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Day on May 4 ,~ S: ;-~ ffi"T ofn"~ ~ 
IT WAS a happy idea to have a _,., -· a1lway 

Day." The time is short in which to prepare for 
.any extended celebration, but impromptu affairs are 
often the most successful and no elaborate program is 
necessary to do something. It does not take long to 
resurrect one of the early cars and put it in charge of 
an old crew for operation on May 4. From this step 
to advertising for some of the first passengers, getting 
together some facts about the kind of service furnished, 
length of ride and fares charged in the early days, and 
following some of the other suggestions made by Presi
dent Gadsden, is not a difficult one. If the idea of 
"Electric Railway Day" works out well on the smaller 
:scale which only is possible this year, a more elaborate 

But the electric railways must pull together to get the 
best results in this line. They must go after thei r 
legitimate share of the business with vim and with 
skill. The up-to-date spirit in this matter was voiced 
at the recent New York City meeting of the New York 
Electric Railway Association, at which encouraging 
facts were marshaled. One feature was a brief account 
of the co-operative movement in Rochester, visualized in 
the new freight terminal. Elsewhere in this issue is 
an illustrated account of the new terminal with some 
detail of the business which centers in it. Three strong 
interurbans are co-operating at Rochester. They are 
getting results. Their experjences will be interesting, 
stimulating and otherwise helpful to other roads which 
now handle freight or expect to do so. 

plan can be arranged for next year. The advertising The American Association 
department of the association is co-operating to the 
full extent of its ability by making suggestions of Is Being Reborn 
what to do, and it is hoped that as many companies as CERTAINLY railway men who read the report of 
possible will try out the idea. the meeting of the executive committee of the 

In Union Is Strength, Especially 
in · the Freight Business 

T HE handling of freight and express matter is a 
legitimate function of electric railways and when 

it is properly done it proves to be profitable. George M. 
Graham, vice-president Pierce-Arrow Motor Car Com
pany, threw down the gauntlet before the electric rail
way industry last October when at the Atlantic City 
convention he said: "Except in isolated cases the sub
urban trolley is barred from developing any considerable 
volume of freight haulage." This disqualification, Mr. 
Graham thinks, results from the confinement of the 
trolley car to a fixed route. His challenge must be met, 
not with words but with profits. The companies which 
are transporting goods, as well as people, must show 
with the aid of accurate accounting that they are mak
fog money in this department, or that they can do so 
if given adequate facilities. 

Interurban railways have been engaged in han.dling 
1.c.l. and carload freight traffic for many years. Their 
experience has not led them to consider abandoning this 
business. The recent motor-truck competition has stim
ulated their interest rather than discouraged it. The 
truck has one outstanding virtue, ability to pick up, 
transport and deliver goods in one handling. Lack of 
this ability is admittedly a handicap to the trolley, but 
this does not outweigh its many inherent and unique 
qualities. The possession of a well-graded steel run
way, of highly efficient propulsion equipment, of durable 
wheel tires and motive-power equipment, of almost un
limited Rreed capacity, of ability to operate with small 
labor cost per ton-mile of freight movement, of skill 
in transportation management, of an effective main
tenance organization, etc., is surely going to count for 
s omething. 

American Electric Railway Association, printed on 
another page of this issue, will consider that the asso
ciation is to be congratulated, and duly thankful, that 
it is under the leadership it now has. If any one had 
any doubts as to the correct answer to Mr. Wehle's 
question of a few weeks ago as to whether the industry 
would appreciate and follow the leadership of its presi
dent, Mr. Gadsden, such doubts must now be disappear
ing or dispelled. 

In the unpleasant situation which recently arose at 
the headquarters of the association, it would have been 
easy to let events control, merely to pull through and 
continue on the old plan as efficiently as possible. But 
what has been done is that President Gadsden has 
taken control of events, has seized upon this as a psycho
logical moment, when all eyes are focused on, and atten
tion easy to get for, association activities, to give the 
association a new lease of life; perhaps it would be 
more nearly to the point to say to give new birth to 
the association that it may have added life and vi r ility 
the more effectively to perform not only its past func
tions but new ones which far-sighted leadership can see 
are waiting and desirable, yes, even necessary, for it 
to assume. 

The executive committee is behind this pr ogram to a 
man. The special committee which President Gadsden 
has appointed to make a study of the association's 
activities and to make recommendations it deems desi
rable should have the hearty co-operation and advice of 
the entire membership. Certainly there is assurance 
that under Mr. Gadsden's leadership it will be a working 
committee and it should bring in const ructive sugges
tions of value to the association. 

There is every indication that the association will 
thus capitalize its present misfo r tune and emerge a 
stronger, more useful force both in the industry and 
in national affa irs . 
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"Value of Service" 
as a Valuation Criterion 

T HE basis of the valuation of the Public Service 
Railway of New Jersey, as outlined in the letter of 

t ransmittal of the engineers, Ford, Bacon & Davis, is 
one which must appeal to engineers, economists and men 
in public affairs as being eminently sound and just. 
This letter was quoted at length in last week's issue 
of the ELECTRIC RAILWAY JOURNAL. The details of how 
the various elements or indices of value were arrived 
at are presented this week. The article shows the figures 
upon which t he engineers have based their j udgment ; 
the letter last week gives t he t heory which has guided 
the engineers in reach ing their conclusion, in balancing 
the various indications of value in their own mind in 
order to arrive at a figure which can be said to r epre~ent 
the value of the railway upon which rates, or condemna
tion proceedings or purchase might be based. 

For, be it understood, two of the most important 
figures in this work-the operating efficiency and the 
final value determined-are admittedly, and necessarily, 
matters of judgment. It will be recalled that the New 
Jersey law, under which this valuation was made, pro
vided that the valuation declared by the engineers 
employed by the Special Valuation Commission should 
be the value of the property in so far as value was an 
element in fixing rates. The engineers, by law, there
fore had the status of a judicial or quasi-judicial body. 
It was remarked in these columns at the time the work 
was started that the engineers in charge had an oppor
tunity, and a duty, to advance the science or art of 
valuation to show what the engineer, with full authority, 
could do in this most debatable field of engineering, law 
and economics. 

True, some three or four days before the report was 
filed, the New Jersey Legislature passed an amendment 
to the law making this valuation subject to review on 
certiorari and providing that the engineers could be 
cross-examined on the method and figures by the use 
of which their final valuation was determined, and 
further, that the Public S,ervice Commission could offer 
other evidence as to value; but it was still provided 
that this valuation be "presumptive evidence" as to the 
value of the property. However, this valuation was 
made under the provision of the original law, and it is 
now pertinen"t to exaimine the result to see what has 
heen done by the engineers. It is necessary to consider 
their summary or basis of valuation separately from 
that part of the report which shows how the various 
figures were obtained, as will appear later on. 

"Value of service" as the ultimate test to apply in the 
economics of a regulated public utility is so sound as 
to require no supporting argument. It is the one 
criterion applied by extremists of all sorts as well as 
by more moderate unbiased students. The trouble all 
comes in dec iding what the "value of service" r eally is. 
The present instance is a good example of consistent and 
constant subjecting of each item t o the test of whether 
it contributes to the value of service as inter preted by 
the engineers who have assumed, rightly, the position of 
deliberator as well as performing the duties which a re 
more frequently the only ones demanded of engineers. 
This does not mean that one may not differ with the 
conclusions reached, however. 

Value of service is defined by the engineers as follows: 
The sum of operating expenses, including depreciation 

and, when necessary, allowances for obsolescence· taxes 
which are fixed by law, and interest as determined above 

(defined as being rent of the property whose cost of repro
duction has been determined), constitutes the cost of serv
ice, and when there is added to this cost profit in an amount 
sufficient to induce capital to flow into the industry, we 
have an accurate estimate of the value of the service. 

The interest or "rent" becomes at once the debatable 
item. The object, the engineers say, is to prove the 
property to have a real value based on the anticipated 
profits from its use. These profits, in an amount equal 
to those obtainable in an unregulated industry, safety 
of investment being equal, must be allowed by any rate
making body or otherwise property would be taken 
without due compensation. 

There can be no question, in view of all past practice 
and court and commission decisions, of the various 
items which have been set up to weigh, or consider, in 
a r riving at the final figures. Costs of physical prop
erty, and t he usual overheads, were determined in the 
usual way, using inventories made on previous ap
praisals. Intangibles, as usual, are the items which 
will cause debate. Of these, the ones which present 
interesting featu res are "going value" and "consolida
tion value." " Power lease," while given a definite 
value, is discussed with these. They are said to "be 
represented by the company's income, the market for 
the securities, etc." It is more than probable that the 
engineers under the new law will be called upon to 
substantiate the figures under these three heads. 

Going value is a figure increasingly admitted where 
the development of the business has resulted in early 
losses or lack of return in early year s uncompensated in 
later years. That the history of most public utilities 
shows such an item is well known. In this case, the 
engineers could find no documentary evidence either 
positive or negative. But they are apparently on firm 
ground in making a reasonable allowance for this. 

Consolidation value is, it is believed, open to more 
careful examination. If this valuation is carried to 
higher courts, and t hi s question can be singled out, 
a decision upon the inclusion of such an item as an 
independent element of value will be most important to 
the electric railway indust ry. Consolidation value is 
defined in the r eport as 
that element of value which a ttaches to a st r ong unified 
system as contrasted with the uneconomical condition under 
which smaller companies, of t en with diverse interests, oper
ate in the same or adja cent t erritory. 

This element of value is arrived at by capitalizing the 
estimated savings of the consolidated system as com
pared with a number of independent companies. An
other indication of this figure is obtained by considering 
the price paid for the component parts of the present 
property, their physical values and their earning power. 
There is no doubt that expenditures which have been 
perfectly legit imate and necessary in the public interest 
were made t o effect consolidations in electric railway 
systems. It is a question, however, whether it would 
not be more sound to amortize such expenditures rather 
than to capit alize them per,manently. 

This view is strengthened by comparing this treat
ment of th is question with the statement of the engi
neers that, in their desire to base this value of service 
on the cost to produce a theoretical modern plant, they 
use t he existing plant of the company, for they say: 

We are of the opinion that it would be impossible to 
produce a theoret ical modern plant at materially less cost 
than the cost of producing the existing plant of the Public 
Service Railway. 

The power lease, to which the engineers have given 
a present value of $19,149,000 and a pre-war value of 
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$11,194,000, is listed among the items which they have 
considered and weighed in their determination of the 
final figure of $125,000,000 Its ·value was determined 
by capitalizing the savings which were effected by pur
chasing power from the sister company, the Public 
Service Electric Company, rather than making it in 
the plant which was leased to the electric company; 
to this was added the value of the power facilities turned 
over. The lease is of value to the railway and its pa
trons. The arrangement is also said to be of value to the 
electric company, which practically owns the plant un
der the New Jersey law. The question naturally arises 
as to what extent it may be capitalized in both places. 

This valuation has been discussed at this length with 
a view to encouraging further discussion by valuation 
engineers on some of the points involved. While the 
ability of the New Jersey Legislature to say that any 
sum set up by any body created by it is the value of a 
public utility was questioned when the law was passed, 
the ideas which the engineers advance in their valua
tion must have an effect upon a court-such as the 
Supreme Court of the United States-which may have 
occasion to pass upon the valuation. It is certain that 
unusual interest attaches to this valuation and, though 
some particular items will probably be subject to attack 
before the new Public Service Commission, or in court, 
the engineers are to be congratulated upon the con
structive work they have done in valuation practice. 

Valuation by Legislation 
and Based on Earning Power 

NEW YORK has added an element to the valuation 
situation which raises two interesting questions. 

One of these, like that in New Jersey, is to what extent 
a legislature may lay down any rules or regulations 
for making valuations. The other is the introduction 
of "prospective earning capacity" based on a contract 
rate as a consideration in determining value. 

As to the first point, it seems very doubtful that any 
legislature can lay down any rules for valuation which 
will have any delimiting effect in case the question of 
confiscation is raised before the federal courts. If a 
correct interpretation has been placed on the Supreme 
Court's decision in the Ben Avon Borough water case 
(see ELECTRIC RAILWAY JOURNAL, Sept. 25, 1920, page 
581) no intricacies of state law or procedure can mili
tate against a utility's having federal court protection 
against confiscation. Thus the clause in the New York 
law "but such valuation shall not in any case exceed the 

0

fair reconstruction cost of the property less deprecia
tion" is probably without weight and effect. 

As to the second point, however, the New York Legis
lature, by formal enactment, has given recognition, and 
therefore weight, to the consideration of earning power 
as an element of value. While the Supreme Court of 
the United States apparently will not allow any other 
judicial body or any legislature to exclude any factor 
from consideration in determining value, it does practi
cally invite suggestions as to other indications of value 
when it says, in the now famous case of Smyth vs. Ames, 
"we do not say that there may not be other matters to be 
regarded in estimating the value of the property." 

There is, therefore, nothing out of the way in the 
New York Legislature's requiring the transit commis
sion to consider the "estimated prospective earning ca
pacity" as an element of value. It may well add to 
the clarification and crystallization of valuation theory 
and practice. The exact meaning or interpretation to 

be put upon the phrase may not be so easily deter.mined 
until put into practice. Governor Miller has, however, 
as indicated on another page of this issue, explained his 
philosophy upon which the statement is based. 

Prospective earnings are certainly the principal basis 
upon which a free purchase of any business is made. 
That they should have some relation to the value of a 
property seems self-evident. And it is not so perfectly 
clear that such a line of argument is proceeding in a 
circle, either, for, when prospective earnings are esti
mated, it is on the basis of a rate of fare or value of 
business which is taken as being fixed-in this case a 
contracted fare. It cannot be the sole basis of a valua
tion, but it seems not unsound to consider it as an ele
ment or indication. 

The City Fare Should Be.More 
on the Interurban Car 

PRACTICE universally favors the exclusion of local 
passengers from interurban cars in terminal cities. 

On out-bound trips this enables the long-distance pas
senger to become comfortably seated at the commence
ment of his journey and also eliminates unnecessary 
local stops to discharge passengers. In consequence, 
in-bound cars stop to discharge passengers only. 

This is all right so far as it goes, but in Cleveland a 
further step has been taken. This is to make the fare 
on the interurban car definitely higher for the city run 
than on the local car. Such a fare is justified as regards 
the interurban passenger. The speed is higher, the car 
is more comfortable and the passenger rides the entire 
distance to, or from, the city zone limits and is there
fore always a long-distance rider. Moreover, such a 
higher fare will tend to keep the local passenger off. 
The Cleveland plan looks logical. 

Utilities Prove a Millstone 
to Kansas Industrial Court 

THE Kansas Court of Industrial Relations, created 
as a result of the Kansas coal mine strike in the 

winter of 1919-1920, was intended primarily to deal with 
industrial disputes and to make a study of industrial 
conditions in the state. But in the interest of economy, 
and since it was a regulatory body as well as a court, 
it was given, as an "incidental" duty, the functions of 
the Public Utilities Commission which was abolished. 
Now, as related in the news columns this week, the 
Public Utilities Commission is re-created, and the rea
sons therefore are worthy of comment. 

It seems that of almost 700 cases to come before the 
court all but thirty-five were in the "incidental" line 
of public utilities. Thus, said Governor Allen, the prin
cipal purpose of the court is smothered; the industrial 
court, which was created to build up the industry of the 
state and to bring about better industrial relations, is 
in bad odor with the public because it has had to do the 
unpopular thing and raise utility rates. Apparently the 
regulation of public utilities was found by the members 
of the court, who have performed their duties in a most 
commendable and high-purposed manner, to be more 
than incidental. 

When the proposal was first made to separate these 
two functions and create a public utilities commission 
again, there was a justifiable disappointment that this 
Kansas experiment of having one body with jurisdiction 
over both capital and labor might not continue for a 
longer time. Public utilities have suffered-capital, 
labor and the public, too-from regulative measures 
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which have had relation to only one of the two factors
rates and wages. Governor Allen points out, however, 
that only three of t he public utilities cases have involved 
questions of both wages and rates. But, to provide for 
such contingency, t he Legislature empowers the court 
a nd commission to sit as one body and decide both wage 
a nd rate cases as one. Thus is t he principle retained 
and utilities given the opportunity t o have both sides 
heard at once. F urther, with the re-creation of the com
mission the importance of an able super vision and r egu
lation of public utilities is emphasized. 

The London Motor 
Bus Myth Again 

IN PAST ISSUES there has been pointed out t he 
downright mendaci ty of wi ldcat motor-bus promoters 

in attempting to make out· a case for t heir stock
selling schemes by a lleged performances of t he motor 
bus in London. So long as such statements are con
fined to the prospectuses of these modern Wallingfords 
they deceive only a small number of unth ink ing inves
tors. It is a different matter, however, when so repu
table a paper as the Boston N ews Bureau is deceived in
t o giving space to misleading data, for it is, and has 
been, copied far and wide by newspapers which cannot 
be expected to check up the veracity of the items clipped 
from reputable exchanges. 

The item in question was contributed from London 
by Herbert N. Casson, once a newspaper man and writer 
on a variety of topics in America but more lately an 
efficiency magazine publisher among the British. Mr. 
Casson says in an outburst that recalls his American 
period: "Last year's figures are a surprise to every one. 
It appears that the buses are now carrying twice as 
many passengers as the tubes and four times as many 
as the street cars." 

Well, this is not only a surpri se, but a grievous and 
dismayful shock, for in American ignorance reliance 
had been placed upon no other authority than that of 
the Advisory Committee on London Traffic, which re
ported to the Minister of Transport a 1> follows: 

D I VISIO N OF TRAFFIC Al\IONG THE VARIOUS T RANS PORT 
~\ IE.-\.NS IN LONDO:'.\'" l\IETROPOLITAN AREA 

IN YEAR 191 9 

S uburban tra ffi c on m a in lines .. . . ....... . 
T,oca l ra ilwa y s .. .. . . . . ... .. . . . ........ . . 
District Railway . . .. . .. . .. .. ............ . 
'T u be r ai lwa y,; ............. . ............ . 

46 8,000 ,000 
253, 000,000 
140,000, 000 
266,000,000 

- - - - -
'T ot a l of n on -surface t r ansit. .............. 1,127,000, 000 
l\Iotor-buses .. . .. . , , . . . . . . . . . . . . . . . . . . . . 861 ,000 ,000 
'T m mwa ys ........ . . , ............ .. ..... 1 ,053,000,000 

T ot a l t r affic a ll m ean s o f t ran sit. .... .. .. 3, 041,000,000 

Complet e figures fo r 1920 a re not yet available. But 
fi gures so far received indicate that there is no great 
variation, for 1920, from the general proportions indi
cated in this 1919 report. 

To contradict so exuberant a transportation authority 
as Mr. Casson is distasteful, but it is submitted t hat, 
except in the company of the Mad Hatter and the 
March Hare of "Alice in Wonderland," the tramway 
figure of 1,053,000,000 is larger than the bus fi gure of 
861,000,000 and by all odds is not one-fourth of t he bus 
figures. Now, as a matter of fact , Mr. Casson s~ems 
to have come to his conclusion by paying no attention 
to any transport undertaking outside the pale of what 
is popularly known as the "London Traffic Combine," 
namely, the group of underground, bus and tramway 
lines under the direction of Lord Ashfield, as distin-

guished from the municipal tramway systems. In fact, a 
check of the figures in Mr. Casson's original article 
against those of the · Ashfield group alone for 1920 
shows that they are identical. Without going into more 
detail figures, it is true that within the combine itself 
the motor bus is the greatest carrier, then the under
ground lines and finally the tramways. 

Those who are really familiar with London transport 
matters know that the tramways of the combine, namely, 
the Metropolitan Electric, the London & Suburban, 
the London United, etc., never have been big factors in 
its operations, inasmuch as these are suburban sys
tems in rather poor territory. On the other hand, they 
also know that the bus has always had the monopoly of 
surface transit in the richest areas of London for purely 
physical conditions that call for no elaboration here. 
That t hese t r amways, plus the great system of the Lon
don County Council and smaller municipal tramways, 
should be carrying over a billion riders a year is more 
remarkable than the record of the buRes. As Mr. Cas
son goes out of hi s way to cast slurs upon the municipal 
tramways, he must have been aware of their existence; 
yet he ignores them in his remarkable comparison. 

The management of the London General Omnibus 
Company could not for a moment be assumed to counte
nance such incomplete statistics as these. As operators, 
also, of both underground railways and surface tram
ways, they may be presumed to know something about 
the relative vir tues of each. It is not on record that 
they are eliminating the subways and tramways that 
they have, although they are sometimes obliged to par
allel t heir own services part of the way with buses be
cause the latter have t he good fortune of starting from 
the traffic cente rs, and of course they could not very 
well stop short on coming to a trRmway route. The 
recent introduction of forty-six-seat and fifty-four-seat 
buses is in itself a compliment to the seventy-eight-seat 
tramcar of London (not to mention the London County 
Council train operat ion) for they know that the dom
inant cost item in transportation is platform labor. 

In any case, t he purpose of this is not to take up the 
cudgels for t he tramcar as aga inst t he bus. There is 
nothing in an antagonism which, in this country, is 
carried on more t o bai t the street r a ilways than for any 
sound technical r eason. If the experience of Great 
Britain means anything to this country there is going 
to be a great deal of bus operation where the traffic is 
too thin or too fluctuating to j ustify a trackway; and 
such bus operation will naturally be a part of the local 
street railway system. In London, the motor-bus is 
doing a wonderful piece of work in mass transporta- • 
tion, and, to a certain extent, also in Paris. But else
where in Europe, t he bus is an auxiliary and not the 
whole show nor even a b ig factor in the total number of 
passengers carried. As an example, one may quote 
Liverpool, which is operating scores of buses for certain 
tie-up and through routes ; but which is also planning 
high-speed r ight-of-way tramway lines as the most eco
nomical method of carrying trunk-line traffic. 

In conclusion, it would be utter waste of time to judge 
the various forms of t ransit on the basis of financial 
r esults during the last hectic years. Street railways, 
motor buses, subway lines, elevated lines, suburban 
lines, inter urban lines, trunk railways--€ach and every 
one of them can show failures galore, but it is not safe 
to draw any deductions therefrom without a prayerful 
study of all the factors in the case. Hadn't newspaper 
writers better leave this subject to those who are 
earnestly striving to carry the public in the most com-



April 23, 1921 ELECTRIC RAILWAY JOURNAL 761 

fortable and economical manner regardless of whether 
gas or electric propulsion is used? Why rock the boat 
in such stormy days as these? 

The Cleveland Wage Agreement 
Points the Way 

COMMON SENSE has prevailed among the trainmen 
of the Cleveland Railway Company and the way 

has been paved for a wage scale in keeping with the 
downward trend of living costs. By almost unanimous 
vote of the unionized conductors and motormen, the 
company's proposition of a 20 per cent reduction in 
wages has been approved and working conditions will 
be adjusted to a more normal basis. The 20 per cent 
reduction means that the base rate per hour after May 1 
will be 55 cents for the first three months' service, 58 
cents for the balance of the first year and 60 cents per 
hour thereafter. This gives hope of building up the 
interest fund to a point where it will not be necessary 
to consider another advance in the rate of fare. In 
addition, changes made in working conditions eliminate 
extra pay on swing runs due to their spread and reduce 
the pay for extra work performed on week days from 
time and one-half to time and one-quarter. No change is 
made in conditions governing Sunday and holiday work 
in such cases. 

Much credit is due President John J. Stanley for the 
manner in which he handled this situation. By taking 
a positive stand months before his contract with the 
trainmen had expired, he won the support of the people 
who were interested in having their fares kept as low 
as possible. He was ready to arbitrate the question in 
accordance with the terms of the agreement. The em
ployees, sensing the public frame of mind, were not 
even willing to take chances with a board of arbitrators 
which might hold them to conditions less to their liking 
than those offered by the management. They also took 
a wage scale two cents lower than that which they might 
have had with an "open shop." 

Cleveland has had one of the highest wage scales in 
the country. Its agreement is expiring earlier than 
that of many of the larger properties, and the effect 
of a voluntary acceptance of a 20 per cent reduction 
in wages by the men should be felt elsewhere. The 
modified working conditions 
will also have an appreci-

Some companies have working conditions even more 
costly for the management than those prevailing in 
Cleveland. These should be changed, and the outcome 
of the Cleveland dispute will doubtless help to bring 
about the change. The employees had their way when 
the labor market was "short." Spread of unemployment 
and ability to get men to work on company terms have 
turned the scale. A period of deflation is at hand, and 
the wise employee will accept the off er of the prudent 
manager in a wage scale which need not be stingy and 
should not be extravagant. The coming summer should 
witness a general turn "back to normalcy." 

Texas Five-Cent Fare Decision 
Should Not Be Misinterpreted 

THERE are so many statements and comments still 
being made about the decision of the Supreme Court 

in the 5-cent fare case of the Public Service Company 
in San Antonio, Tex., that it is worth while to call 
attention, again, to the salient facts in the case. The 
full text of the decision, not available last week, is now 
at hand and it is apparent that while the decision, being 
from the Supreme Court, is of nation-wide significance, 
its direct application depends upon state constitution or 
law. 

What the Supreme Court has said is that San Antonio 
did not have the power to execute the contract which it 
tried to execute, or thought it did execute, with the 
railway company. The company is not, therefore, bound 
by the terms of the agreement. In the absence of a 
contract, the city cannot enforce a rate which is con
fiscatory, as that is against the Federal Constitution. 
This decision, therefore, while of great significance to 
the industry is limited in its application to the condi
tion where the city does not have the power to make a 
binding contract. 

The situation where both parties have the power to 
make a contract was not considered in the San Antonio 
case but was treated in a decision which the Supreme 
Court rendered on the same day in the case of three 
Iowa electric lighting companies. There the court said, 
in quoting previous opinions in several cases, including 
electric railway cases in Detroit, Cleveland and Colum
bus, that where public service corporations and govern-

ment agencies have power 
to contract as to rates 

able bearing on cost of op
eration, and the public will 
get the benefit of service 
which can be given without 
the present penalties. Evi
dence given before the War 
Labor Board by several 
companies show e d that 
street railway work cannot 
be confined to the number 
of hours which govern in 
other industries. The na
t ure of the business, the 
riding habits of the people 
make this impossible. It 
should have been apparent, 
therefore, that it was un
fair to penalize the com
panies for spreading their 
work beyond a fixed maxi-

Quotation from the 
Federal Electric Railways 
Commission Report 

No. 17 
and exert that power by 
fixing by contract rates to 
govern during a particular 
time, the enforcement of 
such rates is controlled 
by the obligation resulting 
from the contract and 
therefore the question of 
whether such rates are 
confiscatory becomes im
material. 

mum. 

THE full co-operation of labor in the street railway 
industry will not have been brought about alone by 

the recognition of the right of collective bargaining 
which we have just been urging. Such recognition is 
but a foundation for full co-operation. The actual work 
of insuring it must come from the employees themselves , 
to whom the right of collective bargaining is thus given. 
For that right carries with it a duty. It would seem to 
be the duty of the organization which bargains for the 
individual worker to interest itself actively a nd unre
mittingly in his delivering to the company his best 
strength and intelligence. 

This commission thinks that where the street railway 
worker has the right of collective bargaining the public 
has the right to expect that the organization or associa
tion representing him will not only procure his wage 
but will also continuously stimulate his wholehearted 
constructive co-operation with the company and his 
effective service to the public. 

The San Antonio case, 
then, does not abrogate 
all franchise rates in the 
United States; it does not 
restore valuable property 
which a man has foolishly 
sold for less than its worth ; 
but it does give one more 
assurance that confiscation 
will not be allowed. 
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THE CENTER OF THE ELECT RIC FREIGHT BUSI NESS I N ROCHESTER, N. Y . 

Freight Co-operation at Rochester 
Three Interurbans Are Operating a Union Freight Terminal that Was 

Designed to Be Simple, Inexpensive and Convenient-It Is 
Managed by a Board of Three Trustees Who 

Take the Chairmanship in Turn 

BY L. R. BROWN 
Office a nd Fie ld Engineer New York State Railways, Roch ester, .N". Y. 

THE New York State Railways, in conj unction with 
the Rochester & Syracuse Railroad and t he Roches
ter, Lockport & Buffalo Railroad, have just com

pleted and put into operation a union interurban freight 
terminal. The New York State Railways previously 
operated electric freight service on its interurban lines 
between Rochester and Sodus Point and between Roches
ter, Canandaigua and Geneva, N. Y. T he Rochester 
terminal was located on Otsego Street. It was small 
and not easy of access and business became very con
gested at times. The Rochester, Lockport & Buffalo 
Railroad operates between the cities from which it 
takes its name and serves also several small cities and 
villages located on its line. This company had pre
viously conducted electric freight service in conjunction 
with the Rochester & Syracuse Rai lroad, with a st at ion 
located near the Erie Rail-
road freight station on Ex-
change Street, Rochester . 
T h is station was about 1 
mile from the station of the 
New Yor k State Railways. 
T he Rochester & Syracuse 
Railroad operates between 
Rochester and Syracuse and 
many small cities and vi l
lages on it s lines. 

_,,.,,,-

of the tonnage handled by each during the year. Each 
company appoints a trustee to care for its interests in 
the terminal. The trustees meet once a month. One 
member is elected as manager for a year and thus each 
company has the managership every third year. B. E. 
Wilson, general passenger and express agent New York 
State Railways, is the present manager. 

The new union electric freight station is located 
between Frank and Otsego Streets in Rochester. It is 
in the rear of the New York State Railways' State Street 
carhouse and offices and only one block from the Kent 
Street freight station of the New York Central Railroad. 
The electric freight cars have access to both sides of the 
terminal by means of spur tracks leading from the 
tracks of t he New York State Railways in State Street. 
Teams and trucks have access to one side and one end of 

the freight station, with 
entrance on both Frank and 
Otsego Streets. The new 
building, as shown on the 

These three electric r ail
way companies entered into 
a t e n - y e a r agreement 
whereby t he fi rst cost of 
t he t er minal was borne 
proportionately by each, 
and the yearly operating 
cost is assigned on the basis RECEIVIN G SIDE OF THE NEW TERMINAL 

accompanying plan, adjoins 
a carhouse of the New York 
State Railways and the wall 
of this was used as a wall 
of the new building. Five 
openings were cut through 
this wall at convenient loca
tions to fit the doors of the 
various cars and two of the 
carhouse tracks next to the 
new freight house were 
taken over as freight tracks. 
The second track can only 
be used "loading through" 
cars standing on the first 
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track. The location of these loading doors is 
shown in the construction photograph. As the 
cars used by the three companies are of vari
ous lengths and heights, some having center 
doors and others having two side doors near 
the ends, the openings in the walls were lo
cated by the aid of car templates so that any 
of these cars could load or unload next to the 
freight house at the same time. Pits on one 
of the tracks provide opportunity for inspec
tion of the cars while in the station. 

DURABILITY A FEATURE IN THE DESIGN 

J 
40 t 

OLD N.Y.S. RYS 
FREIGHT STATION 

---------- - - ---- --- -------------- -
~ ------------- ---- ==?--===------=""-:: 

------ - -- ------

~ ;;~ --=~~~~:.:':.=-=~-
40' - - ---- --/9:J,- ---- -

~ Commercic,I St. 

The building itself is 170 ft. long and 54 ft. 
wide. The outside walls are of brick. The 
building is one story high and has a Barrett 
specification tar gravel roof laid on U-in. 
matched roof boards. The timber roof is sup
ported by wood posts which form nine bays, 
the distance between posts being 18 ft. The 
bottoms of the posts rest on concrete piers con-

FREIGHT TERMINAL IS LOCATED CONTIGUOUS TO NEW YORK 
STATE RAILWAYS CARHOUSES 

taining cast-in dowel pins. The piers extend down to the 
original soil. The bottoms of the wood posts supporting 
the roof are protected from trucking by angle irons se
cured to each of the four corners. All exposed corners of 
brick work are protected in the same manner. 

The floor of the freight house is of concrete, 6 in. 
thick, the surface being protected from trucking by the 
use of Ironite, a mechanical hardener. The entire floor 
was laid on a freshly made fill about 3½ ft. deep. This 
was done to bring the floor up to the level of cars and 
trucks. The fill was compacted by the puddle method. 
Each load of earth was spread and thoroughly soaked 
with water from a fire hose. The fill was made slowly 
while the rest of the work was going on, and the teams 
driving ·irver the surface helped compact the fill. The 
concrete floor was the last part of the construction to 
be done. It was built in alternate blocks after the out
side doors were hung. No expansion joints were used. 

A two-story brick residence, left standing on the 
property, was incorporated into the freight terminal 
for use as an office and warmroom. This was one of 
nine residences which stood on the property. The 
others were removed to provide space for the freight 
terminal. The basement of the residence provides room 
for the heating plant and quarters for the freight han
dlers. The ground floor is occupied by the cashier's 
office · and the warmroom, as well as a washroom and 
toilets for the men. The second floor has rooms for the 
billing clerks and bookkeepers and a restroom for the 
women clerks. A dummy waiter between the cashier's 
office and the billing clerk upstairs saves many steps. 

The main freight room is divided into two parts by 
a strong slat fence. This separates the inbound from 
the outbound freight. Each village or city which has 
considerable freight traffic is allotted a portion of the 

B~~~n9 

New platform. 
Jfloor of cars ; 

, -- T,'le coplng Roof //ne 

, /,IIT/l///ll/17/l/T/TIT/71///, 
Otse!:Jo St. Elevo+ion 

(Lookin(:J West) 

floor which is properly designated by signs. Portable 
desks are provided near the doors so that clerks can 
check off goods received in or sent out of the terminal. 
Two sets of automatic scales are provided of fiye tons 
capacity each. These are both located in the outbound 
end of the terminal. The foundations of these scales 
can be seen in the construction photograph. 

Light is admitted to the building by windows in the 
east end and by windows over the doors extending the 
full length of the north and west sides. Skylights, the 
use of which was contemplated in the original design, 
were omitted on account of expense. The building as 
designed was intended to be the cheapest possible, tak
ing into consideration the appearance and use. 

SOME OTHER STRUCTURAL FEATURES 

For fire protection a sprinkler system has been in
stalled to protect the freight-house offices and cars from 
fire. The openings between the buildings are protected 
by tin-clad sliding fire doors. The outside doors, which 
occupy the full length of the north and west sides, are 
of the sliding folding type, being made of parallel 
cypress. The stiles are two inches thick. Gas pipe 
guards have been erected to protect the doors from 
trucking when they are folded back into the open posi
tion. The doors are very easily and quickly operated. 

The new union freight station is located just across 
Otsego Street from the old New York State Railways 
freight station. Electric freight cars pass through the 
old station to reach the new terminal, thus making it 
very convenient to utilize the old station as an overflow 
for the new station should occasion require. A photo
graph is shown of the old station and another of the 
new one taken from the roof of the old station. 

An important feature of the terminal is the large 

I:"(• , Tife 

r;,,;:. • 8" vit. sewer filr 
Section ot Miololle 

( l ooking West) 

ELEVATION ,AND CROSS-SECTION OF TERMINAL REPRODU CED TO SUGGEST STRUCTURAL DETAIL 
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A CONSTRUCTION V IEW, STATE RAILWAYS CARHOlJSE 
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8O;\IE COXSTRUCTIO:N DETAILS OF THE ROCHEST ER 
ELECTRIC FREIGHT TER;\1I NAL 

THIS FREIGHT HAS BEEN WEIGH ED AND 
AWAITS SHIPMENT 

:t • 

----< ,-;; -• r~ 

OLD ELECTRIC FREI G H T S T A T ION REPLACE D BY 
NEW TERMI NAL 

paved area provided for the use of teams and trucks. 
The entire yard is paved with concrete, thus eliminating 
the muddy condit ions which existed at the other termi
nals at cer tain times of the year. This paved area pro
vides a space about 40 ft. wide in front of all the doors, 
as well as a passage between Otsego and Frank Streets. 
The west end of the station is set back 20 ft. from the 
street line, so t hat trucks backed up to the station will 
not block the s idewalk on Frank Street. 

"USE FACTOR" OF BUILDING Is HIGH 

The terminal is operated on a twenty-four-hour basis, 
openings on the north side of building being used for 
teams and trucks in the daytime and for cars at night. 
Including the team track along the north s ide of the 
property, eleven cars can be loaded or unloaded in the 
terminal at t he same t ime. This does not include the 
old station space between State a nd Otsego Streets, 
which will hold seven other cars. In the daytime, when 
there are no fre ight cars loading on the north side, 
twenty teams or trucks can back up to the doors and load 
or unload at t he same t ime. 

The arrangement of tracks provides for the transfer 
of freight with minimum amount of handling. The 
location of t he two tracks side by s ide makes it possible 
to transfer fre ight dir ect from one car to another. The 
tracks on the north side of the freight house facilitate 
loading direct fro m truck to car or vice versa. The 
track on the extreme north side of the proper ty pro
vides for the "setting in" of a box car or trailer which 

TYPI CAL FREIGHT SHIPMENT S REA D Y FOR 
LOCAL DELIVERY 
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may requ ire more than one day to load or unload. The 
location of tracks on both sides of the building elimi
nates much truckway, as freight brought in on cars at 
night can often be left near the doors, whence it will be 
taken away by trucks in the morning. 

This union electric freight terminal furnishes the 
needed link properly to provide western New York with 
electric freight service. Through rates are now estab
lished between all places on these lines between Syra
cuse and Buffalo. Trailers can be used for less-than-car
load lots or transfer can be easily made, as explained, 
at the new terminal. It is expected that the union 

Key: 
Street- rcr1/ways 
lrrferurban " 
Steam railroads 

INTERURBAN LINES WHICH CONVERGE AT NEW 
ROCHESTER FREIGHT TERMINAL 

station will effect a reduction in the terminal costs of 
the companies and increase the general freight business 
of each of the roads concerned. 

The plans for the terminal were prepared by the 
writer. 

Greatest Living Engineers 
J\ N INVESTIGATION recently conducted by the 

fl. American Association of Engineers as to the rela
tive standing of prominent engineers discloses among 
others the following results: Among electrical engineers 
C. P. Steinmetz heads the list , while Elihu Thomson, 
Thomas A. Edison and Alexander Graham Bell form a 
group following closely thereafter. B. G. Lamme, Frank 
J. Sprague and Bion J. Arnold are also well up on the 
list. First and second respectively on the civil engineers' 
list are General G. W. Goethals and Prof. George F . 
Swain, while the corresponding ratings are given to 
John A. Brashear* and Orville Wright for the mechani
cal engineers, Herbert C. Hoover and John H. Ham
mond for the mining engineers, and Leo H. Baekeland 
and W. R. Whitney for the chemical engineers. 

The above ratings were made by the deans of a num
ber of engineering and scientific schools. 

*Dr. Brashear d ied after the making of the canvass. Ambrose 
Swazey was tied with M1·. vVright for secon d place. 

Detroit's Motor Bus System 
Twenty-eight Motor Buses Being Operated on Two Routes, 

Having a Maximum Possible Haul of 13 Miles for a 
Flat 10-Cent Fare-Policy of the Company 

Is of a Constructive Character 

DETROIT'S population of 1,000,000 was carried two 
and one-half times by an average of twenty-one 

buses during the first seven months of operation of 
the motor bus system established there in June, 1920. 
The report of the Detroit Motorbus Company for the 
period ended Dec. 31, 1920, shows gross earnings of 
$253,599 and net earnings of $20,051 after setting aside 
$24,310 as a reserve for depreciation of equipment and 
$5,688 as a reserve for injury and damage claims. 

Service was started on June 11, 1920, between Grand 
Circus Park and the Detroit water-works, via Wood
ward and Jefferson A venues, a 5-mile run, with eight 
buses on an eight-minute headway. At the present time 
twenty-eight motor buses are operating on a six-minute 
headway over 13 miles of street. The Jefferson A venue 
route has been extended east to the Continental Motor 
factory (1.5 miles) and north on Cass Avenue to Am
sterdam A venue (2.5 miles). An additional service 
is operated via John R. Street, Piquette and Amster
dam A venues and Second Boulevard, from the City 
Hall to Boston Boulevard ( 5 miles). This route con
nects with and transfers to the Cass and Jefferson 
Avenue route at the Amsterdam Avenue terminal. 

Operation is authorized by the city of Detroit under 
a general motor bus ordinance approved by the City 
Council Dec. 26, 1917, and amended May 26, 1919,. 
licensing the operation of motor buses on all the streets 

DETROIT MOTOR-BUS COMPANY 
INCOME STAT EMENT-JUNE 11 TO DEC. 31, 1921 

Operating revenues: 
Passenger fares ................. . 
Omnibus hire .................. . 
Adver tising . ............... .... . 

Total. ...................... . 
Operating expen8es: 

Maintenance of p lant and equip-
ment ........................ . 

Reserve for depreciation ......... . 
Conducting transportation ....... . 
Traffic expense .......... .. ..... . 
General and miscellaneouR ....... . 
Reserve for injuries and damage~ .. . 

Total ......... ... ........... . 
Net operating r evenue .......... . 
Taxer, license fees, etc. (a) ....... . 

Income from operation .... .... . 
lVliscellaneous income ............. . 

Gr o>s income .. . ............. . 
Deductions .. . ................. . 

Net income to profit and loss .. . 
Passenger traffic: 

R evenue ...................... . 
Transfer ....................... . 

Actual 

$250,280 
455 

2,864 

$253 ,599 

$16,865 
24,310 

155,351 
2,171 

25,837 
5,689 

$230,223 
23,376 

1,027 

$22,3 49 
160 

$22,509 
2,458 

$20,051 

2,502,800 
236,005 

Total rides. . . . . . . . . . . . . . . . . . . 2,738,805 
Bus-mile, run ..... . . . . . . . . . . . . . . . . 623,385 
Per cent of buses in daily use... . . . . 97 

(11) Exclusive of federal income and profits taxes. 

Per Per Cent of Total 
Bus-1Iile, Operating 

Cents Revenue Expenses. 

40 . 15 98 . 70 
0 07 0 . 17 
0 . 46 1. 13 

40 . 68 100 . 00 

2. 71 6. 65 7 . 32 
3 . 90 9. 58 10. 55 

24 . 94 61. 26 67 . 47 
0. 35 0 . 85 0 . 94 
4 . 14 10 . 22 11. 25 
0 . 91 2. 24 2. 47 

36 . 95 90 . 80 100 . 00 
3 . 73 9. 20 10 . 13 
0. 16 0 . 40 0 . 45 

3 . 57 8 . 80 9. 68 
0 03 0. 06 0 . 07 

3 . 60 8 . 86 9 . 75 
0 . 39 0 . 97 1. 07 

3 . 21 7 . 89 8 . 68 
?\' 111nber 

4. 015 
0. 379 

4 394 

and parkways of the city except those of Belle Isle 
Park. The company has no franchise. The ordinance 
provides that any license issued thereunder shall be 
subject to renewal or revocation. It also provides for 
amendment or a:teration. Under these conditions a 
company that was not confident of its ability to render 
acceptable and popular service would not be likely to 
undertake it. 

Like any other common carrier in Michigan, the bus 
company is subject to commission regulation. 
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During the spring and summer of 1921 it is planned 
to increase and ext end the service. The Jefferson 
Avenue line is likely to be extended to the city limits 
on the east and to have a downtown terminal at Grand 
Ci rcus Park as originally. A Cass Avenue and Second 
Boulevard line will run from the Windsor Ferry at 
the foot of Woodward A venue to Boston Boulevard. An 
additional service on th is line start ing from the f erry 
will diverge at the West Grand Boulevard and run 
west to Grand River. Avenue. An additional service 

DET ROIT LOW-TYPE BUS WITH LEFT-HAND DRIVE 

on the Jefferson A venue line will diverge at t he East 
Grand Boulevard and run north to the Packard fac
tory. The John R. Street line will probably be extended 
straight north on John R. Street to Boston Boulevard. 
These extensions will be made possible through the 
receipt of forty additional buses of the Detroit low 
type, which can operate safely with passengers on 
t he upper deck under the viaduct of the Michigan 
Central Railroad, which has vertical clearances over 
the streets it crosses of but 12.5 feet. 

DESIGN OF BUSES 

The Detroit bus was developed by the New York 
Transportation Company ( which owns the Fifth 
Avenue Coach Company of New York and controls the 
sale of the vehicles it manufactures ) for service on 
streets where the overhead clearances precluded the 
use of the standard Fifth Avenue type. With the excep
tion of the height, the bus is similar in appearance 
to the standard Fifth A venue bus, but has a left-hand 
drive. 

So successfully does the Detroit bus meet the special 
problems of low overhead clearances that t he tallest 
man sitting on an upper-deck seat will have at least 
6 in. clearance above the top of his hat while passing 
under the railroad viaducts. The same man standing 
on an upper deck could not possibly reach a railroad 
trolley wire at its standard height. 

The bus occupies less than 3.75 sq.ft. of street space 
for each passenger carried and weighs only 223 lb. per 
passenger capacity. It can be t ur ned completely a round 
in a 60-ft. str eet without backing. The stepless plat
form is 14 in. above the pavement and 8 in. above 
the sidewalk. Route numbers a re carried on roller cur
t ain destination signs on the front of the bus and also 
at t he r ight of the entrance. In winter the lower deck 
is heated by the exhaust from t he engine and the heat 
is r egulated by a hand valve. 

On the lower deck ten stationary cross seats, with 
rattan coverings, provide places for twenty passengers 
faci ng forward. A bulkhead seat allows space for two 
additional passengers riding backward. A bright and 

cheerful interior is obtained by· the use of 100 sq.ft. 
of glass and white enameled ceiling. The windows are 
of the drop sash type and practically convert the lower 
deck into an open car when it is desired in warm 
weather. , 

On the exposed upper deck, which has a capacity of 
twenty-six passengers, wooden slat seats, each seating 
t wo, arranged seven on the right side and s~x on th~ 
left, are used, due to the impracticability of obtain
ing a weatherproof, self-draining spring seat. Each 
seat on both decks is equipped with a push-button 
signal fo r the convenience of the passenger in signaling 
t he driver at alighting points. · 

FARES AND TRAFFIC 

Operation is conducted under the flat fare system, 
with the base rate 10 cents. Free transfers are issued 
to connect ing routes for travel in the same general 
direction. Every passenger is provided with a seat, 
and no standing in the aisles or on the platform is per
mitted. Smoking is allowed only on the upper deck of 
the bus. 

Transfer r egulations provide that transfers are good 
only to the person to whom issued, and no other, for a 
continuous trip on the first bus on which there is a 
vacant seat upon either deck under the usual conditions 
of t ime and direction. 

The system of fare collection follows the "collect 
within" principle and utilizes the Rooke automatic 
register. 

The traffic that has been developed by the buses is 
surprising . During the less than seven months of 1920 
they carried 2,502,800 cash passengers and 236,005 
transfer passenger s or a total of 2,738,805, or at the 
rate of 591 cash passengers per day per bus, or 215,715 
cash passengers per bus per annum. The bus mileage 
that was made during this period was 623,385.1. The 
percentage of buses owned that were in operation daily 
throughout t he period was 97 per cent. The table gives 
a detailed analysis of operations and the cost of service . 
on a bus-mile basis. 

The general policy of t he company has been con-
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ENT R OUT ES- D OTTED LIN ES SHOW 

P R OPOSED EXTENSIONS 

structive in character, aiming to supplement the street 
r ailway service rather than compete with it, and as 
far as possible to supply service on the thoroughfares 
not served by any street railway line. 

In more than five million safety-car miles in Terre 
Haute, Ind., the railway company has had only six cases 
of motor trouble-four armatures and two fields. 
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Method Used.in New Jersey Valuation 
An Analysis Showing How the Reproduction Costs on Two Price Bases Were Determined and Used in 

Reaching the Value of $125,000,000 for Rate-Making Purposes-Property as a Whole 
Found Well Maintained - Operating E fficiency of the Physical 

Property and Organization Is Set at 86 per Cent 

·1N DETERMINING $125,000,000 to be the value of the 
operative physical property and business, exclusive of 

franchise value, for rate-making purposes of the Public 
Service Railway of New Jersey, Ford, Bacon & Davis, 
engineers employed by the New Jersey State Valuation 
Commission, prepared two separate reproduction-cost 
appraisals on different price bases. They also con
sidered the historical cost or investment in the property 
since its inception. Using average pre-war prices rul
ing from the period between 1910 and 1915, the value 
determined was $88,815,887 with accrued depreciation 
amounting to $14,382,789, as against $189,489,560 with 
accrued depreciation of $32,784,505 if prices as of Sept. 
1, 1920, had been used. The historical cost as found 
a,mounted to $119,150,263. 

The unamortized cost of superseded property 
amounted to $4,701,943, while the reproduction cost of 
non-operat ive property was $502,713 at pre-war prices 
and $645,593 when Sept. 1, 1920, prices were used. 

The outstanding securities of the railway amount to 
$165,066,556, divided as follows: Gommon stock, $83,-
038,000; preferred stock, $1,166.500; bonds, $79,235,016, 
and equipment notes, $1,627,000. 

An inspection of the physical property indicated 80 
per cent condition. In the judgment of the engineers 
the operating efficiency of the property and organization 
was placed at 86 per cent. 

In determining the reproduction values the detailed 

TABLE I-GENERAL TRACK STATISTICS 

Miles of Track Operated Girder Rail Low T-Rail T ot al 
Special work . . .......... . .... .... .... . 
St raight t rack .............. ...... .... . 

T otal. .................. ....... .. . . 
Equivalent rail tonnage ................ . 

67 . 84 16 . 48 
488 . 58 260 . 02 

556. 42 
77,452 

276 . so 
32,987 

TABLE 11- ROLLING STOCK OWNED 

~-Closed Cars-~ ~Open Cars~ 
Four Two Four T wo 

Motor Motor Trailers Motor Motor 
D ouble end , double t ruck .. . 696 171 I 06 31 

(a) 585 248 257 48 
79 121 

Single end, double t ruck ... . 
Double end, single t ruck ... . 
Safet y-cars, double end, 

single t ruck ............ . 
T rail car s, double t ruck .... . 

195 

E lectric locom')t1ves ....... . 
Service and work cars, all 

kinds ..... . ........... . 

Total.................. 1,281 693 363 

84 . 32 
748 . 60 

83 2. 92 
110,439 

Total 
All Kinds 

1,004 
I, 138 

200 

195 
1 

284 

2,822 
(a) Includes fi fty-one sing le-end , double-t ruck, four-motor cars paid for by 

U. S. Rhipping Board Emergency F leet Corpora tion but used in t he operation 
of the P ublie Service Railway and to be purchased by t he company. 

TABLE I II-ESTI MATED COST OF REPRODUCTION NEW-NON
OPERATIVE PROPERTY 

(AcPount 404) 

Land ........... . 
Buildings . ............. .... . 
Structural overhead costs ... . 
P roperty to revert(.:) ...... . 

Total. .......... ....... . 

P re-War 
P rices 
$341 ,875 

I 00,552 
SS,303 
4,983 

$502,71 3 

Sep t. I, 1920 , 
Prices 

$341,875 
227,556 

71,179 
4,983 

$64 5,593 
(a) T wo buildings are on Jami owned by the railway company which is leased 

t o other P.. The buildings will revert to t he company at the end of the lease and 
t he a mount, $4,983, shown is the p resent worth of a n amount of money which 
at 8 per eent compound intere0 t will equa l t he e.stimated value of the buildings 
a t the end of the lease. 

physical inventory prepared by Dean M. E. Cooley as of 
Dec. 31, 1915, which had been previously checked in 
many details by the New .Jersey Public Utilities Com
m ission engineers, was used as a basis. Addit ions since 
that t ime, which were principally for rolling-stock, were 
t aken from the company's records. 

The reproduction cost new valuation made by Cooley 
was based upon average unit pr ices extending over the 
five-year period from 1911 to 1915 inclusive. With 
additions t o capital from Dec. 31, 1915, to J an . 31, 1920, 
the total value amounted to $88,165,858. 

WHAT THE VALUATION INCLUDES 

The present valuation embraces the entir e electric 
railway system of 832.92 miles of track owned or 
operated under leases of 900 years or more by the Public 
Service Railway Company; the properties of the River
side & Fort Lee Ferry Company; the Port Richmond & 
Bergen Point Ferry Company; the Peoples Elevating 
Company; the Jersey City Wagon Elevator ; the Public 
Service Terminal in Newark; the property installed by 
the Emergency Fleet Corporation in Newark, Kearney 
and Camden, and the value of the tracks and overhead 
prior to relocation in Camden which the government has 
agreed to restore to its old location at the expiration 
of the government's use of the property. None of the 
property of the Public Service Railway Company is 
included. 

TABLE IV-:\IISCELLANEOUS lNFORi\fATION 

Unit 
Poles: 

Wood ...... . No 
Iron. · . .... . . No 

Cross-arms: 
Wood .. . ..... .. . No 
Iron . ........ .. . No 

Insulators ....... .... . No 
Strain insulators ....... . No 
k ightni.ng arresters ... . . 
kpan wire .... . . 

No 
Ft. 

Trolley wire . .. . Lb. 
Feeder wire .. .. . Lb. 
Trolley cars .. . . 
Rai l bonds . .... . 

No. 
No. 

Rails: 
Girder ..... . Tons 
LowT ..... . Tons 

Ties: 
Untreated ... ...... . ................ . No. 
Treated ... .. ..................... . No. 

Stone ballast ..... ............... . . . Cu.yd. 
Paving-Class A: 

Rectangular block .............. . 
Belgian b lock . . ............. . 
Brick ........ . 
Wood b lock . ... .. . 
Asphalt block ... . 
Asphalt .. ...... . 

Sq.yd. 
Sq.yd. 
Sq.yd. 
Sq.yd. 
Sq. yd. 
Sq.yd. 

Paving-Class B: 
Macadam. . . . . . . Sq. yd. 
Amesite... . . . . . . Sq. yd. 
Tarvia.... . . . . . . Sq. yd. 
Telford... .. ... . . Sq. yd. 
Bit ulithic. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . Sq. yd. 
Cqbhle a nd rubble. . . . . . . . . . . . . . . . . . . . . . . Sq. yd. 

Total paving.. .. .. ................... . . Sq. yd. 
Concrete foundations.. ...... . .. . . . . . . . . Sq. yd. 

Quantity 

25, 927 ... 45,885 19,958 

25,569 
.. ·i9',i:J94 3,5 25 

76, 058 
53, 938 

2,07 1 
1,698,72 1 
1,824,14 1 
9,850,34 5 

39,923 
160, 570 

77,452 
. ·1·1·0·,439 32,987 

1,294,204 
i ,'9·9·(03 i 696, 827 

682,369 

1,214,636 
434,228 
145,304 
11 9, 058 

15, 07 1 
i,'03·4,09s I OS, 798 

1,076,751 
4,438 

59,545 
227,5 45 

2,244 
8 1,549 i,'4·s·i.o7i 

3,486,167 
246,637 
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The power generating system, including main stations, 
substations and transmission lines, together with cer
tain real estate which were leased on J uly 1, 1910, to 
the Public Service Electric Company for 999 years, was 
excluded, as the property in question is not used directly 
by the railway in its operation. Federal courts have 
construed that such long term leases under New Jersey 
laws are for all practical purposes conveyances of the 
property. The actual investment in power st ations, 
however, up to the time of the lease is included in the 
historical cost figure. 

The inventory was classified according to the State 
of New Jersey Board of Public Utilities Commissioners' 
uniform system of accounts for street rai lways. In 
certain cases the value of property that was used jointly 
for rai lway operation and other purposes, such as the 
Terminal Building in Newark, has been included in 
its entirety in the account covering operative property, 
it being assumed that in fixing a rate base, incidental 
receipts from rentals of such property would be taken 
into account. 

Miscellaneous physical property held for rent and 
other property which is not anticipated will be required 
within any reasonable period for either maintenance or 
operation was included in Account 404. All construc
tion and equipment items of a special and incidental 
nature which cou ld not be properly charged to any other 
account are included in Account 550-B "Miscellaneous 
construction expenditures." 

The Cooley appraisal as of Dec. 31, 1915, was used 
as the basis for detailed inspection and measurement 
after being spot checked in sufficient detail to verify 
accuracy. Additional charges to plant since that time 
were obtained from the company's construction records 
and verified as to character and condition by inspection: 
These capital additions up to Jan. 1, 1921, amounted 
to $1,514,260. One-man safety cars, trai ler cars and 
service equipment totaled $1,479,342 of this amount. 

Two bases of prices were used to obtain an appraisal 
of t he property in terms of pre-war money and present
day money. The pre-war prices were generally the 
average of prices ruling between 1910 and 1915. Pres
ent-day prices were those current Sept. 1, 1920. 

AO land was appraised by real estate men. Prices 
fixed were based on normal market values for the 
highest general use. Strictly special use, such as for 
railway purposes, was not considered or allowed for 
Locality value, the value of adjoining or neighborin~ 
land, were considered. Allowance wherever justified 
was ~!so made for plottage or assemblage, continuity and 
special adaptability, although only bare land values as 
of the normal grade were used. Cuts and fills were 
considered as improvements. 

The. estimated cost of plots, abstracts, notarial fees, 
recordmg deeds, etc., as well as assessments levied bv 
public authorities, amounts payable for constructio~ 
or improvement of roads, streets, etc., were added to 
the apprai se rs' bare land value. 

Overhead charges were defined as expenditures made 
for ~he work as a whole and which could not be ap
portioned accurately among the various inventory items. 

P~e-.c~nstruction costs embrace the formulation of 
the 1:11tial plan and interesting a group of individuals 
sufficien~ly_ strong to bring the project to maturity; 
!he prel_1mmary legal and technical studies; the secur
mg of title and franchises; the legal and technical pres-

entation of the project to secure financial interest, and 
the securing of options. 

An examination of the company's books and records, 
previous experience in similar research for other prop
erties of the same character, as well as recognition of 
t he fact that in most cases when financial interest has 
been secured there is usually a r eorganization or 
settlement involving a recognition of profit to the orig
inal projectors and developers, showed these cost s to 
amount to 2.1 per cent of the reproduction costs based 
on present-day prices and 3.3 per cent of the repro
duction costs under pre-war conditions. 

The construction period was construed to begin when 
the fin ancial interest had been secured. Before actual 
construction can begin, it is necessary to secure an 
ample and complete supply of materials and to nego
tiate many of the necessary cont racts. Six months is 
taken as an est imate of the t ime necessary. To con-
struct the whole property it was estimated would take 
from four to five and one-half years. 

The administrative or ganization laid out to carry on 
this construction was di vided into six parts, namely, 
administrative, legal, engineer ing, construction and 
purchasing. The allowance for administration and 
legal expenses was found to amount to 1.75 per cent of 
the reproduction costs exclusive of real estate based 
upon present-day prices a nd 2.5 per cent under pre-war 
prices. Real estate expenses were estimated at 3 per 
cent under current pr ices and 2 per cent for pre-war
costs. 

The engineering work was construed either to have· 
been handled by a staff organized by the company or an 
estab lished engineer ing fi rm. In either case the cost 
would be about the same for actual results. In addi
tion the employment of consulting engineers would be· 
necessary to perfect and insure the design of all parts 
of construction a nd equipment. The services of archi
tects and local eng ineers would also be necessary. A 
weighted a llowance of 3.5 per cent of the reproduction 
cost exclusive of real estate under present prices and 
5 per cent under pre-war prices was used. Engineering
and superintendence for the real estate under present
day conditions was estimated at 0.8 per cent, while for 
pre-war conditions 0.5 per cent was used. 

Interest during construction was treated as the net 
interest accruing on construction expenditures before 
the property for which expenditures were made is placed 
in operation and as each portion of the road went into 
se rvice the interest account was relieved of t hat por
tion. Interest was estimated at 6 per cent fo r pre-war
prices and at 8 per cent for present-day basis. F unds, 
it was estimated, must be on hand fo r an average of a 
month and a half before disbursement. Two per cent 
per year was allowed for estimated bank balances. 

In calculating taxes during construction credit was 
aEowed for that portion of t he road which would go 
into operation each year and the tax account re lieved 
to that extent. The average amount of taxes was found 
to be 0.9 per cent of the reproduction cost for each set 
of prices. 

Financing expenses cover services, expenses and rea
sonable profits thereon in connection with the wholesale 
and retail marketing of securities. Such expenses are 
estimated in per cent of t he total funds required and 
the allowances were based on actual experiences of the 
P ublic Service Corporation, upon similar data det er
mined for other companies and upon the judgment of 
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.experts in this line of business. Based on the forego
ing 7 .5 per cent was allowed for present-day prices and 
for the reproduction costs under pre-war conditions f> 
per cent. 

in carrying the organization and eliminating the 
weak and inefficient elements therein were merged in 
the operating accounts. Then, too, no record was kept • 
of the inadequate return on investment during early 
operation. 

PERCENTAGE ALLOWANCES FOR GENERAL OM l SS IONS 
AND CO!'<T IN C. ENC IES 

·weighing these points, it was found that on the basis 
of present-day prices for labor and material the cost 
of going value amounted to 8 per cent of the reproduc
tion cost of the physical property and based upon pre
war prices it amounted to 6 per cent. 

.Account 
504 
510 
514 

Way a nd Structures 
Grading ....... ... ................................. . 
Track.and roadway labor ............................ . 
E levated structures and found ations (foundations only) 

P er 
Cent 

2 
5 

5 I 5 
516 
5 17 
518 
519 
520 
·521. 
524 
525 

530 
532 
533 
534 
536 
538 

Bridges, trestles a nd culverts ........... .. .... . ... . ... . 
C rossings, fences and signs . ...... .. .. ..... ....... .. .. . 
Signa ls and interlocking apparatus .. .................. . 
Telephone and tel egraph lines ........................ . 
Poles a nd fixtures . .. . ... .. ................... . ...... . 
Underground conduits ............................... . 
Distribution syst em .. .... .. ......................... . 
St ations, miscel' aneou~ buildings a nd structures ......... . 
Wharves and docks .................. . .............. . 

Equipment 
Pa,senger a nd combination cars ...................... . 
~e ,vice e1uipment .. . ... .. ............. . ........... . 
E lectric equipment of cars .. ......................... . 
Locomotives ... ..... . .............................. . 

i ri~rell~~t~~~~~~ip~~~i ::::::::::::::::::::::::::::: 

10 
3 
3 
3 
3 
5 
5 
5 
3 
5 

0 . 5 
0 . 5 
0 . 5 
0 . 5 
3 
3 

So far as they reflect quantities, unit prices, inciden
tals and contingencies, an a:Iowance for omissions was 
included in quantities and unit prices. Except for the 
,construction and equipment accounts, additional allow
ances have been made for general omissions and con
tingencies which were not covered in the quantities and 
unit prices. The percentages so allowed and listed above 
cover expenses corresponding to a contractor's carrying 
charge, charges made during the progress of construc
tion, strikes on the work and delays affecting the deliv
ery of materials or prosecution of work, omission in cases 
of scattered property difficult to inventory, collateral 
work on outside structures not now 

Consolidation value is defined as the element of value 
which attaches to a strong unified system as contrasted 
with the uneconomical condition under which smaller 
companies . operate in the same or adjacent territory. 
The element of value due to consolidation in the exist
ing system is estimated by comparing its operation 
with that of a number of smaller independent com
panies. Savings due to consolidation should result in 
more efficient routing of cars, reduction in maintenance 
and fixed charges on excess trackage, reduction in the 
cost of maintenance of equipment by passing the work 
through consolidated shops in larger quantities and 
reduction in equipment investment. Inspection of car 
operations can be put under a single head, as well as 
way and structure maintenance. A large company has 
more ability to secure money usually at cheaper rates 
of interest than smaller companies. 

apparent, such as relocation of other 
pole lines, etc., and delays due to legal 
obstruction. 

The inspection method was used to 
get the determination for accrued de
preciation. Obsolescence was allowed 
only where replacement could be defi
nitely foreseen. Obsolescence due to 
future improvements in the art was 
not considered. 

INTANGIBLE ELEMENTS OF PROPERTY 

The intangible elements of prop
.erty, that is, the elements not repre
sented by physical property, are rep
resented by the company's income, the 
market for the securities, etc. Four 
.elements as defined below were con
.sidered. 

In determining "going value," four 
to five years was considered a reason
able time in which to build up the 
business and to perfect the organiza
tion. It was impossible, however, to 
determine from the records kept by 
the company the actual cost of devel
oping the business. It became neces
sary therefore to make certain as
sumptions. These were based on the 
piecemeal plan of construction, vari
able rising wages, operations continu
ally shifting, requiring changes in the 
amount of service for different dis
tricts. Actual expenditures incurred 

501 
502 
503 
504 
505 

. 506 
507 
508 
510 
511 
512 
513 
514 
515 
516 
517 
518 
519 
520 
521 
522 
523 
524 
525 
530 
532 
533 
534 
535 
536 
537 
538 
546 
550 
547 
549 
550 

Savings in the larger consolidations involving 117 
companies were estimated in detail and amounted to a 
total of 3.65 per cent of the total cost of service. In the 
cases of other consolidations involving only a dozen or 
more companies the saving was estimated at 1.89 per 
cent of the cost of service. 

TABLE V- ESTli\IATED COST OF REPRODUCTION NEW- OPERATIVE PROPERTY, 
PUBLIC SERVICE RAILWAY 

Engineering and superintenden~e ...... . 
Right of way ........................ . 
Other land ..... ............. . ...... . 
Grading ... ........................ . 
Balla~t .. .. ........................ . 
Ties ...................... ••••••••·· 
Rails, rail fastenings and joints ........ . 
Special work .... . ........ . ......... . 
Track and roadway labor ..... ........ . 
Paving ...... . ............. ........ . 
Roadway, machinery and tools ........ . 
Tunnels a nd subways ................ . 
E levated structur es and foundations ... . 
Bridges, trest les and culverts .......... . 
Crossings, fences a nd signs .. .......... . 
Signals and interlocking apparatus ..... . 
Telephone and telegraph lines . ........ . 
Poles and fixtur es .... . ... ........... . 
Underground conduits .. .. ........... . 
Distribution system .. ... .. .......... . 
General office buildings ............... . 
Shops and car houses ................. . 
Stations, miscellaneous buildings, etc .. 
'Nharves and docks ...... ..... . . ..... . 
Pass?nger a_nd combination cars . . ..... . 
Sernce eqmpment ............ ... .... . 
Electric equipment of cars ....... . .... . 
Locomotives .. ....... ....... . ...... . 
Floating equipment ................. . 
Shop equipment .. . ................. . 
Furniture .... ...................... . 
l\Iiscellaneous ...................... . 
Law expenditures ...... } 
Admini3tratjon expenses · · · · · · · · · · · · 
lnt ercst durmg construct10n .......... . 
Taxes during construction . .. ......... . 
l\Iisccllaneous: 

(a) Prcconstruction costs .......... . 
( ) Auxiliary operation item s ....... . 
(l-) Financing ex penses ............. . 

Additions to capita l account .......... . 
Going value ............ .. .......... . 
Consolidation value ... . .............. . 

Pre-War 

Reproduction 
$2,660,869 

4,430,845 
6,001,837 
2,477,857 
1,360,685 
1,533,631 
5,38 I ,808 
2,561,894 
2,717,178 
6, 260,165 

85,253 
217,867 
595,572 

1,339,031 
187,005 
202,812 

50,791 
1,090,651 

395, 056 
3,43 1, 267 
2,847,529 
3, 176,003 

419,990 
552,356 

7,226, 120 
457 ,889 

5, 110 ,462 
6,834 

773,160 
550,06 1 
240,405 
124,185 

1,513,006 

5,301,194 
619,620 

2, 066,023 
172,403 

3, 738,400 
628, 173 

4,7 10,000 
5,600,000 

Prices 
Accrued 

Depreciation 

.. $.6i°5",s87 
160,292 
720 ,584 

1,561,918 
995,542 
853,859 

2,435,524 
24,581 
10,893 
75,321 

168,452 
21,586 
57,161 
15,198 

358, 769 
59,2 15 

579,887 
2 17,003 
992,471 

98,8 15 
175,732 

1,805,446 
114,403 

1,333,831 
1,754 

537,702 
186,9 14 
83,932 
54,25 5 

Sept. I; I 920, Prices 
Accrued 

Reproduction Depreciation 
$4,191,732 

4,781,863 
6,001,837 
6,091,060 
2,599,673 
3,634,570 

10,237,305 
4,937,945 
6,938,434 

14,312, 086 
159,880 
471,145 

1,269,267 
2,662,677 

387,667 
458,731 
122,939 

2,584,225 
96 1,581 

6,323,816 
6,259,725 
7,539,477 

983,702 
1,346,027 

17,704,251 
I, 145,627 

12, 108,732 
17,001 

2,242,164 
I, 199,133 

458, 9 19 
188,256 

2,376,242 
14,558,074 

1,236,063 

2,689,735 
438,739 

11,485,100 
1,514,160 

13, 170,00(l 
11,700,000 

ii ,"5·4·9",s i 3 
320,497 

1,707,062 
2,972,485 
1,9 18,866 
2,180,516 
5,675,349 

46,384 
23,557 

148,143 
3 13,339 

44,805 
129,552 
36,797 

827,281 
144, 14 2 

1,069,125 
477,858 

2,342,833 
23 1,795 
430 ,85 I 

4,423,407 
286,235 

3,160,380 
4,379 

1,559,33 4 407.47 2 127,092 
82,248 

Total. .... . .......................... •• $88,8 I 5,887 $14,382.789 $189,489,560 $32,784,505 

NOTE-The above totals for accrued depr ecia tion w e r e increased by 2.63 per c(•nt fo r 
present-day prices a nd by 3.75 per cent for pre -war p!"ices, rep1·esent in g o n e- ha lf of 
the s tructura l ove1·head costs for e n g ineering a nd s upe l'inte nde nce a nd for a dminis
tration a nd leg·a l expen se to obta in the tota ls s hown in the t a b le g iven in the E LECTRI C 
RAILWAY JOUR NA L Ap1·i ] 16, 1921, page 7'17. 
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Setting aside that percentage from the cost of service 
in 1904, following t he general consolidation in 1903, 

• gives total savings of $361,500 as of that t ime, which if 
capitalized at 6 per cent equals $5,160,000. To thi s 
should be added $440,000 covering t he subsequent addi
tions, making a total of $5,600,000. 

In arriving at the element of consolidation value ap
plicable to reproduction under present-day pr ices, the 
estimate for pre-war prices was increased in pr oportion 
to the increase in physical value as compared with 
pre-war prices, thus allowing only for t he dec.reased 
purchasing power of the dollar. 

In addition to the savings accruing to consolidation 
the element of consolidation value can also be evidenced 
by expenditures made to effect the consolidation. Ex
penses on account of this element were determined by 
considering the price paid for a given property, t he cost 
of the physical property, and the earning power. Ex
penditures made to effect the principal consolidations 
based on these considerations was estimated· to have 
been at least $7,300,000. 

The book value of the railway power facilities turned 
over to the electric company under the 999-year lease 
of July 1, 1910, was approximately $5,169,000. This 
was less than the reproduction cost new of such facili
ties based upon prices for labor and material prevailing 
at the time of the lease. 

During 1920 the railway company paid $3,992,000 
for e'.ectrical energy furnished under this lease. This 
amount included an allowance for interest at the rate 
of 8 per cent on power facilities turned over July 1, 
1910, and the actual interest paid the electric company 
in accordance with the lease on additions made by the 
electric company. 

The cost to the railway company of producing and 
delivering an equivalent amount of energy from a 
modern plant was estimated at $5,000,000, thus indicat
ing a saving through the power lease for the year 1920 
of $1,119,000, which capitalized on an 8 per cent basis 
amounts to $13,980,000. Adding this amount to the 
book costs of facilities turned over to the electric com
pany makes a total of $19,149,000 for present-day prices. 

Under pre-war prices the saving through the opera
tion of the power lease amounted to $492,000, which 
capitalized at 8 per cent amounted to $6,025,000. This 
then added to the new book cost of facilities totaled 
$11,994,000. 

In view of the fact that this lease is between two 
companies controlled by the same holding company, 
these profits add no specific value to the lease. The 
potential value, however, has been given consideration. 

WORKING CAPITAL 

The allowance for working capital was defined as the 
requisite amount of materials and supplies it was neces
sary to carry in stock to meet the regular demands for 
operation and maintenance of t he property. To t h is 
should be added a sufficient amount of cash to meet 
promptly all payrolls and bills presented. 

The value of supplies carried on Jan. 1, 1921, amounted 
to $1,520,709. The amount of free cash on hand 
should equal at least one month's operating expense, 
which amounts to $1,860,567. Adding thes~ totals gives 
$3,381,276 as the amount of working capital necessary. 

The actual investment as of March 31, 1919, as deter
mined by Mark Wolff on behalf of the New Jersey State 
League of Municipalities at the time of the zone fare 

hearings was $93,662,873. Additions and corrections 
were made in this figure to bring it up to Jan. 1, 1921, 
as follows : 

Historic al cost: 
Estimate of :\'.lark Wolff as of :\T arch 31. I 919 .. ... . 
Add-Payments omitted 1893 to 1898 to B. M. 

Shanley account of : 
Consolidated Traction Company............... $420,515 
Orange & P assaic Rai lway... . . . . . . . . . . 658,000 

D eductions-
Account of three errors of transcription. . . . . . . . . . $ 1,072 ,980 
Substitution of actual fig ures for estimates on costs 

in severa l cases . ....... . . . . . . . . . . . . . . . . . . . . . . 376,H5 

Add capita l additions on books of company to Dec. 
31, 1919 ......... . . ........... . ...... . .. . .. . 

Add corrections made in overhead a llowances on 
original estimates changed from 3.5 per cent 
19 . 7 per cent of total expenditures, which includes 
overhead costs equivalen t to 10 per cent on con
st ruction expenditures-April I, 1919, to Dec. 31, 
I 920 , to cover financing expenses and interest and 
taxes during construction amounting to $256, 224 . 

Less $2,000,000 paid railway on a ssumption of p -: wer 
lease plus correction error of $123,3 I 5 .... . . . .... . 

$93,662,873 

1,078,5 I 5 

$94,741,388 

1,449,525 

$93,291,863 

2,562,245 

14,862 ,840 

$110,716,948 

$1,876,685 

Total historical cost............. . . . . . . . . . . . . . $ 108,840,263 
Add intangible values not shown on books-

Going value. .... . ... .. ...... .. .... .. .... . .. $4, 710 ,000 
C onsolidation value.... . . . . . . . . . . . . . . . . . . . . . . 5,600 ,000 10,310,000 

T ot a l va lue d efinable as historical cost. ....... . . $119, 150,26 3 

SUPERSEDED P ROPERTY 

The value of superseded or abandoned proper t y, not 
including salvage of t he existing railway company and 
its predecessor companies prior to the end of their 
useful life, amounts to $4,701,943. An itemized list of 
this property follows : 

H orse cars, cable, dummies, buses, e tc .. . .... . 
Subsequent to electrification: 

Track ......... .. .... ... ............. . 
P ower plant equipment .. . 
Distribution syst em . ..... . 
C a r a nd equipment . ..... . 
Abandoned track . . . 

Tota l. ...... . 
F a re zone expense .... . ...... . 

T otal. . ... . ............ .. . 

$652,064 
344,097 

49,92 6 
652 ,673 

68,479 

$2, 620,000 

1, 767,2 39 

$4,387,239 
314,704 

$4,701 ,943 

An analysis by accounts on both r epr oduction price 
bases follows, together with other per tinent information 
concerning the physical pr operty owned by the company. 

A voiding Transfer of Surety Bonds 

IT IS now possible to bond the position instead of 
the individual employee. This plan of bonding all 

responsib:e posit ions was recently entered into by L. T. 
Hixon, auditor Ter re H aute, Indianapolis & Eastern 
Traction Company, Indianapolis, Ind., with the result 
that the annoyance of having to transfer a bond from 
one person to another whenever there is a change in 
employees is eliminated. The company simply takes 
out a blanket bond, covering all bonded positions listed 
in an attachment made a part of the bond, for the 
amo unt specified for each position. The portion of the 
bond covering any particular position may be discon
tinued, or the amount covering a new position added 
on, at any time by deducting or adding the correspond
ing amount to t he rate. This type of surety bond,. 
wh ich is understood to be a new ·development of the 
service of t he Nat ional Surety Gompany, is said to be 
very liberal in character and to be available at prac
tically the same rate as t he old type individual bonds. 
The blanket bond is simply renewed yearly and that 
is about all the attention required. 
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Don't Hate Your Customers 
A Talk to the Platform Men of Georgia Rail
way & Power Company by /tis President 

Preston S. Arkwright 
Delivered March 31. 1921 

I HA VE often wondered what you motormen and 
conductors think of the work you are doing. You 
get up early in the morning, many of you before 

day, frequently in the cold of the winter-you have done 
it many days before. You go down to the barn, get out 
your car, same car you got out yesterday, take it out 
on your route, over the same old street you ran on 
yesterday, and the day before that. You turn on and 
off the current, put on and off the brakes, running along 
a familiar street that you have run on many a time 
before, to the end of the line. You pick up the con
troller handle, walk through the car to the other plat
form, then run back over the same route to the other 
end of the line. Then you pick up the controller handle, 
walk through the car to the other platform and come 
back again. 

The conductor rides with you on the back platform, 
ringing the bell for you to go, ringing the bell for you to 
stop, calling out the same old streets, when he calls 
them out at all. And so you go, five, seven, nine and 
eleven hours every day, day after day, month by month, 
year on year, in the rain, in the cold, in the sleet, 
Sundays, holidays, Christmases, finally reaching home 
again, late in the night, some of you in the early hours 
of the next morning. Oh! the dreary monotony-if 
you think that way about it. 

Even at that it's no more monotonous than most other 
jobs. 

How would you like to be a bookkeeper, perched on a 
high stool making figures in books all through the day, 
day after day and year after year, seeing nothing but 
figures, engaging in no activities of any kind, simply re
cording figures of the results of work that other men do? 

How would you like to be a mechanic turning threads 
on bolts, doing nothing else but this, shut up in the shop 
all day, just turning threads on bolts all the time, day 
after day? 

YOUR JOB Is WHAT You MAKE IT 

How would you like to run an elevator, up and down 
the shaft, seeing nothing of the outside, just up and 
down the same shut-in shaft all the time. I know a 
man who does this very kind of work and he is the 
happiest and most cheerful man I know. He runs the 
elevator in this company's own office building. He 
makes it his business to make things brighter for every
body that works in the building. You really ought to 
go up and take a lesson from him. 

As I say, if you think that's what your job is then 
that's what it is, and if you let your mind dwell on the 
monotony of it then you will not only never amount to 
very much at it, but it will drive you crazy some day. 

If you'll take the right view of it you'll find your 
work altogether different from this. You are furnishing 
transportation service for a whole city. We people of 
Atlanta are very proud of our growth from a little cross-

road village reduced to ashes in the Civil War to a 
city of over 200,000 inhabitants. This couldn't have 
been done without you-you made this growth possible . 
You've got more right to be proud of this city's 
growth than any other single enterprise in it. You've 
taken the greatest part in bringing it to pass. 

We are very proud of the Candler Building, fo r 
instance, and the other sky-scraping office buildings 
that mark out the skyline of the town. The people who 
built them took especially great pride in them, so much 
so that they gave them their names; Candler Building, 
Hurt Building, Grant Building, etc. These buildings 
couldn't exiRt without the work that you do. You trans
ported the mechanics who put them up, you bring back 
and forth the tenants that occupy them. So you have 
had a part in the building of them. Your work entered 
into it. 

RAILWAY MEN HELP ALL BUSINESSES 

We are very proud of our fine churches. Atlanta has 
an unusual number of fine churches, with eloquent 
preachers and large Sunday congregations. These 
churches couldn't exist in the numbers they do except 
for the work that you are doing. There would be no 
congregations for eloquent preachers to preach to if you 
didn't bring them in. Why, the very reason you can't 
go to church yourselves is in order that there may be 
congregations for churches to hold. 

You bring the teachers and the children to the 
schools. You are helping to educate the children of the 
community. They couldn't come to the schools except 
for the work that you do. So that your work, in part, 
is the education of children. 

Mr. Howard recently erected a very fine theater 
that's an ornament to the city. He is very proud of 
his theater, as he has a good right to be. The whole 
city of Atlanta takes pride in pointing to the theater 
Mr. Howard built. You helped to build this theater. 
You brought the mechanics to the job, you bring the 
audiences to see the pictures. There couldn't be any 
theater without the work that you do. There wouldn't 
be enough people here to sustain it, and they couldn't 
get to it except for your work. 

You take the workmen to the shops maintaining the 
equipment that runs on the railroad. You run our cars 
all night taking the train crews to and from the railroad 
yards, and you bring the passengers to and from t he 
stations. You have a part in the transportation system 
of the country. 

There are many beautiful residence suburbs around 
Atlanta. There are thriving, growing, prosperous 
suburban towns, such as Decatur, East Point and College 
Park. Where would they be but for the work that you 
do? People couldn't live in the suburbs. They would 
be huddled in dark, unsanitary, congested tenement 
houRes except fo r the work t hat you do. 
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So all of the activities of the community, its entire 
prosperity and well-being and growth depend on the 
basic fundamental service that you are doing. You 
are not simply t urning controller handles and r inging 
bells. You a re making possible the city and all of its 
activities and you have a share in the accomplishment 
of everything wor th while t hat anybody does here. This 
is why you have to get up in the morning before any
body else. This is why you have to st ay at work until 
€verybody else has gone t o b€d. This is why you work 
on Sundays, holidays and Christmases. There couldn't 
be any other work in a city of this size but for your 
work and there wouldn' t be any Sundays or any holidays 
or any Christmases that people could enjoy. 

You have got a righ t to be proud of the work you 
do. T here is no other so necessary, so useful or so 
valuable. 

I don 't know why it is, but I think it is t r ue some 
people look down on street car men. I don't know what 
t he cause is. Maybe its a hangover from t he days when 
we drove a mule; or because our transactions are in 
little money; or because we're so poor. 

Perhaps we are responsible for it ourselves. I think 
we have had a low estimate of our work and a poor 
-opinion of ourselves. Nobody is going to think any 
more of us than we think of ourselves, that's sure. If 
we think we are common trash, then other people are 
going to think we are common trash, and common trash 
we are and will remain. So, above all, have a good 
opinion of yourselves and a good opinion of t he work 
you are doing. Take a pride in it. 

You HAVE A POSITION OF RESPONSIBILITY 

This company has confidence in you and trusts you. 
It puts in your charge the car, which is pretty valuable, 
costing from $5,000 to $15,000. It trusts you with its 
money. It trusts you with its responsibility for 
damages. It trusts you with its reputation. 

The public has confidence in and trusts you. They 
trust their own lives and safety to your care. They put 
their wives and little children in your charge, confident 
not only that you will save their persons from injury 
but will protect them from all harm. 

You have a position of trust and responsibility and 
are performing a work of great importance. 

Don't go at it just as a temporary or despised job to 
make a living out of. If you feel you've got to eat to 
live, that you've got to make a little money to eat and 
that's why you do this work you are not going to get 
any happiness out of it and nobody is going to have any 
respect for you. 

Sometimes we tp.ink the public is unfair and unjust 
to us. At times we are apt to believe they are our 
enemies. I won't let myself think that and don't you 
let yourselves think that. It isn't true. They are not 
-our enemies, but whether they are or not don't t h ink 
that they are. If you believe that the public are your 
enemies then you are going to be an enemy to t he 
public, and if you feel that way about it, or if I feel 
that way about i.t, we are unfit to stay in t h is business. 
We are unfit to serve people if we are unfriendly to 
them. 

These people are your customers. You are f ur nish
ing transportation for pay. They are paying_ to r ide on 
your car. Don't hate your customers. If you were 
r unning a grocery store or a dry goods store or a 
clothing store would you hate a person who came in to 

buy things that you sold? Now you are running a store. 
You've got charge of the car. You want people to ride 
with you. You want them to pay to ride with you. 
You ought to feel friendly with them when they do 
r ide with you. Show your friendliness to them. Be 
glad to have them get on your car. Have a spirit of 
welcoming them. If you will show friendliness to them 
they will show friendliness back to you. 

I have never myself been discourteously treated by a 
motorman or conductor. I have never witnessed dis
courteous treatment by a motorman or conductor of any 
other passenger. As a matter of fact I have very rarely 
been discourteously treated by anybody. Generally I 
think it is our own fault when we are discourteously 
treated. I know that some motormen and conductors do 
treat passengers discourteously. Sometimes I think it 
is due to the fact that some passenger regards the 
motorman or conductor as a menial servant. He shows 
this in his t r eatment and naturally you resent it. Some
t imes you have got a chip on your shoulder and you take 
offense when no offense is intended, or you've got a 
grouch and you take it out on the passenger. Naturally 
he comes back at you. 

C OURTESY MUST BE INSTINCTIVE 

Be cons iderat e of passengers. This doesn't mean that 
you've got to apologize for living or that you must adopt 
a cringing attitude. It simply means that you are to 
put yourself in the passenger's place and treat him in 
the manner you would like to be treated by him. I am 
not talking about rules of etiquette. Pretense of good 
will or veneer of manner or slobbering over people is 
not going to get by. You've got to have the right spirit 
about it. You've got t o like the work and want to do 
it properly in order to do it right. If you will get the 
right spirit all forms and rules of politeness will take 
care of t hemselves. 

You run these cars every day and a lot of the same 
people ride with you day after day. You know them. 
Show that you know them. Learn their names, speak 
to them by their names. There is nothing that flatters 
people more than to be recognized and called by their 
names. 

You come in contact with a great many people. This 
company transported about 95,000,000 passengers last 
year, or about 260,000 a day. In the early morning you 
meet the mechanics going out to construction jobs; you 
carry the people t o the mills and factories and work
shops; the clerks and business people and sales people 
to the offices and stores and business houses; you bring 
in the school t eacher s and the children to the schools 
and colleges; then come the women to shop in the stores; 
you carry people all day long on thei r various missions 
of business or pleasure or social intercourse. In the 
afternoons here come your passengers trooping back 
from the factories, the mills, the buildings, the shops, 
t he schools, t he st or es and the offices. You bring the 
husband back t o the wife at night and the mother back 
to the ch ildren. You r eunite the families at home. You 
bring t hem out again to the amusements in the evening. 
You've got a part in all their various activities. Not 
only this but your treatment influences their happiness 
and the character of their work. 

If you are grouchy in the morning you pass the 
grouch on to the men, and women who go into the 
factor ies, the mills, the shops, the schools, the offices or 
t he stores. You spoil their day. They pass on the 
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grouch they have got from you to the people they 
come in contact with. If you pass your grouch on to 
the returning passengers at night they pass it on to the 
home circle. If you are cheerful and happy you will 
better the work and the lives of all of these people you 
transport and all of the people they come in contact 
with. Nobody made us engage in this work, nobody 
keeps us in it against our will. If we don't like it let's 
get out of it. If we stay in it let's be happy about it. 

You owe it not only to yourselves and to the company, 
but you owe it to all the other men in this business with 
you to have the right attitude and spirit toward this 
work and to conduct yourselves so as to deserve the 
respect and good will of" the public you serve. 

Sometimes in an organization this large a dishonest 
man will creep in. The passengers notice this man 
knocking down fares. They immediately say that all 
street railway conductors are damned thieves. 

Sometimes the motorman or conductor will be 
uncouth and rude or even insulting, we'll say, to some 
lad;r passenger. The passengers who observe it will 
say that all motormen and conductors are boors. 

Whatever one motorman or conductor does reflects on 
all the other motormen and conductors. So not only get 
the right attitude yourselves but interest yourselves 
in seeing that all the other8 have the right attitude. If 
there are those among us who are not fit to be here 
let's run them off. Let's raise the public's estimation of 
the street car man. 

If we have respect for ourselves, the proper apprecia
tion of the work we are doing, and the right attitude 
toward our customers, we will deserve the respect of the 
public and their co-operation and support. And when it 
comes to pass that we shall get them-as it surely will
how happy we shall be. 

British Railway Electrification 
Situation 

Standardization of System and Equipment Recommended
Electrification Advocated as Most Economical Method of 

Reducing Terminal Congestion and of Increasing 
Capacity of Suburban Lines 

IN ENGLAND, much more than in the United States, 
it is realized that if the electrification of the railways 

is to be undertaken on a large scale some standardiza
tion of system and equipment will be necessary. A 
great step in the direction of uniformity was made by 
the recommendation last year of the Ministry of Trans
port, in the opinion of London Engineering, that direct 
current at 1,500 volts should be generally adopted for 
the electrification of the British railways. It is to be 
hoped that this decision will put an end to the battle 
of the systems. Anyway, a reasonable decision is bet
ter than none at all. 

Sir Philip Nash, in a paper recently read before the 
Institute of Transport, sums up briefly the British situ
ation in regard to electrification. It appears, he said, 
to be taken for granted that the general replacement 
of steam locomotives by any system of electric traction 
on the trunk lines of England is far beyond the range 
of practical policy at present. The chief point for im
mediate consideration is the extent to which railway 
operation would be benefited by the electrification of 
suburban lines and large city terminals. There are also 
certain cases where special conditions of the line or of 
the traffic may indicate electrical operation to be best, 

but, generally speaking, the center of interest lies with 
suburban passenger traffic. 

At the same meeting, Sir Herbert Walker, in advo
cating further electrification, said that the traffic on 
the electrified portion of the London & Southwestern 
Railway had increased from less than half a million 
passengers· a week in 1915 to more than a million per 
week today. During the same period the operating 
costs of the electrified lines had increased by only 100 
per cent, although the corresponding cost of steam-oper
ated lines had increased by 200 per cent. 

A somewhat similar story was told by Sir William 
Forbes with respect to the Brighton lines. Electrifica
tion had enabled the mileage run to be increased by 
150 per cent with an increase of 200 per cent in earn
ings. The financial result had been a return of more 
than 15 per cent on the capital spent in electrification. 
The company was putting forward proposals at that 
time for the electrification of the Brighton main line, 
although the return on the fresh capital required for 
this conversion would be but 6 or 7 per cent. 

The real factor which is doing more than anything 
else to keep the question of electrification strongly be
fore the English railway companies is the ever-increas
ing difficulty of handling suburban, and especially ter
minal, traffic with steam-drawn trains. It is said that 
1,200 trains per day enter and leave Liverpool Street 
station, London, and in spite of capable organization 
on the part of the railway officials and good humor on 
the part of the public, the conditions at times have been 
almost intolerable. The traffic has outgrown the facili
ties of the station, and the experience of the railways 
like the Southwestern shows that many more passengers 
are ready to travel if a sufficient number of trains is 
provided. Electrification may be costly as a solution 
for this difficulty, but when the only alternative is the 
enlargement of the whole station and the duplication of 
track and platform, the installation of electrical equip
ment may be decided upon merely as the lesser evil. 
Moreover, the incidental advantages of electric opera
tion at terminal stations in cities are by no means 
negligible. 

In regard to the general railway situation in Eng
land, the lines are in a run-down condition. A recent 
report made to settle the accounts between the govern
ment and the roads deals largely with the arrears of 
maintenance of normal wear and tear and replacement 
of stores. No less than 2,100 fewer locomotives were 
given heavy overhauls in 1919 than in 1913, though the 
light repairs to keep these engines at work numbered 
about the same for these years. Heavy repairs on 
other equipment, such as coaches and freight cars, were 
in a like proportion. This condition seems to point 
to the fact that though the stock was kept running, it 
was yet decidedly behindhand in upkeep. 

Capital expenditure, which for many years before 
the war used to run to about £10,000,000 per annum, 
amounted to only £12,500,000 altogether between 1913 
and 1919 for Great Britain and £700,000 for Ireland. 
The total mileage of the railways of the country in 1919, 
reduced to single track, was 56,000, about 800 miles 
more than in 1913, the increase being nearly all in 
sidings. 

The most noticeable item, in the report mentioned 
above, under the heading of "Modes of Traction," is an 
increase of 2,732,000 engine-miles by electric traction 
due to the improved electric services. 
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Machine Sells Gum to Railway 
Passengers • 

Novel Vending Device Proves Profi table-Its Use Brings 
Out F act that One Passenger in Twenty-five W ill 

Buy 5-Cent Pac'kages of Gum on Cars 

SELLING gum t o street railway passengers is a new 
pastime, but it is being done with success in Little 

Rock, Ark. Two or three years ag-o, J . H. Mann, Jr., 
of P ine Bluff, Ark. , conceived the idea of building a 
machine t o sell a standard 5-cent package of gum, rather 
than the 1-cent pieces so frequently sold. In wondering 
where t o place such machines, it occurred to h im t o 
place them on st r eet cars. A machine was developed, 
and a number of them were t ried out experimentally for 
several months on some of the cars of the Little Rock 
Railway & Electric Company. Finally a satisfactory 
foolproof machine was evolved. It is designed to lock 
aga inst the deposit ing of a co in if t he machine is empty, 
and a lso to prevent the insertion of a blank or slug. 

For more than a year, about 1,200 of these machines 
have been in successful operation on the cars in Little 
Rock. A demonstration was made on ten cars of the 
Dallas Railway which resul ted in a contract for the 

this number was compared with the total number of 
passengers r iding- on those cars it was found t hat 4 
per cent of all t he cash-fare passengers riding on the 
cars so equipped had purchased gum. 

The proposition which the man ufacturer makes to the 
railways is to pay them a percentage of the receipts 
for the privilege of inst alling the machines in the 
street cars. 

These vending machines are· manufactured and dis
tributed by the Transit Vending Machine Company, 
Pine Bluff, Ark. , and another corporation, the Transit 
Sales Company, operates them. The operating company 
maintains the vending machines, _fills them at night and 
extracts the coin when the ca rs come into the carhouse. 
On a basis of l O per cent of g-ross receipts to the rail
way, the manufacturer est imates that a railway com
pany operating 100 cars might expect to receive from 
this source a revenue of approximately $7,500 a year. 

More recently, the machines have been loaded with 
mints of the "Life Saver" variety, which seem to sell 
as effectively as gum. The machine, which weighs 3 lb., 
is built of steel. It is bolted to the posts between car 
windows. 

Wages on the Steam Railroads 

SO MUCH has appeared in the daily papers in re
gard t o hearings on steam rail road wages that an 

official st atement by the Association of Railway Exec
uti ves is welcome. This is gh;en in Table II and shows 
the figures relating to representative classes of railway 
employees under "national agreements," with the in
crease in number of t hese employees and increase in 
compensation. The increase in t he number of men em-

TABLE I- P E R CENTAGE INCRE ASES OVER 19 14 OF WAGES OF 
STEA:\I R AI LROAD E l\IPLOYEE S AND COST OF LIVING 

P er Cent Increase 
in Average Wage 

Year Over 191 4 
1915............. . . . . . . . . . . . I . 83 
19 16............... .... . ......... 9 . 3 1 
191 7. ........... . ..... . . . . . . . . . . . 23. 04 
19 18... .......................... 73.89 
19 19.. ..... ..... .. . . . . . . . . . . . . . . . 81.74 
1920*. . . . . . . . . . . . . . . . . . . . . . . . . . . . 12 1. 32 
1920t ... ..... .. . . . . . . . . . . . . . . . . . . 134 . 07 

Per Cent Increase 
in Cost of Living 

Over 1914 
2 (Dec.) 

15 (Dec.) 
32.2 (Dec.) 
69 .3 (Dec.) 
93 . 5 (Dec.) 

11 3 (June) 
94 .5 (Dec.) 

J XTER I OR OF A CA R ""WITH VENDI NG MACHI N ES P L ACE D * Before wage award. t'After wage award. 
O X , V I XDO W PO STS 

installation of about 3,000 machines on the Dallas cars. 
Arrangements have been made for a test run at Knox
ville, Tenn. , and several other systems at this time are 
considering having demonst rations made. 

ployed is largely due, in t he opinion of t he Association 
of Railway Execut ives, to r ules and working conditions 
which r educed the output per man and were introduced 
while the railroads we re under government control. 

The statistics of the past year in Little Rock are of 
interest. An average of forty-eight cars were equipped 
during the year, and on these a gross business of mor e 
than $27,000 was recorded. From this, of course, the 
number of 5-cent sales could be calculated and when 

The statement made by the Association of Railway 
Executives also includes a table of increases in wages 
s ince 1914 with percentage increases in cost of living 
as reported by the National Industrial Conference 
Board and by the Bur eau of Labor. These figures are 
shown in Table I. -

TABLE II- SHOWING I N'CREASE I N NUMBER A N D PAY OF REPRESENTATIVE CLASSES OF STEAM RAILROAD 
E MPLOYEES UNDER NATIONAL AGREEMENT 

Number in Service 
C lass of Employees 1917 a 1920 

Gener a l foremen-M . E. dept . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1,549 1,859 
Gang and other foremen- l\I. E. dept . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 18,043 25, 488 
Machinist,.. .. . ... .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 41, 11 2 64,861 
Boilermakers. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 12,93 1 20,504 
Blacksmiths... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 8, 115 I 0,807 
Painters a nd upholsterers. .......... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 11,087 12,223 
E lectrician, . ... ..... .. .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 9, 564 14,460 
Air brake men.. ......... ........................ . .............. .. .. 5,904 8,064 
Car inspect ors.. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 19,661 26,349 
Car repairers.. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 66,53 1 89,239 
Ot her skilled laborers. ...... ......................... ............. ... 52,989 59,733 
Mechanics' helpere and apprentices . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 86,02 I 129,757 

a First quarter, 1920. b July wage award included for twelve months. 

Increase 19 20 
Over 1917, 
Per Cent 

20 . 0 
41. 3 
57 . 8 
58 . 6 
33 . 2 

102 
51. 2 
36. 6 
34 . 0 
34 . 1 
12. 7 
50 . 8 

Average Annual 
Compensation, 

19 17 .b 1920 
$1, 66 1 $3,039 

1,352 2,786 
1,394 2,382 
1,425 2,473 
1,258 2,237 

950 2,029 
1,030 2,335 
1,086 2,350 
1, 141 2,425 

993 2,116 
1,065 2,229 

822 1,638 

Increale 1920 
Over 1917, 
Per Cent 

83 . 0 
106 . I 
70 . 9 
73 . 5 
77 . 8 

113 . 6 
126. 7 
116 . 4 
112 . 5 
113 . l 
109 . 3 

99 . 3 
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Service-at-Cost Results in Montreal 

AT THE Ottawa convention of the Canadian Electric 
Railway Association, held Jan. 31 and Feb. 1 and 

covered in the issue of this journal for Feb. 5, Col. J. E . 
Hutcheson read a paper on the results secured under 
the service-at-cost franchise in Montreal. He exhibited 
some charts, two of them in colors, which showed the 
data in concr~te form, these charts having been prepared 
for the Montreal Tramways Commission. The charts 
were not available for publication at the time, but ar
rangements to .this end were made later and the data 
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were brought up to a considerably later date than those 
shown in the convention. For the reader's convenience 
the graphs have been combined to render them more 
readily comparable and they are reproduced on this 
page. 

In both charts the expenses are itemized under eight 
heads, the percentages being laid off one above the other 
in the following order: Operating expenses and taxes, 
maintenance and renewal expenses, 6 per cent interest 
on capital, 7 per cent interest on additions to capital, 
6 per cent interest on working capital, cost of financing, 
rental due city of Montreal and contingent reserve. For 
convenience these are expressed in terms of gross re
ceipts, the actual monthly values of which, to January, 

1921, are given in the right-hand column. Referring to 
the right-hand chart, it will be noted that since Novem
ber, 1919, the gross receipts have usually exceeded the 
expenses, so that a substantial reduction in the deficit 
was made during 1919. This deficit was accumulated 
while the actual authority of the commission to regulate 
fares was being determined in the courts. Colonel 
Hutcheson stated in his paper that the earnings per 
passenger were as follows: Feb. 10 to Sept. 30, 1918, 
4.09 cents ; Oct. 1, 1918, to Oct. 31, 1919, 4.80 cents; 
Nov. 1, 1919, to Aug. 31, 1920, 5.85 cents; Sept. 1 to 
Nov. 30, 1920, 6.09 cents. 
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r ece ipts. At bottom, gross r eceipts in dolla r s per m onth. 



American A ssociation News 
EXECUTIVE COMMITTEE DECIDES AGAINST EXHIB ITS AND WILL ANNOUNCE CONVEN

TION CITY SHORTLY- APPOINTMENT OF NEW SECRETARY POSTPONED PENDING 
REPORT OF COMMITTEE ON PLAN AND SCOPE- NATIONAL ELECTRIC 

RAILWAY DAY TO BE CELEBRATED MAY 4 

Executive Committee Holds 
Important Meeting 

Settles Question of Convention and Will .Make Study of 
Organization of Other Associations Before 

A ppointing Secretary 

X A MEETING held in New York on April 16 the 
executive committee of the American Electric 
Railway Association decided to appoint a com

mittee to study carefully the needs of the associat ion 
and of t he industry so as to make the association of 
g reater benefit to all of its members than it has been 
in the past. The opinion was generally expressed that 
at this time and before a successor to Secretary Burritt 
should be appointed it would be most desirable to m ake 
s uch changes in the organization as might adapt it bet
ter to efficient work and to get such suggestions as 
might be available from the working of other national 
associations of somewhat similar character. For t his 
reason the appointment of a successor to Mr. Burritt 
was postponed, pending the report of a new committee 
of twelve, whose selection was left to President Gadsden. 
At the same meeting it was decided not to have exhibits 
at the convention this year, but no definite decision was 
reached on the place for the convention. . 

The meeting was held at the office of the association 
a nd the m~mbers of the executive committee in attend
ance were: 

President P. H. Gadsden, Philadelphia; Vice-Presi
dents Britton I. Budd, Chicago, and C. D. Emmons, 
Baltimore. Members of the executive committee, E . F. 
Wickwire, Mansfield; H. R. Mallison, Montreal; J. N. 
Shannahan, Hampton; \V. H. Sawyer, East St. Louis; 
R. P. Stevens, New York; W. G. Gove, Brooklyn; John 
J. Landers, York, Pa. Past-Presidents W. Caryl Ely, 
New York; T. N. McCarter, Newark; Charles L. Henry, 
Indianapolis; L. S. Storrs, New Haven; John J. Stan-

·ley, Cleveland; C. L. Allen, Syracuse; George H. Har
ries, Omaha. Others in attendance included F rank W. 
Frueauff, New York; M. B. Lambert, P ittsburgh; 
Joseph K. Choate, New York; J. G. Barry, Schenectady; 
James H. McGraw, New York; S. M. Curwen, Philadel
phia; Henry R. Hayes, New York; B. C. Cobb, New 
York; 1\1. R. Boylan, Newark; H. G. Bradlee, Boston ; 
J. D. Mortimer, New York; E. C. Faber, Chicago, and 
A. M. Robinson, Philadelphia. 

AUDIT P RACTICALLY C OMPLETED 

President Gadsden opened the meeting by declaring 
that the audit of t he accounts of the association had 
now been practically completed and he is anxious to 
have t hose in attendance as well as the members at 
large understand exactly what had been found and what 
was being done to avoid any defalcation in future. He 
explained that it has been t he custom of the associa
t ion fo r the past fifteen or twenty years to have the 
books audited in the fall of each year by m embers of 
t he auditing department of the Public Service Railway 
of N ewark, N. J. When the time came for the audit last 

September, the audit ors were requested by the former 
bookkeeper of t he association, W. 0 . Gibson, to wait 
so that t he books could be written up. Several other at
tempts were made to conduct the audit, but an excuse 
of one kind or another was made by Gibson in each case. 
When a start was made, it was found that the books had 
not been written up since June. President Gadsden 
was immediately notified by telephone, and further ex
amination by the auditors showed that there had been 
defalcation. When confronted by the evidence, Gib
son admitted that $31,000 had been t aken. The 
plan was that when he wanted money he would secure 
the signature of the secretary, who had perfect confi
dence in him, t o a bank voucher and then would make no 
return of t he voucher. The largest amount t aken on 
any single voucher seems to have been $5,200, and the 
evidence at hand indicates that the defalcat ion began 
about August, 1919. 

President Gadsden said that after consulting with 
several members prominent in the association and near 
at hand he secu red the arrest of Gibson, who is now out 
on $15,000 bail. Up to this time no evidence has been 
found that any one else is criminally involved in the 
case, and Mr. Burritt, the former secretary, has been 
actively assisting the auditors. The prosecution of Gib
son is in the hands of Carl R. Miner, an attorney con
nected with Hodenpyl, Hardy & Company, and t he evi
dence so far indicat es that the defalcation is between 
$40,000 and $50,000. It is possible that some of. this 
may be got back from the defaulter. 

WORK OF THE ASSOCIATIO N WILL NOT SUFFER 

Fortunately the finances of the association, according 
to President Gadsden, a re such that it will not actually 
suffer so greatly from the defalcation as might be ex
pected. The reason for this is partly because of the 
increase in dues a dopted last year and partly because 
with the higher fa res prevalent on most properties 
and with t he dues based on a percentage of the receipts, 
the amounts r eceived have considerably exceeded the 
expenses of the association. Economy will have to be 
used, but no assessment will be required, and it is pos
sible that with economical operation t he rate of dues 
may be r educed next year. Mr. Gadsden added that he 
considered before this disclosure t hat t he railways had 
run t h rough the gamut of adversities, but this trouble 
cert ainly capped the climax. Nevertheless, he thought 
that the members might f eel that the motto of the Sal
vation Army applied to them, namely, that a railway 
man may be down but he is never out. 

As regards the immediate future, tli.e association with 
t he cash on hand and receipts expected during the rest 
of the year will have resources of about $100,000, 
and expenses of about $77,000, leaving a balance of 
between $22,000 and $23,000. This does not include, 
however, any amount for the salary of a secretary who 
might be appointed. He did not believe that the work 
of the association would be embarrassed in any way 
provided the president should be authorized to borrow 
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on notes a sum not to exceed $10,000. In regard to 
bonds, he explained that the bookkeeper was under a 
bond of $2,000 and the secretary under a bond of 
$20,000, but owing to some unexplained reason these 
policies had been allowed to lapse. The policy for 
$20,000, however, did not lapse until December of last 
year, and most of the defalcation had occurred before 
that date. Mr. Gadsden then said that in the emergency 
he had asked Mr. Welsh, at that time statistician of the 
association, to act as secretary pro tern. Mr. Welsh 
has performed the duties of this office in a very satis
factory way and the thanks of the association were 
due to him. 

APPOINTMENT OF SECRETARY POSTPONED PENDING 

REPORT OF PLAN-AND-SCOPE COMMITTEE 

Taking up then the question of the appointment of 
a secretary, Mr. Gadsden said that seven or eight names 
of possible candidates had been presented by members, 
but said he himself had no one 
particularly to recommend. 

twelve to make a study of the needs and opportunities 
of the association, to take as long as was needed and to 
report its recommendations with suggestions as to the 
name or names of men qua lified to carry out the work 
of directing the work of t he association. It was decided 
also that th is would include the fu t ure publication policy 
of the association as regards Aera. Mr. Gadsden then 
said that he was sure that the committ ee would welcome 
suggestions from the members of t he association as to 
ways in which the work of the associat ion could be im
proved or desirable changes in t he plan and scope of the 
organization of the association. He said he would 
not announce t he membership of t he commit tee at that 
time, but did so on April 19. The names appear in the 
panel on this page. Mr. Gadsden then said that he had 
asked the auditor of the association, Mr. Boylan, to 
prepare a statement of the entire financial situation to 
be included in t he minutes of the meeting. 

Several resolutions were then adopted. One was 
that fo r the present checks 
should carry two names, that 

He felt that in any such selec
tion the president of the asso
ciation should not take a pre
ponderating part, as the pres
ident is a temporary officer 
only, whereas the secretary, 
if he is the proper man, will 
guide the affairs of the asso
ciation long after the president 
has retired to the ranks. 

Committee on Plan and Scope of 
American Electric Railway 

Association 
Anncunced by President Gadsden 

April 19, 19 21 I 

of the president and that of 
B. A. Hegeman, Jr. Another 
was that the president would 
be authorized t o issue a not e 
for $10,000 t o care for any 
immediate liabilities of the 
association. 

President: P. H. GADSDEN ..... Philadelphia CONVENTION IN O CTOBER, BUT 

WITHOUT EXHIBITS Past-President: JOHN H. PARDEE, N ew Y ork 

Vice-Pl'esidents : Nevertheless, while he had 
no candidate for the position, 
Mr. Gadsden said that he had 
very positive views of the type 
of man who should be selected. 
In his opinion the time has 
come when the association 
should be set on a higher and 
broader plane of usefulness. 
Up to three or four years ago 
it was only a small organiza
tion with a budget o{ from 
$30,000 to $40,000. Everybody 
knew most everybody else, 

BRITTON I. BUDD . ..... . ....... Chicago 
John G. Barry, chairman of 

the committee on location for 
the next convention, was then 
called upon to present the re
port of that committee. Mr. 
Barry explained that the com
mittee had canvassed the ques
tion of an exhibit at the next 
convention and had also con
ducted a poll of the manufac
turer members of the associa
tion. The recommendation of 
the committee was that there 

C. D. EMMONS .... ... .. ..... Baltimo-ce 

Members of executive committee: 

I R. P. STEVENS . ..... .. ...... New Yo rk 
W. H. SAWYER . .... .... . East St. Louis 

Members hip at large: 
JOHN G. BARRY ...... ... .. Schenectady 
H. V. BOZELL .. .. ....... .. . New Yol'k 
H. G. BRADLEE .... ...... ..... . . Boston 
HARLOW C. CLARK ....... ..... Newark 
B. C. COBB ... . ......... .... New York 
MYLES B. LAMBERT . . ... .... Pittsburgh 

and the secretary's office was 
a sort of social headquarters for visiting railway men. 
This was all right so far as it went, but in the future 
the office should be a place where much more effec
tive work should be done for the benefit of the in
dustry. The future secretary should be a leader, a man 
with vision and personal force, some one to do the think
ing for the industry as a whole. 

The president said he thought the association could 
learn much from the practice of the National Electric 
Light Association and the American Gas Association, 
both of which were doing work largely along the lines 
which he had in mind. Then he asked whether it would 
not be wise to reorganize the association along such 
lines and then look around to see who would manage it. 

In response to Mr. Gadsden's request for different 
members to express their opinion there were remarks 
from Messrs. McCarter, Budd, Bradlee, Curwen, Saw
yer, Mortimer, Stanley, McGraw and Cobb, all of whom 
expressed themselves in agreement with the sentiments 
expressed. 

The motion was then made and carried that the pres
ident should be authorized to appoint a committee of 

should be no exhibit. The pres
entation of the report of Mr. 

Barry was followed by a general discussion as to the 
relative merits of different cities for the meeting. An 
early announcement will be made. It was decided that 
the convention would be held during the week beginning 
Oct. 2, and the president was authorized to confer with 
the committee on subjects to determine the length of the 
meeting, whether it should be four days as usual, or a 
shorter t ime because of the omission of exhibits. 

OTHER BUSINESS TRANSACTED 

Mr. Stevens for the Transpor tation & Traffic Asso
ciation then asked the association to appoint a commit
tee to t ake up certain phases of the one-man car 
situation, particula rly to decide whether it would be 
worth while to compile considerable data in regard to 
the use of one-man cars and if so how best to obtain 
it. The motion was passed. 

The president then announced that Frank Hedley, 
president Interborough Rapid T ransit Company, had 
resigned as a member of the executive committee of t he 
association on account of lack of time to attend to t he 
duties of t hat office. The res ignation was accepted. 
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The president then gave some figures of the number of 
requests fo r information that were being r eceived by 
the association from member companies to indicate that 
t he number of requests was increasing, showing t hat 
t he normal functions of the association were going on 
a nd t hat it was of increasing benefit to the members. 

E. C. F aber, Chicago, and Labert St. Clair of the 
association office, then gave some particulars as to t he 
work of the committee on publicity. They explained 
t hat it is hoped to make May 4 a " National E lectric 
Railway Day." On this day electric railways would be 
encouraged to emphasize the progress which had been 
made in the electric railway art during t he last forty 
years and the additional service which these companies 
were now rendering the public. The date , May 4, was 
select ed because it was the anniversary of the comple
t ion of the Richmond road in 1888. Mr. St. Clair then 
explained t hat a pictorial hi story of the industry was 
being compiled showing the growth and enormous in
crease in the investment, and the obsolescence to which 
s uch apparatus was subject. Mr. St. Clair also pre
sented examples of car cards and other advertising, as 
well as other work of the department. 

A discuss ion then fo llowed on various methods of 
publicity. Mr. Budd told about the work of the Illinois 
Commit tee on P ublic Utili ty Information and said that a 
number of utility officials in Ill inois had volunteered to 
be prepared to make addresses on utility problems before 
Chambers of Commerce and other organizations when 
requested to do so. Other speakers on t he subject in
cluded Mr. Faber, Mr. Storrs, General Harries, Mr. 
Wickwire and Mr. Lambert . 

The concluding business of the association was a 
discussion as to whether municipal properties should be 
admitted as members of the association, but no final 
act ion was taken. The meeting then adjourned. 

National Electric Railway Day 

MAY 4 has been designated by the American Elec
tric Railway Association as National E lectric Rail

way Day fo r the pur pose of calling public attention to 
the present highly effective transportation service that 
the electric railways now r ender as compared to the 
service a third of a century ago. Electric railways 
t hroughout the country are urged to give the lesson of 
i mproved service on that day by displaying early-day 
,cars, part icularly horse cars, and by drawing attent ion 
to the improvements over former-day service. The big 
lesson, of course, that can be drawn from the display 
is that although service has greatly improved fares have 
scarcely increased, if, indeed, they are not lower in 
many cities, with the diminished value of the dollar, 
t han they were in the old horse-car days, when the 
short hauls were in vogue. 

May 4 has been selected because it is an important 
day in electric railway development. Thirty-three years 
ago on that date the cont ract for the first successful 
overhead trolley line to be conducted on a large scale 
was completed in Richmond, Va. Thirty cars were put 
into service. 

A suggested program for the day and mats of phot o
graphs of early cars have been prepared by the adver
tising section of the Division of Information and Serv
ice and are being sent to member companies. Among 
the plans suggested are t o man the early car with a 
crew which has been long in the service, off er prizes to 
school children fo r essays on the hist ory of the local 

transportation system and provide the trainmen with 
badges carrying the words "National Electric Railway 
Day," etc. 

Distribution of F. E. R. C. Report 
A. CTING Secret ary J . W. Welsh of the American As

.fl.. sociat ion has notified member companies that a lim
ited supply of the complete proceedings of the Federal 
Electric Railways Commission report, bound in buck
ram, are available . As far as the supply will permit, the 
association will furni sh without charge a complete set 
of the volumes to any city or college library, or to any 
city official designated by a member company. As the 
requests must come through the member companies and 
as the librarians may not know about the report, it de
volves upon electric railway officials to take the initia
t ive in seeing that their local college and public libraries 
are given an opportunity t o secure these volumes. 

Hoover Resigns as President of American 
Engineering Council 

AT ITS meeting in Philadelphia on Saturday, April 
16, American Engineering Council of the Federated 

American Engineering Societ ies accepted the resigna
t ion of Herbert Hoover as president. Mr. Hoover gave 
as his reasons for resigning the fact that the council 
was, by its constitution, necessarily engaged in further
ing national activities which involve legislation and that 
h e as a member of the executive branch of the Govern
ment could not consistently direct such activity as an 
officer of American Engineering Council. The council 
expressed regret at Mr. Hoover's retirement, and voted 
its appreciation of his leadership during the organiza
tion period of the council and h is initiation of policies 
and effort. 

The meeting of the council was one of the most 
important yet held. The committee on the elimination 
of waste in indust ry presented a preliminary report 
and indicat ed some of the benefit s to be der ived by 
American indust ry from the final report. 

L. W. Wallace, executive secretary, reported on the 
employment service of the council and made recom
mendations for its broadening, which were adopted. 
He also explained the act ivity of the council with respect 
to licensing of engineers, which was in line with the 
policy previously announced and indicated in these 
columns. Other matters reported on were publicity, 
petit ions of the council for appointment of an engineer 
as Assistant Secretary of War, not obtained, and an 
engineer to the Interstate Commerce Commission, still 
under consideration, and other relations to the executive 
branch of the Government. 

The next meeting of t he council will be held in 
St. Louis on June 3. 

Trackless Trolley at Leeds 
DECEN T reports frorm Great Britain indicate that 
l'-.Leeds is preparing fo r t rackless trolley service in 
one section by providing a bituminous concrete wear
ing surface over the present paving and tramway tracks, 
completely burying t he latter. The Leeds Corporation 
Tr amways is said also to have under construction a 
trackless vehicle of the double-deck type, to seat fifty 
persons. 

According to present plans this vehicle will be pro
vided with pneumatic ti res. 
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Open Shop Likely 
Present Controversy at Davenport 

Would Seem to Leave This as 
Only Course Open 

The open shop looms up as a strong 
possibility in the industrial policy of 
the Tri-City Railway, Davenport, Ia., 
after June 1 as a rf'sult of two moves 
against the traction lines founded on 
a contract with the trainmen's union. 

First came an injunction suit by the 
Socialist cjty attorney restraining the 
company from putting into effect a 
wage reduction from 70 to 40 cents an 
hour. The Socialists in the City Coun
cil had previously refused the company 
permission to install one-man cars and 
otherwise economize. 

For this reason the company is bound 
under this injunction to keep a 70-
cent scale until June 1 or to continue 
losing money and meet the exacting 
demands of a ruinous contract although 
the company states that this contract 
was negotiated on the unders tanding 
that wages could be reduced if the 
Council did not grant a fare sufficiently 
high. 

Again, matters were complicated for 
the company with the public when a 
s tate board of arbitration found against 
the railway in a dispute over the dis
charge of a union official. The board 
found that the company erred in not 
submitting this dispute to arbitration 
in accordance with the t erms of its 
contract with the trainmen . 

EDITOR THINKS COMPANY ERRED 

Last year a compulsory arbitration 
clause in the contract brought an in
crease in wages from 60 cents to 70 
cents an hour. During times of rising 
wages the contract did not protect the 
company as it voluntarily raised the 
wage above the contract scale in order 
to secure an adequate supply of labor. 

For these reasons there is a strong 
probability that when the unions refuse 
to accept the contract the company 
might feel justified in suggesting that 
employees will be hired and paid as 
the company shall see fit and not in 
accordance with the terms of any con
tract-in other words, the open shop. 

The finding of the state board of 
arbitration against the Tri-City Rail
way growing out of the discharge of 
the union president by the company 
has provoked considerable discussion. 
An editorial writer in one of the local 
newspapers stated that in view of this 
decision of the board the company 
should reinstate the discharged union 
president. He stated that the dis
charge had been caused by a public 
address made by the union president 
and that employees' associations would 
employ business agents if their officers 

PERSONAL MENTION 

could not speak without fear of dis
charge. 

While the board which considered the 
matter of the discharge found the com
pany was in error in denying the arbi
tration of the controversy, it did not 
recommend the reinstatement of the 
discharged union official, stating this 
was not within its province. 

Wage Reduction Accepted 
Willingly 

A group of former employees of the 
Eastern Massachusetts Street Railway, 
some of whom have been out of work 

Cleveland Men Accept 
Wage Cut 

MEMBERS of the union in 
Cleveland, at a referendum elec

tion on April 15, voted 2,158 to 348 in 
favor of a 20 per cent reduction in their 
wages effective May l, when the 
present agreement with the Cleveland 
Railway expires. They ratified the 
wage cut rather than submit the matter 
to arbitration along with the p roposi
tion of permitting the open shop 
question to be an issue in arbitration 
proceedings. 

Starting on May 1 trainmen in 
Cleveland will receive 55 cents an hour 
for the first three months of service; 
58 cents for the next nine months and 
60 cents an hour after the first year, 
instead of 70, 73 and 75 cents an hour, 
the rate which has been in effect. The 
company will still pay time and a h alf 
for Sunday and holiday overtime, but 
only time and a quarter for overtime 
on week days. Extra pay for spreads 
of more than fourteen hours on swing 
runs is abolished. There will b e no 
eight-hour limit for runs on Sunday 
and holidays as in the past, nor will 
ten hours' pay be given for eight-hour 
runs on night cars. 

Officia ls of the Cleveland Railway 
estimate that the wage reduction for 
trainmen will save the company close 
to $100,000 a month. There is little 
prospect, however, of a change in fare 
under service-at-cost in the near future , 
for on April 1 there was a deficit of 
$50,000 in the interest fund, which 
must be built up to $750,000 before 
there can be a reduction in fare. 

since that company ceased operation of 
its lines in Woburn, recently held a 
meeting in one of the carhouses and 
sent a letter to the trustees signifying 
their willingness to accept a reduced 
scale of wages if the trustees will re
sume operation in that district. A short 
while ago a similar communication was 
received from some of the men who 
worked on the Gloucester lines before 
that division suspended operations. 

Wage Cut in Detroit 
Mr. Burdick Reiterates Determination 

of Company to Reconcile Pay with 
Changed Economic Conditions 

That the wages of the pla tform em
ployees of the Detroit (Mich.) United 
Railway are to be decreased from 20 
per cent to 28 per cent effective on May 
1 was announced in a letter under date 
of April 15, addressed by E. J. Burdick, 
assistant general manager of the com
pany, to officials of Division 26 of the 
Amalgamated Association. The de
crease will put the men on the pay 
basis which existed before the wage in
crease of last May. It is being made 
because the company can no longer sup
port the present pay roll and render 
adequate service to the public. 

The pay for all motormen and con
ductors in passenger and freight serv
ice except those employed on the Pon
tiac and Flint city lines will be as fol
lows: for the first three months, 50 
cents an hour; for the next nine 
months, 55 cents an hour; aft er twelve 
months in service 60 cents an hour. 
The rates for Pontiac and Flint city 
line employees will be 2 cents less an 
hour in each of the three classes . 

In his letter Mr. Burdick calls atten
tion to the fact that since Jan. 1, 1916, 
wages of the low rate men have been 
increased 180 per cent, of the middle 
rate men 143.33 per cent, while the 
wages of the high rate men have been 
increased 134.38 per cent during the 
same period. A table showing the 
fluctuations of living costs for the pe
riod included between Jan. 1, 1916, and 
April 9, 1921, is included in the letter. 

The present rates of pay received by 
the three classes of men are 70 cents, 
73 cents and 75 cents an hour. The re
ductions to 50 cents, 55 cents, and 60 
cents an hour will mean decreases of 
28.57 per cent, 24.66 per cent a nd 20 
per cent. The new rates will exceed 
the 1916 rates by 100 per cent in the 
case of the low rate men, 83.33 per cent 
for the middle rate men and 87.50 per 
cent for the high rate men. 

A reduction in pay to all employees 
except motormen and conductors was 
made effective on Jan. 1, of this year. 
When the company proposed last De
cember to decrease the wage rates of 
platform .employees 20 per cent, the 
union officials questioned the company's 
right to open the wage question at that 
time. The men were willing to arbi
trate the matter and an arbitrator was 
appointed by the company and one by 
the men. The two arbitrators were, 
however, unable to agree on a third 
arbitrator to complete the board. 

No opinion has been expressed by the 
union officials as to whether or not the 
proposed wage cut will be accepted. 
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Utilities Commission 
Re~created 

Kansas Industrial Court Overloaded a nd 
Another Body Is Created t o 

Supervise Utilities 

Governor Allen of Kansas, having 
found the Kansas Court of Industrial 
Relations too busy to handle the public 
utilities of the state in addition to the 
industrial question, addressed a special 
message to the Legislature on this 
point, :md as a result that body has 
re-created a utilities commission to re
place the one which had been abolished 
at the time of the creation of the In
dustrial Court and whose function had 
been asc:;umed by the Industrial Court. 

COMBINED HEARINGS PROVIDED 

The new law provides, however, that 
cases involving question of wages, in
dustrial conditions. or other industrial 
disputes, within the normal jurisdiction 
of the Court of Industrial Relations 
are to be heard as a combined case and 
determined at the same time by the 
Public Utilities Commission and the 
Court of Industrial Relations sitting as 
one body. The presiding judge of the 
Court of lnduc:;trial Relations is to pre
side at the hearing, and in the event 
of a tie vote the presiding judge of the 
Court of Industrial Relations is to cast 
the deciding vote. 

National and local interest attached 
to the operations of the Kansas Court 
of Industrial Relations from the in
ception of that body. The fear that 
arose when it was proposed to re
establish the Utilities Commission that 
the advantageous f eature would be lost 
of having one court look into both sides 
of a utility question, with regulatory 
power over labor as well as over capital, 
was overc~me by placing a case which 
involved both labor and rates of fare 
before both commissions as a combined 
body. This fear, although pronounced, 
was shown by Governor Allen to be 
largely groundless, for in his message 
to the Legislature he pointed out that 
out of 650 public utility causes before 
the Industrial Court in the past year 
only three related directly to the sub
ject of both rates and wages. 

DUAL AUTHORITY CAUSED CRITICISM 

In his argument for the re-establish
ment of the Public Utilities Commis
sion Governor Allen pointed out that 
the unfortunate results of adding pub
lic utility administration to the work 
of the Court of Industrial Relations was 
to make up public utilities law para
mount and the work of the Industrial 
Court incidental. Moreover, the Indus
trial Court had been unable to touch 
many duties of general industrial de
velopment. The Governor said: 

In addition to the criticism of the court 
due to lack of time for proper industriai 
work, it has suffered constant misrepresen
tation out of the unavoidable confusing of 
its purposes with the purposes of the public 
utility work. During the year in which 
the old Public Utilities law had been ad
ministered by the Industrial Court, there 
has been 650 public utility cases. The 
court has deemed it wise in a great number 
~lte~~ese cases to increase public utility 

Notwithsta ndin g t h e fact t h at n on e of the 
principles of t he I n dus t r ial Court Jaw wer e 
concerned in these public utility increases, 
every criticism that has come as t h e resul t 
of the increase in pub lic utility rates has 
been placed, not upon the old Public Utili 
ties law, but upon the new Industrial Court. 

Public ut ility regula tion thus was dr a m.i 
atized as a new thin g which had its or igin 
in the Court of Industrial Relations. T he 
fact was Jost sight of that it was a w ork 
carried on since the establishment of the 
Board of Railroad Com;sissioners in 1883, 
and the Industrial Court became familiar 
to the public, not upon its m erits, but upon 
the activities which attend its regulation 
of public utilities in a peculiarly t rying 
period. 

Public utili ty administration, instead of 
becoming incidental to the Court of Indu s
trial Relations. became distorted into the 
chief aim of the n ew court. The big, real 
purpose of the labor court was lost to 
public view. The real purpose and value of 
public utility regulations also became sub
jected to the unreasoning attack of those 
who as a result of labor politics was fight
ing the Industrial Court. 

Judge Clyde M. Reed, one of the 
members of the Industrial Court, was 
made chairman of the new Public Utili
ties Commission. Further facts with 
relation to the personnel of the commis
s ions will be given in a later issue. 

God Bless Stone & Webster! 
The Seattle Daily Tirnies recently 

closed its contest and awarded prizes 
for the best solution of Seattle's m u
nicipal street railway problem, for 
which a prize of $200 was offered. In 
the fi nal analysis, the Times was un
able to decide upon a single pla n. In 
consequence, two winners were picked 
by the judges, and the full sum of 
$200 was awarded to each. 

The prize-winners were selected from 
the twelve contestants who had won 
prizes of $25 each in the weekly con
test. The two prize-winning solutions 
were submitt ed by E. H. Severson and 
C. T. Conover. Mr. Conover said: 

There is only one thing t o do-get down 
on our knees to the former owners of the 
street car lines, humbly and contritely beg 
their foregiveness, give assurance of a 
fair deal in futur e and make the best 
a1Ta n gement possible for a return of the 
lines. This would involve granting a fair 
equitable franchise and affording the com
pany a bsolute security from persecution by 
the City Council. Perhaps nothing of this 
sort can b e accomplished but it is the on ly 
hope. 

Stone & ,vebster came into this city and 
bought up a lot of disconnected lines some 
of them in the hands of receivers.' The 
money was supplied by several thousand 
middle class N ew Engla n d people-some 
!JY the estates of widows and orphans-all 
mvested on Seattle's good faith and pros
pects. The company became the largest 
employer of labor in Seattle and, unt 
harassed by the City Council gave us an 
admirable car service and m ade all reason
able extensions. It paid the largest burden 
of taxes of any corporation in Seattle a,,-, 
in addition paid a gross earnings tax · had 
to h elp build bridges, pave streets, et'c. 

It became the sport of the City Council · 
it was baited and harassed and strangled 
until n~ further extensions were possible: 
the equipmen t fell off and dividends prac
tically ceased. Then the city stepped into 
the pit it had dug, surrendered the vast 
revenue from taxes and undertook to op 
erate by political m eans what had very 
n early fa iled under efficient private man-
;;;~~t~ r~~!~i:s. payin g for the system 

Every san e man knew it could not be 
don~. '.J'here is only one solution : On what 
basis, 1f a n y, w ill Stone & Webster take 
the syst em back, assu ming- that t h ey can 
b e assured that t h e p roperty will not again 
~f;t~1fe the football of political opportu-

. Meantime we must elect to the City Coun
cil men pledged to fight to the last d itch 
to prevent t!°Je $1 5,000,0 00 of utility bonds 
from becommg a g en er a l obligation anrl 
whose p ledged wo rd is k nown to b e good. 
ii!t~~~~:e~,;we sha ll h av e t o " let n a ture t a k e 

Purchase Negotiations Begun 
Detroit United Railway Accepts Grace

fully the Will' of Voters and 
Helps City 

Conferences are being held between 
the attorney for the Detroit United 
Railway and city officials with a view 
to starting negotiations for the city to 
take over eight day-to-day agreement 
lines of the railway as approved by the 
people at the recent election. According 
to Mr. Stevenson, counsel for the com
pany, eng,ineers for the company are 
n ow working on the cost figures of 
th ese eight lines. The figures will be 
taken from the company's books and 
will be based upon the cost of tracks 
and equipment. 

PRICE MAY BE ARBITRATED 

The day-to-day agreement lines were 
built by the company but the city 
reserved the right to take over the lines 
a t cost less depreciation at such time as 
it was desired to operate them as part 
of a municipal system. It is the mutual 
belief of the company's a ttorney and 
th e city official s that a board of arbitra
tion will be r esorted to to settle the 
price to be paid by the city. 

While no definite views were ex
pressed regarding the question of 
t a king over the Fort Street and Wood
ward A venue lines where franchises 
have expired, it was intimated by Mr. 
St evenson that the company was will
ing t o consider the views of the city at 
such time as the people decided that the 
city should take over these lines, with 
the idea of fully co-operating with the 
city in providing the needed service. 

The Fort Street and Woodward Ave
nue lines , if joined with the lines the 
city is constructing and with those 
which it is planned to take over, will 
g ive the city two main lines to the 
heart of the city. The recent ruling 
of the Supreme Court upholding the 
legality of Mayor Couzens' municipal 
ownership system also held that the 
company's rights on Fort Street and 
Woodward Avenue having expired, 
these streets would have to be vacated 
a ny time the city desired. City officials 
believe that these lines will not be torn 
up but that they will be taken over 
instead in order that the people be sub
jected to as little inconvenience as 
possible. The voters may be called on 
t o decide upon the purchase of the Fort 
Street and Woodward Avenue lines. 

C ROSSING QUESTION BEING ADJUSTED 

The question of crossing of the com
pan y's tracks by city lines was also 
t ouched upon in the recent conference. 
Corporation Counsel Wilcox has filed a 
br ief in the suit instituted by the city 
to determine judicially the city's right 
to make such crossings. A copy of the 
brief and blue prints of what the city 
considers the proper type of crossing 
have also.been submitted to Mr. Steven
son. As soon as the company's engi
neers approve the blue prints, tempo
rary crossings will be permitted until 
a type of crossing has been decided 
upon for permanent installation. 
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Agitation to Abolish Wisconsin 
Commission 

Assemblyman Peterson of Milwaukee 
has announced that he will endeavor to 
have legislation enacte<;I ~bolishing . the 
present Railroad Commiss10n. The id~a 
is to substitute in its place a Public 
Service Commission with a membership 
of three, the personnel to be appointed 
by the Governor. It was Mr. Peterson 
who started the proceedings which 
resulted in the interpellation of the 
commission of Feb. 24 by Legislature 
regarding the commission's policy in 
dealing with public utilities. 

An effort will also be made to have 
enacted an amendment to the public 
utility law which would require utility 
companies earning more than 8 per cent 
to place the excess in a sinking fund t_o 
be used to care for emergency condi
tions or for such other similar purposes 
as shall be determined from time to 
time by the proposed public service 
commission. The theory seems to be 
that the reserve fund would tide util
ities over lean years and, perhaps, avoid 
increased rates. The measure will also 
provide that in fixing the va}ue of a 
utility's property invested capital shall 
not be construed to include borrowed 
capital. 

Whatever opposition exists to the 
present Railroad Commission will prob
ably be mobilized in support of the 
Peterson legislation, but it is said to be 
doubtful whether this legislation will 
be enacted. 

In connection with the attack upon 
the present commission, the Milwaukee 
Common Council has adopted a resolu
tion instructing the City Attorney to 
draft legislation for introduction in the 
State Legislature abolishing all au
thority of the Railroad Commission o~er 
public utilities, vesting such authority 
in Common Council. 

At the proceeding on Feb. 24, which 
revolved mainly around the Milwaukee 
Gas Light Company, Chairman Jackson 
of the Commission told the Legislature 
that the Milwaukee Gas Light Com
pany, which had been recently granted 
a 20 per cent increase in rates, is earn
ing only 3.7 per cent on its valuation as 
compared with 8 per cent considered 
reasonable by the commission. It was 
brought out that in the past ten years 
the Gas Company had declared divi
dends averaging 13.8 per cent and-that 
in 1916 the dividend rate had been 23.7 
per cent. Mr. Jackson pointed out, 
however, that the policy of Wisconsin 
regulation is to permit a fair return on 
the physical valuation basis and not to 
regulate dividends. 

Trial Operation for Three Months 
The railway system at Mariett::i, 

Ohio, has begun operations for a trial 
period of three months, during which 
time the officials of the compary hope 
to demonstrate to residents of the com
munity and city officials the exact 
financial status of the operation of cars 
in this city. One-man cars are being 
operated, with a 7-cent fare. Service 

is maintained over three separate 
routes, transfers being issued to other 
lines. · , 

With the expiration of the company s 
franchise a tentative agreement was 
reached between traction officials and 
members of the City Council whereby 
the present test of three months was 
started. During this time receipts and 
expenditures on the various city li~es 
will be recorded in order to determrne 
exactly the revenue derived from ea:h. 
The Council is privileged to examme 
all books of the company during the 
trial period and to name an _auditor 
to examine accounts. A detailed re
port showing the expenditures and :e
ceipts of each line will be filed with 
the Mayor within fifteen days after the 
expiration of each thirty-day period. 

New York State Wages to Be 
Arbitrated 

The employees of the New York 
State Railways in Rochester, ~yrac1;1se 
~md Utica represented by their umon 
officials and the officers of the comp~ny 
have signed an agreement providmg 
for the arbitration of the differences 
caused by the proposal of the company 
to reduce the wages of the men 25 per 
cent. The action came as the finale of 
more than a week's negotiation. 

As noted in the ELECTRIC RAILWAY 
JOURNAL several weeks ago the com
pany submitted a revised agreement ~o 
become effective on May 1. In this 
proposal it said that it felt that the 
wages as fixed by the National War 
Labor Board for trainmen under date 
of July 31, 1918, would be fair to all 
parties interested under the contract. 
The company also outline~ chang~s 
which were desired in workmg condi
tions. It explained at that time that 
the wages of the employees had been 
increased 126.41 per cent over those 
paid at the beginning of the w~r_. 

In accordance with the provis10n of 
the present contract calling for arbi
tration the company will appoint an 
arbitrator the men will appoint an 
arbitrator' and these two will appoint 
the third member. 

Pending the decision of the arbitra
tion board the working conditions of 
the 1920 contract are to remain in 
force but the rate of wages in the 
comp~ny's contract submitted under 
date ol' March 29, 1921, are to become 
effective as of May 1, except that in 
no case will the differential be more 
than that of motormen and conductors 
on city lines. It has also been agre~d 
that the question of wages to be paid 
men operating one-man cars will be 
determined by the arbitration board. 
The award is to be retroactive to May 
1. Both sides agree to be bound by the 
finilin~. . 

Benjamin E. Tilton, vice-president 
and general manager of the New York 
State Railways, has been selected as 
the company's representative on t he 
arbitration board. Mr. Tilton was the 
company's arbitrator in the settlement 
of the strike of last May. 

Mr. Culkins Sees Municipal 
Ownership Ahead 

That the final outcome of the rail
way tangle in Cincinnati, Ohio, might 
be municipal ownership of t_h~ local 
railways was intimated by Will~am C. 
Culkins, Director of Street Railways, 
in a letter addressed to members of 
the Ohio Senate, condemning the Gris
wold bill limiting municipal indebted
ness as it has been amended and now 
pending in the State Senate. 

Mr. Culkins said in his letter that 
in behalf of the car-riding public he 
urged the Senators to use their best 
efforts to bring about the defeat of the 
measure in its present form, since it 
practically would nulli~y the c?nsti!~
tional privilege of ownmg pubhc utili
ties other than water-works. 

Part of the letter reads as follows : 
Although Cincinnati ma); never desire to 

exercise its purchase option, ,n<;';'e,rtheless 
it is within the range of po~s1biht1es that 
the present railway reorgam~at10n tii;n~le 
can only be clarified by the city exerc1smg 
its right to cond emn and to buy the prop-

erihe passage of any legislation which 
wou ld take away from the city the P<?Wer 
to exercise its option woul~ materially 
weaken its position in contr?llmg the ~r~c
tion situation and would m m~ opm10n 
represent a triumph of the tract10n lobby 
over the constitution of the State. 

Mr. Culkins said that there was noth
ing n ew concerning a definite pla_n ~or 
scaling down of capital of the Cmcm
ri.ati Traction Company, but from the 
tone of his letter to the State Sena
tors it is believed by persons inter
ested in the traction situation that the 
city wants to be in a position to carry 
out its rights and not be hampered or 
handicapped qy such a measure as the 
amended Griswold bill. 

Trackless Trolley Recommended 
The General Electric Company has 

recommended that the trackless trolley 
system be considered in the disposi~ion 
of the railway problem of Greenville, 
Tex. according to H. L. Andrews of 
the :ailway and traction division of the 
company, who has made a special ~e
port of the Greenville transportat10n 
problem. 

A trolley car system for Greenville 
is estimated to cost a minimum of 
$251,600, which would provide five 
cars the rebuilding of more than 9 
mile~ of track and the construction of 
2.72 miles of new track. 

The estimated cost of the trackless 
trolley system with the same number 
of cars is given by Mr. Andrews as 
a minimum of $107,000 with the pos
sible maximum of $109,300. The cost 
of installation of five storage-battery 
cars over the same mileage is given by 
L. Klopman, in a supplementary report, 
as $199,330. 

Peoria Men to Ask Increase. - Mo
tormen and conductors of the Peoria 
(Ill.) Railway are said to have prepared 
demands for presentation to the com
pany calling for an increase in wages 
of 3 cents an hour. This would increase 
the maximum wage from 59 cents an 
hour to 62 cents. 
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Boston Elevated Trustees Report on Fares 
Different Rates Refused for Competitive Parallel Routes-Trustees 

Hope to Reduce Basic Fare When Deficit Has Been Wiped Out 

In a report just made to the Massachusetts Legislature the t r u st ees of the 
Boston Elevat ed Railway not only reaffirm t he prediction made in t heir las t 
a nnual report that the deficit of last year wi ll be wiped out by J uly 1, 1921, 
but further suggest the possibil ity of some sl ight reduction in t he present 10-cent 
fare after that date. 

T HE present report was made as a 
result of a rf'=,olve of t he Legis
lature requiring the trustees to 

r<'port on t he feas ib il ity of instituting 
ii. 5-cent fa r e on the line from Fields 
Corner, in Dorchester, to the South 
Station, in Boston. This latter propo
sition, the trustees refuse to recom
mend, as the dist ance is too great, and 
what they consider more important, 
s uch a line would be in direct competi
t ion with the regular 10-cent lines. 

The trustees reported that the intro
duction of a 10-cent fare under the re
quirement of the Public Control Act 
instructing the trustees to establish 
fares which would meet the cost of 
service, resulted in an increase of 
revenue which, with economies and new 
methods of operation, has since been 
sufficient to meet the cost of service. 
The installation of the 10-cent fare, 
however, was accompanied by a los s 
in traffic at first large, then gradually 
diminishing and not yet fully made 
g ood. 

This loss was largely confined to two 
clas ses of travel, one within local limits 
in outlying communities a nd the other 
between the business center of Bost on 
and localities in close proximity. The 
through traffic between this centre and 
localities at the greater distance was 
not seriously affected although there 
was some loss of riding among those 
living a long the lines of steam rail 
roads, especially nea r stations where 
the railroad fare was less than 10-
cents. 

Under the law the trustees had no 
power to make experiments that would 
jeopardize the total revenue necessary t o 
maintain a self-supporting service. They 
could, however, make experiments that 
offered reasonable promise of restora
tion of lost traffic without material in
Yasion of n et 1·evenue or without the 
imposition of any unjust burden upon 
the rest of the riding public. 

The localities selected for experiment 
were those which seemed to offer short 
distance riding, without transfer, upon 
surface lines not connected with the 
rapid transit service. Eight lines of 
this kind have been established each 
with a 5-cent fare, restricted to cer
tain hours and to days other than holi
days and Sundays. Five of them proved 
failures and were discontinued, but 
three of them are still in operation. 

The policy of the trustees is: 
To add a pract ica lly n on-competitive n ew 

ser vice, the net earnings from which are 
larger than th e average earnings on all 
lines so as to inc1·ease net r evenue a nd to 
enlarge the usefulness of the railway. To 
a dd a s; ervice which competes with the 
10-cent lines and in so doing substantially 

lessen n et r evenue would be to impose a n 
unwa rranted burden upon the r est of the 
tra v elling public and to threaten a d eficit 
to b e assessed against the cities and town/ii. 

Any plan that would furnish this li m ited 
serv ice to some communities and deny it 
to others which offer like cond itions would 
b e plainly unjustifiable. 

NO D IFFERENTIAL ALLOWED 

The investigation by the t rust ees of 
the demand for 5-cent fare to F ield's 
Corner from the South Station dis
closed fac t s that appear to prohibit such 
service. The distance covered by the 
proposed routes would be 3.6 miles in 
one case and 4.6 miles in the other. The 
distance covered by the line in South 
Boston is 2.8 miles, t hat in Charles
town 2.4 and that on Washington 
Street in Boston 1.9 miles. Whatever 
might be the receipts upon the proposed 
lines in so far as they represented re
storation of lost traffic or new patron
age, they would beyond question be too 
small to bring them within the rule 
which has been adopted in protection 
of net revenue. Vital factors in the 
situation therefore seem to forbid the 
establishment of these lines named. 

Continuing, the 1·eport says: 
It does not fo llow, howPver, that the out

look for a limited cheap s;ervice in this 
district is hope less. It li es rather in the 
direct ion of the experim ent with a nother 
type of s u ch service which, after a thorough 
inYestigation of cond itions a nd upon a f av
orable report from General Manager Dana. 
has been introduced within a few davs in 
E\'erett and Malden. This experiment is 
based upon the opportunity which physical 
trans:fer of passengers between surface cars 
and rapid transit trains at the Everett T e r
minal affo rd s for an operating t es t of cer 
t a in local lines in those cities under a low 
fa re. The pm·pose is the restoration of 
local travel lost under the 10 cent fare 
with a n increase in patronage that will 
m ean m or e useful service upon lines where 
traffic is; now li ght. 

This experiment if successful the 
trustees say will have great significance 
in pointing a possible way to other re
stricted service in connection with t he 
physical transfer now made, between 
surface cars and rapid transit trains. 
However-

It is not to be understood that these 
experiments with limited service will be 
a llowed to d elay or inte rfere in a n y way 
with a future r eduction in the 10 cent ba:.ic 
fare when ever conditions m a k e it possible 
to bring it about. The general inter est in 
that fare and paramount importance of 
the service under it constitute the reason 
for the r estrictions upon all cheaper service 
which the trustees believe must be rigor
ously maintained . 

No r eduction can yet be made, the 
trust ees say, in t he 10-cent fare over 
lines which as a part of the ent ire sys
t em carry extraordinary cost of invest
ment in subways, tunnels and elevat ed 
structures, and which r ightly demand, 
as a fundamental need, speed, frequency 
of service and operation over long dis
tances throughout the day and far into 

the night, on holidays and Sundays as 
well a s on ordinary week days. Condi
tions now, however, seem to point to
ward the possibility of some reduction 
in that fa re. The trustees in their last 
report predicted that the operating de
ficit outst anding on Dec. 31, 1920 would 
be absorbed before July 1, 1921. 

The excess of receipts over expendi
t ures for the first three months of this 
year has already reduced that deficit so 
that it is now practically assured that 
with the continued practice of justifi
able economies the operating deficit of 
the earlier part of the year will have 
been made good, and the long outstand
ing deficit of $435,348.46 incurred in 
May a nd June of 1919 will have been 
eliminated. This result will make it 
possible for the trustees in their report 
of next July to outline the conditions 
under which and the extent to which 
some r eduction in the 10-cent fare may 
be expect ed. 

Phenomenal Record of Interurban 
Outlined 

At the sitting of the Ontario Hydro
Radial Commission at Toronto during 
the week of April 11, Charles E. 
Thompson, ass istant to the president of 
the Chicago, N orth Shore & Milwaukee 
E lectric Railway, gave evidence. This 
is t he commission that is considering 
the advisibility of building an electric 
railway from Toronto to Hamilton. Mr. 
Th ompson w ent into the history of the 
r oad, its cost to construct and its cost 
to operate. He said that the labor bill 
now con sumed 38.90 per cent of the 
total operating expenses. Wages for 
conductors an d motormen ranged be
tween 70 a nd 80 cents an hour. If the 
estimates of t he Hydro Commission of 
Ontar io a t 55 cents an hour were 
applied to t he North Shore railway the 
expenses of that company for labor 
would be r·educed about $500,000 a year. 

The witness t old the commission that 
H cents per mile was the lowest com
mu tation ra t e the road could allow 
without piling up unprofitable business. 
In th e early da ys , the roads offered · 
specially low r at es in order to attract 
business a nd as the years went by these 
rates became fi xed in the public mind 
a nd it was very difficult to secure 
higher r ates. He thought the roads 
should get higher rates for suburban 
service. 

Power expenses now amounted to 
49.80 per cent mainly through the in
crease in the price of coal, representing 
a 20 per cent advance. The operating 
ratio for the year was 76.83 per cent 
exclusive of taxes, and 80.41 per cent 
wi th taxes. 

By liberal expenditure upon equip
ment the gross earnings of the road had 
been increased from $1,000,000 to 
$4,000,000 a year. This phenomenal 
increa se had been secured in the face 
of competition with five other roads 
running from Chicago to Milwaukee. 
Passenger traffic had grown from 
7,459,669 in 1916 to 13,288,186 in 1920, 
largely because adequate entrance had 
been secured to Chicago. 
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One-Man Car Invades Pennsyl
vania Avenue 

Pennsylvania A venue, Washington, 
D. C., is the latest railway thorough
fare to welcome one-man car operation. 
True, there is only one representative 
of this clan among the numerous green 
cars of the Capital Traction Company, 
which traverse this nationally impor
tant thoroughfare, but this one rep
resentative seems able to hold its own 
in the heavy traffic. 

The car in question is not a stand
ard safety car, but is one which was 
rebuilt in the shops of the Capital 
Traction Company from an old Stephen
son single-truck longitudinal-seat car. 
This car was recently equipped for one
man car operation, and while the body, 
truck and electrical equipment are 
those of the old car it does have the 
complete safety device equipment of 
the standard safety car, furnished by 
the Westinghouse Electric and Manu
facturing Company. 

The mechanical details are unimpor
tant, however, for the present purpose 
as the car was put on Pennsylvania 
A venue, starting operation Sunday, 
April 10, for an experiment from the 
traffic standpoint. It operates on a 
route from the Georgetown carhouse to 
Seventeenth and Pennsylvania Ave
nue, Southeast, then returns to Twenty
sixth and G Street, Northwest, then 
returns to Seventeenth and Pennsyl
vania A venue, Southeast, thence to 
Georgetown and repeat. This takes 
this car through the heaviest traffic of 
the day, when the regular double-truck 
cars are operating at scheduled speeds 
of 8.5 m.p.h. and on headways of fif
teen seconds and s0metimes less. This 
one-man car maintains its place in traf
fic with thorough satisfaction. It is 
attracting a goo"d deal of attention on 
Pennsylvania Avenue for it is about the 
same size as the newly installed Six
teenth Street buses, which also operate 
for a short distance on Pennsylvania 
Avenue. 

The Capital Traction Company is an
nouncing no future plans with refer
ence to one-man cars, either on Penn
sylvania A venue or elsewhere on the 
system, but has put this car in opera
tion merely for experimental purposes. 

Publicity Campaign for Schools 
and Libraries 

The Indiana Public Utility Asso
ciation is preparing special bulletins 
which will discuss the origin and 
growth of the public utilities in the 
State and their prablems for distribu
tion among the libraries and public 
high schools for reference work. The 
first bulletin, of a general character, 
will go into the public utility business 
from a broader standpoint, while the 
other bulletins, eight in all, will deal 
with the various utilities separately. 
For example, one will take up the in
terurban problem, one water, one gas, 
one telephone, etc. John Mellett, who 
is in charge of the work of the Indiana 
committee on Public Utility Informa
tion, sent out letters recently to 204 

libraries and 128 high schools asking 
if they desired copies of the booklet s. 
Within three days he had received 
eighty-six favorable answers from the 
libraries and fifty-eight from t he high 
schools. Not one was unfavorable. 

Construction Being Hastened 
Municipal Road at Detroit Hopes to 

Complete 82 Miles of Line 
This Year 

According to announcements by th e 
city officials of Detroit, Mich., work will 
be pushed with a view to completing as 
soon as possible certain Municipal Rail
way lines to connect with the Detroit 
United Railway lines which the people 
voted to acquire from the company. 

Proceedings leading to the taking 
over of the lines at issue will probably 
be started by a letter from the Street 
Railway Commission to the company to 
serve as official notice of the commis
sion's intentions. The commission will 
probably ask the Detroit United Rail
way to name the price at which it will 
sell the railway lines the city proposes 
to buy. The value of the lines will 
probably be finally decided upon either 
by a board of arbitrators or by the 
courts. 

Work has been started at several 
points on the new municipal lines as 
part of the program to build 82 miles 
of lines before the end of the present 
year. The municipal line on VariDyke 
between Charlevoix and Harper Ave
nues is expected to be in operation in 
about two months. It will be the third 
line put in operation, and will connect 
the St. Jean and Charlevoix lines now 
operating. 

The sale of $2,000,000 of railway 
bonds has been authorized by the City 
Council, the proceeds to be used in 
financing the commission's construction 
program. They will mature in from 
twenty-seven to twenty-eight years. 
They are part of the $15,000,000 bond 
issue voted last year. 

Suit for $100,000 damages has been 
brought against the city by John A. 
Mercier, the contractor who built some 
of the first sections of the municipal 
ownership line last year and whose con
tract for work on the uncompleted por
tion of the Charlevoix-Buchanan lines 
was canceled by the city. Mercier 's 
previous suit to enjoin the commission 
from canceling his contract and pro
ceeding with construction with its own 
forces was dismissed by Judge Hunt. 

A. C. King has been appointed 
arbitrator for the city, and H . A . 
Crecelius, Chicago, · has been a ppointed 
arbitrator for the Detroit United Rail
way in the matter of the crossing con
troversy resulting from the forced 
crossing of the company's Mack A venue 
line by the St. Jean municipal line. No 
definite decision has so far been 
reached and the proposal has been made 
by Corporation Counsel Wilcox that the 
city be permitted to use the crossing 
temporarily, as it is now insta lled. If 
no agreement is reached the court will 
probably appoint a third arbitrator. 

New Franchise to Be Negotiated 
in Vancouver 

W ith the object of a rriving at a fai r 
and satisfactory agreement on the fare 
a nd franchise questions negotiations 
are t o be commenced shortly between 
offi cial s of the British Columbia Elec
tric Railwa y, Vancouver, B. C., and r ep
resentatives of the various municipali
t ies on the mainland served by that 
syst em. Mayor Gale ha s announced 
that the city will be ready in a short 
time to enter into discuss ion of the 
proposed franchise requirements of the 
company. By agreement entered into 
with the city a ll negotiations on fran
chise and r ate questions must be con 
cluded before Aug. 1. 

The company's future policy of ex
tensions and improvements depends 
very largely upon the arrangements it 
is able to make in regard to franchise. 
The company has announced that it will 
be required to expend at least $1,000,-
000 before the end of 1922 on improve
ments to its Stave Lake plant to pro
vide the power necessary to keep pace 
with the constantly growing demands 
of the city. 

It is pointed out that if unreasonable 
regulations and starvation rates are 
exacted of the company by the city 
officials the problem of raising the nec
essary capital to make the required im
provements will become increasingly 
difficult. 

Italian Commission Will Arrive 
Soon 

The Italian Commission on Railway 
Electrification, which expects to make 
an extended trip through the United 
States and Canada, visiting all heavy 
traction systems, will arrive from 
Europe on April 25 aboard the Lor
r aine. The commission is headed by 
Prof. Guido Semenza, consulting engi
n eer, while the other members are Prof. 
Cian Giacomo Ponti, electrical engineer, 
Italian-American Electric Company ; 
Marquis Ferdinando Cusani, manager, 
Italian-American Electric Company, 
and Curzio De Regibus , assistant chief 
engineer electric traction ser vice of the 
Italian State Railways. 

Besides all electric heavy traction in
stallations the itinerary of the com
mission includes inspection of all urban 
rapid transit systems, the principal 
electric interurban~. and many large 
electrical manufacturing plants. In ad
dition such hydro- electric plants and 
high-tension transmission lines will be 
visited so that they may familiarize 
themselves with the most r ecent Amer 
ican practice regarding hydraulic power 
g eneration and transmission. 

One of the main purposes of t he 
delegation is to bring about better tech 
nical r elations between Italy a nd the 
United States a nd a better rec iprocal 
l~nowledge of the status of t echnology 
a nd electricity in both countr ies. This 
thorough investigation of the Ameri
can transporta tion syst ems involving 
d ectric t r action will probably keep the 
members of the commission in this 
country until Aug. 1. 
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Progress in Akron's Franchise 
Situation 

The Merchants' Committee, chosen 
by the various civic organizations in 
Akron to assist in bringing about a 
satisfactory settlement of the street 
railway situation, is making progress 
toward ironing out the differences be
tween the city and the Northern Ohio 
Traction & Light Company. The dis
agreement involves the sections of the 
franchise ordinance dealing with the 
method of valuation of the property 
and the rate of return to be allowed on 
t hat valuation.· 

The question of the valuation of the 
syst em seems in a fair way toward set
tlement. The city has secured the 
services of Hagenah & Erickson, the 
engineering firm that made an ap
praisal of the property for the city in 
1918, while the company has secured 
the services of the firm headed by 
Dean M. S. Cooley of the University 
of Michigan, which it employed last 
year in making a valuation. 

Hagenah & Erickson valued the city 
lines at $4,810,000 in 1918 while Dean 
Cooley placed a valuation of $7.200,000 
on th~ lines last fall. It is expected the 
two firms will use their old valuations 
as a basis soon to reach an agreement. 
With the arrival at a valuation figure 
by these two firm s the way will be 
opened for further negotiations when 
a settlement of the other points at is
sue will probably be reached without 
great delay. 

Mayor Beck has announced that the 
Council will unquestionably pass any 
ordinance which has the approval of 
the civic organizations represented by 
the Merchants' Committee. 

Taxpayers Still Attacking 
· Purchase Deal 

Attorneys for the Puget Sound Power 
& Light Company, Seattle, Wash. , on 
April 11 filed an amended complaint in 
the United States court in an equity 
action against the fourteen taxpayers 
suing the city in the Superior Court. 
The equity action previously filed 
against the taxpayers, asking for a tem
porary injunction, was dismissed April 
1 by Federal Judge Jeremiah Neterer, 
his order of dismissal, however, allow
ing a n amended complaint. 

The amended complaint alleges the 
taxpayers have combin ed and confed
erated together to induce and compel 
the city to default in and breach the 
contract between the city and the Stone 
& Webster interests, executed to pro
vide for payment of interest and prin
cipal on the $15,000,000 bond issue by 
which the city bought the railway prop
erty of Stone & Webster for municipal 
operation. 

It is alleged that action of the de
fendants in denying, and in continuing 
to deny, that the city is obligated to pay 
the interest and principal from the 
gross revenues of the railway, in case 
such gross revenues are not sufficient 
to also pay costs of operating the sys
tem and its maintenance, has impaired 

the value of the $15,000,000 bond issue 
by many thousands of dollars. The 
action asks for a temporary injunction 
preventing the taxpayers from contin
uing to make these alleged claims and 
assertions, and from making any attack 
on the special fund created by city 
ordinance for payment of interest and 
principal on the bonds. 

News Notes 

Arbitrator to Settle Wage Dispute.
The employees of the Scranton (Pa.) 
Railway are seeking increases ranging 
from 10 to 13 cents an hour. The com
pany refused the demands and sug
gested that the men consider accepting 
a reduction in wages or submit all 
matters at issue to an arbitrator or 
board of arbitration. 

Commission Bill Lost in Co mmittee. 
-4The Illinois House of Representatives 
has refused to take from the state 
public utilities committee the bill 
introduced by Representative Alpiner 
to abolish the Illinois Public Utilities 
Commission. It was a strict party 
vote, the Republicans supporting a mo
tion to postpone action until April 21. 

Chicago Men Want Contract Renewed 
Unchanged.-The trainmen's union of 
the Chicago Surface Lines voted unani
mously on April 4 to notify the com
pany that it desired a renewal of the 
present contract, without change, for 
another year. The agreement expires 
on June 1. Both parties to it are 
required to give at least thirty days' 
notice of any proposed change. The 
Surface Lines management has not yet 
indicated its position. 

Municipal Ownership Proposed in 
Eureka.-The city of Eureka , Cal., 
wants to buy the street car system 
operated in Eureka by the Humboldt 
Transit Company and has asked the 
Railroad Commission of California to 
fix a value of the tracks, equipment of 
all kinds, franchises and lands owned 
by the company. The appl ication ask
ing the commission to determine the 
just compensation to be paid by the city 
was filed on April 12 by George W. 
Cousins, Mayor of Eureka. 

Supervisory Jurisdiction Proposed.
A bill is pending in the Legislature of 
Pennsylvania which provides for the 
extension of the duties and scope of the 
Department of City Transit of Phila
delphia to include a supervisory juris
diction over street railways in addition 
to the authority the department now 
has over city-owned lines. The Council 
of Philadelphia has indorsed the meas
ure, but the bill on April 15 was still 
in the municipal affairs committee of 
the Senate. Senator Vare is chairman 
of this committee. It is charged that 
he is holding up the legislation. 

Commission Wants Its Powers Ex
tended.-The creation of a Public 
Utilities Commission by converting the 
Florida Railroad Commission into such 
a body is recommended by the State 
Railroad Commission in its twenty
fourth annual repcrt to the Gover
nor. That body ic:; preparing a · bill 
for introduction in the Legislature at 
its April session to bring this about. 
The commission's plan for financing • 
the new body includes the levying of a 
tax on the gross op~rating revenues of 
a ll electric railways, lighting plants, 
gas companies, water companies, etc. 

Commission Lowers Wage.-The Kan
sas Public Utilities Commission recently 
decreed that the railroads cannot close 
small way stations, has set $40 a month 
as the proper wage for such station 

agents and has decided that such stations 
need not remain open throughout the 
day. The decision was the result of the 
roads' a ttempting to close a large num
ber of small stations because the cost of 
operating them exceeded the revenue 
therefrom. The commission's ruling 
has broken a wage agreement with the 
Brotherhood of Railroad Telegraphers 
whereby the men were paid 53 cents an 
hour for '.ln eight-hour day. It is ex
pected that the union will appeal to the 
Industrial Court. 

Program of Meeting 

C. E. R. A. Summer Meeting 

The Central Electric Railway Asso
ciation has issued a bulletin describing 
the summer meeting and outing to take 
place on board the S.S. South American 
during a six-day cruise on the Great 
Lakes. . As previously announced the 
boat will leave Chicago at 8: 30 a.m. on 
June 26, arriving at Toledo on Tuesday 
morning. It will proceed from there to 
Detroit, and then on to Benton Harbor, 
returning to Chicago on Friday, July 1. 
Everyon e is urged to take advantage of 
the entire cruise starting from Chicago; 
especially those living in that vicinity, 
for it will be convenient for them to 
take the boat there rather than to take 
a train to Toledo and embark from 
there. Tickets should be secured from 
John Benham, International Register 
Company, 15 South Throop Street, Chi
cago. 

Tickets for trip on the steamship, in
cluding meals and berth and including 
Government war tax, are as follows: 

Round trip ticket from Chicago to To
ledo and return to Chicago, covering 
the entire cruise, $70 each. 

Toledo to Benton Harbor including 
war tax, $35 each. 

Toledo to Chicago including war tax, 
$37 each. 

Children more than five and under 
twelve years of age and accompanied by 
their parents will be charged half the 
full fare. Children under five years of 
age will be carried free, but there will 
be a charge of 75 cents each for any 
meals served to them in the dining 
room. 
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I Financial and Corporate 

$130,120,197 Investment 
Increase 

Despite This Figure, Reported in Illi
nois, Revenue for Paying Return 

Decreased in 1919 Over 1914 

The accounting section of the Illinois 
Public Utilities Commission has re
•cently made public the comparative 
,consolidated statistics of the various 
public utilities of the State under pre
war and post-war conditions. This con
solidated statement, including the tele
phone, electric railway, electric light, 
gas and water utilities, brings out some 
interesting things, when comparison is 
made between the statements for the 
two years under discussion. 

All of the utilities with the exception 
-of the interurban railroads show a 
-decrease in the ·ratio of net operating 
income to the book value of the prop
erties in 1919 as compared with 1914. 
'The reason for this exceptional position 
-of the interurban railways is due 
:according to the statement of the com~ 
mission, to the fact that a number of 
these companies resorted to the courts 
:and obtained injunctions against' the 
enforcement of the law limiting pas
senger rates to 2 cents per mile. In 
the accompanying consolidated state-

ment for all utilities it will be noted 
that the amount of revenue available 
for paying a return on the investment, 
actually decreased in 1919 a s compared 
with 1914, although the amount of in
vestment devoted to operations in 1919 
was $130,120,197 larger than in 1914. 

If the same rate of return had been 
earned on the book value of the prop
erty devoted to public service in 1919 
that was earned on the book value of 
the property in 1914, namely, 4.77 per 
cent, a net operating income of 
$53,304,018 would have been required 
in 1919. This amount is $6,264,316 in 
excess of the $47,039,702 actually 
earned in 1919, and indicates that the 
public of Illinois has received annually 
the benefit of more than $6,000,000 
resulting from a reduction of this 
amount since 1914 in the earnings of 
the utilities. 

Whatever may be said as to inflated 
capitalization before the commission 
had jurisdiction over the securities, the 
$130,000,000 added to the investment 
from 1914 to 1919 represents actual 
expenditures in money under the com
mission's regulations. Such added in
vestment is entitled to a fair return 
for its use in the public service. 
Assuming that this $130,000,000 should 

co:-.soLIDATED STATE;\lENT OF TH E ILLINOIS ELECTRIC RAILWAY COMPANIES 

Interurban lines .... . 
·City lines . .... . . .... : : : : ." ." ." _· .· .": : : : : : : .":: .": .... . 
Interurban and rity lines .... .. ... .............. . 

~n~r~~~:~ ~i-~~s-- :: : : : : : : : : : : : : : : : ' ' ' ' ' ' ' ' ' .. ' 
Interurban a nd city lines . . .... .. , ..... : : : : : : : : · · · · · · · · 

Interurban lin es ..... .. . 

fJ!fr~~b!~ ~~-ci ~ity.1i~~,i_: _:_:_ :_::::::::::::::::::::::::: 

B ook T'alue 
June 30, 1914 D ee. 31, 1919 

$84,057,041 $86,973,770 
298,934,913 315,118,819 
50,615,298 52,072,805 

Opcra tiw• R e1•enues 
$6,540,372 $12,055,034 
45,502,620 63,063,097 

4,941,557 6,302,485 

Operatin1 Erpenses 
$4,330,407 $8,907,417 
25,580,227 45,224,557 

3,339,073 4,919,779 

N et0perati n7 R e enue 
$2,209,965 $3, 147,617 
19,922,393 17,838,540 

1,602,484 1,382,706 

$254,309 
5,552,381 

137,511 

Tares 
$451,347 

4,669,265 
188,834 

N et O pera t inr, Incom e 
$1,955,656 $2,696,270 
14,370,012 13,169,275 

1,464,973 1,193,872 

P er Cent 
Increase 

3 . 47 
5. 41 
2. 88 

84. 32 
38 . 59 
27 . 54 

105. 69 
76. 79 
47. 34 

42 . 43 
10. 46 
13. 71 * 

77. 48 
15. 91 * 
37. 32 

38 . 37 
8 . 36* 

18 . 51 * 
Ratio N et Operat in1 In com e to Book Yalue 

i~terrbanlinef .... . , ·. ............................. 2 . 33percent 3. JO percent .77 
I \Y mbs ..... d. · : · ··.· · · · · · ·· · · · ·· ·· ·· ·· · •·······, .. , 4 . 81 percent 4 18percent .63* 
n erur anan c1tylmes.. ..... .... .. .. .. .. .. .. .. . .... 2.89percent 2:29pereent .60* 

* Decrease 

CONSOLIDATED STATEMENT ALL ILLINOIS UTILITIES 

Item 1914 
P er Cent 

191 9 Increase 
Total book value . . ... .. ... . .. . ..... .. . .. . . $987,382,451 $1,117,484,648 13. 18 
Operating revenues ....... ... .... . ... ..... . 
Operating expenses ....... ...• .. 

154,579,081 234,860,653 51. 94 
95,870,774 172,253,049 79 67 

~et operating revenue ...... .... .. ................... . 

u~~~,i~~ii1ii~~~~~~~is .'.'.'.:: :::::::::::::::::::::::::: 
$58,708,307 $62,607,604 6 . 64 

11,194,611 14,956,307 33 . 60 
371,139 611,595 64, 79 

Net.operating income . ..... ............... . 
Ratio of net operating income t o book valu e of pr;,pc.ri / ·. ·. 

$47,142,557 $47,039,702 . 22* 
4 . 77 per cent 4. 21 percent . 56* 

'~ Indicates decrease. 

earn 6 per cent, the amount required 
to be earned on this added investment 
would be $7,800,000 per annum. De
ducting this from the amount actually 
earned in 1919, $47,039,702, leaves 
applicable to,\the $987,382,451 book value 
of property in 1914 only $39,239,702 of 
net income. This is $7,902,855 less than 
the net income earned in 1914. It rep
resents a reduction of profits to the 
utilities of 16.76 per cent and a corre
sponding saving to the public. If it be 
assumed that the actual new invest
ment since 1914 should earn 7 per cent 
instead of 6 per cent as above, the 
reduction in profit of the utilities would 
be 19.1 per cent. 

The comparative statistics for the 
electric railways are shown in the 
accompanying statement. They cover 
twenty-nine interurban companies, 
twenty-two city companies, and nine 
combined interurban and city lines. 

Denver Bondholders Are 
Organizing 

Holders of the first and refunding 
sinking fund mortgage twenty-five
year 5 per cent gold bonds of the Den
ver (Col.) City Tramway are being 
solicited to deposit the bonds with a 
committee of which B. W. Jones, 16 
Wall Street, New York City, is secre
tary. The court recently authorized the 
receiver to collect an 8-cent fare for 
adults , with two tickets for 15 cents, 
but the city and county of Denver are 
vigorously opposing even this temporary 
relief, and, in spite of the fare advance 
the current earnings, according to the 
committee of security holders, continne 
to be unfavorable. 

On Nov. 1, 1920, the company de
faulted the interest on $9,888,950 of 
bonds of the above-mentioned issue, and 
also on $484,500 Denver & Northwest
ern Railway first and collateral mort
gage bonds. It had previously defaulted 
the interest on $2,498,000 of 7 per cent 
collateral trust gold notes. On Dec. 24, 
1920, a receiver of the property of the 
company was appointed in the ~United 
States District Court for the District 
of Colorado, upon a creditor's bill. 

The company has also defaulted a 
second installment of interest due on 
April 1, 1921, on the 7 per cent col
lateral trust gold notes, and it cannot 
yet be determined whether the company 
will be able to take up the defaulted 
Nov. 1 coupons on the first and refund
ing sinking fund mortgage twenty-five
year 5 per cent gold bonds before May 
1, 1921, and it may be compelled to de
fault the coupons due on that date. The 
committee now seeking deposits says 
that in the event of default on May 1 
remedies under the mortgage would. be 
available against the company. 

A protective agreement has been pre
pared, under which the bondholers are 
requested to deposit their bonds. Copies 
of the agreement may be obtained from 
the Bankers' Trust Company, New 
York, or from the International Trust 
Company, Denver, Col., or from the in
dustrial Trust Company, Providence, 
R. I. 
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New York Utility Legislation Completed 
Prospective Earning Capacity at Contract Rate of Fare Made an 

Element of Value Under Governor's Urging 
Governor Miller's special message to the New York Legisla ture, on April 13, 

1·esulted in the final passage of an amendment to the General P ublic Service 
Commissions law, which will make mandatory instead of permissive t he t hings 
the commission shall do and consider in a hearing f or increased fares, and which 
adds a clause that the Transit Commission shall a lso consider "the estimated 
prospective earning capacity of such property at t he rate of fare at the time 
fixed and existent"-that is, t he prospective earning capacity of each pr operty 
at the rate of fare contracted for by the company a nd cit y. 

S WAS reported in the issue of 
t he ELECTRIC RAI LWAY JOURNAL 
for April 16, page 748, the Gov

ernor included arguments to support 
the consideration of prospective earn
ing power under a franchise or con
tract rate as being one element to con
sider in the work of making a valua
tion. 

The Governor's special message, 
which outlined some of these argu
ments, follows in full : 

The ordinary s t a ndards of physica l va lu
a tion, eithe r 01·iginal or r eproduction cos t 
less d eprecia tion, do n ot m eet the em er
gc•n cy with which w e h ave t o d eal , a nd 
phys ica l valu a tions accor d ing t o a n y s t a nd
a nl th a t could be prescribed will in most 
ca ses und e r exist ing condit ions b e grossly 
un fa ir t o th e public. 

It is cla im ed that m a n y s ul'facc lines 
in New Yo1·k City cannot be ope1·ated a t a 
p r ofit a t a n y r eason a b le o r pract ica l fa r e, 
a nd it will d oubtl ess be necessa r y t o dis
canl s ome lin es a nd ope r a t e others eve n 
a t a loss to provide th e publi c tlw neces
sa1·y ser v ice. Any pla n o r a n y r a t e based 
o n th e physical va lua t :on of such lines 
would m a nifestly be unjus t t o the publi c-. 

I NFLATED VALUES GUARDED AGAINST 

:\Ior eov1•1·, the rate of fa r e fix ed by fran
chis e or contract is a p r oper, if n ot a n 
essentia l, elem ent t o be t a k en into account 
in the valuation of th e property affected. 
Compa ni es which h ave agreed to operate 
at a 5-ce nt fare o r h a ve accepted franchises 
with conditions a nnexed imposi n g a 5-cent 
fare, a nd th e investors in the securiti es 
o f s uch co m panies h a ve no jus t cla im t o a 
valuation of their p1·ope rties without 1·ega1·d 
t o th e aver age ea ,·nings whi ch they m ay 
reasonab ly be <?x pected to make in the fu
ture a t s uch far e unde r the conditi ons 
whi ch a r c likely to obt a in. Indeed, th e true 
ru le of va lua tion of a ny property fo r bus i 
ness purposes is the capita lized va lue of its 
prospective ea rnings under n orma l condi
tions. " ' h er e such earnings in the case of 
a public utility a r e limited by contract 01· 
fra nchise they should b e computed a nd the 
propert y a ffected by them v a lued accord
ing to s uch limita tion. Any other bas is 
of va luation of th e traction lines in the 
City of N ew York might r es ult in en o1·mous 
gratuiti es to the companies at the public 
expe nse. 

" 'e a r e dealing with a problem vitally 
affecti n g the public w elfare, a nd for that 
reason a lone the ex ercise of its poli ce power 
by the state is justified, It is not a ques.i 
tion of the rights of the companies, which 
are fixed by contract or franchis e. The 
problem is to d et ermine what is in the 
ultimate public interest, how cred:t can 
be provided to fin a n ce n ecessa ry extensions, 
and to obtain the additional faciliti es re
quired to render adequate public s ervice, 
a nd in the solution of that problem priva t e 
int erests must not be permitted t o capi
talize the public n eed. 

It is ve ry d ifficult to prescribe by statute 
a standard or principle or valuation that 
will b e fair and not too inflex ible. I f ea1· 
that in the a bsence of a n y other prescribed 
standard the statute as it now stands will 
be construed as contempla t ing a valuat'.on 
based on physical values, which, as I h ave 
said, may prove to be grossly unfair to the 
public. 

A standa rd h as been proposed which ap
pears to me to b e fair and sufficien tly fl ex
ible to en a ble the commission to do exact 
justice while at the same time it safe
guards the public interests. T hat is the 
standard which has to be employed da 
in the conduct of business affairs; name ly, 
the prospective earn in gs of t h e business 
to be valued. Applied to the matter in 

h a nd the va lu a tion should be based on t h e 
estima t ed prospective earnings a t the fare 
in each case which the comp a ny is per
mitted to ch a rge under its fran ch ise or con
tract with the city, the va luation in no case 
to exceed the origina l cost or the fair 
r eproduction cost less depreciation of t h e 
prnpert y n ecessarily employed in t h e publ:c 
service. 

I NC REA SED FARES OFTEN RED UCE REVENUE 

The fa1·e which a n y company can charge 
w ill, as a p1·actical m a tter, b e limited b y 
wha t other companies are p ermitted to 
ch a r ge, a nd t h e a mount which it is rea
sona ble for th e publi c to pa y is a lso a 
limiting factor, a n d it has b een found that 
increased far es often r esult in a r eduction 
of r evenue, Of course , the statute should 
b e fl exible enough to pennit consid eration 
of a ll re leva nt f acts a nd c ii ·cumsta nces , 
s uch a s, for example, the prospect of in
c r eased earnings of lines n ow serving 
undeveloped t erritory. 

The forego ing principle of va lua tion wi ll, 
in m y opinion, b e fa ir to the public a nd 
to the compa nies a like , a nd, with the lim i
ta ti on that the va lua ti on cann ot in a n y case 
exceed the original cost or the fair repro
duction cost less d eprecia tion , it w ill ad
equa t ely safeguard th e publi c inter est, Of 
course I cons true fair r cp1·0,luct ion cost to 
mean s u ch cost under norma l, n ot a b 
nor m a l, conditions. 

The r e a r e other verba l ch a nges n eeded 
to limit th e discretion of th e commission 
a nd to d efin e mor e accura t ely the jul'isdic
tion of the Tra ns it Commission. 

The Governor issued a subsequent 
message to the press, expanding his 
ideas as to what he meant by the prin
ciple of valuing the properties on t he 
basis of prospective earnings. In this 
statement he said: 

The princ iple that I suggest is that the 
p1·operties s h a ll be valued on the basis of 
the ir earn ings, N ecessarily these must b e 
p1·ospective earnin gs, b ecause that is the 
wa y you va lue a ll property under average 
conditions, conditions that a r e liable to 
obtain in th e future , at the fare they have 
a greed to t a k e. 

A CONTRACT ls A CONTRACT 

H er e is the proposition. These contracts 
w er e made, a nd I think a contract is a con
tract. Now it is cla imed that emergency 
conditions have existed under w hich a n 
unusual s itua tion is presented. U ndoubt
ed ly there is a n emergency existing in 
transit in the Cit y of New York at the 
present time. Nobody doubts that. Now, 
some just basis or principle of valuation 
must b e h it upon if some comprehensive 
scheme is worked out, My principle is 
that these properties shall be va lu ed at 
what they w ill earn at the s tipulated fare 
under conditions t h at a r e likely to obtain , 
not under abnorma l conditions. 

Asked if a change in the fa re for 
one company in New York Cit y meant 
that all the railway companies would 
have to have the same fare, the Gov
ernor said: 

It would o rd ina rily appear t h at if a 
com pan y had a fa r e different from that at 
which anothe r com pany could car ry p as
sen ger s between the sam e poi n ts it w ould 
not get a n y passen ger s if its fa r e was Jes s 
advantageou s to those w h o travel. If the 
sur face lines h ad a h igh er fare t h a n t h e 
e levated or subwa y s ever ybody w ould ride 
on the elevated or s u bw ay. We are going 
to h ave a commission t o work t hat out. 

In response to the Governor's urging 
the Legislature passed amendments to 

the Public Service Commission law St> 

that the Transit Commission in New 
York City shall have jurisdiction and 
supervision over all railroads, street 
railroads and stage or omnibus lines or 
routes, and to persons or corporations 
owning, leasing or operating such lines 
which lie wholly or in part within the 
corporate limits of New York City. 
The g eneral State Commission, how
ever, shall have jurisdiction over con
struction, maintenance, terminal facili
ties, stations, etc., outside of New York 
City. 

There is thus created a sort of 
joint jurisdiction over lines operating 
across the city lines. The Transit Corh
mission also has jurisdiction over all 
holding corporations or persons which 
hold the majority of the stock of a cor
poration subject to the jurisdiction of 
t he Transit Commission in respect of 
the relations between such corporation 
and the holding company or person. 

The most important changes in the 
law, however, are that the Transit 
Commission is given power to regulate 
construction, maintenance, stationary 
equipment, t erminal facilities, stations 
and local transportation facilities of 
street r a ilroads, or stage or omnibus 
lines or r outes within the City of New 
York , as well as to r egulate operation 
and far es, and the provision which 
makes mandatory instead of permissive 
t he things the commission shall do and 
consider in the hearing for increased 
fares, and that 

The commission s h a ll, w ith d ue r egard 
a m on g other t hings to the estima t ed pros 
pective ear ning capacity of s u ch property 
a t the rate of fare a t t h e time fix ed a nd 
existent, a nd to a r easona ble average re
turn upon t he value of t h e p ropert y actu a lly 
used in t he pu b lic service, a n d t o t he n eces 
si t y of making r eser vation out of the 
income fo r su r plus a n d contingencies, d'e
t ermi n e the j ust a n d reason a ble ra t es, f a r es 
a nrl charges to be t h ereaft er obser ved and 
infor ced as t h e maximu m t o b e ch a rged 
for the service to be p er fo rmed, n otwith
standing that a hi gh er or lower rat e , f a r e 
or charge has b een h eretofore prescribed 
by general or specia l s t a tu tes , contract, 
grant, franch ise con d it ion, con sen t or other 
agreements, 

and finally , in connection with the val
uation of the property to be made, 

S u ch valua tion s h a ll b e m a d e with d u e 
regard t o the estim a t ed p rospective earning 
capacity of th e propert y n ecessarily u sed 
in the pu b lic ser v ice a t the rat e or rates 
of fare of the compa n y prior t o the t a king 
effect of t his act was entitled to cha rge, 
in v iew of the p rovis ions of the cont ract 
or fra n chise under w hich the p r operty is 
operated or h eld , or of a n y lawful order in 
force, fixi n g or r egula ting rates or fares and 
of t h e competit ion of other lines a nd with 
due r egar d to a ll other pertinen t facts and 
cond itions ; but s u ch valua tion s h a ll n ot in 
a ny case ex ceed the f a ir r econs truction 
cost of t h e property less deprecia tion. Such 
valuation s h a ll b e in such d et a il a nd s ha ll 
in clude s u ch elem ents of cos t or values 
a nd shall b e m a d e in such m a nner as the 
com mission m a y prescribe. Such valua tion 
as fin a lly d et ermined by the commission 
s h a ll be the basis for a ll allowa nces to the 
railroad compa nies under the pla n a nd for 
t h ereaf ter fixing the r eturns on the p rop
er t y so valued, anything in this chapter 
to the contrary notwithstanding. 

One other modification of interest is 
that in the plan of readjustment which 
the Transit Commission shall make, of 
the four purposes which were origi
nally included, the following is now 
eliminated: 

The readjustment of the existing rights 
a nd obligations of the railroad companies 
so tha t the r eal values in the railroads m a y 
be p rot ect ed a nd s ecurities stabilized. 
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Poor Showing Up State 
New York State Railways and Sche

nectady Railway Fail to Earn Suffi
cient to Pay a Return 

For the year 1920 the New York 
State Railways reports earnings of but 
$1.75 per share of stock outstanding as 
against $1.43 the previous year. On 
Aug. 1 a service-at-cost contract be
came effective with the city of Rochester 
for a term of ten years. This contract 
provides for an annual return, rang-

mated deficit was $15,364, while the 
actual deficit was $10,423. In Febru
ary, instead of the deficit of $32,560 
anticipated by Mr. Harris, the actual 
deficit for the month was $17,290. Mr. 
Harris anticipates a surplus for April 
amounting to $3,350 and for May 
amounting to $9,147. Deficits of $146 
and $1,483 respectively are anticipated 
for June and July. The figures in Mr. 
Harris' table would result in the esti
mated deficits and surpluses for the 
individual months cancelling each other 

Toledo Traffic Decreases 
The net result of March operations 

of the Community Traction Company, 
at Toledo, Ohio, under the service-at
cost ordinance, shows a deficit of $73,-
756, according to the April 11 report 
made by Commissioner Wilfred E. Cann. 

While net earnings from operation 
show a surplus of $18,854, as com
pared with $9,998 for February, the 
daily revenue due to the poor indus
trial conditions is less by $470 and 
operating expenses are a lso $280 less. 

INCOl\IE ACCOUNT - NEW YORK ST A TE RAILWAYS AND SCHENECTADY RAILWAY 

~-New York State Railways-- ~--Schenectady Railway- ~ 

Item 1920 1919 
Railway operating revenues ..... ............. ........... ................. . $10,454,410 $9, 406,47 3 
Operating expenses (a) . ... ... ........................................... . 8,369,558 7, 134,491 

Net revenue r ailway operations ......................................... . $2, 084,852 $2,271.982 
Net revenue auxiliary operations ............................. . ........... . 2,63 1 562 

Net operating revenue ................................................ . $2, 087,483 $2,2 71 ,420 
Taxes ....... . ........ . ............................................... . 621,173 602,869 

N.;>t-~~~~~t1~~1~~o~~:: .".".".:::::::::: '.::::::::::::::::: :::::::::::::::::: 
$1,466 ,310 $1,668,550 

300,041 37,473 

Gross income ..... .. . .................................................. . $1,766,351 $1,706,023 
Deductions ....... · .............................................. . ...... . 1,336,671 1,361,816 

Net incom e ..... ..................................................... . $429,680 $344,207 
Sinking fund appropriations ............................................. . 32,633 31,641 

Surplus ............. ..................... .. . ... . ... . .. .............. . $397,047 $312,566 
Vndiv.ded earnings of other companies .................... ................ . 21,075 27,699 

Total for dividends ............... ........ .. .......... ................ . $418, 122 $340,265 
( ·) Inc1ud:ng depreciation and deferred maintenance accrual. 

ing from 6 to 8 per cent upon the base 
value of the property used in serving 
the Rochester city lines, tentatively ap
praised at $17,500,000. 

In Schenectady net income decreased 
28.2 per cent, leaving but $32,851 with 
which to pay dividends on $4,100,000 
of outstanding stock. The accompany
ing table shows the results of operation 
for the last two years for both the New 
York State Railways and the Schenec
tady Railw:.:i,y. 

Memphis Doing Better Than 
Was Anticipated 

Commissioner Horace Johnson has 
pointed out that while the deficit re
ported by the receivers of the Memphis 
(Tenn.) Street Railway for the month 
of February is several thousand dol
lars in excess of the January deficit, 
it is $15,290 below the deficit in the 
estimate prepared by Ross Harris, con
sulting expert, covering each month for 
the year 1921. The January deficit 
was $4,941 below the estimate of Mr. 
Harris. 

Figuring on the basis of operations 
for previous years and using the other 
data at his command, Mr. Harris 
prepared a table for each month of 
1921 in which he set out his estimates 
of items of expense included in cost of 
service. The report also gives the esti
mated revenue for each month, the 
number of revenue passengers and the 
number of car-miles. By means of his 
estimates of the total cost of service 
and the total revenue for each month 
he arrives at the estimated deficit or 
surplus for that month. Thus far the 
company has exceeded Mr. Harris' ex
pectations. 

In January, for instance, £he esti-

by the end of the year, thus leaving un
touched, however, the deficit of $129,-
564 with which the receivers entered 
upon the year 1921. 

The deficit at present is in the neigh
borhood of $157,000. This includes the 
total deficit of more than $129,500 for 
the year 1920, together with the Janu
ary deficit of more than $10,000 and 
that of February in excess of $17,000. 
In the event the operations during 
March, April and May do not come up 
to expectations and the deficit con
tinues to grow instead of taking a 
downward trend, the receivers may 
seek an 8-cent fare. 

City Urges Consolidation 
The brief filed by Corporation Coun

sel Geraghty of Spokane, Wash., with 
the State Public Service Commission in 
the action of the city to prevent the 
granting of the 8-cent fare to the 
Washington Water Power and the 
Spokane & Eastern Railway & Power 
Company, says: 

These conditions compel us to the in 
ev itable conclusion that the only solution 
for the situation, so far as th e Spoka ne 
& Eastern company lines are concerned, lies 
in consolidation. 

There is no question of co nfiscat ion in 
volved h ere , because this is not a case 
where t h e city or the state has attempted 
by legislation to fix a rate of fare to 'be 
ch a rged by th e Traction co mpa ny. It is a 
case where the company and the city made 
a contract which at this time has proved 
unprofitable to one of the parties. Courts 
a nd commissions do not , as a m atter of 
law, r e lieve competent contracting parties 
from improvident contracts. 

Some fanciful difficulties In the way of 
a consolidation w er e suggested by th e rep
resentatives of th e two companies at the 
h earing, hut w e have no hesita tion in say
ing tha t if the companies desire in good 
faith to consolidate the lin es no legal im
pediment will be found growing out of th e 
city's laws. The r esponsibility for the fa il 
ure to effect a consolidation must r est upon 
the companies themselves. 

Per Cent Per Cent 
Change 1920 19 19 Change 

II . I $1,905,313 $1,664,282 14. 5 
17 . 3 1,629,966 1,380,325 18. 1 

- 8 . 3 $2 75 ,3 46 $283,957 - 3.0 
56 7 . 5 

- 8 . 1 $275,346 $283,957 -3.0 
3 . 0 94,072 90,683 3. 7 

- 12 .1 $181 ,274 $ 193,274 -6.2 
700 . 3 1,512 3,9 13 -61.4 

3. 5 $182,786 $197,187 - 7 . 3 
- 1.8 I 49,935 151,484 - 1.0 

24 . 8 $32,85 1 $45,703 - 28 . 2 
3 . I 

27. 0 
- 23 . 8 

22 . 8 $32,851 $45, 703 - 28 . 2 

Fixed charges inr:reased to $92,610 
through the raising of the amount paid 
into the depreciation and maintenance 
funds and the establishment of an in
juries and damages fund. 

There is a balance in all of these 
funds at the end of March of $37,362, 
which may be deducted from the net 
deficit in order to compare with the 
previous month. 

The stabilizing fund is now at a level 
of $313,333, it having developed that 
only payments for interest on bonds 
and dividends on preferred stock may 
be drawn from that fund when rev
enues do not equal expenses and fixed 
charges. 

Mr. Cann believes that with the elim
ination of the bus competition on April 
21, the rerouting of the Huron-Erie 
line, the adjustment of wages and new 
speed schedules savings will accrue 
which will wipe out the deficit before 
a fare raise is necessary. 

A tentative agreement has been 
reached with the interurban lines 
whereby they are to pay a rental of 40 
cents a carmile for the use of the city 
tracks, the overhead and power. This 
is a 41 per cent increase over what 
they are now paying on a percentage 
of gross receipts basis. Under the new 
contracts revenues, it is estimated, will 
be increased about $80,000 a year. 

During the month 5,710,010 revenue 
passengers were carried at a deficit of 
1.29 cents each. Car-mile operating 
expenses totaled 41.56 cents against 
42.86 during February. Revenue from 
operation was 42.4 as against 46.5 
cents per car mile the previous month. 
Total for the month was 8.64, com
pared to 8.98 in the month of Febru
ary, showing a decrease in traffic of 
3.94 per cent. 
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.$400,000 Shrinkage in Louisville 
in Amount Available for 

Dividends 
The accompanying income statement 

tak en from the annual report of the 
Louisville (Ky.) Railway shows opera
tions for the year ended Dec. 31, 1920. 
A s operation~ during the preceding 
year wer e much affected by a strike of 

and 2 cents additional for transfers for 
which it has petitioned. 

The two engineers who signed the re
port found that the historical value of 
the plant was $6,234,141 a nd that the 
reproduction cost would be $10,362,964. 
William H . Weiss, the engineer repre
senting the city of Knoxville, refused 
to sign the- majority report, but made 
a separat e report, finding, in his opin-

INCO?.IE STA TEl\IENT - LOl ' ISVILLE R AILWAY 

1920 
R evenue from transporta tion .............. . . . . . . . . . . . . . . . . $3,962,206 
O ther operating revenues... . .............. . . . . . . . . . . . . . . . 184,301 

1919 
$3,371,567 

165,667 

1918 
$3,556,031 

151,658 

Total operating revenues .............................. . 
O pera ting expense8 ...................................... . 

Net revenue from operations ................... . ...... . 
T axes ........ . .. . . . ......... . ................. - . , , ..... • 

Operating income ..... . 

Non-operating ineome-
Lou. & Int. R .R . net incom<> . 
Other non-oper ating incorn e .. 

Total non-operating income ..... 

Cross income ............ . 

D eductions from gross incom e-
Interest on bonds a nd notes .... . .... . . 
Amorti zation of discount on notes ..... .. . 

T ot a l d eductions ......................... ............ .. . 

Balance availa ble fo r d ividends on s tock .. . . .. ........ . .. .. . . 
*D efici . 

$4, 146,507 
3,229, 187 

$9 17,320 
366 ,000 

$55 1,320 

124,256 
2,67 5 

$126,931 

$678, 251 

$632,790 
9,207 

$641 ,998 

$36,253 

$3,5 37,234 
2,794,439 

$742,795 
366,000 

$376, 795 

$1 00,000 
5, 297 

$ 105, 297 

$482,092 

$630.920 
8,677 

$639,597 

*$157,505 

$3,707 ,689 
2,383,972 

$1,323,717 
355,369 

$ 968,348 

$84,657 
3,758 

$88,415 

$1,056,763 

$ 627,000 
5,055 

$632,055 

$424,708 

ion, that t he a ppraisal of t he other two 
engineer s was approximately $2,000,-
000 too high. 

will continue in accordance with the 
financial ability of the company. It is 
anticipated that the entire dividend will 
be paid within the present month." 

Trenton Road Valued at $5,000,000.
The value of the property and business 
in the service of the public of the 
Trenton & Mercer County Traction Cor
poration, Trenton, N. J., has been deter
mined by Ford, Bacon & Davis, engi
neers, New York, as being $5,000.000. 
The methods pursued in the valuation 
were the same as used in the Public 
Service Railway valuation. The repro
duction cost new of the property as a 
g oing concern based on Sept. 1, 1920, 
prices for labor and material is esti
mated to be $9,391,228. The historical 
cost built up from the companies, rec
ords show a value of $5,335,674. 

Foreclosure Sale Set for April 30.
Paul E. Thomas, special master, will 
offer for sale at Meadville, Pa., on 
April 30 $300,000 of capital stock of 
t he Meadville, Conneaut Lake & Lines
ville Street Railway $350,000 capital 
stock of the Crawford & Erie Railroad, 
and $145,000 of c2pital stock of the 
Peoples Incandescent Light Company, 
all pledged under the indenture secur
ing the first 5 per cent bonds of the 
Northwestern Pennsylvania Railway, 
Meadville, Pa., dated 1911. The securi
ties are to be sold under foreclosure 
proceedings with a view to consummat
ing the reorganization plans for the 

trainmen, comparative income figures 
are a lso shown for 1918, a s well as 1919, 
to give a means of judging t he condi
t ion of the company as compared with 
a year more nearly normal t han was 
1919. 

I I properties outlined some time ago. 

The repor t a lso contains a historical 
sket ch of developments leading up to 
t he recent increase in fare from 5 cent s 
to 7 cents as well as the valuation of 
the property by J. G. White Company 
deta ils of which have a lready been 
printed in these colum ns from time t o 
time. 

Knoxville Valuation Figures 
Expected Soon 

A decis ion of t he Tennessee Public 
Utilities Commission relative to the ap
praised value of t he proper ty of t he 
Knoxville Railway & Lig ht Compa ny is 
expect ed w ithin the next f ew davs. 

The a ppraisal made by Alb~rt S. 
Richey, r epresentative of the commis
s ion , a nd J . H . P erkins, r epresentative 
of the company, was submitted to the 
commission for it s consideration on 
Dec. 19, 1920. A combination of cir
cumstances has caused a delay· in the 
final outcome. The election came on 
in Tennessee. The Legislature met and 
has just adjourned. These took the 
time of the members and then Mr. 
Campbell took his seat on the board 
after the first hearing on the subject 
of the appraisal and he desired to go 
over the records thoroughly before 
casting his vote. 

After the commission has made its 
decision on the value of the property 
of the traction company, together with 
its commercial lighting plant, another 
decision will foll-ow as to whether the 
company is entitled to a 7-cent fare 

11 Assets $1,139,884 Less than Claims.-

Financial 
News Notes 

St. Peter sburg Road Doing Well.
The St. Pet ersburg (Fla) Municipal 
Ra ilway showed a profit of $10,000 for 
the month of March, according to Di
r ect or of Public Utilities R . E . Ludwig. 
He states the lines will more tha n earn 
interest a nd sinking f und cha rges this 
year after taking car e of opera ting ex
penses and many additions a nd im
provements-including several new one
man cars which have been bought. 

Too Soon to Draw Conclusions.-J. P. 
Barnes, president of the Louisville 
(Ky.) Railway, is disappointed but not 
discouraged over the r esults with the 7-
cent fare put into effect there r ecently. 
The new fare has hardly been in force 
long enough to justify the drawing of a 
general conclusion, but the expected in
crease of 20 per cent in revenue under 
the new rate has proved actually to be 
not more than 10 per cent. 

Guaranteed Dividend Being Paid.
Frank Hedley, president of the Inter
borough Rapid Transit Company, New 
York, N. Y., on April 14 authorized the 
following statement: "The dividend due 
on April 1 to holders of Manhattan 
Railway stock under the terms of the 
lease to the Interborough Rapid Tran
sit Company, will be paid in groups, 
commencing April 15, and payments 

Robert W. Perkins, receiver of the 
Shore Line Electric Railway, Norwich, 
Conn. , has filed with the clerk of the 
Superior Court his appraisal of the 
property as of Feb. 1, 1921, and a re
port of operations for fifteen months of 
the receivership. Portions of the road 
have been sold and dismantled. The 
appraisal of road and equipment is 
$2,451,965. The receiver's report shows 
that on the entire system there was an 
operating deficit of $52,227 for fifteen 
months up to Dec. 31, 1920, to which 
January of this year added an operating 
deficit of $3,749 a nd February of $6,112, 
making -a total to March 1 of $62,089. 
The difference between tangible assets 
and preferred claims is $1,139,884. 

Distribution Provided in Reorganiza
tion.-The Wes tern Pacific Railroad on 
April 11 was authorized by the Califor
nia Railroad Commission to issue and 
sell at 85 and accrued interest $4,180,-
000 of its first mortgage 5 per cent 
bonds. The bonds will be acquired by 
the Western Pacific Railroad Corpora
tion and then distributed to bondholders 
of Sacramento Northern Railroad who 
have agreed to sell their bonds to the 
Wes tern Pacific. The Wes tern Pacific 
has offered to pay $27 .50 a share for 
the first preferred stock, $15 a share 
for the second preferred and $6 a share 
for the common. It has also offered 
to exchange for the bonds of the Sacra
mento Northern first mortgage bonds 
of the Wes tern Pacific on the basis of 
$80 face value of the Wes tern Pacific 
bonds for $100 face value of Sacra-
mento Northern bonds. 
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Traffic and Transportation 

Six Cents in Indianapolis 
Basic Five-Cent Fare Preserved Under 

Tkket Ruling-One Cent for 
Transfer 

A cash fare of 6 cents, twenty 
t ickets for $1 and 1 cent for a transfer 
were authorized by the Public Service 
Commission of Indiana on April 15 in 
passing on the petition of the Indian
apolis Street Railway for higher fare 
and more revenue. Under the order 
those who buy tickets will pay the 
same fare as they have been paying 
~ecenilly. The 1-cent ~harge. f(llr a 
transfer was continued by the commis
sion's denying the company's petition 
for a 2-cent transfer charge. The com
pany's request for a 6-cent cash fare 
and twenty tickets for $1 is granted. 
The commission feels that under the 
order 5 cents is preserved as the basic 
fare. The order took effect at 12.01 
o'clock a.m. on April 18. 

John W. McCardle, a member of the 
eommission, dissented in a brief state
ment as follows: 

I must dissent from th e relief granted 
for the r eason that I do not b eli eve it will 
provid e the revenue that is n ecessary. 

Commissioners Lewis, Van Auken, 
Barnard and Johnson concurred in the 
order. 

The order is temporary. It says: 
That the commission continue cons ider a 

t ion of the prayer of petitioner for a n 
extra 1-cent t ransfer ch arge, p ending a 
period of thirty days , in which th er e shall 
be determined the effect, in percen tages, of 
patrons paying cash fares a nd t rav eling on 
t ickets, of th e fares h er ein befor e a uthor
ized, but the commission r eserves the right 
to pass on the matter of the praver · fo1· 
a n addition a l ch arge of 1 cent for· tran s
fers a t a n y tim e if it should be conclu
s ively shown tha t the per centage of patrons 
paying cash fares is so small as t o nullifv 
t he r elief which the commiss ion h er e in 
seeks to provide. 

The order also directs that within 
the next month 
. The Indfa n ~polis Str eet R a ilway a nd -th e 
interurban r a ilroads, which a r e parties to 
t his order, bring befor e the commiss ion for 
final conclus ion a ll m a tter s p erta ining to 
t he ca rrying out of p la ns fil ed with the 
commissior> in conform:ty w ith its order 
~f D ec. 18, 1?20 , fo1· the r em edyi ng of 
madequacy of mterurba n freight termin a ls 
in. the city of Indi a n apolis, t o the end tha t 
said m a tters may b e brought to a n earlv 
conclus ion. · 

The local company, which has pro
vided freight terminal facilities, re
cently made an agreement with the 
interurban companies by which the 
latter are to take over and develop the 
Kentucky Avenue freight terminal site. 
The agreement, before becoming effect
ive, must be approved by the Public 
Service Commission, and this matter 
is to come before the commission soon. 

Fer_dinand Winter, attorney for the 
company, declared recently in a reply 
brief fil ed with the commission: 

The r a ilway does not cla im that the1·e is 
a n y thing_ in a n y order of the commission 
t hat obl!gates the commiss:o n to pr ovide 
r~ t '.'s of fare tha t w ill en a ble it to pay 
<hv1dends upon its pref eITed s t oek. It does 

cla im, however, that the public has no right 
t o the use of its property except by the 
payment of rates which w ill afford a r ea
son a ble r eturn upon the value of s u ch p1·op
ert y, a nd that, as the commercial rate of 
interest ran ges from 7 to 8 per cent s u c!J 
r eason a ble r eturn s h ould b e at least 7 per 
cent, a fter paym ent of a ll operating ex
pen ses, includ ing the s um set apa1·t by th e 
commiss :on fo 1· m a inten ance a nd repa irs 
a nd a ll t a x es. 

The br ief continued by pointing out 
that the company underst ood the com
mission had set 7 per cent as a fair re
turn, but that the company was asking 
for much less than this amount.. It 
pointed out that the value of the prop
erty as fixed by the State tax board was 
$16,500,000 and that the value of the 
property as tentatively fixed by t he 
commission, including recent improve
ments and additions, was approximately 
$16,000,000. It also showed that 7 per 
cent of this sum was $1 ,1 20,000 and 
that the proposed net earnings of the 
company would be only $891,237. This 
would be further reduced by $52,796, 
representing the difference between an 
overestimate of estimates of receipts 
from cash fares and an underestimate 
of expected receipts from transfers. 

Eight-Cent Fare in Syracuse 
The New York State Railways , is 

authorized to charge an 8-cent cash 
fare, with four tickets for 29 cents, on 
its Syracuse lines under a decision 
handed down by the Public Service 
Commission for the Second District of 
New York on April 19. The n ew rate 
is authorized to go into effect on three 
days' notice. 

Determination of the commission was 
announced following a long executive 
session in which a report of Commis
s ioner Joseph A. Kellogg, who heard 
the case, was discussed at length. 

The company asked for a 10-cent 
fare. It has been charging 6 cents. 

Opposing the application, Corpora
tion Counsel E. H. Lewis argued that 
a 7-cent fare, with four tickets for 25 
cents, would be adequate. 

The increased fare is granted for a 
period of six months and will continue 
thereafter until a further order of the 
commission. 

The valuation fixed by the commis
sion on the property was $8,922,728. 
The company claimed a valuation of 
$21 ,500,000. The city put in figures, 
prep~red by Milo R. Maltbie, expert, 
showmg a valuation of $5,121,453. 

The Mayor's commission, which rec
ommended a service at cost agreement, 
placr=d the valuation at $12,415,000. 

The fare for children may be in
creased from 3 to 4 cents, the commi s
sion decided. 

No other changes in the charter, 
newspaper rate, or other rules and 
regulations is permitted under the 
order. 

Preferential Fares Raised 
I. C. C. Over-rules Intrastate Franchise 

Fare on Ohio Lines of Wheeling 
Traction Company 

Certain intrastate fares of the 
Wheeling (W. Va.) Traction Company 
were found to be ureferential to intra
s tate passengers while prejudicial to 
interstate passengers in a decision 
handed down by the Interstate Com
merce Commission in the case of Beall 
vs. Wheeling Traction Company. Dis
criminations arose because interstate 
passenger fares were higher than the 
fares between points within the State 
of Ohio. The intrastate fare s in cer
tain Ohio cities where t he road operates 
were inadequate and could not be 
raised because of franchis e require
ments. 

There were two complaints brought 
b:'r:'. citizens of Wheeling and W ellsburg, 
W. Va., the circumstances of which 
were so nearly identical that they were 
consolidated and disposed of in one re
port by the commission. To cite one 
case will be sufficient. 

Wheeling, W . Va., and Bridgeport , 
Ohio, on opposite sides of the Ohio 
River, are connected by bridges. The 
distance from Wheeling to Bridgeport, 
Ohio, is 1.5 miles, to Martin's Ferry 
Ohio, 5.72 miles. and to Bellaire. Ohio: 
8.16 miles. The intrastate fare between 
Martin's Ferry and Bellaire, a distance 
of 8.94 miles, is 5 cent s. The interstate 
fares from Wheeling- to Bellaire, 8.16 
miles, and from Wheeling to Martin's 
Ferry, 5.72 miles, at the date of hear
ing were each 10 cents. Subsequently 
they were increased to a cash fare of 
12 cents and a ticket fare of 10 cents 
between Martin's Ferry and Wheeling 
and a cash fare of 16 cents a nd a 
ticket fare of 13 ~ cents between Bel
la ire and Wheeline:. The transporta
tion conditions under which the three 
movements are made are similar. The 
entire intrastate journey is mad e upon 
cars operated in interstate commPrce 
since no through cars are operated be
tween Bellaire a nd Martin's Ferry and 
intrastate passengers are requirer] to 
transfer at Bridgeport from and to 
cars operated in interstate commerce. 

Under the terms of the franchise 
granted it by t he city of Martin 's 
Ferry, the t raction company may not 
charge more than 5 cents between Mar
tin's Ferry and Bellaire , a distance of 
8.94 miles. The Public Utilities Com
mission of Ohio permits the company 
to charge 10 cents between Bellaire a nd 
Bridgeport, a distance of 5.7 miles, the 
passenger in the latter journey travel
ing over the same rails in the same car 
as the Bellaire-Ma rtin's Ferry uas
senger. A passenger boarding ; car at 
Bellaire who states his destination as 
Martin's Ferry pays but 5 cents and 
is given a transfer to be used at 
Bridgeport. One who statPS his desti
nation as Brid!!eport, 3 miles less dis
tant than to Martin's Ferry and over 
the same rails, must pay 10 cents. The 
practical result is that the traction 
company cannot make use of the au-
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thority granted it by the Public Utili
ties Commission of Ohio to charge 10 
cents from Bellaire to Bridgeport be
cause passengers to the latter point in
variably escape the higher fare by stat
ing their des tination as Martin's Ferry. 
The same situation prevails with re
spect to travel from Martin's Ferry to 
Bellaire. 

The commission regarded the inter
s tate fares as reasonable and the in
trastate fare of 5 cents between Mar
tin's Ferry and Bellaire unduly low 
a nd ordered the Wheeling Traction 
Company to "desist from practicing the 
undue prejudice, preference and· advan
tage and unjust discrimination." For 
this intrastate line the commission set 
the rate of fare at 16 cents cash or 
13 ~ cents when tickets are purchased. 

John E . Benton, General Solicitor for 
the National Association of Railway & 
Utility Commissioners, announced on 
April 14 that the association looked 
upon the decision at Wheeling as as
sumption by the Inter state Commerce 
Commission of jurisdiction enabling it 
to prescribe intrastat e rates for the 
purpose of increasing the revenues of 
city railways. H e said the decis ion 
would be contested. Mr. Benton is 
quoted as follows: 

The poss ib le fa 1· r eachin g e ffect of the d e
cis ion in offe rin g opport unity to street r a il
way ca rri e r s of tha t ch a rter to secu1·e 
r evis ion of 1·at es n ow limi t ed by frnn chi ses. 
l' Ve n tho u gh the ir · lines b e w h ollv intra-
s t a te , is evident. · 

The poss ible conse<iu ences of this d ec i
s ion. if a dh,' rcd to. a no'I s us ta ined b,· th e 
courts, a r e obvious e \'en with out s ugges
tion. I n asmu ch as e \'ery s treet r a il way 
that conn ects with a noth e r w hich is inte r 
s t a t e ca n eas ily becom e a n interstat e ca r -
1·ie r , it m ay be s a id t o r es t with s uch 
ca rri e:r s , of the c lass describ <'d in this case, 
to brmg them selves und e r the jurisd icti on 
of the F ed er a l commission when eve1· they 
d es ire to do so. 

If the order of the commission in the 
'\Vhe('. lin g T1·ac tion Co n1pa n~· case sta nds. it 
is ev id ent th a t as t o a Ja 1·ge pa1·t of exis t 
Ing s tr ':e t r a ilway lines, fin a l power of r a t e 
r egul a twn has pa ssed fro m the s t a t es to th e 
F ed era l commiss io n . 

If the com miss ion has juris diction t o 
d e_cla r e intrnst a t e inten1rba n fa r es d is 
cnm_lna t o ry on the ground tha t it inju1·es 
a n mt~1·st a t e cal'l'ie r to lose m on e~·-and 
henc e: mte rs t a te comme1·ce-it w oul<'! seem 
~e1:ta m tha t it hurts jus t a s mu ch to lose 
it m the c it~· as in the country. 

!f m ay b e r ega 1·ded as cer tain tha t s treet 
ra il roa ds wh ich com e within the 1·u1e as 
fln a ll ~· la id down will s peedi ly c r ea t e s itua 
tioi:s wh ich w ill call fo1· the extens ion to 
then· fu ll lim its of the principles in vol\' ed 
in the d ec is ions m a d e accord in g-Iv if the 
~ Th eelin g decis ion stands , busy d a·y~ w ou ld 
s ~em t o be a h ead for the Feder a l commis
swn. 

Jitney Ordinance Upheld 
A court order of April 12 at Daven

port, Ia., continued in force a tempo
rary injunction under which operation 
of jitney buses on the public streets is 
prohibited. The court held that a 
"jitney bus is an automobile competing 
with a street railway company for busi
ness on the public streets." The jitney 
m en's attorneys sought to prove that 
t heir clients were not jitney bus drivers 
but taxi cab proprietors and as such 
had the same right as any taxi-cab to 
operation on the streets. This decision 
forces the bus men to take out bonds 
and in other ways conform to the jit
ney bus ordinance now on the city's 
books. 

Iowa Rate Cases Decided 
U. S. S upreme Court Declares Confisca

tory Rate in Ordinance Cannot 
Be Enforced 

When the Supreme Court of the 
United States handed down its opinion 
on April 11 on the rate case of the San 
Antonio Public Service Company it 
rendered a lso an opinion in three cases 
of lighting rates in Iowa. The San 
Antonio decision, as abstracted in this 
paper for last week, upheld the posi
tion of the rai lway because the court 
held that the city did not have power 
to establish a rate of 5 cents. The Iowa 
cases were decided in favor of the utili
ties upon very similar g rounds. In pass
ing upon them the court said that the 
s ta tute forbade the cities from mak ing 
contracts regarding rates. 

The cases were Southern Iowa Elec
tric Company vs. City of Chariton ; 
Iowa E lectric Company vs. City of 
Fairfield, a nd Muscatine Lighting Com 
pany vs. City of Muscatine. 

In its decision in the lighting rate 
cases the Supreme Court says: 

T wo proposition are indispu table: (a) 
That a lthough the governm enta l agencies 
h avin g a uthority to deal with the subjec t 
m ay fix a nd enforce reasonable r ates to be 
pa id public utility corpora tions for the serv
ices by t h em r ender ed, th a t pow er do es not 
include the right to fix r ates tha t a r e so 
low as to be confiscatory of the p roperty 
of s uch compa ni es. . . . a nd ( b) that 
wher e, however, the p'ublic s er vice corpo
rations a nd the governmental agenc ies deal
ing with them h ave power to contract as to 
rates and exert that power by fixing by 
contract r a t es to govern during a particular 
time the enfor ce m ent of s uch 1·a t es is co n
trolled by t h e obligatio n resulting from the 
contract, a nd th er efor e the q uest ion or 
whethe r s u ch r a t es a r e confi scator y b ecomes 
immaterial. 

In the three cases in question the 
court held that a contract did not exist 
in the case of the Iowa cities, and it 
quoted comments on this subject by 
the Supreme Court of Iowa. A por
tion of this quotation follows: 

The r e was a time in the history of our 
legis la tion when the right of contract as 
to rates was conferred by statute upon the 
city cou nc ils. . . . By th e r ev is ion 
a nd codification of 1897 the right of con
tract a s to r ates for utilities of this char
acter was entirely e liminated. a nd the 
legis la tive power t o r eg u la t e r a t es was con
fer r ed upon the cit)· cou n c il in a ll cases. 
The reason for the ch a nge of m e t h od is 
obvious enough . U nd er the contract m ethod 
the rights of the public w e re often barte r ed 
away, e it h er ignorantl y or corruptly, a nd 
utility corpor at ions became empower ed 
through the contractura l obligat ions to en 
force extortionate r a t es. The n et r esult of 
the progressive legis lation is found in our 
present section 725 wher eby it is forbidde n 
to a n y existing c ity co un c il to bind the c it y 
to a ny r a te fo r a ny future time. The 
pow er of r egula tin g the rate is a lways in 
the present c it y council. It must be said. 
therefore, that the r a t es fixed by section 6 
of the ordinance h er e inb efore r eferred to 
w er e not fixed by contract . 

In another case the Supreme Court 
of Iowa says, in referring to section 
725 of the Code of 1897: 

That statute in positive terms forb ids a ny 
a bridgem ent of the r ight to r egu late a nd 
fix ch a r ges of s er vice co rporations n a med 
in the statute, e ith er by ordinance, resolu
tion or contract. No on e wou ld now con
t end . in the t eeth of the sta tute prohibition . 
t h a t the re can be a vali d contract fix in g 
permanent rates. As to cor porations named 
in that statute. w e h ave h e ld r epeatedly 
that the r e can be no contracting that rates 
fixed for ser v ice cannot be changed. 

In commenting on this situation the 
Supreme Court of the United States 
says : 

The total want of power of the munici
p a lities h er e in quest ioned to contract for 
r a t es w hich are t hus establi sh ed a n d the 
state public policy upon which the pro
hibtion against the existen ce of such 
a u thority r ests, a bsolutely excludes the 
exis t ence of the right to enforce, as the 
r esult of the obligat ion of a contract, the 
con cededly confiscatory rates which are 
involved, and therefor e conclusively d emon- . 
str a t e th e error committed b elow in en
for cing such r a tes upon th e theory of the 
exist ence of a contract. 

Spokane Fare Case Concluded 
The Washington State Public Serv

ice Commission has heard the applica
t ions of the Washington Water Power 
Company and the Spokane Traction 
Company for permission to increase 
fares in Spokane from 6 cents to 8 
cents. Statistics and estimates sub
mitted by the companies included: 

W ashin g ton Wat er Power Company -
E a rnings for 1920, $1,082,760. Estimated 
ea rn ings for 19 21 (with 8-cent fare), $1,-
364,480. Increase, $281,720. Annual depre
ciation or r eplacem ent r eserve, $174,600 . 
.Appra isa l of property and working capi_tal. 
$4 ,966,6 87. Eight-cent fare will yield 8.5 
pe r cent. Present 6-cent fare yield, 2. 82 
per cent. 

Traction Compa ny-A ppraisal, property 
a nd working capita l, $2 ,059,569. Eight-cent 
fa r e w ill earn (est ima t ed) , $606,177. Net 
incom e for the company (estimated), $60,-
863. Y ield, 3 p er cent. 

Outstanding features of the hearing, 
in nutshell form, were: 

Attorney Post for Washington Water 
Power Company requested that per
mission be granted to amend its com
plaint and ask for a i0-cent fare in 
the event that the city releases jitneys. 

The city revived its suggestion for 
a merger of the two railway systems as 
the only solution of the fare problem. 

The Public Service Commission engi
neer estimated a loss of 5 per cent in 
travel if the 8-cent fare is adopted. 
The Washington Water Power Com
pany placed its estimate of loss in 
travel at 8 per cent. The commission's 
engineer valued the lines of water 
power company a t $400,000 more than 
was claimed by the company. 

If an 8-cent fare is granted the 
Washington Water Power Company 
will add $26,000 a year to the payroll 
of its trainmen by shortening the work
ing day. It will also increase its charge 
for power for the railway from $90,-
000 to $180,000 a year. 

Strike Emergency Over, Jitneys 
Must Go 

Supreme Court Justice Hinman at 
Albany N. Y., on April 15 granted a re
quest made by Harry B. Weatherwax, 
as a citizen and resident, that Mayor 
Watt clear the st reets of the motor 
buses and jitneys which have carried 
the bulk of traffic in Albany and its 
suburbs since the trainmen of the 
United Traction Company struck on 
Jan. 29. The Court issued a writ of 
mandamus t o compel the Mayor, 
t hrough the police, to enforce the pro
visions of t he transportation corpora
tion law, which prohibits a bus line 
from operating without its owner first 
obtaining a permit from the city and a 
certificate of necessity from the Public 
Service Commission. Mr. Weatherwax 
is vice president and general manager 
of the United Traction Company. 
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Injunction Prevents Fare Increase 
in Cincinnati 

The possibility of another "h~lf:cent': 
increase in fare by the Cmcmnati 
(Ohio) Traction Company on May 1 
was defeated temporarily during the 
week ended April 16, when Judge Stan
ley Struble granted an injun~tion en
joining the company from ta~mg s~c? 
action. In the suit filed by City Sohci
tor Saul Zielonka and William J. 
Kuertz, assistant city solicitor, it was 
said that the company had reported a 
deficit in its operations for February 
and March. William C. Culkins, Street 
Railway Director, investigated the re
ported deficit and found that there was 
no real deficit, but that the methods 
which the company employed in keep
ing its books were responsible for the 
unfavorable report for February and 
March. A similar injunction was is
sued by Judge Stanley Matthews two 
months ago, after a suit had been filed 
by the city solicitor setting forth the 
same claims. It was only a temporary 
injunction as was the one issued last 
week. 

Zoning Plan Continued 
in Westchester 

An order holding that it is "unrea
sonable" to require the Westchester 
Electric Railroad, the New York, 
Westchester & Connecticut Traction 
Company and the Yonkers Railroad to 
transport passengers between points in 
different municipalities for a single 5-
cent fare was issued on April 8 by 
the Public Service Commission, Second 
District. 

The order permits the three lines to 
continue to collect fares on the basis of 
the present zoning system for t~e 
transportation of all passengers m 
Westchester County. 

Franchise fare restrictions were 
waived in April, 1919, for two years 
and these waivers are about to expire. 
They permitted collection of fares by 
zones, generally each municipality con
stituting a zone. 

The order of April 8 continuing the 
zoning system was granted on th~ ap
plication of the operating compames. 

Re-Routing Considered in 
Milwaukee 

Plans for re-routing a number of the 
city lines of the Milwaukee Electric 
Railway & Light Company, Milwaukee, 
Wis., passing through the down-town 
district of Milwaukee were discuSj;ed at 
a hearing held by the Wisconsin Rail
road Commission in Milwaukee on 
March 22. At the conclusion of the 
hearing, the company was given until 
April 1 to analyze the different re-rout
ing schemes suggested and to for~u
late a plan of its own. The commis
sion will hold another hearing about 
April 15. 

The hearing was held as a result of 
a recent decision of the commission or
dering the joint use of tracks on Wells 
Street by the Milwaukee Northern 

Railway, the Chicago, North Shore ~ 
Milwaukee and the Milwaukee Electric 
Railway & Light Company. 

Ten-Cent Case Presented 
Hearing Well Under Way on Appeal 

of Public Service Railway 
for Increased Rate 

Thomas N. McCarter, president of 
the Public Service Railway, Newark, 
N. J ., said on April 11 that his co~pany 
had no objection to the valuation by 
Ford Bacon & Davis, just made pub
lic, being included in the pending fare 
case although the officers of the com
pany felt that the figures of increased 
expenditure by the company were suf
ficient in themselves to juistify the 
10-cent fare . The hearing on the appeal 
of the company for increased rate had 
then been under way for about a week. 
Mr. Mccarter also agreed to a further 
suspension of the proposed 10-cent rate 
until July 15. 

For the commission, Mr. Osborne, 
who sat in place of President Treacy, 
said that the commission felt it was 
only fair to all parties. concerned to 
express its views i:iow i~ order that 
the least time possible might be lost. 
If the valuation was to be considered 
at all-now or at a later date-it might 
better be included in the present pro
ceedings and the whole thing disposed 
of for all time. The commission wanted 
to settle the matter. If the question of 
valuation was to come up later, ~he 
time taken in the present proceedmg 
was being wasted. 

At a previous session of the prese1!-t 
hearing Mr. McCarter startled his 
auditors by saying that the company 
had not come before the board before 
for relief because the commission did 
not want the company to ask for higher 
fares. He was referring to the com
mission which the present board has 
succeeded. He is reported to have said: 

W e h eard that the boa rd did ~ot w a nt 
to hear a ny more a pplicati ons for m ~r ea~es 
in 1920. Howev er, w e m a d e _th e a pphcat1on 
in D ecember because w e d ecided w e n edecl 
the higher fare, wheth er or not th e board 
wanted to pa ss on the m a tter. 

Mr. McCarter regarded it as an 
amazing spectacle to see Mr. Record, 
counsel for the municipalities which are 
opposing the increased fare , criticizing 
him for not asking for an increased 
rate. 

Another witness for the company has 
been Richard E. Danforth, vice-presi
dent in charge of the railway. The 
tenor of his argument was that the 
10-cent fare was reasonable and all 
that the traffic would bear. It took no 
greater proportion of the worker's 
income now than a 5-cent fare took 
in 1916. Mr. Danforth admitted that 
the public used jitneys because they 
liked automobiles, desired speed and 
disliked the railway corporation . He 
was unwilling to admit , however , that 
the growth of the jitney business was 
a consequence of the failure of the r~il
way adequately to meet transportation 
needs. 

The hearing will be resumed on April 
22 with the presentation of t est imony 
in the interests of the municipalities. 

Eight Cents in Poughkeepsie 
The Public Service Commission for 

the Second District , has granted per
mission to the Poughkeepsie & W ap
pingers Falls Railway, Poughkeepsie, 
N. Y., to charge an 8-cent fare. Com
missioner Kellogg, in a memorandum 
accompanying the order , said: 

It would s eem that in a ci t y locatec! a"' 
is Pou ghkeeps ie, wh er e wa lking is under 
ordin a r y cond iti ons permissible a n increase 
in fare of s u ch a s ubs t a ntia l n a ture, esp e
cia ll y one t h a t arouses the a ntagonism of 
t h e p eople, woul d result in a ver y s ub
stantia l f a lling off in the number of pas
sen gers carri ed . It is ~ot pr~b a b!e . t1?a t 
the s light increase a uthorized w ill d1mm1s h 
the fa r e paying passengers t o a n y a ppre
cia ble extent. 

Mr. Kellogg said further that the 
company had never made a fair re
turn on its investment. In the event 
that downward prices would affect and 
reduce operating expenses it is hoped 
that the company will promptly reduce 
the fare to a proper level. The old fare 
was 7 cents. When the company peti
tioned for a 10-cent fare the public pro
tested against the proposed increase by 
orgamzmg walking clubs with the 
slogan "We Walk." 

Bamberger Electric Petition 
Denied 

The Public Utilities Commission of 
Utah has refused to grant increases in 
passeng·er fares asked for by the Bam
berger Electric Railroad, except that 
1,000-mile mileage books may be in
creased from 2 to 2¼ cents a mile, and 
that the increase of one-tenth of a cent 
may be permitted to students' rates. 

The rate on the 500-mile book re
mains at 2 cents a mile. Unlike the 
1,000-mile book, the 500-mile book is 
not interchangeable with other lines. 
The new student rate is 1.1 cent a 
mile, but observance of the 5-cent 
minimum is required in all cases where 
the per mile fare amounts to less than 
5 cents. 

The 2¼-cent rate will not materially 
increase the revenue of the Bamberger 
line, the commission notes, but will 
materially simplify auditing as be
tween the company and connecting 
lines, and for that reason this request 
was granted. 

The company had asked for increases 
all along the line in its passenger 
fares, as well as certain increases in 
its freight tariffs. The latter were 
disposed of Dec. 31 last, when certain 
increases were permitted. 

On the policy under which increases 
may be allowed, the commission makes 
this comment: 

The commiss ion is of t h e opinion t h a t the 
assumption is fundam enta ll y wron g t hat 
t h e assumption tha t t h is peti tioner sh ould 
be g r a nted the sam e scale of passenger 
fa r es in effect on conn ectin g e lectri c lin es. 
in order t o establish a n d mai ntain a parity 
of r a tes, In tha t it leaves out of consid erat ion 
th e impor ta nt e lem ent of the cost of se1·vice. 
This petiti oner's line connects th <' two larg
est citi es of the s t a t e a n d trave1·ses a t erri
to1·y with r ela tively dense popula tion. Mor e
over. ther e is cons id erable lntel"l ine traffi c, 
a nd this petitioner , being the m idd le, or 
co nnectin g link in t h ch a in of electric rna d s 
tha t reaches from P ayson, Utah. to P,·es t on . 
Ida ho , t a pping and servin g the rich cen tral 
va lleys of U tah, necf'ssari ly profi t.s by its 
'rl dvantageous location. because th e oth er 
lines act as f eeders and s upply it wi th 
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both freight and passenger traffic. 'The v~l
ume of traffic is, therefor e. much h eavier 
than is enjoyed by e ither of the connecting 
lines. 

The above comment explains t he 
commission's attitude that t he mer e 
fact that other electric railroads in 
Utah have been permitted increased 
passenger rates does not of itself 
justify t he granting of a n increase to 
t he Bamberger Electric. 

Jitneys Under State Control 
in Connecticut 

Jitney control in Connecticut is now 
in the hands of t he P ublic Utilities 
Commission. Althoug h the new jitney 
1·egulation bill became effective on April 
15 when the signature of Governor 
Everett J. Lake was - affixed, there is 
a provision which states that no cer
tificate shall be valid until ninety days 
after the act becomes a law. This will 
be July 15. It will then be mandatory 
for a ll persons or corporations oper
ating automobiles as jitneys to apply 
to the Public Utilities Commission for 
a certificate and satisfy the require
ments of the law. 

Jitn<c'ys are defined in the bill as 
-any autos carrying passengers for hi1:e, 
operating over r egular routes or m 
any manner resembling the service 
rendered by electric railways. Rules 
governing fees, routes and continuity 
uf service that apply to all common 
carriers must be observed by the jitneys. 

Applicants for certificates must first 
show the public necessity for such serv
ice over the route proposed, must out
line the route in detail and state the 
character of service proposed. l t is 
provided that hearings by the Publ_ic 
Utili ties Commission will be held m 
the town where the applicant resides 
or proposes to render service and 
states that the mayor, selectmen or 
chief officials of such a town shall be 
notified to attend the hearing. 

To Connecticut's motor vehicle com
missioner will fall the duty of licens
ing and registering drivers of jitneys. 
Violation of any of the terms of the 
act will be punishable by a fine of not 
more than $100 or a jail sentence of 
not more than sixty days, or both. 

Power to make future rules and 
regulations regarding the operation of 
jitneys within the State is vested in 
the Public Utilities Commission. 

" rants Higher Fare.-J. J. Coleman, 
general manager of the Scranton (Pa.) 
Railway, recently appeared before the 
City Council at the request of the lat
ter to explain why much-needed im
provements to the system have not been 
made. Mr. Coleman pleaded for a 
higher fare claiming that extensive im
provements could not be undertaken 
without money and the issuing of se
curities appeared out of the question. 
Last year the railway lost $47,340. By 
figuring in the company's estimated 
maintenance expense of $200,000 for 
this year the total expenditures, in
cluding the improvements, would run to 
$650,122. 

New Orleans Railway Cites 
San Antonio Case 

Judge Rufus E. Foster , of t he F ed
er al District Court at New Orleans, 
La., upon whose decision Receiver 
O'Keef e, of the New Orleans Railway 
& Light Company, was to accept or re
ject the ordinance adopted by t he Com
m ission Council on April 11 cutting 
fare from 8 cents t o 7~ cents, has r e
jected the act ion of the Commission 
Council and has refu sed to approve the 
reduction. 

Under inst r uctions from Judge F os
ter, Receiver O'Keefe applied to the 
court for an injunction. The case was 
set for hearing on April 18. T he pro
posed fare reduction was to have be
come effective on April 22. 

The receiver alle2:ed in his petit ion, 
which followed his r~efusal to accept the 
new rate of fare named in the ordi
nance, that the fare of 8 cents fixed by 
the Commission Council was confisca
tory since it enabled the company to 
collect only 2 per cent per annum on 
t he property, said by him to be worth 
$29,000,000, a nd that the Federal Court 
alone could determine whether or not 
an 8-cent fare was required to operate 
the railway system. 

In asking permission of the Federal 
Court to reject the requirements of 
the ordinance reducing the fare from 8 
cents to 7½ cents the receiver referred 
to the recent decision of the U. S. 
Supreme Court in t he San Antonio suit, 
wherein the city was enjoined from en 
forcing a 5-cent fare with universal 
transfers. Following the lead of the 
company at San Antonio Receiver 
O'Keefe alleged that the 5-cent fare 
established on the New Orleans lines 
was a regulatory rate and not contrac
tual. 

Youngstown Jitneys Curbed 
Jitneys at Youngstown, Ohio, are to 

be regulated. This is made so by a 
decision of the Court of Appeals for 
the Seventh Judicial District of Ohio 
that a regulatory ordinance passed 
Feb. 25, 1920, is constitutional, except
ing for a few minor requirements. 

The city was enjoined from enforc
ing the ordinance soon after its enact
ment, a group of jitney drivers 
attacking provisions requiring bonds, 
license fees, citizenship of drivers and 
the like. Their contentions were up
held in part by t he Court of Common 
Pleas and the case was taken to the 
Court of Appeals. The decision of 
that body has now permitted the city 
to enforce the regulatory ordinance. 

The ordinance requires that all oper
ators of jitneys be American citizens, 
that each owner must provide a $5,000 
bond for liability for personal injuries 
and a like bond for damage to prop
erty; t hat each owner must pay an 
annual license fee of $10 and each 
driver a license fee of $5. E ach bus 
must be lighted in t he interior and 
none is t o carr y passengers on the 
running boards or more than two in 
excess of the seating capacit y. All 

owners or drivers must be more than 
twenty-one years old. Penalties for 
violation are a fine of not more than 
$100 or six months imprisonment for 
each offense. In the discretion of the 
court, any license may be forfeited 
upon a third offense. 

The ordinance originally provided 
that every owner or driver must have 
been a resident of the city for at least 
six months; that every bus must give 
at least sixteen hours ' continuous serv
ice and that it must operate over desig
nated routes only. These provisions 
were declared unreasonable and invalid 
by the Court of Appeals. 

Dallas Asked to Play Fair 
The application of the Dallas (Tex.) 

Ra ilway for authority to increase fares 
in Dallas from 6 cents to 7 cents is 
still under investigation by the City 
Commission . The company at first 
sought a str aight service-at-cost fran
chise with a sliding scale and guarantee 
of 7 per cent on the agreed investment. 
This was refused by the City Com
m ission. The company then applied for 
au t hor ity to increase fares to 7 cents, 
under the plea that the 6-cent fare now 
being charged is inadequate. Hearings 
were begun on F eb. 3 before the City 
Commission on the application. 

At a recent hearing before the City 
Commission , J ack Beall, chief counsel 
for the company, made a plea for an 
immediat e decision on the application, 
declaring that if the city declined to 
grant t he incr ease, only one course lay 
open to the company-to go into the 
Federal Court a nd seek relief there 
on the g r ound that the present fares 
are unreasonable and confiscatory. 

At t he conclus ion of a hearing at 
which J. F. Strickla nd, president of the 
company, was present, Mr. Strickland 
told the commission that, while he re
garded the 7-cent fare as absolutely 
necessary to the continued successful 
operation of the lines, the company 
would accept a fa r e of four tickets for 
25 cents, with a fa r e of 7 cents if paid 
in cash. This advance, he estimated, 
would mean an increase of between 4 
and 5 per cent in t he g ross receipts of 
the compan y. 

C. W. Hobson of the Southwest Gen
eral E lectric Company, who, with Mr. 
Strickland, was granted the franchise 
in 1917, was also a witness before the 
commission in t he fare investigation. 
Mr . Hobson declared that the Dallas 
Railway had paid no dividend on its 
st ock under the present franchise. Mr. 
Hobson said that he and Mr. Strickland 
were granted the franchise about the 
time the United Sfates declared war 
and were reluctant to accept, knowing 
t he inevitable consequence of the war . 
He said that they took the full ninety 
days allowed by the Board of Commis
sioners to accept, and did so then only 
in the hope of solving the railway prob
lem for Dallas. Mr. Hobson said that 
every commitment made by the com
pany when the franchise was accepted 
has been or will be carried out before 
lVIay 1. 
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Transportation 
News Notes 

Car Cards 'Quote This Paper.-A 
poster now being displayed in the cars 
of the Virginia Railway & Power Com
pany of Norfolk reads: "The City 
Council of Kansas City, Mo., passed an 
ordinance on March 21 prohibiting jit
neys from opera ting on streets where 
electric railways now operate. The 
Mayor signed the order on March 22. 
New routes must now be assigned away 
from car lines. - ELECTRIC RAILWAY 
JOURNAL." 

Ten-Cent Fare in Ossining.-An order 
has just been iss~1ed by the Public 
Service Commission for the Second 
District of New York permitting the 
Hudson River & Ea>'tern Traction Com
pany operating in Ossining to advance 
its fare from 8 cents to 10 cents be
cause the commission finds the road 
' 'performs more nearly the services of 
an elevator." The longest line is not 
more than 2 miles. The grades are 
very steep. 

Chicago Fares Before Supreme Court. 
-The fight of the city of Chicago 
against increased fares of the Chicago 
Surface Lines was carried to the United 
States Supreme Court on April 13 when 
the appeal from the decision of the 
Illinois Supreme Court was filed in 
Washington. This is the case involving 
the jurisdiction of the Public Service 
Commission of Illinois, which on Aug. 
6, 1919, allowed an increase in rates 
from 5 cents to 7 cents. Later the fare 
was increased to 8 cents. 

Fares Come Down in Quincy.-An 
announcement made in Quincy, Mass., 
on April 14 by the home rule committee 
of the Eastern Massachusetts Street 
Railway stated that a reduction of the 
fares there will go into effect within 
a short time. This decision came as the 
result of a conference held a few days 
ago with the trustees of the railway. 
The committee announced that the rec
ommendation of the home rule commit
tee of Quincy that the number of rides 
per dollar be increased from thirteen to 
fifteen had been accepted, as it was 
stated the financial condition of the 
Quincy division warranted such reduc
tion. 

Skip-Stop System Defended-In reply 
to an attack by a Milwaukee women's 
organization on the skip-stop system of 
operation in the city, E. J. Steinberg, 
resident engineer of the Wisconsin Ra il
road Commission in Milwaukee, is re
ported to have stated: "The commis
sion holds that where streets are less 
than 440 ft. apart, every other stop can 
reasonably be eliminated. The major
ity of streets in Milwaukee are less 
than 440 ft. apart. Ther e are 175 
s treets in the city less than 340 ft . 

apart; more than 200 are 380 ft. apart; 
75 are 510 ft. apart, and 95 are 660 ft. 
apart. These constitute the greatest 
number of car line crossings in the 
city." 

Nine Cents in St. Joseph.-The Pub
lic Service Commission of Missouri on 
April 9 denied the application of the St. 
Joseph Railway, Light, H eat & Power 
Company for a straight 10-cent fa re. 
The commission permitted the company 
to charge a cash fare of 9 cents, or a 
ticket fare of three for 25 cents, for 
adult passengers, and 4 cents for chil
dren. The increase became effective on 
April 20. It was in connection with 
the controversy over fares in St. Joseph 
that the Federal court at Kansas City, 
Mo., last November ruled that wrong 
methods had been used by the commis
s ion in valuing the company's property. 
The court considered the present fair 
value as the correct value for rate mak
ing. 

Injunction Prevents Fare Action by 
Commission.-Fred E. Allen and W. H . 
Sawyer, receivers for the Alton Granite 
and St. Louis Traction Company, Alton, 
III., on April 2 obtained from Judge 
English of the U. S. District Court an 
injunction restraining the IIIinois Utili
ties Commission from interfering with 
a proposed increase in street car fares 
in Alton. A case known as the 10-
cent carfare case now before the com
mission cannot be decided until Judge 
English dissolves the injunction, which 
the city of Alton will make every ef
fort to have dissolved. The present 
fare is 8 cents cash, with 7 tickets for 
50 cents. The higher fare for the Alton 
street car system will probably be 10 
cents cash with a ticket rate of eleven 
or twelve for a dollar. The company, 
tired of waiting for a decision on its 10-
cent fare case, acted to hasten the fare 
increase. 

Special Depot Car in Terre Haute.
A novel addition has been started to 
the street car service of the Terre 
Haute, Indianapolis & Eastern Trac
tion Company, Terre Haute, Ind. A 
special car is now run between the 
union depot and the Deming Hotel only. 
This car operates without schedule, the 
plan being to make immediat e service 
available at the station upon the ar
rival of any train. If one of the reg
ular cars operating on this line is at 
hand to take care of the travelers this 
special car waits until another train 
arrives, unless it should happen that 
a second car is necessary to accommo
date all incoming people. In addition 
to making immediate car service avail
able for all persons arriving in the 
city this special car will also augment 
the service from the downtown dis
trict to the station. The idea of in
stalling this character of service is one 
of a number of good suggestions in de
veloping new business on the depot 
lines, made in a paper by W. McK. 
White, presented before the Illinois 
Electric Railway Association and ap
pearing in the issue of the ELECTRIC 
RAILWAY JOURNAL of July 31, 1920, 
page 225. 

New 
Publications 

\Yomen Street Car Conductors and 
Ticket Agents 

Bulletin of the , vom a n's Bureau N o. 11, 
U nited States Depa rtment of L a bor, 19.21. 
90 pages. 

This bulletin describes an investiga
tion made in June, July and Septem
ber, 1919, a nd in January, 1920, by rep
r esentatives of the Labor Department. 
The hours, wages and conditions of 
work of women conductors in Detroit 
and Kansas City and of ticket agents 
on the street railways in Boston and 
Chicago were studied. The investiga
tion was made after the dismissal on a 
large scale of women conductors and 
women ticket agents in New York City 
following changes in the statute relat
ing to the employment of women. 

The r eport explains that the service 
of conductors is quite different from 
that of ticket agents, a nd this should 
be understood because legislation may 
be drafted to regulate hours for both 
groups togeth er, without special con
sideration of the very different de
mands of the two occupations. In con
ductor service, the report points out, 
the conditions were more arduous on 
the roads examined than would other
wise have been the case because the 
women were the more recent employees 
and the best runs were chosen by the 
men who had seniority. Nevertheless , 
the report finds there is "no particular 
reason to prove that the work of street 
car conductor is unfit for women. " On 
the contrary it seemed to combine many 
advantages not always found in 
the traditional occupations for women. 

Forty-six women conductors in De
troit told the investigators that they 
preferred the work to any other they 
had ever done before . Only one woman, 
who used to drive a rural free deliv
ery wagon, liked her previous occupa
tion better . The difficulties with which 
both the companies and the women 
were faced in complying with the law 
in Detroit and Kansas City emphasize, 
however, in the opinion of t he inves
tigators, "the need for a very careful 
study of local conditions before any 
phase of a transportation law is de
cided upon, with a view to determining 
possible local adjustments to make com
pliance more feasible and less likely t o 
wreck disaster upon those it was fram ed 
to benefit." 

On the question of ticket agents the 
records from Boston and Chicago "show 
that with the eight-hour day and six
day week, without night wor k a nd with 
a wage far superior to that pa id women 
in any other occupation , t he woman 
ticket agent and collector is a n ac
cepted and permanent fa ct in two large 
cities." The r eport is an elaborat e one 
and contains many inter esting tables . 
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: I Personal Mention 
II 

Cincinnati's New Director 
.\lr. Kuertz's Appointment as Street 

Railway Director a Complete 
Surprise 

William J. Kuertz, assistant city 
solicitor of the city of Cincinnati, Ohio, 
has been appointed director of street 
railways t o succeed William C. Culkins, 
who retires on May 1 to become execu
tive secretary of the Chamber of Com
merce. 

The choice of Mr. Kuertz came as a 
surprise to him as well as financiers, 
business men and city officials. Three 
hours after he had accepted the posi
tion he was in conference with Mr. 
Culkins, pertaining to street railway 
affairs. Mr. Kuertz accepted the posi-

W. J. KUERTZ 

tion after a brief talk with Mayor 
John Galvin. 

Mr. Kuertz has been assistant city 
solicitor for the past three years. He 
began the practice of law in 1904. He 
is a self-made lawyer, never having 
a ttended any law school, but educated 
himself while employed as an office boy 
and later as a stenographer connected 
with the law firm of Ellis, Kincaid & 
Rogers. 

In selecting Mr. Kuertz, Mayor Gal
vin said he was sure that he had picked 
a man who was capable of filling the 
position. The mayor said his name 
had not been mentioned to him by any 
of the business factions about town 
who came forward with candidates for 
the position, but Saul Zielonka, city 
solicitor, and he had discussed Mr. 
Kuertz for the position. Mr. Kuertz, 
who is associated with Mr. Zielonka, 
has been engaged with him in every 
legal action brought by the city 
against the Cincinnati Traction Com
pany. He is thoroughly conversant with 
every one of the many legal questions 
which are now pending in that connec
t ion. 

A conference has been arranged be
tween Messrs. Kuertz and Culkins for 
the la tter part of this week, so that 
Mr. Kuertz can thoroughly familiarize 
himself with ,all the angles of the sit
uation. 

Vacancies on Indiana Commission 
Filled 

Governor McCray of Indiana on 
March 23 made his first announcement 
concerning appointments to important 
state positions, naming t hree members 
of t he Public Service Commission. 
George M. Barnard, Republican, New
castle, was appointed to succeed Paul 
P. Haynes, whose resignation was an
nonunced in these columns several weeks 
ago. John McCardle, Republican, In
dianapolis, was reappointed, and State 
Senator Maurice Douglas, Democra t, of 
Flatrock, was appointed to succeed 
Fred Bates Johnson, Indianapolis. The 
appointment of Mr. Barnard is for the 
unexpired t erm of Mr. Haynes from 
April 1 to May 1, 1924. The reappoint
ment of Mr. McCardle is for a four
year term from May 1, and Senator 
Douglas will serve four years from 
l\1ay 1. 

The appointments were regarded as 
the most important which were before 
t he Governor. 

Mr. Barnard is an ex-Mayor of New
castle. He is at present corporation 
attorney for the city. He has appeared 
before the commission several times as 
a representative of the public in mu
nicipal cases and is highly regarded 
at the statehouse. Mr. Haynes, who re
signed recently, became engaged in 
special practice of the law in Indian
apolis on April 1. 

Mr. McCardle is vice-chairman of the 
commission. He was fir.st appointed by 
ex-Governor Goodrich four years ago. 
He has served on the commission dur
ing the important war and reaajust 
ment periods when many complex prob
lems were presented to the commission
ers for solution. 

State Senator Douglas represented 
Shelby and Bartholomew counties in 
the recent General Assembly. He was 
elected State Senator in 1916. He 
served several times as a member of 
the House prior to his election as Sena
tor. Mr. Douglas is secretary of the 
Indiana Federation of Farmers' Asso
ciations. Mr . Johnson, who is to be 
succeeded by Senator Douglas, let it be 
known some t ime ago t hat he was not 
an applicant for the appointment. He 
is expected to r esume the practice of 
law in Indianapolis. 

There ar e five members of the com
mission. E . I. Lewis, Republican, In
dianapolis, is chairman. Glen Van 
Auken, Democrat, is the other member 
of the commission. 

Long Service Rewarded 
J. W. Harris, for Thirty-six Years Man

ager of California Cable Road, 
Becomes President 

James W. Harris, of the California 
Street Cable Railroad Company, San 
Francisco, Cal., r ecently was elected 
president and general manager and 
chairman of the board of directors . 
Mr. Harris began work with the com
pany April 1, 1879, in a construction 
gang, and has served continuously since. 

His first work with the company was 
as a carpenter in the construction of 
an extension of the line from Filmore 
Street to Presidio A venue. When the 
work on this line was finished Mr. 
Harris was transferred to the car shops 
and in three years he had been pro
moted successively to _foreman and'. 
master mechanic. 

In 1891 Mr. Harris was given charge 
of the extension of the line along Hyde
J ones and O'Farrell Streets and from 
Kearny Street to the ferry. 

Following the death of James B. 

J. W. H ARRIS 

St etson, president of the road, in 1909, 
Mr. Harris was made vice-president 
and general manager, and was given a 
place on the directorate. At that time 
J . Henry Meyer was elected president. 
At a directors' meeting following the 
death of Mr. Meyer a few weeks ago 
Mr . Harris was elected to his place, 
meanwhile retaining his post as gen
eral manager. 

John T. McGhee, who had been as
sistant superintendent, was made super
intendent, and Ha-i:Ty N. Stetson, son 
of the former president, was elected to 
t he board of directors. 

With a record of thirty-six years as 
superintendent and general manager of 
the California Street line Mr. Harris is 
one of the oldest American street rail
way executives in point of service. 

Charles F. Arendt, for many years 
employed by the Trenton & Mercer 
County Traction Corporation, Trenton, 
N. J., has been promoted to the position 
of chief inspector. He succeeds Harry 
West, who has been made night fore
man at the company's carhouse in South 
Trenton. 
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Governor's Appointments Show Wide Choice 
Political Affiliations Ignored in Selection of Members for New York's 

Transit Commission-State-Wide Commission All New 
George McAneny, formerly president of the Borough of Manhattan and 

president of the Board of Aldermen, was named as chairman of the Tra nsit 
Commission, a body created with the broadest authority the state can bestow 
on an administrative agency under its police powers, and with a mandate to 
clear up the muddled transit situation in New York City. The other appoint
ments to the Transit Commission are Le Roy T. Harkness of Brooklyn and Major 
General John F. O'Ryan of New York. William A. Prendergast of Brooklyn 
will be chairman of the State-wide Public Service Commission. His associates 
will be William R. Pooley of Buffalo, Charles Van Voorhis of Rochester, Oliver 
C. Semple of New York, ·and Charles G. Blakeslee of Binghamton. All these 
appointments, which were sent by Governor Miller to the Senate on April 16, 
have been confirmed. 

MR. McANENY has long been 
active in public life. Among his 
accomplishments during his 

municipal service was his long fight in 
the Board of Estimate for the adoption 
of the dual subway system. 

Among other positions of public 
service Mr. McAneny has been presi
dent of the Board of Aldermen and 
president of the Borough of Manhat-

Association. Mr. Harkness paid par
ticular attention in his report to the 
underlying securities of the city's tran
sit lines and their relation to the actual 
value of the properties. The report is 
in the hands of the Merchants' Associa
tion, which has already made known its 
willingness to offer it to the new com
mission. 

John F. O'Ryan, although a lawyer 

of Comptroller of the City of New York 
for the first time in 1910, Mr. Prender 
gast has been active in discussions of 
t he city's transportation problem. Re
cent ly he has a ttacked Hylan 's "do
nothing " policy, asserting that the 
Mayor by his a ttitude had forfeited 
the right t o interfer e. H e has been a 
strong advocate of Governor Miller's 
traction plan. 

Mr. Prender g ast was born in New 
York on May 23, 1867, and attended 
public schools in Manhattan and Brook
lyn. H e entered business at the age of 
fourteen. 

Oliver C. Semple is a New York law
yer, who has had an extensive experi 
ence in traction affairs. He aided in 
the drafting of the original Public 
Service Commission law and was him
self counsel to the commission be
tween 1907 and 1918. He was largely 
responsible for the drafting of the re
vision of that law and of the revision 
of the rapid transit act of 1920. H e 
also assisted in drawing up the Inter
borough and the Brooklyn Rapid Tran
sit contracts in 1913. Mr. Semple has. 
been a consistent supporter of Gover-
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tan. He started his career as a news
paper man, going back to it as asso
ciate business manager of the New 
York Times, in 1915, a post he relin
quished only recently. 

Mr. McAneny was born in Green
ville, N. J., on Christmas eve, 1869. 
He was educated in the public and 
high schools of Jersey City, later 
studying law, although he never prac
ticed at the bar. He served on the 
committee which framed the municipal 
home rule amendments to the State 
Constitution adopted in 1894. 

Le Roy T. Harkness, former legal ad
viser to the New York Public Service 
Commission, is credited with signal 
service in safeguarding the city's in
terest in the drafting of the dual sub
way contracts. He has had a wide 
experience in New York traction af
fairs because of his long service with 
the commission. 

Recently, with the co-operation of 
Charles E. Hughes and Oliver C. 
Semple, Mr. Harkness undertook a 
study of the traction situation in New 
York at the request of the Merchants 

by profession, has long been a soldier. 
He enlisted as a private in the National 
Guard in 1897, and after a succession 
of promotions became a major general 
intrusted with the command of the 
Twenty-seventh Division during the 
war. General O'Ryan is one of the few 
civilians holding a diploma from the 
War College, and was the only militia 
officer to command a division in the 
A. E. F. He was born in New York in 
1874. 

Of the commissioners who will serve 
on the transit board Mr. McAneny and 
General O'Ryan are Democrats. The 
fe,rmer is classed as an independent, 
while General O'Ryan has been favored 
by Tammany Hall for positions in the 
public service. Politically Mr. H ark
ness classes himself as an independent 
Republican. All the new member s of 
the Public Service Commission a re Re
publicans. The salaries of each com
missioner will be $15,000 a year. 

William A. Prendergast is an a u
thority on municipal financing an d a c
counting. Throughout his long pol it ical 
career, which brought him into the office 

nor Miller's traction plan, declaring 
that home rule was not involved in the 
situation and that "'public interest' 
n:eans something more than the inter
est of one city or its people." 

Charles G. Blakeslee of Binghamton 
is a Republican power in Broome 
county. He is a lawyer by profession , 
but an engineer as well. He has been 
corporation counsel of . Binghamton, 
and has appeared a t legislative hear
ings in opposition to the Governor's 
traction bill. 

William R. Pooley was colonel of the 
old Seventy-fourth of Buffalo. H e is a 
lawyer by profession. 

Charles Van Voorhis is a lawyer of · 
Rochester, of the fi r m of J ohn Van 
Voorhis & Sons. During the war he 
served in the navy. 

The Transit Commission is approach
ing a most complicated t ask. Questions 
of law, finance a nd the mechanical de
tails of subway, elevat ed and surface 
operation must be considered in all 
their aspect s before a single compre
hen sive pla n a t which the Governor · 
aims can be evolved. 



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

SALESMAN AND PURCHASING AGENT 

ROLLING STOCK PURCHASES BUSINESS ANNOUNCEMENTS 

Cut of Ten per Cent on 
Steam Flow Meters 

Consider able Interest Shown in This 
Product a s Means of Checking Boiler 

Room Costs-Prompt Deliver ies 

One of the large manufacture r s of 
Bteam flow meters has r educed prices 
W per cen t effective April 19, but so 
far as can be learned other producers 
have not taken similar action. Con
siderable interest is being manifested 
in flow meters on the part of electric 
railways and power companies, it is 
reported, as a means of checking up 
boiler room costs and effecting econom
ical operation. Demand, of course, 
under present adverse general market 
conditions, is not as large as has been 
the case, but at the same time a fairly 
good volume of business is being placed, 
several producers report. As a rule 
manufacturers do not stock this class 
of goods but at t he same time deliveries 
nre prompt a nd can be made in ten 
clays or under. 

Cement Prices Drop 60 Cents 
per Barrel 

:\~emand Is on t he Increase, but T here 

1
• Is Little Likelihood of a Shor tage 

This Year 

Consumers of cement are now able 
to buy this product at 60 cents per bar
rel cheaper than it cost the first of 
th is month owing to a reduction in the 
price of bags in which cement is 
shipped. These formerly cost 25 cents 
each but manufacturers announced 
a bout the first of the month that on 
April 10 they would begin to ship 
cement in bags for which they now 
charge 10 cents each, thus accounting 
for the decrease noted above. The re
tail price of cement delivered at New 
York is now $3.50 per barrel. This 
compares with a peak price of $5.10 
per barrel which was still in effect 
early last November. 

Producers ·express satisfaction over 
the way the market is beginning to im
prove. Electric railways are doing 
ver y little buying for there is not m uch 
new track construction work under way 
this spring, apparently, but on the 
other hand the building industry is re 
cently sh owin g noticeable activity. 
Since February t he curve of demand 
has climbed upwar d and at the pr es
ent time shipm ents are said to be very 
little behind 1919 which was a fa ir ly 
normal year. 

Good st ock s and imm edia t e ship
ments prevail with producers in gen
eral, and despite some reports t o t he 
effect that a cement short age will 
again prevail lat er this year t here 

seem s little likelihood of that. The 
m aximum a nnual productive capacity 
of the country is estimated at 147,-
000,000 bar rel s, and last year, which 
was con siderably above the average in 
demand, only a bout 96,000,000 barrels 
were shipped. The limiting factors in 
t he cem ent supply for 1920 were rail
road t ieups, labor and coal shortages, 
and a ll these conditions are now very 
favor able for a large pr oduction if 
necessar y. --------

Railways Not Turning to 
Used Equipment Market 

Plent iful Supply of Material Awaits 
A nticipated Increase in Buying, 

hut Present Demand Is Lig ht 

In view of depleted finances which , 
with many electric rai lways , has been 
the main factor in curtailing buying of 
new equipment to low levels, it might 
be thought that traction companies are 
turning to the second-hand market a t 
this time as a source of supply. This 
is a logical conclusion, dea lers in t ha t 
field stat e, and ordinarily would hold 
true, especially in view of h igh p rices 
of new material. At the presen t tirrie , 
however, representative companies deal
ing almost exclusively with used elec
tric ra ilway products report t hat the 
market is extremely quiet. The chief 
factors inducing this inactivity are t he 
declining state of the market, lack of 
fina nces and the need for labor re
adjustments on the part of railways. 

There is a strong potential demand 
for good second-hand cars, truck s, 
motors and con trol equipment, electric 
locomotives and also for power p lan t 
equipment. With the large needs of 
electric ra ilways in this respect. in 
view, dealers are optimistic that with 
improving business conditions they will 
find a strong demand later in the year. 
Acting on t h is basis at least one of 
the leading factors in the market is 
going right ahead and stocking material 
but others are buying little or nothing 
to car ry in stock. Those who a r e 
pursuing t he lat ter course may be 
induced t o do so by the fact t hat nearly 
a ll classes of mat erial are in p lentiful 
supply and can be picked up as needed , 
a nd furthermore, dealers' stocks are 
fa ir ly well fill ed a s it is. 

A feature of the current demand is 
that most interest, it is stated, is being 
shown in double-truck ra t her than 
single-tru ck equipment to be used for 
one-man opera tion. Prices ma y still be 
sa id to represent p eak quotations on 
second-hand m aterial , for decided 
reductions have not been made, but on 
the other hand it must be remembered 
t hat dealers in u sed equipment advanced 
prices but sparingly t he past fe w years . 

Start of New Coal Year Finds 
Production Drastically Cut 

Market Is Quiet with No Increase in 
Demand from British Strik~ 

Prices Firming Slightly 

With the ending of the coal year 
1920-192 1 on Mar ch 31, now three weeks 
past, little actual improvement is seen 
in t he slump which the bituminous coal 
market is under g oing . Expectations of 
an increased demand resulting from the 
Brit ish coal strike have not been real
ized, and with th e passing of the 
danger of a general strike in Great 
Brit a in th ere seem s little likelihood of 
a r.y increased buying from that source. 
The strike has now been in effect three 
weeks , a nd t houg h many inquiries for 
coal from abroad have been received 
ac tua l orders are lacking, for European 
market s are over stocked, too. 

Though the present coal market is 
ext rem ely quiet and consumers are ap
par ently indefinitely postponing plac
ing contract s s ig n s a r e not wanting of 
a slig htly firmer t one to the market. 
Production has decl ined steadily since 
last N ovember and is now ranging 
ar ound t he unprecedentedly low figure 
of 6,000,000 net tons per week, accord
ing to t he Geological Survey. Except 
for the extraordina r y period of the coal 
strike in November_ 1919, this rate of 
p roduction is lower than at any pre
vious time since early in 1914. 

PRICES AT P RESENT ARE Low 

Forced sales of steam coal are now 
f ewer and prices, as refl ected by the 
weekly index of Coal Age, a r e not only 
making a determined stand against fur
t her r eductions bu t are also even firm
ing slightly . As a matter of fact pres
ent prices are equivalent to those of 
two years ago, thoug h labor costs have 
r isen some 40 per cent since then. Fur
thermore, with reduced man power and 
an increasing number of coal cars in 
bad repair on st eam r oads, prospects 
of a car shortage on a return of any
where near nor mal demand for coal are 
increasing. Taken all in all, indica
t ions point to a decided jump in soft 
coal prices next au tumn. 

The fla t -foot ed r efusal of union 
miner s t o consider any reduction in 
their scale of wages, together with the 
f eeling tha t freight rates should be 
lower, are t wo factors that are im
por tan t in delaying the r eturn of buy
ing confidence in the coal market. With 
a la rge part of the miners idle, how
ever, and with the current volume of 
business of st eam railroads as evidence 
of the crying neen. of rate readjust
ments both of these conditions bid fair 
t o be remedied. 
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Tie Producers See Better 
Times Ahead 

Increased Demand Generally Expected 
-Stocks Decreasing and Production 

Curtailed to Minimum-
Prices Soft 

Producers of wood ties see several 
factors in the present market which 
lead them to expect an increased de
mand later this year. The payment of 
money to steam roads under the Wins
low Bill should result in additional ties 
being bought, it is stated. Labor prices 
are coming down and with the influx of 
immigrants under way once more the 
expensive labor factor in track con
struction should be greatly minimized. 
Furthermore, there has been a general 
buying strike due to expectations of 
lower prices, for one thing, and as 
prices have now receded a considerable 
amount it seems likely that the latter 
half of the year will show more activity 
than the first. 

Production, it may be safely said, is 
confined almost entirely to actual 
orders, and meanwhile stocks are de
creasing rather than increasing. As a 
matter of fact present tie stocks, es
pecially of southern yellow pine, while 
adequate to make very prompt ship
ments, are not extra large. 

There is a good deal of shopping done 
on the part of buyers and quotations 
consequently are soft. While labor 
costs at southern tie camps have been 
reduced as much as 50 per cent in some 
instances, it is reported, and water 
freight rates have also come down 
slightly, there seems to be a chance 
of still lower prices prevailing on behalf 
of both these factors. A representa
tive producer reports that yellow-pine 
ties are about 20 cents apiece lower 
now than on Dec. 1. An idea of the 
market can be gained from the price 
paid by a large steam road recently 
for some yellow-pine ties, which was 
$1.85 each delivered f.o.b. car for the 
heart-center ties and $1.35 for the sap 
tie. 

Several of the large steam roads 
have contracts for ties now in effect 
at the high prices prevailing early last 
fall. Some of these contracts still have 
a few months yet to run and are un
doubtedly a factor in holding up the 
market. One road for instance has 
been forced to pay $1.85 for white oak 
ties, 8! ft. long, 7 in. x 9 in. , while the 
market at present is about 50 cents 
lower than that. 

Lower Prices of Armature 
and Field Coils 

Since the first of the year armature 
and field coils have dropped about 25 
per cent, a large producer reports. This 
company's latest reduction was a cut 
of 10 per cent effective April 15. 
Another manufacturer dropped prices 
about 5 to 10 per cent on March 25. 

Good stocks are being carried by pro
ducers and consequently deliveries are 
exceedingly prompt. The famine con
ditions of supply that prevailed last 

year have long since entirely dis
appeared. One factor in maintaining the 
good supply has been the mild winter 
just past which delt kindly with rail
way motors in the matter of burnouts. 

Inactive Market for Car 
Curtains 

With Prompt Deliveries and Cons ider
ably Lower Prices, Roads Are Not 

Repairing Summer Curtain 
Equipmrnt 

Producers of car curtains are one in 
reporting that electric' rail,ways are 
not repairing summer car equipment 
so far as curtains are concerned. For 
all the buying that is being done in 
this market at present the cars might 
well be run without curtains and in 
fact, it is stated, there is some ten
dency shown at present to buy new cars 
without curtain equipment in order to 
cut down expenditures. Not only are . 
the electric lines inactive buyers but 
business in the steam road field is a lso 
absolutely dead, too. There is som e 
hope expressed that sales will increase 
the latter part of the year, but on the 
other hand, some producers say they 
will be satisfied to make expenses this 
year. The one thing that would most 
aid a return of business, it is thought, 
is lower labor costs on railways. 

In view of existing market conditions 
producers have very much curtailed 
their output, production in one repre
sentative case, for instance, being at 
only 25 per cent of capacity. Stocks of 
raw material now carried are ample, 
even somewhat larger than present con
ditions warrant, and deliveries are 
prompt, only t en days or less being 
required to finish an order. 

The cost of cotton has of course taken 
a tremendous slump since the peak 
vrice of last rnmmer, spot cotton which 
was worth over 40 cents a pound a t 
that time now being quoted at about 
12 cents, New York. Wages have 
receded slightly too, cuts of about ten 
per cent having been put into effect 
in the plants of some curtain manu
facturers. Consequently prices of the 
finisheu product are considerably lower 
than the top price of 1920, just how 
much the reduction has averaged not 
being available, though one manufac
turer reports 35 p er cent. 

Steel Corporation Drops Price on 
Sheets 

The United States Steel Corporation 
has lowered its prices on sheets $7 to 
$14. This brings an even market again 
with corporation and independent mills 
on the same level. Black sheet s, P itts
burgh, are 4 cents, blue annealed are 
3.10 cents and galvanized are 5 cents. 
So far there has been no disposition to 
shade these prices and even with the 
form er r eductions there was little 
appreciable increase in demand. But 
with this lowered price it r emains to 
be seen what the mills will do if the 
demand does not soon pick up. Sheet 
mill operations are running only at 
about a 30-per cent rate. 

Iron Conduit Lower by from 
5 to 10 per Cent 

In line with general reductions in 
steel prices within the past few 
months- and more particularly in view 
of the recent drop in prices of the 
United' States Steel Corporation on 
merchant pipe and other products
general r eductions on conduit have been 
made by manufacturers. The decrease 
ranges from about 5 per cent to slightly 
more t han 10 per cent on different sizes 
a nd becam e effective on April 14, 15 and 
18 with various producers. 

The general increase in discounts 
that was made is the same in several 
instances and amounts to two points on 
1 -in. conduit, three points on ¾-in. and 
5 points on 1-in. and larger sizes, both 
black and galvanized. The discount on 
elbows and couplings is increased by 
three points. Incidentally, prices of 
t he United State Steel Corporation on 
standard steel pipe, the raw material 
of conduit, have been decreased in the 
same proportion as the above. 

Rolling Stock 

Princeton (West Va.) l'ower Com
pany, recently purchased two of the 
emergency H og Island cars and three 
others re leased by the Bangor (Me.) 
Railway & Electric Company. 

The Detroit (Mich.) Municipal Rail
way, has not yet placed contracts for 
the 100 Peter Witt Cr's mentioned in 
the March 19 issue ;,,,.u. new bids will 
probably be called fo r. The company 
ha s, however, ordered twenty-five addi
tional safety cars from the Osgood
Bradley Car Company, Worcester, 
Mass., at a cost of $6,695 each f.o.b. 
Detroit. Deliveries are to start within 
s ixty days at the rate of two cars a 
day. 

The New Bedford & Onset Street 
Railway Company, New Bedford, Mass., 
is converting its double-truck, closed 
passenger c~rs f or one-man operation. 
Three cars are practically completed 
and these are expect ed to be placed in 
operation on the company's Middleboro 
division about May 15. Ten cars in all 
will be converted. They are Wason 
for ty-sea t cars. The summer line be
tween Onset and Onset Junction will 
be operated by these, but on the line 
running into the city of New Bedford, 
two men will be used, the conductor 
boarding and leaving the car at the city 
fare limits. 

Franchises 

Linnton, Ore.- J. B. Schaefer, S. P. 
Parr and Louis Osberg haYe obtained a 
franchise from the County Commission
ers to operate an electric r a ilway along 
St. H elens road between Linnton and 
Twelfth and Burnside Streets. The 
franchise, approved as to form by 
Deputy District Attorney Pierce, is to 
continue in force until Aug. 20, 1940. 
A 10-cent fare is provided. 
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Track and Roadway 

San Francisco (Cal.) Municipal Rail
way.----:City Engineer O'Shaughnessy of 
the city of San Francisco, Cal., has been 
·instructed by the Supervisors to pre
pare estimates of cost ·for extending the 
San Francisco Municipal Railway to t he 
Ocean View District. 

Evanston (Ill.) Ra ilway.-This com
pany will lay about 250 ton of new rail, 
replacing present track, this summer. 
Work is now in progress to replace all 
of the overhead copper. These replace
ments will bring t he physical condition 
of the Evanston property up to a high 
.s tandard. 

A ndroscoggin & Kennebec Railway, 
Lewiston, Me. - The Androscoggin & 
Kennebec Railway has placed orders for 
•one G. E. automatic substation control 
and one Westinghouse 500-kw. rotary 
converter with transformer and switch
board. 

Tulsa (O kla.) Street Hailway.-Ac
cording to the city attorney the Cor
poration Commission will instruct the 
Tulsa Street Railway to double-track 
the Kendall and Main Street lines, and 
to spend about $388,000 within the next 
year in extensions and improvements. 

Brantford (Ont.) Municipal Railway. 
- City Council has passed by-laws pro
viding for the issue of debentures for 
~the sum of $80 ,000 for extension, im
provements and addition to the Brant
ford Municipal Railway, and for the 
issue of debentures for an additional 
sum of $40,000 for the construction of 
the St. Paul's Avenue subway. 

Ohio Electric Railway, Spring fi eld, 
O hio.-The work of eliminating the 
grade crossing at Mount Street on the 
Norfolk & Wes tern tracks will be de
layed because of t he inability of the 
Ohio Electric Railway to perform its 
share in the work. The Ohio Electric 
Rai lway is in the_ hands of a receiver. 

Blue Hidge Traction Company, Dan
ielsville, Pa.- The Blue Ridge Traction 
Company expects to build an extension 
during this year of three miles from 
Walnutport to Palmerton. Bids are 
now open for the construction work. 

Montreal (Que.) Tramway,- Con
struction of direct tramway line to 
Model City is contemplated by Montreal 
Tramways. 

Dallas (Tex.) Railwa v .-The Dallas 
Railway has begun wo1:k on the Sev
enth Street extension of the Tyler 
A venue line in Oak Clix, one of the 
extensions to which the company was 
committeed under the terms of the 
franchise granted the Strickland in
terests in 1917. Work on this line had 
been postponed and additional time 
granted by the city on several occa
sions, due to the unsettled conditions 
and the inability of the traction com
pany to purchase material. The line 
will be single track, and will cost ap
proximately $100,000, according to esti
mates of the engineers of the traction 
company. 

Mesaba Railway, Virginia, Minn.
The Mesaba Railway expect s to install 
eight road crossing s ignals shortly. 

New ell Bridge & Railway Company, 
Newell, W . Va .-The Newell Bridge & 
Rai lway Company expect s within the 
next two mont hs t o refloor its bridge 
over t he Ohio River. Whit e oak ties 
6 in. x 8 f t. x 8 in. will be used an d 
white oak planking, largely 3-in. s t ock. 

Power Houses, Shops 
and Buildings 

Ci ncinnati (Ohio) Traction Company. 
-Preparatory t o purchasing power 
from the Union Gas & E lectric Com 
pany, t he Cincinnati Traction Compan y 
has asked t he city street rai lway direc
tor, to approve an expenditure of $380,-
000 to equip seven transformer s tations 
in differen t parts of the city. Three of 
the stations will work automatically. 
The contract for purchase of the power 
goes into effect in September. 

Professional Note 

Lawrence P. Crecelius and Victor B. 
Phillips announce their associa tion in 
the firm of Crecelius & Phill ips, con
sulting, constructing and operating en
gineers with offices at 1302 Hanna 
Building, Cleveland, Ohio. 

Trade Notes 

Consolidated Steel Corporation a n
nounces t he removal of its offices on 
April 16 to t he Cunard Bldg., 25 Broad
way, New York City. 

The Superheater Company announces 
that after May 1, 1921, its general 
offices will be moved from 30 Church 
St., to 17 East Forty-second St., New 
York City. 

·The Corliss Carbon Company, Brad
ford, Pa ., manufacturer of Corliss car
bon brushes, has increased its capital 
stock fro m $500,000 to $1,000,000. 

The Automatic Reclosing Circuit 
Breaker Company, Columbus, Ohio, a n
nounces the opening of an office at 401 
National Bank of Commerce Bldg., St. 
Louis Mo., with C. P. Lohr as manager. 

Victor T. Goggin, has severed his 
connection with Fred T. Ley & Com
pany, Inc., as New England sales man
ager, to assoc iate himself as contract
ing engi neer with Dwight P. Robinson 
& Company, Inc., New York. 

Bemis Car T ruck Com pany, Spr ing
field, Mass., has completed arrange
ments with James H. Denton, whose 
office aft er Ma y 1 will be in the Mar
bridge Bldg., 1328 Broadway, N. Y. 
City, whereby the latter will represent 
the company in the territory comprised 
of New Yor k, Pennsylvania, New 
Jersey, Delaware, District of Columbia, 
Virginia and Maryland. Mr. Denton in 
addit ion will continue as agent of the 
compa nies he ha s pr eviously repre
sented. 

The Haskell & Barker Car Company, 
Michigan City, Ind., in its annual finan
cial statement recently issued shows 
gross profits of $3,789,390 for the year 
ended Jan. 31, 1921. Expenses for re
pairs, r enewals and maintenance 
amounted to $511,070 , $300,000 was al
lowed for depreciation, and estimated 
f ederal taxes were $700,000, leaving a 
balance of $2,278,319. Quarterly divi
dends paid during the year totaled 
$880,000 so that the sum of $1,398,319 
remained to be added to surplus. The 
r eport states that the non-payment of 
money owed the railroads by the gov
ernment was effective in bringing to a 
halt the buying movement of railroads. 
Recent remedial legislation is expected 
t o bring relief in that respect . 

International Combustion Engineering 
Corporation Holdings.-What has been 
characterized as one of the biggest ac
cc,mplishments in the development of 
stoker business and combustion busi
n ess generally thus far is the organi
za tion of the International Combustion 
Eng ineering Corporation to control the 
Combustion Engineering Corporation of 
New York and the Underfeed Stoker 
Company, Ltd., of London, England. 
It owns almost all the stock of both 
t hese companies and of course controls 
a lso their subsidiary companies and 
representatives. The Underfeed com
pany occupies in England a position 
s imilar t o that of the Combustion com
pany in this country, and the former 
company has agencies and representa
t ives throughcut the world. 

New Advertising Literature 

Solder.-The Union Smelting & Re
fining Company, Inc., St. Charles Street, 
Newark, N . J., is putting out a new 
ha ndy-package " Usarco" solder in stick 
fo rm fo r electrical use. 

Catalog.-American Jobbers Supply 
Company, Woolworth Building, New 
York City, has recently issued bulletin 
No. 7 covering its line of crossarms, 
line hardware, glass insulators, wood 
pins and brackets. 

Evaporators-"Lillie Evaporators for 
,,.-aste Waters and Solutions Generally" 
is the title of bulletin 11 distributed by 
t he Wheeler Condenser & Engineering 
Company, Car teret, N. J., describing 
t he Lillie evaporator. 

Pumping Equipment. - The Goulds 
Manufacturing Company, Seneca Falls, 
N. Y., has issued a catalog describing 
the Goulds " Autowater" system, elec
trically-driven pumps, etc. The com
pany is also circulating a small booklet 
giving instructions for the installation, 
operation and care of Goulds " Hi-Speed" 
pumps. 

Screw Thread Standards.-The Bu
reau of Standards, Department of 
Com merce, Washington, D. C., is dis
tributing miscellaneous publication No. 
42, entitled " Progress Report of the 
National Scr ew-Thread Commission." 
The report contains standards for screw 
threads ascertained and established by 
the commission. 




