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Our Convention Report Numbers

In this issue we are completing our report of the four Phila-
delphia conventions, by presenting the discussion on the papers
of Messrs. Scott and Potter on Thursday afternoon; the papers
presented at the Claim Agents’ Association;
ports and question box of the Accountants’ Association; the
question box of the American Railway Mechanical and Elec-
trical Association, and a complete account of the exhibits. The
publication of one paper before the Accountants’ Association,
that by Mr. Tingley on the cost of carrying a passenger, is un-

the papers, re-

avoidably delayed, but all of the other reports and papers are
published. We believe and trust that our subscribers will ap-
preciate the prompt service which we have given them in pre-

835;

senting this entire report within less than a week after the close
of the convention, as well as the other articles which this paper
has published. - During the last three weeks we have printed
in the STREET RAILWAY JOURNAL an aggregate of over 400
reading pages, including the dictionary of street railway appa-
ratus published in our issue of Sept. 23. These three issues
have not only covered a report of the most important street rail-
way convention which has ever been held, but have given as
well the most complete analysis and description of the street
railway system in any city which has ever been published. At
the same time, the current news notes, market reports, letters
from foreign capitals and other regular features of the STREET
RarLway JourNaL have been retained. To those who are not
especially familiar with other technical periodicals, we might
say that a record of this kind within thc short space of three
weeks is unparalleled, even, m‘ tl\e ,pg.st h;\fc\r)nof this paper,
and our previous issugs l\a\;a abw&yé ﬂurj)issed1a,n)0thmrr of the
kind attempted by p’ul!llshers of pther tecb;l"tal papers.

The wealth of material p;eseni?d at tﬁC”Phlladulp]’lla con-
vention precludes An, axn]ys1s I our editorial, mg«;s.»of all of
the important sub;eéts dehated at, tha t1fn"@‘> Qeveral of the
subjects, however, wete drs,cusee'd ia»t \veé’k and in this issue
interesting features of certain others will be considered.

The Accountants” Convention

As in the case of the other associations, the papers and re-
ports presented at the Accountants’ convention this year were
more than usually complete, and reflect great credit upon the
association and upon the committees and authors presenting
the reports and papers.

The annual report of the standing committee on a standard
classification of accounts discusses as usual various knotty
and gives
This report as

problems which have come up during the year,
rulings for the assignment of these accounts.
well as those of the committees on an international form of
report, and of the committee in attendance at the National
Association of Railway Commissioners, indicate a progressive
attitude on the part of the association to extend the field for a
standard form of account and the number of companies which
can adopt it. The increasing number of trunk line railroad
companies which have announced their intention of using elec-
tric power on a large scale, annually adds to the importance
of having a standard form of accounting which will be as close
as possible to the form which these companies have been using
in their steam railroad accounts. At present there are a num-
ber of differences between the two forms, although they are
of minor importance, and it is satisfactory to learn that, in the
opinion of those most interested, these differences are capable
of adjustment. The possibility of an international standard
has received encouragement during the past year from the con-
ference which the committee on an international form of report
had with Mr. Dalrymple while in this country, and as the
British form does not differ directly from our own, there seems
to be no serious obstacle toward a standard classification Yvhich

2~
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would cover all English-speaking countries. The Continental
Association has officially adopted such a radically different
form of account that any adjustment between the two methods
Nevertheless, if a stand-
ard system of account should be adopted for all English-speak-
ing countries, we believe a most important advance will be made.

seems very difficult. if not impossible.

If this is accomplished, we believe that many of the Continental
companies will adopt the same general system, especially as a
number of the important companies on the Continent are now
following forms of accounts which resemble the American sys-
tem much more than the decimal classification of accounts
adopted by the Continental Association.

The question box of the Accountants’ Association is unusu-
ally interesting this year, and occupies a considerable portion
of the space devoted to the proceedings of the Accountants’
Association at Philadelphia; this method of settling disputed
points in classification of accounting should be of great assist-
ance to all members of the association. In addition to these
reports, valuable papers were presented by Messrs. Fullerton,
Pardee, Beardsley and Tingley. The first two papers are de-
voted to interurban practice, the third to methods of handling
joint accounts of a large public service corporation, while the
last analyzes depreciation and other factors in the cost of oper-
ation which sometimes are not always fully considered.
Single-Phase: Raxlways

The COnVCllthll last week was the nr~t street railway con-
vention at which, tl.P supject of single-phasc motors has been
consm»red, and the’ d1scu>>10n which followcd was ample. Mr.
Scott’s papet: 011 this topic strikes the I'B’ldel 4s most straight-
forward and bucm=ss‘1ke N bas 5 Tiote of evident sincerity
and earnestness that is very characteristic of the author, and
that here is most gratifying.

cc

Most previous utterances on the
single-phase problem have sounded either ower-sanguine or
balf-hearted. Mr. Scott, however, in his paper and subsequent
remarks has a story of struggle and accomplishment to tell
which must be listened to with respect. That the single-phase
roads now in operation have made a creditable, even if short,
record is most encouraging. Difficulties are to be expected in
every new line of endeavor, and if the single-phase system ulti-
mately dodges them it will be the first to have that fortune.
At least, from Mr. Scott’s report, one must concede that the
new apparatus must be regarded as not only a substantial ad-
dition to the resources of electric railroading, but as giving
much promise of successful work in that larger field of railway
service to which the way has been so beset with difficulties.
The big work undertaken by the New York, New Haven &
Hartford Railroad is evidence enough that the alternating-
current traction motor is here to do business.

Mr. Scott generally manages to give the engineer something
to think about, and in this instance he has opentd the question
One of the
stock arguments against alternating-current motors of every
sort has been the difficulty of efficient control. Mr. Scott car-
ries the war into the hostile territory by a forcible reminder
that to all intents and purposes the direct-current motor is a
one-speed machine under normal conditions of working, else

of variable-speed control in its broadest aspects.

there would have been no necessity of going to series-parallel
control. One cannot get large control of speed with any known
form of motor, save at the cost of some complication to avoid
serious loss of efficiency, and while alternating-current motors
involve a somewhat different kind of complication, it is no
more serious or expensive than with direct-current motors.
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It is unquestionably ;1 fact that there are now in operation, both
here and abroad, alternating-current traction systems of sev-
It is
equally clear, as we have over and over reiterated in these

eral varieties which are actually doing succesful work.

columns, that the key to large work over long distances is the
It is futile to
expect a first-class long distance distribution of power on a
500-volt basis.
tion is a clear gain, provided it shows good operative properties,

use of high voltage on the working conductors.
Any system which cuts loose from this limita-
which must now be conceded to alternating-current motors,

One cannot expect
the alternating-current systems to reach in a year or two the

not necessarily of any one kind or make.

perfection of detail which twenty years of experience have ac-
cumulated in direct-current practice. Yet alternating-current
traction undeniably has the benefit of much of this experience,
and will profit by it. Given a good alternating motor system
We

Scott is disinclined to favor, save

as a basis and better systems will come in due season.
note with interest that Mr.
as an emergency measure, equipments for use with either kind
of current. Compromises are generally sacrifices, and the issue
between the two systems seems now to be clearly defined. Are

we to have two systems of traction or one, and if one, which?

The A. R. M. and E. A. Question Box

The American Railway Mechanical and Electrical Associa-
tion is to be congratulated on the quality and practical value
of the answers to the question box questions, which are printed
in full in this issue. It has sometimes been the case the past
few years, since the question box feature became popular for
conventions, that, while the quantity of questions and the
number of answers to each was large, there was too much evi-
dence of many questions being answered without sufficient
thought being given to them. Thus some, with commendable
intentions to help along the question box and contribute their
share to it, have sometimes given answers too brief to be of
much value. Although the opinion of an experienced man, ex-
pressed briefly, as yes or no, in answer to a certain question,
has its value, it is much better backed up by stated reasons.
As a rule, the man who has given any specific question suffi-
cient thought to make his answer of value in a question box,
will be enough interested to give his reasons for his opinions
in some detail.

The American Railway Mechanical and Electrical Associa-
tion question box has a limited number of questions and a lim-

_ited number of contributors, but each answer given bears evi-

dence of careful thought on the part of the contributor. We
are glad to note also that the association has not been burdened
with the expense of publishing and answering a lot of ele-
mentary questions that any electric railway engineer should
be able to answer. The taking up of space with such questions
is likely to detract considerably from the excellence of the
question box in the eyes of the busy, experienced man, who
does not want to dig through d lot of chaff to get at the grain.
Secretary Mower, the editor who conducted the question box
this year, has done an excellent piece of work.

There is hardly a question of those answered that does not
give a valuable lot of boiled down information by some of the
best talent in the country. Car lubrication matters receive
There appears a great difference in
the cost of lubricating a given type of car equipment on dif-
ferent roads, and this should give food for profitable reflection
and inquiry as to the cause. Oil lubrication has undoubtedly
come to stay, and the only question is as to the best way of

considerable attention.
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applying the oil on motors that were built originally for grease
lubrication. Much-thought has been expended on this point,
and the question box can be read with profit by all having mo-
tors equipped with grease cups to,be changed for oil lubrica-
tion. The many other questions taken up are too numerous to
be mentioned in detail here, but the question box is one of the
most valuable of its kind ever produced, and must be read in
full to be appreciated.

Railway Equipments

Mr. Potter’s paper on the improvements in recent practice
’ It is tull of useful
hints, and is especially valuable to the practical railway man

is one that will well bear careful study.

in emphasizing the changes of the past few years in increasing
in many ways the demands upon car equiph]ents. These have
come upon the field so gradually that it has been no easy mat-
ter fully to appreciate them, and many a manager has discov-
ered them only at considerable cost. From a general operative
standpoint, it seems a simple matter to put on somewhat larger
and heavier cars and to run them at higher speed. So indeed
it is, but in so doing, one runs the risk of passing the unseen
frontfer between security and danger. One is at every step
trenching on factors of safety that are but imperfectly known.
Hence, while the improvements of the past few years have
been great, they have consisted of an aggregate of unsensa-
tional details. The great work of the manufacturing com-
panies has therefore been appreciated at its full value only by
those who have followed it very closely. On the whole, the
most interesting improvements have been those along the line
of multiple-unit control, or rather semi-automatic control, sub-
stituting for the manual controller in its usual inconvenient
position a relay control far simpler to operate and doing its
work more perfectly. With these changes has come a better
brake control and more adequate safety devices, so as to bring
the factors of safety in car operation more nearly to adequate
values. These things make the difference between good and
bad operation, and are important far beyond casual appear-

ances.

Controller Systems

Tt often chances that the discussion of a paper brings out
more novel points than the paper itself, particularly if the
topic is a live one, and such was the case in the controller papers
before the Mechanical and Electrical Association which we
published last week, useful as these papers were in themselves.
It is certainly a fact that cars and motors have outgrown the
capacity of the earlier forms of control, with the result that
serious controller accidents have occurred. Mr. Olds called
especial attention to the fact that controller accidents really
meant not a fault in the controller design, but merely that it
was not competent to deal with the short-circuits which might
occur beyond it. He described a plan used by his company,
which is characterized by placing the main circuit closer be-
neath _the car and arranging for the protection of each motor
by its individual fuse. Mr. Taylor added a description of the
multiple-unit control used in Brooklyn, with the main appa-
ratus located under the car and the operative controller on the
platform. The general consensus of opinion seemed to be that
the main control should certainly be under the car, both on the
score of general safety and for the sake of avoiding severe
complication in the car wiring.

This is assuredly a sound position to take, for with modern
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heavy two and four-motor equipments, attempting ordinary
manual control from the drum controller on the platform,
means taking many risks. The car wiring becomes both costly
and complicated, and the mass of cables required to effect the
connections is a source of very considerable fire risk. Just
how much actual simplification can be counted upon in using
a relay controller with the switching controller under the car
In cases where actual multiple-unit con-
trol is important, the gain is evident, but in the commoner

remains to be seen.

case of operating single cars, the main thing is to get the con-
troller somewhere near the things it is expected to control,
quite irrespective of the means employed to actuate it.
Whether pure electrical control is necessary or desirable merely

because the controller is placed under the car or somewhere

_else than on the platform, is a point on which there may be

justifiable difference of opinion. In any case, the main thing
in distant control is, as Mr. Taylor indicated, the certainty
that the apparatus will automatically go to the stop position in
case anything goes wrong. Of late, remote control switches of
every sort have been exceedingly fashionable, and punctilious
designers seldom fail to put them in wherever an opportunity
In central station work this tendency is sometimes
carried to an amusing extent, so that there are several sets of
automatic apparatus keeping watch upon each other, with a
final opportunity for the exasperated operator to climb down
from his conning tower and put his hand to the offending
switch. In some such cascs, it is an open question whether it
is not more work to watch the automatic labor-saving devices
than to do their work, but here in modern railway practice the
issue is simple. ’

Under a car crowded with passengers, even on the platforms,
are two or four big motors which must be put through an in-
tricate series of combinations with complete precision, on pain,
The amount of
energy required has become so great that there does not seem
to be an adequate factor of safety in the usual controllers,
which, being on the platforms, require a very complex system
All in
all, it looks very much as if the platform controller had been

perhaps, of a disaster, costing many lives.

of wiring to enable them to accomplish their purpose.

There is none
too much space beneath a car, so that it takes some rather fine

outgrown and remotc control was the thing.

figuring to get room for the controller if built on its ordinary
plan. This fact makes it not altogether easy to arrange a sim-
ple mechanical control from the platform of an under-the-car
controller. Hence the applicability of the multiple-unit appa-
ratus to a problem apparently too simple to require so intricate
a solution. It strikes us that the Brooklyn plan follows sound
lines, irrespective of its detail. If once the need of remote
control is granted, why should one not push the plan to its
legitimate conclusion and employ its resources, not merely in
putting a controller beneath the car, but in so distributing the
parts of that controller as to bring the real power wiring down
to an irreducible minimum? There would seem to be small
need of conceding to custom the aggregation of all the con-
trolling devices in a single box. When we go in for remote
control let us do it thorouéhly and leave in the new equipment
as few of the weak points of the old as we can. There is com-
plication enough in a four-motor system without adding to it
by trying to bring it within the scope of a single controlling
drum. It is far easier and safer to complicate the control wir-
In other
words, granted indirect control for single cars, one had best

ing a little and save trouble in the power wiring.

take a fresh start and make the most of it. -



REPORTS AND QUESTION BOX PRESENTED AT THE PHILA-
DELPHIA CONVENTION OF THE STREET RAILWAY
ACCOUNTANTS’ ASSOCIATION OF AMERICA

PRESIDENT’S ADDRESS

The sclection of Philadelphia for the ninth annual convention
of the various associations must have had thc inspiration from
President Ely, of the Amecrican Street Railway Association, as he
no doubt felt that the City of Brotherly Love was required in
which to preside over the most important mcetings that have
been held since the organization of the associations. As you are
all aware, the question of the reorganization of the American
Street Railway Association is one that affects us most vitally and
has been a source of considcrable anxiety to those appointed at St.
Louis last year to watch over the destiny of your association, as
well as to others of the old guard, most of whom still retain their
active interest in the welfare of this association. One and all of
us felt and hoped that, as far as our association is concerned, we
should always remain as we were—an independent organization
attending to our own business in our own way, and not only
maintaining our past successes and results, but uachieving new
successes and progressing in every direction and in every way
appertaining to the objects for which we joined together in Cleve-
iand in 1897. But conditions have ariscn outside of our organiza-
tion that necessitate our having to face a new condition of affairs,
and while it may or may not affect our association,. it was felt
the duty of your committee and myself to meet this condition in
a broad-minded spirit and endeavor to do our share toward the
welfare of the whole street railway fraternity, even if we had to
sacrifice in a great measure our feelings and pride, and join hands
with the members of the parent association in an effort to assist
them by a reorganization that would be of advantage to them
but not to ourselves.

Your executive committee, at a meeting held in New York in
February prior to the meeting of the executive committee of the
American Street Railway Association, very thoroughly discussed
the idea of a rcorganization of the American Street Railway As-
sociation and appointed myself with F. R. Henry as alternate, to
represent the Accountants’ Association on the committee espe-
cially appointed to consider this question. Both Mr. Henry and
myself were present at the preliminary meeting in New York and
very forcibly cxpressed our views that while we' were willing to
assist in every manner possible the reorganization of the Ameri-
can Street Railway Association, it must be understood that we
would agree to no scheme whereby the autonomy of the Ac-
countants’ Association would be effected, and I might here repeat
the addresses made by Mr. Henry and myself at that session:

Chairman Ely.—I shall be glad to hear from the Accountants’ Association.
‘W. G. Ross, of Montreal, is president of that association.

Mr. Ross.—I may say at the start that the Accountants’ Association is
.opposed to any change whereby it might lose its identity. I do not mean to
say that there is no necessity for a change in the organivation of the Ameri-
can Street Railway Association. I think we are pretty well agreed, so far
as we have studied the question, that there should be some change.- Our
members think that Mr. McCulloch’s plan has a good many features of
value, but we are opposcd to being a section of the parent association. We
want to retain our identity and we want to retain our name. As you know,
we have been in existence since 1897, and we think we have accomplished
a great deal. The accounting methods at that time were very crude, and
they are now very complete. We still have many important questions be-
fore us for discussion, the latest being the question of accounts for in-
terurban electric raiiways, and there are many others.

You all know also of the good work that has been accomplished by the
Accountants’ Association in regard to the State Railroad Commissioners.
We have a committee that is in very close touch with these Commissioners,
some members of the committce being personal friends of the Railroad
Commissioners, and our committee is invited to the conventions of the
Railroad Commissioners, and is on very strong personal tooting with the
Commissioniers. I do not think we should do anything to offset the position
which we have reached. .

I believe that there is a necessity for a change in some of the methods
of work of the association. I quite agree with Mr. Ely that the subjects at
our meetings are not followed up as closely as they might be, on account
of the subjects coming up which do not interest every one who is at the
meeting. 1 think the street railway business has reached the stage now
where there is a necessity to have associations to take up the different de-
partmental work in the street railway field and discuss it more thoroughly
than we have been discussing it. I think many believe that the American
Strect Railway Association should only look after the street railway work
in a general way—it should deal with the subjects which relate to the man-
agement of the company, rather than the practical operation of the road. I
think Mr. McCulloch’s outline in that respect is very good. I do not agree

with him1 as regards the general secretary having full control of all the
sections of the association, because there is 2 great deal of work—I know
this is true as far as the Accountants’ Association is concerned—in connec-
tion with our association. This work is just as much as one man can
handle, and I doubt if it would be a success to have one secretary for six’
or seven sub-associations or sections. As far as the Accountants’ Association
is concerned, there is the general work of the secretary, and we have ex-
hibits of forms and blanks which are continually sent all over the country,
which entails a great deal of work in itself, as well as keeping track of the
forms and keeping them up to date. I think the suggestion of the chair-
man that a sub-committee be formed to take this matter up is a very good
one, indeed, and I think it will be productive of good results.

Then, there is the question of subscription for the purpose of maintaining
these associations. Of course, it will be necessary, if the associations are
divided into sections, being part of a general association, that there will be
only one subscription. While I see many advantages in thdt, at the same
time there are disadvantages, and one disadvantage is that the subscription
might have to be so large that it would keep out a great many of the
smaller companies, and we might lose members instead of gaining them.
That is a question which must be studied, no matter whether there is one
subscription or several subscriptions. Another important matter to be taken
into consideration is the question of individual membership. I think this
meeting affords a very excellent opportunity for us to express our views,
and I think after the discussion here a sub-committee should be able to study
the matter out and submit a satisfactory plan.

Frank R. Henry.—I do not think there is anything additional to be said on
behalf of the Accountants’ Association to what Mr. Ross has said. We all
feel, as accountants, on account of the good work we have done in the last
seven years, we do not wish to imperil the value of our work through any
change which may be adopted. We believe we can do better work if some
scheme can be devised whereby our individuality can be maintained. That
is the primary thing we have in mind. The other matters of detail could
be worked out altogether satisfactorily, but that seems to be the proposition
that confronts most of the accountants. They would like the scheme, what-
ever it is, to be along the lines of maintaining our organization in such way
that our contact with the Railroad Commissioners and other organizations
in the country would give us the standing which we maintain at the present
time.

We were assured at that meeting that there was not the slight-
est intention of doing anything to effect the autonomy of our as-
sociation, and the meeting adjourned in order that an expert be
appointed to draw up the draft of the constitution.

At the next meeting of the special committee, held in Philadel-
phia in June, the draft of the proposed constitution was consid-
ered, and as the same had been printed and distributed among
the committee prior to the meeting, we were enabled to discuss
the same intelligently and considerable changes were made. At
this meeting there were two changes that I endeavored to have
made, viz.:—in clause “C” the elimination of the words “for
specific purposes” on the ground that they were meaningless and
unnecessary; clause “D,” the whole of the clause, as it affected
the autonomy of our association by practically doing away with
our secrctary’s office. :

The draft of the final conclusion of the Philadelphia conference
has been printed and distributed among the various companies
and you have all, no doubt, had a chance to study it. Attached to
this draft, however, is a suggested form of charter agreement
which was not approved by the special committee, and I am sur-
prised that this should not have been so stated, so that the mem-
bers of the various associations would know that it was only a
suggestion of the expert appointed to assist in the reorganization
of the parent association, and not the opinion of the special com-
mittee. This agreement or form of charter would seem to make
it impossible for us to join with the American Street Railway As-
sociation unless it is amended, otherwise we will lose our present
standing and identity. Of what has taken place in the last two
days since the writing of this address, you are all aware, and it
is for you now to decide what step this association should take
in the matter. ’

It was a very great disappointment to me at the time of my
election to hear our late and valued secretary, W. B. Brockway,
declare that he would not continue in the office of secretary, and
to hear E. M. White also decline the office (I thought I had
enough worries without such a calamity happening). However,
the kindness of Mr. Brockway in offering to continue the work
until Jan. 1 in order to give us time to catch our breath as well
as a new secretary, was a very considerable relief, and it was a
further source of relief eventually to persuade E. M. White to
accept the position. It is needless to say that the work Mr.
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White has done is deserving of all praise, and that the association
is to be congratulated on having such an able successor to Mr.
Brockway.

While the year has been a very strenuous and unsettled one,
owing to the great question of the reorganization of the Ameri-
can Street Railway Association, at the same time the good work
of our association has progressed most favorably, as you will
judge from the various reports, etc., to be submitted to you. Two
matters, however, have bcen considerably disturbed by the main
question, and that is the membership and the conferencc with the
other associations with regard to forms of reports affecting their
departments, and it can only be expected that nothing very much
can be accomplished in these directions until the reorganization of
the American Street Railway Association is completed.

The question of the international form of report referred to at
length by our previous president, Mr. Smith, in his annual
address, was promptly taken up and a committee was appointed
to consider this important matter. You will hear the results of
that committee’s work so far as it has gone. At the same time
I can only repeat what Mr. Smith has stated—that it was un-
fortunate that this matter was not taken up through a personal
representative at the time it was first talked of, as it is naturally
a more difficult task to succeed in getting associations to change
their attitude once it has been formed. However, I think we
have started out in the right direction, and hope that with patience
and persistent effort we will be able to bring about an interna-
tional form of report and accounts that will be recognized as
standard the world over.

At this rather interesting period of our existence it might not be
out of place for me to refer to the short history of our association
and the good work it has accomplished. It secems to me that the
great success it has attained, as well as the continual source of
congratulation from those of the American Street Railway Asso-
ciation who know and appreciate the good work that has been
done and the results that have been achieved, should be a source
of great pride to us all, and to the various committees and offi-
cials who have unselfishly and generously given of their time and
brains, we are all deeply grateful.

Since the organization of the association brought about by the
suggestion of our late and able secretary, W. B. Brockway, and
the action of our good friend, H. H. Windsor, the history of the
association has been one of unparalelled success. At the organi-
zation meeting called by Mr. Windsor and held in Cleveland on
March 23 and 24, 1897, there were twenty-five companies present
and enrolled in the membership. Since that date the membership
has steadily increased, notwithstanding the numerous comnsolida-
tions, till it now numbers 152. To my mind this alone shows
that the earnest, persistent and effective work done attracted the
attention of the companies throughout this Continent, otherwise
the membership now in the association would not have reached
this large number.

The promptness with which the association set to work result-
ing in the immediate appointment of a committee on organization
and the adoption of the report on the constitution and by-laws
submitted by that comnmittee, and the appointment of a committee
on a standard classification of accounts, and the interesting papers
read and discussed, spoke well for the future success of the asso-
ciation.

At the first annual meeting, held at Niagara Falls Oct, 19 to
22, 1897, we were ofticially recognized and welcomed by the
Amcrican Street Railway Association, and their organization
passed resolutions of endorsement and approval and pledged a
cordial cncouragement and support.

At this meeting a standing committee was appointed on a stand-
ard system of street railway accounting. This committee was
composcd of Messrs. C. N. Dufty, H. L. Wilson, J. F. Calder-
wood, W. F. Ham and H. J. Davies, and while you all know how
satisfactorily thcy preparcd their arduous task, I do not think
that those who werc not in immediate touch with these gentlemen
quitc appreciate what a tremendous amount or self-sacrificing
work has been done by that committec; not thc work of a day or
a month, but of years, and T feel that | am voicing thc sentiments
of all when I say that their efforts have the deep and grateful
thanks of every member of the association.

It was at this first annual meeting that a suggestion was made
by Mr. Bartlett, treasurer of the Manchester Street Railway Com-
pany, that the form of report and accounts should be taken up
with the State Railroad Commissioncrs. The matter was at once
taken into consideration by the committee on standardization of
accounts, and later on taken up by them with the Association of
the State Railroad Commissioners, and after numerous conferences
and attendance at the annual conventions of the Railroad Com-
missioners, the committee succeeded in having the standard
classification and form of reports adopted by that important body,
as a standard classification and report required by them from the
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various companies throughout the United States. Of the cour-
tesy, kindness aund broad-minded views shown by the Commis-
sioners in these conferences, too much cannot be said, and the
thanks of the associations, I am sure, are cordially and heartily
granted to them, both for their adopting our classifications and
for their kind invitations and recognitions at their annual con-
ventions, providing us as these do an opportunity to work in har-
mony with them in all matters appertaining to street and inter-
urban railway accounting as they now exist and in new conditions
that may arise from time to time, and in which they and we have
a common interest.

Another and important matter that has been organized and
kept up is the department of blanks and forms, initiated first by
W. B. Brockway, and later carried on, improved and completed
in the highest possible and most perfect manner by E. M. White
and his able lieutenant and daughter, Miss White, has been a
great source of assistance and usefulness to all. The great mass
of work entailed in the gathering together of the various and
numerous forms of the different companies was not fully realized
until Mr. White made his report to the convention of 1903, when
those present at that meeting were fairly staggered at the amount
of work involved in bringing the department to its present high
state of efficiency, and it engraved the committee of one and his
fair assistant on the hearts of all members.

The work initiated and started at the earlier conventions of
our association has been carried on in the most satisfactory and
The many papers on interesting subjects so
carefully prepared and submitted have been most instructive, and
the discussions entered into on the various topics have not been
confined to a few, but have been taken up always by a large ma-
jority of those present. The attendants at the meetings have
been numerous, and the close attention paid to the proceedings
and the earnestness with which the work has been pursued speak
well for the interest taken by the vartous members in thc con-
ventions. And I do not know of any conventions of associations
which I have attended where the work has been so earnestly and
persistently followed up, or where more satisfactory results have
been attained.

There is still much work to be done, and work that is just as
important as that done in the past, and we may confidently look
forward, if not hampered, to a progressive and successful future,
for, as the great progress that is being made by street and inter-
urban railways continues, new problems and new conditions will
surely arise and claim our best thoughts and energy, to keep our
very important part in the industry up to date.

In connection with the various forms and records, one of the
important matters still to be followed up and dealt with is the
taking up of these forms and records with the departments they
affect, and as new associations are formed, such as the Mechani-
cal and Maintenance of Way Associations now organized, the
committee of our association appointed for this purpose should
follow this matter up vigorously so as to endeavor to arrive at a
standard set of forms that can as far as possible be used by all
companies.

Another question that should be given serious thought is the
one of depreciation. This matter has Bcen mentioned by previous
presidents, especially by H. C. Mackay. Whether any conclusion
can be arrived at or not as to the fixed amount necessary to pro-
vide for such a fund, it is difficult to say, owing to the various
conditions existing with the different companies, but it is a ques-
tion well worth our best thoughts. especially when we note the
collapse of numerous companies within the last year or so.

There is another matter which perhaps might well be taken up
by the committee on standard form of reports and accounting,
viz., enlarging to a considerable extent thc statistical information
for our monthly and yearly reports. It seems to me that statis-
tical information is of the very greatest importance to every
road, not only on its own comparisons, but for comparisons with
other companies. .

I would call your attention to the valued and important ser-
vices rendered the association by our esteemed retired secretary,
W. B. Brockway. Those who have been in the association since
its organization, and those who have joined since, know that to
a very great extent the success of the association has been due
to his untiring efforts and effective work. and I know all feel
deeply grateful and thankful to him for his great services, and
although the executive committee registered a hearty vote of
thanks to him at thc time hc retired, I am sure this meeting,
through its committee on resolutions, will indorse it by another
one.

I am afraid T have taken up rather more time than I should
have, and will just say in closing that I deeply felt the great honor
that was done me in electing me to the presidency of this, and
trust and am confident that its future will continue to be as suc-
cessful and progressive as in the past.
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REPORT OF THE COMMITTEE ON STANDARD CLASSIFI-
CATION OF ACCOUNTS

Your committee on standard classification of accounts beg leave
to make the following report:

Referring to the last report of this committee, with respect to
submitting to this convention the questions asked of and the
answers given by this committee between the date of the last con-
vention and Sept. 1, 1905, relative to certain matters in connection
with the use of the standard system of street railway accounting
of this association, we beg leave to submit the following questions
and answers, nine in all, numbered respectively 20 to 28 both
tnclusive, addressed to the chairman of the committee:

QUESTION NO. 20

Question.—Should the cost of extending the sprinkler sys-
tem in car houses, installed for protection against fire, be charged
to Account No. 3 or Account No. 38?

Answer.—The installation or extension of a sprinkler system
is a part of the “buildings and fixtures,” therefore a part of the
cost of the construction or maintenance of them. Assuming that
the cost is dealt with as a charge to operating expenses, the charge
should be to Account No. 3—Maintenance of Buildings and Fix-
tures. Answered by C. N. Duffy, Dec. 12, 1904.

QUESTION NO. 21

At the last convention of the association, Question No. 12 was
as follows: Question 21. We have in connection with our prop-
erty some air compressors. Some are situated at car houses, and
a pump for same is operated by a small motor in the car house.
In other cases they are adjacent to our power stations, and the
pump is operated by power furnished direct from the station.
These compressors are used for filling the tanks in our cars for
operating the air brakes on same. I am somewhat at a loss to
know to what account I should charge the maintenance of the
air compressors and the motors for operating the same.

Answer.—I should regard your air compressors, pumps, and the
motors that operate thein as miscellaneous tools, and should
charge the expense of maintaining them to Account No. 9. Of
course, the expense of maintaining the tanks and air brakes on
the cars should be charged to No. 6—Maintenance of Cars, and
I think the cost of the air, which would include the current for
operating the compressors and the labor of getting the air into
the tanks, should go to Account No. 21—Car Service Supplies.
Answered by H. J. Davies, May 20, 1903.

On Dec. 13, 1904, a member of the association addressed a letter
to the chairman of this committee stating that he had intended to.
enter an objection to the ruling of the committee on Question
No. 12, but was called from the meeting before having an oppor-
tunity of doing so. He desired to enter his objection in writing
and requested the committee to consider same. The member is
the auditor of a company operating one of the large city systems
of the country, and the first company to install a storage air sys-
tem for operating air brakes. The cost of the air brake equip-
ment, which included the compressor equipment, was charged to
Construction and Equipment Account “K”—Cars; the mainte-
nance of compressor stations was charged to Operating Expense
Account No. 6—Maintenance of Cars, the reason for so doing
being that they were a part of the equipment of the cars.

The chairman presented the gentleman’s letter to the committee.
The committee recognized the consistency and logic of the posi-
tion taken by the gentleman, from his standpoint, as well as the
possibility of the proposition advanced being different from the
one presented to the committee in Question No. 12, because of
the conditions governing the respective propositions being
different.

After a careful consideration of the arguments advanced by the
gentleman in support of his position in disagreeing with the ruling
of the committee and the association, the committee could see no
rcason for reconsidering or changing the action taken, ruling that
the compressor equipment was properly a part of the tools and
machinery and not a part of the cars.

QUESTION NO. 22

Question.—We manufacture our cars and do all repair work.
To each shop order we charge the material used and the cost of
the productive labor, also a certain per cent to cover non-pro-
ductive labor and incidental shop expenses, non-productive labor
and incidental shop expenses being charged to Account No. g—
Miscellaneous Shop Expenses. When supplies for construction
or repairs are manufactured in the shop and turned over to the
storékeeper, Account No. g—Miscellaneous Shop Expenses is
credited with the expense added to cover non-productive labor
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and incidentals. You will note that this balances Account No, g—
Miscellaneous Shop Expenses. A proposition is made to leave a
certain proportion of the debits in Account No. g—DMiscellaneous
Shop Expenses and create a sinking fund. It appears, however,
in so doing a duplicate charge is made against operating expenses,
as supplies manufactured for construction and repairs include the
per cent to cover shop expenses, etc., and are charged to operating
expenses in the accounts for which the supplies are used.

Answer.—If your idea of a sinking fund is a charge for a de-
preciation reserve to provide a fund for the replacement and
renewal of your shop-plant and equipment and the manufactured
material has not borne this depreciation reserve charge, operating
expenses would then stand not a duplicate charge, but an addi-
tional charge, which would be offset by the depreciation reserve,
which account would stand the charge for replacement and re-
newal of your shop-plant and equipment when made. If this is
what you have in mind, then operating expenses would not be
saddled with a duplicate charge, but with an additional charge,
over and above the bare cost of manufacturing the material which
it is perfectly proper it should stand, provided a proper reserve
is credited and is available for replacements and renewals when
necessary. Answered by C. N. Duffy, Dec. 12, 1904.

QUESTION NO. 23

Question (asked by the accountant of the State Board of Rail-
road Commissioners). A certain amount of paving was done in
one of our cities by the city itself, and the amount to be paid by
the railroad company is paid by them as “taxes,” a certain amount
each year until the whole amount is liquidated. Now the question
arises, should this be charged as a betterment in construction
account, or the difference between the cost of the old and the
new paving be charged as a betterment and the remainder to op-
erating expenses? We have a number of similar cases of this sort,
and while it is called “paving taxes” by the city, it still is in the
nature of a betterment of the road.

Answer—Answering the question as to whether this paving
should be charged as a betterment in construction account, or the
difference between the cost of the old and the new paving be
charged as a betterment in construction account and the re-
mainder to operating expenses, in my opinion, the latter would be
the proper disposition of the charge. If the paving in question is
“new and additional,” it is a proper charge to Construction and
Equipment “D”; if it is a substitution, for example, if brick or
wooden block paving was replaced by asphalt or granite paving,
the paving substituted would represent an additional investment
over and above the original cost of the paving first laid. The
difference in cost could be charged to construction account and
the remainder, representing the original cost of the paving first
laid, to operating expenses, provided, or course, that the company
in question did not have an appropriate reserve account, created
by debiting operating expenses and crediting the reserve account
to take care of such a charge. This disposition of the charge
would not be according to strict accounting principles or con-
servative financiering or capitalization, for as a matter of fact, in
the case of the substitution, while the new paving may be better
and may have cost more than the old paving, the fact remains that
there is no more paving than there was before the substitution was
made; furthermore, the probabilities are that the new paving will
require less maintenance than the old paving and will facilitate
the operation of the road, consequently operating expenses would
be correspondingly reduced thereby. If the difference in the cost
between the old and the new paving is charged to capital, and
operation would receive the benefit of the substitution in decreased
cost of maintenance and increased operating facilities, in a way,
you would be capitalizing “earnings.”

On the question as to whether the cost of the paving referred
to should be charged in “taxes,” which was the charge made by
the road in question, in my judgment, the charge was erroneous,
notwithstanding the liquidation of the obligation is in a sense a
“tax” upon the company and should be considered a “tax” in tak-
ing into account the amounts paid by the railway company into
the municipal treasury, in order to determine the total amount
of taxes paid by the railway company to the municipality. The
reason for this is that there is no more necessity for having the
space between the tracks of an electric railway paved in order to
operate the cars, even if the tracks are laid in a city, than there
is to have the space between the tracks of a steam railroad paved.
The requirement of making a street railway pave the space be-
tween its tracks is simply a continuation of conditions prevailing
when street railways were operated by animal power and the
space between the tracks was paved or ballasted in order to pro-
vide a roadway for the animals drawing the cars. The only pur-
pose which the paved roadway of an electric street railway serves
is to provide a place which is appropriated by vehicles, in order
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that the vehicles may be pulled in the tracks and over the road-
way of the street railway. This results in interference with the
operation of the cars, to the great annoyance of the public who
patronize the railway, and to the disadvantage of the railway.
The use of the tracks and roadway of the railway by vehicles
causes excessive wear on the rails and paving, and is responsible
for collisions between vehicles and cars, frequently resulting in
personal injuries and damage to property, the claims for which
the railway must defend, and often, unjustly, be compelled to pay.
These conditions are all brought about because the space be-
tween the tracks of the street railway is paved.

This condition is unfair to the street railway, and is a burden
that should not be put upon it, but which, if put upon it, should
be considered as the payment of a tax compensation for franchise
rights and privileges, although the charge of such a “tax” would
not be carried in the accounts of the company in “taxes.”

The cost of the paving is not a “tax” in the sense of being an
amount levied on the property of the company, as ordinary taxes
are levied, nor is it collected for the same purpose, but it repre-
sents a charge against the company for tangible property, and
therefore should not be carried on the books in “taxes.”

As a bookkeeping proposition, the matter should be taken care
of on the books by opening a liability account under an appro-
priate title, debiting construction and equipment, reserves or
operating expenses, as the case may be, and then the liability ac-
count would show the amount unliquidated and due on the paving
in question, but the paving itself would be taken care of on the
books in so far as it affected the property of the company.

In the instructions relating to “deductions from income,” in
specifying the deductions for taxes, as shown on page 55 of the
consolidated report of committees, nothing is said as to treating
paving as an item of “taxes.” The item ‘“track taxes,” mentioned
on page 55, refers to a charge for the payment of an annual tax
based on a certain amount per mile of track operated, but has
nothing to do with paving. Answered by C. N. Duffy, Jan. s,
1905.

QUESTION NO. 24

Question.—Will you please advise me if it is proper in com-
puting the car-hours to figure the total hours cars are out of the
car house, or the time they are actually engaged in earning reve-
nue. Extra cars for ball games and pleasure resorts are some-
times held with their crews on duty for two or three hours await-
ing the closing of the attraction. In figuring passenger car mile-
age, is it proper to include mileage made by a car between the
car house and the point on system where they begin carrying pas-
sengers? Our car house is situated some 2 miles from where
some cars begin the regular run, and it is not clear to me whether
or not this mileage should be used. When a car is disabled and
it is necessary to send a relief car, it creates considerable mileage
that is not necessary to actually transport passengers.

Answer,—In figuring car-hours and car-miles, the hours of
service and the miles run from the time the cars leave the car
house_to the time of turning in at the car house, after their runs
have been completed, should be included in computing the total
car-hours and the total car-miles. Answered by C. N. Duffy,
March 13, 1905.

QUESTION NO. 25

Question.—Will you kindly advise to what account, in your
judgment, should be charged the expense of oiling that portion
of the streets which the company is obliged to maintain? This
oiling, as you no doubt know, consists of sprinkling one or more
coats of crude oil on the streets and covering same with sand or
other similar material, and rolling same.

Answer.—Account No. 23—Cleaning and Sanding Track. An-
swered by C. N. Duffy, May 17, 1905.

. QUESTION NO. 26

Question.—What account should be charged with the expense
of street assessments payable by street railway companies cover-
ing their proportion of cost of opening streets on which the com-
pany has no track?

Answer.—Taxes. Answered by C. N. Duffy, May 17, 1905.

QUESTION NO. 27

Question (askea by the accountant of a State Board of Rail-
road Commissioners).—As a sample of the questions which we
are asked to pass upon in connection with street railway account-
ing matters, I enclose you correspondence from a railway com-
pany of this State. In order that everything should come from
headquarters and that we may always co-operate with the Street
Railway Accountants’ Association in such matters, I have to ask
that you will make proper assignment of the various additional
accounts as shown by the letter and return to me, when T will in-
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struct the assignment to be made as you direct. If you will kindly
mark the number of the account to which you decide the addi-
tional accounts should be assigned, it will cover the ground.
Answer.—The additional accounts referred to and the assign-
ments of same, as made by the chairman, were as follows:
Assignments

Additional Accounts of Same
1A Maintenance of Bridges and Culverts........ceoeeevuiiienecnienns 1
1B Maintenance of Fences, Road Crossings, Signs and Cattle Guards 1
2A Telephone Line ...viuiiniiiiniiiiniinineninonsensnceneonnns eeeeena2 or 32
5A Maintenance of Sub-Station Apparatis......eceeveeeereeeensennes 5
T0A Sub-Station WEABES . nieiis suihe - semees sntisins sl 85 5aib 515 5ns 5 ssns 10
16AY Wages of DespatChers ¢« v = sen & sitsn ot/ sslsiorns b sls s s o7 16 or 19
17A Wages of Conductors, Freight and Express...cccoceieieiiniencns. 17
17B Wages of Conductors, Canandaigua............ 17
18A Wages of Motormen, Freight and EXpress..c.cceeeeieceeceeeeensn 18
18B. Wages of Motormen, Canandaigia. .. .cun . susiss s semmes = ssiss s 18
YA ap e s Wo TS tation A miEn S IR e T I SR e 19
22D Despatching Systcm EXPeEnses ..oceeeeeeeneneeeiornanuerenenneninnn 22
22F Miscellaneous Car Service, Expenses, Freight and Express...... 22
22A Station Agents’ EXDPENses ....oceeieiiniiriiinirieenneanannns 28, 27 or 22
22AF Station Agents’ Expenses, Freight and Express............ 28, 27 or 22
26A Salary ‘of Clerks, Freight and Express...o........ 26
27A Printing and Stationery, Freight and Express 27
28A  Miscellaneous Office Expenses, Freight and Express......... - 28
31A Advertising and Attractions, Freight and Express.............. 31
32A  Miscellaneous General Expenses, Freight and Express. 32
37TA Rent of Tracks and Terminals, Freight and Express......c...... 37

Answer.—In connection with these assignments made, attention
is called especially to the following:

A. 2A—Telephone Lines.—There is nothing in the instructions
under Account No. 2 of the standard classification as to the
charging of the maintenance of a telephone line to that account;
in Account No. 32 there are instructions to charge that account
with the cost of “maintaining and operating private telephone
system.” In the absence of any other information than that sub-
mitted, T would say that, according to the instructions of the
standard classification, Account 2A of the railway company should
be charged to Account No. 32, but it is possible that this is or
could be treated as a part of the electric line, and might, there-
fore, be charged to Account 2. This is a question where the facts
should be taken into consideration in making a decision as to
what should govern the charge.

B. 16A—Wages of Despatchers.—There is a question whether
this account should be assigned to Account No. 16 or Account
No. 19 of the accountants’ classification, dependent upon whether
the despatchers are superintending transportation or not. If they
are, 16A should be assigned to Account No. 16 of the account-
ants’ classification; if not, to Account No. 10.

C. 190A—Wages of Station Agents.—Assuming that the duties
of the station agents referred to are general in their character,
and not strictly clerical, I should say Account 19A should be as-
signed to Account No. 19 of the accountants’ classification; if
their duties are strictly clerical, T should say they should be as-
signed to Account No. 26.

D. 22A—Station Agents’ Expenses. 22AF—Station Agents’
Expenses, Freight and Express.—Assuming that the expenses
referred to are general in their character and do not include any
printing or stationery, or any of the items chargeable to Account
No. 28 of the accountants’ classification, I should say that Ac-
counts 22A and 22AF should be assigned to Account No. 22 of
the accountants’ classification; should these expenses include
items properly chargeable to Account No. 27 or Account No. 28,
Account No. 22 should not carry all of such expenses.

With regard further to Accounts 2A, 16A, 19A, 22A and 22AF,
of the railway company, and with reference to my remarks con-
cerning same, you will readily understand that there is a broader
question involved than the mere assignment of the items charged
in these accounts to the accounts of the accountants’ classifica-
tion, that it would be proper to assign them to, the broader ques-
tion being the question of an interurban classification of accounts.
You will understand and appreciate what T mean when you recall
what has transpired in the pastin connection therewith with refer-
ence to the classification of the Accountants’ Association, and
what it is proposed to do in the future with respect to drafting in-
structions governing the disposition and charge of such items as
an interurban classification should take care of. For these reasons
I hesitate to make an official ruling on these assignments without
consulting the other members of the classification committee of
this association.

However, I should say, assuming that Accounts 2A, 16A, 19A,
22A and 22AF, of the railway company, stand for such charges
as would appear proper in interurban operation to charge to Ac-
counts 2, 16, 19 and 22 of the accountants’ classification, that the
assignments should be to these accounts, as it would hardly do
to leave the assignment open or optional, as between one or more
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accounts, as that would be misleading and unsatisfactory, and
might lead to future complications. Answered by C. N. Dufty,
July 31, 1905.

QUESTION NO. 28

Question (asked by the accountant of a State Board of Rail-
road Commissioners). In treating under ‘“‘miscellaneous income”
the net income from the operation of an illuminating or power
plant, do you have any positive rule as to the proportion of the
interest on funded debt to be charged on account of the opera-
tion of the plant which might be said to be used for producing
light and power? TIs there any way of arriving at a firm basis for
a charge of this character? I understand that it must necessarily
in many cases be an arbitrary settlement. Will you kindly give
me vour ideas as to the most positive way of arriving at a fair
proportion?

Answer.—As far as I know, there is no positive rule governing
this question. In fact, I do not recall in my experience that the
question has ever been raised before. I would take as a basis
for the charge of the proportionate interest, the interest on the
investment as between the railway company’s plant and the illu-
minating plant; this could be determined by the proportionate
kilowatt capacity of the plant,"or the proportionate kilowatt out-
put in the operation of the plants. Answered by C. N. Duffy,
Aug. 17, 1905.

The following questions, nine in all, numbered respectively 29
to 37. both inclusive, were asked through the “Question Box,”
referred to the chairman of this committee, and answered by him,
as follows:

QUESTION NO. 29

Question.—To what account should be charged the wages of
those who put up and take down snow fences?

Answer.—Account No. 24—Removal of Snow and Ice.

QUESTION NO. 30

Question.—To what account should a snow fence privilege be
charged? The above to be put up in the fall and removed in the
spring.

Answer.—Account No. 24—Removal of Snow and Ice.

QUESTION NO. 31

Question.—Should taxes be treated as a fixed charge, or should
they be charged to expense? :

Answer.—The standard form of report of the association
adopted at the Detroit convention in October, 1902, shows taxes
as a deduction from income, therefore they should not be charged
to expense; neither are they a fixed charge in the sense that in-
terest on funded debt is understood to be a fixed charge.

QUESTION NO. 32

Question—What income account should be credited with rev-
enue from trail cars chartered for hauling freight?
Answer.—Chartered cars.

QUESTION NO. 33

Question.—What is the proper charge to dispose of discount
allowed on treasury bonds sold? Should it be charged out as
part of fixed charges during length of time bonds run, or charged
out direct to profit and loss, so much each year?

Answer.—The proper charge to dispose of discount on bonds
sold would be Construction and Equipment Account N—Interest
and Discount. According to the classification of the construction
and equipment accounts and the instructions governing same, the
total amount should be charged direct to Account N—Interest
and Discount. If the charge was treated as a part of fixed charges
and distributed over the period of time the bonds run, it would
have a tendency to mislead as to the actual fixed charges which
the company would have to meet and would necessitate the open-
ing of a suspense account.

QUESTION NO. 34

Question.—To what account is chargeable wages of solicitor
for advertisements in cars?

Answer.—The instructions of the standard system of street rail-
way accounting of the association, governing a standard form of
report, with reference to treating income from advertising, by a
company that conducts the business of selling or renting adver-
tising space in its cars instead of leasing the privilege so to do
to someone else, should be the net income from this source, after
deducting all expenses of conducting the business. Under this
instruction the proper charge of the wages of a person engaged
in soliciting advertisements in cars would be the expense of con-
ducting the advertising business. There is no specific account in
the classification of operating expense accounts provided or in-
terded for such a charge.
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QUESTION NO. 25

Question.—Our agents at sub-stations sell tickets and take
care of machinery. To what accounts should we charge their
wages?

Answer.—It would appear that the installation of a sub-station
and the operation of the necessary machinery installed therein
would require the services of sub-station employees, regardless
of whether they acted as agents or in any other capacity, or
whether they sold tickets or not, and should therefore be classed
primarily as sub-station employees. On this theory their wages
should be charged to Account No. 10—Power Plant Wages, and
carried under a subsidiary account to show they were sub-station
employees and not employees of the central power plant, if such
a separation should be desired. If it is desired to make the dis-
tribution and charge of the wages of such employees to conform
with the diversified work they may perform, the distribution and
charge should be made on the basis of the work performed. If
a part of their work would be acting as agents and selling tickets,
a further distribution of their wages would be to Account No.
19—Wages of Miscellaneous Car Service Employees. The ques-
tioner is referred, for further information, to the committee’s re-
marks concerning “Account No. 19A—Wages of Station Agents,”
appearing in the answer to Question No. 27.

QUESTION NO. 36

Question.—Some replies were made last year to an inquiry as
to mileage to use in figuring costs. Will the association stand-
ardize this point?

Answer.—At the last convention of the association, Question
No. 11 was as follows: “Is it customary to use total mileage (i. e,
work car, special car, and snow plow, added to regular passenger .
car mileage) in figuring income per car-mile and expense per car-*
mile?” It is assumed that the replies made to Question No. 11
are the replies the questioner refers to, which replies number
nineteen in all and are somewhat diversified. The standard car-
mile basis to use in figuring costs should be the revenue car-miles
run, including passenger, freight, mail and express.

QUESTION NO. 37

Question.—Do not interurban companies find present classifica-
tion of accounts entirely inadequate?

Answer.—Approximately 45 per cent of the membership of this
association consists of interurban companies. The association on
April 4, 1905, issued Circular No. 35, wherein this committee asked
for an expression of opinion from the members of the association
to guide the committee in determining whether or not it would
be advisable to revise the present classification of accounts. Only
18 per cent of the interurban companies were in favor of having
any changes made in the present classification, and the changes
suggested af)plied only to a few accounts. The reasons given for
the suggested changes were principally for the purpose of deter-
mining the cost of conducting freight and express business. Some
interurban companies were not in favor of having any changes at
all made in the present classification of accounts; other interurban
companies replied that the present classification met their require-
ments and was satisfactory. Other interurban companies sub-
mitted a subsidiary classification of accounts, subdividing certain
accounts of the present classification in order to make them ap-
plicable to interurban operation and their own specific conditions.

The present classification of accounts was devised in 1897 for
street railways, there being but comparatively few, if any, interurban
railways in operation at that time. This committee does not take
the position that perfection has been reached in the present
classification of accounts, and appreciates the fact that it might be
desirable to make some amplifications with a view to enlarging
its flexibility so that the operation of an interurban railway, or
any other railway, by electricity, will be covered, although it is the
judgment of this cornmittee that the present classification. through
the medium of a subsidiary classification devised to cover specific-
ally the operation of interurban railways, could be made to cover
interurban operation satisfactorily. In view of these reasons, the
answer to the question propounded is that interurban companies
do not find the present classification of accounts entirely inade-
quate.

PROPOSED CHANGES

Referring to the discussion at the last convention of the asso-
ciation with reference to the advisability of changing the present
classification of accounts, particularly the amplification of same,
with the idea of covering specifically the operation of interurban
railways, the committee prepared the following letter, a copy of
which was sent to each of the 150 members of the association by
the secretary on April 4, 1905, designated as Circular No. 35:

To the Members: Hartford, Conn., April 4, 1905

At the last convention of the Street Railway Accountants’ Association of
America, held in St. Louis, October, 13M, the committee on standard classifi-
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cation of accounts were empowered by resolution to revise the present classi-
fication of accounts, if it was deemed advisable or advantageous to do so.

There will be a conference between this committee and a similar committee
representing the National Association of Railroad Commissioners, and a
similar committee representing the Association of American Railway Ac-
counting Officers, held in the month of April, 1905. In order to receive
an expression of opinion from the members of this association to guide the
committee on standard classification of accounts in any action they may de-
cide upon at the conference to be held with the committees representing the
other two associations, the committee on standard classification of accounts
requests the benefit of your views. Kindly answer the questions asked in
this letter, supplementing same with any ideas, suggestions or criticisms
bearing on the proposition that will enable the committee to understand
clearly the view of each company comprising the membership of the Street
Railway Accountants’ Association of America.

Please give this letter your prompt attention and mail your reply to
C. N. Duffy, chairman, 2020 State Street, Chicago, Ill., not later than
April 15, 1905. Very truly yours,

(Signed) ELMER M. WHITE, Secretary.

QUESTIONS

1. Are you in favor of having any change at all made in the present
classification of accounts? Ld

2. If so, what are the specific changes that you recommend?

3. Do you operate an interurban railway? If so, what recommendations
would you make as to changing the present classification, with reference
specifically to the accounts of an interurban railway?

4. Should there be a standard subdivision of the present classification of
accounts, Construction and Equipment, as well as operating, especially a
standard subdivision of each one of the Operating Expense Accounts of the
present classification, with the idea of providing a uniform basis for com-
paring same?

5. Do you use any subdivision of accounts? If so, please forward a copy
of same.

Remarks:

There were only thirty-seven replies received by the chairman
of the committee, exclusive of one reply mailed twenty-five days
after the mailing date specified in the letter, April 15, 1905, and
thirteen days after the committee met to take action on the re-
plies, this number, thirty-seven, representing less than 25 per cent
of the membership. ’

Of the thirty-seven replies received to the question, “Are you
in favor of having any change at all made in the present classifica-
tion of accounts?” twenty-two answered “No,” twelve answered
“Yes,” and three were in favor of having the proposition consid-
ered without taking a positive stand one way or the other. Sixty
per cent, therefore, of the replies received, were against the
proposition of changing the classification of accounts, 30 per cent
were in favor of it, and 10 per cent were non-committal. Of the
twelve who replied “Yes,” a large proportion were interurban
companies. These companies desired such changes or amplifica-
tions as would cover specifically the operation of interurban roads,
their suggestions applying to only a few accounts of the present
classification, the reasons given for desiring changes being prin-
cipally because of the desire to provide for a separation of the cost
of conducting passenger, freight and express business.

This proposition, to the minds of the committee, does not ap-
pear altogether practical; they question whether or not the result
attained will.be satisfactory or cover what it is sought to accom-
plish, in so far as the use of any classification of accounts is con-
cerned. The Interstate Commerce Commission classification of
accounts does not attempt to provide for any ‘separation of the
expense of conducting passenger business from the expense of
conducting freight, mail, or express business, although the earn-
ings are separated. It would appear to be more difficult to make
such a separation on an interurban road than it would be on a
steam road. The proposition of ascertaining the cost of con-
ducting a freight, mail, or express business, separate and distinct
from a passenger business, could, in the judgment of the commit-
tee, be determined independently of any classification of accounts,
as the cost of producing power is ascertained and determined by
the use of the present classification of accounts, but absolutely in-
dependently, in so far as the classification of accounts in them-
selves is concerned, as to showing specifically the cost of produc-
ing power. In other words, such a proposition is one that is to
be considered and treated as a specific proposition, independently
of any classification of accounts.

To the question, “Should there be a standard subdivision of the
present classification of accounts, constructicn and cquipment, as
well as operating?” twenty-five (68 per cent) answered “No,”
nine (24 per cent) answered “Yes,” and three (8 per cent) were
non-committal.

The entire committee, with the exception of Mr. Mackay, met
in New York on April 27, 1905, devoted a whole day to a careful
consideration of the replies received to Circular No. 35, and were
unanimously of the opinion that the present classification of ac-
counts should not be changed. The suggestions offered were
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deemed of insufficient importance to warrant the inaking of any
change; the committee concluded that there should not be a stand-
ard subdivision of the present classification of accounts formu-
lated, for, outside of the feeling of the members, as evidenced by
their replies to the circular letter, the committee thought it ques-
tionable as to whether a standard subdivision would answer the
requirements, specifically, of different companies operating under
different and varying conditions. Furthermore, we were in-
fluenced in our decision by the fact that we recognized that each
company would prefer to devise such a subdivision as would cover
its specific conditions. This is a matter that your committee
has presented to the association before.

On April 28, 1905, the committee attended a joint conference in
New York with the committee representing the National Asso-
ciation of Railway Commissioners, together with Mr. Billings,
secretary of the Connecticut Board of Railroad Commissioners;
Mr. Campbell, representing Mr. Kochersperger, a member of the
Association of American Railway Accounting Officers and comp-
troller of the New York, New Haven & Hartford Railroad, a
railroad owning and operating a large system of electric roads,
and Mr. Brockway. The three gentlemen named were present at
the meeting upon the invitation of Mr. Seymour, chairman of the
comniittee representing the National Association of Railway Com-
missioners. At the conference, the committee advised the gentle-
men of the sending out of Circular No. 35 of this association, of
the replies received, and of the position of our committee, as pre-
viously stated and explained. The proposition was thoroughly
discussed, Mr. Campbell, representing the New York, New Haven
& Hartford Railroad, taking quite an active part in the discussion
and explaining his ideas on certain questions, together with the
conditions of operation of his road and their practices in con-
nection therewith, with reference to the use of the standard class-
ification of accounts. The gentlemen heartily endorsed and ap-
proved of our position, agreed with us in our conclusions, and
unanimously decided to recommend to their association that no
change in the present classification be made, recognizing, how-
ever, the desirability of the amplification of certain accounts of
the present classification in order to cover specifically the opera-
tion of interurban roads.

The question of the use of electricity by steam railroads was
also taken up and discussed, the conclusion being that it would be
advisable that this proposition be kept before each association
through their respective committees, with the idea of harmonizing
the classification of accounts of this association and the Inter-
state Commerce Commission classification of accounts and ulti-
mately formulate a classification devised to meet the requirements
of all interests concerned.

With the idea of keeping the standard system of accounting of
this association abreast with the development of the art of elec-
tric railroading, in response to the replies to circular No. 35, of
those interurban companies who requested such amplification of
the present classification of accounts as would cover specifically
the operation of interurban roads, pending any future formal
action that may be taken with the other associations interested,
with respect to formulating a classification of accounts that will
satisfactorily meet the requirements of any electric railroad, with
the firm conviction that no change in the present classification of
accounts should be made, and reiterating all that has been said
by your committee with reference to this proposition from their
standpoint, we beg leave to submit the following recommenda-
tions as to the application of the present classification of accounts
to the operation of interurban railways.

If it is desired to separate the charges in the thirty-nine oper-
ating expense accounts of the classification, -witn the idea of hav-
ing such a separation as will determine the cost of conducting
passenger, freight, mail or express business separately, the com-
mittee suggests the following procedure:

(A). Provide subsidiary accounts for each of the thirty-nine
operating expense accounts, designating them respectively pas-
senger, freight, mail, express.

(B). Charge to these subsidiary accounts such proportion of
the total charges to the classification accounts as will be propor-
tionately correct.

In order to determine the correct proportionate charges to the
subsidiary accounts, a separation of the charges could be made
and classified as follows:

(1). Specific Charges.—These charges should be based on the
specific use of tracks, real estate, buildings, cars, miscellaneous
equipment, tools or power, and by specific conditions of opera-
tion that will permit of or warrant specific charges covering the
conduct of the business as between passenger, freight, mail or ex-
press.

(2). Proportionate Charges.—These charges should be based
on the use of tracks, real estate, buildings, cars, miscellaneous
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equipment, tools or power, and by conditions of operation that
are not specific or would not permit of or warrant specific charges
covering the conduct of the business as between passenger,
freight, mail or express.

The proportionate charges could be distributed on the following
bases: (A). By proportionate car mileage for maintenance and
transportation expenses, as covered by the twenty-five operating
expense accounts, Nos. I to 24, both inclusive. (B). By pro-
portionate gross earnings for general expenses, as covered by the
fourteen operating expense accounts, Nos. 25 to 38, both in-
clusive.

Referring to the alphabetical list of items chargeable to oper-
ating expense accounts, with reference to the explanations and
instructions of the standard system governing same, to bring
about a standard method of making charges, the items mentioned
below are suggested as being some of those that may enter into
the charges of the operating expense accounts of an interurban
road, not specifically mentioned in the alphabetical list of items
chargeable, that could be grouped under the operating expense
accounts designated.

ACCOUNT NO. 1—-MAINTENANCE OF TRACK AND ROADWAY
Interlocking system.
Signal system.

ACCOUNT NO. 2—MAINTENANCE OF ELECTRIC LINE
Telephone line (telephone line independent of the maintenance and opcr-
ation of a private telephone system installed and used in lieu of a public
telephone service for which a rental would have to be paid, and which should
be charged to account No. 32—(Miscellaneous General Expenses).

ACCOUNT NO. 3—MAINTENANCE OF BUILDINGS AND FIXTURES
Freight stations.
Passenger stations.
Section houses.
Sub-station building.
ACCOUNT NO. 4-MAINTENANCE OF STEAM PLANT
Turbines.

ACCOUNT NO. 5~MAINTENANCE OF ELECTRIC PLANT
Storage-battery depreciation.
Sub-station apparatus (including oil switches, transformers, rotary con-
verters, switchboards and switchboard appliances, etc.)

ACCOUNT NO. 10—POWER-PLANT WAGES
Storage-battery tenders.
Sub-station employees.

ACCOUNT NO.13.—LUBRICANTS AND WASTE FOR POWER PLANT
Charge to this account all expenditures for lubrication of power plant and
sub-stations, including oil, grease, waste, rags, etc.

ACCOUNT NO. 14—MISCELLANEOUS SUPPLIES AND EXPENSES
OF POWER PLANT
Charge to this account all expenditures for operation of power plant and
sub-stations, not otherwise provided for.

ACCOUNT NO. 16.—SUPERINTENDENCE OF TRANSPORTATION

Charge to this account wages of division superintendents, their assistants
and aids, road officers, inspectors, despatchers and others employed in
superintending transportation.

ACCOUNT NO. 19—WAGES OF MISCELLANEOUS CAR-SERVICE
EMPLOYEES
Charge to this account wages of starters, transfer agents, switch tenders,
trolley men, trail-car couplers, despatchers, station agents and other car-
service employees.

ACCOUNT NO. 22—-MISCELLANEOUS CAR-SERVICE EXPENSES

Charge to this account all expenditures for secret inspection, transfers
and tickets, conductors’ books, punches, portable registers, tools for motor-
men, employees’ barges and uniforms; cost of getting derailed cars on track
and removing obstructions and wreckage; miscellaneous expenses of car
houses and stations, including fuel, light, water (except water used for car
washing), ice and all other car-service expenses not otherwise provided for
(exclusive of printing and stationary, which should be charged to account
No. 27—Printing and Stationery).

ACCOUNT NO. 26—SALARIES OF CLERKS

Charge to this account the salaries of bookkeepers, cashiers, receivers,
paymasters, stenographers, clerks employed in counting cash, tickets and
transfers, clerks employed in billing and other clerical work in connection
with freight and express, and all other clerks employed in the general office
or elsewhere.

Referring to the classification of construction and equipment
accounts and the instructions governing charges to same, the
items shown below, not specifically mentioned in the instructions
governing charges, should be included under the accounts desig-
nated.

ACCOUNT D—TRACK AND ROADWAY CONSTRUCTION

Interlocking system.

Signal system.

ACCOUNT E—ELECTRIC LINE CONSTRUCTION

Telephone line (exclusive of a private telephone system installed for use
in lieu of a public telephone service for which a rental would have to be
paid, and which should be charged to Account O—Miscellaneous).
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ACCOUNT G—BUILDINGS AND FIXTURES USED IN OPERATION
OF ROAD
Freight stations.
Passenger stations.
Section houses.
Sub-station buildings.

ACCOUNT O—MISCELLANEOUS
Including installation of private telephone system to be used in lieu of a
public telephone service for which a rental would have to be paid (ex-
clusive of the telephone line installed in connection with electric-line con-
struction, which should be charged to Account E—Electric-Line Construc-
tion). Respectfully submitted for the committee,
C. N. DUFFY, Chairman.

SUPPLEMENTAL REPORT OF COMMITTEE ON
STANDARD CLASSIFICATION OF ACCOUNTS

Your committee on standard classification of accounts beg leave
to make the following supplemental report:

After the report of the committee on standard classification of
accounts had been completed, the secretary of the association
received two questions which he referred to the chairman of the
committee to be answered, with the request that the answers be
included in the committee’s report. As this could not be done,
the questions and answers are herewith submitted, numbered
respectively 38 and 39.

QUESTION NO. 38

Question.—What would be the proper account to charge desks
and other office furniture to? =

Answer.—Desks and other office furniture, if an original pur-
chase in connection with the construction and equipment of the
road, or if an addition to the original number purchased, should
be charged to Construction and Equipment Account O—Miscel-
laneous. If a replacement or a renewal, the charge should be
Operating Expense Account No. 28—Miscellaneous Office Ex-
penses.

QUESTION NO. 39

Question.—A company owning the exclusive street railway
franchise and electric lighting franchise is required by the city
to place arc lamps at the intersection of its tracks; also at the
inters ction of its tracks with steam railroads. To what account
should the cost of these lights be charged?

Answer.—As it is evident that the company in question is con-
ducting a railway and a lighting business, the installation of the
lamps, their maintenance and the current furnished to light them,
should be considered a part of the lighting business, the expense
carried in the lighting accounts, the railway charged with the
service rendered by the lighting department, as any lighting cus-
tomer would be charged for similar service, and the cost of the
service carried in the railway expenses in Account No. 22—Mis-
cellaneous Car Service Expenses, if the lighting is necessary in
the operation of the road; if not necessary in the operation of
the road, in Account No. 32—Miscellaneous General Expenses.

If it is desired to show the cost of the above as a “tax” im-
posed upon the company for the exercise of the rights and privi-
leges conferred by the exclusive franchise, the cost can be so
shown under proper subsidiary accounts.

The net income resulting from conducting the lighting business
should appear in the railway accounts under “Miscellaneous In-
come,” sub-head “Other Miscellaneous Income.” This is in ac-
cordance with instructions governing ‘“Miscellaneous Income,”
as follows: “If the company conducts a lighting business as well
as a railway business, the net income resulting from the lighting
business should appear under ‘“Miscellaneous Income.” (See
report of committee on a standard form of report for electric rail-
ways, made to and approved by the sixth annual convention of
the Accountants’ Association, Detroit, October, 1602.)

Respectfully submitted for the committee.

C. N. Durry, Chairman.

oo
Q¢

REPORT OF COMMITTEE ON INTERNATIONAL FORM OF
REPORT

Your committee on international form of report, C. N. Duffy,
chairman, W. G. Ross and W. B. Brockway, beg leave to make
the following report:

The question of an international form of report was taken up
early in the year with Ludwig Spangler, direktor der stadtischen
Strassenbahnen, IV-1, Favoritenstr. 9, Vienna, Austria, and
copies of our form of report were forwarded with a request that
an endeavor should be made by his association and ours to take
up this question and endeavor to arrive at a form of report that
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would be international. Mr. Spangler, in replying, forwarded
copies of their reports, and replies as follows:

“I receiv®d your communication of Jan. 12, and thank you for
kind information. It accordance with your wishes, I send you
herewith draft of the accounting system used at the present time
by the City Railways in Vienna, which is identical with the sys-
tem of the International Street and Interurban Railway Asso-
ciation, with headquarters in Brussels, and is only amended to suit
our purposes. The system issued by this international associa-
tion, together with monthly report which forms the basis for
statistics, was accepted at the convention at Vienna last year, and
was recommended to the members of the association for their
use. I place the reports, etc., relative to this matter at your
service.”

It was felt, however, by your committee that, owing to the
difference in languages, distances and time lost in correspondence,
that the matter should first be taken up with the associations in
Great Britain, with the idea that it would be a simpler and easier
matter to get the tramway associations in Great Britain to agree
on a standard form of report, and as they are in close touch with
the European associations, we could have their co-operation
toward getting the European associations to agree with us on this
question.

To this end a conference was held in New York on June 14,
1905, between James Dalrymple, manager of the Glasgow Cor-
poration Tramways, Glasgow, Scotland, and your committee, to
take up the question of formulating an international form of re-
port, to bring about its adoption and to discuss what steps shou:ld
be taken in order to secure the co-operation of all parties in-
terested, in order to accomplish the best results.

Mr. Dalrymple, now the manager of the Glasgow Corporation
Tramways, is a chartered accountant, and was the accountant
and deputy manager of the company before becoming its man-
ager. Mr. Dalrymple formulated the suggested standard form
of tramway accounts, presented by him to the convention of the
Municipal Tramway Association of Great Britain, held in Glas-
gow in 1903. In presenting his report and suggested standard
form of tramway accounts to the Glasgow convention, Mr. Dal-
rymple stated that he had endeavored to adhere as closely as pos-
sible to the standard form which had been adopted by the street
railways and steam railroads of America. The suggested stand-
ard form of tramway accounts, after certain modifications and
changes recommended by the joint committee of the Institute of
Municipal Treasurers and Accountants (incorporated) and the
Municipal Tramways Association of Great Britain, was approved
and adopted as the standard form of the Municipal Tramways
Association of Great Britain.

Mr.- Dalrymple is very much interested in the proposition of
formulating an international form of report that would be world-
wide in its application and scope, and in bringing about its adop-
tion and use. At the conference he assured your committee that
he would do everything in his power to co-operate with us to
bring about all that we hoped to accomplish. Mr. Dalrymple’s
prominence in the street railway world, the fact that he is a char-
tered accountant, formulated the suggested standard form of tram-
way accounts, and is a member of the executive committee of the
Municipal Tramways Association of Great Britain, will enable him
to exercise a powerful influence and assistance in the work under-
taken by your committee.

The result of our conference was an understanding between
Mr. Dalrymple and your committee that he would present the
proposition of an international form of report before the con-
vention of the Municipal Tramways Association of Great Britain,
that he would take up the question with the other tramway asso-
ciations, keep us advised of anything that developed in the mat-
ter on the other side of the water and work in harmony with your
committee.

At the recent convention of the Municipal Tramways Associa-
tion of Great Britain, held in London, July 4, 5 and 6, 1905, Mr.
Dalrymple was called away from the convention before he had an
opportunity of bringing up the question of an international form
of report. The matter was brought to the attention of the con-
vention, however, by J. M. McElroy, the secretary of the Munici-
pal Tramways Association of Great Britain, and by resolution of
the convention, referred to the executive committee.

Your committee recognizes and appreciates the fact that formu-
lating an international form of report and bringing about its
adoption and use will require the most patient, persistent and un-
tiring work on the part of the committee. However, we earnestly
hope, with the co-operation and endorsement of this association
and the European tramway associations, to establish an interna-
tional form of report to the mutual benefit of all interests con-
cerned. Respectfully submitted for the committee,

C. N. Durry, Chairman.
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REPORT OF COMMITTEE ATTENDING CONVENTION
OF NATIONAL ASSOCIATION OF RAILWAY COM-
MISSIONERS, HELD AT BIRMINGHAM,
ALABAMA, NOV. 15-16-17, 1904

Your committee to attend convention of National Association
of Railway Commissioners, consisting of C. N. Duffy, chairman,
W. F. Ham and H. C. Mackay, with W. B. Brockway, alternate,
beg leave to report that the entire committee, including Mr.
Brockway, who was in Birmingham at the time, attended the
convention as representatives of this association. There was
nothing special before the convention which affected matters con-
cerning the Street Railway Accountants’ Association of America
other than the report of the committee on the classification of
construction and equipment expenses and operating expenses for
electric railways. This report was as follows:

“Your committee appointed on classification of operating and
construction expenses of electric railways, submits the following
report:

“In pursuance of a resolution adopted at the ninth annual con-
vention of the National Association of Railroad Commissioners,
held in St. Louis, a committee of three, consisting of Hon. Wil-
liam O. Seymour, of Connecticut; Hon. Ashley W. Cole, of New
York, and Hon. R. S. Kayler, of Ohio, was appointed to prepare
a form of classification of the construction and operating expenses
of electric railways. This committee had the co-operation of a
committee representing the Street Railway Accountants’ Asso-
ciation of America, and as a result of their labors a standard sys-
tem of street railway accounting, covering the classification of
operating expense accounts, was adopted at the convention held
at Denver, Col, in 1899. This classification has been adopted
in several States, including New York, Illinois, Connecticut,
Pennsylvania, Virginia, Vermont and Massachusetts. So far as
your committee knows, this system has given general satisfac-
tion, and we have no suggestions or changes to offer. Your
committee recommends its adoption by all the States requiring
reports from street railway companies, and we also recommend
the use of the standard form of report for electric railways adopted
by this association at its convention held in Portland, Maine, in
July, 1903.”

Mr. Ham was a member of this committee of the National
Association of Railway Commissioners, having been appointed
by the incoming president after the 1903 convention, held at
Portland, Maine, at which convention Mr. Ham and Mr. White
represented this association.

On behalf of the committee representing this association, I re-
ported to the convention what had transpired at the St. Louis
convention of the Accountants’ Association, with reference to the
committee on standard classification of accounts being empow-
ered by resolution of the convention to revisc the present classifi-
cation of accounts, if deemed advisable or advantageous to do
so, with the idea of covering specifically the operation of interur-
ban railways, and to take up the question of rearranging the
classification to cover the operation of roads by steam and elec-
tricity, notably the operation of the New York terminals of the
New York Central and Pennsylvania companies by electricity;
and of the committee being authorized to meet in conference
with a similar committee, representing the National Association
of Railway Commissioners and the Association of American Rail-
way Accounting Officers, to take up the discussion of the propo-
sition in the interests of the three associations.

The National Association of Railway Commissioners, by reso-
lution adopted, authorized its committee to meet with the com-
mittee representing this association in such a conference. A con-
ference was held in New York on April 28, 1905, between the
reprcsentatives of the thrce associations named, and the proposi-
tion of changing the classification of accounts was fully discussed.
It was unanimously dccided not to make any changes at present,
but it was deemed advisable that the respective committees of each
association keep the proposition before them, with the idea of ulti-
mately formulating such changes or additions as would take care
of the needs of all interests concerned.

The convention extended all courtesies possible to the repre-
sentatives of our association, and we were accorded full recog-
nition in every way.

The Accountants’ Association and Mr. Ham were honored by
placing Mr. Ham on the committee on resolutions, as well as by
appointing him a member of the committee on classification of
expenses for electric railways. ’

At the close of the Birmingham convention, the three repre-
sentatives of the association made the trip by special train with
the convention party through the South and Mexico, returning
on Dec. 5, 1904, after a three weeks’ tour, to St. Louis, the start-
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ing point. The tour afforded the reprcsentatives of the association
an opportunity of becoming personally and intimately acquainted
with the members of the National Association of Railway Com-
missioners, their families and guests, thereby strengthening the
cordial relations existing between the two associations.

The street railways of Birmingham, New Orleans and the City
of Mexico entertained the convention party very handsomely,
which redounded to the credit of the street railways named and to
the Accountants’ Association.

Respectfully submitted for the committee,
C. N. Durry, Chairman.

INTERURBAN FARE COLLECTIONS

BY IRWIN FULLERTON,
Detroit United Railway

Auditor,

“Interurban Tickets, or Fare Collections,” has been the subject
of a great deal of thought by every operator of interurban lines,
and the brightest minds have for years been trained on this sub-
ject, devising schemes and tickets by which an absolute check
could be made on conductors, so that all the revenue collected by
its employees would find its way into the treasury of the com-
pany. The ideal system, in my estimation, is the one used in
part by our friends, the steam railroads; and they have been work-
ing on this same problem for upward of half a century. They
have in effect in the larger cities a system whereby a passenger
purchases a ticket from an agent, and, before getting to his train,
he passes a gateman, who punches his ticket, which indicates
that the passenger has used it in that way.

Of course, it is not possible to have all this machinery in con-
nection with our electric lines, where the cars stop at cross-roads,
street corners, flag stations, and in fact at almost any place where
a passenger wishes to board a car.

My experience with interurban fares is to sell as many tickets
as possible through agents. My reason for this is that you have
an absolute check upon your agent as to the number of tickets
sold, and it is much better for one man to handle the revenue
than to have it divided among twenty-five or fifty conductors.
Another reason is that a conductor can collect his fares more
readily by collecting tickets than he can if he has to make change
with each passenger. I have been on heavily loaded interurban
cars where runs were made into the country for 25 miles, and
destination was nearly reached before all the fares were collected
—the car in each instance being operated by a good man.

The system of collecting interurban fares in effect on the De-
troit United Railway system is briefly outlined as follows:

The general passenger agent is the custodian of all interurban
tickets, and supplies of these tickets are sent direct to each car
house foreman of the different lines. At the car house we have
large cases, divided into thirty-one compartments, so as to keep
the tickets for each day of the month separate. In starting out
the cars for any one day, the conductors are given a certain num-
ber of these tickets, and upon a blank prepared for that purpose,
a record is kept of the number and the consecutive numbers of
the tickets delivered to each conductor. When the conductor’s
day's work is coinpleted, the car house foreman credits the con-
-ductor with the number returned upon the blank above referred
to, and this is then forwarded to the auditor’s office. The blank
is then checked by the accounting department, and the number
of tickets used by each'conductor must be accounted for in his
report.  In addition to this, the car house foreman reports at the
close of each day the number of tickets in stock for that day,
and this is also checked in the accounting department, to ascer-
tain that every ticket of that day that has been charged to any
particular car house has been accounted for, either in the car
house foreman’s report or in the conductor's returns. In other
words, a complete record is at all times kept in the accounting
department of the number and the consecutive numbers of all
tickets for each day of the month in each car house.

Registers are placed in all interurban cars, and all 5-cent fares,
employees’ tickets and free transportation are registered. Con-
ductors are required to first collect all fares on rear platform of
car and then go to front end of car and collect—at all times facing
the passenger when collecting and issuing tickets.

The ticket shown in Exhibit 1 is used on one of this company’s
divisions. It is a tear ticket and printed in two colors: yellow,
“good going north only,” and blue, “going south only.” When
this ticket is sold to a passenger it is torn off by the conductor,
indicating the stations from and to which the passenger is travel-
ing, and the amount of fare paid is indicated in heavy type in the
lower left-hand corner of the portion held by the passenger. The
part retained by the conductor is forwarded to the auditor’s office,
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and he ascertains the amount for which the ticket was sold by
the small ending figures which appear in the upper corner of the
ticket where it 1s torn off. «

These tickets are consecutively numbered,’and the day of the
month is indicated in the circle at the bottom

The ticket shown in Exhibit 2 is a duplex ticket used on one
of our divisions, and having four different tints or colors, two of
which are ‘“good going north only,” one for even days of the
month and one for odd days of the month; and the other two
colors are “good going south only,” one for odd and the other
for even days of the month. These tickets are all consecutively
numbered, and the day of the month is indicated in the circle.
A conductor in issuing one of these duplex tickets is réquired to
punch the station from and to which the passenger is traveling,
the month in which the ticket is issued, and the amount of fare
paid, giving one-half of the duplex to the passenger and return-
ing the other half to the auditor’s office.

The ticket shown in Exhibit 3 is an exchange duplex ticket.
On one of our divisions all agents sell one-way tickets to all sta-
tions, aifd round-trip tickets to all stations where the round-trip
rate is less than single fare each way. They also sell single and
round-trip coupon tickets, good over boat lines going north and
east from Detroit. The exchange duplex ticket is issued by the
conductor to passengers holding a local agent’s ticket or a foreign
agent’s coupon, a trip pass, or special ticket, the conductor taking
up the transportation presented by the passenger and issuing an
cxchange duylex ticket. These exchange duplex tickets are
prmted in two colors, one “good going north only” and the other

“good going south only.” The conductor is required to punch
out the station from and to which the passenger is going, the day
of the month and the form of transportation. The passenger re-
tains his half of the exchange ticket, to indicate to what station
he has paid his fare. The conductor’s half, with the transporta-
tion collected, is forwarded to the auditor’s office. The feature
of this ticket is to avoid, as far as possible, substitution.

The ticket shown in Exhibit 4 is an agents’ one-way duplex
and round-trip triplex ticket, which is sold at all stations where
there are agents on our rapid railway system. These tickets are
the regular form of duplex and trlplex tickets, except they are
printed without date. The agent when i 1ssumg them punches out
the station to which the passenger desires to go. He also punches
out the amount of fare collected, and stamps them on the back
with a dating stamp, which indicates the date and station. The
one-way coupon can be sold to any station where the fare is 10
cents or more. The round-trip tickets are sold to such stations
where round-trip rates are in effect. The round-trip ticket has
two coupons, one printed as the “ﬁrst or going coupon,” and the
other ‘“‘second, or return coupon.’

The agent makes daily return of his sales to the auditor, send-
ing in the auditor’s portion of the tickets sold, and these are
checked with the conductors’ returns or the passengers’ portion
of the ticket.

The object of this form of an agent’s ticket is its simplicity—
only two forms, one-way and round-trip. When a supply of these
tickets is issued to any station, before sending same the station
to which they are sent is stamped by the general passenger agent
on the ticket where it reads “From ................. Station.”
We formerly used coupon and card tickets with the station printed
in. This meant a complete set of coupon and card tickets for
each station and a multiplicity of forms; but with this system,
as we have said before, we have but two forms, and this ticket
will soon be in effect on all of our interurban lines.

In addition to the tickets enumerated above, we have a few
commutation tickets, to encourage summer travel to summer re-
sorts; but these concessions are voluntary on the part of the
company. Then we have some school tickets, required by fran-
chise regulations for a reduced rate of fare in townships for
school children, good only during school hours and on school
days.

In the use of the present duplex and tear tickets we do not
claim perfection; but our system is the best we have found ap-
plicable to our conditions, especially as a means of aiding in-
spectors in checking the conductors. The common practice of
conductors all over the country is the reissuing of the tickets.
whether tear or duplex; but with our different colors—only good
going north or south—and with our close inspection, the oppor-
tunities offered in this respect have been brought to a minimum.
But our system necessitates quite a large clerical force in the ac-
counting department for checking and auditing, but the informa-
tion furnished and the results obtained are such that our people
think the money is well spent for such services.

Note.—It was found impossible to reproduce the tickets (Ex-
hibits 1, 2, 3, 4) in time to be printed with this paper. The orig-
inals were on exhibition at the meeting.
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INTERURBAN TICKET ACCOUNTING

BY J. H. PARDEE,

General Manager, Rochester & Eastern Rapid Railway, Canandaigua, N. Y.

A very few years ago the questions involving electric railway

ticket accounting were confined simply to
ticket. In other words, all tickets issued

portation value and it was not necessary to use any special

methods in the issuance or accounting of t
ways have more nearly approached steam

train and traffic operation, it has become obviously advantageous
to abolish the 5-cent fare zone and adopt the steam road system
With the adoption of that system and
the establishment of ticket offices at all the principal stations,
single and round trip, excursion and special rate tickets are

of fares based on mileage.

necessary between each and every other st

instead of one form of ticket there are hundreds, and the account-

ing takes on a more serious aspect. It is
state that the theory of modern accountin

simplest and most convenient form such data and computations

as will preserve and accurately show a co
financial transaction.

This paper will simply and briefly des
ticket accounting on one interurban road,

sented are sufficiently interesting to provoke thought, criticism

and discussion, and thus develop simpler,

better methods, its object will have been attained. The principle
of this method is that tickets are considered the same as cash, as
currency or silver of different denominations, and every employee
handling tickets must either produce the ticket or the cash.
Each kind of ticket, irrespective of stations named thereon, has

the same form number, and all tickets of t

reading between the same stations are numbered consecutively

from o0 to 9999, and then a new series is

FORM O 6-3000.
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letter of the alphabet, and thus large numbers are avoided. All
regular single and round-trip tickets are of regulation card size
to fit the ordinary grooves in a regular railway ticket case. Spe-
cial coupon and interline tickets are somewhat larger and are
hung on pins in the rear part of the ticket case. Mileage books
in denominations of 100 miles, 500 miles and 1000 miles are of
ordinary form, except smaller than used on steam roads, and are
treated the same as tickets. When a supply of tickets is received
from the printer, the ticket accountant checks them against the
invoice and enters them on a loose leaf ledger in which a page
(see Fig. 1) or more is devoted to each form for each station.
The date received, commencing number, closing number and total
number of tickets received are shown on the debit side and the
same data of tickets disbursed shown on the credit side.
Tickets are issued to agents on a requisition (Fig. 2). This
requisition is issued by the agent, and shows the form, com-
mencing and closing numbers of tickets then on hand and the

FIG. 4 number wanted. When the tickets are furnished, their commenc-
Foan O=7 THE ROCHESTER AND EASTERN RAPID RAILWAY COMPANY.
- Commencing DAILY CLOSING NUMBERS Fiast WeEK DAILY CLOSING NUMBERS Seconp Week DAILY
STATIONS [ e .
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[Reproduced from original sheet, size 13% ins. by 16% ins.]
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ing and closing numbers are entered on the requisition, which is
sent back with the tickets to the agent for his receipt, and is then
returned by him to the ticket accountant for his files. Entries
for all tickets issued are made on the credit side of the ticket
stock ledger, so that for purposes of checking, taking inventory,
or ordering, the stock on hand is shown at a glance at any
moment. -

The agents’ accounting is confined chiefly to a cash book and
ticket register. The cash book should be ruled, with four col-
umns, to enable the agent to keep separate regular ticket sales,
baggage check sales, interline ticket sales and chartered car reve-
nue. The ticket register (Fig. 3) is a special ruled book having
columns to show the different forms of tickets, commencing
numbers at beginning of month, daily closing numbers, weekly
revenue, total number of tickets sold during month, and monthly
revenue for each form.

At the close of each day’s business, the closing number of each
form of ticket is entered in ticket register and the number of
tickets sold ascertained by comparing the present closing num-
ber with that of the previous day. After that has been computed,
the agent makes an entry on the debit side of the cash book
showing the number of tickets sold of each form and the rates,
entering the extensions in the proper columns. When this has
been done, the remittance for the total amount of the day’s busi-
ness, as shown by the debit side of the cash book, is made up,
and the agent’s cash report (Fig. 4), showing the distribution of
the receipts, is filled out and corresponding entries made on the
credit side of cash book. The month’s business is computed in
the same manner. The commencing numbers at the first of the
month are compared with the closing numbers at the end of the
month, and monthly ticket report (Fig. 5) is made out, showing
in detail the commencing and closing numbers of tickets on hand.

Monthly ticket reports, accompanied by the ticket requisition
for tickets needcd, should be sent to ticket accountant not later
than the second day after the close of month’s business.

Monthly ticket reports are checked against the inventory amd
ticket stock ledger, and by these methods every ticket is ac-
counted for in an easy and simple manner from the time it is re-
ceived by the printer to its issuance to a passenger, and the ab-
solute record is secured that the company has received the proper
amount of cash therefor. The tickets turned in by the conduc-
tors in their trip envelopes are counted to ascertain the number
of passengers carried, and are inspected to see that all are good
for transportation on that particular date. At this point, ticket ac-
counting, except for some special purposes mentioned later, ends.
It is not necessary to account, at considerable expense, and ascer-
tain the number of sold but unused tickets, for all limited tickets
expire by their own limitation, and other tickets constitute simply
a liability which is unimportant except in the case of the sale of
the property, and that has never yet been considered.

Clerical errors will occur, but it is almost impossible for them
to remain undetected more than twenty-four hours. The agent
can readily prove his work daily, and in thirty minutes an em-
ployee of the auditor’s office can check up any ticket office at
any time.

Another very valuable advantage incident to this system is the
ease with which traffic reports can be made up. For instance, the
receipts of some particular ticket office may show a decrease for
certain days, and a comparative report can be prepared in a few
minutes which will show in what particular tickets and between
what particular points the decrease arose.

Accounting is reduced to a minimum and all records necessary
are preserved simply and in convenient form.

- o
ACCOUNTING WITH FOUR DEPARTMENTS

BY H. M. BEARDSLEY,
Sec. and Treas. Elmira Water, Light & Railway Company, Elmira, N. Y.

In presenting a short outline of the methods pursued in my
own company, I have in mind about the same idea that the maker
of a motion sometimes has in a parliamentary body—that is, to
get the question before the house so that it may be discussed,
amendments offered, etc., and the whole matter be crystallized
and put finally into the best possible form. I hope, therefore,
that these notes will bring out comments and amendments which
will go further than the paper itself goes in suggesting a simple,
compact method of handling the accounts of companies having
more than one department. Our system may be of interest, be-
cause I believe that to our company belongs the distinction of
being the first to combine into one operating company, water,
gas, electric light and railroad properties, and in addition to these
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four mentioned divisions, I may say that we also operate a rack
track and a summer theater as separate departments, both of
these, however, being operated through the railroad department,
but each one having its own set of accounts and showing its own
profit or loss at the end of the year.

When the combined company was first organized and the old
companies were wiped out of existence, it was probably but nat-
ural that the use of a separate set of books for each department
was continued, following out the method of a set for each com-
pany. The cash account for each department was kept distinct
from that of every other department. Each department had its
own stores account, and the whole system was practically the
same as when the companies were operated separately.

The present system, of course, retains the distinction between
departments, as it is absolutely necessary to know the standing
of each department regardless of the other departments, and to
know whether or not each particular department is being oper-
ated at a profit, and what that percentage of profit is. But the
machinery for arriving at this knowledge is quite different to-day
from that originally started when the first set of books was dis-
covered to be impracticable. Our ledger to-day is a wide book,
ruled with four main columns, one each for water, gas electricity
and railroad, each main column having the customary ledger
rulings for date, description, folio, and debit and credit amounts.
Each department also continues the use of a journal. This is
now a very small book, and the entries are so summarized that
two or three pages per month cover the entire business which
has to go through this book. Each department has its own in-
voice or sales book, which was formerly carefully journalized be-
fore posting at a great expense of time and labor. Postings are
now made directly from this invoice book to either the main
ledger or the consumers’ ledger, as the case may be, and the in-
voice book is summarized at the end of the month and the credits
are posted directly from this summary to offset the various debits
during the month.

The second system inaugurated made use of a distribution jour-
nal for each department. This distribution journal is now super-
seded by a distribution cash book, in which all checks for pay-
ment of goods are entered, and the cash account is credited from
the total of this cash book each month, and each operating ex-
pense or other account is charged with the total of all entries
made in its particular column during the month. This does away
with the opening of ledger accounts with the various consignors
of goods. This distribution cash book takes the place of the dis-
tribution journal and also of the credit side of the old cash book.
The debit side of the cash book has remained practically the same
through all the changes. As now printed, however, the so-called
cash book contains only the cash debit. It is ruled with four
main colummns, one for each department, each column being sub-
divided according to the needs of the department. On gas, elec-
tric and water departments there is a column for credits to con-
sumer’s ledger which are entered each day according to the total
of the stubs chopped off by the cashier, who lists each day sep-
arately. There is a column for the forfeited discounts in each of
these three departments for cash deposits and for sundry credits.
In the railroad division there is a column for passenger receipts,
receipts from chartered cars, freight, tickets, driving park, theater
and sundries.

In addition to the working set, there was formerly another set
consisting of journal and ledger only, upon which all of the other
work was summarized into the usual balance sheet accounts—that
is, under assets; construction, material and supplies on hand, pre-
paid taxes and insurance, accounts receivable, bills receivable and
cash on hand; then on the other side, under liabilities: capital
stock,. bonds, accrued interest, bills payable, accounts payable and
surplus. This summarizing was done by taking each department
journal and distribution journal and the cash book and summing
up all the entries under the above various classifications into one
entry on this “company’” journal, which was then posted into the
ledger and the balance sheet drawn off from this ledger. This
outside, or so-called company set, has now been entirely abol-
ished, and the entries for capital stock, bonds, accrued interest,
bills payable and surplus transferred to the working set.

In taking up the methods of ordering goods, auditing and pay-
ing bills, it must be borne in mind that, although we have but one
cash account, we are very careful to keep the earnings and oper-
ating expenses of the four departments entirely separate and dis-
tinct. One of the aids to this end is the adoption of a different
color for the stationery of each department, and this is carried
through from the original superintendent’s requisition for the
goods to the check which finally pays for them.

It is not nhecessary, of course, to describe any of the details of
ordering goods and checking the bills and the receipt of the
goods, as it differs in no wise from the method which would be
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employed in a one department company, except for those things
which we are able to buy from ourselves, and for these things no
formdl order approved by the general manager is issued, the
superintendent’s requisitions being sufficient authority for the ob-
taining of goods from other dcpartments. For instance, our rail-
road department can buy tar for tar walks at the park from the
gas department, and the water department can get the picks used
by its street gang in laying water mains sharpened and tempered
at the blacksmith shop in the car hcuse. The goods bought or
labor supplied are billed from one department to the other, just
as they would be billed to any other person, but, of course, at
cost price. This interchange between departments is quite a fea-
ture of the company, and always seems to be a great stumbling
block to a new bookkeeper. It is very simple, however, when it
is once understood, and, as stated above, it simply involves a
billing similar to that which would be employed in selling to any
outsider. To give other instances of this interchange; the elec-

tric department having need to use more horses than the other’

departments, carries the entire stable account, and men paid by
the electric department assume all the care of the horses and do
the driving, and the electric department charges the other de-
partments for all hauling done at a fixed price per hour. The
water department sells water for power to the electric plant and
the etectric plants sells steam for power to the gas department,
and steam for heating the car houses to the railroad department.
The railroad department furnishes badges for transportation to
the men in the other departments who read meters, inspect ser-
vices, etc., at a fixed price per month, and last, but by no means
least, the electric department sells to the railroad department its
motive power. Monthly bills are rendered for all these services,
and except for regular monthly charges, a bill from one depart-
ment to another must show the superintendent’s order number
and be checked as carefully as though it came from outside.

In addition to the above class of services which are inter-
changed upon a cost basis, there is another class which is for
convenience put upon the basis of an equal division into fourths.
For all of this class, which includes office rent, some office ex-
penses, and some of the salaries, one department pays the bills
and charges one-fourth at the end of each month to each of the
other departments by bill duly rendered. This account is carried
in the water department, and is called “General Office Expense.”
There is a column for it on the distribution cash book, and the
total of this column is divided at the end of each month. There
is another account which is carried in the water department which
is called a “Departments Account.” This covers charges which
are to be divided among other departments, but not according
to any fixed ratio, and is analyzed carefully at the end of each
month, and the other departments are charged with their due pro-
portion of the account. “Taxes" is one of the items which is car-
ried in this account. We get one tax bill from the city, which is
itemized, of course, but we draw a check on the water department
to pay these taxes, charge the amount which belongs to the water
department strictly, to taxes payable, and the balance of the check
goes into the department account. At the end of the month the
different amounts chargeable to the gas, electric and railroad de-
partments are sifted out and billed and settled for by the other
departments.

Our stores and supplies are all kept at one point, and stores
account is handled by the water department. There is a special
form of requisition for stores, and the checks for payment are
drawn on the white checks of the water department. At the end
of each month the storekeeper sends in four reports, one for
each department, with the value of the stores used duly distributed
between the various operating expense accounts. On the water
department journal, the report for the water department js en-
tered, simply charging the various operating expense accounts
and crediting stores: also on the water department journal the
other departments are debited with the amount used by them,
and stores are credited. On the journals in the other departments
the reports are entered up by debiting the various operating ex-
pense accounts and crediting the water department the total.

In handling the cash, even after the separate bank account for
each department was abandoned, the fiction was kept up for some
time, of a separate cash balance in the cashier’s hands for each
department, and although he might make but one deposit to the
bank in a day. say of $2,000, he would figure that he took a cer-
tain amount of this from each department and would enter on his
book a balance carried forward to the next day for each depart-
ment. The system now is much simpler, as he starts in the day
with but one amount on hand, he enters on his blotter the various
amounts received under each department, carries out a sub-total,
foots us the entire receipts, deducts his bank deposit.and carries
forward the balance to the next day. We have a page in our
blott r for each day, properly ruled and printed, and the keeping
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of the cash seems to be at the present time a very simple matter.

By means of the system which has here been partially outlined,
we are now able to handle the entire business of the company,
which has increased 25 per cent or 30 per cent in the last three or
four years, with an expenditure for office help about 40 per cent
lower than had been required up to the time the system was in-
augurated. There are one or two imperfections which we hope to
have eliminated very soon, but on the whole it works very well,
and we can commend the prominent features most thoroughly for
a small company like ours.

e pe— —— -
QUESTION BOX OF THE STREET RAILWAY ACCOUNTANTS
ASSOCIATION
QUESTION 1

What is the best method of establishing a “Sinking Fund Ac-
count?”

ANSWERS

A sinking fund would be established by a resolution of the board
of directors. The sinking fund account would be opened by the ac-
counting department.—C. L. S. Tingley, 2d Vice-Pres., The Ameri-
can Railways Co.

Deposit at bank each month, in a special account, the propor-
tionate monthly amount required for the sinking fund.—S. C.
Rogers, Aud., Youngstown-Sharon Ry. & Lt. Co., Ohio.

If the sinking fund account is not a fixed amount per annum,
then it would be better to set aside a fixed percentage of the gross
earnings.—Frank R. Henry, Aud.,, United Railways Co., of St.
Louis, Mo. .

Set aside a certain amount of the net profits each year.
Dufty, Secy., Beaumont Traction Co., Texas.

By setting aside a per cent of gross earnings for depreciation,
and a per cent on bonds if for bond redemption.—Montreal Street
Railway Co.

It depends upon what the sinking account is for. If it is to take
care of extraordinary items of maintenance, a certain amount may
be charged to the operating account which would be affected, and
this amount set aside for the specific purpose desired. If it is to
take care of losses by fire, a certain per cent of the earnings might
be taken, or an estimated sum charged to operating and credited to
insurance fund. If it is to provide for payments on account of
damage to persons or property, it might also be treated in the same
way. In all instances it might be well to invest this amount in
some interest-bearing securities and allow all accumulations to be
credited to it.—H. L. Wilson, Aud., Boston Elevated Ry. Co.

The proper method of establishing a sinking fund account de-
pends upon the purpose for which the fund is to be applied. Sink-
ing fund or reserve accounts created to distribute equitably during
the twelve months of the year, the proper charges account opera-
tion, such as “injuries and damages,” “legal expenses,” “fire in-
surance,” etc., should be created by charging to the various ac-
counts an arbitrary percentage of the gross earnings, each month,
and crediting same to the sinking fund or reserve account. If the
purpose of the fund is to pay off at maturity outstanding bonds, an
amount should be transferred annually from the “surplus account”
that will be sufficient to pay in full the indebtedness for which the
fund was created—H. C. Mackay, Comp., The Milwaukee Elec.
Ry. & Lt. Co. :

Buy up your own bonds and save the interest on them; they can
be reissued when money is required from the fund.—F. E. Smith,
Aud., Chicago Union Traction Co.

Draw a check for amount desired and deposit same in a separate
bank account, charging sinking fund -account and credit cash. We
assume that sinking fund account must be an available asset as cash
or security that can be converted into cash on demand.— H. T.
Bunn., Aud., Knoxville Traction Co., Tenn.

To set aside each month in deductions from income an amount
for sinking fund account.—C. O. Simpson, Treas., Birmingham Ry.,
Lt. & Power Co., Ala. .

By making a periodical charge against profit and loss.—W. F.
Ham.

It seems to me that the sinking fund account connotes the pay-
ment of money into a separate account which shall be maintained
in cash, and used only for the purpose for which the sinking fund
is established. Such funds may be put at interest and should be
laid aside from time to time through the profit and loss account.—
‘Robert N. Wallis, Treas., Fitchburg & Leominster St. Ry, Co.,
Mass.

By deducting from earnings monthly one-twelfth of the amount
of sinking fund required for the year. This amount should not be
included in operating expense, but considered a “Deduction from
Earnings,” and charged to profit and loss at the end of the year.—
J. W. Lester, Treas., Worcester Consolidated St. Ry. Co.

Frank J.
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In addition to having a sinking fund account in the general
ledger, it is desirable to open a separate set of records for the
sinking fund account. A separate bank account is advisable, and
a book showing the detail of securities held in sinking fund should
be kept.—P. S. Young, Comptroller, Public Service Corp. of N. J.

Assuming that the “Sinking Fund Account” referred to is to be
a cash reserve or the equivalent of cash, it should be established
by setting aside certain amounts at given periods, in order that
the amounts so set aside, with the accumulated interest thereon,
will equal the amount of the sinking fund that it is intended to
establish. The required amount should be credited to “Sinking
Fund” and debited to “Reserve for Sinking Fund,” proportion-
ately, for any specific period, monthly or yearly, preferably
monthly. The amounts so proportioned should appear in “In-
come Account” as a deduction from “Net Income’” under the
item ‘“Reserve for Sinking Fund.”—C. N. Duffy, Secy. and Audi-
tor, Chicago City Ry. Co., Ill.

QUESTION 2
What is the best method for filing cancelled coupons?

ANSWERS

Have had scrap books made and each page is intended for bond
of same number. The coupons, as fast as paid, are pasted on the
page corresponding with the number of the bond, and it is intended
when the bonds are paid, to paste each bond on the proper page.
The pages in this book are made just the right size for whichever
covers the most space, bond or coupons.—H. S. Swift, Secy., The
Toledo Ry. & Lt. Co.

Enter in book specially ruled and headed, and numbered con-
secutively down the lines from page .to page, giving date of pay-
ment under the heading of quarterly, semi-annual, or annual dates
of year, as the case may be, using a rubber dating stamp for date
of payment. All open spaces will represent unpaid coupons, and at
any time a balance can be taken off in a few minutes. Then file the
coupons away in numerical order, say in packages of 100. As de-
linquent coupons come in, they can be entered with date of pay-
ment, and then placed in the. proper numerical package. This
makes a very condensed record, and, particularly where many cou-
pons are handled, is a great saving of labor and bulky handling
over the old method of pasting coupons in books—P. V. Buring-
ton, Secy.-Aud., Columbus Ry. & Lt. Co., Ohio.

Have a scrap-book made with a page for each bond, and a space
on each page for each coupon; then as the coupons are returned by
the fiscal agent, paste each coupon in its proper place—C. L. S.
Tingley, 2d Vice-Pres., The American Railways Co.

The best method of filing cancelled coupons is by pasting the
coupons in a book which is specially ruled with spaces for each in-
dividual numbered coupon. 7This method shows at all times just
what numbered coupons are missing, and of what date. The leaves
of these books are generally made of manilla paper, with scrap-
book binding.—S. C. Rogers, Aud., Youngstown-Sharon Ry. & Lt.
Co., Ohio.

A complete list of the numbers of all coupons paid should be at-
tached to the voucher covering payment, and the cancelled coupons
can then be arranged numerically and filed in that manner.—Clar-
cnce Jones Thomas, Secy., San Antonio Traction Co., Texas.

We have found the most satisfactory method of handling can-
celled coupons to be: Pasting them in numerical order in a book
made for that purpose and keeping each six month’s series to them-
selves, or having a scparate book of each series, the manner of
bandling being regulated by the number of coupons in each series
to be cared for. They can also be filed similar to the manner usu-
ally followed in filing cancelled bank checks, keeping a record of the
outstanding coupons in each series. This plan would involve less
work, but there is a great danger of losing or misplacing the cou-
pons, and is not as satisfactory to the trustee, as it requires more
work on the part of the trustee in cxamining the coupons. Fur-
thermore, in Missouri we have to present the cancelled coupons to
the recorder for cancellation in order to get the mortgage released
of record. The latter plan would cause more work and therefore
more expense in this connection—Frank R. Henry, Aud., United
Railways Co., of St. Louis, Mo.

Attach them to a regular coupon book, which you can purchase
from any large printing house—Frank J. Duffy, Secy., Beaumont
Traction Co., Texas.

In filing our cancelled coupons we use a' large blank leaf book
and paste the coupons on pages of same. The pages are numbered
from 1 to 500 in one hook, 501 to 1000 in another, and so on up to
the total number of bonds issued. FEach page is divided into
squares and numbered (if, for imstance, the bonds were for 25
years, the squares would number from 1 to 50).—W. H. Danker-
ley, Aud., Utica & Mohawk Valley Ry. Co., N. Y.

In book form, have pages ruled across sectionally so that each
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space will contain one coupon. Coupon from bond one should be
filed on page one, and coupons from bond two on page two, and so
on throughout. When bond is redeemed the coupons on page bear-
ing same number would be turned ovér to the trustee with bonds
for destruction.—Montreal Street Railway Co.

We file our cancelled bond coupons in pasteboard boxes holding
one thousand (1000) coupons each. Upon receipt of coupons from
the trustee, they are arranged in numerical order, and those out-
standing are noted by crossing off the corresponding numbers on
a blank enclosed in each box, the total number outstanding being
checked with the ledger account. Each subsequent lot of coupons
being treated in like manner, and when any box is filled, it is
certified, sealed, and filed away ready for delivery to the trustees.—
H. C. Mackay, Comp., The Milwaukee Elec. Ry. & Lt. Co.

In boxes made to fit the several issues. These boxes should hold
numbered cards for each coupon, which cards should be withdrawn
when the coupons they represent are inserted. The cards remain-
ing in the boxes indicate the numbers outstanding—F. E. Smith,
Aud., Chicago Union Traction Co.

When a bond issue is not over one or two million dollars, would
say that the best way of handling cancelled coupons would be to
paste them in bound books of manilla paper specially ruled for this
purpose, in numerical order, leaving spaces for the missing cou-
pons, if any, to be pasted in later. In the case of a larger bond
issue, it is perhaps better first to sort the coupons, numerically, in
packages of 100 and note the missing numbers, if any, on a sheet of
paper attached to package, and hold same with rubber band at-
tached until the 1oo is completed, when package should be tied
with linen thread at each end, winding thread around several times
ii1 same manner as tickets are received from printer. When cou-
pons are all in, bind packages of 100 coupons up in larger packages
of, say, 1000 coupons, and file in a uniform filing case, with proper
information on the outside concerning contents.—J. T. Slocum,
Secy. and Treas., International Ry. Co., Buffalo, N. Y.

We have large canvas-bound books made, containing fifty
leaves each, each sheet ruled giving spaces just the size of coupons,
in which we paste the coupons in numerical order when they are
paid. The cover of book is labeled showing particular kind of
coupons, also have the top of each page printed with spaces for
coupon numbers and date of payment. This method is very satis-
factory, as it keeps all coupons in numerical order; the blank spaces
showing number of all coupons uot paid—H. T. Bunn, Aud.,
Knoxville Traction Co., Tenn.

The best method of filing cancelled coupons is to have a large
book in which are glued the coupons in numerical order, using
one book for each series of bonds—C. O. Simpson, Treas., Bir-
mingham Ry., Lt. & Power Co., Ala.

By pasting them in specially ruled and numbered coupon books.—
W. F. Ham.

I think the easiest and best way for filing cancelled coupons
would be to punch two holes through the top and file them away
consecutively by number of bond, and each semi-annual payment
by itself—Robert N. Wallis, Treas., Fitchburg & Leominster St.
Ry. Co., Mass.

It has becn the custom of the writer to keep coupons of a certain
date in numerical order, and when all have been paid and returned
by the bank to send them to the trustee under the mortgage and
request that they be destroyed, and a certificate of cremation issued
and filed in the office. By this method no valuable space is taken
up in the safe and the statement is easily audited.—]. W. Lester,
Treas., Worcester Consolidated St. Ry. Co.

A scrap-book with squares printed corresponding in size and
number to the cancelled coupons which are pasted thereon in nu-
merical order, each pagc to contain fifty coupons—E. T. Moore,
Secy., Dallas Consolidated Elec. St. Ry. Co., Texas.

We have been pasting cancelled coupons in book provided for
that purpose, and find it satisfactory. Where there is not too large
a number of coupons, think this is a good method.—W. H. Bur-
roughs, Secy. and Treas.,, Memphis Street Ry. Co.

Coupons should be filed numerically by bond and coupon num-
ber in uniform sized boxes, a record being kept of the missing
coupons in each box. The book record in which coupons are
pasted, while a good one, occupies considerable space and in-
volves more labor than the above-mentioned plan. (See exhibit.)
—P. S. Young, Comptroller, Public Service Corp. of N. J.

QUESTION 3

In cases where same company operates both railway and lighting
plants:  Equitable division of expenses not directly chargeable to
cither plant.

ANSWERS

This company divides all expense which cannot be charged di-
rect to railways or light on a basis of the output from the power
house. This of course is a proper method of distributing the ex-
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pense at the power house, but we use the same percentage for di-
visions of other expenses. In some cases it is not correct, but in
the total it is not far from right—H. S. Swift, Secy., The Toledo
Railway & Light Co.

The most equitable way of dividing expenses not directly charge-
able to either railway or lighting department is to base the division
on relative per cent of earnings derived from a year’s operaton
under similar conditions.—P. V. Burington, Secy,-Aud., Columbus

- Ry. & Lt. Co., Ohio.

If connected with generating station, proportion on a kw-hour
basis; all other, for which specific apportionment is not obvious, on
basis of gross receipts.—C. L. S. Tingley, 2d Vice-Pres., The Amer-
ican Railways Co.

General expenses not directly chargeable to either railway or
lighting plants can be proportioned at the close of each month ac-
cording to the gross earnings of each. This plan gives the railway
—provided, of course, that its earnings are about equal with the
lighting company—the larger proportion of the general expenses
during the summer months when its traffic is the heaviest; and the
reverse is true of the lighting plant in the winter when its business
is the heaviest. The easiest way to accomplish this is to have one
or the other pay all of these expenses, and at the close of the month
charge the proportionate amounts to the other departments or
companies.—S. C. Rogers, Aud., Youngstown-Sharon Ry. & Lt.
Co., Ohio.

An equitable division of expenses, seems to me, could be made
by basing same on the kilowatt output of plants—Frank R. Henry,
Aud., United Railways Co., of St. Louis, Mo.

Prorate the expenses in proportion to the gross income from the
railway and the light—Frank J. Duffy, Secy., Beaumont Traction
Co., Texas.

It is customary for us to proportion manufacturing expenses be-
tween the railway and light and power department in proportion
to the kw-hours generated for each department. In the case of
general expense, items which are not chargeable directly to either
department are divided in proportion to the gross earnings.—G. W.
Brine, Aud., Georgia Ry. & Elec. Co., Atlanta.

We use the gross earnings as the basis.—H. C. Mackay, Comp.,
The Milwaukee Elec. Ry. & Lt. Co.

Divide such expenses according to the proportion of gross earn-
ings of the several divisions. If your lighting plant earns 40 per
cent, and your railway 60 per cent of the total gross earnings, use
these percentages in distributing the expenses. It might be argued
that this rule would only apply in general cases, and that several
of your officers devoted three-quarters of their time to the weaker
division, the percentage used would have to be decided arbitrarily
by the person best acquainted with the situation. In the main, how-
ever, the rule averages all right, because a loss in one place is
usually overcome by a corresponding gain in another—A. C. Em-
merick, Aud., International Ry. Co., Buffalo, N. Y.

Use the proportion that the relative earnings of each department
bears to total earnings of both departments. In our case we charge
66 2-3 per cent of such costs to railway department, and 33 1-3
per cent to lighting department, as this is about the proportion of
each department’s earnings.—H. T. Bunn, Aud., Knoxville Trac-
tion Co., Tenn.

As to the division of expense between the lighting and railway
departments, they should be divided, using the output for the re-
spective departments on a kw-hour basis as a unit.—C. O. Simp-
son, Treas., Birmingham Ry., Lt. & Power Co., Ala.

In proportion to gross earnings.—W. F. Ham.

An equal division would be considered fair—J]. W. Lester, Treas.,
Worcester Consolidated St. Ry. Co.

We have not found in our experience any charge which could
not be readily made to either lighting or railway plants. Where
one power plant is used, an equitable division of operating and
maintenance charges would be made on the basis of station output
for railway and lighting purposes. Office expenses and other sim-
ilar charges should be divided in the same ratio.—E. T. Moore,
Secy., Dallas Consolidated Elec. St. Ry. Co., Texas.

Charge to each plant the proportion the gross earnings of that
plant bears to the gross earnings of the whole property.—W. H.
Burroughs, Secy and Treas., Memphis Street Ry. Co.

This company operates both a railway, lighting, and gas plant.
We make a division of expenses not directly chargeable to either
plant in different ways. The expenses of the power plant are di-
vided between the railway department and the light and power
department in proportion to the percentage of current used by each.
In the general expenses, such as office expense, office salaries and
taxes, a division is made between the three departments in propor-
tion to the amount of income from each department. This, of
course, applies to such expenses as are not directly chargeable to
either department.—H. Woollcott, Secy., Consolidated Rys., Lt. &
Power Co., Wilmington, N. C.
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A division proportionate to the gross receipts of each plant is
probably as equitable a one as could be devised, care being taken
to charge direct to either plant wherever possible—P, S. Young,
Comptroller, Public Service Corp. of N. J.

On the basis of the kw-hour output, apportioned as between
the railway and lighting plants.—C. N. Duffy, Secy. and Auditor,
Chicago City Ry. Co., IlL

QUESTION ¢4
Best method of computing car mileage and car hours, in detail.

ANSWERS

Our mileage clerk has the actual mileage or round trips on all
lines; also maps giving the distance in feet from the car houses to
every point where cars can be turned or diverted. Our car house
despatchers send us each morning the total number of regular
round trips, and the route of all cars making special runs. Thus
far it is very easy. We, however, sometimes have occasion to place
cars on down-town sidings, where they are subject to the order of
despatchers, who may send a car on whole or partial trips over
several different lines. We have experienced so much difficulty in
securing a correct statement of the routes of these cars that we at
length compromised by establishing a mileage per hour and using
that as a basis for figuring such trips. While this is reasonably ac-
curate as far as earnings and operating expense is concerned, it
does not give us accurate mileage for each line—H. S. Swift, Secy.,
The Toledo Railway & Light Co.

The accounting department should have a table of mileage show-
ing each run, frem which it can figure mileage from conductor’s
day card, on which should be noted any short trips. Car hours
should be had from the same sorce. A large sheet can be prepared
on which each run can be entered from the day card, showing total
fares, miles, hours and such other information as may be desired,
the total of this sheet being the total for the day—C. L. S. Tingley,
2d Vice-Pres., The American Railways Co.

Car mileage and car hours are figured directly from the trip
sheets of the conductors, on which they report the actual operation
of each car run during the day, distances, time, etc—S. C. Rogers,
Aud., Youngstown-Sharon Ry. & Lt. Co., Ohio.

Use the time schedule as the basis for car mileage, adding or de-
ducting therefrom any variation. Time allowed conductors and
motormen will give the best and most accurate basis for car hours.
—Frank R. Henry, Aud., United Railways Co., of St. Louis, Mo.

Provide a book or ruled sheets for each separate line of your
system and record daily the car miles and car hours—Frank ]J.
Duffy, Secy., Beaumont Traction Co., Texas.

In computing car mileage we use a card which is placed in each
“car called a car record. Each conductor in charge of car marks
down how many half trips he makes, so that at the end of a day
the card shows total number of trips made. On the back of the
card is a list of stations numbering from 1 to 36; if a conductor
makes, say, five round trips from Utica to Little Falls he marks
down ten half trips from No. 1 to No. 36. This card is also used
by conductor for marking down his register on taking and leaving
car, so that he is not liable to miss setting down number of trips
made. The used cards are taken from cars by starter every night
and new ones put in their place. By using these cards a daily
record of mileage made by each car is obtained, in addition to daily
mileage for each route. Each division has a daily time sheet for
computing car hours which the conductors and motormen sign for
number of hours worked; this is vouched for by the starter and
time sheets forwarded to office daily; from these sheets we com-
pute our car hours, also pay rolls—W. H. Dankerley, Aud., Utica
& Mohawk Valley Ry. Co., N. Y.

Make daily report showing number of cars operated, trips made,
length of route, and time per trip, of each line operated. From this
data your total mileage and car hours for each route may be
arrived at—Montreal Street Railway Co.

A simple method is 4o add, once or twice a month, the number
of trips of each route run, and multiply this by the length of each
route for car mileage. For car hours another simple method is to
have a record made by car houses of all cars out each hour. This
might not be absolutely correct, but it would be approximately so,
as a car is liable to be pulled out a few minutes before the hour,
and another car is equally liable to come in a few minutes after-
ward, but the average would probably be very nearly correct.—H.
L. Wilson, Aud., Boston Elevated Ry. Co.

Our mileage and car hours are both primarily computed from the
time-tables, which show the number of trips and hours required
for each regular run. Daily reports are sent from each station to
the office of the superintendent of transportation, giving the extra
cars run on each line and the time consumed. From this a report is
prepared and forwarded to the accounting department, showing the
car hours made by each line. Paily reports are sent to the ac-
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counting department, from the various stations, showing the par-
ticular cars operated upon each run. If there was any break in
the operation of the regular schedule, the number of trips, from and
to, aretshown, together with all extra trips made. Mileage cards
showing the distance between any given points are kept, which fa-
cilitate the work. We also keep “individual car mileage cards,” and
prove the daily mileage by listing individual cars and checking the
result with the mileage made by lines.—H. C. Mackay, Comp., The
Milwaukee Elec. Ry. & Lt. Co.

Car mileage and car hours are computed at the several stations
and forwarded to the auditor’s office daily, both items of informa-
tion appearing on the auditor’s daily and monthly reports. The
station clerk is familiar with the length of track and number of
trips of each line entering his station. He multiplies miles by
trips and makes due allowance for short trips. Car hours are fig-
ured from the white time slips turned in by trainmen. Colored time
slips represent work on snow plows, work cars, etc. In the audi-
tor’s department we keep an individual car-mile record, giving
mileage on each car per day—A. C. Smmerick, Aud., International
Ry. Co., Buffalo, N. Y.

We have car numbers placed on each conductor’s trip report,
and when the reports are all in we arrange them so as to get all
reports of a certain car together and then we calculate the mileage
run by that car for the day. This total we place in our mileage
book in a column headed with the name of the division on which
the car has operated. Having treated all cars operated in this
manner, the mileage beok will show total miles run by each car, and
also total miles run on each division. We carry forward each day
the mileage made by individual cars and also mileage of each di-
‘vision. Car hours are computed in the same manner.—H. T. Bunn,
Aud., Knoxville Traction Co., Tenn.

“Car mileage can best be arrived at by taking the number of trips
on each line, multiplying same by mileage of line, adding the dead
mileage, or the mileage from the car house to the point of entry on
the line. Car hours can be arrived at the same by figuring the time
of the conductor from trip sheets.—C. O. Simpson, Treas., Bir-
mingham Ry., Lt. & Power Co., Ala.

Figure the car mileage and car hours on each standard time-
table. Add or deduct mileage and hours according to the variations
from the standard—W. F. Ham.

The mileage for one round trip on each division must be figured
and that mileage multiplied by the number of round trips made
each day. In case extra trips are run, the mileage must be figured
in the same manner. In case an individual record is kept daily for
each car, the clerk in charge of this work can obtain all the infor-
mation from the day card. This is also true in the case of car
hours, as the schedule and day card shows the number of hours
consumed in making the regular number of trips on each run per
day plus the number of hours consumed by extra cars on extra
trips.—J. W. Lester, Treas., Worcester Consolidated St. Ry. Co.

This company has a transfer station where cars pass and a train
sheet is kept. From this the mileage is computed. Car hours are
computed from trainmen’s register sheets.—E. T. Moore, Secy.,
Dallas Consolidated Elec. St. Ry. Co., Texas.

Mileage.—We have plan of system showing the mileage of each
line for the full round trip, also for round trip to each turnback.
The trips made by each car being shown on trip sheet, we can figure
the mileage very closely.

Car hours.—Two ways of ascertaining the hours: First, by mul-
tiplying trips made by a car by the schedule time for trip; second,
taking the total time for each car as shown by conductors’ and
motormen’s time report. The latter is the more accurate plan, as it
takes in the time a car may be laid over on any point of the lines,
which would not be clearly shown on the trip sheets.—W. H. Bur-
roughs, Secy. and Treas., Memphis Street Ry. Co.

The method employed by us in getting this information is the
use of a 3 x 5 index card giving the car number line, time out and
time in, trainman’s name, etc., on one side, which is provided on the
other side with blanks showing the number of trips between cer-
tain points during the day. We, of course, know the mileage be-
tween all the points, and when the trainmen fills out this card,
computing the mileage is very simple. We then transfer the in-
formation from this card to a larger card on which there are
thirty-one lines for the days of the month on one side, and col-
umns for the different lines across the other side. In this way we
get the total mileage for the month on the different lines for each
car. It is then very simple to make another recapitulation of the
several cars to get the total mileage by lines and the grand total for
the month. Samples of these cards are on file with the associa-
tion’s display of forms. We make the pay rolls from these cards
also, and no register is necessary.—E. D. Spruill, Pueblo & Sub-
urban Traction & Lt. Co.

A daily statement from each car house of mileage of cars in
service and car-hours run on each line, made on proper form, is
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a very good method to follow. (See exhibit.)—P. S. Young,
Comptroller, Public Service Corp. of N. J.

QUESTION 5

What is the best method of handling employees’ transportation—

by operating as well as accounting department?
ANSWERS

Badges for conductors, motormen, foremen of car houses, inspec-
tors, and foremen of track and overhead lines, and regular linemen
of lighting department. For all other employees necessary to send
out occasionally for above work, issue tickets as required. For all
office heads of departments and attachees, issue a stated number
of tickets monthly. This may be done by special tickets or regular
tickets properly accounted for.—P. V. Burington, Secy.-Aud.,
Columbus Ry. & Lt. Co., Ohio.

By a special employee’s ticket issued by the foreman—C. L. S.
Tingley, 2d Vice-Pres., The American Railways Co.

Employees’ transportation is in two classes. Regular employees
carry card passes and are required to sign signature slips for the
conductor, which signature slip is turned into the office and com-
pared with the original signature which was taken at the time
the pass was issued. This plan enables the company to know what
employees are traveling on its cars, between what points, and at
what time, and if there is any abuse of the privilege it can be
promptly checked. Extra employees are provided (through their
superintendents or foremen) with an employee ticket each day,
which is good only on the date stamped on the back thereof, and
must be signed by the parties using the ticket before being accepted
by the conductor.—S. C. Rogers, Aud., Youngstown-Sharon Ry. &
Lt. Co., Ohio.

This question belongs in the same class with the much-discussed
question of the best method of handling transfers. To employees
engaged in the general office, and those having general supervision,
we issue coupon pass books good until used. To all other em-
ployees are given tickets punched for the day, on which he is re-
quired to write his name, time used, and number of car riding on.
The color of the tickets is changed each half month.—Frank R.
Henry, Aud., United Railways Co., of St. Louis, Mo.

Badges worn in plain view by employees riding on the cars are
preferable to passes, as they cannot be manipulated by conduc-
tors. Employees or others riding on badges should be recorded by
the conductor on his trip sheet, in a column provided for that
purpose.—Frank J. Duffy, Secy., Beaumont Traction Co., Texas.

Provide employees (other than trainmen) with non-transferable
pass coupon books. Separate coupons limited to a particular date,
by a marginal punch mark, may be issued to mechanics, laborers,
etc,, from day to day—L. A. Bowen, Aud., Savannah Electric
Co., Ga.

Issue employees’ tickets good only for month in which they are
issued. Have each head of department send in weekly list of em-
ployees entitled to tickets for the ensuing week. These lists can
be verified by time books. Keep a record of the number of tickets
issued to each employee with the strip numbers. This will enable
you to trace back any one ticket to the employee to whom issued.
After tickets have been used they should be counted and de-
stroyed—Montreal Street Railway Co.

By giving employees two tickets for the outward and the inward
trip when sent on company’s business, and to allow others to pay
their fare in the regular way and make a detail statement on blanks
furnished for that purpose of the rides taken. This to be approved
by their superior officers.—H. L. Wilson, Aud., Boston Elevated
Ry. Co.

We have special tickets good on date stamped thereon which are
issued to the heads of the various departments, which issue same
to employees when sent on the company’s matters, stamping date
and department on same. In addition to the above, heads of de-
partments and others traveling regularly on company’s business are
furnished either with pass books containing tickets or with badge
which must be worn on a uniform cap. Conductors pass the latter
and collect tickets from the former—H. C. Mackay, Comp., The
Milwaukee Elec. Ry. & Lt. Co.

To issue tickets to all employees who do not wear uniforms and
have the tickets ;ollected and rung up.—F. E. Smith, Aud., Chi-
cago Union Traction Co.

We use tickets for all employees and prefer this to any other
method, as these tickets are registered and are turned into the ac-
counting department each day along with other tickets and trans-
fers.—H. T. Bunn, Aud., Knoxville Co., Tenn.

The handling of employees’ transportation by this company is
through the use of employees’ tickets, control of which is in the
hands of the superintendent of the railway department—C. O.
Simpson, Treas., Birmingham Ry., Lt. & Power Co., Ala.

All uniformed employees to ride on badges. Employees not
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traveling on business of the company to be provided with sufficient
transportation in book form to bring them to and from their work
each day. Emplovees who are obliged to travel on company busi-
ness to have unlimited employeces’ passes in book form. Special
passes to be used for isolated trips by employees not having un-
limited pass books.—W. F. Ham.

We handle employees’ transportation by three methods. Those
who have uniforms are passed without further evidence of employ-
ment except their complete uniform Other regular employees have
a small pass on which there are numbers from one to one hundred,
which are punched in order by the conductor, one for each ride. A
record of the number of this pass is kept on a small printed blank,
one for each trip, and the record of number passed carried in a
column on the day card or trip sheet. Records of such passes, to
whom and when issued, are kept in the office, and the total rides
are kept on the earnings book. Other occasional or temporary em-
ployees are given tickets sufficient for their needs. The matter of
free transportation, it seems to us, should be handled simply, with-
out a great deal of operating or accounting machinery, a suffi-
cient amount only of red tape being used to indicate to other pas-
sengers on the car or to the office or both that persons who'do so
are entitled to ride free—Robert N. Wallis, Treas., Fitchburg &
Leominster St. Rv. Co., Mass.

In regard to handling employees’ transportation, I think that the"

original authorization should be made by the operating department
and the issue of said transportation to be made by the accounting
department, and a strict record kept of same to see that the priv-
ilege is not abused.—J. W. Lester, Treas.,, Worcester Consolidated
St: Ry. Co.

We use the Ohmer register, which indicates six classes of fares,
among them is a dial for employees. We have an ordinary coupon
book for our unlimited passes. We also have what we call a lim-
ited employees ticket that is issued numerically to the foremen, in
pads of one hundred. This ticket is similar to the ordinary trans-
fer ticket, except that the foreman writes the name of the em-
ployee on the ticket and punches the day and hour when it expires.
We identifv the ticket by the foreman’s punch mark, also by the
number. From an accounting standpoint these tickets are, of
course, treated in the same manner as the others—E. D. Spruill,
Pueblo & Suburban Traction & Lt. Co.

3y having employees travel on uniform and badges, conduc-
tors making record of same. Ununiformed employees should be
furnished with tickets having distinguishing feature, same to be
given out daily by foreman or other officer.—P. S. Young, Comp-
troller, Public Service Corp. of N. J.

QUESTION 6
Is it better practice to keep car, armature and wheel records at
the shop or at the office?

ANSWERS

At the shops.—P. V. Burington, Secy.-Aud., Columbus Ry. &
Lt. Co.. Ohio. .

At the shops.—C. L. S. Tingley, 2d Vice-Pres., The American
Railways Co.

They would be of more service and easier kept if kept at the
office of the general repair shop.—Frank R. Henry, Aud., United
Railways Co., of St. Louis, Mo.

Get the data from the shop, but keep the records in the office—
Frank J. Duffy, Secy., Beaumont Traction Co., Texas.

The shop is the best place—IL. A. Bowen, Aud., Savannah Elec-
tric Co., Ga.

At the shop.—Montreal Street Railway Co.

It all depends upon the organization of the company.—H. L.
Wilsin, Aud., Boston Elevated Ry. Co.

Prefer to have these records kept at the shop where the superin-
tendent of rolling stock can be kept in closer touch with them.—
H. C. Mackay, Comp., The Milwaukee Elec. Ry. & Lt. Co.

Whenever local conditions warrant, it is better to keep all mat-
ters of record in the general office, having the necessary informa-
tion sent in at certain stated periods by the men in shops or outside
stations. This, perhaps, involves more labor, but it produces better
results than the plan of depending on shop men to keep records.—
A. C. Emmerick, Aud., International Ry. Co., Buffalo, N. Y.

I think it better to keep such records at the shop for the reason
that the master mechanic will have his information on such records
always accessible—H. T. Bunn, Aud, Knoxville Traction Co.,
Tenn.

I think it better to keep car, armature and wheel records at the
shops instead of at the office. The office should furnish the shops
with the number of miles of each car per day, from which such
records as they desire to keep can be made—C. O. Simpson, Treas.,
Birmingham Ry., Lt. & Power Co., Ala.

At the office—W. F. Ham.
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We keep such records at the shop, copies being sent to the head
of the operating department as requested.—Robert N. Wallis,
Treas., Fitchburg & Leominster St. Ry. Co., Mass.

I think it is preferable to keep car, armature and wheef records
at the office, as you are thus enabled to keep in touch with what is
going on more accurately than you would be if kept at the shop
and a report received only once a month.—]. W. Lester, Treas.,
Worcester Consolidated St. Ry. Co.

In our opinion, car armature and wheel records belong to the
transportation department and should not be kept by the account-
ing department in the general office—E. T. Moore, Secy., Dallas
Consolidated Electric St. Ry. Co., Texas.

With large companies a’ shop record is preferable—P. S.
Young, Comptroller, Public Service Corp. of N. ]J.

QUESTION 7
IWhat system do you think best in keeping track of scrap ma-
terial?
ANSWERS

Our system does not go into many details. At the end of each
month we estimate the amount of scrap on hand which is to be
credited to each account, and we charge scrap account with this
estimate and credit the proper operating expense. In making
sales, the scrap for each account is weighed separately and cred-
ited to scrap account. Every few months we take an inventory
of our scrap, and an adjustment is made. The errors have never
been of such an amount as to affect the *expense account at the
time of this adjustment. I may add that the scrap to be credited
to the different accounts is kept separate at our storeroom.—H.
S. Swift, Secy., The Toledo Railway & Light Co.

Charge all scrap into the storeroom at the end of each day at
arbitrary priccs, crediting the proper maintenance account. When
scrap is sold, credit storeroom:—C. L. S. Tingley, 2d Vice-Pres.,
The American Railways Co.

Credit scrap material to the account entitled to credit and
charge to material and supplies account. Have found it of great
advantage to carry separate accounts for track scrap and shop
scrap, dividing shop scrap into cast, steel, malleable and copper.
The advantage of doing this is that it makes it easier to adjust
the differences between the estimate and the actual amount
realized therefrom.—¥rank R. Henry, Aud., United Railways Co.
of St. Louis, Mo.

Provide bins for the different kinds of scrap, and keep a record
showing where the scrap material came from, and when it is sold
credit the proceeds to the account from which the scrap was re-
ceived; as, for example, scrap brake-shoes should be credited to
account 6, while old armature coils should be credited to account
7.—Frank J. Duffy, Secy., Beaumont Traction Co., Texas.

All scrap material is turned over to the stockkeeper, who
makes out credit stock slips covering same, and this is charged
to the stock account at the prevailing price of scrap, and credited
to the proper maintenance or construction account at the time.
In case of differences between the price received and price at
which it was taken into stock, the difference is charged or credited
to thc proper maintenance or construction account. We thought
it much easier to take the scrap material in stock in this way at
the time, as otherwise if allowed to accumulate and then sold, it
is simply a matter of guesswork as to the proper accounts to be
credited.—G. W. Brine, Aud., Georgia Ry. & Elec. Co., Atlanta.

Issue triplicate scrap receipt forms, one to remain with depart-
ment sending scrap to storekeeper, one to go with scrap to store-
keeper, and one to go to accounting department, where an ac-
count should be kept with different classes of scrap material, each
class to receive credit as scrap is sold. Balances should be
checked up from time to time by scrap inventory from stores.—
Montreal Street Railway Co. )

So far as possible have material at regular intervals sent to
some central point. With every shipment have a duplicate mani-
fest showing the amount sent, one copy of which is to be re-
tained by the person receiving the scrap and the other receipted
and returned to the place from which sent. This will prevent
loss of material while in transit.—H. L. Wilson, Aud., Boston
Elevated Ry. Co.

All scrap material is returned daily to the storekeeper, who re-

" ceipts for same in duplicate, one copy being sent to the head of

department from whom the scrap is received, thus enabling him
to check quantity and distribution of accounts credited. the other
going to the accounting department. By this method the ac-
counts receive credit for the scrap at market value when same is
removed. When material is sold it is simply a credit to stock
and does not disturb the operating comparisons.—H. C. Mackay.
Comp.. The Milwaukee Elec. Ry. & Lt. Co.

When scrap is sold or used in the shops we credit it to “scrap
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account,” and at the end of the year throw this into a “reserve
betterment account,” which is used for the purpose of making
small additions or betterments not properly chargeable to main-
tenance, yet hardly worth while charging to the capital accounts.
Of course, the net result is that construction gets the benefit of
scrap and is not charged therefor.—A. C. Emmerick, Aud., Inter-
national Ry. Co., Buffalo, N. Y.

Have your storekeeper collect all scrap at least once a month
and make sales so that the credit can be applied to proper ac-
counts before you have lost track of where the scrap came from.—
H. T. Bunn, Aud., Knoxville Traction Co., Tenn.

Scrap material should be under the supervision of the master
mechanic, and bins should be provided to keep the classes of
materials separated. It is advisable that scrap material be sold
as often as possible, which will keep the yards and shop grounds
cleaned up, as well as permit credits to be more nearly in the
proper month.—C. O. Simpson, Treas.,, Birmingham Ry., Lt. &
Power Co., Ala.

By putting all scrap material under lock and key in the care
of an honest man.—W. F. Ham.

Scrap material should be kept in bins built for that purpose
and disposed of each month, so that the operating account will
receive the benefit of the credit. In case the material is not sold,
the amount should be estimated and adjusted when the credit is
received.—J. W. Lester, Treas.,, Worcester Consolidated St. Ry.
@0l

Where the amount of scrap is of importance, for example, scrap
rail taken up on a particular job, it should be charged to sup-
plies and the proper account on that job credited. Small amounts
of scrap which come from armatures or trucks can be sold for
cash and proper account credited each month.—E. T. Moore,
Secy., Dallas Consolidated Elec. St. Ry. Co., Texas.

A monthly report of scrdp on hand for sale should be furnished
the general office. Bids should be obtained and office representa-
tive should be present at delivery. Reports of material sold.
prices, etc., should be furnished on printed forms. (See ex-
hibits.)—P. S. Young, Comptroller, Public Service Corp. of N. J.

When practicable, the best system is to carry scrap material in
stock account with each lot designated by a lot number, debiting
stock account on the books and crediting the accounts entitled
to the credit of the value of the scrap.—C. N. Duffy, Secy. and
Auditor, Chicago City Ry. Co., Il

QUESTION 8§

W hat is the best method of destroying used tickets after an ac-
counting has been made?

ANSWERS

We are particular in the destruction of tickets. Each day, as
soon as the tickets audited have been rechecked, they are all put
through a ticket destroyer and tied up in paper bags. Once a
week they are hauled to our power house and burned in the fur-
naces. A careful investigation of the burning of tickets would
indicate that there is no possibility of tickets coming through the
furnaces without being scorched, when burned in reasonable
quantities. And we should consider the cutting as an unneces-
sary precaution, were it not for the fact that while the tickets
accumulate they are accessible to quite a number of employees.
In addition, there is always danger of their being tampered with
while en route to the power house and during the time that they
are being burned.—H. S. Swift, Secy., The Toledo Railway &
Light Co.

Every railway ofﬁce building should be provided with a fur-
nace crematory and a canceled ticket storage room. Ten days
after tickets are counted and audited is a sufficient time to hold
same on account of any question of average or shortage before
sending them to the crematory.—P. V. Burington, Secy.-Aud.,
Columbus Ry. & Lt. Co., Ohio.

A pulp machine. If the company is not large enough to war-
rant the investment, the ticket company will doubtless grind them
for you—C. L. S. Tingley, 2d Vice-Pres., The American Rail-
ways Co.

As soon as used tickets have been handled by the accounting
department, they are destroyed by machine, and later the chopped
tickets are burned.—S. C. Rogers, Aud., Youngstown-Sharon
Ry. & Lt. Co., Ohio.

A cutting machine can be used to good advantage.—Clarence
Jones Thomas, Secy., San Antonio Traction Co., Texas.

Burn them.—Frank R. Henry, Aud., United Railways Co. of
St. Louis, Mo.

Tear the tickets in two or more pieces as soon as they are
counted and then burn them, unless you have great quantities,
when it will pay {0 purchase a machine made for that purpose,
which grinds the tickets into small pieces and they can be dis-
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posed of as waste paper.—Frank J. Duffy, Secy., Beaumont Trac-
tion Co., Texas.

Burn them from day to day.—L. A. Bowen, Aud., Savannah
Electric Co., Ga.

We use a Globe ticket destroying machine.—G. W. Brine, Aud.,
Georgia Ry. & Elec. Co., Atlanta.

Burn them.—Montreal Street Railway Co.

Use a ticket chopping machine and sell the refuse—H. L. Wil-
son, Aud., Boston levated Ry. Co.

We are burning tickets under the boilers of one of our power
plants. This method, however, has many disadvantages, and we
are trying to devise or purchase a machine which will enable us
to dump the tickets in a hopper, which should lock, and with-
out further -attention other than the turning on or off of the
power, grind up the tickets and transfers, after which they could
be sold and thus reduce the cost of operation and maintenance of
the ticket destroyer.—H. C. Mackay, Comp., The Milwaukee
Elec. Ry. & Lt. Co.

Run them through a machine that will effectually mutilate them
and then burn.—F. E. Smith, Aud., Chicago Union Traction Co.

We have abandoned the use of a ticket chopper and now seal
the used tickets in paper flour bags and place them in a small
rcom to which only two persons have access. When the accu-
mulation amounts to a carload, the bags are taken to the shops
and burned in the presence of two employees.—A. C. Emmerick,
Aud., International Ry. Co., Buffalo, N. Y.

Burn them in your boiler room in presence of a responsible
party.—H. Woollcott, Secy., Knoxville Traction Co., Tenn.

Tickets and transfers of this company, after leaving the ac-
counting department, are burned; special care is given to the
total destruction of same by a reliable employee.—C. O. Slmpson
Treas., Birmingham Ry., Lt. & Power Co., Ala.

By burnmg —W. F. Ham.

Our few tickets we put through a rotary ticket cancelling ma-
chine, then burn the refuse. We also insist that conductors shall
cancel tickets.—Robert N. Wallis, Treas., Fitchburg & Leominster
St. Ry. Co., Mass. v

The best method of destroying tickets is to run them through
the cutting machine, which chops them into small pieces and
leaves little chance for used tickets getting into employees’ hands.
Burning is not at all satisfactory, as the writer has found from
time to time tickets which were supposed to have been destroyed
and which were found only partly burned. The method adopted
by the writer is to run all tickets through the chopping machine
and then through a blower into the boiler.—J. W. Lester, Treas.,
Worcester Consolidated St. Ry. Co.

It is the practice to burn used tickets and transfers. We think,
however, a chopping machine would be better and safer—E. T.
Moore, Secy., Dallas Consolidated Elec. St. Ry. Co., Texas.

We find it easier and safer to burn them.—W. H. Burroughs,
Secy. and Treas.,, Memphis Street Ry. Co.

This company has tried several methods of destroying tickets,
and has found that the best method is the use of a patent ticket
chopper operated by an electric motor. As soon as the clerk is
through counting the tickets they are immediately taken to the
ticket chopper and destroyed. We never allow the old tickets to
accumulate—H. Woollcott, Secy., Consolidated Rys., Lt. & Power
Co., Wilmington, N. C. &,

This company has, in the past, disposed of used tickets and
transfers to a box factory. This plan has been satisfactory up to
the present time, when, the offices having been moved at a distance
from factory, the cost of hauling proves a considerable expense.—
P. S. Young, Comptroller, Public Service Corp. of N. J.

For many years the problem of destroying tickets occupied our
thoughts and we tried several methods and machines with more
or less success. About six or seven years ago, however, I de-
vised an apparatus which has been in constant use and has given
the utmost satisfaction. I had our engineer construct in the base-
ment of our building adjacent to the furnace used for heating the
building and using the same flue, a small brick enclosure about
5 ft. square with a large iron door in front. In this enclosure was
placed a cylinder made of extra heavy steel wire with 34-in. mesh,
but so constructed as to allow a portion to open and receive the
bags of tickets. The cylinder revolves on a short axle at each
end, one axle. however, being extended to project through the
brick wall and to which is attached a crank for revolving the cyl-
inder. Under the cylinder, and running its whole length, is a
15-in. gas pipe with numerous openings. When the ticket count-
ing clerks are through counting, their individual counts are placed
in small bags and taken to the cashier’s office, where they are
weighed and the count thus checked. Then they are enclosed in
large flour sacks and sealed, after which he takes them down to
the destroyer, where they are placed in the cylinder, which is
immediately locked. The gas is ignited and the outer door of the
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brick enclosure closed and locked with spring locks, the keys of
both locks never leaving the hands of the cashier. The gas is left
burning long enough (about fifteen minutes) to merely ignite the
tickets, when the office boy is sent down to turn out the gas and
revolve the cylinder. It has been found advantageous to place a
small piece of bar iron in the cylinder. When the latter is re-
volved, this falls, breaking the mass of tickets and exposing fresh
surfaces to the flames and knocking the burnt paper in pieces and
driving it through the meshes into the ash trays below. The
capacity of the furnace just described is about 175,000 tickets com-
pletely destroyed in two hours. You will thus see, I think, that
we have in our own building a secure, clean and expeditious
method requiring no supervision whatever, and but a moment or
two of the cashier’s time.—J. M. Smith, Comptroller, The To-
ronto Ry. Co., Canada.

QUESTION 9

What are the methods used by interurban roads in the account-
g of cash fares paid on the car? If registers are used, how
many classes of fares have you, and do you register tickets accord-
g to their value?

ANSWERS

Duplex tickets for all fares over five cents. The conductor must
turn in 5 cents or a duplex stub for each ring on the cash side of
his register unless Ohmer register is used, when the amount of
each fare is shown on register. As high as eight classes of fares;
and tickets are not registered according to their value except where
Ohmer register is used. As stated above, the conductor must turn
in 5 cents or a duplex stub for each ring on the cash side, and a
ticket for each ring on the ticket side; that is to say, the register
represents passengers and not amount of fares—C. L. S. Tingley,
zd Vice-Pres., The American Railways Co.

Ohmer register indicating six classes of fare, supplemented by
cash-fare receipts for all fares over 5 cents. All tickets registered
according to their value—S. C. Rogers, Aud., Youngstown-Sharon
Ry. & Lt. Co., Ohio.

Some roads use cash-fare slips, while others use Ohmer regis-
ters, which seem to be satisfactory for interurban lines, as they
register several different classes of tickets (according to their
value) and also different classes of cash fares.—Frank J. Duffy,
Secy., Beaumont Traction Co., Texas. !

Our interurban road, running between Everett and Snohomish,
a distance of about 10 miles, registers fares varying from 5 cents
single fare to 40 cents round trip, on a single straight register, the
value of tickets not being considered. Regular single-trip tickets
and round-trip tickets are sold by city conductors and at inter-
urban station. For tickets bought on interurban car, the conduc-
tor issues cash-fare receipt, on which he punches the stations be-
tween which the passenger rides, and amount of fare paid, also the
date, one copy being turned into the office with his statement for
the trip and the other given to the passenger—Everett Ry., Lt. &
Water Co., Washington.

Issue fare receipts to passengers. We do not use registers, but
collect tickets in boxes.—Montreal Street Railway Co.

We use no registers on our interurban lines. Cash fare receipts
are issued for both one way and round trip and settlements made
with conductors according to the stubs on the books, which con-
tain one hundred consecutively numbered tickets.—H. C. Mackay,
Comp., The Milwaukee Elec. Ry. & Lt. Co.

We use two registers in interurban cars: one (white) is for full
cash fares and tickets, and the other (red or brown) for transfers
and half fares. At the city line both registers are turned back to
zero so that we may keep a record of city passengers. When a
passenger boards at an interurban point and offers a cash fare, the
conductor accepts same and issues a duplex, both halves of which
are punched at the same time, showing date, destination, and cash
paid. The conductor gives one-half to passenger as a receipt and
returns the other half to the auditor. These returns are tallied
against the consecutive numbers in a book printed for that purpose,
so that each duplex issued must be accounted for—A. C. Em-
merick, Aud., International Ry. Co., Buffalo, N. Y.

Use register and register all fares, both cash and tickets, accord-
ing to their values—H. S. Bunn, Aud., Knoxville Traction Co.,
Tenn.

The method of collection of fares on interurban lines of this
company is to collect the full amount of fare from one point to
destination. For instance, if a 15-cent fare is collected, two tickets
are given by the conductor, the value of which is five cents each,
and 5 cents rung up on the register. When he gets to a certain
point, that is, to the 5-cent limit, he goes through his car and makes
another collection, counting the tickets the same as a cash fare.
These tickets are originally charged to the conductor at the rate
of 5 cents each. He can return them and get new ones when they
wear out. If they are not returned, or if he should get some other
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conductor’s tickets, he pays the difference, or is paid for the col-
lected tickets other than those given out by himself.—C. O. Simp-
son, Treas., Birmingham Ry., Lt. & Power Co., Ala.

We use the Ohmer fare register for accounting for the cash
fares paid on the cars. We also register tickets, but not according
to their value. The value of the tickets is accounted for after
they are turned in the office. The different classes of fares shown
on the registers on our suburban line are as follows: “Tickets,
passes, transfers,” and cash fares, divided into 5, 10 and 15-cent
amounts.—H. Woollcott, Secy., Consolidated Rys., Lt. & Power
Co., Wilmington, N. C.

We collect the full fare for the entire distance the passenger de-
sires to ride and give him in return a simple fare receipt from
which the coupon has been detached to be returned to the office for
audit, the consecutive number being the same on both fare receipt
and coupon. This fare receipt is then rung on one side of a double
register, and the 5-cent cash and ticket fares are rung up on the
other side. We do not register tickets according to their value, but
as the coupon turned in to the office is so arranged that it must
show the value of the fare receipt sold, there must be collusion
between the conductor and the passenger in order that the com-
pany shall be cheated, excepting, of course, the always present pro-
vision that if a passenger does not pay, or a conductor fails to
register or issue a fare receipt for payment, the company is bound
to be cheated.—Robert N. Wallis, Treas., Fitchburg & Leominster
St. Ry. Co., Mass.

In all cases where cash fares are paid on interurban lines of this
company the same are registered on the cash register on each col-
lection. We have only one class of fare; tickets and transfers of
all values are registered on the ticket and transfer register.—J. W.
Lester, Treas., Worcester Consolidated St. Ry. Co.

QUESTION 10

On roads where single and round trip tickets are sold, is it the
practice to carry indefinitely the value of the return coupon (not
good after thirty days) in the ticket sale account, or are the values
transferred to profit and loss at set periods?

ANSWERS

The value of tickets which remain outstanding over thirty days
is usually so small that the bookkeeping involved in keeping
track of them individually to show that they are overdue will cost
more than the amount involved; besides, the tickets giay be pre-
sented for redemption, when they should be redeemed by refund-
ing the difference between full one-way fare and the price of the
ticket.—C. L. S. Tingley, 2d Vice-Pres., The American Railways
Co.

Transfer unused tickets, where the limit has expired, to an ac-
count “Expired Tickets,” and at the end of your fiscal year trans-
fer this account to profit and loss.—Frank J. Duffy, Secy., Beau-
mont Traction Co., Texas.

Our return portion of ticket is good until used, hence it is car-
ried in ticket account until collected.—H. C. Mackay, Comp., The
Milwaukee Elec. Ry. & Lt. Co.

Excepting in cases of limited excursions, all of our tickets are
good until used, but it would seem perfectly legitimate to give
your income the benefit of all coupons upon which time limit had
expired. Since there is no liability, none should be shown on the
books.—A. C. Emmerick, Aud., International Ry. Co., Buffalo,
N. Y.

We have never used round-trip tickets, but I would consider it
advisable to credit same to a ticket account, and, when lifted by
the respective lines, charge the ticket account and credit earnings
on that line with the amount of business they carried—C. O.
Simpson, Treas., Birmingham Ry., Lt. & Power Co., Ala.

The ticket account is carried on the ledger as a liability until
the amount is large enough to reduce by a profit and loss entry,
which should be done at least once in three or four years.—J. W.
Lester, Treas., Worcester Consolidated St. Ry. Co.

As there is a certain percentage of purchased-tickets which are
never presented, representing tickets lost or destroyed by pur-
chaser, it seems proper to close yearly to profit and loss a per-
centage of the values outstanding based on an estimate of tickets
so lost and destroyed.—P. S. Young, Comptroller, Public Service
Corp. of N. J.

QUESTION 11

Where a company is obliged to sell round trip and other tickets,
through conductors on the cars, what system is employed to keep
account of tickets supplied to conductors? How often is their
stock of tickets checked up? And, is a deposit required from con-
ductors to protect company against loss?

ANSWERS

Require each conductor to make a cash deposit with the com-
pany, and require him to keep a certain amount of tickets at all
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times, which can only be done by checking the conductors fre-
quently.—Frank J. Duffy, Secy., Beaumont Traction Co., Texas.

A memorandum account is kept with each conductor to whom
tickets are supplied, giving serial numbers and style of ticket.
Their stock is checked up whenever they call for tickets, not
issuing more than fifty tickets to a city conductor, which will last
from one week to one month, and to an interurban conductor in
bunches of from 300 to 5s00. We do not require a deposit from
the conductors for these tickets—Everett Ry., Lt. & Water Co.,
Washington.

We issue books of tickets to the conductors, through the sta-
tion clerks, who charge the conductors with them, noting the be-
ginning and ending numbers. All unsold tickets are turned in by
the conductors at the completion of their day’s work, together
with the money collected. Both the ticket books and cash are
forwarded to the accounting departments the following morning,
where they are audited, and unsold tickets are returned to the
station to be reissued, another outfit being issued to the conductor
‘for the following day’s work. By this method the stock of tickets
is checked every day. We require a deposit of $25 from all train-
men.—H. C. Mackay, Comp., The Milwaukee Elec. Ry. & Lt. Co.

We invoice the tickets to the station-masters, who in turn sell
them in consecutive order to the conductors. The conductors are
supplied with a certain number of tickets and are expected to re-
plenish their stock daily when they turn in their day's receipts,
at which time they are checked in by the station-master. About
once a month a representative of the auditor’s department checks
the conductors and the station-masters. A deposit of $25 is re-
quired from all conductors, and those on interurban lines are also
bonded by a surety company, as they carry a stock of tickets
amounting to nearly $100.—A. C. Emmerick, Aud., International
Ry. Co., Buffalo, N. Y.

This company does not sell round-trip tickets, or, in fact, any
tickets on the cars, but in the opinion of the writer, the only
way to handle this business is to make the conductors pay for
the tickets taken.—J. W. Lester, Treas., Worcester Consolidated
St. Ry. Co.

We sell round-trip tickets through conductors, and also through

ticket agents who sell the tickets on the cars. The conductors
and agents are made to balance up their accounts each day. This
1s done in the following manner: The conductors and agents are
required when their tickets are given them, to sign a receipt for
them on a sheet provided for that purpose. <At the end of the
day’s business they turn in the cash collected and all unsold
tickets, dropping them .in a safe in the office. The next day they
receipt again for a new lot of tickets, and in the meantime their
previous day’s business is gone over and balanced up by a clerk
in the office. In this way any shortage is immediately detected.—
H. Woollcott, Secy., Consolidated Rys., Lt. & Power Co., Wil-
mington, N. C.

(a) The tickets should be charged by the receiver or other
representative handing them to the conductor, against each con-
ductor, and a settlement made each day. (b) Daily settlement.
(c) No.—P. S. Young, Comptroller, Public Service Corp. of N. J.

QUESTION 12

On an interurban line with collections made on zone plan. How
to obtain traffic statistics?—for instance, a road of 21 miles has six
separate 5c. fare collections, how to ascertain the actual number
of passengers carried through from one terminal to the other, or
between stations.

ANSWERS

Do not consider it practical to ascertain correct traffic statis-
tics when separate collections are made. Consider it better to
accept and receipt to passenger for the total fare to destination.
By this method accurate statistics of traffic can be readily ascer-
tained.—H. C. Mackay, Comp., The Milwaukee Elec. Ry. & Lt.
Co.

Where it is desired that a record of the number of passengers
carried should be kept, where there are six kinds of tickets used,
it seems to me that the best plan possible -would be to put in an
additional register, requiring the conductors to register the num-
ber of passengers only, in order to get this information, but there
is a question in my mind as to whether it is worth the expense.—
C. O. Simpson, Treas., Birmingham Ry., Lt. & Power Co., Ala.

Do not believe that the desired information can be obtained in
collections by the zone plan, and if it is of sufficient importance,
would advise a single system fare receipt plan. A neighboring
road has an excellent system by which it divides the back of
its day card into divisions according to fare collections, and the
conductor puts in each division the number of fares of each kind
collected in that division on each trip.—Robert N. Wallis, Treas.,
Fitchburg & Leominster St. Ry. Co., Mass.

In the case where collections are made on the zone plan, it is
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customary for this company to consider everyone who pays a
5-cent fare on each collection a passenger. It is impossible to
ascertain the actual number of passengers carried through from
one terminal to the other, but you can tell the number carried
between the stations. The only method which can be adopted to
obtain this result is to sell through tickets, and by this method
you will get the approximate number of through passengers. In
a great many cases passengers do not buy tickets, but prefer to
pay their.fare on each collection.—J. W. Lester, Treas., Worces-
ter Consolidated St. Ry. Co.

QUESTION 13

When a weekly pay roll does not end with the calendar month,
what is the best way to separate it for a change?

ANSWERS

We handle our weekly pay rolls in the following manner: Pay-
ing from 1st to 7th, 8th to 14th, 15th to 21st, and the 22d to the
last day of the month. This is not properly a weekly pay roll,
but it is satisfactory to our employees.—H. S. Swiit, Secy., The
Toledo Railway & Light Co.

Division on the basis of days for each total item of classifica-
tion is approximately as near an equitable division as can be had.
—P. V. Burington, Secy.-Aud., Columbus Ry. & Lt. Co., Ohio.

We pay twice a month, roll closing on the 15th and last days.—
C. L. S. Tingley, 2d Vice-Pres., The American Railways Co.

Should a weekly pay roll not end with the calendar month there
should be no difficulty in separating it for charges. Time should
be kept so that a classification of each day can be readily had;
then enter charges upon books by charging expense accounts
and crediting wages due.—Clarence Jones Thomas, Secy., San
Antonio Traction Co., Texas.

Our pay rolls have always ended with the calendar month, but
it would occur to me that the motormen and conductors’ wages
for the lap-over days could be arrived at very accurately by tak-
ing the total time allowed for the lap-over days and multiplying
same by the rate of pay, or the average rate of pay. For the
other portion of the pay roll a percentage basis could be used
from month to month. If at the end of the fiscal year’s period
it was desired to get the year’s business as accurately as possible,
the time for the accrued days could be figured accurately.—Frank
R. Henry, Aud., United Railways Co. of St. Louis, Mo.

Figure the exact amount that belongs to the calendar month
and separate the remainder from your monthly operating ex-
penses by a journal entry. Weekly pay rolls cause much in-
creased work and are not as satisfactory as semi-monthly.—Frank
J. Duffy, Secy., Beaumont Traction Co., Texas.

We do not endeavor to separate the weekly pay roll when it
laps over into the succeeding month, except at the end of the
fiscal year. If the weekly pay roll is paid on the 2d or 3d of the
month, it is entered in that month. This, of course, makes the
monthly statements slightly incorrect for this reason, but the
percentage would be so small compared to the total expenses that
we do not consider it worth while making separation except at
the end of the fiscal year.—G: W. Brine, Aud., Georgia Ry. &
Elec. Co., Atlanta. ’

To avoid having pay rolls that do not end with the calendar
month, they are made up in the following manner (take month
of January for example): Pay roll ending Jan. 7 is paid Jan. 11,
pay roll ending Jan. 14 is paid Jan. 18, pay roll ending Jan. 21 is
paid Jan. 25, pay roll ending Jan. 31 is paid Feb. 4, so that our
pay rolls are always paid on the 4th, 11th, 18th and 25th of each
month, unless these days come on Sunday or holiday, when we
pay either day previous or day following, as is most convenient.
The employees are thus paid weeckly, with the exception of the
last portion of the month, which may be 7, 8, 9 or 10 days, re-
spectively, according to number of days in month.—W. H. Dan-
kerley, Aud., Utica & Mohawk Valley Ry. Co., N. Y.

Divide it actually.—H. L. Wilson, Aud., Boston Elevated Ry.
Co.

Would say that the only accurate method would be to make
two distributions covering separately the ,time spent in each
month.—H. C. Mackay, Comp., The Milwaukee Elec. Ry. &
Lt. Co.

Divide the weekly pay roll into sevenths and charge the frac-
tions to the different months.—A. C. Emmerick, Aud., Inter-
national Ry. Co., Buffalo, N. Y.

Calculate the portion of such pay roll to and including the last
day of the month and make charge to proper accounts for that
portion, then charge remainder to a suspense account and take
it out by journal entry during following month.—H. T. Bunn,
Aud., Knoxville Traction Co., Tenn.

When the weekly pay roll does not end with the calendar
month, a method to separate same for a charge in its respective
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months, with the least possible work or accounting, would be,
for instance, if the roll should end on the 3d of August, making
three days in August and four in July, a journal entry should be
made when the roll is taken into account in July, charging sus-
pense with three-sevenths of the total amount of the roll, or, if
it is preferred, with the actual amount for the three days, and
crediting July operating expense accounts as designated by roll.
In August, journal entry should be made charging operating ex-
pense and crediting suspense, referring to the previous entry.—
C. O. Simpson, Treas., Birmingham Ry., Lt. & Power Co., Ala.

Charge to each calendar month actual wages of trainmen, so
that the charge for motormen and conductors will be absolutely
correct. Balance of the roll to be divided in proportion to the
number of days that fall within each calendar month.—W. F.
Ham.

We adopted the primitive method of extending the pay roll to
the various accounts on the cash book. The proportion (so many
sevenths) belonging in the next month or the month previous
is carried as audited wages and journalized through the various
extensions.—Robert N. Wallis, Treas., Fitchburg & Leominster
St. Ry. Co., Mass.

When a weekly pay roll does not end with the calendar month,
it is customary to deduct one-seventh, two-sevenths or three-
sevenths from that pay roll and charge it up to the next month.—
J. W. Lester, Treas.,, Worcester Consolidated St. Ry! Co.

When a weekly pay roll does not end with the calendar month,
the proper way to handle it is by days, assuming that pay rolls
are journalized; otherwise it will be necessary to have two pay
rolls for the same week.—E. T. Moore, Secy., Dallas Consoli-
dated Elec. St. Ry. Co., Texas.

Charges can be divided by separating amounts applicable to
ecach month on pay rolls. The practice of dividing the total
charges on the weekly pay roll between the two months on the
basis of the number of days on the pay roll in each month is fol-
lowed by some companies.—P. S. Young, Comptroller, Public
Service Corp. of N. J.

If a weekly pay roll ended with, say, Oct. 1, the charge should
be separated on the basis of six-sevenths of the pay roll to the
month of September and one-seventh to the month of October.
This separation should be provided:for and properly shown on
the voucher register, when the pay roll is entered therein, by
having two columns on the voucher register, one for the current
month and one for the succeeding month. In dealing with the
proposition in question, six-sevenths of the pay roll should ap-
near in the column designated “current month” and one-seventh
in the column designated “succeeding month”; this would sep-
arate the charge as between the months of September and Octo-
ber; the October charge not being distributed, would not appear
in the September accounts.—C. N. Duffy, Secy. and Auditor, Chi-
cago City Ry. Co., IlL

OUESTION 14

Is an individual veceipt for each person on pay roll considered
better than the plan of signing on a book?

ANSWERS

Pay all force by special pay roll check, payable at bank. The
indorsement is the only receipt.—C. L. S. Tingley, 2d Vice-Pres.,
The American Railways Co.

An individual receipt is to be preferred for some reasons, but
it makes considerable more work, and the liability of misplacing
an individual receipt is always present.—S. C. Rogers, Aud,
Youngstown-Sharon Ry. & Lt. Co., Ohio.

Why not use a pay check, which, when properly indorsed and
paid, is receipt sufficient>—Clarence Jones Thomas, Secy., San
Antonio Traction Co., Texas.

We take no receipt.—Frank R. Henry, Aud., United Railways
Co. of St. Louis, Mo.

If you require signatures, use a pay roll sheet or book, as it is
just as good as an individual receipt and is easier kept.—Frank
J. Duffy, Secy., Beaumont Traction Co., Texas.

Yes.—L. A. Bowen, Aud., Savannah Electric Co., Ga.

We do not have a book signed by employees for their wages,
and we only use pay roll receipts in case of the office pay roll.
In the case of all other employees, a time check is made out,
giving the number of hours and the amount of wages, and these
are distributed to the different employees, who present them on
pay day, and their money is turned over to them without any re-
ceipt.—G. W. Brine, Aud.. Georgia Ry. & Elec. Co., Atlanta.

We consider individual receipt best—Montreal Street Railway
Co.

Yes. The whole record is then in one place.—H. L. Wilson,
Aud.. Boston Elevated Ry. Co.

I the roll is paid in cash, would prefer signature on the pay
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roll. If paid by check, consider signature unnecessary.—H. C.
Mackay, Comp., The Milwaukee Elec. Ry. & Lt. Co.

I think so—F. E. Smith, Aud., Chicago Union Traction Co.

This company has for the past two years paid its men by
check, weekly, and the indorsement on the check has been con-
sidered sufficient. This has been found the most economical
method of paying the men.—J. T. Slocum, Secy. and Treas., In-
ternational Ry. Co., Buffalo, N. Y.

No. We prefer that all employees sign in a pay roll book.
This method does not permit of receipts getting lost or mis-
placed—H. T. Bunn, Aud., Knoxville Traction Co., Tenn.

I consider a receipt from each person on the pay roll better than
a plan of signing a book. We make a pay check for each em-
ployee, which is cashed by the paymaster, the same as a check is
cashed by the bank-teller. This is then charged to pay roll ac-
count, and until such checks are paid they remain in pay roll ac-
count.—C. O. Simpson, Treas., Birmingham Ry., Lt. & Power
Co., Ala. . .

Both ways entirely unnecessary.—W. F. Ham.

I think the individual receipt causes too much work and waste
of paper. We have employees sign the pay roll, which is then
filed away as a voucher. This is the simplest method.—Robert
N. Wallis, Treas., Fitchburg & Leominster St. Ry. Co., Mass.

It is the opinion of the writer that the individual receipt on the
pay roll is the better plan, as in a number of instances the fact
that the amount paid was disputed, was proven beyond doubt by
the individual receipt in the pay roll for that particular week.—
J. W. Lester, Treas., Worcester Consolidated St. Ry. Co.

We think individual receipts for each person on the pay roll
not desirable, and this method is used in this office for office em-
ployees only. All other employees receipt on the pay roll.—E. T.
Moore, Secy., Dallas Consolidated Elec. St. Ry. Co., Texas.

We have adopted the individual receipt. We think it will prove
better in some respects than signing a book.—W. H. Burroughs,
Secy. and Treas., Memphis Street Ry. Co.

For several years we have employed an ordinary bank check
in paying all of our men, with a receipt indorsed on the back,
this being the only signature required. We find it very satisfac-
tory, never having had a complaint. We, of course, are careful
to see that the check gets into the hands of the proper employee.
—E. D. Spruill, Pueblo & Suburban Traction & Lt. Co.

An individual receipt enables employee to be paid wherever he
is found. The plan of signing on a book is less convenient in
many ways.—P. S. Young, Comptroller, Public Service Corp. of
N.J.

QUESTION 15

What is the best process of apportioning damages into operating
accounts 33 and 347

ANSWERS

Our practice is to charge a percentage of the gross receipts
each month, apportioned arbitrarily between 33 and 34—C. L. S.
Tingley, 2d Vice-Pres.,, The American Railways Co.

All damage expenses other than legal expenses should be
charged direct to account No. 33 at time vouchered. Account
No. 34 provides for the charge for legal expenses in connection
with damages.—S. C. Rogers, Aud.,, Youngstown-Sharon Ry. &
Lt. Co., Ohio.

By charging a percentage of the -gross earning to each of the
respective accounts. To illustrate, the following are the per-
centages as used by us: For account 33, personal damages, 4
per cent; property damages, .50 per cent; medical services and ex-
penses, .20 per cent; salaries of claim department and expenses,
.60 per cent; total, 5.30 per cent. Account 34, attorneys’ salaries,
.20 per cent; legal expenses, .50 per cent; total, .70 per cent.
Grand total, 6.00 per cent.—Frank R. Henry, Aud., United Rail-
ways Co. of St. Louis, Mo.

Charge off each month a certain percentage of your passenger
earnings, which you consider sufficient to take care of the dam-
age account.—Frank J. Duffy, Secy., Beaumont Traction Co.,
Texas.

By per cent of earnings in proportion of two-thirds and one-
third.—Montreal Street Railway Co.

Follow instructions laid down by ‘“standard system.”—H. L.
Wilson, Aud., Boston Elevated Ry. Co.

The proper method is to charge, monthly, an arbitrary per-
centage of the gross earnings into accounts 33 and 34 and credit
same to ‘“injuries and damages reserve.” Against this reserve
charge payments when made.—H. C. Mackay, Comp., The Mil-
waukee Elec. Ry. & Lt. Co.

Think this is covered by the ‘“standard classification.”—F. E.
Smith, Aud., Chicago Union Traction Co.

We use the “standard classification” adopted and recommended

‘
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by the Accountants’ Association.—A. C. Emmerick, Aud., In-
ternation Ry. Co., Buffalo, N, Y.

We follow the standard classification and can offer no other
process.—H. T. Bunn, Aud., Knoxville Traction Co., Tenn.

It seems to me that the classification of operating expense rela-
tive to accounts Nos. 33 and 34 of the Accountants’ Association
covers this question very plainly.—C. O. Simpson, Treas., Bir-
mingham Ry., Lt. & Power Co., Ala.

By following the instructions laid down by the standardization
committee.—W. F. Ham.

It is customary for this company to charge to operating ex-
pense 5 per cent of the gross earnings and credit the same to
accident liability account, which account is supposed to take care
of all cases settled during that month and others which occur
during that particular month and which are to be settled in the
future. The amount charged to account No. 34 being small, we
make this entry when the bill is paid without regard to the num-
ber of cases it covers.—J. W. Lester, Treas., Worcester Consoli-
dated St. Ry. Co.

The best way to handle account No. 33 is to create an “Injury
Fund” account, to which all settlements are charged, and then
make a journal at the end of each month, charging account No.
33 with the determined percentage of gross earnings and credit
the “Injury Fund” account. The better practice is to have the
attorneys render monthly bills for their services, which can be
vouchered and charged in the ordinary way. We would advise
abandoning account No. 34.—E. T. Moore, Secy., Dallas Con-
solidated Elec. St. Ry. Co., Texas.

All amounts paid for settlement of claims should be charged to
account No. 33. In addition, a part of the salary of the attorneys
engaged in settling claims and defending suits for damages, and
all the salaries of claim department should be charged to same
account. Court costs, legal expenses and a part of salary of at-
torneys go to account No. 34.—W. H. Burroughs, Secy. and
Treas.,, Memphis Street Ry. Co.

Payments when made should be classified between these two
accounts. A record should be made of all legal expenses in con-
nection with damages in each month. When making monthly ap-
portionment against operating of the percentage credited to ‘“Ac-
cident and Damage Fund,” the actual charges against Account
No. 34, “Legal Expenses in Connection with Damages,” should
be charged to that account and the balance of the apportionment
shown against Account No. 33, “Damages.”—P. S. Young, Comp-
troller, Public Service Corp. of N. J.

Open a reserve account, crediting same monthly and debiting
operating expense accounts 33 and 34 with the month’s propor-
tion of the estimated monthly charges to these accounts, based on
the percentage of the passenger receipts of the month in question,
the percentage to be determined on the basis of previous opera-
tions, providing for any change in operating conditions that
should be taken into consideration.—C. N. Dulffy, Secy. and Audi-
tor, Chicago City Ry. Co., Il

QUESTION 16

Method employed in keeping record of the expense incident to
each indwidual case of personal or property damage?

ANSWERS

An individual card is made up for each accident, on which is re-
corded the amounts paid on account of that particular case, also
the court record, if any; in fact, a brief history of the case. Each
accident is numbered and given an envelope, in which is filed the
crew’s report, witness statements, card, release (if any), and all
other papers in the case—C. L. S. Tingley, 2d Vice-Pres,, The
American Railways Co.

Have claim department make report of each and every claim,
and the nature thereof, numbering the claims in consecutive order,
and, when approving charges, indicate the claim number to which
such charge applies. A memorandum account can then be kept in
a separate book, with each claim, and the charges posted from the
voucher. These charges can also be classified under different head-
ings as desired, such as regular damages, hospital and medical at-
tendance, witness fees and court costs, attorneys’ fees, personal
and traveling expenses, and incidental expenses.—S. C. Rogers,
Aud., Youngstown-Sharon Ry. & Lt. Co., Ohio.

Upon the accident reports should appear disposition of claim,
giving expense and amounts paid—Clarence Jones Thomas, Secy.,
San Antonio Traction Co., Texas.

We keep a card record of each case, together with a journal
upon which all payments on account of injuries and damages are
first entered and then posted to the individual cards—H. C.
Mackay, Comp., The Milwaukee Elec. Ry. & Lt. Co.

Don’t think it can be done accurately. Think this is a matter to
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be discussed by the Claim Agents’ Association rather than ours.—
F. E. Smith, Aud., Chicago Union Traction Co.

We do not charge incidental expenses to the separate damage
cases. The amount of settlement can, of course, be easily ascer-
tained, but our adjusters and attorneys work on several different
cases every day, and their salaries and expenses could not be dis-
tributed accurately.—A. C. Emmerick, Aud., International Ry. Co.,
Buffalo, N. Y.

We keep no record of expense incident to each damage case other
than that shown by voucher in making settlement—H. T. Bunn,
Aud., Knoxville Traction Co., Tenn.

There is a question in my mind whether. it is worth the expense
and trouble necessary.to keep a record of the expenses incident to
each individual case of personal damage. As to the company's
property damage, I think such record should be kept by the master
mechanic, which will be of service to the general manager.—C. O.
Simpson, Treas., Birmingham Ry., Lt. & Power Co., Ala.

The individual record of all personal and property damage cases
are kept in the office of the claim agent, and are only entered in
bulk by the auditor’s office.—J. W. Lester, Treas., Worcester Con-
solidated St. Ry. Co.

By the use of a card system, subsidiary to the general books.
Each card contains a record of all the expenses incurred in any one
case; these cards are filed alphabetically and are always accessible
to the operating or claim departments, affording them complete in-
formation without interrupting the auditing department—E. T.
Moore, Secy., Dallas Consolidated Elec. St. Ry. Co., Texas.

Each case when reported should be given a case number, and a
case record book kept in which all charges against the individual
cases should be posted—P. S. Young, Comptroller, Public Ser-
vice Corp. of N. J.

QUESTION 17

Whet is the best manner in which to treat “Additions and Bet-
terments” account for a particular fiscal year?

ANSWERS

If “Additions and Betterments” is used in the strict sense, charge
month by month to the proper construction accounts, and at the
end of the fiscal year transfer the balances to the property ac-
counts.—C. L. S. Tingley, 2d Vice-Pres., The American Railways
Co.

In the case of additions and betterments, I believe in a separate
account for each piece of machinery installed or line of track laid,
or any particular construction. These accounts can be charged to
plant at the end of the fiscal year—Clarence Jones Thomas, Secy.,
San Antonio Traction Co., Texas.

If the additions and betterments are really additions to the prop-
erty they should be charged to construction and equipment at the
time they were made—Frank J. Duffy, Secy., Beaumont Traction
Co., Texas.

Charge to construction accounts benefited.—Montreal
Railway Co.

We show in detail the amounts expended account additions and
betterments monthly, also for the period of the fiscal year to date.
These are carried on the general books under construction account,
which is transferred at the close of the year to property account.—
H. C. Mackay, Comp., The Milwaukee Elec. Ry. & Lt. Co.

Add to property accounts actual additions and the real better-
ment, charging balance to the proper expense accounts.—F. E.
Smith, Aud., Chicago Union Traction Co.

When a new piece of construction is proposed, the engineer
makes out an estimate of cost on a blank 14 ins. x 17 ins. prepared
for the purpose, giving a description of work to be done. This
estimate is approved by the president or general manager and num-
bered by the auditor. Each charge to construction must bear some
estimate number, which is noted on the book of original entry, such
as journal, requisition book, voucher book, etc., and thence posted
to the different estimate blanks. The blanks do not form part of
the general books. The postings to these blanks show at all times
the cost to date of any construction job, and make it easy to ex-
plain where the increase to construction occurred—A. C. Em-
merick, Aud., International Ry. Co., Buffalo. N. Y.

The account “additions and betterments” is a much abused one.
In my judgment all disbursements of this nature should be classed
either as construction or as operating expenses.—W. F. Ham,

Assuming that the "Additions and Betterments” account in
question for a particular fiscal year has carried all charges that
are really additions and betterments, and therefore a proper
charge against capital and not against revenue, “Additions and
Betterments” account should be credited and the proper “Con-
struction and Equipment” accounts debited.—C. N. Duffy, Secy
and Auditor, Chicago City Ry. Co., IIl.

Street
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QUESTION 18

IVhat are the advantages of the woucher check over the old
method of scparate check and voucher?

ANSWERS

I think there is no doubt but what a voucher check is best for
those roads who are blessed with sufficient ready cash to pay their
bills as fast as vouchered. Some of us, at times, are obliged to
lold these vouchers, and it requires additional entries to adjust the
bank balance. I think this difficulty could be avoided if an ar-
rangement could be made with your bank to notify you each day
of the vouchers presented for payment and draw one check for the
total amount.—H. S. Swift, Secy., The Toledo Railway & Light
Co., Ohio.

The voucher check embodies in one piece of paper the details of
the cash transaction, including receipt.—P. V. Burington, Secy.-
Aud., Columbus Ry. & Lt, Co., Ohio.

Requires only one-half the signatures needed by the old method,
reducing the manual work of the approving officers; the certainty
of getting a properly receipted voucher for your files.—C. L. S.
Tingley, 2d Vice-Pres., The American Railways Co.

Use separate voucher and check, and prefer it to the voucher
check.—S. C. Rogers, Aud., Youngstown-Sharon Ry. & Lt. Co,
Ohio.

We do not use the voucher check. The principal advantage of
the voucher check is that the check could not be used without re-
ceipting and returning the voucher, and a portion of the time re-
quired for making out checks could be saved—Frank R. Henry,
Aud., United Railways Co., of St. Louis, Mo.

It saves writing a voucher and a check, and insures the return of
voucher.—Frank J. Duffy, Secy., Beaumont Traction Co., Texas.

We have been using voucher check for some months, and find
that it saves time in issuing a voucher and in filing, not having
to wait for return of the voucher from the customer before the in-
voices can be placed in a permanent file, and not being obliged to
keep tab on the return of the voucher. Under the old style of
separate check we found ourselves continually obliged to send
sometimes a second and third request for return of voucher, which
had either been mislaid by them or lost in the mails.—Everett Ry.,
Lt. & Water Co., Washington.

Bills when received remain in the company’s possession, thus as-
suring the officers an unbroken voucher file and avoiding the in-
convenience of being even temporarily deprived of a valuable
source of reference afforded by the original bills. Saving of time
and expense of postage by not mailing bulky documents for the
purpose of obtaining receipts on vouchers, the return of which in
many cases is delayed, and from time to time vouchers are mislaid,
damaged, and occasionally lost. Validity of indorsement receipt is
guaranteed by the bank. Saving in safe or vault space, the re-
ceipted voucher checks being of uniform bulk may be filed in very
compact form.—L. A. Bowen, Aud., Savannah Electric Co., Ga.

The voucher paid by separate check is often destroyed through
carelessness or ignorance of the party to whom made, thus neces-
sitating frequent audits of vouchers to determine those missing or
unsigned. The. voucher check returns by natural steps to your
files, as the party cannot otherwise secure payment, and is carries
on its face the evidence of payment—H. C. Mackay, Comp., The
Milwaukee Elec. Ry. & Lt. Co.

The advantage of voucher check over separate check is as follows:
The voucher check is sure to be returned without any expense to
the payee, and the sender is sure to receive same through his bank
and is not obliged to keep track of these vouchers and see that they
are returned properly receipted, as is the case when a check and
voucher is used.—]J. T. Slocum, Secy. and Treas., International Ry.
Co., Buffalo, N. Y.

Among the many advantages of the voucher check we find that
its particular advantages are that we can show on the check just
what bills we are paying, thereby giving a clear statement to the
party receiving the check, and at the same time we keep the
original voucher and invoices in our files. It also serves as a
receipt for all bills that are attached to the original voucher.—H.
T. Bunn, Aud., Knoxville Traction Co., Tenn.

The principal advantage of the voucher check over the old method
cf separate check and voucher is the return of the receipt to be at-
tached to the voucher. In a case of the voucher check the money is
not paid unless you get a receipt for it and the voucher check when
returned is attached to its papers the same as formerly when the
receipts and checks were separate.—C. O. Simpson, Treas., Bir-
mingham Ry., Lt. & Power Co., Ala. )

First, there is no trouble about getting receipts back; second, no
separate notification is required as to what items are being paid.—
W. F. Ham.

We use a very siv"_.e form of voucher check, there being printed
on the end of the check a statement showing the amount of each
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item paid, the date it was billed, discount, if any, and deductions,
togf:ther with room for remarks. With this we send a card ex-
plz.m.nng that no receipt is necessary, etc. We do not send the
original invoice or a copy of it. After several years of experience,
we believe that this, while very simple, is exactly as effective as the
most elaborate method, for a road of our size or even considerably
larger. The particular advantage to us is that the original invoice
is always in the office for reference at the time when we have
found that it is most likely it would be wanted (when it is being
paid), and, on the other hand, we avoid in this way the expensive
method of copying an invoice. We have had called to our atten-
tion by the bank where we do business a large number of voucher
checks, and fail to see the need of a great deal of the detail which
a great number of small concerns assume in this connection.—
Robert N. Wallis, Treas., Fitchburg & Leominster St. Ry. Co.,
Mass.

I do not see any advantage in the voucher check over the old
method of separate check and voucher as it requires just as much
work.—]J. W. Lester, Treas,, Worcester Consolidated St. Ry. Co.

The advantages of the voucher check over the old method of
voucher and ordinary check are apparent, because the voucher
check can be typewritten, as a second sheet at the same time the
audited voucher is made, and its use allows the audited voucher to
remain always on file in the office—E. T. Moore, Secy., Dallas
Consolidated Elec. St. Ry. Co., Texas.

The greatest advantage is the returning of the voucher. A
voucher check is nearly always sure to come back to the office.
With a separate check and voucher, the check will come and the
voucher may or may not be returned—W. H. Burroughs, Secy.
and Treas., Memphis Street Ry. Co.

We think the only advantage of the voucher check over the old
method of separate check and voucher is that it insures the return
of the voucher. In our business, however, we have found that the
disadvantages are so great that they outweigh these advantages.
We have, therefore, not found it convenient to use the voucher
check.—H. Woollcott, Secy., Consolidated Rys., Lt. & Power Co.,
Wilmington, N. C.

For some time we have been using a voucher check, samples of
which are filed with the association’s forms, but we have recently
adopted a more simple form on which considerable labor is saved,
for our amusement park, a sample of which I enclose. The ordi-
nary old style voucher, or simply a schedule, may be used as a
cover for the original papers and approval of the officials. We find
this form more satisfactory as it saves labor and is less liable to be
mutilated.—E. D. Spruill. Pueblo & Suburban Traction & Lt. Co.

The voucher check is a labor-saving device, reducing errors to
a minimum and facilitating the checking of disbursements.—P. S.
Young, Comptroller, Public Service Corp. of N. J.

(1) There is only one document as compared with two. 2. The
official signatures that should appear on both voucher and check
alkappear on the voucher check, which becomes the draft on the
funds of the company. (3) The requirements of having the
voucher check indorsed before it is bankable insures absolutely
the return of the voucher properly receipted. (4) The voucher
check system decreases the detail work.—C. N. Duffy, Secy. and
Auditor, Chicago City Ry. Co., Ill. -

QUESTION 19
What is the best form of voucher check?

ANSWERS

A sample voucher check is enclosed.—P. V. Burington, Secy.~
Aud., Columbus Ry. & Lt. Co., Ohio.

Form enclosed.—C. L. S. Tingley, 2d Vice-Pres., The American
Railways Co.

There are several good forms, samples of which can be secured
from your printer—Frank J. Duffy, Secy., Beaumont Traction Co.,
Texas.

We are enclosing herewith three copies of the form of voucher
check which we are using. When our bills are received in the
office they are stamped as to date received and handed to the book-
keeper, who humbers all invoices consecutively in a book ruled for
that purpose, showing the name of the biller, amount, column in-
dicating to whom bill has been passed for checking and approval,
and its return to the bookkeeper, and the voucher number. The
invoices of one firm are kept together until the end of the month,
and voucher is made and attached to the invoices, the voucher at-
tached on top. The vouchers are made out on the typewriter with
carbon, and distribution put on the voucher. After the checks are
mailed, the vouchers are filed without folding in a vertical file.
The voucher when drawn is registered in a check register, giving
the number, date, name and amount. The distribution is made into
a recap. journal direct from the voucher. This recap. journal is
made, not with a line for everr voucher, but in sets of short col-
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umns, having a place for the voucher number and the amount only.
This facilitates posting and saves a great deal of journal space.
After the vouchers are posted for the month, the journal is posted
into the same recap. journal and balanced, and then the accounts
that go to operation are posted on the cost sheet or earnings sheet,
and the construction accounts to the construction sheet, and from
these sheets one posting is made to the ledger. We believe this
minimizes the amount of labor in writing up the books, and yet
everything is as easily understood as though an usually laborious
method were used in posting the ledger in detail—Everett Ry., Lt.
& Water Co., Washington.

One that contains the check and blank for indorsement on one
side and the details of the accounts settled, together with the re-
ceipt for same on the other, folded to bring the check and blank
on the outside.—H. C. Mackay, Comp., The Milwaukee Elec. Ry.
& Lt. Co.

We think the best form of voucher check is one something after
the order of the one attached herewith, which has been found by
this company to answer all requirements.—J. T. Slocum, Secy. and
Treas., International Ry. Co., Buffalo, N. Y.

We enclose a blank check which we think is very good—H. T.
Bunn, Aud., Knoxville Traction Co., Tenn.

This company considers its form of voucher check now in use the
best, sample of which can be found on record with the secretary of
the association—C. O. Simpson, Treas., Birmingham Ry., Lt. &
Power Co., Ala.

Form herewith.—W. F. Ham.

We believe ours to cover the ground, and as it is simple it must
be, in our view, the best—Robert N. Wallis, Treas., Fitchburg &
Leominster St. Ry. Co., Mass.

The form of the voucher check in use here is that suggested by
reply to last quest.ion above, that is, it is similar in size to the
audited voucher and folds in the same manner. The inside corre-
sponds exactly with the audited voucher, containing the name of
payee and the list of bills paid by date and amount. The back of
cash voucher, when folded, it left blank for the endorsements.—E.
T. Moore, Secy., Dallas Consolidated Elec. St. Ry. Co., Texas.

Form 11,003—Chicago City Railway Company’s voucher check,
a copy of which is on file in the library of the association, has
proven to be the best for the Chicago City Railway Company; it
is thought that it would be best for any other company.—C. N.
Duffy, Secy. and Auditor, Chicago City Ry. Co., Il

QUESTION 20

What operating expense accounts should be taken to get the cost
of power per kw-hour? Should anything be added for interest or
depreciation?

ANSWERS

Accounts 10 to 15, both inclusive; accounts 4 and 5, and so much
of account 3 as is applicable to the generating station, sub-stations,
storage battery houses, coal docks, etc. If specific depreciation ac-
counts are kept, those applicable to the generating plant and its
auxiliaries, as enumerated, should be added. I think that the in-
terest charge is too arbitrary to be of much value—C. L. S. Ting-
ley, 2d Vice-Pres., The American Railways Co.

All the accounts applying to the operation of the power plant,
with the addition of the maintenance accounts of steam and electri-
cal plant. To the total of these should be added a proportionate
amount applicable to the power station for insurance, taxes, acci-
dent risk, interest and depreciation.—S. C. Rogers, Aud., Youngs-
town-Sharon Ry. & Lt. Co., Ohio.

In arriving at the cost per kw-hour I use accounts 10 to 15 in-
clusive, and accounts 4 and 5 and that portion of account 3, which
is charged to power plant building repairs. This gives us the first
or manufacturers’ cost per kw-hour hour, and the one that is gen-
erally used for comparison. In making comparisons, under some
circumstances, it would be necessary to add interest on value of
power station, ground and equipment, and allowance for deprecia-
tion.—Frank R. Henry, Aud., United Railways Co. of St.
Louis, Mo. ‘

Accounts 3, 4, 5, 11, 12, 13, 14, 38 and 10. Interest, taxes and
depreciation should be included—Frank J. Duffy, Secy., Beaumont
Traction Co., Texas.

Numbers 4, 5 and 10 to 15 inclusive; also a proper proportion of
Nos. 3 and 38, and taxes. Something should be added for depre-
ciation.—L. A. Bowen, Aud., Savannah Electric Co., Ga.

We use expenses Nos. 4, 5, 10, 11, 12, 13, 14 and 15, and do not
add anything for depreciation—W. H. Dankerley Aud., Utica &
Mohawk Valley Ry. Co., N. Y.

Power house expense and maintenance power plants.—Montreal
Street Railway Co.

Accounts 4, 5, 10, 11, 12, 13, 14 15, and the proportion of account
3 that relates to the power plants divided by the kilowatt output
would give an average cost that is generally used for comparative
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purposes. If the intent is to determine the total cost it would be
necessary to consider taxes, insurance, depreciation, interest on
investment, as well as percentage to cover general management,
injuries and damages, etc.—H. C. Mackay, Comp., The Milwaukee
Elec. Ry. & Lt. Co.

Accounts 3. 4, 5 and 10 to 14 inclusive. Interest should be added
on the cost of the plant and depreciation, unless all renewals are
included in expenses—F. E. Smith, Aud., Chicago Union Trac-
tion Co.

Accounts Nos. 4, 5, 10, 11, 12, 13, 14 and 15. We do not add
anything for depreciation or interest—H. T. Bunn, Aud., Kno*¥
ville Traction Co., Tenn.

In figuring the cost of power per kw-hour, I do not think that
anything should be added for interest or depreciation, in making
up the monthly report. When it comes to figuring on a contract or
making up a statement showing the actual cost per kw-hour, every-
thing should be taken into consideration. This latter should be in-
formation for the officers and directors only.—C. O. Simpson,
Treas., Birmingham Ry., Lt. & Power Co., Ala.

Accounts Nos. 4, 5, 10, 11, 12, 13 and 14. Proper amount of ac-
count 3 and-account 38. Proper charges for taxes interest and de-
preciation.—W, F. Ham.

To secure the operating expense of power per kw-hour, accounts
Nos. 10, 11, 12, 13, 14 and 15 should all be taken into account, and
only those. If, however, the total cost of power is desired, there
should be added interest.insurance, taxes, and a reasonable amount
for depreciation.—Robert N. Wallis, Treas., Fitchburg & Leomin-
ster St. Ry. Co., Mass.

The amount of labor and material used in producing power
should be considered as the cost of power per kw-hour. I do not
think that interest or depreciation should be considered—J. W.
Lester, 1reas., Worcester Consolidated St. Ry. Co.

Nos. 4, 5, 11, 10, 12, 13, 14. Yes—W. H. Burroughs, Secy. and
Treas.,, Memphis Street Ry. Co.

That part of ‘Account No. 3 which represents ‘“Maintenance of
Buildings and Fixtures (Power Plant). Account No. 4, main-
tenance of steam plant; Account No. 5, maintenance of electric
plant; Account No. 10, power plant wages; Account No. 11, fuel
for power; Account No. 12, water for power; Account No. 13,
lubricants and waste for power plant; Account No. 14, miscel-
laneous supplies and expenses of power plant; Account No. 15,
hired power. In arriving at the cost of power per kw-hour, it is
necessary, in addition to the charges against the accounts above
mentioned, to take up amounts sufficient to cover interest on the
investment and depreciation on plant. A proportion of general
expenses, such as insurance, etc., should also be added. The cost
per kw-hour so arrived at would not necessarily mean the cost
of additional power if generated, as it is possible to show that
there is a more or less fixed charge connected with production of
power which does not vary appreciably with the current gen-
erated at the station. For instance, the amounts charged to the
accounts mentioned could be divided as follows between charges.
that are fixed and those that vary with output:

Acct. Per Per
No. Cent Cent.
Fixed Variable
3 Maintenance cf buildings and fixtures....oovvvu.n 100 I
4 Maintenance of steam plant.....cccocvivenieaninnns 50 50
5 Maintenance of electric plant.......cocvvvvvenninns 50 50
10 Power-plant WAZES .ius.easessoooosesoesssasseessss % 25
11 Fuel for power 10 90
12 Water for power 10 9
13 Lubricants and waste for power plant 10 90
14 Miscellaneous supplies and expenses of power plant 80 20
IBNETIrCd] DOWET cioieieieis sisusliis o siseTais s siskaais 5 oisTaisls Al ssfaibie & 5409 100

Interest would not vary with output and depreciation to any
appreciable extent. If sale of current beyond capacity of station
is contemplated, a figure for interest and depreciation on the ad-
ditional installation necessary should be considered.—P. S. Young,
Comptroller, Public Service Corp. of N. J.

3—Maintenance of Buildings and Fixtures (power plant build-
ings and substantial buildings); 4—Maintenance of Steam Plant;
s—Maintenance of Electric Plant; 10—Power Plant Wages; 11—
Fuel for Power; 12—Water for Power; 13—Lubricants and Waste
for Power Plant; 14—Miscellaneous Supplies and Expenses of
Power Plant; 15—Hired Power. Interest and depreciation should
be added, also taxes on the value of the real estate, buildings and
fixtures, and power plant equipment.—C. N. Duffy, Secy. and
Auditor, Chicago City Ry. Co., IlL

QUESTION 21

On a small road is it necessary to separate the register checkers
and ticket counters from the cash counters?

ANSWERS
The road should be a small one indeed not to warrant the sepa-
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ration of register checkers and ticket counters from the cash coun-
ters.—P. V. Burington, Secy.-Aud., Columbus Ry. & Lt. Co., Ohio.

No.—C. L. S. Tingley, 2d Vice-Pres, The American Rail-
ways Co

Not if the clerical force can be handled to a better advantage
otherwise.—Frank R. Henry, Aud., United Railways Co., of St.
Louis, Mo.

No.—Frank J. Duffy, Secy., Beaumont Traction Co., Texas.

No, but very desirable on any road—L. A. Bowen, Aud., Savan-
nah Electric Co., Ga.

# Think it advisable—H. L. Wilson, Aud., Boston Elevated Ry. Co.

Would not consider this necessary, as other methods of verifying
the cash turned in can readily be applied. Conditions might make
it desirable—H. C. Mackay, Comp., The Milwaukee Elec. Ry. &
Lt. Co. ,

Think it a very wise plan to keep money counters separate from
all other office employees.—H. T. Bunn, Aud., Knoxville Traction
Co., Tenn.

Regardless of the size of the road, whether large or small, I
think 1t necessary to separate the register clerks and ticket counters
from the cashier, or man in charge of the cash. This €an be done,
as I have tried it on a road that is not taking in over $200 per day.
—C. O. Simpson, Treas., Birmingham Ry., Lt. & Power Co., Ala.

No.—W. F. Ham.

It is certainly preferable to separate the register checkers and
the ticket counters from the cash counters. This method leaves no
room for collusion between employees employed in this work.—E.
T. Moore, Secy., Dallas Consolidated Elec. St. Ry. Co., Texas.

We think it a good plan to separate them.—W. H. Burroughs,
Secy. and Treas., Memphis Street Ry. Co.

Such a separation would mean an additional safeguard and
would be advisable—P. S. Young, Comptroller, Public Service
Corp. of N. J.

QUESTION 22

Should register totals be carried forward from day to day, that
is, a record made so that the closing number can be compared with
the opening number the next day?

ANSWERS

A record of register totals should certainly be kept in some man-
ner for comnparison one day with another.—P. V. Burington, Secy.-
Aud., Columbus Ry. & Lt. Co., Ohio.

A continuous record of registers can be kept so that the closing
number of one day is the opening number of the next—C. L. S.
Tingley, 2d Vice-Pres.,, The American Railways Co.

Yes.—S. C. Rogers, Aud., Youngstown-Sharon Ry. & Lt. Co,,
Ohio.

It is not necessary to carry register totals forward from day to
day, nor to keep a record, but register closing numbers should be

compared and checked with opening number the next day.—Frank

R. Henry, Aud., United Railways Co., of St. Louis. Mo.

It is absolutely necessary in order to keep a check on the register
taker and the conductors.—Frank J. Dufty, Secy., Beaumont Trac-
tion Co., Texas.

Yes.—L. A. Bowen, Aud., Savannah Electric Co., Ga.

Most certainly—H. L. Wilson, Aud., Boston Elevated Ry. Co.

Yes —H. C. Mackay, Comp., The Milwaukee Elec. Ry. & Lt. Co.

We do.—F. E. Smith, Aud., Chicago Union Traction Co.

Yes. We carry register totals forward each day.—H. T. Bunn,
Aud., Knoxville Traction Co., Tenn.

I do not think that register totals should be carried forward
from day to day by the register clerk. If this is done it will have
a tendency to make the man in the office careless, and he would
not give it the check that he would if he is compelled to go back
to get the report of the day before to compare with the day follow-
ing. In other words, he would depend too much upon the register
clerk for the information, and give him an opportunity to work in
collusion with the conductors.—C. O. Simpson, Treas., Birming-
ham Ry., Lt. & Power Co., Ala.

Not if you have implicit confidence in the honesty of your con-
ductors and car house employees. Otherwise, yes.—W. F. Ham.

Certainly. Each night our night foreman goes through all our
cars and makes a record of all register readings, and with this the
conductor’s last reading for the day is compared, and also the first
reading for the next day. In case of discrepancy, the night fore-
man’s figures are taken to be correct, unless circumstances indi-
cate that they are not. The only quéstion with us is whether we
should not read our registers throagh some one responsible head
every time the car comes into the car house ‘or passes a given
point. If we were a larger road, we certainly should do so.—
Robert N. Wallis, Treas., Fitchburg & Leominster St. Ry. Co.,
Mass.

The regular totals should be carried forward from day to day
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so that the closing number can be compared with the opening one
of the next day. I think this is absolutely necessary.—J. W. Les-
ter, Treas.,, Worcester Consolidated St. Ry. Co.

The closing register numbers at the end of the day are always
repeated as the beginning numbers for the succeeding day, and
these are checked with care to avoid skips, and also to check
register changes made on account of repairs or far other reasons.—
E. T. Moore, Secy., Dallas Consolidated Elec. St. Ry. Co., Texas.

Our registers are not taken when car goes out. Only when car
comes in. We use “In” reading of one day as ”Out” reading of the
day following. If “Out” reading is taken, think a record of “In”
reading for previous day should be preserved for a check—W. H.
Burroughs, Secy. and Treas., Memphis Street Ry. Co.

Yes—P. S. Young, Comptroller, Public Service Corp. of N. J.

Yes; otherwise it would be impossible to check the register
readings and determine whether or not all fares were accounted
for—Chicago City Railway Company.

- e

THE ACCOUNTANTS” CONVENTION

The convention of the Street Railway Accountants was held in
the Philadelphia Commercial Museum, in the hall at the south-
east end of the second floor instead of that at the northwest end,
where the other meetings were held. This hall corresponded
in size to the other and there was a large attendance at the meet-
ngs.

A feature of the Accountants’ convention was the exhibits of
blank forms which is shown at every convention of this association.
Mr. White, secretary of the association, had arranged for a number
of large tables at the end of the hall, and on these tables his val-
uable collection of forms was arranged, where they could easily be
inspected. This collection has been considerably amplified during
the year. In addition to the collection belonging to the association,
Mr. Van Ryper, traveling auditor of the Public Service Corpora-
tion, had a supplementary exhibit showing all of the forms used
by that organization. These forms were arranged in the same
manner and pasted into the same kind of a scrap-book as those
used for the collection belonging to the association. The collection
was shown in four books, which were entitled, respectively, “Elec-
tric,” “Gas,” “Railway” and “General Office.” These divisions
cover the four divisions of the company, viz., electric lighting,
gas lighting, electric railway and general. All of these blanks were
carefully indexed, and in the railway collection the same classifica-
tion has been adopted as that shown in the White collection. The
collection attracted a great deal of interest, and both Mr. Van
Ryper and Mr. White were heartily congratulated by the attend-
ants upon the exhibits shown.

The various papers and reports presented at the meeting of the
Street Railway Accountants’ Association of America are published
in this issue. The meetings followed the programme published in
the Sept. 23 issue, and at the first meeting the association decided
without a dissenting vote to accept the proposition of the American
Street and Interurban Railway Association looking toward reor-
ganization. A feature of this meeting was a long and earnest
speech by President Ely, of the parent association, in which he
cutlined the purposes and plans of the new body.

At the close of the meeting the following officers were elected:
President, Walter B. Brockway, general auditor, Nashville (Tenn.)
Railway & Light Company, Yonkers, N. Y.

First vice-president, P. S. Young, comptroller, Public Service
Corporation of New Jersey, Newark, N. J. .

Second vice-president, Robert N. Wallis, treasurer, Fitchburg
& Leominster Street Railway Company, Fitchburg, Mass.

Third vice-president, H. A. Ferrandau, auditor and treasurer,
New Orleans Railways Company, New Orleans, La.

Secretary and treasurer, Elmer M. White, assistant treasurer,
Birmingham Railway & Light Company, Birmingham, Ala.

Executive committee—W. G. Ross, managing director, Montreal
Street Railway Company, Montreal, Can.; C. L. S. Tingley, second
vice-president, American Railways Company, Philadelphia, Pa.;
F. Dabney, assistant treasurer, Seattle Electric Company, Seattle
Wash.; J. H. Pardee, general manager, Rochester & Eastern
Rapid Railway Company, Canandaigua, N. Y.

———— P -

The Vallejo, Benicia & Napa Valley Electric Railway has been
sold to Boston capitalists. The road was owned by W. F. Botts-
ford, of the American National Bank, of Los Angeles, and was
promoted by Captain Cross, of that city. The company intends at
an early date to begin constructing a road to the popular summer
resorts in Lake County. The franchises for the extension have
already been obtained. The road is to be managed by L. J. Perry,
of Los Angeles, who was with the Los Angeles & Redondo Rail-
way as superintendent.




DISCUSSION OF :THE PAPERS PRESENTED BY MESSRS. CHARLES

F. SCOTT AND

The papers presented by Messrs. Scott and Potter before the
American Street Railway Association, on Sept. 28, were published
in the last issue of the STREET RAILwAY jOURNAL. At the con-
clusion of the reading of his paper Mr. Scott said:

The development of this system has not Leen undertaken merely
for the purpose of supplying the street railway manager with a new
device, but it has been a development to meet the needs of railway
service. The direct current has reached its limitations. Its cost
of installation is very high in certain cases, and it is because there
is a growing demand for this class of new apparatus, that its de-
velopment has been taken up, and I am sure that I voice the views
of the engineers with whom I am associated when I say, as engi-
neers, that we feel that this single-phase system should stand on its
own feet; that it has a field. If you find that the direct current
meets your requirements as well or better, you have no particular
reason for adopting the single-phase system simply because it is
novel. We believe, however, that on its own merits it will be found
of very great value in the development of the railway work which
you men have carried on at such a rapid rate. In other words, the
engineers of the manufacturing company are not foisting a fad upon
you, but have worked out a system to meet your own needs. The
single-phase system and its apparatus must be geveloped in the
course of a few months or a few years, not only to equal, but to
more than equal the result of the development of the direct-current
system during the past dozen years. A great deal of that develop-
ment can be done by the designing engineers in the factory, but,
as we all know, the service test is the final test, and a great many
of the practical points as to control, the interworking of various
parts and the best forms of apparatus must come from experience.
That has been begun, but just as with the direct current after its
fifteen years, so the alternating current after as many months has
not reached perfection, but we have reached that point where we
feel that with our knowledge of the apparatus and with the experi-
ence which has been secured, it can now be presented to the oper-
ating street railway man as a perfectly feasible and practicable
system.

President Ely.—Are there any questions that any one desires to
ask concerning this paper? Let me say that the companies, the
representatives of which have read the papers here, have been so
kind as to have with us the gentlemen who have written the papers
and who are familiar with the subject, so that any one who wants
information ought to be able to get it.

Prof. W. E. Goldsborough.—The subject discussed in the paper
which Mr. Scott has presented for our consideration to-day is
one to which every electrical engineer in the country is devoting
a good deal of his time. The announcement which has been made
before this association of the placing of an order for twenty-five
alternating-current locomotives with the Westinghouse Company by
one of our large steam railroad systems, is a very notable one, and
the fact that the announcement was made before this body is some-
thing which deserves our special consideration. To my mind the
alternating. current is destined to play a most important part ,in
railroading. Presumably, there will be no large electrification of
steam Tailroads in the sense of miles of track extending across the
country in which the system will not be used in some form. I
think that the electrical fraternity, and particularly the operating
companies, owe a great deal to the courage of the manufacturers
of electrical machinery. I do not know that we can look back to
any other period in the development of the art in which the manu-
facturers have taken so great a load off of the shoulders of the
consumers. This morning we listened to the papers on the gas
engine, and reference was made to the steam turbine, and this
afternoon we are discussing railway motors. I doubt if any com-
pany purchasing any of this apparatus in the United States really
takes any risk. As regards the specific characteristics of the appa-
ratus under discussion, I have for a long time felt that, the alter-
nating-current system was coming to the front, and that ultimately
the single-phase system would take a place over all other systems.
I believe I once had the pleasure of defending the single-phase
motor at a discussion in Chicago on the single-phase system used
for lighting at St. Louis, at a time when there were only two of us
in the room who would say a good word for the single-phase
motor. I do not believe any designer of electrical machinery to-day
is satisfied in his own heart with the single-phase alternating-
current motor which he has to use. I say this in spite of the fact
I do not know of all the good things which the designers of this
apparatus have in store for us. The fact that we can use a 220-volt
motor with a larger commutator than that in direct-current ma-
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chines is an indication in itself that we have better things to hope
for, and I am confident in my own mind that in time, through in-
sistent and persistent work on this problem, we will get a single-
phase motor which will be more n®arly analogous to the multi-
phase motor and which will not have a commutator. A great many
gentlemen in this room will say that I am wrong, and that the
problem has been given up, but I' still feel that there is a de-
mand for it. Necessity being the mother of invention, will produce
the article we are all looking for. When it comes to the question
of maintenance of equipment, I feel that we should step aside and
look the ground over carefully before we throw out direct-current
equipment for alternating-current equipment. When you have a
very large number of equipments operated on a rather restricted
mileage, then you are confronted with a condition wherein main-
tenance is an important factor, and there is no question but that at
this time it is much cheaper to maintain a direct-current system
(I mean maintain the motive power equipment)-than to maintain
the alternating-current motive power equipment. On the other
hand, if you are confronted with a great deal of mileage, and
relatively small number of units running over the mileage, then
maintenance is a matter of secondary consideration, and you can
take long chances in the matter of maintenance, for the reason that
you are saving so much investment in copper and sub-stations and
other things. I believe each of these problems is going to be met
by the engineer and solved by the engineer, not for the sake of
having a new thing—and we must grant the American engineer
and the American people generally are enthusiastic for new things—
but for the practical utility of these things. As thoughtful men we
should discard any consideration of these things because they are
new, but look upon each problem from an engineering standpoint,
and use the direct-current apparatus in those places for which it is
best adapted. However, without the alternating-current apparatus,
it goes without saying that the enormous expansion which is to take
place in electric railroading in this country would be utterly and
entirely impossible. I wish, therefore, to say again that to the
manufacturers of this country we owe a gratltude which it is
difficult for us to express in adequate terms.

C. O. Mailloux.—I am greatly interested in the subject of single-
phase alternating-current traction. I went to Europe last year on
purpose to study it,”because it was only there that anything was then
being done with it commercially. I visited all the single-phase rail-
way installations in Europe, and came back pleased with the result
of my visit. I am glad that we are beginning to make progress
with it in this country. I have no fear but that we shall soon en-
tirely outdistance even the good results obtained in Europe. I
believe there is a great future for it, but I want to emphasize the
words which Dr. Goldsborough has said about studying each case
by itself. The principal lesson conveyed to me by some of the papers,
and especially by this one of Mr. Scott’s, is that we shall not go
too hastily, and it teaches also the importance of good engineering,
not only from the standpoint of the manufacturer, but more par-
ticularly from the standpoint of the operating company. It is sad
to contemplate and realize, but unfortunately it is true, that there
is too little engineering done by the operating companies. The
company, as a rule, has its engineering done for it by the manu-
facturer, and to this is largely due the great number of mistakes
which have cost a great deal of money. We cannot, and should
not, blame the engineers of the manufacturing companies if in
doing their duty to their employers they sometimes consider the
interests of the manufacturer too closely and those of the purchaser
too remotely or indifferently. The practical application of the state-
ment which I have made is this: that the present paper on single-
phase alternating-current traction will, if nothing more, act as a
wholesome check on the rather reckless or unwarranted introduc-
tion of the so-called alternating-current sub-station system of dis-
tribution which has been used for interurban work in many cases.
There are many cases in the Middle West of companies which are
blessed, or perhaps cursed, with applications of that system where
it has been indeed a very expensive luxury. The statement which
Mr Scott makes of those cases where the rotary sub-station is idle
75 per cent of the time is a clue to the kind of engineering which
has been responsible for that sort of work. It shows exactly what
Dr. Goldsborough just stated, namely, that in matters of that kind
we are too ant to follow fashions and adopt them too readily, and
that we jump too quickly at the conclusion that because a thing is
good for a certain case it is going to be good for another case.
While I have much faith in the single-phase system, I do not be-
lieve that the d. c. motor or the d. c. system is to be put on the shelf



670

forthwith. I was recently called in consultation with two other
engineers by the power committee of a board of directors in regard
to the new equipment of a road. I found that those who had under-
taken to do the engineering for that company had received their
inspiration more from the manufacturer’s interest than from the
study of the interests of the operating company, and had recom-
mended an alternating-current system of generation and distribu-
tion with d. c. sub-stations. I looked over the case carefully, and I
said: ‘“Don't, don’t make that mistake; stick to direct current.”
I found that a director of the railroad company, who was himself
operating an electric lighting plant in the same city, was in favor
of the alternating-current system, having been converted by the
manufacturer's engineers, though he himself was operating an
Edison three-wire d. c. system. He had never understood the real
inwardness of the situation until I explained to him and his col-
leagues that in their particular case the electrical “center of grav-
ity” of the system was within 2 miles of the station. That is, if
you take the total car miles for the heaviest day (and the heavier
the day the more strongly the fact was shown) their center of
electrical distribution was at an average distance of something like
134 miles from the power station, and over 75 per cent of the car
miles was within the city limits and within a radius of 6 or 7 miles.
Gentlemen, I characterize the attempt to foist on that board of
directors a system of alternating-current sub-stations as foolish, to
put it mildly, and I believe that such a thing will react on the
manufacturers. That was a striking case, a splendid example
where it will pay the company to have had their engineering done
for them on their own account and at their own cost. These di-
rectors, I am pleased to add, quickly saw the point, and they de-
cided to follow the recommendation of the engineers advising them.
The paper read shows the possibilities of a system inherently far
better adapted to many cases that we know of in the West, than the
previous systems. This paper is opportune, because those who are
assembled here might otherwise be tempted to make equally ridicu-
lous mistakes to those already made. They will be deterred
from making such errors, and will either wait until the single-
phase alternating-current system has been perfected sufficiently to
warrant their full confidence, or if in doubt will accept it in
preference to the other in cases where the other has not proved
an undiluted success. I do not know whether I voice Mr. Scott’s
sentiments in stating that in many cases of long-distance traction
to-day the single-phase system, even in its present state, will be
more practicable than the other system. It may be alleged as an ex-
cuse for. the other that it was introduced at a time when it would
have been impossible to have gone a very long distance without
it. That is, perhaps, true; I do not wish to .make a categorical
criticism of them all, for there are many cases in the Middle West
where the system is eminently practicable, and where it is to-day
the very best, cases where the traffic is very frequent and where
you have sufficient mean power distribution over the whole line to
warrant the use of such stations. My criticisms refer particularly
to the cases where they find the cost of operating sub-stations to be
so great that they are trying to find employment for the men who
run the sub-stations, by making them wind armatures or field coils,
so as to justify charging the larger part of their time to the
mechanical and repair department. Some of these cases are sad,
and would have been prevented by a little discretion or discrimina-
tion in the selection of the system. I am glad that this paper has
been presented before this body. It shows we have made a great
deal of progress; that there are to-day two good single-phase sys-
tems, both of them sufficiently good for the great majority of these
cases just noted, is interesting. The single-phase a. ¢. motor will
greatly enlarge the field of operation of the companies operating
the d. c. motor system, by enabling them to extend their lines in the
suburbs. In the particular case to which I have just alluded, I told
the gentlemen that even granting the possibility that they may some
time or other want to go as far as 25 miles, it would still be better
for them to generate their power current with d. c., and transform
what little portion of it might be wanted into alternating current
for their suburban lines, which in car miles represent only a rela-
tively small percentage of the whole system. I made the very
suggestion which is practically made by Mr. Scott, namely, that they
should run the lines in the city with the direct current as they have
been doing; that they could, if necessary, buy a few new single-
phase equipments for the suburban lines; then run with direct cur-
rent inside of the city limits, and even for some distance beyond
use the alternating current (single-phase) to operate the longer
suburban lines. There will, doubtless, be a very large field for that
sort of work, and we are apparently on the point of realizing it
practically.

Mr. Scott.—There is one gentleman here whom I am sure we
will be glad to hear from, and I know he can give us some in-
formation about this system. He is the man who has been run-
ning the single-phase road at Indianapolis, Mr. Nicoll, the chief
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engineer. He is the man Mr. Mailloux talked about among the
operating men who had the courage to go ahead. In talking over
this paper with my colleagues,®they were quite anxious that in
presenting to this association the matter of single-phase railways,
there should be nothing done in the way of covering up the details
of operation; that there should be no air of mystery about the
single-phase motor. They have done their work and give you the
results. We believe that if the practical men of this association,
many of whom have heard that there has been some trouble, under-
stood frankly as operating men what was the nature of the troubles
encountered, they would understand the circumstances and be as
well satisfied as we are as to the fundamental elements. This being
the case, you need not hesitate to ask Mr. Nicoll what questions
you choose, and he need not hesitate, so far as the manufacturers
are concerned, to reply freely.

D. G. Nicoll.—I do not know that I have anything special to
say regarding the operation of our system, and possibly it would
be better to answer questions rather than to attempt to say any-
thing on the operation of the system. As Mr. Scott has outlined
very clearly some of the minor details, I think you will understand
what troubles we have had. As stated in the paper, we began
operating on the first day of January of this year. On the 1st of
April we ran within 4 miles of Indianapolis, all of the operation
being on alternating current. We were handicapped in getting into
the city of Indianapolis on account of two overhead bridges which
were so low that our cars could not pass under them. These were
raised, and on the 1st of July we began operating into Indianapelis.
The line then was 41 miles in length, 37 of which was on alternating
current, and thé remaining 4 miles on direct current in the city of
Indianapolis. Up to the time we began operating into the city we
had no trouble with the motor insulation. The worst trouble was
the question of the transformer ventilation. This was overcome, but
on operating the motors in the city of Indianapolis defects de-
veloped in the motor windings. These were also overcome, and we
are having no further trouble. We are operating the highest
schedule that is maintained in the State of Indiana, collecting our
current by means of a bow-trolley as outlined. We have ex-
perienced no trouble whatever with the bow-trolley. I am not able
to give any data as to the car mileage of the life of the shoe of the
trolley, which is composed of wood plated with aluminum, but it
will suffice to say that the cost of operation and of renewing the
shoe is not more than, and I consider it is less than, would be the
case with the ordinary trolley. In general terms I can say that
we are well pleased with the operation of the equipment. Some
minor changes have been made in the apparatus, but on the whole
it is very satisfactory. *

W. B. Potter—Without doubt there is a large field for the
alternating single-phase railway motor, and where the service con-
ditions are such that the desired results can be obtained with a
smaller expenditure this type of apparatus can be used with advan-
tage. Likewise there is a field of usefulness for the three-phase
induction motor, but whatever type of equipment be installed it
should be selected with special reference to the work it is required
to perform. The comparative expenditure for equipping a given
project with single-phase alternating or direct-current apparatus
can be accurately determined, but this comparison of first cost does
not represent the net result of operation. The comparative main-
tenance cost of both systems should also be taken into account.
The elimination of the rotary converter and the possibility of oper-
ating without sub-station attendants who have no other duties, is a
credit in favor of the alternating-current equipment. The main-
tenance of the car equipment itself will, however, in all probability
be more expensive for the alternating-current than for the direct-
current equipment. There are several inherent features in the
single-phase alternating-current motor which influence the ques-
tion of maintenance, and to which I will briefly refer: The mag-
netism of the motor, like the current by .which it is produced, is
alternating in character and develops differences of potential in
the windings of such a degree and character as to be more liable
to prove injurious to the windings than in the case of the direct-
current motor. For instance, should a single turn of the field
winding in a direct-current motor become short circuited on itself,
the effect would be simply to eliminate one turn of the field coil;
while in an alternating-current motor a similar short circuit would
cause that turn to act as a secondary of a transformer, and a large
local current would be produced within the short-circuited turn,
which would soon burn out the coil. The alternating magnetism
also produces within the armature coils an e. m. f. which injuriously
affects commutation and necessitates special provision being made
to secure results comparable with direct-current practice. A fea-
ture essential to the commutation of the alternating-current motor
is an additional field winding, known as the compensating winding,
which is wound through the face of the pole pieces midway between
the ordinary field coils, and serves to neutralize the armature
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reaction. In addition to this compensating winding in the fields
the motor armature is sometimes provided with what are called
high-resistance leads between the armature coils and the commu-
tator. The effect of these leads is to diminish the local current in
the armature, caused by short circuiting adjacent commutator seg-
ments by the brush. The location of the compensating winding in
the pole faces renders it liable to injury in case the armature core
should strike the pole pieces, and the presence of high resistance
leads may, under some circumstances, result in severe local heating
and burning out of the armature. The magnetism of the motor,
owing to its alternating character, is of less average density than in
a direct-current motor, with the result that for a motor of given
dimensions and output the armature speed is considerably higher.
To keep the armature speed within the limits that direct current
experience has shown to be advisable as affecting the performance
of the bearings and a proper contact of the brushes with the com-
mutator, it is necessary to make the alternating-current motor of
larger size for the same output. The characteristics of an alter-
nating-current motor, particularly the power factor, are affected

by the air gap between the armature and pole pieces; better re-,

sults being secured with a smaller gap. The alternating-current
motors, as ordinarily designed, have an air gap of about one-half
that commonly used in direct-current motors of the smaller sizes,
and even a less percentage of air gap in the larger motors. We
have, therefore, a tendency toward higher armature speeds and a
smaller air gap, coupled with a field winding wound in the pole
faces, conditions which necessitate a more frequent and careful
inspection of the motors or else more frequent and expensive in-
juries to repair. It is probable that the maintenance of the control
and other appliances will not differ materially from that of a
direct-current equipment. The maintenance of the car equipment
is, however, not a controlling factor in the cost of operation, and
if it should be doubled, or even trebled, the alternating-motor
maintenance may be far more than offset by the reduction in fixed
charges resulting from a lower first cost of the proposition con-
sidered as a whole. The conditions which demand more frequent
inspection, particularly of the motors, may presumably be a cause
of more frequent interruptions in service; hence the importance
of giving the alternating equipment more attention than is cus-
tomary with direct-current motors must not be overlooked. Im-
provements in detail will, undoubtedly, be made, and the motors
will be strengthened and improved in such features as may develop
a weakness, but there appear to be certain inherent conditions,
some of which I have mentioned,which cannot be wholly eliminated
in the alternating-current motor as we know it to-day. I would
also call attention to possible interference with telephone and tele-
graph lines which may result from the installation of an alternating-
current trolley adjacent and parallel té such circuits. The telephone
lines, having a metallic circuit, are more subject to electro-static
influences, the effect of which it is possible in some degree to
eliminate. The telegraph lines having, however, a ground return
may have developed within the circuits sufficient e. m. {. to seriously
affect the working of the instruments. A metallic return with the
circuits frequently transposed, as is common in telephone practice,
may prove an efficient remedy. An alternating control of the
single-phase motors differs from that of direct current, in having a
transformer or compensator carried on the car as a medium for
supplying the motors, instead of using the fixed voltage of the trol-
ley line. The secondary windings are provided with taps giving
different voltage, and each point of the controller is, therefore, an
efficient running position, and, furthermore, additional taps may
be provided in the secondary to give higher voltage than the normal
running potential. This higher potential serves to give a higher
speed to the car for making up time or to compensate for any
abnormal drop in the trolley voltage.

Mr. Potter then presented his paper.

President Ely.—Is there to be any further discussion on the
paper of Mr. Scott or the paper of Mr. Potter?

John 1. Beggs.—I desire to ask a question on this subject of Mr.
Potter, to see whether the answer will be as pronounced as was Mr.
Scott’s, when he expressed his views concerning the single-phase
motor as to its present state of development and as to the ad-
visability of adopting it on operating roads. Mr. Scott’s paper has
been of great interest to me. I feel differently toward the single-
phase motor from what I did when I came to this convention, and
I wish to say that if I had obtained no other knowledge at this
convention than that which I have gathered in the last hour, I
should feel myself fully repaid for attending this convention. In
connection with my associates I have given a great deal of atten-
tion to this motor in the operation of our properties. The repre-
sentatives of the manufacturing side of the two large manufacturing
concerns have not previously been nearly so positive in making
statements from the commercial side as Mr. Scott is in his state-
ments from the engineering side; and I have been wondering what
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the reason for the reticence of the representatives of the commercial
side was, whether there was a disinclination to go into this matter
extensively, or whether it was doubt as to the results of the prom-
ises of their engineering corps. In one of the large street railway
properties which I administer, we control everything in the State.
We have interurban iines radiating almost like the spokes of a
wheel at diagonal points. We bring our interurban cars, which is
a large part of the business, into the center of the city. We must
enter the city over 6 or 7 miles of track, operated by direct current.
I have sent representatives during the past twelve months to in-
vestigate these various lines operated with alternating current, and
we have had very conflicting reports concerning them. One of our
most recent reports was to the effect that the system was so un-
satisfactory that it was to be abandoned. We were contemplating
trying the apparatus, but it has been very difficult until to-day
to obtain data that the manufacturers were willing to stand behind.
At the present time I am building three 12-mile extensions, the
farthest point of which will be 33 miles from the center of opera-
tion. It is the intention to continue these extensions to 75 or 80
miles, possibly 100 miles, in our development of that section of the
country. It is a serious question whether we should put on this
composite motor ; and if it would be equally effective with the direct
current as it would be with the alternating current in the more
sparsely settled sections of the State, on many of the lines a car
operating only once every 2 hours. The paper is one of the most
meaty papers I have ever heard presented at a meeting of this as-
sociation, and I desire to know whether Mr. Potter and his asso-
ciates in the engineering department of the General Electric Com-
pany feel as strongly on this question as Mr. Scott indicated in his
paper and by his remarks following the presentation of his paper.
One of our representatives came back from one of the tours of
investigation with the statement that after you got onto direct cur-
rent the capacity of the motor was greatly reduced; that taking a
75-hp motor, which seems to be about the maximum size that it is
practicable to get under the ordinary car which is used for both
urban and interurban service, the capacity of the motor was cut
down very greatly when brought onto the direct-current system.
I now understand that is not the case, and that it has practically
the same power at 600 volts that it has on the higher voltages on
the alternating-current section of the city road. As we have present
representatives of the engineering departments of both the large
electrical manufacturing companies, I want to get some informa-
tion from both. There seems to be some difference of opinion
between the engineering and manufacturing side and the com-
mercial side.

Mr. Potter.—I would say in reply to Mr. Beggs’ question that
there is no doubt that the alternating-current motors can per-
form any service now done by direct-current apparatus. I believe
that fully; there is no question in my mind on that point. The
proposition is simply a question of judgment and selection as to
whether you should or should not use the alternating current,

Mr. Beggs.—That is the point. That is what perplexes me, as a
man who takes the responsibility for an expenditure of money
running into hundreds of thousands of dollars. It is a question
which I have up now, whether I shall build at points, say, 35 miles
distant from our main center of generating power, new power
stations or depend upon this alternating-current single-phase motor,
knowing that the heavy amount of the service in our case must be
after the cars reach the 7 or 8 miles area where we have the direct
current and where the trains are heavier. It is the doubt you throw
out which perplexes those of us who are charged with determining
what the engineering shall be. When there is this difference of
opinion between the most eminent authorities in the business, it
leaves the layman in a quandary.

Mr. Potter—In replying to Mr. Beggs I would add that the
question of judgment and selection as to whether alternating-cur-
rent motors should or should not be used is mainly a financial
question, and not strictly an engineering proposition. Both these
factors are, however, closely related, and while it is the latter which
determines the former, it is the former, giving due consideration to
all incident advantages, which should govern. The alternating-
current motor when running on direct current will do even more
work than it will on alternating current. A good alternating-cur-
rent motor in a general sense is a most excellent direct-current
motor, with respect to acceleration and heating.

Mr. Beggs.—The statement on expenditure as I gather from Mr.
Scott’s paper, is that it would cost less money to put in the com-
posite System than to limit one’s self to the direct current, and
install sub-stations and power plants at different points.

W. B. Potter.—Itdependslargely upon the relative cost of the car
equipments, sub-stations and trolley conductors for any particular
proposition. On a road of, say, 50 miles in length, employing few
cars, the saving secured by the use of a high potential trolley would
be so much greater than the additional cost of the alternating car
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equipments that there would be little question but that alternating-
current apparatus would be more suitable for such a proposition.
On a road of a few miles in length and having a number of cars
per mile the relative cost of the alternating car equipment would be
a much larger proportion of the total cost, and whatever saving
could be made in the trolley conducting system would be relatively
small. As I have stated before, it is not, however, wholly a question
of initial cost, but it may be said in general that where the initial
cost for alternating-current and direct-current installations are
about equal, the choice should be for direct-current equipment,
owing to the lower probable maintenance of the installation as a
whole.

C. O. Mailloux.—I think both of the gentlemen are right, though
they do not express themselves in exactly the same terms. Let
us define these terms, and the whole situation becomes clearer. Mr.
Potter is correct when he says it is a question of finance, or it is a
question of the financial analysis and estimation of many factors
which bear upon and affect the operation of the road, but it is,
unfortunately, one of those financial questions involving considzra-
tions, both technical and financial, which can only be properly
handled by a competent engineer. That is what it means. If Mr.
Potter had said it was a question of financial engineering,or of engi-
neering finance, he would have made the statement a little more
clear. To put it somewhat differently, we may say that the question,
whether the equipment shall be alternating single-phase or whether
it shall be a direct current, fed by sub-station systems, depends in
general terms largely on the number of car miles run per mile of
track. If we have a long track mileage and a small number of
trains, that is to say, a very long headway—suppose, for instance,
we have a line 35 miles long and expect to run only three round-
trips a day—there is no question but that the single-phase system,
even in the crudest form, would be the only thing to use. Those
who have undertaken to solve the problem in such a case by the use
of sub-stations are sorry now, or soon will be, for it. Perhaps one
remark by Mr. Potter gives a clew as to why some of them were
led to do it. It was possibly because there were then no direct-
current turbines on the market. They had good turbines for alter-
nators. The temptation was placed in their way, and they were led
into it. I wonder if to-day they would not do what others will do,
namely, generate current direct when the bulk is to be used as
direct current, and have a little of the current converted into single-
phase or multi-phase for the outlying districts. Again, to go to the
other extreme, suppose we have a line of considerable length in
miles, but with heavy traffic, with trains running on Io minutes
headway, especially with double or four-track equipment, it is mani-
fest that there is no question but that the three-phase a. c.
transmission with d. c. sub-stations would be the better plan. Evi-
dently, between the two extreme cases just assumed, there is some-
where a particular case where the merits and demerits of the two
systems nearly or quite fully compensate each other. In such cases
the question which system should be adopted is one which cannot
be answered offhand or by one person alone. It is necessary to
study both the financial and engineering features, possibilities and
limitations of the case, first with one system and then with the
other. It is a question for the intelligent manager of the railroad
company in connection with the intelligent engineer to decide to-
gether. They then doubtless will have to call into their confidence
Mr. Scott and Mr. Potter and other representatives of the manu-
facturers, to furnish them the proper information as to the possi-
bilities available in any electrical or mechanical way by means of
the different kinds of apparatus.
and estimating the value of the different elements in terms of
money, the equation of dollars and cents quickly indicates the
system which will give the best return on the investment in the par-
ticular case. I think this was what Mr. Potter meant. I think that
both Mr. Potter and Mr. Scott will agree with me when I say that
the fitness of any system is sooner or later determined by substan-
tially this same process.

Mr. Hall—In connection with this subject I will say that I rode
on a single-phase railway a few months ago—I think this may have
some bearing upon Mr. Beggs’ questions—and it took some 4 hours
to make a trip which would, with the direct-current motor, not
have taken more than about 2 hours. That was due to the speed
of the car in ordinary tunning and also due to a lack of acceleration.
The time it took to start was a great deal longer than to start on
direct current. That is one of the difficulties which has been ex-
perienced and has possibly been overcome. My experience occurred
a few months ago on a single-phase road, and I understand that
the road is now in perfect operation and supposed to be satisfactory.
In connection with Mr. Potter’s paper I refer to one paragraph, in
which he says: ‘“To meet the requirements of the higher voltage
now more commonly used, and to further insure the stability of the
motor as regards flashing, it is now the practice to provide a greater
number of commutator segments; that is, the voltage difference per
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commutator bar has been reduced to a lower figure.” That para-
graph in itself seems to my mind somewhat misleading. It seems
to say that increasing the number of commutator bars in a given
machine will reduce the liability to flashing. I beg to take some
exception to that paragraph if I interpret it correctly, because a
given motor with the one-turn winding, having 150 bars, would
probably be a much poorer motor if it had 200 bars. Its motor
power would be increased before its armature increased. Conse-
quently, I should put this paragraph in just the opposite sense, and
say if you reduce the number of commutator bars in a given ma-
chine that you improve the commutation because you reduce the
reaction and increase the time of commutation. The bars I should
leave out. That may have some bearing, but at the same time the
motor could be improved by having the bars reduced.

Mr. Potter—In order that my paper might not be too lengthy,
I have perhaps stated a number of facts without giving sufficient
reasons therefor. The commutation is not influenced by the width
of the commutator segment to the”same degree that it is by the
voltage between segments and the speed of the armature. The
so-called sparking of a motor is the arc visible at the instant the
segment leaves the brush. Incidentally, by increasing the number
of segments with a given winding two beneficial results, as affect-
ing commutation, are secured; an armature having a lower speed,
and a commutator in which there is less difference of potential
between adjacent segments, .

Mr. Hall.—I take it your remarks apply to a motor of a given
rating and given speed. Of course, if the speed is reduced at the
same time the motor is different.

Mr. Beggs.—I ask whether, when the alternating-current motor
runs as a direct-current motor, the acceleration of the alternating-
current motor is as good as the direct-current motor?

Mr. Scott—The rate of acceleration in the motor depends upon
the rate of application of higher voltage to the motor; in other
words, at the rate at which the controller is thrown on. The rate
of acceleration on the alternating-current motor in some cases
has been slow, because the controller was thrown on slowly. For
example, on the Indianapolis road, if the controller handle, which
is adapted to both direct and alternating current, should be turned
at the same rate, it happens to give a much lower rate of ac-
celeration on alternating current than on direct current. 1ln order
to get the same acceleration in the case of alternating current the
controller should be moved faster. Some of the earlier motormen,
who were accustomed to operate on direct current, operated in the
same way with the alternating current, and got a slower accelera-
tion for that reason. When the rate of the acceleration of the con-
troller was increased the rate of acceleration of the car was in-
creased also. Regarding the point brought up a moment ago, in
which a visit to some road somewhere was made and conditions
were found which were not equal to those in roads operated by
direct current, I presume that the Indianapolis road was referred
to in that case. I visited that road a number of months ago, and
found that the schedule was as about stated, it took 4 hours to
make the round trip, where 2 hours ordinarily would be plenty,
but I did not care to go any faster than we were running. The
road had been laid in the winter time, and the original contour
of the ground was somewhat rolling and the car rolled also. This
had one very good effect, which was in the bow-trolley. The bow-
trolley had some 3 ft. of length of contact, and the car rolling back
ind forth made contact sometimes at one point and sometimes at
another, and had an oscillation of some 2 ft. or 3 ft. That was all
right until the car tipped so far over the one side that the trolley
left the trolley wire, and then there was apt to be trouble. That
has been straightened out and things are running smoothly now
at 6o m. p. h. :

Mr. Mailloux.—I want to refer to a point not mentioned in
the discussion, namely, the reference to artificial ventilation men-
tioned by Mr. Potter. I am glad to have that point mentioned by
Mr. Potter, as I consider it very important, perhaps one of the
points of greatest importance to street railway men at the present
time. All street railway men are familiar with overheated motors,
especially when they find themselves compelled to add another
trailer to an overworked motor that is already hauling one or two
trailers. They find that the motors are overworked to the point
where the poor things give up the ghost. In many cases, while
the practice of adding trailers, which is always reprehensible, since
it is often unavoidable, palliative measures are sought through the
means of artificial ventilation, and if no extensive use of this
means has yet been practically made, it is because it has not yet been
developed sufficiently. I took up the matter with my associate, Mr.
Gotshall, some years ago, out of necessity. We found ourselves
compelled to resort to artificial motor ventilation, because we feared
that we could not obtain the desired schedules on the New York
& Portchester Railroad without it, since the largest motors then
on the market were not of sufficiently large size. Since that time
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larger motors have been made, and it may not be necessary to re-
sort to artificial ventilation when we get running, but the attention
we gave the subject at that time showed conclusively that the same
methods which we had in view should be successfully applied in
many cases.

I have been surprised in talking with street railway men
to find the great necessity which actually exists for artificial
motor ventilation. I am glad, therefore, to have the manufacturers
who have good facilities for developing such methods as that take
hold of it and see what can de done. I fear ventilation cannot be
accomplished by means of ventilating fans. I think some means
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of producing a current of air having a greater pressure than is
obtained from fans will be necessary. We contemplated using
first the exhaust from the air brakes, and, secondly, a direct air
stream taken from the auxiliary air brake tanks, which would mean
that the air compressor would have to be made of larger capacity
in order to afford sufficient air for ventilation, in addition to that
required for the air brakes. I hope that even the ventilating fan
will succeed, as it possibly will in large units. In the case of small
motors under street cars I think it would be useless, but it is
interesting to find that efforts are going to be made in that di-
rection.

PAPERS PRESENTED AT THE
OPERATING DEPARTMENT VS. CLAIM DEPARTMENT

BY E. W. O’CONNOR,
Claim Agent, Savannah Electric Company

The relationship between the superintcndent and the claim de-
partment should be most cordial, inasmuch as their interests are
identical. We find that the claim department can best co-operate
with the transportation department by keeping in close touch
with the trainmen, noting negligence, carelessness, ctc., and im-
mediately reporting the time and circumstances to the superin-
tendent, who in turn applies the necessary remcdy. All of this
should be done in perfect good faith without causing any friction
or the slightest suggestion of usurping any authority—simply the
best ways and means to lessen accidents.

We also find it good policy that after the trainmen are in-
structed by the transportation department in the operation of
cars to give them in charge of the claim department for thorough
instruction in the handling of accidents and the best way to avoid
them. As we know, at least 50 per cent of?accidents are attribu-
table to women disembarking from cars the wrong way, that is,
catching the grab-handle with the right hand and facing the rear
of the car and stepping off just as the car is in the act of stopping.
The result is invariably the same—a fall backward. The crew
are immediately on the ground assisting her to her feet, brushing
dust from her skirts and offering sympathy galore. Sometimes
she will thank them,—perhaps exonerate them,—and walk to her
home feeling a little mortified, perhaps, about the figure she cut
before the rest of the occupants of the car, but really feeling all
right. ’Tis then that the ambulance chaser, runners and neigh-
bors get in their work. A physician is sent for. Ordinarily a
dose of salts and a little liniment would be all that is necessary;
“but,'a street car accident, why, that is different,”” quoth the doc-
tor, as visions of a fat fee arisc before him.

In the next scene, probably on the next day, a letter is handed to
the claim agent from some “shyster” that his client (if married) is
suffering from a possible miscarriage (if this sidec of fifty years),
but at all events a floating kidney, menstruation fearful, partial
paralysis, heart-rending pains in the back, badly bruised, man-
gled, innumerable laccrations (invisible to any one save the doc-
tor), any one of which will amount to a permanent injury—all
on account of the careless, vicious and malignant manner in which
his said client was treated, for just as she had one foot on the
running board and was in the act of placing the other on the
ground, the fiend of 2 motorman started the car off with a sudden
and violent jerk, hurling his said client to the ground, “all of
which I would be pleased to settle for a fee for myself and the
doctor, and we will treat our client right,” or words to that effect.

If the case should ever comc up for trial, that same woman
would get on the stand and under oath swear that the allegations
set forth by her lawyer are true, when she knows she is telling a
deliberate lie—all for the sake of the almighty dollar. How often
have you been up against the same proposition?

I merely cite you this in order again to call attention and to
urge earnest co-operation between the transportation department
and the claim department. Somc roads adopt the system of
Laving the conductor (on open cars) stand on the running board
with both hands on the grab-handles and not allow a woman to
leave her seat until the car is fully stopped. Others adopt differ-
ent methods. For that reason we have organized this association
in order to exchange ideas on anything that may be of mutual
benefit to our respective roads.

The Savannah Electric Company, of Savannah, Ga., operates
one of its suburban lines to a salt-water resort known as the Isle
of Hope, a distance of about 6 miles from the city. While one
of its vestibule cars was returning to the city on Saturday, Oct. 8,

CLAIM AGENTS’ CONVENTION

1904, about 11 p. m., it ran into a wagonload of negroes at a
grade crossing, killing two, Silas Barns and Edgar Barns, father
and son. The widow, Emma Barns, was also an occupant of
the wagon at the time of the accident and was considerably bruised
and shaken up. She declined to treat with the claim agent of the
company, but placed her case in the hands of attorneys, who filed
suit on Oct. 15, just nine days from the date of the accident.
The amount of the suit was for $27,123. This amount included
her personal injuries in connection with the death of her husband
and son. On July 28 a settlement was effected with the attorneys
for $1,250. On July 31, one of the relatives of the widow Barns
called on the claim agent of the company and wanted to know:
“How much moneys-de railroad gin to dem liars wat hab Emma
Barns’ case.” Being asked the amount she received, his reply was:
“Fo hundred and sixty tree dollar and tweny fibe cent.” Or, in
other words, the lawyers got $824.75, and the woman who lost
her husband and son, aside from her own injuries, received
$463.25. Ye gods and little fishes, does this remind you of the
story of the superintendent who shook hands with the short arm
conductor and thanked him for returning the car to the barn at
night? i
_—_“‘_—

BOGUS CLAIMS AGAINST STREET RAILWAY COMPANIES

BY JAMES R. PRATT,
Claim Agent, United Railways & Electric Company, Baltimore, Md.

Some time ago I received a notice from the secretary of your
association, requesting me to come to Philadelphia prepared -to
make a few remarks upon the subject of fakirs, malingerers and
ambulance chasers. I wondered at first if anything personal was
meant, then decided he referrcd to those outside the railway com-
panies. That all of these people exist, is well known to every
one who has had any cxperience in the adjustment of damage
cases. The methods pursued by them to secure money by dis-
honorable means is so well known to every claim agent that I
deem it hardly necessary to occupy your time by describing the
various channels through which they must work before securing
either a settlement or a verdict. I will, therefore, mainly confine
myself to somc suggestions which may be of value in eliminating
this class of people.

First—Fakirs. These may be divided into two classes: the
criminal fakir, who starts out with the intention of deliberately
getting injured for the purpose of securing money, and the malin-
gerer, or injury fakir. In most cases those who fake accidents
work in twos or threes, and conspire to defraud railway compa-
nies, public service corporations and quasi-public service cor-
porations. They properly belong to the lower class of criminals,
and, like murdcrers, will almost invariably leave some loophole
whereby with persistent effort they are eventually brought to jus-
tice. A system of photographing suspicious claimants., who may
be classed as floaters, or persons who have no permanent place
of abode, would probably aid much in eliminating accident fakirs.

Second—The injury fakir or malingerer. This class is by far
the most dangerous of any class of crooks with which defendants
in damage cases have to contend. Morally, these people ought to
be looked down upon and despised with more contempt than a
common thief, because thcy have it in their power, when trained
by legal and medical minds, to perpetrate fathomless frauds. It
frequently happens that a person, honest in the ordinary walks
of life, is very slightly injured in an accident. At first he pays
little attention to thc injury, but upon reaching home and con-
versing with friends, many of them newly discovered among the
legal fraternity since his misfortune, he is advised to take some
action against the person or company through whose agency the



674

accident occurred. The injured party at first thinks he has no
case because he does not feel that there is any responsibility on
the part of the person or corporation connected with the accident,
and makes a statement as to how the accident occurred which
would tend to relieve the person or corporation from any liability
whatever. His friends begin to talk to him and advise him that
he should take some action, to which advice he listens, and, in
the language of the street, sees a chance to make ‘‘easy money.”
If his mind is once made up to this, he at once lends himself to
the unscrupulous, and I must say, dishonest lawyer, medical man
and ambulance chaser, and he is willing then to testify to any-
thing that is necessary to make out a case of negligence; his
medical man is willing to testify to all kinds of serious and per-
manent injuries, such as shock to the nervous system, spinal
trouble, floating kidneys, pains in various parts of the body, loss
of sleep, and, if the injured party be a child, one of the favorite
pieces of testimony produced by the parents and medical men is
absentmindedness. The testimony sometimes shows that a child
is sent to a grocery store to get a pitcher of milk and asks for a
pitcher of water; again it is sent for bread and asks for butter; all
of which I have heard parents and medical men testify to in court.
It is really very pathetic to see how easily some plaintiff’'s con-
science fades away at the trial of a damage case.

Then there are people who meet with an accident and who
are only slightly injured but, aided through a process of mental
suggestion by those who traffic in injuries, finally honestly be-
lieve that the injuries are serious and brood over the accident
until they suffer from melancholia or perhaps become hysterical.
These people are often difficult to deal with, and much depends
upon the character and ability of the attending physician. They
may be attended by a physician who is perfectly honest, but who
belongs to that class of medical men known as ‘“alarmists,” and
who is afraid that the injury is going to prove permanent and
serious. On the other hand, frequent cases have come before
me where the physician was an “alarmist” for a contingent fee.
If the physician is honest and is only alarmed at the seriousness
of the case, it usually follows that he is a man with a limited
practice and has not had much, if any, hospital experience. In
this connection I might add that the medical men who are the
most competent to treat accident cases are those who have had
a large hospital experience. They see accident cases in every
form daily. Medical experts advise us that the best way to deal
with people who are alarmed about their condition is to engage
them in some occupation which will not leave their minds free to
dwell upon their ailments, real or imaginary. Statistics show
that a passenger who is injured by the negligence of a carrier does
not recover from his injuries as speedily as an employee who is
injured by the negligence of a fellow servant and has no legal
right of recovery, which indicates to what extent mind is con-
trolled by matter. A man who has no right to recover in dam-
ages recovers in health almost twice as rapidly as his more or less
fortunate brother.

The ambulance chaser is one of the most aggressive and pro-
gressive individuals with which society of the present day has to
deal. He is very eager for business, his nerve and audacity are
unlimited, and his persistence is worthy of a better cause. To
my mind, there is no reason why such a person should exist to-
day, but the main question in many States is how to eliminate
him. The ambulance chaser or shyster lawyer, as soon as he
hears of an accident, either through the press reports at police
station houses, or by any one of the various channels through
which his information comes, goes at once to the home of the
injured party, if taken home, or to the hospital if he be taken
there. The injured party is advised of the gross negligence on
the part of the person or corporation connected with the acci-
dent, and is told what an excellent chance he has to recover dam-
ages. The rivalry between ambulance chasers is such that the
methods pursued by them in getting business are very unique, to
say the least. In our own city, one of the most persistent ambu-
lance chasers that ever existed usually goes to see the injured
party, representing that a client or friend of his has witnessed the
accident and that he, the ambulance chaser, has secured the names
of several witnesses and could prove a strong case of negligence,
but unless the case were given to him the witnesses would not be
forthcoming. The injured party naturally feels that he should
give his case to the one who is in the best position to prove it.
The ambulance chaser, of course, has no witnesses, but uses this
pretense in order to get the case. Owing to the various attacks
made on the shyster lawyer he is beginning to recognize the dan-
ger of continuing to solicit cases himself or of even employing a
regularly paid runner, and he is therefore beginning to devise
new methods of getting business. One of the favorite methods
which the ambulance chaser pursues to influence the minds of in-
jured parties is to carry with him néwspaper clippings containing
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accounts of the verdicts which his shyster lawyer has recovered,
and then presents a contract which reads as follows:

I, Peter Plaintiff, hereby employ John Smith, attorney-in-fact, who agrees
to prosecute my case against Daniel Defendant for injuries received by me,
blank date, blank time, blank place, and I further agree to pay said John
Smith, attorney-in-fact, 50 per cent of such sum of money as I may recover
either by way of verdict or compromise; and I further certify that I sent
for the said John Smith, attorney-in-fact, and requested him to take my case,
and that he did not come to my house before I sent for him.
¢ (Signed) PETER PLAINTIFF.

When this is done the question of how the accident occurred is
discussed. The description of the accident given by the injured
party ‘may be such as would prevent his recovery. The ambu-
lance chaser then says, “On your own statement you have not
much of a case, but if the accident had happened in this way,
etc. (describing a case of negligence), you would have no trouble
in recovering.” The injured party begins to study over it, and
finally works himself up to a certain pitch whereby he discovers
that what the lawyer says is identical with what he did say or
intended to say .in his narration of the accident, and if it be a case
of falling while boarding or alighting from a car, the usual stereo-
typed testimony is that he had one foot on the step and one on
the ground when the car was suddenly started and he was pre-
cipitated to the ground and sustained serious and permanent in-
juries. It is also amusing to discover the extent of the legal
knowledge of many ignorant people. Frequently we hear in court
descriptions,of an accident, the wording of which is identical with
the language used in our Appellate Court decisions where the
plaintiffs were permitted to recover. How often in cases against
the railroad company we hear the plaintiffs testify that they
stopped, looked and listened—those watchwords which the courts
have written over the doors to the steam railroad companies’
treasuries—these words throw open the doors and they step in
and take the money. From this it may be seen that the ambu-
lance chaser is not only guilty of common law barratry, but of
the more serious crime of subornation of perjury. These peo-
ple are the:most difficult class to eliminate, and for myself, I
would rather deal with a criminal fakir than with an ambulance
chaser and an unscrupulous lawyer.

One of the favorite methods pursued now by shyster lawyers is
to have a number of steerers located in different parts of the city;
the steerer is usually a person .engaged in some occupation—in
some cases it is believed they are persons who hold public posi-
tions—and as soon as he hears of an accident he proceeds to the
nearest telephone and informs the shyster lawyer, giving him the
name and address of the injured party. The shyster lawyer upon
receipt of this message goes at once to the home of the injured
party and states that he was sent for; when pinned down to it,
does not know by whom, but presumes it was the injured man
himself or one of his relatives or friends. He immediately starts
the usual line of talk in order to get a 50 per cent contract.
When an effort is made to get at the shyster lawyer for this kind
of practice; he invariably states that he was sent for—sometimes
he claims the injured party sent for him, oftener he cannot re-
member just who it was. This also applies to physicians who
make a practice of testifying for plaintiffs. Frequently, when one
of these physicians is on_ the witness stand, under oath, an effort
is made by the defendant’s counsel to show the connection which
exists between the plaintiff’s counsel and the expert medical wit-
ness, but the medical man never has any recollection of who called
him to attend the plaintiff other than the message came by 'phone.
From this it is very evident to any fair mind that this kind of a
medical witness has no regard for the sanctity of an oath.

Nor has this practice even the redeeming feature of being a
blessing in disguise to those whom the shysters approach. It is
true, perhaps, that in some genuine cases of injury where the
people would be entitled to recover they are too ignorant to
make claim for redress, but in these days of damage-suit enlight-
enment the ignorance of a man injured by a railroad or railway
company who does not understand that he may bring a suit, is
indeed the acme of ignorance, and the enlightenment of the
Russian peasant will shine brightly beside the darkness of the
ignorance of such a man.

Of course, some people are benefited pecuniarily by the shyster
lawyer who persuades them to bring suit; but these are the people
who know they have no right of action and can be benefited only
by their own fraud. The party who has honestly suffered an in-
jury can get a square deal and a larger return by dealing directly
with the companies themselves, or if they refuse them, through
an honest, reputable lawyer, than by the best of the shyster law-
yers, who not only under contract take 50 per cent of the amount
recovered, but by the most dishonorable methods generally man-
age to absorb the lion’s share of the claim or verdict. I think it
can hardly be questioned that it would be much to the benefit of
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the honest claimant to have the shyster lawyer and the ambulance
chaser behind the bars. p ;

It has not been so many decades ago that the legal profession
was a liberal profession, and solicitation of cases was a criminal
offense at common law. It may still be so in many of the States.
It was made a criminal offense, not because of any gentleness
toward the profession or toward those who have committed an
injury, but for the protection of the community. Nothing was
deemed to be more injurious to the community than constant
litigation which broke into the peace of the community, stirred
up conflicts among the people, and found its way into the sacred-
ness of home life. The lawyer, therefore, in those days who dared
to approach an individual unsolicited with a suggestion of litiga-
tion was not only debarred by his professional brethren from
further practice, but found his way into the common jail. It may
or may not be a criminal offense at common law to-day, but the
principle of the protection of the community of the days of com-
mon law which made it a criminal offense is still an abiding prin-
ciple in our larger and more complex life of to-day.

But the question, however, which miost concerns us now is not
so much the methods pursued by fakirs, malingerers and ambu-
lance chasers to obtain money dishonestly, or how to meet them
at the trial table, as how to eliminate them. Under the condi-
tions which exist in politics to-day, it is doubtful if the shyster
and amRulance chaser can be entirely eliminated, but with con-
stant effort and united action it seems to me there could be some
method devised by which they could at least be kept in check.
The reputable lawyer and physician with a fearless and abso-
lutely fair-minded jury can do much to relieve the existing con-
ditions. It should be the duty of an attending physician, as soon
as he finds that a claimant is faking an injury, to advise him at
once.that he will have nothing further to do with the case unless
the claimant makes up his mind to act fairly and honestly.

When it comes to actual fight at the trial table there are a
number of little practices that constant study will produce and
which -often give good results. In cases where it is suspected
that the plaintiff and his witnesses will testify to such facts as
might be necessary to prove their case, it is very desirable that
the witnesses be excluded from the court room. I have seen this
worked successfully; in fact, I recall one case—a wagon collision—
in which no two of the witnesses could tell the same story; some
of them had the wagon going in so many different directions
and the car going in two directions, that the jury just laughed at
them.

Under the decisions of our own courts, and of the United States
Supreme Court, the court cannot compel the plaintiff in a dam-
age suit to submit to a physical examination, but our courts have
held that if the application is made and the plaintiff refuses to
submit to an examination, his refusal is a matter that can be
argued before the jury. It has been found desirable when a case
is first called in open court to make an offer in the presence of the
jury to have the plaintiff examined by any physician whom the
court might name. If the plaintiff refuses, it should be an indica-
tion to the jury that the injuries are not genuine. Satisfactory
results have been obtained by this method. Reputable lawyers,
by united and concerted action can accomplish much toward
breaking up the practice which prevails in most of the coun-
try in damage cases, many of which practically amount to black-
mail, to which end I would offer the following suggestions:

First—That an organization composed of a committee of young,
active and aggressive lawyers, to be known as a vigilance com-
mittee, be formed in every large city. This committee should
gather all information possible in relation to the practices. pur-
sued by shyster lawyers, unscrupulous physicians and ambulance
chasers, and should keep a record of the testimony given by un-
scrupulous physicians who make a practice of testifying in cases
as to serious and permanent hidden injuries; also keep a card in-
dex of all professional and suspicious witnesses, whether medical
or otherwise, and report this, with any other information bearing
on the subject which they may be able to gather, to the Supreme
Bench of their respective cities. This committee should be com-
posed of men who are absolutely honest and absolutely fearless
and who would not be afraid of a little criticism from the under-
element of the bar.

Second—The passage of a law by the Legislatures of the va-
rious States, which would not only disbar and punish the shyster
lawyers who persistently gun for cases, but also punish the common
ambulance chaser, who, under existing conditions, is practically
absolved from any criminal action whatever. He’is not a mem-
ber of the bar, but is one of the greatest curses with which the
community has to deal. Such a bill should meet with the ap-
proval of the better element of the bar in all States and can only
be opposed by the shyster lawyer and his followers.

Third—In the event of the failure of the two previous sugges- '
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tions, the passage of a law by the Legislatures of the various
States which would require plaintiffs in all cases before instituting
suit to deposit with the clerk of the court in which the suit is
brought, an amount of money estimated to be sufficient to cover
the costs of the suit, or to give security for like amount, said
security to be approved by the clerk of the court in which the
suit is filed. This, in some cases, might work a hardship, because
it is undoubtedly true that there are honest people who receive
bona fide injuries and who have a right of action, who are
not financially able to deposit the amount of costs or to give se-
curity for same. This objection might be overcome by the adop-
tion by the various States of an act of Congress which authorizes
the bringing of a suit in forma pauperis. g

A still better method probably would be a law making the at-
torneys who bring the suits personally responsible for the costs.
This, to my mind, would be the most effectual means of driving
the shyster lawyer from the court house, or temple of justice, as
he chooses to call it.

The ambulance chaser and the shyster lawyer are a menace to
society, an obstruction to business and a curse to the legal pro-
fession; they prowl around like hungry wolves seeking whose
property they may devour. The question may well be asked: “Is
a man even in the humbler walks of life, who by industry and thrift
has saved enough to procure a home for himself and family,
secure?” The ambulance chaser and shyster lawyer first leveled
their guns at steam railroads and street railways, as this class of
defendants comes in more frequent contact with a greater number
of people than any other public service corporation. The work
of the ambulance chaser was gradually extended until it embraced
private corporations, manufacturing establishments, large mer-
cantile houses which are compelled to employ a great many per-
sons, and the retail dealer who may employ only a few clerks and
drivers. To-day the shyster lawyer finds his way into the home
and drags into court the ugly petty quarrels of the family, that
would have otherwise been quietly and easily settled but for his
bestial presence.

We hear so much of the prevalence of divorce to-day. Has it
ever occurred to you to what extent the shyster lawyer is respon-
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