that the losses in traffic 
during the various cash-rate increases occurred chiefly 
d uring the months of fair weather, and th is fair weather 
traffic did not tend to come back. In other words, had 
t he company gone to higher and higher cash fares its 
usefulness would have dwindled to the point of carrying 
only the compulsory maximum-distance rider. 

As another example of this tendency it may be 
pointed out that on the Pittsburgh & Beaver Railway 
t he winter increase, Jan. 26, 1918, from 5 cents to G 
cents, caused no diminut ion in traffic, whereas the sum
mer change, Sept. G, 1918, from G cents to 7 cents, caused 
so large a drop in traffic as to produce less revenue 
comparing the month before and the month after the 
change in rates. 

r ate ; and when the t ime is ripe it will give a 10-minute 
through service instead of turning back half the cars 
at Ferry Street, Vanport. 

Another interest ing possibility is that of the Over
grade Bridge between New Brighton and Beaver Falls. 
The company charges a 2-cent toll for walking over th is 
privately-owned bridge but contemplates a 2½-cent car 
rate, as t his might induce some riders to go on into the 
next 5-cent zone. 

P OTENTIAL CUSTOMERS FAR OUTNUMBER THE 
A CTUAL RIDERS 

The foregoing data have demonstrated that the de
velopment of differential short-ride fares has increased 
both traffic and revenue on the system as a whole, and 
that the increase in service on the short routes have also 
been a factor in t he same direction. The question that 
remains is: How many more r iders can the railway 
obtain eventually if fares and service are right in the 
eyes of the public? 

To this end several checks of pedestrian and auto
mobile traffic have been made and changes noted in 
addition to the fluctuat ions in t elephone traffic as noted 
hereinbefore. In a check made during 1919 at various 
bridges the thought-provoking figures totaled in Table 
VII were obtained. 

The traffic check on the Tenth Street bridge be
tween Beaver Falls and New Brighton showed that 
the pedestrian traffic was about double and the auto
mobile passengers about five t imes the number of street 
cars users. Naturally, not all of these are street car 
prospects, but it will be admitted that here is some
thing to work on! The traffic checks on the other 
bridges do not show up the street railway so badly, but 
here, too, there are possible customers for the electric 
railway. 

The jitney traffic over t he Monaca Bridge is not 
really a competitor, as it is operated chiefly for the 
greater convenience of residents of Colona (beyond the 
terminus of the Monaca Line) . A check of the compet
ing Ambridge jitney service made on F riday, Sept. 12, 

TA BLE VII- C H ECK S OF BRIDGE TRAFFIC, BEAVE R VA LLE Y TRACTION COMPANY 

Northbound outhbound 
T enth Street B ridge Car Auto Truck F oot Car Auto Truck Foot 

Thursday, Sept . 4, 6:30 a.m. t o 11 p.m ........... . 
Friday, :-5 ept . 5, 6:30 a.m. to IO p .m . ........... . 

361 1628 414 661 
301 1607 509 759 

338 1746 371 692 
367 2068 530 673 

Brid gewale r Bridge Eastbound Westbound 
" ' ednesd ay, Sept. IO , 6 a .m. t o IO p .m ........... . 
Thursday, Sept. 11, 6 a.m. t o 9 p .m ............. . 

1678 1629 236 808 
1454 1449 245 681 

1599 1556 254 736 
1346 1468 214 711 

Northbound outhbound 
:\Iona ca Bridge 

i\Ionday, Sept. 8, 6 a.m . to IO p .m ............... . 
Tuesday, Sept. 9, 6 a .m. to IO p .m ............. . 

Overgrade Bridge 
" 'edne,day, Sept . I 0, 6 a.m. t o 11 p.m ........... . 
Thursday, Sep t. 11, 6 a.m. to 11 p .m .............. . 

Car Jitney 
609 135 
626 168 

T otal P edestrians Only 
470 
550 

Auto 
658 
644 

As a matter of both fairness and good business the 
company is willing to split the nickel for customer s who 
have to pass through a short terminal zone. T hus on 
t he 0.73-mile terminal zone between Sassafras Alley, 
Beaver and Ferry St., Vanport, only 2½ cents is charged, 
although the tariff calls for 5 cents. In addit ion t o 
benefiting the passenger who has already paid fo r one 
or more 5-cent zones, the company is getting out a 
5-cent round-trip ticket for local traffic. This par 
ticular stretch is to be paved next year and it will then 
become a more attractive residential section. The 
management, in its usual forehanded way, is doing its 
share to attract new residents by means of the 2.5-cent 

Truck F oot Car Jitney Auto Truck Foot 
166 631 667 165 608 168 58 1 
152 561 676 151 685 146 544 

1919, showed 179 northbound and 192 southbound pas
sengers between 6 a.m. and 7: 25 p.m. No complaint 
has been made by t he company concerning this com
petition, nor will it be necessary, for the improved 
service is driving them out of business. 

In addition to t he checks of bridge traffic noted, t he 
management has had an eye upon traffic to and from 
the steam railroad stations. Frequent traffic checks are 
made to these points to determine what percentage of 
the t ravelers arrive at the depots by trolley. One check 
r ecently taken showed that at the Beaver Falls station 
the t r olleys carried 38 per cent of t he traffic and that 
at the Beaver station did 31.6 per cent of the handling. 
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Street Railway Rate Tariff 
Failure to Allow Proper Base Rates of Fare Results in Practical Confiscation of Railway Property

High Fares Mean More Money Although a Loss in Traffic - Rate of Return 
Should Exceed the Mere Cost of Money in Order to Allow for 

Contingencies in the Future 

BY W. H. SAWYER 
President East St. Louis (Ill.) & S uburba n R a ilway 

T HERE is no particular form or kind of rate sched
ule which should be seriously proposed for national 
adoption. Our standard previous to the war was a 

rate schedule of 5 cents, with the lowest ticket rate and 
the longest ride possible and still keep· wheels turning. 
Due to this national standard most of us were facing 
ruin without fully appreciating the situation. 

During the past three years municipal a:uthorities 
have offered in most instances vigorous objection to 
rate schedules put forward by the railway companies, 
but in the final analysis their objections were based 
upon a human but selfish desire to secure needed serv
ice at an unfairly low price. In such instances it was 
necessary that the company make a fight. Few of us 
are by nature belligerents or looking for a fight. Many 
of us were criticised because we did fight openly for 
that which we knew to be right, but when history is 
written we will be given credit for having saved an 
essential industry. 

PROPERTY HAS BEEN CONFISCATED 
Actual statistics regarding the public utility industry 

are available to the public in complete detail-much 
more completely than for any other industry. These sta
tistics prove that, on the average, street railway rates, 
-during the war, were such that the properties were 
actually confiscated. Do not regard this statement as 
just my opinion. I state it as a fact 'proved by the 
statistics. And by "confiscated" I mean that we not 
only did not secure a "fair return on a fair value," but 
that from a lega:l, technical, practical, or moral stand
point our properties as a class were actually confiscated. 
No street railway in the whole country had rates during 
the war that produced a really "fair return on a' fair 
value." 

As a result, therefore, we emerged from the war broken 
down in credit, w'ith our properties under-maintained 
and without the ability properly to serve. Practically 
every street railway man throughout this country is 
a·sking today that past confiscatory conditions be recti
fied, that there be at least a partial recognition of the 
splendid service which has been given under most ad
verse conditions; asking, in short, for a rate of fare and 
service conditions which will entitle him to the financial 
credit which is due him, not only to equalize the past 
inequalities, but primarily so that we may continue to 
carry forw~rd in the future. 

The necessity of establishing and maintaining this 
credit is of primary importance in any rate discussion. 
We all want to do that which should be done, but unless 
a rate carries with it real fina:ncial credit, as other 
business men interpret credit, our hands are tied and 
we are powerless to "carry on" and serve. 

* Abs tra ct of paper presented b efore vVisconsin E lectrical Asso
c ia tion , 1lilwaukee, March 24 , 1921. 

Cleveland's pre-war charge was 3 cents; t oday on an 
actua·l comparative basis, making under a service-at -cost 
plan the same percentage return, Cleveland is charging 
double 3 cents or 6 cents. There is no escaping the fac t 
that in Cleveland at least it was necessary actually to 
more than double the gross revenue in order to obta'in 
the same net income, whereas, if the costs of money 
were to be taken into account, Cleveland st ockholders 
should be entitled to a net income 50 per cent in excess 
of the percentage obtaining pre-war. 

TEN-CENT BASE RATE NOT Too HIGH 

To meet the needs of the communities served a 10-cent 
straight fare is not too much today for the average 
electric railway. Instead of being kept from so charg
ing it would be a real blessing to the communities served 
if the majority of the electric railways of this country 
were today on a 10-cent straight fare basis. Those 
flat-fare cities not on a straight 10-cent basis should, 
in my personal opinion, be on a: basis of 10-cent cash 
fare with reduced ticket rate. With the idea in mind 
that investigation regarding cities now charging 10 
cents was very pertinent the information bureau of the 
American Electric Railway Association has within the 
last few weeks turned over to me answers to revised 
questionnaire sent out to all of the 123 10-cent cities. 
One important question asked in the questionnaire was: 
"In your opinion what was the effect upon traffic of 
putting into effect a 10-cent fare?" Only three com
panies reported a decrease in traffic of over 15 per cent 
due to an increa:se in fare to 10 cents, and two out of 
three of those companies jumped from 5 cents direct 
to 10 cents. Approximately 25 per cent of the com
panies reported no noticeable decrease whatever. The 
remainder showed a decrease of from 5 to 15 per cent, 
and the general average showed that the decrease in 
traffic due to increa:sing fare to 10 cents was about 8 
per cent, certainly under 10 per cent. 

In answer to the question, "Taking everything into 
consideration, are you better off with a 10-cent fare 
than if the old rate had remained in force? " the 
answer was 100 per cent "Yes." Some of them seemed 
to think we were asking a foolish question; they not 
only said "yes" but they sa·id "certainly," "assuredly," 
"unquestionably," "definitely," in fact, all kinds of ad
jectives; there was no question in their minds. In other 
words, there is not a city in the country that is charg
ing 10 cents but what needed that 10 cents and but what 
is getting more revenue than it would at any lower 
figure. 

In the answer to these two questions we get indispu
table evidence that a higher rate of fare does produce 
more revenue, thus giving a finality to all previously 
submitted facts ; that unfair, strawman bugaboo, that 
a higher rate of fare will not produce more revenue, 
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cannot be flaunted any more. Many a company has 
been unfair:y refused a proper increase due to this 
excuse being put forth by the politician to prevent fair 
rates being granted. Commissions have refused in
crease in rates because, so they said, they had grave 
doubts as to whether increased rates would give in
creased revenue. 

If there are still those who maintain the evidence 
is either misleading or incorrect, I would ask that they 
await further statistics from the service-at-cost cities. 
When the time comes that fares are reduced in Cleve
land, Cincinnati, or Youngstown, and the reduced rate 
of fare produces greater revenue than the higher rate 
of fare then we will commence to have evidence that a 
higher fare produces lower revenue. 

P:ease pardon my taking so much time to prove that 
more money means more money, but t his unfair weapon 
has been used against us in the past and we must not 
allow it to continue. Please also appreciate that I am 
not arguing for or against the zone system with re
duced fare for reduced length of ride. 

SINGLE COIN FARE AND TICKETS URGED 

Assuming that some companies do not now actually 
need a straight 10-cent cash fare, or assuming that the 
day will come when the majority of the companies will 
not need a stra ight 10-cent fare, which is the preferable 
fare, a 10-cent cash fare with reduced rate tickets 
or an equivalent fare producing the same revenue in 
odd cents, with or without reduced ticket rates? 

The return of the questionnaire by cities operated at 
10 cents, either st raight fare or with reduced ticket 
rate, brought out definitely that every executive with 
one exception believed from his experience that a 
10-cent cash fare with reduced ticket rate was far 
preferable to an equivalent flat rate fare even without 
tickets. As a concrete example, they considered it was 
better for the company and the public to charge 10 cents 
cash, with four tickets for 30 cents, than it was to 
charge an equivalent straight fare, which we will as
sume to be 8 cents; and they, of course, considered it 
far preferable to charge 10 cents cash with reduced 
t icket rate than to charge an odd penny straight fare 
with less reduced ticket rate producing the same rev
enue. Summing up the fare situation as I glean 
it from the statistics and also from these question
naires we fin<l: 

1. Zone systems are in successful operation in several 
places and are more satisfactory in these places to the 
company and to the public than a flat-fare system pro
ducing the same revenue. 

2. ' one systems are objectionable to the public in 
most localities and the primary reason is not that the 
zone system proposed is inequitable or unfair per se but 
that it is be:ieved to be discriminatory compared with 
existing flat-rate system under which the communities 
have been developed. 

3. The minimum charge in any zone should not, 
under present conditions, be less than 5 cents. 

4. Increased fare has unquestionably produced more 
revenue and a reduct ion in rates of fare will produce 
less revenue. 

5. It is not to be expected that further substantial 
increases will be granted except in exceptional cases, 
but even with decreased operating costs the industry 
cannot give needed services if fares are reduced. 

6. The rate of fare should not be kept unnecessarily 
high so as to force the car rider to pay taxes belonging 

to the general public. I refer to payments by street 
railway companies for paving and sprinkling, payments 
of a percentage of their revenue to the city and to all 
other payments which would not be a part of the cost 
of service-if measured by the same standards as other 
business. 

7. In these days of registering fare boxes and of 
locked box fare boxes, a reduced rate ticket or token 
fare is, where financially practicable, preferable to the 
company and to the public. 

8. A 10-cent cash fare, a standard coin, with reduced 
rate ticket or token is preferable to odd penny cash fare, 
with or without reduced ticket rate, producing the same 
revenue. 

The questionnaire also showed that these executives 
believed that a 10-cent cash fare with reduced rate 
ticket was desired by their customers in preference to 
t he lower flat rate odd penny fare. 

I have given you the consensus of opinion of the com
mittee on rates of fare of the American Electric Rail
way Association; I have given you the consensus of 
opinion of executives with whom I have been in com
munication throughout the country, but the fact still 
rema ins that the American Electric Railway Associa
tion as an association has no national code as to fare 
schedules. Its individual members have different idea'S 
as to how the problems should be worked out in their 
different localities; that is but right and meet. Dif
ferent conditions prevail in different cities, and even 
were the conditions the same, I say again the people 
have a right not only to the service they desire but to 
pay for that service in the way they desire to pay, pro
vided they do pay the cost of service, and by cost of 
service I mean not only the cost of labor and materials 
and taxes, but the fair cost of the money necessary in 
the business. The money we return to our security 
holders will buy no more than the same amount of 
money accruing to them from other business and so 
they naturally and rightfully expect a fair return on 
their street railway investment the same as from any 
other investment. This they have not secured in the past 
and they must have it in the future or with credit gone 
we cannot function. 

RATE OF RETURN MUST EXCEJ;:D THE COST OF MONEY 

Just one more phase of this credit question-that is 
t he question of fair return to street railway security 
owners. 

The investor in t he future knows that there are plenty 
of other opportunities to invest money in really paying 
investment s. He knows by experience that the big por
tion of street railway investments have in the past not 
been protected and that the properties have been con
fiscated. He knows that the street railway investor 
carried during the war a load so unfair that it would 
have broken down and put out of business any other but 
this most essential business. He knows that based on 
today's earnings t he street railway investments as a 
class are undesirable. He won't be caught again-he 
will protect himself by investing his money elsewhere 
unless conditions change. 

You and I have no need to worry about our jobs. 
Any man who can successfully operate an electric rail
way need have no fear of a position in other fields of 
industry. 

So, "why worry?" The investor can take care of 
himself; the electric railway men can take care of them
selves. Why try to save an industry the credit of which 
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has been allowed to become impaired? Why? Because 
it is our duty. 

You may think you have talked until you were hoarse, 
written until your arms ached, worked until you were 
worn out in body and mind, but all the work up to the 
present has been to salvage existing investments, to 
protect and continue for the public existing service. 
Heroic sacrificing work has been done, an essential 
industry has been saved, but of what avail if allowed 
only to continue as at present, merely to exist. 

New money is needed so that our electric railways 
may grow and expand to meet the needs of the civic 
communities which cannot grow and prosper except as 
the electric railways keep pace with their needs and 
requirements. Electric railway operators can carry on 
the good work to a successful completion so that electric 
railway investments may be sought for and thus make 
possible the improved service and the improved facili
ties urgently needed. Electric railway rates must be 
placed and kept on a basis that are comparative with 
rates to other business. 

"A fair return on a fair value" is all the investor 
asks, but "a fair return on a fair value" as of today 
only will not bring real credit. Before a rate of fare is 
lowered some of the past deficiency in rate of return 
must be compensated for and there must be some sur
plus to allow for contingencies in the future. Then will 
investors have confidence in new electric railway securi
ties. 

The rate of fare on an electric railway should be 
such that: 

1. The riding public may be given service which all 
things considered is satisfactory to them. 

2. Fair wages, commensurate with wages in other 
industries, must be paid. 

3. The return to the investor is such that new 
investors will willingly invest new money in new securi
ties to finance additional facilities and equipment. 

The Madison Design of One-Man Car~ 
BY DUDLEY MONTGOMERY 

Vice-President Madison (Wis.) Railways 

THE Madison Railways have operated standard Bir
ney safety cars for about two years and have now 

developed a design of one-man car which is being used 
in an endeavor to prevent crowding at the front end, 
which has resulted in considerable delay in operation. 
Our experience indicates that a 26-in. aisle is the mini
mum that should be used if free movement of pas
sengers in a car is to be obtained. With any ~arrower 
aisle, passengers will not attempt to pass except under 
necessity. 

The new design of car as used in Madison is 4 in. 
wider and 2 ft. longer than the standard Birney car 
and has a double-door opening 15 in. wide divided into 
two passageways by a stanchion. The comparative 
weight of the car is 17,200 lb., as against 15,800 lb. for 
the standard car. Three criticism~ of the new design 
which were advanced before construction were its addi
tional weight, cost of heating and loss of fares due to the 
double-door opening. Tests show that the power con
sumption per 100 lb. per 100 miles varies from 0.3 
kw.-hr. to 0.55 kw.-hr. If the car runs 165 miles a 
day and has a difference in weight of 1,400 lb., the sav-

• Pape1· presented before Wiscons in E lectrical Associa tion, Mil
w a ukee, Ma 1·ch 24, 19 21. 

ing for the lighter car is only about 7 kw.-hr. per day. 
The heat required in the new car is about 160 kw.-hr. 
per day of eighteen hours in severe weather. The loss 
of fares is negligible as t he operator is not over 3 ft. 
from passengers entering at the exit door, and at points 
of heavy loading stands up to make the fare collection. 

So far no criticism has been received to this design 
of car from the public, railroad commission, council , or 
railway company's employees. We do not feel that the 
present double-door arrangement will stop congestion 
at the front end of t he present standard car. The 
widening of the 22-in. ais:e is just as important. I am 
willing to go as far as possible to accomplish standard 
construction of cars, but I feel that we must have a car 
that can be sold to our patrons. 

London Companies Organize 
Outline of the Comprehensive Scheme of Organization of 

the London Underground and Allied Companies, with 
Duties of the Different Departments, Made 

Effective This Year 

A SCHEMATIC diagram of the organization of the 
Underground Electric Railways of London and 

allied companies, effective Feb. 1, 1921, is given in the 
chart on page 680. The organization embraces ten 
companies as follows: ( 1) Underground Electric 
Railways of London, (2) Metropolitan District Rail
way, (3) London Electric Railway, (4) City & South 
London Railway, (5) Central London ·Railway, (6) 
London General Omnibus Company, (7) London & 
Suburban Traction Company, (8) Metropolitan Elec
tric Tramways, (9) London United Tramways, (10) 
South Metropolitan Electric Tramways & Lighting 
Company. In the outline which follows No. 1 is 
referred to as the "underground company," 2, 3, 4 
and 5 as the "railways," 2, 3, 4, 5 and 6 as the "common 
fund group," 7 as the "traction company" and 8, 9 
and 10 as the "tramways." When no limitation is 
indicated reference is made to all companies. 

There is a single chairman and managing director 
for the underground company, each of the companies 
in the common fund group and the traction company. 
This is the Right Hon. Lord Ashfield. There are sep
arate and distinct chairmen for each of the companies 
in the tramways group. The assistant managing direc
tors for departments A and B are, in charge of depart
ment A, Frank Pick, and in charge of department B, 
H. E. Biain. A general outline of the duties of the 
different departments shown in the chart is given below: 

Department A.-In charge of an assistant managing direc
tor (Frank Pick). This department is charged with 
responsibility for: 

(a) The accounting, audit and statistical work (com
mon fund companies). 

(b) The determination of fares, rates and charges. 
(c) The development and establishment of routes and 

services and the co-ordination of traffic facilities. 
( d) The publicity and advertising. 
(e) The purchase and supply of stores and materials 

and the sale of obsolete stores, spare parts and scrap. 
(f) The legal and parliamentary work. 
(g) Negotiations, arrangements and agreements (sub

ject to any directions of the chairman) . 

Department B.-In charge of an assistant managing direc
tor (H. E. Blain). This department is charged with 
responsibility for: 

(a) The inspection, a djustment, cleaning and oiling of 
the rolling stock, lifts and escalators of the ra ilway,.,, 
with the supervision a nd control of the depots, yards 
and sidings. 
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(b) The operation of the railways and control of 
station s. 

(c) T he supervision and control of the motor omnibuses, 
with the garages and sheds. 

( d) The operation of the system of motor routes and 
stands. 

(e) T he preparation and institution of all service and 
duty schedules. 

(f) The wor k of the chief passenger agent, including 
the supply and issue of ticket s. 

(g) The settlemen t of cla ims ~rising out of a cc_idents, 
a ll companies (and other cla ims as may be directed 
by the cha irman ) . . . . 

(h ) The review of wages, hours, condit10ns of ser vice 
and similar question s affecting the st a ffs a s a whole 
to secur e uniformity a nd t he super vis ion of welfare 
work. 

( i ) Communications with the public arising out of t he 
operat ion of the compa nies. 

(j) The "saf et y first " wor k (all companies ) . 
Depa 1·hnent C ( Ra ilways) .-In charge of t h_e director of 

const r uction (railwa ys) (Z. E. Knapp ) . T his department 
is charged wi th r esponsibil ity for: 

(a ) The generation a nd distribut ion of p ower, inclu ding 
t he con trol and supervision of t he power-house, sub
st a tions a nd a ll equipment used in connection t here
w ith. 

(b) T he supervision and control of all new works, new 
construction and new equipment (including construc
tional works for the omnibus company in consultation 
with the chief engineer, L. G. 0. C.). 

( c) T he con duct of engineering research and investiga
tion on behalf of the railways. 

Department D (Omnibuses) .-In charge of a chief engineer 
(L. G. 0. C.) (G. E. Shave). This department is ch arged 
w ith responsibility for: 

(a) The renewal of omnibuses and the construction of 
new a nd add itional omnibuses. 

(b ) T he overhaul and maintenance of omnibuses in the 
new central depot and in the coach factories. 

(c ) T he licensing of omnibuses and all questions aris
ing- t hereou t. 

(d) The central stores. 
(e) Engineering research and investigation work in 

connection with omnibuses. 
(f) F uel r esearch. 

De[wrtment E ( Ra ilways) .-In charge of a ch ief en gineer 
ra ilways) (A. R. Cooper). T his department is charged 

with r esponsibil ity for: 
(a ) The main tenance and renewal of the railways a nd 

the ir equipmen t. 
(b) T he ma intenance and renewal of the rolling stock, 

lif ts a nd escalators used upon the ra ilways. 
(c) The maintenance and renewal of all buildings, 

whether for ra ilways, tramways or motor omn ibuses. 

1:)ec rctary tu 
e landmg Join ttl--+----1 

1·.,wrnittN.-

~ccrtc~.:i.ry 

C'l.ia irman 

The chief engineer is also responsible to the director of 
construction (railways) for any new works in connection 
with existing railways. 
Departm ent F (Tramways) .-In charge of a general man

ager (tramways) (C. J. Spencer). This department is 
charged with responsibility for all questions arising out 
of the maintenance and operation of the tramways _as 
defined above under Departments A, B and C, except: 

(a) The determination of fares, rates and charges. 
( b) The co-ordination of traffic facilities. 
( c) The publicity and advertising. 
(d) The purchase and supply of stores and materials. 
(e) The parlia mentary work. 
(f) The settlement of claims arising out of accidents. 
(g ) The maintenance and renewal of buildings, which 

sha ll be dealt with in Department A for (a) to ( e) 
inclusive, in Department B for (f), and in Depart
ment E fo r (g) , in consultation and agreement with 
t he general m a nager (tr amways). 

Department G (Common Fund Group) .-In charge of a 
secret a ry a nd treasurer (J . C. Mitchell). This depart
ment is ch ar ged w ith respon sibility for: 

(a) The customary secretarial work of the companies. 
(b) The fi nancial work . 
(c) The a dm inistration of the estates and surplus 

property of the companies. 
(d) The insurance work of a ll descriptions. 
(e) The m a nagement on beha lf of the companies of the 

superannuation , pension a nd other fund s instituted 
by the companies. 

Department H ( Tramways Group ) .- In charge of a secre
tary a nd treasurer (E. Boys). This department is 
charged with responsibility for: 

(a) The customary secretarial work of the companies. 
(b) The fina ncial work. 
(c) The administration of t he estates and surplus 

property of the companies. 
(d) T he insuran ce work, except na tional health and 

unemploymen t in surance dealt with by the g eneral 
manager (tramways ). . 

(e) T he ma nagement on beha lf of the compames of 
the superannuation, pension a nd other fund s insti
t uted by t he compa nies. 

N ote.-In order to insure co0 ordination of methods , t his de
partment shall , as f a r a s practicable, be governed by the · 
procedure and requirement s la id down for the common 
f und g r oup . 

T he purchasing agent in New York for the proper
ties mentioned remai ns t he National Railway Appli
ance Compa-ny, New York. 

A pamphlet has been issued giving the duties of the 
various departments in deta il. 

CHART OF ORGANIZAT ION OF UNDERGROUN D E LECTR IC R AILWAYS COMPAN Y OF LON DON AND AFFILIATED 
RAILWAY , T RAMWA Y AND BUS COMPA NIES 
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RIEHEN AUTOMATIC SUBSTA TION, NEAR BASEL INTER IOR VIEW I N RIEHEN AUT OMATIC SUBST ATION 

Automatic Substation in Switzerland 
Manufacturers of Electrical Apparatus Have Devised Control to Secure Simplicity, Reli

ability in Operation and Accessibility for Repair-Devices Differ from Those 
in Use in This Country, One Feature Being the Provision for Starting 

and Stopping by Hand and by Time Clock 

IN VIEW of the wide application in this country of 
automatic control of electric railway substation 
apparatus the readers of the ELECTRIC RAILWA y 

JOURNAL will be interested in developments in the same 
line abroad. Brown, Boveri & Company of Baden, 
Switzerland, have installed an equipment of this kind at 
Riehen near Basel, in a substation which su'pplies 600-
volt power to the electric railway line between Basel 
and Lorrach, and will later feed certain projected trarm
way lines. The devices used differ considerably from 
those usual in this country and they are covered by 
patents. One salient difference is the provision for 
starting and stopping by hand and time clock, the con
trol taking care of all operating conditions otherwise. 

The Riehen substation is part of the Basel Electricity 
Works system, and it was built before the decision was 

reached to put in automatic equipment. It contains a 
250-kw., six-phase, 50-cycle rotary converter equipped 
with a speed-limit device, transformer, regulative 
reactance coil, starting switch and field rheostats. Pro
vision was made in the design for two additional 
rotaries of at least 250-kw. capacity each. 

This substation secures its 'power supply from the 
Augst plant at 6,300 volts. 

1 TIME SWITCH IS USED MORNING AND EVENING 

The essential parts of the automatic control equip
ment are as follows: Time switch for cutting equip
ment in or out at a predetermined time; transformer 
and starting switches; switch-operating devices; relays 
of various kinds, namely, overload, time-limit, polarized, 
no-voltage, feeder; over-speed centrifugal switch, 

, l 
,/' 

~ 

LEFT, SWITCH CELL FOR ONE ROTARY CONVERTER. CENTE R, REMOT E-CO NTROL M OT OR-OPERAT ED l\IECH ANISl\I 
FOR TRANSFORMER SWITCH. RIGHT, R E M.OTE-CON TROL M OT OR-OPERATED MECHANISM FOR 

MAIN ROTARY SWITCH 
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auxiliary battery and, of course, the usual circuit 
breakers, etc. Essent i-ally t hese devices are built along 
standard lines. The operating devices fo r the heavy 
switches are motor-driven, solenoid operation being used 
where sufficiently powerful. 

For the operation of t he relays and electrical switch
gear, special auxiliary sources are required as follows : 

A small s ingle-phase transformer connected to t he 
primary winding of the main transformer. To this are 
connected t he operating devices of the alternating cur
rent switchgear, the voltage coils of t he t ime-ci rcui t 
relays and t he no-voltage relays. 

A small portable st orage battery is used fo r tripping 
the main switch supplying current to the rotary as 
well as energiz ing the coil of t he polari zed relay dur ing 
the starting period. The feeder switches have a no
voltage release. T he energy for operating the direct 
current contactors is obtained from t he rotary itself. 
For the first start in the morning and fo r t he shutting 
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CONNECTION DIAGRAl\I FOR SWISS AUTO~IAT IC 
SUBSTATION 

I . Transformer primary swit ch 
2. Tra nsformer 
3. Synchronous convert er 
·L Starting switch 
5. ~Iachin e automatic brea k er 
6. Feeder a utomatic break er 
7. Field rheostat 
8. O\·erspeed centrifuga l switch 
9. Auxiliary tra nsformer 

10. Hand switch 
11. Time switch 
1 2. Auxi lia rv batterv 
I 3. R esistor· · 
14. B usbar " in" 

1 5. Busbar "out" 
16. Station busbar 
R = Overload relay 
Ri. R 2 , R,, Rr = T ime limit 

relays 
R • = Polarized re lay 
R 5 = No-voltage r elay 
R 6 = Feeder relay 
C,-Co = Contact s 
Jlfi, llf2 = Motor-switch operating 

device 
Jlfa, Jlf, =Solenoid -switch operat

ing d evice 

down in the evening a simple time switch is used by 
means of which, in starting, the "in" bus is put under 
pressure, and this in turn energizes the relays in a 
fixed sequence and causes the closing of the correspond
ing switches. 

The release mechanism of the main switch is con
nected acr oss the bus system, which after the function
in g of the release system is connected to the battery 
voltage. 

How THE APPARATUS FUNCTIONS 

The swi tching sequence for cutting in and out, and 
for t he r esumpt ion of service after a direct current or 
alternating cur rent disturbance (see circuit diagram 
for reference numbers) is as follows: 

Time switch 11 closes (or hand switch 10 is closed) , 
putting the " in" busbar 14 under pressure. After about 
t hree seconds, time-limit relay R-1 connects to this bus
bar t he mot or-operating mechanism of the main 
switch M-1. · 

Transfo rmer switch 1 then closes, closing auxiliary 
<.:ontacts C-2 and opening C-1 and C-9. 

With t he contact s C-2, C-3 and C-4 closed the starting 
circu it of t he motor-mechanism M-2 is closed and the 
starting switch is brought to the starting (right-hand) 
position. 

In t hi s position of the starting switch the time-limit 
relay R

2 
is put under pressure through contacts C,, and 

closes its own contacts in a maximum of about 100 
seconds. In about thirty seconds the rotary has reached 
:,,ynchronous speed. Should the polarity be incorrect, 
shortly before t he machine comes into synchronism, the 
polarized re lay R, opens up the excitation circuit of the 
rotary. Time-limit relay immediately resets itself. 
Thus t he t ime-limit relay R 2 closes its contacts only when 
the rotary polarity is correct; i.e., when the polarized 
relay R ., remains permanently closed during the time 
required by the setting of the tiime relay (fifty to 100 
seconds). Then the contacts of relay R, close the "run
ning" contacts of the motor mechanism M 2 • 

If the t ransformer circuit breaker is opened due to a 
heavy overload, having been tripped by means of the 
series overload t ime-limit release R, the breaker goes 
back to its no-voltage position, closing C, and C

0
• 

The closing of C
0 

connects the storage battery 12 to 
the "out" bus 15, and automatic breaker 5 is opened by 
t he release magnet. As there is no voltage on the direct 
cu r rent busbars, assuming that no other rotaries are 
connected to t he system, the feeder breaker opens. If 
other rotar ies a re involved a reverse-current relay trips 
t he feeder breaker. 

The closing of C, operates time-limit relay R, after 
about t hr ee seconds, and the switching-in process is 
r epeated. 

A somewhat different arrangement for the overload 
t ime-limit release R is to have it operate in connection 
with a ratchet relay which, after opening up three times 
within a short period, will open the transformer 
switches, leaving them in the open position and locking 
the circuit out. 

When the supply of power to the substation is inter
rupted, the no-voltage release relay R, trips all of the 
switches and shuts down the entire station until normal 
line voltage is resumed. 

The effect of heavy direct current overload or short
circuit is to open automatic feeder breaker 6 and finally 
the machine automatic breaker 5 will come out due to 
overload release. The latter will then be reclosed through 
contacts C, after the operation of relay R, in about 
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three seconds. The feeder automatic breaker "switches 
in" when the contacts of feeder relays R 0 and R 1 close, 
i.e., when the feeder resistance comes in. 

The contacts of time clock 11, which are closed during 
the daytime, are opened during the evening for a pre
determined period. This causes no-voltage relay R, to 
operate, putting pressure on busbar 15. Switches 1. 4, 
5 and 6 then come out. 

SOME DETAILS OF THE EQUIPMENT 

Polarized relay Ra is a direct-current relay with two 
current coils having the same number of ampere-turns, 
electrically separate. It has two contacts which close 
when the armature is attracted. One coil is connected 
to the auxiliary battery 12 and the other to the termi
nals of the rotary. One contact connects the field circuit 
of the converter while the second connects the pressure 
coil of the time-limit relay Ra to the bus 14, or discon
nects it. As soon as the starting switch 4 comes in it 
connects the first coil to the direct-current battery cir
cuit and the second coil to the alternating-current cir
cuit of the rotary field. When the converter approaches 
synchronism and its "slip" approaches zero the fre
quency of the alternating current impressed upon the 

field diminishes and the current in the field changes to 
direct current when the machine is at synchronism. 
This may or may not be in the proper direction, but if 
it is not the resultant field in the relay is zero and the 
armature drops for about half a second, permitting it 
to "slip a pole," repeating the operation if necessary, 
which in general is not. 

As previously explained, the cutting in of the feeder 
switch depends on the feeder resistance, i.e., the re
sistance in the outgoing line cannot be less than a 
certain amount. The control of the "switching in" of 
the feeder resistance is obtained by shunting feeder 
switch 6 by feeder relay R.. If the feeder resistance is 
less than a certain value, a current flows through the 
current coil of relay R. limited by a series resistance 13, 
which current attracts the armature of the direct-cur
rent relay. By the attraction of armature R

0 
the coil 

of relay R, is disconnected and its contacts and the 
starting circuit of contactor M, are not closed. As soon 
as the feeder resistance permits "switching in," the 
contacts of relay R 11 close and relay R 1 switches in the 
feeder breaker after a fixed time. This arrangement 
prevents cutting in the feeder circuit during so-called 
oscillating short circuits. 

Reorganizing After a Strike 
Intensive Training Campaig·n of Trainmen Carried On in Denver Subsequent to Strike Results in Very 

Prompt Restoration of Service Reliability and Efficiency-Auditorium Meetings Brought 
to the Attention of Men by Means of Large Posters and Mimeographed 

Notices Which Were Given Out at the Division Offices 

IRREGULARITY of service, inefficiency of trainmen 
and all manner of trouble are the aftermath faced by 
a company which undertakes a complete new organi

zation in the transportation department after an un
worthy strike. It is often a matter of a year or more 
before the transportation department will be function
ing normally and the trainmen equipped with the proper 
knowledge of rules, respect for discipline and under
standing of what goes to ma:ke up good service. The 
efforts of the Denver (Col.) Tramway to overcome the 
deficiency of a new transportation organization through 
an intensive training campaign as directed by Edward 
A. West, general superintendent, will therefore be of 
general interest. 

On Aug. 1, 1920, the employees of the Denver com
pany went on strike. The company was successful in 
replacing the strikers with new employees, but the ma:
jority of them were inexperienced in street railway 
work. Because of the dearth of instructors and the 
urgent need of placing cars in service as rapidly as 
possible, it was impossible to give these men the usual 
thorough instruction which is had under normal condi
tions. The result was the common one under such cir
cumstances, that the company was operating cars with 
a force of men who were not familiar with many of the 
details of their work. Conductors were able to collect 
fares and give the motorman signals, but were unable 
to make out trip sheets properly and did not understand 
the transfer system. They were not thoroughly familia:r 
with the city and were therefore unable to direct pas
sengers properly or issue and collect transfers readily. 
Motormen were able to operate cars as long as nothing 
went wrong, but in doing so they were abusing the 

motors and equipment. They did not know how to keep 
the car on the line in case of trouble and were not 
familiar with the danger points requiring specia:l oper
ating precaution. Furthermore, trainmen were unable 
to co-operate with one another because of ignorance as 
to how this was done or the need for it, and many 
delays and unreliable service resulted. 

It was evident that individual instruction of the en
tire force would be slow and expensive, and the manage
ment therefore decided to give the men intensive 
instruction in groups, thus economizing the time of the 
instructors to a great extent and making it possible to 
reach the entire force in a much shorter length of time. 

The subjects to be presented to the trainmen fell into 
two divisions, requiring different methods of instruc
tion. The first of these divisions included all of those 
subjects which could be presented to the men in purely 
lecture form and readily impressed on their minds 
without resorting to "quizzing." The second division 
included those subjects of a more highly technical nature 
which could not be made clear without more or less 
individual instruction accompanied by examinations and 
opportunity for the men to ask questions. 

All of the subjects in the first division were presented 
at general meetings of all trainmen in the Tramway 
Building Auditorium, the speaker presenting his sub
ject only twice on the one day. For the convenience of 
the men, these meetings were divided into two sections, 
one in the morning at 10 :30 and the other in the evening 
at 7 :30, thus giving practically all men a·n opportunity 
to attend. 

The subjects of the second division were presented 
to small groups of trainmen at the several division 
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headquarters and each class was conducted several times 
at each division. Schedules were so arranged that there 
were three times of meeting during the day: 10 :30 to 
11 :30 a .m. for night men ; 2 :30 to 3 :30 p.m. for split 
r un men and a small proportion of night and day men, 
and 7 :30 to 8 :30 p.m. for day men. Special times were 
set for a small number of "matinee" men, unable to 
a ttend at any of the above periods. Each class, when 
started, continued to attend at the same time every day 
until the complete course was covered. Each man was 
required to take an examination after having completed 
the entire course of the division meetings. 

The arrangement of meetings and subject matter cov
ered is indicated in the following program: 

Date 
Sept . 16 

Oet. 6 a nd 11 
Oct. 25 . ... . . . 

Oet. 29 . ..... . 
Nov. 5 . ...•.. 
Nov. 18 ..... . 
D ec. 2 . .....• 
D ec. 9 . •• •.•• 

D ec. 16 .. ... . 

AUDITORIU:\I MEETI NGS 
Subject 

Day, night and split boards ...... . 
Accident r eports .. . ..... . ....... . 
Transfe rs ...................... . 
The instruction of new men ...... . 
T he superyjrnry staff ............ . 
Naming and numbering streets ... . 
T he treatment of p assengers ...... . 
Organization and discipline ...... . 
T im p revention of accidents ...... . 
Relation between employer and em-

ployed ....................... . 
Fire r uns ...................... . 
T he traffic ordinanee ............ . 

Speaker 
,J. L . Adams 
S. G. Shaw 
F. W . Werner 
W. L . Abernat hy 
B. V. P olkinghorne 
F . W. W erner 
J . L . Ada ms 
E. A. West 
H . S. Robertson 

E. Stenger 
F ire C hief H ealy 
Traffic Sergeant Hunt 

DIVklION l\IEET I NGS FOR CON D UCTOR S 
Subjeet 

Trip sheets a nd t urn-in~ ............................ . . 
Sehedule speeds and running times ...... . ............ . 
Dispat ching ............. . ..... .. .................. . 
Transfers ....................... . .................. . 
Drill on r 11 le book .................................. . 
Examination. 

Instructor 
G. H . Brinker 
H . J . Kuster 
B . Bmch 
G. H . Brinker 
W . L . Abernathy 

DIVISION MEETINGS FOR '.\IOTORl\IEN 
Sehedule speeds and running t imes ...... . .. . ......... . 
Dispat ching ............ . .............. . ........... . 
Equipment ............ ... ... .. ........ . ........... . 
H a ndling eontroller and brake; emergency repairs ...... . 
Speed over specia l t rackwork; dangerous erossings, inter-

sections and hills; elect rie switehes .................. . 
Drill on Rule Book ...... . .......................... . 
Examination. 

H . J . Kuster 
B . Busch 
N. R. Love 
A. J . Singer 

A. J . Singer 
W . L. Abernathy 

Auditorium meetings were brought to the attention of 
the men by means of large posters, one for each division, 
and also by means of mimeographed notices which were 
given out at the division offices. In order to secure 
maximum attendance, each division superintendent de
tailed a man to see each trainman on his division and 
find out which meetings he would attend. This was 
very helpful in boosting the attendance at the early 
meetings, but was found to be unnecessary after the 
men's interest had been aroused. 

The division meetings were supplemented by printed 
material covering the same ground as the meeting. 
These were handed to the men at the close of each 
meeting a:nd covered the subject matter for the next 
meeting. A few days before his meeting, a list was sent 
to each man of the meetings which he was scheduled to 
attend, showing the subjects of each meeting, the time, 
date, place and instructor. At the time of sending these 
notices out, a roll-call sheet was prepared in quadrupli
cate, showing the name and number of each man and the 
meeting with time, place, date and instructor for each 
class, thus g iving a square for each meeting for each 
man. The original was used by the instructors, the 
first copy held in case of loss of the original, the second 
copy used as a record sheet in the office, and the third 
copy sent t o the division superintendent. 

A large card was made out for each trainman showing 
his name, number and division and occupation (motor
man or conduct or). Assignments were recorded on this 
card in red. When a man attended a division meeting 
the date and his grape for the meeting were shown in 
black, opposite the proper meeting number. Auditorium 

meetings were shown by stamping the date of the meet
ing at the bottom of the card with a crown dater. The 
back was used for road instructions given the man. 

As the auditorium meetings were not repeated, the 
misses were not followed up. If a man missed one of 
the division meetings, however, he received an assign
ment to another meeting and a: notice was sent to him to 
this effect. The new assignment was shown on his 
record card. A copy of the notice to the man was 
placed in a tickler file to come out on the day after the 
assigned meeting. In many cases where a man had 
missed a number of meetings, he was notified to report 
to the man in cha:rge of schedules and make arrange
ments for attending. Every man had at least two op
portunities to attend, and a large number had more than 
two opportunities. Notice of each miss was sent to the 
division superintendent interested. 

The men were paid for auditorium meetings at the 
rate of 50 cents 'per meeting. Division meetings were 
paid for at the regula·r rate of the man, for one hour. 
The reason for this was, when the original plans were 
made, the day and night split board was in effect, and 
it was thought that it would be necessary to relieve each 
man during his time on duty, paying him for the entire 
time as if he were working. Shortly after the classes 
were started these runs were discontinued and a 
straight nine-hour board was put into effect. The re
sult of this was that a large percentage of the men 
attended the meetings before or after going on du_ty. 

The measure of success gained by the officials in 
securing attendance at these meetings is given in the 
following table: 

Total number of diyjsion meetings. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 293 
Tota l a ttendance at division m eetings ... ... ...... ....... . ......... .. . 4 184 
Average a ttendance per m eeting ........ .... ...... ................ .. . 14 . 3 
Total a ttendanee by men who left eompany .. . . . . . . . . . . . . . . . . . . . . . . . . 283 
Total a ttendanee by m en etill with the eompany .. ... , . . . . . . . . . . . . . . . . 3, 90 I 
N umber of men who finished meetings and examination................ 512 
N umber of men who missed examination... . . .. ...................... 139 
Number of m en who missed examination and one meeting.............. 36 
Number of men who missed examination and two meetings............. 73 
N um ber of m en who missed examina tion and th ree or more meeting~. . . . 170 
Average number of meeting> attended by eaeh man............. .... ... 4. 2 
Percentage attendanee.. . .. .. ....... . . . .... ................... . .... 76. 5 

Tot al number of auditorium m eetings........ .................... . ... 10 
T ot a l a ttenda nee. . .... ....... ........ . .. . .. .................... . .. 3 540 
Average attendance at eaeh m eeti · g .... .... . .. . . . . . . . . . . . . . . . . . . . . . . 354 
Total a ttendance by men who have left eompany................... . .. 272 
Tota l a ttendance by men still with eompany.......................... 3,268 
Average number of m eetings attended by eae,h man. . . . . . . . . . . . . . . . . . . 3. 5 
Per cent age attendance. .... . .. .. ... . ............................... 35 

The final r esults of this instruction work are impos
sible of exact measurement, because other conditions 
than the instruction program in force at the same time 
helped to improve the service. The final measure of 
the results is of course the increase in revenue due to 
the increased efficiency of the men. Just prior to the 
time at which the instruction work was started, the total 
revenue from city lines wa:s approximately $2,000 per 
day less than for the same period in 1919. During the 
early part of January, 1921, just after the completion 
of the instruction work, this difference had dropped to 
approximately $750 per day, or an increase in the gen
eral trend of revenue of approximately $1,250. 

Part of this improvement is undoubtedly due to the 
operation of a greater number of cars, but it is also 
due in great measure to higher operating speeds and 
greater reliability of service, which are in turn at least 
partially attributable to the instruction work. The cost 
of the instruction campaign was not in excess of $5,500. 
At a conservative estimate that it resulted in an in
crease in revenue of only $200 per day, the cost was 
paid for in the course of less than one month's operation. 
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A T L E F T, FRON T OF NEW CARHOU SE I N M ASSILLON , OH I O. A T R I GHT, C ONCRET E FLOOR AND OPEN TYP E 
P I TS FACI L I T A TE I NSPECT I O N WORK 

New Car House in Massillon 
Occupied 

Northern Ohio Traction & Light Company Moves Into New 
Brick Carhouse in Massillon, Replacing the Main 

Street House, Which Was Destroyed by Fire 

THE old car house of the N o~thern Ohio Traction & 
Light Company on Main Str eet in Massillon was 

abandoned a short time ago when the occupancy of the 
new house, built just off the Canton-Massillon Road, was 
completed. The new carhouse, a brick building with 
stone trimmings, will care for twenty-two city cars, a 
snowplow and a work train. It contains a repair shop, 
with a supply building adjoining, where facilities are 
provided for making only the lighter car repairs. The 
main building is 63 ft . wide by 120 ft. long and two 
stories high. 

On the first story open or intercommunicating type 
pits extending practically the full length of the building 
facilitate inspection, repairing and cleaning of cars . 
The tracks over these pits are supported on steel columns 
incased in concrete. The upper floor, supported by 
center columns of the same t ype, contains the dis
patcher's office, a trainmen's club-room, separate lockers 
for the mechanics and trainmen and complete shower 
baths. The clubroom, containing comfortable chairs, 
pool tables, books and magazines, is an exceptionally 
attractive place. 

The floors of t he building are concrete. It is heated 
wi th a vapor heat ing syst em. 

The carhouse which was damaged by fi re some years 
ago will soon be completely wrecked. The property faces 
a frontage of 60 ft ., with a depth of 420 ft . The new 
location was selected in order to release for sale this 
more valuable city property. 

There are about 200 ft . of switches in and around the 
carhouse. As the demands for more t rackage increase 
additions will be made to the yard in the rear of the 
building. One of the company's subst ations, it self an 
attractive building, is located on the same property only 
a shor t distance from the carhouse. 

Work of F. A. E. S. Is Progressing 

ARECENT statement by the executive secretary of 
the F ederated American Engineering Societies, 

L. W. Wallace, says that permanent headquarters h ave 
been established at 719 Fifteenth Street, N. W., Wash
ington, D. C., where there will be a conference r oom fo r 
those engineers who may desire to use the headquarters 
as a meeting place. Mr. Wallace will be per manently 
located at this office in the nea r futu r e. The st atement 
also mentioned recent activity in a number of states 
regarding the licensing of engineers. While the F . A. 
E. S. has not initiated any such legislation nor urged its 
passage, it has taken the position that it desires to be 
instrumental in secur ing the passage of bills that will 

A T L EFT , A CORNER O F THE DISl'A T CH ER'S OFFI CE O N T HE SECO N D F L OOR. AT RI G HT, T RAI NMEN'S CL UBROO:\I 
O N THE SECOND FLOOR, MASS ILLON CARHOUSE 
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not be detrimental t o public interests and to the engi
neering profession. The field work of the committee 
on elimination of waste in industry, to which reference 
has already been made in t his paper, will be completed 
by April 15, and it is expected that the final report will 
be published some t ime in June. 

The next meeting of the executive board of the Fed
erated American Engineering Societi es is to be held 
in Philadelphia on April 16. The dinner in the evening 
will be addressed by President Hoover, and it is expected 
there will be a large attendance of eng ineers. 

New Apprenticeship System of 
French Railroad 

The Paris-Orleans System, Which Will Soon Have an 
Extensive Electrified Mileage, Has in Use a Com-

prehensive Plan for Training Mechanics 

IN RECENT issues of the Revue Generale des Chemins 
de Fer and the Genie Civil some interesting detail is 

given of the apprenticeship system which is in use by 
the Paris-Orleans Railway. While this is a steam road, 
the principles which it has developed have wide applica
tion. 

The courses of instruction are designed to give 
apprentices both practical and theoretical training. · 
The students are admitted between the ages of fourteen 
and seventeen years on the basis of a simple examina
tion, including medical inspection. On admission, 
apprentices sign a contract which is countersigned by 
the parents, under which they agree to remain until 
their military service begins. The breaking of the con
tract involves forfeiture of the right to a cash reward 
on completion of the course. 

Each year about 400 students are admitted, and they 
remain to the end to a very satisfactory extent. 

The fundamental principles followed in the course are 
these: (1) The apprentice is developed in the shop, 
where his work is followed as in a school. (2) He is 
paid enough to hold him, and he is given sufficient prac
t ical work partially to offset his wages and at the same 
time to interest him. ( 3) His theoretical instruction, for 
which about six hours per week are reserved, consists 
principally of sho,ving why and how the work must be 
done in a particular way. It comprises courses in 
French, arithmetic, geometry, physics, mechanics, draw
ing and technology. 

APPRENTICES ARE PLACED IN SPE CIAL SHOPS 

The apprentice is not placed alone in the midst of 
regular workmen, but is given special equipment in a 
separate but real shop. He learns his trade through 
productive work; making, in the Orleans shop, complete 
locomotive repairs, for example. Experience shows that 
the apprentices can become as skillful in this way as if 
they had been retained in the regular shops. 

Unless it is absolutely impossible to do so, the 
apprentices are grouped in the shop under the sur
veillance of an instructor, who can effectively dir ect 
ten to twelve young men. As far as possible the same 
instructor gives the practical and theoretical instruction. 

The railway gives two general variet ies of inst r uction, 
that at the depot shops and that at t he main shops. 
The first is designed principally to pr oduce workmen 
capable of becoming traveling locomotive inspectors and 
locomotive repair foremen, while the other is t o train 
specialists in the various branches of shop work. 

In the courses one-half a day is devoted to theoretical 
work (six hours per week) and instructive shop exer
cises (eighteen hours per week), the remainder of the 
day being spent in routine work. In the first year the 
young men are occupied at the bench-vise, on machine 
tools, at the forge and in the boiler shop. In the second 
year they are grouped in special sections supervised by 
selected workmen, to whom they serve as assistants. In 
the third year they work under the direction of instruc
tors but without special workmen. 

The foundry and forge apprentices pass a year in one 
or the other of two special schools, where they follow a 
practical course and cover fundamentals of descriptive 
geometry, tracing of drawings, manual work of the 
foundry on one hand, or one on theoretical rules of 
t he a rt of modern forging, rules of welding and actual 
forge work for the other. 

The theoretical1 instruction in the general course 
covers three years; although the program is for two 
years only, the second year being taken up with review 
of t he first-year courses. 

A supervisor has oversight of the apprentices 
throughout courses, and competition is fostered by the 
giving of prizes fo r excellence in passing examinations. 
Graduates from the courses receive diplomas and 
leather-bound recor ds of the results of their exam
inations. 

The young men are paid at the start from H to 
1 ¾ francs per day, according to age, and the compensa
tion is increased gradually unt il they reach as much as 
or even more than t he r egular workmen are paid, as 
their skill and capacity increase. 

THE "SECOND D EGREE" COURSE 

Young men who in their first year are deemed to be 
capable of profiting by a higher t ype of instruction than 
that given the apprent ices are admitted to a three-year 
complementary course. About one-thirtieth of the new 
men, or 7 to 8 per cent of the tota l number of apprentices 
are admitted to this course each year. This course is 
covered by a special contract. It covers more advanced 
principles of mathematics, the elements of mechanics 
and physics sufficient for the understanding of the 
operation of the machines and the purposes underlying 
shop operation, a course in steam machinery and in the 
repair of t he complete equipment, and is topped off by 
a course in indust r ial design, some fundamentals of elec
tricity, chemistry and political economy. These courses 
are conducted by correspondence with experts at the 
company headquarters at Orleans. An examination is 
held each month. 

The "second degree" apprentices are counted upon to 
assure a supply of recruits for positions as inspectors, 
foremen, underdepot chiefs, etc . 

As to t he financial results of the apprentice system, 
these are difficult to demonstrate. Apprentices receive 
annually a total of about 3,500,000 francs, and the 
general expense is about 100,000 francs. In addition, 
machines which are repaired by apprentices are out of 
commission somewhat longer than when they are pre
pared in the r egular way. The first year the apprentices 
undoubtedly cost more than they return, but the reverse 
is t rue during the second and third years. On the 
whole the 1,200 apprentices appear approximately to 
produce enough to compensate for the cost of operating 
the plan. In addition there is the improvement in 
r ecruiting facilities and in the development of better. 
character istics in the personnel. 
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Improved CO2 Recording Equipment 
Added and Improved Features Make CO2 Recorder More 

Valuable for Preventing Inefficient Boiler Operation
Remarkably Quick Action, Greater Accessibility 

and Simplicity of Parts Among Advantages 

T HE Uehling Instrument Company has introduced a 
new model CO

2 
r ecording equipment, known as style 

"U," which embodies important improvements over the 
superseded model. Chief among its advantages are 
r emarkably quick action, greater accessibility and 
simplicity of parts and the economy of combining in one 
machine means for determining CO

2 
simultaneously 

from any number of boilers up t o six. 
A single-unit Uehling CO2 equipment for one boiler 

consists of three principal part s, namely, a CO2 meter 

rSfecrm 
proper, a r ecorder and an 
auxiliary boiler front indi-

~ cator. The funct ion of the 
6crs i nlel" meter, which is placed wher

ever most convenient, is to 
actuate the boiler front indi
cator and the recorder in the 
eng ineer's office. 

The . flue gas is analyzed-
that is, the CO

2 
is extr acted 

THE CHAMBER .OF THE 
C O2 MET ER, I LLUSTRAT

ING THE PRI NCI PLE 
INVOL V ED IN I T S 

OPERA T ION 

- in t he meter. The prin
ciple involved in the opera
tion of this machine depends 
upon the change in pressure 
caused by a change in volume 

in a stream of gas flowing through two apertures . 
Referring to the diagram, gas is drawn continuously by 
the action of an aspirator through aperture A into the 
chamber C and out through aperture B. A reduction of 
the gas volume between the two apertures caused by the 
absorption of the CO2 content causes a change of pres
sure or tension in chamber C, which is transmitted to 
the recorder and indicator calibrated in per cent CO.,. 

The CO2 meter consists essentially of a cylind~ical 
r egulator on which is mounted the analyzing mechanism. 
This regulator maintains constant the suction created 
by the aspirator, thereby eliminating all changes in 
pressure between the two aper tures except those caused 
by absorption within the chamber. It is the latter 
changes in pressure which the indicator and recorder 
register. 

Suction in the chamber actuates the r ecorder and 
indicator continuously and almost instantaneously. The 
only appreciable lag was formerly in the travel of the 
gas from the boiler t o the instrument. In the new model 
the gas travel is hastened by util izing the main 
aspirator's exhaust in an auxiliary aspirator to draw 
the gas from the boiler up to the absorption chamber, 
while t he main aspirator simply draws the gas sample 
through the absorption chamber. The preliminary filter , 
which removes soot and dirt from the sample before it 
r eaches the intermediate and final filters on the machine, 
has been redesigned so that the fil ter chamber can be 
conveniently cleaned without interrupting the operation 
of the apparat us. This method of flue gas analysis 
employs no chemicals, but substitutes for them a con
venient dry absorbent car ton, readily removed and 
replaced. 

Multiple equipments combine in a single outfit means 
for measuring the percentage of CO2 from one up to 
six boilers independently. This apparatus is designed 
on the unit plan and may be added to from time to time. 

For instance, a plant having initially an equipment of 
less than six units can easily have attached additional 
units, until t he total is six, as new boilers are installed. 

Mechanical Sanders for Safety Cars 
Two A ir Sanders Used on Safety Cars of Trenton & Mercer 

County Traction Company Being Replaced with 
Mechanica l Sanders in Interes t of Safety 

and Economy 

BY H ERBERT E. KROUSE 
Master Mech a nic Tren ton & Mercer County Traction Company 

Trenton, N. J. ' 

0 N THE sixty Birney safety cars which the Trenton 
& Mercer County Traction Company is operating 

t he sanding equipment originally consist ed of four 
sand hoppers wi th air sanders, all of which were in 
operation whenever an emergency application of the 
brakes took place. Thi s caused an exceptionally large 
amount of sand t o be used, which the company's offi
cials f elt could be somewhat reduced. Results of t r ials 
made in Trenton have shown that, while the ai r sand
ing feature which is incorporated in the M-28 brake 
valve has many good points, still a mechanical sander 
which will operate with a slight conti nuous foot pres
sure seems preferable. 

The excessive amount of sand used with air-operated 
sanders, t he labor necessary for drying the sand and 
filling the sand boxes, the added duty put on the air 
compressor, the lack of sand where the air fails and 

Ai'r - / 
sander 

M#chanical 

0 
, Sanding 
, re.su-vo,r 
I 

Emergency 
/ valve 

,0 
Mechanical 

ronder 

ARRAN GEMEN T OF SANDING EQU IPMENT F OR 
SA FETY CARS 

the r ather h igh mai ntenance of the brake valve which 
is used to operate the air sander combined to make it 
desirable to change this part of the equipment . The 
accompanying diagram shows the arrangement which 
is now being used. One a ir sander on each end of the 
car has been r emoved and foot-operated mechan ical 
sanders, manufactured by the N ichols-Lintern Com
pany, have been substituted. In r egular service this 
would g ive but one sand box delivering sand t o the rail 
instead of two. 

The two r emaining a ir sanders are disconnected from 
the brake valve, but still r etain their connection with 
the emergency valve. This assures the delivery of 
sand to the r a il during an emergency application from 
either the brake valve or the controller handle, and in
sures that but two sanders are working instead of 
fou r. The hinged air lever is no longer a necessity 
and this change should materially increase the life of 
t he lever and reduce the maintenance cost. 

F r om results so far obtained, we believe that by car
rying out this change we shall be able to effect a very 
large saving over our present cost for maintain
ing the sanding equipment on our safety cars and in 
all other items bearing a relation to this one there will 
be a corresponding saving. 
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Boiler Inspectors Meet in Detroit 

THE firs t annual meet ing of the National Board of 
Boiler and Pressure Vessel Inspectors brought to

gether at the Hotel St atler in Detroit recently a 
group of about sixty men, including member s of 
t he board itself, members of t he boiler code committee 
of the American Society of Mechanical Engineer s and 
other interested persons. 

The first day was devoted to addresses. Dr. D. S . 
• Jacobus, acting chairman of t he boiler code committee, 
to ld of the development of the code, emphasizing the 
fact that no action had been taken without considera
tion of the interests of all involved in t he questions 
under discussion. Charles E. Gordon, chairman of t he 
American Uniform Boiler Law Society, told how t he 
first boiler code committee came to be appointed by 
Colonel E. B. Meier, then president of t he A. S. M. E.; 
how the society had reached the limit of its f unct ions 
in the formu lation and interpretation of the code; how 
t he Uniform Boiler Law Society had been organized to 
promulgate the code, and how the National Board of 
Boiler and Pressure Vessel Inspectors had been organ
ized at the instigation of the American Uniform Boiler 
Law Society. 

Some of the other speaker s were E. R. Fish, vice
president Heine Safety Boiler Company ; F. R. Low, 
€ditor of Power, and J . G. McCabe, commiss ioner of the 
city of Detroit and chief inspector of boilers for the 
State of Michigan. 

On the second day the member s of the board took 
part in the delibera tions of the boiler code committee, 
the meet ing of which was held at Detroit in order to 
g ive the committee the advantage of conference with 
men from all over the country who are enforcing the 
code. J oseph F. Scott, inspector from New J ersey, is 
t o cont inue as cha irman of t he National Board, and C. 0. 
Myer s of Ohio as secr etary-treasurer . The objects of 
t he Board of Boiler and Pressure Vessel Inspectors as 
stated in t he constit ution adopted are as fo llows : To 
promote uniform boi ler laws; to secure uniform 
approval of specific designs of boilers and other 
pressure vessels, as well as appurtenances and devices 
used in connection with their safe operation ; to pro
mote one uni fo rm code of rules, one standard stamp t o 
be placed upon all boilers constructed in accordance 
wit h t he requirements of t hat code, and one st andard of 
qualification and examinat ion for inspect or s who a r e to 
enfo r ce the requirements of said code, and t o compile 
official statist ics. 

FOUNDATION READY FOR THE L AYING 
OF THE TRACKS 

Track Construction During 
Severe Weather 

;\ CCOMP ANYI NG photographs show different stages 
fi of the work of double tracking a line in Fort 
Wayne, Ind., by t he Indiana Service Corporation. This 
work was done on Clinton Street, between Main and 
Lewis Street s, a distance of five blocks. The work was 
completed in a litt le less than a month's time at a cost 
of approximately $50,000. During the construction the 
temperature of t he weather was below freezing for a 
considerable part of the time and in one of the ac
companying illustrat ions the substructure may be seen 
covered with manure to keep the new construction from 
freezing. 

Previous to the double track ing of this line there was 
a s ingle t r ack on t h is street, but the congestion of 
traffic on Calhoun Street, which is one block west of 
Clinton Street, and is t he main traffic street of the city, 
was so great that some change was imperative. It was 
accordingly decided to double track the line through 
Clinton Street and run t he cars bot h ways on this 
st reet instead of into t he city as was done previously. 
The city authorities insisted that t he Indiana Service 
Corporation complete the work within one month, and 
t he work was done in t h is time by working both day 
and night shifts. 

A T LEFT , T IES I N P L ACE AND TRACK CONSTRUCT ION START ED. SUB-BASE COVER ED WITH MANURE TO PREVENT 
FREEZING. A T RIGHT, TRACKS IN PLACE A ND CONCRETE BEI NG P OURED 
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Letters to the Editors 

Accident Reduction Versus Excessive 
Concentration Upon Fare Collection 

NEW YORK CITY, March 25, 1921. 
To the Editors: 

A recent analysis of damage and injury claims and 
suits against street railways showed that the primary 
cause of one class of a:ccidents is that more attention 
is devoted by the conductor to the collection of fares 
than to the safety, comfort and convenience of his pas
sengers. 

It is all very well to endeavor to impress the car 
operatives with the importance of "safety first," but 
the relation of fare collection to this must not be over
looked. While the now almost universally used "closed 
step and door," especially of the type used in the one
man car, have, if properly used, a great tendency to 
lessen "step accidents," they introduce danger of acci
dent if carelessly operated. This is due to the fact 
that there have been laid on the car operatives, espe
cially on the conductors or fare-takers, other duties 
which engage their attention to the exclusion of care 
which should be exercised for the safety, comfort and 
convenience of the pa·ssengers. 

The "prompt and accurate" collection of fares is made 
a f etich by many street railway companies, although 
modern fare-collection practice renders it no longer 
necessary for the conductor to concentrate his whole 
attention on that one point. 

On one property investigated, not 10 per cent of the 
conductors paid more than perfunctory attention to the 
opening and closing of the steps and door. A complete 
analysis of the situation on this road and on others 
plainly proved that the trifling saving in fares effected 
by the strict attention required of the conductor in 
completely collecting them was but a small fraction of 
the resulting cost of the accidents, t he unfortunate 
effect of the "near accidents" and the accompanying 
irritating incidents. While "safety first" was well 
propagated among the carmen, there was lacking the 
incentive that existed with reference to the collection 
of fares. The fare-taker was held personally account
able for proved failure to collect the full amount and 
number of fares and consequently manifested a strong 
interest in this portion of his duties. 

This matter was brought strongly to the attention 
of the writer many years ago when he was operating 
a street railway on which there was not only the usual 
rush traffic at morning, noon and night, but which had, 
during the summer season, tremendous rush traffic dur
ing whole days due to excursionists and other pleasure 
seekers. This was complicated, at that time, by the 
use of open cars and by the fact that the conductor 
personally collected fares by passing through the car 
or on the side-board of the open cars. After analysis 
of the situation the stress on the carmen regarding fare 
collection was reduced and more emphasis wa·s laid upon 
accident prevention, with a full explanation to the car
men as to the reasons therefor. The results were care
fully watched and, as far as possible, tabulated. The 
first results were not especially encouraging as rega:rds 

fare collection, but the results as to the lessening of 
accidents were so good that the proof of the efficiency 
of the change was noticeable. After the elimination 
of the carmen who dishonestly took advantage of the 
concession, the number of accidents was permanently 
reduced more than two-thirds. 

This matter is certainly worth the consideration of 
many street railway managers, as it is found that few 
of them have properly considered this aspect of the 
case. "MANAGER." 

"Present Value" in the Galveston Case 
CHICAGO, April 1, 1921. 

To the Editors : 
In your issue of March 19, page 571, there is a sum

mary of a court decision entitled "Present Value Theory 
Rejected." The title is misleading, for the court sus
tained the present value theory, and actually added 331 
per cent to the original cost to get the prospective 
reproduction cost, from which accrued depreciation was 
deducted. H . P. GILLETTE. 

[EDITOR'S NOTE.-The thought back of the caption 
written was that the special master's proposed plan of 
recognizing present value in the Galveston case was 
rejected. Mr. Gillette is correct, however, in his state
ment that the court did not reject, but rather followed, 
the present value theory as the correct basis, as 
described in the article, although the court took a some
what novel method of arriving at the figure to use.] 

Car Development in Boston 

IN THE March, 1921, issue of Stone & W ebster Jour
nal appears an interesting account of the development 

of the urban transportation system in and around 
Boston, Mass., from the· time that coaches and omni
buses were first operated. It seems that the first 
omnibus in Boston, the "Governor Brooks," started r un
ning in 1833, over a route from the Winnisimmet Ferry 
at the foot of Hanover Street to Roxbury. The fare 
was 12½ cents and it took an hour and a quarter to 
make the trip. The bus was drawn by four horses and 
had seats for eighteen passengers outside and six inside, 
making a total of twenty-four. 

The first horse railway in Massachusetts is said to 
have been from Harvard College, Cambridge, to Union 
Square, Somerville, about H miles. The equipment 
was a dilapidated steam railroad coach, to which a 
pair of horses was hitched. There is a wide disagree
ment as to the date of the brief career of this horse 
railway. In 1852 the first charter was granted to a 
horse railroad. This was to what was known at that 
t ime as the Dorchester & Roxbury Railroad. The first 
horse-drawn street car was run over Boston streets on 
March 26, 1856. Electric cars were first operated on 
Feb. 16, 1889. 

The original horse cars were 16 ft. long, with a seat
ing capacity of twenty. The first cars with electric 
equipment seated thirty-four passengers and cost $3,500. 
In 1905 the semi-convertible car was introduced. This 
was 48 ft. 2.5 in. over all and had seats for fifty-two 
passengers and cost from $10,000 to $12,000. In 1917 
the center-entrance, 6,000 type car was first put on the 
streets. This car is 48 ft. 2.5 in. over all, seats fifty
eight and cost $15,000. The Cambridge subway cars 
are 69 ft. 2.5 in. over all, seat seventy-two and cost 
$24,000 each. 
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Association News 

Audit Nearing Completion 

PRESIDENT GADSDE N was in New York last week. 
In spe~king of t he association affa irs, he said that 

t he fin ancial a udit, wh ich is being made under the di r ec
tion of M. R. Boylan, P ublic Service Railway, is near
ing completion. The check-up indicates that the loss 
due to misappropr iation of funds will exceed the am ount 
originally given out. At t he present time this is esti
mated at from $60,000 to $70,000. 

No definite action has been taken on the select ion of 
a permanent secretary. One suggestion, made by sev
eral members of the association representing lar ge inter
ests, is t hat the position of secretary be not fi lled imme
diately. Several names for the position of secretary 
have been mentioned. 

The next meeting of the executive committee will be 
held on April 15. 

Convention Committees 

T WO additional committees, one on convention loca
tion and one on exhibits, have rece ntly been ap

pointed to assist in perfecting plans for the 1921 
convention. 

The personnel of the committee on location consists 
of J. G. Barry, General Electric Company, New York, 
cha irman; D. B. Dean, Kuhlman Car Company, Cleve
land, Ohio; F. C. J. Dell, National Rai lway Appliance 
Company, New York; H. B. Flowers, Un ited Railways 
& E lectric Company, Baltimore, Md.; F. H. Gale, Gen
eral E lectric Company, Schenectady, N. Y.; B. A. Hege
man, Jr., National Rai lway Appliance Company, New 
York; C. L. Henry, Indianapolis & Cincinnati Traction 
Company, Indianapolis, Ind.; J. B. Kilburn, Hale & 
Kilburn, New York; W. H. Sawyer, East St. Louis & 
Suburban Rai lway, East St. Louis, Ill.; J. N. Shannahan, 
Newport News & Hampton Railway Gas & E lectric Com
pany, Hampton, Va.; H. D. Shute, Westinghouse Elec
tric & Manufacturing Company, East Pittsburgh, Pa., 
and J. J. Stanley, Cleveland Railway, Cleveland, Oh io. 

The committee on exhibits is made up as follows: 
J. C. McQuiston, Westinghouse Electric & Manufactur
ing Company, East Pittsburgh, Pa., chairman; F. C. J. 
Dell, National Railway Appliance Co., New York; F. H. 
Gale, General Electric Company, Schenectady, N. Y.; 
S. D. Hutchins, Westinghouse Traction Brake Company, 
Columbus, Ohio; E. B. Meissner, St. Louis Car Com
pany; W. J. Pine, Railway Utility Company, Chicago, 
Ill.; E. C. Price, Indianapolis Switch & Frog Company, 
Cleveland, Ohio; A. M. Robinson, J. G. Brill Company, 
Philadelphia, Pa.; W. L. Schaeffer, National Tube Com
pany, Pittsburgh, Pa., and L. W. Shugg, General E lec
tric Company, Schenectady, N. Y. 

The exhibit committee has sent to manufacturer mem
bers through acting Secretary Welsh four questions 
concerning the holding of an exhibit at the 1921 con
vention. It is hoped to determine in advance if possible 
the attitude of the manufacturers on this matter due 
to present depressed business conditions and t he un
satisfactory proposition offered by the pier represent
at ives at Atlantic City. The questions are based on 

a charge for exhibit space of 60 cents per square foot, 
the same as last year. Each member is requested to 
say if he favors holding an exhibit at Atlantic City, 
whether or not he will exhibit, and approximately how 
much space he will use. Answers are requested by April 
12 due to the fact that the matter must be definitely 
decided at the coming executive committee meeting, to 
be held on April 15. 

Delegates to Annual Meeting 
of Chamber of Commerce 

;\ CT ING SECRETARY J. W. WELSH of the 
Ll. American Association has just announced the 
names of the national councillor and alternate and the 
delegates and alternates for the annual convention of 
t he Chamber of Commerce of the United States, to be 
held in Washington, D. C., April 27 to 29. The list 
follows : 

National councillor, Lucius S. Storrs, president the 
Connecticut Company, New Haven, Conn.; alternate, 
J. H . Hanna, vice-president Capital Traction Con:ipany. 
Washington, D. C. Delegates, J. P. Barnes, president 
Louisville (Ky.) Railway; W. A. Draper, vice-president 
Cincinnati (Ohio) Traction Company; P. H. Gadsden, 
vice-president United Gas Improvement Company, 
P hiladelphia, Pa. ; John H. Pardee, president J. G. White 
Management Corporation, New York, N. Y.; W. H. 
Sawyer, vice-president E. W. Clark & Company Manage
ment Corporation, Columbus, Ohio; Thomas S. Wheel
wright, president Virginia Railway & Power Company, 
Richmond, Va. Alternate delegates, H. W. Blake, editor 
ELECTRIC RAILWAY JOURNAL, New York, N. Y.; F. R. 
Coates, pr esident Toledo Railways & Light Company, 
Toledo, Ohio; D. B. Dean, manager Kuhlman plant the 
J. G. Br ill Company, Cleveland, Ohio; M. B. Lambert, 
manager r ailway department, Westinghouse Electric & 
Manufactur ing Company, East Pittsburgh, Pa.; Charles 
C. Peirce, manage r railway department, General Electric 
Company, Boston, Mass. 

Way Committee Meets 

AMEETING of the Engineering Association com
mittee on way matters was held at association 

headquarters on April 6. All day and evening was spent 
in technical d iscussion of standardization of special 
trackwork, joint welding and allied topics. The results 
of a large amount of detail work by sub-committees were 
presented and it was evident that real progress has been 
made in the difficult work of standardizing frogs, cross
overs, turnouts, etc. Some recommendations as to 
standards were adopt ed and a tentative program was 
laid out for the next meeting, to be held May 18, with 
provision for necessary sub-committee meetings in the 
meantime. The committ eemen present were : R. C. 
Cram, Brooklyn Rapid T r ansit Company, chairman ; 
H. A. Abell, New York Stat e Railways, Rochester; 
Victor Angerer, Wm. Wharton, J r., & Company, Easton, 
Pa.; S. Clay Baker, · East St. Louis & Suburban Rail
way, East St. Louis, Ill. ; W. R. Dunham, J r ., the Con
necticut Company, New Haven; E. B. Entwisle, the 
Lorain Steel Company, ,Johnstown, Pa.; Howard H. 
George, Public Service Railway, Newark, N. J.; E. M. T. 
Ryder, Third Avenue Railway, New York, N. Y., and 
James Budd and F. A. Weymouth, representing C. 
A. Alden, Bethlehem Steel Company, Steelton, Pa., who 
was kept away by illness. A telegram of sympathy was 
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sent Mr. Alden by the committee. S. W. Dannatt, Rail 
Welding & Bonding Company, New York, N. Y., was 
also present by invitation. 

Co-operation and Responsibility 

THE following letter was written by H. M. Atkin
son, chairman of the board of directors of the 

Georgia Railway & Power Company, Atlanta, Georgia , 
to W. D. Mahon, president of the Amalgamated Asso
ciation of Street and Electric Railway Employees of 
America, subsequent t o the appearance of Mr. Mahon's 
article in the Feb. 12 issue of the ELECTRIC RAILWAYj 
JOURNAL. 

Mr. Mahon has written to Mr. Atkinson that he will 
answer his letter in the near futur e. Meanwhile this 
original letter is printed in the ELECTRIC RAILWAY 
JOURNAL with the consent of Mr. Atkinson and Mr . 
Mahon. The letter follows: 

GEORGIA R AILWAY & P OWER C OMPANY 

OFFICE OF THE CHAIRMAN 
ATLANTA, Feb. 24, 1921. 

MY DEAR MR. MAHON : Your article on the street 
railway problem which appear s in the Feb. 12 issue 
of the ELECTRIC RAILWAY JOURNAL is very inl eresting._ 
Your statement appeals to me because I am especially 
interested in the problem, and also because you state 
the points clearly and simply. In the main I agree with 
everything you say. 

There is one phase of the service-at-cost plan that you 
do not deal with. This particular phase is the one that 
has given me most trouble in t rying to bring myself 
to accept the plan. To put it briefly, the question I 
wish to ask is, how are you going to prevent expendi
tures, and therefore rates, from spiraling upward in 
"vicious circles"? It seems to me that this problem 
must be solved in each case where the plan is adopted. 
I have general ideas of my own how this could be ac
complished, but I am very anxious to have your views. 
Personally, I doubt whether a supervisory commission 
or commissioner will solve this question satisfactorily. 

In some way the incentive to efficiency must be re
tained. If all hope of gain, or perhaps a better way to 
put it is reward, from efficiency is removed, capital 
cannot be obtained, nor will men of proper skill and 
ability be obtainable. No matter what our beliefs 
or theories may be, if the incentive of gain or reward 
is removed business will die. 

The problem the Federal Labor Board is struggling 
with in Chicago at the present moment is, in a nutshell , 
nothing but what I have tried to state above. The labor 
organizations t ell the roads if they are losing rmoney 
t o . go t o the Interstat e Commerce Commission and get 
higher rates. But the r at es already are all the " t raffic 
will bear." No matter how much we may protest against 
it , there is no avoiding the economic law that wages as 
well as rates must and will come down or go up r ela
t ively to the decrease or increase in the purchasing 
power of the dollar. The value of the services of every 
individual worker, including you and me, is subject to 
that law. 

Why isn't the present Cummins-Esch law in its gen
eral application a service-at-cost plan ? 

Ref erring t o your idea of co-operation between the 
public ( consu:mers), the owners and the operators, I 
agree with you thoroughly. But it has not been worked 
out practically, so far as my observation goes. If or-

ganized labor can be induced to assume completely its 
just share of responsibility for production to the extent 
of guaranteeing it with responsibility, I imagine that 
nearly all the opposit ion to the "closed shop" on t he 
part of employers will disappear. It is my opinion that 
the weakness of organized labor is that it does not 
come out frankly and accept this responsibility. It can
not be avoided in the end, and the fact that it does 
not accept such responsibility is the source of nearly 
all the t r ouble. What I mean is that if or ganized labor 
seeks partnersh ip it must assume the r esponsibility of 
a partner. It must accept the unavoidable fact that the 
only source for the payment of wages is pr oduction . 

I have been hoping for a long time to see you again. 
I would like to discuss this subject and others with you. 

H. M. ATKINSON, 
Chairman of the Board. 

Controversies Over Car Insurance 
Eliminated 

A NE W form of insurance policy cover ing rolling 
stock has this year been negotiated with the 

insurance companies .by T. A. Ferneding, vice-president 
and general manager Dayton, Springfield & Xenia Rail
way, Dayton, Ohio. The usual form of policy covers 
all cars at 100 per cent of their combined value and 
is known as a blanket policy. In case of loss by fire , 
when the compan y has a policy of this kind, there are 
two positions the insurance companies may take which 
tend to defer settlement. 

If the insurance company establishes on investigation 
that the insurance carried on all cars was less than 100 
per cent of their value, the railway company becomes 
a: "co-insurer" to the extent of the percentage of t otal 
value not covered. On the other hand, if t he insurance 
company t akes the position that the cars are overin
sured, and ther efore refuses to pay the full loss on that 
basis, then the railway company is in the position of 
having paid premiums on the excess insurance to no 
ava:il. 

1n the new form of polioy each car is list ed by num
ber with a stipulated value determined by two people 
and agr eed upon in advance by the railway company 
and the insurance company. This list of car numbers 
and corresponding values is attached to t he policy and 
made a part thereof. If the value of a particular car 
is established at $15,000 it is insured at $15,000, and 
in case of loss the railway company simply makes 
cla:im for the loss of cer tain cars listed by number, and 
thei r value is a fixed amount upon which there can be 
no controversy. The values placed upon the cars are 
adj usted each year to provide for changing market con
ditions and deterioration of equipment. Mr. Ferneding 
thinks that t his arrangement will eliminate a· lot of 
unpleasant negotiation and proper ly insure the railway 
company against loss or excess premiums. 

Congress has increased the annual appropriation for 
the United States F orest Products Laboratory, located 
at Madison, Wis., by the sum of $100,000. This will 
enable the laboratory to extend its researches in the 
field of wood preservation, et c., many of which are of 
g reat value to the elect r ic railway industry. Carlile P. 
Winslow, directo r of the laboratory, has issued an ex
pression .of appreciation of the active inclorsement of 
the laboratory by its many friends. 
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Toledo Problems Pressing 
Rerouting, Wages and Power A ll Claim 

Attention Under Service-at-Cost 
-Will Check Costs 

Toledo has a great deal to think 
about as a result of the submission of 
a r erouting plan, suggested wage 
reductions by the Community Traction 
Company, and negotiations looking 
toward the establishment of a proper 
power rate for the traction company. 

FOUR PLANS FOR REROUTI NG 

At a meeting of the board of control 
Commissioner Wilfred E. Cann pre
sented four suggestions for rerouting 
which were approved and handed over 
to t he Council for action. One of 
these would result in the rescinding 
of a 12-mile speed law and permit 
speeding up of a ll cars so as to obtain 
a 9-mile an hour average rather than 
8 as now. 

The wage contracts of platform 
employees and electrical workers 
expired at midnight on March 31 and 
at that time no agreement had been 
reached. It was agreed, however, to 
maintain the status quo until April 8. 

The present wage scale for plat
form men is 60 cents for those who 
have been with the company for six 
months, 56 cents for those in employ 
three months, and 54 cents for those 
beginning. The scale suggest ed by the 
company and turned down by the men 
provided for a cut of 2 cents an hour 
for the old employees and rates of 54 
a nd 50 cents an hour for the other 
classes. The cost of living in Toledo 
was shown to have dropped 15 per cent 
since the 1920 contract wa s drawn. 

It has developed that the Community 
Traction Company took up as an obliga
tion with the railway property approx
imately $50,000 of last year's taxes on 
the railway. Commissioner Cann and 
the board are attempting to spread 
this amount over a long period so that 
operating costs will not be loaded too 
heavily the first f ew months. The 
company also took to itself paving 
obligations of $185,000 and it is the 
feeling of the board that this item 
should be placed in capital account in 
some way. 

POWER ENGINEERS CONFER 

The power matter was taken up at 
a conference attended by Law Director 
Martin; Commissioner Cann; B. V. 
Phillips, consulting engineer, Cleveland; 
Henry Riggs, valuation engineer, Ann 
Arbor; David Friday, accountant, Ann 
Arbor; members of the street railway 
board, Frank Coates, president of the 
t raction company, and Ferd Derge, 
assistant gener al manager of th e 
Toledo Railways & Light Company. 

PERSONAL MENTION 

The Acme Power Company plant , a 
Doherty enterprise, not a public utility, 
supplies 90 per cent of the t raction 
power. If Henry L. Doherty will give 
permission David Friday and B. V. 
Phillips w ill check t he costs r ig ht back 
to t h e coal pile. Then negotia t ions for 
a fair rat e will begin wit h a rbitration 
as the fi nal step in t he event of failure 
to agree. 

Taxpayer Attacks Cincinnati 
Service at Cost 

Forfeiture by the Cincinnati (Ohio) 
Traction Company of its fi fty-yea r 
franchise, granted by the Rogers law 
in l 896, was demanded by Attorney 
Albert S. Alcorn in a taxpayer's suit 
fi led in Common Pleas Court on March 
29. The Cincinnati Street Railway, 
from which the Traction Company 
leases its lines and rights, a lso is made 
a defendant. The suit charges that 
the Traction Company has violated it s 
franchise in that more than 5 cents is 
charged for a ride in violation of the 
provisions of the Rogers law. At tor
ney Alcorn, expla ining this provision, 
said that he believed the revision ordi
nance, known as the service-at-cost 
plan, was unconstitutional. The Rogers 
law, he explained, provides for a de
cr ease in fare only. 

The plea asserts a lso that the com
panies have decreased the percentage 
tax on gross earnings which they were 
required by the t erms of the fifty-year 
franchise to pay to the city. Refusal to 
pay car license fees required by the 
Rogers law also is charged in the suit. 

Other charges in the suit against the 
companies are that they have sold steel 
rails and other commodities to individ
uals and corporations, thus defrauding 
the city out of $400,000. 

Attorney Alcorn says that on Feb. 17 
he requested City Solicitor Saul 
Zielonka to file suit. This he supple
mented with additional reasons to the 
solicitor on Feb. 21 and March 7, but 
Mr. Zielonka has refused to bring 
action so he filed it himself as a tax
payer. Mr. Alcorn declares that the 
Cincinnati Traction Company is an 
Ohio corporation organized "for the 
purpose of furni shing a corporate 
name in which to lease from the Cin
cinnati Street Railway its lines of 

· street railway in the City of Cincinnati, 
under what is known as the Rogers 
fifty-year franchise law." 

Elsewhere in this issue reference is 
made to the resignation of C. P. Taft as 
first vice-president and director of t he 
Ohio Traction Company and t o the 
w ithdrawal of W. C. Culkins as City 
Street Railway Director to become ex
ecutive secretary of Cincinnati Chamber 
of Commerce. 

Another Solution Offered 
Representatives of City of New Orleans 

Advance New Plan with $35,000,000 
Valuation Figure 

A rift has finally been made in the 
clouds of uncertainty that have hovered 
over the prospective settlement of the 
t roubles of the New Orleans Railway 
& Light Company. At a meeting on 
March 30 of the Mayor, the Commis
sioners of the Commission Council and 
the members of the citizens' advisory 
committee a tentative plan was sub
mitted by the representatives of the 
city looking to possible solution of ex
isting entanglements. 

Under the plan it is proposed that: 
1. A valuation of $35,000,000 be 

placed on the entire property of the 
New Orleans Railway & Light Com
pany, divided as follows: 

N ew Orlean s railway p r op er . ... $2 0,000,000 
Electric light and powe r p la nt. . 8,000,000 
Gas p lant . . . . . . . . . . . . . . . . . . . . 7,000,000 

Total .. ... ........... . .. .. . $35,000,000 

Upon this valuation it is estimated 
by t he Ma yor and the Commission 
Council t hat the r eturns must be 
$2,150,000, allowing 7 per cent upon 
$5,000,000 of new money which it is 
est imat ed will be needed for rehabili
tation. 

R EDUCED F ARES S UGGESTED 

2. The rate of fare af ter April 21, 
1921, when the 8-cent fare expires by 
limitation, m ust not exceed 7½ cents; 
with reductions every six months 
thereafter of one-half cent until a 
"normal" level is reach ed. 

3. The rates for gas and electricity 
must be cut proportionately and rec
ommendations m ade for the acquisition 
of the gas plant at the valuation of 
$7,000,000. 

4. Allowances must be made for 
proper reser ves f or r eplacements. 

5. No distribut ion of undivided profits 
of the company shall be permitted with
out approval of the Commission Council. 

6. No future issues of securities 
shall be permitted without the con
sent and approval of the Commission 
Council. 

In anticipation of the probable pur
chase of the gas plant an ordinance is 
now being prepared by the City At
torney for submission to the Constitu
tional Convention, g iving the city per
mission to issue bonds against any 
public ut1lity. 

Reports dissenting from the conclu
sions reached by the general commit
tee have been filed with Judge Foster, 
of the federal court, by Walter B. 
Spencer, Leigh Carroll and Robley D. 
Stearns. 
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More Wage Cuts Proposed 
Employees of Rochester, Syracuse and 

Utica Lines Solicited to Accept 
1918 Rates 

Proposals have been made by the 
New York State Railways for wage 
cuts of as much as 25 per cent on May 
1 among trainmen employed on the lines 
of the company in Rochester, Syracuse, 
Utica and other cities. The proposed 
cuts are: City lines, from 60 cents an 
hour to 45; interurban, 62 to 4 7; third 
rail, 65! to 50! . 

In his letter to the men through 
Chairman Noon, President Hamilton of 
the New York State Railways says: 

A fter a m ost car eful cons id er a tion of a ll 
interest s involved the public, the em ployees 
a nd the compa n y , a nd inasmuch as a ll 
a uthentic s t a tis tics show tha t the cost of 
living today h a s r each ed a p oint b elow 
where it w a s in July, 1919, a nd the gen
er a l t enden cy indica t es a further r ed uction 
in the price of clothing, foodstuffs a nd 
other c ommodities which go t o m a k e u p 
living expenses, w e f eel tha t the w ages as 
fixed by the N a tiona l W a r L a bor Boar d 
for motormen a nd conductors und er d a t e 
of July 31, 1918, w ould b e f a ir t o a ll pa r 
ties inter ested under this contract . 

The working conditions under the p r es ent 
contra ct a r e a n accumula tion of y ea r s a n d 
have b ecome so cumbersom e a nd burden 
some tha t it is impossible for the compa n y 
working under them to furnish the b es t 
service to the public , a nd for tha t r eason 
it has d ecided upon the ch a nges set forth 
fn the r evised a greement submitted h er e
with. 

This compa n y h a s incr eased the r a t e of 
wages to its employees 126.41 p er cent 
over that p a id a t the b eginning of t h e 
world war, while the incr ease in gross r eve
nue h a s b een only 37.6 5 p er cent. On ac
count of this condition the compa n y w a s 
obliged to forego the paym ent of a r etur11 
to its s tockholders, n ev er having previous ly 
pa id a f a ir r eturn to the p eople whose 
m on ey is invest ed in this propert y . 

This condition cannot continue, n ot a lon e 
from the f act of the non-pa yment of d iv id
ends, but tha t the cr edit. of the compa n y 
mus t b e r estored a nd m a inta ined a t a n y 
cost if it is to m eet the capita l expen d itur es 
n ecessary t o per form its firs t a n d princi_o a l 
d uty, v iz: Ser v ice t o the communities 
t hrou gh w hich it oper a t es . 

I f eel tha t in v iew of the, importa n ce of 
this s ubject a m eeting of the r epres en t a 
tives of the employees a nd the offi cia ls of 
t h e compa n y sh ould be h eld a t the ear liest 
possible m om ent, a n d would s u gges t A !.,ril 
4, 1921, in m y offi ce a t R och ester, if con 
venien t to the offi cers of the Ama lgam a t ed 
Association , a t w hich time t h e w h ole m a tter 
ca n b e discussed . 

I w a nt the em ployees t o f eel tha t the 
com pan y w ill exercise t h e s a m e spirit of 
f a irness tha t h a s b een d ispla y ed in th e 
past , a n d a fter a f ull a n d f r a nk discuss ion 
of the w h ole m a tter w e b eliev e a n a djus t
m ent ca n be reached which w ill b e fair t o 
the employees, t o t h e public a n d t o the 
compa n y. 

President Hamilton's letter does not 
specify the working conditions which 
have become "so burdensome and cum
bersome." 

These are the roads whose employees 
are asked to go back to where they 
were prior to May 1 of last year and 
accept practically the wage scales put 
in effect by decision of the war labor 
board in 1918: 

New York State Railwa ys, Syracuse, 
Rochester , Utica and connecting lines 
0wned by the same company. 

Rochester & Syracuse Railroad, con
necting t he two cities a nd serving com
munities between. 

Auburn & Syracuse Electric Rail
r oad, connecting the two cities and also 
covering the local lines in the city of 
Auburn and to Owasco lake. 

Empire State Railroad Corporation, 
connecting Syracuse with Oswego, and 

including the Oswego city lines, a nd 
the Auburn & Northern, an 8-mile 
route connecting with the Rochest er & 
Syracuse at Port Byron and with the 
Auburn & Syracuse at Auburn. 

The Syracuse Northern ( the South 
Bay road). 

Prospects appeared t o be br ight for 
the settlement of the wage matter in 
conference after the first meeting on 
April 4. Definite findings, however, are 
not expected to be reached for a week. 
Meanwhile little information is ex
pected to be available to the public. 
Mr. Hamilton is quoted to the effect 
that if an agreement can not be r eached 
in conference then points in dispute 
will be arbitrated. The matter must of 
course be submitted to the men fo r 
final vote. 

Schenectady Company Would 
Cut Wages 

The new wage scale proposed by the 
Schenectady (N. Y .) Railway makes a 
reduction of 25 per cent from the pres
ent scale of 60 cents an hour. The 
new rate, which is to go in effect on 
May 1, is the same as the men were 
receiving a year ago. 

The company was able to grant an 
increase about a year ago when the 
Common Council waived franchise 
rights temporarily allowing the com
pany to petition the Public Service 
Commission for an increase from 6 to 
7 cents in local fares and other in
creases on interurban lines. 

There is an arbitration clause in the 
present agreement. Under the provi
sions of the contract the company had 
to present the draft of the new agree
ment thirty days before the old agree
ment expired. 

Indiana Line Unable to Make 
Improvements 

The railroad committee of the City 
Council of Evansville, Ind. , has re
ported to the Council that F r ank J. 
Haas, vice-president and general man
ager of the Southern Indiana Gas & 
Electric Light Company, has refused 
to extend the Howell line as requested 
by the committee. Mr. Haas said that 
the proposed extension would cost the 
company $30,000 or more and that the 
company could not afford a t this time 
to make the improvement. 

The company has also notified the 
Board of Public W arks of E vansville 
that it will not make street improve
ments as r equested by the board. Mr. 
Haas contends that the improvement 
of the portion of the street s between 
the rails does not benefit t he railway 
and that the property owners a long t he 
street should pa y for it. Ma'yor Bosse 
would " throw the t racks off the street 
and put in a bus line." The Mayor is 
said to have announced t hat he had 
received a letter from Glenn Van 
Auken, of the Public Ser vice Comm is
sion, in which he advised that the City 
Council pass an ordinance demanding 
the company meet certain r equirements 
of service. 

Railway Versus Motor Bus 
Canadian Commission Hears Ex perts 

on Relative Reliability for Use Be
tween Toronto and Hamilton 

James E. Richards, manager of the 
London & Port Stanley Ra ilwa y, in 
g iving evidence before the Ontario 
(Sutherland) Hydro-Radial Commis
s ion a t Toronto the last week in March, 
as to the practica bility of the proposed 
hig h-speed line between Hamilton and 
Toronto, submitted t he .following fig
ures showing the growth of traffic: 

Year 
19 17 . . .. 
19 18 .. .... . 
19 19 .. .. .............. . 
1920 .. . . .. . . . . .. ... . . •. 

Number of 
Passengers 

726,799 
842,64 1 
958,587 

1,002,034 

Amoun t of 
F reight 
$ 147,826 

143,608 
188, 187 
21 0,239 

----------------
At t he t ime of electrification of t he 

line it was estima t ed that the bus iness 
could be done with four motor cars and 
five trailers; the r ailway was now using 
seven motor cars and ten trailer s . 

Mr. Richards stated that 97½ per 
cent of the business was competitive 
and could be handled by thE' Canadian 
Pacific, Grand Trunk, Michigan Cen
tral, Wabash and Pere Marquette steam 
roads, and in reply to a question stated 
that the business came to the electric 
railway because of service. 

The total earnings now wer e $25,-
781 per mile, of which $11,017 were pas
senger r eceipts. 

On the following days, March 30 
and 31, Walter Jackson , consulting 
engineer, Mount Vernon, N . Y., testi
fied. He stated that the cost of motor 
bus transportation was just about 
double that of electric cars operated 
over routes of reasonably dern,,e traffic . 
For long-haul freight service the cost 
of. common-carrier motor trucking was 
just about twice as much as many oper
a tors imagined. Even in the compara
t ively dense traffic dist r ict of New E ng 
land ther e had been many fa ilures. 
Mr .. Jackson submitted figures showing 
t ha t a 5-t on t ruck g oing 80 to 100 miles 
a day costs t o oper at e about 60 cents 
per mile, or $60 a day, including the 
cost of warehouses, business solicita
tion, etc. 

. A motor bus company could not p os
sibly carry passenger s a t the proposed 
hydro-radial rat e of 2¼ cents per mile· 
it was an impossible r a te no matte; 
how much business was secured. Be
sides it could not possibly meet the 
schedule of a rapid t ransit line. 

On Friday Charles A. Cheva l, a udi
to: of the International Ra ilway, oper
atmg between Buffalo and Niagara 
Falls a nd other points, was a witness. 
T he new 17-mile high-speed line between 
t hese cities cost $225,000 a mile, 
of which $180 000 was for right-of-way 
and structures, while power equipment 
and genera l cost a mounted to $45,000 
a mile. The new line enabled t he com
pany to cut t hirty minutes off t he tim e 
r un, reducing it to one hour. 

T . H . St offel, of t he W estinghouse 
Company, stated t hat Amer ican express 
compa nies were doing away with 
motor trucks in sma ller towns and r e
placing them with horse-drawn trucks. 
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Reports on Abandoned Lines 
Massachusetts Utilities Department Not 

in Favor of State Ownership
Recommends Local Sudsidy 

In reply t o a set of questions relating 
to abandoned elec t r ic railway lines pro
pounded to it by t he Stat e Legislature, 
the Massachusetts Department of Pub
lic Utilities has submitted a report the 
most striking feature of which is a firm 
stand in favor of "home rule" by local 
communities as regards the financial 
support or subsidy of weak lines and 
against a general policy of state owner
ship or aid, and secondly the abolition 
of t he commutation tax and charges 
for highway maintenanc e. 

370 MILES ABANDONED 

The department considered it im
possible to pass a properly considered 
specific judgment on the first question 
which asked for a determination as t o 
what lines, whether now in operation 
or not, are necessary for the public wel
fare a nd convenience. 

The r eport begins with a r ecapitula
t ion of the discontinued lines in the 
Commonwealth. It shows that a total 
of seventeen electric railways have 
abandoned operation of 371.27 miles of 
track. 

Referring to their abandoned lines 
the department states that some of 
them ought never to have been built, 
some ran t o parks and other places no 
longer popular and some of t hem paral
leled near-by railroad lines and were 
never a vital factor in transportation. 
The majority of the lines, however, 
were valuable arteries of travel and in 
many cases auto buses have been sub
stituted for them. In the opinion of 
the department the value of these lines 
from the standpoint of t he economic 
and social welfare of the public is a 
local question, best left for individual 
settlement to the communities most 
directly concerned. 

The problem, however, involves not 
only the lines already abandoned, but 
the possibility t hat the future may see 
still further suspensions. This in the 
opinion of the department is the more 
serious part of the problem. 

However, an optimistic note is sounded 
in the statement that the critical con
dition of the railways is largely, 
though by no means wholly, due to the 
war, and that it is not unlikely that 
very far-reaching economic changes 
may take place in the near future wh ich 
will relieve the situation of some of its 
most acute phases. 

EXTENSION OF EMERGENCY ACT 

RECOMMENDED 

The principal legislation recommended 
is an act to enlarge and extend the 
emergency war-time statute which per
mits cities and towns in Massachusetts 
to contribute to the support of street 
railway lines. In this connection, the 
department states: 

We are aware of no reason why any 
community should not. if it deems it 
n ecessary for its welfare and convenience 
after careful consideration of the question. 
restor e or prevent the discontinuance of 
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street r a ilwa y lines in its limits , e ither by 
acqu iring such lines a nd running them a s 
a p u b lic v en tu re o r by contributing t oward 
t h eir su pport from taxes . The question un
doubted ly presents d ifficulties, but w e ca n
not agr ee with one of the speak er s who 
u rged a t a hear ing on this m atter that its 
complexity is a r eason why the Common
wealt h should assume jurisdiction over a n d 
r espon s ib ili ty fo r a ll t h e street r a ilway 
lines in Massach u setts. 

If a street railway s erves one particula r 
commun ity alon e, t he question of the d is·
continuance of its lines in that locality 
seems t o us a question best dealt with by 
t h e p a rticu lar people served. At any r ate, 
we feel clear that this m ethod sh ou ld be 
given a f a ir t ria l before a n y more exten sive 
experi enment be m a de in the d ir ection of t h e 
Commonwealth's assumption of obligation. 

This seems to u s to afford not only t h e 
best m easure of the necessity of such lines, 
but a lso the best machinery for m eet in g 
the situation in each locality. "\Ve believe, 
moreover, tha t the assump tion of local bur
dens, rather tha n their abandonmen t. t ends 
best toward the development of d emocratic 
institutions. 

Other legislation was recommended 
dealing with cases where several com
munities may be involved, a nd one or 
more refuse to agree to th e plan. A 
proposed act was also submitted, in
tended to abolish all charges for con 
struction, maintenance or repairs to 
highways or bridges, and to abolish t he 
commutation tax at present paid by 
the street railways. 

Little Change in Albany 
Strike Situation 

The strike of the employees of the 
United Traction Company, Albany, N. Y., 
entered upon its tenth week on April 2. 
The company has not yet opened all its 
lines and no move has been made by 
t he men to bring the s ituation to a close, 
except the court proceedings to com
pel arbitration. The notice of appeal 
filed on April 2 in the Rensselaer county 
clerk's office by attorneys for the com
pany from the order of Justice Howard 
to try the arbitration case on April 4 
is expected to prolong the litigation. 

In the meantime the company is go
ing ahead hiring more permanent em
ployees and the former places of t he 
employees now on strike are gradually 
being fill ed. 

The jitney situation still remains un
decided, no action having been taken 
by the municipal authorities of Albany 
and Troy. The Supreme Court through 
Justice Hinman has stated its attitude 
as to the further operation of these 
vehicles in competition with the United 
Traction Company, declaring that their 
continued running without municipal 
consent or authority from the Public 
Service Commission is a violation of 
the penal law. 

Officers of the railway conferred on 
April 2 with Mayor Watt and Cor
poration Counsel McManus regarding 
action intended to be taken by the city 
against the jitneys in view of the 
court's decision . It is understood the 
traction company is ready to supply ad
ditional affidavits for the purpose of 
enjoining other jitney owners and 
drivers from operating. 

Chew as You Ride,.- The Twin Cit y 
Rapid Transit Company, Minneapolis, 
Minn., is testing candy and gum slot 
machines on four interurban cars. 

Mr. Allen Arbitrator 
Union Officials Reject Proposal of Cleve

land Railway for Wage Reduction 
and Other Changes 

Negotiations looking toward a 20 
per cent reduction in pay for motormen 
and conductors on May 1 are now on 
between the Cleveland Railway and 
officers of the local union. 

On Feb. 1 the Cleveland Railway 
made a 10 per cent reduction in pay 
for all officers and employees except 
the trainmen, with whom there is an 
a greement that does not expire until 
May 1. At that time John J. Stanley, 
pr esident of the company, issued 
bulletins! to, the trainmen informing 
t hem that h e would cut their pay 20 
per cent on May 1 and also seek 
elimination of the war-time emergency 
a llowances r egarding overtime, spread 
of r uns, etc. 

Cleveland motormen and conductors 
now g et 70 cents an hour for the first 
t hree months service, 73 cents ,an hour 
for the n ext n ine months and 75 cents 
a n hour after the first year. 

In a formal demand on the union 
Mr. Stanley announces a cut in wages 
to 55 cents an hour for the first three 
months, 58 cents an hour for the next 
nine months and 60 cents an hour after· 
the first year. This was the pre-war· 
st andard of wages. Mr. Stanley also, 
demands the setting aside of the article 
in t he company's a greement with the• 
union making certain allowances for · 
overtime, spread of runs, etc. He like
wise insist s upon the elimination of" 
Sec. 1, of the agreement providing that 
all trainmen employees of the company 
must join the union and making pro
vision for having the company collect· 
union dues. 

Officials of the union have refused to 
meet Mr. Stanley's demands. Instead, 
t hey have suggest ed that the matter be 
arbitrated by the street railway com
mitt ee of t he City Council. 

In reply t o this Mr. Stanley has 
informed t he union that the present: 
agreement provides a method for 
arbit rat ion of t he dispute. This calls 
for appointment by t he company of an 
arbitrator, appointment by the men of 
an arbitrator, these two to select the 
third, or failing, t o have the third man 
named by Federal Judge Westenhaver. 

Mr. Stanley has named as his arbitra
tor C. Loomis A llen, vice-president and 
general manager of the Syracuse & 
Suburban Railway. 

Since the developments ju st noted 
the conductors a nd motormen have of
f ered to accept a reduction in pay o:r 
6 cents an hour star ting May 1. This 
offer was made t o Mr. Stanley, by offi
cials of the union late on April 4 dur
ing the course of negotiations over Mr. 
Stanley's demand for a wage reduction 
of 20 per cent. Mr. Stanley r ejected 
the men's offer, in sisting t hat all his 
demands be arbitra t ed in accordance 
with the contract between the company 
and the union. His demands are: 

. 1. Reduction in basic pay of approxi
mately 20 per cent to a maximum of 
60 cents an hour. 
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2. Abolition of additional pay for 
Sunday, night and other difficult runs. 

3. Abolition of the closed shop agree
ment. 

A year ago the men refused to ar
bitrate the question of the closed shop 
~nd a strike resulted. 

Officials of the union made their of
fer of a wage reduction of 6 cents an 
hour after Mr. Stanley had turned down 
an offer to accept a reduction of 3, 4, 
and 5 cents an hour. The officials of 
the union in making the offer explained 
that they would have to have the offer 
ratified by members of the union as 
they have so far received no authoriza
tion from members to make any offers. 

A mass meeting of the members of 
the union has been called for April 13. 

D. U. R. Defeated Again 
Plea of Private Line for Service-at-Cost 

Fails to Impress Voters-
Vote Very Heavy 

With the preliminary reports received 
relative to the votes cast on the April 4 
election on the two ordinances affecting 
the railway situation in Detroit, the De
troit United Railway's Service-at-Cost 
ordinance appears to have been defeated 
while the city ordinance providing for 
the purchase by the city of certain De
troit United Railway lines was carried 
by a large majority. 

The first reports showed that the 
municipal ordinance appeared to be re
ceiving support in every district of the 
city, none of the early precincts heard 
from opposing the plan to purchase the 
lines from the company. Based upon 
the first count of about one-tenth of the 
votes cast, coming from widely scat
tered precincts throughout the city, the 
company's ordinance appears to have 
been defeated by a vote of two to one. 

Official figures announced on April 5 
showed that every municipal question 
submitted to the voters at the election 
Monday had carried by a large major
ity. The piecemeal purchase plan car
ried by 65¼ per cent vote, while the 
service-at-cost ordinance failed to ob
tain more than 35½ per cent affirmative 
vote. The vote on the service-at-cost 
ordinance was 52,918 for and 92,036 
against. On the purchase ordinance the 
figures were, 96,539 for and 50,704 
against. 

Before the election on the service-at
cost ordinance, Elliott G. Stevenson, at
torney for the Detroit United Railway, 
stated that the company has from the 
first conceded that the company's serv
ice-at-cost ordinance would require a 60 
per cent affirmative vote. The question 
as to whether or not the three-fifths 
majority of the votes cast would be re
quired to carry the ordinance was raised 
by the chairman of the election commis
sion. It was pointed out that there was 
no expenditure of money involved and 
the question was raised as to whether 
the ordinance could be interpreted as 
a franchise. If it is a franchise then 
the 60 per cent majority is required. 

Members of the commission stated 
that they believed that the Detroit 
United Railway had not asked for a 

ruling on the question. A decision by 
the Attorney General's Department was 
sought by the Chairman of the Election 
Commission. The Corporation Counsel 
declared that a 60 per cent majority 
would be necessary to carry the meas
ure. 

Large London Workshops 
Both the London underground elec

tric railway companies and the London 
General Omnibus Company are erecting 
large workshops for heavy repairs and 
overhaul on what has hitherto been 
market-garden land near Oction Town 
Station in the western outskirts of the 
,netropolis. The policy is one of con
concentration and economy instead of 
having the work done as at present in 
a great number of smaller shops scat
tered over the London area. The rail
way companies' shops and yards will 
occupy about 64 acres, while the omni
bus company has about twenty-six 
acres. The former set of shops and 
equipment will cost about £20,000, but 
large oconomies in operation are ex
pected. It is hoped these shops will be 
ready early next year, while those of 
the omnibus company are to be finished 
m July next. 

News Notes 

Fire Started to Hide Crime. - The 
ticket office of the Niagara, St. Cath
arines and Toronto Railway, Niagara 
Falls, Ont., was recently gutted by fire. 
Two youths formerly employed as ticket 
agents have been placed under arrest 
charged with the theft of $1,000 of the 
company's funds, and they are alleged 
to have confessed that they robbed the 
company and then set fire to the ticket 
office to hide the crime. 

Utility Rate Bill Opposed. - W. H. 
Johnson, vice-president of the Phila
delphia (Pa.) Electric Company, has 
expressed disapproval of bills intro
duced in Pennsylvania giving the Pub
lic Service Commission power to sus
pend rates pending decisions. This and 
other matters of current interest were 
touched upon by Mr. Johnson at the 
Eastern Geographical section meeting 
of the Pennsylvania Electrical Associ
ation in Philadelphia on Feb. 24. 

Home Rule Bill Lost.-The Oklahoma 
House in the closing days of the ses
sion killed on final roll call House Bill 
No. 178 which proposed to confer upon 
cities and towns jurisdiction over rates 
charged by public utilities. Had the 
bill passed it would have deprived the 
Corporation Commission of its control 
over rates for gas, electricity, water, 
telephones and street railway service, 
and would have turned this power over 
to the various city councils, city com
missions and town boards of the state. 

Another British Tidal-Power Scheme. 
- A report is now being prepared in 
Great Britain on a scheme to utilize 
the tides at Walney Island to supply 
electrical energy to the Barrow district 
of Lancashire, with its great industrial 
development. As with the similar 
project for the River Severn, even if all 
engineering difficulties were overcome, 
the cost of the enterprise would, con
servative authorities think, be likely to 
prove prohibitive. 

$4,000,000 Bridge Proposed.-Gover
nor Warren T. McCray of Indiana has 
signed a bill authorizing the Governor 
to appoint a commission to co-operate 
with a similar commission to be created 
by the State Legislature of the state 
of Kentucky, the two commissioners t o 
work out plans for the building of a 
bridge over the Ohio River at Evans
ville, Ind. The proposed bridge will be 
used for traction lines and railroads. 

,v age Agreement Renewed Un
changed.-The employees of the Tren
ton & Mercer County Traction Corpo
ration, Trenton, N. J., will receive the 
same wages for the coming year a s 
have been paid. This is provided in 
the new working agreement between 
the men and company signed on April 
2. Employees of cars where two men 
are used receive 50 cents an hour, while 
operators of one-man cars are paid 55 
cents. The men have asked the com
pany to change the "tripper" schedules. 

Program of Meeting 

International Railway Congress 
Announcement has been made that 

the ninth congress of the International 
Railway Association will be held in 
Rome, Italy, from April 19 to May 1, 
1922. Section VIII is that of electric 
traction. Seven papers will be pre
sented on this subject, the topics being 
divided up among the diff~rent 
countries. The names and titles of 
the speakers follow : 

Holland and Great Britain- J . W . W . 
Van Loenen Martinet, chief of electric 
tract'on for the Netherlands State Rail
ways. Utrecht. 

Belgium-Ernest Gerard, General 
honorary secretary to the Minister of 
Railroads; Marine, Posts and Telegraph 
in Belgium; Manager of the National 
Light Railway of Belgium, Brussels. 

Denmark, Sweden and N orway-,---Mr. 
Ofverholm, chief of the Electro-Tech
nical Bureau of the Swedish State Rail
ways, Stockholm. 

Italy-Alfredo Donati, engineer , 
chief of the special Electrification 
Commission for the General Manage
ment of the Italian State Ra ilroa ds, 
Rome. 

Switzerland-Emile Huber, chief of 
electrification of the Swiss F ederal 
Railways, Berne. 

America-George Gibbs, chief en
gineer of electric traction, Long Island 
Railroad, New York. 

Other countries- Mr. Sabouret , chief 
engineer of technical ser vice of the 
Orleans Railroad, Par is. 



696 ELE C TRI C RAILWAY JOURNAL Vol. 57, No. 15 

Financial and Corporate 

Omaha Must Have More 
Revenues Must be Increased or Ex

penses Decreased if Receiver-
shit> Is to Be A voided 

The Omaha & Council Bluffs Street 
Railway, Omaha, Neb., is face to face 
with the necessity of reducing wages 
or increasing the rate of fare. The 
whole situation will be unfolded before 
the State Railway Commission, at 
Omaha, Neb., beginning May 2. Con
siderable interest is manifested in this 
forthcoming hearing at which the com
pany will place its facts and figures on 
the table, feeling confident at this 
time t ha t the real status of its financial 
affairs will result in the needed relief. 

The case harks back to May, 1918, 
when the company first applied to the 
commission for an increase of fare, 
from 5 cents to 6 cents. The case 
involved many ramifications, such as 
a demand by the men for increased 
wages and a threatened strike. The 
commission, on Aug . 10, 1919, issued a 
temporary order, allowing the company 
to charge a 7 -cent rate, with four 
tickets for 25 cents. This fare has been 
in effect since that date. In connection 
with that order, the commission 
directed the company to prepare a 
physical valuation report. This has 
been completed and will be introduced 
on t he opening day of the hearing this 
month. 

MANAGER FEARFUL FOR FUTURE 

R. A. Leussler, vice-president and 
general manager of t he company, points 
ou~ that in 1920 his company lacked 
$31,586 of earning enough t o pay the 
5 per cent preferred stock dividend, 
and he added that no common stock 
dividends have been paid by the com
pany for three years. In 1919 the 
earnings yielded $16,000 over the pay
ment of preferred stock dividends. He 
f urther stated that the net earnings in 
1920 were $48,816 less than in 1919. 

During August, 1919, the wages of 
motormen and conductors were in
creased l O cents an hour and during 
November of the same year another 
increase· of 2 cents was a llowed 
making a total of 12 cents an hour 
increase to the men since the fall of 
1919. The present scale of wages is 
from 53 to 57 cents an hour. 

"It is no secret," said General 
Manager Leussler, " that the company 
must increase its income or· decrease 
operating exnenses. We are going 
before the State Railway Commission 
on April 25 and let that body determine 
what is necessary. We must have an 
increase or go into the hands of a 
receiver. It is for the commission to 
say what the rate of fare should be." 

The company states that it paid 

$2.90 per ton for coal during 1915 and 
that it paid $6.90 per ton in 1920. The 
total amount of taxes paid by the com
pany last year was $427,861. It is 
further noted by the company tha t 
fares of 10 cents are being paid in 112 
cities. 

The City Council of Omaha has 
directed W. C. Lambert , corporation 
counsel, to represent the city at the 
hearing before the State Railway Com
mission and to engage necessary exper t 
assistance. · 

$18.11 per Share Earned by North 
American Companies 

Excellent resul ts are shown in the 
thirty-first annual report of t he North 
American Companies for the calendar 
year 1920 in spite of the difficult con
ditions under which all public utilities 
have operated in the last few years. 

Gross earnings of th e various com
panies amounted to $39,611,162 , an in
crease of 30.64 per cent over 1919 ; bal
ance for depreciation, common divi
dends and surplus was $5,396,288, an 
increase of 17 .81 per cent, equivalent 
to $18.11 per share of North Am erican 
stock before reserve, as compared with 
$15.38 in 1919. 

A s ignificant feature of the 1920 re
port is t he small proportion, about 13 
per cent, of net income of subsidiaries 
derived from electric railways opera
tion. More t han 71 per cent of net 
was derived from electric and heat ing, 
and the balance from coal and gas oper
ations. This showing and t he fac t that 
the companies' entire investment in the 
United Railway, St. Louis, is carr ied 
on its books at $1 dispel any impres
sion which may have prevailed that 
railway operation is the principal 
source of subsidiary net earnings. 

Growth of the railway business of 
the Milwaukee Electric Railway & 
Light Company during the year is in
dicated by increases of 5.67 per cent, 
13.34 per cent, and 13.86 per cent r e
spectively in revenue passengers, car 
miles operated and car hours. Dur ing 
t he year the Milwaukee Electric Rail
way & Light Company leased from the 
Wisconsin General Railway ninety-nine 
new cit y cars and forty one-man saf et y 
cars. The lease was assigned to the 
Fidelity Tr ust Company, Philadelphia, 
as trustee and the latt er issued $1,090,-
000 of ten-year 8 per cent sinking fund 
equipment trust gold certificates, pay- . 
ment of the par value and dividends of 
which have been guaranteed by t he rail 
way and light company. 

Under orders of the Railroad Com
mission of Wisconsin the t icket r ate of 
fare within the single fare area of the 
city of Milwaukee was increased in 
J une, and in October rates f or electric 
and heating service were also increased. 

Merger Actively Urged 
Conference of Railway Representatives 

with Public Utility Members 
Suggested at Washington 

In the hope that some plan may be 
evolved for the voluntary merging of 
the two railways in the District of 
Columbia, the Commissioners of the 
District have suggested that two repre
sentatives of the Capital Traction 
Company and two representative of the 
Washington Railway & Electr ic Com
pany be appointed to meet with the 
P ublic U t ilities Commission in an effort 
to determine how the companie s may 
be consolidated. 

E N ABLING LEGISLATION DRAWN 

It wa s r evealed that the District 
commissioners practically have agreed 
to ur ge Congress to pass the Wood bill 
which would make the merger com
pul sory. Tha t bill would substitue for 
t he present tax of 4 per cent on the 
g ross receipts of the railways an excess 
profits tax of 50 per cent of the net 
earnings in excess of a 6 per cent 
r eturn on the amount at which the pro
perty is valuat ed. This would have the 
effect of relieving the Washington 
Railway & Electric Company from the 
payment of any taxes since its earn
ings probably would not exceed 6 per 
cent. The Capital Traction Company 
earns 10 per cent on its valuation. 

The Wood bill also provides that the 
r ailways are to be merged before the 
Potoma c Electric Power Company is 
t aken over. The bill further relieves 
the r ailways from the payment of the 
salaries of crossing policemen and 
relieves them of the payment of cer
t ain paving charges. 

These matter s were discussed on 
April 4 at a conference at the capitol 
attended by members of the Senate and 
House committees on the District of 
Columbia, by the District commis
sioner s and by representatives of the 
railways. 

W. C. Kutz, chairman of the Public 
Utilities Commission, declared that the 
commission is opposed to the merger of 
the Washington Railway & Electric 
Company and the Potomac Electric 
Power Company unless it merely is a 
prelimina r y s tep toward the consolida
tion of the two railways. He expressed 
the opinion that a merger must be 
brought about if the railway fare is to 
be less than 8 cents. · 

MR. HAM SEES FARE REDUCTION 

William F . Ham, president of the 
Washington Railway & Electric Com
pany and of the Potomac Electric 
Power Company, declared it would be 
possible t o r educe fares to 7 cents if the 
power company and the Washington 
Railway & Electric Company merge and 
t he power company is allowed to charge 
µO cents a kilowatt hour for electricity. 
'Mr. Ham also contended that it is an 
injustice to the railways to require 
them to pay the salaries of crossing 
policemen and to pay for paving 
between tracks and for 2 ft. on each 
side of the outer rail. 
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Municipal Railway Falling Behind 
$237,797 Lost by City Road on Basis of Comparison of Charges 

Borne by Private Company 

The Municipal Railway, San Francisco, in its annual report for the year ended 
June 30, 1920, issued r ecently, shows interesting results. Although it earned 
$43,000 per mile of revenue track, or more than any year since Exposition Days 
in 1915, the cost of operation ate it all and more, so that actually operations for 
the year were conducted at a loss. 

head trolley system in the country that 
operated on a 5-cent flat fare basis for 
t he year ended June 30, 1920. Some 
other companies operating on a 5-cent 
fare basis were the United Railroads, 
San Francisco, with earnings of $32,-
700 per mile, the Brooklyn City Rail
road with $46,000, the Louisville Rail
way with $28,000 and the Southern 
Boulevard Street Railway (New York) 
with $31,420 per mile of track. 

N ET earnings from operations, ac
cording to the m ethod of book
keeping used on the municipal 

lines, actually showed a deficit of $6,-
350. If the comparison charges re
quired by the charter, as shown in the 
table, are considered as being proper 
for a basis of comparison with privately 
owned companies that have to pay such 
taxes, the loss for the year would 
amount to $237,797. There was, how
ever, a surplus of $100,110 on operation 
during previous years, so that the 
deficit under this basis of comparison 
would be but $137,687. 

STATISTIQAL INFORMATION-1\IUNI CIPAL RAILWAY OF SAN FRANCISCO 

Year Ended June 30: 
Per Cent 

Track owned and operated (miles) ............................ . 
Track owned and operated cojointly with United R .R . (miles) ... . 

1920 I 919 Change 
57. 97 58. 23 0. 486 

5. IS 5. 15 
Carhouse tracks and sidings and unused spurs (miles) ........... . 4. 00 3 . 95 i :i6s · 

- ---
Total (miles) ........................................... . 

Average total 7!1iles of single track operated at end of year ... .... . 
67. 12 67. 33 0 .812 
63. 12 63. 38 

Revenue car-miles .......................................... . 7,182,475 
0. 410 

Revenue bus-miles .......................................... . 236,797 

Total revenue miles ........................... . ......... . 7,419,272 7,212,763 2. 86 
Revenue car-hours . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ............ . 
Revenue bus-hours ......... ............ : ................... . 

Total revenue hours .. , .............. . ... . 
Revenue passengers on cars and b uses: 

779,746 2. 03 

Five-cent cash ........................................ . 

795,578 

53,645,764 
66,904 

639,894 
600,296 

47,524,125 12. 90 
F ive-cent government ticket ...... ........... . ............. . 69,262 3. 41 
Two and one-half cent school ticket ........ . ................ . 597,483 7 . 10 
Two cent revenue transfers ............. ....... . 856, 166 29.80 Incidentally it might be said that the 

Municipal Railway, with earnings from 
operation of $43,000 per mile of revenue 
track on a single-track basis, is ex
ceeded by only one other strictly over-

Total revenue passengers .............. ................... 54,952,858 
Free transfer passengers .................... ........... . .... 10,757,504 

49,047,036 12 . 10 
9 .34 

Free passengers, employes, police, firemen, etc. ............... 458,884 
9,836,127 

458,090 0. 17 

Total car a nd bus riders ................. ................. 66,169,246 59,341,243 11 . 50 

INCOME STATEl\iENT OF SAN FRANCISCO MUNICIPAL RAILWAY 
Year Ended June 30: 

1920 
Revenue from transportation ........... .............. .... .... $2,702,289 
Revenue from other railway operations. . . . . . . . . . . . . . . . . . . . . . . . . I 0, 147 

Total railway oper a ting r evenue .... ................. ....... . 
Ways and structures . ................ .. · ............... ...... . 
Equipment ........................ ... . ... . .... . ..... ...... . 
Power ........ ... ........ .............. ............... ..... . 
Conducting transportation ............... ................ .... . 
Traffic ...... ........................ ••.•.•••••••••········· 
General and miscellaneous ................... .......... ...... . 
General and miscellaneous (comparison charges) ................ . 
Depreciation ( 14 per cent of passenger revenue) . . ............. . 
Accident reserve (4 per cent of p assenger revenue) ............. . . 

T(\tal operating expenses ................................ . 
Net operating revenue ........... ........................... . 
Taxes (comparison changes required by charter) : . 

State franchise (5.25 p er cent operating revenue) .......... . 
Municipal franchise (3 p er cent passenger revenue) ......... . 
Municipal car license ($15 per car) ....................... . 
Fed era taxes ( I per cent net income) .................... . . 

i~;,~~f:!iltfI;;~~:·:·:·:·:·:·:·:·:·:·:·.-·_.-_.:-:-.-<·.··_:_::::::::::::::::::: 
Gross income ... .• ................... .......... ......... 

Bond interest ......................... .... , ................ . 
Net income transferred to profit and loss ..•..................... 
Surplus at beginning of year . ................................ . 
Surplus at close of year .. ................................... . 

* Nothing allowed for legal and office expense. 

$2,712,436 
102,130 
186,947 
348,383 

1,293,309 
666 

94,432 
4,912 * 

378,429 
108,122 

$2,517,330 
I 95,106 

142,488 
81,092 

2,955 

$226,535 
31,429 
27,405 

4,024 
233,773 
237,797 
I 00, 111 
137,686 

1919 
$2,391,176 

I 0,222 

$2,401,398 
63,331 

147,446 
327,687 

1,045,704 
264 

70,612 
10,904 

334,867 
95,676 

$2,096,491 
304,907 

126,155 
71,757 

2,955 

$200,867 
104,040 
22,248 

126,288 
243,093 
11 6,805 
216,916 
100,111 

Per Cent 
Change 

13 . 00 
0. 73 

12 . 96 
61. 30 
26 . 75 

6. 32 
23 . 70 

153 . 00 
33.70 
55.00 
13 . 00 
13 . 02 

20 . 03 
56.30 

12 . 95 
13 . 00 

12 . 85 
129. 8 

23 . 15 
103.2 

3. 84 
I 03 . 7 
77.4 

237. 80 

The appended tables really speak for 
themselves, but in order to determine 
what became of all the money earned 
comparative figures are printed from 
the report of the United Railroads, San 
Francisco, for the same period. 

Banks in Indiana Boom Utilities 
The Fletcher American National 

Bank, Indianapolis, Ind., has been run
ning a series of advertisements in the 
newspapers telling facts about the city 
and emphasizing the importance of 
utility companies in community life. 
The theory of the bank offering these 
advertisements is that anything that 
is good for the city is good for the 
banking business. 

The advertising has attracted con
siderable attention, but no more than 
a series published by the First & 
Hamilton National Bank of Ft. Wayne, 

COl\IPARISON OF OPERATIONS -YEAR ENDED J UNE 30, 1920 

~-- United Railroads of San Francisco --~ ,---- Municipa l Railway of San Francisco --~ 
Per Cent P er Cent Per Cent Per Cent 

P er of of Per of of 
C.-M . Per Operating Operating C.-M. Per Operating Operating 

Actual Cents C.-H. Revenu e Expense Actual Cents C.-H . Revenue Expense 
Passenger r evenue ........... ................. $8,938,987 34 . 85 $3 . 08 99. 30 $2, 702,289 36 . 41 3. 399 99.63 
R evenue from other railway operations ........... 63,124 .3 4 . 02 0 . 70 10,147 . 14 .013 .37 

Total operating revenue ......... ........... $9,002,111 35 . 19 $3 . 100 100 . 0 . 6: 6i . $2,7 12,436 36. 550 3.412 100 . 00 . <i : 06 Way and structures . ... ....... , ..... ........... 423,853 1. 651 $0. 145 4 . 69 $102,130 I . 374 $0 . 128 3. 76 

ti;~~ci:ti~~: ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·.: : : ·. : : : : : ·. ·.: : ·. ·. ·. ·. : : 548,955 2. 140 . 189 6 . 09 8. 58 186,9 47 2 .52 0 . 235 6. 90 7. 44 
(a) 378,429 5. 099 . 476 13 . 98 15. 08 

Total maintenance ......................... $972,808 3. 791 $0 . 334 10. 78 15 . 20 $667,506 8. 993 $0 . 839 24 64 26 . 58 
Power, .............. ... ........ .............. 1,35 7,225 5. 300 . 467 15. 05 21. 20 348,383 4 . 700 . 438 12. 86 13 . 87 
Conducting transportation •••...•• .. . .........•• 3,471,854 13. 550 I . 194 38. 55 54 . 20 1,293,309 17. 420 1. 628 47. 65 51. 40 
Traffic ........................................ 666 . 009 .00 1 . 03 .02 
General and miscell aneous ....................... 202,554 2. 730 . 254 7 49 8,06 
Add general miscellaneous comparison charge ...... 4,912 0 . 066 . 006 0 16 0 19 

Total general and miscellaneous .............. $695,8 74 2 . 720 $0 . 240 7 . 72 10 87 $207,466 2 . 796 $0 . 260 7 65 8. 25 
Credit transportation for investment ............. 94,463 0. 368 .032 1. 05 1. 47 

Total operating expenses ... ............ .... $6,403,298 25 . 000 $2 . 205 71 . 18 I 00 . 00 $2,5 I 7,330 33 . 9 I 8 3. 166 92 . 83 100 . 00 
Net operating revenue . ........ . . ........... 2,598,813 10 . 190 .895 28 . 82 40 . 60 I 95,106 2. 632 . 246 7 . 17 7 . 76 

Taxes ............... ......... ................ 5 I 3,200 2.005 . 176 5 .17 8 . 02 226,535 3. 058 . 284 8 36 9. 02 

Net earnings .................................. $2,085,613 8. 185 $0.7 19 23 . 65 32. 58 $31,41/9 0. 41!6 $0.038 1 . 19 1. 1/6 

R evenu e miles ................................. 25,610,023 8 . 84 7,419,272 9 32 
Revenue h ours ....................... , ........ 2,906,503 795 ,578 

(a) Ir.c!udcd in two previous mainten ance acc,,unts. 
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Ind. This bank has recently printed 
a series of twenty advertisements under 
the heading, "For Greater Ft. Wayne." 
Mr. Warden, president of the bank, 
commenting on the "ad," said that the 
bank believes that it is essential to 
t he growth of Ft. Wayne that people 
not only take a pride in their public 
utilities but that they understand bet
ter that these utilities must h ave an 
adequate return on the investment in 
order to operate soundly. 

Reports of Clark Properties 
Summarized 

Corporations under the E. W. Clark 
management, Philadelphia, Pa., have 
reported for the year ended 1920. The 
Commonwealth Power, Railway & Light 
Company, controlling properties in the 
Central West, shows a balance of $797,-
738 available for renewal, dividend re
quirements, etc. This is 40 per cent 
less than the balance of the company 
for 1919. This decrease is attributed 
to the increase in wages and to the 
advan ce in the cost of coal. Among the 
other companies reporting are the Ban
gor Railway & Electric Company, 
Nashville Railway & Light pompany, 
East St. Louis & Suburban Company, 
Portland Railway, Light & Power Com
pany and the Cumberland County 
Power & Light Company. The r esults 
of operation of these companies ar<! 
shown in the accompanying table. 

The most appreciable increase in 
balance was shown in the report of the 
East St. Louis & Suburban Company 
where the surplus for 1920 was greate 1· 
by 5,000 per cent than that of 191!l. 
On the other hand the Commonwealth 
System showed the greatest decrease in 
balance. In the case of this company 
t he change amounted to 40 per cent. 

Allowances for depreciation were in
creased materially in the cases of three 
companies. The Bangor Railway al 
lowed $66,742 for depreciation for 1920 
against $58,590 for 1919. The East St. 
Louis & Suburban Railway allotted 
$359,417 for depreciation in 1920 
against $274,139 for the twelve months 
of 1919. The Portland Company in
cluded in its expenses for 1920 $242,002 
for depreciation as contrasted with 
$257,727 for the same period a year ago. 

Actual Worth Valuation 
GoYernor Miller Says Franchise and 

Going Value Will Not Be Allowed 
in Readjustment 

Frederick L. Cranford, chairman of 
the Transit Committee of the Brook
lyn Chamber of Commerce, has re
ceived a letter from Governor Miller 
of New York in which he states the 
actual value of the property of the 
traction companies in New York, and 
not their franchises and g oing value, 
will be considered in any plan of reor
ganization undertaken by the Transit 
Commission t o be appointed under the 
traction bill signed recently. 

The Brooklyn Chamber of Commerce, 
t hroug h Chairman Cranford, sent Gov
ernor Miller a letter on March 16, in 
which the statement was made that al
though through the Governor's action 
the railway matter would be treated as 
~n economic problem apprehension in 
the minds of the public revolved about 
three points: 

1. The personnel of the commission 
which it is proposed to create; 

2. The possibility of an increase in 
the present rate of fare; 

3. The valuation of the property of 
the railway companies. 

On the valuation matter the chamber 
said: 

R espect'n g th e b as is for th e va luation of 
a n~· physica l prope1·t y of the compa nies 
whi ch is to be cons id er ed in a n y p la n for a 
unifi ed syst em it is o ur be lief th a t the prop
e rty thus acquiI·ed s hould be confined to 
th a t useful a nd n eed ed for th e operation 
of th e lines in s u ch a syst em a nd s hould 
not e m br ace a n y p roperty of lines whos e 
utility h as b een s upersed ed ; it is assumed 
th a t th e a pµ1 ·aisa l will b e ba s ed on th e 
condition of t h e p1·ope1·ty as of th e ela te it 
is acquired, a nd its first cost a nd not uvon 
infl a t ed v a lues . 

The Chamber of Commerce then 
asked the Governor to clear up these 
points as they could not be explained 
in the traction bill. In reply the Gov
ernor wrote to Mr. Cranford on March 
30 in part as follows: 

All the bill d oes , whi ch is sa icl to b e 
so 1·adical, is to prevent obs t1 ·ucti on to the 
effi c ient ex ercise of those pow er s . 

I can assure you that nothin g but fitn es s 
will b e cons ide1·ed in the selection of th e 
commission. 

I trus t tha t only s uch properti es will b e 
included in a n y pla n of r eo1·ganiza tion as 
a 1·e a nd will continue t o be n eed ed in th e 
public service, a nd th a t a ll properties will 
b e va lued a t th eir r ea l worth for s uch s erv-

ice. No rule could safely be prescribed by 
statute. The cost of production rule would 
undoubtedly b e unjust to the public at the 
prPsent time. 

The statute excludes franchise and going 
values. There is no injustice in that, be
cause b a nkrupt properties can hardly 
possess such values. The ques tion is what 
are these properties f a irly worth in their 
present condition for the purpose of reor
ganiza tion a nd rehabilitation. It will not 
r equire as much time to decide that ques
tion as it would to go into the last d e
tail of values, which is ordinarily done in 
rat e cases. As you say the question is 
on e to be decided upon business principles 
by men of judgment. 

The con s iderat:o n to security holdns for 
the concessions required of them will be a 
security with a n assured fa ir r eturn in 
place of on e with uncerta in or no r eturn. 
Necessarily, therefore, the r a t e of f are will 
be an important element of a ny settlement 
and cannot b e determined in advance th ere
of, ce1·tainly not in advan ce of the deposit 
by th e compa nies of the n ecessary con sents 
to clothe th e commiss ion with ample power 
to put into effect whatever plan m ay b e 
determined upon. 

The task before the commission is not 
an easy on e. I feel confident that it can 
be done if approached with resolution, 
courage and the determination to do exact 
justice. There must b e no such haggling 
over t erms as has attended prior n egot:a
tions. The commission must first decide 
what ~s just and fair a nd then insist uvon 
that, no more no less. 

Jitneys Collect $350,000 a Year 
in Seattle 

According to a report to Mayor Hugh 
M. Caldwell by David W. Henderson, 
superintendent of the Seattle Munici
pal Street Railway, jitney buses have 
flourished in Seattle since fares on the 
railway went up to 8§ cents. A one
day ch eck indicates the jitneys are tak
ing nearly $350,000 a year in revenues 
from the municipal railway. The re
port is based on a check made by the 
railway department Jan. 26, compared 
with a similar check made Oct. 14 last 
year. 

The summary, covering all the jitney 
routes except the Rainier Valley line. 
which was omitted because the city 
<loes not operate that traction line, 
shows 1,659 trips were made bv buses 
Jan. 26, as against 1,482 Oct. 14; that 
9,522 passengers were hauled Jan. 26, 
as against 7,877 Oct. 14. This repre
sents an increase of 177 in number of 
trips, or 11.9 per cent, and an increase 
of 1,645 in the number of passengers, 
or 20.9 per cent. At 10 cents each the 
Jan . 26 receipts of the jitney operators 
were $952.20, or approximately $347,-
553 a year. 

C ommonwealth Power, R ailway & Bangor R ailway & Electric Nashvi lle Railway & Light 
Light Co. Syst em Company C::ompany 

Increaee or Increase or Increase or 
Decrease , Decrease, Decrease, 

1920 19 19 per C ent 1920 1919 per Cent 1920 1919 per Cent 
Gross Parni ngs .................•...... .... $31,285,981 $25,964,899 20 . 5 $1 ,262,779 $1,094,675 15 4 $3,675,209 $3,224,384 14. 0 
Operating expenses a nd taxes •. .......... ... 22,390,298 17,029,303 31. 5 800, 777 656,598 22 0 _2,979,332 2,436,296 22. 3 

~ et earnings .... .... . ................. ..... .. $8,895,683 $8,935,596 - 0 4 $462,002 $438,077 5 . 5 $695,877 $788,088 - 11.7 
Interest , etc ......... .......... . .............. 7,020,765 6,516,468 7 . 7 263,707 253,111 4. 2 479,326 475,146 0. 9 

B alance ..................................... $1,874 ,918 $2,4 I 9,128 22 5 $198,295 $184,966 7 2 $216,551 $312,942 - 30.8 
Pfd. st ock di\· ................................ 1,077,180 1,077,180 I 05,000 I 05,000 125,000 125,000 

Bala nce ...• . •....•...•••............. ........ $797,738 $1,341,948 - 40 . 6 $93,295 $79,966 16 . 7 $91 ,55 1 $187,942 - 51.3 

E ast St. Louis & Suburban Company Portland (Ore.) Railway, Light & Cumberland County (Me.) Power 
System* Power Company & Light Company 

Increase or Increase or Increase or 
Decrease, Decrease, Decrease, 

1920 1919 per Cent 1920 1919 per Cent 1920 1919 per Cent 
Gross earnings ...............•....•........... $4,368,922 $3,213,152 36. 0 $9,564,615 $8,59 1,001 11. 3 $3, 114,008 $2,768,600 12. 5 
Operat ing expenses and taxes ........•.......... 3,318,196 2,539,504 30. 7 6,509,505 5,491,493 18 .5 2,142,834 1,813,934 18. I 

N et earnings ........ .•.. ......•.. • ........... $1,050,726 $673,648 56 . 0 $3,055,110 $3,099,508 - 1. 4 $971,174 $954,666 I. 7 
Interest , et c .......... . ..... . . . . . ............. 651,7 75 667,523 - 2 . 4 2,268,267 2,269,972 ....:... 0 . 1 667,483 672,252 - 0.7 

Bala nce.............. . .................. . .... $398,951 $6,125 . . .. $786,843 $829,536 - 5.1 $303,691 $282,414 7. 5 
* ~ ot including ,.\!ton Granite & St. Louis Traction Company and Alton Gas & Electric Company. 
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Ohio Interurban Road Suspends 
Inability to make enough money to 

pay its power bills has caused the 
Sandusky, Norwalk & Mansfield Elec
tric Railway, Norwalk, Ohio, to dis
continue service. The road stopped 
operating at midnight on March 25. 
The line owed the Cleveland & South
western Railway $9,000 for power fur
nished during the past six months. 
State Representative C. G. Taylor has 
been receiver for the Sandusky, Nor
walk & Mansfield line ever since 1913. 

Cessation of service on the line has 
left a score of small communities with
out any traction service and hundreds 
of people have to go 5 and 6 miles to 
reach a steam railroad. The road also 
carried many school children each day. 
Scores of customers, including a co
operative farmers elevator and a 
foundry at North Fairfield have been 
left without electrical energy by the 
cutting off of power. The farmers 
hope, however, that a new syndicate 
will be formed to resume service on 
the line. 

High wages to trainmen did not cause 
the road's financial difficulties as the 
conductors and motormen have been 
receiving only 35 cents an hour, com
pared with 66 cents an hour paid by 
electric interurbans in adjoining terri
tory. 

Receiver Taylor made every effort to 
operate successfully but without result. 
He said that when the line was built it 
was financed by the issuance of $800,-
000 of bonds, with $800,000 of the 
stock given as a bonus. He adds that 
so far as he has been able to ascertain 
less than $400,000 in cash found its 
way into the property. The line 
operated 33 miles of track. 

2,000,000 Passengers a Year on 
Municipal Line at Present Rate 
The Street Railway Commission of 

Detroit, Mich., has announced revenues 
of approximately $9,939 on the operat
ing municipal ownership lines in De
troit for the month of March when 
198,789 passengers were carried. This 
compares with $7,832 for February. The 
March passenger rate is in excess of 
2,000,000 passengers per year. Figured 
on a daily basis, the average daily 
revenue during the last half of March 
showed an increase of 14 per cent over 
February traffic. 

The Board of Assessors has been 
asked by the Street Railway Commis
sion to place the municipal lines on the 
tax rolls this year, and it is the con
tention of the commission to tax the 
municipal ownership lines by the same 
method of valuation used in the case of 
the Detroit United Railway. 

The figures relative to the Detroit 
United Railway earnings since last 
December have not been g iven out by 
the company. Following the annual 
meeting of the company in February, 
it was announced that the figures would 
be made public about April 10, which 
would be after the election at which the 
service-at-cost ordinance was to voted 
upon. 

According to a statement by Cor
poration Counsel Wilcox the audit of 
the company's account up to December, 
by special city accountants, shows that 
the amount of income used to meet the 
increase in pay of the platform men 
for which the charging of additional 
fare was permitted, had dropped from 
$156,000 to $120,000 from July to De
cember. This is held by city officials to 
indicate the extent of the cut in ser
vice made by the company. 

Financial 
News Notes 

Receiver Makes Interest Payments. 
- By authority of the federal court E. 
Stenger, receiver for the Denver (Col.) 
Tramway, has paid interest obligations 
and sinking fund requirements amount
ing to $196,650 which became due on 
March 1 and April 1, 1921, on four of 
the company's bond issues. 

Court Sanctions Interest Payment.
Fearing that the taking over of city 
street railway lines at Lima wouJd 
interfere with the operation of the 
Ohio Electric system, Receiver B. F . 
Jones secured an order from federal 
court at Toledo granting permission to 
pay $8,750 interest due April 1 on $350,-
000 of second mortgage bonds held in 
trust by the Fidelity & Trust Company, 
Buffalo, N. Y. 

Toledo Deficit Exceeds $100,000.
The deficit in operating expenses and 
consequent drain on the stabilizing fund 
at Toledo, Ohio, have reached above the 
$100,000 mark now. The next report of 
the Community Traction Company will 
be issued on April 11. Many improve
ments suggested by Commissioner 
McCann and increased industrial 
activity in the city are counted on to 
change this condition. 

Additional Rapid Transit Bonds 
Authorized.-The Board of Rapid 
Transit Commissioners of Cincinnati, 
Ohio, has approved a bond issue of 
$1,500,000 at 5 per cent interest, 
maturing in fifty years, with a twenty
five-year optional redemption. The 
issuance of these bonds will bring the 
total of bond issues fo:r the rapid 
transit work up to $4,000,000, of which 
$2,500,000 already has been issued. 

Bonds Extended at Increased Inter
est.-The $500,000 of Portland Lighting 
& Power Company, Portland, Me., first 
mortgage H per cent bonds due April 1, 
1921, have been extended to April 1, 
1931, at 7 per cent. The Cumberland 
County Power & Light Company now 
owns the Portland Lighting & Power 
Company. Sufficient of the Cumber
land County first and refunding 5 per 
cent bonds due 1945 are set aside and 
held for the retirement of these bonds, 
but under present financial conditions it 
is quite impossible to sell long-term 
5 per cent bonds except at considerable 

sacrifice. Consequently the Cumber
land company decided to extend the 
time of payment. A cash bonus of $15 
on each $1,000 in bonds will be paid to 
each holder agreeing to the extension. 

Hull Loses Trolley Service.-The last 
car of the Eastern Massachusetts Street 
Railway to operate in the little town of 
Hull made its final trip on April 4. The 
trustees operating the company had 
r,otified the town officials that failure to 
appropriate the necessary $4,000 to 
meet the operating deficit would result 
in suspension of railway service. The 
town fathers evidently had made other 
arrangements which seemed to them 
preferable, for they withheld the de
sired appropriation, and the day follow
ing the cessation of railway service, a 
line of auto buses commenced to operate 
over the former railway route. 

Certificate of Stock Increase Filed.
The Interstate Public Service Company, 
which recently took over the utilities 
corporations in New Albany and Jeffer
sonville, Ind., including the electric lines 
to Louisville, has filed in the office of 
the Secretary of State, Indianapolis, a 
notice of the increase in the capital 
stock of the company from $8,000,000 
to $15,000,000. Of the stock $10,000,-
000 is common and $5,000,000 pre
ferred. Companies which have been 
taken over by the interstate company 
are the Louisville & Southern Indiana 
Traction Company, the Louisville & 
Northern Railway & Light Company, 
the United Gas & Electric Company of 
New Albany and Jeffersonville, and the 
New Albany Water Company. The 
filing of the certificate is a formality 
in connection with the deal referred to 
a t length previously in the ELECTRIC 
RAILWAY JOURNAL. 

Cities Service to Double Common 
Stock.-At the annual meeting of Cities 
Service Company, New York, N. Y., on 
April 26, stockholders will be asked to 
approve an increase in the authorized 
amount of the common stock of the 
company from $50,000,000 to $100,000,-
000, the purpose of the increase being 
to provide additional common stock for 
regular stock dividends on the common 
stock, conversion of outstanding deben
tures and for other future corporate 
requirements. Cities Service Company 
has outstanding $29,192,592 principal 
amount of convertible debentures, these 
debentures being convertible partly into 
Cities Service Company preferred stock 
and partly into Cities Service Company 
common stock. In addition, Cities 
Service Company is now paying stock 
dividends at the rate of 15 per cent a 
year in common stock at par on the 
common stock. Of the present author
ized $50,000,000 common stock of thP. 
company, $47,985,798 had been issued 
up to March 10, 1921. In addition to 
other routine business, stockholder s 
will be asked to authorize, or appr ove, 
the action of the directors in making a 
new contract with Henry L. Doherty & 
Company as fiscal and operat ing agents 
of Cities Service Company, the present 
contract expiring- on May 1, 1921. The 
annual report of the company fo r 1920 
will be r eady April 15. 
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Increased Fare Continued 

Traffic and Transportation 
City of Columbus Insists, However, 

that $750,000 a Year Be Spent 
for Improvements 

1

7 

_ The Columbus Railway, Power & 
Light Company, Columbus, Ohio, has 

Jitneys Off Railway Streets 
Kansas City, Mo., Finally Gets Around 

to a Measure of Reasonable 
Regulation 

A forward step toward such adjust
ment and regulation of transportation 
facilities as will best serve the entire 
community has been taken by Kansas 
City, Mo., in the passage of an ordi
nance confining jitneys to streets upon 
which there are no regularly operated 
electric railway lines. 

The ordinance uses the term "street 
cars." Following is the paragraph con
ta ining the prohibition : 

S ection 1. N o pe rs on, firm o r corpo1·a
t ion s ha ll d1·ive, run or operate a ny " jitney" 
upon or a long a n y s treet . ave nue 01· 1·oad 
way wi t hin t h e limits of K a nsas C'ity. :Mo., 
upon which there is located a street ca,· 
track 01· tra cks upon a nd ove r w hich s treet 
cars are regularly ope r a t ed ; prnv ided. 
nothing h er ein conta ined sh a ll •be con
s ti-u e '. l as prohibi ting a n y " jitney" from 
crossm g a ny s u ch s treet, avenue 01· roa d
way. 

Under other ordinances jitneys must 
operate only over routes prescribed by 
a "jitney inspector," a city official. 
New routes, a way from street car 
lines, are therefore being designated by 
the ins pector and assigned to the vari
ou s jitney operators; routes of existing 
jitney lines are r eadj ust ed where pos
sible. 

The jitney men's assoc ia tion has an
nounced that it will oppose the ordi
nance by legal s t eps. Injunction pro
ceedings were brought before a court 
of the county at Independence, Mo., 
on March 26 to restrain city official s 
from enforcing the prohibitory ordi
nance. The temporary restraining or
der was issued, returnable on April 2. 

Although jitneys have been kept off 
som e of the streets in the down town 
congest ed district they have not been 
regulated in outlying district s . The 
result is that jitneys have customarily 
paralleled street car lines and sniped 
passengers. At first the jitney serv
ice was run catch-as-catch-can, but the 
operators have now been organized for 
several years a nd they are preparing 
to present a united fro nt against the 
r.ew ordinance and against other regu
latory measures. 

The jitney association has regula
tions for the control of its members, 
enforced by fines and other penalties. 
These regulations are such as might 
be imposed by ordinance, though some 
of them are apparently outside the 
province of city control. A court is 
maintained of members before whom 
offending operators are brought for 
trial. A jitney patron, another jitney 
operator, or any person may bring 
charges against an operator. If the 
charg es are sustained the cperator is 
fined; or, in serious cases, his mem
bership is canceled. Discourteous treat
ment of patrons, careless driving, vio-

la tion of t r affic rules and. similar mat
t ers are covered in these hearings. 

The possession of a regular revenue 
enables the association to pursue cer
ta in lines of investigation toward im
provement of operating factors. One 
inquiry conducted has resulted in the 
desig n of a standard coach body a nd 
chassis with a capacity of 15 passen
g·ers on H-ton chassis. Several 
coaches made to these specifications 
have been built to the order of the 
operators. The ultimate r esult of 
standardization efforts was expr essed 
by a jitney association official as fol
lows: 

The o pel'ato1·s who can a ffo1 ·d the new 
coach es w ill buy th em; the a ssociation w ill 
see to it tha t the own er s of these coaches 
h a ve the favored opportunity on 1·outes. 
They w ill ge t more business because they 
can g ive b ette1· service. E a rning more they 
w ill attract the a ttention of investors, 
through whom a s w ell as through pu rcha ses 
by other jitney ope!'ator s the numb er of 
s tanda rd coach es in s ervice w ill s t ea dily 
increase. The n ex t d ev elopment w ill b e 
t h e combining of interest s by a f ew jitney 
operato1·s ; a nd t h en w ill com e the con
s olida tion of a ll the interes ts und er on e 
corpora tion . 

Much publicity is being g iven to the 
difficulty encountered by the jitney in
s pector in selecting routes that will 
not be object ed to by property owners. 
This situation is being used to advan
tage to indicat e the bitterness of the 
"fight against jitneys" and the pre
dicament into which the new ordinance 
has plunged the assoc iation. 

In a further development of the " lo
cation" program there is a r eported 
plan of the jitney inspector to route 
some jitneys through "Petticoat Lane," 
or Eleventh Street, the chief shopping 
thoroughfare in the midst of the re
tail district- the only downtown east
west street without car tracks. There 
is only one street north and south in 
the congested business district with
cut car tracks, Baltimore Avenue, and 
this street is now a jitney route. Op
position to making of Petticoat Lane 
a jitney thoroughfare is expected from 
merchants and public. This hostility 
is expect ed to demonstrate further any 
,veaknesses of the n ew ordinance. 

Ten-Cent Fare Suspended 
Pending inquiry into the reasonable

ness of the proposed 10-cent fare on the 
Princeton line of the New Jersey & 
Pennsylvania Traction Company the 
Board of Public Utility Commissioner s 
has issued an order suspending the in
crease until July 12. The company in 
submitting t he petition for the increase 
intended that the 10-cent fare should 
g o into effec t April 12. The first hear
ing on the company's application will 
be held at the State House on April 19. 
The commission recently replaced a 
short time ago refused the company 
permission to increase the fare 1 cent 
in each zone. 

not as yet taken action looking to the 
acceptance of the extension df the 
present rate of fare voted by Council 
a few weeks ago. Council passed an 
ordinance authorizing extension of the 
present rate over the period of the 
blanket franchise, expiring April 3, 
1926, thus amending the section under 
which the company was authorized to 
charge a fare of 6 cents cash, or 5 
tickets for a quarter, for the period 
ending in April, 1922, after which the 
rate was to be reduced to 5 cents cash, 
or six tickets for a quarter. 

6-CENT FARE NECESSARY TO RESTORE 
CREDIT 

The 6-cent fare was extended in 
response to the company's showing 
that under the old rate of eight 
tickets for a quarter it could not 
restore its credit, make any of the 
improvements demanded by the Council, 
01· even continue the existing schedule 
of service. The restoration of normal 
conditions in the affairs of the com
pany was shown to be impossible if the 
fare were to be r educed in 1922, for 
east ern bond houses. hap. agreed to 
finance required improvements and 
extensions only if the Council agreed 
to extend the period of the increased 
fare. 

In return for the authority to con
tinue the present fare during the life 
of the blanket franchise, the Council 
asks the company to guarantee that 
it will expend not less than $750,000 a 
year for service improvements, exten
sions, betterments and additional 
trackage. It is this guarantee which 
has not yet received the sanction of the 
company's directors. 

PA YING PROGRAM HELD UP 

Charles L. Kurtz, president of the 
company, has been in Mexico for a 
number of weeks and has just 
returned. He declared, since his return, 
that the board of directors are to hold 
a meeting within a f ew days to con
sider the ordinance, and to arrange to 
meet the conditions of the extension of 
fare if it could be done. 

Much of the work required of the 
company consist s of new paving of 
Columbus streets and laying of new 
lines. Paving programs contemplated 

. by the city are being held up pending 
the company's report of its ability to 
finance the improvements demanded of 
it, and to effect such financing its 
offic ials must show the security com
panies that the company's revenues will 
be adequate to secure any indebt edness 
which it may incur. 

By the terms of the ordinance passed 
recently the Council will determine 
whether the company lives up to any 
agreement which may be reached as 
to the amount to be expended during 
the remaining years of the franchise. 
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Anomaly in Cleveland Suburban 
Fare Case 

Less than 10 per cent of the car 
riders of Lakewood, Ohio, ar e now pay
ing a 6-cent fare for their r ides to 
and from Cleveland, a lthough that is 
the rate the Cleveland ride rs a ll must 
pay, in addition to a cent for a trans
fer. 

At the r equest of city officials of 
Lakewood the Common Pleas Court of 
Cuyahoga County has issued a n injunc
tion r estraining the Clevela nd Ra ilway 
from demanding a 6-cent fare in Lake
wood because the city of Lakewood has 
a franchise calling for a 5-cent fare. 

Up to the time the Lakewood officials 
obtained the injunction more than 90 
per cent of the Lakewood ca r rider s 
were voluntarily paying· the 6-cent 
fare. The date for a hearing on a 
permanent iniunction ha s not as yet 
been fixed by the court. 

Car riders who board cars ins ide the 
city limits of Cleveland and ask for 
Lakewood transfers must pay a 6-cent 
fare, plus 1 cent for a transfer. The 
court made this amendment to its ruling 
because some local Cleveland riders 
were taking advantage of the situation 
and riding for 5 cents by merely asking 
for a Lakewood transfer. Lakewood 
riders, on payment of the 5-cent fare, 
may transfer to the Cleveland lines 
without paying a cent for a transfer. 

The City Council of Cleveland is 
threatening to require the railway to 
cut service to Lakewood, but the Cleve
land Railway insists that it will have 
to obey the court's order and its 
franchise terms, allowing Lakewoodites 
to ride for less than Cleveland car 
riders pay, despite a much longer haul. 

Subway Sug'gested for Seattle 
As a result of a study of the trans

portation problem confronting the city 
of Seattle, Wash., and of the suggestion 
of a possible solution of the matter 
through · the construction of a s ystem 
of elevated railroads and subways, City 
Engineer A. H. Dimock has submitted 
to the Mayor and City Council a report 
covering the subject. The report is 
signed by Engineer Dimock, Major Carl 
H . Reeves, Superintendent of Public 
Utilities , and D. W. Henderson , Super
intendent of Railways. The proposed 
rapid transit plans are not ' submitted 
for immediate action, but merely to 
start discussion and planning on the 
subject. The proj ect is one of "purely 
academic interest" at this time, ac
cording to Mayor Hugh M. Caldwell. 

The plan, in brief, provides for the 
concentration of traffic from several 
surface routes in the Third Avenue sub
way, and to provide stations where pas
sengers may be transferred from sur
face cars to the trains. Six stations 
are proposed at advantageous locat ions. 
Trains would be operated from these 
stations on surface routes set apart 
for their special use. The possible use 
of motor buses i~ considered in the 
plans. 

The report states that a possible 

saving of $1,200,000 over the present 
plan of operating entirely on the sur
face may be effected by the proposed 
system. 

Short Skirts Do More than 
Attract Attention 

While the reformers may go about 
pranting and objecting t o the short 
skirts, the Jacksonville (Fla.) Traction 
Company has fou nd that the new style 
dresses ha ve their place in fina nce. 
Anyway, the ra ilway a t Jacksonville is 
strong for the "knee-high models." 
They prevent accidents. There 's your 
reason. 

J. S. Harrison , claim agent for the 
company, a nnounces that the accident 
figures for 1914 showed 180 accidents 
in which womep. figured while boarding 
or alighting from cars. With the gradua l 
raising of the fair one's skirts has come 
the same g radual lowering of the num
ber of wom en-accidents, through the 
succeeding years until 1920 when, Mr. 
Harrison reports, there were only 
seventy-three accidents in which women 
were involved. 

The heel of the shoe catching in the 
skirts used to be the principal cause 
of accidents to women, according to 
Mr. Harrison 's figures, but with short 
skirts at the "height of fashion" there 
" ain't no such" accidents-except once 
in awhile where the fair one has turned 
her back on Dame Fashion. No longer 
do the ladies have to watch their st ep. 
It is the men that may now be found 
doing that- watching the ladies st ep . 

Expect Increased Rates to Be 
Sustained 

The private biils committee of the 
Ontario Legislature ha s approved a bill 
prepared by the Public Utilities Com
mission of the city of Port Arthur, al
lowing the commission to collect a fare 
commensurate with the cost of serv
ice provided the matter is subje<;:t to a 
vote of the ratepayers of the city of 
Port Arthur and approved by the 
Ontario Railway & Municipal Board. 

The first step in this matter dates 
back to September, 1920, when the fares 
were increased to 7 cents cash or four 
tickets for 25 cents, notwithstanding 
the statutory limit specified was a 
5-cent fare. Soon after placing the new 
rate into effect the Ontario Railway & 
Municipal Board declared the rate was 
illegal and ordered the commission to 
revert to the old fare . 

An appeal was taken to the courts 
a nd while the matt er was pending the 
commission prepared the bill mentioned 
previously. Under this appeal the 
Public Utilities Commission is continu
:ng to charge the increased fare. It 
is expected that the ·Provincial Leg
islature will pass the bill and that it 
will become a law with the assent of 
the Lieutenant Governor in Council 
some time during June of this year. 
This will enable the commission t o de
cide upon a rate •-)f fare commensurate 
with the cost of 0peration and submit 
same to a vote of the ratepayers. 

Unfair Bus Competition 
Prevented in Toledo 

The City Council at Toledo, Ohio, has 
passed the bus regulatory measure, but 
the indemnity bond amounts and license 
fees were trimmed down by an amend
ment to the original bill. 

The ordinance now r equir es t hat buses 
carrying up to ten passengers must 
post a $5,000 indemnity bond; those 
with a capacity of ten to twenty pas
sengers a bond of $7,500; and those 
above twenty-passenger capacity a bond 
of $10,000. The license f ees for these 
three classes of buses are $50, $75, and 
$100, respectively. The drivers license 
is $1. Originally the ordinance carried 
amounts from two to three times 
g rea ter than these. Street Railway 
Commissioner Wilfred E . Cann and 
other railway official s believe that the 
regulation will help t o remove some of 
the r uthless competition of the buses 
with the railway. The buses have been 
taking away more than $700 a day from 
the railway where pavements are good 
and hauls conducive t o · short trips. 

Improved Traffic Control Pro
posed for Chicago 

Inspired by traffic control methods 
which they investigated in several 
Western cities on a r ecent tour mem
bers of the loca l transportation com
mittee of the Chicago City Council on 
March 31 voted to recommend their 
adoption locally. 

Experiments will be made at s ix in:. 
tersections in the down-town district 
with a semaphore system similar to 
tha t used in Los Angeles. A survey 
of down-town streets will be made with 
a view to designating their use for 
heavy vehicles or automobiles, a nd also 
for the possibility of eliminating left
hand turns. It is likely also that cer
ta in portions of the space under Michi
gan Boulevard where it is elevat ed will 
be set aside for parking of automobiles, 
to keep them off the crowded streets. 

The local transportation committee 
also studied results under municipal 
v eration of the electric railway lines 
in Seattle a nd San Francisco. It will 
r eport on this in the near future. 

Jersey Jitney Bill Repassed 
Governor Edwards of New Jersey on 

April 4 vetoed the Elliott bill, placing 
j it ney buses under control of th e State 
Publ ic Utility Commission. He said: 

I a m opposed t o the m easure for th~ 
1·eason tha t I think the m a tter of r egula t_ion 
of a loca l conveyanc e s uc h as jitneys s hould 
be left with the local a uthority w h ich, in 
m y judg m ent, is b ett er informed a nd b ette1· 
(•quipped t o h a n d le the p1·oblem . To dele
gn t e this w ork t o the utility commission e1·s 
would be to inc r ease the w ork of a n a lread y 
o,·el'-burdened b oa rd . 

The measure placed under t he juris
diction of t he utility board all auto 
tuses or jitneys, the routes of which 
para llel upon th e same str eet the line 
of any street railway or any other 
utilities , thus g iving to the commis
sion control of all jit neys in t he state. 

The bill has since been repassed by 
both houses ove r the Governor 's veto. 



702 ELECTRIC RAILWAY JOU RNA L Vol. 57, N o. 15 

So the Public May Know 
Cards bearing the names of con

ductors are being displayed prom
inently in a ll the cars of t he Monon
gahela Valley Traction Company, F air
mont, W. Va. An officer of the company 
explains: 

Court eous treatment a lways causes a 
desire on the par t of the traveling p ublic 
to know the names of the crew. Ther e are 
ma ny occasions when patrons come to us 
with praise for a conductor, but they do 
not know his name and do not r emember 
his number. Becau se of this failure we 
a r e unable to Jet t he conductor k now that 
he is being appr eciated. On t h e other 
hand, the company sometimes has in its 
employ conductors who a r e not courteous 
or who do not give good ser v ice. The 
cards will provide patr ons n ames of these 
m en so they can be r eported. 

Transportation 
News Notes 

Increases Asked in New Cas tle.-The 
Sharon & New Castle Street Rai lway, 
New Castle, Pa., has fi led a new tariff 
of rates with the Public Service Com
mission naming one way a nd commuta
t ion fa res between Hubbard, New Bed
ford a nd New Castle. 

Wheeling Work Divided Up.-Start
ing with t he last week of February 
every crew working for the Wheeling 
( W. Va.) Traction Company, with the 
exception of the men on t he Wheeling 
a nd Steubenville division, is being 
worked on six days a week. The com
pany in t his way is able to keep its 
extra crews employed by dividing up 
t he work. 

More Trailers for London.- Sanction 
has been given by the Ministry of 
Transport to the use of trailer cars 
on twenty-two additional routes of 
the London County Council Tramways. 
This is a material concession, as hither
to trai lers have been allowed on only 
a very few routes. The capacity for 
coping with the morning and evening 
rushes of traffic will be very much en
hanced. 

Police and Firemen Ride F ree.- Man
date has recently been served on the 
Seattle & Rainier Valley Railway to 
let policemen and firemen ride free, 
and to refund all fares collected from 
them. Service was made by Sheriff 
Matt Starwich, for Thomas J . L. Ken
nedy, assistant corporation counsel. 
The action was taken when t he Supreme 
Court denied the company's motion for 
a rehearing in the case, which the 
Supreme Court decided in favor of t he 
city. 

Five-Cent Far e Continued.- The City 
Council of Akron, Ohio, under suspen
sion of rules, on March 29 passed an 
emergency ordinance renewing the 5-
cent cash fare ordinance for the North
ern Ohio Traction & Light Company, 
which expired April 1. The 5-cent fare 
will be cont inued on cit y lines until 
July 1. The negotiations between t he 
company and the city looking toward 

relief for t he railway th r ough a n 
increase in fare have been reviewed 
previously in t he ELECTRIC R AILWAY 
JOURNAL. 

Skip Stops Go at Des Moines.-Des 
Moines has abandoned the skip stop 
after three years. Without previous 
announcement the Des Moines City 
Rai lway, t hrough F. C. Chambers and 
Homer A. Miller, decided to r estore the 
old system the day the change was ad
vertised. There has been almost con
stant complaint against t he practice 
ever since it was adopted a nd with the 
competition being furn ished by the 
buses, which stop upon signal f r om a 
passenger, r egar dless of his location, 
the receivers for the railway thought 
it best to do away with the plan. 

Southern Company See'ks Increased 
Rates.-The Columbia Railway, Gas & 
E lectric Company, Columbia, S. C., has 
2pplied to the State Railroad Commis
sion for permission to incr ease fares 
between Columbia and Camp J ackson. 
The company is asking for a rate of 
2 cents a mile which would mean a 
14-cent fare instead of the present 10-
cent rate. In its petition the company 
claims that the returns do not meet t he 
operat ing costs. The railway is a lso 
planning to discontinue t he privilege 
of free tr ansfers. In the city of Colum
bia t he present fare is 7 cents. 

Commission Inspedor Reports on 
Crowding.- H. C. Eddy, with a corps 
of inspectors from the Board of Util
ity Commissioners of New J ersey, re
cently investiga ted the service of the 
Trenton & Mercer County Traction Cor 
poration and in a special r eport an
nounced that t he one-man car s were 
overcrowded, and t hat cars with a 
capacity of fifty passengers frequently 
carried as ma ny as seventy-seven 
people. The inspectors st ate that the 
overcrowding of the cars disarranges 
schedules a nd decreases safet y. It is 
suggested that the inspectors of the 
railway should be so dist r ibuted as 
better to handle the crowds. Lack of 
co-operation on t he part of a number 
of platform men is considered another 
obstacle. A recommendation has been 
made t hat patrons of t he rai lway be 
required to have the exact fare r eady 
when they board the cars or be m ade 
to pay 10 cents for a ride. 

Six-Cent Fare Cont inued.-The Public 
Service Commission of Indiana has 
issued an order a llowing the P ublic 
Utilities Company, operating t he city 
lines at Evansville, t o continue the 6-
cent fare. In doing this, the commission 
said t hat an examination of the com
pany's operating statement for the last 
three months of 1920 indicates the pres
ent f ares " have not been sufficient t o 
yield a reasonable return on the value 
of the property over and above the 
necessar y operating expenses." The 
6-cent far e went into effect in E vans
ville when vrices wer e at t he peak as a 
t emporary measure and has been ex
tended from t ime to time by t he com
mission. When the hearing was held 
which resulted in the grant ing of a 6-
cent fare, t he company contended that 

it was r ealizing only a negligible return 
on its investment over and above oper
a ting expenses. The city attorney of 
E vansville contended that the company 
placed the value of its property too 
high. The company introduced as evi
dence the valuation by a private engi
neering firm, hired by the company. 
While the fare remains at 6 cents, pat
rons can buy twenty checks for $1. 

Commission's Rate Power Contested. 
-The question of the right of the In
terstate Commerce Commission to di
rect the Fonda, Johnstown & Glovers
ville Railroad, Gloversville, N. Y., to 
charge 3.6 cents a mile on its electric 
line between Schenectady and Glovers
ville was raised on a hearing before 
Public Service Commissioner Frank 
Irvine of the Second District recently. 
The commission had previously issued 
an order requiring the company to show 
cause why it is charging 3.6 cents. The 
company filed its answer at the hear
ing. It alleg ed that it is a corporation 
ac t ing as an interstate and intrastate 
carrier over which the Interstate Com
merce Commission has exercised control 
and that it is subject to Federal legis
lat ion regulating interstate traffic. The 
company is charging the 3.6-eent rate, 
it says, because it understands that it 
is compelled to do so by virlue of the 
mandatory provisions of the Interstate 
Commerce Commission's order directing 
the recent 3.6-cent rate generally for 
intrastat e t ravel. The company says it 
is willing to conform to the law and 
desires a final determination and it 
suggest ed that for its protection, the 
Interstate Commerce Commission be 
made a party to the show-cause order. 

Minneapolis Service Improved Greatly. 
- Report by the city inspector is to 
the effect that service by the Minne
apolis (Minn. ) Street Railway has prac
t ically reached the 1917 standard, the 
maximum of the company's history. In 
December 403,329 passengers were 
carried a nd in J anuar y, 1921, 401,772. 
Despite foe decline in passengers the 
improvement in service continued. In
spector E ugene S. Lund 's r epor t reads: 
The average number of revenue pas
sengers carried on weekdays in July, 
1920, was 370,382, as compared with 
401,772 in January, 1921, the report 
shows. The car miles operated in July 
were 42,986, as compared with 52,621 in 
J anuary . . The average revenue pas
sengers carried per car mile in July 
was 8.61, while in J anuary it was re
duced to 7.64. The number of cars 
operated in the la te rush period in 
J uly was 416, as compared with 558 in 
January. The trips in the r ush hours 
in July were 749 and in J anuar y 1,075. 
President Horace Lowry said: "Pas
sengers are primar ily interested in two 
factors. They expect a seat in the non
r ush per iod and loading that is not 
excessive in the rush hours. Today we 
are g iving that service. The differ
ence today, compared with the service 
of 1917, is that we are giving service in 
t he rush hours equal to that of 1917, 
while in the non-rush hour periods we 
are using no excessive equipment, but 
are giving passengers seats." 
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Legal Notes 

~NDIANA - Automobile Occupant with 
Knowledge of Intoxicated Condi
tion of Driver H eld Contributorily 
Negligent. 

Where the driver and occupants of 
an automobile colliding with a train had 
been drinking intoxicating liquors, a 
member of the party, who knew of the 
intoxicated condition of the driver in 
time before the crossing was r eached 
to have left the automobile and avoided 
injury, was guilty of contributory negli
gence. [Kirmse vs. Chicago T. H. & 
S. E. Railway, 127 Northeastern Rep., 
837.] 

INDIANA-Motorist Crossing Tracks 
Without Looking H eld Guilty of 
C,ontributory Neglig ence. 

Where a motorist, knowing that 
street cars were liable to pass at any 
time, did not look for cars after he 
passed a building flush with the corner, 
and had an opportunity to see down the 
tracks, he must be deemed guilty of 
contributory negligence, provided he 
could have seen the approaching car in 
time to have stopped his vehicle or 
avoid the accident. [Union Traction 
Company of Indiana vs. Moneyhun 
Company, 127 Northeastern Rep., 443.] 

MISSOURI-Err or to Exclude Testimony 
of Claim Agent that None of De

. fendant's Employees Knew of an 
Alleged Assault. 

In an action against a street railway 
company for an alleged assault by a con
ductor, the court erred in not permitting 
the defendant to prove by its claim 
agent, who investigated the case, that 
the crews on all cars operated ort the 
line where the assault was alleged to 
have taken place were examined by the 
witness, and that none of them knew 
anything of the alleged occurrence. 
[Brown vs. United Railways of St. 
Louis, 222 Southwestern Rep., 890.J 

NEBRASKA-Conductor Need Not Warn 
Passenger that Car Has Not 
Stopped, or of Danger in Attempt
ing to Alight. 

Where a street car is reducing speed 
for the purpose of stopping and dis
charging a passenger, in response to a 
signal, it is not the duty of the co n · 
ductor to warn the passenger, who has 
proceeded to the rear platform with the 
apparent purpose of being in reatliness 
to alight, that the car has not r.topped, 
or of danger in attempting to alight, 
unless there is something in the appear
ance or conduct of the passenger which 
r,hould reasonably give the conductor 
notice that the passenger is to some 
degr ee helpless or intends from care
lessness to alight while the car is still 

moving . [McCoy vs. Omaha & C. B. Service Commission, First District of 
Street Railway, 117 Northwestern Rep., New York, et al., 183 New York, Supp., 
791.J 473.J 

NEW YORK-Negligence of Borrower of 
Autornobile Not Imputable to 
Owner When Car Was Damaged 
T hrough Negligence of Railway 
Company. 

Where an automobile was lent for 
use and was damaged through negli
gence of both t he borrower and the 
company, the owner of the car, on the 
principle of liability of joint tort-fea
sors, can nevertheless recover for dam
age from the street railway company, 
the negligence of the borrower not be
ing imputed to the owner. [Fischer vs. 
International Railway, 182 New York, 
Supp., 313.J 

NEW YORK - Removal of Subway 
Kiosks at Company's E x pense Not 
Compelled. 

The location by a traction company of 
subway kiosks on the sidewalks of the 
street under a certificate issued by the 
Board of Rapid Transit Railroad Com
missioners effected a contract between 
the city and the· company, the consent 
of local authorities having control of 
streets being obtained, so that when the 
street was later widened the city could 
not compel the company to bear the cost 
of removing the kiosks from the road
way. [City of New York vs. Hudson & 
Manhattan Railroad, 128 Northeaster n 
Rep., 152.J 

NEW YORK-New York City Not Au
thorized to Operate Bus or Stage 
Lines. 

There is no statutory authority for 
the operation of bus or stage lines by 
the city of New York on its streets, and 
such action is forbidden by the charter, 
except by grant or franchise. Even if 
the street car service is in a permanent 
condition of inadequacy the city cannot 
undertake such a service under the plea 
of an "emergency," which is a sudden 
or unexpected occurrence or condition 
calling for immediate action. A rail
way company may enjoin such opera
tion. [Brooklyn City R.R. vs. Whalen, 
182 New York Supp. , 283.J 

NEW YORK-Ptiblic Service Commission 
H eld to Have Jurisdiction to Fix 
Rates Within City Limits of Rail
road. 

Under the Public Service Commis
sions Law the commission has jurisdic
tion to authorize a railroad organized 
under the General Railroad Law of 1850 
and using private right-of-way ac
quired under the present Railroad Law 
across streets in the city of New York 
to charge a higher rate of fare within 
the city limits than that prescribed hy 
an ordinance giving the city's consent 
to the use of streets, since the fixing 
of such rates was within police power 
of the state, and since it had fi xed the 
rate to be charged, the city was preclud
ed from making the charging of a speci
fied rate a condition to its consent t o use 
of streets by the railroad. [People ex 
rel. N. Y., W. & B. Railway vs. Public 

NEW YORK-Pass enger H as Burden of 
Proving Carrier's N egligence When 
Adjustable S eat Collapsed. 

Despite the doctrine of res ipsa 
loquitur, which may be relied on as 
raising presumption of negligence, a 
passenger on a car injured when an ad 
justable seat collapsed has the burden 
of establishing negligence, for otherwise 
the carrier would be an insurer . [Slom
ka vs. Nassau Electric Railway, 182 
New York Supp., 156.J 

PENNSYLVANIA-Husband Not Agent of 
· Wife in Pr ocuring H er Signctturc 

to R elease. 
That a wife stood silent while hN· 

husband bargained with the company's 
claim agent will not constitute her hu<;
band her agent and render her bound 
by his acts in procuring a settlement 
and in obtaining her signature to a r e
lease, the wife maintaining that the re
lease was obtained by fraud. [Ralston 
vs. Philadelphia Rapid Transit Company 
110 Atlantic Rep., 335.J 

SOUTH CAROLINA-Franchise Held to 
Obligate Grantee to Build Exten
sions. 

A street railroad franchise which 
stated that, in consideration of the con
struction and operation of the railway 
within the city and its extension and 
operation to designated points outside 
the city, the city remitted all license 
taxes, provided that until the extensions 
were made the taxes should not exceed 
a stated sum, was a contract binding 
the company to construct the exten
sions, not merely permitting it to do 
so. [Thomas vs. Spartansburg Rail
way, Gas & Electric Company, 103 
Southeastern Rep., 149.] 

WISCONSIN-Reasonableness of Rates 
Depends on Effect on System as a 
Whole. 

Where a street railway and a subur
ban railway were operated as one sys
tem, the reasonableness of rates fixed 
by the Railroad Commission as to the 
operation of the suburban line is not 
a ffected by the fact that such line will 
be operated at a loss under the rates so 
fixed . the test of reasonableness being 
the effect upon the system as a whole. 
[Milwaukee Electric Railway & Light 
Company vs. Railroad Commission of 
Wisconsin, 177 Northwestern Rep., 25.] 

WISCONSIN-Stopping of Street Car 
Not Invitation to Traveler t o Cross 
Street. 

The stopping of a street car at a 
customary place for dic;c!1arging a nd 
taking on passenger s is not an invita
tion to a traveler in an automobile to 
cross ahead of it, and if he is so situ
ated that the car can safely start and 
safely continue, provided he yields t he 
r ight of way and can safely do so, the 
car can proceed upon its trip. [Dering 
vs. Milwaukee Electric Railway & Light 
Company, 176 Northwester n Rep .. 
343.J 
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Personal Mention 
II 

the Indianapolis & Cincinnati Traction 
Company, Indianapolis, Ind., and the 
Chicago, Lake Shore & South Bend 
Railroad, Michigan City, Ind. After he 
was graduated from Purdue he became 
an apprentice in the East Pittsburgh 

~===============================:-===~ works of the Westinghouse Company 

C. P. Taft to Resign from Ohio 
Traction Company 

Charles P. Taft , publisher of the Cin
cinnati (Ohio) Times Star a n d brother 
of t he former pr esident of the United 
Sta t es, Will iam Howard Taft , has sub
mitted to President W. Kelsey Schoepf 
his resignation as first vice-president 
and director of the Ohio Traction Com
pany, Cincinnati, Ohio, and as a mem
ber of its executive committee. In h is 
letter of resigna tion Mr. Taft assigns 
no reason for his action. The resigna
t ion will be presented to the board of 
di r ectors for their consideration at their 
next meet ing. 

Mr. Taft recently was instrumental 
in for ming a stockholders' committee of 
t he Cincinnati St reet Railway to look 
after t he interests of that company in 
t he developments in the railway situa
t ion in Cincinnati. This committee wa s 
formed at the time the Cincinnati Trac
tion Company and the Cincinnati Street 
Ra ilway named special committees of 
their boards to enter upon negotiations 
for a revision of the terms of the lease, 
the franchise and the capitalization of 
t he companies. 

It is understood that Mr. Taft will 
continue to serve as a member of the 
directorate of the Cincinnati Street 
Railway. The significance of Mr. Taft's 
action is that, although h e is largely 
interest ed in both companies, he will 
devote his attention and influence to 
the interests of Cincinnati Street Rail
way in the pending negotiations. 

Airplane Used to Inspect Power 
Lines 

P. H. Chase, chief electrical engi
neer for the American Railways, and 
W. R. Power, general manager of the 
Ohio Valley Electric Railway and the 
Consolidated Light, Heat & Power Com
pany, have demonstrated that it is pos
sible to inspect high-tension lines by 
airplane. The test was made in a new 
Curtis "Oriole," with Bob Shank, a 
local aviator at Huntington, W. Va., 
as pilot. The flight was started from 
Kyle field, the home grounds of the 
aerial taxi, and continued to Hurricane, 
in Putnam County, a distance of 25 
miles and return. 

The line inspected is being con
structed by the Virginia Power Com
pany from Cabin Creek, in Kanawha 
County, to Huntington. The pole lines 
are now completed to the southeasterly 
limits of the city and the wire itself 
has been brought down the valley to· a 
point near Milton. 

Mr. Chase and Mr. Power said that 
they found it entirely possible to make 
the inspection from the airplane. They 
said that in the event of trouble a 
flying inspector could see from the air 

whether a mishap was due to slide or 
a break in the wire. T his method of 
getting a bird's-eye view of t he line will 
ma ke it possible t o save much t ime in 
the location of t rouble and thus help 
to render better service. 

J. R. Ong Goes South 
Former Transportation Engineer in 

Winnipeg Takes Similar Position 
with Georgia Railwa y 

J. R. Ong has accept ed a position 
with the Geor gia Railway & Power 
Company, Atlant a, Ga., as t r anspor
tation eng ineer. This opening was 
created last month by the organization 
of a new department within t he tra ns-

J. R. OXG 

portation department for the purpose 
of increasing the efficiency of the trans
portation service. Mr. Ong reports to 
the manager of the railway department 
and works directly with the transpor
tation department in building and fit
ting schedules for the operation of cars 
to meet service requirements. 

The new transportation engin.eer will 
carry on a continuous traffic survey over 
all lines so that the car service fur
nished to the public can be fitted to 
the needs of those who use the service. 
Having arrived at definite information 
relative to the exact number of pas
sengers to be expected on given lines 
at given times, Mr. Ong will be in a 
position to make up schedules which 
will be for the best interest of the pub
lic and company. This will relieve the 
transportation department of similar 
work and will leave the transportation 
department free for the operation of 
cars to meet the new schedules as out
lined. 

M'r. Ong was graduated from Pur
due University in 1909. His prac
tical railway experience began in the car 
shops and power plants during the con 
struction and early operat ing period of 

a nd was later transferred to the Phila-
delphia sales office of that company. In 
1911 he became superintendent of sub
stations on the Fort Dodge, Des Moines 
& Southern Railroad, Boone, Iowa. 

In December, 1911, Mr. Ong accepted 
the appointment as electric railway 
engineer on the joint engineering staff 
ser ving the Railroad Commission of 
W isconsin and the Wisconsin Tax Com
mission. In this position he special
ized on transportation matters and 
made extended studies for the Rail
road Commission relating to operating 
mat ters and service on the electric 
railways of W isconsin. After serving 
with t he W isconsin Commission for 
some t ime he resigned to accept the 
position of t r affic engineer for the 
Board of Control of the Kansas City 
(Mo.) Ra ilways. In 1918 he resigned 
that position to become transportation 
engineer with t he Winnipeg .(Man.) 
E lectric Railway. 

Mr. Culkins Resigns 
All Cincinna ti Agog Over Return of 

St r eet Railwa y Director to 
Commerce Body 

A nnouncement was made on April 
6 of t he resigna tion of William C. 
Culkins a s director of street railways 
at Cincinnati, Ohio, for the city gov
ernment. At the same time James A. 
Reilly, president of the Chamber of 
Commer ce, annou nced that Mr. Culkins 
would succeed Charles R. Hebble a s 
executive secretary of that body. · Mr. 
Hebble ha s held t he position during the 
past three years. 

T hese changes in themselves caused 
a considerable stir, but on the heels of 
th is news came also intimation of dis
sension among committeemen represent 
ing two sets of stockholders interested 
in plans fo r the reorga nization of the 
Cincinnati Tr~ction Company, operating 
in Cincinnati , several t raction lines in 
the sta te and a const r uction company. 
It will be reca lled that Mr. Culkins 
several months ago dema nded an ac- -
counting in connect ion with intercom
pa ny charges of $350,000 in account s in
volving the Cincinnati Traction Com
pany, t he Cincinnat i Car Company and 
the Ohio T r action Company, in t ransac
tions concerning th e pu rchase and sale 
of materials, certain leases and power 
renta ls. 

This deman d for an account ing, Mr. 
Culk ins said , was necessary to deter
mine whether or not the Cincinnati 
Traction Company actually had lost an 
amount of money sufficiently large dur
ing t he preceding two months t o war 
rant an incr ease of f are a pplied for on 
Mar ch 1, under t he service-at-cost 
franchise. 

To bring about a readjustment or re
organizat ion of t he tra ction companies, 
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there were created at the suggestion of 
Mr. Culkins two special committees of 
stockholders, one representing the Cin
cinnati Street Railway and the other 
the Ohio Traction Company. This last 
company controls the operation of the 
Cincinnati Traction Company. 

In a formal statement announcing the 
change, Mr. Reilly said: 

Mr. H ebble having resigned his. po_sitioi: 
as executive secretary of the Cmcmpat1 
Chamber of Commerce, !he board of direc
tors authorized the pres ident t o tender the 
position to William _C. Culkins, the present 
director of street railways. 

Mr. Culkins expr essed reluctance to make 
a change during the pendencr of t_he str_eet 
railway reorganizat1':m wh1~h 1~ bemg 
worked out in comphance with _his order. 
However after a conference with Mayor 
Galvin and myself, he decided to. accept t~e 
proposition w~th the un_derstandmg that m 
compliance with the wishes of the ~ ayor 
h e would continue in his present pos1t10n, 
along with his new duties in the <;:ham_ber 
of Commerce until May 1, by which t ime 
it is hoped that the street railway problem 
will have been substantially solved, and 
with the further underst a ndi~g _that the_re 
after h e is to place all of his mforrr.iat1<?n 
and services at the dispo~al of. the city m 
connection with any pendmg smts or other 
litigation or questions with the traction 
company. 

The position of executive secretary 
of the Chamber of Commerce will not 
be new to Mr. Culkins, for he held the 
office at the time of his appointment to 
the office of street railway director by 
Mayor Galvin. 

Mr. Hebble, who has tendered h is 
resignation, succeeded Mr. Culkins ~s 
executive secretary in 1917 and has hela 
the office until this time. Other than 
to say that he had made no plans for 
the future, Mr. Hebble refused to dis
cuss the affair. He entered the service 
of the Chamber of Commerce in Janu
ary, 1914, as manager of the civic and 
industrial department under Walter 
Draper, then president of that body, 
holding that position until he succeeded 
Mr. Culkins. 

Mr. Hebble will continue to fill the 
duties of the office until such time its 

Mr. Culkins is ready to succeed him. 

Recent Visitor to America 
in New Work 

Gotthard Diedon, who spent several 
weeks in this country last fall study
ing electric railway practice, has re
linquished his position as managing di
rector of the street railways of Gothen
burg, Sweden. He is now director of 
the harbor of Gothenburg, which, like 
the railways, is a municipal property, 
a nd is one of the most important of 
Swedish harbors. 

A short time ago, Mr. Diedon, in a let
ter to one of the editors of this paper, 
said that he regrets that he will not 
be able to put into practice the expe
rience and new ideas obtained through 
his studies here. He pays a very high 
tribute to the personnel of American 
railways by saying that the industry 
was fortunate in having manager s, 
engineers, and other officers of such 
high ability and intelligence, because 
the standing of the street railways in 
this country is considered good in view 
of the extraordinary conditions pre
vailing for the last f ew years. 

L. A. Downs Heads A. R. E. A. 
Vice-President and General Manager 

Central of Georgia Railway Elected 
at Annual Convention 

Lawrence A. Downs, vice-president 
and general manager of the Centr~l 
of Georgia Railway, was elected presi
dent of the American Railway Engi
neering Association a t its twenty-se~
ond annual convention, held at Chi
cago on March 15-17. He succeeds _A. 
Stafford as president of the assoc ia
tion. 

Mr. Downs entered railroad service 
in February, 1895, with the Vandalia 
Railroad. From 1896 to 1898 he was 
in the engineering department of the 
Illinois Central Railroad, and for nine 
years following was roadmaster on the 
Amboy, Louisville, Louisiana, Westfield 
a nd Chicago divisions of that road. 
From 1907 to December, 1910, he was 
assistant engineer, maintenance of 
way, of the Illinois Central. In De
cember, 1910, he became division super-

L.A. no,VNS 

intendent of the Iowa division and 
later of the Minnesota and Kentucky 
divisions. 

In January, 1915, he was made gen
eral superintendent of the southern 
lines and in August, 1916, general super
intendent of the northern lines of the 
Illinois Central. Three years later he 
became assistant general manager of 
the road. He was appointed vice-pres
ident and general manager of the Cen
tral of Georgia Railway in March, 1920. 

Mr. Downs was born in Greencastle, 
Ind., in 1872. He is a graduate of Pur
due University in the class of 1894. 

E. B. Hardin was appointed auditor 
of revenue for the Piedmont & North
ern Railway, Charlotte, N. C., on April 
1. Mr. Hardin will handle all freight 
a nd passenger revenue accounts. Mr. 
Hardin had this position with the com
pany until 1919, when he r esigned to 
engage in other business, at which time 
this work was placed under the g en
eral auditor. His coming back a t this 
time places the auditing work of the 
company on the same basis as it was 
previous to 1919. 

H. C. Hoagland, formerly vice-presi
dent and general manager of the Cen
tral Oklahoma Light & Power Com
pany, has resigned to become general 
manager of the Oklahoma Natural Gas 
Company. Mr. Hoagland during the 
last ten years has served at different 
times as manager of the Muskogee Gas 
& Electric Company, Muskogee, Okla., 
and the Fort Smith Light & Traction 
Company, Fort Smith, Ark., in addi
t.;"n to thP uosition he is now leaving. 
All these properties are operated by the 
Byllesby Engineering & Management 
Corporation, Chicago. 

Dr. E. W. Miller has been advanced 
by the Milwaukee Electric Light & 
Railway Company, Milwaukee, Wis., to 
fill the positions of the late Dr. Charles 
H. Lemon, who for twenty-five years 
had been chief surgeon of the com
pany and medical director of the Em
ployees' Mutual Benefit Association 
since its organization nine years ago. 
Dr. Miller has during the nine years 
that he has been connected with the 
company, served both the E. M. B. A. 
and the company as assistant to Dr. 
Lemon. So he has been in constant 
touch with the development of the as
sociation and has had much to do with 
the development of its medical work 
a nd other activities. The new medi
cal director is a graduate of the Uni
versity of Chicago and of Rush Medi
cal College. He had experience in 
Colorado a nd the iron country of upper 
Michigan before going to Milwaukee. 

~II O~bitu~ary J 
Clarence Dallam, formerly solicitor 

a nd assistant to the president of the 
Louisville (Ky.) Railway, is dead. Mr. 
Dallam was connected with the rail
way's legal department for about 
eighteen years. He resigned his posi
tion last July. He was a prominent 
member of the Louisville bar. 

T. J. Oliver, one-time owner and 
operator of the railway system in 
Dallas, Tex., died recently in McAles
ter, Okla. Mr. Oliver was for years 
senior member of the banking firm of 
Oliver & Griggs, once a leading finan 
cial institution of Dallas. Mr. Oliver 
was eighty-seven years old. H e re
tired from active business many years 
ago. 

Homer J. Hodson, who was in 
charge of the department of saf et y and 
fire inspection of the East St. Louis & 
Suburban Railway Company, East St. 
Louis, Ill., died at the St. Joseph's Ho3-
pital in Alton, Ill., on March 6 follow
ing a n operation for appendicitis. Mr. 
Hodson was thirty-one years old. He 
was well known by a great many trans
portation men on account of his activi
t ies in the National Safety Council. 
In the council Mr. H odson was chair
man of the railway section of the bul
letin committee. He was also state of
ficer of the American Legion. 



Manufactures and the Markets 
DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE MANUFACTURER. 

SALESMAN AND PURCHASING AGENT 

ROLLING STOCK PURCHASES BUSINESS ANNOUNCEMENTS 

Good Stocks of Lightning 
Arresters 

Prices Steady Since Reductions of Ten 
per Cent-Deliveries Are Immediate. 

but Market Remains Quiet 

Sizable stocks of railway lightning 
arrester s ar e held by producers await
in g th e call of car builders for n ew 
equipment an d railways for replace
ments. Deliveries are immediate, but 
as yet the anticipated spring business in 
this line has not opened up to any 
great extent. Some producers are 
optimistic, however, and report that 
there has been quite an increase in 
sales recently, though one large manu
facturer estimates that demand just 
now is only 25 per cent of normal. Con
siderable success has been met in push
ing sales of the condenser type of ar
rester and this is more and more taking 
t he place of old-type equipment, it i s 
stated. 

Production has generally been h eld 
to low levels as a result of the existing 
quiet market. In view of the prompt 
deliveries that can be made producers 
are inclined to believe that railways are 
h olding off buying until summer and 
the lightning factor is actually at hand. 
Or dinarily it would now be growing 
la te for this class of business to be 
placed. P rices have held steady since 
general r eductions of 10 per cent were 
made the middle of February. 

Lower Prices of Insulating 
Tapes and Cloth 

Stocks Are Held Low Though 
Immediate Shipments Are l\Iade

:\Ianufacturers Optimistic 

Although prices of insulat ing ma
terial in general have for some t ime 
been about holding their own, further 
reductions on a f ew it ems have been a n 
nounced r ecently. A standar d grade of 
fr iction tape was r educed in price 6 
cents per pound on A pril 1, a drop of 15 
per cent. On the sam e date a ll var
n ished cloths were reduced about 7 to 
8 per cent by the same company. On 
March 28 an other manufacturer lower ed 
th e price of woven cotton tape, the cut 
on the 1-in. width being from $1.42 to 
$1.10 per pound. 

The general view expressed by r epre
senta tive manufacturer s is that prices 
in this l in e can hardly go lower. Cot
t on, rubber, shellac, etc., are a ll at un
precedently low figu res, and the gen er al 
average drop on all classes of fi nished 
in sulating material h as a mounted t o at 
least 33?; per cent, a ccording to the 
estimate of a well-known manufacturer. 
Spot cotton a t N ew York is quoted at 
12.05 cents per pound at present. Con-

sumers, however, apparent ly are not yet 
satisfied that insulation prices have hit 
bottom as buying remains from hand to 
mouth for the most part. 

Electric railways are making light 
r epairs. Repair shops are buying such 
ma t erial a s they need, bu t their pres
ent r equirements a r e small. Manufac
turer s of fini sh ed products such as m o
tors have g r eatly cur tailed product ion . 
There is a pretty good industrial mar
ket fo r motor repair work, especia lly 
steel mill , a t present. These outlets 
account for a considerable number of 
orders that are being received, but each 
order is usually small in s ize. There is 
little question that the existing market 

is quiet and will probably remain so 
fo r some time. Distinct optimism is 
manifest among manufacturers, how
ever, as the expectation of better busi
ness persists. There has been, in fact, 
some slight trend toward improvement 
a lready noticed in some quarters in the 
number of inquiries which were received 
last month. 

Stocks of finished material have been 
pur posely kept rather low by producers, 
who have materially curtailed produc
tion under present market conditions. 
T he supply of finished material, how
eYer, is in virtually all cases quite 
adequate to cover present needs with 
immediate shipments. 

ExcellentIDeliveries Quoted on Special Trackwork 
Producers Are Keeping Rail Stocks Rather Low-Prices Are 

Somewhat Lower and the Outlook Is for Improvement 

Electric railways which may yet be 
considering coming into t he market for 
special trackwork this spr ing sh ould 
meet with excellent deliver y conditions. 
At present t here is keen competition 
for business among producer s and with 
not a la rge volume of orders on hand 
deliveries are obt ained very promptly. 
The average time wi thin which manu
facture r s s ta t e t ha t they can fill orders 
ranges from three to six weeks. For 
export shipment in some cases and al so 
on some of the more complicated lay
outs t he t ime in which orders can be 
filled ext end s to as m uch as eight weeks. 

In g eneral maker s of trackwork who 
do not r oll their own rails report they 
a r e keeping st ocks of straight rail sec
tions a t fairly low levels. In view of 
t he existing quiet market and the con 
siderable tonnage which rail mills would 
still be able to t ake on, little difficulty 
is experienced in replenishing s t ocks. 
F requently, however, especially on 
g irder rails where the tonnage desired 
is of ten small , orders are h eld fo r a 
suffic ient tonnage t o w arrant rolling. 

Prices quoted on special trackwor k are 
now lower than they were soine t ime 
ago, but as each order is really a n in
dividual job it is impossible t o g ain a 
representative idea from producers a s 
to h ow much prices have declined, 
th oug h a minimum of 10 per cent 
would seem at least a very conserva
t ive estimate. Open-hearth standard 
T-rails are still quoted a t $47 per ton, 
but grooved girder rails which on Jan. 
5 were quoted in ELECTRIC RAILWAY 
JOURNAL at $88 per gross ton have 
undergone some r eduction. A nominal 
quotation at t he present t ime w ould be 
$75 to $80 per ton, but a price as low as 
$67 per ton on an order of 1,000 tons 
has been made r ecently. 

Producers are gen erally still optimis
tic that business in this line will show 
some improvement later this year, but 
a t the same time there is little hope 
that t he t otal volume of sales in 1921 
will compare very favorably with nor
mal buying year s. Steam roads, follow
ing reductions in price to $47 per ton 
by independent producers of standard 
T-rails, placed a fair amount of orders 
for special t rackwork but have re
mained inactive since. Electric rail
ways, where money has been available, 
have enter ed the market in fair number 
but in most cases for small repair 
orders only. 

There are certain hopeful signs visi
ble on the horizon, however. The seem
ingly inevitable ultimate reduction of 
wages offers an important outlet for 
lower costs while the need for higher 
far es is a pparently receiving increasing 
legislative r ecognition. Steam rail
r oa ds too have not yet received payment 
of money due them from the period of 
federal control and a readjustment of 
freight rates would very possibly in
crease business there. 

Tenders Asked for Equipment for 
Railways in South Africa 

Tenders are being invited, according 
t o Trade Commissioner Stevenson of 
Johannesburg , South Africa, for sup
plying overhead equipment, switches, 
gears and accessory track equipment 
for electric railways in South Africa. 
Specifications covering this equipment 
are on file with the South African High 
Commissioner, Trafalgar Square, Lon
don, England, copies of which may be 
obtained at £5 2s. for the first copy 
and £2 2s. for each additional copy. 
Bids are to close June 22. 
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Window Glass Prices Drop 
About 20 per Cent 

Production Is at Minimum and Stocks 
Are Not Large-A Resumption of 

Buying Would Push Deliveries 

Effective April 1, the price of window 
g lass has been reduced by m anufac tur
ers between 19 a nd 21 per cent. The 
11ew discounts announced by the Amer 
ican Window Glass Company, f. o.b. 
factory with the usual boxing charge 
extra, are 82 per cent on sing le 
strength, both A a nd B quality; 83 
per cent on double stren gth, A quality, 
and 85 per cent on double st rength , B 
quality. These compare with dis
counts of 77, 79 a nd 81 per cent respec
tively tha t have a ll a long been quoted 
a s the m arket . The above new dis
counts apply t o the list prices dated 
Oct. 15, 1912. 

The lowering of producers' prices will 
not have the effect on consumer's cost 
that a t first seems evident inasmuch as 
virtually a ll jobbers anticipated this 
decrease some time ago and lowered 
prices on their own initiative, taking a 
loss for the sake of moving their stocks. 

The present m arket is extremely 
quiet, with very little buying from any 
source, though it is said that t he elec
tric railways a r e ordering for repairs 
better than ar e the st eam r oads this 
spring . There are several factors in 
t he market, however, that lead glass 
manufacturers to t ake a n optimistic 
view of the situation. P r obably t he 
chief one is the cert a inty of an in
creased dema nd from the building t rade 
before very long . Another is that 
there is virtually no large sur plus of 
glass anywhere in the country at 
present. Some jobbers are still over
stocked, but in general their effort s to 
r educe inventories have been success
ful, while the policy of g lass m anufac
turers in cutting down production t o a 
minimum has eliminated a surplus on 
their part. 

Production a t this time, it may be 
safely said, is down to about 20 per 
cent of capacity, or very little above 
even the present light consumption. 

There is considerable cheap Belg ian 
g lass on the market, it is t r ue, and in 
fact low-priced foreign competition has 
been a very important factor in the 
slump which the industry in this coun
try has taken. There is, however, little 
or no supply of foreig n g lass on the 
market such as would affect ra ilway 
requirements. 

Labor prices are an important part of 
t he cost of g lass manufacture and so 
far a s the hand workers in t he indus
try a re concerned there has been n o 
wage cut. As the " hand-operated" fac
tories a r e a ll shut down t he wage ques
tion will probably be reopened again 
on their resumption of operation in the 
fa ll . 

Whether wages of machine opera
tors have been reduced or not it has not 
been possible to learn, but ther e has 
been no general cut, a t lea st of the 
skilled worker s. 

General Electric's Report Shows 
Record in Sales 

The twenty-ninth annual report of 
the Gener a l Electric Company for the 
year ended Dec . 31, 1920, s hows a 
record of sales billed never approached 
by any electr ic manufacturing com 
pany. These billings a mounted to 
$275,758,487, an increase of $45,778,504 
over those for 1919. The n et value of 
orders r eceived was $318,470,438 as 
against $237,623,932 for 1919. At the 
end of the year t he am ount of orders 
unfilled, after eliminating all cancella
tions, was $111,778,000, compared wi th 
$98,880,000 a t the close of 1919. Re
duction of inventories to market values 
of Dec. 31, 1920, amounted to $17,803,-
985. 

The unprecedented amount of orders 
rE:ceived during the first seven months 
of the year, p lus unfilled orders at the 
beginning of the year, resulted in more 
urgent efforts, in a difficult situation, 
1,0 add to manufacturing facilities, and 
during the year the company added 
2,052,000 square feet of owned factory 
floor space and 1,768,000 square feet 
leased wit h option to purchase. Pres
ent manufacturing space amounts to 
24,501,000 square feet. 

A t the close of 1920, inventories at 
factories amounted to $93,574,114 and 
at warehouses, in transit, on consign
ment, et c., amounted to $24,535,059, a 
tot a l of $118,109,174, as against $83,-
978,463 a t t he close of 1919. The fol
lowing it em of customers' accounts 
and notes receivable, carried at $64,-
962,682, which is an increase of $19,-
077,154 over the balance shown at Dec. 
31, 1919, is an indication of the way 
bills are being paid. Total outstand
ing capital stock a t t hat date was $139,-
026,900. 

Westinghouse Air Brake Has 
Satisfactory Year 

The Westinghouse Air Brake Com
pany, Wilmerding, Pa., under dat e of 
April 1, ha s issued its annual financial 
statement for the year ended Dec. 31, 
1920. The volume of orders received 
and product shipped during the year, 
it is stated, was satisfactory. Net 
profits for the parent organization and 
all subsidiary companies were $6,580,-
403, which, aft er deducting estimated 
federal taxes and dividends pa id out, 
leaves a surplus of $1,249,122 to be 
a dded to the $14,891,457 surplus on 
hand as of Jan. 1, 1920. 

The year 1920 closed with a fair 
a mount of or ders on hand, it is stated, 
but current orders show a marked fall
ing off a s compared with previous 
years. Manufacturing operations of the 
company t hus far this year have been 
a t an almost nor mal rate, but must be 
reduced materially unless there is a 
ma rked increase in new business. Con
sidering pr evailing conditions abroad 
the operations of the several foreign 
companies which the Westinghouse Air 
Brake Company wh olly or partially con
trols were considered very satisfactory. 

Inventor ies, including material, sup
plies, goods in process and finished 

stores priced either a t cost or market, 
whichever was lower on Dec. 31, total 
$15,628,811. The report states that it 
is hoped that passage of the Winslow 
bill by Congress will result in pay
ments which will reduce outstanding ac
counts totaling $13,550,168 to normal 
proportions. 

Tenders on South African 
Railways Asked 

The tenders for the conversion to 
elect;ic traction of the Cape Town
Simon's Town and the Durban-Maritz
burg sections of the South African Rail
ways are due in by May 3. There are 
seven separate specifications relating to 
each line. For the first of the lines 
named these items are: Motor cars and 
underframes, motor trucks, electric 
equipment of cars, substation equip
ment, power house transformers, boil
ers, boiler house equipment, turbo alter
nators and condensing plant. 

For the Durban-Maritzburg line the 
specification s are: Electric passenger 
and freight locomotives, electric yard 
locomotives, substation equipment, 
turbo alternators, boilers and boiler 
house equipment, condensing plant and 
transformers for substations and power 
stations. 

Rolling Stock 

Texas Electric Railway, Dallas, Tex., 
which owns and operates the street-car 
system in Corsicana, Tex., has pur
chased three new one-man cars for serv
ice there. With these cars, a fifteen
minute schedule will be maintained on 
the city lines. 

Track and Roadway 

Kentucky Traction & Terminal Com
pany, Lexington, Ky.-Chief E ng ineer 
McLeod has inform ed the Commissioner 
of P ublic Works that the Kentucky 
Traction & Terminal Company will be
g in work as soon a s the weather per
mi ts on track r epairs. 

Detroit (Mich.) Municipal Street 
Railway.-F. M. Meyer , city purchas
ing agent of Detroit, is in Spokane in
specting poles and a r rang ing for a con
tract a ward for 3,000 poles, 35, 36 and 
40 ft . long. The purchase calls for an 
expenditure of about $65,000. 

Tr en ton, N. J.-The Trenton (N. J.) 
City Commission has instructed the 
Trenton & Mercer County Traction 
Corporation, the New Jersey & Penn
sylvania Traction Company and the 
Public Service Railway to improve the 
paving on streets in Trenton where 
their lines run. 

Oklahoma Railway, Oklahoma City, 
Oka.- The Oklahoma Railway is mak
ing track improvements in the down
town section of the city which will cost 
approximately $4,000. 

Memphis (Tenn.) Street Railway.
The Memphis Street Railway expects 
to have to reconstruct about 2,200 ft. 
of double track and 2,000 ft. of single 
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track on North Second Street. This is 
now T-rail and will be replaced with 
girder rail. The reconstruction will be 
necessary to meet the city's plan of 
repaving the street, using asphalt. 

Memphis (Tenn.) Street Railway.
Track improvement, which will provide 
for the rerouting plans contemplated 
by the Memphis Street Railway, will 
be s tarted about April 15. Commis
sioner Johnson has stated that the work 
was waiting for the delivery of curves, 
switches, etc. 

Dallas (Tex.) Railway.-The Dallas 
Railway will begin work on the exten
s ion of its line on Fairmount Street, that 
will reach the Parkland City Hospital, 
near the middle of April, according to 
a nnouncement by Richard Meriwether, 
vice-president and general manager. 
The line will extend out Fairmount 
Street t o Oaklawn A venue within one 
block of the city hospital. Work has 
been held up on account of bridge work 
on Turtle Creek. It is expected that 
t he line will be completed within five 
months. This is one of the extensions 
for which the Dallas Railway is com
mitted under the terms of its charter. 

Indiana Service Corporation, Fort 
Wayne, Ind.-The Indiana Service Cor
poration has agreed with the Interna
tional Harvester Company to extend the 
line to the company's big new truck 
plant east of the city as soon as the 
plant is completed. 

Power Houses, Shops 
and Buildings 

Southern Public Utiliti e:,, Company, 
Charlotte, N. C.-The Southern Public 
Utilities Company has rebuilt its Sec
ond Street, Winston-Salem electric 
power station and has equipped it with 
modern transformers. Already $150,-
000 has been spent and many thousands 
more will be expended in completing 
t he reconstruction and redistribution 
improvements. 

l\lobile Light & Railroad Company, 
l\lobile, Ala.-The Mobile Light & Rail
road Company has under, contract with 
the Westinghouse Electric & Manu
facturing Company a 1,000-kw. turbine 
a nd 550-600-volt generator with con
denser. The company has completed a 
steel and concrete carhouse 100 ft. x 
200 ft. having eight inspection pits to
gether with a large amount of yard 
storage. An office for the transporta
tion department has also been com
pleted. 

Salt Lake & Utah Railroad, Salt Lake 
City, Utah.-A new power substation 
will be constructed at Curtis, Utah, on 
the Salt Lake & Utah Railroad this 
summer, at a cost of $50,000. Curtis 
is 5 miles north of Provo, on the main 
line of the road, and this will be the 
fifth substation on the line between 
Salt Lake and Payson, the other four 
being at Granger, Bringhurst, Lindon 
and Springville. The new power sub
station is expected to be completed by 
September. 

Trade Notes 

The Standard Paint Company, 95 
Madison Avenue, New York City, man
ufacturer of weatherproofing products, 
announces a change in its corporate 
name to the Ruberoid Company. 

E. I. Du Pont de Nemours & Com
pany, Inc., is putting out uniform caps 
made of pyroxylin coated goods (leather 
substitute) which is waterproof and 
made in colors to match the uniform. 

The Conveyors Corpora tion of A mer
ica, Chicago, announces the appoint
ment of Robert B. M. Wilson as sales 
engineer of the Chicago district , with 
E. M. Wolfe associa ted with him as an 
assistant. 

The Universal Crane Company an
nounces the removal of its plant from 
Cleveland to its n ew factory at Elyria, 
Ohio. The company has greatly in
creased its capacity and production is. 
now under way in the new plant. 

Daniel J. P. Jones, formerly con
nected with the Chicago office of the 
Economy Fuse & Manufacturing Com
pany, has been appointed sales r epre
sentative of the company in Michigan 
and will have his headquarters in 
Grand Rapids. 

E. G. Le Laurin has resigned as 
Southern sales representative of the 
Southern Supply & Hardware Com
pany, St. Louis, to become associated 
,vith W. D. Jenkins, representative 
for railway equipment and supplies, 
Dallas, Tex., looking after the Dallas
Houston-N ew Orleans territory. 

The Hopewell Insulation & '.\lanu
facturing Company, Hopewell, Ya., an
nounces that it is now represented in 
Chicago by the Midstates Engineering 
Company, Westminister Building, which 
company takes in the district of Ohio, 
Indiana, Illinois, Michigan, Missouri 
a nd Wisconsin. 

The Barney & Smith Car Company, 
Day ton, Ohio, will not be funded under 
the plan described in the March 19 issue 
for financing the working capital re
quirements of the company by an issue 
of $2,000,000 second mortgage, 7 per 
cent bonds. An insufficient amount of 
subscriptions were received and other 
measures will have to be devised for the 
continuance of the company's business. 
Directors of the company will meet 
next week to consider further steps to
ward clearing up the company's 
finances. 

The Under-Feed Stoker Company of 
America, Book Building, Detroit, has 
placed its Western selling agency with 
the Merkle Machinery Company, of 
Kansas City. The selling agency has 
branches in Omaha, Neb., and Tulsa, 
Okla., selling, designing and installing 
machinery for power and pumping 
plants. The Salt Lake City agency has 
been placed with N. L. Alison, 616 New
house Building. The company also will 
be represented in the Southern terri
tory through Smith & Whitney, South
western Life Building, Dallas, Tex. 

A. J. Manson has been appointed 
manager of the Railway Division, New 
York office of the Westinghouse Elec
tric & Manufacturing Company. After 
graduating from Massachusetts Insti
tute of Technology in 1905 Mr. Manson 
entered the company's engineering ap
prenticeship course. He was active in the 
electrification of the New Haven Rail
road and the Pennsylvania Railroad into 
New York City and during the past few 
years has been connected with the sales 
organization in New York. 

Engineering Business Exchange, New 
York, announces the opening of a South
eastern branch with Marshall 0. Leigh
ton, consulting engineer, of Washing
ton, D. C., as director. Mr. Leighton 
was for a dozen years ·one of the 
principal officers of the United States 
Geological Survey. During the past 
three years he has been chairman of 
the National Service Committee of the 
Engineering Council. Associated with 
Mr. Leighton in carrying on the Ex
change will be A. C. Oliphant. The 
Southeastern branch of the Engineer
ing Business Exchange has offices in 
t he McLachlen Building, Washington, 
D. C. 

New Advertising Literature 

Seats.-The J. G. Brill Company, 
Philadelphia, Pa., has issued leaflet No. 
248, describing "Brill Seats for Motor
men and Conductors." 

Rails.-The Titanium Alloy Manufac
t uring Company, Niagara Falls, N. Y., 
has issued bulletin No. 9 in its series 
of reports on open-hearth rails. 

Pulverized Coal.-The Fuller-Lehigh 
Company, Fullerton, Pa., is distributing 
bulletin No. 600, entitled "Pulverized 
Coal for Boilers." 

Brush Holders.-D. B. t lower, 1217 
Spring Garden Street, Philad~-hihia, is 
distributing two leaflets cover'ing dif
ferent types of Flower brush holders 
for industrial motors. 

Metal Statistics. - The fo111rteenth 
annual edition of the Metal Statistics, 
1921, has been published by the Ameri
can Metal Market and Daily Iron and 
Steel Report, 81 Fulton Street, N' ew 
York City. 

Damper Regulator.-A new hydrau
lically operated damper regulator for 
boiler pressure up to 250 lb. has re
cently been developed by the Atlas 
Valve Company, 282 South Street, 
Newark , N. J. 

Electric Locomotives.-W estinghouse 
Electric & Manufacturing Company has 
issued a pamphlet on the electrification 
of the N. Y., N. H. & H. R. R., with 
especial r ef erence to the road's six 
latest electric locomotives which are 
described. 

Transmission Towers. - Archbold
Brady Company, Syracuse, N. Y., has 
published a booklet illustrating and de
scribing the transmission lines of the 
Niagara Falls Power Company con
structed by it, which involved some 
special engineering problems. 




