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It Is Important to™- y
Check Transfers - ‘9() ‘

HEORETICALLY, every transt ’%’@éented/ for
Tpassage on the cars should be checked by the audit-
ing department before it is destroyed. Actually, how-
ever, such a plan would involve too much time and
labor. Hence, the common practice is to check only a
portion of the transfers, usually all those of one or
two lines being taken each day so that all of the lines
will be included, though not in any regular system
of rotation, within a comparatively brief period. If
this plan is carefully followed, it is undoubtedly ade-
quate, but we have observed a tendency toward slack-
ness by some companies in this respect. Electric rail-
way managers must remember that as each transfer
represents a ride, it is potentially worth 5 cents to the
company, whether the practice on the road is to register
transfers or not to do so. In other words, unless care
is taken to prevent transfer abuse by passengers and
conductors, a large loophole is left for the escape of
fares. Of course money can be wasted in too elaborate
systems of auditing transfers, but we believe that more
roads err on the side of laxity in this respect than from
over-caution.

1

The Use of Short-Term
Notes at the Present Time

HE proposed financing of the power deal involving

the Lehigh Valley Transit Company shows the situa-
tion that is to-day confronting the corporate borrower.
As noted last week, the banking syndicate, in the tying
together of the various plants concerned, plans to use
an issue of $20,000,000 of ten-year 6 per cent notes.
Such short-term media are not unexpected in view of
the existing financial conditions. Government bond
offerings, generally upon at least a twenty-year basis,
have at present, for patriotic reasons, the first call upon
our national resources. The Farm Loan bond business
is another source of important competition, and there
are many bargains in old bonds in the general market.
To compete even to a small degree with the federal
issues and to meet the high yield on outstanding bonds,
the business of the country must pay a high rate. But
this does not mean that corporations need commit them-
selves for a long term of years to 6 per cent money, for
it is feasible to defer long-term bonds until peace is
restored. Thus one finds corporations issuing notes for
even shorter periods than the proposed Lehigh issues—-
for one, two or three years, at a rate sufficient to be
attractive. This method of financing seems advisable,
pending the restoration of normal conditions. It would

prqbably be well, however, to remember that any financ-

ing will be easier during the lulls between Liberty Bond
offerings.

A Patriotic Spirit Will
Offset Draft Reaction

HERE is no doubt of the existence of a feeling of

uncertainty and unrest in the electric railway ranks,
as in others, due to the present and prospective drafts
of men for military service. It will require special
effort to maintain discipline under these conditions.
There may even be a tendency among the younger em-
ployees subject to draft to become careless in their
work, feeling that they are about to leave their present
employers anyway and that it matters little what they
ao. A patriotic spirit will prevent such an unwhole-
some reaction from the draft, which has been adopted
equitably to distribute the burden of the war so far as
man power is concerned. Those who go and those who
remain behind will equally contribute to the winning
of the war if they possess the proper spirit. Such a
spirit is not that of the motorman who thinks that he
can take chances or the conductor who feels that he can
knock down a few fares because he is not going to be in
his preéent job very long anyway. Such a man would
make as poor a soldier as he is a railway employee. In
spite of the difficulty which railways are having in keep-
ing up the quantity as well as the quality of their labor
supply, we believe that such virtual slackers are far
from representative. Nevertheless, it is incumbent
upon railway managers to promote a spirit of patriotism
among their employees, not only because it is the right
and proper thing to do but also because it will help the
men to keep their standards of service high, whether
or not they expect to join the army soon.

Low Wages Are Often
a Waste of Money

N comménting last week on the question of pay for
Irainy days to track gangs, we referred to the diffi-
culty of obtaining labor of this kind at the rates which
railways think they can pay or ought to pay. Several
construction engineers who have read that editorial say
that the belief of many managers that low wages are
adequate for this sort of work is the crux of the prob-
lem. One of them writes:

“Laborers are being paid 40 cents an hour all through
the towns in this valley, and my instructions this year
were to get men for 20 cents an hour. We are now
paying $2.50 a day for ten hours’ work on the track. It
is not work, however. We are simply donating $2.50 a
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day to the finest collection of human flotsam that was
ever washed ashore at Cull Harbor. I could hire one
good man for $3.20 a day who would do miore work,
heavier work, better work, more intelligent work than
a pair of the half-dead culls that now cost us $5.”

It should be borne in mind that poor labor in track
construction is not only inefficient in itself, but it is
demoralizing to the gang foremen, who are usually the
better men carried by the company on a monthly basis
throughout the year. Poor laborers cause these men to
become discontented and leave for higher-waged though
less certain employment in other industries. That this
is the case is evidenced by a recent canvass of fifteen of
the larger companies in all sections of the country.

The problem is a serious one to maintenance-of-way
engineers throughout the country. They come into di-
rect contact with the poor labor used in many track
gangs and thus realize the situation. One of them sug-
gests, as a partial solution, that an effort be made to
carry a few of the best track men through the winter
so as to insure them an all-year job. They could be
kept at tightening bolts, cleaning up brush, mending
right-of-way fences and other jobs which are suitable
for winter and would form the nucleus when the spring
came of a good section gang which would be satisfied
with moderate wages. We stand with them in believ-
ing that good work on the track is essential and that
cheap labor is usually inefficient labor and uneconomical
in the long run.

High Altitude in Service
as Well as Location

HE rare air and the magnificent view in which the

Denver Tramway men live and work may be the
source of inspiration for the real accomplishment in evi-
dence in the operation of this Western railway property.
Or perhaps it is only a keen perception of the future that
is responsible for the marked progress in conditions,
both internally and with respect to the public which this
company is enjoying. Whatever may be the background,
there is no gainsaying the fact that the Denver Tram-
way organization is working out new solutions of elec-
tric railway problems. Part of this work has been
described in recent issues of this paper. Another article
in this issue tells of the publicity policies of the com-
pany, while others which will appear in succeeding is-
sues will cover some of the details of the company or-
ganization and management. The one-man car idea is
undergoing study in anticipation of its adoption in
Denver, in a way which, it is hoped will greatly increase
its desirability. Other schemes equally interesting and
vital are being worked out to provide for the needs of
the times.

An outstanding feature of this company’s printed
talks to the public is the truthfulness and sincerity with
which it puts forth any discussion of the service being
rendered. No hint of any attempt to cover up de-
ficiencies through nice talk can be gleaned from any of
the company’s publicity. The watchword handed down
from the general manager and permeating the whole or-
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ganization is service, and no statement is made in any
advertising literature which the company is not pre-
pared fully to back up. No advertising campaign was
ever continuously successful unless the goods proved to
correspond to their representation, and this is the gov-
erning policy of the Tramway company in all its pub-
licity matter. It is in the market to sell transportation
and expects to be continuously in this business. There-
fore, it cannot afford to misrepresent. If there are de-
ficiencies, they are admitted but corrected as rapidly as
possible. If there are complaints and criticisms, these
are gladly received, for some of them carry valuable sug-
gestions for the improvement of the service. If the
tramway is at fault, the publicity manager does not hesi-
tate to take a “rap” at his own company. This induces
confidence in the veracity of the mouthpiece of the cor-
poration. The publicity manager is directed in his re-
lations with the balance of the organization, to maintain
the viewpoint of the public and in short to be the pub-
lic’s special representative in the company conferences.
This is indicative of the real intent to be of maximum
service to the public in fact as well as in theory.

Railway Men Must Let the
Light of Publicity Shine

EADERS of the great metropolitan newspapers

feel that they are entitled to find in the editorial
pages at least evidences of intelligent consideration and
careful thought. What, then, are we to say when we
come upon such paragraphs as these which appeared
the other day in the New York Evening World in dis-
cussing a raise in car fares?

* * *

is it the duty of these American people to bear
ndded burdens in order that no street railway corporation
shall have to reorganize its business methods or share by
so much as a fractlon of a per cent of its accustomed
dividends? * *

Twenty-eight up-State traction companies have already
petitioned the Public Service Commission for permission to
increase their fares from 5 to 6 cents.

Think what this means for the corporatlons, a comfort-
able increase of 20 per cent in revenues. *

The distraction and confusion of war must not for one
instant be allowed to serve as a cover under which street
railway corporations may shift their share of the general
load to the shoulders of the public.

There is no evidence here whatever that the writer
has ever conceived the situation as involving anything
but sentiment. He seems to think, as so many critics
do, that the electric railway corporations have countless
millions of annual profits and have only to make up
their minds to be happy with a bit less. It is quite
apparent that he does not know that many of the com-
panies are paying no dividends, that some are not mak-
ing even interest on their bonds, and not one is making
enough to make either its stock or bonds a prime invest-
ment. He has no apparent glimmering of the idea that
this situation means just one thing to the public—that
the public will be the real sufferer if the companies are
made to suffer. The public must appreciate the abso-
lute certainty that if this business situation continues
with the carrier companies the public will have to get
along soon with fewer cars, passengers will have to
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stand —closer together and will lose many car lines
altogether.

This editorial writer never stopped to think that the
business of furnishing street railway rides cannot go
on indefinitely with fixed fares and rising costs any
more than selling clothes, furniture, food or coal can
continue under the same conditions. The companies
are not caught red-handed trying to ‘“put something
over.” They show the public and the Public Service
Commission the facts and ask only a judgment that will
be fair to them and at the same time keep up good
service for the public.

Now for the real point, the point that prods the elec-
tric railway man himself.

Such crass editorial ignorance of a simple public
business proposition is due to the fact that the electric
railway men haven’t made thé facts of their business
known. Newspaper editors are not so foolish or hateful
as not to perceive that a company whose expenses are
growing faster than its income is headed toward bank-
ruptey. Now, if the editors lack information and ap-
preciation of the facts, how much more will the public
generally lack them? No one but the railway people
can change this. The need of intelligent and persistent
publicity about the electric railway business is proved
merely by the appearance of such writings. Nothing
else can clear away the darkness of mind that leads to
such misconceptions. These misconceptions, through
repetition to millions of readers in the columns of the
press, may do enormous damage. .

There is no good reason to suspect malicious intent
on the part of at least the majority of the papers. They
are really open to the truth and intelligent presentation
of the railway case. But the railway men must illumi-
nate the darkness.

Now Is the Time to
Get the Skip Stop Going

E cannot withhold a word of praise for the wide-

awake manner in which our neighbors in the
transportation field—the steam railroads—are adapting
their transportation methods to the abnormal conditions
brought about by the war, and we believe that the
electric railways could gather some suggestions from
what they have done. Judging by reports, the steam
railroads are undertaking everything and anything that
spells economy—such as reducing the number of pas-
senger train units, taking off diners and sleepers and
accepting l.c.l. shipments only once a week, and the
public applauds because it recognizes that these things
are helpful for the country at large and so are neces-
sary. This should give the electric railways heart, not
only in the fare contest but in introducing other re-
forms. No such radical changes, so far as the public
is concerned, as the steam railroads are making need
be applied because there are at hand for the electric
railways plenty of pnssible economies that do not depend
upon reduced service for their introduction. All that
is involved is a relaxation of popular opposition to im-
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provements, and this seems to be very much in evidence
to-day.

Probably the most prominent of such means for
economy without reduced service appears in the skip
stop. This has been definitely established as a time-
saver to both public and railways for at least two years,
but the number of cities where it has actually been
introduced is painfully small. Places where it has been
tried out and has ‘“failed” are somewhat more numer-
ous, but still the list of railways that have taken up the
subject vigorously includes but an insignificant per-
centage of those that would benefit by such a change.

Part of this lack of energetic interest may be due to
the apparent pettiness of the savings involved, and it
is true that there are some conditions where the in-
troduction of the skip stop will effect no direct economy
and very little improvement in service. However, they
are by no means in the majority. Generally speaking,
they include short lines with infrequent headway, and
under such circumstances the existing frequency of
stops makes very little difference in the result. For
example, there may be assumed a 4-mile round trip
with a fifteen-minute headway served by two cars.
The apparent schedule speed would then be 8 m.p.h.,
and allowing two minutes for layover the actual schedule
speed would be about 9 m.p.h. With good equipment
and limited interference, this schedule could be main-
tained with about ten actual stops per mile, but the
advantage gained by cutting out half of the designated
stopping points and thus reducing the actual stops to,
say, about six per mile would hardly mean anything
more than an increased layover. Elimination of four
stops per mile or sixteen stops in each 4-mile round
trip at fifteen seconds each (including acceleration and
braking periods) would save four minutes out of the
thirty originally required and, assuming an even dis-
tribution of patrons over the route, would save the
average patron one minute at the expense of a schedule
that would make the cars pass at odd times.

Double the assumed length of the line, however, and
cut the headway to ten minutes, and the skip stop
presents a wholly different aspect. Using the same
actual schedule speed as assumed in the foregoing
paragraph, six cars would then be needed to serve the
run, allowing four minutes’ layover. A reduction from
ten actual stops per mile to six would save eight min-
utes in the time of each round trip, and if two minutes
are cut off the layover, only five cars instead of six
would serve the run, since the time for each round trip
would be fifty minutes instead of sixty.

The outlined increase in actual schedule speed would
save the average patron two minutes and the patron
at the end of the line four minutes in each ride—well
worth consideration. At the same time the increase
of 16 per cent in apparent schedule speed would produce
a saving equivalent to 11 per cent of the operating
expenses of the line. This is also well worth considera-
tion. The saving in fact, is equivalent to no less than
a third of the gain to be effected by introducing the
6-cent fare under normal conditions.
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Making the Most of Publicity

Denver Tramway Has Found Humor the Wedge to Public Understanding of the Railway

Problems—Special Publication

For and By the Employees Is

Popular and Worth While

ONSISTENTLY living up to the declared intention

that its publicity should not in any sense constitute

a whitewash for the deficiencies of the company,
and frankly turning the searchlight of public scrutiny
on itself and admitting some imperfections, the Denver
Tramway Company has for a year been steadily gaining
ground in public favor. It took some seven or eight
issues of the little now-much-sought “Tram-O-Grams,”
the company-public magazine, to overcome frequent
referénces to this utility sheet by such titles as “Tram-
way Bunk,” etc. Many letters were received at first to
the effect that if the money thus appropriated were used
to improve the service, it would be better spent. But
with Li-monthly issues beginning on Feb. 5, 1916, it
was not long until the droll humor of the green print
and the antics of the tramway “pup” (Public Utility
Problems), which mascots the publication in its pre-
carious mission, had won a place in the routine life of
the car riders. Now, Tram-O-Grams is not only read
by the company patrons, but its periodic appearance is
actually awaited. In popular favor, Tram-O-Grams is
to Denver what B. L. T.’s column in the Chicago Tribune
is to Chicago, but in addition, despite its humorous
trend, it weaves the true knowledge of the tramway
problems into the stories and the readers are educated
as well as entertained.

TrRAM-O-GRAMS

While many of the policies embodied in the publica-
tion of Tram-O-Grams are not new, the ideas of the
men responsible for its character are worthy of recita-
tion. The big governing principles of course are laid

out by F. W. Hild, general manager, the “Heap Big
Chief,” as the public knows him through Tram-O-Grams,
while the editor of this paper is J. C. Davidson, publicity
manager. The latter is blessed with the happy faculty
of telling the public why the company is right when it
seems to be wrong, and making everyone believe it and
take it with a smile.

Pouring oil on troubled water was to be metaphor-
ically the effect of the publicity which Tram-O-Grams
was to set forth when it was decided that the breach
between company and public was such that the former
needed some more intimate contact with its patrons
in order to disseminate information on the company’s
real problems and to foster a get-together spirit. The
discussions in the paper were to be truthful and backed
up by efficient service. It was realized that the company
was permanently in the business of selling transporta-
tion, and that no advertising could be continuously suc-
cessful unless the goods to be sold were exactly what
they were represented to be. So every member of the
company organization was instilled with the spirit of
service, and the maximum of this commodity was to be
the least that would be satisfactory. Consequently the
publicity department was armed with the most powerful
weapon available in the strife for public good favor, and
could gn ahead confidently to show how much, and not to
cover up how little, service the company was supplying
its patrons.

No “scrapping” back is tolerated in Tram- O Grams,
since its publishers believe this engenders antagonism
to the company and disinterest in the paper. Sometimes
the contents of letters to the company are made the
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HIRST. permit us to introduce
the melancholy animal that
w siting on top of our starboard
column_of conversational chat
about Denver's standing amy.

We call him PUP but his luII

name

Public
Utily
Problems

whieh accounts for Ius being such
ssadcriter  In Tram-O-Grams
we talk mostly about the prob-
lems of this particular public util-
#ty, s nothing could be more
natural than to choose PUP, as
representing Public Utility Prob-
lems, for Tram-O-Gram's mas-
cot.  While talking about this
we wish to deny several times the
insinuation of the lady who tele
phoned ws to say that our PUP
would be the better for a good
scrubbing. PUP has white hair
with black spots. and the car
cleaning crews run the vacuum

Ny

A Tadia .-

that got us all
fussed up a few
weeks ago and
when we went
out to City Park yesterday it was
brought to our atiention again.
for the car was full and we hed
to stand up, and suddenly the
motorman rang the gong. dropped
the fender, tumed off the power.
applied the emergency brakes and
cussed all in the same breath as
a black touring car flashed acrons
the tracks two inches in front of
the fender, and Hudson Maxim
was right about lack of prepared:
ness, for we fell into what was
left of a fat man's lap and he
wanted to know af this was a jit
ney bus.  And inasmuch as we
had poked the man next to hum
m the course of our long and
angular descent, this man felt that
he had the nght to mildly protes
by mking if the particular strap
assigned to us had broken, \d\xd\
drew our attention to the people
standing up io the car. Now.
why couldn’t they all have seats?
Why dldnl the Tramway give
tts wh llit edutor a seat 30

cleaner over him once a week.
s he 1 sure to be perfectly
clean. If we had a pet leopard
we suppose this critc of ours
would want us to buy some
erasers and rub out hu spats
The problem that gives PUP
his pefblesed air todav v “one

that he wouldn't have to wander
around on fat parhes against ho
will and perhaps against othe:
people’s?  And then we remem
bered that we had made an in
véstigation of this straphanging
problem and had promised to tell
you about it Here's where we
unload

UR wife has gome to the

country and now everybody
knows who ties our perly little
bow neckties. Ever since she left
we've been irying to catch up with
the long list of things-to-do which
we were instructed to follow care-
{ully. but we can't see the sense
in washing breakfast dishes every
day when we've got a supply that
will last two or three wecks, al-
though we admit it was rather
foolish of us to ream off the other
morning and leave the front door
open and the lawn sprinkler
sprinkling.  We manage to cook
some rather clasy breakfasts all
l:y ouniclves when we get up in
time to make them—we never
realized before how necessary it
was to have a wife to supplement
the alarm clock. The house has

an wmnatunl quietude now that

our wife im't here, and in the
evening there's nothing to do but
play with the PUP and hang
around—and ‘spezking of bang-
ing. we promised to give the sec-
%"

time to chat about it, because the
Tramway has been makimg a
check of the umber of pasen-
gers on every car at “peak load
points” for several months and
we can talk without dealing m
glittering generalities or guesses.
“traffie checks'” are w0
complete that they take four

speedy accountants four days
just to tabulate the figuies. They
are 10 carefully made that men
who were sent out to check up
the other men who made the
counts were able to find only neg-
ligible mistakes. The trafiic check
consists of a count-—by an ob
server on each car—oi the num
ber of passengers on the car at
the peak load point, which is the
point on each line at which the
largest number of passengers are
on the car. Every trip of every
car on avery line of the Tram:
way was counted this way; not
once, but every day for months,
and it i on these trafhc checks
that this inve of Tram-O-Grams
is .
There s AN AVERAGE
OF A SEAT FOR EVERY
BODY ob the Denver street can
in any HALF HOUR period of
EVERY DAY

WHAT OTHER CIT Y
IN THE UNITED STATES
CAN SAY AS MUCH?

Yet we bavea't dmvznd

1o prevent straphan
without wing the mtolerably nlow

European meth Many plans
that looked good on paper have
fizzled m actual tryowt For

T started hke thu: the
I moming was one of those

bright, sunuy affain for
which Colorada is famous: cool.
just warm enzugh to enable us to
weer between the Scylla or Coal
and the Chaiybdis of Ica
out having any shekels scraped
of our side pockets, and our
thoughts were as far from mn-
sidenation of winler snows and
d\ﬂll as they powsibly could be.

old the picture & minute,
lhm look over our shivering
shoulders at the piece of office
mail wa found awaiting ws onm
this balmy morn. It read some-
thing like this:

“Whanaver sa extramely
heavy snow storm threatens to
tie up the Tramway, every man
and womap on the system, no
mattar what his position, will be
amigned to help Gght the snow
and keep the cars running.  Im-
mediately upon sigaal in such an
emergency, each one will take
his place as amugned in the ce-
companying_schedufe, Such a
sow as fell in 1913 may pot
come again, but if it should, we
want to be prepared for ir!"

Well, we looked in the xched:
ule and what d'you think they
bad w down for?

“Editor of Tram-O-Grams,
ausigned to pick and shovel work
on Laprence line."”

Sotncone's got our number?

Everybody
on the aystem
wa leamed in

reply to questions prompted by
an abnormal streak of curiosity,
is assigned to do cartain definite
voluntear work in case of a sow
that is too big for the regular
snow-fighting crews to  handle

SR N

Evan all the pretty younl maids
in the Auditing, Department are
to stop their work of checking up
transfers and orgapize ito a
commisary crew to feed the snow
fighters. The restaurants over
the <ity where food supplies were
to be requisitioned are named.
and the places and time of tak-
ing meals to the mco on the ﬁnn;
line were outlined.
thing this remarkable xhcdule
didn't arrange for was at_what
hour the ambulance sbould call
for the Editor of Tram-O-
Grams out on the Lawrence line.

The two hundred and ffty-
three miles of Tramway track
must be kept open no matter

what the cost, and in the good
old winter time the company’s
reguler snow fightes must be

GENERAL 1DEA OF THE STYLE AND APPEARANCE OF THE DENVER PUBLICITY LEAFLET
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theme for a lesson story, but the letters are never
quoted and the names of the writers never mentioned.
No advertising is carried in the little two or four-page
paper, for the reason that it was the aim to concen-
trate full attention on the stories the company had to
tell. Another of the policies which has helped most to
establish the company organ in the confidence of its
patrons is the admission of a fault when there is one,
and then the prompt action to correct this. Even in so

'ELI L>D

LEVTLLET

January, 1917

COVER OF ONE ISSUE OF THE TRAMWAY BULLETIN

large a matter as the charge that a number of cars of
safe and serviceable character but much smaller than
the present standard ought to be discarded, the company
graciously acknowledged through Tram-O-Grams the
truth of the charge, and then explained why these cars
could not be dispensed with at the moment, but it gave
assurance that they would be later on. This was after
the cars had been dubbed “Hildidink” cars to “honor”
the g.m.

The subjects treated in this company public organ
cover all manner of topics, from discussions of “our
wife” and the “assistant editor” (Mr. Davidson, Jr.,
eight months old) to straphanging, tramway history,
municipal ownership, painting and cleaning tramway
cars, putting the vent in ventilator, etc. But no matter
how far removed from street railways a story may seem
to be in opening, before the reader knows it he is think-
ing about and interested in something about the tram-
way company. Naturally, improvements in the service
are featured, and then there is much information as to
car service, owl-car schedules, transfer privileges, etc.,
that is of personal value to the riders. One of the fea-
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tures which helps to make the paper readable and lively
is the interpolation of small cartoons, which with humor-
ous exaggeration visualize and drive home the point
being made.

DISTRIBUTION OF TRAM-O-GRAMS

Fifty thousand copies of Tram-O-Grams are printed
to serve the 250,000 population of Denver, which pays
150,000 cash fares a day to the tramway company.
These 50,000 copies have
been carefully estimated to
have 150,000 readers, be-
cause of the number left on
the cars and reread and the
number taken away which
are found in offices and
homes and read by the
wives and young people. On
Saturday morning, twice a
month, the paper is issued
and the conductors dis-
tribute copies to the pas-
sengers on all inbound cars.
At first the edition was
divided 150 to a car, but
this was soon found to be
unsatisfactory, and accu-
rate traffic figures for each
run were made the basis of
the number supplied to each - =)
car. For instance, a certain mﬁ“ﬁiirﬁh?.f"m‘l;Jf’;cﬂ?" i
car and trailer made S0 Nwe%)é?rl:sy r;’hg ar:r‘;:gpoa:gbsa;?;
many trips and carried a to-
tal of so many passengers.

the meaty contents of this issue of
The Bulletin.  The hammer is sim-

ply a gentle hint of what may hap- -
pen to anyone who doesn’t agree
that this is the best number ever

. P blished.
This number divided by two pul-'_‘ls')lcTORl;LTOARD FOR
was determined as the FEBRUARY
proper number to assign to SPLIT MEN

. R. Rogen, South Division

that run to realize the maxi- w. ¢ McFarlane, Central Division
mum value. After the first T C CanT BN Do e
day, the remaining copies

are placed in the “take one”
box, and they usually disap-
pear in a few days. Any
left over are taken out of the
boxes. These were formerly
distributed in automobiles, barber shops, etc., but now
with only 1000 or 1500 left over they are put in boxes
at the interurban and central loops in the downtown dis-
trict where five and sixteen car lines respectively turn
back, and the left-overs disappear without the need to
throw any away.

Evidences of the apprec1at10n and popularity of Tram-
O-Grams have been constant]y forthcoming. On one
occasion the printer was late in getting out the issue,
and almost every conductor, as he came to his division
headquarters, anxiously inquired where in the world
Tram-O-Grams was, and asked that it be hurried up so
he could keep his passengers quiet. All during that day,
after the papers had appeared about three hours late,
there was excellent evidence of the demand. Other indi-
cations of the interest in the paper are afforded in the
fact that as high as 10,000 replies to contests have been
received.

All in all, this little publication is considered by the
company to be the best and at the same time the cheap-
est publicity it can get. In the year and three months

PHOTOGRAPH OF EDITORIAL
BOARD FOR THE SHOP
NUMBER AS 1T AP-
PEARED IN THE
BULLETIN
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Tram-O-Grams has been published relations of the pub-
lic toward the company have changed from antagonistic
to reasonable to favorable. And why? There is only
one answer, simple as it is. The company has been
frank, honest, open to criticism, ready to admit defi-
ciencies when they existed and willing to improve con-
ditions when within its power, and it has educated the
public through intelligent publicity to understand and
appreciate its situation. Confidence has been gained
that the best service possible is being given, or if not
that the company is ready to go more than half way to
meet the public in any request. So, as is always the
case where this formula for public friendship is ap-
plied, the complaints have turned mostly to suggestions,
many of which are of real merit.

THE COMPANY-EMPLOYEE PUBLICITY

S0 much for the company-public publicity, but that is
not all the publicity manager has to keep him away from
the ball game, with an annual pass in his pocket. Be-
sides Tram-O-Grams, there is the Tramway Bulletin, a
9-in. x 12-in. magazine issued monthly for the 1500 to
1700 company employees. This is a magazine edited
by the company employees and the editor and is made
to be the gossip and news among the employees and not
tﬁlk “at” them. If the company has any orders or
instructions to issue to the men, these are delivered
usually by word of mouth, or through the bulletin
boards. In other words, the Tramway Bulletin is not
the official mouthpiece of the management to the em-
ployees, but is rather the “keep-acquainted” organ of
the employees themselves, a magazine of the employees
for the employees, a medium for the dissemination of in-
formation and the discussion of any subject of par-
ticular interest to the employees, but not a place to
“air” personalities of course.

The unique feature of this paper is the scheme the
publicity manager has for getting the employees them-
selves to write the paper. At each of the four divisions
of the company there is a local social and athletic club.
The presidents of these clubs appoint, or the club elects
a man to represent it on an editorial board one month
to get out the paper for the next month. This editorial
board is rotated through the different departments of
the company, appointments being made in other than
the transportation department by the head of the de-
partment. When the names of the men elected or ap-
pointed to serve on the board for the next month are
received by the editor, letters are addressed to them
acknowledging their appointment and asking them to
meet at a certain time for a conference with the editor.
In the meantime they are asked to be thinking over pos-
sible subjects for articles, or to bring up subjects which
may have been suggested by trainmen in club meetings,
etc. They meet and talk over the issue from cover de-
sign to make-up and feature articles, and then who
they can get to write the stories. With this decided, the
editor puts it up to these men to induce their fellow
employees to write the stories suggested.

As the final decision on the subjects to be treated is
left to this editorial board, although it may be assisted
by the editor, its members recognize their responsi-
bility for the issue and their suggestions are then
numerous and free. This group of four or five men
actually do supply a good share of the material for their
issue, even the shop mechanics. As a reward, the
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photographs of the editorial board for that issue are
run each month, and the names of the men on the
editorial board for the next month are printed.

By this scheme, the request to write something comes
from one trainman to another, or from one shopman to
another, and it is accorded a much different reception
than would be the case if the superintendent or master
mechanic or editor asked him to do it. This way he
knows he doesn’t have to do it, but he does it out of
interest. By having them do the writing, the bulletin
gives the viewpoint of the men in the ranks and sup-
plies them with the kind of reading matter they want.
The editor does not know and could not have this close
knowledge unless he worked with them. s

Once in a while an employee contributes something
for publication which would reflect discredit on the com-
pany unjustly. If the editor cannot show him why it
is wrong and why it should not be published, the matter
is put up to the author’s department head and finally to
the general manager. If he still persists, the article is
published, and with it a statement of the company’s
position, dependence being placed on the employees’
sense of fairness to take the matter properly. In this,
as in any other intra-company matter, Mr. Hild is per-
fectly willing at any time to put the matter up to t}ie
employees, since he has absolute confidence that their
decision will be fair, if they have all the facts.” If an
employee wants to contribute something that the offi-
cials had rather not see in print, and he is right and
insists, it is printed and the company takes its medi-
cine. These are the policies which have made the maga-
zine truly an employee’s paper and have helped to bring
about most amicable relations between company and
employees. 2

It is the aim to publish everything sent in by the men,
and the contributors are assured that their stories will
be corrected as to grammar, spelling, punctuation, ete.,
but otherwise unaltered, so that they may tell their
story without fear of being laughed at for lack of knowl-
edge of writing. Like Tram-O-Grams, the Bulletin is
enlivened by small cartoons and also by numerous half-
tone cuts, and the reading matter is made as interesting
and full of human interest and as vital to the employees
as possible. Some advertisements are carried, princi-
pally local, but in keeping with the better thought of the
times, advertising from companies selling equipment or
material to the tramway company is being eliminated.

The personal items receive a good deal of space in
the paper, for what employee does not delight at know-
ing what his friends are doing and live in anticipation
of seeing his own name in print. These personals are
supplied to the editor by a novel process, created for the
purpose. One of the old trainmen, who knows the
property like a book and most of the employees by their
“front” names, was given the title of chief conductor,
with duties to spend the forenoon of each day in riding
the cars, especially those operated by the newer men,
to assist them and diplomatically show them how to do
better work. Then in the afternoon he comes into the
editor’s office full of news and gossip and acts as as-
sistant editor and contributes his morning’s “tid bits”
tc the personal and news columns of the Bulletin. This
arrangement gives the editor a valuable reporter, with
only half his time charged against the publicity de-
partment.

Thus the company magazine has a real place in the
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life of the employees and helps to bind them into a
brotherhood and to lend interest and contentment to
their work. In these respects it is very similar in its
mission to Tram-O-Grams, for this is designed to bring
out the community of interest in the street railway
which exists between the public and the company, and
to bind the whole population into a corps of enlightened
citizens which knows something of the ins and outs, the
ups and downs of the tramway business, and which
would never tolerate any legislation to the detriment of
the tramway company and hence to the transportation
service.

Chicago Anti-Parking Ordinance
Proves Effective Relief

Average of 3.7 Minutes Per Car Saved in Loop
District During Maximum Half Hour and 2.2
Minutes Per Car During Full Peak
Period, 4 to 7 P. M.

HICAGO’S anti-parking ordinance which prohibits

the parking of automobiles and other vehicles on
any of the car line streets in the downtown loop dur-
ing the hours of 7 to 10 a. m. and 4 to 7 p. m., became
effective on May 1. Until recently no figures were
available to show just how much saving in time was
made to the Surface Line cars as the result of clear-
ing the streets of standing machines. However, ex-
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duced eight minutes. Only a slight saving was made
by southbound through routes No. 1 and No. 3 cars.
This is an indication that the loop cars on Wabash
Avenue, which enter the district practically empty from
5 to 5.30 p. m. and load very few if any passengers
northbound between Van Buren and Washington
Streets, were being compelled to creep along on the
northbound track between these points principally be-
cause of the congestion caused by automobile parking.
Similar conditions prevailed on State Street where the
average time of loop cars from Van Buren Street north
to the far side of the loop and return was reduced eight
minutes, while the average time of northbound through
route No. 6 cars, from Van Buren to Lake Streets, was
reduced 8.2 minutes.

In general, a tremendous amount of tlme in the total
is saved for the car riders through the benefits of this
anti-parking ordinance. The time necessary for auto-
mobiles and other vehicles as well as street cars to
move from point to point within the loop district has
been materially decreased. Congestion along all streets
between intersections has been greatly reduced, and
there has also been a marked improvement in the move-
ment of street cars, vehicles and pedestrians at inter-
sections. This improvement, of course, lends itself to
a more even distribution of load on the street cars.
The facilitating of all traffic within the 2.5-square-mile
district affected by
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The figures above were derived from a check made
the fourth day after the ordinance became effective—
May 4. At this time vehicle owners and drivers had
not become thoroughly acquainted with the provisions
of the ordinance, and its operation had no doubt not
reached maximum efficiency. It is quite possible that
a check made at the present time would show a slight
increase in the time saved above that shown in the
table.

The greatest individual line time saving was effected
on Wabash Avenue and on State Street. During the
half hour of maximum traffic, the average time for
loop terminal cars to proceed north on Wabash Ave-
nue from Van Buren Street to' Washington Street and
return was reduced 8.4 minutes. The average time
of through routes No. 1 and No. 3 cars, northbound on
Wabash Avenue from Van Buren Street to Lake Street
and thence west to State and Lake Streets, was re-

violating the anti-parking feature. During May, 1917,
the number of cases disposed of in the automobile court
was 4090, as compared with 2720 cases in April, 1917,
and 2067 in May, 1916. The large increase in the num-
ber for May, this year, is almost entirely attrlbutdble
to the anti-parking ordinance under ‘which arrests were
made from the first day. No particular difficulty, how-
ever, was encountered in establishing the new traffic
regulation.

The New York papers a few days ago had a good deal
of fun with the farewell appearance of the horse car
in that city. The last car had been operated on a short
downtown line. In 1916 it carried 3576 cash passengers
and 1945 transfer passengers, with total receipts of
$178.80. Last year it cost the New York Railways
Company more than $1.50 to carry each passenger, and
on July 17, 1917, the total receipts were 10 cents.
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Lima, Peru, Has Enterprising Electric
Railway System

Special Equipment Has Been Constructed in Com-
pany’s Shop to Meet Local Needs

BY PHILIP S. SMITH
Special Agent United States Department of Commerce

HE electric railway system of Lima, Peru, is now

generally conceded to be one of the best in South
America. It is operated by the Empresas Electricas
Asociadas, a company formed by the combination of the
. former lighting company and three electric railway com-
panies. One of the railways operated cars in Lima, an-
other between Lima and Callao, 9 miles, and the third
Letween Lima and Chorillos, about 8 miles. The old
English line between Callao and Chorillos, via Lima, is
operated by the Empresas as a freight road. These
lines as well as the several local extensions in the sub-
urbs of Lima, having in all some 75 miles of single
track, 135 passenger cars and six electric locomotives,
are under the charge of Arthur H. Mann, resident engi-
neer. Previous to taking up this work Mr. Mann was
general superintendent of the Jersey Central Traction
Company, Keyport, N. J.

SOME RECENT LARGE SHOP JOBS

It is impossible to obtain good mechanics in the local
labor market and so it has been necessary for the com-
pany to train its own employees for the various classes
of work which have to be done. In this way the mechan-
ical staff of the “factoria,” or carhouse, has been trained
to the point where it makes all repairs, including ma-
chine work, carpentry, casting and coil winding. One
of the jobs recently completed consisted in sawing an
eight-window car which had been damaged in an acci-
éent, into four two-window sections and inserting them
into four other cars of similar type, thus materially in-
creasing their capacity. The construction of complete
rniew cars has also been undertaken successfully, two ex-
amples being shown in the accompanying illustrations.

According to the franchise under which the company
operates it is obliged to sprinkle all of the streets
through which its cars run. In order economically to
perform this service on the long interurban lines it was
necessary to construct a car having twice the capacity
of the small cars used in the city itself. One of the il-
lustrations shows the completed car which is built of
steel throughout. The frame is made of four 8-in. I-
beams, connected to cross beams in five places by angles.
The car itself is 30 ft. long and is mounted on McGuire

ELECTRIC RAILWAY JOURNAL

[VoL. 50, No. 5

Y 18

INSTRUCTION CAR USED IN LIMA, PERU, SHOPS

trucks equipped with two GE-80 motors. The tank is
constructed of boiler plate and is secured to the car
frame by five holding-down straps. At one end a com-
partment has been formed by putting in a false head
about 2 ft. from the end, and this serves as a storage
reservoir for the air, which is maintained at a pressure
of 90 lb. per square inch by means of a Westinghouse
No. 3 compressor. A hand-operated valve, placed be-
tween the tank and the air reservoir, can be closed, thus
retaining the pressure while the tank is open for re-
filling. The sprays are independent and can be oper-
ated from either end of the ecar through dashboard
levers and quick opening valves. With full air pressure
the spray on one side can be thrown 60 ft. A separate
National Brake & Electric Company AA-1 compressor
is used for the brakes.

The franchise also calls for the free transportation
of meat from the abattoir to the Central Plaza, or mar-
ket place, and the car shown in the illustration below
was built to replace the two old cars formerly used for
this purpose. It has a capacity of twenty-four sides of
beef and is well braced to provide against sagging on
account of the wide center doors.

The unusual fenders on these cars are the design of
Mr. Mann and are being used also on several of the
regular cars. When in the operating position they are
pulled forward and the apron is tipped back and hooked
to the bumper. The iron braces drop into slots at each
side, thus holding firmly until no longer required, when
they are lifted out, the apron is dropped down and the
whole fender is pushed under the car, clearing both
ccupler and bumper. It is shown in the latter position
cn the rear end of the car.

LARGE CAPACITY SPRINKLER CAR FOR USE IN VICINITY OF
LIMA, PERU

MEAT CAR BUILT IN SHOPS OF ELECTRIC RAILWAY SYSTEM OF
LIMA, PERU
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To assist in teaching conductors and motormen an
instruction car has been designed and installed as
shown in the third picture. A car frame with two
GE-54 motors is mounted on rollers permitting the
wheels to revolve when power is applied. Blueprinted
diagrams of the wiring arrangement of a two-motor car
and of a four-motor car is attached to the framework of
the side of the car, and on them all motors, resistances
and controller connections are clearly shown. The mo-
tors are represented by groups of five lamps and the
resistances by as many lamps as there are resistance
points on the controller. The latter lamps are so con-
nected that they are cut out one by one as the controller
is notched up and the increased voltage on the remain-
ing lamps causes them to burn brighter progressively,
thus giving a visual understanding of the heating to
which the resistances are subjected if the car is run
with the controller on any of the resistance points. The
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air-compressor -governor and rheostats are mounted
above the car floor to facilitate the demonstration of
the working details, and the other devices which have
to be manipulated during the running of the car, such
as signal lights and trolley, are installed as in the
actual car.

The training of all men is the same so that motormen
and conductors are practically interchangeable. It con-
sists of instruction in running a car until proficient,
two weeks in the pit, a day or two on the instruction
car with a teacher and then another week in the pit.
At the end of this time an examination is given by the
master mechanic and if passed the student is put on a
regular run, but if not he is kept in the shops and given
another period of training and examination. The result
of this thoroughness is that, although the raw material
is not all that could be desired, the corps of operators
so trained is reasonably competent and satisfactory.

The Human Nature of Publicity

Managers of Electric Railway Properties Should Study the
Psychology of Publicity—Helpful Suggestions Are Given on
the Way to Present the Facts Most Convincingly to the Public

By IVY L. LEE

into four categories: .

1. Those who believe that the public has no
right to see what goes on inside their business, and
therefore have no use for publicity.

2. Those who have no particular objection to pub-
licity but think that, no matter what they might do, the
public would not be in the least more favorably inclined
in its attitude toward the business.

3. Those who believe the idea of publicity is a good
thing but do not believe the public cares to know what
their company is doing.

4. Those who believe in the public and are making
great progress toward a better relationship between
that public and their business.

With reference to the first class, I do not doubt but
that the logic of events will be more than persuasive.
The people now rule. In place of the divine right of
kings, we have substituted the divine right of the multi-
tude. The crowd is enthroned. This new sovereign has
his courtiers, who flatter and caress precisely as did
those who surrounded medieval emperors. These cour-
tiers are sedulously cultivating the doctrine that to be
weak is to be good and that to be strong is t6 be bad.
The demagog is abroad in the land, and there are omens
that cannot be disregarded.

One of the main reasons why the electric railway is
not understood by the public is that electric railway
managers have failed to take account of certain funda-
mental currents of human nature, which, from time im-
memorial, have been made most of by men who have
influenced the action of crowds. Electric railway men
have been standing aside content to be judged by the
machines they were running, not attempting to have
themselves regarded as human beings, not making it
known that electric railways were but composites of hu-

ELECTRIC railway men can be classified roughly

man nature. Machines haven’t the necessary red blood
to draw multitudes.

I know that 999 men out of 1000 in the electric rail-
way business are doing their work as well, if not better,
than 999 men out of 1000 in other occupations. The
electric railway business as a whole is to-day conducted
as honestly and as efficiently as any other business in
the world.

Why is it then that the good in electric railways has
not always been appreciated? Why is it that the pub-
lic immediately rises up in arms at the mere thought of
an increase in fares? It is because electric railway men
have neglected the human nature of the situation; it is
because loud-tongued politicians have let their imagina-
tions run rampant for the benefit of the multitude
while electric railway men sat still, attended to their
jobs and said nothing about what they were doing or
of the difficulties they had to meet.

From the beginning of history, popular leaders have
taken account of the fact that the people in the mass
act upon impulses. Such leaders have not been disposed
to exaggerate the influence of reason in determining the
acts of mankind at large. If electric railway men then
are to assume the place to which they are entitled as
leaders of the public, they must consider these same:
elements in the psychology of the multitude.

MAINSPRINGS OF CROWD STIMULATION

These elements may be briefly deseribed as follows:

1. In the first place, crowds do not reason—they pro-
ceed on impulses. It is impossible to induce a crowd to
proceed toward any proposition on strictly logical prem-
ises. John C. Calhoun proved beyond dispute, as a mat-
ter of pure reasoning, that the Southern states had a
right to secede, but Wendell Phillips came along and
preached the doctrine that the slaves should be freed
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and that the Union must be preserved. It would have
been a logical thing to pay the Southern people for their
slaves, but we all know that it was not possible to deal
with the problem in that way. The dealing was with
crowds.

2. Again, crowds are led by symbols and phrases. Jo-
seph Chamberlain, when he was advocating the Boer
War, achieved his purpose when he dubbed those opposed
to him as “Little Englanders.” We know that Bryan
through the creation of that extraordinary phrase,
“You shall not crucify mankind on a cross of gold,” did
more to advance the free silver cause than all of the
other subtle and logical efforts that were ever made to
advocate that idea. )

3. Success in dealing with crowds, that success which
we must attain if we are to solve the railway question,
rests upon the art of getting believed in. Does anyone
question that Mr. Roosevelt’s supreme influence while
he was President was due to the fact that the American
people absolutely believed in him, believed in the purity
of his motives and the elevation of his patriotism? Be-
lieving in him as they did, they paid no attention to his
blunders or to criticisms of him.

4. The problem of influencing the people en masse is
that of providing leaders who can fertilize the imagina-
tion and organize the will of crowds. Moses painted a
picture of the Promised Land, and he induced the
Israelites to spend forty years of extraordinary hard-
ship under his leadership. Cesar drew a picture of
the conquest of Gaul and so infused the imagination of
the Roman populace that they thrice offered him a
crown. Napoleon’s uncanny power in France was due
to his resourcefulness in the appeal to these same ele-
mentary crowd-impulses.

These are some of the mainsprings of crowd stimula-
tion. They are factors which statesmen, preachers and
soldiers have from time immemorial recognized when
they sought to lead peoples. My point is that in work-
ing out the electric railway problem we must take ac-
count of these same principles of crowd psychology.

BE CAREFUL OF THE TERMS USED

We can never be too careful in the terms we use.
Some time ago, a certain public service corporation was
in great financial difficulties; it could not pay its bond
interest. Its president induced its bondholders to agree
to a reduction of the rate of interest on the bonds. The
president then announced to the public that there was
to be “a readjustment” of the finances of the company.
Now “readjustment of finances’’ sounded so much bet-
ter than saying “Your company is bankrupt,” and no

one ever suggested that his company was bankrupt. It

was a matter of terms.

There is often talk of “educating the public.” Elec-
tric railway officers themselves are getting a good deas
of very helpful “education.” It is not a question of
“educating the public,” it is a very real question for the
electric railway man of understanding the public and
having the public understand him.

What we say to the public, it seems to me, must be
with reference to the effect it will make and not pri-
marily with reference to its logical sequence. You can-
not argue with the public. It wants facts; not gen-
eralizations.

Again, I would suggest that there is no gain in point-
ing out the logical inconsistencies of other people’s
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statements or arguments, however erroneous they may
be. If we cannot answer what they say with something
that will appeal constructively to the imagination or
emotion of the public, with something which will sup-
plant the erroneous statements, it is hardly worth while

to go into the case at all. We ‘may say what has been

said of man, that “a crowd convinced against its will
is of the same opinion still.”

A public to be influenced must feel. Too many rail-
way announcements are full of cold legal phraseology;
they leave the public unmoved.

To make the public feel we must be concrete; we must

“tell of our work in language the layman can understand.

He will not analyze figures. What he wants to know is,
are you doing the best you can? Convince him of that
and you don’t need to argue details.

We should see to it that in all matters the public
learns the truth, but we should take special pains to em-
phasize those facts which show that we are doing our
job as best we can and will create the idea that we
should be believed in. We must get so many good facts,
so many illuminating facts, before the people that they
will not magnify the few bad facts. There will always
be some bad facts in every business, as long as human
nature is frail. :

DON’T NEGLECT HUMAN NATURE

Do not misunderstand me. Nothing is further from
my thoughts than to suggest any attempt to prove things
are good which are really bad. No one should condone
the bad, and it should be, as I believe it is, the constant
aim of nearly every electric railway man to make things
better. What 1 do mean is that we should not neglect
the human nature of the situation but should make the
most of it; that we should tell our story, tell it frankly,
tell it fully, and tell it with a view to its being under-
stood and carrying conviction as to the essential truth.

Unless the electric railway men of the country are to
be believed in, so that the public will take their advice
as to what it should do with reference to electric rail-
ways, we are not going to make very much headway in
the settlement of our railway problem.

The crowd craves leadership. If it does not get in-
telligent leadership it is going to take fallacious leader-
ship. We know that the leadership which the mob has
often received, not only in this country but in other
countries, unless corrected is liable to produce disas-
trous consequences. Is it not supremely worth while,
therefore, that electric railway officers should take ac-
count of those fundamental undercurrents of human na-
ture; take practical steps to obtain the confidence of the
public and assume the leadership which by right of
character and ability they are entitled to exercise?

Men utilize skill to produce emotion and opinion in
favor of reform and against the wrong. Why should
not the same process be utilized on behalf of construc-
tive undertakings, on behalf of ideas and principles
which do not tear down but really build up?

Is it not indeed likely, not only in electric railroading
but in all industrial lines, not alone in this country but
in all Western nations, where the same problems are
pressing, that it will be by men of intelligence and abil-
ity, directing through such methods as these the great
movements of the people along lines of health and great-
ness, that ours may be saved that decadent phase which
no civilization has yet escaped?

¥
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Experience in Weed Burning on Pacific
Electric Railway

At a Cost of $6 per Mile per Treatment This Com-
pany Wages a Successful Warfare
Against the Weed Pest

BY CLIFFORD A. ELLIOTT

Cost Engineer Maintenance of Way Department, Pacific Electric
Railway, Los Angeles, Cal.

LIMATIC conditions in southern California render

the abating of the weed nuisance a serious problem
on the interurban lines of the Pacific Electric Railway.
Success in this line involved the adoption of satisfactory
methods for destroying the weeds and for keeping the
track and right-of-way clear of them. The tedious hand
method, involving constant pulling or cutting of weeds,
‘is unsatisfactory. In southern California the mild cli-
mate gives the weed a continuous season for develop-
ment. The heaviest rainfall occurs from December to
March, during which period very little attention can be
given to weeds. During the remaining nine months the
work must be vigorously prosecuted.
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burned, at an average cost of $6.75 per mile. The in-
crease in cost for 1916 over 1914 was due to increases
in cost of labor, motor-car rental, and oil.

Owing to the frequency of service on the company’s
lines it is difficult to handle the weed-burner equipment
on account of the numerous trips to sidings. On some
lines the burning is done at night, but this is more
expensive than daylight operation. The weed burner
in use at present has a burning speed of from 4 to 6
m.p.h., but recent experiments in superheating the oil,
gas and steam indicate that the speed can be increased
to 15 m.p.h., with a resulting decrease in cost. Experi-
ments with an improved burner are also being made
which it is expected will lessen the amount of oil re-
quired.

Most of the company’s lines are burned but twice a
year, one at about 4 m.p.h., and again, after an inter-
val of approximately ten days, at 8 m.p.h. Of course,
conditions vary a great deal with the season and the
location. On some lines there is heavy vegetation, com-
prising many varieties of weeds, and some seasons are
dryver than others, so that the vegetation burns more

WEED-BURNING OUTFIT USED ON PACIFIC ELECTRIC RAILWAY LINES

In fighting the weeds the company has for the last
four years successfully used a burning outfit which was
described in the issue of the ELECTRIC RAILWAY JOURNAL
for June 28, 1913, page 1169. It comprises a train
of four cars—the motor car, the oil-supply car, the
water car, and the weed burner. The burner car con-
tains, besides the burner, a boiler and water and fuel
pumps. The oil is conveyed into a mixer, being forced
through this to the burners as a combined crude oil
and steam gas. Steel aprons and deflectors are pro-
vided on the sides of the burner to protect the car from
damage and also to aid in the distribution of the flame.
A light-grade crude oil is used in order to produce an
intense heat.

During the first half year this machine was in service
628.4 miles of track were burned at an average cost
of $5.12 per mile. The total costs, segregaled into
groups, were as follows:

Work train BerviCe. ... c.cciniiiniininrenan $1,142.80
.......................................... 12.3
Repalrs TADOr . ovvswemsie s miausEinisis Biniin 295.77
Repairs, material .. ..... ...ttt 112.00
Track labor, following burner.................. 633.18
Engineer and helper on burner................. 223.11
e A D RS $3,219.17

From June 1, 1913, to June 1, 1914, 1057.31 miles
were burned, at an average cost of $5.37 per mile. From
Feb. 1, 1916, to Jan. 1, 1917, 1637.64 miles of track were

readily. In a dry season, however, the expense for
track gangs following the burner to eliminate fire haz-
ard is greater. This precaution is necessary to pro-
tect the company’s property and to prevent the flames
from spreading to adjoining fields. In California, the
most logical time for the first burning is after the
first warm weather after the spring rains have termi-
nated.

On the company’s “close-in” lines, through thickly-
settled districts, where the appearance of vegetation is
objectionable, and there are strict municipal ordinances
requiring the abating of the weed nuisance, it is the
practice to burn twice a year. On more remote and
less . important lines, where appearance is not taken
into consideration, one clearance a year is usually suffi-
cient to keep the grass below the top of the rail so
that wheels will not slide when the brakes are applied.

The water car, following the weed burner, is used to
sprinkle the roadbed to extinguish the fires that may
start in decayed ties, wooden culverts, cattle guards
and trolley poles. A track gang follows the weed burner
closely further to safeguard against fire hazard. Un-
less it is absolutely necessary, the burning is not done
on right-of-way adjoining fields of ripe grain, but when
it is done extra precautions are taken. TFortunately,
most of the burning is done before the harvest season.
Fruit {rees are occasionally damaged near the right-
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of-way, especially where this is narrow, but damage
claims in such cases have usually been very small.

Among the advantages of the burning method, as
compared with the hand weeding previously used, the
cost item is prominent. The average saving is about
65 per cent, and as high as $20,000 has been expended
during nine months for this work by the old method.
Again, the section forces can now devote their entire
time to other items of track maintenance, the saving
in labor being specially important in a time of shortage
like the present. Further, the intense heat produced
by the burner to some extent chars or sears the tops of
the ties, tending to preserve them against the actiou
of the elements. The burner also blackens the roadbed
and track, eliminating glare, which is troublesome to
the motormen and to some extent to the trainmen.
This glare is particularly evident in rock-ballasted track.

The burning outfit which the company has been using
was constructed in its own shops, under rights pur-
chased from the inventor, E. E. Allen, and under his di-
rection. These rights have now been taken over by the
Wheelock Crude Oil Weed Burner Company of Los
Angeles, Cal.

Auto-Bus Interurban Feeders Unprofit-
able in Puget Sound Territory

Washington Railway Interests Abandon Three Out
of Four Routes When a Year’s Trial Under
Careful Management Shows Deficit Be-
cause of Sparse Population and
Individual Competition

URING the past two years the Puget Sound Trac-

tion, Light & Power Company has by means of a
subsidiary organization, the Washington Auto Bus
Company, furnished transportation to various com-
munities not reached by its railway lines. This service
as described in the ELECTRIC RAILWAY JOURNAL for
Sept. 18, 1915 (convention issue) was inaugurated in
order that the company might compile definite informa-
tion on the cost of handling interurban traffic with auto-
buses and to see if good service could be maintained
economically by this means.

After a year’s experience with these buses a report
from the subsidiary company states that it is still an
open question whether it is better for a large corpora-
tion or a private individual to operate such bus lines.
The large organization can buy at a slightly lower fig-
ure, but by far the largest item of cost in auto bus serv-
ice depends primarily upon the individual driver and
his care or abuse of the machine.

The questions of whether such service, in general,
can be maintained economically by the large company is
answered in the negative by the experience of the Seattle
company. All four of the bus lines which were tried
there accumulated a formidable deficit, and three have
been abandoned as unsuccessful.

OPERATING AND DEPRECIATION COST

Of the several routes with which the company ex-
perimented, the shortest one, 3 miles long, showed an
operating and depreciation cost of 11.14 cents per bus-
mile. This route connects Edmonds, a town of 1600
people on the shore of Puget Sound, with the Pacific
Northwest Traction Company’s line from Seattle to
Everett. When this service was started there was al-
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ready in operation an auto-bus line running direct from
Seattle to Edmonds and the Great Northern Railway
through service connecting Edmonds and Everett.

A four-cylinder, 34-ton Studebaker truck, seating
eight passengers, was put on this run in June, 1915.
This truck was replaced in August by a Ford bus,
which operated until Oct. 1, 1916., The route was un-
paved, and the grades were very steep.

The monthly earnings credited to the buses on this
line varied from $41.20 to $124.25 and for the sixteen
months from June, 1915, to September 1916, totaled
$1,272.43. This corresponds to 3.78 cents per bus-mile
on the basis of 38,657 bus-miles. Operating expenses
ranged from a minimum of $173 to a maximum of $369
per month. It is interesting to note that the minimum
occurred with the Studebaker and the maximum with
the Ford. Depreciation for the Studebaker car was
charged up at the rate of $42.36 per month and on the

STUDEBAKER CAR ON AUBURN-BUCKLEY AND
PUYALLUP-ORTING LINE

Ford at the rate of $21.36 per month. Interest on the
investment was respectively $5.45 and $2.68 per month.

On this basis it cost from $220 to $280 per month to
operate the Studebaker and from $202 to $383 per
month to operate the Ford. The net monthly returns
ranged from a loss of $108, using the Ford, to a profit
of $97 also made by the Ford. On this run the net re-
sult for the sixteen months’ operation was a sligh't
profit, amounting to about $295. The total distance cov-
ered in this time was 33,657 bus-miles. The operating
expenses amounted to 9.94 cents per bus-mile and the
depreciation to 1.20 cents per bus-mile, or a total of
11.14 cents per bus-mile.

A RoUTE 20 MILES LoNG

The bus line connecting the Seattle-Tacoma electric
line at Auburn with Enumeclaw and Buckley, two thriv-
ing little towns with a total population of 3000, was 21
miles long. The distance from Auburn to Enumelaw
was 17 miles and Enumeclaw to Buckley 4 miles.

When operation was commenced an irregular serv-
ice had been maintained by private parties but without
any relation to the schedule of the interurban trains.
Although competitive fares were charged, the railway’s
buses secured a fair proportion of the business. The
operation on this line was continued seventeen months.
The route was unpaved at first and over very steep
grades.

For the first six months two 34-ton Studebaker
trucks were used with specially built bodies arranged
for eleven passengers. These were then replaced with
34-ton White trucks with a seating capacity of twelve.
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The total distance covered on this route was 130,134
bus-miles and the revenue was $12,839.61 or 9.86 cents
per bus-mile. Operating expenses per bus-mile were
13.18 cents; depreciation, 1.76 cents, or an average to-
tal operating expense of 14.94 cents per bus-mile.

Monthly earnings varied from $661 to $1,177 and op-
erating expenses ranged from $697 to $2,000. Depreci-
ation for the seventeen months totaled $2,292 and inter-
est on the investment $334. The net monthly earnings
ranged from a loss of $1,364 to a profit of $172 and
the net result from seventeen months of operation was
a deficit of $4,524. '

No NOURISHMENT ON AN INTAKE OF 6.24 CENTS
PER BUs-MILE

The Studebaker trucks taken from the Enumclaw-
Buckley route were put on the 10-mile line connecting
Orting with the interurban railway at Puyallup. This

CAR ON BOTHELL LINE, INTERNATIONAL CHASSIS
AND BRILL BODY

route was paved for its entire length and had no bad
grades. Through bus service to Tacoma was already
operating on this line, so that there was competition
from the outset.

Operation was continued for eight months, during
which time operating expenses were $6,557 and depreci-
ation $995. These figures compared with the total
earnings of $5,515 gave a deficit at the close of the
period of operation of $2,136.

‘The total distance covered on this line was 59,879
bus-miles. Earnings averaged 6.24 cents per bus-mile,
and operating expenses averaged 10.95 cents per bus-
mile. As the depreciation was 1.59 cents, the total ex-
pense was 12.54 cents per bus-mile.

In the case of each of the three routes cited there
was some form of auto-bus transportation already in
the field. The new lines therefore had to meet com-
petition from the start. It is believed that if the total
available revenues from each route could have been
taken in by one bus company there might have been
sufficient business to make the venture profitable. How-
ever, there could be no profit with competition, it was
pointed out. At present there is nothing to prevent
a competing line from coming in—practically over
night—and seriously injuring or destroying the busi-
ness of the pioneer line.

LINE EARNS 17 CENTS BUT COSTsS 19.23 CENTS
PER BUS-MILE

The bus line between Seattle and Bothell, 16 miles
apart, has been operating since the latter part of 1915.
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At the outset there was considerable competition be-
tween rival lines, but by the end of 1916 competition
ceased, and since that time the Washington Auto Bus
Company has had all of the trade. This line was
originally intended to connect Bothell with the inter-
urban line running from Seattle to Everett, but on ac-
count of bad roads the routing of the buses was changed,
and connections are made at the interurban depot in
Seattle.

When operation was begun on this line three buses
were put in service. These buses have a “street car”
body, built by The J. G. Brill Company, mounted on an
International Motor Company’s 2-ton Mack truck
chassis. The seating capacity is twenty passengers,
with six non-reversing cross-seats, two longitudinal
seats of two passengers each, and one four-passenger
seat extending the width of the body in the rear. These
buses were described on page 164 of the ELECTRIC RAIL-
WAY JOURNAL for Jan. 22, 1916.

The passengers carried on this line average 450 to
500 per day in summer and from 300 to 350 in winter,
the average fare being 20 cents. All of the route is
paved. Revenue and expenses for the calendar year of
1916 are recorded as follows:

113,040

Total mileage covered.. oo vveeve it ciiiveenerniconcon
Total receiptsS . ..cceieeseneeneorosestinosoannasens SERE .$19,213.29
Operating €XPeNSeS ...eececerosccnasnnaranns $16,5651.44
Depreciation, etC. c..eeeececectearrannanaecs 5,193.30

TOtAl EXPENSES cevveseoncenorsocsossosssaracstocaass $21,744.74
DEACIE e« st & s S .5 /s576ke) 415 alte: = iavellsiallo o o losio i s os S S16RL 4 0 8 .o $2,631.45

On a bus-mile basis, receipts averaged 17 cents per bus-mile.

Total operating expenses (including depreciation), 19.23 cents
per bus-mile, i

Expenses per bus-mile, excluding depreciation, 14.64 cents.

The item of depreciation, which averaged $470 per
month on the four buses, is based on an estimated three-
year life for the cars. A recent check of this estimated
depreciation shows that the charge is too high and that
there will still be considerable value in the buses at the
end of that period. At present the Bothell line is op-
erating under favorable conditions and within the next
few ‘months it is expected that the accumulated deficit
will be wiped out. All of the Bothell buses were over-
hauled in January, 1917.

The change in depreciation estimate on the Bothell
line is not to be taken as probably also affecting the
other three lines mentioned. In fact, it is now believed
that the allowance made for depreciation on the three
other bus lines was too low and that the exact figures
for the operating expenses would show an even greater
deficit for those lines than the figures given.

Traction Line to Aviation Field
Completed

The Kankakee & Urbana Traction Company, Urbana,
I1l, has completed a switch 14 miles in length running
into the United States Aviation Instruction Field at
Rantoul, I1l, 14 miles north of Urbana. The aviation
field consists of a plot of land 1 mile square, which has
been stripped of all buildings and fences, graded and
leased to the Government for a period of from one to
five years, with a privilege to the Government of pur-
chasing the land at the expiration -of the lease. The
aviation field is served by both the Kankakee & Urbana
Traction Company and the Illinois Central Railroad and
is supplied with water, sewers and electric lights from
the village of Rantoul.
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The Mounting Costs of Railway
Operation

Beaver Valley Traction Company Uses Graphics
Liberally to Indicate the Upward Prog-
ress of These Costs

REPRESENTATIVE of the ELECTRIC RAILWAY

JOURNAL, calling recently at the office of W. H.
Boyce, superintendent of the Beaver Valley Traction
Company, New Brighton, Pa., noted a comprehensive
set of charts which had been prepared to illustrate the
superintendent’s annual report. As the charts showed
clearly the way in which costs have, on the whole, been
rising during the last ten years, permission to repro-
duce some of them for the benefit of the readers of the
JOURNAL was asked and granted. The acc