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Cable Message
from Mr. Dalrymple of G

Glasgow, May 18, 1917.
To the Electric Railicay Jowurnal:

The tramway men of Scotland are extremely
pleased that they will soon be fighting shoulder
to shoulder with the street railway men of
America. During the early weeks of the war
our tramway men in Scotland literally sprang
to arms, and they have done nobly on every
battle front. Three thousand Glasgow tram-
way men are with the colors. The women in
the meantime are holding the fort. Nearly
every car in Scotland has now a woman con-
ductor and very soon will have a woman driver.

If the street railway men in America will
throw themselves heartily into this struggle,
the fight will soon be over. The tramway men
of Scotland greet you as comrades in arms.

JAMES DALRYMPLE,
General Manager Glasgow Tramways

('This cablegram was received from Mr. Dalrymple
in reply to a suggestion from the ELECTRIC RAILWAY
JoURNAL that a message from him in regard to the war
in which Great Britain and the United States are now
allies would be appreciated by the electrie railway men
in this country.)

With the onset of war conditions
TO RELIEVE there is certain to be more
STEAM ROADS more serious interference with
the normal progress of freight traffic on the railroads.
The causes are manifold—real shortage of rolling stock,
cars tied up at ocean terminals in default of proper
storage facilities or of shipping, more carg held up
deliberately by speculators in foodstuffs waiting to
make a quick turn, haéty shipments of great quantities
of material to particular and unusual termini. These
and other causes make the situation a particularly com-
plicated one, and to this will presently be added the work
connected with mobilization and transportation, sending
again large quantities of men and material over some-
what unusual routes. Here is an opportunity for the
electric roads to develop their freight business and thus
help the government as well as the public. But this op-
portunity to help is not going to be thrust upon the
electric railways by a conservative public, no matter
what difficulties may be experienced by the shippers over
steam railroad routes. If any electric railway is pre-
pared for such service it must get that fact before the

SOLICIT FREIGHT
and

To this end w2 suggest that
publicity be given to possible routings made al-

publ{( and keep it there.
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The decision of the administra-
tion to use expert advertising as-
sistance in setting forth the ad
vantage of the new Liberty Loan to the public is a wise
move.

VERNMENT
AND
BUSINESS

Many persons who would not think of arguing
their own cases in court or of having anyone except a
trained surgeon perform an important operation upon
themselves consider any sort of an announcement will
do when it comes to advertising. Nothing can be far-
ther from the fact. Advertising is a science, and the
decision of the administration to utilize the expert
knowledge and existing advertising channels which
have been offered to it free, both by the new cards
which will be carried in the electric railway cars during
the next three weeks and by other methods of adver-
tising the bonds, shows good business sense. The
example is one which Congress could well follow, as its
latest proposal in regard to the second-class mail rates
indicates a fundamental lack of conception of business
needs. While various administrative branches of the
government are asking the assistance of the business
papers in furthering the government plans—an assis-
tance which they are glad to supply and are now sup-
plying—the House seems to be trying to make that
service impossible or greatly to restrict its usefulness
Ly an enormous increase in the postage rates.

ADD AUTOMOBILE When a railway finds itself faced
MERITS TO by unrestricted or inefliciently
RAILWAY SERVICE jestricted jitney competition, it
is perfectly natural to point out the unfair advantages
enjoyed by the newcomer. But instead of putting the
matter up to the public’s sense of justice and fair play
alone, the railway might well ask itself the question:
“What is there wrong about our operation that people
should prefer the other means of transit?” This
thought is prompted by what we have seen lately in a
city where the jitney is still rampant. Restriction after
restriction has failed, and now the city is asked by the
railway to keep the jitneys off of the main streets
during the hours of congestion. It is but fair to say
that this company has always given excellent service on
short headways, and that its men are most courteous to
the public and most loyal to the management. Why,
then, does a large portion of the public prefer the jit-
ney? One reason is that it is far easier to get in and
out of an automobile than to risk this company’s dan-
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gerously high car steps. Another is, that the low rate
of racceleration plus the low rate of passenger inter-

chéhge (due 'to high steps) makes the car speed ab-~

surdly low. It would cost a great deal of money to
remove these handicaps, but it will cost more to stay
behind the times. Regardless of past virtues or past
sins, what the people want is good service, and they
will inevitably prefer that which proves best for their
own comfort and well-being quite regardless of the sub-
"Lleties of taxation, paving upkeep and the like. The
electric railway which wants to remain the carrier of
the commonalty must not and cannot overlook the fact
that the automobile has created in the public a taste
for faster and more pleasing transportation than is
offered by the high-step, low-acceleration, many-stop
car which is already entering the land of yesterday.

TAXATION TO INCREASE PLATFORM WAGES

Developments in the San Francisco Municipal Railway
situation bring out clearly the fact that in this era of
rising prices a publicly-owned road is not necessarily
a bonanza even when it is operated in choice territory
and is well managed. San Francisco is discovering that
the nickel of its own railway can no longer stand the
strain. Of course, it has been pointed out many times
in these columns and elsewhere that if the municipal
railway had to carry the same burdens of taxation as
its privately-owned neighbor the profits would be largely
conjectural. With the latest action of the Board of
Works, however, there is a frank declaration of an im-
passé.

It appears that on Monday, May 7, the Board of
Works recommended that the car and shopmen of the
Municipal Railway receive an increase of 50 cents a
day, namely, from $3.50 to $4 a day. Thomas A. Cashin,
superintendent, had previously explained that this in-
crease would cost the city $93,000 a year. As the
Municipal Railway had earned only $5,600 net profit
between July 1, 1916, and Feb. 28, 1917, the Board of
Supervisors (which passes on wage recommendations)
is presented the pleasing task of drawing a gallon of
wine from a flask holding a gill. As even San Fran-
cisco politicians can’t do that, the money will have to
come out of the 18 per cent of the gross earnings that
has been set aside for depreciation, redemption and
bonds, or out of the tax levy. In plain English, all
of San Francisco’s citizens are to be assessed in some
form for the sake of some of San Francisco’s citizens.

No matter what the outcome, the public will receive
a few more important lessons in municipal electric rail-
way economics. It will have to decide eventually whether
public ufcf]ities are to be run as a business proposition
to “relieve the rates,” as in England, or as a public
highway which may increase realty tax values, but which
brings no direct returns. If the latter view should
prevail, municipal operation would no longer be com-
parable with private operation. The barrier interposed
by capable management would be broken down, and San
Francisco’s big-hearted supervisors would run riot with
the city’s tax and bonding powers.
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IFARE INCREASES NEED NOT WAIT ON VALUATIONS

Now that the street railway lines of New York City,
following their announcement of last week, have filed
formal zfpplication with the Public Service Commission
fer a charge of 2 cents on transfers, opposition is
appearing. This, of course, was to be expected. With
the experiences of the railways in asking rate in-
creases from the Interstate Commerce Commission be-
fore the companies, no other result, however serious
the situation, could be locked for.

But the character of that opposition, thanks to the
{frankness with which the railway officials have stated
their position, differs from the past. Opponents of the
charge on transfers have largely been reduced to one
argument, the old argument of valuation. The invita-
tion of President Shonts to the Chamber of Commerce
and other civic bodies to examine the affairs of the New
York Railways Company before making their decision
whether the proposed charge was justified appealed to
the public as being fair. As a result, there has been 2
notable inclination on the part of public-spirited citi-
zens and newspapers to withhold judgment until the
facts had been fully presented. This in itself is a dis-
tinet victory for the methods pursued by the companies.

The argument for valuation as a basis for the proper
determination of fare increases is traditional. It has
been met by every railroad, every street railway, every
public utility when confronted with the necessity of
meeting increasing costs by obtaining additional reve-
nues. And nearly every public service corporation that
is subject to commission regulation at some time or
another in recent years has had such valuations made.

In New York, both in the city and up-State, the
clectric railway companies have contended that if dis-
aster to many properties were to be averted, there was
no time for valuation. The whole basis of their plea
was immediate relief. To wait for one year or two
years while tedious inventories were taken would be to
summon the doctor after the patient was dead.

One peculiar feature of the situation confronting the
companies this year is also overlooked by the valuation
advocates. For the companies it is an argument that
should have the strength of Macedonian phalanxes.
And that is fares based on the value of service.

Assuming that electric car service given five years
ago was worth the price charged for it—that is, the
same nickel that had bought street car rides since Civil
War days—if the ride was worth the nickel then, surely
the same ride is worth more now. Otherwise, the buy-
ing power of the nickel is the same as five years ago.
And the present high prices prevailing in every phase
of life refute any such argument.

The point is that those who advance the valuation
argument in opposing increased fares or charges for
transfers on the electric railways are hiding behind a
subterfuge. They are not willing to face the issue
squarely. They are seeking to deny elemental justice
in a situation where the facts are clear-cut and simple.
They are forced to recognize in their own pocké‘tbooks
the increased cost of living in every commodity, in
every article of food, clothing and material they use.
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They see these increases offset to a degree by advances
in wage and salary levels.

The electric railway companies must keep pace in all
these increases. They must raise wages when other
employers raise wages. They must pay more for mate-
rials and supplies. And yet, when they ask for com-
mensurate advances in the cost of the commodity which
they sell—transportation—they are met with the argu-
ment that increases must not be determined by what it
costs to operate, but by how much it costs to start the
business.

GET CAR MEN INTERESTED IN THE POWER PLANT

The Public Service company section of the American
Electric Railway Association last week visited the latest
power plant of the Public Service Electric Company.
Such an inspection should be very useful to the trans-
portation department of the railway in inaugurating
the power-saving campaign which it is planning, for
the reason that the inspection will give the men a better
conception of what it is that they are expending when
they are driving their cars.

There is nothing more intangible than electrical en-
ergy, but the coal pile is a perfectly definite, concrete
thing. If the platform man, as he manipulates his con-
troller and brake handle, could be brought to consider
whether he is saving or wasting coal, as the case may
be, he is far more likely to save than if he tries to
think of what he is saving in terms of abstract energy.
In former editorials we have endeavored to visualize
the energy used by a car by stating, for example, that
125 -watt-hours (the energy consumed per ton-mile
under ordinary city conditions) is equivalent to 166
ft.-tons or 10 hp.-minutes, or that it will light a 20-cp.
tungsten lamp for five hours, or that it will raise the
temperature of a cubic foot of water about 7 deg. Fahr.

These examples are all right as far as they go, but if
it is possible to familiarize the platform man with the
power plant itself, especially if the route of the energy
from coal pile to feeder line can be pointed out to him
in simple language, his co-operation in energy saving
should be more easily obtained. He can be made to
realize that if he makes a car mileage of, say, 100 per
day he controls the consumption of something like 1200
lb. of coal, or considerably more than a half ton per
day. By saving 10 per cent of this amount, which is
well within his reach, he could reduce the coal consump-
tion by 20 tons per year. As coal is a commodity
which everybody has to buy, there is no doubt that a
staggering figure like this would appeal to any man
intelligent enough to control the destiny of a carload
of passengers. It will, therefore, pay every railway
manager to interest his men in his own power plant or
that from which his road purchases energy.
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TIME FOR UNITED ACTION

The responses from public service commissions
throughout the country to the general letter sent out by
John Nickerson, Jr., asking their attitude on the ques-
tion of fare increases—noted on another page—are de-
serving of more than passing attention by officials of
all electric railway companies. They carry a message
of hope, however slight it may be, for which operators
of public utilities have long been waiting.

The question of increased costs, as it relates to street
railway fares, at last has forced itself on the commis-
sions. That is plainly the meaning of the responses to
Mr. Nickerson’s letter. No matter how much the com-
missions may wish to gain time and plead that they
cannot commit themselves until the “question is brought
before them,” the dilemma of the companies is now
squarely up to the regulating bodies. The applications
filed by the companies in New York mean that they
must make a decision.

With the question which has been worrying oper-
ating officials for years thus brought definitely to a
head, the duty of all the electric railway companies in
the country is clear. The problem is a common prob-
lem. It is as vital in California as it is in Maine. New
York has led the way with a united stand. The com-
panies of every other state will be forced by economic
circumstances to follow with similar applications. They
have the consciousness that right is on their side, and
they must act. The moment for which they have hoped
and prayed has come. And it is now or never!

For, after all, the cause in Illinois is the same as the
cause in New York. If a higher fare is needed in
Rochester, N. Y., or in Buffalo or Syracuse, or other
cities in the State, it is needed in Springfield, Mass.,
or Erie, Pa. The reasons underlying the necessity for
the increase are universal. They are not confined to the
electric railway business, but are only part of the gen-
eral economic conditions brought on by the war.

Electric railway companies are fighting for this in-
creased fare, not merely as part of the right to live,
but because only by such increases can the progress of
the transportation industry be assured. Business can-
not stand still any more than life can. It must either
go forward or slip back; and the street railways have
always gone forward, from the days of the horse car
and through the various transformations which have
followed since horses were used. An end, however, has
now been reached. Wages, taxes and the cost of mate-
rials have become so high, and the lengths of ride have
so increased, that there is now nothing left of the nickel.
Relief is urgently needed, and Mr. Nickerson’s replies
may fairly be interpreted as evidence that some of the

public service commissions of the country recognize
this fact.

SKIP-STOP IN BALTIMORE—The leading article in next week’s issue will tell
how the United Railways & Electric Company has educated its public to an appreciation
of the advantages of the skip-stop plan by showing that it conduces to better service.




9438

ELECTRIC RAILWAY JOURNAL

[VoL. XLIX, No. 21

Double Guards Reduce Cost

Guards on the Outer Rails of Curves Increase the Life of Rolling Stock and Effect a Consid-
erable Reduction in Maintenance Cost

By WILLIAM H. STEVENSON
Engineer Philadelphia (Pa.) Holding Company

HE necessity for the double guarding of rails on

curves has been emphasized whenever the writer

has interviewed a specialist or an engineer who has
scientifically studied the problem of curve conditions.
The opinion, however, of many less competent to judge
is that the outer guard on curves increases noise and
adds friction without giving any benefit other than “to
kick the truck around” which, in reality, is necessary
as the wheel is kept in the desired position on the rail.
In many cases the outer guard has been abandoned
merely to cut down the initial cost.

SINGLE GUARDED CURVES PROVE HAZARDOUS

The thrusts of a wheel on a curve exert a tremendous
weight against the inner guard due to a centrifugal
force that tends to throw the track out of gage. There
is also a tendency for the wheel to ride the inner guard,
agpecially if the guard is dry and gritty. If the flanges
are worn and somewhat sharp, the throat of the outside
flanges may ride the head of the outside rail and thus
make the inner guard of little or no value. Should the
flange of the inner wheel be slightly chipped on the
back, and this defect meet the rail at a moment when
the flanges of the outer rail were grinding against a
rail head, a derailment would be certain to occur. This,
however, would be impossible in case of a double guard,
as the wheel would be thrown sufficiently around to pre-
vent an accident.

A single guard is of little value when opposite an
unprotected frog in the outer rail, as it will not prevent
4 wheel from riding the point of the frog or causing a
derailment. This condition is clearly shown in the ac-
companying illustrations, Figs. 1 and 2, which indicate
now the flanges may be intercepted by the point of the
frog when no approach guard has been provided. In
Fig. 3 is shown a frog protected by a small V-shaped
guard that is placed at the entrance to the frog and
either bolted or cast to it. The cost of installing this
device and double-guarding the curves on an entire
system would frequently be less than the damage result-
ing from one derailment.

RESULTS OF THE STRAIN FROM No OUTER GUARD

The strain on trucks due to improper guarding and
caging of rails on curves cannot be computed, but the
disastrous results may be observed at the carhouses.
Here are found wheel flanges worn to many sizes and
shapes, trucks out of alignment, motor bearings un-
evenly worn, gears worn to various freak forms, and
many broken parts, including corner gussets, diagonal
tte rods and frequently axles.

The use of the outside guard adds to the life of a
wheel as it prevents the excessive wearing down of the
fiange. The accompanying illustrations compare the
wear on wheels and flanges resulting from the use of
both single and double guards. Fig. 4 shows the out-

DOUBLE GUARD FOR

RAILS — FIG. 1 — FROG

UNPROTECTED BY AP-
PROACH GUARD

/L
/\
|

New Wheels
After 10,770 Miles

Dotted Lings =

Soitd Line

'
'
1
'

—~%—— One ‘A’au/[@pz;‘:f;( 7

Front Wheels

DOUBLE GUARD FOR RAILS—F1G. 4—WEAR FROM SINGLE-
GUARDED CURVES

L OUBLE GUARD FOR RAILS—F1G. 2—POSITION OF WHEEL
ENTERING FROG WITH NO APPROACH GUARD

Guard ...

LOUBLE GUARD FOR RAILS—FIG. 3—
FROG WITH APPROACH GUARD

Rear Wheels Derarl

P :,:,7,.”
First
‘\
b
e
L= X
Y
D
<
%
\
: ’

DOUBLE GUARD FOR RAILS—F1G. 5—POSITION OF SINGLE-TRUCK
CAR ON SINGLE-GUARDED CURVE



May 26, 1917]

Dotted Line = New Ra:l
Solid line = After Service

DOUBLE GUARD FOR RAILS-—FI1G. 6—WEAR FROM DOUBLE-
GUARDED CURVES

Elevation

T e — -
—
. iWheel Tread Wisel
G ; Vs
o e e e et e o
F/an_ggh‘“:z__ {.J/i[ ﬁgA_ i .
" ] ‘;./ ik
el , ahge
Crose % : ©
S S| g Horizontal Section Through
N Flange at Tread Line.
=| S

DOUBLE GUARD FOR RAILS—F1G. 8—LENGTH OF FLANGE (A)
IN, GROOVE OF RAIL AT TREAD LINE

ELECTRIC RAILWAY

JOURNAL

949

. / )
\ >

7

DOUBLE GUARD FOR RAILS—F1G., 7—POSITION OF SINGLE-TRUCK
CAR ON DOUBLE-GUARDED CURVE

DOUBLE GUARD FOR RAILS—TFIG. 9——CAREFUL GUARDING ASSURES
ABSOLUTE ALIGNMENT OF TRUCKS

line of wheels before and after a run of 10,770 miles
over single-guarded rails, or less than one-quarter of
the guaranteed life. In Fig. 5, illustrating the position
of a-car on a single-guarded curve, is shown the wide
groove between the single guard and the rail, the posi-
tion of the axle as having no apparent relation to the
radii of the curve, and the points of circular shear of
the wheels against the rails. The points of contact of
the flanges against the rail are indicated by the letters
A, B and C. The dotted line D indicates the direction
the wheels take when a derailment occurs.

OUTER GUARD LESSENS WEAR ON RAILS
AND WHEELS

Figs. 6 and 7 illustrate the wear on’ rails and the
position of the car axles when the double guard is used.
The rails shown in Fig. 6 were removed from the Dela-
ware Avenue and Market Street loop, Philadelphia, Pa.,
after three years of service when 16,000,000 wheels or
4,000,000 cars had passed around the curves. The tracks
are located on a 10 per cent grade and the radius of the
curve is 23 ft. 3 in. to the inside rail. Fig. 7 shows
the same wheelbase as Fig. 5, but on a double-guarded

Wheel diameter
in inches .... 31 33 30 28

4 37 2 24
A in inches.... 103/8 105/32 93/16 N 15/16

26 2
$17/32 S 11/32

curve, where the guard rails engage the flanges as in-
dicated by the letters £ and F, and thereby tend to
throw the wheels and axles to their natural position.

The plan and cross-sections of the flange of the
A. E. R. A. standard wheel are shown in Fig. 8. The
cross-section to the left is developed on the tread line
of the wheel, and the one above the plan shows the
position of a wheel on a rail and indicates the length
of flange (A) extending below the tread line. The hori-
zontal section shows the flange and wheel cut at the
tread line. In the table are shown the approximate

lengths of this hcrizontal section, or the length of the
flange extending into the groove of the rail for wheels
ranging from 24 in. to 34 in. in diameter and having
a ¥%-in. x 1 3 16-in. flange, which is the prevailing size
for city service.

Fig. 9 shows a layout where an absolute alignment of
trucks on long sweeps and the use of the underground
contact system necessitated a careful guarding of both
rails.

RaILs SHouLD BE KEPT CLEAN AND
WELL GREASED

Careful study and tests indicate that most of the
wheel slipping on curves occurs with the inside wheel,
and that all slipping takes place on the inside rail when
the curves are carefully laid out and double guarded.
Therefore care should be exercised to keep the curves
clean and in no case should sand be used on the inside
rail. It should also prove economical to keep both rails
clean and the guards on short curves greased wherever
lecal conditions will permit.

Noises caused by wheel grinding around curves can
only be overcome by causing the flange to follow the
rail in its natural tangential course, with the center
line of the axle pointing near by along the radii of the
curve. It is impossible for this to occur with a rigid
truck on a single or double car, but with a flexible or
radial axle truck this ideal condition must exist if both
of the rails are properly double guarded.

In conclusion, the double guarding of rails is desir-
able not only for the reasons already given, but also as
a preventive of corrugation. This corrugating may be
overcome on both long and short sweeps of regular,
irreguiar or spiral curves by installing inner and outer
guard rails close to the main rails and even with the
main rail-tread lines, provided the rails are carefully
gaged. This method, the writer feels, is a solution of
the rail corrugation question as applicable to curves.
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An Inexpensive Way of Cutting
Construction Costs

The Author Shows How Co-operation Among Departments Tends to Eliminate Waste—
He Gives a Practical Plan by the Employment of Which Such
Co-operation Can Be Assured

: BY FRANK B. WALKER
Assistant Engineer Maintenance of Way Department Bay State Street Railway, Boston, Mass.

HERE has been so much written and said regard-

ing efficiency and cutting costs in connection with

the carrying out of maintenance and construction
work that the writer has not the courage to try to bring
out anything new on this subject. What he has to offer
at this time is not entirely new on. some of the pro-
gressive and economically managed steam railroads, al-
though probably not so well known on the electric rail-
ways.

The plan, briefly stated, is (1) to have full and com-
plete details of work to be done written up in an “au-
thority for expenditure” or ‘“work order”; (2) to dis-
tribute enough copies of the “authority for expenditure”
thoroughly to inform all concerned; (3) to have fre-
quent checking of costs during progress of work; (4)
to have frequent complete reports of status of progress;
(5) to write up statements of charges of the work when
completed; (6) to analyze the actual cost of every im-
portant or unusual job; (7) to compare with the esti-
mated cost the actual cost of every job, explaining in-
creases or decreases in cost; and (8) last but not least,
to have everyone, from president to office boy, vitally
interested in total, comparative and unit costs, so that
everyone who has anything to do with the work of con-
struction or maintenance will be fully posted as to all
phases of the work. The whole staff should literally eat
costs, drink costs, sleep costs and even go so far as to
dream costs.

A SiMPLE ForM oF “WORK ORDER”

The “authority for expenditure” or ‘“work order” (re-
ferred to hereafter by the initials “A.f.E.”) should
preferably be typewritten in the office of the chief en-
gineer or engineer of maintenance of way, on very thin
bond paper blanks, standard letter size, so that nine
legible copies can be made. The ordinary form might
read about as follows:

NoORTH & SOUTH STREET RAILWAY COMPANY
Easton, March 11, 1917,

The President:

Authority for expenditure is requested to reconstruct
10,000 linear feet double track on Washington Avenue from
Jones Street to Myers Street in the following manner. Re-
move 92-1b. 9-in. girder rail and cobblestone pavement and
replace with 182-1b. 9-in. girder rail on chestnut ties and
broken stone ballast, granite block pavement, grouted joints,
as per detailed estimate and blueprint attached.

Reason

To replace worn-out rail and to comply with Order No. 27
of Public Service Commission.
Note—On 1917 Budget.
Approved by

........ Chief Engineer ........Gen’l Mgr.

A complete detailed estimate and Dblueprints of
proposed work are attached and made a part
of the “AfE.” It is desirable to separate the

estimate into general headings of “material’” and
“labor” for each class of work, such as track,
bridges, buildings, etc., and further it is found desirable
to show the exact quantities of each class of material
needed and the labor in considerable detail. This may
seem unnecessary as the general officers do not care to
know the number of spikes or track bolts, but others
ought to know these details and it later saves making up
a bill of material when requisitions are prepared and
also helps the auditor and assistant engineer in check-
ing the cost when the work is completed. The writer is
a firm believer in the making up of complete detailed
estimates as an aid to cost cutting and to avoid errors
and duplication of office work. It is a fact that the
reputations of many engineers have suffered from their
neglect or lack of ability to prepare close and accurate
estimates of cost. With reliable estimates to work
from contracts may be let at more satisfactory prices
and company work can be more satisfactorily arranged.
The making of estimates requires science, art and
prophecy—science to grasp the engineering features,
art to apply constructive imagination sufficient to see
the work as it will be carried out, and the vision of a
prophet.

When the late James J. Hill was president of the
Great Northern Railway, with which the writer spent
fifteen years, the engineering department prepared its
estimates so carefully that the total of the estimated
costs of construction and reconstruction as compared
with actual costs differed less than 2 per cent per year.
On that road an effort was made to keep estimates
slightly below actual costs. This served to keep every-
one ‘“on the jump” in an effort to lower costs to the mini-
mum. The Great Northern’s operating ratio was re-
markably low, with correspondingly low construection
costs.

THE OPERATION OF THE “A.Fr.E.” SYSTEM

The blueprints, attached to each copy of the “A.f.E.”
should show the location and extent of the work and
should give only enough details to show in outline what
is to be done and the location of the work. The usual
method is to show this in colors on right-of-way, prop-
erty or mileage maps. This coloring can ordinarily be
done by the office boy after one copy is made by a drafts-
man.

On the approval of an “A.f.E.” one copy is retained
by the president or the manager, whose office assigns
the number and sends copies as follows: Three to the
chief engineer, who files one, and sends one each to the
roadmaster and the assistant engineer; one to the gen-
eral superintendent; one to the division superintendent;
one to the comptroller, and two to the auditor, who files
one and sends one to the outside auditor. This accounts
for the nine copies. g

The chief engineer’s office (or the assistant engineer’s,
depending on the office organization) makes requisition
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for material direct from the “A.f.E.,”” sending copies to
the storeroom, purchasing agent, assistant engineer and
roadmaster, and also writes a letter of instruction, send-
ing copies to the auditor, general superintendent and
division superintendent, assistant engineer and road-
master. This letter describes how and when the work
is to be done, what equipment is assigned to the work,
the importance of hurrying, if any, what work will be
done by company forces and what contracted for, how
the operating department will handle traffic, etc. The
general superintendent and division superintendent may
then learn what is expected of their departments, can
make all arrangements well ahead of the time of start-
ing, and are given an opportunity to suggest changes
if the engineering department’s plans do not fit in well
with operating or traffic requirements. The auditor has
an opportunity to size up the work and to get out a let-
ter of instructions as to any special accounts. Some-
times the auditor requires the estimate attached to the
“A.f.E.” to be divided as to maintenance and additions
and betterments, so that he can place on his books ap-
proximate maintenance, and additions and betterment
charges and avoid making large transfers of charges in
his books when the work is finished and all charges are
in. The roadmaster has a similar opportunity to per-
fect all of his arrangements and see that they agree
with all conditions imposed.

“A.F.E.” WORKS FOR EFFICIENCY

When the material is on hand and the work is organ-
ized and started, the word “cost” should be ever in the
minds of the men in direct charge. The writer does not
mean that the safety of the public or employees or the
quality of the work is to be neglected, but rather that
engineers, roadmasters and foremen should be made to
realize that their reputations and the reputation of the
engineering department depend just as much on keep-
ing down the costs as on the quality of the work.

Immediately upon approval of the “A.f.E.” it should
be entered upon the next regular status report. The
writer has found that status reports are desirable each
ten days during the working season, dropping to thirty-
day intervals during the winter. On the status reports
the following information is suggested, varying with the
kind of work, the reports to be abbreviated as much as
possible: “A.f.E.” number, date approved, date started,
town or city, location, brief description of work, requisi-
tion numbers, note as to progress of delivery, progress
of work, percentage completed, and any other data rela-
tive to the delays, causes, etc., and, finally, the date of
completion.

Saemple
Af.E. 2792—10,000' Do. Tr. Wash. Ave., Easton. Ap-
proved 5/11/16—Matl. ordered Reqgns. 1016, 1092, 1217—
None rec’d—Work started 6/1/16—av. 30 men—Grad-

ing 90% done—Work will be com. 20 days after mat’l is
rec’d.

AfE. 2793—Commercial Dock—C St., Weston—App’d
5/13/16—Piling_contract let to Jones Co.—Superstruc-
ture let to Smith Co.—Delayed waiting delivery of piles
—AIll Company mat’l ordered—Reqns. 1130, 1131, 1132—

None rec’d.
AfLE. 2794—Moving partition Gen’l Office—Work com.
6/1/16.

These status reports, if made carefully by one familiar
with the work, serve as a running history of each job.
They should be sent to the manager, general superin-
tendent, division superintendent, chief engineer, auditor
and roadmaster. The head of each department knows
that any delays or other causes of increased cost due to
himself or any of his men appear in these reports, and
the writer knows from his experience that they act as a
wonderful tonic in causing the storekeeper and the pur-
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chasing agent to hurry delayed material, the superin-
tendent of motive power to speed up delayed work equip-
ment, the general superintendent and division superin-
tendent to give the engineer or roadmaster every assist-
ance in their power, and the engineering department to
keep things moving.

STATEMENT AT COMPLETION OF WORK

After the work is completed and all charges are in, the
auditor should prepare and send a detailed ‘“statement
of charges” to the chief engineer. This statement should
be carefully studied for errors in charging labor and
material, and a close analysis should be made of a com-
parison with the cost as estimated in the “A.f.E.” Full
explanations should cover the increases and decreases
in cost of all essential items. The roadmaster should be
advised as to these results and complimented when ex-
cellent results are obtained, and vice versa. In fact,
everyone who is responsible for results in any degree
should be made to realize during the progress of the
work that the cost figures would at some time be held
against him. These cost analyses and comparisons are
of the greatest value in the office, especially to the chief
engineer, office engineer and estimate clerk, or whoever
prepared the original estimate.

All this may sound long and laborious, but the writer
has handled from one to a dozen of these “A.f.E.s” a
day as a part of his regular duties in charge of work,
and instead of finding it a burden he always considered
the scheme a wonderful help, and there is no doubt but
that it was a great aid in pushing work along smoothly
and cheaply.

THE MISUSE OF MAINTENANCE AND BETTERMENT
ACCOUNTS

In order to make partial checks on the cost of the
work during its progress, the roadmaster’s office should
prepare and forward statements, at convenient but fre-
quent intervals, of the total labor expended to date on
each job. The roadmaster’s office, and especially the
timekeeper or time clerk, should have concise and defi-
nite instructions on how to make charges among the
various Interstate Commerce Commissions’ accounting
classifications. The writer has found great variation
between different roads and also between time clerks of
the same road as to the dividing lines between grading,
road and track labor, ballast, ete., so that several 1.C.C.
accounts on one division were not comparable with those
on another division for exactly similar work. This re-
sulted in making cost analysis impossible and frequently
in raising maintenance charges and lowering betterment
charges. It also sometimes happens that maintenance
charges on other parts of the line are accidentally or
deliberately placed in the accounts as betterments. This
is, of course, wrong, and under the I.C.C. laws is likely
to cause trouble. Close analysis of costs after work is
completed easily brings these to light, and quite often
many other strange and startling things.

UsE oF OLD MATERIAL CuUTs COSTS

In the preparing of estimates it is advisable to have a
loose-leaf price list at hand. This is ordinarily furnished
by the storekeeper or purchasing agent and should show
prices at which all storeroom material is to be charged
until the sheet is superseded by a revised one. The
storekeeper or purchasing agent should give prices for
rail, fastenings, switch material, bonds, ties, lumber,
ete., so that the estimator may know that the same
prices will be charged on the books for the material
actually used. The estimator should also have a list of
material on hand at all the stores—usually the store-
keeper’s monthly or quarterly inventory of material on
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hand will do—and should know the amounts and loca-
tion of second-hand material on hand. In fact, he should
be kept posted as to the whole new and second-hand
material situation on the entire system so as to be ready
to use anything available. It frequently happens that
the hauling of new material from store or from another
division yard to a job could have been avoided by using
second-hand material or usable scrap already on hand.
Of course, this all involves the office labor of keeping
such lists up to date, but with the present price of mate-
rial a little office work is a cheap way of making a big
saving.
THE SCOPE OF THE “A.F.E.’

The writer believes that the more important jobs in-
volving maintenance only can be more easily handled by
“Af.E.s.” However, the ordinary run of track, bridge
or building maintenance should not be handled by
“A.f.E’s,” but if a pile bridge is to be replaced in kind
or a long section of track relaid and ballasted with equal
rail weight and similar kind of ballast the whole account
can be more easily handled all the way through by the
system outlined.

The filing of all correspondence, requisitions, etc.,
with the “A.f.E.’s” is found to be a simple way of han-
dling the files. Keeping of the “A.f.E.” index and
proper cross-references naturally becomes necessary.

Solving the Grade Crossing Problem

California Commission Considers the Reduction of
Vehicle Speeds with Highway Obstruc-
tions and Other Methods

HE California Railroad Commission has been con-

ducting an investigation with a view to decreasing
grade crossing accidents in that State. Inspections of
more than 2000 crossings have been made, 1600 of
which inspections have been covered by reports sent to
the interested parties. In these reports a total of 1100
recommendations have been made varying in impor-
tance from the removal of brush to the elimination of
the crossing by closing the street or the separation of
grades. The railroads and property owners have co-
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SUGGESTED PLAN TO COMPEL CAUTION AT GRADE CROSSINGS

operated by removing obstructions to view in the vicin-
ity of crossings, and in some cases this work has been
done in advance of the commission’s surveys.
Among crossing protective devices the automatic flag-
man is regarded by the commission to be the most effi-
cient. Sixty-six of these have been recommended to re-
place the ordinary crossing signs and bells. The pub-
licity given to this general subject has brought forth
many suggestions as to devices more effective than those
now available. It is considered best to locate such de-
vices in the middle of the highway whenever possible.
With the aid of one of the railroads an automatic flag-
man has been located in the center of a city street, the
first installation of its kind in the United States so far
as known. If automobile traffic alone were to be consid-
ered, this location would be proper without question, but
the lights used on horse-drawn vehicles are not adequate
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to indicate the presence of these devices, so power must
be available to light them.

At the general hearings held by the commission last
March, a method of protecting grade crossings by com-
pelling low speed on account of physical obstructions
placed in the way of vehicles was much discussed. Sev-
eral different plans of this sort were suggested, six of
which somewhat revised were sent to the railroads, the
larger cities and some counties with a request for criti-
cism, and with the suggestion that an experimental in-
stallation be made when any of the plans could be fol-
lowed to advantage. One of these plans suggested a
change in the profile of the road; three specified park-
ways, either in the center of the crossing or on each
side, to divert the course of the vehicles, and one em-
bodied an offset in the center line of the road which
would require a vehicle to make two turns through 90
deg. before reaching the track. The accompanying il-
lustration shows an obstruction proposed for each side
of the track with a large danger sign to be 7 ft. above
the ground.

The design which was submitted by City Engineer
O’Shaughnessy of San Francisco was considered to be
probably the best. In this plan the profile of the road
is slightly broken about 400 ft. from the crossing; 25
ft. from this break an approach warning sign is located
on the right side of the road looking toward the track;
about 50 ft. from the crossing a flagman device and
crossing sign are placed in the center of the road, and
the road is widened to provide for the guard fence
which surrounds them. Immediately beyond this fence
is an accentuated break in the road profile.

Grade crossing accident reports and investigations
bear out the belief that most of the accidents are caused
by carelessness. The only way to eliminate accidents
of this class, in the opinion of the commission, is to
eliminate the crossing. Any expedient but grade sep-
aration is more or less temporary.

Home-Made Traffic Sign at

Worcester, Mass.

A convenient illuminated sign for controlling traffic
at intersecting streets has recently been developed at
Worcester, Mass., by George
H. Hill, chief of police. As
shown in the accompanying
photograph, the sign con-
sists of a square transpar-
ency mounted about 13 ft.
above the street level and
carried on a pipe stand
which can be turned accord-
ing to the direction in which
tratfic is permitted. The
transparency is provided
with red and green windows
for the “stop” and “go” in-
dications, and is illuminated
by five 23-watt railway type
tungsten incandescent lamps
with frosted tips, the lamps
being supplied with current
from the trolley wire above.
The connection is made
through a porcelain fuse
block mounted on a thin
wooden spreader, and a snap switch within reach of
the traffic officer. There is a secondary “stop” and “go”
sign on the same pipe stand and about 6 ft. above the
street level, where it can easily be read by pedestrians.
The lettering on this sign is vertical.

HOME-MADE 1LLUMINATED
TRAFF1C SIGN



MAyY 26, 1917]

ELECTRIC RAILWAY JOURNAL

953

Commissions Know Costs Are High

Canvass by Banking House Shows That Commissions Appreciate Present Operating Con-
ditions—Regulatory Bodies Rather Anticipate Formal Application for Relief

1n the securities of utility corporations, the firm of

John Nickerson, Jr., New York, Boston and St.
Louis, has been questioned by investors as to just what
the attitude of public service commissions is going to be
with reference to increases in rates to meet higher op-
erating costs. In order to get this information at first
hand, the company recently sent a letter to the presiding
officer of every commission in the United States, asking
whether the matter of increased rates had been brought
before his regulatory body, and what its attitude had
been or was likely to be.

Replies have been received from practically all the
commissions. From a summary of these prepared by
the bankers, it appears that while not many cases in-
volving the question of the need of increased revenues
have been presented, yet the commissions recognize the
abnormal situation which exists in regard to the in-
creased costs of material and labor. In many cases
they indicate that these new conditions will receive con-
sideration in the event of application being made for
authority to increase rates.

ﬁ. S an investment banking house dealing exclusively

SOoME REPLIES ARE NON-COMMITTAL

In a number of instances the blunt statement is made
that no cases involving the question have been before
the commission. Some commissions, however, while
stating that there has not been a case before them in
which rate increases were sought to offset higher costs,
go a step farther and point out that they do not feel
that they can or should commit themselves in advance as
to future action.

In some states the act creating the commission does
not give it jurisdiction over rates, except upon com-
plaint. In these states the matter of increasing the
rates is rather “up to the company,” and in one of the
letters the commission makes the point that thus far it
has issued no orders lowering company-made rates.

A few of the commissioners in their replies point out
that operating costs enter into the determination of
rates and are a matter of vital importance in such a
consideration. One commissioner writes as follows:

“We are continually dealing with the matter of valua-
tion- of public service corporations and the fixing of
rates. Necessarily operating costs, as they exist, are a
vital consideration. We have had no application from
public service corporations to increase rates due to al-
leged increased cost of operation, and I am not able to
gsay what the attitude of the commission would be in
that connection.”

NUMBER OF COMMISSIONS AWARE OF ABNORMAL
CONDITIONS

A number of the commissioners, while stating that no
formal application had been made for increased rates,
point out that the commmissions are aware of the ex-
istence of abnormal conditions and rather strongly im-
ply that these matters will receive serious considera-
tion when the question is brought formally to their at-
tention. One commissioner says:

“While I appreciate the considerations which have
prompted your inquiry, I am not able at this moment
to give you a categorical answer. Mindful of existing

conditions, we are anticipating that the general ques-
tion probably will be brought formally to our attention,
but no application of the sort, thus far, has actually
been presented to us otherwise than in occasional iso-
lated cases which have not been based upon anything
outside of the ordinary. Each particular case would,
of course, be decided upon its individual merit. Even
if it should be established that increased cost of opera-
tion is universal, it nevertheless might occur, in indi-
vidual cases, that economy in operation and postpone-
ment of all such extensions and betterments as would
not involve any question of safety in operation or im-
pair measurably efficient service, properly might be re-
lied on to offset, to some extent at least, the increased
burden under consideration.” _

Another commissioner puts it this way:

“I think, upon reflection, you will see that you have
asked a question which cannot properly be answered,
save with respect to specific cases as they arise. At the
same time you may be assured that the members of this
board are fully alive to the present abnormal conditions
and the increasing cost of oil and coal, as well as other
expenses with which the managers of the public service
corporations are confronted.”

In another instance reference is made, without citing
specific cases, to the fact that the matter has received
consideration in recent cases, and the following state-
ment is made:

“We beg to advise that the commission did not for-
get, when making decisions in rate cases, that there has
Leen a very material advance in the expense of perform-
ing service. We endeavor, as best we can and with as
little friction as possible, to cause the claimant or peti-
tioner, as the case may be, asking for a reduction in the
rate, to understand these conditions. We think it must
be a matter of general knowledge.”

ONE COMMISSION WILL ACT FEARLESSLY, SQUARELY
AND EXPEDITIOUSLY

A letter from a member of another commission indi-
cates that the subject has been informally discussed by
the commission with a view, apparently, of formulating
a policy to be pursued in connection with rate-increase
applications when presented. It states:

“This matter has been talked over with my associates
and the conclusion is that this commission is going to do
its duty fearlessly. Tt is not in the habit of giving out
in advance what any of its decisions are going to be, but
you can rest assured that whenever matters of this
nature are presented to us, they will be dealt with
squarely and expeditiously.”

CASES DECIDED SHOW CONSIDERATION OF UTILITY NEED

There have been a few cases before the commissions,
the bankers say, and in these a strong inclination has
been shown to give the question careful consideration.
In some instances increases in rates have been allowed.
The chairman of a very prominent Western commission
writes:

“In response to your question regarding the need for
increased rates, I would say that this matter is now be-
fore the commission in one or two cases. Without in-
dicating what the commission’s decision will be in those
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cases, I would simply say that this commission will do
whatever any fair-minded man would do on the testi-
mony in these cases.”

In a letter written by one of the commissioners of
one of the oldest and probably ablest commissions in the
United States, it is stated that the question of increas-
ing rates to meet the increased costs has been before
that regulating body. This commissioner says:

“Before any increase in rates is approved by this com-
mission, the cost of the service, the physical value of
the property and all other items usually used to deter-
mine what a reasonable and just rate should be, always
receive careful consideration. We have approved many
increases on showings made that the cost of the service
had increased due to increased cost of material and la-
Lor, and while I would not care to speak for any future
action of the commission, I take it that any action which
does not consider the increased cost of material and
labor will not be taken by this commission.”

GENERAL INCREASE IN RATES ANTICIPATED

This same commissioner points out that it must al-
ways be determined whether the increased costs are tem-
porary or reasonably permanent. He mentions the fact
that in some instances this condition was written into
the order authorizing the increase, i.e., that when costs
returned to normal an application for a reduction of the
rate would be in order. He then sums up the whole situ-
ation in this way:

“I] see no good reason why there should not be, and I
anticipate that there will be, a general increase in rates
for all service furnished by public utilities due to the
increased cost, unless all signs fail and prices of labor
and material drop to the scale obtaining several years
ago.”

FAVORABLE DECISION oF WISCONSIN COMMISSION

The Wisconsin Railroad Commission had before it,
in the application of the Village of Cambria, as a gas
utility, for authority to increase rates, the question of
allowing an increase due to the increased cost of gaso-
line. In disposing of this case on Jan. 24, 1917, the
commission said:

“From the information which we have at hand, it
would seem that the cost of commercial service is rather
high. An upward revision in the rates will not be in-
equitable, however, when we consider that at the pres-
ent and even at the proposed price of gas to private
consumers, either a considerable part of the actual cost
of the gas must be charged against the street lighting,
or the deficit must be borne by the general taxpayer,
which amounts to the same thing, since the village re-
ceives no other benefit from the plant. Taking all the
facts into consideration, it seems to us that the utility
is entitled to an increase in its rates in order to enable
it to give the proper service without unduly burdening
the general taxpayer.”

Here was an instance where the commission recog-
nized the fact that the burden of the increased cost of
operation should not be borne entirely by a few for the
benefit of all consumers.

NEW YORK COMMISSION REALIZES CoSTS ARE HIGH

Referring to high operating costs, an opinion of a
member of the Public Service Commission for the First
District of New York in a recent lighting rate case is
cited as follows:

“In view of the unsettled economic conditions arising
out of the state of war, the increases in the cost of pro-
duction and distribution which have taken place within
the last two years, and which are likely to continue, to-
gether with the wider recognition of labor and greater
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remuneration and improved working conditions enhanc-
ing costs to the company, the effect of a reduction in
the rates upon the company’s operations must be prob-
lematical. Certainly at this juncture the commission
would not be justified in making a drastic order which
would disturb the company’s stability.”

In a still more recent case, decided on April 26, 1917,
this same commissioner says:

“Nor will the normal increase of business combined
with the increase in consumption which usually follows
a reduction in rate justify a finding that the effective
rates are excessive. The operating figures for 1915 do
not take into account the increases in the cost of labor
and materials which have taken place during 1916 and
1917, which may be augmented as a result of the na-
tional exigencies arising out of the war with Germany.
While it would be unjust to permit a utility to exact
demonstrably excessive rates from consumers in order
to transfer the burden of the taxation which must be
borne as the material sacrifice in support of the contest
by arms, yet in times of unsettled conditions the mar-
gin of safety necessary for the stability of public utili-
ties should not be curtailed.”

CONCLUSION REACHED BY BANKERS

This summary of the replies, it is stated by the bank-
ers, is indicative of the fair-minded tone which charac-
terizes them. In the bankers’ opinion, the following
facts seem to stand out very prominently:

1. The question of securing increased revenues to
cover higher operating expense has not been generally
presented to the commissions. ;

2. A large number of the commissions have given the
matter some informal consideration and rather antici-
pate that the matter will be brought very shortly to their
attention in a formal way.

3. In most cases in which the question has been pre-
sented, a spirit of appreciation of the conditions con-
fronting the public utilities has been shown, and a desire
indicated to maintain the stability of margin of safety
of public utility securities.

An Improvised Electric Locomotive

The Northwestern Lumber Company at Hoquiam,
Wash., is completing the logging of a tract of land prac-
tically within the city limits. To facilitate getting the

[

ELECTRIC LOGGING TRAIN, HOQUlAM, WASH.

logs to the mill the company built an electric railway
line into timber, and the logs are being hauled out by
an electric car owned and operated by the Gray’s Harbor
Railway & Light Company. This is the standard car
of the company except that the motor capacity has been
increased from 160 to 240 hp. The logging company’s
private electric line connects with the Gray’s Harbor
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interurban at Electric Park, and the logging trains
coming out over the private lines of the park continue
over the main lines to the Hoquiam River, where a spur
and log dump is built opposite the Northwestern mill.
P. A. Bertrand, general manager of the railway com-
pany, states that from six to seven loads of logs per
train are easily handled, and that during the last four
years approximately 8311 carloads, totaling 61,197,000
ft., have been handled.

Electric Railways Must Have
Greater Revenue

The Author Considers an Advance of 20 Per Cent in
Fare to Be Moderate as Compared with
Increased Costs in Other Lines

BY JOSEPH K. CHOATE
Vice-President J. G. White Management Corporation,

New York City

HE question of operating costs has become a very

serious one with everybody, and particularly with
those interested in traction service. The tremendous
increases that have arisen in the cost of labor and mate-
rial, ranging from 40 to 125 per cent, have had to be
faced with rates of fare which were originally based
upon the nickel. The nickel was adopted years ago as
the unit of fare on all city traction lines at a time
when 5 cents bought more than can be bought for 10
cents to-day. Only the advances in the art and effi-
ciency of administration have enabled the traction lines
to exist and to-continue their work, even before the
present conditions brought about by the war came into
existence. The increases in the cost of labor and mate-
rial have been steadily met for a great many years
previous to this time.

WHY ELECTRIC RAILWAYS NEED RELIEF

In addition to the greatly increased cost of labor,
there has been also the competition with which our
companies have been faced, particularly from the auto-
mobile. The United States census returns, made public
soon after the first of January this year, showed that
there were 2,500,000 automobiles in the country. With
an average seating capacity of five to an automobile
these have a total seating capacity of six times that
of all the traction lines in the country, and two and one-
half times more than all the railway lines combined,
steam, electric and otherwise.

During the year 1916 the railways of the United
States paid $152,000,000 in taxes. A large part of this
amount has been devoted to the improvement of high-
ways, generally along the lines of traction companies,
and thus has added to the competition and to the burden
that the traction lines have had to bear. In addition
to this, due to old and obsolete laws, a species of graft
has existed in cities and municipalities in the matter
of paving. The requirement regarding paving first
existed within the city limits, but has been extended
to the state highways. This requirement has been met,
but not only has it imposed a great burden upon the
railways in the matter of costs, but it has produced a
system of legal graft.

When horse cars were in use the pavements of cities
were destroyed by the action of the horses traveling
over the pavement always in the same place. To-day,
however, a double-track electric line occupies but 10 in.
of the street width, and a single-track line but 5 in.,
that is, merely the width of the rails. There is no wear
upon the pavement whatsoever. On the other hand, the
railway company, by keeping the tracks clear of snow
and encumbrances of all kinds, invites traffic of every
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description—automobiles, trucks, etc.—to its lines. All
of these things should be taken into consideration in
connection with our claim for additional remuneration
for the service which we render.

We are also met at this time by the possible future
requirements of the traction lines in connection with
their operation for the benefit of the government. While
at present this may not be of any great moment it may,
before this war is finished, be of the very greatest im-
portance in the part the traction service may be called
upon to perform in connection with government re-
quirements. I am positive that the government of the
United States will find no more loyal or patriotic men
than those who are interested in the ownership or
operation of the traction lines.

How SHALL WE OBTAIN THE DESIRED RELIEF?

The question which now arises is how best to appeal
for an increase in the charges for our service, in the
return we should receive for it. The argument has
Leen made that the distance tariff offers the best means
of doing it. Without a doubt a distance tariff, as ap-
plied in European cities, should have been applied in
this country. This would have provided a much fairer
way of paying for the service which we now give, but
at present it would be unwise to ask the commissions
to permit us to put a distance tariff into effect. Most
of our traction lines, including interurban lines, have
made it a prominent part of their policy and progress
to extend their lines into outlying districts which
offered attractive living conditions for people of mod-
erate means, through low rentals and prices for necessi-
ties. If now a distance tariff were to be applied, the
burden would be placed on the very people who have
been attracted into these outlying districts by the trac-
tion lines.

The situation that will arise in presenting this matter
through the efforts of the traction lines to the commis-
sions will be met, possibly, by the desire of the commis-
sions to go into the question of valuation. It is to be
hoped that the commissions will not require at this time
the making of detailed valuations, as it would require
so much time to complete them that all hope of relief
of the present situation would be deferred for years.
However, some form of approximate valuation can be
arrived at, if it is deemed essential that valuations
should be made.

We start, in the first place, on the premise that for
years 5 cents has been the general rate of fare through-
out the United States. In a few places special laws have
required 3-cent fares, which impose an additional
charge for transfer privileges and other features of
service which are generally given by traction lines. In
these cases, therefore, the rate per capita to railways
operating on the 3-cent basis has been as great as with
the 5-cent rate in cities where transfers and other
privileges are given gratis. The time has now arrived,
in my opinion, when there should be an increase in our
rates of fare commensurate with the increases that have
occurred in the cost of every commodity that forms part
of the necessities of life. These run anywhere from
40 per cent to 200 per cent, while we have had no in-
crease. This, I think, is the justification for any
application that we may make at this time. An increase
in fare from 5 to 6 cents will mean increase in revenue
of approximately 20 per cent, a moderate advance in
view of the very great increases enumerated, and of the
increase in prices which we have to pay for every com-
modity that enters into the cost of our service.

It should also be borne in mind that the increase of
20 per cent to the railway company is, in terms of the
patron’s income, a very small percentage. Let us take,
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for example, the lowest paid wage earner, the laborer,
who earns, say, $2 a day. In the 300 working days of
the year he earns $600. If he travels on the cars to and
from his work the increase in his expenses is 2 cents
a day, or $6 a year. That is 1 per cent of his income
required for the added cost of transportation. This
percentage is less as the income of the individual is
greater than the amount cited.

FRANCHISE LIMITATIONS ARE NOT INSUPERABLE

There is also another question which will arise in
going before the commissions, namely, that of fran-
chise conditions. In the inception of many of our lines
the promoters were willing to accept franchises which
limited the rate of fare to 5 cents, particularly within
the city limits. Now my own opinion is that most com-
munities recognize that one of tlie greatest factors in
the prosperity of any city or village are prosperous,
well-operated traction lines. 1 believe, therefore, that
if this point is forcibly presented, municipalities, as a
rule, will not be very strong in their opposition to an
increase above the franchise rates.

There have been decisions in the State of New York,
and I think in some other states as well, in which the
courts indicated that utility commissions have a right,
under certain conditions, to allow greater than fran-
chise rates. [ feel sure, therefore, that if the proposi-
tion is presented fairly and squarely to the commissions
themselves there will be no very serious obstacle to
overcome in order to get some relief.

It is my feeling that the action of all the traction
lines as a unit at this time is most desirable; not that
they are in any sense to be combined in restraint of
trade, but because the representation of the traction
lines as a unit will eliminate the possibility of one com-
munity being subjected to an increase in rates when
another is not. All communities will be made to feel
that they have been treated fairly and uniformly.

RAILWAYS IN NEW YORK STATE ASKING FOR
MORE REVENUE

The electric railways of New York State have at
work a special committee on ways and means for ob-
taining additional revenues, of which the writer is
chairman. This committee is acting as a unit and has
already held conferences with the two commissions in
the State, as was noted in last week’s issue of the
ELECTRIC RAILWAY JOURNAL. I believe that by having
this committee appear as a unit, representing all the
traction lines of the State, it will have a very decided
effect upon the commissions themselves and thus relieve
them from having one community arrayed in criticism
against another. While acting as a unit, this committee
is composed of two divisions, one for Greater New York
and the other representing the railways in the rest of
the State. This is necessary because the conditions and
requirements in the two cases are so different. For
example, the railways of Greater New York are not now
petitioning directly for an increase in their rate of fare,
but rather are asking permission to make a*charge
for transfers, for the reason that the surface lines
in that city have as a competitor the subways and
elevated lines, in the ownership of which the city is
a partner. The ‘“up-State” lines, on the other hand,
will probably find it advisable to petition for direct
increases in rate of fare.

By working according to the program outlined above
we are going to overcome the objections which may be
brought forward, and the necessity for the commissions
to make examinations of our books to see what returns
have been made upon the money invested. Certainly
the traction lines of this-State do not return any great
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amount on the investment, and if one will investigate
the prices of traction lines in general he will find that
no one wishes to buy them under present conditions,
as the returns therefrom are not at this time sufficient
to meet the demands.

HiGHER FAREs Must COME

United action on the part of the railways in this
and other states is our salvation, and I feel that if we
present our cases to the commissions in a fair and
straightforward way they will seek ways and means to
give us a helping hand in this direction. From con-
versations with members of the commissions of this
and other states I am convinced that at heart they have
the feeling that increased revenue must be provided to
avoid disastrous results. I am also convinced that the
zction taken by the electric railways in New York
State at this time will have a far-reaching influence
1m: all sections of the United States.

What the California Association
Has Done*

BY W. V. HILL, MANAGER

HE California Electric Railway Association, con-

sisting of twenty-four electric railways and three
steam line railways operating electric units, was organ-
ized on May 1, 1916, for the purposes of conducting co-
operative work for the welfare of its members, promot-
ing good relations with the public, and the advocating of
intelligent legislation, both State and municipal, af-
fecting the interests of the electric railways in Cali-
fornia.

While the association has been instrumental in bring-
ing together the various officials of the electric rail-
ways, thus enabling them to exchange views on im-
pertant subjects of common interest to all, these meet-
ings should have been more frequent. There should be
a better understanding and closer co-operation among
the members.

The association has conducted a very satisfactory
publicity campaign in newspapers and periodicals
throughout the State. There has been very little ad-
verse criticism appearing in any of the publications re-
cently. The association as an association cannot claim
full eredit for this changed sentiment, as the public ut-
terances made by several of its members and the edu-
cational work carried on by the several member com-
panies through the medium of their magazines have
been largely responsible for this satisfactory state of
affairs.

LEGISLATION

The association did what it could in connection with
the Adamson eight-hour bill and the Cullop bill in ex-
plaining to the California representatives in Congress
the reasons why electric railways should not be included
in the provisions of those bills, and while other electric
railway associations as well as companies and individuals
also may have protested, the activity of the California
association had its effect. The association has also pre-
sented data in Washington upon the importance of
proper compensation from the government to electric
railways for transporting mail.

In State, county and municipal matters, the associa-
tion has been of especial help in supplying information
to authorities and others in regard to jitney competi-
tion. The association also obtained from the Supreme
Court a decision that the Railroad Commission has a

* Abstracted from first annual report prepared for meeting of
association at San Francisco, May 7.
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certain amount of jurisdiction over those jitneys which
operate in interurban service on regular routes and
schedules. Under this authority the association has
petitioned the Railroad Commission to make an investi-
gation of the jitney question in the State and also the
franchise laws under which the electric lines operate.
The commission has investigated the jitney problem but
as yet has given little time to the franchise question.
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Statistics showing the type and cost of paving have
also been gathered and sent to all the members. Con-
siderable thought has been given to safety measures,
grade crossings, etc., and opinions on the effect of jit-
ney competition on the value and sale of securities have
been obtained from a number of Eastern bond houses
which handle the securities of the electric railway
utilities in the State of California.

New York City Lines Ask Two-Cent
Transfers

Formal Applications for Relief Were Filed with the
Public Service Commission, First District, This Week
by the New York Railways, the Brooklyn Rapid Transit
Company and the New York & Queens County Railway

23 formal applications for authority to charge

2 cents for first transfers were filed with the
Public Service Commission for the First District of
New York by all the street railways in New York City,
with the exception of the Third Avenue Railway and
the Second Avenue Railroad. The latter company, as
well as the companies coming under the jurisdiction of
the Second District Commission, is expected to follow
suit in a few days. As this issue was going to press,
application for relief was made by the Third Avenue
Railway.

The applications submitted for the New York Rail-
ways, the Brooklyn Rapid Transit Company and the
New York & Queens County Railway all stated the
imperative need of increased revenues in order to enable
the companies to meet the high costs of operation and
pay a fair return upon the investment. They were
turned over to commission counsel, who will outline
a method for further procedure by the commission.

PART of the inevitable has come to pass. On May

B. R. T. AsKS MODIFICATION OF TRANSFER ORDER

The formal application presented by the Brooklyn
Rapid Transit Company for its allied surface lines
asked for a modification of the March 17, 1914, transfer
order of the commission. While the company proposes
to maintain the basic principle of 5 cents for a con-
tinuous ride between residence and business sections,
it desires to curtail the excessive use of transfers by
charging a small amount on them except in the case of
certain feeder lines.

' A statement accompanying the applications says:

“Under the commission’s 1914 order transfer pas-
sengers are increasing 8,000,000 a year, and cash pas-
sengers are barely increasing at all. During the three
fiscal years preceding July 1, 1914, the average annual
increase in passenger revenue was $634,796. During
the three years following, the average annual increase
-has been only $119,826, an average yearly decrease in
growth of $514,970. The average fare received per
passenger in 1913 was 3.82 cents, while in 1916 it was
3.28 cents.

“We realize that the new subway and elevated rail-
road facilities have diverted some traffic from the street
railways, but any accountable diversion due to this cause
does not explain the comparatively great loss in street
railway revenue since the present transfer order went
into effect. As cash passengers relatively diminish,
the transfers which they use would be expected to
diminish proportionately. That they have increased so
enormously is proof conclusive that they have supplanted

cash fares—either by more extended use of the privi-
lege or by more fraudulent use of the transfer ticket.

INCREASED CoSTS FOR B. R. T.

“On the entire Brooklyn Rapid Transit system during
the-calendar year 1916, as compared with the preceding
year (when costs were also high), transportation wages
cost $659,000 more, power $243,000 more, maintenance
$182,390 more and taxes $533,062 more. Of the im-
portant railway supplies the increase in prices in 1917
over 1915 has ranged from 26 per cent to 400 per cent.
The price of the product—transportation—has actually
been going down, measured by the unit of fare per
passenger, while the
cost to us of that prod-
uct has been rising.
Such a tendency is
neither just nor whole-
some.

8 PErR CENT Is B. R. T.
MINIMUM RATE oOF
RETURN

WHY

A Charge for Transfers
IS JUSTIFIED

On the Lines of the New York Ruilways Company

“The courts seem
generally to have
agreed that a rate of
return of less than 6
per cent on fair prop-
erty values is confisca-
tion when forced by
official regulation or by
legislative act. Meas-
ured by that rule of
law the present trans-
fer would be declared
invalid, if contested.
But there is a wide difference between a confiscatory
rate and a reasonable rate of return. The former merely
protects the investor in the title to his property. The
latter protects the public in its reasonable demands for
facilities and encourages the investor to supply them.
The statutes of New York for sixty years forbade a re-
duction of rates which would bring the return upon
capital expended to less than 10 per cent, and this is
not unreasonable. The preponderance of opinion is in
favor of a return of from 8 to 10 per cent.

suED By

NEW YORK RAILWAYS COMPANY
THEODORE P, SHONTS, President.

May 22, 1917

COVER OF NEW YORK RAILWAYS
BOOKLET

ActuaL RATE orF RETURN oF B. R. T.

“The gross income for 1916 was less than 5 per cent
on the gross assets, including all kinds of property
owned. For comparison with what the commission has
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itself approved as to the valuation of our properties,
we take as a basis the appraisal of the commission’s
expert, Bion J. Arnold, in 1909, plus the net additions
of property since that date (of which the commission
has been fully advised). This resuit closely approximates
our book value less accrued amortization, and the rate
of return on the book value in 1916 was only 5.69 per
cent. Mr. Arnold’s figures covered only the assessed
value of real estate and the then present value of tangi-
ble property, based upon the cost of reproduction iless
depreciation. They did not include allowance for ease-
ments, real estate values in excess of assessed valuation,
interest during construction, franchise values, develop-
ment expenses, working capital, or preliminary legal
and organization expenses, etc.

“As the commission said in its opinion: ‘All of these
items would be absolutely essential disbursements in the
reproduction of any existing railroad, and they would
add considerably to the figures of valuation given in the
foregoing estimate if proper allowance were made for
them.” We have therefore added to the original estimate
percentages of costs which Mr. Arnold and other experts
have assumed to be fair allowances for omitted items,
except franchise values, which we have not attempted
to include. Upon this basis the total reproduction value
as of January 1, 1909, was $76,990,105, to which have
been since added properties valued at $2,718,095—
making the total reproduction value as of March 31,
1917, $79,708,200. On this valuation the return for
1916 was only 5.91 per cent. The commission, therefore,
has ample information as to the value of our properties,
and the return is less than what the courts have held
to be confiscatory.

“Out of the total passengers carried only about one-
fourth will be affected by the proposed transfer charge.
The estimated increase of revenue will not exceed
$1,200,000 per year. That addition will still leave our
net return less than what by the concurrent opinion of
public utility commissions and experts is reasonable and
proper.”

PETITION OF NEW YORK RAILWAYS

The application made by the New York Railways re-
quested either an abolition of free transfers or an
authorization of a charge of 2 cents for each transfer,
without extra charge for retransfers. In support of
its application the company said that it had never paid
a dividend on its capital, nor had its income in any
calendar year been sufficient to pay the full 5 per cent
interest on the adjustment income bonds. The actual
return for the year ended Dec. 31, last, “or true net
income from operation,” was $2,431,416. This total was
obtained, it was explained, by deducting from the gross
earnings from all sources only operating expenses and

Seven little nickels,

Are they ours, nix?
Higher priced materials,
Leave only six.

Six little nickels,
Striving hard to thrive,
Subway interest charges,
Cut them to five.

Five little nickels,
Try to hold the door,
Bridge tolls grab one,
Leave only four.

QRO

Four little nickels,
Bonesome :}s can

e spent for paving,
Now there nre three.

Three little nickels—
That’s very few,—
Sewer construction,
Brings down to two.

e
Two little mlckels,
E're the day fs done,
Meet a big coal bill,
Now there’s but one.

»

One little nickel,

In constant fear,

Lest further bu:dens.
Make it disappear.

Railroads have to pay their bills,
On a five-cent fare,

What of the bettered transit,

Or stockholders’ share?

INSIDE OF B. R. T. CAR PAMPHLET

taxes, and without deducting the rents paid for leases,
interest on funded debt or other fixed charges.

For the five years ended Dec. 31, 1916, the average
annual return was $3,766,814. If the return had been
sufficient to permit payment of interest at the full rate
of 5 per cent on the adjustment bonds, the income would
have had to be $4,433,323. If it had been sufficient to
pay also 6 per cent on the outstanding stock, it would
have had to be $5,480,626.

The company said that for the nine months ended
March 31, 1917, the net income was insufficient to pay
any interest on its adjustment income bonds, and was
also insufficient to pay the interest due and to become
due upon the outstanding first real estate and refunding
4 per cent mortgage bonds. During the nine months
this deficiency amounted to $464,271.

The total number of passengers carried by the system
for the year ended Dec. 31, 1916, was 335,752,271. Of
this number 15,184,304 were “revenue” transfer pas-
sengers, or those for whose transportation the company
received some measure of compensation because of joint
rate arrangements with other carriers, and 92,466,233
were full transfer passengers. During the four years
ended Dec. 31 the average annual total number of pas-
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sengers carried was 3871,266,155. Of these 13,906,081
were revenue transfer passengers and 106,315,339 were
free transfer passengers. The average fare received in
the last calendar year was 3.53 cents, while for the last
four-year period the average was 3.49 cents.

The application stated that the value of the property
of the New York Railways devoted to public service is
$109,206,000, and that on the basis of the commission’s
own determination in the Metropolitan Street Railway
reorganization, with later additions and betterments,
the value is at least $89,000,000. On the latter figure
the average annual net income for the five years ended
Dec. 31, 1916, is equivalent to a return of 4.23 per cent.
The company said it should receive at least 7 per cent
and an addition of 1 per cent for surplus and con-
tingencies, and that on the commission’s valuation the
return should not be less than $7,120,000, or 8 per cent.

OTHER POINTS OF THE WEEK’S ACTIVITIES

The application of the New York & Queens County
Railway asked for relief, but did not specify a charge
for transfers. It was said that the net investment in
road and equipment was $8,427,115. The total operating
expenses for the year ended June 30, 1916, were $1,435,-
764, and there was a deficit for the year of $294,570.
During the fiscal year 28,373,608 passengers were car-
ried, and the total number of transfers collected was
8,964,862, making the average fare per passenger 3.80
cents, which is less than the cost of carrying such pas-
senger. Since the opening of the new Astoria and
Corona rapid transit lines the loss to the company has
increased, the loss up to May 15 being $70,301. The
company simply petitions the commission to act in such
a manner as to permit it to operate without loss.

During the week the Brooklyn Rapid Transit Com-
pany issued a car pamphlet designed to show the public
the various burdens upon the nickel fare. This pamphlet
is reproduced on page. The New York Railways
issued a nineteen-page booklet, as shown in the illustra-
tion on page 957, to show why a charge for transfers
is justified. Placards were also placed in the cars,
asking whether it was not more fair to charge 92,000,000
persons for transfers than 257,000,000 persons a higher
unit fare.

A resolution protesting against favorable action by
the Public Service Commission on any request for in-
creased fares has been adopted by the Board of Alder-
men at the proposal of President Dowling, who urged
that “before any authority is given these street railway
lines to increase fares or charge for transfers a thor-
ough investigation of the bond and stock issues of not
only the holding companies but of the various lines
making up these several systems be made by the com-
mission.”

N. S. C. Slogan Pamphlet

The National Safety Council has recently issued a
pamphlet containing safety slogans. Among those sug-
gested for electric railways are as follows: Stop when
you see an officer signaling. Better lose the car than be
thrown under it. A trolley car can’t guard vou to keep
out of its way. Take your life current from the trolley
of safety. Wait till the car stops and face front when
alighting. Main thoroughfares are not intended for
playgrounds. Don’t lose your head in traffic or you may
lose a limb. Unless your head is solid bone, do not put
it out of a car window. Wait until the car stops before
you step on or off ; the car can wait. Before leaving the
car look both ways—for wagons, autos and motoreycles.
When passing behind a car always look to see what is
coming from the opposite direction.
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Floating the Liberty' Loan

Plans for Selling War Bonds Occupy Attention of
Electric Railways—Street Railway Advertising
Operators Prepare National Campaign

URING the past week the most prominent feature

of war-time activities of the electri¢ railways
appears in their plans for aiding subscribers to the
new government bond issue that constitutes the “Liberty
Loan.” In addition, the electric railway industry is
playing an important part in the popular movement for
giving wide publicity to the sale of war bonds.

Beginning early next week the merits of the new
Liberty bonds will be advertised in some 50,000 electric
cars, operating in all sections of the country. Free ad-
vertising space in the cars was recently offered to Sec-
retary of the Treasury McAdoo by Barron G. Collier on
behalf of the country’s street car advertising operators.
The cards to be used in this campaign, six in number,
azre being supplied by the Collier Company and were
designed in its art department, in co-operation with Mr.
Woolley, director of publicity for the Treasury Depart-
ment at Washington. Three of the designs are illus-
trated herewith. As will be seen, they emphasize the
patriotic as well as the investment feature of the loan,
and liberal use has been made in the design of the but-
ton to be issued to purchasers of bonds.

The management of the San Francisco-Oakland Ter-
minal Railways has taken a great interest in this move-
ment, and placards are being displayed in all of the
cars and ferry boats operated by this company to call

il

“Every Man and Woman in the Country
must get behind thls l.aan ke

e

ONLY BUYERS
OF LIBERTY
BONDS WEAR
THIS BUTTON

T the rest

ELECTRIC RAILWAYS IN WAR TIME—CARDS DISPLAYED BY
ASSOCIATION OF STREET CAR ADVERTISING COMPANIES



960

the attention of the public to the bonds. In the last
issue of Key System News which is published by this
company, it is urged upon all employees their duty is
to subscribe to these bonds up to the amount of their
ability to do so. Subscription blanks have been placed
at all available places for employees and for the public
generally, and the management is supervising the entry
and delivery in proper form of subscriptions received in
this manner.

A number of companies have arranged for sales of
the bonds to their employees on installment plans.
Among those which have done so is the Bay State Streei
Railway Company. The leaiet issued by the company
descriptive of these bonds says that they will be cared
for by the company if the subscriber desires, and the
coupons will be collected when they are due, the amount
of the coupons being paid to the employees owning the
bonds. Attention is called also to the fact that the
Amalgamated Association of Street & Electric Railway
Employees of America urges its members if possible
to subscribe, and there is reproduced a telegram from
W. D. Mahon, president of the association, to this effect.
The leaflet concludes: “It is an-easy thing to cheer
the flag, an easy thing to spout patriotic oratory. But
the call for this vast amount of money brings to Amer-
icans of every class, as individuals, a demand for some-
thing that Americans find much harder—personal self-
denial. It brings the first concrete opportunity to show
whether your patriotic sympathy with the cause of the
Allies and the declared purposes of the conflict with the
Prussian aristocracy has been only conversation;
whether, when the President summoned the American
people to the sacrifices and suffering inseparable from
war, he really represented you.”

As a part of the movement toward the exploitation
of the loan in New York State, where it is expected
that nearly a billion dollars will be raised, the Inter-
borough Rapid Transit Company has announced ar-
rangements for the purchase of the bonds by its em-
ployees on weekly payments of $1, and that free adver-
tising space in all of the company’s cars has been
offered to the government.

War Notes

Women Now on the Front Platform in Glasgow—
N. Y. E. R. A. Assisting in National Guard
Recruiting—Editors Confer with Gov-

ernment Department Heads

At the present time nearly 300 women, formerly
employed as conductors, are engaged in operating sur-
face cars on the Glasgow Corporation Tramways—the
first railway system in Great Britain to replace large
numbers of motormen with women operators, and James
Dalrymple, general manager of the system, has ap-
pealed to every suitable woman conductor to undergo a
course of training in order to release motormen for
government service. In the training of women for duty
on the front platform, exactly the same course is fol-
lowed as with men, the arrangement being in the hands
of the traffic superintendent, while the instruction is
given by an experienced engineer at the company’s
school for motormen.

The course of instruction extends over a period of
twelve days, during which full wages are paid, and it is
cpen to all conductors after a period of satisfactory
service as conductor ranging from six to twelve months.
The first four days of the course are taken up in oral
instruction in connection with a skeleton car in the com-
pany’s school. For the next four days the beginner is
sent out on the road under the care of an experienced
motorman who has been specially authorized to instruct
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students. On the eighth day the beginner goes back
to school for a preliminary examination in knowledge
of car details and platform duties, and following this
the next three days are again spent on the road in
regular service under an experienced motorman. The
afternoon of the twelfth day is taken up with a final
examination that is conducted by the chief instructor
at the motormen’s school, satisfactory candidates being
passed after having certificates forwarded to the head
office.

ENLISTMENT POSTER IN NEW YORK

A strong effort is being made by the Citizens’ Pre-
paredness Association of New York State to encourage
enlistment in the National Guard in accordance with the
request of the War Department that the existing organi-
zation be recruited to war strength before it is taken
into the federal service. The different trades and indus-
tries have been listed, and arbitrarily quotas have been
assigned to each. That for the electrical industry has
been set tentatively at
250. To aid in this

T S movement the New York
Attention! Electric Railway Asso-

. . ciation is distributing
Electric Railway Men among the electric rail-
10,000 Men ways of the State red,
i ot 08 white amd blte e e
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EDITORIAL CONFERENCE
~ AT WASHINGTON

A meeting of the edi-
tors of the technical and
business papers to de-
termine how these peri-
odicals can best assist in
the war was scheduled
to take place in Wash-
ington, D. C., on May 25. Arrangements were made
for short addresses during the morning from the fol-
lowing: George Creel, chairman committee on public
information; Francis S. Peabody, chairman fuel board,
Council of National Defense; David F. Houston, secre-
tary of agriculture; Franklin K. Lane, secretary of in-
terior; Newton D. Baker, secretary of war; Josephus
Daniels, secretary of navy; William C. Redfield, secre-
tary of commerce; Frank A. Vanderlip, president Na-
tional City Bank, New York City; and William B. Wil-
son, secretary of labor.

The program for the afternoon includsd addresses
from Van H. Manning, director United States Bureau
of Mines; Herbert C. Hoover, food administrator; Wal-
ter Gifford, director Council of National Defense; Frank
Scott, chairman munitions board, Council of National
Defense; Dr. Martin, in charge of Red Cross work,
Council of National Defense; Fairfax Harrison, chair-
man, or some other member of the railroad executive
committee, Counecil of National Defense; George Otis
Smith, director United States Geological Survey, and R.
W. Woolley, director of publicity, Liberty Loan of 1917.

ELECTRIC RAILWAYS IN WAR
TIMES—ENLISTMENT POSTER
IN NEW YORK

During the year 1916 there were 108 persons killed
and 416 injured in grade-crossing accidents in the State
of California. There are 10,000 grade-crossings in that
State.
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American Association News

Chairman of Committee on Company Sections Addresses Open Letter to Railway Managers—Bulletin o
Committee on National Defense Is Reprinted in Full—Reports of Section Meetings
Show Great Diversity of Topics Treated

Why Not Extend the Company Section
Hand to Your Organization?

An Open Letter to the Managers of Electric Railways
in the United States

BY MARTIN SCHREIBER

Chief Engineer Public Service Railway, Newark, N. J.

At present there are eleven company sections in the
American Electric Railway Association. The fact that
these sections started with 1000 members and now have
1900 stands out as indisputable evidence of the success
of the company section movement. There has never
been a time when the association has had a better op-
portunity to help the electric railway company than
right now, and one way in which it can do this is by
the organization of company sections.

To-day the electric railway industry is facing a fixed
fare, regardless of the great advance in cost of labor
and material. The price of labor and material is gov-
erned by the open market, and you cannot escape taxes,
insurance or carrying charges. Until increased rates
are allowed about the only opportunity for saving is
to increase the yielding power of the organization. We
invent machines
to do more
work; we devise
new methods to
increase effi-
ciency; but have
we spent suffi-
cient effort to
bring out the
full possibili-
ties dormant in
our individual
employees ?

Did you ever
stop to think
that it is not
uncommon for men employed at piece work to produce
one and one-quarter times the work of men hired by the
day? Suppose each man could do one-tenth more work
on a railway system than he is doing. On a system with
$1,000,000 gross income the operating expenses would
be $650,000, approximately speaking, of which $325,000
would be for labor. Ten per cent would represent a
saving of $32,500. For a property with $10,000,000
gross the saving would be $325,000 a year. However,
you should keep in mind that the greater yielding power
of an organization may also be developed in ways other
than by saving of actual hours, because you must take
efficiency into consideration, such for example as is pro-
duced by power saving. It has been consistently shown
that careful operation of cars often saves ten per cent
on the power bill.

Again, you can make money by ways other than
saving it; you can spend money advisedly so as to get
new business, and increase your revenues by advertising.
The best advertisement is good and attractive service,
performed by willing, courteous and intelligent repre-
sentatives.

To be brief, is not the real answer to the efficiency

. COMPANY
%, SECTION

AN EMBLEM OF THE
CO-OPERATIVE SPIRIT

question found in training your employees, and isn’t
the company section an ideal training camp?

First, you want loyal men. Men are loyal when the
company shows an interest in them. It’s sort of a
“fifty-fifty” proposition. Forming a company sectiom
shows the employees that the company is trying to
help them.

Second, the company section promotes personal ambi-
tion. Personal ambition is a promoter of enthusiasm.
Enthusiasm is absolutely necessary for every progres-
sive and successful business.

Third, where you have kindled honest enthusiasm, you
unconsciously inspire a thirst for knowledge. Here is
where a company section can do wonderful work; the
possible activities hardly need comment.

Fourth, as soon as employees of the electric railways
begin to obtain knowledge of the electric railway busi-
ness, just then is when they begin to become more
efficient and realize the tremendous power of team
work, which is now looming up so formidably in mili-
tary operations.

Fifth, with the cultivation of loyalty, enthusiasm,
efficiency and team work among the employees, it goes
without saying that you will develop great improvement
in public relations.

These are a few reasons why the writer believes that
the electric railway companies should extend the com-
pany section hand to their organizations.

Co-operation for National Defense

Some weeks ago the American Association Commit-
tee on National Defense sent to member companies,
over the signature of Gen. George H. Harries, chair-
man, a bulletin containing specific suggestions as to
what can be done to prepare electric railway properties
for active co-operation with the government. By way
of supplementing the committee’s mail campaign and
to remind the electric railways again of the importance
of prompt action on their part the bulletin is reprinted
below in full.

To Member Companies:

After having studied with some care such interesting in-
formation as has been received from nations in Europe now
at war, the Association’s committee on national defense
presents for your consideration the following suggestions
with respect to matters that are now or may soon be of
material interest to you. ]

One of the immediately essential things is the protection
of the property of each company. In view of property
destruction which has already taken place in this country
and because there undoubtedly are many conspiring enemies
within our borders, we suggest that attention be promptly
given to:

(a) The protection of strategic points of railroad line.
such as brideges, tunnels, junctions, dispatching stations, and
of coal supply and transmission lines.

(b) The inclosing of power-house yards with heavy fence
and ample lighting of such yards and of areas around the
storehouses, shops and carhouses.

(¢) The furnishing of all power-house and shop em-
ployees with badges and permits so as to pass the watchman
in charge who should, so far as possible, be acquainted with
each individual.

(d) The selection of men in each plant for “special
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officer” duty so that they may be used as police when oc-
casion arises. ’

(e) The careful scrutiny of personnel of employees.

The continued operation of all transportation agencies is
a vital necessity to the national defense and it is therefore
desirable that all officers essential to the transportation
service continue in their present positions in so far as
possible, rather than enlist for active service under the gov-
ernment; however, as a large body of electric railway em-
ployees in various branches of service will undoubtedly be
required for army duty, we suggest:

(a) That each company should make a list of the men
who would probably thus leave the company’s service—so
that the company could reasonably estimate upon the
vacancies which would have to be filled under such circum-
stances.

(b} In connection with the foregoing it would undoubtedly
be desirable to have lists of applicants previously rejected
by the company because of some physical disability; so that
those of them who could be used in emergency might be
readily accessible.

(¢) That consideration be given to the possible use of
women as conductors and for other positions in the com-
pany’s service. This should be carefully studied.

(d) That it would be well to have a complete census of
all employees so as to have on record their varieties of use-
fulness and their special ability along certain lines of service
which might or might not be military.

(e) That consideration be given to the laying in of sup-
plies difficult to obtain in time of war.

(f) That thought be given to the possible adoption of
portion of shop equipment and space for the manufacture of
supplies or repairs essential to army transport.

(g) That arrangements be made for duplicate power
supply to provide for possible break-down or to meet unusual
demands.

Because of the call for military service it is desirable that
companies be in a position to assist in the selection of indi-
viduals by government officers, and we would therefore sug-
gest that:

(a) A list be made of available men who might be used
as non-commissioned officers in the engineering corps of the
army.

(b) The free use of available carhouses and offices for
recruiting and medical examination of employees and others
be offered.

(c_)_There may be outdoor recruiting assistance by ad-
vertising cars carrying brass bands, speakers, etc.

(d) There be plans for collection in cars or at carhouses
of money contributions for comforts to be forwarded to
soldiers and sailors.

Many transportation corporations have adopted the fol-
lowing policy in the treatment of such of their employees as
may enlist at the present time:

Positions will be available for such employees upon their
discharge from National service, but no compensation will
be made to such employees during the terms of such service.
This does not refer to men who have previously enlisted in
the National Guard.

The question of tariffs which must be filed with the War
Department in order that the movement of men and sup-
plies by electric lines may be authorized has been taken
up with the War Department by the committee, and as soon
as definite information is received it will be communicated
to member companies.

Attention is called to the desirability of co-operation in
the matter of keeping down the cost of living. It may be
said in this connection that several member companies have
already offered, rent free, plots of vacant land in their
possession, to such persons as are willing to cultivate them
for the purpose of raising garden truck and other crops.

It is possible that many lines will be called on for ab-
normal increases in service due to the carrying of men,
munitions and general supplies to coast defense works,
mobilization points, munitions and other factories. The
conditions thus likely to be created might well be studied in
advance so that high efficiency may be possible as soon as
the pressure begins to be applied. ~Prospective sidings, ex-
tensions, increases in equipment and related matters may
well be considered at this time by companies in very many
communities.

The committee is prepared to do all in its power to secure
for-member companies any specific information which may
be asked of it and will devote itself to the duty of assisting
in an orderly solution of a national problem, in which prob-
lem each company is an element.
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Recent Committee Meetings

At a meeting of the T. & T. Association committee
on construction of schedules and time-tables held in
New York on April 24, the discussion centered on the
subject of traffic in congested districts. The meeting
was attended by Alexander Jackson and H. C. Donecker,
Newark, N. J.; H. F. Fritch, Boston, Mass.; J. A. Stoll,
Baltimore, Md., and F. L. Hubbard, Toronto, Ont. It
was decided that the following members should visit
the cities designated for the purpose of studying the
topic in hand: Messrs Stoll and Jackson, Newark,
Baltimore and Cincinnati; Messrs. Hubbard and Fritch,
Cleveland; Messrs. Dana and Friteh, Springfield, Mass.,
and Mr. Dana, New Orleans. These visits will be made
at early dates.

A joint meeting of the two association committees
on electrolysis (American and Engineering) was held
in New York on May 4. The matter under discussion
was the proposed form of the final report of the national
joint committee on electrolysis, on which committee the
associations are represented by Calvert Townley, New
York City; A. S. Richey, Worcester, Mass., and R. P.
Stevens, Youngstown, Ohio. In attendance at the meet-
ing were Messrs. Townley and Richey, and E. J. Blair,
Chicago, Ill.; E. B. Katté, New York City, and I. W.
Gross, New York City.

Signal Oil Discussed in Chicago

At the regular monthly meeting of the Elevated
Railroads company section held on May 15, the prin-
cipal speaker was John W. Bunn of the Galena Signal
0Oil Company, who presented a paper on “Signal Oil.”
The report of a local committee appointed to consider
the ‘“Definitions of Electric Railway Transportation
Terms” submitted by the T. & T. Association for study
by the company sections was presented and ordered
forwarded to the secretary of the American Associa-
tion. The formal part of the program was relieved by
instrumental and vocal music and athletic events.

Public Service Section Visits Power Plant

A party of 165 members of the Public Service Rail-
way Company section spent the evening of May 17 at
the Essex power plant of the Public Service Electric
Company, which is located on the Passaic River, 2%
miles east of Newark. The party assembled in Newark
and was taken to the plant in special cars. Represen-
tatives of the electric company familiar with the de-
tails of the plant escorted the men through the station
and explained the working of the equipment.

This plant, of which details will be given in a later
issue of the ELECTRIC RAILWAY JOURNAL, is the latest
one constructed by the electric company. At present
two 25,000-kw. turbine units are in operation, and one
of 35,000-kw. capacity is being installed. The boiler
plant is also being extended and an order for a 50,000-
kw. turbine unit has been placed for delivery in 1919.
It will be some years before the plant reaches its ulti-
mate capacity, which will be more than 200,000 kw.

Patriotism Displayed by Milwaukee Section

The regular meeting of Section No. 1, held on May
10, with an attendance of seventy-five, was largely of a
patriotic character. Sergeant-Major Albert Wood gave
a talk on life in the trenches, based on personal experi-
ence in campaigns in which he had been several times
wounded. He was loudly cheered by the audience. R.
B. Stearns followed with an outline of the duty of the
American citizen, after which the color squad from a
local United States recruiting station marched in. An
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officer read a telegram calling for volunteers for the
telephone and telegraph divisions of the army.

In addition to the patriotic number there was an il-
lustrated address by R. C. Gosrow on “A Trip Through
California,” with particular reference to the steel in-
dustry.

Educational Work of Toledo Section
Is Successful

At the meeting of company section No. 11, held on
April 27, a report of the group work committee was
presented, showing encouraging interest in the educa-
tional work. The total weekly attendance on the ses-
sions of classes in arithmetic, algebra, electricity, draft-
ing, bookkeeping, gas work, steam boilers and painting
ranged between 203 and 235, with an average attend-
ance of 93 per cent of the registration. During the first
month ninety-seven class sessions were held. At this
meeting an address on “Modern Tendencies in Illumina-
tion” was given by H. H. Magdsick, illuminating engi-
neer General Electric Company, Cleveland, Ohio. The
attendance at the meeting was 150, slightly less than
one-half the total membership.

“Co-operation” the Topic at Meralco Section
April Meeting

At the meeting of the Manila Electric Railroad &
Light Company section, held on April 3, N. Tranfaglia,
track foreman, read a paper on “Co-operation,” which
was discussed by a number of members. Sixty-eight
members responded to rollcall and twenty-two new mem-
bers were added to the railway division of the section.
Of these thirteen were from the transportation depart-
ment, six from the commercial department and three
from_ the power-plant department. In addition to the
formal proceedings there was a fencing contest between
two members of the transportation department, a song
in Tagalog by a transportation department inspector
and music by the orchestra composed of members of
the transportation department.

Mr. Tranfaglia began his paper with the homely
adage, “Una mano non si lava sola, una lava l'altra e le
due lavano il viso.” This, translated into English,
means, “One hand does not wash itself alone, one hand
washes the other and the two wash the face.” This
adage, he thought, contains the germ of co-operation.
Applied to electric railway work this means that an
employee not only has to earn his daily bread and better
his financial condition, but he must co-operate with his
fellow employees and be on the watch to better his em-
ployer’s interest. This involves a workable system to
minimize expenditure of time and money, otherwise
great wastes will result especially if a large number of
men are involved. Co-operation is necessary not only
to secure good results in work, but to promote good-
fellowship and mutual understanding in order that one’s
store of knowledge may be increased. Through co-
operation, men can do things that otherwise would be
impossible.

In the discussion, R. E. Brooks, assistant superin-
tendent of shops and carhouses, showed how co-opera-
tion would help his department. Frequently other de-

partments ask for work on rush orders when by the.

exercise of foresight this could have been put through
the regular channels without inconvenience and extra
cost. This, of course, does not apply to emergencies.
B. H. Blaisdell, chief engineer of power plant, referred
humorously to the department which borrows from the
power plant a couple of cubic meters of sand or a few
tons of coal in an emergency, expecting subsequently
to furnish the proper order but sometimes neglecting
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to do so. In his opinion the greatest enemy to co-opera-
tion is selfishness, although the desire for co-operation
is inherent in most men. This quality, however, needs
cultivating.

New Transfer Developed at Los
Angeles

The Los Angeles Railway Corporation has in experi-
mental service a new type of transfer, the special fea-
ture of which is that it may be used on all the lines of
the company. This reduces the number of transfers
required to be kept on hand and consequently the amount
of waste in old transfers. The line punched is that of
the issuing line, and in the column of lines there are
four blanks marked A, B, C and D, which can be used
for new lines. As some lines do not transfer to other
lines, to prevent looping back the company will issue a
book of instructions to conductors showing the points at
which transfers are not issued.

Five punches are required, namely, the direction in
which the car is moving, the direction in which the pas-
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TRANSFER BEING TRIED IN LOS ANGELES

senger is entitled to go, the month, the a. m. or p. m,,
and the time limit. The issuing line punch and the
month punch can, of course, be made before the con-
ductor starts from the carhouse and the a. m. or p. m.
punch before starting on each trip. The punch showing
the direction in which the passenger wishes to go may
also be eliminated, because the receiving conductor
should know, when a transfer is handed to him, the
line by which it was issued, so that the hour is really
the only punch required during the trip. The trial of
these transfers is being conducted by Charles Barring-
ton, Jr., purchasing agent Los Angeles Railway Cor-
poration.

Arkansas Association Meets

The tenth annual convention of the Arkansas Asso-
ciation of Public Utility Operators was held at Pine
Bluff, Ark., May 16-18. At the business session the
following were elected officers for the ensuing years:
President, S. E. Dillon, general manager Citizens Elec-
tric Company, Hot Springs; first vice-president, E. T.
Reynolds, manager Arkansas Light & Power Company,
Paragould; second vice-president, P. T. Phillips, engi-
neer Little Rock Railway & Electric Company; secre-
tary-treasurer, R. B. Fowles, auditor Pine Bluff Com-
pany.

W. N. Gladson, dean of the electrical department of
the University of Arkansas, was elected to honorary
membership in the association.

The convention voted to meet in Hot Springs, Ark.,
in 1918. The executive committee of the association
will be appointed by the new president, and this com-
mittee will select the date for the 1918 convention. The
attendance far surpassed all past conventions, from the
viewpoint of the number of companies represented,
there being representatives from thirty-five public util-
ity companies of the State. C. G. Griffin, general man-
ager Little Rock Railway & Electric Company, presided
at the annual banquet.
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“Killing” the Trolley Wire Near
Open Drawbridges

NEw York CITy, May, 21, 1917,
To the Editors:

In the issue of the ELECTRIC RAILWAY JOURNAL for
May 27, 1916, under the heading “Prevention of Draw-
bridge Accidents” the following statement is made by
one of your contributors: “Trolley cars are subject to
accidents at drawbridges used over rivers, due to the
opening of the bridge just as the car reaches it, unless
some means of ‘killing’ the trolley wire before the
bridge is opened is provided.”

The suggestion which this writer makes has been
advanced innumerable times in various journals, at
hearings, etc.,, by men apparently entirely unfamiliar
with the actual operation of cars over drawbridges.
They overlook the fact that to be successful or satis-
factory a method of stopping cars before entering a
draw must be foolproof. The average car approaches
a draw with the power off anyway, so that the cutting
off of the power on the trolley wire has little or no
effect upon the problem.

A car can as readily coast into an open draw as it
can go into it with power on. Moreover, the “killing”
of the trolley wire a short distance back from the draw
might result in a catastrophe which could otherwise
have been prevented. For instance, if upon approach-
ing a draw a motorman should shut off his power and
apply his brake, and should find that, due to a broken
brake rod, lack of air, or for any other cause the brake
mechanism was inoperative, he should immediately, in
accordance with instructions, apply his reverse. While
he could, with a double-truck car, for a short distance
get an electric brake effect without any power, he could
not with a single-truck car get any such result. Thus
the only means of stopping his car, his brake mecha-
rism having failed, would have been taken away from
him by the unique device of having “killed” the trolley
wire in the vicinity of the bridge.

“RAILWAY MANAGER.”

Speeding Service by Educating Public

BURLINGAME ELECTRIC RAILWAY
BURLINGAME, CAL., May 19, 1917.
To the Editors: ‘

I have read with great interest the articles which
have appeared in the ELECTRIC RAILWAY JOURNAL on
attempts to educate the traveling public on safety and
kindred subjects. But I have seen no suggestion from any
railway that passengers waiting to board a car should be
instructed to stand still as the car approaches. The
average person seems to think it necessary to anticipate
the stop to be made by the car by walking forward or
backward, and the consequence is that on heavy lines
the time lost for waiting for these persons to board the
car is very considerable in the course of a day.

In the interest of saving time the average trainman
will make his stop with the car entrance as near intend-
ing passengers as he can. But when the patrons walk
ahead or back, accurate calculations in this respect are
almost impossible.

It seems to me that if the public could be educated in
safety measures, skip stops, and other ways of speeding
up service, this subject should also receive attention, to
the advantage of both the public and railways.

F. P. WiILL, Superintendent.

[VoL. XLIX, No. 21

Equalizer Bars Not Necessary for
Either Easy Riding or Safety

NEW YORK, WESTCHESTER & BOSTON RAILWAY

NEw York, May 22, 1917.
To the Editors:

I have been very much interested in S. A. Bullock’s
article published in your issue of April 21 regarding
the need for equalizer bars for electric trucks, as well
as in the discussion that has followed the original ar-
ticle. A second reading leaves one strongly with the
impression that the case in favor of the equalizer bar
has been made mainly out of arguments over points of
fact.

In the article in question the equalizer bar is advo-
cated for high-speed service on two grounds. One of
these is that the equalizer bar, alone, gives proper
distribution of the load over the four wheels of the
truck. But this load-distribution, as pointed out in W.
F. Kiesel's clearly thought-out communication in the is-
sue of May 5, affects particularly the ability of the truck
to stay on the track, and a truck in which the load is
improperly distributed over the wheels must, of neces-
sity, be frequently derailed if run at high speed. There-
fore when Mr. Bullock says that the use of springs over
the journal boxes (instead of equalizer bars) gives
improper load-distribution, he says in effect that trucks
built according to all such designs must be subject to
derailment.

Yet would anyone want to claim that the Pennsyl-
vania Railroad’s standard four-wheeled passenger
trucks, which do not have equalizer bars, are frequently
derailed? On the New York, Westchester & Boston
Railway the car trucks have springs over the journal
boxes and no equalizer bars, but five years’ experience
without a single derailment of these cars in high-speed
service has demonstrated that the equipment is the saf-
est in the country. Hence, in Mr. Bullock’s statement
that equalizer bars are necessary for high-speed trucks
he submits, as his argument, a personal opinion to op-
pose the established fact that cars which do not have
equalizer bars have been operated for years in perfect
safety.

The second reason put forward in the article in sup-
port of the equalizer bar is that, without it, springs
must be installed over the journal boxes and that these
occupy an unduly large space. Undoubtedly, the idea
intended here is that the available space over the jour-
nal box 1s too small for springs of proper amplitude,
and that in consequence cars without equalizer bars
must ride badly. Here again is a personal opinion op-
posed to an established fact. The Westchester car
trucks have enough space over the journal boxes even
for springs much longer than those actually used. At
the same time the Westchester cars ride easier than
any of the cars with equalizer-bar trucks that are in
similar service in the same district, and the difference
in riding qualities is so marked that it is apparent at
cnce to anyone who rides on these cars.

It may be that reasons, other than the two mentioned,
exist for the use of equalizer bars in high-speed serv-
ice, but if they have to be supported by arguments
based on the non-existence of established facts they
are not likely to prove the use of equalizer bars to be
necessary. Indeed, since modern cars that are both
easy riding and safe against derailment can be, and
have been, built without adopting the equalizer-bar con-
struction, it seems proper to say that equalizer bars
are not even permissible, because of the undesirable in-
crease in weight and complication which their use in-
volves. R. R. POTTER,

Superintendent of Equipment.
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Practical and Economical Solutions of Problems in

EQUIPMENT AND ITS MAINTENANCE

Every live shop, track, line and power plant man is doing something that

others would like to know about.

Such men have a splendid opportunity

to assist the industry by notifyjng the editors of this paper of new things
that have been done. Information may be sent in the form of rough notes
or short articles, and special rates will be paid for all accepted material.

MOVING STEEL TOWER WITH GIN POLES

Steel Tower Moved in Thirty Minutes

Two Gin Poles Used to Transport a Transmission-
Line Tower 30 Ft.
BY E. B. HOOK, JR.
Superintendent of Construction, Georgia Ra.lway & Power
Company

On account of changing the direction of a street in
Rome, Ga., the 75-ft.,, 4-ton steel tower shown in the
accompanying illustration had to be moved 30 ft. to
bring it to one side of the roadway. This operation was
performed by means of two 40-ft. gin poles, thirty min-
utes being required to move the tower and bolt it to the
new concrete foundation. Snow and sleet were falling
during transportation. The insulators were removed

from the tower and the 66,000-volt lines temporarily
supported on wood poles. Blocks and tackle were
fastened to the tower and the gin poles, which were
erected and guyed at each end of the line along which
the tower had to be moved. After the tower had been
tilted in the direction it was to be moved the tackle on
the pole toward which it leaned was hauled in, thus
dragging the base of the tower into its new position.
The other gin pole and tackle prevented the tower top-
piing over entirely.

The “Swing-Frame” Grinder
A New and Effective Machine for Grinding Rail
Grooves, Switch Tongues, Frog Points, Etc.

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

Brooklyn Rapid Transit System

The machine which is described in this article was
developed for the purpose of accomplishing the same
results as are produced with the several makes of flex-
ible shaft grinder but with a form of drive which would
be less expensive for maintenance. A rather cumber-
some machine was first put together and, after trial
results had indicated that the principles were applicable
to this work, the refinement of the machine was carried
out with the co-operation of the mechanical department
of the company.

The resulting machine is shown in the illustrations
presented herewith. For want of a better name it has
been called a “swing-frame” grinder. The drive is by
belts from an electric motor to two countershafts, each
mounted in yoke-shaped castings. The upper casting
iz mounted upon channel-iron posts, and this casting sup-
ports a vertical arm which in turn supports a yoke
carrying a horizontal arm, at the outer end of which is
another yoke to which the grinding wheel is attached.

“SWING-FRAME” GRINDER DEVELOPED BY BROOKLYN RAPID TRANSIT COMPANY FOR SPECIAL JOBS IN TRACK WORK
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Each arm is arranged to swivel, thus providing for hori-
zontal lateral movement and angular movement as re-
quired in grinding grooves. The combination is such
as to provide a universal movement for any desired posi-
tion of wheel and any direction of movement. It will be
noted that the pulleys are kept in fixed positions which,
in turn, secures constant tension on the belts at all
times.

The horizontal arm which carries the grinding wheel
is supported from a short outrigger arm by a spring of
sufficient strength in tension to hold the grinding wheel
above the ground except when force is exerted by the
operator when he is ready to grind. This spring also
takes up initial shocks in the wheel when first attack is

position
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Change in Lubricating Methods Effects
a Big Economy

Cost of Lubricants per 1000 Car-Miles Reduced from
84 Cents to 22 Cents by Using Proper Lubricants
and Oiling Scientifically

BY F. H. HILL

General Manager Elmira Water, nght & Railroad Company,
Elmira,

Master Mechanic H. C. Kaercher has reported that
a considerable saving in the cost of lubrication has been
accomplished in our shops by changing both the method
of doing the oiling and the kind of lubricants used. Our

sttt

DETAILS OF B. R. T. “SWING-FRAME"
TRACKWORK GRINDER

made, and greatly relieves the strain on the operator
when controlling the wheel. When not in use the swing
frame holds back toward the platform and the hori-
zontal arm is held in place by a hook.

The machine can be handled by one man in an emer-
geney but it is customary to have two men besides the
operator. One of these attends to the overhead power
contact device and the starting of the motor, while the
other acts as flagman to protect the operator and ap-
paratus. It is our custom to have three men with all
grinding outfits.

The machine is operated by a 3-hp. Diehl continuous-
duty, 550-volt, d.c. motor, having a speed of 1500 r.p.m.
The motor is protected by a light steel asbestos-lined
housing which appears in the halftones but is not shown
in the drawing. The complete outfit, without grinding
wheels, costs about $350, when prices of motors and
materials are normal. The development of the machine
has been directed by C. L. Crabbs, engineer of way and
structure of the B. R. T. System.

A city system in the Far West is not buying new
axles but works over old Pullman axles as follows: Axles
of 5% in. to 6 in. diameter are heated to a cherry red
heat to break out crystallization and then turned down
to 5 in. diameter. Old 5-in. axles are hammered down
to 474 in. and turned down to 4 in.

Bas T * Egg :
.
& 1 S
e -

cars are equipped with many different types of motors,
most of which are old style and of General Electric Com-
pany make. The old method was to oil the armature and
axle bearings and the gears of every car every night.
The oiler had eighteen or twenty cars to handle during
the night, and as he had to hurry his work he did not
do it well and a great deal of the lubricant was wasted.

The method which has effected economy both in the
quantity of lubricants used and in the labor consists in
inspecting the cars after every 1000 miles of service,
and the cars are oiled only at the time of inspection.
No work is now done at night. The oiler is on the day
shift and as he has only four or five cars a day to
handle he can do the work thoroughly. The journal
boxes are kept clean, covers are repaired and kept on
and the brasses are kept in good shape. After complet-
ing this work the oiler has time for other duties in the
shop.

With this method of doing the oiling it was necessary
to select lubricants which would stand 1000 car-miles of
service without being replenished. For the gears U. S.
Graphite No. 2 grease was found to be of the right con-
sistency. This collects at the bottom of the gear case
and will not leak out or creep out along the shaft. For
the armature and axle bearings No. 2-H. Tule, a grade
of solidified oil made by the Universal Lubricating Com-
pany, Cleveland, Ohio, was used with No. 2-J. P. Tule
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waste. This combination proved to have the right con-
sistency so that the lubricant would not run away.

The following figures show how the cost of lubricants
alone was reduced as this method was put in operation
and gradually improved upon. The cost of all lubrica-
tion is given. It includes oil and waste for the car mo-
tors, journals, air compressors, gears and pinions, side
and center bearings, brake rigging, etc.

CosT OF LUBRICANTS

January to April, inclusive, 1915............ ... ... .$360.42
AvVerage (COSE 1er TIOTUEN: s i s 5 s o s 5 i 6 5 2o 2155 0 o 2 (66 6 200808 5 8 90.10
Average cost per 1000 car-miles.. T PP

May to August inclusive, 1915, .. ... o0t ri i oo 187. 01
AVerage coSt PEr MONtNL. . 5. o on 856 v simigamas chusai 46.75
Ayerage cost per 1000 car-mileS. . o wi:wewas s, 00 37
September to December, inclusive, 1915, ......... .. 115.28
Average cost per month. .......ccovevivienonn .. 28.82
Average cost per 1000 car-miles.: s scovsvemosnsnes s .25

The average cost of lubricants for 1915 was 49 cents
for 1000 car-miles. During 1916 by still further per-
fecting the method described, the cost has been re-
duced to 22 cents per 1000 car-miles, although the price
of lubricants has gone up about 25 per cent. To these
ficures must be added the labor saved and the benefit
derived from better lubrication to obtain the economy
cf a new lubricating system.

Flexible-Base Jacks in Pole Handling

On one of the large city railway properties the cus-
tomary method of raising a track blockade caused by a
derailment or the breaking down of a wagon or truck
has been expedited by the use of flexible-base jacks.
Now, instead of sending out a heavy slow-moving
emergency wagon equipped with jacks, and block and
tackle, a light motor truck which can make 40 m.p.h. if
necessary is sent out when the emergency call arrives.
The equipment of the light truck on this particular
property includes a Templeton, Kenly & Company,
Ltd., No. 310 Simplex emergency jack designed with a
flexible base so that it will not only lift but can also
shove at an angle to the pavement. By the use of this
jack it is possible in many instances to slue a broken-
down truck out of the way of the street cars or to rerail
a car long before the heavy emergency wagon would
arrive.

Many railway and lighting companies have taken up
the use of heavier flexible-base jacks for handling poles,
particularly for use where the poles must be pulled or
moved in the ground. For such use the pole jack in-
cludes 8 ft. of chain for getting a bite on the pole, a
long steel lever bar, and an I-beam base to furnish bear-
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ing on the pavement or in soft soil. By means of the
flexible-base jack, poles are easily pulled out without
digging up the pavement, or if it is necessary to move a
pole or to straighten it, a flexible-base jack and its base
and chain provide simple equipment for quickly doing
the work with fewer men than were required before.

Notes on Small Tool Practices in
International Railway Shops

Tools for Making Trolley Wheels, Brake Hangers,
Turning Wheel Tires, and Boring and
Turning Bearings

In the Cold Spring Shops of the International Rail-
way, Buffalo, N. Y., there are many special tools and
jigs which have been developed to assist in keeping
dcwn maintenance cost. G. W. Dunlap, superintendent

FIG. 1—TROLLEY WIIEEL CHUCK AND FORMING TOOL
FOR OUTSIDE SURFACE

of power and shops, has furnished information on
which the following notes are based.

This company makes its own trolley wheels in 6-in.
and 4-in. sizes. For the 6-in. wheel a plan is used by
which it is possible to rough-bore, face, ream, and turn
one end of the hub in one operation consuming ten
minutes. For this purpose the rough -casting is
mounted in a chuck like that shown in Fig. 1. This
chuck consists of three pieces, the first of which is
screwed onto the lathe spindle. On this is serewed the
second piece which forms the backing for the trolley
wheel, which is securely clamped against it by means
of a nut.

FIG, 2— TOOLS MADE AND USED IN COLD SPRING SHOPS, INTERNATIONAL RAILWAY—I1, 2, PAIR OF FLANGING TOOLS FOR TIRE
LATHE; 3, 4, 5, TOOL FOR SURFACING END OF BALL HANGER; 6, TOOL FOR FORMING SPHERICAL SEAT FOR BALL HANGER;
7, SELF-CENTERING CIIUCK FOR TROLLEY WHEEL
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The groove is surfaced by means of a special cutter
of high-speed steel, held by means of a dove-tail tenon
in a holder. This cutter is 4-in. long and has a wear
life of one year. The cutter and its holder are shown
resting on the tool post carriage in the figure. A drill
guide, also seen resting on this carriage, is used to
center the drill, which is carried by the tailstock.
After drilling, the hole is reamed and the bushing is
pressed in. For the outside cut a speed of 50 r.p.m. is
used, and for the boring and reaming 200 r.p.m.

For the smaller wheels a special centering chuck is
used which is shown at the extreme right, No. 7, in
Fig. 2. This consists of four jaws, hinged at the
back, and forced radially inward by a taper on the
inside of the threaded ring which surrounds the chuck.
This ring has four square threads to the inch. For
the outside work on small wheels, the same kind of a
cutter is used as with the large ones.

For the purpose of forming the ball on the head of
the iron brake hangers, and the spherical seats in the
sockets in which the heads of the hangers play, tools
of the form shown in the center of the group in Fig.
2, Nos. 3, 4, 5 and 6, are used. These cutters are used
in a drill press.

Details of the tool used in forming the heads are
shown as Nos. 3, 4 and 5 in this figure, the complete
tool being No. 3. It contains four cutters, two for
roughing and two for finishing. The manner in which
these cutters are held is shown in Nos. 4 and 5, where
the central portions and cutters have been removed.
No. 4 is the clamping ring and body of the tool, into
the center of which fits snugly the slotted core. The
cutters are held securely in the slots by means of the
set-screws visible in the picture. No. 6 is the four-
blade cutter used for making the spherical seats. 4

At the left in Fig. 2, Nos. 1 and 2, are front views
of a pair of tire-turning tools designed to permit the
reduction in the waste of cutter metal to a minimum.
The original feature is a forged steel holder for

the cutter, provided with three set-screws above, and

F1G. 3—BORING BAR AND MANDRELS FOR USE IN
FINISHING BEARINGS

clamp screws and washers to prevent sidewise motion.
The lower part of the holder projects to give all possible
support to the cutter and it is shaped to the contour of
the cutter for the same purpose.

Fig. 3 shows a boring bar used in boring bearings
and also the mandrels upon which the bearings are
mounted for outside turning. On these mandrels they
are clamped by means of the collars and nuts. The
joint surfaces of the bearings are faced in a milling
machine with the multiple cutter described in
the issue of the ELECTRIC RAILWAY JOURNAL for
April 7, 1917, page 654. In common with other com-
panies, the International Railway uses old axles
for various purposes, for example, large nuts are made
out of this stock. As the journals of car axles wear
down the bearings used with them are reduced in size.
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When no longer useful as such the car axles are turned
down into motor axles. Old-style motor cases are re-
bored for use with larger bearing shells. Other prae-
tices used in this shop have been described from time
to time in short articles in this department.

Fiber Gear Cut by Device Rigged
Up on Lathe

BY G. B. SISSON
Mechanical Department Georgia Railway & Power Company,

Atlanta, Ga.

Our shop is not equipped with a milling machine, and
when 1t became necessary to cut teeth in a large fiber
gear a machine lathe with a 36-in. bed and an air drill
were set up to do the work, as shown in the accompany-
ing illustration.

The milling wheel for cutting the gear was attached to
a 1Y-in. shaft supported at one end from the tool holder
of the lathe by a heavy steel arm 5-in. wide and at the

LATHE AND AIR DRILL USED TO CUT TEETH IN FIBER GEAR

other end by an air drill which was attached to drive it.
To fasten the gear blank in the lathe the tailstock was
removed and in its place a heavy angle plate was fast-
ened. The gear blank was clamped to a mandrel, which
in turn was bolted to the heavy angle plate. In order
to feed the milling wheel through the gear the lathe was
started up and the feed on the carriage used.

After cutting several teeth it was noticed that the
milling wheel became hot. To overcome this a hose was
connected to the exhaust opening of the air drill so that
the exhaust air was directed onto the cutter. In this
way the milling wheel was kept cool. The gear when
finished looked like a regular factory job.

Use of Welder and Old Joint Plates

Effects Big Saving at Fort Worth

The Northern Texas Traction Company, Fort Worth,
has recently completed at a cost of $750 some track re-
habilitation which will put off a heavy track expenditure
for at least five years. The method used was similar
to that described in the ELECTRIC RAILWAY JOURNAL of
May 5, 1917, on page 832.

On Front Street the company has about a half mile
of double track on which almost every joint was broken.
Most of the joints were of the Continuous type with a
few of the old, butt-welded Thermit type. To make the
new joints, the bottom web of the continuous plates was
sheared off. The plates were then reversed, welded to
the rails by means of an Indianapolis arc welder and
ground down with a reciprocating rail grinder. The av-
erage cost per joint, including cutting in 6-ft. to 10-ft.
lengths, was $4.50. Of the total cost of the job, $750,
$500 was for labor, while the remainder covered weld-
ing metal, sand, cement and brick paving.
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Cost of Erecting Overhead Work—IX

(From the records of a large Eastern company)

The following is the ninth group of a series of

diagrams with figures to show the actual costs of page 127; Jan. 27, page 173; Feb. 10, page

erecting the various types of overhead construction
described under conditions of light, ordinary and

series were published in the issues for Jan. 20,

260;

Feb. 24, page 355; March 10, page 447; March
31, page 606; April 14, page 702, and May 12,

congested traffic. The preceding groups of this page 880. The remaining groups will appear later.

LABOR REQUIRED FOR CONSTRUCTING VARIOUS TYPES OF OVERHEAD TROLLEY SPECIAL WORK

UNDER VARIOUS TRAFFIC CONDITIONS

Double track plain curve, angle 90 deg.

LigaT ORDINARY CONGESTED
Truck- Track- Truck-

No. Lrbor ing Labor ing Labor ing

Double track plain curve, angle 90 deg. Double track plain curve, angle 90

deg.

Ligir ORDIVARY CONGESTED LigaT ORrDINARY CONGESTED
Truck- Track- Truck- : Truck- Truck- Truck-
No. Labor ing Labor inz Labor ing No.  Labor inz Labor inz Labor ing

62 812.76 $5.28 $15.95 $6.€0 $19.14 $7.92 63 $12.76 $5.28 $15.95 $6.6) $10.14 $7.92 64%  $18.15 $13.20 $23.60 $17.16 $29 04 §21.12
Double track loop Double track loop
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7
@
Mewoo. —
Ligar ORDINARY CONGESTED Ligar ORDINARY CoNGEsTED
No. Labor Trucking Iahor Trucking Labor Trucking No. Labor Trucking Labor Truzking Labor Trucking
65* §27.23 $19.80 $32.67 $23.76 $45.38 $33.00 66* $27.23 $19.8) $36.30 $26.40 $51.45 $39.60
Right hand turnout Right hand turnout Rizht hand turnout
i ! ! ! f ! : 4 i
=T -ome3] Femmmm e 202 e I 2/ s
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LiGaT ORDINARY CONOESTED Licur ORDINARY CONGESTED LigaT ORDINARY CONOESTED
Truck- Truck- Truck- Truck- Truck- Truck- Truck- Truck- Truck-

No. Labor ing Labor ing Lahor ing No. Labor ing Labor inz Labor ing No. Labor ing Lahor ing Labor ing
67 $7.08 $3.30 $11.17 $4.62 $14.36 $5.94 68 89.57 $3.96 $12.76 $5.28 $15.95 36.60 69 $11.17 $4.62 $14.36 $5.94 $17.55 $7.26

«Trucking includes cost of extra reel truck.

None of the figures on this page includes cost of superintendence and engineering.
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Spring Chuck for Taking Up Wear in
Controller Handles

For taking up lost motion in controller handles the
United Railroads of San Francisco, Cal, is using a
spring chuck recently patented by one of its employees,
Frederick Brostrom.

The controller handle is made in two sections. The
opening in each section which receives the controller
post diverges toward the center to form a double taper.
These tapered openings house the chuck jaws which

Section B-B
(Enlarged)

Section C-C

Section A-A
(Enlarged)

- Adjusting Nut
i X and Bolt

DEVICE FOR ELIMINATING PLAY IN
CONTROLLER HANDLES

BRAKE AND

grip the controller post, the outside of these jaws being
tapered to correspond with the tapered opening in the
two sections of the controller handle. When the con-
troller handle is not on the post these jaws are held
apart by coil springs. This makes it possible to slip
the handle over the post, and by tightening the nut
shown on the left in the drawing the two sections of the
handle are drawn together, causing the chuck jaws to
grip the post firmly.

Heater Motor Maintenance Cost
Reduced

Some difficulty has been experienced by the Des
Moines City Railway in maintaining the older types of
heater motors, both as to bearings and brush-holders.
The lubricating rings in the bearings would sometimes
get stuck and the bearing would not receive the proper
lubrication and would burn out. This was overcome by
taking the ring out and filling the oil well with felt and

OLD AND NEW BRUSH-HOLDER MOUNTING FOR
HEATER MOTORS

ELECTRIC RAILWAY JOURNAL

[VoL. XLIX, No. 21

thoroughly soaking this with oil. With this arrange-
ment the motors have run all winter without attention.

Trouble was also experienced with the older-type
brush-holders because of the breaking of the small steel
springs which keep the brushes in contact with the com-
mutator. The clearance between the ends of these
holders was small and oil and dirt accumulation would
scmetimes short-circuit the brushes so that the motor
would not run at full speed. This trouble was elimi-
nated by installing a round fiber plate 14 in. thick in
the end of the field frame. The fiber was fastened to
the frame by four clips. The brushes were then
mounted on this fiber ring as shown, and small coil
springs in the brush-holders behind the carbons were
used to keep the latter in contact with the commutator.
The holders were held in place on the fiber plate by sim-
ple clips screwed to the fiber. This arrangement also
served another important purpose, as it inclosed the
armature and prevented trainmen from sticking a screw-
driver into the armature to push it around, a practice
which frequently damaged the winding.

Meter for Measuring Line Loss

On power feeder lines where voltage regulation must
be maintained at extremely close value, it frequently
becomes a question as to whether the I’R loss in the
line, measured in dollars and cents power value, will
not pay for increas-

ing the size of the .

feeders. A meter / M

which reg isters total —:::::::::’i—:‘}::‘.i—:\i:::-_:-:.::\
ampere - squared- it

|
hours has been de- E
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is then an easy mat- e R
ter to balance the
cost of this energy
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by the resistance of  yroture i.‘
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watt-hours of ener- Driving ..l | .

Magnet [}

|

At

additional feeder Power
copper. Feeder
This instrument,

SIMPLIFIED D1AGRAM OF METER FOR
MEASURING LINE LOSS 1IN AMPERE-
SQUARED-HOURS

known as the IR
meter, is similar to
a standard mercury
type watt-hour meter except that a series winding re-
places the usual shunt-coil winding of the driving
magnet. The accompanying illustration shows a sim-
plified diagram of this meter with the internal and lire
connections. It is connected to the line in the same
manner as an ammeter. The armature of the meter
consists simply in a thin copper ‘disk floated in mer-
cury, and the current to be measured passes diamet-
rically across this disk. The strength of the magnetic
field of the driving magnet varies proportionately to
the current in the line, and since the driving torque on
the armature is proportional to the product of the cur-
rent in the armature and the magnetic field strength, it
is, therefore, proportional to the square of the current.
The damping magnets perform their usual function in
providing retardation proportional to the speed, and
result is that the meter records ampere-squared-hours.

The meter has already been used with considerable
success by several of the railway companies.
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Hearing on Philadelphia Bills

Pleas Made Before Legislative Committee at Harris-
burg—Mr. Stotesbury States Case as Affect-
ing Himself and Associates

Pleas were made at Harrisburg on May 22 for the enact-
ment at this session of the Legislature of all bills affecting
the Philadelphia transit situation. The hearing was before
a joint meeting of the judiciary general committee of the
Senate and House. Among those who attended were Mayor
Smith, Transit Director Twining, Finance Committee
Chairman Joseph Gaffney, and two hundred membeis of
the United Business Men’s Association.

The Philadelphia Rapid Transit Company requested an-
other hearing at which its representatives could present
their side of the case. No date has been set for this hear-
ing. As the hearing progressed it became apparent that the
legislators were opposed to further enlarging the powers
of the Public Service Commission.

THREE BILLS UNDER CONSIDERATION

There were three bills under consideration at the hearing.
They were the Hecht bill, which would give the eity the power
to take over the lines of the Philadelphia Rapid Transit
Company by exercising its right of eminent domain, com-
pensation to be fixed by the Public Service Commission; a
constitutional amendment increasing the city’s borrowing
capacity so as to provide this compensation, and the Salus
bill, which would provide through-routing of the city’s lines
on the Philadelphia Rapid Transit Company’s lines and
also empower the commission to fix the question of fares
and transfers.

While the Senate was still in session during the morning,
a letter from Ellis Ames Ballard, chief counsel for the
Philade!phia Rapid Transit Company, requesting another
hearing, was placed on the desk of Senator Daix, who pre-
sided at the hearing. The Senator was absent at the time,
but when he returned and read the letter he was surprised,
inasmuch as it had been understood that the company’s
representatives would be present on May 22 and voice their
opposition. With the Legislature talking about adjourning
on June 14 next, the suprorters of the various measures
lost virtually all hopes for the passage of the legislation at
this session.

Dr, William Draper Lewis, appearing as legal adviser to
the city administration, spoke for more than two hours in
favor of all the bills. He was frequently interrupted, and
at one time clashed with Senator Deidleman, of Dauphin
County, regarding the practicability of passing legislation
now that wou!d impair the obligations of the city of Phila-
delphia and the Rapid Transit Company as embodied in the
1907 contract. Senator McNichol and Representative Beyer
also interrupted him with questions as to how the proposed
measure would affect the Public Service Commission and
give it greater authority. The Senator said that the bills
also delegated to the commission the authority to say what
the people of Philadelphia could do and could not do in
their own city. He contended that they practically usurped
the authority placed in City Councils, the Mayor and other
city officials. The Senator said further that if the bills were
passed it was more than likely that there would be a long
court proceeding.

Senator McNichol asked the Mayor whether in his judg-
ment it was impossible to reach an operating agreement
without passage of the bills.

“If you had asked me that before Mr. Stotesbury’s state-
ment of last Friday,” replied the Mayor, “I would have
said ‘No.” In reply to that question now, I would say ‘Yes.””

Several representatives of the United Business Men’s As-

sociation urged the importance of passage of the pending
measures before adjournment is taken next month.

FirsT PuBLic HEARING IN PHILADELPHIA

The statement by Mr. Stotesbury to which the Mayor
referred at Harrisburg was made at the first of the public
bearings in Philadelphia on the transit lease matter on
May 18. At that hearing the company announced it would
Le willing to forego an arbitrary right to increase fares,
should the city equip the high-speed lines. The company
would assume the payment of fixed charges on equipment
bonds, and refer fare increases to the Public Service Com-
mission. The first speaker was A. Merritt Taylor, former
director of city transit of Philadelphia. He read a long
statement in which he defended the lease in every dis-
puted point. He was before the committee more than two
hours. Ellis Ames Ballard, counsel for the company, re-
quested to be permitted to clear up some points made by
Mr. Taylor about which he thought there might still be
doubt. Mr. Stotesbury read his statement. He said that
the company had made a most liberal proposition to the
city. He could not sez how it would aid in the solution
of the present question to pass legislation which would
put into the hands of any body of men, however wise and
public spirited, power to destroy the company. The very
existence of such legislation would tend to make it im-
possible for the company to perform its part of the joint
service. Mr. Stotesbury informed the joint councilmanic
committee that if the proposed contract could not be ac-
cepted by the city, and it was felt that another contract
should be negotiated with the company that may take away
from the company the 5 per cent guaranteed dividend, he
and his associates would resign from the management. This
would leave the new directors free to negotiate a contract
on terms which the city could accept.

Apparent Deadlock in Providence

The many conferences held between officials of the Rhode
Island Company, Providence, R. I., and the delegates from
the carmen’s union have so far been apparently without
definite result. The present agreement expires on May
31, and the matter is believed to be in a deadlock. Two
years ago a strike was called. It lasted only one day,
however, as both sides to the controversy agreed to arbi-
tration.

Because of the peculiar condition in which the Rhode
Island Company now finds itself, it is generally believed
that the company will refuse to grant any material increase
in wages. It has already appealed to the State for finan-
cial relief, and at its request the Legislature has provided
for an investigation committee, with power to increase
fares if it deems such action warranted and just. In view
of this situation, the officials of the company are believed
to be averse to making any agreement raising wages, al-
though they have frequently admitted that the men should
have more pay. The General Assembly is not in session
and under ordinary circumstances cannot meet until Janu-
ary without special call from the Governor.

It is understood that the men are not anxious to have
the matter go to arbitration again. The proceedings two
years ago were very expensive to both sides. In addition
to the expense, the arbitration proceedings were extended
over a period of four or five months. There is no State
arbitration board or official empowered to act in the emer-
gency in working toward a settlement of the conditions.
At the conferences President A. E. Potter, Superintendent
R. R. Anderson and Attorney Whipple have represented
the company.
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Washington Strike Inquiry

Men Present Their Side—Company Now Engaged in
Presenting Its Case

The Washington Railway & Electric Company, Washing-
ton, D. C., began on May 21 the presentation of its side of
the case before the Senate committee which is inquiring
into the recent strike of the employees of the company.
The company called as the first witness George A. Wilburt,
president of the Washington branch of the Amalgamated
Association. Counsel established, through Mr. Wilburt’s
testimony, that District Commissioner Newman had been
advised that the railway employees would not insist upon
their demands for the closed shop and recognition of the
union, provided other demands satisfactory to the men were
allowed. Counsel also brought out that Mr. Wilburt had
not availed himself of the opportunity for a final conference
with President King of the company, because that confer-
ence was to have dealt only with the individual contracts
proposed by the company. Counsel of the company then
sought to show that the by-laws of the parent association
were not lived up to in the letter of the law in the pre-
liminaries to calling the strike.

UNION PRESIDENT’S TESTIMONY

It was developed by the testimony that President King
of the Washington Railway & Electric Company would not
deal with any committee of the Amalgamated, but would
treat only with a committee of the men not representing
that organization. Counsel questioned the witness to try
to bring out that Mr. King would have been glad to receive
the grievance committee of the men, but the witness clung

to the statement that Mr. King wanted to talk about the.

individual contract, which, in the opinion of the witness, was
of a character that made discussion of it useless, from the
viewpoint of the union men. Later Mr. Wilburt admitted
that he had said publicly that the conferences were over
because Mr. King had refused to recognize the union. Sub-
sequently he said that while the men wanted the union
recognized, and favored the closed shop, still they would
not cause a strike on refusal of these demands alone, pro-
vided other concessions were made, but that Mr. King
would not discuss these matters. Mr. Wilburt’s authority
for this statement was questioned by counsel for the com-
pany. He did not understand that the Amalgamated was
cocmmitted irrevocably to the principle of the closed shop.
Senator Johnson pointed out that the contract of the
Amalgamated with the Capital Traction Company demon-
strated that fact. Mr. Wilburt also reviewed his career with
the company since the date of his employment in 1908.

The committee resumed its session on the night of May
22. It will not sit while the Senate is in session.

THE MEN’s SIDE

In presenting their side of the case the men sought to
show that the company had since the strike re-employed
forty-eight men discharged previously from its service.
The men also introduced what purported to be a statement
of the terms under which new men were engaged at the
outset of the strike to replace the men who went out.

Commissioner Oliver P. Newman, of the District, testi-
{ying before the committee on May 10, said that before
the employees went on strike last March the commis-
sioners were authorized by them to waive, in the proposed
negotiations or mediation between the company and the
men, the recognition of the union. Mr. Newman also
told the committee that the commissioners did not state
this fact to the officials of the company. Explaining the
reasons of the commissioners for not making the direct
statement that the men were ready to waive the demand
for recognition of the union in the negotiations, Mr. New-
man said: “The men wanted recognition, and asked us not to
tip their hand to the company.”

Mr. Wilburt, on the other hand, insisted that President
King would not have agreed to mediation even if Com-
missioner Newman had told him the men were ready to
waive recognition in the negotiations. As stated pre-
viously, his authority for this statement was questioned by
counsel for the company.
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St. Paul to Rush Electrification

The Chicago, Milwaukee & St. Paul Railway plans to
complete the electrification of its line from Cle Elum,
Wash., west, one year earlier than.expected. The Puget
Sound Traction, Light & Power Company has been advised
by the St. Paul that it will be expected to furnish electric
current from its hydroelectric and steam plants by Sept.
1, 1918. Survey crews and materials have been moved
from Othello to South Cle Elum, and preliminary work will
be started immediately, thus postponing work on the Colum-
bia division. The reason for the change in plans, according
to C. A. Goodnow, who is supervising the work, is the con-
stantly increasing price of oil. The company must use oil
in the locomotives passing through the forest reserves in
the mountain on the Columbia division, while coal-burners
can be employed between South Cle Elum and Othello
without danger. The survey along the proposed line of the
Columbia division has been almost completed, and setting
of pole lines and building of substations is to start soon.

The contract of the Chicago, Milwaukee & St. Paul Rail-
way with the Puget Sound Traction, Light & Power Com-
pany calls for a minimum of 13,000 hp., or the equivalent
of one unit at the White River plant. The company has
been working on plans for an increase in the capacity of the
White River station, where two new units will be ready next
spring, giving 23,000 hp. additional, and it is probable that
an extra order for development at White River will be
placed in time to permit the work to be completed before
the St. Paul’s western division is electrified. The present
contract with the railroad calls for the delivery of current
by the traction company at the Snoqualmie Falls plant.

CAPACITY USE OoF STEAM PLANTS CONTEMPLATED

While the four steam plants of the Puget Sound Trac-
tion, Light & Power Company were used comparatively
little during the past winter, orders have been placed to
get all four ready for capacity use next winter, indicating
the company’s estimate of the immediate development of
business within its territory. Its steam plants are located
at Everett, Tacoma, and at Georgetown and Post Streets,
Seattle. The present capacity of the company’s water-
power plants is as follows: White River, 33,000 hp.; Elec-
tron, 25.000 hp., and Snoqualmie, 25,000 hp.

The Chicago, Milwaukee & St. Paul Railway will expend
$6,000,000 in making the change from coal to electricity
between Othello and the coast. It will have 640 miles of
track electrically operated.

The company has recently awarded to the Brick & Tile
Delivery Company, Seattle, a contract for 3,000,000 bricks
to be used in connection with the construction of substa-
tions every 30 miles along the line.

Hydroelectric Power Helpful

That hydroelectric energy is proving a substantial help
in the solution of the fuel problem in street railway power
plants was stated by C. V. Wood, president of the Spring-
field Street Railway, at a hearing on May 8 before the
Massachusetts Waterways Board. The commission was
considering a petition of the Turners Falls Power & Elec-
tric Company for authority to build an additional 66,000-
volt line across the Connecticut River at Springfield for
the supply of electricity to the Springfield Street Railway
according to the terms of a contract recently closed between
the two concerns. Mr. Wood said that delays in fuel supply
last winter had several times brought the road within
twelve hours of a shut-down. It is hoped that by 1919
all the energy required by the road will be supplied from
the Turners Falls system, which will shortly be increased -
in capacity by the construction of a $2,000,000 auxiliary
steam turbine plant at Chicopee Junction, Mass. The Spring-
field Street Railway would be obliged to expend $1,500,000
if it enlarged its power plant facilities itself. Bentley W.
‘Warren, counsel for the Massachusetts Street.Railway As-
sociation, also spoke on behalf of the purchase of power by
street railways. He then emphasized the present difficulties.
in obtaining capital for electric railway power plant exten-
sions.
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Bridge Negotiations Continue

City of Seattle and Puget Sound Company Still Con-
ferring Over Bridge Contract

Negotiations between the city of Seattle, Wash., and the
Puget Sound Traction, Light & Power Company, relating
to the use of the Fremont bridge by the company, came
to a deadlock when Councilman Erickson, chairman of the
Council committee of three in charge of the negotiations,
announced that no proposition would be considered for the
use of the bridge by the company that did not carry with
it the right of the city to operate its cars over the Third
Avenue tracks of the company. A. W. Leonard, president
of the company, declared that the company had a fran-
chise right to operate over the Fremont Avenue bridge,
whereas the city was asking something for which it had
no legal right. He insisted that the two questions were
distinct, and should be considered separately.

CiTy SUGGESTS YEARLY RENTAL

A. H. Dimock, city engineer, and A. L. Valentine, super-
intendent of utilities for the city, submitted a report sug-
gesting that a yearly rental of $7,568 plus one-third the
cost of operation and maintenance be charged the company
for the use of the bridge. The company’s engineer refused
to concur in this finding. Mr. Leonard said that the com-
pany stood ready to pay a fair cash rental, but Councilman
Erickson insisted that a cash rental would not be consid-
ered unless the company would fix a rate for the opera-
tion of city-owned cars over the tracks of the company.
Mr. Leonard intimated that the company would not agree
to the use of its tracks for city cars, but would be willing
to take over both Division A and the Lake Burien branch
of the municipal railway, and operate them in connection
with the company’s system.

Mayor Gill said that he was disposed to favor an ar-
rangement whereby the company would take over the Nick-
erson Street line frocm the city, provided the company ex-
tended it to Ballard. He said that the matter should not
involve the exchange of transfers or any other issue. The
important thing was to provide service for the 50,000
patrons living north of the bridge.

The City Council later passed a resolution requesting
the Mayor and the Board of Public Works to prohibit the
company from operating over the Fremont bridge.

BRIDGE TO OPEN JULY 1

The bridge will probably not be opened for traffic until
July 1. In the meantime, conferences between officials of
the company and the city committee will continue, look-
ing toward an adjustment of the several matters in hand.
The importance of the bridge as a link between the north
and south ends of Seattle as divided by the Lake Wash-
ington canal, is shown by reports of A. L. Valentine, super-
intendent of utilities, indicating that 1275 cars will operate
over that structure every twenty-four hours, when the Stone
Avenue bridge is removed, making a total of 465,375 cars
a year.

Atlanta Fire Damage

Loss of More Than $75,000 Sustained by the Georgia
Railway & Power Company—Lighting and
Railway Service Restored Quickly

Seven electric railway lines of the Georgia Railway &
Power Company, Atlanta, Ga., serving the entire north-
eastern quarter of the city, were put temporarily out of
commission by the great fire that swept Atlanta on May
21. The damage sustained by the company is estimated
at more than $75,000. This figure represents $25,000 in-
jury done to the railway department and $50,000 to the
lighting and commercial and the are circuits. Throughout
the burned area, which comprised more than seventy city
blocks, poles and wires and transformers and insulators
were reduced to charcoal and junk. In addition to these
positive losses, the radical and sudden reduction of receipts
from the residence sections that the flames reduced to a
stark wilderness was considered a further item of injury
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to be charged to the fire. Notwithstanding these losses,
the Georgia Railway & Power Company headed the list of
subscribers to the city’s relief fund with a gift of $2,500.
Immediately after it became apparent that the fire was
beyond the control of the local firemen, plans for localiz-
ing its effects were applied by the company, with the result
that trolley and other electric services continued normal
and without interruption in all other parts of the city.
Just as soon, however, as the local fire department and
the assisting fire fighters rushed to Atlanta by special
trains mastered the flames, the company began its work
of restoring service into and beyond the desolated area.
Within less than twenty-four hours after the fire reached
its height, lighting circuits and arc circuits were alive
once more and the first of the interrupted trolley lines
had resumed service much further toward its terminus.

SERVICE CUT OFF TEMPORARILY FROM BURNED AREA

In consequence of the fact that several railway lines
crossed the burned area or lay largely within it a very
much larger section of the city than was burned was de-
prived temporarily of all street railway service. Restora-
tion of car service entailed practically the complete re-
building of everything except the tracks. Ten cars were
trapped by the flames, but were rushed out of the danger
zone and parked at points of comparative safety beyond
the fire to await the time when they could proceed with
their own motors again.

The operation of each of the railway lines in the fire
area was continued until in sequence one after the other
was stopped by the flames. Numerous instances were re-
ported of residents throwing their valuables into or upon
outgoing cars in order to save them from the rapid advance
of the fire.

For a time two large carhouses of the Georgia Railway
& Power Company were threatened. They were on the
western edge of the fire’s wide path. The company suf-
fered a $2,000 loss in the burning of a shed occupied by
roadway men and work cars. The company’s car-building
and repairing plant on Tenth Street was just beyond the
northeastern extremity of the fire’s reach and for several
hours was in danger from sparks. It was expected on
May 22 that all damage sustained by the company would
be repaired by May 26.

Seattle Settlement Terms Filed

All Litigation with Seattle & Rainier Valley Railway
Settled Except One Suit

Nine acceptances on the part of the Seattle & Rainier
Valley Railway, Seattle, Wash., necessary to complete the
settlement of all differences between the company and the
city of Seattle, were filed recently. They were signed by
Marshall E. Sampsell, president, and Walter M. Brown, sec-
retary and manager of the company. By the provision of
the various ordinances and the acceptances by the company
of their terms, all litigation between the company and city is
dismissed with the exception of the suit brought by the city
to recover 2 per cent of the gross earnings of the property
during the period that the line was operated without a fran-
chise. Some of the provisions of the ordinances are as fol-
lows: Exchange of transfers between the Rainier and city
lines, common-user rights to the city on Fourth Avenue, be-
tween Stewart and Jefferson Streets; company to extend
its lines on Genesee Street, abandon its line on Stewart
Street between Fourth and Fifth Avenues, and build a turn-
ing track on Fourth Avenue north of Stewart Street; service
on Dearborn Street, abandoned when regrade was taken up
several years ago, to be resumed; cars to be operated from
Seattle Boulevard to Dearborn and on Fourth Avenue from
Washington Street to Seattle Boulevard on the tracks of the
Puget Sound Traction, Light & Power Company, and tracks
on Washington Street between Fourth and Thirteenth
Avenue South to be abandoned.

A judgment of $41,700, awarded by the United States
Court in favor of the company and against the city for

* private right-of-way taken and changing of grades of

Rainier Avenue, will be satisfied by the city as part of the
general settlement agreement.
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Senate Passes Bill to Increase 1. C. C.—The Senate has
passed the bill increasing the membership of the Interstate
Commerce Commission from seven to nine.

Meetings in Springfield Carhouse.—The Springfield,
(Mass.) Street Railway on Monday, May 21, entertained
the Board of Trade of that city at a noon-day luncheon at
its new carhouse. On Tuesday the Mayor and the mem-
bers of the City Council paid a visit of inspection to the
building. The Rotary Club of Springfield was invited to
hold a meeting in the carhouse on Friday, May 25.

Strike at Alliance Reported Settled.—The indications on
the afternoon of May 22 were that the strike of motormen
and conductors on the Stark Electric Railroad and the Cleve-
land, Alliance & Mahoning Valley Railroad would be settled.
It is stated unofficially that the company has agreed to
recognize the union, increase wages 5 cents an hour and
reinstate four or five men who had been discharged.

Bonus to Meet High Cost of Living.—The Omaha & Coun-
cii Bluffs Street Railway, Omaha, Neb., has announced it
will pay to 1200 employees earning $100 a month or less a
“high cost of living bonus” of 6 per cent of wages earned
from Jan. 1 to July 1, 1917. The bonus will be paid on
July 15 to employees in the service of the company the entire
six months, with the exception of men in the power depart-
ment, whose wages recently were readjusted. The company
estimates that the bonus will amount to $25,000.

Wage Increase in Guelph.—On May 15 the employees of
the Guelph (Ont.) Municipal Street Railway were informed
that their wages would be increased to 25 cents an hour for
a sixty-eight-hour week. The men had asked for 30 cents
an hour to correspond with other civic employees. The mu-
nicipality pointed out that the other employees did not re-
ceive full time. This is the fourth increase which has been
made in the wages of the men during the last twelve months.
A year ago the men were receiving 21 cents an hour.

Village Wants to Negotiate After Road Is Built Around It.
—The Village Council at Berea, Ohio, has instructed City
Solicitor S. W. Green to negotiate with the Cleveland, South-
western & Columbus Railway in an effort to settle the ques-
tion of operation of cars through the town, and has agreed
to ratify any arrangement he may make, provided it is sub-
ject to a referendum vote. The company has recently com-
pleted tracks around the town. The trouble between the
village and the company arose over the fare between Berea
and Cleveland.

Dallas Ordinances to Be Contested.—Dallas traction inter-
ests will contest in the courts the recent municipal election
at which three ordinances initiated by the Socialists were
adopted, according to Edward T. Moore, vice-president and
general manager of the Dallas Consolidated Electric Street
Railway. These three ordinances are the jitney ordinance,
initiated by the Jitney Drivers’ Association; the ordinance
requiring an eight-hour day for corporation employees, in-
cluding employe s of street railways, and the ordinance re-
auiring safety )pliances on street cars.

Differences ettled in Albany.—The differences between
the trainmen ad the officials of the United Traction Com-
pany, Alban N. Y., over the interpretation of certain sec-
tions of the rking agreement pertaining to the operation
of extra ca 1ave been satisfactorily adjusted, as a result
of several ‘erences between the officials of the company
and repre tives of the men. A settlement was finally
reached by ’h sides adopting a set of station rules and
regulations embodying the rights of the company in the use
of its extra men.

McAlester Adjustment for Two Years.—The agreement
entered into between the Pittsburg County Railway, Mec-
Alester, Okla., and its employees, to which reference was
made in the ELECTRIC RAILWAY JOURNAL of May 19, will
govern the hours of duty and the scale of wages for a period
of two years, dating from May 1. As stated previously the
matter was adjusted on the basis of the payment of an
average increase of 3 cents an hour to all classes of em-
ployees represented. The men demanded 4 cents an hour
advance, while the company announced its willingness some
time ago to grant an increase of 2 cents.

Park Amusements Destroyed.—Thirteen amusement places
at Woodside Park, Philadelphia, Pa., were destroyed by fire
on May 20. The amusement attractions were owned by the
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concessionaries and the loss to them is estimated unofficially
at $160,000, covered largely by insurance. The park itself
is owned and controlled by the Fairmount Park Transporta-
tion Company. The park is on the edge of famous Fair-
mount Park and is one of the city’s most popular resorts. It
was opened for the summer on May 5. The amusements
which were not damaged will be continued in operation and
the ones that were destroyed will be rebuilt or replaced.

Conferences Proposed on East Cleveland Franchise.—Offi-
cers of the Cleveland (Ohio) Railway have announced that
conferences will be held shortly with city officials of East
Cleveland in an endeavor to settle several small differences
which have arisen since the tentative agreement was reached
some time ago. The Council has not yet acted upon the fran-
chise and there may be some hesitancy, since the city of
Cleveland, which has control of the service on the Cleveland
Railway, has refused to improve the service between Lake-
wood and the city, although the fare is 5 cents. Officials
of the latter suburb asked that the cars running to it be
marked “Lakewood—Fare 5 Cents,” in order that the Lake-
wood cars may not be overcrowded with passengers who do
not ride to the suburb. Half of the cars run on the Lake-
wood route are turned back at the city limits.

Shortage of Labor in Buffalo.—Unable to get sufficient
men to operate its cars, the International Railway, Buf-
falo, N. Y., has been forced to withdraw a number of runs.
Every effort is being made to secure platform men. Large
display advertisements are being used not only in Buffalo
but in Niagara Falls, Lockport and other western New
York cities. Many employees have resigned to accept posi-
tions at higher pay in steel mills and other industries,
while others have joined the military forces. Owing to
the labor situation, the company has been forced to secure
women to clean cars in several of the carhouses. The
women receive the same pay as the men. A very large
percentage of the company’s employees is subject to the
selective draft. The company has made no announcement
as to whether it will try women as fare collectors.

Service of I. U. T. Normal Again.—Officials of the Union
Traction Company of Indiana report that there is now neo
interruption to the normal service on all the interurban and
city lines of the company due to the walkout of about thirty-
six interurban trainmen when a strike was called by the
Brotherhood of Locomotive Engineers and Order of Conduc-
tors on May 13. Vernon Hinkle, deputy president of the
Order of Railway Conductors, made public a statement on
May 19 setting forth the claims of the brotherhoods and the
arrangements made in Muncie, Anderson, Marion, Tipton
and other cities for parades and. demonstrations for the pur-
pose of bringing their case before the other employees of
the Union Traction Company. He asserts that the service
of the company is crippled and that “the fight on the prop-
erty will continue until all of the men working are taken out
on strike.”

Settlement of M. C. B. Exhibit Arrangements.—Owing to
the abandonment of this year’s convention of the American
Master Mechanics’ Association and Master Car Builders’
Association, the Railway Supply Manufacturers’ Association
had to terminate its contracts made at Atlantic City in an-
ticipation of the convention. It did this by having these
contracts carried over to 1918 on the same terms and prices,
thus reducing the direct loss for the exhibition account to
less than $700, instead of a possible $10,000 or $12,000. As
some payments had to be made to the contractors on ac-
count of these suspended contracts, the executive committee
will withhold 50 per cent of the amount paid for exhibit
space in the 1917 convention and refund 50 per cent. The
Atlantic City Hotel Men’s Association, C. M. Koury & Com-
pany, furniture, and J. J. Habermehl’s Sons, decorations,
have also accepted the cancellation of each individual mem-
ber’s order. As under the constitution of the Railway
Supply Manufacturers’ Association all officers continue until
their successors are elected and qualify, the officers and
executive committee members of this year will carry over
until next year.

Wage Increase Under Consideration in Chicago.—The de-
mands of the employees of the Chicago (Ill.) Surface Lines
and the Chicago Elevated Railways for increased wages, as
outlined in the ELECTRIC RAILWAY JOURNAL for May 12,
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were formally presented to the surface lines on May 16
and to the elevated lines a few days in advance of this.
The companies were expected to make answer about May
24. An ordinance was introduced in the City Council by
J. C. Kennedy, a Socialist Alderman, on May 21, for the
appointment by the Mayor of a board of examiners of
three members, and that no one shall be permitted to act
as a motorman or conductor without first obtaining a license
from this board. A penalty clause is attached providing
for a fine of from $10 to $200 for failure to obtain such
a license, and this fine may be assessed against the com-
pany as well as the employees. The ordinance was referred
to the judiciary committee of the Council.

Mediation Board to Try to Settle South Bend Strike.—
Governor Goodrich of Indiana announced on May 19 that he
will appoint a special mediation and conciliation board to
attempt to settle the difference between the Chicago, South
Bend & Northern Indiana Railway and those of its em-
ployees on the South Bend city lines who went out on strike
on April 29. The new board will be appointed under the
State voluntary arbitration law, and will be known as a
“mediation and conciliation board,” the company having
recently refused to accept the appointment of an arbitra-
tion board. It rejected the idea of an arbitration board on
the ground that it was operating all its lines; that the differ-
ences with its employees in other cities and on other divisions
had been amicably settled, and that the trainmen who are
out on strike had received an opportunity to return to work
under the conditions accepted by their fellow employees, and
had failed to take advantage of this offer. The Governor’s
action was taken after receipt of a letter from Mayor Keller
of ‘South Bend stating that he believed the differences could
be settled by such a board.

Recess Inquiry Into Street Railway Problems in Massa-
chusetts.—The committee on rules of the Massachusetts
Legislature has reported a resolve in favor of an investi-
gation of the economic condition of street railways in the
State by a recess commission during the coming summer.
In commenting editorially upon this, under the caption “In-
vestigations Worth Making,” the Boston Transcript said in
part: “The suggestion is deserving of adoption. The
State cannot rightly avoid taking a hand to attempt the
solution of the street railway problem. Facing a steady
reduction in revenue, as the costs of construction and opera-
tion steadily rise, the electric lines must find relief. Their
only alternatives are curtailment of service, permission to
increase their rates, reduction of taxes and the grant of
similar special concessions, or outright State ownership,
which would have the probably unhappy result of throw-
ing the burdens on the taxpayers. The public must pre-
pare itself to determine which of these alternatives it will
allow. We are in for a campaign of education concerning
these matters of transportation, and the sooner we com-
plete it the better.”

Programs of Association Meetings

Central Electric Railway Association
In conformity with its pledge of full service to the govern-
ment the Central Electric Railway Association has annulled
its summer boat trip meeting scheduled for June 22 to 25 so
that the members may devote their endeavors to the mainte-
nance of high operating standards on their own properties.

Public Relations “Round Table”

J. C. Davidson of the Denver (Col.) Tramway is urging
all publicity managers, public relations men, general man-
agers and others directly connected with public relations
work to attend the “Round Table” of their profession
at the convention of the Associated Advertising Clubs of
America at St. Louis, Mo., on June 3 to 7. The purpose
of the “Round Table” is to exchange publicity and public
relations methods and ideas with the object of increasing
the efficiency of such work. No set program of papers has
been arranged. The Hotel Jefferson will be the headquar-
ters of the clubs. Delegates are requested to have facts,
figures and examples of work with them. Additional in-
formation may be obtained by addressing Mr. Davidson at
807 Tramway Building, Denver, Col.
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Financial and Corporate

Annual Reports

United Railways & Electric Company

The statement of income, profit and loss of the United,

Railways & Electric Company, Baltimore, Md., for the year.
ended Dec. 31, 1916, follows:

Operating revenues ,914,051
Operating expenses and taxes (including depreciation) 6.058,492

Operating income
Non-operating income

GIOSS TNCOME . viwsnmaios s oo 8B am e mn e namdnsn oes < 58,947,559
Deductions from gross income:
ERBITES . oo oo oo cmim sres o o it om0 5 o St o o i o o o $410,088
Interest ‘on funded debls : ssmemimmswss ismsmimssminas 1,822,393
Interest. on INCOME DONAS ¢ s s wion o gm s e s smysnsess 559,080
Amortization of discount on funded debt............. 19,789
MiscellaHetusS st s 855 0iREB It 8@ Es Hios e B8 o o 58 28,085
Aol b RS R A IS, R0 0 e Ol © 3 o e e 26 G e 10 D0 Sk $2,839,435
Net IICOME :wiwirmssimiBssmi@is (5 @:MEH i nIGEsEs 58 $1,108,124
Priofit and 1oss: CBBEATEST o o v v s = e s o e n v s s oo s oo o 105,967
Gross profit and loss surplus for year. ................. $1,214.091
Profit and loss debits:
Dividends on common stock. .. ...................... $818,448
Dividends on, preferred Stock w:wimes sswsmsnmismaimas o6 92
Miscellanzous appropriations of surplus.............. 178,710
Miscellanecous debits ...t 2,578
Total AEDITS: ;o wia v s osw o mmeomw s wce i ams e sus masme $1,110,656
Undistvibuted Drofif. {08 FEAD: s ms @ ass s s i s 5550 050s om s $103,435
Profit and loss surplus at Dec. 31, 1915.. - wsm.cusm. 1,008,058
Total profit and loss surplus. .......... oot i, $1,111,493

Effective Jan. 1, 1916, the company adopted the revised
classification of- accounts prescribed by the Public Service
Commission of Maryland, and the figures displayed above
are in accordance therewith. Under this classification de-
preciation is charged as an operating expense. Following
are the results for 1916 compared with those for 1915, the
figures for the latter year having been revised:

- Per Cent
1915 1916 Increase ' Increase
Operating revenues ....$8,980,710 §9,914,051 $933,341 10.39
Operat.ng expenses .... 4,102,766 4,567,949 465,183 11.34
Depreciation .......... 410,548 495,702 85,154 20.74
$4,513,314 $5,063,652 $550,338 12.19
Taxes, licenses, eic..... 904,675 994,840 90,165 g: 97
$5,417,989 $6,058,492 $640,503 11.82
Ratio of operating ex- .
penses to operating
revenues :
Per Cent Per Cent
Operating expenses . ... 45.68 46.08  ...... 0.40
Depreciation .......... 4.58 OO senci.. 0.42
50.26 Al e 0.82

After paying all expenses and charges of every character,
and after crediting the usual amount to regular reser e
accounts, the company in 1916 earned $288,755 n;\pw Hin

the amount required for the 4 per cent leldendﬂ SRS . com-
mon stock. Of this sum $157,500, represer~ : “the com-
panys total investment on account of the ‘ney’’ com-

panies, was set aside as a reserve. There 1 dined, after
further adjustments, the sum of $103,435, which was entered
to “undistributed profit.”

The increases in gross and net over 1915 were c0n51de1ablv
above normal. The year 1915 was a relatively poor one for
the company. There were two main causes—depressed in-
dustrial conditions existing during the greater part of that
year which affected Baltimore as well as other cities, and
the unregulated jitney competition prevailing during a
greater part of the year. The situation after that time
matevially changed. Beginning with the fall of 1915 there

................................... $3,855,5 559
92,000

was a revival of activity and the city entered upon a period

of rapid and substantial industrial development. Within

the last year and a half it is estimated that there was’

expended or provision was made for the expeuditurce of
sums aggregating more than $125,000,000 around the port
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of Baltimore for the establishment of new industries or for
the expansion of existing industries.

To solve the jitney problem the railway invested in the
stock of two separate companies, one operating jitneys and
the other a bus line on one of the principal thoroughfares
not provided with direct car service. The experience of the
railway with this means of transportation was identical with
that of others in the same field, and it has been demon-
strated conclusively that, under existing conditions, these
lines cannot be operated with profit at a 5-cent fare. The
jitney company, therefore, has practically ceased operation,
but the bus line has been continued for the convenience of
the public.

The railway’s total investment in the stocks of these com-
panies and its contingent liability as indorser of the
notes of the two companies amounts to $157,500. This
whole sum, as before stated, was set up as a reserve against
earnings for 1916. The total cost of this venture, therefore,
can be charged off against income for 1916. At the present
time there are but few jitneys in operation in Baltimore.

For maintenance of way, structures and equipment, there
was charged to operating expenses during 1916 $834,116,
which with the $495,703 credited to depreciation reserve
and included in operating expenses, makes a total of $1,329,-
819, an increase of $199,992. The total taxes and public
charges in 1916 paid by the company were $1,158,590. This
represents the total net earnings (after paying costs of
operation only) of one car in every four. It also represents
11.69 per cent of the gross revenues.

Petaluma & Santa Rosa Railway

The gross earnings of the Petaluma & Santa Rosa Rail-
way, Petaluma, Cal., for the calendar year 1916 amounted
to $273,534, as compared to $283,047 the year before, while
the operating expenses dropped from $201,151 in 1915 to
$185,950 in 1916, so that the net earnings rose from $81,897
to $87,583. Moreover, the fixed charges showed a slight de-
crease from $62,363 in 1915 to $61,602 in 1916, with the
result that the surplus gained from $19,534 in 1915 to
$25,981 in 1916.

The passenger earnings decreased $8,692 during 1916,
as compared to more than $10,000 in 1915. Up to 1915 the
passenger earnings had shown a consistent increase. The
principal cause of the decrease thereafter was the increase
in the use of automobiles. Business conditions in 1916 were
better in the company’s territory, and the prices prevailing
were high enough to offset a shortage in production, but the
decrease in the production of many commodities made a cor-
responding decrease in tonnage for the railway. Moreover,
both steamers of the company were tied up between June 1
and July 20, at the busiest time of the year, on account of a
general strike of steamboat firemen and deck hands. While
the entire decrease of $9,513 ip gross earnings was probably
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attributable to the strike, the company suffered practically
no net loss on account of it. Considerable business, how-
ever, was lost through the closing of the Panama Canal,
inasmuch as the traffic moved via routes which eliminated
the company from enjoying any part of the haul.

Considerable was accomplished during the year in re-
ducing the cost of operation through a close attention to
details and the development of greater efficiency. The net
reduction in operating expenses amounted to $15,200, even
after the inclusion of $10,934 on account of depreciation
and compensation insurance, for which no charge was made
prior to the last year. About $8,500 of the reduction was
caused by the elimination of the expense of operating the
steamers during the strike. Moreover, by a consolidation
of the duties of president and attorney, and general man-
ager and traffic manager, the salaries of general officers
were reduced $2,300. More can perhaps be done along the
line of economical efficiency, it is said, but a substantial in-
crease in revenue is needed. The company will apply, as
soon as it is possible to secure the necessary co-operation,
for increases in rates which, it is believed, can be made
without injuriously affecting its business and which will in-
crease the revenue $20,000 or $30,000 a year.

Electric Railway Statistics

Expenses Shown to Be Increasing Faster Than
Revenues, in Comparison of Returns for
February, 1917, with Those for 1916

A comparison of electric railway statistics for February,
1917, with figures for the corresponding month of 1916,
made by the information bureau of the American Electric
Railway Association, indicates that the expenses of electric
railways in the United States are increasing faster than the
revenues. This condition is particularly noticeable in the
East and has had a depressing effect upon the returns for
the country as a whole. Data for February, representing
0123 miles of line of companies scattered throughout the
country, figured on the per mile of line basis, indicate an
increase in operating revenues of 3.18 per cent, in operating
expenses of 8.95 per cent and a decrease in net earnings of
6.99 per cent. Data representing 7324 miles of line indicate
an increase in the amount of taxes paid of 8.40 per cent
and a decrease in operating income of 15.83 per cent. The
returns from the city and interurban electric railways, as
shown in detail in the appended table, have been classified
according to the following geographical grouping: Eastern
District—East of the Mississippi River and north of the
Ohio River. Southern District—South of the Ohio River
and east of the Mississippi River. Western District—West
of the Mississippi River.

Of the three groups shown in the accompanying table, re-
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REVENUES AND EXPENSES OF ELECTRIC RAILWAYS FOR FEBRUARY, 1917

Eastern Districr

SouTHERN DisTrICT WesTeRN DisTRICT

| Per Mile of Line Per Mile of Line Per Mile of Line Per Mile of Line
Account —-— — e =
Amount, | | Amount, | Amount, Amount,
February, 9% In- | February, | 9 In- | February, % In- [ February, % In-
1917 | 1917 | 1916 | erease | 1917 ; 1917 | 1916 | crease 1917 1917 | 1916 | erease | 1917 1917 | 1916 | crease
Opt'mtgng revenues. 317.478,709131'916‘51.857i 3.18 1513,231 .774’52,096‘52.025 3.51 $1,237,286/51,155/%$1,130 2.21 $3,009,649|81,732|$1,700, 1.88
()pemtmg eXpenses. . 11,767,8721 1,290 1,184‘ 8.95 | 9,027,325 1,430‘ 1,288 11.02 725,178| 677 6601  2.57 @ 2,015,369 1,159} 1,130{ 2.56
Net earnings. ... ... .. 5,710,837 626 6731 16 99 | 4,204,449 666 7370 t9.64 512,108 478 470 1.70 994,280 573 570 0.52
Opcrating ratio, per eent. . 1917, 67.32; 1916, 63.76 1917, 68.22; 1916, 63.60 1917, 58.61; 1916, 58.40 1917, 66.91; 1916, 66.47
Average number of miles of line repre-
sented............ ... ..., : 1917, 9,123; 1916, 9,018 1917, 6,314; 1916, 6,236 1917, 1,071; 1916, 1,067 1917, 1,738; 1916, 1,715
COMPANIES REPORTING TAXES
: | - il i ) | | . DR
Operut,!ng revenues $13,177,857 81,799($1,776|  1.29 | 89,557,406 $1,878 $1,858 1.07 $719,237 ‘81,163 181,136 2.37 ($2,901,214 81,793 |$1,767 1.47
Operatmg expenses. 9,192,46 81,255 l,164‘ 7.81 | 6,851,589 1,346 1,22 9.69 405,425 656 636 3.14 | 1,935,454 1,196] 1,170 2.22
Net earnings. . . . .. 3,985,389 544 612 t11.12 | 2,705,817 532 631 115.69 313,812 507 500 1.40 965,760 597 597 0.00
Taxes. .. e zmcamn-n 944,088 129 119 8.40 696,170 137) 123| 11.38 60,929 99 95 4.21 186,989 115 118} 12.65
Operating income. . . F | 3,041,301 415 493| 115.83 2,009,647 395{ 508| 122.25 252,883 408 405 0.74 778,771 482| 479 0.62

Operating ratio, per cent. . 1917, 69.76; 1916, 65.54 h

1917, 71.67; 1916, 66.04

1917, 56.40; 1916, 55.98 1917, 66.70; 1916, 66.21

senter 1917, 7,324; 1916, 7,222

Average number of miles of line repre- ‘

1917, 5,088; 191€, 5,009

1917, 618; 1916, 617 1917, 1,618; 1916, 1,596

tDecrease. There were twenty-nine days in February, 1916, and only twenty-eight days in February, 1917.
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turns for the Eastern representing 6314 miles of line are
somewhat affected by the unsatisfactory conditions which
have had to be faced by the electric railways operating
within the limits of Greater New York. These railways
have not only suffered a slight decrease in revenues but
have had to meet a considerable increase in their operating
expenses and taxes. Consequently, though conditions in
other parts of the district were slightly better, the returns
for the district as a whole indicate an increase in operating
revenues of 3.51 per cent, in operating expenses of 11.02
per cent and a decrease in net earnings of 9.64 per cent.
Returns representing approximately 80 per cent of the
above mileage show an increase in the amount of taxes paid
of 11.38 per cent and a decrease in operating income of 22.25
per cent. Returns for the Southern group representing
1071 miles of line and for the Western group representing
1738 miles of line, though showing a greater percentage
increase in operating expenses than in operating revenues,
still indicate a slight increase in net earnings. Companies
in the Southern group represented by 618 miles of line
indicate an increase in the amount of taxes paid of 4.21
per cent and in operating income one of 0.74 per cent. In
the Western group the operating income increased 0.62
per cent.

The operating ratio for the country as a whole has in-
creased from 63.76 in February, 1916, to 67.32 in 1917.
The increase is due largely to the increase in the operating
ratio of the Eastern district. Slight increases in the
cperating ratio of the Southern and Western districts have
also occurred.

R., S. & E. Reorganization Plan

Committee Representing Bondholders of the Roch-
ester, Syracuse & Eastern Railroad Announces
Plan and Agreement of Reorganization

The bondholders’ protective committee, of which Arthur
W. Loasby is chairman, representing the Rochester, Syra-
cuse & Eastern Railroad bondholders, has submitted to
the ‘holders of the first mortgage 5 per cent gold bonds of
that company who have deposited their bonds a plan for
the purchase of the property at foreclosure and for its
reorganization. The plan and agreement for the reor-
ganization are dated May 18. It is expected that a sale
of the property under the judgment of the Supreme Court
will be held in the near future in the action commenced
at the request of the committee.

The committee says that the property as a whole is in
good condition to be taken over and operated by the bond-
holders without the rehabilitation expenditures which fre-
quently form a part of reorganization plans. As to what
the bondholders may expect in net earnings, if the plan
is carried out, the committee says that the property has
had the benefit of a full year’s operation under the man-
agement of C. Loomis Allen, the receiver, and that if the
bondholders approve the plan submitted by the commit-
‘tee, Mr. Allen will be continued in the management of
the property by the new corporation. The statement of
the financial operations of the company for the year ended
Dec. 31, 1916, shows gross earnings of $753,343 and the
amount applicable to the payment of bond interest and
dividends $218,604.

The committee has concluded that the property should be
acquired and operated by the bondholders through a new
company, and that the capitalization authorized for the
purpose of acquiring the property should not exceed its
actual value, $7,000,000, as follows: $3,000,000 of 6 per
cent cumulative preferred stock, $1,000,000 of common
stock and $3,000,000 of first mortgage 5 per cent bonds.
The bondholders who participate in the plan will receive
for each $1,000 par value of the old bonds securities of the
new company as follows: $500 of first mortgage 5 per
cent bonds, $500 of 6 per cent cumulative preferred stock,
$200 of common stock and $100 additional of 6 per cent
cumulative preferred stock representing unpaid interest.

The amount of the old bonds outstanding was $4,896,-
000. If the holders of all of these bonds participate in
the new plan the total amount of securities of the new
company outstanding will be $2,448,000 of bonds, $2,937,600
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of preferred stock and $979,200 of common stock, or a
total of $6,346,800. The plan further provides that such
of the authorized securities of the new company not re-
quired for delivery to participating bondholders shall be
delivered to the committee to be used by it to raise the
necessary cash to pay the non-participating holders. The
amount of the bonds which will be issued by the new com-
pany will be not less than $2,448,000 and not more than
$3,000,000.

It is pointed out that the net earnings of the company
during the first year of its operation will probably exceed
the amount required for interest upon the bonds by from
$70,000 to $100,000, which will be applicable to dividends
upon the preferred stock. The committee says that it is
expected that there will ultimately be available to the par-
ticipating certificate holders approximately $500,000 in pos-
session of the Columbia Trust Company, the trustee of the
mortgage, and of Mr. Allen and Mr. Holden, the receivers
of the company. The committee reserves its decision as
to how it shall apply this money, but points out that the
fewer the dissents from the plan of reorganization the
more likely it becomes that this money or some part of it
may be devoted to paying the interest in default or some
part of such interest. WNo assessment of cash is to be
made upon the bondholders for the organization of the
new company or the operation of the property.

Cumberland County Power & Light Company, Portland,
Maine.—The Cumberland County Power & Light Company
has applied to the Maine Public Service Commission for au-
thority to issue $440,000 of bonds of which $207,700 are to
be used for improvements during 1917. The commission has
authorized the Portland Railroad, controlled by the Cumber-
land County Power & Light Company to issue $297,000 of
first lien and consolidated mortgage bonds, making $2,147,-
000 outstanding.

Havana Electric Railway, Light & Power Company, Ha-
vana, Cuba.—The stockholders of the Havana Electric Rail-
way, Light & Power Company have approved the plan to
increase the preferred capitalization from $15,000,000 to
$21,000,000. The holders of common and preferred stock
of record of March 28 have the privilege to subscribe to
the new stock, on the basis of 20 per cent of their holdings,
at par and an amount equivalent to the accruing dividend
thereon to June 15, making a total of $101.25 per share
for the new preferred. Payments for the stock must be
made on or before June 15.

International Railway, Buffalo, N. Y.—The New York
Public Service Commission for the Second District has au-
thorized the issue by the International Railway of $1,500,000
of the company’s refunding and improvement 5 per cent
bonds. The proceeds will be used to finance the extensions
and improvements to the company’s lines and additions to its
rolling stock during the year 1917 and to refund $25,000 of
car trust certificates due this year. Most of the projects
provided for in the company’s schedules have already been
made public. They include the purchase of fifty-five new
cars, improvement to the equipment of present cars, traclk
reconstructions and extensions and additions to the power
house and substation equipment.

Lehigh Valley Transit Company, Allentown, Pa.—The
agreement seeking the deposit of the stock of the Lehigh
Valley Transit Company in connection with the deal involv-
ing consolidation with the Lehigh Navigation Electric  Com-
pany has been extended for ninety days from May 7. On
May 12, $3,385,250 of preferred stock and $2,288,000 of com-
mon stock deposit receipts had been listed on the Philadel-
phia Stock Exchange.

Los Angeles (Cal.) Railway.—The operating revenues of
the Los Angeles Railway for the year ended June 30, 1916,
totaled $6,101,792, and the operating expenses $4,136,660.
The revenue per car-mile for this year was 20.71 cents, and
the operating expenses per car-mile 14.01 c¢ents.  The
revenue per mile of track totaled $16,671.

New York (N. Y.) Railways.—The holders of bonds ag-
gregating  $2,000,000 of the former Twenty-eighth &
Twenty-ninth Streets Crosstown Railway cannot sue the
New York Railways in the New York federal courts, ac-
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cording to a decision handed down in the Supreme Court
of the United States. The bonds were guaranteed by the
Metropolitan  Street Railway. After the Metropolitan
Street Railway became insolvent, suit was brought in the
United States District Court at New York for the recovery
of the principal of the bonds, the complainanis contending
that the New York Railways was liable therefor. The Dis-
trict Court refused so to hold, questioning its jurisdiction
in the matter. The case was carried to the United States
Supreme Court, and the decision of the lower court affirmed.
The Third Avenue Railway is now operating the Twenty-
eighth & Twenty-ninth Streets Railway, which has been
reorganized as the Mid-Crosstown Railway. B. F. Wollman,
president Bleecker Street & Fulton Ferry Railroad, has an-
aounced that the sale of the stock of that company to the
New York Railways has been consummated and that more
than 85 per cent of the stock has been delivered. The pur-
chase of the stock of the New York Railways was made
with the approval of the Public Service Commission for the
First District at $28.50 a share.

QOakland, Antioch & Eastern Railway, Oakland, Cal.—The
Oakland, Antioch & Eastern Railway has filed with the Cali-
fornia Railroad Commission an application for authority
to renew promissory notes for a total of $400,000. Cf these
notes, $240,000 are to the Union Trust Company, San Fran-
cisco, Cal., and draw interest at 6 per cent; $19,053 are to the
J. G. White Engineering Corporation, and bear interest at
6 per cent; $47,800 are to the United States Steel Products
Company, and are 6 per cent notes; and $93,000 are to the
Anglo-London-Paris National Bank, and bear the interest
rate of 7 per cent.

Syracuse & Northern Electric Railway, Syracuse, N. Y.—
The New York Public Service Commission for the Second
District has approved of the reorganization of the Syracuse
& South Bay Electric Railroad and the Syracuse, Watertown
& St. Lawrence River Railroad as the Syracuse & Northern
Electric Railway, in accordance with an agreement reached
with a committee of the bondholders composed of F. W.
Roebling, Jr., W. L. Smith and William Nottingham. The
new company has been authorized to issue $40,000 of first
lien notes, $153,750 of second mortgage bonds, $480,000 of
first preferred 6 per cent non-cumulative stock, $420,000 of
second preferred 6 per cent non-cumulative stock and $150,-
000 of common stock. This makes the total capital liabilities
$1,243,750, as against $1,790,000 of securities of the two old
companies. The committee on reorganization says in its
petition that the new arrangement will reduce the fixed
charges on the property to a point where its undoubted
value in construction, equipment and territory will enable
the new company to live.

Tidewater Power Company, Wilmington, N. C.—Hugh
MacRae, president of the Tidewater Power Company, has
written to the ELECTRIC RAILWAY JOURNAL relative to the
proposed sale of the property of the company to Brooks &
Company, Scranton, Pa., to the effect that for reasons
mutually satisfactory the transaction was not consummated.

Trans-St. Mary’s Traction Company, Sault Ste. Maric,
Mich.—A receiver has been appointed for the Trans-St.
Mary’s Traction Company. The company defaulted in the
payment of the interest due on Jan. 1 on its fifteen-year
5 per cent bonds as noted in the ELECTRIC RAILWAY JOURNAL
of April 7, page 664,

Washington Railway & Electric Company, Washington,
D. C.—In accordance with the approval received from the
District of Columbia Public Utilities Commission for the
issue of $1,127,000 of general improvement 6 per cent de-
henture bonds, the Potomac Electric Power Company offers
for sale $750,000 of the bonds, and will receive subscriptions
until noon May 31. The proceeds will be used for extensions,
additions, betterments and improvements and to reimburse
the company for previous expenditures. The bonds are guar-
anteed by the Washington Railway & Electric Company,
which controls the Potomac Company.

West Virginia Traction & Electric Company, Wheeling,
W. Va—William P. Bonbright & Company, Inc., New
York, N. Y., reported on May 17 that they had already sold
more than $1 000,000 of the $1,800,000 of 6 per cent secured
notes of the West Virginia Tractlon & Electric Company,
underwritten by them, since making their private offering
of these notes on May 1.
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Dividends Declared

Baton Rouge (La.) Electric Company, 3 per cent, pre-
ferred; 4 per cent, common.

Cities Service Company, New York, N. Y., monthly, one-
half of 1 per cent, common and preferred; one-half of 1 per
cent common, payable in common stock.

Citizens Traction Company, Pittsburgh, Pa., $1.50.

Northern Texas Electric Company, Fort Worth, Tex.,
quarterly, 1 per cent, common.

Wisconsin-Minnesota Light & Power Company,
Claire, Wis., quarterly, 1% per cent, preferred.

Eau

Electric Railway Monthly Earnings

BANGOR RAILWAY & ELECTRIC COMPANY, BANGOR, ME.

Operating Operating Operating Fixed Net
Period Revenue Expenses Income Charges Income
1m., Mar., '17 $71,203 *$40,566 $30,637 $18,646 $11,991
1 “ 16 63,794 *35,896 27,898 17,653 10 245
12 “ 17 852,167 *480,147 372,020 218,071 153.949
12 ¢ o 2416; 792,384 *416.006 376,378 212,798 163,580
BROCKTON & PLYMOUTH STREET RAILWAY,
PLYMOUTH, MASS
1m., Mar., ’17 $8,412 *$9,857 181,445 $1,167 1$2,612
1 “ ‘16 7,096 *8,465 11,369 .10 12,470
12+ e i 125,302 *114,195 11,107 13.446 12,339
1.2 # . 16 116,967 *98,618 18,349 13,384 4,965
CHATTANOOGA RAILWAY & LIGHT COMPANY,
CHATTANOOGA, TENN.
1m., Mar., ’17 §$106,691 *$74,631  $32,060 $29,703 $2,307
1 % L '16 100,095 *60,568 39,527 29,793 9,734
12 v 17 1,248,917 *858,529 390,388 358,238 32,150
12 o 16 1,142,425 *737,509 404,916 357,353 47,563
COLUMBUS RAILWAY, POWER & LIGHT COMPANY,

COLUMBUS. OHIO

1m., Mar., 17 $332,389 *$237,777 $94,612 $45,109 $49,503
1 o 16 288,094 *169,962 118,132 44,375 73,757
1325 * 17 3,657,467 *2,287,687 1,369,780 520,841 848,939
i “ 16 3,201,382 *1,891,333 1,310,049 489,482 820,567

CUMBERLAND COUNTY POWER & LYGHT COMPANY,

PORTLAND., ME.
im., Mar., ’17 $236,387 *$166,137 $70,250 $66,629 $3,621
1 ’16 209,374 *139,620 69,754 66,371 5
12 4 '17 2,938,421 *1,869,863 1,068,558 810,460 258,098
12w o 16 2,692,080 *1,568.691 1,123,389 802,370 321,019
KAST ST. LOUIS & SUBURBAN COMPANY,
EAST ST. LOUIS, ILL.

lm., Mar.,, ’17 $287,052 *$183,819 §103,233 $64.662 $38,571
1 £ @ ’16 231,887 *141,868 90,019 63.645 26,374
12 « ¢ 17 3,186,789 *1,955.131 1,231,658 760,429 471,229
12 = & 16 2,563,131 *1,532,202 1,030,929 753,772 277,157
El. PASO (TEX.) ELECTRIC COMPANY
1m., Mar,, ’'17 $108,183 *$67,849  $40.334 $5,114  $35,220

“ “ 16 86 4 *47,941 38.551 4,810 33,740
124 - bl *713,5631 450,047 60,593 389,454
12 o 16 *531,703 483,134 51,960 431,174

JACKSONVILLE (FLA.) TRACTION COMPANY
1m., Mar., ‘17 $61,5610 *$38,338 $23.172 $15.777 $7,395
L “ 16 54, 7‘%1 *36,762 17,969 15,440 2,529
L9 = 119 643 *431,016 212,866 185,832 27,034
12« " ‘16 612, 701 *426,044 186,660 180,181 6,479
LIEWISTON, AUGUSTA & WATERVILLE STREET RAILWAY,
LEWISTON, ME.
Llm.; Mar.;, 47 $67,227 *$53,586 §13,641 $15,679 $$2,038

b “ '16 55,204 *45,072 10,132 16,155 76,023
12« " 17 828,722  *587,706 241,016 186,001 55,015
1.2 & 16 747,892  *490,819 257,073 191,224 65,849

NASHVILLE RAILWAY & LIGHT COMPANY,
NASHVILLE, TENN.
1m Mar,, ’17 $201,328 *$137,091 $64,237 $40,906 $23,331
“ ‘16 194,038  *121,775 72,263 42,807 29,456
12 - i '17 2,415,890 *1,494,407 921,483 503,298 418,185
182+ % ‘16 2,189,901 *1,349,511 840,390 513,680 326,710
PADUCAH TRACTION & LIGHT COMPANY,
PADUCAH, KY
1m., Mar.,, ’17 $25,394  *$20,529 $4 865 $7,278  1$2,413
;8¢ £ 16 25,725 *15,955 9,770 7.188% 2,582
12« - 17 311,898 *226,956 84,942 86,404 1,462
il 2 16 294,586 *178,666 115,920 90,057 25,863
PENSACOLA (FLA.) ELECTRIC COMPANY
1m., Mar., 17 $25,220 *$15,999 $9,221 $7,818 $1,403
T “ 16 24,056 *13,315 10,741 7,516 228
12 « o vl 289,452 *165,299 124,153 92,764 31,389
1984 o 16 268,463 *149,405 119,058 81, 1139 215919
PORTLAND RAILWAY, LIGHT & POWER COMPANY,
PORTLAND, ORE.
1m., Mar., ’17 $474,478 *$262,377 $212,101 $184,024 $28,077
1 = ’16 450,803 *254,205 196,598 182,064 14,534
190 o '17 5,592,604 *3,038,892 2,653,712 2,180,643 373,069
Tk L ‘16 5,453,357 *3,063,650 2,389,707 2,204,581 185,126
*Includes taxes. 1Deficit.
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Traffic and Transportation

Seattle Limits Use of One-Man Cars

City Council Moves to Frevent Their More General
Operation as Recently Authorized by the
Washington Commission

The City Council of Seattle has adopted a resolution
denying the right of the Puget Sound Traction, Light &
Power Company to operate one-man cars, except as now
authorized by the Council, and has served notice on the
company that such cars will not be allowed to operate.
It declares that the Public Service Commission, in author-
izing the company to employ one-man cars on its lines
in Seattle, reversed its opinion in the recent case of the
Tacoma Railway, Light & Power Company. The resolu-
tion states that the action of the commission was unwar-
ranted, because the case was an ex parte affair in which
the city was interested, but had not been advised.

The Public Service Commission issued its order on April
26, so that the company could place orders for the cars
and for material for conversion of single-truck cars into
cars of the one-man type before the prices for material
advanced, which was announced for May 1. The resolution,
which was originally intended to be a mere protest against
the action of the commission, was unanimously passed by
the Council with a provision directing the corporation coun-
sel to prevent the operation of one-man cars, and the Mayor
said he would arrest the car men provided it was the proper
method to pursue.

A paragraph in the resolution, which was adopted unani-
mously by the eight members present, provided that a copy
of the resolution be forwarded to the company, notifying it
not to purchase any cars, or to take any steps whatever to
install one-man cars upon its system ‘“until it shall have
first obtained the consent of the city legislative act.” The
company was further notified that the city would resist
by legal proceedings the violation of its franchise obliga-
tions “except as it has been relieved therefrom by or with
the consent of the city of Seattle.”

How THE SITUATION DEVELOPED

Nearly two months ago the traction company asked for
the privilege of operating twenty-five one-man cars to
furnish additional service on congested lines. The matter
was referred to the franchise committee, before which offi-
cers of the company appeared and urged immediate action,
so that an order might be placed before a proposed 25 per
cent increase in prices materialized. The franchise com-
mittee, including Councilmen Oliver T. Erickson and W.
D. Lane, and numbering five of the nine members of the
Council, agreed to pass a bill granting the desired privi-
lege at a meeting to be held on a Monday following, pro-
vided no patrons actually protested in the meantime.
There were no protests, but instead of passing the bill,
Councilman Erickson introduced a resolution denying the
use of the small cars until such time as the company
would allow the operation of city cars over its Third Avenue
tracks and around the Jackson Street loop. The company
then appealed to the commission.

The present resolution opposing the commission’s order
adds difficulties to a complicated situation. In accordance
with a city ordinance, Corporation Counsel Caldwell brought
suit some time ago to compel the company to pave between
its tracks. This action was tried before Judge Kenneth
Mackintosh on March 26 and the court has since held the
case under advisement. The corporation counsel will im-
mediately renew the motion of the city for dismissal of
the company’s application before the Public Service Com-
mission to be released of certain franchise obligations. The
commission will be asked to make an order similar to that
which ‘was issued in the Tacoma case, wherein it disclaimed
jurisdiction to unburden a public utility of such obligations,
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Free-Ride Order Opposed

Public Service Commission of Indiana Orders Free
Transportation for Policemen and Firemen—
Suit Brought in Federal Court

An application was filed on May 16 in the Federal Court
at Indianapolis by the Indianapolis Traction & Terminal
Company for an injunction to prevent the Public Service
Commission of Indiana from enforcing a recent order which
provides for the free transportation of firemen and police-
men on the street railway systems of the State. Hearings
were held by the commission early in May, following which
an order was issued to the traction companies requiring
tiaem to carry city firemen and policemen on their cars withi-
out payment of fare in accordance with an act passed during
the 1917 session of the Indiana Legislature, which amended
a section of the utilities commission act. The traction com-
panies contended at the hearing that the amendatory act is
unconstitutional. The Indianapolis Traction & Terminal
Company has asked a statement of the United States Court
declaring the Public Service Commission’s order void, that
the commission be enjoined from enforcing the order and
also from instituting any action, civil or eriminal, for penal-
ties for violating it, and finally, that all firemen and police-
men, having notice of the suit, be denied free car rides when
on duty.

The company claims that the commission, unless enjoined,
“will subject the company to a multiplicity of actions, de-
mands and penalties, which might amount to thousands of
dollars.” It is also charged that the commission’s order is
indefinite and incapable of enforcement and is, therefore,
invalid, for “there is no means to ascertain when a police-
man or fireman is on duty.” Errors in determining the
status of the firemen or policemen might also cause large
penalties. It is further contended that these penalties
and the intention of the commission to enforce the free-
ride order will intimidate the company’s employees in the
discharge of their duties, encourage firemen and policemen
to resist the payment of fare, cause disturbance on the cars
which would discourage the public patronage.

Robert I. Todd, president and general manager of the
company, stated in his affidavit that E. I. Lewis, chairman
of the Public Service Commission, had advised him that the
commission would give the company until Monday, May 14,
to comply with the order, which was passed on May 8.

Transfer Areas Suggested

A Day’s Transfers Wheeled Into Directors’ Meeting
to Imoress the Board

At a hearing on May 18 before the ways and means com-
mittee of the Massachusetts Legislature, on the bill to
relieve the financial necessities of the Boston Elevated Rail-
way, President M. C. Brush urged that the provision which
authorized the company to acquire property for inclosed
transfer areas be restored to the bill. Mr. Brush reviewed
the abuses of the transfer privilege in Boston, pointing out
that at Central Square, Cambridge, the company is now
losing $60,000 a year through the lack of an inclosed trans-
fer area. He said that 80 per cent of the paper transfers
now in use at Boston could be eliminated by the establish-
ment of inclosed transfer areas, and that in order to impress
the directors of the company with the volume of transfers
issued he had recently wheeled one day’s transfers in a
barrow into the meeting of the board. Speaking of the
abuses possible at Boston, Mr. Brush said that he recently
gave a conductor a nickel and asked him to ride as far as
possible on the system without paying a second fare, with
the result that the employee covered more than 50 miles.
Local merchants object to the establishment of transfer
areas on account of its effect on their patronage.

I*. E. Snow, counsel for the company, said that the pur-
chase of the Cambridge subway by the State, and other
relief measures suggested in the bill, would provide the
company with capital temporarily, but that it would not
yield the necessary revenue. He said that a 6-cent fare is
the only ultimate solution of the company’s problem.
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Bonding Company for Washington
Jitneys

State Insurance Commissioner H. O. Fishback, Olympia,
Wash., upon receipt of an opinion from Attorney General
Tanner, has announced that the Mutual Union Insurance
Company, organized by jitney drivers of the State to write
bonds for jitney operators, may write such bonds, provided
it complies with all of the laws covering the writing of this
class of business. Commissioner Fishback has announced
also that the company will be required to have assets to
the amount of $300,000 before bonds can be written. This
decision has resulted in the issuance of a restraining order
by Superior Judge Smith which forbids Prosecuting Attor-
ney Lundin from interfering with the operation of jitney
buses under the bonds written by the Mutual Union Insur-
ance Company until a hearing is held on petitions now pend-
ing for a permanent injunction. It is probable that the
jitney drivers will apply for a writ of mandamus to com-
pel the Secretary of State and the Insurance Commission
to issue a license to the company, and in the meantime will
ask an injunction to prevent prosecution because they are
without bonds.

W. R. Crawford, president of the mutual company, urges
that the mutual insurance company statutory provision,
which provides for the acceptance of contingent assets of
members, be applied in rating the jitney surety company,
but this Commissioner Fishback declines to do. Mr. Craw-
ford holds that the contingent liability provision, by which
each member is liable for the sum of six times his premium,
is mandatory upon the commissioner in the jitney applica-
tion. Under this provision, the 321 members, each paying
$200 premium annually, acquire a total asset which the
mutual company’s representative argues is complete compli-
ance with the law. Commissioner Fishback says he will
not take this view of the case unless ordered to do so by
the court.

The jitney men’s case is further complicated by the fact
that the receiver of the defunct Casualty Company of
America, the New York firm which has heretofore written
all jitney bonds in the State of Washington, has notified
Secretary of State 1. M. Howell that all bonds became void
on May 4. Commissioner Fishback is now seeking a ruling
from Attorney General Tanner as to whether the company
can void the jitney bonds without refunding the unearned
portion of the paid premiums.

1. C. C. Dismisses Transfer Case

The complaint filed with the Interstate Commerce Com-
mission by C. Elton James and other residents of communi-
ties in Virginia served by the Washington & Old Dominion
Railway, Washington, D. C., charging that the withdrawal
of the transfer arrangement existing between that company
and the Capital Traction Company subjected them to unjust
and discriminatory fares was dismissed on May 5. The
complaint was filed with the commission on Aug. 12, 1916.

There is no connection between the two lines, but their
terminals at Thirty-sixth and M Streets in Washington are
within a few feet of each other. Prior to Aug. 9, 1916,
transfers from the Capital Traction Company were good on
the Great Falls division of the Washington & Old Dominien
Railway to Cherrydale, and on the Bluemont division to
Thrifton. After that date through commutation fares to
Washington were published by the Washington & Old Do-
minion Railway from points on both its Bluemont and Great
Falls divisions. This change resulted in an increase in the
total charges paid by commuters whose business brings
them into the city.

The commission held that the Capital Traction Company
is not subject to its jurisdiction and, therefore, it has no
power to require the restoration of the transfer arrange-
ment previously existing between the two companies. The
case was ordered held open for fifteen days to give the
complainants opportunity to file a request for a further
hearing on the question of rates on the Washington & Old
Dominion line. The rates in the present case on this line
were not questioned.
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Pacific Electric Men Send Out Letter

Supplementing the work of the Pacific Electric Railway
employees of Los Angeles, Cal,, in securing signatures on a
petition for an initiative ordinance intended to bring the jit-
neys under more rigid control, an open letter of appeal has.
been sent out to the people of the city. This movement was.
begun by the Los Angeles Railway men some time ago in the
hope of helping the company to restore its revenues and en-
able it to increase wages. It has been reviewed previously
in the ELECTRIC RAILWAY JOURNAL. The letter read in part
as follows: :

“Our future and the future of our families are at stake.
There are now more than 400 jitneys operating in Los
Angeles County. We should be placed on a fair competitive
basis with them. The jitney bus should be forced to bear
the same burdens that railway service bears; forced to-
accept responsibility for accidents; forced to pay the same
proportion of street paving; maintain service whether it
pays or not; give and take transfers; operate in poorly
paying territory as well as on the paying streets; give up
nickel-sniping from our cars and go into the service of the
public on a business basis.”

Inter-Company Service Authorized

Through service over the Bay State Street Railway, Bos-
ton, Mass., and the Boston Elevated Railway between Win-
chester and Harvard Square, Cambridge, will soon be estab-
lished as the result of an order of May 18 by the Public
Service Commission. By an act of 1916 the commission was
authorized to grant track locations for the establishment of
through service by two or more companies in cases wWhere
the municipality has refused such location rights. In the-
present case the board overruled the town of Arlington and
ordered a single-track connection between the two systems
where the lines are to be joined. The board held that the:
establishment of through service would not add sufficiently
to the traffic congestion on the Boston Elevated lines feed-
ing the Cambridge subway to warrant a refusal of the Win-
chester petition.

Street Semaphores for Seattle—Upon the recommenda-
tion of Superintendent of Utilities A. L. Valentine, Seattle,
the City Council recently authorized the installation of”
semaphores at several congested street intersections. Sem-
aphores of two different types have been installed.

Trolley Wreck Near Cleveland.—A car of the Cleveland
& Tastern Traction Company, which was filled with pas-
sengers and stalled at a switch, was sideswiped on May 20
by a car going in the opposite direction. The concussion
was such that the standing car tipped over on its side,
injuring ten persons, one of them seriously.

More Skip Stops Before Detroit Council.—Agitation for a:
trial of skip-stop service on the Hamilton and Grand River-
lines of the Detroit (Mich.) United Railway has resulted
in the introduction of resolutions in the Common Council
which place the question before the Aldermen for con-
sideration. This form of service has proved very popular-
on the Woodward and Jefferson lines, and the company is
ready to extend its application as soon as it receives per-
mission from the city.

City Fails to Reduce Fares.—The lack of proper pro--
cedure in advertising an ordinance seeking to reduce street
car fares in Newport, Ky., to 3 cents has invalidated the-
measure, according to a recent decision of the Kentucky
Court of Appeals, sitting at Frankfort. The ordinance-
would have compelled the South Covington & Cincinnati
Street Railway to charge a 8-cent fare inside the city of”
Newport and 5-cent fares to all points on the line outside-
the city, with universal transfer privileges. The court.
sustained the finding as rendered by the Campbell Circuit
Court.

Novel Anti-Parking Signs in Louisville.—Managements of~
office buildings and large department stores in Louisville,
Ky., are making use of curb signs with the inscription:
“Please Do Not Park Cars Here,” written in white letters:
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on a black field. The signs are placed at the entrances to
the buildings and prove effective in keeping the street clear
at those points. They are made from 6-in. x 6-in. timbers
about 5 ft. long, which are sawed lengthwise to give an
approximate triangular section. The inscription is placed
on the sloping surface so as to be easily seen from vehicles.

Utica Fare Increase Contested.—The tariff of the New
York State Railways, Utica Lines, which was filed with the
Public Service Commission for the Second District, increas-
ing by 5 cents the round-trip fares from Utica to Rome,
Frankfort, Ilion, Mohawk, Herkimer and Little Falls be-
came effective on May 15. The Mayor of Little Falls and
other residents made complaint against these increases,
but the complaint was not received until after the new
tariffs became effective. The complaint is accordingly being
served on the company as a complaint against existing
fares, to which the company has twenty days to make a
reply.

Albany Fare Case Settled.—In the matter of a change of
fares on the lines from Albany to Troy of the United
Traction Company, Albany, N. Y., which was one issue
of a general controversy in that city recently the company
has withdrawn its proposition. A half-hourly service is now
furnished on the Albany-Troy steam belt line for a 15-cent
fare, while the electric railway rate between the two cities is
10 cents, with no transfers at either end. The attempt was
originally to compel a reduction in fare through a bill intro-
duced in the Legislature, which stipulated a 10-cent fare on
this line, with transfer privileges.

Costs Will Affect Fares in Detroit.—The Detroit (Mich.)
United Railway, through the columns of a recent issue of
its weekly publication, Electric Railway Service, has ex-
plained to its patrons, in a simple and straightforward man-
ner, what the prevailing high prices mean to the electric
railway industry, and that if costs continue to rise fares
on that road must be expected to advance. The company
estimates that an additional expenditure of $600,000 will
be required this year to meet the increased cost of coal. It
is pointed out that in the case of other public utilities, and
also - private enterprises, selling prices are regulated to
suit varying costs, which is not readily done by railways.

Twin Cities Service Portrayed in Folder.—A well-illus-
trated booklet entitled “The Twin Cities To-day” has just
been issued by the Twin City Rapid Transit Company, of
which A. W. Warnock is general passenger agent. The
booklet is intended to convey a cordial invitation to stran-
gers to visit the many enjoyable places of interest in Minne-
apolis and St. Paul, which are sometimes characterized by
the phrase “the cities of lakes, rivers and parks.” It con-
tains, besides illustrations and statistical data, colored maps
of the two cities, the University of Minnesota grounds and
some of the more important parks, showing the connection
of trolley lines, and gives information concerning car
schedules.

Electric Railway Accident Statistics.—The accident bul-
letin issued by the Interstate Commerce Commission for
the quarter ended Sept. 30, 1916, summarizes the accidents
of various kinds which occurred on electric railways during
that period. According to the report there were sixty-one
train accidents which resulted in the death of four per-
sons and the injury of 210. The number of deaths result-
ing from ordinary train-service accidents was 153, seventy-
three of which involved grade-crossing accidents; the num-
ber of injuries was 714, of which 268 were received in get-
ting on or off cars, while 187 of these involved grade-
crossing accidents. To these figures are added the number
of non-train casualties, making the total number of deaths
180 and the number of accidents 1326.

Suit Brought in Duluth Fare Case.—James E. Gard-
ner, Jr.,, has brought suit against the Duluth (Minn.)
Street Railway in the district court of that city in
an effort to test the right of that company to charge
a double fare on one of its lines. This situation was re-
viewed in the ELECTRIC RAILWAY JOURNAL for May 5, page
848. The Public Affairs Committee granted the company
permission to charge a 10-cent fare on its Morgan Park line
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in order that the company might get funds for extending the
line to New Duluth. Many of the patrons have opposed the
measure, but the city attorney pointed out that in his opin-
ion the city could not prevent it. To make an issue, Gardner
refused to pay the double fare and was put off the car, for
which he is suing the company for $500 damages.

Universal Transfer System for Cincinnati.—Mayor Puchta
has approved the new universal transfer schedule for Cin-
cinnati and it is now in effect. It provides for transporta-
tion between two points by the most direct route at a fare
of 5 cents, as provided in the loop lease and revision ordi-
nance recently approved. The principal features of the
system are the triple transfer provision for East End
patrons, enabling them to go to Norwood or Avondale
without going down town, double transfers on crosstown
lines, double transfers for College Hill residents on Winton
Place lines to Avondale and Winton Place, and a 5-cent
fare on the Millecreek Valley line within the ecity limits.
Each conductor has been provided with a book of 124 pages
showing the transfer privileges on every line in the city.

State Commissions Order Safety Measures.—In connec-
tion with the Public Service Commission of the First Dis-
trict of New York, the up-State Public Service Commission
at Albany has announced an order requiring the Long Island
Railroad, New York, N. Y., to maintain a guard between
each two passenger cars of its multiple-unit trains, to
equip all such cars with vestibule gates or doors and trap-
doors, which must be kept closed except when stopping at
stations, and to keep trapdoors closed except when the
train is proceeding between consecutive stations at which
the station platforms are substantially on a level with the
rails. This decision was reached after a long investiga-
tion by both commissions and after a full hearing and
rehearing of the case. The commissions announced that
it was necessary in order to make travel safe in the
crowded commuting district involved.

Military Work Swells Traffic.—The amount of business
handled by the Louisville & Southern Indiana Traction
Company, New Albany, Ind., has increased as a result of
the present military activities. The quartermasters’ depot
at Jeffersonville, Ind.,, is one of the important supply
depots for the entire army, and a tremendous volume of
business is being handled there. One of the big branches
of this depot is the sewing department, which issues large
quantities of material out of which the clothing for the
soldiers is made. Thousands of women from across the
Ohio River, who are constantly engaged on this work,
reach the depot via the cross-river line to Louisville, the
line to New Albany and the Jeffersonville city line. In
addition there is a large amount of freight being handled,
most of it by steam cars, since the government takes pos-
session of these cars at will. Electric cars are loaded at
the depot when the wagons of the company in Jefferson-
ville are not sufficient in number to make the collections.

Three Auto-Bus Lines for Rome.—The Public Service
Commission for the Second District of New York has
granted certificates of convenience and necessity for three
motor-bus lines running into Rome. The Rome & Boonville
Auto Bus Company, Inc., is permitted to operate through
Dominick Street, North James Street, North George Street
and Turin Street. A certificate is granted to the Rome &
Northern Auto Bus Company to operate along North James
Street and upon other streets in Rome for the purpose of
delivering and picking up passengers and parcels. These
lines are parts of a line to Boonville. The minimum fare
is to be 15 cents, and no local passengers are to be carried
within the city of Rome. J. Franklin Hyde has also re-
ceived permission to operate a line from Rome to Oneida
and Sylvan Beach. These buses will carry passengers and
will carry freight in trailers, provided such a practice is
not deemed dangerous. The route will run from James and
Dominick Streets in Rome to the Oswego Road and into
the town of Verona; also along South James Street to
where the Rome and Verona roads intersect. In Oneida
the buses will travel the usual route through that city to
the bridge on Socononda Street, over the Oneida Creek. The
applicant agrees to file with the commission any proposed
changes in freight and passenger rates.
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Personal Mention

C. W. Bridges is now traffic agent of the Pittsburg County
Railway, McAlester, Okla., having succeeded F. M. Essig.

Thomas B. Willard, assistant treasurer of the Tidewater
Power Company, Wilmington, N. C., has been made assistant
secretary-treasurer.

Fred E. Sterling has been appointed a member of the
State Public Utilities Commission of Illinois by Governor
Lowden, effective on July 1.

H. A. Bullock, secretary of the New York Municipal Rail-
way Corporation, Brooklyn, N. Y., began service in the
training camp at Plattsburg on May 22.

Harry Woolleott, secretary and purchasing agent of the
Tidewater Power Company, Wilmington, N. C. has been
elected treasurer of the company to succeed the late R. J.
Jones.

Walter H. Taylor has resigned as solicitor at Norfolk for
the Virginia Railway & Power Company on account of the
pressure of other business. The duties of the office will
be discharged by W. H. Venable, general attorney of that
city.

Edward Dana, manager of surface transportation of the
Boston (Mass.) Elevated Railway, recently gave an illus-
trated lecture before senior students of electrical engineer-
ing at the Massachusetts Institute of Technology on the
subject of traffic studies and their importance in the fixing
of schedules.

Arthur W. Brady, president of the Union Traction Com-
pany of Indiana, Anderson, Ind., on May 17 was appointed
by Governor Goodrich a member of the State Council of
Defense. The State Counecil is organized to co-operate
with the Council of National Defense and will take charge
of the organization and direction of all the resources of
the State.

Charles G. Miller has resigned as assistant secretary of
the Cincinnati (Ohio) Traction Company to accept the po-
sition of business manager of the Cincinnati Zoological Park
Association. Mr. Miller had been in temporary charge of
the Zoo for about six months. He began his services with
the local traction company in Cincinnati about ten years
ago. He served successively as secretary and chief clerk
to Vice-President Draper before becoming assistant secre-
tary of the company.

C. E. Fasoldt has been appointed engineer of power and

lines for the United Traction Company, Albany, N. Y.. to
succeed H. J. Childs, who is now electrical engineer for the
Chateaugay Ore & Iron Company, Lyon Mountain, N. Y.
Mr. Fasoldt has been in the employ of the General Electric
Company, Schenectady, N. Y., since 1902. He spent about
two and a half years in the testing department and has sincc
been engaged in power-plant construction and in the office
of the construction department.

A. H. Towne, who has been engineer of maintenance of
way for the Berkshire Street Railway, Pittsfield, Mass., since
1914, has resigned. He will return to Springfield to resume
work with the engineering firm of Durkee, Towne & White,
of which he is a member. Mr. Towne entered the employ of
the Berkshire Street Railway in 1901. He had charge of the
construction of the company’s line from Bennington, Vt., to
Canaan, Conn., the extension from Great Barrington to
Egremont. and also its Lee-Huntington line. No successor
to Mr. Towne has yet been appointed.

George Gibbs, of the firm of Gibbs & Hill, consulting
engineers, New York City, has sailed for Russia, together
with five other representative railway men of this coun-
try, forming the advisory commission of American rail-
way experts whose services are to be placed at the dis-
posal of the Russian government. The commission, which
is headed by John F. Stevens as chairman, is to act in a
consulting capacity with the aim of improving the chaotic
conditions existing to-day in the transportation industry in
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Russia. It is to lend its aid in the construction of new
lines and the rehabilitation of existing railroads and their
equipment, and in addition will consider the immediate
problems of operation which have been such a serious
handicap to Russia since the war began.

Ellsworth L. Mills, who has been chief of the track
division of the Public Service Commission of the First Dis-
trict of New York, has resigned from the firm of Gibbs &
Hill, consulting engineers to the commission, to become
associated with the firm of Dilworth, Lockwood & Company,
steel merchants, New York. During his connection with the
commission Mr. Mills was in charge of the design and the
preparation of the contracts for the track work for the city-
owned lines of the dual system. Before becoming associated
with Messrs. Gibbs & Hill, Mr. Mills was engaged on the
Grand Central Terminal improvements of the New York
Central Railroad. The supervision of track design and of all
contracts for the purchase of materials has been assumed by
Robert H. Jacobs, division engineer.

James Harmon, who was safety agent for the Middle West
Utilities Company with headquarters at Indianapolis, has
been transferred to Chicago as claim adjuster of the bureau
of safety of the same interests. Mr. Harmon has been en-
gaged in accident prevention work for several years. He re-
ceived his first experience with railway operation while worlc-
ing as a conductor. He was one of the first to recommend
street car cards to designate the proper methods of boarding
and leaving cars. About 1910 Mr. Harmon became claim
and safety agent for the United Gas & Electric Company
and later of all the Samuel Insull properties in New Albany
and Jeffersonville, Ind., and in Louisville, Ky. During that
time he introduced periodical examinations for trainmen and
other employees and gave other instruction in safety meth-
ods. In October, 1914, he was made safety agent for all the
Insull properties in Indiana with headquarters at Indianap-
olis, and was succeeded in that position a few weeks ago by
Frank H. Warren of the Union Traction Company of Indiana.

Bruce Cameron, superintendent of transportation of the
United Railways, St. Louis, Mo., was elected president of
the Missouri Association of Public Utilities at its 1917
annual convention. Mr.
Cameron was born on a
farm in Vernon County,
Mo., in 1877. After he had
completed the Nevada High
School course he studied at
Missouri University and
later attended Fort Worth
College at Fort Worth, Tex.
His first connection with
the United Railways was
formed in 1898, when he
entered the engineering de-
partment after a venture
in the asphalt business at
Dougherty, I. T. He was
later assigned to work in
the operating department
of which he has since been
a vital factor continuous-
ly, with the exception of a few months in 1906 when he
engaged in the lumber business in Helena, Ark. The fol-
lowing year he returned to St. Louis to become superin-
tendent of transportation, his present pesition. Mr. Cam-
cron has shown an active interest in the welfare work of
the company.

BRUCE CAMERON

Obituary

L. R. Pomeroy, consulting railway and electrical engineer,
died at his home in Orange, N. J., at the age of sixty years.
Mr. Pomeroy was graduated from Irving Institute, and had
dealt with electric railway problems since that time. In
1902 he became connected with the General Electric Company
and devoted most of his time to the study of railway electri-
fication for several years. He also spent two years in the
employ of the Safety Car Heating & Lighting Company,
and in 1910 became engineer of the railway and industrial
division of J. G. White & Company. A year later he entered
consulting engineering work in New York City.
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Construction News

Construction News Notes are classified under each head-
ing alphabetically by States.
An asterisk (*) indicates a project not previously reported.

RECENT INCORPORATIONS

*Eastern Transit Line, Inc.,, Weehawken, N. J.—Incorpo-
rated to construct and operate a general passenger and
freight line in New Jersey. Capital stock, $350,000. L. H.
Smith, 911 Boulevard, Weehawken, vice-president.

Syracuse & Northern Electric Railway, Syracuse, N. Y.—
Incorporated to take over the Syracuse & South Bay Rail-
way and the Syracuse, Watertown & St. Lawrence Railway.
Capital stock, $1,243,750. Incorporators: C. Loomis Allen,
Talmadge C. Cherry and Alexander H. Cowle.

FRANCHISES

Wilmington, Del.—DeArmond Lindes, Philadelphia, has
asked the Levy Court for a franchise to construct an electric
railway beginning just outside the limits of the city of
Wilmington, extending south along the county road through
Farnhurst to Hare’s Corner, State Road, Bear Station, Red
Lion, Corbit, St. Georges, Macdonough, Odessa, Middletown,
Townsend, Blackbird and Smyrna. Mr. Lindes’ petition
stated that he is about to organize a corporation under the
laws of Delaware for the purpose of building the road,
which will carry both passengers and freight.

Springfield, IIl.—The Chicago, Springfield & Cairo Rail
way has asked the Public Utilities Commission of Illinois
for a certificate of convenience and necessity authorizing
it to construct and operate a line from Springfield to' Cairo,
via Pawnee, Hillsboro, Greenville, Nashville, Pinckneyville,
Murphysboroe and Jonesboro. J. B. Campbell, president, and
A. E. Taylor, secretary. [July 22, '16.]

Waterloo, Iowa.—The City Council recently passed an
ordinance granting a new franchise to the Waterloo, Cedar
Falls & Northern Railway in Waterloo. The franchise pro-
vides definite terms and conditions under which the company
may occupy the streets and for the admission into the city
of other interurban railways over the tracks of the Water-
loo, Cedar Falls & Northern Railway. The franchise will be
presented to the people for approval at a special election
tc be held June 11.

St. Clair Heights, Mich.—The Detroit United Railway
has asked the City Council of St. Clair Heights for a thirty-
year franchise to construct an extension on Harper Avenue
from Gratiot to Montclair Avenue, thence on Montclair to
Shoemaker Avenue to St. Jean Avenue, south on St. Jean
Avenue to the city limits.

Kansas City, Mo.—The Kansas City Railways has re-
ceived a franchise from the City Council to double-track
its line on Thirty-ninth Street from Summit Street to Main
Street.

Brooklyn, N. Y.—The application of the Brooklyn Rapil
Transit Company for a franchise to construct an extension
on Eighty-sixth Street from Fifth to Third Avenue has been
referred by the Board of Estimate to its committee on fran-
chises. One of the ideas in the extension is to accommodate
patrons of the surface cars in making connections with the
Fourth Avenue subway.

New Rochelle, N. Y.—The Westchester Electric Railroad
has received permission from the Public Service Commis-
sion for the Second District of New York to build a second
track on Main Street, New Rochelle, from Rose Street to
near Harrison Street; a double-track curve from Main Street
into Franklin Avenue, with curves into Rose Street and an
extension of its single-track line in Winyah Avenue from
North Avenue to the west city line. ILocal franchises for
both the extensions have been approved by the commission.

Cincinnati, Ohio.—The Cincinnati, Lawrenceburg &
Aurora Electric Street Railroad has asked the City Council
for a renewal of its existing franchise for a period of
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twenty-five years. While the present franchise has eight
vears to run, the renewal for the twenty-five-year period is
desired to conform with other franchises along the route,
and for the purpose of bringing about legislation providing
for rapid transit service for the western part of the city.
The company also desires to relocate its present track on
Lower River Road within the former villages of Delhi,
Sayler Park and Fernbank on private right-of-way and on
Commercial Avenue.

Pennsburg, Pa.—The City Councils of Pennsburg, East
Greenville and Red Hill have passed ordinances granting the
Montgomery Transit Company the right-of-way for its
proposed trolley line from Norristown to Allentown. Work
has been begun at Lederachville.

Milwaukee, Wis.—A franchise has been passed by the
City Council of Milwaukee for the construction of an ex-
tension by the Milwaukee Electric Railway & Light Com-
pany on Mitchell Street to Muskego Avenue, on Muskego
Avenue to Burnham Street and on Burnham Street to
Twenty-sixth Avenue.

TRACK AND ROADWAY

*Lakeport, Cal.—G. L. Hardison, Rialto Building, San
Francisco, is reported interested in a project to construct a
line from a point near Hopland to Lakeport, about 24 miles.

Georgia Railway & Power Company, Atlanta, Ga.—A
contract has been entered into whereby the Georgia Rail-
way & Power Company will furnish the electric energy for
Cartersville for all private and public light and power pur-
poses.

Chicago, Fox Lake & Northern Electric Railway, Chicago,
I1i.—This company is now ready to begin construction work
on its proposed line from Evanston to Palatine, via Niles
Center, Niles, Park Ridge, Desplaines, Mount Prospect and
Arlington Heights. It is reported the company will take
over the Palatine, Lake Zurich & Wauconda Railroad, which
operates a steam line from Palatine to Wauconda. From
Wauconda the new line will extend north to Volo, Fox Lake,
Lake Geneva, Antioch, then west and north to Elkhorn and
Jefferson, Wis. L. K. Sherman, Chicago, chief engineer.
[March 24, ’17.]

Chicago & Interurban Traction Company, Chicago, Ill.—
This company reports that it is rehabilitating its double-
track lines on Western Avenue and Burr Oak Avenue in
Elue Island. Trolley guards will be installed at all railroad
crossings this summer.

Louisville & Southern Indiana Traction Company, New
Albany, Ind.—This company has completed repairs to its
State and Vincennes Street lines, damaged by the tornado in
March. The repairs involved the purchase of new poles
and about 2 miles of new trolley cable.

Fort Dodge, Des Moines & Southern Railway, Boone,
lIowa.—It is reported that the Fort Dodge, Des Moines &
Southern Railway will expend $250,000 in extensions and
improvements.

Tri-City Railway, Davenport, Iowa.—Work will soon be
begun by the Tri-City Railway on the reconstruction of its
tracks on Rock Island arsenal island from Fort Armstrong
Avenue to the arsenal shops. It is estimated that the work
will cost about $60,000.

Union Tractien Company, Coffeyville, Kan.—A committec
of Claremore business men has been appointed to confer
with officials of the Union Traction Company with a view
to the extension of that company’s line from Nowata to
Clarcmore, thence to Tulsa via Collinsville.

Boston (Mass.) Elevated Railway.—The legislative com-
mittee on metropolitan affairs on May 21 voted to report
favorably the bill providing for the extension of the Malden
subway to Everett. The act is made contingent upon ac-
ceptance by the municipal government of the two cities and
also acceptance by the directors of the Boston Elevated
lailway.

Michigan Railway, Kalamazoo, Mich.—Chief Construction
Iingineer Watkins of the Michigan Railway has stated that
it is possible that the route of the proposed line from
Owosso to Flint will be changed. The possibility of ex-
pensive litigation to get the right-of-way is responsible for
the company looking for another route.
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*Lansing, Mich.—It is reported that an electric railway
may be constructed from Lansing to Mount Pleasant, via
Alma. Marcus Polasky, Alma, is interested.

Southwest Missouri Railroad, Webb City, Mo.—This com-
pany plans to extend its line from Baxter Springs, Kan., to
Pilcher, 7 miles. This will be a continuation of its extension
from Galena to Baxter Springs.

Trenton & Mercer County Traction Corporation, Trenton,
N. J.—This company will improve the roadway between its
rails in the boroughs of Pennington and Hopewell.

International Railway, Buffalo, N. Y.—Work will be begun
at once by the International Railway on the construction
of an extension of its Delavan Avenue line to Ridge Road
and along the Ridge Road to Schiller Road.

East Liverpool Traction & Light Company, East Liverpoul,
Ohio.—Work has been begun by the East Liverpool Traction
& Light Company repairing the Chester-East Liverpool
bridge. A number of other repairs to the tracks in East
Liverpool are also under way or will be begun in the near
future.

Mansfield Public Service & Utility Company, Mansfield,
Ohio.—This company is erecting a new bridge over the Penn-
sylvania Railroad lines at Spring Mills.

Ohio Electric Railway, Springfield, Ohio.—Work has been
begun by the Ohio Electric Railway rebuilding the tempo-
rary bridge across the Miami River south of Middletown.
A portion of the bridge, 300 ft. in length, was torn away
during the high water of early March.

Sand Springs (Okla.) Railway.—It is reported that the
Sand Springs Railway is considering the use of the surface
contact system for the operation of its line between Tulsa
and Sand Springs in place of the overhead system now
being used.

St. Thomas (Ont.) Municipal Railway.—The City Coun-
cil of St. Thomas has under consideration the construction
of an extension of the St. Thomas Municipal Railway to
Pinafore Park. A trestle to cost $8,000 will be erected at
Elm Street hill.

Beaver Valley Traction Company, New Brighton, Pa.—
A new signal system has been installed by the Beaver
Valley Traction Company along its single-track line in
Bridgewater.

Stroudsburg (Pa.) Passenger Railway.—Work will be
Legun at once by the Stroudsburg Passenger Railway recon-
structing its track along Washington Street between the
State bridge and Crystal Street.

Bristol (Tenn.) Traction Company.—According to a reso-
Iution recently passed by the City Commissioners of Bristol,
the Bristol Traction Company will be asked to remove all
the poles, track, ties and trolley owned by the company on
West State Street west of Little Creek in Bristol.

Yakima Valley Transportation Company, North Yakima,
Wash.—This company plans the construction of a 3-mile
extension to its Selah branch, and a 1-mile extension in
the Wide Hollow-Summit View district west of the city.
Both extensions will enter heavy fruit districts.

Tacoma Railway & Power Company, Tacoma, Wash.—
This company’s plan of co-operation with the city of Tacoma
in establishing and operating the municipal street car line
to the Todd shipyards on the tideflats was recently accepted
by the City Council and signed by the Mayor. The question
of operating the line is left open to final settlement, but it
is probable the city will operate the line. No mention is
made of a transfer agreement. The Tacoma Railway &
Power Company gives up its franchise to operate the present
Eleventh Street line, municipally-owned, to take effect when
the proposed extension to the Todd plant is completed.

SHOPS AND BUILDINGS

Chicago & Interurban Traction Company, Chicago, 1ll.—
This company reports that it has just completed and is now
using its new terminal tracks and building in Kankakee.

Evansville (Ind.) Railways.—The city of Evansville will
construct a station at Howell, a suburb, to.be used by the
Evansville Railways and the Louisville & Nashville Rail-
road. The structure will cost about $60,000.
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Worcester (Mass.) Consolidated Street Railway.—Bids
have been asked by the Worcester Consolidated Street Rail-
way for the construction of two trolley freight terminals
at Shrewsbury and Albany Streets, near Boulevard Park,
one to be used by the Boston & Worcester Street Railway
and the other by the Worcester Consolidated Street Railway.
The stations will be 280 ft. long and 30 ft. wide, of mill
construction on concrete foundations and provided with
loading platforms. One will have a second story at one end
to provide offices for the freight department clerical force.
The contemplated cost of construction is about $75,000.

Windsor, Essex & Lake Shore Rapid Railway, Kingsville,
Ont.—Fire recently damaged the carhouse and power plant
of the Windsor, Essex & Lake Shore Rapid Railway to the
extent of about $150,000.

Jefferson County Traction Company, Beaumont, Tex.—
Work will be begun at once by this company on the construc-
tion of a new interurban station on Waco Avenue between
Proctor and Fifth Streets. Two buildings will be construct-
ed, one to be used for the interurban station and the other
for the interurban express station. The buildings will be
one story high and will be constructed of hollow tile and
will have a stucco finish. It is estimated that the completed
station will cost approximately $20,000.

POWER HOUSES AND SUBSTATIONS

Pacific Electric Railway, Los Angeles, Cal.—Work will
soon be begun by the Pacific Electric Railway on the con-
struction of a mechanical plant in San Bernardino to handle
all repairs for the company on the eastern division, or all
the lines in southern California east of Upland. The cost
is estimated at about $50,000.

Chicago & Interurban Traction Company, Chicago, Ill.—
This company reports that it is installing automatic control
of the 500-kw. rotary in its substation at Monee and is
equipping one 300-kw. portable rotary for use where service
may require.

Galesburg Railway, Lighting & Power Company, Gales-
burg, IlL.—This company contemplates improvements to its
power plant.

Springfield (Mass.) Street Railway.—A new substation
will be erected by the Springfield Street Railway at 101
Margaret Street to cost about $30,000.

Delta Light & Traction Company, Greenville, Miss.—
This company reports that it has purchased one GE 1000-
kw., 2300-volt, 60-cycle, three-phase high-pressure turbine
and one barometric condenser from the Ingersoll-Rand Com-
pany, delivery to be made on Jan. 1, 1918.

Poughkeepsie & Wappingers Falls Electric Railway,
Poughkeepsie, N. Y.—Improvements in its power plant are
being contemplated by this company.

Mahoning & Shenango Railway & Light Company,
Youngstown, Ohio.—This company is constructing a new
transmission line from Lowellville to Masury. Work has
been begun on the construction of a large outdoor substation
at Masury, at which the transmission line will terminate.
The company has practically completed the remodeling of its
Sharon substation, which has been made fireproof through-
out. Much new apparatus has been installed and other
equipment is expected shortly.

Charleston Consolidated Railway & Light Company,
Charleston, S. C.—A transformer station will be erected by
the Charleston Consolidated Railway & Light Company
costing about $5,000.

South Carolina Light, Power & Railways Company, Spar-
tanburg, S. C.—This company contemplates a number of
extensions to its transmission lines.

Roanoke Railway & Electric Company, Roanoke, Va.—
This company is rehabilitating its Walnut Avenue power
plant and increasing its capacity from 6000 hp. to 19,075 hp.,
at a cost of approximately $300,000.

Puget Sound Traction, Light & Power Company, Seattle,
Wash.—This company will construct a frame substation
building at First Avenue South and Spokane Street, having
a motor generator with 500-kw. capacity, to be increased
later to 1000 kw. The building and equipment will cost
$12,000.
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Rolling Stock Purchases

Manufactures and Markets

Discussions of Market and Trade Conditions for the Manufacturer, Salesman and Purchasing Agent
Market Quotations

Business Announcements

Gear Deliveries Set at Three to

Four Months

Delivery Is Dependent on the Receipt of Blanks—
Standardization Hardly Possible

During the past year, as a result of the shortage in
gears, there have been several long delays in the assembling
of equipment under new cars. Therefore the present status
in the gear delivery situation should command attention.
This paper was recently requested by the purchasing de-
partment of a large railway company to present in the
“Manufactures and Markets” department a summary of the
delivery conditions for railway motor gears as given by
the various prominent manufacturers of this very important
part of car propulsion equipment.

Four MoONTHS DELIVERY

According to the largest producers of railway gears,
the delivery on treated gears may be stated as three to
four months. This is a close limit, however, and one manu-
facturer says: “We believe that no railroad is safe at the
present time unless it has forecast its delivery needs by four
to five months. We are strongly recommending that all
purchases be made. now for one year or more in advance
with bona fide orders placed now and delivery spread out as
the customer may require the material. This will enable
us to lay in our raw materials at present prices and to pro-
tect the customers on the later deliveries.”

All manufacturers, of course, when a real emergency
arises, will exert every effort to anticipate gear deliveries
under the three or four months’ limit stated above. It is
understood that it is the regularly quoted delivery.

One large manufacturer is quoting treated pinions and
untreated gears at ten weeks, and makes the following ex-
planation: “These promises are based on gears and pinions
which are standard with us and which are sizes that can be
cut from our standard blanks. In cases where a customer
demands special gears and pinions, the best shipment which
we could offer is from six to seven months. The limiting
feature on any special gear or pinion would be the securing
of satisfactory blanks from the steel manufacturers.” In
this connection one manufacturer has stated that, due to the
abnormal pressure put upon the steel plants, the standard
of inspection has necessarily fallen with the demand for in-
creased tonnage. This results in more rejections in the gear
cutting plants, even after work has been started on the
castings or blanks. It is understood that the gear cutters
are endeavoring in every possible way to maintain their
previous standards of inspection.

DELIVERIES ON PINIONS POOR

Another large manufacturer comments on deliveries as
follows: “On certain types of railway gearing we may have a
goodly quantity of castings or forgings in stock which could
be turned out in a minimum time. In other cases where we
are to order the castings or blanks the delivery would appear
unreasonable. However, inasmuch as other gear manufac-
turers purchase from the same or similar sources of supply,
their conditions would be the same, varying only with those
cases where they may have a good stock of material on hand.
Of course the gear situation is worse than on pinions be-
cause so many different types must be kept in stock to cover
all requirements. We aim to keep on hand enough castings
and forgings to supply rush requirements on those types of
motors where the demand is great, in both treated and un-
treated grades.

“In the case of cast steel gears it requires approximately
eight weeks to get castings, while on forged steel the condi-
tions are much worse, the promises now being given by the

steel companies at six to eight months. This covers both
treated and untreated gearing. In the case of pinions, where
a small shipment is required to keep a car running, we can
fill a small order in ten days to two weeks and large quanti-
ties in correspondingly good time. This is based upon the
assumption that we will have the forgings in stock, which
we have for all ordinary sizes. While it is not quite so dif-
ficult to obtain pinion forgings as it is gear forgings, it is re-
quiring approximately two months to make deliveries.”

On the subject of greater standardization of railway motor
gears, the manufacturers are a unit in agreeing that more
complete standardization would be of great benefit. It is
the belief, however, that complete standardization is impos-
sible without a sacrifice of the mechanical end, and one
manufacturer states that this would more than offset the
inconveniences to him in having to manufacture such a great
number of non-standard gears.

Used Rails Bring Record Prices

Light Rails Sold Well Into 1918—Scarcity of Reroll-
ing Rails Marked—Production in 1916
About 3,000,000 Tons

That the prices in the steel market are abnormal is
apparent from the fact that old rails are actually worth
as much or more than new tonnage, which brings $38 to
$40 a ton, these being the prices of standard sections of
Bessemer and of open-hearth rails, respectively. Scrap
rails have been sold in Chicago for as high as $30 a ton and
in Pittsburgh for practically the same amount. In Phila-
delphia they have brought in the neighborhood of $35 a
ton. These old rails which are still in condition for use
have been sought for eagerly by many purchasers who
would be glad to get these rails rather than to wait for a
year or more to secure tonnage already on order.

At the present time no large orders are being placed for
standard sections, but orders for light rails are active from
coal mining and lumber interests. The mills rolling light
rails from billets are sold up for at least a year, and on
this account numerous sales of light rails have been reported
at about $5 a ton higher than recent prices. The scarcity
of rerolling rails is more marked than usual because on
this product the mills are sold up well into 1918.

At the present time about 60,000 tons of rails have been
purchased in this country for delivery in 1919. Canada is
in the market for rails, as nearly 600 miles of old rail has
been torn up in the Dominion and shipped to France to be
used in the construction of railroads that supply the troops
at the front. It is evident that these rails must soon be
replaced in Canada, or railroad facilities there will be
crippled in many sections.

PRODUCTION OF STEEL RaiLs BEST SINCE 1913

The total production of steel rails of all kinds in the
United States in 1916 was 2,854,518 tons, as against
2,204,203 tons in 1915 and 1,945,095 tons in 1914, according
tc the figures compiled by the American Iron and Steel
Institute. The record year was 1906, when 3,977,887 tons
were produced.

The production of all kinds of rails in 1916, classified
according to their weight per yard, was as follows:

Under Under 85 Lib. Total
Gross Tons 50 Lb. 85 Lb. and Over Gross Tons
Open-hearth steel rails..134,594 313,840 1,821,166 2,269,600
Bessemer steel rails.... 28,378 252,076 159,638 440,092
(0317 SREE EN ER D 132,563 875 11,388 144,826
TOtAll 508w 8w a6 mes 295,535 566,791 1,992,192 2,854,618

Of the 1916 output 2,269,600 tons were produced by the
open-hearth process, 440,092 tons by the Bessemer process
and 144,826 tons were rerolled.
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The production of steel rails in the last ten years by
weight was as follows:

Under 45 Lb. and 85 Lb. Total

Years 45 Lib. Less than 85 and Over Gross Tons
1907 1,569,985 1,767,831 3,663,654
1908 687,632 1,049,514 1,921,015
1909 .. 1,024,856 1,743,263 3,023,845
1910 .. 1,285,972 2,125,395 3,634,029
1911 1,067,696 1,536,336 2,822,790
1912 1,118,592 1,960,651 3,237,915
1913 7967,313 2,265,062 3,602,780
1914 309,865 1,396,807 1,945,095
1915 1518,291 1,431,811 2,204,203
1916 T566,791 1,992, 1:92 2,854,518

*Includes rails under 50 1b. flncludes 50 1b. and less than 85 1L,

Associated Manufacturers Act on
War Revenue Tax

“Better Business” Adopted as New Slogan—Section
Meetings and Election of New Officers

At a meeting of the board of governors of the Associated
Manufacturers of Electrical Supplies, held in New York on
May 16, a telegram was sent to the finance committee of the
United States Senate and to the United States Chamber .of
Commerce in regard to the act on war revenue tax. It was
to the effect that while it would accept without demur the
decision ultimately reached, the board believed that the
principle upon which the English government bases the
assessment of so-called excess profit taxes is superior to that
embodied in present United States legislation from the view-
point of equity, simplicity and continuing business activity.

H. B. Crouse, president of the Crouse-Hinds Company,
Syracuse, N. Y., was elected president at the meeting. He
succeeds Robert K. Sheppard, the first president, who ex-
pressed a desire for rotation in the chief executive office.
A. W. Berresford, Cutler-Hammer Manufacturing Company,
Milwaukee, Wis., was elected vice-president. J. W. Perry,
H. W. Johns-Manville Company, was re-elected treasurer.
Charles K. Dustin, the general seeretary, also was re-elected.

SECTION OFFICERS ELECTED

At the meeting of the wire and cable section, held on
April 17, the following officers were re-elected: LeRoy Clark,
chairman, Safety Insulated Wire & Cable Company, New
York; J. Nelson Shreve, secretary, Electric Cable Company,
Bridgeport, Conn.; Edward F. Sawyer, treasurer, Atlantic
Insulated Wire & Cable Company, New York. The line
material section elected the following officers on May 4:
W. R. Williams, chairman, General Electric Company, Sche-
nectady, N. Y.; H. L. Garbutt, secretary, Westinghouse
Electric & Manufacturing Company, East Pittsburgh, Pa.;
R. C. Buell, treasurer, Johns-Pratt Company, Hartford,
Conn.

“Better Business,” which was suggested by Robert Mec-
Kean Thomas, president of the Thomas & Betts Company,
New York, has been adopted as the slogan for the associa-
tion.

Electric Power Club Announces
Program

The annual meeting of the Electric Power Club will be
held at the New Willard Hotel, Washington, D. C., on
June 11 and 12. The program for the first day will be de-
voted to routine business and important standardization
work, which will include the following classes of equipment:
Fractional horsepower motors, large dec. motors, adjust-
able-speed motors, d.c. generators, large polyphase motors,
wearing depth of commutators.

On the second day Howard E. Coffin will make an address
on general manufacturing problems in connection with the
present national emergency. C. E. Patterson, comptroller
of the General Electric Company, will give his paper on
“Uniform Cost Accounting,” and perhaps a short talk will
be made by a representative of the Federal Trade Commis-
sion. There will also be a paper by a member of the
club analyzing manufacturing conditions during the last
two years and showing the causes of increased costs. There
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may also be some matters that the Army and Navy Depart-
ments may wish to present.

The idea underlying this program is to assist every mem-
ber company in putting its own “house in order” and fitting
itself to be of the greatest use to the nation at this time of
stress.

Pole Shipments Restricted by
Car Shortage

In the issue of May 5, page 853, there appeared an inter-
view with A. L. Johnston, sales manager Electric Railway
Equipment Company, Cincinnati, Ohio. The data which
were presented included the average prices of tubular steel
poles for each year since 1895. Attention is called to the
fact that the name of Mr. Johnston’s company was incor-
rectly printed.

In connection with the pole delivery situation mentioned
in the previous article, Mr. Johnston states that the Electric
lailway Equipment Company now has ready for shipment
a number of pole orders but is unable to secure cars for
shipment. It is understood that the manufacturers in the
Ohio River and Lake districts are to be restricted to the use
cf but 20 per cent of the gondola cars formerly available.
The reason for this ruling is stated to be that the cars are
required for hauling coal and ore from the lake ports.

Mailing Catalogs for Export

Letters are frequently received at the foreign consulates
from manufacturers in the United States who send their
catalogs and ask for reports on the market for their sup-
plies. As all mail matter is necessarily subjected to a good
deal of wear while en route, it frequently happens that
the wrapper of the catalog is torn off. The result is that
a considerable number of catalogs mailed not only to the
consulates but also to business houses never reach their
destination, and it would seem to be to the advantage of
the American exporters to see to it that their catalogs are
so wrapped as to insure safe arrival. It also frequently
happens that catalogs do not reach the consulate for days,
or even weeks, after the arrival of the letters which an-
nounce that the catalogs have been sent. It would there-
fore be best to mail the catalogs in advance of the letters,
if possible, in order to insure the prompt return from the
consulate of the information desired.

Gear Manufacturers’ Convention

Brief mention was made last week in these columns of the
recently organized American Gear Manufacturers Associa-
tion which held its first convention at the Hotel Schenley,
Pittsburgh, Pa., on May 14 and 15. In view of the present
national situation this convention will undoubtedly have a
very important bearing on the efforts being put forth by
the government for absolute standardization in all lines of
manufacture. In addition to the four papers previously

LEFT TO RIGHT:
F. D. HAMLIN AND H. EBERHARDT

F. W. SINRAM, FRANK HORSBURGH,
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mentioned, which were presented, George L. Markland dis-
cussed the “Difficulties of Gear Standardization.” An inspec-
tion trip was made to the works of the Westinghouse
Electric & Manufacturing Company at East Pittsburgh,
Pa., where the delegates witnessed methods of manufactur-
ing Bakelite-Micarta for gears, after which they were the
guests of the Westinghouse Company at a dinner in the
club rooms of the Pittsburgh Athletic Association.

The officers of the association shown in the accompanying
illustration are F. W. Sinram, Van Dorn & Dutton Company,
Cleveland, President; H. E. Eberhardt, Newark Gear Cutting
Machine Company, Newark, N. J., vice-president; F. D.
Hamlin, Earle Gear & Machine Company, Philadelphia, sec-
retary, and Frank Horsburgh, Horsburgh & Scott, Cleveland,
treasurer.

Copper Market Shows Improvement

The copper market shows some improvement, although
most buyers are holding off until some definite announce-
ment about government purchases has been made. Accord-
ing to the Wall Street Journal of May 23: “One large pub-
lic utility corporation has contracted for its requirements
through the last half of the year at 29 cents a pound. Rep-
resentatives of leading producers mention 28 cents a pound
as a probable level for deliveries in the last half of the year
to be fixed by the government.”

In reviewing the copper market, the Wire Message, the
official publication of the Habirshaw Electric Cable Com-
pany and of the Electric Cable Company, says in part:

“Without some knowledge on which to base an estimate of
what our government and its allies are going to require dur-
ing the next six or eight months, and some positive knowl-
edge of the terms on which sales will be made, a condition of
uncertainty must prevail. One fact should be clearly under-
stood—though it does not seem to ke: Whatever concession
is made to our government and its allies, it concerns only
the producers making the concession, and cannot be taken as
indicating what the price of copper should be, based on the
law of supply and demand. This law must ultimately pre-
vail in fixing the price to the outside public.”

NEW YORK METAL MARKET PRICES

May 3 May 26
Prime Lake, cents per 1b.........oiiiiivunennn. 31 311
Electrolytic, cents per 1b. .- sss s s msmesssmssns 31 .i11/>
Copper wire base, cents per 1b.... 36
Lead, cents per lb.... S 9% 10‘%;
Nickel, cents per lb. S g 50 50
Spelter, cents per 1b. .............. . 9% 914
Tin, Straits, cents perlb........c..uveeononeonnns 5815 651
Aluminum, 98 to 99 per cent, cents per lb........ 6 60

OLD METAL PRICES

Heavy copper, cents per Ib......................
Light copper, cents per lb.............c.ovn ..
IRed brass, cents per 1b:c: ai:simepnisimass msms
Yellow brass, cents per 1b........ccvvrvvnnnn..
Lead, heavy, cents per lb............
Zinc, cents per b : swsa i maomanwse b
Steel car axles, Chicago, per net ton $42.
Iron car wheels, Chicago, per gross ton.......... $30.50
Steel rail (scrap), Chicago, per gross ton........ ; $34.50
Steel rail (relaying), Chicago, per gross ton $39 $39
Machine shop turnings, Chicago, per net ton..... $12.50
CURRENT PRICES FOR MATERIALS
May 3 May 26
Rubber-covered wire base, New York, cents perlb. 361 3615
No. 0000 feeder cable (bare), New York, cents per
L - ciie = e et uii o Seis (o o) e s gl e el o o e ot o i s e 3615 361%
No. 0000 feeder cable stranded, New York, cents
BEBNIDT G s cwamm s @ e s 0 85 s 8 S ELE 6 R R 3334 3334
No. 6 copper wire (insulated), New York, cents
Per 1D, it et e 23 33
No. 6 copper wire (bare), New York, cents ner 1b. 36 36
Rails, heavy, O. H., Pittsburgh, per gross ton. $40 $40
R'lils, heavy B:ssemer, Pittsburgh, per gross ton. $38 $38
Wire nails, Pittsburgh, per 100 1b............... $3.50 $3.50
Railroad .spikes, 9/16 in., Pittsburgh, per 100 1b.. $3.85 $4.00
Steel bars, Pittsburgh, per 100 1b................ $4.00 $4.00
Sheet iron, black (24 gage), Pittsburgh, per 100 ib. $6.35 $6.85
Sheet iron, galvanized (24 gage), Pittsburgh, per
M5 cooognmte on m e e Bn.s © 5 0 0 s 0 5 6 6 5 $7.55 $7.55
I-bzams over 15 in., Pittsburgh, cents per 1Ib..... 10 10
Galvanized barbed wire, P’ittsburgh, cents per 1b. $4.35 $4.35
Galvanized wire, ordinary, Pittshurgh, cents per 1h. $4.15 $4.15
Cement (carload lots), New York, per bbl....... $2.12 $2.12
Cement (carload lots), Chicago, per bbl......... $2.16 $2.16
Cement (carload lots), Seattle, per bbl.......... $2.60 $2.50
Lingeed oil (raw, 5 bbl lots), New York, per gul. $1.21 $1.:23
Linseed oil (boiled, 5 bbl. lots), New York per gal.  $1.22 $1.24
White lead (100 Ib. keg), New York, cents per Ib. 103 1134
Turpentine (bbl. lots), New York, cents per gal.. 52 49
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ROLLING STOCK

Orleans-Kenner Interurban Railway, New Orleans, La,
will purchase seven trail cars.

Chicago & Interurban Traction Company, Chicago, Ill,
expects to purchase one semi-steel passenger motor car.

Northern Electric Company, Chico, Cal., is constructing
six freight cars in its shops.

Billings Railway, Light & Power Company, Billings, Mont.,
which was recently incorporated for $300,000, expects to elec-
trify the local lines which are now operated by storage- -bat-
tery cars. It has been reported that this company has placed
an order for several pay-as-you-enter cars.

Georgia Railway & Power Company, Atlanta, Ga., noted
in the May 5 issue as expecting to build ten pay-as-you-
enter cars, has decided upon the following details for this

equipment:
IR0 D g0 67-) R e 10 Door mechanism,
Delivery.......During the year Made by company
Builder. ..Georgia Ry. & Power KFare boxes .............. None
Type ......... Pay-as-you-enter Kenders or wheelguar ds,
Seating capacity .......... 42 Not specified
Weight (total) .34,000 1b. (iears and pinions.. .Nuttall
Bolster centers, 1cngth Hand brakes...... Not spectﬁed
21 ft. 21 in. Heaters .......... Consolidated
Length over bumpers.44 ft. 0 in. Headlights ....... Golden Glow
Length over vestibule.43 ft. 0 in. Journal boxes............ Brn[l
Width over all...... 8 ft. 2% in. Lightning arresters........ GE.
Rail to trolley base.12 ft. 11 in. Motors...... ....GE. No. 201,
Body Gisiesan: o5 Semi-steel outside hung
INterior Crim . oo e oo Cherry Paint, varnish ........ Hildreths
Headlining ............ Agasote Registers . .International
ROOF . u:vusmemssmiminimag Arch Sanders .......O-B air sanders
Air brakes .......Westinghouse Sash fixtures ........... Dayton
XS I e s et s e Carnegie Seats ......... Hale & Kilburn
BUumpers .:sissse Not specified Seating material........] Rattan
Car trimmings.Dayton Mfg. Co. Springs ...........coc00.. Brill
Conduits.......... ‘Not specified Step treads ....... Not specified
Control, type........... K-35-G Trolley catchers.... Keystone

Couplers,
Stationary draw heads and bar
Curtain fixtures,

Trolley base
Trolley wheels,
Made by company

National Lock Washer Trucks, type..Brill No. 39-E-1

Curtain material..... Pantasote Ventilators.....Raillway Utility

Designation signs, Wheels........33 in. and 22 in.
Made by company

Oklahoma Union Traction Company, Tulso, Okla., noted
in the April 21 issue as placing an order with the American
Car Company, has specified the following details for part

of this equipment:
Baggage and Express

Details for Motor Cars Motor Car
Number of cars ordered. .......cou.0. B! s it = 100 o o e o ool & S B R BB BN B8 1
Builder ............... American Car::s:ssmimesw American Car
Type...Double-end pay-as-you-enter

one-man safety car....Baggage and express

motor car

Seating Canacity wianiwis saninames 34 .

Belster eenters; lengthi . uuwvs = ciuvemes anms w..32 ft. 4 in

Length over bumpers ..... el N VT o R 50 ft. 0 in.

Length over vestibule..... o6 tt 916 inl s uss .48 ft. 0 in

Width aver all :u.s:iwscisis it 0 i s . msmss .9 ft. 0 in

Rail to trolley base......... 12ft.6in......... 12 ft 113 in.

1818k - oroncoonnanooonnosaa Sen Steel. .. .. 150550855 Semi-steel

Interigr trim czs:zas 0 Statuary bronze....s.e.s. Iron and bronze

Headlining ........ None, rafter finish

TROGTE e giret o 102 00 v n/aas s ag o wies o ) 0 o oo o o e A0 0000 b0 m00n 0 0 mn R D Arch

Air brakes..... Safety Car Devices Co.

XIS v sim s ms 5w 500 5 5 90w 50 5 WEH W R 8 Brille ;e o oo smsmm smwswoe oo Brill

Bumpers. .American Car..channel iron..........Rico anti-climber

oy TITININES o o s cxsiimn oo ymn o = BRI, s 55,25 0005 0 s sl s Brill

Control; tyPe s:sssasmemeams GE.-K-10

Couplexs ......... None, pull bars used....Tomlinson MCB radial

Curtain fixtures ...... Curtain Supply

Curtain material . .Pantasote

Designation signs .Hunter

Door mechanism :

Safety Car Devices Co.—air-operated

Wheealguards «:.u:w:5 HB. Life Guards.....American Car—steel
Pilots
Gears and pinions ............... ()1 > S S TN GE.

Hand brakes....American Car with
Pittsburgh ratchet drop brake handle..American Car with ver-
tical wheel
.Consolidated Car Heating Co. i
...... Golden Glow S-M-95........Golden Glow T}-glglsl
ri

Heaters.
Headl.ghts
Journal boxes
Lightning arresters .

Motors....Two GE.-258-A inside hung......Four GE. No. 217,
inside hung
Polfil 5o vms g wwes o om o s w o w o — i e e, Amer.can Car
Sanders ..... .Keystone. chols-Lintern air-type
Sash fixtures BAdWardss is .o @58 0w American Car
Seats, style.. Amen(‘dn Jar light-
weight reversible
Seating material. . .Mahogany, steel,
and canvas lined rattan
SPTIEIS: seio vt o1 o et o 010 151 6 foih w191 9 o & i 1o Brill e ;i wowrmsseimes sswsn BRIl
Step treads ......cceuininn.. Feralun
Trolley catchers ............ keystone
Trolley DASE .« rev e wioma ey wnvsolonsiocy x oI 505 5 56 5 5 5 555 5005 5 25 % 5 55 5 5% GE
I'rolley wheels or shoes........... (‘h ......................
Trucks, type...... Brill 78-M-1 Special........... Brill ’7—MCB 3
Ventilators ...Brill exhaust, 6 per car
NAITEELSE « o oy v some s e SRS 24 T, AV, w6 w5 oot 37 in, MCB steel

Special devices. .Ifaraday high volt-
age push Dbutton system



988

TRADE NOTES

McIntosh & Seymour Corporation, Auburn, N. Y., has
changed its New York office from 50 Church Street to 149
Broadway.

American Conduit Company, New York, N. Y., is building
a new plant at Fulton, N. Y., for the manufacture of its
specialties.

Driver-Harris Wire Company, Harrison, N. J., has filed
notice of change in company name to the Driver-Harris
Company, Inc. The capital of the company has been in-
creased to provide for business extensions.

Kansas City (Mo.) Railways have closed a contract with
the International Register Company for 600 International
metal ticket fare boxes to be put in service as soon as they
can be constructed.

Ohio Brass Company, Mansfield, Ohio, announces that it
has received an order from the Boston Elevated Railway for
800 standard trolley crossovers of the live, rigid and adjust-
able types equipped with renewable cam tips.

Walter A. Zelnicker Supply Company, St. Louis, Mo., an-
nounces that A. R. Topping, who has been associated with
the company for the past eleven years, has been elected
secretary.

Coto-Coil Company, Boston, Mass., has been incorporated
with a capital stock of $100,000 to manufacture machines
for electric coil winding. Robert A. Leeson is president and
Frank N. French, 95 South Street, Boston, is treasurer.

Morgan Crucible Company, New York, N. Y., has moved
from 114 Liberty Street to 519 West Thirty-ninth Street.
The company’s factory is being moved from Brooklyn to
New York, so that it will not only have larger quarters but
also gain the advantage of having factory and office under
one roof.

Clive Runnels, who for the last two years has been assist-
ant to the president of the Pullman company, has been elect-
ed vice-president of the corporation. Previous to coming to
the Pullman company, Mr. Runnels was connected with the
Western Steel Car & Foundry Company and the American
Car & Foundry Company. Mr. Runnels will continue in his
capacity as assistant to President J. S. Runnels.

American Railways Equipment Company, Dayton, Ohio.—
In testing out fare boxes to be installed on ten new cars
only one failure of the fare box mechanism was reported
after six days’ trial, that failure being a pin sheared in one
of the gears. Minor difficulties experienced by conductors
with fare boxes were overcome after a few days’ use of the
new device.

Dunn Wire-Cut Lug Brick Company, Conneaut, Ohio,
wired Secretary of War Baker, as soon as war was declared,
tendering the output of the sixty-eight paving brick plants
in twelve states, which operate under Dunn license, for
supply of wire-cut lug brick for immediate use in building
military roads. This company also offered the government
free advisory and inspection services of its corps of expert
engineers in making surveys and constructing wire-cut lug
brick roads designed for military purposes.

Wigmore, Hall & Company, 445 Pacific Electric Building,
Los Angeles, Cal.,, has been formed to carry on the railway-
supply business heretofore conducted under the name Al-
phonso A. Wigmore. The company is the Pacific Coast
representative of the Railway Improvement Company and
several other railway-supply manufacturers. This reor-
ganization has been effected to permit the enlargement of
the company’s sales territory and the increase of lines han-
dled. Mr. Wigmore has been a Pacific Coast railway sales
representative for many years, while Charles Watts Hall
is a railway engineer conversant with the actual installa-
tion of railway equipment. The company will be pleased
to hear from manufacturers who desire to increase their
business on the Pacific Coast.

General Railway Signal Company, Rochester, N. Y.,
announces that C. O. Poor, formerly assistant resident
manager of the Chicago district and later in charge of this
company’s munition plant, has been appointed president and
general manager of the General Railway Signal Company of
Canada. Ltd., and is now located at Montreal. Mr, Poor came
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to this company in 1905 from the Hall Signal Company.
From 1905 to 1912 he was superintendent of the company at
the Rochester plant and in 1912 was made assistant resident
raanager at Chicago. V. I. Smart has been appointed con-
sulting engineer. F. H. Jones, who has been with the com-
pany for more than twelve years, has returned to his former
position as assistant resident manager of the Chicago dis-
striect, and will be located in the Peoples Gas Building,
Chicago.

Bare Wire Company, Inc., New York, N. Y., has been
incorporated under the laws of the State of New York with
a capitalization of $500,000. The offices of the company
are at 10 East Forty-third Street. This new company has
acquired from the N. Y. C. & H. R. R. R. a valuable tract of
land in Yonkers. It will proceed at once to erect a building
and instal the most modern machinery for the manufacture
of all forms of bare copper wires and cables. The company
is closely affiliated with the Habirshaw Electric Cable Com-
pany and the Electric Cable Company. One of the principal
purposes of the new company is to assure the two above-
named companies at all times an adequate supply of every
size of wire needed to enable them to give prompt and
efficient service to their customers. The incorporators of
the Bare Wire Company are Edwin W. Moore, J. Nelson
Shreve, G. F. Waterbury, John S. Keith and Thomas C.
Perkins. ‘

ADVERTISING LITERATURE

W. N. Matthews & Brother, St. Louis, Mo.:
descriptive of their “Serulix” anchors.

Hickey & Schneider, New York, N. Y.: Bulletin No. 50
descriptive of Burn-Boston carbon-ground cones. ”

V. V. Fittings Company, Philadelphia, Pa.: A folder de-
scriptive of its safety switches designed particularly to
protect the operator as well as the entire installation.

MacGovern & Company, New York, N. Y.: A catalog on
power machinery and contractors’ equipment. Contains
lists of electrical, hydraulic, steam and gas machinery
available for immediate delivery.

B. F. Goodrich Rubber Company, Akron, Ohio.: A thirty-
six-page bulletin on Goodrich products, including packing,
belting, molded goods, insulated wire, battery jars and
miscellaneous hard rubber goods.

Westinghouse Church Kerr & Company, New York, N. Y.:
A bulletin, “The 1916 W. C. K. City.” All the buildings
shown, costing more than $60,000,000, were built during
1916, and all of them were designed and constructed
throughout by the Westinghouse Church Kerr organization.

General Electric Company, Schenectady, N. Y.—Bulletin
No. 43,503 on “The Application of Novalux Units to Orna-
mental Street Lighting.” This bulletin contains thirty-six
pages illustrating correct lighting units for business streets,
residential streets and outlying districts.

Westinghouse Electric & Manufacturing Company, East
Pittsburgh, Pa.: A neat and attractive publication of the
address, “A Plea for Defense of Human Rights and Liberty”
presented by President Woodrow Wilson before the Sixty-
seventh Congress, on Monday, April 2, 1917.

Ingersoll-Rand Company, New York, N. Y.: Bulletin 3311
covering Imperial type X duplex steam-driven compressors.
Tables of sizes and capacities given; also Bulletin 8507 on
Little David pneumatic drills. Models shown with recom-
mendations as to character of work for which they are best
adapted.

La Clede-Christy Clay Products Company, St. Louis, Mo.:
A bulletin, “Now What Is Going to Happen?” The relations
between consumers’ demand, visible raw materials and aver-
age price levels for the last three years are illustrated
appropriately. A short résumé of present market conditions
is also given.

William P. Bonbright & Company, New York, N. Y.: A
twenty-page pamphlet, “United States War Loans.” This
gives a brief but comprehensive outline of the loans issued
by the United States government since Revolutionary days.
The general features of the present Liberty Loan are dis-
cussed, and the full text of the law authorizing it 1s
appended.

A folder





