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·i t ~ lrf' bee'n ~..-;:ii, said that the - -~_,,,.,. 
steam railroads have an advan-

REDUCING 
THE 
TRANSFERS tage over the urban electric rail
ways in the ease with which they can raise fares. The 
€lectric roads not only have to make a jump of 20 per 
cent from 5 cents to 6 cents, but they have to substi
tute an inconvenient fare for one which is not only con
venient but has been in use so long that everyone has 
become accustomed to it. To avoid this objection the 
zone system and a charge of 1 cent for t~ansfers have 
been suggested, but each plan has certain qisadvan
tages. Still another plan is to reduce the number of 
places at which transfers are permitted. It is a fact 
which can be verified from the schedules of almost 
.any large company that under the existing transfer sys
tem many rides are possible at an absurdly low charge 
per mile. We admit that any individual case is apt to 
be complicated by the existence of through routes, re
quirements in the way of service on connecting lines, 
etc. Nevertheless we believe that it would not be diffi
cult to devise a transfer system which would grant the 
privilege to the short rider only on the through route, 
and to decline it to the long distance passenger, if such 
a plan was legally permitted. Most roads in the past 
have been so over-generous with transfers that we be
lieve the commissions might look with favor upon this 
method of increasing fares, should a definite plan be 
devised which would be practicable for each particular 
case. 

PROHIBITION Iowa went "dry" last year-long 
AND THE enough ago so that the residents 
CITY RAILWAYS of this wealthy farming state 
may begin to determine the results. It seems a rather 
remote step from prohibition to the street railways, yet 
they appear to be sharing in the net returns. In Des 
Moines, for instance, there has been a noticeable in
crease in the amount of evening traffic on the city cars. 
This is attributed to the effect of the law, and inci
dentally indicates that the moving picture theaters are 
conducive to greater transportation earnings than the 
saloons. Many men who formerly stopped at the cor
ner bar on their way home from work and spent a dime 
or 20 cents are now going directly home and then com
ing back downtown 'after supper and bringing their 
wives and perhaps their ch ildren to see a picture show. 
Where the street car company formerly received a 
nickel from them to carry them home, it now earns an 
additional 20 or 30 cents. Human beings will have 
a musement, and if the bottle variety is lost to common 
usage, the movie is often the more wholesome enter
tainment to which they will turn, and the railways 
profit by the change for the better. 

THE MILWAUKEE'S In our first issue of the current 
LENGTHENED year mention was made of the 
ENGINE DIVISIONS promising outlook for new steam-

railroad electrifications, and the first of the projects 
which were germinating during the past year has al
ready taken definite form. This is the plan for ex
tension of electric operation on the Chicago, Milwaukee 
& St. Paul Railway to the west of the present electric 
zone. According to the report, which is outlined on an
other page of this issue, the 220 miles of electrified 
track included in the immediate program will extend 
over the two engine divisions east of Seattle, leaving 
a gap of about an equal distance between the new zone 
and the Western terminus of the existing one. The 
primary object, obviously, is the provision of electric 
power over the Cascade mountains, leaving the com
paratively level line across the fertile plain of Eastern 
Washington to be served by steam. In the latter region, 
of course, the need for the economies of the electric lo
comoti ve is less emphasized, but that the gap will be 
closed within a relatively short time goes almost with
out saying. What the Milwaukee road has done is the 
demonstration, on a gigantic scale, of the savings to 
be effected by long-distance operation of electric loco
motives, and the results, while not available in actual 
figures, have been shown to be successful by the mere 
fact of the present plan for an extension of the system. 
During the past year of trial the economies have been 
obtained with electric locomotives running over engine 
divisions only twice as long as under steam operation, 
and the possibilities that will exist for cutting out ter
minal losses, when the whole 900 miles of line are elec
trified and permit still longer runs, are fairly stagger
ing to the imagination. 

PREPARING 
FOR LABOR 
CONFERENCES 

On a certain electric railway the 
representatives of the employees' 
union conduct careful rehearsals 

before sitting down at a conference with company offi
cials. One set of delegates takes the men's side; an
other set puts itself in the places of the company officials, 
and the pros and cons are debated with red-hot enthu
siasm. This is a form of preparedness that might well 
be practised by railway officials as well. The energy 
and time expended by company representatives in con
sidering the issues from every angle would be used to 
an exceedingly good end. The outlining of the com
pany's side in debate would unquestionably tend toward 
a better understanding of its position in the subs"equent 
negot iations, and'the more that was done to secure the 
viewpoint of the employees the more likelihood there 
would be of a prompt and just settlement. In other 
wdrds, we are inclined to think that a well-prepared and 
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able management could secure concessions from a well
prepared union delegation that could not be obtained by 
unprepared officials in dealing with an ill-informed 
group of employees. Of course, the well-prepared group 
will do its best for its cause, but the basis of negotia
tion is certainly improved with fuller knowledge gained 
from discussion and close application to the conditions 
of each problem. 

A FUNDAMENTAL A note was sounded through-
OF WOOD out all of the sessions of the 
PRESERVATION Wood-Preservers' convention of 
last week to the effect that treatment of timber, to be 
successful, must be accompanied by proper handling of 
the wood before and after treatment. To the layman 
attending technical sessions of a highly-specialized in
dustry the expression of such an elementary formula is 
interesting, but it is at the same time surprising enough 
to make a very definite impression. It appears that 
not even wood preservers have universally recognized 
the inability of any commercial process of preservative 
treatment to stop decay that has once gained a foot
hold. The application of preservatives merely estab
lishes a protective covering around the outside of the 
stick, and if this covering is interrupted at any point 
or surrounds a decayed spot that may subsequently 
spread its infection from within, the treatment is 
merely a waste of money. In practical application this 
principle demands that timber, as soon as it is cut, must 
be stored in a clean, dry spot and must be piled so that 
air has free access to all sides of every piece. In fact, 
a stick of wood seems quite as subject to contagious 
disease as any mammal and must be protected from the 
attacks of germs with equal or even greater care. Af
ter treatment the same rule applies, and if the treated 
timber is sawed or bored and the untreated interior ex
posed, decay will follow just about as fast as if no pre
servative had been applied. This fundamental principle 
is, apparently, more often violated than any of the gen
eral rules in timber preservation, and from this cause, 
no doubt, come a majority of the apparently inexplic
able cases where treated wood fa ils to last in service. 

DEVELOPMENT OF TRAFFIC 

There are two ways of increasing the net earnings of 
any company. One of these is to increase the gross 
receipts; the other is to decrease the operating expenses. 
Under present conditions, the former seems the more 
practicable, and it is the plan urged by four traffic man
agers who contribute to a symposium this week on 
the "Development of Traffic ." 

It is obvious that any electric railway devoted purely 
to passenger business, especially that traffic which comes 
from absolutely necessary riding, has a low service fac
tor, and almost any way in which this factor can be 
increased means greater net receipts. The investment 
in track and for right-of-way, in the case of an inter
urban road, is a very large proportion of the total in
vestment on every road, but if this property is idle, or 
practically idle, for from six to twelve hours during 
the twenty-four the railway is not making the most of 

its opportunities. This is the great argument in favor 
of greater traffic development, especially in the direc
tion of less-than-carload freight, which can be hauled 
during those times when the power station and track 
would otherwise be practically unused. 

The business is one which, of course, has its own char
acteristics. It must be developed along different lines 
than the haulage of passengers, and to secure the best 
results some add itional investment is necessary in the 
way of equipment, and some more is desirable in the 
way of terminals and perhaps for sidings and cut-offs. 
But such investment is small compared with that in the 
entire plant, and by a judicious selection of the kind of 
fre ight to be solicited so that it will include that on 
which the highest rates are paid, most companies should 
be able to develop a satisfactory additional income. Just 
what to do and how to do it form the subject of the 
articles already mentioned, and we believe that the 
testimony there given as to results which have been 
secured on the four roads concerned should be of value 
to many companies. 

STATE TAX FOR CITY-OWNED LINES 

The California State Board of Equalization, as men
tioned in a news note last week, has made a recommen
dation that has quite an important bearing upon the 
question of governmental fairness to privately-owned 
utilities in California. In short, the board urges the 
enactment of a law by which municipalities owning and 
operating public utilities shall be required to report 
to it and pay a t ax on gross operating revenues similar 
to that imposed on privately-owned companies. This 
proposal has special application to the electric railway 
field on account of the municipal lines operated in San 
Francisco. It should be understood, of course, that 
the lack of such provision heretofore has not served 
to inflate the net profit of the municipal system, for 
a lthough it pays no taxes it is required by charter pro
visions to take into account charges for taxes, city inter
departmental work and insurance, so as .to make pos
sible a comparison of its results with those of private 
operation. For example, the latest complete report of 
the municipal lines includes in income deductions an 
item of $86,029 for the State franchise tax of 5¼ per 
cent upon gross operating revenue. This tax has not 
been paid to the State, however, and this fact, in the 
opinion of the Board of Equalization, throws an unfair 
burden upon people in other parts of the State. 

As we understand it, the authorities on taxation in 
California are now somewhat uncertain as to whether 
special legislation of this kind is necessary. The gen-
era! tax law provides that all "properties" owned by the 
Stat e, counties and municipalities are exempt from 
taxation, but five years ago an amendment was passed 
to the effect that all utilities of designated kinds are 
to be taxed by the State on the basis of gross oper
ating revenue. In other words, municipally-owned utili
ties are not specifically exempted. It might, therefore, 
be legal simply to levy the State tax on the municipal 
utilities, but this might involve long litigation as to 
the intent of the lawmakers, which the direct passage 
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of a new bill would avoid. Certainly there is no sound 
reason why the municipally-owned utilities should not 
bear their just proportion of the State tax, and with 
the equity of taxing them irrefutable the law should 
be made specific to this effect. 

ACCIDENT PREVENTION VIA THE 
GENERAL MOVIES 

Moving pictures have played a most important part 
in many recent accident prevention campaigns exem
plifying the value of the safety-first idea. Such dis
plays have stimulated interest among street railway 
employees, their families and friends, and the good 
which ocular evidence of the penalties of carelessness 
has effected cannot be measured. The wisdom of pre
vention through every possible agency needs no demon
stration, and it is such a wholesome thing that even 
the general moving-picture houses are willing to devote 
some of their "footage" to this good cause. 

From the standpoint of the operating man, however, 
it is desirable that any demonstrations of the dangers 
of boarding cars when in motion, alighting while facing 
the wrong way, holding bundles improperly, failing to 
look out for cars and automobiles on either side of the 
street center line, etc., shall be not only technically cor
rect from the railway aspect of the case, but that the 
maximum impression shall be made on the observer. In 
a photoplay display recently viewed which has the laud
able object of warning the public against its own care
lessness in street car use, the "play-up" of the accident 
in almost every case was so weak as to give the onlook
er the impression that only trifling injuries result from 
carelessness or a criminal disregard of the rights of 
others on the street. The apparent victims in practical
ly every instance appeared to suffer little more harm 
than black-and-blue spots and generally walked away 
from the scene with surprising alacrity. 

No sensible operating man wishes to overdo the job 
in demonstrating the dangers of certain practices on 
the part of the public, but there is room for some use
ful co-operation between the "movie" director and the 
transportation man in properly staging such scenes. If 
a boarding accident is to be depicted, it is better to use 
a type of car permitting entrance while it is in motion 
than to attempt to illustrate the affair by a piece of 
rolling stock which has been specially designed to pre
vent precisely this kind of accident, and which, in fact, 
makes boarding while the doors and steps are closed 
almost an impossibility. Then, too, the resources of the 
camera man in adjusting the speed of cranking the film 
to the requirements of the particular illusion sought 
should enable more realistic speed and tumbling effects 
to be attained in the illustration of some kinds of ac
cidents, notably those resulting from the failure to look 
for the oncoming car or motor-vehicle in the opposite 
direction to that previously taken, and this without ex
posing the actors to increased personal risk. And final
ly, when the accident is depicted, would it not add much 
to the value of the film to include one or two hospital 
and convalescence scenes to clinch the impression of the 
price paid for carelessness? 

In the i~dustrial field, moving pictures of accidents 

often go so far as to show the permanent injuries re
ceived through heedlessness and perhaps hint at life
long disabilities and hindrances. Certainly the general 
public needs to be fully warned of the perils of a care
lessness which no railway company can control outside 
its own ranks and which adds so much yearly to the 
burdens of operating men from the humblest switch
man to the highest executive. Thus far, the connection 
between the electric railway industry and the moving
picture world has been of a pioneer character, but the 
futu re is likely to witness a closer relationship as the 
demand for industrial and pseudo-scientific back
grounds for scenarios increases and as railway man
agers realize the immense power for suggestion resi
dent in the modern film. 

ANOTHER AD'\;ANCE MADE 

Gradua!1y the New York courts are interpreting the 
public service law and in so doing are confirming the 
title of the commissions t o wide discretionary powers in 
increasing as well as decreasing utility rates, even when 
such increases are counter to existing statutes or 
municipal agreements. Some t ime ago, it will be re
called, the New York Court of Appeals declared in the 
Ulster & Delaware case that the Second District Com
mission had power to raise the mileage book rate from 
2 cents per mile which had been deemed sacrosanct. 

Now, under a decision by the Appellate Division of 
the Supreme Court, the same commission has been told 
that it should not be estopped by local franchise pro
visions from fixing reasonable rates. In 1915, as ex
plained elsewhere, the commission denied the petition of 
the New York & North Shore Traction Company for a 
fare of 15 cents, on the ground that the municipal con
sent for construction stipulated a 10-cent. fare and no 
increase could be made without the consent of the local 
authorities. This, the court now holds, is not true. Al
though the constitutional provision in New York re
quiring municipal consent for franchises is a restric
tion upon the Legislature, the constitutional clauses re
garding legislative power over rates and the delegated 
commission power over rates form a restriction upon 
local authorities in regard to attaching conditions to 
fix the rates. Thus, although in practice a fare might 
be agreed upon by utility and municipality in institut
ing service, the public service commission law provides 
for the later adjustment of such fare up or down as 
reason and justice demand. This is as it should be, for 
to determine fair rates is not the proper duty of either 
party directly concerned but of the impartial body to 
which the Legislature has delegated its power. 

By a singular coincidence we are this week again 
calling attention to the remarkably well-equipped and 
conducted organization of the very commission con
cerned in these cases. This organization will undoubt
edly be of great assistance to the commission in ful
filling its duty of complete regulation along the liJ!e 
now indicated by the court. Hereafter, we are sure, 
the commission will feel more self-assurance as to its 
power of determining all rate questions accord ing to 
the merits of each particular case. 
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How a Commission ~ 7orks 
With a Description of the Divisions of Statistics and Accounts, Capitalization and Tariffs 

and of the Central Clerical Office, This Article Concludes the Story of the Public 
Service Commission for the Second District of New York 

FOR the purpose of showing the extent t o which the 
machinery of regulation has been thus far devel
oped in this country, the ELECTRIC RAILWAY JOUR

NAL began in its issue of Dec. 30, 1915, a description of 
the organization, cost and work of the Public Service 
Commission for the Second District of New York. 
This first part, however, covered only t hose organiza
tion units consisting of the three leading groups-the 
commissioners themselves, their legal and confidential 
staff, and the administ rative Jivision-and the five 
groups that supervise grade crossings and separate 
classes of utilities, viz., elect ric railways; light, heat 
and power companies; steam railroads, and telegraph 
and telephone companies. There are four other groups, 
which are in general concerned with all classes of utili
ties. These-the divisions of st atistics and accounts, 
capitalization and tariffs, and the central clerical office 
-are described in this second and final part of the 
article. 

DIVISION OF STATISTICS AND ACCOUNTS 

The personnel, general duties and salaries of the offi
cials in the division of statistics and accounts are as 
follows: 

Ti tle D uties 

ADMINISTRATIVE GROUP 

Statistician in Charge : 
General s upervision, pl a nning, corre-
spondence and technical review ..... .. . 

Assistant Chief Statistician: 
Assistance in supervision and in critical 
examinations devolving upon staff shown 
under second group ....... .. ......... . 

CRITI CAL EXAMINATION GROUP 

Telephone Accountant: 
Examinat ion of reports of telephone and 
other corpora tions .. ........ .. .... .. . . 

Junior Statis tic ia n : 
Examina tion of r eports a nd car e of mis
cellaneous r e la t ed routine. as w ell as 
tabulation work which ordinarily de-
volves upon the second group ......... . 

Assistant Examiner : 
Criti ca l examination of r eports and revi-
sion of forms .. ... ................... . 

Junior Accountant : 
Critical examina tion of reports ........ . 

Bookkeeper : 
Critical examina tion of reports and 
assistance on t a bula tions ........... . . 

TABULATION GROUP 

Statistical Clerk and Assistant Examiner: 

Clerk: 

Tabulation of results of critical exam• 
inations and assistance in examination 
work ........................ .. . .... . 

Examination of reports a nd r elated detail 

Salary 

$5,000 

2,400 

2,500 

1,8 00 

1,800 

1,500 

1,500 

1,080 

in connection with tabula tions. . . . . . . . . 1,080 
Clerks (2): 

Examination of reports a11d rela ted detail 
in connection with tabulations.. .. . . . . . . 900 

CLERICAL ROUTINE GROUP 

Stenographer: 
General supervision of clerical routine 
and other necessary details. . . . . . . . . . . . 1,800 

Stenographers (2): 
Stenographic routine, including typing 
of tables, etc.. . . . . . . . . . . . . . . . . . . . . . . . . 1,200 

Clerk:. 
Typewriting, operation of comptometer, 

Clerk: 
copying, etc. . ................... .... . l ,OSO 

Filing correspondence and other clerical 
routine ........... .. ......... .... , . . . 900 

Index and Filing Clerk: 
Filing correspondence and other clerical 
routine . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 900 

The foregoing groups represent reasonably dist inct 
sections charged with the performance of the classes of 

work indicated. Changes in the assignment of em
ployees, however, from one class of technical work to 
another is of almost daily occurr ence, thus making pos
sible the training of all-around men. 

The division of statistics and accounts is charged with 
the examination of periodical ( i.e., annual and special) 
reports required fro m utilities. This work falls under 
the following natural heads : the formulat ion of classi
fications, accounting forms, interpretations and instruc
tions to govern the preparation of corporation r eports; 
the critical examinat ion of such r epor ts to see that the 
rules are followed; the t abulat ion work for commission 
statistical reports; the publicat ion of these reports and 
the general furnishing of info rmation, and clerical and 
business routine. 

1. Formulation of Classifications, Etc.: 

The scope of the work under this head can be judged 
by a glance at past developments. Since the formation 
of the commission the head of the division of statistics 
and accounts, acting in conjunction with the heads of 
other divisions, has prepared numerous regulations and 
forms that have been sent out t o utilities and other 
interested parties. Among the pamphlets of instruc
tions sent to corporat ions a re those dealing with the 
uniform system of accounts for electrical, gas, telephone 
and electric railway corporations. Official classifica
tions and forms covering electrical and gas corpora
tions, natural gas corporations, telephone companies, 
telegraph and cable corporations, steam railroads and 
electric railways have also been sent out. Besides such 
general work the division stands ready at all times to 
interpret its r ulings, etc., for individual companies. 

2. Critical Examination of Corporation Reports: 

The first point of interest in connection with critical 
examination work is, of course, the requirements of the 
commission in regard to the submission of reports by 
the utilities within its jurisdiction. The rules with 
respect to the time and the manner of sending in reports 
may be indicated simply as follows: Annual reports on 
prescribed forms from all corporations, and quarterly 
reports on prescribed forms from steam railroads. The 
quarterly reports are r egarded as a supplementary re
quirement, each steam ra ilroad being compelled to sub
mit an annual report as well. For this reason, the ex
amination of quarterly reports includes only certain 
elements of the examination of annual reports. 

There are four well-marked steps involved in the ex
amination of annual repor ts, the first two being of a 
rather preliminary nature. The first step involves a 
mechanical comparison of the basic figures of the report 
under examination with the totals of the preceding 
year's report. The second step consists in verifying 
additions, subtractions, multiplications, etc., in the new 
report, being thus a purely mathematical checking to 
determine accuracy. The first advanced step is a cross
check of analogous items in different financial state
ments to determine their correspondence. For instance, 
it ems on a balance sheet are checked with the totals of 
the several supporting· schedules. As the examination 
progresses, corrections are made on a form designated 
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as "memorandum of errors," which contains captions 
facilitating the entry of facts "as reported" and as the 
examiner thinks they should be. This form is repro
duced on page 198. The second and last advanced step 
is the critical examination itself, which may include a 
preliminary and a final rev iew or only one examination. 
In either case the intention is to summarize the errors 
and discrepancies discovered and to prepare a report to 
the corporation at fault. 

3. Tabulation 
Reports: 

W ork for Commission Statistical 

The third class of work covers the classification and 
tabulation of the results of the examinations in the 
form of an abstract, which is the basis of the commis
sion's statistical reports. As in the examination of the 
reports, there are certain well 

report material; stenographic and typing routine in
volved in the preparation of reports, and correspondence. 

DIVISION OF CAPITALIZATION 

The division of capitalization is engaged almost ex
clusively in the examination of books, papers and rec
ords of companies asking for authori ty to issue securi
ties . A utility presents to the commission an applica
tion stating in detail how the money is to be used, and 
from this application a preliminary analysis is made. 
If the matters involved are varied and complicated, the 
commission holds a preliminary hearing to learn fully 
what the directors of the utility propose to do. After 
this hearing, the case is referred to the divis ion of 
capitalization for examination. Its investigation in
volves, when necessary, a thorough examination of the 

transactions of the corpora
defined steps to be followed·. 
The first is the preparation of 
the original tabulation, which 
involves the drawing-off of 
figures from the annual re
ports of distinct classes of 
corporations upon improvised 
financial stat'ements agreeing 
in classification with the 
forms used by such corpora
tions. Unimportant financial 
data, of course, are not ab
stracted. The second step is 
the verification of the original 
tabulation by checking back 
the items to the reports t o de
termine the correctness of the 
posting. The next two steps 
are the verification of all com
putations on tlie tabulation 
itself, and the comparison of 

"BEHIND THE SCENES" 
tion during the entire period 
of its existence. While this 
is going on, an inventory 
of all property is required 
from the utility, and the 
examiner analyzes this with 
the view of identifying the 
particular items of property 
which are shown on the books 
as having been acquired and 
included in the capital ac
counts. After the work of 
examining the records is fin
ished, the inventory is turned 
over to an engineer in the 
proper division, who makes an 
appraisal and reports there
on. The results are all com
bined in a final report show-

An editorial under this title, published 
in the ELECTRIC RAILWAY JOURNAL 
of Dec. 30, urged utility operators to learn 
regulatory practices as well as theory. 
They should not, it was said, confine their 
attention to the words of the principals 
in the limelight, the commissioners, but 
should be acquainted with the diversified 
work behind the scenes. To this end an 
article was presented on the same date to 
show how the many assistants of the com
missioners for the Second District of New 
York set the stage for the regulation of 
each class of utility. Now, in addition, this 
journal is taking its readers to the ' 'prop
erty room," where the accumulated records 
and data of the commission are held ready 
for instant use. A remarkable system it all 
is-utility officials should not miss the op
portunity to see it. 

analogous items in different tables to obtain a cross 
check. After these comes an important feature of the 
work, the preparation of notes to explain items on the 
abstract that are of doubtful meaning. The last step is 
that of typewriting and checking the tables. These 
steps are also followed in the abstracting of quarterly 
reports, but the process is abbreviated because of the 
limited scope of the examination. 

4. Publication of Commission Statistical Reports and 
Furnishing of Information: 

The actual printing of commission statistical reports 
and all mechanical details relat ing thereto are ref erred 
to later under the central clerical division of the com
mission's organization. The work done under the divi
sion of statistics and accounts relates only to the final 
preparation of reports as a basis for printing. The 
furnishing of information by this division, however, 
consists of compiling statements in tabular or other 
form as a basis for submission to corporations or other 
parties, furni shing personal assistance to those who 
call at the office to inquire about the financial condition 
of corporations in which they may be interested, for
warding printed or manuscript material for information 
purposes to the public generally, and assisting the other 
divisions of the commission by making its information 
available to them. 

5. Clerical and Business Routine: 

The last section of the division's work concerns the 
clerical and business routine of its office . This, in gen
eral, falls in the following groups: Handling and filing 
correspondence other than reports; handling and filing 

ing the actual condition of the 
corporation. This is sub

mitted to the corporation, which then signifies its as
sent or makes its objections. If necessary, a hearing 
is held in the matter. If the securities are authorized, 
the division follows up the case so that it can tell at 
any time the amount of authorized securities sold and 
the application of the proceeds thereof to dates within 
six and three months respectively. 

The leading employee in the division of capitalization 
is the chief ($4,000), under whom is the senior ex
aminer ($2,500), one examiner ($2,250), one examiner 
and one examiner of accounts ($2,000), four examiners 
($1,800), two assistant examiners of accounts ($1,500) 
and two ass istant examiners ($1,080). Besides these, 
there are a junior accountant ($1,080), two stenogra
phers ($1,200 and $1,080) and two copyists ($900 and 
$600) . The chief analyzes petitions referred to the 
division, supervises and directs the examiners in the 
field, and prepares reports embracing the results of 
such examinations. The senior examiner, the examiner 
of accounts and five other examiners make detailed ex
aminations of the books and acco unts,. verify liabilities 
by comparison with the original vouchers and documents, 
eliminate unnecessary items and redistribute the ac
counts as required by the official classifications. They 
also prepare correct financial and statistical statements, 
make detailed lists of property for inspection by the 
commission's engineers and report in detail on each 
company examined. It is customary to assign any one 
of these examiners to a particular case, with assistants 
as nec·essary. To one of the examiners of the $1,800 
class is assigned the special duty of supervising the 
Rtenographic preparation of reports, recording them 
und compiling data for the commission's orders. The 
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four assistants and the junior accountant do the minor 
part of the work, such as checking, verifying schedules, 
examining vouchers, etc. 

Of the 928 utilities under the jurisdiction of the com
mission on Dec. 31, 1915, there may be excluded, as far 
as supervision over capitalization is concerned, more 
than 200 municipalities, unincorporated persons, etc., 
with the capitalization of which the commission has 
little or nothing to do. This leaves about 700 corpora
tions which may reasonably be expected to require 
sooner or later an examination of their books in con
nection with security applications. Of these companies, 
there are 137 whose accounts had been examined by this 
division up to Jan. 1, 1916. Each company had its en
tire capitalization reviewed by the commission, and in 
connection with subsequent applications for authority 
to issue securities it will be necessary only to bring 
these examinations up to date. 

TARIFF DIVISION 

The work of the tariff division is mainly to prepare, 
for the approval of the commission, rules governing the 
form of tariff schedules and the procedure for filing the 
same, as well as to keep all schedules filed. This divi
sion now also handles traffic inspection at Buffalo with 
reference to freight congestion. The employees consist 
of the following: Chief of division ($4,000), traffic in
spector ($2,400), chief clerk ($2,000), senior tariff 
clerk ($1,800), stenographer-and-tariff clerk ($1,500), 
tariff clerk ($1,200), bookkeeper ($1,200), stenographer 
($1,200) and clerk ($1,080). The chief of the division 
handles directly the correspondence relating to admin
istrative work, inquiries and informal complaints, and 
issues under the direction of the commission, orders 
permitting tariff changes on short notice, suspension of 
tariffs, etc. He also acts in an advisory capacity to the 
commission and represents it in tariff conferences. The 
chief clerk attends to the classification and distribution 
of mail, the preparation of memoranda on requests for 
information, and the supervision of the filing of rate 
schedules. In the absence of the chief he is in charge 
of the division. Other important organization details 
are included below in describing the progress of the 
work, the minor clerks being most concerned with the 
filing and the indexing. 

During 1915 the schedules of rates filed for the vari
ous utilities numbered 18,272, of which 112 were re
turned as unlawful. There were also 579 authoriza
tions of various kinds relating t o rate and fare schedules 
a nd 123 contracts of gas companies and electrical com
panies, making the total filing for the year 18,862 and 
the total up to Jan. 1, 1916, 180,959. In the electric 
railway group the new tariffs filed were ninety-six for 
freight and 249 for passengers, the latter number in
cluding 192 short-term excursion tariffs. In addition, 
there were fifty-five supplements to freight tariffs and 
fifty-one supplements to passenger tariffs filed. Freight 
tariffs numbering 100 and passenger tariffs numbering 
239 were cancelled. 

A considerable amount of work is involved in the 
handling of all these r ate schedules. They are received 
by the stenographer-and-tariff clerk, who reviews them 
to see that they are accompanied by a proper letter of 
transmittal, and that postage is inclosed if a receipt is 
desired. They are handed to a clerk, who stamps the 
date on them and enters them in the receipt book. A 
specimen page of this is shown in the illustration on 
page 199. The schedules are then sent to the chief 
clerk, who examines them to see whether proper notice 
is given as to the effective date and whether they gen
erally comply with the commission's r ules as to arrange
ment. They are next returned to the clerk to be sorted 
according to the various corporations, the gas, electric, 

t elephone and telegraph schedules being given to the 
stenographer-and-tariff clerk and the common carrier 
schedules to the senior tariff clerk. If the new schedule 
is an amendment to or a superseding issue of the sched
ule on file, a comparison is made to ascertain what 
changes have taken place. As the schedules pass through 
the described route, a memorandum is made if any de
fect is discovered, and the defective schedules are sent 
to the chief of the division to be taken up with the cor
porations for correction . . 

Besides this routine work in handling rate schedules, 
the tariff division each week publishes a tariff bulletin, 
which is edited by the senior tariff clerk. A specimen 
copy of this is reproduced on page 199. These bulletins 
are the means whereby the public is kept informed as 
to changes in rates, etc. They are free to the public. 
Each weekly issue is ready for delivery, one to each 
applicant, at the office of the commission in Albany 
on Monday morning. The bulletins are regularly mailed 
free to commercial organizations, trade publications, 
and the daily and weekly press, and they will also be 
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COMMISSION REGULATION-FORM FOR CORRECTIONS USED IN 
DIVISION OF STATISTICS AND ACCOUNTS 

mailed periodically to shippers or carriers upon written 
request if the necessary postage is supplied. In 1915 
the tariff bull etins contained 8138 items, which involved 
the examination of 15,312 schedules. 

The work of the tariff division, in order to be effec
tive, requires an accurate system of filing. The present 
file case contains 222 drawers (10½ in. x 12½ in. x 24 
in.), arranged in sections six drawers high. These 
sections show on their face the section numbers and the 
numbers of the filing corporations whose tariffs are 
contained therein. All tariffs are numbered consecu
tively by the commission and filed accordingly. Certain 
drawers contai n tariffs in effect, while others contain 
those cancelled or superseded. The index case takes 
cards 3 in. x 5 in. 

The intricate character of the indexing is well shown 
by the five-division system for steam railroad cards. 
First, there is a road card showing the name of the 
corporation; second, cards showing the form and the 
number of powers of attorney and concurrences giving 
the road authority to issue joint tariffs, and third, a 
division card headed "Local Rates." Back of this are 
cards showing for each tariff the file-case section, the 
road number, the point from and to which it applies, 
the history of rates by tariff numbers, and the dates 
effective. The fourth division of the scheme of index-
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ing provides for a division card headed "Miscellaneous 
Schedules." Back of this are filed the cards indexing, 
in the same manner as class rate tariffs, all the miscel
laneous schedules for back-haul charges, stock-feeding 
and watering charges, switching charges, etc. These 
miscellaneous schedule cards are filed alphabetically ac
cording to application behind sub-division letter cards. 
The fifth index division is for "Joint Rates." This 
group includes sub-division cards numbered to repre
sent the road numbers of carriers, behind which are 
filed the index cards for joint rates. Moreover, all 
articles for which commodity rates are provided are 
indexed by this divi sion as to article. Such indexing 
requires the making of from one to approximately 500 
cards for a tariff. 

Before leaving this division a mention should be made 
of its work in inspecting freight congestion. One em
ployee, the traffic inspector, is located at Buffalo, where 
congestion is more prevalent and requires prompt inves
tigation and provisions for relief. He looks after com
plaints and does such field work as is from time to time 
assigned to him. He also makes a number of investiga
tions of the movements of less-than-carload shipments 
of freight between points on trunk lines. These in
spections operate to keep the carriers' service uniform 
and to obviate complaints against delays which occur 
when carriers do not maintain their train schedules. 

CENTRAL CLERICAL OFFICE 

The work in the central clerical office is so diversified 
that it can probably be best explained by describing 
first the clerical employees, with their respective duties, 
and then important points in connection with the most 

NAME OF' CORPORATION - ------------

J 

COMMISSION REGULATION-SPECIM EN PAGE FROM RECEIPT BOOK 
IN TARIFF DIVISION 

inv0lved part of the work, the filing and indexing sys
tem of the commission. The employees in this section 
may be classified in five groups: General, accounting, 
publishing, filing and stenographic. 

1. Generat Clerical Employees: 
The chief official in the general office is the executive 

clerk ($5,000), whose duties are many and varied. In 
general he writes memoranda to the commissioners as 
to the contents of petitions, complaints and answers, 
attends to the serving of orders by mail, sends out no
tices of hearings, draws some orders and conducts gen
eral correspondence. He now has three regularly as
signed stenographers, and a large part of the time two 
or three additional stenographers work for him. The 
chief clerk of records ($2,500) follows up all orders to 
see that they have been complied with and reports there
on to the commission. He also has the custody of traffic 
contracts between carriers and is responsible for the 
indexing and filing of these. For certain annual reports 

TARIFF BULLETIN No. 412 STATE OF NEW YORK 

PUBLIC SERVICE COMMISSION 
SECOND DISTRICT 

Showing Changes in Transportation Rates 
Week Ending July 13, 1916 

NoTE.-The rate changes herein shown are made, voluntarily, by the carrier. Neither the filing of rates with the Commission, nor 
snnouncemen~ thereof in this bulletin for the benefit of the public, implies any approval of such rates by the Commission. They are subject; 
as are all rates, to complaint, under the Public Service Commissions Law. 

EXPLANATION OF ABBREVIATIONS AND REFERENCE MARKS: c. I., car load; c, cents; D., decrease; gal., gallon; cwt., hundredweight; 
I., increase; k. d., knocked down.; I. c. I., less carload; min., minimum; n. o. s., not otherwise specified; No., number; 0. C., Official Classi
fication; o. r. b., owner's risk of breakage; lbs., pounds; P. S. C., Public Service Commission, Second District, State of New York; qt., quart; 
Sup., Supplement; wt., weight; * by special permission of the Commission. The terms net ton and gross ton a.re understood to mean 2000 
pounds and 2240 pounds respectively. 

EMBARGOES PLACED 
New Y~rk Central (East).- On shipments of Hay consigned or to be reconsigned to all consignees at Westchester Avenue (Melrose 

Junction), N. Y.; effective July 13, 1916. Embargo 1203. 
New York Central (East).- On shipments f Waste Paper or Pa or to be reconsigned to Smea.llie & Voorhees, - ......, . 

rates per cwt.; reductions. Effective August 10, 1916. Sup. 
No. 4 to P. S. C. No. 595. 

ELECTRIC RAILROADS. 
FREIGHT. 

GENERAL COMMODITY. 

Albany Southern.- Various articles, including Baskets, 
Grate Bars, Board (fibre), Belting, Bobbins, Castings, Clay, 
Cloth, Lead, Machine Parts, Pumps, Radiators, Shoddy, 
Teasles, Twine, and Waste, 1. c. 1. and c. I. , from Hudson to 
Stottville: . Reductions too numerous to specify herein. Ef
fective August 7, 1916. Sup. No. 3 to P. S. C. No. 123. 

SWITCHING CHARGES. 

New York State Railways.- On Construction -:l\Iaterial, c. 1., 
from Utica Park to Stop No. 4, on Little Falls line, $15 per 
car. No switching rate heretofore in effect. Effective July 14, 
1916*. P. S. C. No. ti. 

STEAM RAILROADS. 
PASSENGER. 

ONE-\YAY, ROUND-TRIP, AND C011MUTATION FARES. 

Buffalo, Rochester & Pittsburgh.- Joint one-way per capita 
far es for parties of ten or more adults or their equivalent 
travelirw together on one ticket to lattsburgh , ,ja Ro he ter, 

COMMISSION REGULATION-SECTION OF W EEKLY BULLETIN ISSUED TO INFORM PUBLIC AS TO CHANGES IN RATES 
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of the commission he prepa res st atements covering the 
lliistory and organization of t he various corporations. 
1i'he hearing and publicity clerk ($2,500) prepares state- i 

ments in r egard to commission decisions for the daily, 
weekly and technical press. 

The general clerical section of thi s division has as
s jgned to it four male st enographers, one of whom is 
temporarily assigned t o the division of statistics and 
accounts. The remaining three perform certain work 
in the clerical department in addition t o their steno
graphic rou t ine. One st enographer ($2,000) supervises 
the opening and stamping of all incoming mail and as
sists in the sorting and di stributing thereof, and he 
also reads all outgoing correspondence fo r typographical 
and grammatical errors and report s any necessary re
writing to the secreta ry. In a general way, he is re
sponsible fo r the mailing work of the commission. Of 
t he t wo other stenographers ($1,500), one receives the 
follow-up m atter from the fi ling department each day 
and sees that it is sent through the secretary's office 
to the proper individuals, wh ile the other distributes 
the hearings for the calendar and keeps a chronological 
record of them, a s well as a regist er showing the status 

· of all complaints before the commission. There are two 
clerks ($1, 500 ), one of whom keeps a docket record 
of all formal cases. The other clerk is a general utility 

NU MBER CLASS No . D .\TE DATE 
RE CE I VED CLOSED C O IVI PLA I NA NT 

A 3526 72,82 27 8 16 Sehw - - - - .a ,._ ·--- -" ~a s .. ,. c . u -- v--•· ,,.~ ... 

A 3527 63,82 28 S 16 

A 3528 12, 16 11' 1,' Ji' . If n D • • • l 

A 3529 4-1 .~~ 

A 3530 14, 2 Ak"'"- ... Ree i d e nt11 bv .. 

. ... 

from noon until 11 p. m. on Saturdays and from 8 a . m. 
until 11 p. m. on Sundays and holidays. 

The commission a lso maintains a section of its gen
er al office in Buffa lo, which is in charge of an assistant 
to the secret ary ($1,500). He keeps a record of local 
hearings and their disposition, and receives complaints, 
et c., for forwarding to the Albany office. This em
ployee is the only one in the Buffalo office, except when 
other employees of the commission make use of it for 
convenience. 

2. Accounting Department: 

The employees in the accounting section of the gen
eral office consi st of the auditor and his clerk. The 
former keeps all the financial records of the commis
sion, makes up the payroll and relieves the secretary 
by handling all civil service matters concerning t he com
mission. He is a ssisted when necessary by h is clerk, 
who is that general utility clerk mentioned under t he 
pr eceding heading." This clerk is qualified to act in 
the auditor's absence. 

3. Department of Publication: 

It is t he fu nction of this department to edit all re
ports, bulletins, orders, forms, circulars and other mat
ter that are printed under the authority of the commis-

RESP O NDEN"l SUB J EC T 

N,Y, Tol, Co , Ref ua:IU t o eive coin box eerviee. 

RAr•Je,11.l. to --- .:.Xt .,neion on Seolev Road Syraeue 9. 

Nat ional Expreee Co. Delav- an d dam.3.p- e to ahi r:m ..,nt or nl•1me f rnm .Ar en& t n Br-''·' ·· -

Servi ce between B,.1ffalo and Roeh .. s t •'" 

r::::-

[~= 1-----l---l -+--I +--I - - --1-- ~ -d 
COMM ISSIO N REGULATION- SPECIMEN PAGE FROM ACCESSI ON BOOK USED IN F ILING DEPARTMENT 

FOR RECORDING CORRESPONDENCE CO MPLAINTS 

employee for the office, assisting and substituting for 
the docket clerk and the auditor, acting as librarian for 
t he commi ssion and assisting in the compilation of st a
t istics for the annual report of the commission. 

A messenger ($1 ,080) is in charge of the supply room 
and under the direction of the secretary purchases and 
distributes office and t ypewriter supplies. He has the 
custody of all annual r eports and bound volumes and 
di rect s the mailing of these. A laborer ($2 a day) as
sists t hi s employee in the packing of report s, etc. Two 
jun ior clerks ($720 ), one junior clerk ($600) and two 
pages ($480 ) open, stamp and deliver the incoming 
mail and also seal and st amp all outgoing matter. These 
employees are general office and errand boys for the 
commission. There is also one telephone operator 
($900), and a j anitorial fo rce consisting of two laborers 
($900 ), one laborer ($720) and one cleaner ($1.25 per 
day). 

The Public Service Commi ssion law requ ires that the 
office shall be kept open from 8 a. m. until 11 p. m. On 
account of thi s pr ovision there is a n ight clerk ($1,500), 
who reports at 5.20 p. m. and remains until 11 p. m. on 
every working day. He answers the telephone, opens 
messages and if necessary reports these t o the secre
tary. The duties of an attendant ($600) a re the same 
as those of the preceding employee, except t hat he works 

sion. The superintendent ($2,400) is directly respon
sible for such work. He arranges, revises and edits the 
material, makes a ll proper and necessary arrangement s 
with the State printer; settles the details for the printer, 
such as the size of paper, quality, etc.; makes requisi
tions for printing, with estimates of approximate cost, 
and checks and approves the bills. He is assisted by 
a pr oofreader ($1,080) and a clerk ($900). 

4. Filing Department : 

The filing department is charged with the custody 
and recording of all papers, reports and correspondence 
handled in the commission with the exception of special 
files maintained in some of the divisions on account of 
expediency. The department contains two filing clerks 
($1,500 ), one filing clerk ($1,200) and one clerk 
($1,200 ). The firs t t wo change work each week so t hat 
each employee knows the entire scope of the work and 
is able to t ake up any part of it in an emergency. One 
week's work includes classifying the secretary's first 
morning mail and directing the indexing of it by the· 
clerk ; making up the subject matter of most of t he 
correspondence complaints, which are indexed by t he 
clerk ; answering requests and getting out from t he 
files old papers asked for; revising t he indexing and 
classification of all formal petitions and complaints, and 
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with the assistance of the clerk filing pape~s belonging 
to these. The next week the work covers the collection 
and dispatch of papers for out-of-town hearings and 
the supervision of the follow-up system. 

The ($1,200) filing clerk has general charge of classi
fying and indexing the first morning mail other than 
the secretary's, and all second morning and afternoon 
mails. She also reads over and classifies all interdepart
mental letters and letters of commissioners received 
without numbers referring to the commission's files. 
She enters correspondence complaints in an "accession 
book" and makes filing fo lders therefor. Each morning 
she looks up all follow-up material in formal cases, in
formal complaints and general correspondence. She 
closes informal complaints by marking folders, index 
cards and book record with the date of closing and 
makes a list for the secretary, and she also closes formal 
cases by marking "closed" on the envelope of the case 
and the date of closing on the index card. 

5. General Stenographic Force: 

Besides the stenographers previously mentioned in 
connection with the various divis ions and officials, there 
is in the general office a stenographic force consisting 
of a chief stenographer ($1,800), one stenographer 
($1,500), four stenographers ($1,200), two stenogra
phers ($1,080), one stenographer ($600), and two 
stenographers ($480) . These employees attend to the 
writing of reports, memoranda, notices and orders of 
the commission and the making of copies thereof, this 
work being done chiefly through the executive clerk. 
They also do the stenographic work for the auditor and 
the steam railroad and electric railway inspectors, and 
they assist in the various other divisions when neces
sary. Some of them do copying work from the com
mission's files, records and decisions, · as requested by 
attorneys and other interested parties, for which work 
the commission is reimbursed. 

FILING AND INDEXING WORK 

As before stated, the most involved part of the work 
arising in the clerical division occurs in connection with 
the routine tasks of the filing department, which has 
to keep in orderly fashion and available shape the multi
tude of papers and records that come to the commission. 
The most interesting points have to do with the filing 
system used, the indexing methods, the charging and 
follow-up systems and the handling of mail. 

1. Filing System: 

The problem of devising an adequate filing system for 
the commission was a perplexing one. Finally, however, 
a highly useful and essentially economical decimal sys
tem was worked out, and this is the one now in use. 
The principle of the system is the assigning to each of 
the ten digits from O to 9 a class heading and then sub
dividing for subjects as often as necessary. Thus the 
main headings cover the classes of public utilities under 
the supervision of the commission, as follows: 0, gen
eral; 1, railroads; 2, street rai lways; 3, ----; 4, 
express companies; 5, ----; 6, light, heat and 
power companies; 7, telegraphs and telephones; 8, ter
minals and warehouses, and 9, ----. Where a dash 
is shown the number is left open for future use. 

These are further divided according to the subjects 
arising out of the practical working of the commission 
law. As far as possible, the same figures have been 
used to show analogous sub-divisions of main heads 
throughout, as such an arrangement makes for greater 
mnemonic value. For instance, 11. stands for stocks, 
bonds, etc., of steam railroads, 21. of street railways, 
41. of express companies, and so on throughout the 

classification. Subdivisions aft er the decimal point in 
each group are made as far as needed. For reference 
purposes the filing department has an alphabetical index 
to the classification for every possible heading and all 
synonyms. 

The cabinets in the filing department are of steel 
construction, and are divided into drawers wide and 
deep enough to hold legal size documents. Under the 
class number in the file the material is arranged alpha
betically, generally under the name of the company and 
occasionally under the name of the correspondent. In 
front of each subject there is a large guide card bear
ing the number and name of the subject, plainly printed 
on a celluloid tab. On the face of the main guide there 
is an outline of the divisions and sub-divisions for the 
class number and the subjects they denote. Simple 
correspondence is filed just as it comes in. Informal 
correspondence complaints are placed in heavy manila 
binders, ruled on the outside to show the file and com
plaint numbers, name of complainant, nature of com
plaint and closing date. 

Formal complaints, those which cannot be adjusted by 
correspondence and upon which it is necessary to hold 
hearings, are treated in the same manner as applications 
from companies for permission to exercise franchises. 
issue securities, etc. The documents and correspond
ence in such formal cases are placed flat in large linen 
envelopes. The various kinds of papers for each case, 
such as correspondence, briefs, orders and permissions 
of service and testimony, are fastened separately in 
binders of distinctive color before being placed in the 
large case envelope. This obviates the necessity of 
going through the entire envelope in order to locate 
any particular kind of document. Formal and informal 
cases are transferred from the files as· they are closed, 
but simple correspondence is transferred annually. 

2. Methods of Indexing: 

The method of indexing simple correspondence con
sists simply of writing a card (3 in. x 5 in.) under the 
name of the correspondent with a file number at the 
left. Cross-reference cards are made for the names of 
additional correspondents. A letter on a .new subject 
would mean the addit ion of a new class number on the 
correspondent's card. In case the letter refers to a 
particular company, the main entry would be made in 
the name of the company and a cross-reference card 
under the name of the writer. Cross-reference cards 
are also used for any company officials who sign letters. 
If the name of a place is mentioned, a blue cross-refer-

• ence card is prepared. 
The indexing of informal correspondence complaints 

is a little more elaborate than that for simple corre
spondence, but it is along the same lines. The name 
of the complainant is indexed on a white card, that of 
the respondent corporation on a salmon card, and that 
of the place, if any, on a blue card. Each card is 
marked "CC" ( i.e., correspondence complaint) in the 
upper right-hand corner, and on it is placed a brief 
statement as to the nature of the complaint. A serial 
number is assigned to each complaint in the order of 
receipt. This number corresponds to a record kept in 
an "accession book," a specimen page of which is re
produced in the illustration on page 200. In this a 
single line is used for each complaint, and twenty-five 
can be entered on one page. The chief value of this 
book is its use for statistical purposes, as it is a very 
simple matter to count the number of complaints re
ceived under each class during a year. It also helps 
the filing clerk to locate complaints when they are 
called for by serial number. 

Formal matters are indexed on the same colored 
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New Clubhouse for Employees cards as informal correspondence complaints, green ones 
in addition being used for applications for new securi
ties, etc. A case number is placed on each index card, 
this being taken fr.om the docket, in which a whole page 
is reserved for each case. All papers or letters in rela
tion to formal cases are entered in this book before 
being filed, as well as the dates of hearings, closing 
resolutions and orders. 

3. Charging System: 

A simple charge system for letters and other mate
rial removed from the files is kept by means of small 
blank manila slips (about 2 in. x 3 in.). These slips 
contain the file number, the date of the letter or docu
ment, the name of the borrower and the date when 
taken. They are arranged in a special drawer in ex
actly the same order as the material in the files. When 
the papers are returned, the slips are destroyed. Should 
any member of the staff t ransfer any letters or docu
ments charged to him, a transfer slip having a notation 
to that effect is sent to the filing department. From 
this slip a new charge is made and the old one de
stroyed. 

4. The Follow-up: 
An important function of the filing department is 

the following up of all matters until they are brought 
to a conclusion. The syst em used is the "Memindex." 
A notation is usually made on the face of correspondence 
returned to the files as to the date when the person 
conducting it wishes to have it again. In the absence 
of such notation, the clerk who discharges it uses her 
own judgment as to the date when it should be brought 
up for attention. Each morning one of the filing clerks 
takes from the files a ll papers which need attention 
that day, and these are sent to the secretary's office for 
distribution. Follow-up cards are also kept for various 
members of the staff, these containing lists of the 
matters which have been delegated to them for special 

.investigation, etc. 

5. Handling of Mail: 
A point worth special attention is the procedure gone 

through in handling the incoming mail. All such mail 
goes first to the fi ling department, where it is classified, 
indexed and charged. Any previous correspondence is 
taken from the files and sent out with the incoming 
letters. Thus a record is obtained for each piece of 
mail before it comes to the att ention of the addressee, 
and he automatically receives any related corre
spondence. 

COST OF REGULATION 

What it has cost the taxpayers in New York State to 
bui ld up the regulatory machinery that has been de
scribed may be partly judged from the following table 
showing the expenses of the commission for the periods 
designated: 

Fir st fifteen months, July 1, 1907, to S ept. 30, 1908 ...... :$307,734 
Fiscal y ear from Oct. 1, 190 8, to Sept. 30. 1909 ........... 276,575 
Fisca l year from Oct. 1, 1909, to Sept. 30, 1910 ........... 295,443 
Fiscal year from Oct. 1, 1910, to Sept. 30, 1911 ........... 342,739 
Fisca l year from Oct. 1 , 1911, t o Sept. 30, 1 912 ........... 372,323 
Fiscal year from Oct. 1, 1912, t o Sept. 30 , 1913 ......•...• 373,068 
Fisca l year from Oct. 1, 1913, to Sept. 30, 1914 ........... 405 955 
Fisca l year from Oct. 1, 1914, to Sept. 30, 1915 ....•...... 438,056 

$2, 818,893 

The appropriations for the last fiscal year, from Oct. 
1, 1915, to Sept. 1, 1916, amounted to $394,296. The 
foregoing figures , however, do not include $43,414 ex
pended from a special fond of $100,000 appropriated to 
investigate telephone rates in New York City. Prob
ably the real cost of the commission for the nine years 
of its existence will be not far from three and a quarter 
million dollars. 

Chicago Surface Lines Opens New Clubhouse for 
Its Employees, Made Necessary by the Growth 

of 'the Club Formed Two Years Ago 

A BOUT 600 employees including the various officials 
and department h.eads were present at the opening of 

the new Chicago Surface Lines clubhouse at 1126 North 
Dearborn Street on J an. 20. The club quarters are the 
natural outgrowth of the activities of the Surface Lines 
Club which had its beginning just two years ago when 
a small group got together in a bowling club. The idea 
grew from the good spirit of this small organization 
and the officers fostered the plan of promoting the fetl
ing of fellowship and common interest among the em
ployees until the club came to include some 700 mem
bers from the administrative offices with a women's 
auxiliary of eighty members. 

From t he enthusiasm which prevailed at the first an
nual banquet at the Midday Club, at the dances and 
other social events, it became evident to the officers that 
the club should have a home. The property on Dear
born Street offered the possibility. This is a three
story building on the north side, five minutes from the 
loop, which was originally built as a club house for the 
old Lincoln Cycling Club. 

When the Union Traction Company built its cable
power house just back of this on Clark Street, it was 
forced to purchase this property on account of the vibra
tion caused by the heavy engines. The place has since 
been leased to different organizations; with the last lease 
expiring on Aug. 1, 1916. Shortly afterward the officials 
decided to make this the social center of the company, 
and accordingly began making the building ready. The 
interior was rebuilt and redecorated completely, except 
two rooms on the main floor which are now used for the 
library and the chess and checker room, in which the 
old genuine black walnut woodwork was refinished and 
retained. The rooms were pleasantly furnished and the 
club equipped with two bowling alleys, an indoor golf 
course, swimming tank, gymnasium, etc. The library 
and lounging room on the first floor were furnished in 
a particu larly att ractive manner. There is also an 
auditorium which w ill seat 600 people comfortably, and 
a stage large enough to serve the company's entire or
chestra. This room will also be used for dancing. 

At the opening gathering, President L. A. Busby, H. 
A. Blair, J. E. Wilkie and A. J. Klatte, president of the 
club, gave short addresses, and the company orchestra 
furni shed music. Later the ladies' auxiliary served 
light lunch and dancing followed. 

It is the plan of the club to reserve the bowling alleys 
and swimming pool for the use of the ladies one evening 
a week. The present activities of the club will probably 
be extended later on to include certain educational fea
tures, and it may eventually become a section of the 
American E lectric Railway Association. 

In keeping with an annual custom the Illinois Trac
tion System, Peoria, Ill., has awarded prizes to the sub
station attendants at stations where the appearance of 
stations and station grounds was the best during the 
past year. For stations with an agency first prize was 
awarded to Pithian, second prize to Harristown. For 
stations without an agency first prize was awarded the 
attendants of the substation at Anderson, second prize 
to Virden. In the bulletin announcing the prize win
ners Signal Engineer John Leisenring comments on 
the improvement in condition of many other stations. 
The competition for the 1917 prizes promises to be de
cidedly keen. 
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Developing a Publicity Plan 
Immature Publicity Ideas of ·officials Handicap Publicity Men-Latter Must Have Real 

Chance to Show Way to Publicity-Means of Promoting Loyalty of 
Employees and Minimizing Public Antagonism 

By W. DWIGHT BURROUGHS 
Publicity Manager, United Railways & Electric Company, Baltimore, Md. 

A N electric railway contemplating the employment 
of a publicity manager should first determine that 
it wants publicity. The man approached to under

take such work should assure himself that the organi
zation wants publicity. Wanting a publicity man and 
wanting publicity are not so closely related as the un
initiated may suppose. The reason for this is that the 
average railway official is so thoroughly wrapped up in 
the minutire of hi s business that he has no publicity 
ideas at all, or those that he has are of such a primitive 
character that they are worse than useless-they are 
dangerous. 

It is all very well when the employing organization 
understands this. It too frequently happens, however, 
that such is not the case, and the publicity man's first 
task is to disillusionize his employers. Sometimes this 
is his most difficult and discouraging task. Publicity 
men who have met such conditions tell me the more 
primitive the publicity ideas held by company officials, 
the more insistent these men are that such ideas are 
the actual goal posts of successful publicity. This 
attitude, if persisted in, stultifies the most efficient 
efforts that might be employed by the publicity 
man for the good of the organization. It blocks the 
way to the accomplishment of anything that proper 
publicity would bring, and when such officials finally 
come to a realization of the stationary position they are 
occupying, they simultaneously realize that they did not 
want publicity in the first place. 

Do NOT TIE YOUR PUBLICITY MAN DOWN 

Hence, if you imagine you want a publicity man, sat
isfy yourself that you really want publicity. Then get 
a good man-one who will have confidence in you, as well 
as one in whom you will have confidence. Give him a 
chance to learn something about the business, and then 
let him show the way to publicity. 

Do not tell him all you know and require him to fol
low your ideas without deviation. Do not give him a 
guide book to publicity and tell him to follow exactly all 
the rules laid down therein. Do not hand him a copy of 
the address of some one at the Atlantic City convention 
and tell him to have no other rule than those laid down 
in that eloquent paper. Do not show him a magazine 
article by a publicity man-Burrough s or anybody else 
-and direct him not to depart from the ·suggestions 
made in it. 

Your publicity man can absorb a great deal of good 
from all these various agencies, but he should not be 
tied down to any rules that have not been predicated 
upon the conditions he finds in your organization and in 
your community. Tell him all you know of publicity, 
give him the guide book if you want to, let him read 
all the convention addresses and the magazine articles 
on publicity, and then tell him to select from each of 
these sources the best ideas to meet the particular situa
tion which he has to meet. 

Persons who make a close study of railway operations 
must be impressed with the care exercised-frequently 
under the most discouraging and unfavorable condi
tions-to cater to public comfort, convenience and 

safety, and to comply with public demands. I believe 
that the railways desire to give the people what they 
need; that they are anxious to render the best service 
possible, and that they accept the legal maxim: "When 
you devote your property to a use in which the public 
has an interest, you grant to the public an interest in 
that use and must submit to being controlled by the 
public for the common good to the extent that such in
terest is created." And, generally speaking, I believe 
that railways dissent from suggestions for their con
trol only when they believe the suggestions do not 
represent the public will, and when they are not sat
isfied that the control sought is for the "common good." 

It is so very easy to understand that the best interests 
of such a public service corporation as an electric rail
way is to do the. people's will, that there can be but one 
answer to the question: why does any part of the public 
assume, as it undeniably does, that the company is an
tagonistic to the people, arbitrarily set against them, 
contrary-minded and obdurate, pompously running 
roughshod over the community without leave or license, 
save when it is summarily seized by the neck and shaken 
to its senses? And that answer is, the people do not 
know. They have not been taught to think kindly of cor
porations generally, and they have had many opportuni
ties to be misinformed concerning the railway in par
ticular. 

There is not a man in any railway-blessed city in the 
land who, if he took stock of his store of information, 
would not find that he knew fifty good things about the 
electric railway, fifty ways in which it was of indis
pensable worth to him. Yet, because he knows one 
thing that he does not like (which fact does not signify 
that it is wrong), he is prone to forget the fifty benefits 
he enjoys and rise in indignant protest, denunciation,. 
abuse and insult . No public service corporation will 
ever be free from unjust attacks. There is no earthly 
possibility of the extinction of the fanatics, grouches 
and unreasoning people who constitute an ever-present 
thorn in the s ide of everything good. But the vast ma
jority of the people are reasonable, if one can reach 
them and direct their reasoning into correctly charted 
channels, and this directing must be done by practice 
and preaching. 

FOSTERING THE SPIRIT OF SERVICE 

One of the best forms of preaching for an electric 
railway is that done by individual employees. For in
stance, the newspapers may devote columns of space to 
articles saying that street railway treats its men with 
fairness, but the man who reads these columns will not 
be half so much impressed as he will be by the plain 
spoken answer of an employee in such a conversation as 
follows: "Where are you working?" "On the Sixth 
A venue line." "How do they treat you?" "Fine!" 
Here is the ideal situation. The company has won the 
loyalty and confidence of the employee, and he has be
come a preacher to the people. Railways need thousands 
of such preachers, and they will be far more eloquent 
than a whole lot of words in the newspapers. 
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The problem of every publicity man is to promote and 
foster a spirit of service in employer and employees, 
and to help this spirit of service to become generally 
recognized in the community as synonymous with safe 
service, courteous service and efficient service? To the 
extent that a corporation is able to instill in the heart 
of each individual and into the daily practice of every 
employee this spirit of care, courtesy, capability and 
co-operation, to that extent will it progress toward the 
solution of the problems that it is called upon to face. 
If a railway is di ligent, constant and conscientious in 
its devotion to service, it is going to infuse some of this 
self-same spirit into the public mind and action, win its 
confidence and strengthen its moral support . 

One may appear rather optimistic and enthusiastic in 
thus expecting a development of greater devotion to the 
organization among its employees and a cultivation of a 
clearer understanding of the organization by the public, 
but optimism and enthusiasm, faith and energy are es
sential to the accomplishment of the things in mind, if 
one intends to go after them in dead earnest. 

SUCCESS REQUIRES TIME 

In this undertaking it is impossible to achieve a con
s iderable measure of success in a day, a week or a 
month. One can make headway with an individual in a 
day, an hour or probably an instant. A courteous word, 
a considerate act, something which is done right and 
which the layman can see might have been done wrong 
with the exercise of less care-any or all of these will 
help to win a friend. But it will not suffice for Citizen 
Smith to have a good opinion of the gentlemanly quali
ties of Jones, the conductor; or of the proficiency of 
Brown, the motorman; or the accuracy of Black, the 
clerk , or of the executive ability of White, the official. 
He must come to know that Jones, Brown, Black and 
White are not exceptions but are types of the men 
throughout an organization which is doing with all its 
might everything it can to render the public a safe 
service, a courteous service and an efficient service. 

In an effort to analyze ways and means of encourag
ing employees and promoting loyalty to a company and 
of minimizing public antagonism and cultivating pub
lic support, I have arranged a classification of ideas 
which may be considered severally or jo intly. Some of 
these are now in practice in many companies. Others 
are probably impracticable in some cities. Some that 
appear at first blush to be impracticable may prove 
upon consideration to be perfectly feasible. 

FOR CULTIVATING PUBLIC SUPPORT 

1. News articles for the newspapers concerning the 
activities of the company: 

a-Construction work (prospective, under way and 
completed). 

b-N ew, remodeled and improved equipment . 
c-Routes and re-routing. 
d-Schedule changes. 
e-Special provision for meeting specific conditions. 
f-Such action of the board of directors or officials 

as may be interesting to the public, etc. 
2. News articles for the papers concerning resorts 

reached by the company: 
a-Current and coming attractions. 
b-Public activities at these resorts, with daily 

publication of organizations attending, games 
scheduled, etc. 

3. Feature articles for the newspapers concerning in
teresting phases of the railway business. 

4. Transfers; use of the reverse side for safety ad
vice. 

5. Folders. 
6. Newspaper advertising. 
7. Leaflet for distribution in the cars weekly: 
This should be prepared with the idea of inspiring it 

with an educational value through the presentation in 
concise form of plain, striking facts and figures with 
which the public is not familiar, but which it should 
know if it is to be led to a proper conception of the rail
way'R place in the life of the community. 

8. Talks on interesting railway topics to community 
gatherings and civic, social, church and other organiza
tions. 

9. Safety first exhibition, or a general railway edu
cationa l exhibition. 

FOR ENCOURAGING EMPLOYEES: 

1. Sports: 
a-Baseball. 
b-Bowling. 
c-B i1liards. 
d-Outings. 
e-Other pastimes. 

2. Entertainment: 
a-Reading rooms. 
b--Periodic meetings at which there may be talks 

on railway matters by heads of departments, 
etc., and on general current interest topics by 
outsiders. 

c-Other entertainment. 
3. Publicity: 

a-Newspaper reports of results of contests, etc. 
b-Newspaper reports of anniversaries of service. 

etc. 
c-Personal items to be placed in the newspapers 

for the men. 
d-A magazine: 

This should be published monthly. Its contents 
should be informative and encouraging; not too techni
cal, but instructive and helpful-including good, plainly 
written contributions from heads of departments, etc., 
on various phases and features of the street railway 
business, the operation of the road, daily transportation 
problems and how they are solved, methods of man
agement, the system in different departments, etc. With 
all its seriousness it should avoid heaviness and sombre
ness, though it should impress its readers with the dig
nity and importance of the respective posts which they 
fill and of the duties they are called upon to dis
charge. In short, it should be worth while to every 
member of the organization. Its contents should not go, 
over the heads of any of its readers, and it should be 
thought too much of by them to be tossed under foot. 
It should have a regular column or page for sugges 
tions and these should be solicited from all employees. 
There should also be a "question box," the answers be
ing prepared by the heads of those divisions within"' 
whose province the questions severally fall. 

4. Commendation. 
5. Compensation-fair pay for fair work. 
6. Rewards, a pension system and a life insurance 

plan. 
7. General welfare work, looking out for the sick, etc .. 

In a recent decision of the Interstate Commerce Com-· 
mission the New York Central Lines are ordered to en
ter into an arrangement with the Illinois Traction Sys
tem for joint through rates from Fetzer, Ill., to points. 
on the New York Central lines in specified territory. 
The decision was rendered in answer to a petition from 
shippers at Fetzer, a small station on the lines of the 
Illinois Traction System near Springfield. 
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Several Recent Publicity Posters 

Getting Down to Rock Bottom 
We must have the good w ill of the p eople w e 

serve, to make this a s u ccessful public ser vice cor
por ation, from every s t a ndp o int. 

We must give good ser vice to· merit your good will. 

q~ 
lnte m atlonal Ra.llway Co. 

We Care What You Think 
We care a great d ea l what the people of Buffa lo 

say and think about this Company. 
O ur earne.-.t e ff o r.t i s consta ntly to im p r ove 

our ser vice. 

~ ~~ 

I THINK. 
SO. If" 

✓~--" COULD 
ELIEVE 
IT OF ._ 
NfAIR. ,.. 

URDENS .. 
Every year or so. some POLITICAL MOSES· 

bobs up ··yo SAVE US FROM THE TRACTION 
COMPANY" by imposing on the nickel some 
new burden which. of necessity. REDUCES CAR · 
SERVICE. Should we not choke the goat, put the 
,lion and pig in the diet squad, let City Hall pay the whilewing, 
and demand that THE NICKEL BE USED EFFICIENTLY FOR 
RUNNING STREET CARS FOR US? 

lnte m a tional Railway Co. 

THE t hree posters at the 
top of this page were 
issued by the Inter

national Railway, Buffalo, 
within t he past two weeks 
as part of its present cam
paign to improve public 
relations. The two post
ers in the middle of this 
page ha ve just been pub
lished by t he Pittsburgh 
Ra ilways. Th e y form 
parts of the series begun 
by the compa ny on " How 
long will the nickel stand 
the st r ain ?" mentioned on 
page 1338 of the issue of 
this pa per for Dec. 30, 
1916. The reproduction 
at the bottom of the page 
shows four of eight safety
first sketches, published in 
a recent Sunday comic 
supplement of the Kansas 
City Post and forming 
par t of the safety cam
paign of the Kansas City 
Railways. As a direct 
way of r eaching t he chil
dr en this method of adver
t ising seems effective. 

WE COURT 
PUBLICITY 

The more the people tell 
us about this Comp any the 
better we like it. 

We like people to talk 
about us. 

If it is good news, it makes 
friends for us. 

If it is constructive criticism, 
it h e lps us correct conditions 
w hich should not exist. 

Presiden t. 

International Railway Company 

SOME THINGS THE COMPANY HAS 
DONE TO SAVE THE NICKEL 

ORIGINATID THE LOW·FLOOR CAR. WHICH 
MARKS AN EPOCH IN SURFACE TRANSPORTATION. 
THIS CAR IS BEING COPIED IN MANY AMERICAN 
CITIES. 

I 
T 
s 
A 
V 
E 
s 

¼ in ~ight. 
1/a in erectrtc power. 
¼ in time to enter or leave. 
Wear and tear on track. 
Number of steps into car. 
In number of passengers carried per car. 
Accidents due to strength and de~gn of car. 

NOW, Ci\R.ELESS 
That's it 1 Are YOU ever carele:;s? Let's think SER-IOUSLY 
a fier. our In ugh about betng careless. ()NL Y CARELESS -
BOYS AND GIRLS GET H URT, you know. 

l.OOK AT THESE PJ,CIL'RES and ~.-e \VHY ,1 a\,nv; 1•,l's to b" CAREJUL' 

lhU•CIII~ v ll lfJ • l••k"" l,. dn.nit,•l'f•U-Jou 111l1tlJt 
1 .. u,~ Jta ,,..,DI or I\ 1·n.r. Tim l)UJ "hQ l!Qf!W'tb11L 

' ~f'IJ'f' tJlfr" IIH.')'rl" ,:.o lUh. tht' ,_Id"' o,f • moTtnf C'll.f', ,. l'h._• IOIW tur • lr•I ,IOI( I• hl'f'". '"''-"' .'Jlula down-
h 1.-. M.I t'II•, 1Q crt hurT- hlll tow•~I Jh lt\ CAr lMJ(' ... , II 1•11'1 •"1•'-
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· Development of Traf fie 
Symposium of Articles Describing the Methods F ollowed by Four Prominent Interurban 

Railway Com panies-The Haulage of Freight Is Considered a Most 
Desirable Form of Revenue 

THE ELECTRIC RAILWAY JOURNAL has obtained con
tributions on the subject of freight traffic from the 
offices in charge of this class of business on four 

important interurban railways. Many electric railway 
companies carry on a freight traffic on a small scale. 
A few of them do a considerable business in this line. 
The greater number have as yet done nothing. The 
writers in t his issue. point out t hat freight haulage 
offers an opportunity for much greater g ross revenue 
with comparatively little investment . Their articles 
should be helpful at this time when automobiles are 
affect ing to a considerable extent t he passenger traffic 
on many int erurban lines. 

A dvantages of Interline Business 
Through Routing of Passengers and Baggage Desir

able- Freigh t O ffers a Good Field for 
Increa sed Revenue 

BY F. D. NORVIEL 
General Passenger a nd Freight Agent, Union Traction Company 

of Indiana 

The development of traffic can be separated into two 
divisions, passenger traffic and freight traffic, and t he 
latter into three subdivisions: package freight (Le.I. ), 
carload commodities and an expedited freight traffic 
peculiar to the Central West-freight carried on pas
senger cars and sometimes called "traction express." 
A volume could be written on any one of t he above 
subjects, so that each must of necessity be treated 
in a brief manner. 

First, let us have a square look at our passenger 
traffic as a source of revenue, and analyze if possible 
its future. 

The electric railways were built as extended street 
car lines-urban lines-which gradually grew to be 
the interurban lines as we know them to-day. At first, 
passenger traffic was the only source of revenue con
sidered and this, only as it might be expected from the 
immediately local territory. Freight and through 
travel received no thought in these , first estimates, 
although as early as 1901 the "velv~t" which might 
be secured from handling package freight was being 
occasionally mentioned, timidly we must admit. But 
what of to-day? 

I think it is safe to say that practically every elec
tric line is taking in a revenue from passenger traffic 
equal to, or in excess of, its most optimistic ·2st imates, 
but this business is not all derived from the contigu
ous territory. Traction lines are fast losing t o t he 
automobile the local traffic that was once their life 
blood, but this business is being replaced by the longer 
haul and more valued interline traffic. If the revenues 
on electric lines have met their first estimates, why 
fffe they so hard up? Because the operating and main
tenance costs were largely underestimated; hence the 
need for more revenue. 

Now, what additional traffic can be secured from the 
passenger side of the transportation business? For let 
it be conceded that this represents as yet, on an average 
line, 75 per cent to 90 per cent of the gross revenue. 

F irst, to hold what local travel you have, and possibly 

cc,ax some more back t o you, maintain clean cars and 
good schedules, keep the tra ins on time and tell the 
people about it. To do this, use the newspapers; put 
out neat and attractive advertising cards and plenty 
of time-table folders. But at home, good service will 
advertise a road bett er than anything else. 

Second, if you have parks on your line, go after 
th is business vigorously in the summer time; put on 
something special and run Sunday or week-end excur
sions. It is bett er t o fill all the seats at half-price 
than to have two-thirds of the seats empty. It gets the 
people in the habit of riding with you. But be sure to 
give the people all or a little more than you advertise. 
Do not attempt to fool them. 

Third, affiliate with every possible connection, steam 
or electric. You may not get much from any one of 
them, but every little helps-"many a mickle make a 
muckle." Tell t he people in your advertising about 
t h is and take good care of them when they come to 
you. 

Fourth, where poss ible put on long runs for trains. 
Go right in and compete with the trunk lines for this 
traffic, and do the best you can on schedules and cars, 
but do not forget t hat cars have to be kept clean and 
that they will not stay clean long in service unless 
looked after. Ticket your passengers through, check 
their baggage through and arrange your train collec
tions so as not to bother your passengers any more than 
absolutely necessary. Above all, do not forget to tell 
the people what you are doing. 

Fifth, make arrangements with some good steam 
line connections and act s as "collector of traffic" in your 
territory for them, for operating excursions, tourists' 
arrangements and like t r affic to places of interest that 
you cannot reach by your own ra ils. 'T icket and check 
baggage through, broaden your working territory to 
the whole country and then tell the people. This is 
the way to keep your revenues up. In the railroad busi
ness the injunction applies that "to those that have, 
more shall be given." 

FREIGHT TRAFFIC 

When we speak of fre ight t r affic we mean freight 
just as it is recognized on st ea!l} lines, car-load and 
less-than-car-load. Traction lines, almost without ex
ception, are poorly prepared to handle this traffic. 
Nevertheless I venture to say without fear of contra
diction that there is no elect r ic line wliich does handle 
freight but has more traffic offered to it than it can 
possibly take care of. Thus we know that this is a 
good field for increased revenues. The necessity to 
advertise does not now exist , but when needed I would 
surely do it, and I think the very best possible way 
to advertise this service is to visit the firm, see the 
"boss" first, and the shipping clerk next, leaving a ship
per's guide which shows the points to which you can 
handle freight and the delivery time, having such guides 
carefully prepared and printed for each large shipping 
center. Then visit the r etailer in each outlying city 
or town and induce him to order goods via your line. 
Keep hammering on your freight service in all general 
advertising put out, as this does not cost much and is 
the means of telling the story to the people. These 
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suggest ions apply equally t o freight both in carloads 
and less-than-carload lots. 

As to special business, the hauling of milk and other 
dairy products, country produce, poultry and eggs, fresh 
meats, fruits and like commodities, is yours if you will 
only take care of it. The securing of pasteurizing sta
t ions in dairy centers and the location of poultry, egg 
and game depots a t various point s for shipping t o 
industrial centers are easy matters if you can show 
the people t he advantage to be derived from t he use 
of the traction line. Hauling truck farm produce from 
loading stations a t cross-roads, with the privilege of 
mar ket selling from the car in some established market 
location on st a t ed days, thus delivering the goods direct 
from the producer to the consumer, means m uch to the 
people and will be appreciated by them, but the com
mission men will not love you. The above are all mat
ters of detail only and comprise traffic for which the 
electric lines have a peculia r ly clear field of act ion . 

Last but not least comes freight carried on passenger 
cars. This t raffic has become in t he Central States a 
valuable and real asset, a service t hat the people would 
not do without were we to try to discontinue it , for 
it supplies a real want. There is only one "class rat e" 
recognized in our tariffs covering this service, t he rat es 
being based on about 50 per cent to 70 per cent of 
r ates between like points via t he old line express com
pany, although the minimums per shipment a re the 
same. This traffic is as yet only in its experiment al 
stage, and there is no t elling where it may eventually 
reach. All that is necessary is to work out a ll details, 
give efficient service, tell the people this, and gather in 
the shekels. 

Performance of a Michigan Road 
During 1916 This Company Operated as High as 

Eighty Freight T rains a Day-The Service Was 
Superior t o T hat of the St eam Railroads 

BY J AMES H. POUND 
Gener al Freight a nd Passenger Agent . B enton H a rbor-St. Joe 

Railw a y & Li g h t Company, Benton H a rbor, Mi ch. 

The Benton Harbor-St. Joe Railway & Light Com
pany is situated differently, perhaps, than any other 
electr ic r ailway in the country in regard to the handling 
of freight. It is divided into two divisions, one 14 
miles long, known as the Watervliet division, the other 
25 miles long and known as the Dowagiac division, 
Benton Harbor being t he terminus of both lines. The 
Dowagiac division passes through Eau Claire, popula
tion 500, on the Big Four Railway and t erminates at 
Dowagiac, population 6000, on the Michigan Cent ral. 
The Wat ervliet division passes th rough Millburg, a 
small unincorporated hamlet , Coloma, population 800, 
and Watervliet, population 1000, on the Pere Mar
quette. So it will be noted that we have no outlet for 
carload sh ipments except to the farmer direct. This 
business is encouraged by having a siding at every 
cross-road, usually about a m ile apart. We have switch
ing arrangements with the Pere Marquette Railway at. 
Coloma, so that we may handle steam-road cars on 
our Watervliet division. 

In 1916 we handled about 400 refrigerator cars of 
fru it wh ich were shipped to all parts of t he country. 
Ordinarily about 150 cars of manure are handled each 
season and approximately 750 cars of miscellaneous 
freight, such as coal, lumber, cement, etc., making a 
total of about 1300 cars which are distributed or loaded 
exclusively by the farm er. The use of manure for 
fer t ilizat ion purposes is quite essential in this country, 
and this office has made arrangements with one of the 
largest dist ributing companies t o handle its business, 

and most of th is produce is ordered through our office 
a nd delivered to the farmer at no extra expense to him. 
In other words, we do all t he work. 

We operate a t least two fre ight trains every day, 
and during 1916 operated as high as eighty trains in 
a day, each train composed of a mot or with from one 
t o s ix trailers. We have direct connect ion with the 
Chicago boats at Benton Harbor so that the farmer 
may leave h is shipment on our docks as late as 6 p. m. 
and it is on the Chicago market at 4 o'clock the next 
morn ing. We pick up freight from the docks early 
in t he morning and have it delivered to our farthest 
termina l by 8 a. m. This proves to be excellent service 
for the farmer. We a lso have through connect ion to 
practically a ll points in Indiana ( traction all the way) 
nine months in t he year, giving sixteen-hour delivery 
to Indianapolis and twenty-four-hour delivery to Ft. 
Wayne, Logansport, Lafayet te, Shelbyville and Rich
mond, Ind. During the rest of t he season the service 
requires about twelve hours' a dditional t ime. 

In freight equipment we have five freight motors, 
twenty box and nine rack flats, all equipped up t o M.C.B. 
standards. In addition to our carload business, wh ich 
during September averaged thirty cars per day, we 
run practically the same number of car s to the boat s 
loaded with fruit, which is exclusive of our package 
business. 

We have encouraged the different business enter
prises to ship our way, so that, for instance, we average 
five carloads of ice da ily during the summer months. 
In winter, our flats are all busy carrying logs. Our 
rates to all points when there is steam road competi
tion are based upon the steam-road rates and in some 
instances a r e higher. But superior · service makes up 
the difference and gives us more than our percentage 
of the business. 

In the handling of milk, express and mail, we have 
arranged so that a ll three of these commodities are 
carried on t he same tra in. They a re carr ied on pas
senger r uns and are handled without additional expense 
to this company. The t r ains car ry an express trailer, 
and the expr ess matter is all handled by the express 
company. We charge 1 ½ cent s per gallon fo r trans
porting m ilk, and retu rn the empty cans free. These 
full cans are handled by ou r passenger crew in cha rge 
of the train . 

We handle United States mail only as an accommo
dation to t he public and the pay received does not more 
than cover t he expense of handling. 

A H eavy Freight Carrying Railway* 
More Than Half of the Earnings Come from Freight 

- Through Rates and Perc(;ntages Have Been 
Estab lished with Many Steam Railroads 

BY A. C. WEGNER 
Traffic Manager t h e Toledo & W ester n Rai lroad Company , 

'l'oleclo, Ohio 

Any electric railway t hat is in position to establish 
freight service on it s lines opens up a source of reve
nue to that company which, with proper development, 
will add materially t o the road's earnings. On our 
line, where fre ight service has been g iven considerable 
attention, fre ight revenues amount t o better than 50 
per cent of t he total earnings. 

We have been successful in est ablishing through 
rates and percentages with many steam railroads. This 
has enabled us t o locat e on our line grain elevators, flour 
mills, hay sheds, cooperage factories, canning factories , 
brick and t ile plants, lumber and coal yards, one milk 

*The physical characteri stics of the T oledo & W est e rn Railroad 
as adapted to fre ight h a ndling were described in E lectric Railway 
J ournal, page 1055, N ov. 18, 1916. 
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eondensory, a paper mill and one of the largest beet 
sugar refining plants in th is section of the country. 
The establishment of these through rates has en
abled the dealers in these products located on our line 
to dispose of their goods at almost any market on a 
through rate, giving them the same advantages that 
dealers in these same commodities in adjacent towns 
located on steam railroads enjoy. 

By the establishing of rates on lumber and forest 
products from North Pacific Coast points, Southern 
points, and Michigan and Wisconsin points, lumber 
yards have been established at various places and enjoy 
the same advantage as if located on a steam rail road. 
T he same applies to coal, through rates being estab
lished on bituminous coal from Ohio and West Vir
ginia fields, as well as on anthracite from P ennsylvania 
fields. 

At one point on our line we have dir ect t rack con
nections with a sugar refining plant. During the season 
just fin ished, we handled approximately 1000 car loads 
(in st andard freight equipment ) of sugar beets to t h is 
plant. Most of these beets orig inated on our own line, 
but several hundred carloads came from various st eam 
railroads, which publi shed through rat es on this com
modity in connection wit h our line. We also h andled 
close to 100 carloads from points on our line t o Toledo 
for delivery to the sugar plant locat ed at that point, 
making a tot al of about 1100 carloads of sugar beet s 
t his season. On account of the ext remely dry summer 
it was an off year on beets in tonnage. Dur ing the 
season of 1915, with more favorable crop conditions, we 
handled for both points 1995 carloads of beets. We 
will have handled before the season is over from the 
plant located on our line about 300 carloads of beet 
s ugar and beet refuse or pulp, moving off our line to 
various point s in connection with those steam lines 
with which we have th rough rates. · 

Another big source of fre ight revenue is the handling 
of crushed stone for stone road building purposes. 
During 1916 we handled between 2000 and 2500 car
loads of this class of fre ight, which , bringing on an 
average of $16 per car , shows a very handsome addition 
to our earnings. 

We have establi shed stock pens at all points, enabling 
live stock dealers t o drive their stock in and load from 
t here directly into the car. Some of this stock moves 
to Toledo over our r ails and some to Buffalo, Chicago, 
Cleveland and other markets in connection with the 
steam roads with which we have t hrough rates pub
lished to destination. 

Our line passes through a rich fa rming country and 
carries a large amount of mi lk and cream. Located at 
Morenci, Mich., is a large milk condensory, owned by 
a company which also has a plant at Toledo, our east 
ern terminus. Starting in a small way, its milk busi
ness over our line has increased wonderf ully in the 
past few years. Formerly the milk was handled in 
our regularly scheduled package freight cars, along 
with other traffic. After some time the t otal number 
of cans increased to such an extent that it was neces
sary for us to establish a milk r un, which handles 
nothing but fresh milk from Morenci and intermediate 
points to Toledo. By advertising t he est ablishing of 
this milk run among farmers and the different dairies 
it was not long before this train carried it s full capacity 
load. On many days it amounts to more than this 
special can handle, and the remainder is brought in 
by the next scheduled freight car. 

Later on the dairy company began to bot tle the milk 
at the Morenci plant, cool it there, and now ships it 
out in standard refrigerator cars over our line . to our 
Toledo terminal, from which it is switched to the pri-

vate side track of t he dair y· company. Arriving there 
about midnight , it is checked out to the wagons of the 
company. This plan results in the milk being deliv
er ed at the door of the consumer during the early 
morning hours. At the present time this business has 
been increased to two carloads per day, and by next 
spring it is expected that this will be increased to three 
carloads per day. Milk being a high-rate commodity, 
th is partic ular t r affic is most desirable. 

As our line is known as a heavy freight carrying 
electric rai lway, I f eel warranted in saying that the 
electric lines must look to the development of freight 
traffic on their lines in order to show any substantial 
increase in revenue, and so far we are well pleased 
with the showing our line has made in that phase of 
rai lway traffic. 

A Far Western Experience 
Seven D efinite Recommendations Given fo~ Develop

ment of F reight Business-Experience and Ability 
F orm the Combination That Will Succeed 

BY W. H. SOMERS 
Traffic Manager P uget Sound Railway, Pacific Northwest Traction 

Company, Puget Sound T r action , Light & P ower 
Company, Seattle, W ash . 

The development of freight traffic is an important 
phase of the freight business. Good service and ade
quate facili t ies a re requisites and should be provided to 
the extent that the present and prospective business 
just ifies. Insofa r as special facilities are concerned it 
is doubtful if small lines can afford to speculate on the 
fu t ure in making permanent investments in auxiliaries 
such as grain elevators, lumber sheds, warehouses, etc., 
for the encouragement of freight tonnage, unless under 
exceptionally favorable circumstances which are likely 
to be very rare. 

To be successful, special facilities of this character 
should be advantageous to the shippers. In fact they 
should be more or less of a necessity. They should 
therefore be paid for and maintained by the shippers or 
handled as a commercial proposition and not as a rail
way faci lity. It should, however, be the duty of the 
transportat ion company to seek opportunities to en
courage th e location of warehouses along its lines. 
Nominal or low rental charges for locations on the rail
way company's property and a proper basis of rates 
that will equalize competitive conditions are among the 
at tractions that may be offered. 

If the shipper has his money invested in these facil
ities it virtually makes him a partner in the business, 
and the railway company is assured of his patronage. 
Otherwise, the t r ansportation line has no command of 
the situation. 

Insofar as new methods of developing freight traffic 
are concerned, it may be stated that the evolution of the 
business has been gradual and not prolific in new dis
coveries or new methods. The usual means are generally 
known to experi enced freight officials, but they are of 
varying adaptability and each field seems to present its 

·own intricacies. Success on electric lines is more likely 
of attainment through the intensive development of the 
usual methods as applicable to the local situation, than 
in dependence on new methods. 

It is doubtful if any set of practices can be laid down 
for general guidance, as the conditions vary. There 
ar~, h owever, certa in methods that should ordinarily 
suggest themselves and among them may be mentioned 
the following: 

1. Provide adequate and reliable service. 
2. Learn the needs of shippers and endeavor to sup

ply them. 



FEBRUARY 3, 1917] ELECTRIC RAILWAY JOURNAL 209 

3. Familiarize the .,hippers with your advantages. 
4. Arrange joint r at es with steam roads and electric 

lines where opportunity offe rs, thereby extending the 
range of operations. 

o. Endeavor to have the points of supply or con
sumption of products or material changed so that par
t icipation in the t r ansportation may be possible. 

6. Extend spur tracks into industries where the pres
ent or prospective business amply justifies the expense. 

7. Encourage the location of new industri es along the 
line, and the enlargement of old ones. 

Satisfactory r esults have ·been produced through the 
application of the methods mentioned, but there is one 
outstanding and essential qualification which virtually 
embodies them all, and that is pract ical experience. 
Methods and formulas may be readi ly obta ined or de
vised, but successful results are dependent upon the 
amount of experience and practical knowledge that 
enters into thei r execution. What is true of practically 
every other line of endeavor is equally true of t he 
freight business, and the different results obtained by 
experience and inexperience may bear but slight resem
blance. 

The average eiectr ic line bears the same r elation to 
the large steam road as the small t ract does t o the 
large farm. Intensive methods should govern the fo r mer 
while extensive means are usually applied to the latter 
in each case. With the electric line, as with the small 
t ract, success is dependent largely upon the accumula
t ive results of diver sified efforts, and in both cases the 
accomplishments will be in about t he same measure as 
the experience and abili ty. 

It is entirely possible for one inexperienced in t he 
freight business to be daily treading upon opportunities 
without being conscious of their exist ence- or who u pon 
recognition is unable to appraise them at their proper 
value. Likewise opport unities may be wast ed by inex
perienced effort. It is not sufficient to be able to r ead 
tariffs and quote r ates. One should know the principle 
on which rates are based and the rate merit of the pr in
cipal commodities. Otherwise he may not know whether 
the movement of certain commodities is being retar ded 
or whether the r evenue obtained is r elatively adequat e 
in upholding the general average. 

It is not sufficient to be conversant with one's own 
rates and service. A traffic official should have general 
knowledge of the activities of the shippers insofar as 
they pertain to t ransportation and to present and p ros
pective markets. 

It is not sufficient to assemble an array of methods 
of other lines and automatically try to put them into 
practice without full regard to t heir local application . 
The local adaptabili ty and the manner of execution may 
minimize or magnify the results. The variance in the 
results obtained is due not so much t o the knowledge of 
general methods as to the ability to recognize and de
velop opportunities. 

It is therefore evident that experience is the basis 
of success in the electric lines' fre ight business, first in 
determining the extent to which they should engage in 
freight operat ions, and second, in the development work. 
Experience and ability, in conjunction with the devotion 
of thought and effort, are the combination that will suc
ceed, and without that combination methods and for
mulas a r e of only secondary value. 

Small elect r ic lines may feel that their business does 
not j ustify the expense of an experienced freight offi
cial. However, this should not deter them from the 
effort to equip themselves properly with talent, and what 
cannot be done individually may be entirely possible of 
accomplishment collectively. Therein will lie a meas
urable achievement in the development and upbuilding 
of the frei ght business of a number of the electric lines. 

Decreasing Accidents Through a 
Bonus System 

Milwaukee Employees Receive 40 Per Cent of Savings 
from Injury and Damage Allowance- Par-

ticipation Based on Demerit System 

THE Milwaukee Electric Railway & Light Company, 
Milwaukee, Wis., has in operation a bonus plan 

whereby employees in the transportation department re
ceive part o.f the savings secured by more careful atten
t ion to the. prevention of injuries and accidents. Accord
ing to Bruce Cameron, superintendent of transportation 
United Railways, St. Louis, Mo., who made an investi
gation of the system in Milwaukee and submitted a 
report to President Richard McCulloch, the employees 
in Milwaukee are enthusiastic over the success of the 
plan during its eighteen months of operation. 

Mr. Cameron's report, which was abstracted in a 
recent issue of the United Railways Bulletin, stated 
that a certain per cent of the gross revenue of the Mil
waukee Electric Railway & Light Company is set aside 
each year to pay injury and damage expenses arising 
from the operation of the cars. Any saving made from 
the a llowance is partly distributed in the form of a 
bonus to t he employees in the transportation depart
ment. If, for example, $500,000 is set aside to meet 
injury and damage payments and only $400,000 is ex
pended because of increased care and intelligent opera
tion of the cars, 40 per cent of this $100,000 saving 
( ~>r $40,000) is divided among the employees. A sim
ilar percentage goes to the company, and the remaining 
20 per cent into a fund for keeping the records. The 
bonus paid to the men is in addition to the present 
wage scale and system of compensating the employees 
according to the length of service. 

The motormen and other employees who are entitled 
to receive a bonus draw 73 per cent of the employees' 
share, and the conduct ors entitled to a bonus draw the 
remaining 27 per cent. The bonuses received by the 
motormen and conductors climbed steadily during the 
first year until the motormen were earning $7 extra 
each month and the conductors about $5 each month. 
The other employees in the t ransportat ion department, 
such as division superintendents, supervisors, foremen, 
clerks and miscellaneous car service men, received ap
proximately the same amount of extra money. All 
employees are figured on the same average of earning 
capacity, about $1,200 each year, so that the motormen 
and conductors have an almost equal standing with the 
superintendents, supervisors and foremen. · 

In addition to the money allowed to meet injury and 
damage payments, the report says t hat another sum is 
set aside for the maintenance of equipment. If by 
careful operation there are fewer collisions and less 
property is destroyed, the difference between the allow
ance and the cost of repairs and replacements is divided. 
Moreover, the saving in power through the intelli
gent operation of the cars figures in the bonus appro
priation. A certain sum is also established as the rea
sonable earnings per car-mile, and if every car hauls its 
own load, keeps on its own space or secures increased 
fares, the difference earned above the sum designated 
is divided among the employees. 

The right of employees to share in the bonus dis
tribution .is determined from their records. The com
pany has a grade book, and all infractions of rules 
carry with them a certain number of demerit marks. 
At the first of the month each employee starts out with 
1000 merit marks to his credit. If he is demerited in 
accordance with the grade book and fails to maintain a 
grade of 750 points, he loses the right to participate 
in the bonus for t hat month, whi le the careful and 
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efficient profit through his carelessness. Any employee 
demer ited 250 points in three consecutive months is 
\iable t o dismissal. The demerits for each accident or 
violation of rules are determined in the first instance 
by t he division superintendent, the right of appeal being 
reserved in turn to the bonus committee, the superin
tendent of transpor tation and the general manager or 
pres ident. 

The bonus committee at each carhouse consists of the 
divis ion superintendent as chairman, the director of 
the E mployees' Mutual Ber.efit Association from that 
carhouse, and another employee of the transportation 
depar tment. If the director happens to be a motorman, 
then a conductor is elected to be the other representa
tive, and vice versa. The motorman or conductor 
chosen must have a service record of at least three 
years with the company and be in good standing. 

There are no lay-offs or suspensions on account of 
infractions of the rules of the grade book. The divi
sion superintendent post s the demerits in the assembly 
room of the carhouse. The superintendents, super
visors, foremen, clerks, etc. , a re demerited on account 
of infractions of the rules the same as motormen and 
conductors. Their infrac tions pertain particularly to 
negligence in not looking af t er the car s, let ting a space 
go by unattended, not furn ishing the proper service or 
not attending t o duty in any other way. 

The Milwaukee plan, according to Superintendent 
Cameron, g ives all employees of the transportation de
partment di rect responsib ili ty and interest in reducing 
the cost of oper ation, increased safety and revenues 
from car operation, provides a system for enforcing, 
discipline, and recognizes and rewards the services of 
efficient men whose treatment of the public earns good 
will for the company. 

Extension of Milwaukee Electrification 
Chicago, Milwaukee & St . Paul R ailway Authorizes 

Electrification of Two N ew E n gine Divisions 
Totaling 220 Miles in Length 

THE electrification of two additional engine divisions 
has been authorized by the directors of the Chicago, 

Milwaukee & St. Paul Railway. These two divisions lie 
between the city of Seattle and the division terminal of 
Othello, about 220 miles to the east, c-rossing the Cas
cade Mountains and extending for some dist ance onto 
the relatively level plain that comprises the eastern part 
of the state of Washington. Eastward from Othello, 
across this plain, there will thus be a gap of somewhat 
more than 200 miles that is not included in the immedi
ate plans for extension of the electrically-operated line. 
Temporarily, at least, the division point at Avery, Idaho, 
which lies at the foot of the Bitter Root Mountains, will 
remain the western terminus of the original 440-mile 
electric zone that is now being operat ed. Ultimat ely;· 
however, the plan is to establish electric operation over 
the entire western end of the system, g iving a stretch 
of nearly 900 miles of electrified track between Harlow
town, Mont., and the Pacific Coast. 

C. A. Goodnow, assistant to the president, Chicago, 
Milwaukee & St. Paul Railway, is quoted to the effect 
that the new electrification through the Cascade Moun
tains is being undertaken because of the phenomenal 
success of the electric zone already completed, the out
standing feat ure of this being the ease with which heavy 
freight trains are being handled on the mountain grades. 
Five freight trains of about sixty cars each are moved 
daily each way across t he mountains by the electric lo
comotives, and it is estimated that four hours' time are 
saved by each train on each 100 miles of road. 

Surveys fo r the new work have already been made, 
and the line will be placed in service as soon as possible. 
No orders for equipment have been placed as yet, but 
the same type of apparatus, including locomotives, sub
stations and overhead, as that now installed on the pres
ent electric zone will be adopted. This involves the use 
of 3000 volts direct current supplied from substations 
spaced about 30 miles apart. Power is received at 100,-
000 volts and is converted by motor-generator sets which 
supply a catenary contact system with twin copper con
tact wires supported on wooden poles with bracket arms. 
The locomotives are of 280 tons weight and are equipped 
with eight motors of 450 hp. each. 

Commi ~sion Can Increase Fares 
W ithout Municipal Consent 

New York Court Holds That Utilities Have Right 
to Reasonable Rates Despite Franchise 

Restrictions Imposed by Cities 

A N important contribution to legal interpretations 
of the P ublic Service Commission law of New York 

State was recently made by the Appellate Division of 
the Supreme Court, Third Department, when it over
ruled the P ublic Service Commission for the Second 
District of New York and held that the commission 
could a uthorize increased fares beyond the stipulated 
franchise rat e without the assent of local authorities. 
This decision was rendered in the case of the New York 
& North Shore Traction Company, Roslyn, N. Y., 
against the above-mentioned commission (162 N. Y. 
Supp. 405). 

In 1907, t he company, then bearing the name of the 
Mineola, Roslyn & Port Washington Traction Company, 
secured municipal permission for construction, one con
dition being that the traction company and its succes
sors should not charge more than 10 cents for a ,con
tinuous trip from Mineola to Port Washington. In 
1915 the company applied to the commission for a fare 
increase, alleging that 10 cents was unjust and unrea
r,onable. The commission, however, held that, although 
facts were alleged which , if established, would be ample 
to warrant the granting of the order sought, it could 
not, without the consent of the local authorities, increase 
the fare beyond that set in the original consent. 

The ruling j ust r endered on appeal, however, com
pletely nullifies the decision of the commission and re
mits the petition fo r a fare increase to it for further 
action. The cour t r emarks that the Legislature is pro
hibited by the constitution from authorizing the con
struction and operation of street railways except upon 
the condition that the consent of the local authorities be 
first obtained. It adds, however, that under another 
constitution~! provision that must be considered in this 
connection, the local authorities are prohibited from at
taching conditions t o their consent which assume to
regulate the rat e of fare, because the right to regulate 
fares to be charged by public service corporations is 
essentially a legislative function. This power, of course, 
is now delegated to the Public Service Commission. In 
other words, the constitutional provision regarding the 
giving of consent is a restriction upon the Legislature; 
and the constitutional provision regarding the exercise 
of the legislative power is a restriction upon the local 
authorities in the matter of attaching conditions fixing 
rates of fares. The court recalls that under a previous 
decision (196 N. Y. 158, 165) the consent of a city is 
but a step in the grant of a single, indivisible franchise 
to construct and operate a street railway, for the au
thority to make use of the streets for railroad purposes 
primarily resides in the the State and is a part of its 
sovereign power. 



FEBRUARY 3, 1917] ELECTRIC RAILWAY JOURNAL 211 

In conclusion, the court states: 
"The Public Service Commission, without the assent 

of the local authorities, is vested with power to increase 
the rate of fare on the company's line between Mineola 
and Port Washington beyond the stipulated rate, in 
case the proofs shall warrant the decision that the pres
ent rate of fare is insufficient to yield a reasonable com
pensation for the ·service rendered, and is unjust and 
unreasonable." 

COMMUN ICA TIONS 

Changes Needed in Laws Affecting 
Personal Injury Suits 

SAN FRANCISCO-OAKLAND TERMINAL RAILWAYS 
OAKLAND, CAL., Jan. 18, 1917. 

To the Editors: 
Judicial decisions which have established the legal 

principles under which are decided street railway per
sonal injury cases are the outgrowth of conditions ex
isting when the electric railway was in its earlier stages 
of development. In other words, the laws under which 
such cases must be tried do not suit present conditions. 
The present situation, involving an unfair burden upon 
the electric railways, could probably be remedied if the 
facts were made plain and the electric railways of the 
country would co-operate to secure the necessary 
changes in state laws. 

When the electric street car first appeared and for 
years thereafter it wa·s regarded as a strange and un
usual method of transportation. The source and appli
cation of the energy it used was not generally under
stood. Its capa~ity for injury and damage appeared 
to be large as compared with the slower moving vehicles 
of the day. The electric car seemed to be in a class by 
itself, and the burden of extraordinary care and re
sponsibility was placed upon those who operated it. 
Early legal cases which were decided unfavorably to the 
electric roads strengthened the popular belief that the 
electric railway was a dangerous means of travel, and 
the tendency was to increase the burden upon electric 
railways. 

In the last two decades there has been but slight 
change in the legal status under which are considered 
damage and personal injury cases involving electric 
railways, yet in this time the relative position of the 
street railway to other common methods of travel has 
been practically reversed. The swiftly moving auto
mobile in both private and jitney servi-ce, with its ex
tremely high rate of acceleration, the heavily laden au
tomobile truck and the large sightseeing automobiles 
which often carry as many passengers as the street car 
have increased the traffic dangers many fold. Mean
time the improvement of the mechanism of the street 
car has materially increased the safety of its operation. 

Judicial decisions, taking account of changed trans
portation conditions, so far as pedestrians, automobil~ 
and horsedrawn vehicles are concerned, have kept pace 
with modern developments with the single exception of 
the electric railway. The street car is still governed by 
laws which deal with it as an exception in transporta
t ion equipment, potentially as dangerous and to be sad
dled with the same relative degree of responsibility as 
during the early years of its development. 

Judicial decisions have recognized that a street car 
must of necessity travel along a fixed path, but they 
usually fail to determine any principle of right-of-way 
between street car and automobile. · Traffic laws show 
thP. same deficiency. Only recently was the passage of 

a traffic ordinance secured in Oakland, Cal., which gave 
to street car s at intersecting streets a right-of-way 
over automobiles. The faci lity with which automo
biles can stop is recognized, but • street cars are still 
held rigidly responsible for the failure of motormen to 
stop in time to avoid collisions, while, on the other 
hand, the negligence of an automobile driver cannot be 
imputed to the passenger or guest in the automobile. 

There would be a decrease in "ambulance chasing" 
and unfounded litigation against street railways as a 
means to a financial end would be discouraged if the 
much needed revision of the present laws could be se
cured. The street railway is a fertile field for exploita
tion in personal injury suits because only large corpora
tions, always able to respond in damage cases, engage 
in this field. One element in the situation which re
quires a change most urgently is that trial costs of a 
personal injury case have to be paid by the winning 
party with a judgment for costs against the losing 
party. Thus unscrupulous lawyers need not hesitate 
in urging suits against the company on a 50-50 basis. 
Neither lawyer nor client undertakes risk because in 
case of decision unfavorable to the client means are 
easily found to evade the payment of costs by the plain• 
tiff, and the railway company has to stand the loss en
tailed by the purely mercenary scheme of the "ambu-
lance chaser." W. H. SMITH, Attorney. 

Were the Paving Repairs Useless? 
BROOKLYN RAPID TRANSIT COMPANY 

BROOKLYN, N. Y., Jan. 30, 1917, 
To the Editors: 

Referring to your editorial on "Useless Repairs to 
Street Paving," in the issue for J an. 27, I wonder 
whether you made inquiry of the maintenance engineer 
as to why the paving work was being done despite the 
bad-joint conditions. A situation arises quite often 
on a large property where one is confronted with a 
choice between two evils. It can be imagined that the 
city authorities may have ordered the paving repairs 
on the street to be done in a specified time without 
consideration of the ability of the railway to find the 
men and stop other work of more importance in order 
to make the joint repairs before the paving work. It 
not infrequently happens that the city will step in, 
regardless of requirements from a track viewpoint, and 
do the paving work at the railroad's expense with the 
later joint repair still to be done at further expense. 
Then, too, very bad paving conditions are not good to 
leave over a winter season, and accident hazard often 
outweighs all others to such an extent that the tem
porary repair of paving at the poor joints may be war
ranted. Furthermore, if the tracks in question are to 
be rebuilt early this spring, the failure to make joint 
repairs had a justification in the avoidance of the joint 
repair expense. It hardly seems conceivable that any 
official charged with track maintenance would permit 
the work criticised under any other conditions. 

R. C. CRAM, 
Assistant Engineer Way and Structure Department, 

The Illinois Traction Company, Peoria, Ill., kncwn as 
the McKinley lines, E. E. Soules, manager of the de
partment of publicity, has sent a greeting in the form 
of a handsomely lithographed card 5¼ in. wide by 3¼ 
in. high to the editors of the newspapers in the com
pany's territory. The card contained this expression of 
appreciation: "The good will you have shown us i~ a 
valued asset for which we owe you c•ur sincere thanks 
and our best efforts to serve you during the coming 
year." 
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l\IID-YEAR MEETING 
ll 8 STO N 

FEBRUARY 16, 1917 ASSOCIATION NEWS MID-YEAR MEETING 
llOSTON 

FEDRUARY 16, 1917 

Simplification of Wheel Flange Designs Considered by Equipment Committee-Engineering-Accounting 
Topics Discussed at New York Meeting-Personnel of Standards· Committee 

Announced-Report of Chicago Section Meeting 

Flange Contours Discussed by Equipment 
Committee 

Wheel flange contours constituted the major subject 
of discussion at a meeting of the equipment committee 
of the Engineering Association held in New York, Jan. 
30. E. M. T. Ryder of the committee on way matters 
attended the meeting and asked for consideration of 
the possibility of adopting a single standard flange to 
permit st andardization of city special work. The ques
tion was raised as to the possibility of providing for 
M.C.B. flanges in city track, and also in regard to the 
possible use of a single city flange. 

It was conceded that the opportunity to bring inter
change equipment with M.C.B. flanges into cities would 
be most desirable, but the sense of the committee was 
that no way was apparent to eliminate the present mon
grel interurban flange that stands between the M.C.B. 
design and that frequently used for city cars. 

Mr. Ryder then asked for the adoption, if possible, of 
a single standard thickness of 1 1/16 in. for all flanges, 
whether for interurban or city wheels, but with vary
ing heights to suit special conditions, and it was de
cided to canvass a selected list of member companies to 
determine sentiment in this regard. The query is to 
be whether a single standard flange thickness is f easi
ble with the three heights, respectively, % in., ¾ in. 
and 3/s in., the %-in. flange being introduced because 
of its not inconsiderable use at present. 

The balance of the meeting was occupied with re
ports from sub-committees on revision of the various 
standards of the association. Among these the most 
radical proposal was that of eliminating that section 
of the Engineering Manual included under the head of 
"Miscellaneous Methods and Practices." The consensus 
of opinion was that the material had but little value, 
especially because much of it had not been brought up 
to date. The matter was referred to the executive 
committee. 

The meeting was attended by H. A. Johnson, E. W. 
Holst, W. E. Johnson, J. J. Sinclair, J. R. Ayers, R. H. 
Dalgleish and W. G. Gove, chairman, together with 
representatives of a number of manufacturers who were 
serving on sub-committees. 

Engineering-Accounting 
The first meeting of the engineering-accounting com

mittee for 1917 was held at association headquarters 
on Jan. 22 and 23. Harold Bates, New Haven, Conn. , 
chairman of the committee, presided, and the follow
ing other members were in attendance on the first day: 
J. C. Collins, Rochester, N. Y.; H. A. Gidney, Boston. 
Mass.; C. H. Lahr, Akron, Ohio; E. P. Roundey, Syra
cuse, N. Y., and F. H. Sillick, New York City. On the 
second day J. M. Joel, Utica, N. Y., and W. 0. Ingle, 
Rochester, N. Y., attended the meeting. 

The first of the two subjects assigned to the com
mittee is that of interdepartmental charges. The vari
ous phases of this subject were thoroughly discussed by 
the committee, a review also being made of past discus-

sions and recommendations by former committees. 
It seemed to be generally agreed that the inclusion of 
interdepartmental with overhead charges in street rail
way construction and operation is correct in principle 
and necessary to determine the true cost, and also that 
some system of cost accounting su°pplemental to the 
regular prescribed accounts is desirable. In consequence 
a sub-committee, consisting of F. H. Sillick, chairman, 
H. A. Gidney and J. P. Ripley, was appointed with in
structions to devise a method of determining an appor
tionment of shop and power expenses for construction 
and operation in interdepartmental charges, defining the 
elements to be considered as so-called overhead charges. 

Consideration of the foregoing subject took up most 
of the first day with the exception of a short discussion 
of the second topic assigned the committee-the further 
development of a system for maintaining a continuous 
inventory of physical property. A second sub-commit
tee to handle this work was appointed, consisting of 
C. H. Lahr, chairman, L. P. Crecelius and J. C. Collins. 

On the second day the discussion of continuous in
ventories and the system drawn up by the 1916 com
mittee was continued, and certain suggestions were 
made to the sub-committee, including: (1) A revision 
of the index system. (2) A consolidation of the pri
mary forms for reporting property changes to the in
ventory department into one suitable for all cases. (3) 
The design of sub-forms for the reporting of informa
tion by men in the field. ( 4) A testing out or applica
tion of the system outlined by the 1916 committee to 
disclose any other ways to make improvements. 

Engineering Standards Committee 
As stated in last week's issue the Engineering Asso

ciation committee on standards will not consist as here
tofore of the chairmen of the technical committees, the 
purpose of the change being to bring in a group not di
rectly responsible for the committees' recommendations. 
The 1916-1917 committee consists of the following: 

H. H. Adams, Chicago, Ill., chairman; J. H. Hanna, 
Washington, D. C., vice-chairman; G. W. Palmer, Jr., 
Boston, Mass.; John Lindall, Boston, Mass.; Martin 
Schreiber, Newark, N. J.; L. P. Crecelius, Cleveland, 
Ohio; J. M. Larned, Pittsburgh, Pa.; E. R. Hill, New 
York City; H. H. Norris, New York City. 

Chicago Section Meeting 
At the meeting of company section No. 6, held in Chi

cago on Jan. 16, 130 members arid visitors were pres
ent to listen to an address by H. M. Brinkerhoff, chief 
engineer Chicago Transportation and Subway Commis
sion. Mr. Brinkerhoff spoke on "Chicago's Transporta
tion Problem," and used maps of the city showing the 
proposed extension of the present elevated lines, the 
new elevated lines and the proposed subways by way 
of illustrations. He also explained the plans proposed 
for financing the work and equipping the system ready 
for op·eration. During the evening the trio from the Ele
vated electrical department furnished excellent music. 



FEBRUARY 3, 1917] ELECTRIC RAILWAY J OURNAL 213 

Practical and Economical Solutions of Problems in 

EQUIPMENT AND ITS MAINTENANCE 
Classification of Trucks to Aid Builders and Users-Improved 
Switch Mate in B.R.T. Standards-Ballast Spreading with Great 
Economy of Labor-How to Assemble Pinions Correctly-Big job 
Done with Pole Jacks-Light Weight Portable Welding F urnaces 

(Contributions f rom the Men in the Field Are Solicit ed and W ill B e Paid for at Special Rates. ) 

Tongue Switch and Mate Standards 
Unusually Large Mate Center Found Economical on 

B. R. T. System 

BY M . BERN ARD 
Assistant Engineer Way a nd Structure Department 

In this issue of the ELECTRIC RAILWAY JOURNAL for 
July 22, 1916, page 148, the standard track layout de
signs of the Brooklyn Rapid Transit System were de
scribed. The present article deals with standard tongue 
switches and mates adopted on the same system. 

It was considered impracticable to specify any special 
type of fastening or heel, exception being taken, how
ever, to the use of pin tongues, since the tongue switches 
furnished by the various manufacturers have certain 
special features .in their design which are covered by 
patents. The accompanying drawing shows the align
ment and face dimensions adopted for the switches and 
mates together with profiles of switch surfaces. 

Attention is called, especially, to the comparatively 
large mate center whereby protection is afforded to 
the mate opposite the tongue point, mates generally 
being designed with manganese steel inserts to protect 
the mate point only. It is believed that by extending 
the center in the mate to a point approximately opposite 

VIEW SHOWING GOUGING OUT AT TOE OF SWITCH MATE 

the end of the tongue switch center, the pounding and 
gouging out of the open-hearth steel, frequently found 
in mates at the point, will be greatly reduced or entirely 
eliminated. This gouging out at the toe is illustrated in 
the accompanying photograph. Experience thus far 
shows that the additional cost for this improvement is 
well justified. 

The lengths adopted as standard for tongue switches 
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P rofi le of S witch Surfaces 

ALJGNMI<,NT AND FACE DlM~~N SIONS OF STAN DARD TONGUE SWITCH ES AND MATES OF THE BROOKLYN RAPID TRANSIT COMPANY 
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of 50-ft ., 75-ft., 100-ft. and 150-ft . radii are given in the 
diagrams below. The curved arms are made in the 
lengths as shown to permit their use with any one of the 
st andard spirals r egardless of t he radius of the abutting 
portion of the curve of which the switch piece forms 
a part. This would not be possible if the lengths were 

made greater since the rad ius of the abutting arc var ies 
according to the design adopted for the special work 
layout. Likewise, it would be impossible, without re
bending the end portion, t o use switches having greater 
1engths than these in connect ion with cross overs, whose 
design embodies, generally, a uniform r ad ius at the ends 
with straight frogs in the rriiddle portion. 

Truck Classification 
The Author Advocat es Use of a Uniform System 

of Symbols for D efining the Various Classes 
of Electric Rai lway Car Trucks 

BY S. A. BULLOCK 
Manager E lectric Truck Department, B a ldwin Locom otive Works , 

' P hila d elphia. Pa. 

In this day of efficiency and st andardization it seems 
strange that li ttle effort has been directed toward a 
truck classificat ion that really defines-a universal 
classification t hat has face value and is not entirely em
pirical. 

Steam locomotives are definitely classified by the lo
cation and number of wheels. For instance, 2-4-2 indi
cat es an engine wi th two idler wheels under the fron t 
end, four drivers under the boiler and two trailers un
der the rear end of t he locomot ive. With electric rail
way car t rucks one finds such classifications as 39-E-l , 
0-36, and 54-18-M. Does anyone aside from the manu
facturers know how to compare them? Why not make 
the name define the object? 

This is by no· means the case at present. For ex
ample, 39-E-1 represents a Brill maximum traction 
truck with one outside-hung motor per truck. The 
wheelbase is 54 in. and the maximum center plate load 
20,000 lb., the journals being 3¾ in. x 7 in. for drivers 
and 3 in. x 6 in. on trailers. 0-36 represents the Stand
ard Motor Truck · Company's maximum-traction truck, 
with wheelbase 54 in., center-plate load 18,000 lb., jour-

·wheel 
C lass ifi cation Bas e, 

Company S y mbol Inch es 

Brill ... . .. .... . ... ......... . 39-E-1 
Sta n da r d ... . : . . . . . . . . . . . . . . . 0-36 
Ba ldw in .... . . . ... .... . ... . . 54- 18-M 

Brill ........ . .. ... . ...... . .. 76-E-1 
Standa rd............. .... ... 0 -50 
Baldwin . ..... · ........ .... ... 54-1 8-L 

Brill .... ........ . ..... ... ... 27-MCB-1 
Standa rd . .............. . .... C-50 
Ba ld w in . .................... 73-22-K 

Brill .. .. ......•............ 27- MCB-2 
Sta n da rd .. ...............••. C-50 
Ba ldwin.. . ...... . ........•. 75- 25-A 

Brill ..... .................. 27-1\ICB-3 
Standard .... . . ..... .. ....... C-60 
Baldwin ... ............ . ..... 84-30-AA 

54 
54 
54 

58 
54 
54 

72 
76 
73 

72 
76 
75 

78 
78 
84 

Center
P la t e Load . 

P ounds 

20 000 
18,000 
18,000 

20,000 
25,000 
18,000 

23,000 
25 ,000 
22,000 

23 000 
25,000 
25,000 

31,500 
30,000 
30,000 

nals 3¾ x 7½ in. fo r drivers and 3 in. x 7¼ in. on 
tra ilers. 54-18-M represents a Baldwin maximum-trac
t ion truck, with wheelbase 54 in., center-plate load 18,-
000 lb., journals 3¾ in. x 7 in. for drivers and 3 in. x 
6 in. on trailers. 

Baldwin's present method of defining a truck class is 
that the first figures indicate the wheelbase in inches, 
the second figures represent the maximum center plate 
load in thousands of pounds and the final letter indicates 
the style of t ruck. Thus, 54-18-M indicates a motor 
truck, whose wheelbase is 54 in. whose center plate 
load is 18,000 lb. and whose type is maximum traction, 
("maximum t raction" is a misnomer, as here applied, 
and should be "maximum clearance"). 

The large t able below gives an approximate relative 
comparison of the electric motor-truck classes of ·Brill, 
$tandard and Baldwin. 

In studying truck classifications, these are three es
sentials : ( 1) The motors-number per truck-inside 
or outside hung ; (2) The wheelbase ; (3) The capacity 
of the truck. It seems reasonable to formulate from 
this the following general plan : 

The first three classes in the above table could be 
generally defined by the symbols 1-0-54-36, or preferably 
10-54-36. Here the first figure, 1, represents the num
ber of motors per truck. The second figure, 0, is the 
letter 0, meaning outside hung, and represents the lo
cation of the motors in the trucks. The figure 54 means 
inches of wheelbase, and 36 means thousands of pounds 
load on two trucks. Thus, 1-(motor), O-(outside 
hung) , 54-(inches wheelbase), 36-(thousand pounds 
maximum carrying capacity of the two trucks), is truck 
class 10-54-36. F or inside hung motor trucks, there 
could be used, after the number of motors, the figure 1 
(or I , meaning inside hung) . In order not to confuse 
the numbers, they should be read thus, Baldwin 21 dash 
84 dash 60. 

The practical application of this plan would result in 
the following list of symbols: 

Brill ......... . 39- E - 1 B rill .. . .. ....... .. 10-54-40 
S t a n d a rd . . . . . . 0 -36 
Baldwin . .... .. 54-18-1\1 

S t a n dard . . ... •.•• • 10-54-36 
Baldwin . •... ..... . 10-54-36 
B rill . . . . . . . . . . . . . . 20-58-40 Brill .... ..... . 76-E-1 

S ta ndard . ... .. 0 -50 S t a nda rd .... . ... .. 20-54-50 
Baldwin . .... . . 54- 18-L Bald win .......•. .. 20-54-36 

Brill .. .••.... . .. .. 21-72-46 
S t a ndard •... ...... 21-76-50 
Ba ld win • . . . . . . . . . . 21-73-H 

B rill. .... . .... 27- MCB- 1 
St a ndard .. . ... C-50 
Baldwin . . .... . 73-!::::- K 
B rill . .... . .... 27-MCB-2x Brill .. ....... ..... 21-72-46 
Sta nda r d . . .... C-50 S t a nda rd .... ...... 21-76-50 
Bald w in ....... 75-25-A Ba ldwin ..... . . .... 21-75-50 
Brill .......... 27- MCB-3x B rill . . . . . . . . . . . . . . 21-78-63 
Sta nda rd ...... C-60 S t a nda rd .... ...... 21-78-60 
Baldwin ... . ... 84-30-AA Baldwin ...... ..... 21-84-60 

A proper classification would lead eventually to 8 

st andardization of axle sizes, which should not have to 
be specified since every truck should carry with it def
inite standard axles. 

I have endeavored to formulate a classification which 
is simple, definite and comparative. It is impossible to 
work out a s~heme which is "foolproof" or one which 

T ype 
C ity 

Single Motor 
S ing le Mot or 
Single Motor 

C ity 
Double Motor 
Double Motor 
Double Mot or 

S uburba n 
Double Motor 
Double Motor 
Double Motor 
I nterurban 

D oub le Motor 
Dou b le Motor 
Double Motor 
Interurba n 

Double M otor 
D ouble M otor 
Double Motor 

Locat ion 
of Motor 

Ou t side hung 
Outs ide hung 
O utside hung 

Outside hung 
Outs ide hung 
Outs ide hung 

I nside hung 
Inside hung 
I nside hung 

I nside hung 
Inside hung 
Ins ide hung 

Inside hung 
Inside hung 
Inside hung 

Journals 
Motor and Trailer 

Inches 

3 ¾ x 7 and 3 x 6 
3-l¾, x7½ a nd3x7¼ 
3¾ x 7 and 3 x 6 

3%, X 7 
3¾ x7¾ 
3%, X 7 

3¾ X 7 
384 X 7 
3,74 X 7 

4¼ X 8 
3%, X 7 
4¼ x8 

5 X 9 
4¼ x8 
5 X 9 
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will not admit of exceptions. The proposed plan should, 
however, be useful in the majority of cases. 

If the above classification should be designated "Uni
versal" and if present truck classifications were paren
t hetically interpreted by equivalent universal classifica
tions, it would enable the manufacturer to know exactly 
what is wanted and would help the customer to know 
what he is getting and what he already has. · 

Parallel Operation of D.C. Generators 
It frequently becomes necesary in power houses and 

substations to operate d.c. generators in parallel, and 
when commutating pole machines are so used the Elec
tric Journal points out that the brushes should be placed 
on the geometrical neutral and should be shifted only as 

PARALLEL OPERATION OF D.C. GENERATORS SHOWING PROPER 
LOCA TlON OF EQUALIZER CONNECTION 

a temporary emergency measure when parallel opera
tion cannot be obtained in any other way. The com
mutating-pole winding should not be made to act as a 
series field, and should be used for the sole purpose of 
insuring good commutation at all loads. The equalizer 
eonnection should be between A and B, as shown in the 
accompanying diagram, and not between C and D. 

Pittsburgh Harrow for Distributing 
Ballast 

The Pittsburgh Railways, being located in the heart 
of a great metal working district, has suffered severely 
from labor shortage. Therefore the way department, 
in particular, had to set its wits to work to get along 
with as little human help as possible. One result has 
been the invention of a harrow for spreading ballast 
after it is deposited by dump cars. This harrow has 
been so successful that in one hour with two men 
it accomplishes as much work as eight men could in 
one day of hand shoveling. 

The harrow, as shown in the illustration, is simply 
a triangular framework made of 2-in. x 1¼-in. x 12-in. 
board, with three stiffening ribs of the same material 
and sufficiently weighted to prevent climbing. To the 
outer boards are bolted iron teeth, which project 5 in. 

,,. .. , .# .,, 

' )' ~ <-', ' 

below t he boards. When first used, the harrow was 
chained to the middle of each truck of the dump car 
which pulls it. However, experience has shown that it 
is better to attach it to t he cabs, as this enables the 
harrow to fo llow curves. 

After the dump car s have discharged the ballast , one 
of these drags the harrow back and forth three or four 
times over the stretch of 300 ft. to 400 ft. until the bal
last is neatly spread ; then a st eam r oller completes the 
work. 

Protecting Public as W ell as Opera tor 
from Rays of Electric Welder 

In Kansas City where the safet y-first movement is 
receiving much attention, the prot ection of t he eyes of 
the curious public has been taken into consider ation in 
conjunction with the use of the Indianapolis welder in 
building up worn special work at street intersections. 
For this purpose a cylindrical guard with an opening on 
one side through which the operator works is placed on 
end around the joint being built up. It is mounted on 
two wheels, so that it can be easily moved from one 

SCREEN FOR SHIELDING EYES OF PASSERS-BY 

. location to another. Being about 4 ft. high and of the 
same diameter, it confines the violet rays from the arc 
so that they are not directly visible to the passers-by. 
In order to get the direct rays which are injurious to 
the eye, a person must come so close to the working 
point that the glare of the arc prevents him from look
ing injuriously long. The operator is provided with a 
headgear which protects his eyes and face. 

HARROW SPREADING AS MUCH BALLAST IN FIFTEEN MINUTES AS E IGHT MEN COULD SPREAD WITH SHOVELS IN A DAY 
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,.. 
View 1.-Genel' a l view of Seaview Avenue, showing pole lines 

which h a d to be moved back 2 f t . on account of widening of the 
street. 

View 2.-Pole leaning towa rd the street is ready to be shifted 
to the n ew cul'b lin'>, 

View 3.-Showing h eavy loading of the poles near the power 
house. 

Views 4 and 6.-Pole at power house supporting twenty cables. 

View 5,-Pole shown in views 4 a nd 5 being rai!:'ed with pole 
jacl<s. 

V iew 7.-Two poles which were moved as a unit, u sing six pole 
jacks. 

Views 8 and 9,-Showing how the concrete foundations were 
moved with the poles. 

View 10,-Terminal poles opposite powerhouse which were moved 
as one unit. 

~loving Live and fleavily Loaded Po:e Line, Briditeport, Conn." 
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Heavily Loaded Feeder Poles Moved 
with Pole Jacks 

Poles Set in Concrete Shifted Without Interrupting 
Power When W idening of Street Required Pole 

Line to Be Moved Back Two Feet 

BY GEORGE BUTTRICK 
Gen era l Line Fol'ema n Connecticut Company, Bridgeport, Conn. 

The illustrations on the opposite page show work done 
on Seaview Avenue, Bridgeport, Conn., where on account 
of the widening of the street it was necessary to move 
the poles on both sides back a distance of 2 ft. Fifty
two 35-ft. extra-heavy steel poles set in concrete were 
moved into their new position without disturbing the 
cables, cutting off the power or destroying the concrete 
foundations. The views at the top of page 216 show a 
general layout of the line and how heavily the poles are 
loaded with cables . On the left-hand side of the street 
are nineteen 1,000,000-circ. mil cables and one 300,000-
circ. mil cable, while the poles on the right-hand side 
carry twelve 1,000,000-circ. mil cables. 

In moving a pole, a hole 6 f t . deep and about 4 ft. 
square was dug around the base. Blocks and timbers 
were then placed around the steel pole and two pole 
jacks, one on each side, were used to raise the pole with 
its load of cables at the top and its concrete foundation 
at the bottom. A 2-in. plank was then placed underneath 
and the pole pushed back the required 2 ft. by means of 
a third jack. This done, the hole was filled in and 
tamped in the usual manner. 

Views 4, 5 and 6 show a pole at the side of the power 
station which was loaded with eleven 1,000,000-circ. mil 
cables and one 300,000-circ. mil cable, all carrying full 
railway voltage wh ile being moved, and also eight 
1,000,000-circ. mil negative cables which dead-end and 
run down the .side of the pole in iron pipes leading into 
the power station. This entire load was held up with 
two pole jacks while a third jack was used to· push it 
into the new position. Views 8 and 9 show the mass of 
concrete at the base of the pole. It was necessary to 
cut the negative cables in the ground and to splice in 
2-ft. lengths of cable after the pole was moved. 

The two poles shown in view 7 carry nineteen 1,000,-
000-circ. mil cables, one 300,000-circ. mil cable and the 
feeder taps, thus making the heaviest two poles of the 
entire job. These poles were moved together, concrete 
foundations and all, using four pole jacks for lifting 
and two for pushing the poles into their new location. 
View 10 shows two terminal poles on the opposite side 
of the street which were moved together in a similar 
way, using six pole jacks. 

The work of moving the fif t y-two poles was completed 
: in twenty days with a force of five linemen, three 
groundmen and one foreman, at a cost of $10.25 per 
pole, not including the cost of pulling up the feeders 
and adjusting the slack. 

Wood Block Pavement 
Reports compiled by the various lumber associations 

show that the year 1916 marked the completion of a 
total of 25,000,000 sq. yd. of wooden block pavement in 
the United States. The use of this pavement has grown 
immensely in the last few years, especially in view of 
the discovery that it is more clinging to the automobile 
wheel than most other forms of pavement. The wooden 
block is being put in, in preference to other forms of 
pavement in the Middle West, in spite of the fact that 
it s cost is greater, a slight degree in some places and 
as much as 50 per cent higher in other localities farther 
from the forests. The best estimates show that during 
1916 approximately 2,500,000 sq. yd. of wood block 
pavement was laid. New Haven, Conn.; Detroit, Mich. ; 

Minneapolis, Minn. ; St. Paul, Minn., and Kansas Cit y, 
Mo., laid more than 100,000 sq. yd. of it. About 1,000,-
000 sq. yd. of block were laid in factories du r ing the 
year, among which was a contract for 30,000 yd. for 
the Genera l Electric Company, Fort Wayne, Ind., plant. 

Press or Shrink Fit Necessary in 
Putting on Pinions 

Key Will Not Drive P inion if Care Is Used and 
Proper Methods F ollowed in Doing the Work 

BY G. KRONFELD 
Ra ilw a y D epartment "\Ves tingho us e E lectric & 

Ma nufa ctur ing Compa ny 

Simply shoving on a pinion and tightening up the 
nut is not a satisfac tory way of providing against loose 
pinions. Pinions should drive their gears through t he 
press fit or shrink fit on the shaft and not through the 
key. The key acts mer ely as a safet y device should 
t he pinion accidentally loosen. The desired fit for the 
pinion can be had by heating or by pressing. 

Before the application of a pinion on a tapered shaft 
the following precautions should be taken. See that the 
shaft is clean and free from burrs or swellings, and 
that the pinion bore is clean and free from burrs. The 
fit of the pinion bore should be in contact with at least 
three-quarters of the surface of the taper fit on the 
shaft. This can be checked by rubbing thin lamp black 
and oil on the pinion bore and fitting it on the shaft . 
The pinions should then be put on the shaft cold t o make 
sure that the keyway in the pinion is the proper size 
for the key mounted on the shaft, and that the pinion 
does not ride or bind on the top and sides of the key and 
will not ride the key when pressed further on. The key
way on the pinion can be 0.002 in. larger , but not less 
than the key. 

Pinions can be pressed cold onto the shaft with pres
sures of from 12 to 25 tons for pinions up to 125 hp., 
and 40 to 80 tons for pinions transmitting 125 hp. or 
over. Pinions with bores up to 3 in. that are pressed 
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ELECTRICALLY HEATED WATER TANK FOR PINION S 

on cold should advance on the shaft approximately 1/ 32 
in. ; those with 3-in. to 4-in. bores, 3/ 64 in.; and those 
with 4-in. to 5.5-in. bores, 1/ 16 in. This distance is 
measured from the point where the pinion is seated 
firmly on the shaft before pressing. 

When shrinking on pinions for motors up to 125 hp. 
they should be heated in boiling water. When the bore 
is 3 in. or less they should be kept in the water for thirty 
minutes, and those with 3-in. or larger bore for sixty 
minutes. They should then be tapped on the shaft with 
a 6 or 8 lb. sledge hammer using a wooden or copper 
buffer. This sledging is not to get a driving fit , but t o 
make sure that the pinion is home, and well seated. 

To prevent rusting and to insure a clean surface at 
the fit, washing soda should be added to the water in 
the proportion of ¼ lb. of soda to 5 gal. of water. A 
convenient tank for heating pinions in water is shown 
in the accompanying illustration. 

Pinions for motors over 125 hp. should be heated with 
a gas flame applied in the bore of the pinion in such a 
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manner as not to touch the teeth of the pinion as this 
might affect the temper. The flame should be so r egu
lated as to take forty-five to seventy-five minutes t o 
bring the pinion to a temperature of 257 to 302 deg. 
Fahr. The temperature can be measured by placing 
the bulb of a thermometer against the pinion between 
the teeth. The surface of t he p inion wher e the bulb 
touches it must be made perfectly clean by rubbing with 
emery cloth. It is also impor tant t o prot ect the exposed 
part of the thermometer by covering it with asbestos 
cloth so the flame cannot t ouch the t hermometer. When 
the pinion has reached the correct t emperatu re the pin
ion is put on the shaft in the same manner as g iven 
for pinions for motors up to 125 hp. 

Pinions put on after boiling in water will hold when 
cool with a pressure of from 12 t o 25 tons, and those 
heated above 257 deg. Fahr., but · not above 302 deg. 
Fahr. with a pressure of from 40 to 80 tons, depending 
on the length of fit of pin ion and diameter of bore. 

Portable Welder for Track B onding 
In order to provide a means of installing elect rically 

welded bonds, which would be within the economic pos
sibilities of every railway, however small, the E lectric 
Railway Improvement Company, Cleveland, Oh io, has 
developed a portable welder to supplement its bond ing· 
car. This apparatus is extremely simple, consist ing 
merely of a resistance element weigh ing about 200 lb., 
and an electric furnace weighing 65 lb. The funct ion 
of the outfit is to make possible the ut ilization of the 
current from the trolley for welding the bonds onto the 
rail with the smallest pos-:;ible apparatus. 

By the use of this outfit an electrically welded bond 
is obtained with a contact having an ini tial high con
ductivity and one which it is claimed will not depreciate 
on account of the elements, and t he like. In obtaining 
this union between the bond and t he rail, neither an arc 
nor a flame strikes the bond or rail, thus the danger of 
injury to the bond, rail and eyes is avoided. Instead, a 
heated block of graphite presses against the bond ter
minal and produces a weld in a way similar t o that used 
with the present Erico bonding cars. 

The apparatus is held in posi t ion for installing a bond 
by a yoke which sets over the head of the rail and a 
chain and hook fastened to t he opposite r a il. This holds 
it in a tilted position so t hat a part of its weight pr esses 
against t he bond. Two hand wheels on the frame work 
are provided to adjust the ti lt and vertical position of 
the furnace, so that the surface of t he g raphite will 
come into plane contact with the bond ter minal. 

<";c~ :--~-~-~~~~--~-;;.•~:i>, .•· 
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ONE SCHEME OF MOUNTI NG PORTABLE APPARATUS 

The process is as simple as the apparatus. The trol
ley circuit through t he r eFJiFJ t ance and furnace to the 
rail is completed by closing the 200-amp. circuit breaker 
mounted in the cent er of the rheostat and controlled 
from the handle at the bottom. The regulation cf the 
welding is obtained by adjusting the position of the 
electrode and by the use also of five points on the rheo
stat for this purpose. A current of from 60 to 125, 
amp. is used in making a weld, and a separate weld is 
made for each terminal of a bond, just as with the 
Erico bonding car. The time r equired per weld is about 
one minute. By use of the portable welder, it is claimed' 
that a 500,000 or 600,000 cir c. mil bond may be installed~ 

The rheostat conta ins approximately 4 ohms resist
ance, and its d imensions a re 15 in . x 20 in. x 24 in. The 
furnace measures 6 in . x 8 in . x 8 in. The two pieces 
of the apparat us may be handled separately, or mounted 
on some such car as that shown in one of the accom
panying illustrations. The rheostat is equipped with 
handles which a re hinged so that they fall down out of 
the way when not in use. Handles are also provided on 
the four-wheeled larry shown and the whole apparatus 
can be lifted off the track by two men. When mounted 
on the larry, a furnace may be carried on either side, 
one for each r ail, to save time in moving about. 

This portable welder will operate with any voltage, it 
is claimed, from 150 to 600 volts, the variation being 
taken care of by means of the several taps off the rheo
stat. It meets the needs of the small road desiring 
welded bonds, as it avoids the expense of the heavy in
vestment in t he bonding car, and it also finds a special 
field of usefulness on the -larger property on track 
where traffic is frequent and cannot be suspended. 

PORTABLE ELECTRIC WELDER IN USE UN MOUNTED 
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London Letter 
London Enters on Safety Campaign-Courses of 

Instruction in Safety Work Contemplated 

(From Our Regular Correspondent) 
A --;,afety first campaign has been inaugurated in Lon

don. An important conference was convened by H. E. 
Blain, opera ting manager of the London General Omnibus 
Company, in order to discuss this question in relation t o 
street traffic, and to devise some means of reducing the 
number of accidents, which since the introduction of re
stricted lighting have increased steadily. Representatives 
of forty-four local a uthorities in the metropolitan area at
tended, besides numerous other bodies a nd associations. 
In opening the proceedings, Mr. Blain stated that he was 
connected with companies which conveyed 971,000,000 
t-1assengers a year. In the first nine months of 1914, fatal 
street accidents in London amounted to 411, and that number 
had grown to 577 for the corresponding period of 1916. 
The street accidents of all descriptions in the latter period 
amounted to 34,575. By legends on omnibuses and adYer
tisements displayed in railway stations, his company had 
endeavored to direct the attention of the public to safety 
first. As a result of the campaign among their own em
ployees and the general public, the number of accidents in 
which the omnibuses of the company were involved had 
been reduced by no less than 25 per cent as compared with 
the previous year. In the letter convening the meeting, 
it was proposed that there should be: 

1. Courses of instruction for traffic and transport em
ployees. 

2. The organization of street traffic with a view to 
greater public safety and efficiency. 

3. The preparation of schemes with regard to street 
refu;:;ees, "safety" notices on lamps, etc., and for the edu
cation of the public, and to arrange effective publicity : 
(a) Through the press, (b) by poster advertisement, (c) 
by pictorial and other educational means for children, (d) 
by cinematograph films in picture theaters, (e) by a safety 
first exhibition to which the public would have free ad
mission, etc. 

4. The formation of an adequate organization to achieve 
these objects, and the creation of a fund for the purpose 
of providing the necessary income. 

CO-OPERATION NEEDED 

Mr. Blain referred in t urn to most of these suggestions, 
and gave reasons why each of them would help the cause. 
He stated, in conclusion, that financial contributions would 
not be required, but that co-operation was what was 
needed. The Mayor of Westminster afterward moved the 
first resolution:-"That this conference approves of the 
organization of a safety first campaign in the metropol
itan area." This was seconded by W. Joynson-Hicks, 
M. P., chairman of the Automobile Association. The 
Mayor of Deptford moved: "That a London safety first 
campaign council be now elected, with power to co-opt 
additional members, to establish an adequate organization, 
and to take all necessary steps, by the appointment of 
committees and any other means to bring the scheme into 
prompt operation." H. Gordon Selfridge of Selfridge & 
Company, seconded this motion. Mr. B'.ain then suggested. 
a basis for the council something on the following lines: 
Two representatives of each local authority, one a pub
lic representative and one an officer, a representative of 
each tramway and omnibus undertaking, a representative 
of each association, a representative of the railway com
panies having street goods vans, etc., a representative of 
the Metropolitan Police, a representative of the City of 
London Police, a representative of the motor cab industry, 
and several representatives of private firms. On the mo
tion of the chairman of the Marylebone electric supply 
committee, it was agreed that the following should act as 
honorary secretaries pro tern of the new council: H . E. 
Blain, representing the traffic a uthorities; A. P . Johnson, 
town clerk of Hampstead, representing the civic author
ities; and A. E. Cave, editor of Munie?°pal Journal, repre
senting publicity interests. In reply to a question, Mr. 
Blain said that the clerk of the London County Council had 
written that whil e the Council was in sympathy with the 

object in view, it felt diffidence as an executive body in 
sending representatives. 

AVOIDANCE OF ACCIDENTS 

Mr. Dalrymple, general manager of the Glasgow Cor
poration tramways, has addressed a memorandum to the 
members of the traffic staff, in which he makes a number 
of suggestions for the avoidance of accidents. He states 
that for some months he has been much concerned at the 
increasing number of accidents. Many of the staff are 
new to the service, while all are working under trying con
ditions. He is satisfied, however, that in many respects 
the staff could carry out their work with greater efficiency 
and with more satisfaction both to themselves and to the 
department. On both drivers and conductors he impresses 
the absolute necessity of taking greater care, and submits 
to them the following instructions: Do not, under any 
circumstances, run your car ahead of time. Do not run 
your car past stopping places when people are standing 
there. Do not start your car until you are absolutely cer
tain that no one is entering or leaving. Do not ring the 
bell until every one is on or every one is off. Do not put 
your hand, when ringing the bell, in front of a passenger's 
face. Do not quarrel with passengers. Do not lose your 
temper with passengers, even under provocation. "So far 
as accidents are concerned," Mr. Dalrymple adds, "there 
are marry circumstances conspiring against us at the pres
ent time. There is, of course, the inexperience of many 
of t he staff. There is the overcrowding of cars. There is 
the darkening order. There is the boy in charge of the 
horse and cart. There is the general carelessness in the 
street, both on the part of pedestrians and of those in 
charge of vehicles. To the 'conductresses' I would say: 
'Do not imagine that you know all your duties after being 
a week on the cars. Do not carry out your work as if 
you meant to leave the job to-morrow.' To the 'mo
tresses' I would say: 'Go warily. Take plenty of time. 
Do not put on a notch of power until you know that the 
road is clear.' I should like to say to the women generally 
that in a short time we shall be losing more men. These 
men must go to fight for those who must stay a t home. It 
is up to you to run the cars-indeed, to run the country. 1 
should like every woman to enter the motor school.'' 

STRIKE IN SALFORD 

Salford was recently without any tramway service for 
two days, owing to a strike of drivers and conductors 
against the employment of a number of women inspectors. 
After negotiations, however, the men accepted the tram
ways committee's suggestion that the matter in dispute be 
referred to arbitration by the committee on production, and 
that, pending the decision of the arbitrators, the women in
spectors should be withdrawn from the cars. The men 
agreed to report for work and service was resumed. 

The Nottinghamshire & Derbyshire Tramways has de
posited a bill for introduction into Parliament next ses
sion for authority to take over the tramway undertaking 
of the Corporation of Ilkeston. The purchase price has 
been agreed a t £28,150, which is to be paid by instalments 
on March 1 in each year, after the date of transfer, which 
has been fixed to date as from Sept. 30, 1916. 

LEASE OFFER ACCEPTED 

The tramway committee of the Edinburgh 1·own Council 
has unanimously decided to recommend the town council 
to accept the offer of the lessees of the Edinburgh Tram
ways to sell the rolling stock, cables, and other plant to 
the corporation for £50,000. A sub-committee has been 
appointed to communicate with the Admiralty to ascertain 
whether there is present or prospective need for further 
transport facilities between Edinburgh and South Queens
ferry and Rosyth, and, if so, what these facilities should be, 
and what assistance might be available to the corporation 
in the event of facilities being provided. 

The directors of the Dublin United Tramways (1896) 
have recommended the payment of a dividend of 6 per cent 
per annum, less tax, on the preference shares, and a final 
dividend of 5 per cent, less tax, on the ordinary shares for 
the half year ended Dec. 31, this being the same rate of 
distribution as at t he· corresponding period last year. The 
amount of £20,000 is set aside toward the renewal of rails, 
and £7,000 toward reserve and renewal fund. The sum of 
£13,359 is carried forward. A. C. S. 
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News of Electric Railways 
Financial and Corporate 

Traffic and Transportation 

Personal Mention Construction News 

Albany Company Upheld 
Board of Arbitration Decides T hat the Case of 

Employee Discharged for Violation of Rules 
Was Adjudicated Fairly 

Tha t t he case of Michael J. Hurley, motorman, was ad
judicat ed fairly by officials of the United Traction Com
pany, Albany, N. Y., and that Sec. 6 of the agr eement 
between t he company and its employees was not viola t ed in 
handling the case, a re the findings of the board of arbi
t rators which has been investigating the controver sy t hat 
brought on the st rike in Albany, Troy, Cohoes and Water
vliet last October . The arbitrators were Lynn J . Arnold 
and William E. Woolla rd of Albany, and Mayor Cornelius 
F. Burns of Troy. They announced t heir decision on Jan. 
25. In appended remarks, Judge Arnold and Judge Wool
lard also make this st at ement: 

No NECESSITY FOR STRI KE 

"There was absolut ely no necessity for a strike. The 
calling of the strike was unwise. It caused g reat incon
venience to the public. If the trivial differences could not 
have been settled by conferences between the parties directly 
interested t hey should have been settled by arbitration be
fore calling a strike. P ublic service corporations and their 
employees must remember that they are not t he only parties 
in interest. There is a third party to be considered, the 
public." 

The fi ndings as formally announced wer e: 
"That Sec. 6 of the agreement between the parties was 

not violated in handling the case of Motorman Hurley. 
"That the case of Motorman Hur ley was adjudicated 

fairly by t he officials of the company." 

HISTORY OF CASE 

The case was one involving t he matter of discipline. All 
southbound jnterurban cars on the Albany-Troy line of 
the company are required by t he company's regulations to 
come to a full stop (safety· stop) a t what is known as 
Garbrance Lane, a quiet well-t raveled road crossing the 
tracks of t he company and one "blind" to cars approaching 
from the north. For some time pr evious to Motorman 
Hurley 's discharge the company ha d received · a number 
of complaints of southbound cars running by this point 
without stopping as prescribed by the company's regula
tions, t hus resulting in one automobile with three occupants 
being struck a nd the machine badly damaged. There were 
a lso numerous minor escapes . The situation became so 
bad that upon proof of Hurley's deliberate violation of 
the r ule, he was dischar ged by the superintendent of t rans
portation of the company. This led to the st rike. While 
Mr. Burns, representing the employees on the board of 
arbitration, in his dissenting opinion contends that C. F. 
Hewitt, general manager of the company, acted in a sum
mary manner in handling the Hurley case on appeal, Mr . 
Hewitt actually spent the aft ernoons of two days listening 
to the defence. As the arbitra tors pointed out Hurley was 
actually discharged by the superintendent of t ransportation. 
His appearance before Mr. Hewitt in appeal was simply 
a review of the case. 

The st r ike order went into effect in Albany early in the 
morning of Monday, Oct. 2. More than 800 men walked 
out and tied up all lines of the company in Albany and Rens
selaer. Early t he next morning, about 700 men employed 
on the lines in Troy joined in a sympathetic strike, tying 
up the lines in that city, Cohoes, Watervliet and Waterford. 
The arbitrat ion agreement brought the strike to a settle
ment about noon on Wednesday, Oct. 4. The men returned 
to work as soon as cars could be prepared, and normal traf
fic was resumed about the middle of t he afternoon. 

$2,251,446 to Be Spent in Kansas City 
T his Sum Called for in the Budget of the Kansas City 

Railways for Track E xtensions and 
Rehabilitation Work in 191 7 

The budget of t he Kansas City (Mo.) Railways calls for 
the sum of $2,251,446 to be spent on track extensions and 
rehabilitation work in 1917. This sum will be apportioned 
as follows: way and structures, $1,303,146; equipment, 
$594,300; power, $354,000. The company plans the const ruc
tion of 9.76 miles of extensions th is year in Missouri, ex
clusive of special work of which t here will be approximately 
1 mile, bringing the total to 10.76 miles. This work, as 
planned, will cost $572,796. 

In addition , t he annual budget provides for $241,578 to 
be spent in 1ehabilitation work. This work is to be done 
on Tenth Street , Twenty-seventh Street, Prospect Avenue, 
Eighteenth Street , St. John Avenue, Belleview Avenue, 
Independence A venue, Ninth Street, McGee Street, State 
Line, Forty-first Str eet , The Paseo extension, Swope Park 
and Hardesty A venue. 

Many renewals of special work are to be made at a total 
cost of $64,557, while it is planned to weld a total of 1610 
joints by t he electric welding process. The cost of this 
work will be $19,700. Welds will be made on Brooklyn 
A venue, Twelf th Street, Fifteenth Street, Troost A venue, 
Grand Avenue, Belleview Avenue, Ninth Street and Summit 
Street. 

For general t rack r epairs the sum of $143,722 •is set aside. 
In this work, a total of 85,818 f t. of repair work is pro
vided for on thir ty-five streets. 

Among t he miscellaneous items provided for in the budget 
at a total cost of $89,700 are t he following : Concrete 
covering on Main Street viaduct, $7,000; new asphalt plant, 
$21,000; two Indianapolis welders, $1,200 ; one concrete 
mixer, $2,000 ; track tools, $1,000 and rail not under contr act, 
$57,500. 

For general maintenance work, $185,000 is pr ovided. 
Toward the close of the year it is proposed to purchase 

twenty-five additional cars, the cost of which will approxi
mate $150,000. It is also probable coasting clocks or re
corders will be installed on the cars. 

Progress on East Bay Franchises 
Rapid progress is being made in aid of the efforts to 

accomplish a re-adjustment and re-settlement of the fran
chise r elat ions of the San Francisco-Oakland Terminal Rail
ways, Oakland, Cal., with the East Bay communities. With
in t he last few weeks the city of Alameda has adopted a 
charter containing re-settlement provisions, substantially 
similar to those of Oakland, which provide for an indeter
minate grant as noted in the ELECTRIC RAILWAY JOURNAL 
of Nov. 18, page 1071. The Boar d of Freeholders of Rich
mond has adopted the same pr ovisions as are found in the 
Alameda charter, and t he new charter of Richmond con
taining these provisions will be submitted to the electors 
for their approval in April. The amendments to the Oak
land charter and to t he charter of Berkeley have been in
troduced in both houses of the State Legislature, and early 
action is expected on them. Thus in a few months, amend
ments to the charters of Oakland, Berkeley, Alameda and 
Richmond have been proposed, in three instances have re
ceived the approval of the people, and may be expected to 
be ratified at this session of the Legislature. When this 
shall have been accomplished, these communities will be 
authorized by law t o negotiate with the company for the 
surrender of its exist ing franchises and the acceptance by 
it of a re-settlement franchise. 
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Toledo Marking Time 
Mr. Doherty Unable t o R es ume Franchise Negotia

tions for a While 

Councilma n Gus A. Hein introduced an or dinance in the 
Council of Toledo, Ohio, on Jan. 15, providing for the pay
ment of rental for the use of the str eets at the r ate of 
$185 a day by th e Toledo Railways & Light Company for 
the first year after its franch ise expired, t his a mount to 
be increa sed 3 per cent each succeeding year . It further 
provides that the money thus received be pla ced in a special 
street improvement fund to be used t o pave between t he 
,company's tracks, where pavements are repaired or new 
pavements are la id. · 

Because of the uncertainty in regard to a franchise, the 
company has refused to assume t he expense of paving its 
right-of-way since the old franchise expired. Councilman 
Hein cla ims that it is now indebt ed to the city in t he sum 
of $154,000 for paving and that t he city cannot continue· 
t0 advance fund s for this purpose. 

Henry L. Dohert y, chairman of the board of t he com
pany, has notified the street railway commission that it will 
be some time before he will be able t o r esume work with 
it in formulating a new arrangement for the stree t railway. 
His other extensive util ity interest s dema nd his a ttention at 
the present time. 

Pays Under Protest 
Puget Sound Company Protests Gross Earnin gs. 

Tax-City Moves t o Enforce Franchise 
P r ovisions 

The Puget Sound Traction, Light & Power Company,. 
Seattle, Wash., r ecently offered $64,387 , under protest , to • 
the city of s ·ea ttle. This sum represents 2 per cent of 
the gross earnings of the company in 1916. The company 
stipulated that the payment is made only with the under-
standing that the city lives up to a n agreement reached. 
at a conference in 1915, by which the company was to pay
a gross income tax under protest, a nd to plank rights-of- 
way, instead of paving them, pending a hearing of the 
Public Service Commission on a petition to be r elieved of 
these franchise obligations. In th e event that the city does 
not agree to this, and insists on inst ituting suit to require 
the company to pave its right-of-way, the tender of the 
g ross earnings tax is to be withdrawn. The amount sub
mitted represents a percentage on gross earnings of $2,900,-
831. As compar ed with 1915, th e earnings of the company 
showed an increase of $140,875. Comparative figures of the 
2 per cent gross income tax paid since 1912 follow : 1916 
(amount offered under protest), $64,387; 1915, $51,581; 1914~ 
$72,954;. 1913, $71,724; 1912, $59,529. The matter of ac
ceptance of the sum tendered was £efer r ed by t he Council 
to the franchise and the finance committees, and was in 
turn referred to Hugh M. Caldwell , the Cor poration Coun
sel , for an early report. 

The city of Seattle will institute suit against the Puget 
Sound Traction, Light & Power Company to enforc~ that 
provision of the company's street railway franchise which 
requires t he paving of r ight-of-way with the same material 
a nd at the same time the city paves the rem ainder of its 
street s. A. L. Valentine, superintendent of public utilities, 
recently recommended to the board of public works that 
cert ification be made to th e legal department that the 
company has faile d· t o pave First A venue South , between 
St acy a nd H orton Street s, and t he recommendat ion was 
approved by th e board. Since the compa ny pet itioned the 
Public Service Commission to be relieved of cert a in of its 
franchise obl igations, it has refused t o do other than to 
plank right-of-way until the commission disposes of its 
petition. Hugh M. Caldwell, corporation counsel, recently 
held tha t th e company should be required to comply with 
its franchise obligations, until a compet ent court relieves 
it of such obligations. His announcement that h e was 
ready to begin suit against the compa ny to enforce its fran
chise obligat ions led to the designation of a particular 
str eet by t he Board of Public Works, on which the litiga
tion will be based. 

Conferenc e Asked in Minneapolis 
P r esident Low ry o:t Twin City C ompany Seeks to 

Discuss Valuation and E arnin gs with City 

Horace Lowry, president of the Twin City Rapid Transit 
Company, Minneapolis, Minn., has written to the special 
oommitte.e of the City Council on street railway matters and 
extensions r equesting to be permitted to appear before t he 
committee to discuss the questions of valuations and ear n
ings of the Minneapolis Street Ra ilwa y. His letter fol
fows: 

"In view of the evident misconception back of various 
statements relative to the va luation of t he property of the 
Minneapolis Street Railway a nd its net earnings, w e f eel at 
the present time we should advise you of our desire to a p
pear before your committee a t a he&ring to be held a t an 
early date for the purpose of considering and discussing 
these matter s with your committee. 

"We do not expect the city to a gree upon a valuation un
der the proposed franchise that will not from the very out
set yield a substantial net surplus to be participated in by 
t he city which should rapidly increase from year to year as 
t he city grows and the street railway system is extended to 
meet such growth. This expectation is amply justified by 
recent operations of the company. 

''We suggest that new lines and extensions of existing 
lines to be constructed in the immediate future should be 
considered as a whole, in order th.it such new lines and ex
tensions should become a part of the best comprehimsive 
transportation system for the city at large. We strongly 
recommend this plan for a specific program in dealing with 
a problem of such scope, believing that local interests will 
not suffer thereby and t hat the city as a whole will be great
ly benefited. 

"It is our desire to co-operate with your committee and 
other bodies, giving consideration to these questions a nd 
others involved in a new franchise, to the end that Minne
apolis may be provided with a street railway system which 
will give the best possible public service." 

Up to Jan. 20 no date had been set for a hearing. 
On that date, however, t he Council commit tee on street 

r ailway matters and extensions did decide to begin on Jan. 
29 spending each a fternoon of the week going over the route 
of the proposed street railway extensions. It was announced 
t hat before t hese inspect ions were begun there would be a 
conference between the chairman of the committee, the city 
a ttorney and city engineer and the head of the street rail
way so that the company's conception of what extensions are 
reasonable may be obtained and put before the committee. 

Wages Adjusted on Lockport and 
Empire L ines 

The question of wages for the employees of the Buffalo~ 
Lockpor t & Rochest er Railway, Rochester, N. Y., was opened 
a t the request of the men that, effective Oct. 1, 1916, t heir 
contract be revised with reference to rates of pay to cover 
35 cents a n hour in passenger service and 36 cents an hour 
in freight ser vice. After a series of conferences the com
pany voluntarily g ranted an increase of 1 cent an hour 
in passenger a nd freight service, the increa se to be effec
t ive as of Oct . 1, 1916, making the rate 31 cents a n hour 
in passenger service and 35 cents an hour in fre ight service. 

Under date of Dec. 23, the company and t he representa
tives of the Brother hood of Locomotive Engineers and Order 
of Railway Conductors , executed an agreement to arbitrate 
the matter of a n additional increase of 1 cent an hour in 
both classes of service. On Jan. 8, 1917, the board of arbi
tration awarded the men an additional 1 cent an hour in 
passenger service, with no increase in fre ight service, mak
ing the rat es of wages, retroactive to Oct. 1, 1916, 32 cents 
an hour in passenger service and 35 cents a n hou r in fre igh t 
ser vice. The wage scale as just noted applies a lso on t he 
Empire United Railways, Inc., Syracuse, except that t he 
increase, voluntarily and by award of the board of arbitra
t ion, is retroactive to May 1, 1916. These increases are 
according to agreement t o remain in force and effect unt il 
May 1, 1917. 
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Cincinnati Agreement Discussed 
The proposed agreement between the Cincinnati (Ohio) 

Traction Company and t he city, providing for the operation 
of the municipal loop by t he company, was discussed at a 
recent conference of members of the Rapid Transit Com
mission and a number of officials and business men. Both 
Walter A. Draper, vice-president of the company, and E. W . 
Edwards, chairman of the commission, agreed to do every
thing possible to reach an agreement, so that it may be 
submitted to a referendum vote at the regular election on 
April 17. Mr. Draper objected to fixing a 5-cent fare t o 
points outside of the city, as complica tions would result if 
it should be decided in the f ut ure to extend the loop t o 
dist ant suburbs. The Ohio Traction Company owns $2,-
000,000 of capital stock of the Cincinnati Traction Company 
and it was suggested that ma t ters would be simplified by 
the consolidation of the companies. Mr . Draper said that 
the company would not profit th rough t he construction of 
the loop, inasmuch as the possible pat rons of the loop are 
already pat rons of the company. 

Cleveland Service Considered 
Mayor Demands Better Service, but Insists T hat 

3-Cent Fare Shall Cont inue 
In an address before the Tippecanoe Club on t he evening 

of Jan. 29, Mayor Harry L. Davis of Cleveland, Ohio, in 
announcing his candidacy for a second term, arraigned the 
Cleveland Railway for the character of service given for 
some time and declared that it must make an improvement 
or be refused a renewal of franchise in 1919. At the same 
time he insisted that the 3-cent fare be maintained. 

President Stanley of the company had previously been 
quoted as saying a settlement of the operating and mainte
nance deficits would be demanded at an early dat e. The 
operating deficit is $195,075 and the maintenance overdraft 
or deficit, $268,918. On Jan. 1, 1917, the int erest fund was 
$545,438. The scrapping of the Cedar A venue power house 
will add $20,000 a month to the monthly payments to be 
made from the maintenance fund. 

It is contended that 120 more cars would be needed in 
constant operation to carry the increased traffi c without 
undue crowding. The city has supervision over this and 
·could have made it possible to take care of the traffic . To 
do so, however, would have increased t he operating expense 
and might have endangered the fare. Much complaint has 
been made in regard to crowded cars, but the company is 
unable to relieve the situation because of the cont rol over 
service exercised by the city. 

At the meeting of the City Council on Jan. 29 Fielder 
Sanders, street railway commissioner, asked that a $5,000,-
000 bond issue for a subway terminal for the street r ailway 
lines be submitted to the voters at the next election. He 
intimated that he would oppose the plan of having the Cleve
land Railway build the terminal, but desires the company 
to operate it under lease after the city builds it. 

COMMISSIONER SANDERS' VIEW 

Mr. Sanders expressed the opinion recently that if the 
8leveland Railway furnished the service the City Council 
is demanding just now, the fare would have t o be advanced 
to the maximum allowed by t he Tayler franchise. 
The Council had instructed Mr. Sanders to have 
traffic checked on several routes with the idea of demanding 
an improvement in the service and he gave expression to the 
opinion about fares in his reply. The increase in the traffic 
during the last year has been 10 per cent, whereas the nor
mal increase is only 5 per cent. The company made ar
rangements for the latter increase, but t he abnormal use 
of the cars has resulted in crowding. Mr. Sanders declared 
tha t the same conditions exist in other cities, particularly 
Boston and Philadelphia, which cities he visited recently. 

Mr. Sanders put checkers at work on t he St. Clair Avenue 
line on Jan. 22. Improvements in schedules have been made 
on t he line two or three times within the la st year, but the 
Council insisted on another investigation. Mr. Sanders was 
a lso instructed to revise schedules on t he lines affected by 
the constr uction of t he underground apuroaches to the 
Superior-Detroit bridg e, in order that blo~kades caused by 
accidents and derailed cars may be avoided. Cars are oper-

ated over temporary t ral:ks near the bridge on both sides of 
the river and some trouble has already been occasioned from 
this a r rangement. 

Strike Prevention Bill Introduced 
A bill providing fo r State regulation of employment with 

a public service corporation was introducep. on Feb. 1 by As
semblyman Schuyler M. Meyer of New York. The measure, 
according to Mr. Meyer, was drafted under the supervision 
of the New York Chamber of Commerce and has been in
dorsed by the Chamber of Commerce of the United States 
and the Merchants' Association. The original plan, as pro
posed by Henry R. Towne of the Merchants' Association, 
was described in the ELECTRIC RAILWAY JOURNAL of Sept. 
30, 1916, page 692. 

The bill provides that public service corporations and 
their employees must enter into reciprocal contracts of em
ployment for a period of one to three years after a short 
reriod of probation , and that the corporations must not 
dismiss employees nor employees withdraw from service 
except for causes explicitly stated in the bill. 

Under its provisions a public service corporation may dis
miss an employee for misconduct defined in the bill as proper 
cause for dischar ge, fo r lack of employment due to slack 
business upon thir ty days ' notice, or in case of immediate 
discharge upon the payment of two weeks' salary; also for 
disability of the employee, with the proviso that when this 
is not due to negligence on his part he shall receive thirty 
days' wages on being dismissed. Discr imination because of 
membership in a labor organization is forbidden. 

Employees may terminate their service for valid family 
reasons, personal necessity or disqualifying illness, certified 
by a board of award, or when no cause is given on thirty 
days' notice to t h e corporation and with its consent. 

Hugh MacRae to Retire 
Hugh MacRae, of Hugh MacRae & Company, Wilming

ton, N. C., president of t he Tidewater P ower Company, has 
concluded to dispose of his inter est in the company. This 
decision is underst ood to have gr own indi r ectly out of the 
situation which was creat ed last July when the motormen 
and conductors of t he power company went on strike. The 
men on returning t o work s igned an agreement to abide at 
all times by the decisions of a citizens' committee of 100 
which pledged its support to Mr. MacRae. Mr. MacRae's 
opinion evidently is that the unqualified public support to 
which he felt him self entitled is lacking, for in a recent 
communication to the Council he said: 

"For some time it has seemed clear to me that certain 
influences which a r e frequently brought to bear on individual 
members of every Council, and are often made to appear as 
expressing public sentiment, spring from sources which are 
antagonistic to me personally. In order, therefore, to re
move as far as possible these obstacles and so that the way 
may be kept free fo r your co-operation with the company 
along lines that will bring the greatest good in the develop
ment of the community, I have concluded at some time in 
the near future t o dispose of my interest in the Tidewater 
Power Company. It seems best to make the announcement 
at this time when the company is not under pressure from 
any direction, and ever ything as far as I know is harmoni
ous. I would not care to arrive at a decision at any time 
when it would appear to be retiring under an attack." 

In a letter to Rev. Thomas P. Noe, chairman of the com
mittee of 100 which in July inquired into the affairs of the 
company, Mr. MacRae said in part: 

"I a ppreciate most highly the findings of your committee, 
but personally I do not feel assured of the physical strength 
or the polit ical influence necessary to carry out the different 
steps which would be essential to the protective program 
r ecommended by your committee. 

" It is my belief that perhaps four-fifths of the citizens of 
Wilmington would f ully concur in the report of your com
mittee ; but the other fifth would in opposition appear to be 
more active. I have decided that it would be best at some 
suitable time in the near future to dispose of my interests 
in the Tidewater Power Company, feeling that the policies 
which I hoped to carry out would not be wise ones under the 
present circumstances." 
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W. S. Barstow Management 
Association 

The W. S. Barstow Management Association has been in
,corporated for the purpose of supervising the management 
of the subsidiary properties of the Eastern Power & Light 
·Corporation and the General Gas & Electric Company. The 
-directors of the new company are W. S. Barstow, J. B. Tay
lor, L. H. Tyng, E. Lovett West, 0. Clement Swenson, E. M. 
Gilbert and Thomas Cheyne. A meeting of the association 
will be held shortly to organize and elect officers. This com
pany will have managerial supervision over the following 
companies: Reading Transit & Light Company and Metro
politan Electric Company, Reading, Pa.; Pennsylvania Utili
ties Company, Eastern Pennsylvania Power Company and 
Easton Gas Works, Easton, Pa.; Binghamton Light, Heat & 
Power Company, Binghamton, N. Y.; Sayre (N. Y.) Electric 
·Company; New Jersey Power & Light Company, Dov~r, 
N. J .; Rutland Railway, Light &: Power Company, Western 
Vermont Power & Light Company and Pittsford Power 
·Company, Rutland, Vt.; Claremont Power Company, Clare
mont Railway & Lighting Company and Colonial Power 
·Company, Claremont, N. H.; Sandusky Gas & Electric Com
pany, Sandusky, Ohio; West Virginia Traction & Electric 
·Company, City & Suburban Gas Company and City Railway, 
Wheeling, W. Va.; Northwestern Ohio Railway & Power 
Company, Port Clinton, Ohio; Vincennes Electric Company 
a nd City Lighting Company, Vincennes, Ind. 

The combined annual gross earnings of the foregoing 
properties in 1916 were approximately $7,000,000. W. S. 
Barstow & Company, Inc., New York, N. Y., who have here
tofore supervised the management of the subsidiary prop
€rties, will continue in general executive charge and also 
control their· financial operations. 

Strike at Hamilton.-Motormen and conductors on the 
local lines of the Ohio Electric Railway in Hamilton are out 
on a strike. New men have been employed and some of 
the cars have been kept in operation. 

Eight-Hour Bill in Ohio.-Representative Henry Ott has 
introduced a bill in the Legislature of Ohio limiting the 
workday of motormen and conductors on both street and 
interurban railways to eight hours. A similar bill failed 
before the previous Legislature. 

Fort Smith Fare Bill Killed.-The bill introduced in the 
Arkansas Legislature to regulate street car fares in Fort 
Smith and Van Buren has been killed by an adverse com
mittee report in the Senate. The bill would have fixed 
a 5-cent fare for Fort Smith and Van Buren, with 100 
tickets for $3.50. It was opposed by the company and the 
progressive citizens of Fort Smith and vicinity. In addition 
to fixing a 5-cent fare, the bill required two men as the 
crew on every car. 

New Route into Cleveland.-It is reported that the Cleve
land, Painesville & Eastern Railway will sign a contract 
with the Cleveland & Youngstown Railroad whereby cars of 
the former will enter Cleveland over the tracks of the 
Cleveland & Youngstown Railroad and use the new station 
that is to be built by the Van Sweringen interests. The 
connection between the roads will probably be made near 
South Euclid. This will open up an immense tract of land 
for allotment purposes. 

New Rapid Transit Line to Open.-The Interborough 
Rapid Transit Company under direction of the Public 
Service Commission for the First District of New York 
began operation on the new Astoria rapid transit lin e 
at noon on Feb. 1. This line is a three-track elevated rail
road extending from the Queensboro Bridge Plaza in Long 
Island City north to Ditmars A venue, Astoria. Its opening 
affords relief to a district not now served by any rapid 
transit line. The new line is three track for its entire dis
tance and express service will be provided in the morning 
and evening hours. The line has cost in round figures, 
including track installation and station finish, exclusive of 
equipment, $1,350,000. 

I. C. C. Valuation Methods Criticised.-At a hearing in 
Washington on Jan. 29 on the findings of the Interstate 
Commerce Commission in the case of the valuation of the 

Atlanta, Birmingham & Atlantic and the Texas Midland 
Railways, counsel for the companies charged that the com
mission failed to obey the law in making valuations and 
failed to include a great many items which it should have 
included. Whether trackage rights of a railroad over con
necting lines should be included, and, if so, at what figure, 
was one of the points debated, counsel for the Texas Mid
land asserting that 14 miles in the road's main line had 
been omitted because the road did not own the property 
outright but merely had leased trackage rights over this 
stretch. 

Canadian Hydro-Radial Lines Approved.-Most of the 
municipalities along the Canadian shore of Lake Erie 
between Port Colborne and Bridgeburg, Ont., have ap
proved the plan of guaranteeing bonds for a govern
ment-owned hydroelectric radial r ailway between these 
two points. Bridgeburg, Fort Erie and Port Colborne, the 
largest towns along the proposed route, have guaranteed 
more than $2,000,000 in bonds to pay fo r the cost of con• 
struction. The city of Hamilton, Ont., defeated the proposi
tion for the proposed hydroelectric line between Toronto 
and the Niagara frontier, but Sir Adam Beck, of the On
tario Hydroelectric Commission, declares this defeat will 
not have a depressing effect upon the plan as construction 
work will not be started until after the end of the European 
war. 

Niagara Power Situation Serious.-Owing to the serious 
shortage of electric power in western New York, due to the 
embargo placed by the Canadian Government on the ex
portation of Canadian-Niagara power to American con
sumers and increased demand for power from American
Niagara generating companies, the International Railway, 
Buffalo, N. Y., has been forced temporarily to suspend 
service over its Niagara Falls local lines for several hours 
a day during the last few weeks. On one occasion the com
pany was without power to operate cars from 6 to 7.45 a. m., 
and from 3.20 to 5 p. m. The company is taking power from 
the Niagara Falls Power Company to operate its Niagara 
Falls local lines, and the Toronto & St. Catharines Railway 
is supplying power for the Park & River division between 
Chippawa and Queenstown, Ontario, along the Canadian 
gorge. 

President McCulloch Joins St. Louis Advertising Club.
When Richard McCulloch, president and general manager of 
the United Railways, St. Louis, Mo., became a member of 
the Advertising Club of St. Louis recently he placed the 
company's physical equipment and men at the disposal of 
the advertising men for use in their night parade at the 
convention of the Associated Advertising Clubs of the 
World, which will be held in St. Louis in June. It is planned 
to make the parade surpass in magnitude and splendor 
anything ever attempted before in the United States. Many 
inquiries have been received from advertising clubs in other 
cities in regard to the parade. Details are now available, 
and the fact that those who exhibit will be able to have 
their floats lighted with electricity will provide an ample 
outlet for settings which could not be produced under other 
circumstances. 

Programs of Association Meetings 

New York Electric Railway Association 
The quarterly meeting of the New York Electric Railway 

Association has been arranged for March 2 at the Hotel As
tor, New York, N. Y. There will be a business meeting at 
10.30 a. m. at the hotel and a dinner at the same place at 
7.30 p. m. 

New England Railroad Club 
A review of steam railroad electrification history will be 

the feature of the next regular monthly meeting of the New 
England Railroad Club, which will be held at the Hotel 
Brunswick, Boston, Mass., on Feb. 13. The principal ad
dress will be delivered by Frank H. Shepard, special rep
resentative of the Westinghouse Electric & Manufacturing 
Company, after which moving pictures of the latest installa
tions will be shown by Q. W. Hershey of the heavy traction 
department of the Westinghouse Company. 
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Financial and Corporate 

Annual Report 

British Columbia Electric Railway, Ltd.' 
The income statement of the British Columbia Electric 

Railway, Ltd., Vancouver, B. C., for the year ended June 
30, 1916, follows: 
Income .................................. . . 
Regis t rat ion fees. etc ........................ . 

£258 ,206 
19 5 

Total ............................................. £258,401 

Renewals-maintenance ............................ · .. 
Dil·ectors' fees ..................................... . 
Special remun eration to chairman's assistant ........... . 
Otfice rent, sala 1·ies, e t c .............................. . 
Inco1ne tax provision ....... ........ ................. . 
Trustees' f ees ............. ............ ............. . 
Capital amort izat ion fund ......... ................... . 

£102,236 
99 8 

1,367 
5.306 

10,000 
874 

2,655 

Total ............................................. £123,437 

Balance ............................................. £134,964 
Balance brought forwa rd from previous year. . . . . . . . . 6,666 

Transfer from r eserve fund. . . . . . . . . . . . . . . . . . . . . . . . . . . 70,000 

Total ........ . ................. .. .... ... ........ ·. £2 11,630 
Interest on debentures a nd debenture stock .. ... . ...... 132,771 

Bala nce ........... . ............. .... ............. . £78,859 

The gross income of this company for the year ended 
June 30, 1916, was only £258,206, as compared with £370,000 
for the preceding year and £560,000 for the year ended 
June 30, 1914-a decrease in the two years since the out
break of war of more than 50 per cent. This was due 
mainly to two causes-namely , a reduction in the popula
tion of the districts served, owing to the extraordinary 
proportion of the manhood of the province voluntarily en
listed in the army, and the continuance of the unfair com
petition of jitneys. 

About 35,000 soldiers left British Columbia for overseas 
service, of whom probably 25,000 were from the company's 
territory. A further large number of people more or less 
dependent on them a lso left , so that the population de
creased by fu lly 30 per cent. It is deemed reasonable, how
ever, to look for an increase in profits on the return of the 
troops almost as rapid as the decrease was. The stock
holders will not get back all at once the dividend formerly 
received on the deferred ordinary stock, but it is felt that 
they should aga in receive a moderate return on the money 
invested in that stock within a year or two of the end 
of the war. 

Although after Jan. 1 the competition from jitneys was 
less acute than in the previous year, these cars are still 
depriving the company of earnings amounting to approxi
mately £70,000 a year. Another serious factor is the large 
increase in operating costs. During the last fiscal year 
the shortage of men and the increase in prices of commo
dities created a difficult situation. These conditions seri
ously affected the employees, and although the agreement 
with th em still had a few months to run, it was decided 
to grant an immediate increase of wages. This concession 
involves an increase in working expenses of more than 
£20,000 per annum, and is to remain in force until June 
30, 1918. During the last year capital expenditures fell off 
from £175,110 to £26,980. 

A more agreeable side of the situation is the fact that 
during the four months of the current year there was 
an increase in net earnings over the same period last year 
of more than £30,000. The improvement commenced in 
February, and, although varying in amount, was continuous 
month by month up to and including October, which is the 
last return received. It is thought that there are grounds 
to hope that this increase in earnings may continue on a 
sufficiently large scale to enable the company this year 
to meet t he dividend on the 5 per cent cumulative prefer
ence stock without having recourse to the reserve fund. 
This had to be drawn upon for £70,000 in the last year 
to permit the payment of £72,000 in dividends on such 
stock. 

B. R. T. Taxes Up 45 Per Cent 
Analysis of Six Months' Results Shows Higher 

Operating Costs, Taxes and Interest 
At the annual meeting of stockholders of the Brooklyn 

(N. Y.) Rapid Tra nsit Company on Jan. 26, President T. 
P. W illiams made a sta t ement explaining the unfavorable 
showing of the company for the first half of the present 
fiscal year. It is not customary for the company to submit 
a report at the annual meeting, but this time it was deemed 
desirable to acquaint the stockholders with the causes of 
the showing thus far made. 

For the six months ended Dec. 31, 1916, the gross oper
ating revenues of the system were $14,880,669, an increase 
of $832,224 (5.92 per cent) over the operating revenues of 
the same period of 1915. The operating expenses were 
$8,296,634, an increase of $580,024. Of this increase nearly 
$500,000 was in wages paid to transportation employees. 
The ratio of operating expenses to revenues was 55.75 per 
cent as compared with 54.93 per cent for the same period 
of the preceding year. The net revenue was $6,584,035, an 
increase of $252,200. Up to this point the comparison is not 
unfavorable, President Williams said, especially in view of 
the facts that the unit rate of wages was very materially 
increased, and that the prices of materials used in opera
tion were also considerably higher. 

After deducting taxes and interest, however, the sur
plus income for the system during these six months was 
$2,755,684, a falling off of $585,849 from the sur plus income 
of the corresponding six months of 1915. In other words, 
although gross revenues during the period increased $832,-
224, the net result was $585,849 less income available for 
dividends. This showing was caused by the largely in
creased amounts charged to taxes and interest-taxes show
ing an increase of $391,206 (45.72 per cent), and interest 
showing a net increase of $441,312. Notwithstanding these 
additional burdens the system's net income available for 
dividends was more than $500,000 in excess of the divi
dend requirements, at the rate of 6 per cent per annum, 
for this period. 

It is reasonable to suppose, President Williams stated, 
tha t the operations for t he remaining six months of the 
fiscal year will make a better relative showing. Part of the 
increase in wages became effective on Jan. 1, 1916, and 
appeared in last year's figures. Part of the increased taxes 
began to be absorbed in March of last year. Additional 
interest charges (substantially at the present rate) became 
effective in January a year ago, and are not likely to be 
materially increased during the current six months. There
fore, if the passenger earnings continue to increase at the 
present rate, the system ought to show for the final six 
months of this fiscal year as good results, if not better, 
than those for the same period of 1916. 

WHAT CAUSED LOWER NET INCOME 

In discussing the factors in the showing for the last six 
months, President Williams continued as follows: 

"There will be, I am sure, no dissent among stockholders 
as to the wisdom or justice of materially increasing the 
wages of employees. The company has long adhered to the 
policy of sharing its prosperity with its workers, and the 
advantage of that policy was conspicuously demonstrated 
last summer, when our men remained loyal to their work 
while the employees of practically all the other street rail
ways in Greater New York were disaffected or went on 
strikes. 

"In the matter of taxation, we in common with other 
property owners and corporations are paying the penalti2s 
of increasing expenditures for the support of government. 
When new taxes are to be levied the first victim is likely 
to be the public service corporation, notwithstanding the 
conceded fact that every additional burden thus imposed 
limits and restricts the ability of the corporation to render 
public service. By way of increased assessments and new 
laws, our taxes for the year have been increased nearly 
$600,000, and they are to-day about 30 per cent of our in
come remaining after paying operating expenses, rentals 
and interest. 

"The increase in interest charges is due to new rapid 
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tra nsit proper ties placed in operation under our recent con
tracts with the city. Less than one-third of the expendi
tures which we are required to make under those contract s 
represents properties yet in operation, and these proper
ties are r egarded as the least pr oductive of the new lines. 
The results of this partial operation , however, have been 
particularly g r a tifying. During the six months ended Dec. 
31, 1916, the passenger receipt s of t he New York Con
solidated Railroad (t he constituent company which operat es 
the rapid transit ra ilroads under contr act s with the city ) 
have increased mor e than 17 per cent, and the indica tions 
are that the preliminary estimates of earning capacity will 
be more tha n realized when the entire new r apid transit 

. system is in opera t ion. The Broadway-Manhattan subway 
will, it is likely, be ready for operation during the current 
yea r a nd ought t o be distinctly helpful." 

Strickland Lines Consolidate 
Texas Traction Company and t he Southern Traction 

Company Unite as t he T exas Electric 
Railway 

The consolidation of the Texas Tract ion Company a nd the 
Southern T raction Company, Dallas, as the Texas Elect ric 
Railway was voted unanimously at a meeting in Dallas on 
Jan. 31. J. F. Strickland has been elected president of the 
Texas Elect r ic Ra ilway. There were r epresented a t t he 
meeting 26,820 out of 30,000 shares of stock of the Texa s 
Traction Company and 67,298 out of 70,000 shares of stock 
of the Southern T raction Company. F inal details of the 
consolidation will be worked out at a meeting in Chicago 
during the week beginning Feb. 5. 

The Texas Electric Railway was charter ed in Texas in 
J uly, 1916, with a capital stock of $10,500,000, and a t the 
meetings of the stockholders of the Southern Traction Com
pany a nd the Texas Traction Company h eld in Dallas on 

. July 18 action of the directors of the company in arranging 
for the consolidation under the name of t he Texas Elect r ic 
Railway wa s fo·rmally ratified. Circumstances over which 
the participating companies had no contr ol prevented the 
carrying out of the deal at that time. It is now r eported 
unofficially that the consolidation just rat ifi ed has a s its 
basis substantially the same terms and conditions a s the 
proposed consolidation of last July, which was noted in the 
ELECTRIC RAILWAY JOURNAL for Jt.ly 29, 1916. 

Atlanta F inancing A pproved 
Two of the Three F ~titions of the Affiliated Atlanta 

Companies Allowed- T he Other Under 
Advisement 

The Georg ia Railroad Commission on J a n. 24 approved 
the $459,000 bond issue petitioned by t):ie Georgia Railway 
& P ower Company and the $283 ,000 bond issue asked by the 
Georgia Ra ilway & Electric Company. The commission did 
not a ct upon th e petition of the Georgia Ra ilwa y & Power 
Company asking permission to issue $420,000 in scrip or 
n on-int erest-bearing notes to pay accumulated dividends 
upon its first preferred stock. The commission is investi
gating questions of law and public policy in connection with 
this petition, and is not expected to announce a ny decision 
before t he next meeting of the commission , which will be 
held on Feb. 13. 

The petition of the Georgia Railway & Power Company 
approved by the commission authorizes t hat company t o 
issue $459,000 par value of first and refunding bonds for 
the reimbursement of the treasury for funds spent in the 
period from Jan. 1 to Oct. 31, 1916, for extensions a nd pur
chase of new property. These bonds are a par t of a n issue of 
$30,000,000 that was approved by the commi ssion in 1914. 
The expenditures which the present issue is to meet , cover 
th e extension of power lines, the purchase of hydroelect r ic 
sites a nd similar disbursements within t he St a t e of Georgia 
and outside the 7-mile limit of the city of Atlanta . 

The pet ition of the Georgia Ra ilway & Electric Company, 
which is leased by the Georgia Railway & Power Compa ny, 
approved by the commission, auth orizes that compa ny to 
issue $283 ,000 par value of refunding and improvement 

forty-five-year 5 per cent bonds under a mortgage approved 
by the commission in 1909. This amount is to reimburse 
the treasury of the company for money that the company 
expended for extensions and improvements within the 7-
mile limit of the city of Atlanta during the period from 
Jan. 1 to Oct. 31, 1916. 

The original applications of the companies to the com
mission were referred to at length in the ELECTRIC RAIL
WAY JOURNAL of Jan. 13, page 92. 

Birming·ham Railway, Light & Power Company, Birming
ha m, Ala.-Th e Supreme Court of Alabama has decided that 
the Alabama Public Service Commission was within its jur
isdiction in ruling t hat the merger of the Birmingham Rail
way, Light & Power Company and the Birmingham, Ensley 
& Bessemer Railroad was consistent with the public in
terest. The decision is in effect that the Brown bill author
izing the Public Service Commission to approve mergers 
wh en consistent with the public interest was constitutional 
and t hat t he action by the commission in this case was 
within the provisions of that bill. The commission in the 
fa ll of 1916 authorized the substitution of the Birmingham
Tidewater Railway, t he entire capital stock of which is 
owned by t he Birmingham Railway, Light & Power Com
pany, for J. D. Kirkpatrick as purchaser of the Birming
ham , Ensley & Bessemer Railroad at foreclosure sale. Ref
erences to the sale of the property under foreclosure and to 
the subsequent negotiations for turning it over to the Bir
mingham Ra ilway, Light & Power Company were contained 
in the ELECTRIC RAILWAY JOURNAL for Jan. 15, April 1 and 
8, and Sept. 9, 1916. 

Chicago (Ill'.) Railways.-Chairman Henry A. Blair of 
the Ch icago Railways has reported to the bankers' syndi
cate purchasing $1,700,000 of the company's first mortgage 
bonds that for the twelve months ended Nov. 30, 1916, gross 
revenues showed a gain of $2,917,148 or 9.2 per cent, while 
there was an increase in net revenues of $1,555,183 or 14.4 
per cent over the t welve months ended Nov. 30, 1915. 

Chicago, North Shore & Milwaukee Railroad, Highwood~ 
Ill.-The Public Service Commission of Illinois has author
ized the Chicago, North Shore & Milwaukee Railroad to 
issue $170,000 of equipment gold notes, the proceeds to be 
m;ed for the purchase of fifteen steel cars. 

Columbus Railway, Power & Light Company, Columbus,. 
Ohio.-At the annual meet ing of t he stockholders of the 
Columbus Railway, Power & Light Company on Jan. 23, 
ii was decided to increase the number of directors from 
eleven to fifteen. Norman McD. Crawford of the E. W. 
Clark Management Corporation was chosen as a member 
of the board. He has been a vice-president of the company 
since November, 1916, and will act as president of the 
company during the absence of President McMeen in Cal
ifornia on sick leave. 

Columbus, Delaware & Mar ion Railway, Cincinnati, Ohio. 
- E li M. West, receiver of th e Columbus, Delaware & 
Marion Railway, has been ordered by the court not to pay 
interest on the second mortgage bonds of the company, 
due on Feb, 1, the interest totaling $23,000. This action 
was taken in line with a motion by holders of the first mort
gage bonds, on which interest was defaulted last November, 
t hat no interest be paid on t he second mortgage bonds. 
There are $920,000 of the second mortgage bonds outstand
ing, and the holders of these are now expected to ask fore
closure and wind up the receivership, which has been in 
existence for eight years. 

Jacksonvill'e (Fla.) Traction Company.-The directors of 
the Jacksonville Traction Company at their meeting on Jan. 
15 did not declare the dividend on the $500,000 of 6 per 
cent cumulative preferred stock normally payable on Feb. 1. 
Last August only three-quarters of 1 per cent was paid. 
According to an official statement the earnings of the com
pany have shown some improvement during the last few 
weeks, but in the opinion of the board conditions did not 
warrant any dividend at t h is time. It is explained that the 
prosperity of the city depends largely on the export busi
ness, which, due to the high rates of shipping brought 
about by the war, has as yet fai led to show substantial 
improvement. Every effort has been made to reduce the 
operating expenses without curtailing service or proper 
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maintenance. It is pointed out that Jacksonville is an im
portant wholesale distributing center, and that a return 
to normal conditions should improve _the earnings of the 
company. 

Middle West Utilities Company, Chicago, 111.-The Middle 
West Utilities Company has declared an initial quarterly 
dividend of one-half of 1 per cent in cash and a semi-annual 
dividend of 1 per cent in common stock on its common stock, 
both payable on April 2 to stock of record of March 15. 
In announcing the dividend policy of the company, Mr. 
Insull said: "The Middle West Utilities Company is grow
ing rapidly, a nd the character of its business is such that 
large amounts of new capital are required, all of which is 
employed at a return far greater than 4 per cent a year. 
It has been calculated that a portion of the surplus earnings 
invested in the property and represented by the common 
stock dividends, will accomplish the twofold obj ect of les
sening the requirements of outside capital, and greatly 
strengthening the equity behind the company's senior secur
ities and the standing thereof. From the viewpoint of the 
common stockholder surplus earnings so invested will earn 
him a larger return than would be prudent to pay in cash 
for a long time to come. With these objects in view, the 
board of directors has inaugurated this dividend policy, 
and naturally expects, from time to time, to disburse larger 
dividends in common stock as the increase in earnings and 
surplus may justify.". 

Muscatine, Burlington & Southern Railroad, Davenport, 
lowa.-The report has been revived that the United Light 
& Railways Company is considering the purchase of the 
Muscatine, Burlington & Southern Railroad , formerly the 
Muscatine North & South Railway, a steam road between 
Muscatine and Burling ton. In April, 1916, officials of the 
Tri-City Railway & Light Company, which is controlled by 
the United Light & Railways Company, were approached 
by officials of the Muscatine North & South Railway relative 
to the question of power. R. J. Denman, an officer of both 
the Tri-City Railway & Light Com pany a nd the United 
Light & Railways Company , inquired into the power matter, 
but stated then that there was not the slightest possibility 
of the United Light & Railways Company taking over the 
property. 

New York State Railways, New York, N. Y.-The New 
York Stock Exchange ha s listed $6,532,000 of additional 
fifty-three-year consolidated mortgage 4½ per cent bonds 
of the New York State Railways, series A, due on Nov. 1, 
1962, making the total listed $13 457.000, of which $12,-
748,000 were outstanding on Dec. 31, 1915. The additional 
bonds represent expenditures for additions, betterments, 
etc., including $3,075,000 yet to be made. 

Okimulgee (Okla.) Interurban Railway.-An option for 
the purchase of the Okmulgee Interurban Railway has been 
sold by the Lambert interests to 0. R. B. Pace, Sherman , 
Tex. ; C. F . Houkins, of the Union National Bank, Tulsa, 
Okla. , and C. W. Goree, Okmulgee. The purchasers of the 
option announce that the line is to be made the nucleus of 
an interurban system which will reach Tulsa and Oklahoma 
City. Lake Park is also included in the option. 

Orleans-l{enner Electric Railway, New Orleans, La.-The 
city of New Orleans is said to have under consideration the 
question of conducting negotiations for. the purchase of the 
Orleans-Kenner Electric Railway. Practically all the line 
is outside the city, but th e road is desired as an annex to 
th e public belt system. I. D. Moore, city attorney, is said 
to have rendered an opinion to the effect that the Public 
Belt Commission would be within its rights in acting in the 
matter. 

Pacific Gas & Electric Company, Sacramento, Cal.-The 
National City Company and Harris, Forbes & Comnanv. 
New York, N. Y., are offering for subscription $3,060,000 
of general and refunding mortgage 5 per cent gold bonds 
of the Pacific Gas & Electric Company dated Dec. 1, 1911, 
and due on Jan. 1, 1942. 

Portland & Oregon City Railway, Portland, Ore.-There 
has been filed for record in favor of the Security Savings 
& Trust Company, Portland, as trustee, a deed securing an 
issue of $350,000 of bonds by the Portland & Oregon City 
Railway, the proceeds to be used to extend the railway 
f rom Dedham station to Oregon City. 

Rochester Railway & Light Company, Rochester, N. Y.
The merger of the Canandaigua Gas Light Company, the 
Despatch Heat, Light & Power Company, the Eastern Mon
roe Electric Light & Gas Company, and all but the electric 
rai lroad property of the Ontario Light & Traction Com
p::my into the Rochester Railway & Light Company, has 
been approved a nd payment partly provided for through 
an issue of securities by the last-named company in an 
order of the Public Service Commission at Albany. The 
Rochester Railway & Light Company is authorized to issue 
$750,000 of its common stock at par, which the Mohawk 
Valley Company is authorized to purchase. The proceeds 
of the sale will be used by the Rochester company to pay 
$50,000 for t he outstanding stock of the Canandaigua com
pany, $400,000 for the outstanding stock of the Despatch 
company and $'250,000 for that of the Eastern Monroe com
pany. For the property and franchises other than the elec
tric railroad of the Ontario Light & Traction Company, the 
Rochester company will pay $178,500. Upon the merger of 
the thr ee companies their stock will be cancelled. 

Seattle (Wash.) Municipal Railway.-According to the 
report of A. L. Valentine, superintendent of public utilities, 
the municipal lines of Seattle, Division "A" and Division 
"C," were operated during December, 1916, at a loss of 
$2,393. During the entire year of 1916, ac,cording to Mr. 
Valentine's report, the lines were operated at a total loss 
of $29,417. During May and June both Division "A" and 
Division "C" were operated at a profit more than sufficient 
to pa y the operating cost, but not sufficient to cover the 
interest. In a ll other months the revenues were not suffi
cient to cover the operating cost. The city of Seattle began 
tb e operation of the municipal lines on June 1, 1914, and 
for the remainder of that year there was •a loss of $14,580. 
The loss in 1915 was $41,389. The total loss for the two 
and one-half years has accordingly been $85,387. 

St. Lawrence International Electric Railroad & Land Com
pany, Alexandria Bay, N. Y.-The St. Lawrence Interna
tional Electric Railroad & Land Company is defunct. On 
Aug. 5, 1916, the Northern New York Utilities, Inc., acquired 
the lighting property for $40,000 at mor tgage foreclosure 
sale, obtaining a deed on Aug. 16, 1916. At the same time 
the railroad property was acquired by Hurwitz Brothers 
Iron & Metal Company, Syracuse, N. Y., who operated it 
until Oct. 16, 1916, after which operations were discontinued 
because of the failure to secure sufficient subscribers for the 
organization of a new company to continue the railroad 
operations. The property has been dismantled and scrapped. 

United Railways & Electric Company, Baltimore, Md.
At the meeting of the directors of the United Railways & 
Electric Company on Jan. 30 M. Ernest Jenkins was elected 
a member of the executive committee. He takes the place 
of William A. House, resigned. 

Washington Railway & Electric Company, Washington, 
D. C.-At t he recent annual meeting of the Washington 
Ra ilway & Electric Company Charles A. Spalding, Wash
ing-ton, was elected a director of the company to succeed 
Oscar L. Gubelman, of Knauth, Nachod & Kuhne, New York, 
N. Y. , bankers, who retired because his other interests pre
vented him from participating regularly in the deliberations 
of the board. 

Washington & Maryland Railway, Washington, D. C.
The P ublic Utilities Commission of the District of Colum
bia has withdrawn the authority granted under its order 
dated June 30, 1915, authorizing the Washington & Mart
land Railway t o issue and sell first-mortgage 5 per cent 
thirty-year gold bonds to the amount of $66,200. It has 
now authorized the company to issue $66,000, par value, 
of general mortgage 6 per cent thirty-year gold bonds and 
$30,000, par value, of prior lien 5½ per cent thirty-year 
gold bonds. The $66,000, par value, of the general mortgage 
bends of the railway will be used to consummate the pur
chase of the properties of the Baltimore & Washington 
Transit Company in Maryland in lieu of the $66,200, par 
value, general mortgage bonds heretofore authorized, in
cluding the retiring of the certificates issued by the re
ceiver of the Baltimore & Washington Transit Company 
of Maryland, amounting to $20,000. The $30,000, par value, 
of prior lien, 5½ per cent, thirty-year gold bonds will be 
used as collateral to secure the payment of $25,000 of 6 per 
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cent, one-year gold notes. The $25,000, par value, 6 per 
cent, one-year gold notes will be sold for cash at par, and 
the proceeds will be used to extend the road from its 
present terminus in the town of Takoma Park, Montgom
ery County, Maryland, and through the town by way of 
Carroll Avenue to its junction with Sligo Creek. As the 
gold notes which are to be issued are payable in not more 
than a year the consent of the commission was not necessary 
on this point and the commission did not consider it. The 
commission also approved a contract providing for the oper
ation of the lines of the Washington & Maryland Railway by 
the Capitol Traction Company. 

Dividends Declared 
American Railways, Philadelphia, Pa., quarterly, 1 ¾ per 

cent, preferred. 
Cumberland County Power & Light Company, Portland, 

Me., quarterly, 1½ per cent, preferred. 
Illinois Traction Company, Peoria, 111., quarterly, three

quarters of 1 per cent, common. 
Massachusetts Consolidated Railways, Greenfield, Mass., 

quarterly, 13/s per cent, preferred. 
New Hampshire Electric Railways, Haverhill, Mass., 2 

per cent. 
Philadelphia Company, Pittsburgh, Pa., 2½ per cent, pre

ferred. 
Rio de Janeiro Tramway, Light & Power Company, Ltd., 

Rio de Janeiro, Brazil, 1 ¼ per cent. 
Sao Paulo Tramway, Light & Power Company, Ltd., Sao 

Paulo, Brazil, 2½ per cent, common. 
Union Street Railway, New Bedford, Mass., quarterly, 

2 per cent. . 
United Power & Transportation Company, Camden, N. J., 

$1.55. 

Electric Rail way Monthly Earnings 
ATLANTIC SHORE RAILWAY, SANFORD. l\IK 

Period 
lm., Dec., '16 
1 " " '15 

One,·ating Onnating Operating Fixed 
R ev enu e Exnenses Income Charges 
$21.93 6 *$33.520 Hll,586 

22,6 58 *20,051 2.607 

Net 
Income 

CAPE BRETON ELECTRIC COMPANY, LTD., SYDNEY, N. s. 
lm. , Nov., '16 $34,904 *$19, 084 $15,820 $6,484 $9,336 
1 .. .. '15 33,011 *17 .790 Hi,221 f;,fi4 2 8 fi79 

12" '16 389 fiG0 *228,fi45 161,105 78.~l 2 82,793 
12" '15 350,740 *205,580 145,160 79,330 65,830 

COLUMBUS (GA.) ELECTRIC COMPANY 

lm., N.?v., '16 $87,021 *$31,903 $ri5,118 $28.521 $26,597 
1 .. '15 fi7,290 *27,382 39 908 28,(;7!1 11,229 

12" '16 867,196 *347,933 519.263 343.72f\ l 7:'i,537 
12" '15 710,927 *322,776 388,151 344,657 43,494 

FEDERAL LIGHT & TRACTION COMPANY, NEW YORK, N. Y. 
lm., Dec., 'lfi $230 .174 *$133.38:i $96.789 $49,795 $46,994 
1" " '15 229,5G6 *14:i,fi42 8 3.914 48.493 3fi,421 

12" 'lfi 2 502,142 *1.fi37. 893 86 4,249 586.0 46 278,203 
12" '15 2,352,015 *l,54fi,716 806,299 589,342 216,957 

LEWISTON, AUGUSTA & WATERVILLE STREET RAILWAY, 

~~-, N,?v., 
12" 
12" 

'16 
'15 
'16 
'15 

LEWISTON, ME. 

$61,871 
57,229 

798,318 
729,994 

*$47,46 0 
*40 ,6fi7 

*543,474 
*473,190 

$14 411 
lfi.fi62 

254,844 
256,804 

$15,246 
15,959 

188,312 
189,531 

NORTHERN TEXAS ELECTRIC COMPANY, 
FORT WOTITH , TEX. 

lm., Nov., '16 $1fi3,929 *$!12,228 $il,701 $29,222 
1 .. .. '15 145,691 *89 000 56 ,691 26,954 

12" '16 1,904,904 *1,149.770 755,134 347,583 
12" 1 15 1,718, 833 *l,043,340 675,493 330,265 

t$835 
603 

6fi,fi32 
67,273 

$42,479 
29.737 

407,551 
345,228 

PADUCAH TRACTION & LIGHT COMPANY, PADUCAH, KY. 
lm., Nov., 'lfi $26.100 *$19,883 $6,217 $7,246 t$1.029 
1 " .. '1 5 25,031 *14,421 10,610 7,476 3,134 

12" '1fi 311,625 *208,633 102,992 86 845 16,147 
12" •1:; 289,671 *179,861 109,810 91,529 18,281 

PENSACOLA (FLA.) ELECTRIC COMPANY 
lm., Nov., 'lfi $21,lfil *$13,6n8 $7,453 $7,726 t$273 1 .. .. '15 23,516 *12,4 07 11,109 7,0fil 4,0fi8 

12" '16 277,192 *155,688 121,504 91,894 29,610 
12" '15 254,213 *146,419 107,794 86 ,073 21,721 

TAMPA (FLA.) ELECTRIC COMPANY 
lm., Nov., '16 $80 779 *$44,027 $3fi, 752 $4,464 $32,288 
l" .. '15 83,696 * 44,565 39,131 4,342 34,789 

12" '16 961,411 *52fi,540 434,871 42,391 382,480 
12" '15 980,780 •500,902 479, 878 :,2,424 427,454 

•Includes taxes. tDeflcit. 

Traffic and Transportation 

British Steam Fares Up 50 Per Cent 
Effort Made to Decrease Passenger Traffic and Allow 

Carriers to Meet Government Demands-Traffic 
Thrown on Tramways 

The extent to which railroad service in Great Britain has 
been turned to government use was indicated in an unusual 
fashion by a recent act of the Board of Trade designed to 
cut down passenger traffic and thus allow the railroads to 
cope with government demands. It was announced that on 
and after Jan. 1, 1917, the railroads in Great Britain should 
take the following steps: (1) Increase all passenger fares 
50 per cent, and (2) refuse to carry baggage exceeding a 
total weight of 100 lb. per passenger. It was intended that 
these orders should be applied generally, although certain 
exceptions would be publicly announced later. In general, 
however, the increase in fares was not to apply to (a) work
men's tickets, (b) season tickets, (c) traders' tickets and (d) 
zone tickets when an arrangement for the issuance of 
such tickets was already in operation. 

When this increase in fares was first announced, some 
question was raised as to whether the parliamentary rail
road fare of one penny a mile could be increased without 
special legislation. It was stated, however, that the de
fense of the realm act provided the Board of Trade with 
necessary power. Furthermore, it was said that the object 
of the government in making the increase was not to in
crease revenue, but solely to reduce passenger traffic in 
view of the enormous demands which the War Office and 
the Ministry of Munitions would make next year both in 
Great Britain and in France. The new order was fully a 
war m easure, and the old fares would be restored after 
the cessation of hostility. It was officially announced, how
ever, that the public would do well to understand that if 
the increase in fares and the new restrictions did not pro
duce the desired result, other and more exacting measures 
would certainly be introduced. 

The ordered increase applies in the main only to the 
steam railroads and not to municipal and other local tram
ways. The desire not to interfere with purely local trans
portation rates is evident in the published exception of the 
Underground Electric Railways of London, Ltd. The fare 
increase does not apply to this company within these limits: 
(1) On the District Railway within Aston Town, Putney 
Bridge and Bow Road; (2) on the Bakerloo, Piccadilly & 
Hampstead lines of the London Electric Railway; (3) on the 
Central London Railway; ( 4) on the City & South London 
Railway; (5) on the Inner Circle and stations on the Ham
mersmith & City line, and (6) on the Great Northern & City 
Railway. Local and through fares between these groups 
and within the limits stated remain unaltered, but in case 
of bookings tb and from outside points, 50 per cent of the 
fare is added. 

The immediate result of the fare increase on the steam 
railroads was a withdrawal of service that had an effect 
upon local tramway systems. The steam railroads largely 
curtailed their suburban train services and entirely shut 
down many of the stations in the suburban area. This 
applied very largely to London, but all other big cities were 
affected, though not so seriously. Consequently, more traffic 
is likely to be thrown on tramway services. It is anticipated 
that the closing of a large number of stations on the 
London railways will throw a considerable amount of extra 
traffic upon the London County Council Tramway. As soon 
as it is known where the extra traffic will fall, the tram
ways department of the Council will immediately consider 
the best ways and means of coping with it. It will be a 
difficult problem in view of the fact that the system is 
already fully taxed, but it is hoped that some solution may 
be found by a rearrangement of the service. The Unde;
ground Electric Railways have also got the matter under 
consideration, but no decision has yet been announced. 
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Jitney Tariffs Demanded 
California Railroad Commission Requires Rates and 

Time Schedules Before March 1 

The Railroad Commission of California on Jan. 19 or
dered all passenger and freight jitneys and auto buses run
ning on regular schedules over regular routes on public 
highways between fixed points, not solely within munici
palities, to file their rates and time schedules with the com
mission before March 1, 1917. This order follows the re
cent decision of the Supreme Court of California that jit
neys and auto buses operating under those conditions are 
subject to the jurisdiction of the commission. The commis
sion has prepared blank forms for these filings of rates and 
routes, and will furnish them to jitney operators. 

At present the status of the Railroad Commission with 
re lation to jitneys, both passenger and freight, is that the 
commission has jurisdiction over the rates of all such trans
portation when not conducted solely within municipalities. 

It was on the complaint of the Western Association of 
Short Line Railroads against the Wichita Transportation 
Company and of the United Railroads, San Francisco, 
against the Peninsula Rapid Tran sit Company that the pro
ceeding was brought before the Railroad Commission, which 
recently resulted in the decision of the Supreme Court of 
California declaring that these lines were under the Rail
road Commission's jurisdiction. The Western Association 
a nd the United Railroads asked the Railroad Commission to 
fix rates and time schedules for these fre ight a nd passenger 
jitneys, but the commission denied that it had jurisdiction 
over them. The case was taken to the Supreme Court by 
t he complainant railroads, and t he court decided that the 
commission had jurisdiction under the following conditions 
over both passenger and freight jitneys: (1) As common 
carriers of passengers or freight ; (2) on regular schedules; 
(3) over regular routes on public highways and between 
fixed terminals, and not operating solely within the limits 
of one municipality. 

These jitneys were held to be transportation companies 
under section 22 of Article 12 of the state constitution. The 
Supreme Court declined to say, however, that these com
panies were subject to all the provisions of the Public Utili
ties Act, which, besides giving the Railroad Commission 
j urisdiction over rates and rules of a ll public utilities, makes 
all issues of securities by these utilities subject to the com
mission, and requires that these companies obtain from the 
commission a certificate that public convenience and neces
sity require their operation before beginning business. 

Hearing on Inclosed Vestibules 
Commission Holds Hearing on Proposed Order to 

Require Fully Inclosed Vestibules on All 
Greater New York Cars 

At a hearing on Jan. 31 the Public Service Commission of 
New York, First District, submitted its case in regard to a 
proposed order requirir.g fully-inclosed vestibules on all cars 
operated in Greater New York. At the opening of the hear
ing C. W. Wilder, electrical engineer for the commission, 
read a report outlining the results to be expected from the 
use of folding doors and steps in connection with door-inter
locked control, citing the fact that the Third A venue system 
had reduced the number of its boarding and alighting acci
dents by about 70 per cent by this means and had eliminated 
all serious accidents of this class. He quoted from a table 
published in the ELECTRIC RAILWAY JOURNAL "for Feb. 6, 
1915, in which it was shown that, on the Third A venue Rail
way, the settlements for boarding accidents had been re
duced from $6,817 to $451 during four months' test periods 
in successive years before and after installation of folding 
doors and steps, and that alighting accident settlements ha l 
been reduced from $5,667 to $1,110, these savings applying 
to about 210 cars. 

Mr. Wilder regarded the change as a very profitable one 
for the railways from a purely financial standpoint, and said 
that the cost per car should range from $150 to $600 depend
ing upon the amount of reconstruction i;hat was necessary. 
With regard to the effect on schedule speed he stated that, 

with the door and control interlock, no appreciable difference 
need be expected. He did not recommend, however, a device 
to hold the door closed while the car was in motion, but only 
one that prevented power from being applied when the door · 
was open. 

Objection to t he use of the interlock was raised by the rail
way's r epresentatives on various grounds, including the fact 
that the device did not eliminate the human element in con
nection with alighting accidents. The commission, however, 
pointed out that boarding accidents appeared to be about 
twice as freq uent as alighting accidents and that the serious 
alighting accidents had been eliminated by the use of fold-· 
ing doors on the Third A venue System. 

Emphasis was laid upon the fact, also, that the electric 
interlock was a patented device, although the commissioners 
treated this phase of the matter as of secondary importance 
by citing the general use of the patented air brake. How
ever, the commission expressed evidence of being willing to 
accept equivalent devices, such as a mechanical means for 
holding the controller in off position. Other than this, at
tention centered throughout the questioning of Mr. Wilder 
on the matter of cost in relation to the possible saving in 
damage cla ims, and the fact was brought out that on one 
very small proper ty in Greater New York no boarding and 
alighting accidents had occurred in ten years. 

E. A. Maher, Jr., assistant general manager of the Third 
Avenue Railway, testified that all of that company's cars 
had been equipped with fully-inclosed vestibules since 1914, 
and that it was unquestionably a desirable arrangement. 
The interlock, he said, added about $100 to the .cost of the 
change-over for each car, but that no royalty was paid to 
the patentee of the device, J. S. MacWhirter, superintendent 
of equipment, Third Avenue Railway. The total cost of ma
teria l and labor for installing folding doors and steps and a 
control interlock amounted to $324 per car in 1913-14. At 
present prices the cost would be about 70 per cent greater. 

No case was put forward by the railway:,; at this hearing 
and more time was requested to permit them to investigate 
the subject. The hearing was therefore adjourned to Feb. 28. 

Goods Traffic Recommended 
Larger Electric Railway Freight Service Recom

mended by Massachusetts Cost of Living 
Commission 

The extension of electric railway freight and express 
service at Boston and the development of comprehensive 
plans and the construction of appropriate facilities for the 
larger treatment of the merchandise transportation prob
lem by the Boston Transit Commission is recommended 
in a special report to Governor McCall of Massachusetts 
by a special commission on the high cost of living, headed 
by former Lieut.-Gov. Robert Luce. In the course of its 
discussion the report emphasizes the admirable develop
ment of passenger transportation facilities at Boston in 
the last twenty-five years through the construction of sub
ways by the commission and urges that the board now be 
required to devote its experience and abilities to the solu
tion of the merchandise-handling problem. The report de
clares that electric railway freight has been neglected by 
the community as a factor in reducing the present high 
cost of living, points out that the existing electric railway 
express development is insufficient for the possible traffic 
available, and recommends that the details of electric 
freight service with the exception of terminal construction 
be placed under the supervision of the Public Service Com
mission. The report also advises legislation giving the 
latter commission power to authorize and foster, with due 
regard for public convenience, the carriage on electric rail
ways of any and every form of merchandise and material. 

Economy in Supplies Urged 
Samuel Rea, president of the Pennsylvania Railroad, on 

Jan. 29 sent a notice to all officers and employees of the 
company calling attention to the fact that the strictest econ
omy must be adhered to in the ordering and use of material. 
Mr. Rea's notice was as follows: 

"I desire to call your attention to the exceptionally high 
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prices of all classes of materials a nd supplies. This in 
'. crease in cost, in many cases exceeding 100 per cent and in 
I s?me cases 200 per cent or _higher, is becom~ng more se
: nous for the company, and 1s one of the main cause~ for 
: its decreased net earnings despite greater gross earnings. 
' Therefore, in the interest of a ll concerned, it is essential 
to practise the strictest economy in ordering a nd using ma
terials and supplies. Officers will bring this notice to the 
attention of all employees, and request their co-operation in 
all measures required to make it effective." 

Jitney Regulations in Vancouver 
The by-law embodying the changes in rules and regula

tions of jitney buses in Vancouver, B. C., has been passed 
by the Council after several months' delay. The only 
change made in the new ordinance on final reading was in 
the clause providing for the routing of jitneys. The routes 
finally decided upon are, with one exception, the same as 
those taken by the street cars. The new ordinance includes 
provisions that no person under twenty-one years of age 
shall operate a jitney; that all applicants must undergo a 
medical examination; that every owner of any motor vehicle 
must report to the license inspector once a month a record 
of all dr ivers in his employ; that only one passenger be 
a llowed in the front seat; that cars must stop 75 ft. from 
.a corner to load or unload passengers; that drivers must 
state the route over which they intend to operate when they 
secure license and must complete full trip; that lights 
must be kept burning in the rear seat of each car from 
<lusk until dawn when the top is up; that the license fee 
per car shall be $30 and the driver's license $5 per annum. 
Representatives of the British Columbia Electric Railway 
and the Jitney League were present at the final hearing. 
W. G. Murrin, assistant general manager, spoke for t h e 
r ailway. 

New Public Service Magazine 
A new monthly employees' publication, the Trolley 

Weal, has just been launched into print by the Public 
Service Railway, Newark, N. J. The first issue , dated 
Januuary, 1917, is prefaced by forewords of encouragement 
by President Thomas N. McCarter and General Superin
tendent N. W. Bolen , expressing sympathy with the plan 
of starting the new magazine. The editor, J. W . Brown, 
assistant general superintendent of the company, is assisted 
by eight associate editors. The editorial plan, as announced 
in the columns of the new paper, provides for the publica
tion from time to time of articles by the several department 
heads dealing with some special feature of operation, engin
eering, maintenance, accounting , or whatever the subject 
may be. In addition, every man is urged to contribute 
articles dealing with his experience in whatever duties he 
is engaged on the property, a lso to turn in items of personal 
and social nature of events in the athletic field and other 
general news. The periodical will in later issues keep its 
readers posted on technical literature by giving short re
views of new books received by the company's technical 
library and calling attention to the important articles in 
current periodical s. The magazine carries no advertising 
matter. 

Ticket Sales on Cars Discontinued 
The sale of interurban tickets on cars on the Akron, Bed

ford & Cleveland and Canton-Akron divisions of the North
ern Ohio Traction & Light Company, Akron, Ohio, have 
been discontinued. According to the company it has been 
found that conductors were very often unable to supply 
tickets to all who request ed them without being r equired 
to carry an excessive and impracticable number of tickets 
on the cars; and these tickets sold on cars could not be 
accurately stamped as to dates and place excepting only 
from the offices where conductors obtained supplies. As 
a result, the record of the date of the ticket might be all 
wrong by the time the ticket reached the passenger. 

In the second place, the sale of tickets on the cars haf; 

been a great handicap to conductors for the reason that 
bills of large denomination are constantly presented for 
change, and errors are much more likely to be made while 
the conductor is receiving fares on a well-filled car than 
will often happen at a ticket office window. 

With less attention and time required in taking fares and 
making change, conductors will be the better able to care 
for the safety of their passengers and ~ars. 

Meeting of Missouri Short Line Committee.-In a report 
of the meeting of the Missouri Short Line Safety Com
mittee, published in the ELECTRIC RAILWAY JOURNAL of 
Jan. G, page 32, the safety organization of the Kansas City, 
Clay County & St. Joseph Railway, the name of . J. D. 
Bowersock was erroneously given. The speaker on that 
occasion was I. D. Hook, attorney for the road. 

Louisville Publication Reiterates Responsibility of Em
ployee.-Trolley Topics, the company publication of the 
Louisville (Ky.) Railway, has helpeJ to perpetuate one 
phase of the doctrine of publicity by quoting in its columns 
the text of an editorial which appeared in the ELECTRIC 
RAILWAY JOURNAL of Nov. 4, 1916, headed by a cartoon 
entitled "Every Employee a Publicity Representative." 

Kentucky Court Condemns Accident Running.-Efforts 
of the Louisville (Ky.) Railway to discourage the practice 
cf certain attorneys soliciting damage cases against the 
company, have been in the main sustained by decisions 
of the Kentucky courts. . In a recent case the Kentucky 
Court of Appeals ruled that the attorney may not collect 
a $500 contingent fee from the railway company because 
his employment as attorney was secured by illegal solici
tation and was against public policy. The opinion of the 
court distinguished between personal solicitation and the 
"indefensible and vicious practice of employing agents and 
runners to go about the country soliciting business and 
stirring up strife and securing litigation for a stipulated 
compensation or a contingent fee." 

Sedalia Company Describes Its Problems.-The City Light 
& Traction Company, Sedalia, Mo., a Doherty property, has 
embodied a series of its Sedalia illustrated newspaper 
advertisements into a booklet of facts just issued about the 
operating, ma nagement and personnel of the company. Each 
advertisement is devoted to a certain phase of operation, 
well calculated to interest the reader, such as the modern 
equipment of the Sedalia cars a nd th eir safety devices; the 
power house and the auxiliary units which must be main
tained in order to prevent interruption of service; the com
pany's office and the hospitality it offers; the platform men 
and the extent of their work; the cost of trolley wire, track 
and car repairs, and the economy of going to work in 
trolley cars as compared with automobiles. 

"The Missouri Short Line."-"The Missouri Short Line" 
is the familiar title that has crept into popular usage for 
the Kansas City, Clay County & St. Joseph Railway oper
a ting between Kansas City and St. Joseph, Mo., and be
tween Kansas City and Excelsior Springs. The Kansas 
City public had referred to the "Excelsior Springs Route" 
wh en reference was meant to that division, and to the "St. 
J oseph Line" when the other division was intended. Speak
ing casually of the Kansas City, Clay County & St. Joseph 
Railway, the abbreviation used was "Clay County Road." 
This designation omitted entirely Kansas City, St. Joseph, 
Excelsior Springs, Jackson County, Mo., Buchanan County 
and Platte County. To obviate a ny unintended part iality, 
the name "Missouri Short Line" was decided upon. 

Kentucky Pass Rulings.-First rulings in the Kentucky 
courts relating to rights of pass-holders and obligations of 
railways, under the new a nti-pass law in effect in Kentucky, 
have favored the pass-holders. Two plaintiffs sued to com
pel the Kentucky Traction & Terminal Company to continue 
honoring passes issued to them in consideration of their 
giving rights-of-way to the company. The plaintiffs con
tended that the Federal constitution provided against pas
sage of laws such as to abrogate contracts. When the 
Kentucky law became effective, the company, and others 
in the State, notified the holders of perpetual as well as 
other passes that they would no longer be honored. The 
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railway is seeking merely an interpr etation of the law in 
such cases and will appeal from the decision, although it 
has no desire to evade its contract. 

Four Killed in an Accident in Ohio.-On the afternoon 
of Jan. 27 a head-on colli sion occurred between a freight 
and a passenger car on th e Cleveland, Southwestern & Co
lumbus Railway, near Strongsville, Ohio, which resulted in 
the death of four persons and the injury of a number of 
others. Clarence T. Kemerer, motorman of t he passenger 
car, and Orr H. Dawson, chief elect r ician of the r oad, were 
among the dead. The cars t ook fi re aft er the collision a nd 
were destroyed. A second wreck occurred on the Cleveland, 
Southwestern & Columbus Railway, 3 miles north of Woos
ter, on Jan. 29, William Gauweiler, motor man on a passen
ger car, running extra a nd without passenger s, was killed. 
The car struck a work tra in. One or two other employees 
of the company were injured. The car took fire a nd was to
tally destroyed. 

Massachusetts Commission Publishes Inspection F igures. 
-During the year t he in spection department of the Massa
chusetts Public Service Commission , accor ding to its 1916 
report, made 4040 car inspections and found defect s in 918 
cases, including untidy condi t ions. The number of fa tal 
accidents to individuals investigat ed was 105. The number 
of accidents due to broken or loose wheels, broken journals 
and axles reported was 115; miscellan eous accidents in
vestigated, such as collisions, personal injuries and acci
dents caused by faulty operation, 592; accidents caused by 
spread rails, broken rails, defective special work, poor sur
face and alignment of track, 746. Accidents caused by per
son s coming in contact with either fenders or wheel guards 
or both were: fatal, 24; serious, 15; either fatal nor seri
ous, 280. Lifting jacks were used eight times to extricate 
persons from under cars, the time ran ging from 3 to 15 
minutes, usually under 5 minutes. 

Jitney Franchises Sought in Port land, Ore.- Franchises 
for t he operation of several jitney lines over various st r eets 
in Portland, Ore., sought by Stephen Carver are being pub
lished by the City Council. A provision was inserted in t he 
proposed franchises requiring Carver to provide a bond of 
$1,000 for each of the two proposed East Side gr ants, and 
a bond of $500 covering the proposed West Side grants, as 
a guarantee t hat within t hirty days after th e franchises be
come effective, he w ill begin to operate motor buses over 
the various designated routes, a nd will continue to operate 
them for at least six months t hereafter. Additional bonds 
of $10,000 for each of t he t wo East Side grants and $7,500 
for t he West Side franchise will be r equir ed to cover any 
damages resulting from accidents to patrons of the various 
lines. Vice-President F. I. Fuller and Attorney R. A. Leiter, 
of the P or tland Railway, Light & Power Company, objected 
to the rout ing of the j itneys on any street s on which street 
cars of the compa ny operate, because of the danger and 
from t he standpoint of fairness to the company. The charge 
which will be made aga inst th e j itney operators under the 
proposed franchises is a quart erly fee of $1 for each seat 
in t he jitney. 

New York's Annual Fares A lmost 2,000,000,000.-For all 
the transit lines in Great er New Yor k during 1916 there 
was an increase in passengers carried over 1915 of 91,000,-
000, accor ding to the recent annual r eport of the Public 
Service Commission of t he First Dist r ict of New York. 
The number of far es collected during the year ended June 
30, 1916, was 1,898,735,615, against 1,807,632 ,726 for the pre
ceding year. The amount of fares collected during 1916 
was $93,176,216, an increase of more than $4,000,000, or 
nearly 5 per cent over 1915. The payment of transporta
tion on these lines during 1916 was $17.80 per capita. Dur
ing the year the Interborough Rapid Transit Company car
ried a total of 371,505,312, an increase of 25,919,569 over 
the previous year. During the latter part of 1916 the sub
way not infrequently carried an average of more than 
1,400,000 passengers a day. In conclusion t he r eport points 
out that the 1916 record for accidents on railroads and 
street railroads in New York City exceeded that for 1915 
by more than 5000. In 1915 the total number of accidents 
was 66,208, and last year the total was 71,854. The number 
of persons killed in such accidents in 1915 was 231, against 
251 in 1916. 

Personal Mention 

F red M. Weld ha s been appointed master mechanic of 
t he Holyoke (Mass.) Street Railway. 

G. C. Chadderdon has been appointed chief engineer o1 
power station of th e Spr ingfield (Ohio) Railway. 

J. J. .Molyneaux has been appointed auditor for the 
Southwestern utilit y properties of H . M. Byllesby· & Com
pany, Chicago, Ill. 

A. H. S. Cantlen has been elected president of the 
Quakertown (Pa .) Traction Company, a subsidiary of the 
Lehigh Valley Transit Company. 

James H. Porter, superintendent of distribution of the 
Oskaloosa Traction & Light Compa ny, Oskaloosa, Iowa, has 
been appointed general superintendent of this company. 

Max H. PriH, vice-president of the Centralia & Central 
City Traction Company, Centralia, Ill. , has been appointed 
general manager, succeeding his f ather, Max Prill, who 
remains as president. 

George \V. Davisoa, on e of the vice-presidents of the 
Central Trust Company, New York, has been elected a 
director of the Third Avenue Railway, New York, succeed
ing the late Frederick W. Whitr idge. 

Martin Delehanty, foreman of the Cold Spring car house 
of the Internat ional Railway, Buffalo , N. Y., has been 
promoted to the position of assistant general carhouse fore
man in charge of car cleaning a nd sanitation. 

R. J. McElravy, for the past thr ee year s superintendent 
of the East Liverpool T ract ion & Light Company, has been 
appointed general manager, succeeding C. A. Smith, who 
will continue as president of the company. 

A. E. Ward, who has been affiliated with the Reading 
Transit & Light Company in Reading, Pa., has been ap
pointed as manager of the Lebanon properties of this same 
company, to succeed Harry G. Louser, resigned. 

R. S. Metzger , of the Toledo Railways & Light Company, 
Toledo, Ohio, has been added to the force of the safety 
department of Henry L. Doherty & Company, having charge 
of a ll safety matters pertaining to railway work. 

R. J. Hole, who has been local manager of the Salisbury 
& Spencer Ra ilway, Salisbury, N. C., has become manager 
in charge of operations in all divisions of the North Carolina 
Public Ser vice Company, and will move to Greensboro. 

R. P. St evens, president of the Mahoning & Shenango 
Railway & Light Company, Youngstown, Ohio, was elected 
a member of the board of directors of the Cleveland Electric 
Illuminating Company at the annual meeting on Jan. 24. 

Paul S. Duenweg, assistant manager of the Galveston 
(Tex.) E lectric Company, has been promoted to the posi
tion of secr et ary to L. C. Bradley, district manager of the 
Stone & Webster properties in Texas, with headquarters 
in Houston. 

C. S. Pinkerton, formerly associated with the Guaranty 
Trust Company, New York, as assistant ~uditor, has been 
elected treasurer of J. G. White & Company, Inc., and the J. 
G. White Engineering Corporation, of New York, succeeding 
R. B. Marchant. 

Frederick L. Ray, who has resigned as superintendent 
of steam equipment for the Louisville (Ky.) Railway, was 
guest of honor at a banquet given by Kentucky No. 1, 
Nat ional Association of Stationary Engineers. There were 
fort y men present and farewell addresses were made. 

Douglas I. McKay has been elected a vice-president of J. 
G. White & Company, Inc., New York. Mr. McKay, who at 
one t ime was Police Commissioner of New York City, has 
been connected with J. G. White & Company, Inc., for more 
than two years in the capacity of assistant to the president. 

G. C. Still, ch ief engineer of the Cumberland County Power 
& Light Company, Portland, Me., and the York County 
Power Compa ny, has als0 been appointed chief engineer of 
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;the Lewiston, Augusta & Wat erville Street Railway and the 
iWestbrook Electr ic Company, which a re controlled by the 
icumberla nd County Power & Light Company. 
, Sanger B. Steel has been elect ed a vice-president of J . G. 
White & Compa ny, Inc., New York. Mr. Steel, pr ior to his 
recent election, was manager of the Chicago office of the 
banking and br okerage firm of Paine, Webber & Company, 
Boston, and his activities with th e W hite cor poration will be 
in connection with handling and distributing securities. 

Clinton B. Smith has been made superintendent of sched
ules and tim e-tables of the Mahoning & Shenang o Ra ilway 
& Light Company, Youngstown, Ohio. Mr. Smith is a grad
uate of Worcester Polytechnic Institute. He completed the 
cadet course with the Public Service Railway of New J er
sey and was with that company for some t ime as a t raffi c 
investiga tor. 

G. L. Enfors, who has been superintendent of the repair 
shops a nd the railroad divis ion of the P orto Rico Railway, 
Light & Power Compa n y, Ponce, P. R., for fou r years, ha s 
been promoted t o a lso take charg e of the trolley division of 
this compa ny , with the ti tle of superintendent , succeeding J. 
E. Burns, resigned. Mr. Enfors previously was connected 
with the Boston (Mass. ) Elevated Railway in the engineer
ing department for seven years and for twelve years was 
connected with the Fitchburg & Leominster Street Ra ilway, 
Fitchburg, Ma ss., as superintendent of motive power. 

R. 0. Launey has been appointed editor of t he Buzzer, 
the employees' weekly magazine of the Birmingh a m Rail
way, Light & P ower Company, Birmingha m, Ala ., t o suc
ceed F r ank Hammond, resigned. Mr. Launey has shown a 
great int eres t in th e publication of th is magazine, and has 
been a large fac tor in its success. He has been with the 
company since. April , 1904, and holds th e position of auditor. 
He has taken an act ive part in athlet ic and welfare wor k. 
Before becoming affiliated w ith the above mentioned com
pany Mr. Launey was connected with th e public utilities at 
Savannah, Ga., wher e he was born. 

C. R. Collins,_ assist ant engineer in t he engineering depar t 
ment of the Puget Sound Traction, Light & P ower Company, 
Seattle, Wash., has left this company to go with the Grays 
Harbor Railway & Light Company, Aberdeen, Wash., wher e 
he will assume the position of general superintendent and 
chief engineer. Mr. Collins is a graduate of Purdue Univer
sity of the class of 1907. Since 1909 he has been connected 
with the Puget Sound Traction, Light & Power Company, 
being successively in t he substation , meter, distribution and 
operating departments, and holding the positions of superin
tendent of distribution, operating super intendent in charge 
of meters and distribution. 

S. T. Henry has resigned as second vice-president of the 
McGraw Publishing Company, Inc ., and on Feb. 1 became 
identified with the America n International Corporation, 
New York, as vice-p resident of a subsidiary organization 
which will handle t he export of contractors' machinery and 
equipment. In his comparatively br ief career with the Mc
Graw Publishing Company Mr. Henry has made remarkable 
progress. Enter ing the organization, after graduation from 
the University of Ill inois, in August , 1904, as an assistant 
on the editorial st aff of the Engineering R ecord, he rose 
rapidly through the posit ions of Wester n editor, Cleveland 
advertising representative, a nd Western manager of the 
paper to the junior vice-presidency of the company. Since 
his promotion t o a general executive position his duties 
have pertain ed t o a ll the properties of the company, 
including, in addition t o t he Engineering R ecord, the Elec
trical Wor ld, the E LECTRIC RAILWAY J OURNAL, a nd Metal
lurgical & Chemical Engineering a nd Electrical Merchan
dising. 

J. W. Brown, since 1913 a ssistant general superint endent 
of the P ublic Ser vice Railwa y, Newark, N. J., is the editor 
of the new employees' publication of that company, the 
Trolley W eal, described elsewhere in t h is issue. Mr. Brown 
has been connected with the Public Service Railway since 
Apr il , 1911. Before tha t he was with the Aurora, E lgin 
& Chicago Railroad and prior to t ha t t ime was superin
tendent of transportation of the West Penn Ra ilways, Con 
nellsville, Pa. He entered the service of the McKeesport, 
Wilmerding & Duquesne Railway, McKeesport, Pa., about 
fourteen years ago as night car dispat cher. He a lso served 

as electrician and la ter as power sta tion engineer of this 
company. When the Pittsburgh , McKeesport & Connells
ville Railway was formed, Mr. Brown was made master 
mecha nic of the McKeesport Division of that r oad and later 
was pr omot ed t o divis ion superintendent. When the trans
portation department of the company was organi zed in 1903 
he was appointed superintendent of tra nsportation of the 
company. He resigned from the West P enn Railways in 
August , 1910, t o become connected with t h e Aurora, E lgin 
& Chicago Ra ilroad. Previous to h is present operat ing 
position on the P ublic Service Railway, Mr. Br own was 
ass istant superintendent of transportation. 

Edward A. Maher, Sr., vice-president and general man
ag er of the Third A venue Railway and its subsidiary com
panies , has been elect ed president of the company to suc
ceed t he late Frederick W. Whitridge. Mr. Maher was born 
in Albany, N. Y., in 1852. He attended the public school and 
after graduation from the State Normal School entered poli
tics, was successively president of the Board of Supervisors 
of A lbany a nd a member of the Assembly from that 
city. He ser ved as Mayor of Albany from 1888 to 
1890. Upon expirat ion of his term h e was made vice
president a nd gen eral manager of t he Albany Elec
t ric Illuminat ing Compa ny. Mr. Maher came to New 
York City in 1892 and was made president of the Union 
Ra ilwa y. In 1896 the Third Avenue Railway took over the 
Union Ra ilwa y properties a nd Mr. Maher ret ained his posi
tion as pres ident a nd genera l manager of the Bronx and 
West chester subsidia r y company. When Mr. Whitridge was 
elected receiver of the Third A venue Ra ilway in 1908, Mr. 
Maher was made general manager. Lat er when the receiv
ership was lifted and Mr. Whitridge was elected its presi
dent, Mr. Maher was made vice-president a nd general man
ager of the line, which positions h e h eld until his recent elec
tion. He had direct charge of meeting the strike situat ion 
which began in Yonkers last summer and later extended to 
the entire Third A venue System. 

Obituary 
Orr H. Dawson, chief electrician of the Clevela nd, South

western & Columbus Railway, Cleveland, Ohio, was killed 
in a coll ision on Jan. 27 between two cars on the company's 
line. 

Robert E. Sheldon, who served for more than t hir t y years 
as a director of t he Columbus Railway, PoweT & Light Com
pa ny , Columbus, Ohio, a nd a port ion of t hat time a s vice
president a nd as president, died a t his home in t hat city on 
J an . 20. Mr. Sheldon resigned his position as president of 
the company in 1912. 

John P. Dwyer, auditor of disbursements f or the Boston 
(Mass .) E levated Railway, died on J an. 28 at his home 
in Newton as a result of shock from his wife's r ecent death. 
Born in Saratoga Spr ings, N. Y., sixty-two years ago, Mr. 
Dwyer came to Boston a nd as a boy took em ployment with 
the old West End Str eet Railway. H e worked up to the 
office which he held at th e time of his death. He is survived 
by a son, a daughter and a sister. 

A. A. Thurlby, superintendent of transmission for t he 
Chicago Surface Lines, died on Jan. 23. Mr. Thurlby was 
born in Nottingham, England, in 1860, a nd came to Amer ica 
in 1868. He began work with the Brush E lectric Company, 
Cleveland, Ohio, where he became an erecting engineer. 
In 1891 h e r esigned that position to becom e ma nager of t he 
Battle Creek (Mich.) Street Railway. Th e following year 
he accept ed th e position of en gineer for inside wireman 
with the Chicago Edison Company. In 1893 he accepted a 
position with the People's Light, Power & Motor Company, 
Chicago, as as sistant superintendent in charge of overhead 
lines. He remained with t hat company when it was absorbed 
by the Commonwealth Edison Compa ny, but resigned in 
1899 t o accept the posit ion of manager of the Manistee 
(Mich .) E lectric Railway. In 1902 he became associated 
with John R. Walsh in his electr ical projects, but resigned 
in 1907 to return to the Commonwealth Edis1m Company. 
In 1907 Mr. Thurlby was appointed superinte ndent of un
derground a nd overhead wires a nd cables of the Chicago 
City Railway, which position he held until his appointment 
with th e Chicago Surface Lines in 1914. 
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Construction News 

Construction News Notes are classified under each head
ing alphabetically by States. 

An asterisk ( *) indicat es a project not previously reported. 

RECENT INCORPORATIONS 
*Stanley Railway Company of New Britain, New Britain, 

Conn.-Application for incorporation has been m ade by the 
Stanley Railway Company of New Britain to construct a line 
between New Britain and Hartford. Capital st ock, $100,000, 
with power to increase it to $300,000. Incorporators: Mayor 
George A. Quigley, Senator George M. Landers, J ames M. 
Curtin and E. 0. Kilbourne, New Britain, and John A. 
Pilgard, Hartford. 

*Franklin County Traction Company, Benton, lll.-Incor
porated to construct an electric railway from North City 
to Benton via Christopher. Capital stock, $50,000. Incor
porators: C. W. Gardner, Christopher; E. B. Gardner and 
F. B. Buchanan, West Frankfort, and C. C. Baldwin, Cen
tralia. 

Sapulpa (Okla.) Electric Interurban Railway.-Incorpo
rated in the State of Oklahoma as a successor to the Sapulpa 
& Interurban Railway, operating between Sapulpa, Kiefer 
and Glen Pool, 12 miles, and bought in under foreclosure by 
the bondholders on Sept. 9, 1916. Capital stock, $200,000. 

*Hampton & Langley Field Railway, Hampton, Va.-In
corporated to construct a line from Hampton to the Lang
ley aviation field, 4 miles. The line will connect with the 
Newport News & Hampton Railway, Gas & Electric Com
pany. The promoters of the road are the principal owners 
of the Newport News & Hampton Railway, Gas & E lectric 
Company, but 'the new company will maintain a separate 
corporate identity. Officers: J. N. Shannahan, president; 
F. W. Darling, vice-president, and H. R. Booker, secretary
treasurer. 

FRANCHISES 
Los Angeles, Cal.-The Pacific E lectric Railway has asked 

the City Council for a fifty-year franchise to operate the pro
posed subway route from the Fourth Street station to Vine
yard. 

Waukegan, 111.-The recent franchise submitted by the 
Chicago, North Shore & Milwaukee Electric Railroad has 
been accept ed by the city of Waukegan. 

Tipton, Ind.-The Tipton-Frankfort Tract ion Company 
will ask the City Council for a franch ise t o construct a line 
in Tipton. R. D. Wynn, Tipton, is reported int er ested. 
[Dec. 30, '16.] 

Takoma Park, Md.- The Council of Takoma Par k has 
voted to grant a franchise to t he Washington & Maryland 
Railway to construct an extension from the district line, 
the present terminus of the line to the bridge across Sligo 
Creek. It is underst ood that upon completion of the line it 
will be leased to the Capital Tract ion Company. 

Lawrence, Mass.-The Bay State Street Railway has re
ceived a franchise from the City Council of Lawrence to 
construct a line on Water Street from Ames Street to the 
Methuen line. 

Worcester, Mass.- Mayor Pehr G. Homes has signed the 
franchise recently passed by the Board of Aldermen grant
ing t he Worcester Consolidated Street Railway permission 
to extend its tracks on Greenwood Street t o the city line. 

Milan, Ohio.- The Lake Shore Electric Railway has asked 
the City Council of Milan for a new twent y-five year fran
chise. 

Maryville, Tenn.-A~ election will be held on Feb. 24 
on the proposition to grant a franchise to the Knoxville 
Railway & Light Company to construct a line in Maryville. 
The company proposes to construct a line from Maryville 
to Knoxville. 

Waterford, Wis.-The Milwaukee E lectr ic Railway & 
Light Compan y has received a franchise from the City 
Council t o f urnish electric service in Waterford. 

TRACK AND ROADWAY 
Visalia Electric Railroad, Exeter, Cal.-The options on 

various strips of land through orange groves held by the 
Visalia E lect r ic Ra ilroad for the proposed route into Lind
say from a point 1 mile east of the city has expired, but 
an extension was granted by the owners until such time 
as the Railroad Commission passes on the objection raised 
by the Santa Fe Railroad in opposition to the electric 
road crossing its yards. 

Martinez & Concord Interurban Railway, Martinez, Cal.
At a recent meeting held in Martinez, details of the propo
sition for building the Martinez & Concord Interurban 
Railway were discussed. It is proposed to build the road 
at a cost of $159,499 and to issue bonds in this amount, 
$90,000 to be subscribed by property owners along the rou~e 
and people of Martinez who are t o pay 30 per cent of their 
subscription when the r oad is built and in actual operation 
and the remaining 70 per cent within twenty years. It is 
proposed to issue twent y-five-year 6 per cent 'first mort
gage bonds in t he sum of $125,000 to sell at not less than 
90 and $60,000 par value of t he capital stock to sell at 
not less than 80. The road will be built through Martinez 
under the franchises heret ofore granted, out the Pacheco 
Road to near the McMahon ranch , thence eastward to a 
connection with t he Santa Fe Railr oad near Avon and the 
Cowell Road and the Oakland, Antioch and Eastern Rail
road at the Government Ranch. Clifford McClellan, San 
Francisco, is interest ed. [Sept . 30, '16.] 

Denver (Col.) Trarnway.-This company will construct 
a loop from the foot of Sevent eenth St reet in front of th~ 
Union Station, 

Connecticut Company, New Haven, Conn.-The Public 
Utilities Commission of Connecticut has or dered the Con
necticut Company to extend its line on Dixwell A venue, 
Hamden, to a connection with its line into New Haven via 
Whitney A venue. 

Wilmington & Philadelphia Traction Company, Wilming
ton, Del.-This company .will const ruct an extension on 
Mable Street from Vandever Avenue to its power plant. 

West Coast Electric Railway, Sarasota, Fla.-lt is re
ported that Hiram McElr oy, Tampa, is making surveys for 
this company's proposed line from Tampa to Bradentown 
and Sarasota, about 50 miles . A. E . Townsend, Sarasota, 
general manager . [ Sept. 16, '16. ] 

Atl'anta & Anderson Electric Railway, Atlanta, Ga.-The 
route of the proposed Atlanta & Anderson Electric Railway 
has been decided upon and surveys have been begun. T~e 
line will connect with the Piedmont & Northern Electric 
Railway at Anderson. The road will cross the Savannah 
River at a point near Brown's F erry. J. L. Murphy, At
lanta, is int erested. [Dec. 16, '16.] 

Chicago, Milwaukee & St. Paul Railroad, Chicago, Ill.
As noted m ore in detail elsewhere in this issue the Chicago, 
Milwaukee & St. Paul Railroad proposes to equip 220 miles 
of its railroad in the State of Washington for electrical oper
ation. 

Chicago, North Shore & Milwaukee El•ectric Railro~d, 
Highwood, 111.-This company will make some extensive 
repairs to its track on County Street, Waukegan. 

Murphysboro Electric Railway, Light, Heat & P!-)W~ 
Company, Murphysboro, 111.-Work has been ?e!fun by this 
company on it s extension to Carbondale and it is expected 
that operation will be begun by June. 

Kankakee & Urbana Traction Company, Urbana, Ill.
This company is now securing franchises, permits, et~., 
pr eparatory t o building an extension from Paxton to Gil
man next spring. 

Aurora, Elgin & Chicago Railroad, Wheaton, 111.-Follow
ing a disagreement over franchise matters, the Aurora, 
E lgin & Chicago Railroad has ceased to operate cars 
t hrough t he city of Batavia. Cars operate now only to the 
city limits. 

Interstate P ublic Service Company, Indianapolis, Ind.
This company will lay new 90-lb. rails on Washington and 
Third Streets, Columbus, preparatory to new paving. The 
t r ack will be la id on creosoted ties embedded in concrete. 

Vincennes (Ind.) Traction Company.-This company will 
build a baseball park near Lakewood, adjacent to Vincennes. 
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Wichita Railroad & Light Company, Wichita, Kan.-This 
company will extend its. College Hill line from Roosevelt 
Avenue to East Street. The company is now in the market 
for rails for the line. It is estimated that the extension 
will cost about $50,000. 

Orleans-Kenner Electric Railway, New Orleans, La.-A 
report from the Orleans-Kenner Electric Railway states 
that it will construct a line between Kenner and Destrehan, 
6 miles. 

United Railways & Electric Company, Baltimore, Md.
The new Hanover Street bridge over the Patapsco River has 
been completed and operation over the structure has been 
begun by the United Railways & Electric Company. The 
cost of the bridge and its approaches was $1,250,000, $150,-
000 of which was paid by the United Railways & Electric 
Company. 

*Ocean City, Md.-The Isle of Wight Land Company, 
Ocean City, is reported to be in the market for about 10 
miles of relaying rails, 60 to 70 lb. per yard. C. Edward 
Shute, secretary. 

Boston (Mass.) Elevated Railway.-ln response to an 
order made by the Legislature last year, the Massachusetts 
Public Service Commission has sent to the Legislature a re
port embracing plans for extensive changes in the structure 
of the elevated railway on Atlantic A venue so as to accom
modate freight traffic for a short distance. It is estimated 
that the proposed changes would cost about $3,000,000. 

Kansas City (Mo.) Railways.-This company reports that 
it expects to build 8 or 10 miles of new track during 1917. 

United Railways, St. Louis, Mo.-Although no formal 
application has been made for the change, it is said that the 
route of the Hamilton line of the United Railways may be 
extended to connect it with the Market Street line. This 
will make it a crosstown line, extending from the Wellston 
loop to the Market Street line south of Forest Park. This 
would afford to residents of several thickly populated sub
divisions and suburbs west and southwest of Forest Park 
an outlet with transfer privileges to east and west lines. 

Chautauqua Traction Company, Jamestown, N. Y.-The 
Julian-Beggs Signal Company, Terre Haute, Ind., has re
ceived a contract -to install signal and speed control appli
ances on the lines of the Chautauqua Traction Company and 
the Jamestown, Westfield & Northwestern Railroad. It is 
estimated that the cost of the installation on the two roads 
will be about $250,000. 

Cleveland (Ohio) Railway.-A report from the Cleveland 
Railway states that it expects to construct 10 miles of new 
track during 1917. 

Scioto Valley Traction Company, Columbus, Ohio.-The 
Scioto Valley Traction Company, in order to secure an in
dependent entrance into the city of Columbus, has leased 
from the State the bed of the old canal feeder from the 
Lockbourne road to Main Street , 11 miles. The period of 
the lease is twenty-five years and the rental $6,000 per 
year. The bridge over the Hocking Valley Railway and 
the grade crossing over the Norfolk & Western Railroad, 
south of the city, will be eliminated. The cars will be 
operated from the intersection with Main Street over that 
thoroughfare to the proposed new union station. 

Portland & Oregon City Railway, Portland, Ore.-The 
completion of the Portland & Oregon City Railroad between 
Portland and Highland at an early date was forecasted re
cently when representatives of the Security Savings & 
Trust Company, Portland, made arrangements to file a 
trust deed necessary to the issuance of $350,000 in bonds, 
money derived from the sale of same to be used in early 
construction. The company, which operates 15 miles of 
line between Portland and Bakers Bridge on the Clackamas 
River, plans ultimately to build a branch from Dedman 
Station to Oregon City. Ballasting of the 15 miles of track 
under operation and the construction of the line from Bakers 
Bridge to Highland, about 8 miles, wi ll begin in the spring, 
according to present plans. · 

Denver & Ephrata Street Railway, Denver, Pa.-The di
rectors of the Conestoga Traction Company have authorized 
the lease on completion of the Denver & Ephrata Street 
Railway, recently incorporated to construct a line between 
Denver and Ephrata, about 4 miles. [Dec. 2, '16.] 

*Hershey, Pa.-It is reported that plans are being con
sidered for the construction of an electric railway for pas
senger and freight between Hershey and Reading, via Jones
town, Fredericksburg, Bethel, Rehrersburg, Strausstown, 
Bernville, Mt. Pleasant, etc.; and that application for a 
charter will be made before April 1. 

Philadelphia, Pa.-The installation of a trackless trolley 
to serve the Byberry section has been recommended by 
l\I. J. Ryan, Public Service Commissioner, in connection 
with plans for the extension of the Frankford elevated 
line to this point. 

Sioux Falls (S. D.) Traction System.-This company re
ports that it will probably construct 2 miles of new track 
during 1917. 

Puget Sound Traction, Light & Power Company, Seattle, 
W ash.-Plans are being made by the Puget Sound Traction, 
Light & Power Company to construct a plate-girder bridge 
over Lake Washington Canal at Latona. 

Seattle & Rainier VaHey Railway, Seattle, Wash.-This 
company reports that it will construct a 1-mile branch line 
and will reroute approximately 1 mile of its present main 
line. 

SHOPS AND BUILDINGS 

I{ankakee & Urbana Traction Company, Urbana, Ill.
This company has acquired a lot in Ludlow as a future sta
tion site; 

Lewiston, A ugusta & Waterville Street Railway, Lewis
ton, Me.-This company has purchased a large tract of 
ground in the rear of its carhouse on Lower Lisbon Street 
and plans to construct a new paint shop. 

Worcester (Mass.) Consolidated Street Railway.-This 
company will construct a freight station on Shrewsbury 
Street, adjoining Boulevard Park. 

Buffalo & Lake Erie Traction Company, Buffalo, N. Y.
A new passenger station will be built by the Buffalo & Lake 
Erie Traction Company in Irving. 

Southern Traction Company, Dall'as, Tex.-This company 
plans to construct a new interurban passenger and freight 
station in Waco. 

POWER HOUSES AND SUBSTATIONS 
Iowa Railway & Light Company, Cedar Rapids, Iowa.

This company is constructing a new power plant in Perry, 
the buildings being practically completed. The company is 
extending its service in the vicinity of Perry, and the 
new plant will be used to supply the demand for energy. 

Centerville Light & Traction Company, Centerville, Iowa. 
-This company will install in its powerhouse one 2500-kw. 
turbine and condenser, one cooling pond and two 500-hp. 
boilers, and will build one stack. The company will also 
erect 30 miles ·of 33,000-volt transmission line. 

Kentucky Traction & Terminal Company, Lexington, Ky.
This company has begun the installation of a new steam 
boiler and a 4000-kw. generator at its power house in 
Lexington. 

Hagerstown & F rederick Railway, Frederick, Md.-A con
tract has been let by the Hagerstown & Frederick Railway 
for the installation of a 9000-hp. steam turbine-driven 
electric generator with auxiliaries as an addition to the 
power output of the company's plant at Security, which, 
when completed, will give the power station at Security a 
capacity of 15,000 hp. 

Great Northern Railroad, St. Paul, Minn.-The Great 
Northern Railroad plans to construct a 120,000-hp. plant at 
Lake Chelan which will generate energy for electrifying 
the Cascade division. The proposed plant will cost about 
$5,000,000. 

Interboroug·h Rapid Transit Company, New York, N. Y.
This company has acquired property on East Fifty-seventh 
Street between Third and Lexington A venues for the pur
pose of erecting a transformer station to distribute electric 
current for the operation of trains in the new Lexington 
Avenue subway and other lines which the company operates. 
Plans are being prepared by the company for the construc
tion of a substation at 150 West Sixteenth Street, to cost 
about $40,000. 
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Manufactures and Markets 
Discussions of I ndustrial Conditions 

A Depar tment for the Manufacturer, Salesman and Purchasing Agent 
Rolling Stock Purchases Business Announcements Trade Literature 

Good Year for Coasting Recorders and 
Accessories Predicted 

Many Orders Reported-Deliveries Slow-Material 
Problems Complex-Production for Next Six 

Months Contracted For-Progress Being Made 
. Accor?ing to C. C. Chappelle, vice-president and consult
mg en_gm_eer. of t he Railway Improvement Company, New 
York, md1cat1ons point to a large volume of business in the 
sal~ o~ coasting recorders, termina l clocks, sanita r y st raps, 
anti-climbers, etc., for the coming year, even exceeding t hat 
of last year, which from t he viewpoint of many manufac
turers of railway accessories was the most prosperous year 
!or more than a decade. Inquiries were fairly active dur-
1i:ig the early summer months of last year, but since that 
time the market has picked up considerably and a number 
of large orders have been placed. At the present t ime this 
company has orders on hand t hat will absorb in excess of 
50 per cent of the 1917 production, and prospect ive orders 
pending indicate the company's production will be taxed 
throughout the year. 

MATERIAL PROBLEMS COMPLEX 

The coasting recorder, which forms the greatest volume 
of this company's product, is an assembled machine con
si~ting of a clock mechanism recording device, w ith its elec
trical relay for connection with the car wir ing. 

During the middle of last year t he fa ctory had a con
siderable stock of material such as steel, sheet brass and 
copper wire, but the scarcity of skilled labor at that t ime 
was a handicap to production. This condition obviously 
caused considerable wage increase. At a la t er per iod the 
availability of labor had improved, but t h e manufacturer 
faced a shortage of raw mat erial that tended t o continue 
th e curtailment of production. 

The company a lways has endeavored to make deliveries 
dependent upon the purchaser's ability to insta ll the coast
ing recorder equipments. As a rule t he company has been 
able to make shipments for installation as fa st as the pur
chaser's cars are available for equipment. r or instance, 
if one company places a large order it is only necessary t o 
make deliveries in accordance with that company's schedule 
for availability of its cars. In changing from summer cars 
to the regular equipment it is common practice to leave t he 
relay and wiring intact on the car, removing only the coast
ing recorders. 

PRICES FLUCTUATE WITH COPPER AND STEEL MARKET 

Regardless of the rising costs of mater ial and the nu
merous delays in obtaining it, this company did not at first 
increase its prices but pursued a policy of wat chful waiting , 
as the conditions were considered abnormal. As soon as 
th e surplus supply of raw material was exhausted a nd it 
was apparent that the basic materials for t he product-
copper, steel, etc.-would continue to rise, th e company was 
forced to increase prices. These increases amounted to only 
about 10 per cent, with the exception of t h at for Rico anti 
climbers, which was approximately 50 per cent. This was 
because a surplus of anti-climber material had been r olled 
on the special rolls owned by the company previous to the 
advance in materials, and when the stock w as exhausted the 
price was increased in even less proportion than the in
crease in price of raw material. 

PROGRESS BEING MADE 

The experience of the past few years ha s proved that 
the electric railways are adopting certain standard devices 
in ca!" equipment, and these are usually specified when an 
order for cars is placed. That real progress by the railways 
is being made is evident from th e fact that many accesso-

ries-anti-friction j ournal bearings, improved fare boxes, 
coasting recorders, trolley retrievers, anti-climbers, sani
tary straps, pneumatic door engines, etc.-are now in com
mon use. 

The requirements for a proper knowledge of traffic con
ditions which will permit not only of proper conservation 
of power but a lso economical schedule speeds make neces
sary the collect ion of data from which the existing trans
portation conditions can be analyzed. With this idea in 
view the company is developing a coasting and service re
corder which will record accurately and automatically the 
number and dura tion of stops, running time, coasting time 
- in fact, will keep a n absolute check on the changing fac
tors constantly encountered in transportation service. 

The cost of power for r ailways has materially increased, 
due to higher fuel a nd labor costs, and more thought is now 
being given to t he n eed of its conservation. In view of the 
fact that the ra t e of fare is fixed and that costs of opera
tion and overhead are increasing, the available method for 
maintaining the necessary fi nancial status of a property is 
by reduction of operating expenses through every possible 
means of increased efficiency in operation. 

Wheelmakers Favor Standardization 
of Flanges 

Chilled I ron Wheel Renewals 2,500,000 Annually
Concentrating Efforts to Improve Product

Standardization Will Simplify Wheel
makers' Problems 

The Associa tion of Manufacturers of Chilled Car Wheels, 
of which Georg e W. Lyndon, McCormick Building, Chicago, 
is president, r epresents wheel-casting plants having a ca- · 
pacity of 20,000 wheels per day. The annual wheel re
newals for st eam and electric railways, according to Mr. 
Lyndon, amount to 2,500,000 wheels per year, and this 
figure does no t include the requirements for new cars. All 
the members of the association have had a satisfactory 
year and look forward to even better business for 1917, pro
viding the car l:)uilders are able to turn out their orders 
on schedule. Just now, not many of the wheel plants are 
running at full capacity because of the scarcity of labor. 

ASSOCIATION FAVORS STANDARDIZATION 

This association, through its president, has expressed its 
hearty appreciation of the standardization work being car
ried on by th e committees of the American Electric Rail
way Engineer in g Association. It is ready to co-operate 
to the fu llest extent in the standardization of wheel flanges 
for city and interurban work. 

Speaking of the need for standardization of wheel flanges 
in interurban service, Mr. Lyndon pointed out that a great 
many interurban roads are handling M. C. B. equipment. 
Some roads in connection with steam affiliations are using 
joint tracks, and all roads are tending toward higher speeds. 
As a natural consequence the requirements of heavy inter
ur ban service indicate the need for the use of a flange with 
a contour as near that of the M. C. B. standard flange as 
can be operated. Standardization of the flange, of course, 
would simplify t he wheel makers' problem so far as fur
nishing equipment for interurban cars is concerned. 

On th e other hand, Mr. Lyndon says, there are many 
sections of rail in city properties that forbid the use of the 
M. C. B. flange, and so one of smaller dimensions must 
generally be chosen. The tendency throughout the coun
try is to recommend a flange somewhat like the M. C. B., 
but flatter, say % in. in height. 

The Chilled Iron Wheel Association members are con
centrating their efforts on the improvement of their product. 
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At the engineering experimental station of the University 
of Illinois elaborate testing equipment has been put at the 
disposition of the wheel makers, and special studies are 
now being made. One of t hese includes an investigation 
of t he stresses in all parts of the wheel, not only the 
st resses in the outer part of the wh eel due to .brake heat
ing but a lso those in the hub a nd pla t e due to pressing the 
wheel onto the axle. Mr. Lyndon m ys that Dean Goss of 
tho University of Illinois considers t he work being done at 
the experimental station not only of great interest to the 
institution, because of its technical na ture, but also of value 
to the public, because wheel service is such an important 
factor in successful transportation. 

Helping Small Manufacturers 1n 
Export Trade 

The full report now available for the Fourth National 
Foreign Trade Convention, held in Pittsburgh, Pa., on J an . 
25-27, shows that the most popular group sessions were 
those devoted to the foreign trade problems of the small 
manufacturer and merchant. The dependence of foreign 
trade on foreign invest ment , on banking facilities and a 
sound shipping policy was strongly emphasized, however, 
and, as stated in the preliminary report in last week's issue, 
the dominant note of the whole convention was co-operation. 

Practically every problem of foreign trade expansion 
that confronts the small manufacturer a nd merchant when 
he desires to sell overseas had been cover ed in advance by 
a series of questions and answers, available to the conven
tion in pamphlet fo r m. These questions and answers served 
to draw out a great variety a nd volume of valuable experi
ences of the manufacturers and merchants present. . 

The sentiment of the convention, as a whole, was summed 
up in the report of the general convention committee. As 
has been customary in the past , no resolutions were pre
sented. The committee merely report ed what it considered 
to be the consensus of the convention, as developed in the 
papers and discussions. The development of foreign trade 
was said to depend upon the r esources and enterprise of 
this country and on the education of a body of young men 
fitted for the demands of foreign trade and anxious to 
participate therein. It depen ds f ur ther on the participa
tion of a large number of moderate-sized firms. The gov
ernment can help in many directions by securing suitable 
commercial treaties, by collecting from abroad and dissemi
nating here informat ion regarding foreign requirements, by 
permitting co-operation, etc. The need for the prompt 
passage of the W ebb bill was emphasized, while the neces
s ity for a sound shipping policy, for straightening out the 
treaty situation a nd for a flex ible tar iff was discussed. 

The present officers of the Na tional Foreign Trade Coun
cil who were elect ed at the annual meeting held last fall are 
as -follows: Chairman, James A. Farrell, who is president of 
the United States Steel Corporation ; treasurer, Walter L. 
Clark , and secretary, Robert H. Patchin. 

Future Business Prospects-Effect 
of Peace 

According t o the current review of the National City Bank, 
the fi rst month of the new year has g iven good pr omise 
for a cont inuance of prosperit y. The leading industries of 
the country made large profits last year, a nd a re in a very 
st rong position financially. Indebt edness has been paid or 
reduced, working capital has been increased, capacity has 
been enla r ged and efficiency improved by expenditures in 
many in st ances long contemplated and fin ally made pos
sible by the unusual earnings. The outlook for busin9ss is 
excellent, with bookings of fi rm or ders sufficient to assure 
general industrial activity well into the last half of the 
year. The probably effects of peace upon industry are sig
nificant. A considerable readjustment of prices will be nec
essary a nd the demoralizing influence of falling prices are 
fully appreciated. However, manufacturers are buying ma
terials with that thought u ppermost , but current trade is 
on the largest scale ever known and provision must be con
stantly made fo r it. 

The most talked of factor in the situation is the car 
short age, which results less from an actual shortage of cars 
than from inability to keep the traffic moving freely. The 
situation, instead of being a temporary and passing one, 
seems to be due to the unparalleled expansion of industry, 
which has produced a volume of freight beyond the loading, 
unloading and warehousing facilit ies of the public, and the 
switching and terminal facilities of the railways. 

Building operations reached record proportions in 1916, 
and at present the outlook is for another equally active 
year. The prices of all building materials are very firm or 
still tending upward. 

The year starts out with money much the cheapest com
modity or form of capital in sight, and if the business com
munity a ttempts to use these abundant supplies the effect 
will be to lift wages and the prices of all materials still 
higher. The circle of rising wages and prices narrows as 
it moves upward, because everybody's income and purchas
ing power do not increase in the same proportion, and pru
dent men hesitate to make capital investments on an in
flated basis. 

Business has been so good during the past year that a 
great m any producers have accumulated large profits and 
are more independent of borrowing facilities than hereto
fore. They are conservative about dividends, and intend to 
keep th emselves forehanded. 

The general level of bond prices continues to hold firm. 
The average price of forty listed bonds as compiled by the 
Wall Street Journal was 96.11 Jan. 26 compared with 94.97 
Dec. 26. The advance has been especially noticeable in rail
road issues. 

CURRENT PRICES FOR MAT ERIALS 
Quoted Thursday. Feb. 1. 

Copper (electrolytic) ..... ......... New York, 33 cents per pound 
Rubber-covered wire (base) ........ New York, 38 cent:;, per pound 
No. 0000 feeder cable (bare) ....... New York, 3fi cents per pound 
No. 6 copper wire (bare) ............ New York 35 cen ts per pound 
T in (straits) ................... New York. 4fi¾ cents per pound 
Lead ........ ... ................ .. New York. 8 cents per pound 
SpP,lter ........................ New York, ~O¾ cents per pound 
Rails, A. S. C. E., 0. H ................... Mill, $40 per gross ton 
Ra ils, A. S C. E, Bess ..................... Mill, $38 per gross ton 
W ire nails ........................ P ittsburgh, $3 per 100 pounds 
Steel ( b a rs) ................... P ittsburgh , 3.25 cents, per pound 
Sheet iron (black, 28 gagP,) ...... P ittsburgh, 4.50 cents per pound 
Sh eet iron (galv., 28 gage) ....... P ittsbur g h , 6.25 cents per pound 
I-beams over 15 in . ...... ......... Pittsburgh , 10 cents per pound 
Il,,-in. galv. extra i iigh strength steel w ire, 
• New Yo rk, $6.82 per 100 ft . 

%-in. galv. high strength steel wire .... New Yor k, $3.41 per 100 ft. 
% -in. galv. Siem ens-Ma rt in wire ... .... New York. $2.52 per 100 ft. 
5/16-in. galv. S iemens-Martin wire ..... New Yor k, $1.94 per 100 ft. 
Galvan ized wire (ordinary) ....... Pittsbu rgh, 3.65 cents per pound 
Cement (carload lots) withou t rebate for sacks, 

New York, $2.07 per barrel 
Cem ent ( carload lots) .................. Ch icago, $1.9 6 per barrel 
Cem ent (carload lots) ................... Seattle, $2.60 per barrel 
San d in large lots ... . , ............... New York, fiO cents per ton 
San d in large lots ......................... Chicago, $1.25 per ton 
L inseed oil (raw, 5-bbl. lot s) ...... New Yor k, 96 cent s per gallon 
L inseed oil (boiled, 5-bbl. lots) ..... Nf'w Yor k. 9 7 cents per gallon 
W h ite lead ( 100-lb. keg) ......... New York, 9 ¾ cent s per pound 
Turpentine (bbl. lots), .......... New York, 54 ½ cents per ga ll on 

OLD METAL PRICES 
Copper (heavY) .. .. .. . .... .. .. . New Yor k , 28½ cents per pound 
Copper (light) ................... New York. 24 cents per pound 
Red brass . ....... ................ New York. 19 cents per pound 
Yellow brass ....... .............. New York, 18 cents per pound 
Lead ... : . .......... ............ New York, 6.75 cents per pound 
Steel car axles .......................... Chicago, $34 p er net ton 
Zinc .... , ............ ...................... . . S cents p er pound 
Iron car wheels .................... Chicago, $18.50 per gross ton 
Steel rail (scrap) ................... Chicago, $24 .fi O P<ff gross ton 
Steel rail (rela ying-) .................. Chicago. $30 p er g ross ton 
Machin e shop t urnings ................. Chicago, $fl. 2fi per net ton 

New York Railways to Be E quipped 
with Coasting Recorders 

The New York Railways has just placed an order with 
the Railway Improvement Compa ny for Rico coasting re
corders to take care of it s 1842 cars. With this order, all 
of the large electr ic railwa ys operat ing in or entering New 
York will be equipped with Rico coasting recorders as 
follows: Interbor ough , elevat ed a nd subway, including the 
Corona and Astor ia lines in Queens, 1718; Third A venue 
Ra ilway Syst em , including Yonkers Railroad, Westchester 
E lectric Railroad, 1125; Brooklyn Rapid Transit System for 
300 New York Municipal subway cars; Hudson & Man
hatt an Railroad, 200; Long Island Railroad, 55; making 
a grand total of 5240. 
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ROLLING STOCK 
Shreveport (La.) Railways has ordered four new light

weight, single-truck, double-end cars. 
Wheeling (W. Va.) Traction Company is reported to be 

in t he market for eight pay-as-you-enter cars. 
A ustin (Tex.) Street Railway has ordered seven light

weight, single-truck, double-end cars from the American 
Car Company. 

North Carolina Public Service Company, Greensboro, 
N. C., has ordered fifteen light-weight, single-truck, double
end cars from the American Car Company. 

Wichita Railroad & Light Company, Wichita, Kan., has 
ordered fifteen light-weight, single-truck, single-end cars 
from the St. Louis Car Company. 

Urbana & Champaign Railway, Gas and Electric Com
pany, Champaign, 111., has added a snow-sweeper to its 
equipment. 

Indiana Railway & Lighting Company, Kokomo, Ind., is in 
the mar ket for two 35-ft. two-man, double-truck, double-en
trance pay-as-you-enter motor cars for city service. 

Ottawa Car Manufacturing Company, Ltd., Ottawa, 
Canada, has received an order from the Ottawa Electric 
Railway for three 38-ft., single-end, double-truck, semi-steel 
cars. 

Chicago, North Shore & Milwaukee Railroad, Highwood, 
Ill., has been authorized by the Public Service Commission 
of Illinois to issue $170,000 of equipment gold notes, the pro
ceeds to be used for the purchase of fifteen steel cars. 

Kansas City (Mo.) Railways during the coming year ex
pect to purchase twenty-five cars at a cost of approximately 
$150,000. Coasting clocks or recorders will be installed on 
these cars. 

Northern Ohio Traction & Light Company, Akron, Ohio, 
lost eight cars recently at Massillon in a fire which destroyed 
the company's substation and carhouse. The total loss was 
about $50,000. 

Public Service Railway, Newark, N. J., noted in the ELEC
TRIC RAILWAY JOURNAL of January 27, has purchased at 
this time, seventy-five quadruple West. 514-C motor equip
ments with HLD control and twenty-five double West. 307-· 
CV motor equipments with HL control. The GE No. 200 
motors with PC control mentioned were ordered early in the 
fall and were noted in the ELECTRIC RAILWAY JOURNAL for 
September 30, 1916. 

TRADE NOTES 

H. D. Gumpper, who was formerly associated with the 
Emerson Company, efficiency engineers, has joined the elec
tric truck sales department of the Buda Company, Chicago. 

Diehl Manufacturing Company, Elizabeth, N. J., announces 
the change of address of its Chicago storeroom and repair 
department to 313 South Clinton Street. 

Philadelphia Holding Company, Philadelphia, Pa., has re
ceived an order from the Fishkill Electric Railway for 
four radial trucks and also an order for one radial truck 
f!om the Levis County Railroad, Quebec, Canada. 

Safety Car Devices Company, St. Louis, Mo., announces 
that it has received orders for air brake and safety-control 
equipment to be used on the cars being const ructed for the 
following companies: Wichita Railroad & Light Company, 
fifteen cars; North Carolina Public Service Company, fifteen 
cars; Austin Street Railway, seven cars, and the Shreve
port Railways, four cars. 

Horne Manufacturing Company, 50 Court Street, Brook
lyn, N. Y., announces that Albert C. Henry has been elected 
president of the company, and will now devote a consider
able amount of his time to the electric railways in the 
vic inity of New York City. Mr. Henry was formerly con
nected with the Cooley Manufacturing Company, and with 
the National Carbon Company. 

R. H. Beaumont Company, Philadelphia, Pa., builder of 
coal- and ash-handling machinery, etc., announces the open
ing of a New York office in the Hudson Terminal Building, 
50 Church Street. The office will be in the charge of Wil-

liam P. Alexander, who has been associated with the com
pany for a number of years in the capacity of field super
intendent assistant chief engineer aIYl sales engineer. 

Charles' H. Clark, enginee; maintenance of way, Cleve
land Railwa ys Company, has recently received orders for 
the Clark pavement plow from the United Ra~lways, ~t. 
Louis· the Twin City Rapid Transit Company, Mmneapohs; 
the B;ooklyn Rapid Transit Company and the Public Service 
Railway, Newark, N. J. These plows are in use at present 
in Detroit, Boston, Buffalo and Cleveland. 

Harry T. Bigelow, who for sixteen years was Western 
representative of the Hale & Kilburn Comp~ny, ha~ ?e
cided to re-enter the railway supply field and 1s orgamzmg 
a strong company to take a general line of specialties for 
use among the electric and steam railroads. Mr. Bigelow 
found it necessary about five years ago to retire from active 
work because of ill health. His many friends in the railway 
field will be pleased to learn that he is again to become 
active in the supply field. It has not yet been announced 
what products he will handle. 

American Railways Equipment Company, Dayton, Ohio, 
announces the completion of its organization for the manu
facture and sales of the American coin-ticket registering 
fare box. Adam Schantz, representing the industrial com
mittee of the Greater Dayton Chamber of Commerce and 
associated capitalists, supervised the financing of the com
pany. D. B. Whistler, inventor and patentee of the fare 
box, is president and general manager. Under the ~ew 
organization, plans have been effected for manufacturmg 
the iare boxes on a scale to meet requirements. The com- _ 
pany has recently received an order from the City Rail
way of Dayton to equip all its cars with American coin
ticket registering fare boxes. More than 100 fare boxes 
will be required to complete the order. 

ADVERTISING LITERATURE 
Westinghouse Electric & Manufacturing Company, East 

Pittsburgh, Pa., has just issued a catalog on "Arc Lamps 
and Lighting Systems." 

Morse Chain Company, Ithaca, N. Y., has issued publica
tion No. 15, "A Chain of Evidence," which deals with power 
drives of less than 100 hp. each. 

Composite Metal Lath Company, 128 Broadway, New 
York, N. Y., has issued a circular showing a cut of a 2¼-in. 
electr ic cable illustrating the use of brick lath as a base 
for protecting cables in manholes from fire. 

Cement Gun Construction Company, Chicago, Ill., has 
issued bulletin No. 5 on "Gun Crete for Protection." This 
bulletin gives a number of illustrations of buildings pro
tect ed by this waterproof and fireproof material, which is 
composed of cement and sand. 

Spray Engineering Company, Boston, Mass., has issued 
bulletin No. 250 which illustrates and describes its "Spraco" 
equipment for washing and cooling the ventilating air for 
st~am turbine-driven generators and other equipment. 

NEW PUBLICATIONS 

United States Government Specifications for Portland 
Cement. Bureau of Standards, Department of Com
merce, Washington, D. C., Circular No. 33. Forty-three 
pages. Paper. 

The third edition of this specification is now ready for 
distribution and can be procured from the Snperintendent 
of Documents, Government Printing Office, Washington, 
D. C., at 10 cents per copy. 

Les Chemins de Fer en Angleterre, by J. Carlier and H. 
Dedroog. A reprint from Le Genie Civil, 6, Rue de la 
Chaussee-d'Antin, Paris, 1916. 168 pages. Paper. 

This reprint contains a series of articles on steam rail
roads and heavy electrifications in England. The authors 
are Belgian railway engineers, temporarily residing in Eng
land. They have compiled data on the principal railway 
systems, arranging them topically and commenting upon 
the t endencies indicated by their studies. In the electrical 
section chapters are devoted to general considerations, line, 
power generation and distribution, finances and conclusions. 




