Consolidation of STREET RAILWAY JOURNAL and ELECTRIC RAILWAY REWEW

L

L.

Volume 51

New York, Saturday, March 30, 1918 \

X\'ﬂ—. Y \9

‘:'TI\%)Lber 13
P % o )

“Daylight Saving” Can Help
in the Peak-Flattening Crusade

HEN this issue of the JOURNAL reaches its

readers the ‘“daylight saving” law will be in
operation. The slight inconveniences incident to push-
ing the clock hands forward an hour will have already
been overcome. To be sure, the early risers will feel
for a while that, as far as the light is concerned, it is
February instead of April, but the sensation will be
no more than that due to a journey across a ‘railroad
time-zone boundary, or from a residence on the eastern
slope of a mountain to one on the western slope.

The relations of daylight saving to railway opera-
tion have been covered thoroughly in previous articles
in this paper. There is an additional phase of the sub-
ject which is worthy of attention now.

Electric railways is many parts of the country are
taking the initiative in persuading merchants and
manufacturers to modify their opening and closing
hours to permit the railways to give better transpor-
tation service. The inauguration of “daylight saving”
should assist them in this worthy effort. While the
new clock time will go into effect with perfect smooth-
ness, it remains true that the relation of ‘“sun time”
to clock time will be different. Some of those whose
present working schedule fits in best with the natural
lighting under the present clock time will have a tend-
ency to maintain their previous relation to sun time;
in other words to begin and close an hour later by the
clock than formerly. If some users of the electric cars
change their schedule and some do not, obviously the
load peak will be flattened—in other words, the
“diversity”’ will be increased. During the next few
days, therefore, railway managers should take ad-
vantage of the period of transition to secure peak-
flattening co-operation which at other times might be
out of their reach.

Buy Liberty Bonds and
Help Sell Them to Others
’I‘HE third Liberty Bond sales campaign begins next
week, Saturday. The government needs money
just as it does men, and to be successful in the war
we must raise $3,000,000,000 as requested by Secre-
tary McAdoo. To symbolize the situation, we are
publishing a supplement with this week’s issue illus-
trating how, if all pull together, it will be possible
to haul the Kaiser off his pedestal.

The popular slogan during the coming three or four
weeks will be “Buy Liberty Bonds.” Electric railways,
as far as their restricted resources will allow, will do
their full duty in this respect, just as they eagerly did

, 7

in connection with the First an‘i{ ’che(S'écqndﬁ Loans.
3ut they can do much more; they ¢an help te’promote
the success of the Third Loan by inducing others to
buy bonds.

Electric railways are in an especially good position
for presenting to employees and patrons the merits of
Liberty Bonds. Through their regular publicity chan-
nels, through their ready means of close contact with
employees, they can easily emphasize the need of mone-
tary support to the last dollar. Indeed, as is shown
elsewhere by the result of our canvass among some rep-
resentative electric railways, the companies, by their
work in the two previous loans, have already accom-
plished most if not all of the fundamental work neces-
sary in educating people to become bond buyers. Now,
therefore, they can make their main talking point the
amount of bonds to be purchased, rather than the ques-
tion of purchase itself.

The result should be increased sales. We hope so,
for the government needs unmistakable evidences of
the most loyal support. Does money talk? Then make
it shout loudly enough to be heard in Berlin!

Why Not Form Company
Sections During War Time?

E ARE pleased to note that the Rhode Island

Company plans to form a company section of
the American Electric Railway Association. It is
more than a year now since the last company section
was born, although during the three years preceding
the formation of the Toledo section on Feb. 15, 1917,
new sections were seeing the light at the rate of one
every four and one-half months. As has been said in
these columns before, if company sections are a good
thing in time of peace they are or should be doubly
good in war time. The function of the company sec-
tions is to increase the value of employees to the elec-
tric railway and at the same time to furnish new
sources of inspiration and education to the men them-
selves. Of course, these two things go together be-
cause a man cannot be a more useful employee without
being happier in his work, and vice versa.

It was inevitable that a slowing up of the activities
of those interested in pushing the company section
movement should have accompanied the putting of our
country on a war footing. This, however, is now
rapidly being accomplished and company section work
should again begin to expand. Company sections should
be organized as a war measure, if for no other reason,
because they furnish the auspices under which patri-
otic movements can be furthered. This fact was clearly
illustrated in the review of a year's work of the com-
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pany sections printed in the issue of the ELECTRIC
RAILWAY JOURNAL for Oct. 27, 1917, page 767. No
other proof of the fact that these groups of enthusiastic
men are contributing as groups to the winning of the
war should be necessary.

The best way for the movement to spread is through
the contagion of enthusiasm as has evidently happened
in the present case. The highly efficient Connecticut
Company section has apparently inspired the desire for
an organization on the part of employees of the neigh-
boring Rhode Island Company. It is significant that
the evening of March 21 was “Rhode Island Night” in
the Connecticut Company section, a suggestion of hos-
pitality and propaganda to other sections. The best
wishes of the ELECTRIC RAILWAY JOURNAL go out to the
new section, which will be No. 12, and as it has done
in the case of the other sections the paper will do
everything in its power to further the work of this one.

Cars Earn Money

Only When On the Road
7 YLOSELY connected with standardized cars is the

question whether such a car should be built to
last, say, ten years or thirty years. We would say
emphatically: For not more than ten years. It has
been one curse of the electric railway industry that
so much weight—and therefore money—was tied up in
a car that it was financially impossible to take full ad-
vantage of progress in the car builders’ art. Almost
everywhere we see systems, a line-up of whose rolling
stock reveals the history of electric railways from
Van Depoele to date. The operators on these roads
know full well that two, or even three, of these veteran
cars are not equal in mileage revenue production to one
new car. But the operating company usually has al-
ready sunk so much money in these veteran cars that
when it comes to changing to one-man operation, for
example, the management will spend $1,500 on each of
three old-timers, or $4,500, instead of buying one new
car of equivalent mileage possibilities for $5,500 to
$6,000. Is it really easier to find money for such foolish
rehabilitation and higher operating costs than to buy
or rent new cars? If it is, a magnificent banking op-
portunity is being overlooked.

We have spoken of the new car as being three times
as good in mileage production as an old car. This is
not an exaggeration. We do not confine ourselves to
schedule speed alone but have in mind the frequency
with which the old cars are laid up for days at a time.
The trouble is that too many managers look at cars
from a mechanical viewpoint instead of one based on
their transportation or mileage-production capabilities.
The fact that a car has served fifteen years doesn’t
mean much unless we know whether it has averaged 10
miles or 100 miles a day during this period.

Herbert Spencer has said that human life should be
measured by breadth as well as length. So may we say
that car-life should be measured not only by years but
also by miles. It is better to build a car light and
operate it so intensively that it will average 50,000
miles a year for ten years and then replace it out of
savings by the very latest type, than to get the same
mileage in a generation out of a lumbering schooner.
“Better fifty years of Europe than a cycle of Cathay!”

More Attention Should Be
Paid to Transfer Problems

HE transfer question will not down. It is so in-

separable a part of the financial side of the trac-
tion industry that wherever the matter of adequate
revenue is under consideration the extent to which
transfers are used must also be studied. This was done
for the benefit of the Massachusetts Public Service
Commission by Mr. Beeler in his report on the Boston
situation, with most interesting results.

The Boston management has been progressive in fare
collection methods and has given serious consideration
to means of checking abuse of the transfer privilege. The
combination of rapid transit and surface car systems
had made this problem a complex one. The company
has done more than any other, perhaps, to extend the
use of prepayment stations which provide for bodily
transfer of passengers and a consequent reduction in
the use and abuse of paper transfers. Nevertheless,
the annual loss from the abuse and misuse of trans-
fers has been estimated by the company as between
$200,000 and $250,000.

Whether or not the recommendations made by Mr.
Beeler for a reduction of this loss will prove elfective
under the “local conditions” of Boston, the fact remains
that the transfer privilege is always possible of abuse,
and railway managers everywhere must place more
safeguards over it. Potentially every transfer ticket
is ecuivalent to a 5-cent fare, and wherever it is used
by any one who is not entitled to it in lieu of fare
payment, the company is defrauded by the full amount
of the fare and has just the same operating expense
as though it had received cash.

To effect a reform in transfers, the most important
thing, first of all, is to forget that a transfer ticket
is “free.” Employees must be impressed with the fact
that it represents value, and considerable value. If a
company pays 20 cents a thousand for printing them
and then redeems from the persons who have secured
them fraudulently the cost of transfers to the company
is not 20 cents but $50 a thousand.

One of the most useful committees of the Transpor-
tation & Traffic Association is the one which has been
reporting for years past on the question of fares and
transfers. Time and again members of that committee
found an apparent indifference on the part of railway
operators when inquiries were being made as to trans-
fer practice. The same operators may have been
keenly alive to methods for safeguarding cash fares,
but to them a transfer was a mere bit of paper—a
token which entitled the holder to a continuing ride
under certain conditions. It did not seem to matter if
an unscrupulous employee gave a bunch of them to
his friends, and if a passenger occasionally imposed
on the conductor by making a round trip for one fare.
That was “only an incident of the business.” Sta-
tistics showed that transfer passengers during a ten-
yvear period increased at more than twice the rate of
revenue paying passengers, yet the necessity of pro-
tecting the transfer was not generally appreciated.

A communication which appeared in the Nov. 10,
1917, issue of this paper, page 866, was intended to
call attention to these conditions. A careful reread-
ing of that article would not be lost time for the rail-
way man. If the Boston system is losing $200,000 or
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more each year through its transfers, it is not unlikely
that other companies are failing to secure a large
amount of cash which they ought to receive from pas-
sengers. To obtain this cash it is possible that the
legitimate use of the transfer privilege may have to
be restricted, and it is certainly true that its misuse
ought to be minimized. The possibilities of securing
additional revenue through this channel should not be
overlooked.

What the War Finance Bill

Will Do and Will Not Do

HE conference on the war finance bill between the

representatives of the House and the Senate has
been continued this week, and possibly by the time
this paper comes to its readers agreement upon its
final form will have been reached and the bill passed by
both branches of Congress. The time will be none
too soon to help the public utilities of the country
which have maturing obligations to meet.

That such help should be granted by the government
is obvious. If it were not for the needs of the govern-
ment in financing itself, these obligations could be met.
But with the government loans monopolizing the money
market, and properly so, the utilities naturally have to
stand aside.

But the passage of the war finance bill does not
mean that the government will necessarily assume all
of the burden of caring for all of the obligations of
solvent public utility companies which mature during
this period of financial stringency caused by govern-
ment borrowings. Owners cannot shift the whole
burden on Uncle Sam even if they wish to do so. Al-
though the bill has not yet been enacted into law, it
is evidently the intention of the government to put a
considerable portion of the onus of caring for these
maturities on those directly interested in the properties.
They must show this faith and do their share in behalf
of their own enterprise. It is only after they have
exhausted every reasonable effort to refinance their
property through the regular banking channels that the
federal government may be called upon for help. The
announcement on March 28 by Mr. McAdoo of the terms
on which the government is taking up the New Haven
notes gives explicitly the reasons for the action taken
in that case.

This does not mean, however, that a company ought
to be obliged to defray all of the expenses of preparing
its property to take care of war business. This is an
entirely separate question from that of refinancing, but
it is one which is being faced by a number of companies
at the present day. They are so situated that additions
to their equipment, say, for transportation or power,
would be very useful to war workers in the present
emergency. They realize, however, that this service is
not profitable in itself and that the additional equip-
ment will cost perhaps double its normal price if in-
stalled now. In such cases we believe the government
can properly look upon the extra expense as a war
charge and as such assessable on all the taxpayers rather
than solely upon the owners of the particular utility
concerned. Otherwise, a company which undertook this
work would be greatly handicapped after the war if
it should have to meet in competition a new company
with equipment purchased at normal prices.

Conserve Resources by Reducing
Waste of Unprofitable Lines
€¢ HE history of street railway development
throughout the country has shown very clearly
that many lines have been built which should never
have been constructed.” In these words the Street
Railway Investigation Commission, which recently re-
ported on problems relating to street railways in Mas-
sachusetts, summarized an unhappy story which is'
ancient history in some cities and current fact in other
localities.

Everyone is familiar with this feature of the early
development of transportation when the success of some
projects made it appear that electric railways could
make money almost anywhere. Such experiments were
not always a success, and when these non-paying lines
were later merged into a large system they frequently
continued as a burden for which the charges had to be
carried by the rest of the property.

We have already spoken of the desirability of slow-
ing up on extension work during war times. For the
same reason electric railways can well be permitted to
cut down or even temporarily abandon operation on
some of their unprofitable routes. The special Massa-
chusetts commission, in discussing this subject, men-
tioned several alternatives, one of which was that in
case the continuance of a line is sufficiently important
to the community the company could receive some form
of subsidy or community assistance. This might be
arranged for in certain instances and would appear to
be a reasonable solution. The Oregon commission in
the Portland case referred to an instance of subsidies
which had proved insufficient to cover losses of opera-
tion on certain routes.

It is a simple matter to tell whether a line is on a
paying basis. The disproportion between car-miles and
earnings per mile will show this, and if the figures for
a system are carried also on a car-hour basis the man-
ager will come pretty close to knowing what parts of
the road are bringing in the net income.

There are cases where the public authorities desig-
nate what extensions should be built. This arrange-
ment must not be criticized if the new lines are con-
structed where they meet the traveling needs of the
community. If it should develop, however, that mis-
takes have been made in choosing certain locations for
service the public should see that the wrong is undone.
It may be necessary to tear up the rails for junk and
abandon service in that district.

Neither the company nor the people should tolerate
such examples of non-paying lines as one mentioned in
Massachusetts where it costs nearly 50 cents per pas-
senger, and another where the taxes alone amounted
to more than the gross receipts. Rather should they
adopt the frequently commended plan of Cleveland
where when real estate promoters desire to enhance the
value of their land by providing transportation facili-
ties, they furnish money to the company to build the
desired extensions, and in some cases pay deficits on
these lines until they become self-sustaining parts of
the property. Such plans are worthy of serious
thought, especially in these times when economies must
be practised to the limit to make even the most heavily
traveled lines pay a fair return on the investment.
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The Cause Is Holy; the Effort, Timely

By T. P. SHONTS
President Interborough Rapid Transit Company, New York, N. Y.

in the highest sense of the word—the Third

Liberty Loan campaign offers both opportunity
and inspiration. The opportunity lies in the timeliness
of effort for the general welfare, and the inspiration
in the holiness of the cause. ‘

Now, more than ever before, the need for indomit-
able courage presents itself. With the progress of the
great war the complications resulting have become so
numerous and vital as to emphasize most strongly the
urgent need for every man to do his full duty. It has
been impressed upon us by one incident after another
that the great goal we have before us, the winning of
this war for freedom, can be attained only through
whole-hearted co-operation and exertion by every one of
our citizens.

To those accustomed to the vagaries of public demand,
especially in a field so wide as that of public utilities
and so open to criticism, these considerations should
have a special appeal. The man who expects a challenge
every few minutes of the day, or a delegation of irate
citizens every few hours, or a complaint from an official
body every few days, has gained experience which
should stand his country in good stead in this hour of
need.

He has learned the lesson of serving others, and can
adapt it and mold it to patriotic uses now. He can be
of tremendous aid in spreading the gospel of the Liberty
Bond. In hundreds of ways he can assist in this cam-
paign to provide the funds needed in our great emer-
gencies, whether it be by advertising methods or other-

r I \O THOSE who appreciate the value of service—

wise. And in doing these things he can have a satisfac-
tion more real than the cheerful feeling that pervades
him when he is able to meet the needs of the public in
his own field of activity.

To the patriotic man in the public utility field today
service in the great Liberty Loan campaigns should 'and
must be regarded as a point of honor, just as com-
pletely as service in our military and naval forces is re-
garded as a point of honor among our brave young
men. To the hundreds of us who have relatives and
friends at the front it is almost unnecessary to say
these things. For the others, too, it probably is un-
necessary to emphasize these things, and yet it can-
not be amiss to direct attention to them anew at this
time.

Service in the great Liberty Loan campaigns must
be regarded as an inspiration of the highest kind. It
carries us away from the sordid view of life and makes
us feel that we can capitalize in a most material sense
the sum total of our experience, and capitalize it for
a holy cause.

Needless to say, a large amount of the Liberty Bonds
of the Third Loan will be purchased by the men in the
traction field, but let us feel that our duty does not
and there. Let us go further and do all that is in our
power to get others to buy them-—particularly those
who have been able as a result of conditions to increase
their earning power beyond all records. This refers
especially to the various classes of workers whom it is
ordinarily hard to reach in any campaign for the sale
of investments.

How the Electric Railways Have Been Fostering the

Canvass Among Representative Companies Shows

Eager Desire to Aid Employees to Buy

CHICAGO (ILL.) SURFACE LINES
L. A. BusBy, President

On Oct. 10, before our Second Lib-
erty Loan campaign, we issued a bulle-
tin urging subscription by employees.
A $50 bond could be paid for at the
rate of $1 a week, or $2 each semi-
nionthly pay day. Interest was allowed
to employees on their payments at the
rate of 4 per cent. The company of-

Bonds

NEW YORK STATE RAILWAYS,
ROCHESTER, N. Y.

JAMEs F. HAMILTON, Vice-President

The banks of Rochester took care of
the subscriptions to the Liberty Loans,
and through them our employees were
permitted to subscribe and make par-
tial payments without interest. The
banks carried the loans and issued pass
books to those subscribing through the
ccmpany.  We  deducted each week

fered to hold employees’ bonds with-
out charge for safe keeping, subject at
all times after payments to the order
of the owner.

Subscription blanks were furnished
by receiving clerks and superintendents.
As a result of the campaign, accord-
ing to a bulletin issued on Oct. 27, more
than 12,000 employees, over 90 per
cent of the entire organization, sub-
scribed to the Second Liberty Loan.
The total of these subscriptions
amounted to $825,400.

In the transportation department,
out of a total of 9277 men, 8876 men,
or over 95 per cent, subscribed a total
sum of $558,750. In several of the
divisions, every man subscribed. In
every department the average was
high.

“The supreme test of the mation
has come. We must all speak, act
and serve together.”’

—PRESIDENT WILSON

from the employee’s pay the payment
due and issued a receipt which he took
to the bank and had entered in his pass
book.

We conducted our campaign for sub-
scriptions through the heads of depart-
ments, each one making a personal
solicitation among those under him.
We posted advertising matter conspic-
uously on the property, and, in addi-
tion, each employee was seen in per-
son.
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Make the Liberty Loan Your Business

By T. S. WILLIAMS
President Brooklyn (N. Y.) Rapid Transit Company

HILE the war has brought inconvenience and

s;‘/ sorrow to many homes, it has done much to

foster a general appreciation of the value of un-

selfish public service. The emergency now faced by the

nation calls for “team work” to such a degree that the

doctrine of public service has been spread much more
widely than was possible before the conflict started.

In other words, the public actually has learned to ap-
preciate public service through having been forced to
take part in it in a most thorough individual sense.
Every good American to-day feels that whatever he
can contribute to the success of the war in any field of
activity constitutes the very least he can do. To a very
great extent, the activities behind the battle lines call
for unstinted co-operation, but at home the need for
individual effort is much clearer and much more easily
realized. Every one of us, for instance, recognizes
that a boon can be conferred upon our armies by doing
Red Cross work or work in some other field contribut-
ing to the comfort and safety of our troops. In under-
taking work of this sort, each of us realizes that it
represents a service to the country, as well as a serv-
ice to the individual units of our fighting forces.

The Third Liberty Loan campaign presents an ideal
opportunity for the rendering of similar public service.
There are two ways to help in this great campaign.
One is by buying the bonds and the other is by getting
other people to buy them. In the long run, the man who
encourages and persuades others besides himself to in-
vest in these bonds is doing as great a service to the
United States as if he made the total purchase himself.

The reason for this is that so far as the United States
is concerned, the battle in which we are engaged to-day
is distinctly a war of the people, by the people, for the
people. Each of us will benefit equally by the over-
throw of the dangerous forces now in control of Ger-
many’s future. In return for the common enjoyment of
the privilege of freedom, it is the duty of everyone to
work for the maintenance of the form of government
which makes them possible. While that duty constitutes
something which he should do for himself, it also de-
mands from the average citizen the expenditure of ef-
fort in behalf of the entire nation. In this sense he is
doing a public service when he promotes the success of
Liberty Bonds, and he can promote it to the fullest
extent by inducing his fellow citizens to understand it.

The tremendous support to be gained by the govern-
ment through a very wide distribution of the new Lib-
erty Bonds would be as great an argument against
Kaiserism, as great a blow to the hopes of the Hun,
as could possibly be given.

It, therefore, becomes the duty of each of us to adopt
the Liberty Loan campaign as part of our personal
business and to regard its promotion as being part of
our own responsibility. The two elements of duty in-
volved—that is, buying as many bonds as we can afford
ourselves, and then getting others to buy their propor-
tionate amount—are so thoroughly interwoven that they
can hardly be distinguished. If one is considered, the
other must be inevitably accepted. The opportunity is
before us to justify our claim to be citizens of a free
country, and the moment must not be neglected.

Liberty Loan Spirit Aniong Their Employees and Patrons

Companies Are Planning to Push Third Campaign
When Details of New Bond Issue Are Announced

TwiIN C1TY RAPID TRANSIT COMPANY,
MINNEAPOLIS, MINN.
EbpwaArD KArROW, Assistant to President

During both the First and the Sec-
ond Liberty Loan campaigns we gave
a considerable amount of free adver-
tising space in our ecars and buildings
for the benefit of the loan. We also
posted bulletins at our various car-
houses, shops and office buildings, out-
lining plans whereby employees could
subscribe to the Liberty Bonds on easy
payments, which would be deducted
from their pay checks.

Department heads and foremen had
subscription blanks. The company pur-
chased from the government such
bonds as employees might wish to or-
der through the company, and allowed

During the

the money paid in on the account.
first campaign the plan
was new and did not take as readily
as during the second campaign.
the subscriptions were extremely heavy.
We are planning to follow the same
general arrangements during the Third
Liberty Loan campaign.

UNION TRACTION COMPANY OF
INDIANA, ANDERSON, IND.
W. H. Forsg, Secretary and Treasuier

We made a campaign among our
employees for subscriptions to the Sec-
ond Issue of Liberty Bonds, and more
than 500 of them subscribed for sums
ranging from $50 upward. Most of the
subscriptions were for $50 each.

The company agreed with the em-
ployees that payments could be made
at the rate of $1 a week for each $50
face value of bonds purchased, deduc-
tions to be made semi-monthly from
the pay checks. It was further agreed
that in the event a subscribing em-
ployee left the service of the company
or was unable to complete the payment
as agreed, the company would, upon

Then

the employees one year in which to
pay for them, in regular installments.
During this year the company allows

the purchasers 4 per cent interest on sons?

Shall we be more tender with our
dollars than with the lives of our

written request, refund the amount
paid and cancel the subseription.

It is probable that the same plan will
be followed for the Third Loan.
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President Literborough Rapid Transit Company, New York, N. 1.
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be regarded as an inspiration of the highest king, 1t
carries us away from the sordid view of life and makes
us feel that we can capitalize in a most material sense
the sum total of our experience, and capitalize it for
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Needless to say, a large amount of the Liberty Bonds
of the Third Loan will be purchased by the men in the
traction field, but let us feel that our duty does not
and there. Let us go further and do all that is in our
power to get others to buy them—particularly those
who have been able as a result of conditions to increase
their earning power beyond all records. This refers
especially to the various classes of workers whom it is
ordinarily hard to reach in any campaign for the sale
of investments.
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CHICAGO (ILL.) SURFACE LINES
L. A. BusBy, President

On Oet. 10, before our Second Lib-
erty Loan campaign, we issued a bulle-
tin urging subseription by employees.
A 850 bond could be paid for at the
rate of 51 a week, or $2 each semi-
menthly pay day. Interest was allowed
to employees on their payments at the
rate of 4 per cent. The company of-
fered to hold employees’ bonds with.

NEW YORK STATE RAILWAYS,
ROCHESTER, N. Y.
JAMES F. HamiLToN, Vice-President
The banks of Rochester took care of
the subscriptions to the Liberty Loans,
and through them our employees were
permitted to subscribe and make par-
tial payments without interest. The
bunks carried the loans and issued pass
books to those subscribing througl the

k
In the transportation department, ccmpany. We deducted each wee

; : : ¢
out charge for safe keeping, subject at  out of a total of 9277 men, 8376 men, from the employee’s pay the p}?yntl::k
all times after payments to the order or over U5 per cent, subscribed a total due and issued a receipt which he

of the owner. sum of $b568,750.

In several of the tu the bank and had entered in liis pass

Subscription blanks were furnished divisions, every man subseribed. In book.

by receiving clerks and superintendents. every department the average was

As a result of the campaign, accord- lLigh.
ing to a bulletin issued on Oct. 27, more

We conducted our campaign fgl' Sa‘ﬁ
seriptions through the l}eads of i;’om
ments, each one making & pe

than 12,000 employees, over 90 per
cent of the entire organization, sub-
scribed to the Second Liberty Loan. has come,
The total of these subseriptions
amounted to $825,400.

e
solicitation among those under i

“The supreme test of the nation . posted advertising matter conspit-
We must all speak, act yously on the property,
and serve together.”

—PrESIDENT WiLSON son.

and, in add-

in per-
tiun, each employee Was seen in P

¢
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Make the Liberty Loan Your Business

By T. 8. WILLIAMS
President Brooklyn (N. ¥.) Rapid Transit Campuny

S0V
foster a general appreciation of the value of un-

selfish public service. The emergency now faced by the

ation calls for “team work' to such a degree that the
goctrine of public service has been sprea_d much more
widely than was possible before the conflict started.

In other words, the publie actually has learned to ap-
public service through having been forced to
take part in it in a most thorough individual sense.
Every good American to-day feels that_ whatever he
can coutribute to the success of the war in any field of
activity constitutes the very least he can do. T? a very
great extent, the activities behind the battle lines call
for upstinted co-operation, but at home the need for
sndividual effort is much clearer and much more easily
realized. Every one of us, for instance, recognizes
that a boon ean be conferred upon our armies by doing
Red Cross work o1 work in some other field contribut-
ing to the comfort and safety of our troops. In under-
taking work of this sort, each of us realizes that it
represents a service to the country, as well as a serv-
ice to the individual units of our fighting forces.

The Third Liberty Loan campaign presents an ideal
opportunity for the rendering of similar publie service.
There ate two ways to help in this great campaign.
One is by buying the bonds and the other is by getting
other people to buy them. In the long run, the man who
encourages and persuades others besides himself to in-
vest in these bonds is doing as great a service to the
United States as if he made the total purchase himself.

HILE the war has brought inconvenience and
W vow to many homes, it has done much to

preciate

The reason for this is that so far as the United States
is concerned, the battle in which we are engaged to-day
is distinetly a war of the people, by the people, for the
people. Each of us will benefit equally by the over-
throw of the dangerous forces now in control of Ger-
many’s future, In return for the common enjoyment of
the privilege of freedom, it is the duty of everyone to
work for the maintenance of the form of government
which makes them possible. While that duty constitutes
something which he should do for himself, it also de-
mands from the average citizen the expenditure of ef-
fort in behalf of the entire nation. In this sense he is
doing a public service when he promotes the success of
Liberty Bonds, and he can promote it to the fullest
extent by inducing his fellow citizens to understand it.

The tremendous support to be gained by the govern-
ment through a very wide distribution of the new Lib-
erty Bonds would be as great an argument against
Kaiserism, as great a blow to the hopes of the Hun,
as could possibly be given.

It, therefore, becomes the duty of each of us to adopt
the Liberty Loan campaign as part of our personal
business and to regard its promotion as being part of
our own responsibility. The two elements of dufy in-
volved—that 1is, buying as many bonds as we can afford
ourselves, and then getting others to buy their propor-
tionate amount—are so thoroughly interwoven that they
can hardly be distinguished. If one is considered, the
other niust be inevitably accepted. The opportunity is
before us to justify our claim to be citizens of a frec
country, and the moment must not be neglected.

Liberty Loan Spirit Among Their Employees and Patrons

Companies Are Planning to Push Third Campaign
When Details of New Bond Isste Are Announced

TWin C1Ty RapIp TRANSIT COMPANY,
MINNEAPOLIS, MINN,
Evwann Karow, Assistant to President
During both the First and the Sec-
ond Llperty Loan campaigns we gave
4 tonsiderable amount of free adver-
ilsmg space in our cars and buildings
of the benefit of the loan. We also
bosted bulleting at our various car-

Uotises, shops and office buildings, out-
lining:

subseri

Tom their pay checks.

Subseription blanks, The company pur-

£ through the company, and allowed

plans whereby employees could the money paid in on the account.
be to the Liberty Bonds on easy During the first campaign the plan
gﬂy'menr,s_ which would be deducted was new and did not take as readily
D as during the second campaign. Then
partment heads and foremen had the subscriptions were extremely heavy.
thaseqd We are planning to fo]l?w the same
b from the government such general arrangements during the Third
° s employees might wish to or- Liberty Loan campaign.

UnNioN TRACTION COMPANY OF
INBIANA, ANDERSON, IND.
W. H. Forsg, Secretery ond Treasurcr

We made a campaign among our
employees for subscriptions to the Sec-
ond Issue of Liberty Bonds, and more
than 500 of them subscribed for sums
ranging from $50 upward, DMost of the
subscriptions were for $50 each.

The company agreed with the em-
ployees that payments could be made
at the vate of §1 a week for each §50
face value of bonds purchased, deduc-
{ions to be made semi-monthly from
the pay checks. It was further agreed
that in the event a subscribing em-
ployee left the service of the company
or was unable to complete the payment
as agreed, the company would, upon

£ a .
may enployees one year in which to
s or them, in regular installments.

2
Mirchasers 4 per cent interest on sons?

ne this year the company allows dollars then with the lives of our

written request, refund the amount

Shall we be more tender with 6uT paid and cancel the subseription.

It is probable that the same plan will
be followed for the Third Loan.
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WASHINGTON RAILwAY & ELECTRIC
,COMPANY, WASHINGTON, D. C.

L. B. ScHLoss, Publicity Agent

For the First Loan we did not enter
into an extensive campaign among our
employees, with the result that but 160
employees subscribed $15,750 to the
issue. The company, however, sub-
scribed $5,000, making a total subscrip-
tion of $20,750. A refund of $877 has
been made to employees who have left
the employ of the company, or enlisted
in the government service, or found
themselves unable to keep up their
payments.

The bonds were purchased by the
company and sold to employees on a
partial-payment plan. A white card
[shown on page 606] was used to record
the agreement and the payments. The
pian provided for weekly, semi-monthly
or monthly installments. A special
partial-payment plan with pink cards
was devised for trainmen. These men
agreed to pay $5 a month until the
payments equaled the subscription,
plus accrued interest at 4 per cent on
the total and less 4 per cent interest on
the installments from the dates of
rayment. In the event of discontinu-
ance of payments, the company agreed
to refund the amount already paid,
without interest, in cash or in bonds
plus cash, according to whether the
total of the payments would permit the
purchase of a bond.

In the case of the Second Loan we
entered into an extensive campaign,
with the writer as chairman of a com-
mittee of eighty employees, selected
from all departments. Bulletins were
sent to each member of the committee
daily. As a result of the work, 745 em-
ployees subscribed $44,900. In addi-
tion the company purchased $50,000 of

the issue. Up to March 1, $1,772 had
been refunded to subscribers for the
same reasons as in the case of the
First Loan. '

We carried dash signs on all cars
advertising the loans, and regulation
advertising matter furnished by the
Treasury Department was displayed at
our general offices, carhouses and
shops. The company also contributed
$500 to the local committee for adver-
tising in the newspapers. Consider-
able reading matter in the news
columns of the newspapers was given
tc the company for its efforts, which
added interest to the campaign among
employees.

VIRGINIA RAILWAY & POWER
COMPANY, VA.
THoMAS WHEELWRIGHT, President

The officials and directors encouraged
subscriptions among employees and
underwrote subscriptions made on the
iustallment plan. We have advertised
the loans as freely as possible through
Public Service News on the Richmond
division and through Public Service
Chat on the Norfolk division. We have
been glad to furnish whatever pub-
licity was desired and have also paid
for many page advertisements in the
newspapers throughout our territory.

GENERAL
N RAAAY

PINAL BU
xo. & &7,

LLETI
29, 1%

BULLETINS AND OTHER BOND

NOTICES ISSUED

BY RAILWAYS

THE CONNECTICUT COMPANY,
NEw HAVEN, CONN.

L. S. STORRS, President

Through the courtesy of Morgan G.
Buckley, president Aetna Life Insur-
ance Company, the Aetna plan for de-
ferred payments on First Loan bonds
was afforded to the employees of the
Connecticut Company. This plan pro-
vides for the monthly payment of 5
per cent of the face value of the bonds
subscribed for.

Prior to the active solicitation lists
were circulated throughout the vari-
ous departments. These were signed
by individuals to indicate the amount
for which they would subscribe. Dur-
ing the days of the active drive ar-
rangements were made at carhouses,
shops and other points for gatherings
of the employees to be addressed by
bond salesmen. This resulted in a
total subscription of $135,850 by 1925
employees. The campaign for the Sec-
ond Loan was conducted in practically
the same way, resulting in a smaller
subseription.

No definite plans have yet been de-
vised for the Third Issue, but a very
active campaign is conducted con-
stantly for the sale of Thrift Stamps
and War Savings Stamps. The presi-
dent of the company has been ap-
pointed an agent for the sale of such
stamps, and he has appointed as sub-
agents all cashiers, including express
cashiers. A plan has been worked out
for establishing honor rolls among the
cashiers for the greatest monthly sales
record, the idea being to recognize in
some way the cashier having the best
quarterly record.

UNITED TRACTION COMPANY,
ALBANY, N. Y.
H. B. WEATHERWAX, Vice-President

During the campaign for the sale
of both the First and the Second Lib-
erty Loan Bonds our company held
meetings at which officials addressed
the men. They also in a few cases
invited other speakers to address the
employees.

The company advanced the money
for the purchase of the bonds, and al-
lowed the employees to pay for them
on the plan of semi-monthly and month-
lv payments, the amount of each in-
stallment being deducted from the pay.
Out of approximately 1580 employees,
1444 or 94 per cent subscribed for
bonds to the extent of $74,150 for the
Second Issue.

The company also decorated some
of its cars and conducted a parade
through the streets of Albany and
Troy. Photographs of these cars were
published in the ELECTRIC RAILWAY
JOURNAL of Nov. 10, 1917.

While no definite plans have been de-
cided upon for advertising and assist-
ing in the sale of bonds of the Third
Issue, the campaign among our em-
ployees will be conducted practically in
the same manner as for the previous
issues.
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THE RHODE ISLAND COMPANY,
PROVIDENCE, R. 1.

A. E. POTTER,

President and General Manager

To advertise the Liberty Loans, the
Rhode Island Company posted notices
announcing the issues and outlining the
wanner in which the employees might
subscribe. [One of the notices is repro-
duced on page 604.] The payment plan
provided for a weekly installment of $1
for each $50 bond. The company of-
fered to take care of coupon bonds
bought by employees and to collect and
pay the coupons. The company expects
to follow the same procedure in con-
nection with the Third Loan.

PUBLIC SERVICE RAILWAY,
NEWARK, N. J.

J. L. O’TooLE, Assistant to President

In connection with the First and
Second Liberty Loan campaigns we
displayed posters in all of our cars and
on the bulletin boards at the various
carhouses. The company also caused a
umber of meetings of employees to be
held. These meetings were addressed
by a representative of the company,
who explained in detail what the Lib-
erty Bonds meant and how they could
be subscribed for.

The company adopted a plan of
carrying employees’ subscriptions
while the men were making payments
at the rate of $1 a week for each $50
bond. The employees responded gen-
erously in both the first and the second
campaigns. No concerted action has
been taken as yet with regard to the
forthcoming issue, but it is altogether
likely that similar efforts will be put
forth.

CAPITAL TRACTION COMPANY,
WASHINGTON, D. C.
J. H. HANNA, Vice-President

Poster signs were carried on the
front of our cars during the first and
second campaigns, and notices were
posted on the bulletin boards in the
various carhouses to induce the men
to purchase bonds to the best of their
ability. In the second campaign a
series of meetings was held in all divi-
sions. Addresses were made by differ-
ent officers of the company, and some
success was attained in the sale of
the bonds.

We have made no plans in connec-
tion with the Third Loan, but we
will undoubtedly advertise it on our
cars and bring the matter to the atten-
tion of our employees.

THIS IS A MESSAGE TO YOU

INTERNATIONAL RAILWAY,
BUFFaALo, N. Y.

E. J. DICKSON, Vice-President

The work which we consider most es-
sential in a campaign of this kind is to
advertise it thoroughly among our em-
rloyees before any energy is used in the
cbtaining of subscriptions. In order to
do this we had four or five large post-
ers placed in our carhouses, shops and
all other conspicuous places where our
employees could not help but be im-
pressed with the vital importance of
the sale of Liberty Bonds.

Then we arranged to have literature
explaining the reasons why each indi-
vidual should purchase Liberty Bonds,
what the bonds were and how they
could be purchased, delivered to each
employee together with a letter from
the company urging their purchase.
This letter explained that the bonds
could be purchased through the com-
pany for cash or by having a certain
amount deducted each week from the
pay; also from any bank for cash or
by paying so much a week to the bank.

We lield several meetings with speak-
ers from the general committee in or-
der to create talk and enthusiasm
among the employees. In the mean-
time we organized committees and sub-

committees through the organization
and told the chairmen that we wanted
results and that each employee should
be seen personally and urged to pur-
chase bonds. All the committee mem-
bers were furnished with application
blanks and the necessary data for
answering any questions that might
ke asked. After the meetings the com-
mittees were directed to start the cam-
paign for subscriptions, and in three or

They are doing their best “over
there”; we must not fail in our duty
over here.

four days each employee on the sys-
tem was approached in regard to buy-
ing bonds. The plan worked so well
in the Second Loan that nearly 1500
subseriptions, amounting to more than
$115,000, were obtained.

At the present time we have not
made any preparation for the Third
Liberty Loan, as we do not know
enough about it. We believe that by
waiting until the details are worked
out and then having a whirlwind cani-
paign for subscriptions better results
are secured than by dragging the cam-
paign over several weeks.
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ILLINOIS TRACTION SYSTEM,
ProRria, ILL.

E. W. FOWLER,
Assistant to Vice-President Executive

Printed matter descriptive of the
bond issues and the purposes to be
served thereby was received from the
government publicity committee, and
copies were sent to each customer of
our gas and electric properties, as per
the addressograph list. Display cards
were posted in our street cars, in our
interurban cars and in the offices. Our
gas and electrie properties have a fixed
amount of space contracted for with
the newspapers in each community, and
this space was used for suitable ad-
vertising concerning the bond issues.

All employees were urged to sub-
scribe for Liberty Bonds. While the
company purchased outright the bonds
so subscribed for, the employee was
allowed to make his payments extend
over a period of ten months. Thus 5
per cent of the subscription was with-
beld from each semi-monthly pay
check, and interest was allowed on
payments so made.

No._

T (Ourginal o0 Dup wcatet
Washington Railway & Electric Co, Svstem

EMPLOYE'S SECOND LIBERTY LOAN
PURCHASE CONTRACT
DIALEL o e 1912
TO WASHINGTON RAILWAY & ELECTRIC COMPANY

I am advised thar you are purchasing certain United States
of America 4% Liberty Loan Coupon Bonds. I desire to be-

come the owner of such bonds to the amount of $ ___________
par value, and hereby authorize you to deduct this sum fiom my

{ weekly ) )
Wages I ... semi-monthly installments of $._ .. . ...
{ monthly

each, commencing the last half of October, 1917, upon the mu-
tual agreement that when these deductions equal the total
amount of this subscription (plus accrued interest at 4% from
October 15, 1917, on sa d total amount, and less 47 interest on
installments from dates of payment) you will deliver to me 4%
Liberty Loan Coupon Bond, par value, to the amounty3f this
subscription. 1, at any time, for good and sufficient reason 1find
it necessary to discontinue such installment payments, you agree
to refund the payments already made by me, without interest.
except that if payments already made have been sufficient, bond
of the proper denomination, under the terms covered herein, will
be delivered, and "only the excess of deposits over the bond so
delivered will be refunded.

Accepted and confirmed

for W.R. & E. Co., by Signed by ... ... -

Occupation_ .. _._...._____.

Pay Roll No. ___._.......__.

(Name of officer of 3gen

Division .__________..

Tutle)

Received of Washington Railway & Electric Co., United States
of America 4% Liberty Loan Coupon Bond No._____.
in fulfillment of above contract.

EXAMPLE OF BOND CONTRACT OF WASH-
INGTON RAILWAY & ELECTRIC COMPANY

CLEVELAND (OHIO) RAILWAY
H. J. DAVIES, Secretary and Treasurer

The company sent out circular let-
ters to its employees in regard to sub-
scriptions for the First and Second Lib-
erty Loans, urging them to buy bonds
and telling them how the company
would allow payment to be made with-
in a year. The employees were per-
mitted to authorize deductions from
wages or to make payments at such

other times as were found more con-
venient. '
In addition this letter, cardboard
bulletins urging subscriptions were
posted in all the operating stations,
shops and offices. These bulletins con-
tained, in large type, but in fewer
words, the information in the letters.

KanNsas CiTy (Mo.) RAILWAYS
PHiLiP J. KEALY, President

For the First and Second Liberty
Bond issues this company carried
placards on all cars. These were fur-
nished by the local bond committee,
and they carried an emblem identical
with that on the buttons. .

Blank applications for loans were
circulated among our employees. These
provided that payment be made in
three monthly installments or ten
nionthly installments, each applicant
designating the bank at which it
would be preferable for him to pay.

Regarding the third issue of Liberty
Bonds, we are going to do something
along the same lines.

CoLUMBUS RAILWAY, POWER & LIGHT
ComPANY, COLUMBUS, OHIO

SAMUEL G. McMEEN, President

We issued several bulletins and
pamphlets to employees during the First
and the Second Liberty Loan campaigns.
Two of these are shown in the illus-
trations on pages 604 and 697. In the
first campaign we used the printed ma-
terial in connection with addresses on
patriotic duty and thrift, these ad-
dresses being made by officers of the
company, heads of departments, etec.
Weekly installments of $1 per each
$50 bond were permitted, and subscrip-
tion blanks were filled out by depart-
ment heads.

We omitted much of the fundamental
work in the second compaign, because
by that time all our people were more
fully informed. We conducted the de-
tails through the regular channels of
our organization, sending out informa-
tion and receiving the results just as if
the transactions were a matter of de-
tail routine business of our own af-
fairs.

This actually amounted to a test of
efficiency between special and standard
nmiethods, and we were gratified with
the results of the second campaign be-
cause they were as good as in the first,
and, of course, were secured at much
less cost of time and nervous energy.
The results in both cases were gratify-
ing financially, and we have felt that
our group acquitted itself well.

CHICAGO (ILL.) ELEVATED RAILWAYS

BriTTON I. BUDD, President

A campaign was organized and con-
ducted for the first and the second bond
issues through the heads of depart-
ments, each of whom delegated cer-
tain persons to solicit subscriptions. In
the shop department shop foremen and
clerks assisted in soliciting; in the
maintenance of way department the
foremen and their clerks handled the
subscription list; in the transportation
department the superintendents, clerks,
trainmaster, dispatcher and others all
worked to obtain subscriptions. A point
was made to urge each employee to
subscribe for bonds.

When the campaign opened, notices
were posted in the trainmen’s rooms,
stations and shops, directing the atten-
tion of employees to the advantages
of subscribing and urging them to do
so. Large supplies of printed matter,
setting forth the attractive features
of the bonds and urging subscriptions
on the ground of patriotism as well as
savings, were distributed, a copy being
given to each employee.

Two plans of payment were adopted,
a cash plan and a deferred-payment
plan. Under the cash plan, for the
First Loan, the subscriber had until
July 15, 1917, to pay for his bond, the
subscriptions closing on June 15, For
the Second Loan, subscriptions for
which closed on Nov. 15, he had until
Jan. 15 to pay. The deferred-payment
plan provided for twenty equal semi-
monthly payments, which could be
made either by deduction from wages
or salary due the employee, or by cash
payment at the treasurer’s office. In-
terest at the same rate carried by the
bond is allowed on all payments from
the date the cash is received.

There is immediate, urgent, im-
pevative need for every dollar you
can possibly spare.

We have consistently encouraged
those who have been making payments
on the deferred-payment plan to antici-
pate the payments and take up the
bonds before the end of the allotted
period.

While our plans with reference to
the Third Issue of Liberty Bonds have
not yet been perfected, we expect to
proceed on the same general lines.

BosToN (Mass.) ELEVATED RAILWAY
M. C. BrRuUsH, President

Upon the announcement of the First
Liberty Loan, our company appointed
2 committee to carry out a very active
campaign throughout the entire prop-
erty. Arrangements were made by this
committee with the Second National
Bank to take over the entire subscrip-
tions of our employees. Many posters
~were distributed and displayed at our"
‘offices, carhouses, power stations "and
mshops, and speakers were procured from
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tlie local Liberty Loan committee. Com-
mittecs were organized at each car-
house to report directly to their di-
vision superintendent. These made
their report direct to the committee of
three at headquarters. Applications
were accepted on the government plan,
weekly plan, and monthly or cash-pay-
ment basis. A great number of the
craployees subscribed on the weekly
basis. A total subscription of $325,000
was the mark reaclied in the First Lib-
erty Loan, and there have been very
few withdrawals or cancellations.
The Second Liberty Bond issue was
conducted in a similar manner, with
the exception that the bank made a
few changes as to the manncr in which
deposits should be received.* The
amount of bonds subscribed for by em-
ployees of this company was $59,000.

Put your money in the Bank of
Liberty and help wage the war of
the people.

We intend to advertise the third issue
just as strongly as we have the pre-
vious two. Instead of handling it di-
rectly through our own organization,
liowever, we are going to work hand
in hand with the local committees and
banks and persuade the men to make
their payments directly to the bank or
committee in their locality.

TOLEDO RAILWAYS & LIGHT
CoMPANY, TOLEDO, OHIO.

FRANK R. COATES, President

After two successful campaigns for
the sale of Liberty Loan Bonds in
Toledo, in which the company con-
" tributed greatly toward the splendid
results, we have started on our third
campaign of co-operation with the gov-
ernment for the coming big ‘'drive.
While we plan to do greater things
from an advertising standpoint in the
third drive, we shall not have a com-
pany organization in the field, in order
to avoid conflict with the general sales
organization which will be headed by
the president of the railway, as for-
merly.

When the first sale of Liberty Bonds
was held, the company not only placed
thie inside and outside advertising space
of its 300 or more cars at the disposal
of the local committee, but coined a
number of slogans and donated the
posters which were used in the street-
car advertising. These were kept in
the cars for some time before each
campaign started and during the weeks
of the sale. A large electric sign, read-
ing “BUY LIBERTY bonds NOW,” was
donated by the president and placed
at the most prominent location in the
city while the sale of bonds was on.

A committee of company employees
was also organized to handle the sale
of bonds among the 2000 employees of
the company. Through the efforts of
this committee about $82,000 of bonds

were disposed of during the first sale
of 1917 bonds.

The same committee worked among
the company employees during the Sec-
ond Liberty Bond campaign, and $63,-
000 of bonds were sold to company em-
ployees. In both the First and Second
campaigns arrangements were made
whereby a certain sum would be de-
ducted from the pay of each employee,
the payments to be completed in a
year’s time.

Beginning on Monday, March 18, and
continuing for a period of seven wceks,
the Toledo company will use the ad-
vertising space, both inside and out-
side the cars, for Liberty Loan adver-
tising only. The company will pound
continuously during this period upon
the importance of buying bonds of the
third issue, and it expects to aid ma-
terially in the sale of Toledo’s quota,
which will be $20,000,000.

The large electric sign urging every-
one to buy Liberty Bonds wiil be
again erected. The sale of bonds to
employees . will be handled by sales-
men from the general sales force,
which will consist of about 3000 per-
SOns.

CUMBERLAND COUNTY POWER &
LicHT COMPANY, PORTLAND, ME.

A. H. Forp,

Vice-President and General Manager

To assist in making the campaign
for the sale of the First and the Second
Liberty Loans a success, the Cumber-
land County Power & Light Company,
together with its subsidiary companies,
viz., the Lewiston, Augusta & Water-
ville Street Railway, the York County
Power Company and the Westbrook
Electric Company, “carried on” as fol-
lows:

The company’s part consisted in
agreeing with its employees to pur-
chase whatever bonds the employees
subscribed to and to hold them until
the full amount of each subscriber’s
bond had been paid for. Payments
were to be at the rate of $1 a week
for each $50 bond. Upon final pay-
ment the company was to turn over to

Each and every American has a
personal responsibility in making the
Third Liberty Loan a success. Every-
one must contribute to the ending of
Kaiserism by buying bonds himself
as far as he can and perhaps even
more by making unceasing efforts to
persuade others to buy them.

the employce the total number of bonds
purchased, together with all the
coupons. )

The employees’ part consisted in ap-
pointing a member from cach depart-
ment of each company to canvass thor-
oughly all the men in his department
for subscriptions. The result in the
case of the Sccond Loan was a total
subscription of $45,100, the total num-
ber of men employed being about 14060.

It is our intention to conduct a simi-
lar campaign for the thirc issuc of
Liberty Bonds.

MAHONING & SHENANGO RAILWAY &
LicHT COMPANY, YOUNGSTOWN,
OHIO.

R. P. STEVENS, President

Our company was quite active in the
TFirst Liberty Loan campaign, carry-
ing the bonds for the emplovees. At
the time of the second campaign, we
were in the throes of financing our
floating debt and did not have the cash
available to go into the matter in a
broad way. We thought it advisable
vot to attempt any active steps toward
financing purchases by our employees
at that time.

BOND BOOKLET AND CATECHISM USED IN
COLUMBUS, OHIO

We have had under discussion the
matter of the company’s participation
in floating the Third Liberty Loan. It
has been decided that although it will
rrobably be inadvisable for the com-
pany to finance employees on account
of purchases of these bonds, we will,
however, donate the services of our
stock sales department (which depart-
ment we have organized, with a large
number of salesmen, for the purpose of
selling our preferred stock) to the sale
of Liberty Bonds. We think we can
serve the government in this way. It
is believed that where an employee’s
capacity for saving is limited to $5 or
$10 a month, it will be better policy to
advise such employees to purchase
Thrift Stamps instead of attempting to
buy Liberty Bonds by borrowing the
money. We feel that by having our
sales force devote its entire time dur-
ing the campaign to the sale of the
bonds in the local communities, we can
probably accomplish more than by di-
recting their efforts among our em-
ployees.
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1. Uncertain right-of-way on which new track had to be placed.
2. Sand for filling hauled in side-dump cars.

3. (a-b) Shoveling and washing sand into holes.

4, Rolling the filled-in right-of-way.

5. Pouring between outside forms with curbing forms ready to use.

6. New eastbound track completed.

7. Inside forms in place as curbing is poured.

8. Forms removed and layer of screenings going in.

9. Placing the ties and removing paving from old track.

Photographic Description of Chicago Track Construction Methods
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Track Construction Methods Employed in Great
Street Widening Plan

Increasing Width of Twelfth Street Necessitated Complete Rebuilding of Double
Track of Chicago Surface Lines—New Type of Sub-Grade Construction —Many
Labor Saving Devices Employed to Keep Ahead of the Paving Contractor

construction, moving them more than 20 ft., and

placing one of them along what was formerly the
front end of a store basement, was, in brief, the part
that the Chicago Surface Lines had to take in the
$2,000,000 plan of widening Twelfth Street, one of the
principal east and west thoroughfares of Chicago. The
width of the street was increased along the south side
from 66 ft. between building lines and 38 ft. between
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to keep out of the way of the paving contractors who,
with their $500,000 contract for 60,000 .sq. yd. of pave-
ment, were working under a time-penalty clause.

The story of the construction job from the time the
railway company began its work until the track was
completed is fairly well portrayed in the geries of
pictures herewith reproduced. Before the railway com-
pany began work the contractors had moved back or
cut off the front section of buildings along the south
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dent of the board of local
improvements, for the
speedy accomplishment of
the task of co-ordinating
and satisfying all the di-
versified interests involved
in the widening of the
street over a distance of
1v5 miles, which as a main
thoroughfare was occupied by all the utility companies
and a great variety of commercial enterprises. The
completion of this project marks the first step in the
much-talked-of but long-delayed “Chicago Beautiful”
plan as laid out by the Chicago Commission.

The work of the street railway company in connec-
tion with the program involved taking up and build-
ing anew 1.88 miles of double track on Twelfth Street,
including seven special-work layouts, and rebuilding
300 ft. of double track on either side of Twelfth Street
at each one of these sevap intersections on account of
the change in grade. In all, the job comprised the
building of more than 8 miles of single track and was
completed between the dates of July 14 and Nov. 11,
with eleven days out for bad weather and six days out
for delay caused by the contractors. The average num-
ber of men employed was about 210. Because other
men could not be obtained the company employed many
labor-saving devices to help make up the shortage and
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CROSS AND LONGITUDINAL SECTIONS OF TWELFTH STREET,
CHICAGO, TRACK CONSTRUCTION

and a row of open base-
ments partially filled with
debris and rubbish re-
mained as a foundation for
the new eastbound track.
Preliminary to track con-
struction it was necessary
to excavate to the bottom
of the old basements and to
refill them with lake sand in order to be sure of the
foundation. The sand was hauled in side-dump cars
originally purchased for hauling garbage for the city,
dumped as near the fill as possible, and then shoveled or
moved hydraulically into the holes. Wherever walls oc-
curred that were sufficiently solid, they were not re-
moved. While the filling-in process was going on the
work was flooded to aid the settlement, and at some
places planks were laid down over the trackway and the
fill was compressed with a 10-ton roller. The space out-
side the trackway was also flooded so that the weight of
the roller would force the sand into voids, as it was
desired to control the foundation over a strip 10 ft. out-
side the right-of-way.

On the new foundation the concrete slab for the east-
bound track was laid, and this construction was com-
pleted all the way through before the old tracks were
disturbed. Eastbound traffic was then operated over
the new track, leaving the former eastbound track free
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Y. ..6"Tamping Material
~6"708"Concrete Slat
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10. Cutting away the old concrete to free the rails, and new ties 15, Driving home a screw spike

ready to receive rail. 16. Track jacked up ready for tamping.
11. Shop compressors used in tamping track. 17. Wetting the tamping material and washing it under the ties
12. Prying the rail over to new track location. 18, Track tamped and blocked laterally in alignment ready for
13. Cleaning off the old cement on the rails. conereting. |
14. Boring the screw spike holes, 19. Pneumatic tampers prove especially effective on special work

Photographic Description of Chicago Track Construction Methods (Continued)
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for the use of work and material cars. As the sub-
grade construction work for the new westbound tracks
progressed the rails of the old eastbound track were
shifted, in good condition, over onto the new ties and
foundation. Finally upon the completion of the second
track, westbound car service was transferred to this
and the old westbound track torn up and removed.

UNCERTAIN FOUNDATION MAKES BOTTOM SLAB
CONSTRUCTION NECESSARY

The type of track construction used on Twelfth Street
differs in some interesting ways from the Chicago
standards. Deviation from the standard solid con-
crete track in which the ties are completely incased in
concrete was thought necessary because of the uncer-
tain character of the foundation, placed as it was over
a new fill some 9 ft. deep. In view of this condition
it seemed advisable to provide an assurance against
sagging by building, along the right-of-way, a concrete
slab on which to place the track construction. With a
slab foundation it was necessary to use a certain
amount of ballast in order satisfactorily to surface the
track. Fine washed screenings were used for this pur-
pose. To retain the screenings entirely under the ties
or prevent them from scattering out over the roadway
in tamping, the concrete foundation slab was formed
with a curbing along each side. The curbs were also
useful in lining up the track. Wedges were driven
down between a tie end and the curb at intervals,
thus holding the track exactly where wanted without
danger of accidental knocking out of alignment during
the concreting. The curb construction necessitated a
somewhat wider base on the concrete foundation slab
than the standard concrete construction provides, in
order properly to support the curbing. The width was
therefore increased from 7 ft. 4 in. to 8 ft. 6 in.

In respects other than those already mentioned the
type of track construction used on Twelfth Street is
the standard 2-A Board of Supervising Engineers con-
struction for use in paved streets. 'The ties are 90
per cent heart yellow pine. The rail is 9-in., 129-lb.,
Lorain section No. 403, set on tie plates having a
single shoulder placed at the outside edge of the rail
base. The rail is fastened to the ties by screw spikes,
two on the inside and one on the outside of the rail
at each tie, and inserted through rail clips and through
the tie plates.

The space between ties and above the screenings was
filled with concrete which was carried up well over the
base of the rail. On top of this a 1%-in. layer of tor-
pedo sand, instead of the bedding sand generally used
in Chicago, was spread as a cushion for the paving,
which was laid with No. 1 Wisconsin granite block the
full width of the trackway. This was grouted by
means of a 1 to 1% cement grout, which runs down
between the blocks to make the sand a solid mass, thus
sealing over the top of the entire track construction
against seepage of water from above down into the
interior track construction.

After the new eastbound track was completed for
traffic, work was begun on the new westbound track,
and this was especially interesting because of the fact
that the rails of the old eastbound track were moved
over and used on the new track without separating the
electrically welded joints. All work on the sub-founda-

tion was therefore completed for a section, and then
as the concrete mixers and work cars moved back, hav-
ing been preceded by the material trains, which dis-
tributed cement, tamping material, rails, ties, rods,
plates, clips, spikes, etc., the rails of the old track were
freed from their fastenings and pried over.

The concrete bottom channel was first poured, using
from one to three motor-driven Chicago concrete mix-
ers delivering a 34-yd. batch at a time and mounted on
cars which were run on an adjacent portable track.
The forms for this channel-shaped slab consisted of
a single row of boards set on edge against stakes along
the outer sides of the slab and extending up to the top
of the curb, and sectional forms blocked up between
these boards to form the inner sides of the curbing.
The material for the slab was poured in to the full
thickness and then the inner forms were put in place
and the curbs poured immediately. After the concrete
had set these inside forms were removed and a layer
of tamping material was spread over the concrete. The
ties were then laid and spaced ready for the rails.

Gangs of men following the mixers as they receded
from the first end of the job were engaged in tearing
up the paving around the old track and in breaking out
the concrete around the rails so that they might be
freed from the ties. To expedite this work a spare
compressor from the railway shops was loaded on a
small flat car and taken to the job to supply air to
eight Ingersoll-Rand pneumatic tampers fitted with
special tools for chipping out the concrete. These tools
were effective in removing the concrete over the base
of the rail and the grouting at the web of the rail
They were also used later in tamping the ties up to
grade and were found especially valuable in tamping
up the new special work at the seven intersections.

TRACKS MOVED WITHOUT BREAKING ELECTRICALLY
WELDED JOINTS

As the rails were cleared of concrete they were
moved over onto the ties at the new track location.
This moving process was done gradually by a gang of
men who used crowbars to pry the rail over to its new
position. It was possible to do this without breaking
any of the Lorain welded joints. After the rail was
in its new location another gang of men cleaned the
rail to receive the new concrete and grouting.

The work of tearing up the old paving outside the
rails in order to free the rails was greatly expedited
by placing jacks underneath two or three tie rods at
a time, after the inside paving had been removed.
Lifting up on the jacks bent the rods up and pulled the
rails toward each other and away from the outside
paving, thus avoiding the necessity of removing the
first row or two of blocks by hand.

As the rail was moved over to the new ties it waa
set to gage and the ties blocked up approximately to
grade. The tie plates were then put under the rails
and the holes bored in the ties to receive the screw
spikes. These holes were bored by means of Chicago
Pneumatic Tool Company’s electric drills and the spikes
screwed in with heavy No. 4 drills made by the same
company. This screwed the spikes down and set them
tight as the motor stalled. The spikes were driven
through rail clips, two spikes and clips on the inside
and one on the outside at each tie. Each spike ma-
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THE OLD STYLE—FIFTEEN 23-WATT LAMPS

Reducing Car Lighting Costs from 36 Cents
to 8 Cents per 1000 Car-miles

By ARTHUR R. JOHNSON

Assistant to Superintendent of Equipment, Mechanical Department,
Third Avenue Railway System, New York

N CONNECTION with the remodeling of the Third
Avenue Railway System of fifty standard 28 ft.
closed cars into prepayment type for its lines in West-
chester the car lighting is being changed from 23-watt
to 56-watt units because of the great success of the

(Concluded from page 611)
chine was protected from excessive overload by a cir-
cuit breaker mounted on a pole hooked over the trolley
wire to supply the power. These circuit breakers also
served to start and stop the motor, and were controlled
by a solenoid energized through a double push-button
control at the handle of the drill.

After the rails were fastened to the ties they were
jacked up to grade by means of screw jacks set about
30 ft. apart on each rail, and the additional screenings
were placed between the ties and the latter tamped to
permanent grade. The tamping was made more solid
by wetting down the screenings and by washing them
underneath the ties. This was done by directing a noz-,
zled stream at the bottom edge of the tie. With the
track thus tamped to grade and aligned, the jacks were
removed and the upper concrete or paving foundation
poured. This was poured from mixers operated on
the track under construction. The paving was then laid
as described above, and wherever the condition of the
old blocks was satisfactory they were relaid, the pitch
with which they were formerly bound having been
thoroughly cleaned off in order that the new grouting
would be effective.

All work on the improvemerit was finally completed
on Dec. 2, which date had been set for a formal open-
ing of the street. A considerable celebration attended
by some 10,000 people and accompanied by appropriate
speeches from the Mayor and other prominent city
officials marked the conclusion of this important work.

PANEL BOARD FOR NEW LIGHTING

T
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THE NEW STYLE—FIVE 56-WATT LAMPS

larger units on the fifty low-level steel cars operated
in the Borough of the Bronx. These cars, which were
described in the ELECTRIC RAILWAY JOURNAL of Feb.
14, 1914, have five 56-watt tungsten lamps in Macbeth-
Evans Alba shades along the center line of the car, as
illustrated. Previously there were three five-light
clusters with Benjamin shades and 23-watt lamps.

The new semi-direct system gives a well-diffused il-
lumination. The tungsten lamps form one series cir-
cuit, the second circuit being made up of five 2-cp.
lamps for the destination signs and headlights. In
case a tungsten lamp burns out, the equivalent re-
sistance can be cut in by turning the snap switch pro-
vided for each of the five lamps. These snap switches
are located in a panelboard at the front of the car. The
same panel carries a double-throw switch required for
changing from underground conduit to overhead trol-
ley operation.

Experience since 1914 with the equipments on the
low-level cars shows that these larger units instead of
costing for maintenance three-eighths as much as the
23-watt outfits as estimated actually cost less than
one-quarter as much. A recent check shows that the
lamp costs per 1000 miles for the past year were 36
cents on the system as a whole and only 8 cents for
the fifty low-level cars alone. Only 270 lamps, or less
than one lamp per day, were required for these fifty
cars, which made approximately 900,000 miles.

\

Kansas City Railways Active in Local
N. S. C. Council

HE Kansas City Railways has been one of the most

helpful of active members of the local council
of the National Safety Council, and its representatives
at the foremen’s round tables have helped to give the
discussion a practical value. At the recent election of
officers, George J. Smith, superintendent of rolling
stock and shops, was chosen as vice-president, while
Julien H. Harvey, superintendent of efficiency, has
served two terms as local president. At the last council
dinner there was an attendance of 420.
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Automobile Parking Chokes Washington
Traffic Channels

In This Section of His Report John A. Beeler Says Greatest Single Source of Relief to Washington Car Service Is
Restriction of Parking Privileges—Other Suggestions Dealing with the Washington Railway &
Electric Company Include One-Way Vehicular Traffic, Double-Berthing,
Loading Platforms, Front-End Fare Collection and Rerouting

Public Utilities Commission of the District of

Columbia his fifth unit report. This deals
largely with relief measures for the lines of the Wash-
ington Railway & Electric Company. The most con-
gested section of this railway system is in the region
bounded by Ninth Street, Fourteenth Street, F Street
and G Street (see Fig. 1), and in many ways the con-
ditions here are worse than on Fifteenth and adjoining
streets, discussed in the report on the Capital Trac-
tion Company, abstracted in the issue of this paper for
Feb. 2. The roadways are nar-

ON MARCH 9 John A Beeler submitted to the

The maximum number of cars operated in one direc-
tion over each street is shown in Fig. 3. The heaviest
service over any piece of track is that between F and
G Streets on Fourteenth, where 107 cars are scheduled
to pass one way in one hour. With a stop at G Street,
a division of cars at the switch between northbound
and eastbound, and the ever-present automobile traffic,
the problem demands action.

Second place is accorded to the two squares on G
Street between Ninth and Eleventh, where ninety-nine
cars are scheduled westbound in one hour. Here the

vehicle traffic is less, so that the

rower, so that many vehicles have
to run on the car tracks, especial-

situation is not so severe. The
general traffic, however, is so

ly if machines are parked along
the curbs. This reduces the speed
of car traffic to that of the slow-
est vehicle on the rails and re-
sults in bunching and irregular
service. Since the number of cars
that can pass through this por-
tion of the railway system deter-
mines the service that can be
rendered on the remainder of the
lines, schedules are very serious-
ly deranged.

The section under considera-
tion is the heart of the city. Here
are concentrated the bulk of the
retail business and the principal

A considerable amount of park-
ing is done by those who drive to
work in the morning and leave
their machines on the streets all
day while in their offices. In the
afternoon they drive back home,
but not until the general public
has been exasperated by the de-
lays to the street cars consequent
on the use of the public streets as
a private garage. If a street car
company were to run its cars
downtown in the morning and
leave them in the street until
needed in the afternoon, it would
not take the public long to invoke
the police powers and have the
company officials run out of town.

JOHN A. BEELER.

great that the street cars are not
all passed through on schedule
time.

The large number of track in-
tersections over which the cars
in this territory have to pass has
proved a serious limitation on the
number of cars that can be oper-
ated over the main routes. This
is indicated in Fig. 4, which
shows the number of cars sched-
uled to pass over each intersec-
tion in this territory:

The maximum number sched-
uled is at Fourteenth and G
Streets, where 283 are supposed

office buildings, many of which
are now filled with government

to pass in one hour. Next to this
is the intersection with the Four-

employees engaged on war work.

Very little space is left for the construction of addi-
tional tracks, as the streets are well covered as it
is. Through this small area is operated every
city route of the Washington Railway & Electric Com-
pany, with the single exception of the Columbia line,
which is but a short distance north, on New York
Avenue.

In the main portion of this territory, that bounded
by Ninth, Fourteenth, F and G Streets, there are
twelve street cormers. Six of them are electric rail-
way crossings, and at each crossing there are one or
more curves that still further complicate the special
work. The effect of the track intersections is invariably
to slow down the speed, since cars are now required to
come to a full stop before crossing other tracks. On
account of the breaks in the conductor rails inherent
to the conduit system, it is necessary for the cars to
proceed without power over the intersections, which
not only reduces the speed but makes it inadvisable for
cars to follow each other closely.

teenth Street line of the Capital
Traction Company at Fourteenth and H Streets, where
259 cars in an hour are scheduled. The smallest num-
ber at any point in this section is at Eleventh and E
Streets, where but fourteen cars are scheduled in the
maximum hour.
No more cars can be run than can be passed over the
crossings. It takes on an average about eight seconds

DISTANCES TRAVELED WITH 1; M.P.H.P.S,
ACCELERATION

In the first second 1.1 ft., total from start 1.
In the second second 3.3 ft., total from start 4.
1n the third  second 5.5 ft., total from start 9.
1n the fourth second 7.7 ft., total from start 17.
1n the fifth second 9.9 ft., total from start 27.
In the sixth  second 12.1 ft., total from start 39,
1n the seventh second 14. 2 ft., total from start 53.
1n the eighth second 16.4 ft., total from start 70.

for a car to pass over an intersecting street. It is
possible for two cars to pass at the same time in oppo-
site directions, and this is done in some cases. It is
ordinarily the case in Washington that each car comes
to a full stop before entering the intersection. The
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time required is then limited by the acceleration of
the car. At a rate of acceleration of 13 m.p.h.p.s.,
which is the average for this city, the car would move
the distances given in the table on page 613.

In this table is an absolute limit to the speed which
can be obtained in going over a crossing. This re-
quires power to be kept on all the time while moving
over the intersection. With the conduit system this is
impossible, as the conductor rails are necessarily inter-
rupted where the two tracks cross.

If ten seconds are allowed as the lowest average time
for the passage of a car from the time the signal to
proceed is given until the intersection is cleared, it fol-
lows that the maximum number of single-car units that
can pass over a right-angled crossing is 180 for a
thirty-minute period, or 8360 per hour. To do this would
require no waste time between cars, that every car
moves with clock-like regularity, and that no breaks
occur due to interference of any kind whatsoever.
This virtually means that the street cars and all vehicu-
lar traffic would have to be operated over the inter-

who drive to work in the morning and leave their
machines on the streets all day while in their offices.
In the afternoon they drive back home, but not until
the general public has been exasperated by the de-
lays to the street cars consequent on the use of the
public streets as a private garage. If a street car
company were to run its cars downtown in the morn-
ing and leave them in the street until needed in the
afternoon, it would not take the public long to invoke
the police powers and have the company officials run
out of town. In fact, the situation has been fully cov-
ered by Sec. 64 of Art. XII of the Police Regulations,
which states: “A driver of a street car shall not
allow it to stand upon a street for a longer period than
five minutes unless the way is obstructed 2
This is a most commendable regulation, but it seems to
be a case of unconscious discrimination in favor of the
automobile to allow it privileges that are denied the
more public conveyance.

The result of all these delays is to interfere seriously
with schedules, especially during the rush hours. The
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FIGS. 1 AND 2—EXISTING AND PROPOSED CAR STOPS IN CONGESTED SECTION OF
WASHINGTON RAILWAY & ELECTRIC COMPANY’S SYSTEM

sections in such a way as to co-ordinate the movements
of the latter with that of the street cars. This figure
represents the theoretical capacity rather than that
actually obtainable.

CONGESTION INCREASED BY AUTOMOBILES

The streets in this territory are quite wide, F' Street
being 100 ft. wide and G Street 90 ft. wide. The
active roadways are encroached upon by wide side-
walks of which a large proportion has been appropri-
ated by private property owners for stairways, area-
ways and projecting show windows. The roadway is
rendered still less effective by the large number of
automobiles parked at all points in this district. In
several cases machines are allowed to park at an angle
with the curb, which still further reduces the road-
way. Even at the street corners, where the public is
supposed to have a chance to board the cars, the num-
ber of automobiles is so great that it is frequently
difficult for prospective passengers to reach the cars
they desire to take.

The danger to pedestrians is also increased by the
extensive parking. An automobile driver never knows
when a pedestrian will appear from behind a parked
machine; and a person who desires to cross the street
or catch a car is never sure that he will reach his
objective in safety.

A considerable amount of parking is done by those

cars are slowed down until they move scarcely as fast
as a man can walk. The schedule speed called for on
the time-table is low enough, being but 6.6 m.p.h.

On F Street the speed in the morning by fifteen-
minute periods was found to vary from 6.71 down to
2.96 m.p.h., averaging about 4.6 m.p.h. for both direc-
tions. In the evening rush period the speed varied
from 9.75 down as low as 2.84 m.p.h., the average
being approximately 4.5 m.p.h. for all cars. The speasd
on G Street in the morning was fair, being 6.5 m.p.h.,
which was reduced in the evening to 5.5 m.p.h., the
range in speeds being from 8.21 down to 3.01 m.p.h.
The slightly better showing on G Street east of Four-
teenth is counteracted by the speed in the block from
Fourteenth to Fifteenth, where the average speed was
less than 2.5 m.p.h. The maximum speed recorded in
this block for a fifteen-minute period was 2.78 m.p.h.
The average time required to turn a car on the cross-
over, based on 154 observations, was sixty seconds.

The average speed on Ninth Street is somewhat bet-
ter than on F and G Streets. The morning observa-
tions by fifteen-minute periods showed an average
speed of 7 m.p.h. on Ninth Street, which, however, fell
to 5.6 m.p.h. in the evening rush. Under similar con-
ditions the speed on the Eleventh Street line during
the morning rush was 5.9 m.p.h., and in the evening
4.2 m.p.h.

These average speeds may be tabulated as follows:
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AVERAGE SPEED OF CARS IN MILES PER HOUR
Morning Evening
Line Rush Rush

ERDETE0t cocis 5 s va s sivrevmios § 5 Ao £ 5 5 3B RSB E9E s 4.6 4.5
G Street (ISast of Fourteenth) .. ... ....ooo oo 6.5 5.5
G Street (West of Fourteenth) ...................... P 2.5
ISR bre et vee s » ¢ 5 5 somore weersson 5 wiers 0 36 6 55 5 WIS 5§ 5 B8 8 7.0 5.6
Eleventh Street........oviiiiiiiiiiiiiiiiniernnenn 5.9 4.2

The situation is still further complicated by the
variety of cars used. On F and G Streets may be
seen every kind of street car, from the large center-
entrance type used on the Maryland line to the small
hand-brake cars that still do duty for rush-hour service
on practically all the lines. Apparently no attempt has
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FIG. 3 — MAXIMUM NUMBER OF CARS 1IN ONE DIRECTION
SCHEDULED 1IN DOWNTOWN DISTRICT, WASHINGTON
RAILWAY & ELECTRIC COMPANY

been made to segregate types of equipment by routes.
This mixture of car types has proved wasteful, since
the cost of platform labor time is increased, power
is wasted because the faster cars crawl along on the
resistance points of the controller, and the accommo-
dations given the patrons are so reduced that the
carrying capacity of the road is materially decreased.

MEASURES AVAILABLE FOR RELIEF

The measures which should be put in effect immedi-
ately are the following:

1. Street cars must be given precedence by the
traffic officers, and must be passed over intersecting
streets in pairs as far as possible, especially during
the hours of congestion.

2. Parking of automobiles must be limited to per-
mit freer movement of the street cars and to provide
greater safety to the public.

3. Certain portions of the streets must be limited
to one-way vehicular traffic.

4. Equipment of the company must be so dis-
tributed .that, as far as possible, all the cars on one
street shall be of the same general type.

5. Cars of greatest capacity and highest speed must
be used on the principal routes, and the slower and
smaller cars transferred to the less congested lines.

6. Stopping places must be combined and reduced
to the smallest number that will accommodate the pub-
lic properly.

7. Double berthing must be employed at all the
stops in this territory.

8. Loading platforms must be provided where they
can be used to advantage; at the other stopping places
zones of safety must be provided.

9. Front-end collectors must be employed at the
stops in this territory wherever the car type is suit-

able; at other points inspectors should aid in loading
the cars.

10. A rerouting of the cars in this region should
follow as soon as practicable. This will be considered
in detail in a section of this report to follow.

1. Precedence for Street Cars. The cars must be
given preference by the trafiic officers at all intersec-
tions in this territory. By passing cars in pairs the
movements will be facilitated and congestion reduced
to a minimum. As at other points already referred to in
the first unit report, the officers should endeavor always
to keep the near-side berths empty and the far-side
berths filled. If the track clearance on curves is such
that cars of certain types cannot pass safely the offi-
cers should be well informed of the fact and should
make due allowance in their actions governing the
movement of cars.

2. Parking of Automobiles Limited. Parking of
automobiles interferes seriously with the movements of
cars in this congested territory. It is recommended
that no parking be allowed on F and G Streets between
Ninth and Fourteenth Streets, and on Ninth Street be-
tween F and G Streets, and that automobiles be re-
quired to proceed through the streets, draw up parallel
with the curb, and receive or discharge passengers
only. Commercial vehicles should be allowed to stand
in front of stores only long enough to transact legiti-
mate business.

3., One-Way Vehicular Traffic. 1t is also recom-
mended that F Street between Seventh and Ninth be
closed to westbound traffic, that G Street between
Seventh and Ninth be closed to eastbound traffic, and
that Ninth Street between F and G be closed to. north-
bound traffic. This should apply to all vehicles ex-
cept those having business with the Patent Office,
which is the only building within this boundary, and
which is served prineipally by the entrance on Seventh
Street.

4. Segregation of Types of Equipment. The Wash-
ington Railway & Electric Company has no one type of
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car that can be called standard. There are, however,
several types of which the company owns a considerable
number. These are the center-entrance, the pay-as-you-
enter, and the old-style open platform box cars. Sufli-
cient cars of each of these types are in service com-
pletely to equip various lines with a single type. This
will make it possible to speed up all lines except those
on which the slowest cars must be placed. All cars



616

ELECTRIC RAILWAY JOURNAL

Vol. 51, No. 13

running to the Bureau of Engraving should be of the
prepayment type, as otherwise it is not possible for
the conductor to collect all the fares in a crowd before
reaching the downtown section where most of the pas-
sengers transfer to other lines.

5. Suitable Equipment for Various Routes. The
routes with the heaviest travel should be operated with
the largest and fastest cars on the system. It is de-
sirable to use the same type of car on both the Con-
necticut Avenue and the Georgetown lines, so as to
make the equipment entirely interchangeable. The
most suitable car for this line is the center-entrance
type. This is largely due to the fact that it is the
only type (except the hand-brake car) of which there
are sufficient to completely equip these lines.

6. New and Fewer Locations for Stopping Places.
The number of stops can be materially reduced without
in any way discommoding passengers, and in most in-
stances it merely makes the difference between stopping
on one side of the street or the other. The proposed
locations for stopping places in this area are shown in
Fig. 2. The total number of stopping places in the
area considered will be reduced by their change from
fifty-two to thirty-two, saving twenty or 38 per cent.

7. Double Berthing. Double berthing must be em-
ployed at all these stops in order to get the maximum
benefit from the change. The double berthing must be
used at all times of the day and night. In every case
the car must take the first berth if empty. If not,
there should be no hesitation, but the car should be
stopped promptly at the second position.

8. Loading Platforms and Safety Zones. The streets
in this area are comparatively narrow, and it is im-
possible to obtain sufficient width for loading plat-
forms at all points. However, they must be constructed,
and it is essential to have them, at the following places:

Fourteenth Street, midway between G Street and New

York Avenue, for both directions.

T Street at Fourteenth, for both directions.

F Street at Thirteenth, for both directions.

T Street at Eleventh, for both directions.

I Street at Ninth, for both directions.

G Street at Ninth, eastbound.
Ninth Street, midway between F and G Streets, north-

bound. ) )
The platforms should be about 10 in. high and 96 ft.

long, which will accommodate two cars of the longest
types in use on any of the company’s lines. The width
should be 4 ft. 6 in. for all except those on Fourteenth
Street, which can be 6 ft. wide. It is considered ad-
visable to maintain a width of roadway sufficient to
allow the passage of two automobiles side by side,
which requires approximately 13 ft. as a minimum. To
keep traffic moving it is not considered desirable to h?we
the roadway quite so narrow. To facilitate vehicle
movement, the platforms could have the corners away
from the track rounded off or beveled. This will pre-
vent danger from collisions of vehicles with the plat-
form. The standing limit for automobiles (there being
no parking) should also be moved back a suﬁ‘icie.nt dis-
tance from the platform for a moving vehicle to
swing in an easy curve to the roadway between the
platform and the curb, instead of having to make a
sharp turn between a standing vehicle and the plat-
form. ]

9. Front-End Collection. Comparatively few of the
cars of this company have been used with prep.ayment
of fares and few are equipped with doors which can

be kept closed while the cars are in motion. The center-
entrance type, which is the largest prepayment car used
by this company, has only a single door, so that a sepa-
rate collector on the street could not help in collecting
fares from passengers as they board the cars. An in-
spector on the loading platform could, however, aid
materially in loading by holding back entering pas-
sengers until those leaving are all out and by assist-
ing passengers, as in providing tickets and change,
before the arrival of the car.

While it will be comparatively difficult to modify the
open platform cars to make them into the regular pre-
payment type with inclosed platforms, it will be quite
simple to prevent passengers from entering the cars
at the front end. This can be done by issuing instruc-
tions to the motormen, and with the co-operation of
the public it should not be difficult to use the front
platform for exit only. As a matter of safety, pas-
sengers should not be allowed to ride on the front
platform.

The use of the rear platform as the only regular en-
trance to these cars will make it possible for the com-
pany to use them with a modification of the prepay-
ment system, so that the conductor will always remain
at the rear entrance, and collect the fares as the pas-
sengers board the car. This will aid in keeping the
cars moving, as the conductor will always be in a posi-
tion where he can see the rear step and know whether
it is safe for the car to proceed. It will also tend to
reduce accidents, as the conductor will be where he can
supervise to a certain extent the movements of board-
ing passengers.

Another advantage of this arrangement is that in
the congested zone front-end collectors can assist in
loading the cars by standing on the loading platform
or in the safety zone and collecting fares from passen-
gers entering the car by the front door. Frequently
these front-end collectors will also be able to assist in
loading passengers at the rear entrance, as a man on
the street can assist in directing the movements of
persons entering or leaving the cars better than the
conductor.

On all closed cars, except on interurban cars where
special compartments are provided, smoking should be
prohibited. The rear platform should be kept clear
for the ingress of passengers. This is in keeping with
the best modern practice.

10. Rerouting Desirable. Apparently the lines of
this company are not so arranged as to give the best
possible service to all parts of the city which are in-
cluded in its territory, especially when non-competitive.
In order to accommodate all districts to the best ad-
vantage, considerable rerouting is desirable so that
some sections now under-serviced will receive a proper
proportion of the available transportation facilities.
To obtain relief immediately, it is recommended that
the first nine items be adopted without waiting for
the more comprehensive treatment necessary in con-
sidering a rerouting plan. Rerouting possibilities will
be presented in sections of the report to follow.

RESULTS TO BE OBTAINED

The results to be obtained in the proposed immediate
changes are very similar to those described in the first
unit report. An increase in speed in the congested
region should follow at once. This in turn will have
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Rate-Making Is a Sovereign Power

Oregon Circuit Court Unanimously Rules That the State
Through the Public Service Commission Can
Change Rates Set in Municipal Franchises

Y A UNANIMOUS vote the six circuit judges of

Multnomah County, Ore., sitting en banc, handed
down on March 14 a decision upholding the right of
the Public Service Commission to grant a 6-cent fare
to the Portland Railway Light & Power Company. The
sole question involved was the power of the commission
to raise rates prescribed in franchises.

The history of the 6-cent fare in Portland dates
from last autumn, when the company petitioned for
increased revenues. A 6-cent fare was then denied,
although partial financial relief along other lines was
granted [ELECTRIC RAILWAY JOURNAL, Oct. 27, 1917,
page 757]. The commission later granted a rehearing
and in January, 1918, approved a 6-cent fare [ ELECTRIC
RAILWAY JOURNAL, Jan. 26, 1918, page, 184]. In Feb-
ruary the city of Portland brought suit against the
company and the commission, alleging that the latter
had acted illegally.

STATE HAS RATE-FIXING POWER

In now upholding the commission’s decision the Cir-
cuit ‘Court begins with the statement that the power to
establish farcs for the transportation of passengers by
common carriers is a sovereign power of the State.
The State may not entirely denude itself of this power.
1t may delegate, but it cannot abdicate. It may dele-
gate to a municipal corporation authority to grant a
franchise upon the streets and establish an unalterable
rate fare for the limited duration of the franchise,
but such authority can be delegated only by express
grant or clear intention. (Woodburn vs. Public Service
Commission, 82 Ore. 114; Stanilaus County ws. San
Joaquin, etc., Canal, etc., Company, 192 U. S. 201;
Howe Telephone Company wvs. Los Angeles, 211 U. S.
265; Milwaukee Electric Railway vs Railroad Commis-
sion, 153 Wis. 592, No. 238 U. S. 174.)

With this doctrine so clearly and finally established,
the court says, it remains to be considered whether the
Legislature has delegated sufficient authority to the city
of Portland to execute an inviolable contract for rates
of fare. By Sec. 94 of the charter of 1903 the city is
authorized to grant for a limited time franchises in its
streets and public ways. Sec. 112 reads as follows:

Every grant of a franchise which provides for this
charging of rates, fares and charges shall contain a pro-

(Concluded from page 616)

the effect of passing more cars through the downtown
area in a given time. Higher speed will in turn in-
crease the amount of service in proportion, and also
make the movements safer and more agreeable to the
public, particularly in the material reduction of crowd-
ing, because the same number of cars will make a
greater number of trips.

Even so inexpensive an innovation as the raised
loading platform is of material benefit to the public
in making it safer to board the cars, besides affording
a convenient place to stand out of the wet and slush
of inclement weather.

vision fixing the maximum rate of fares, rates and charges
which the grantee, his, its or their successors or assigns
can charge or collect for services rendered or performed
by virtue of or during the life of such franchise and the
operation of his or its plant or property thereunder; and
said grant may also in addition provide that the council
reserves the right to thereafter from time to time change,
alter, regulate and fix fares, rates or charges which the
grantee, his, its or their successors or assigns can charge
or collect thereunder during the life of such grant or
franchise.

Under these charter provisions the city granted the
franchises of the Portland Railway, Light & Power
Company. Each franchise contained a provision, in
substantially identical terms, that the grantee could
collect 5 cents and no more for each passage in one
general direction. Provision for the regulation of fares
by the Council was omitted from practically all of the
franchises. Did the State by this delegation surrender
its power of regulation?

The Circuit Court thinks not. The only reference to
rates is in Sec. 112, and this is not a grant of power to
fix an unalterable rate, as against the State, but is a
limitation on the power of the city to grant franchises
without fixing the maximum rate of fares therein. In
Portland Railway, Light & Power Company vs. City of
Portland, 210 Fed. 119, Judges Bean and Wolverton of
the Federal Court construed these very provisions, in
these words:

Sec. 112 of the charter does not in terms or by necessary
implication authorize or empower the city to enter into an
irrevocable contract with the grantee of a franchise fixing
the rates of fares which may be charged by such grantee.
.. . [The section] is in the nature of a command from
the supreme legislative power of the State to the city that
it shall, in granting franchises which provide for a charge
of fares, insert a provision fixing the maximum charges
which the grantee or its assigns may charge or collect for
services rendered during the lifetime of the franchise. It
is a limitation rather than the grant of a power to con-
tract or barter away the governmental right of regulating
fares, and the fact that no provision was entered
in the franchise reserving to the city the right to change
the rate cannot affect its power to do so.

STATE IS IMPORTANT FACTOR IN SUIT

The court considered with care two cases upon which
much reliance was placed by city counsel, Detroit ws.
Detroit Street Railway, 184 U. 8. 368, and Cleveland
8. Cleveland Electric Railway Company, 194 U. S. 538.
These were cases, the court remarks, in which the city
was attempting to regulate rates, and the State was
not a party. In certain situations the rate provisions

.of a franchise might be binding between parties, and

neither of the immediate parties could alter the rates,
but the State might regulate them in the exercise of its
sovereign power. The Oregon Supreme Court evi-
dently had this line of decisions in view when it said
in Woodburn ws. Public Service Commission, supra.:

It must be borne in mind throughout the discussion of
this case that the State, acting through its Public Service
Commission, is a party to this suit, and consequently judi-
cial precedents arising out of controversies between none
but the immediate parties to a franchise are not controlling
here. Moreover, the present juncture does not call for a
decision of the relative rights of the grantor and grantee
of the franchise as between themselves.

The court concludes, therefore, that the State did
not surrender its sovereign power tc ragulate rates by
its grant of franchise powers in the cnarter of 1903;
that the delegation is not sufficient to extinguish the
power of the State to alter these rates; that the imme-
diate parties to the franchise contracted in this rela-
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A.R.E. A. Abproves Reports

An Abstract of Results of Discussion at Chicago Con-
vention of Special Interest to Electric
Railway Men Is Given

T THE annual convention of the American Rail-

way Engineering Association held last week at
Chicago recommendations of fourteen of the commit-
tees were adopted. Abstracts of the reports of a num-
ber of these were printed in the issue of the ELECTRIC
RAILWAY JOURNAL for March 23, page 565; that on
stresses in railrcad track is given below.

A large part of the time devoted to the paper on
ballast was taken up with a moving picture of the
Ingersoll-Rand pneumatic tamper at work. The pur-
pose of the picture was to show the labor saving which
results from the use of a device of this sort. The
only extended discussion on the recommendations of
the committee on ballast was over the adoption of a
specific section calling for 24 in. of ballast. A standard
section for 24-in. depth of ballast was, however, adopted,
not for the purpose of stipulating that 24 in. of ballast
should be used but that where such depth is used the
standard should be followed.

The chairman of the committee on ties suggested

(Concluded from page 617)
tion with the view that the State might later intervene
and regulate the rates to meet new and changing con-
ditions, and the rate provisions of the contract do not
constitute inviolable contracts, binding upon the State.

In disposing of other contentions of the city of Port-
land, the court notes that Sec. 2207 of the State laws
prohibits under penalties any street railway in cities
having a population of more than 50,000 from charg-
ing a fare of more than 5 cents within the corporate
limits. This law, general in terms but local in its
operation, was enacted in 1901. The court believes
that it has been repealed by necessary implication by
the public service law, just as this act amended or
superseded all municipal charters of the State in con-
flict with its provisions. The public service act em-
braces the whole subject of rates for public service,
and it was the plain purpose of the framers to give ex-
pression to the whole law therein.

Whether the public service act is retrospective, or
prospective only, is a question of construction. In the
court’s opinion, the act was plainly intended to em-
brace antecedent rate contracts. The language of the
act itself, various provisions contained therein, the his-
tory of its introduction and passage by the legislative
assembly, as well as the extended discussion before its
ratification by the people under the referendum, all
indicate that purpose and intention. The valuation of
all public utilities, the submission of reports, the
schedules of rates required to be filed with the com-
mission, with the practical construction placed upon
the act by the officers charged with the duty of ex-
ecuting its provision, are persuasive reasons for this
conclusion. - Moreover, this statute has been construed
to be retroactive in the state of its origin. (President
and Trustees vs. Southern Wisconsin Power Company,
135 N. W. 504; Manitowoc vs. Manitowoe & Northern
Traction Company, 129 N. W. 929; Woodburn »s. Pub-
lic Service Commission, supra.)

that as the report of the committee consisted entirely
of recommendations and information rather than any
definite plans to be adopted, the committee make no
report at this time but continue for another year.
This suggestion was followed. Specifications were
adopted for quenched carbon and carbon alloy steel
joint bars, to be substituted for the specification for
heat-treated oil-quenched steel joint bars now in the
Manual. Specifications were also adopted for quenched
carbon alloy steel track bolts and nuts, and for medium
carbon steel track bolts and nuts, to replace the exist-
ing specifications for track bolts. The committee's
recommendations regarding the location for physical
test specimens and of chemical sandals from rails were
accepted. With certain slight modifications also, the
ten conclusions relative to the drainage of roadway
through station and yards were adopted.

On the subject of signs, fences and crossings recom-
mendations specifying the dimensions of flangeways
were adopted as were conclusions relative to concrete
fence posts. One conclusion adverse to the use of con-
crete posts in the general vicinity of salt water was
referred back to the committee. Photographs illus-
trating different types of fences were approved for the
purpose of supplementing matter now in the Manual.

The recommendations of the committee on track with
respect to certain changes in the Manual were accepted
and a design for cut track spikes was adopted.

PROGRESS REPORT ON STRESSES IN RAILROAD TRACK

This report was presented by a joint committee of
the American Railway Engineering Association and the
American Society of Civil Engineers and is being pre-
sented simultaneously to each society. Owing to its
volume, it occupying nearly 200 pages of the Bulletin,
only a brief résumé can be given here. It presented the
results of study and experiment extending over a
period of more than four years. These tests show that
rail stresses are reduced by solid and rigid roadbed con-
struction, by deep ballast, by heavy rail and by thor-
ough tamping. Thousands of measurements of track
depression and rail stresses were made, under both
standing and moving loads. As a whole they demon-
strate that railway track is an elastic structure, acting
in accordance with Hooke’s law and thus susceptible
to exact engineering treatment. More specifically, va-
rious practical facts were brought out, among them the
following :

1. The span between ties does not govern the stresses
in the rail, these being determined by the general
track depression.

2. Both rail stress and track depression increase in
direct proportion to the load.

3. Both rail stress and depression are least for well-
ballasted roadbed and greatest for poor roadbed; stone
ballast is better than cinders and deep ballast better
than shallow ballast. Thorough tamping reduces deflec- °
tions and stresses. 2

4. Rail stresses are less in heavy rail than in light
rail.

5. A train produces higher rail stresses at high speed
than at low speed; the increase may exceed 50 per cent.

6. The stress in the outer flange of the rail generally
is much larger than that in the inner flange. The rail is
subjected to a certain amount of transverse bending.
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Public Utility Situation Outlined

Regional and State Committees Appointed and General Condition of Public Utilities Described in Statement Just
Issued by Naticnal Joint Cemmittee— Utilities Willing to Bear Their Share of War’s Burden,
but in Interest of Nation They Should Be Kept in Condition to Render Good Service

headquarters at 957 Munsey Building, Washing-

ton, D. C., has just issued a statement describ-
ing the public utility situation under war conditions.
Copies of this statement have been sent to the branch
regional committees representing the War Board of
the American Electric Railway Association and the
other associations concerned, so that they will take steps
to bring this matter to the attention of the public. A
copy of the statement follows:

r I \HE national committee on public utilities, with

A committee representing the American Electric Rail-
way Association, the National Electric Light Association,
the American Gas Institute and the National Commercial
Gas Association, and consisting of Philip H. Gadsden, E. K.
Hall and H. H. Crowell, has brought to the attention of
the government officials at Washington the condition and
needs of the public utility industry, with the result that
President Wilson, Secretary McAdoo and Comptroller of
the Currency Williams have all publicly expressed their
concern as to the situation and have urged, in the interest
of the national program, that state and local authorities
take such steps as may be necessary to assist the utilities
in preserving their credit and their service. These utter-
ances of the President and his associates have been printed
in pamphlet form and widely distributed.

The officers of the national associations believe the reasons
that actuated those government officials in sounding a public
warning of the necessity for liberal and sympathetic treat-
ment of utilities should be brought to the attention of
regulatory commissions and local authorities by the national
associations interested, not from the standpoint of any
particular corporation or utility and not affecting the in-
terests of any one company or group of companies, but
solely with regard to the broader national interest involved
and the relation of the utilities to the general war pro-
gram and the whole financial structure. Something more
than the preservation of these utilities themselves is at
stake.

The prompt and successful mobilization of men, money
and materials, essential to the winning of the war, is
predicated upon a continuous and constantly extending
provision of light, heat, power and urban and interurban
transit facilities in every section of the county. The serv-
ices which in ordinary times were a local convenience have
become in this period of wuniversal stress a national
necessity.

The average person never stops to think that if the
services of the public utilities throughout the country should
stop, the whole war program would instantly collapse. It
follows that in so far as the efficiency of the public utili-
ties is impaired the war program is proportionately de-
layed and interfered with.

While new construction and extensions will, during the
period of the war, be held down to necessary requirements,
‘it is absolutely impossible to refuse arbitrarily to make
any additions or extensions. The direct war program or
the general welfare of the public will require in most
sections of the country some additional service. This, of
course, requires funding of extensions to plant which can
only be consummated by the rehabilitation and preserva-
tion of the credit of the utilities. The rapidly rising line
of increasing operating costs has in some instances already
crossed the horizontal line of inflexible rates—rates that
were fixed on a pre-war basis and that are totally inade-
quate to meet existing conditions.

The securities of public utilities have long been a favorite
form of investment for both small and large investors,
savings banks, insurance companies and trustees, and are
to be found as collateral for loans in every national and
state bank. Their depreciation accordingly threatens the
whole financial structure. If relief cannot speedily be
had and the companies are forced generally to adopt the

practice of suspension of dividends, the nation’s ability
to subscribe for Liberty Bonds, and one of the government’s
chief sources of supply for income taxes, will be seriously
diminished. Paul Warburg of the Federal Reserve Board
recently stated before the Senate finance committee that
it would be most serious for the nation’s financial program
if the corporations should be forced to suspend payment
of dividends.

The conclusion reached by the officials of the govern-
ment, in Washington, from their study of the situation,
was that the really fundamental solution of the problem
lay in a speedy increase of rates to absorb the increased
costs of doing business, brought about by war conditions.
It is equally clear that they were satisfied that the ordi-
nary procedure for an increase of rates was utterly inade-
quate to meet the emergency.

It is the belief of the national associations that if the
general public utility situation can be presented to the
state commissions, and municipal authority along the same
general lines on which it was presented to the authorities
in Washington, that they must inevitably come to the same
conclusion. Accordingly, the national associations are
undertaking to have the general public utility situation
brought to the attention of the state commissions and
municipal authorities in conferences entirely dissociated
from any individual rate case, in the hope that the matter
of increased rates may be approached from the broad
point of view of the vital general public and community
interest and the interest of the nation itself, rather than
solely from the viewpoint of a controversy between a local
utility and its patrons.

To bring the question before the local authorities from
this point of view it was thought that it would be effective
to have it presented by representative committees in each
state acting for and in behalf of the national associations.

The national associations have asked P. H. Gadsden, E.
K. Hall and H. H. Crowell, the committee which repre-
sented the associations in Washington, to take charge of
this work and to organize regional and state committees
throughout the country for this purpose. Such committees
have already been formed.

Apparently several of the commissions do not realize
that the whole principle of regulation is now receiving its
supreme test. If it is found to be too inelastic to respond
promptly to abnormal conditions, it will have failed to
justify its existence. It is vastly more important that
the regulatory system should demonstrate its ability to
preserve the efficiency and comprehensiveness of the serv-
ice, than it is to demonstrate that it is able to prevent,
here and there, an occasional exhorbitant rate, all of
which have long ago been corrected.

Everyone will agree that no public utility ought to make
any additional profit by reason of the war, but this is an
entirely different proposition from the suggestion that their
profits should be cut during the war. Utility profits at all
times are limited to a reasonable return on the investment.
Anything less than that becomes permanent loss, for it can
never be recouped from profits always limited to a reason-
able return. The result is sure to be impairment of utility
credit and reduction in the efficiency of its service.

If a utility’s “assuming its share of the burdens of the
war” means that officers and employees of public utilities
must furnish more service with less facilities and equip-
ment to work with than under normal conditions; that they
must find a way to continue these services, notwithstanding
increasing costs of materials and labor; that they must
work harder to overcome extraordinary obstacles and handi-
caps in order to accomplish more than ever before, then of
course the public utilities should bear their share of the
burdens of the war, and they are doing it now and will
continue to do it gladly. But if it is intended to suggest
that the utilities should furnish these services at less than
the cost of production and that these services should in
part be rendered gratuitously, this is asking them to carry
more than their fair share, it is neither just nor in the
public interest, for the result must be impairment of credit,



620

ELECTRIC RAILWAY JOURNAL

Vol. 51, No. 13

shrinkage of value and securities, reduction in dividends
and a consequent reaction upon the many thousands of
investors holding these securities, which will diminish their
capacity to subscribe for government loans and ultimately
threaten the foundations of the general credit structure
of the entire country.

REGIONAL AND STATE COMMITTEES

Announcement has also been made in Washington of
the appointment of the regional and state committees
of the National Committee on Public Utility Conditions,
the functions of a regional committee being to appoint
a committee for each state in its district. The names
of the members of the regional committees and the
chairmen of the state committees already appointed
follow:

REGIONAL COMMITTEES

I—Maine, New Hampshire, Vermont, Massachusetts and
Rhode Island.
*H. G. Bradlee, Stone & Webster, Boston, Mass.; C. L.

Edgar, Edison Electric Illuminating Company, Boston,

Mass.

II—New York, Pennsylvania, Connecticut, New Jersey and
Maryland.

*J, K. Choate, J. G. White Management Corporation,
New York City; T. N. McCarter, Public Service Corpora-
tion of New Jersey, Newark, N. J.; C. M. Cohn, Consoli-
dated Gas, Electric Light & Power Company, Balti-
movre, Md.

III—Ohio, Michigan, Indiana and Illinois.

B. I. Budd, South Side Elevated Railroad, Chicago, Ill.;
*H. H. Crowell, Michigan Railway, Grand Rapids, Mich.;
F. W. Coen, Lake Shore Electric Railway, Sandusky, Ohio.

IV—Wisconsin, Minnesota, South Dakota, Iowa, Nebraska,
Kansas and Missouri.

P. J. Kealy, Kansas City (Mo.) Railways; William
Chamberlain, Brown, Chamberlain & Hanselik, Cedar
Rapids, Iowa; *James D. Mortimer, North American Com-
pany, New York City.

V—Utah, Colorado, Idaho, Wyoming, Montana, Washing-
ton and Oregon.

F. T. Griffith, Portland Railway, Light & Power Com-
pany, Portland, Ore.; *M. H. Aylesworth, Utah Power &
Light Company, Salt Lake City, Utah; G. W. Talbot, Paci-
fic Power & Light Company, Portland, Ore.

VI—California and Nevada.

#J. A. Britton, Pacific Gas & Electric Company, San
Francisco, Cal.; Paul Shoup, Pacific Electric Railway, Los
Angeles, Cal.

VII—Virginia.

*George J. Seay, Government Federal Reserve Bank,
Fifth District, Richmond, Va.; B. B. Ferguson, Portsmouth
(Va.) Gas Company; J. W. Hancock, Lynchburg Traction
& Light Company, Lynchburg, Va.; T. S. Wheelwright,
Virginia Railway & Power Company, Richmond, Va.

VIII—Georgia.

R. C. Congdon, Atlanta (Ga.) Gas Light Company; John
S. Bleecker, Columbus (Ga.) Electric Company; *P. S. Ark-
wright, Georgia Railway & Power Company, Atlanta, Ga.

*Asked to assume responsibility of organizing committee.

CHAIRMEN OF OTHER STATE COMMITTEES

Alabama—J. S. Pevear, Birmingham Railway, Light &
Power Company.

Arizona—R. G. Arthur, Douglas Traction & Light Com-
pany.

Arkansas—C. J. Griffith, Little Rock Railway & Light
Company.

Delaware—T. W. Wilson, Wilmington & Philadelphia
Traction Company.

Florida—C. 1. Day, Southern Utilities Company, Jack-
sonville.

Hawaii—L. T. Peck, Honolulu Rapid Transit Company.

Kentucky—Donald McDonald, Louisville Gas & Electric
Company.

Louisiana—D. D. Curran, New Orleans Railway & Light
Company.

Mussissippi—H. E. Brandli, Meridian Light & Railway
Company.

Connecticut Six-Cent Fare
Is Reasonable

Commission Denies Preferential Fare to City of
Hartford — Says Modified Zone System
Would Require Careful Investigation

6-CENT fare is not excessive or unreasonable for

the Connecticut Company, New Haven, Conn. Such
is the finding of the Public Utilities Commission,
handed down on March 23. The plea of the city of
Hartford for the restoration of the old 5-cent fare has
thus been denied.

On Oct. 1, 1917, after an announcement made ten
days before, the Connecticut Company increased its unit
fare from 5 to 6 cents on all sections of its 503-mile
system. This action was taken under the commission
law, which permits utilities to modify company-made
rates subject to commission review upon complaint. The
city of Hartford petitioned for relief from the new
rates, and its allegations formed the sole basis for the
case now decided.

NoT NECESSARY TO FiX RATE OF RETURN

In its analysis of the situation the commission states
that the question of the valuation of the company’s
property as a whole loses its importance because the
present rates are not producing sufficient revenue to pay
any dividends. Moreover, the question of a proper rate
of return is not material or necessary for the commis-
sion to determine in this case, as the minimum rate of
return, without being confiscatory, on a most conserva-
tive valuation of property as a whole, would be con-
siderably more than the present fare will produce.

The city of Hartford conceded that the company as a
whole should receive more revenue than that obtained
under the old rates, but it asserted that its lines and
those extending from it should be treated independently.
The commission states, however, that during the ex-
haustive hearings no facts were shown which would war-
rant a finding that any particular division or municipal-
ity, or combination of divisions or municipalities less
than that involving the whole system, should bear ail the
burden of producing the necessary increased revenue, or
that any particular division or municipality should be
relieved from bearing its share of such a burden.

In discussing further the unity of the company’s sys-
tem in rate-making, the commission says:

“If the lines in the city of Hartford were to be segre-

New Mewxico—W. S. Townsend, Las Vegas Transit Com-
pany.
North Carolina—R. L. Lindsey, Durham Traction Com-

pany.
North Dakota—R. B. Griffith, Grand Forks Street Rail-

way.

Oklahoma—J. W. Shartel, Oklahoma Railway. ]

Philippine Islands—C. N. Duffy, Manila Electric Rail-
road & Light Corporation.

Porto Rico—0O. M. Sewall, Porto Rico Railway Light &
Power Company, San Juan. .

South Carolina—William Elliott, Columbia Railway, Gas
& Electric Company. . .

Tennessee—T. H. Tutwiler, Memphis Street Railway.

Texas—L. C. Bradley, Stone & Webster Management
Corporation, Houston. . .

Washington, D. C.—Howard Reeside, Washington Gas
Light Company.

West Virginia—J. O. Watson, Monongahela Valley Trac-
tion Company, Fairmont.
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gated and an accurate account of each could be obtained,
it would undoubtedly show that certain lines could be
operated even on a 5-cent basis at a substantial margin
of profit, while others would be operated at a loss. If all
the lines in Hartford were to be segregated from radi-
ating and contributing lines, it might show that the
Hartford city lines with the traffic from radiating and
contributing lines could be operated at a profit on a 5-
cent unit of fare. But the present volume of traffic on
the city lines, as well as the general business of the city,
is more or less dependent upon the traffic brought in over
the suburban and contributing lines, and any segrega-
tion of parts or radical differentiation in rates would
detrimentally affect the social and economic structure
upon which all the co-related communities were devel-
oped.

“It is unquestionably true that in the electric railway
development of Connecticut, certain remote and isolated
lines and extensions were built which are not and never
have been self-supporting, but which are connected with
and form a part of the company’s present system. If
these lincs were to be segregated and made entirely de-
pendent upon their own produced revenue, the rates for
the limited service thereon would have to be so high as
to be prohibitive, and abandonment would necessarily
follow. Electric railways have been important factors
in the commercial and industrial development of Connec-
ticut, and the abandonment of some of the remote and
unprofitable lines would be a very serious loss to the
territory thus served, and a step backward in the gener-
al development of the State.

“Hartford and its suburban adjoining and contribut-
ing sections are not dissimilar in electric railway con-
ditions from other populous centers in the company’s
territory and their respective suburban adjoining con-
tributing sections, excepting that Hartford, under an
ancient agreement, has the benefit of 2 per cent of the
gross receipts of fares received within the city limits.”

MODIFIED ZONE SYSTEM WOULD REQUIRE STUDY

The present fare system of the company is based upon
a 6-cent unit fare for sections of varying length, longer
rides being allowed in the more densely populated lo-
calities. The city of Hartford attacked this system as
inequitable and urged that if the elimination of the
present system in the populous centers, as Hartford,
is impracticable, the city zone should be contracted with
outer limits of equal radius from the recognized center,
the charge therein to be the 5-cent unit of fare, and that
traffic outside of such zone should be carried either on
the present zone system, rearranged, or on a mileage
basis.

In regard to this proposal the commission says:

“No traffic figures were produced from which it could
be determined how much increased revenue, if any, such
a plan would produce. Its general adoption, however,
would eliminate the populous centers and relieve the
larger number of electric railway passengers from shar-
ing the burden of producing the necessary increased
revenue, which would then have to fall upon the com-
paratively few.

“However defective the present long-established sys-
tem may be, any radical change therefrom should not be
adopted without careful studv and analysis of traffic and
other railway conditions on the particular lines and sys-
tem to be affected. This is a practical though somewhat

complex economic problem which the transportation com-
pany itself, with its experts and intimate knowledge of
operating conditions, should primarily solve.

“If the solution is to be made by the commission or
any mandatory order issued by it, changing the present
system to a mileage system, a combination of mileage
and zone system, ‘service-at-cost’ system or any other
system, it could only be done after a careful investiga-
tion such as has not been made and could not have been
made upon the facts presented in this case. We must,
therefore, at this time determine the reasonableness of
the rates complained of as levied and collected on the
system used by the company.”

PAVING OBLIGATION Is HEAVY

The commission remarks that with an estimated in-
crease of 10 per cent or $904,682 in passenger revenue
the company has not reached a solution of its troubles.
It adds that the company’s statutory obligation to main-
tain streets and highways is very heavy.

In regard to war burdens, the commission feels that
these should be equitably distributed. In its epinion, the
added burdens should be borne in part at least by the
stockholders as a patriotic duty, as well as by the pa-
trons. That which in normal times would be a fair re-
turn in the way of dividends for capital invested, might
in war times cause an unequal distribution of the bur-
dens in favor of the stockholders. On the other hand,
rates of fare which in normal times would be reason-
able, might in war times be unreasonably low, thereby
causing an inequitable distribution of the burdens in
favor of the patrons. The commission concludes, there-
fore, that any rate established under war time conditions
and influenced by such conditions should be the subject
of review as soon as such conditions cease to exist.

Digest of B. of S. Electrolysis Bulletin

AMUEL S. WYER, consulting engineer, Columbus,

Ohio, has prepared a digest of the publications of
the United States Bureau of Standards on electrolysis
of underground structures caused by stray electric cur-
rent. The digest is divided into nine parts with the
following titles: (1) Cause and Economic Importance
of Electrolysis Troubles. (2) Electrolysis Surveys.
(8) Corrosion Principles. (4) Relation of Soil Char-
acteristics to Electrolysis. (5) Electrolysis of Con-
crete. (6) Current Leakage. (7) Mitigation Applic-
able to Pipes. (8) Mitigation Applicable to Railway
Negative Return. (9) Electrolysis Regulation. The
digest is well indexed and forms a pamphlet of nearly
100 pages. Copies can be obtained from the Bureau
of Standards, Washington, D. C.

Bituminous Coal Mines Doing Better

The latest weekly report of the United States Geo-
logical Survey shows that the present rate of output
of bituminous coal is considerably above the rate at
this time last year. While there was a decline of
579,000 tons during the week ended March 16, the rate
of production per working day during that week was
1,781,000 tons, the first time in five weeks during which
the production per working day fell below 1,800,000
tons. The average during March, 1917, was 1,729,000
tons.



622

ELECTRIC RAILWAY JOURNAL

Vol. 51, No. 13

Public Service Needs $3,500,000

President McCarter Explains Company’s Revenue Requirements at Rate Hearing
in Trenton —Must Spend $6,600,000 for Government Construction

servation of utility operation, Thomas N. McCar-

ter, president Public Service Railway, Newark,
N. J., told the Board of Public Utility Commissioners
of New Jersey on March 27 how his company is con-
fronted with an emergency demanding nearly $3,500,000
of increased revenue. His statements were made at a
hearing in Trenton on the company’s application for a
T-cent fare, a 2-cent charge for transfers and a l-cent
charge for a transfer upon a transfer.

After explaining the utility situation as seen by
Comptroller of the Currency Williams, Secretary of
the Treasury McAdoo and President Wilson, Mr.
McCarter said that his company’s application is not
based upon a valuation of the property but is for
emergency relief. All the company desires is to be
put back upon the 1916 basis. In January and Febru-
ary, 1918, the company ran $82,500 behind last year
in operating revenue, but $50,000 of this was made
up in March. TUpon the basis of an estimated in-
crease of about 2% per cent in operating revenues for
1918, however; of estimated expenses based on present
actualities; of 1916 depreciation expenses on a 1918
cost basis, and of an 8 per cent return on new capital
since 1916, the company calculates a deficit of $2,601,698
which must be overcome to reach the 1916 figure.

To the above-stated deficit Mr. McCarter added
$635,714 for additional wage increases which the com-
pany feels are necessary and which it will make if
the desired fare relief is substantially granted. A
further sum needed is $257,061 for franchise and in-
come taxes, making the total $3,494,473.

3 SSERTING that national needs require the pre-

RAISING THE REQUIRED REVENUES

Mr. McCarter expressed the opinion that a 6-cent
fare would produce a 10 per cent increase in revenue,
or $1,850,000, and a 7-cent fare a 15 per cent increase,
or $2,800,000. A 2-cent transfer charge was estimated
to yield $850,000, making a total of $3,650,000. The
revenue from the 1-cent extra transfer charge, included
above, was put at only $20,000 or $30,000.

In the company’s view, the only two fares capable
of producing the desired revenue are the 7-cent fare
with the stated transfer charges, or a 6-cent fare with
a suspension of the transfer privilege. Either would
be agreeable, but the company believes the first more
equitable. '

Mr. McCarter said that ultimately a passenger should
pay for the distance traveled. With the enormous
travel on American railways, however, with the diffi-
culty of collecting the fares and with the interweaving
of municipalities in New Jersey, the installation of a
zone system would be a protracted job, impractical in
the present emergency. An inquiry in regard to ulti-
mate relief along this line, however, would be wel-
comed. Mr. McCarter added that after temporary re-
lief is granted the company will have no objection to a

thorough investigation of its revenue needs on a
regular rate-making basis.

Mr. McCarter then proceeded to tell how the urgent
requests of the government for help will involve a
total railway expenditure of $6,643,043 for construc-
tion and equipment at present abnormal costs. Includ-
ing twenty-five new cars just received, 300 new cars
are desired for 1918, 125 of these being to meet the

wishes of the government.
CAPITAL EXPENDITURE FOR SAKE OF GOVERNMENT

The Shipping Board, Mr. McCarter stated, must have
transportation to Port Newark Terminal. The govern-
ment recently has entered into a contract with
the company to advance more than $800,000 to build
a 23-mile extension, on which an extra fare will be
charged. The board has agreed to spread the peak so
that the cars will carry 50 per cent of the traffic. On
the money advanced the company is to pay 5 per cent
during the war, and at the end of this the government
will assume 50 per cent of the improvement cost as
cost due to the war and the company will pay to the
government the remaining 50 per cent, less deprecia-
tion, in five annual installments.

The Shipping Board also wants the company to
operate additional cars to industries between the
Hackensack and Passaic rivers, the companies or the
board to build switch and loop tracks for easy en-
trance. More service is desired on the property of the
New York Shipbuilding Company and to the shipyards
of Gloucester in the Southern Division, and more power
facilities in the Essex Division and the Southern
Division.

Mr. McCarter said that for the government A. L.
Drum had been making an examination of the railway
needs and F. W. Darlington of the power needs. As
to whether the government would contract for more
than the first unit, as mentioned above, Mr. McCarter
thought that the company would get further govern-
ment aid only in case the government is satisfied that
the railway is a solvent going concern. For the carry-
ing out of government plans it is absolutely essential
that the whole system be up-to-date and efficient.

CITIES QUESTION JURISDICTION

Jerome T. Congleton, city counsel of Newark, ques-
tioned the power of the commission to pass upon the
application, in view of local ordinances providing for
a 5-cent fare and transfers. The chairman of the
commission said that the question of law had just been
passed upon by the Supreme Court, but Mr. Congleton
replied that the issue might be carried to the Court
of Errors and Appeals.

The case referred to above, which was decided by the
New Jersey Supreme Court in February, was that of
the Northampton, Easton & Washington Traction Com-
pany wvs. the Board of Public Utility Commissioners.
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The company had asked the consent of the board to in-
crease its zone rate from 5 to 6 cents. According to
the court’s findings it was shown to the satisfaction of
the board that the railway was being run at a loss
each year even without making the necessary allow-
ance for depreciation.

In such a situation the company could not perform
its public duty to furnish safe, adequate and proper
service and maintain its property in such condition as
to enable it to do so. The commission thought that
this duty was of inferior obligation to what it con-
ceived was an irrepealable contract in favor of inferior
branches of the State government—the municipalities
through which the railway runs. The court, however,
stated that it was unable to take this view, for reasons
stated in an opinion filed the same day in the Collings-
wood case. The Northampton case, therefore, was re-
mitted to the Board of Public Utility Commissioners
for further proceedings, and it might be remarked that
the desired fare increase has now been granted, as
stated in the ELECTRIC RAILWAY JOURNAL of March 11.

FRANCHISE RATE MUsT Bow TO STATE WILL

It appears that in the Collingswood case (Collings-
wood Sewerage Company vs.” Borough of Collingswood),
by a consent given by the municipality to the company
under the act of 1898, maximum and minimum rates
were fixed. Subsequently the sewerage company peti-
tioned the New Jersey commission for increased rates,
but the board refused permission on the ground of a
lack of power.

The Supreme Court on review held that an ordinance
granting consent and fixing maximum and minimum
rates is a grant upon condition rather than a contract,
and that the Legislature may clothe a commission with
power to fix higher rates upon petition. The fixing
of franchise limits between which the actual price of
the service might be established by agreement or other-
wise is rather in the nature of a legislative act to pre-
vent extravagance than of a contract. The court con-
sidered the question of jurisdiction settled in favor of
the board by at least three prior decisions: Public
Service Railway ws. Public Utility Board, 85 N. J. Law
123; North Wildwood vs. Public Utility Commissioners,
88 N. J. Law 81; Atlantic Coast Electric Railway ws.
Public Utility Board, 89 N. J. Law 407.

The court did not praise the Board of Public Utility
Commissioners for turning over to the Borough of
Collingswood a duty which the statute imposed on the
board. According to the court’s decision the board in
effect, and by inference found that the present service
was not adequate, that extensions were reasonable and
practicable, that the financial condition of the company
could be made to justify the expenditures, and that new
capital could be obtained for the purpose if the munici-
pality would consent to a modification of rates. If this
view was correct, the court said, the board should have
ordered the necessary modification of rates and not
shifted the responsibility to the municipality.

The Public Utilities Commission of Illinois has is-
sued an order directing the Chicago, Ottawa & Peoria
Railway to observe its agreement with LaSalle, Ill.,
relative to carrying county officers free of charge to
and from county institutions until further notice.

Fuel Administration Announces Zone
System for Coal Distribution

New Method of Distribution Will Increase Rate of Flow
Equivalent to 5 Per Cent Increase
in Production

HE United States Fuel Administration in co-oper-
ation with the Director-General of Railroads has
announced a zone system to govern the distribution of
bituminous coal during the coal year beginning April
1, 1918. Heretofore coal has been distributed practi-
cally without regard to the distance between the mine
and the consumer. Under the zone system it will be
distributed to consuming territory under restrictions
designed to avoid transportation waste, but with con-
sistent maintenance of the greatest possible production
and a proper supply to all coal users. Every effort
will be made to preserve long-established trade relations.
In addition to the saving in transportation the sys-
tem will provide for the possible retention of something
like 5,000,000 tons of coal for Eastern states which
heretofore has gone west by rail. As an indication of
the saving to be effected by this system it will eliminate
the moving of more than 2,000,000 tons of Pocahontas
coal to Chicago and other Western points over a haul
of about 660 miles. Chicago can obtain this tonnage
of coal, and under this system must obtain it,. from
southern Illinois mineg with an average haul of 312
miles. Allowing for the difference in quality in the
two coals there will thus be saved 11,400,000 car-miles,
estimated to be equivalent to 285,000 car-days. This
will permit fourteen additional round trips of twenty
days each from West Virginia mines to zone desti-
nations, permitting an additional production of at least
700,000 tons of Pocahontas coal. Similar savings will
occur in other sections of the country.

The production of bituminous coal, the movement of
which only is regulated by the zone system, is about
300,000,000 tons or 60 per cent of the total produc-
tion. Based on this production there will be saved
on round trips from and to mines almost 160,000,000
car-miles. This will permit the same cars to make
almost 300,000 additional trips from the mines, equiva-
lent to an increase of 5 per cent in production. The
increases in total production in 1917 over 1916 re-
sulting from all efforts was about 8 per cent.

The zone system affects all bituminous coal except
(1) That used for railroad fuel, (2) that moved on
inland waterways which is in no way restricted by the
system, and (3) that delivered to Canada, which is
subject to regulation of the fuel administrator.

The early buying of next winter’s supply of coal by
consumers throughout the country is considered im-
perative by both the Fuel Administrator and the
Director-General of Railroads. Ample production ca-
pacity has been assigned to each of the consuming
zones, but these producing fields must be kept work-
ing as nearly as possible at the maximum capacity.

The method of enforcement of the zone system is
that the Fuel Administration prohibits distribution be-
yond the limits of the zone and the railroad adminis-
tration supplements these prohibitions by railroad em-
bargoes. The Fuel Administration will issue permits
for the shipment of coal for special purposes to points
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outside the zone in which the particular coal desired
originates. Applications for permits are to be ad-
dressed to the United States Fuel Administration, Coal
Zone License Bureau, New Interior Building, Wash-
ington, D. C.

Rates the Feature of Meeting

Large Part of First Session of Wisconsin Meeting Given
Up to This Topic—Fuel and Taxes
Also Discussed

ADDRESSES dealing with problems affecting public
utility rates were the feature of the tenth annual
convention of the Wisconsin Electrical Association at
Milwaukee, March 27-28. Other topics including fuel
and technical problems were discussed, but the sessions
at which three able speakers presented different angles
of the present rate situation were easily the banner
sessions. President B. F. Lyons of Beloit sounded the
keynote of the meeting in his address pointing out the
needs of the utilities of Wisconsin for increased rates
and commenting briefly on the national measures of
conservation including the shutting down of isolated
plants, the interconnection of generating stations and
the passage of the daylight savings bill.

The first of the addresses was one by Edwin S. Mack
of Miller, Mack & Fairchild, Milwaukee. He dealt with
two important phases of public utility depreciation.
The first of these was the method treating deprecia-
tion reserve in Wisconsin. He contended that while the
Wisconsin commission has included depreciation reserve
in value, it has not followed out to the logical result that
where the depreciated value basis is used, the return
on the fund should go to the investor and not to the
fund. He expressed the hope that the commission would
come to the value-new theory as the one logical and
continuous base. So long, however, as the present basis
is adhered to it should be kept in mind that depreciation
must be on the straight line basis. The other phase of
depreciation discussed dealt with the elements of depre-
ciation reserve. The speaker urged that in all valuation
cases in determining the rate for setting aside depre-
ciation reserve the commission should grant the allow-
ances not only for the factors indicated in the life
tables, which include only age and wear, but also for
such other important unforeseeable and dangerous
factors as obsolescence, inadequacy and public require-
ment.

William J. Hagenah, basing his address on curves
showing the range of commodity prices over a period
dating back to 1817, predicted that few if any public
utility managers in the room would live to see prices
return to their pre-war level. For this reason he urged
the closest co-operation between the utilities and the
commissions so that the utilities may be adjusted to
the changed conditions under which they are operating
and will be obliged to operate for many years.

The third speaker on rates was Harold L. Geisse,
secretary of the Railroad Commission of Wisconsin.
His paper was devoted to showing public utility men

how to prepare and to present rate cases to expedite

their passage through the hands of the commission. He
made two pertinent suggestions. The first was
that the company seeking increased rates advise the

local city attorney or other authority likely to contest .
the plea of its plans in advance so that this individual
could not claim surprise and ask for a delay to prepare
for the case. The other suggestion was that at times
the use of logarithmic charts for presenting compara-
tive data be adopted for the sake of clarity.

Speaking on the fuel situation W. N. Fitzgerald,
Wisconsin State Fuel Administrator, declared that the
coming winter would bring a national demand for in-
creased production amounting to 100,000,000 tons. It
will be possible to increase production only 50,000,000
tons. The rest will have to be saved by conservation
measures. He urged public utilities to help in this.
work. The committee on taxation, C. S. SeCheverell,
Superior, chairman, repeated its assertions of former
years that public utilities are discriminated against in
the matter of taxes.

Other papers which were to be delivered at the second
session were “The Utilities and the War,” by M. C.
Ewing, Wausau; “Metal Electrode Welding,” by Dean
Treat, La Crosse; “Increasing the Efficiency of Hydro-
electric Plants,” by Daniel W. Mead, Madison, and
“Three-Phase Four-Wire Distribution,” by George E.
Wagner, Madison.

AMERICAN ASSOCIATION NEWS

War Board Issues Bulletin on
Government Control

S NO. 13 in its series of bulletins the Electric

Railway War Board has sent out a reminder of
the duty of the electric railway companies to return to
the Commissioner of Internal Revenue a statement of
employees’ incomes where such exceed $800 per annum.
Some extracts are also given from the federal control
bill 83752, which was signed by the President on March:
21, indicating certain phrases which refer to electric
railways.

N §

Rousing Public Service Meeting at
Jersey City

HE meeting of the Public Service section held in

the Montgomery Street carhouse, Jersey City, on
March 21 was one of the most enthusiastic ever held
by the section, 400 employes being in attendance. The
meeting was a smoker with quite an elaborate luncheon
and a general “get together.” Informal addresses were:
delivered by N. W. Bolen, general superintendent; R. E..
Danforth, general manager, and R. E. Perrin, claim
agent.

Mr. Bolen summarized the growth of the electric rail-
way business from the early days, and then took up
the question of how best to handle the greatly increased
business which the war has brought to the State of
New Jersey. He analyzed this growth by referring to.
the increase in a number of industries stretching all
the way from Camden to Edgewater. Mr. Danforth
told of the greatly increased cost in operation, due to
labor and materials price advances, and strongly em-
phasized the need for additional revenue. He urged
the men to do their bit by conserving power and thus
saving fuel. Mr. Perrin directed the thought of the
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meeting along the lines of safe and efficient operation,
in order that the expenditures for claims settlements
may be minimized.

As would be expected at a smoker entertainment
features of the meeting were prominent. There was
music from the Hudson division band and from the
West Hoboken carhouse quartet. Two Greenville con-
ductors gave an exhibition four-round boxing bout and
« the whole company sang patriotic and other songs.

'

“Electropnevmatic Interlocking” Has the
Floor at Chicago

MEETING of the Chicago Elevated Railroads

company section was held on March 19, the princi-
pal speaker being J. W. Stephenson, signal engineer of
the company. He presented a paper on ‘“Electropneu-
matic Interlocking,” with the aid of lantern slides, the
idea being to show the members the relation of this
feature of operation to their several departments.

M. J. Feron spoke briefly of the gratifying results
which had been obtained through the installation of
coasting clocks, and took the occasion to express his ap-
preciation of the spirit of co-operation which exists
between the men of the transportation and traffic de-
partments, without which this excellent showing could
not have been made. H. A. Johnson followed with re-
marks along the same line, and answered questions
which had been asked by a motorman with regard to
coasting.

Interspersed with the technical discussion were songs,
recitations and ukulele solos. Following a custom
which seems to be general among the sections the pro-
gram opened and closed with patriotic songs. Vice-
President R. N. Griffin presided at the meeting, which
was attended by seventy-five members and guests.

Rhode Island Company Employees Appoint
Section Organization Committee

S ANNOUNCED in the issue of the ELECTRIC

RAILWAY JOURNAL for March 23, employees of the
Rhode Island Company, Providence, R. I., plan to form
a company section of the American Association on April
9. In response to an inquiry as to the steps which led
to the present plan, A. E. Potter, president Rhode Island
Company, stated substantially as follows:

“In order to explain the difficulties confronting the
company and the efforts which were being made to
secure relief through an increase iun fares, ete., the
management arranged a meeting on Nov. 30, 1917, to
which the heads of departments, foremen and clerical
forces were invited. This meeting proved so popular
that other meetings were held on Jan. 29 and March 5.
At the last meeting the suggestion was made that a
company section be formed, and this met with immediate
approval. It was unanimously voted to appoint a com-
mittee to arrange for the organization of a section.

“The committee appointed consisted of R. R. Ander-
son, superintendent of transportation; E. J. Cooney,
executive assistant; A. B. Gardiner, superintendent of
frack; A. E. Paddock, general freight agent; C. E.
Redfern, claim agent; H. W. Sanborn, chief engineer;
H. B. Shaftoe, assistant to the comptroller; B. T.
Whitcomb, chief electrician of power distribution, and

The Use of Slack Adjusters as a

War-Time Economy

Philadelphia Rapid Transit Company Is Installing
More than 4000 Adjusters After Investiga-

tion Covering Several Years

ORE than five years ago, in February, 1913, the

Philadelphia Rapid-Transit Company installed on
a car equipped with Brill 39-E trucks its first equip-
ment of Anderson slack adjusters. This equipment was
put on for the purpose of giving the device a thorough
test, and its operation has since been under the sur-
veillance of the head of the bureau of tests, which is a
part of the rolling stock department-of the railway com-

SLACK ADJUSTER IN POSITION ON TRUCK
Picture selected to show general principle of P. R T. adjuster

but not detail of brake-beam clamp, for which see drawing.

pany. Whenever there was any adjustment needed and
at stated times the engineer of tests examined the ad-
justers. They have operated so satisfactorily, however,
that practically no attention from him was required.
About a year ago an outfit was placed on a car equipped
with Brill 27-G trucks, also with satisfactory results.

As a result of the tests the company, some months
ago, decided to install the adjusters on 2149 cars, and
they are being put on now as fast as received.

In deciding to install slack adjusters on such a large
scale the officials of the company were convinced that
their use would very greatly cut down the labor of in-
spection and adjustment of brake rigging. Experience
had shown that with them no adjustment is necessary
during the entire lifetime of a brakeshoe, six weeks or
more on the P. R. T. system, on the average. Without
them the “brakemen” must go over the brake rigging

W. D. Wright, supervisor of equipment. This com-
mittee met with E. B. Burritt, Martin Schreiber and
H. C. Clark, representing the American Association on
March 19. At this time it was decided to hold a meeting
for the purpose of organization on April 9. The general
committee has selected two sub-committees, one to sub-
mit by-laws and the other to submit nominations for
officers at the April 9 meeting.”
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every day or every two days taking up slack. With
slack adjusters, when the proper brake setting is once
made, the inspector has ample time to attend to other
elements of the equipment and the inspection as a whole
is much more thoroughly done than would otherwise be
the case.

The adjustment of the brake rigging is not only a
tedious and time-consuming process, but even a care-
ful pitman is apt to overdo it in the matter of taking
up slack and to leave the rigging too tight. The result
is that a car leaves the carhouse with brakeshoes in
contact with the wheels. That cars do leave the car-
house with brakes set too tight<is indicated by the slug-
gishness with which some of them operate for a time
after inspection. They slow down far too rapidly when
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The adjuster connects the lower end of the live lever
with the brake beam by means of a screw, the rotation
of which increases the distance between the brake beam
and the end of the live lever and thus makes up for
brake wear.

The screw is rotated by means of a clutch at one end,
operated through a bell-crank by the upper live-lever
fulcrum pin. At the right in the drawing are shown
the special live lever fulcrum pins which are necessary
to support and operate the bell crank and also to sup-
port the clutch end of the screw. The upper fulecrum
pin plays between two jaws, one of which is adjustable,
the clearance being just sufficient to permit normal
operation of the brake rigging when properly adjusted.
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GENERAL ASSEMBLY DRAWING OF AUTOMATIC SLACK ADJUSTER FOR USE ON DOUBLE-TRUCK CAR

power is shut off. The result of tight setting is to cause
an excessive rate of consumption of brakeshoe metal
and of electrical energy, besides producing a tendency
to decreased schedule speed.

Obviously the slack adjusters will cause a reduction
in brakeshoe wear, accompanied by less wheel wear and
less armature maintenance cost. The last-named item
is one considered as very important by the P. R. T.
engineers.

Aside from the direct savings mentioned above as
due to the use of slack adjusters, a great operating
advantage is secured in the smaller number of car
“pull-ing,” particularly those due to failure of the
brakes to hold. A common complaint from motormen
has been: “The brakes on this car are not holding
well.” They turn the cars in for brake adjustment,
and thus car-hours are lost while the cars are awaiting
their turn for inspection, and man-hours (or man-
minutes) are lost while the adjustments are being
made. There is also a psychological operating advan-
tage in always having the brakes in “A-1" condition, in
that the motormen will operate their cars with greater
confidence and will thus have an easier time in keeping
up the schedule speed.

From the standpoint of the brake rigging itself there
is a great advantage in having a uniform piston travel,
and the tests have shown that with the adjuster the va-
riation is very small. On the P. R. T. property it va-
ries between 514 and 5 in.

A description of the Anderson slack adjuster as ap-
plied to single-truck cars (Brill 21-E, Taylor and St.
Louis trucks) appeared in the issue of the ELECTRIC
RAILWAY JOURNAL for Sept. 30, 1916, page 690. The
accompanying line drawing shows the device as adapted
to the Brill 39-E truck, the construction shown being
that used on the P. R. T. system for trucks of this type.

slack the clutch is rotated by the bell-crank in a clock-
wise direction, the outer shell slipping upon the cone.
The clutch slips because the main screw, being under
compression, is practically locked against rotation.
When the brakes are released the bell crank rotates the
cluteh in a eounter-clockwise direction, taking the screw
along with it and compensating for wear.

The illustration shows all of the parts mentioned and
in addition the clutch spring for maintaining the proper
pressure between the cone and shell of the clutch, with
the nut for adjusting it; the thrust nut and clamp for
connecting the screw to the brake beam, etc.

Graphical Presentation of Accident Data

N ORDER forcibly to present data on accidents oc-

curring in its plants the United States Steel Corpora-
tion has classified more than 150,000 of these and pre-
sented the results in graphical form for consideration
by its employees. While the particular classification
would not be applicable to electric railways, the method
of presentation would he effective in this field. First,
all accidents are segregated in groups and the numbers
reduced to percentages. The entire list is represented
by a large circle divided into sectors, in the familiar
fashion, the whole representing 100 per cent. The
groups in this case are hand labor, machinery, mines,
roalroads, burns, eyes, falls and all other causes. Sur-
rounding the large circle are seven smaller one each
representing one of these groups and each appropriately
subdivided.

A boiler-inspection bureau for the State of New Jer-
sey was provided by the legislature at its recent session
by passage of Senate Bill No. 209. The act goes into
effect immediately.
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Vote to Develop Water Power

Nation’s Business Men Call on Con-
gress to Provide for Utilizing the
Country’s Water Power

By sweeping majorities of 500,000
business executives who comprise the
membership of the United States Cham-
ber of Commerce adopted resolutions
on March 27 calling on Congress to
make provision for harnessing the mil-
lions in water horsepower that now are
idle. The vote was taken through the
more than 1000 commercial organiza-
tions throughout the country which
compose the National Chamber.

The balloting was based on a series
of recommendations contained in the
report of the committee on water power
development of the United States
Chamber of Commerce. These recom-
mendations were presented in the fol-
lowing order:

1. That federal legislation encourag-
ing the development of water powers
should at once be enacted; adopted by
the almost unanimous vote of 1324 to 6.

2. That authority to grant permits
should be vested in an administrative
department; carried by a vote of 1253
to 17.

3. That the permit period should be
at least fifty years, any shorter period
being at the applicant’s option; in
favor 1216, opposed 42.

4. That tolls should attach only to
use of public lands or benefits de-
rived from head-water improvements;
adopted by a vote of 11911 to 40%%.

5. That permittees should be entitled
to acquire the right to use public lands
forming only a small and incidental
part of the development; carried by a
vote of 1210 to 25.

6. That recapture should be exer-
cised only upon payment of fair and
just compensation; in favor 1234, op-
posed 25.

7. That if recapture is not exercised,
the investment of the permittee should
be adequately protected; adopted by a
vote of 1226 to 26,

8. That rates and service should be
regulated by state commissions where
the service is intrastate, with federal
regulation only where several states
are directly concerned and do not agree,
or there is no state commission; car-
ried by a vote of 1177 to 57.

9. That if any jurisdiction to regu-
late the issuance of securities is exer-
cised it should be solely by the state;
in favor 1114, opposed 117.

10. That no preference should be
granted as between applicants amount-
ing to a subsidy from the government
creating unequal competition; adopted
by a vote of 1191 to 38.

The committee which drew up the re-

port and presented the resolutions was
composed as follows:

L. S. Gillette, chairman, Minneapolis;
Harry A. Black, Galveston; Rome G.
Brown, Minneapolis; IHenry S. Drinker,
Bethlehem, Pa.; Frank P. Glass, Bir-
mingham; E. K. Hall, New York; Hor-
ace C. Henry, Seattle; Henry L. Mec-
Cune, Kansas City; Samuel V. Stewart,
Virginia City, Mont.; George F. Swain,
Boston, and C. F. Weed, Boston.

While the committee’s report is in it-
self favorable to positive legislation to
enlarge water-power development, every
ballot sent out was accompanied by an
argument in the negative which clearly
and positively set forth objections to
the recommendations so that those vot-
ing had at hand data on which to base
their judgment for or against.

Peter Witt on_Co-operation

I'ormer Commissioner of Cleveland
Tells How City and Company
Benefited Under Tayler
Grant

Peter Witt, former street railway
commissioner of Cleveland, Ohio, was a
witness recently before the Massachu-
setts legislative committee on street
railways. He urged the service-at-cost
plan of operation for the roads there.
During the hearing he reviewed the
railway situation in Cleveland. Mr.
Witt is reported to have said:

“Neither Tom Johnson and his fol-
lowers nor the officials of the railway
in Cleveland thought very much of the
plan at the time it was adopted, but
at the end of eight years it has proved
a success from every viewpoint and
nobody in Cleveland would think of go-
ing back to the old order of things.

“Let me tell you how the plan was
started. Mr. Johnson and his follow-
ers wanted public ownership. This the
laws of the State denied. The railway
wanted private ownership. The voters
were opposed to this. The service-at-
cost plan was then devised, after pro-
longed negotiation. Its purpose was,
and is, not only to give the people the
sort of service that they want and need,
but also to protect the investors and as-
sure them a reasonable return on their
nioney.

“In Cleveland, experiences show that
cne of the first benefits to be gained
through the co-operative plan is in
getting the confidence of the riding
public, and to change people who have
been continual ‘knockers’ into sincere
‘poosters.’” Again, the plan makes it
easy to finance the properties. This,
in turn, enables the companies to make
improvements when and where they are
needed.”

Construction Disapproved

California Commission Carries Into
Effect Its Recently Announced
General War Policy

The Pacific Electric Railway, Los

Angeles, Cal., has been denied authority
by the California Railroad Commission
to build a line from Anaheim through
Tustin to the town of Irvine, a dis-
tance of apout 11 miles, and also a line
from Glendora to Lone Hill, about 4
miles. Witnesses for the company tes-
tified that arrangements had practically
been completed for laying the tracks.
The estimated total cost of both lines
i3 more than $440,000, of which more
than $127,000 has been spent for right-
cf-way, engineering work and ma-
terials.

In its decision refusing the applica-
tion the commission stated, in part:

“There is nothing to indicate that
either of these lines is more needed
row than before the war. The com-
pany states that these new lines are
planned primarily to increase net rev-
enue. The fact that the country is at
war, and is husbanding for war pur-
poses its resources in men, money and
materials is a factor too powerful to
be ignored. True, the Pacific Electric
Railway was not included among the
railroads taken by the government, but
the Southern Pacific, which controls the
Pacific Railway, was included and so
was the Santa Fe.”

Commissioner Alex Gordon, who
wrote the decision, did not agree with
President Paul Shoup of the Pacific
Electric Railway that it is the policy
of the government to turn business
from the steam to the electric lines if
the electric lines are first to be con-
structed. Commissioner Gordon said:

“There is another phase of the situa-
tion which should be mentioned. The
Seuthern Pacific and the Santa Fe are
competing with each other for business
over the entire southern part of the
State. Neither could make extensions
without the consent of the Director-
General of Railroads. However, the
Pacific Electric Railway, a subsidiary
company of the Southern Pacific,
which was not included in the govern-
ment’s orders, can make such exten-
sions as it desires, as far as the federal
gcevernnent is concerned. As the new
lines are so close to existing lines of
the Santa Fe, the bulk of the earnings
of both lines will come from freight
diverted from the Santa Fe. If the
railroads are eventually turned back to
their private owners the present situa-
tion seems to be unfair, although this
aspect of the matter is possibly one for
the federal government rather than for
this commission to consider.”
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Letters and Opinions Fly in New York

Lively Discussion by Mayor, Railroad Executive and Commis-
sioners Follows Fare Appeal

A four-cornered exchange of letters
and expressions of opinion in New York
City has resulted from the appeal of
the electric railways to the Legislature
for a 6-cent fare. The participants
have been Theodore P. Shonts, presi-
dent of the Interborough Rapid Tran-
sit Company; Mayor John F, Hylan and
Public Service Commissioners Hervey
and Whitney. The exchange of ameni-
ties was started by Mr. Shonts, who in
a letter to the Mayor, pointed out that
the purpose of the increase was to in-
sure the payment of the Interborough’s
preferential under the dual system con-
tracts and to insure sufficient earnings
to keep the New York Railways out
of bankruptey. In part, Mr. Shonts
wrote as follows:

“Using this increased rate as ap-
plicable to the Interborough’s earnings
of last year—which aggregated about
$40,000,000 on a 5-cent basis—and on
the theory that all persons who rode
on a 5-cent basis would ride on a 6-
cent basis, the Interborough earnings
would be $8,000,000 greater, and, of
course, this would have been all net.

“Therefore, assuming that the aver-
age preferential which the Interbor-
ough would receive out of this $8,000,-
000 was $2,000,000 a year, it would
leave $6,000,000 for other purposes.
On the theory that the city will have,
when the work is completed, $100,000,-
000 invested at 434 per cent in the
Interborough’s system, the next deduc-
tion from the $8,000,000 increase above
mentioned would be $4,500,000 to pay
the return on the city’s investment.
This on top of the $2,000,000 to pay the
Interborough’s preferential in full
would absorb $6,500,000 of the $8,000,-
000, leaving $1,500,000 out of which to
meet the increased labor demands
which, in the nature of things, will be
presented at the expiration of the pres-
ent contracts with the Interborough
employees—about Sept. 1 of this year.

“I further pointed out to you that
this $4,500,000 chargeable to the city
could only be provided for in one of
two ways; either by putting the bur-
den on the taxpayer in the one case,
or on the farepayer in the other.”

Mayor Hylan in his letter to Mr.
Shonts indicated that he would not aid
any attempt to increase fares on New
York transportation lines, but would
do all he could to have the lines taken
over and operated by the city. The
Mayor also made it plain that he
heartily disapproved of the dual sys-
tem contracts.

In a later letter to Mr. Shonts the
Mayor stated that it was his belief that
even though the 6-cent fare was not
put into operation the Interborough
will be forced under the rapid tran-
sit contract to put the dual system into
operation. In the letter the Mayor
flayed the Public Service Commission

for its delays in putting the Lexington
Avenue and Seventh Avenue subways
into operation, and intimated that its
reluctance might be due to the hope
that the delay might help in securing
the 6-cent fare.

Public Service Commissioner Charles
S. Hervey next issued a statement in
which he opposed legislation at Albany
for a 6-cent fare on the surface and
rapid transit lines of the city. Mr.
Hervey’s objections are based on his
belief that, so far as the surface lines
are concerned, the present public serv-
ice law is adequate to give promptly
any relief to the companies which is
justified by present conditions. With
respect to the subway and elevated
lines of the city, he pointed out that
there was no need for legislation be-
cause the Board of Estimate & Appor-
tionment, the Public Service Commis-
sion and the railroads acting jointly
could fix any rate of fare that was ade-
quate and proper, by a modification of
the existing dual contracts. Such a
modification did not require action by
the Legislature.

Costs BROOKLYN COMPANY 6% CENTS

FOR EACH PASSENGER

Travis H. Whitney, of the commis-
sion, indicated in a statement issued
on March 25, that despite the Mayor’s
opposition to 6-cent fares the com-
mission was sympathetically inclined
toward the plaint of the Brooklyn
Rapid Transit Company. Mr. Whit-
ney said that every 5-cent passenger
on the new subway lines costs that com-
pany about 63 cents. His statement
dealt with No. 4 of the dual subway
contracts between the city and the com-
pany. Mr. Whitney said that from
August, 1913, to January, 1918, the
city’s deficit had been $4,947,244 and
that of the Brooklyn Rapid Transit
Company $1,148,221. He explained
that the company was permitted under
the contract to dip into the pooled
earnings to pay its interest and sink-
ing fund. War conditions were re-
sponsible for the deficits. He com-
pared the situation to that in which
the railroads found themselves when
the government took over their opera-
tion. He said:

“The principle that when the public
requires large extensions of service, or
control of operation, the company is
entitled to a certain preferential and
that the public will pay the remaining
expenses out of taxes has been followed
in the case of trunk line railroads of
the United States. The President has
taken the railroads because of war con-
ditions and the companies are being
guaranteed a certain return. If the
revenues are insufficient the deficit is
to be cared for out of appropriations
by Congress of moneys arising out of
some form of taxation.

‘rector

“In order to keep such deficit, pay-
able by Congress, to a minimum, Di-
General of Railroads McAdoo
has indicated his intention to increase
rates, eliminate duplicate service, re-
duce passenger service and effect other
economies. The principles which the
commission and the city placed in the
dual contracts in 1918 are the princi-
ples now being followed in respect to
the national control of the railroads of
the country.”

Mayor Hylan sent another letter to
Mr. Shonts on March 26 in reply to
the letter, in which Mr. Shonts asked
the Mayor to define his position in re-
gard to the Interborough’s request to
be allowed to charge a 6-cent fare on
its lines. In his letter of March 26 the
Mayor called upon Mr. Shonts to fur-
nish him with data showing in detail
the expenses of his various companies
as well as the number of passengers
carried on all the lines during the last
five years. In regard to fares the
Mayor said:

“No further proposition need be
made to me. I will not become involved
in any plan that connected me in any
way with those who have been in sym-
pathy with this method of plundering
the city. I shall direct the commis-
sioner of accounts, the corporation
counsel, and every other public official
that I can command, to look into these
transactions and see if something
cannot be done to protect the city.”

Mr. Shonts has promised to have
the data prepared at the earliest pos-
sible moment.

Exciting Times
Session of New York Senate Enlivened

by Passage at Arms Over Munic-
ipal Ownership

The Senate of New York on March
26 passed by a vote of twenty-eight to
twenty the resolution of Senator Elon
R. Brown creating a committee of
seven Senators to investigate the ques-
tion of municipal ownership. Senator
Brown asserted that municipal owner-
ship was a step toward socialism, and
that now that the war is on the people
should devote their energies to sup-
porting the battle line of the allies in
France and not to upset established in-
stitutions, as the bolsheviki in Russia
are doing. On the other hand, Senator
Wagner, the Democratic leader who in-
troduced the bill, fostered by Mayor
Hylan of New York, charged that the
resolution was a parliamentary trick
and an effort to sandbag the whole
proposition,

Senator Slater charged that the
municipal ownership bill was nothing
but a political boom for William Ran-
dolph Hearst. He is reported to have
said:

“It is the jellyfish and toad bill, and
it was born in Palm Beach after a con-
ference attended by Hearst, Hylan
and Fingy Conners.”

After Senator Ottinger had also criti-
cised Mayor Hylan, Senator Foley, a
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Tammany member, objected to his
language on a question of personal
privilege.

A second resolution by Senator
Brown, appropriating $5,000 so that
the municipal ownership committee
could continue its investigations
through the summer and fall and re-
port to the next Legislature was de-
feated, getting only twenty-five votes.
The result is that the committee will
have to consider all municipal owner-
ship measures at this session unless the
Senate reverses its position later.

Sympathetic Strike in Kansas

Railway Company Not Affected, but
Some Light and Power Company
Men Go Out

Business agents of labor in Kansas
City, Mo., on March 15, following
suggestions from several of their
unions, announced that a general strike
would take place on March 23 unless
the laundry owners had effected a set-
tlement with the drivers who quit on
Feb. 18. Since the strike of the laun-
dry drivers, the laundry owners, who
had resumed operations with other
workers than the strikers, have con-
sistently responded to all suggestions
of arbitration that they were operat-
ing their plants and had nothing to
say to the unions.

The situation is far different in re-
gard to this strike of laundry drivers,
and the general threatened strike, than
was the case last summer and fall. At
that time, for various reasons, a con-
siderable public sentiment was on the
side of the striking electric railway
employees, and workers in other indus-
tries that were suspended. Eventually
sympathy turned the other way; and
it has been getting stronger the other
way ever since. At the present time,
there is very little public sympathy on
the side of the union men who are
fomenting the general strike. The
public seems to believe that a general
strike would be merely a useless union
expedient to compel unionization of
plants which are now giving almost
normal service with non-union labor.

The negotiations looking toward a
settlement failed, and the sympathetic
strike began on the morning of March
27. The employees of the Kansas City
Railways voted not to join in the strike
and apparently cars will not stop.
Four employees at the power plant of
the company belonging to other unions
struck, but this has not hampered oper-
ation. The railway power load, how-
ever, increased by reason of the strike
of union men employed by the Kansas
City Light & Power Company at its
two power plants. The brewery work-
ers, bartenders and building trades
were the only unions that quit in a
body, but many individual engineers
and firemen in downtown buildings also
quit. In addition a few other minor
industries were effected.

A press dispatch dated March 28
indicated that the railway men had
gone out under threats of intimidation.

Chicago Program Moving

Rapid Transit Plans Started on Their Way with Possibility of Vote
In November

Rapid transit prospects for Chicago
through the building of subways and
the extension of elevated lines were
advanced a step by the action of the
local transportation committee of the
City Council, which on March 20 con-
curred in the recommendations of the
Traction & Subway Commission and
the modifications proposed by the com-
panies.

COMMITTEE WiILL DRAFT COMPLETE
ORDINANCE

The physical side of the commis-
sion’s report was abstracted in the
ELECTRIC RAILWAY JOURNAL for Dec. 9,
1916. The companies agreed to this
plan, with a few changes in the loca-
tion of new elevated lines and the ad-
vancement of certain work into an
earlier period. Now that the commit-
tee has gone on record as favoring the
modified plan, a sub-committee of seven
Aldermen will proceed with the work
of drafting a complete ordinance. It
the final report is approved by the
City Council, the people of Chicago will
have an opportunity to vote upon it,
probably next November. If any
enabling legislation is necessary, this
wiil be taken up with the next session
of the State Legislature in January,
1919.

The transportation improvements so
far agreed to call for an expenditure
of about $104,000,000 within a six-year
period. Of this amount between $20,-
000,000 and $25,000,000 is already
available in ecity’s traction fund derived
from a portion of the net proceeds paid
to the city during the last ten years by
the surface railway companies.

THREE SUBWAY AND FOUR
ELEVATED LINES

In brief, the plan calls for the con-
struction of three subways and four
elevated railway extensions. One of
these subways is intended for use by
surface lines, to avoid congestion in
the downtown district. Another one
will be used to provide additional capa-
city for rapid transit lines running
north and south through the same dis-
trict. Some of the Aldermen wanted
extensions of elevated lines beyond the
limits agreed to by the companies, but
they were told that to do this would
mean that the system would not be on
a self-supporting basis.

H. M. Brinckerhoff, who was chief
engineer for the commission which
made the report, was present at the
final session and enlightened the mem-
bers on several matters about which
there was some doubt.

The Traction & Subway Commission
is composed of William B. Parsons,
Robert Ridgeway and Bion J. Arnold.
The expenditure of $100,000,000 recom-
mended by them in 1916 was called
for in the course of nine years. The

ultimate investment to carry out the
plans of the commission through the
year 1950 is placed at a minimum of
$260,000,000.

Status of Franchises

Action Begun in Tacoma To Determine
Whether Commission Can Set Aside
Franchise Provisions

The Tacoma Railway & Power Com-
pany, Tacoma, Wash.,, has taken
mandatory action to the Supreme
Court, to determine finally whether
city franchise provisions can be set
aside and the statutory limitation of
electric railway fare to 5 cents disre-
garded by the Public Service Commis-
sion.

CoMPANY DENIED RELIEF.

On petition of Louis H. Bean, mana-
ger of the company, Chief Justice Ellis
of the Supreme Court has issued an
alternative writ of mandate command-
ing the commission to authorize cessa-
tion from franchise obligations and in-
crease of fare, or show cause in the
Supreme Court why this should not be
done.

In its application for mandatory
action, the company declares that the
commission has denied it relief from
the 5-cent fare limitation and from
franchise obligations which require it
to pay a gross earning tax, contribute
to cost of paving and bridge building
and carry employees free, while at the
same time the commission holds in the
Tacoma Avenue case that unless the
company is allowed to charge rates in
excess of 5 cents and is relieved of its
franchise obligations, it cannot furnish
the safe, adequate and sufficient service
which the public demands.

In this case, the Supreme Court will
have to pass directly upon the disputed
law points of whether the commission
is empowered by the law creating it to
disregard franchise provisions, and to
increase fares.

SERVICE HEARINGS AWAIT COURT
DEcIsION

The hearing before the commission
on the Tacoma Commercial Club’s com-
plaint, charging inadequate railway
service in Tacoma, has been postponed
until after April 1. Similar action has
been taken with respect to the hearing
on Seattle complaints.

If the Supreme Court holds in favor
of the company’s contention that the
commission has the power to increase
fares and set aside franchise provi-
sions, the commission will then proceed
with hearings for the purpose of de-
termining to what extent such action
shall be taken. Application made by
the company for a writ of mandate
provides for this later exercise of juris-
diction by the commission.
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Electrics Exempted

President Signs Measure Providing for
Government Control of Railroads
Until After War

President Wilson signed the railroad
control bill on the afternoon of March
2i. So far as the electric railways are
concerned the measure follows the
proclamation of the President on Dec.
26 putting the railroads under govern-
ment control, but exempting the street
and interurban railroads, only those
electric railways whose freight receipts
exceed their passenger receipts being
taken over. That part of the measure
dealing with the electric roads is as
follows:

“That every railroad not owned, con-
trolled or operated by another carrier
company, and which has heretofore
competed for traffic with a railroad or
railroads of which the President has
taken the possession, use and control,
or which connects with such railroads
and is engaged as a common carrier in
general transportation, shall be held
and considered as within ‘Federal con-
trol,” as herein defined, and necessary
for the prosecution of the war, and
shall be entitled to the benefit of all the
provisions of this act: Provided, how-
ever, that nothing in this paragraph
shall be construed as including any
street or interurban electric railway
which has as its principal source of
cperating revenue urban, suburban or
local interurban passenger traffic, or
sale of power, heat and light or both.”

Federal control of the railroads is
to continue for and during the period
of the war and for a reasonable time
thereafter, not to exceed one year and
nine months following the date of the
proclamation by the President of the
exchange of ratifications of the treaty
of peace.

Signal Corps Openings
Many Electrical Men Required for

Various Branches of Radio Com-
munication Work

The Signal Corps, United States
Army, has announced that it can use
the services of a large number of wire-
men, expert electricians, storage battery
men, telegraph and wireless operators,
and men with electrical engineering
training and experience. They are
needed especially in connection with the
radio communication systems for use
in the miltary service. This branch of
the service has been most aptly charac-
terized as the nerve system of the
army. The scope of the work requires
men who will fall in general into three
classes, namely, radio operators, radio
mechanics and field radio experts.

Application blanks for this service
may be secured by addressing the office
of the Chief Signal Officer, Land Divi-
sion, Training Section, Washington, D.
C. Men of draft age may make appli-
cation and if qualified will be inducted
into the army, at their request, for
service in this branch of the Signal
Corps. After enlistment or induction,

all personnel will be sent to one of sev-
eral radio schools for six weeks to
three months of intensive training in
one of the three general branches of the
radio work for which their previous ex-
perience qualifies them. Some of the
personnel completing these courses will
be commissioned, and the opportunity
for advancement for all graduates will
be dependent on the individual ability.

News Notes

Increase in Wages at Huntington.—
A voluntary increase of 2 cents an hour
for motormen and conductors has been
announced by the Ohio Valley Electric
Railway, Huntington, W. Va.

Wage Award Accepted.—Arthur E.
Stone, treasurer of the Boston &
Worcester Street Railway, Boston,
Mass., has reported to the State Board
of Conciliation & Arbitration that the
company had accepted the wage award
of Feb. 14. Under the award the men
in the employ of the corporation will
receive back pay for a period of
cighteen months in some cases.

Advance in Wages in Fort Wayne.—
A notice has been posted announcing
a wage increase of 2 cents an hour to
employees of the Fort Wayne & North-
ern Indiana Traction Company, Fort
Wayne, Ind., with an additional 3 cents
an hour when one-man cars are placed
in service. Under the new wage sched-
ule men in the service less than a year
receive 24 cents an hour. The maxi-
mum rate is 28 cents an hour. This
applies to men in the service five
vears or more.

Electrical Workers Strike.—Fifty
union electrical workers in the employ
of the Des Moines (Ia.) City Railway
and the Inter Urban Railway are on
strike. The men are asking for an in-
crease of 5 7/9 cents an hour. The
company has offered an increase of 2
cents. James J. Barrett, representing
the Federal Department of Labor, is at
Des Moines, attempting a settlement.
The strike affects the armature men,
linemen and power-house and sub-
station men.

Would Change Commission Law.—
Wilson T. Hume, one of the attorneys
who represented the city of Portland,
Ore., in the case before the court in-
volving the Public Service Commission
and the Portland Railway, Light &
Power Company over 6-cent fares is
drafting a measure that will provide
for the enactment of an initiative law
vesting municipalities with power to
regulate utilities in incorporated cities.
He is said to have expressed the
opinion that the abolition of the Public
Service Commission would not remedy
the 6-cent fare situation. Under the

measure proposed by Mr. Hume the
commission would still have jurisdic-
tion over the grain department, logging
franchises, and utilities outside incor-
porated cities.

Municipal Railway Fund Provided.—
At the city election in Seattle on March
5 the voters authorized the transfer of
bonds in the sum of $350,000 from an
original bond issue of $800,000, for the
construction of a double-track mu-
nicipally owned and operated elevated
railway over Washington Street, Rail-
road Avenue, Whatcom Avenue and
Spokane Street, extending from the
west margin of First Avenue South to
the West Waterway. The line will
provide at least a partial solution of
the congestion problem in the industrial
district and give increased transporta-
tion for shipyard workers. Work will
progress immediately, and it is ex-
pected that the line will be completed
within less than six months. Of the
$800,000 bond issue authorized for the
construction of the Seattle municipal
street railways, $425,000 has been used
to date.

M. O. Negotiation Progress.—The re-
port of M. M. O’Shaughnessy, city en-
¢ineer of San Francisco, Cal.,, on the
general negotiations for the purchase
of the entire United Railroads’ prop-
erties by the city has been favorably
received by the special committee work-
ing with the Mayor and the public util-
ity committee of the supervisors. This
committee has indorsed that part of
the report which arrived at the basis
of valuation of the physical properties
and the city engineer was authorized to
proceed with William von Phul, vice-
president and general manager of the
United Railroads, to see if an agree-
ment can be reached as to what the net
earnings of the company might be for
the remaining term of its franchises.
Points of agreement previously estab-
lished in the negotiations were referred
to in the ELECTRIC RAILWAY JOURNAL
for March 16, page 536.

Suit for $450,000 Dismissed.—When
the United States Supreme Court re-
cently dismissed the suit of the Puget
Sound Traction, Light & Power Com-
pany against the Duwamish Waterway
for $450,000, the last of the suits was
disposed of that were filed against the
Waterway district growing out of the
several hundred condemnations made
by the district several years ago. The
company alleged that through the
straightening of the river to make the
improvements authorized by the dis-
trict, its power plant had its fresh wa-
ter supply cut off. Superior Court
Judge Kenneth Mackintosh upheld the
right of the district to make the im-
provement. An appeal to the State
Supreme Court followed. In affirming
Judge Mackintosh’s decision, the State
Supreme Court held that the plaintiff
company had no property right in
fresh water in a navigable stream, nor
in the bed of the river, as had been
held by Judge Mackintosh. The appeal
to the United States Supreme Court
followed.
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Financial and Corporate

Denial Entered

Pittsburgh Companies Ask Dismissal
of Action in Which Application
Was Made For a Receiver

Reply has been made by the com-
panies to the bill in equity, on behalf
of Benjamin C. Allen, acting for him-
self and other holders of the first
mortgage bonds of the Union Traction
Company, Pittsburgh, Pa., filed on Feb.
15 against the Philadelphia Company,
the Pittsburgh Railways and the
United Traction Company, Pittsburgh,
in the District Court of the United
States in the Western District of Penn-
sylvania. In the bill of complaint it
was charged among other things that
the responsibility for the principal and
interest on underlying bonds of the
companies which go to make up the
Pittsburgh Railways system was with
the Philadelphia Company, and the
court was asked to “recognize and en-
force the liability which the Philadel-
phia Company, by its recent defaults,
has sought to avoid.” The court was
also asked to appoint a receiver for
Pittsburgh Railways and to require an
accounting by the Philadelphia Com-
pany of the management of the rail-
way company and subsidiary and af-
filiated companies.

No CAUSE FOR ACTION CLAIMED

Dismissal of the actions is asked by
the defendants to both suits, on the
grounds that the bills do not make out
any cause of action against the defend-
ants and that cause of action, if any,
is vested in the Maryland Trust Com-
pany, trustee under the deed securing
the general mortgage 5 per cent bonds
of the United Traction Company.

In its reply to the Allen suit, the
Philadelphia Company demands proof
of the allegation in the complaint that
a syndicate “caused $17,000,000 par
value of common stock to be issued and
delivered to it without paying the
United (United Traction Company)
any real or cash value therefor.

The defendant company avers it pur-
chased the stock referred to “in good
faith and without knowledge of any al-
leged invalidity of said stock so issued
or any part thereof.”

The answer of the Pittsburgh Rail-
ways and the United Traction Company
to the same suit, says:

“The defendants deny that $3,000,000
par value of preferred stock was sold
and the proceeds thereof together with
the proceeds of the aforesaid bonds
used, to pay the purchase price of the
properties acquired by the United, and
the defendants deny that the $17,000,-
000 par value of common stock was
issued and delivered without giving to
the United or its subsidiary companies
any real or cash value therefor.

“Briefly, all the common capital stock
of the United Traction Company of
Pittsburgh was issued in payment for
the properties known as the Second
Avenue Traction Company; all the pre-
ferred stock and $800,000 in cash was
given in payment for the properties
known as the Northside Traction Com-
pany, including the Federal Street &
Pleasant Valley Passenger Railway and
approximately $2,500,000 in cash was
given in payment for the capital stock
of the Pittsburgh, Allegheny & Man-
chester Traction Company. There was
thus a total cash disbursement of ap-
proximately $3,300,000 which was real-
ized by selling the mortgage bonds.

“Tt is further denied that the $3,000;
000 par value of preferred stock of the
United Traction Company was or is
owned by the Philadelphia Company.”

Further M. O. Negotiations

The directors of the London & Lake
Erie Railway & Transportation Com-
pany, London, Ont., have decided to
throw open all books to the inspection
of Sir Adam Beck and the London &
Port Stanley Railway Commission, and
to make an offer to sell out to the city
of London for $420,000.

Some time ago the company made
a move to sell to the city and asked
Sir Adam Beck, who is chairman of
the commissions in charge of the Lon-
don & Port Stanley Railway and the
Peterboro Radial Railway, both munici-
pally operated, to name a price. Sir
Adam answered that he would be pre-
pared to recommend to the people that
they pay $286,000 for the road at which
rate it would pay its way. The com-
pany wanted double that amount, how-
ever, and gave notice of intention to
tear up the rails and scrap the line.
The road is 28 miles long.

“Going Value” Tax Overruled

Justice Black in the New Jersey Su-
yreme Court has handed down an
opinion in which he reduces the tax as-
sessment of the Trenton & Mercer
County Traction Corporation by $568,-
052. This assessment on the “going
value” of the company for the year
1916 was held legal by the State Board
of Taxes and Assessments. Judge
Rlack holds that “going value” cannot
properly be included in appraising tax-
able value of property of public util-
ity corporations. Frank S. Katzen-
hach, counsel for the company, argued
against the arbitrary adding of this
amount to the assessment by the State
board as “going value” and charac-
terized it as double taxation. The
court holds that the “going value” was
already taxed by a levy upon the gross
receipts of the company.

Report of Referee Ratified

Fach Non-Assenting Holder of $1,000
of R. S. & E. Bonds Has $346
Coming to Him

The report of George H. Bond as
referee in the foreclosure suit of the
Columbia Trust Company, New York,
N. Y., against Hendrick S. Holden
and C. Loomis Allen as receivers of
the Rochester, Syracuse & Eastern
Railroad, Syracuse, N. Y., has been
ratified by Justice Hubbs.

Mr. Bond’s report shows that there
were outstanding 44,897, $1,000 first
mortgage forty-year 6 per cent gold
bonds, totalling $4,897,000. The amount
of principal and interest due on the
mortgage on March 16, 1917, was $5,-
656,368, so that $1,115 was due on each
$1,000 bond.

The proceeds of the sale of the road
were $1,691,079. The reorganization
committee composed of Arthur W.
Loasby, Elbert Harvey and DeForest
Settle received deposits of bonds to
tlie amount of $4,855,000. Owners of
the bonds who participated in the re-
organization received for each $1,000
bond $500 par value of first mortgage
5 per cent bonds, $500 of 6 per cent
cumulative preferred stock, $100 of 6
per cent cumulative preferred stock for
unpaid interest, and $200 of common
stock. By an order made by Justice
Hubbs the amount of $14,563 is to be
set aside to make payments of $346.76
on each of the forty-two bonds not par-
ticipating.

Preferred Dividend in Scrip

The directors of the American Pub-
liec Utilities Company, Grand Rapids,
Mich., have declared the usual quarterly
dividend on the preferred stock of the
company, payable in scrip on April 1,
The scrip will be in the form of war-
rants, payable on or before April 1,
1923, bearing 6 per cent interest.

The directors of the company deem it
rrudent, in view of the very uncertain
financial condition now prevalent, and
which may continue during the war, to
make payment of the dividend in scrip,
instead of cash, in order to conserve
the resources of the company and its
subsidiaries. While not authorizing
any unusual construction expenditures
by the subsidiary companies, at the
same time the directors feel that they
must provide for the constant demands
upon them for added service at existing
plants, and as there is no certainty that
funds for these unavoidable expendi-
tures can be obtained through the sale
of securities in the usual way, they
nmust be taken from the earnings of the
companies which ordinarily are devoted
to the payment of dividends.

The earnings of the company, con-
sidering war conditions, are satisfac-
tory, and while the dividend scrip is
payable five years from date, it is not
anticipated that the dividend payments
will be deferred for that length of
time. The time is set at five years
more as a precautionary measure than
anything else.
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Electric Railway Statistics

Comparison of Returns for Year Ended Dec. 31, 1917, with Those for 1916
Shows Electric Railways To Be Disastrously Affected by Rising Costs

A comparison of electric railway sta-
tistics for the twelve months ended Dec.
31, 1917, with figures for the corre-
sponding period of 1916, made by the
information bureau of the American
Electric Railway Association, brings
out rather clearly the effect rising
costs of materials and supplies used by
electric railways, together with in-
creases in wages and taxes, have had
upon the railway companies net.

Data for the twelve months ended
Dec. 31, 1917, representing 8437 miles
of line of companies scattered through-
out the country, indicate an increase in
operating revenues of 5.77 per cent, in
operating expenses, one of 12.78 per
cent, and a decrease in net earnings of
5.91 per cent. Data representing 7005
miles of line indicate an increase in
the amount of taxes paid of 13.87 per
cent, while operating income decreased
10.04 per cent.

The operating ratio of the TUnited
States as a whole increased from 62.51
in 1916 to 66.65 in 1917. That of the
Eastern district increased even more—
from 62.46 in 1916 to 67.42 in 1917.

cent, the net earnings, as pointed out
above, have decreased almost 6 per cent
and the operating income decreased 10
per cent. It must also be borne in mind
in this connection that both of the fare
figures are based upon the combined
returns of both city and interurban
of revenue passengers per passenger
car mile increased 3.55 per cent.

The returns from the city and inter-
urban electric railway companies, as
shown in detail in the appended tables,
have been classified according to the
following geographical grouping: East-
ern 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 Missis-
sippi River.

Table I shows the revenues, expenses
and net earnings of approximately 100
electric railways in the United States
as well as the operating income of a
slightly smaller number of companies
reporting taxes. Difficulty in obtain-
ing the needed data, together with the
limited time after the close of the cal-

TABLE IV—OPERATING REVENUES AND EXPENSES OF ELECTRIC RAILWAYS PER
REVENUE CAR MILE, YEAR ENDED DEC. 31, 1917

‘ United States Eastern District | Southern District; Western District
‘ In- In- | In- In-
Account 1 Amount | crease | Amount | crease | Amount | crease = Amount | crease
1917 over 1917 over 1917 over . 1917 over
(in cents) 1916 (incents) ! 1916 | (incents) { 1916 | (incents)| 1916
[ per per per per
cent. cent. ‘ cent. | cent.
Per revenue ear mile: |
Operating revenues.........| 30.B7| 4 08 32.99 3.68 24.91 6.36 28.651 14.45
Operating expenses......... 20. 06 9.68 21.45| 11.49 14.90 7.74 18.90 6.60
Net:earnings:. . « voevinse e o 4 10.811 14.93 11.54/ 18.27 10. 01/ 4.38‘ 9.75 0.52
Revenue car miles *. ....... 469,904,724 272,046,596 36,464,707 | 161,393,421
Av. No. miles represented.. .. 1917, 6,668; 1916, 1917, 4,447; 1916, 1917, 603; 1916, 1917, 1,618; 1916,
6,609 4,410 595 1,604

OPERATING REVENUES AND EXPENSES OF ELECTRIC RAILWAYS PER REVENUE
CAR HOUR, YEAR ENDED DEC. 31, 1917

(In (In (In (In
dollars) dollars) dollars) dollars)
Per revenue car hour:
Operating revenues. . ....... 2.88 3. 60 3.06] 2.68 2.21 6.25 2.72 4.21
Operating expenses. ........ 1.87 8.72 1.99| 10.5¢ 1.32 7.32 1.80 6.51
Neb earninest o wowsaeni e 5 5 1.01) 14.72 1.07] 9.32 0.89 4.71 0.92| g
Revenue car hours *..... ... 50,438,956 29,366,405 4,101,284 16,971,267
Av. No.milcsrepresented....|I9I7. 6,668; 1916,/1917, 4,447; 1916,{1917, 603; 1916,/1917, 1,618; 1916,
[ 6,609 ,410 595 1,604

* The last three figures are omitted. T Dcerease.

The operating ratios of the Western
and Southern districts have also in-
creased though not quite as much as
that of the Eastern district.

The number of revenue passengers
carried by companies represented by
6688 miles of line increased 4.91 per
cent, while the number of transfer
passengers increased 2.67 per cent, the
revenue car mileage 1.28 per cent and
the revenue car hours 1.95 per cent.
Though the average fare per revenue
passenger increased 0.79 per cent and
the average fare per passenger in-
cluding transfers increased 1.25 per

endar year 1917 available for tabula-
tion, made it impossible to include a
greater number of companies in this
summary. It is believed, however, that
data here given is fairly representative
of conditions as a whole of the three
groups shown. Returns for the South-
ern are the most encouraging. Though
the operating revenues for this group
increased somewhat less than those of
the Eastern and Western groups, local
conditions have apparently enabled the
roads in the South to keep down their
expenses, so that the net earnings for
this group are almost unchanged. As

a whole, while the operating revenues
¢t the three groups increased at a nor-
mal rate, operating expenses and taxes
have increased tremendously. The op-
erating expenses of the Eastern group,
for instance, have increased 13.74 per
cent and the taxes 14.33 per cent, while
cperating revenues increased by 5.37
per cent and the net earnings decreased
&.54 per cent.

Table IT shows the details of the op-
erating expenses of companies repre-
sented by 7127 miles of line. An exam-
iration of this table reveals what was
perhaps to be expected—that the larg-
est increases occur in the expenditures
for “power” and for “conducting trans-
portation”—that is, for coal and for la-
bor. Due to measures of economy ap-
parently there is but little increase in
the expenditures for “maintenance of
way and structure,” while on the other
hand, in order, it seems, to avoid buy-
ing new cars and thus release mill and
plant facilities for the use of the gov-
ernment a great deal of car repairing
has apparently been done, thus increas-
ing the expenditure for this account by
some 13 per cent. The “general and
miscellaneous” account has also in-
creased some 10 per cent. The largest
increase in the “power” account has oc-
curred in the Eastern district—one of
20.59 per cent, while the largest in the
“ conducting transportation” account
was in the Western district, one of
11.02 per cent.

ONLY NORMAL INCREASE IN TRAFFIC

Table IIT gives the traffic statistics
of companies, representing 6668 miles
of line. All groups indicate normal in-
creases in the number of passengers
carried. The Eastern and Western in-
dicate, moreover, slight increases in the
car mileage and car hours run. The
Western district shows the greatest
percentage increase in both the num-
ber of revenue and the number of
transfer passengers carried; the South-
ern, the least percentage increase in
the number of transfer passengers car-
ried. A number of companies keep
1o record of free passengers, and the
records of free passengers as shown
on the table are, therefore, somewhat
smaller than the actual figures. Though
ret earnings have decreased the aver-
age fare per revenue passenger has
increased slightly in all districts, as
has also the average fare per pas-
senger including transfers. The larg-
est increase in the number of revenue
passengers carried per revenue car
mile has occurred in the Southern dis-
trict.

In Table IV there are shown the rev-
enues, expenses and net earnings per
revenue car mile and per revenue car
hour, together with the per cent in-
crease or decrease over the correspond-
ing figures for 1916. There are also
given the number of revenue car .miles
and car hours involved with the last
three figures omitted. For the United
States as a whole the net earnings
both per revenue car mile and revenue
car hour show decreases of more than
4% per cent.
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TABLE I—COMPARISON OF

1917 AND 1916

United States

Eastern District

Southern District

REVENUES AND EXPENSES OF ELECTRIC RAILWAYS FOR TWELVE MONTHS,
JANUARY-DECEMBER,

Western District

Per Mile of Line

Per Mile of Line

Per Mile of Tine

Per Mile of Line

Account Amount, Amount, | Amount, Amount,
: January- % In-| January % In—| January- % In- J’muqr}- % In-
December, | 1917 1916 |crcase Dccembcr, 1917 1916 |crease | December, | 1917 1916 |crease| Dceember, | 1917 1916 |crease
1917 1917 1917 1917
1
Operatmg revenues|$190,045,411) $22,525/ $21,296] 5.77 $122,578,032| $20,979 $19, 909’ 5.37 $12,958,884 $16, 342‘ $15, 565l 4.99; $54,508,495 $30,249| $28, 303‘ 6.88
Operatmgexpenqcs 126,663,441| 15,013 13,312 12.78 36,305| 14,143 12, 435’ 13.74 7,560, 872 9,535 8,899 7: 15 36,466,264 20,236 18,090/11.86
Net earnings.. . ... 63,381,970/  7,512] 7,984 5.91 39,941,727 6,836 7,474 18.54  5,398,012] 6,807 6,666 2.12 18,042,231 10 0|3‘ 10, ZI3H'I 96
|
Opr. ratio, per cent. 1917, 66.65; 1916, 62.51 1917, 67.42;, 1916, 62.46 | 1917, 58.35; 1916, 5717 | 1917, 66.90; 1916, 63.91
Aver. No. miles|
represented. . . .. 1917, 8,437; 1916, 8,364 1917, 5,843; 1916, 5,793 1917, 793; 1916, 785 1917, 1,801; 1916, 1,786
|

COMPANIES REPORTING TAXES

{

|
’ $9, 300508 $17, 255 $|6(5]4(; 4.

29| $50,123,325 $31,366 $29,504 6.31

Operating revenues|$159,546,552| $22,776 $21,653 5.19 $100,122, 719 $20 568\ $19, 643[ 4.71
Operating expenses! 105,265,068/ 15,027 13,378 12.33 ,31 l, 13,622 12,079 12.77 .3|3.|4| 9,857 8.35/ 33,640,789 21,052 18,78312.08
N}e’tearnings ...... 54.28|,484 7,749 8,275/ 6.26 33,811,581 6,946 7.564 8.17 3,987,367 7,398 7,449 0.68/ 16,482,536 10,314 10,721, 3.80
RaXeR s Suyives e 0,175,689 1,453 I,276 13.87| 5,904,587 | 2|3’ 1,061 14.33 776,558/ 1,441 1,321 9.08 3,494,544 2,187  1,91514.20
Operatingincome...| 44,105,795 6, 296‘ 6,999 10. 04 27,906,994 5 7331 6,503 111. 84 3,210,809, 5,957 6,IZB‘T2. 79| 12,987,992 8,127 8,80617.71
Opr. ratio, per cent. 1917, 65.98; 1916, 61.78 1917, 66.23; 1916, 61.49 1917,57.13; 1916, 54,98 1917, 67.12; 1916, 63.66
Aver. No. miles|
represented. . . .. 1917, 7,005; 1916, 6,939 1917, 4,868; 1916, 4,824 1917, 539; 1916, 533 1917, 1,598; 1916, 1,582
T Decrease.
TABLE II—DETAILS OF OPERATING EXPENSES OF ELECTRIC RAILWAYS FOR THE YEAR ENDED DEC. 31, 1917
United States } Eastern District Southern District Western District
Per Mile of Line | Per Mile of Line | Per Mile of Line Per Mile of Line
Account Amount, [———— Amount, Amount, | —— Amount, | —m™M——M8 —
January- % In- January— % In-| January- % In- January- % In-
December, | 1917 1916 crease Deeember, 1917 1916 |crease| December, 1917 1916 crease December, | 1917 1916 crease
1917 1917 1917 1917 |
| |
Operating expenses;$101,484,369 $14,239 $12,794 II 29 $63,413,346 | $13,344/$11,794 13.14 $7,560,872 $9,535 $8,899 7.15 $30,510,15 $l9 286( $17, 734' 8.75
Way and structures| 10,975,589 1,540 1,517 1.52 6, 902 025 1,452 1,405 3.35 ,005 1,096 1,067 2.72 ' ,559 2,026/ 2,079 2.55
Equipment........ 9,656,177 1,355 1,191 13.77 5,517,656/ 1,161 1,005 15.52 780,968 985 958 2.82 3,357,553 2,122) 1,863/13.90
Total maintenance | [J | \‘
and renewal *...| 26,665,973 3,742 3,503 6.82 16,878,7200 3,552 3,280 8.29 1,649,973 2,081 2,025 2.77 8,137,280 5,144 4,908 4.81
POWEL: s vneine s as 17,017,376, 2,388 1,921 24.31 11,464,145 2,412] 1,847 30.59 1,091,279 1,376/ 1,12022.86 4,461,952 2,820, 2,54011.02
Conducting trans- | | i | [ | .
portation.......| 42,731,134 5,995 ,440 10.20 25,980,476 5,467 4,973 9.93 3,621,633 4,576 4,227 8.04 13,129,025 8,299 7,44911. 41
Brathice s 24,227 45 55118.18 702 23] 40142.50 58 57 6116.56 ,267 106/ 96/10. 42
General and miscel- [ | | ‘ !
laneous.. . 14,796,610 2,076 1,882 10.31 8,980,554 1,890] 1,654 14 27 1,152,729 1,454  1,46610.82 4,663,327 2,948 2,774 6.27
Transportatmn for | | | |
investment—Cr. 50,951 17 .. ST oot o [ R AL . o Rt | O | 149,700 431 133.....
. ! |
Aver. No. miles {
represented.... .. 1917, 7,127, 1916, 7,057 1917, 4,752; 1916, 4,702 ‘ 1917, 793; 1916, 786 1917, 1,582; 1916, 1,569
* Contains an amount not apportloned between “Maintenance of Way and Structures’ and “Maintenanee of Equipment.” 7§ Decrease.

TABLE III—TRAFI'IC STATISTICS OF ELECTRIC RAiLWAS:'S FOR THE YEAR ENDED DEC. 31, 1917
United States Eastern District Southern District Western District
Amount Per Mile of Line Amount Per Mile of Line |Amount Per Mile of Line Amount Per Mile of Line
Account January- January- Jan’y- January-
Decem- Decem- Decem- | Decem- ‘
ber % In- ber, ‘ % In-| ber, % In- ber, % In-
|9I7(1n 1917 1916 | crease I9I7(1n 1917 1916 crease {1917 (in, 1917 1916 [crease | 1917 (in- 1917 1916 | crease
thou- hou- thou- thou-
sands) sands) ‘ sands) sands)
Passenger revenue.......... $138,466 $20, 766] $19, 667 5.59 $84,505 $19, 003 $18,061 5.22 $8,836 $14,654 $13,975 4.86 $45,125 $27,889'$26,193 6.48
Revenue car miles—total..... 469,905 | 69,579, 1.28 272,047 61,175 60,42 1.24 36,465 60,472 s 1.72 161,393 99,749, 97,729 2.07
Passenger car miles........ 464 319 69,634 68 743 1.30 267,542 60 162 59,430 1.23 36,154 59,957 60,902 +1.55 160,623 99,273 s N 2.07
Otherrevenue car miles. ... 5,586‘ 838 836 0.24 4.505 I,OI3‘ 996 1.71 311 515 627117. 770 476 469 1.49
| |
Revenue car hours—total. .. . 50 439 7,564 7,419 1.95 29,366 6,604 6,458 2.26 4,101 6,801 6,905 11.51| 16,971 10,489 10,253 2.30
Passenger car hours....... 732‘ 7,458 7,311 2.01 28,788 6,474 6,327 2.32, 4,056 6,727 6,815 11.29 16,887 10,437, 10,200, 2.32
Other revenue car hours.... 707\ 106 108 11.85 578 130 131 10.76| 45 74 90/117.78 84 52‘ 53" 1.89
Passengers—total........... 3,448,065 517,106 495, 23] 4.42 2,049,501 460,873 442,634 4.12 213,37 353,855 340,538 3.91| 1,185, |90‘ 732, 503‘ 697,222 5.06

Revenue passengers. ...... 2,706, 276’ 405,860 386,875 4.91 1,663,949 374,173 358,277 4.44 174,544 289,462 276,531| 4.68 867,782 536,330 506,433 5.90

Transfer passengers....... 706, 990[ 106,027 103,270| 2.67| 364,183 81,894 79,795 2.63 34,546/ 57,289 55,950 2.39 308 262 190 520 185 365 2.78

Freepassengers........... 34 799 5,2190 5 086‘ 2.62 21,369 4,806 4,562 5. 35\ 4,283 7,104 8,057/f11.83 9 |46‘ 5,653 5 424 4.22

Average fare per passenger l ‘ "

Per revenue passenger. . .. . LN ) PR | | I 0.79 508 0v.. .. 0.7 e 52520 | T ey U
Per passenger (including 1 ] #5006 ..ol 020 ksla0 Ll 0.58
transfers). ............. | *4.06). ...000fonniann 1 1.25 N 17 | IO 1200 24,23 uerr=tE . x. - 0.71 #3840 1..32

Average number of revenue ‘ ‘ |

DPAassengers per passenger car ‘ | ‘

mile.......... .. LR I | | ‘ 3.55‘ (i I o i | (R 3.15 4, 830; s cmm nlemagen s 6.39 5.40; 3.65
Aver.'No. miles represented.... 1917, 6,668; 1916, 6,609 1917, 4,447; 1916, 4,410 1917, 603; 1916, 595 1917, 1,618; 1916, 1,046

T Decrease. &

Cents.
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News Notes

I'oreclosure Sale on March 30.—The
property of the Northern Cambria
Street Railway, Patten, Pa., which
operates an electric railway 15 miles
in length, will be sold on March 30 by
the trustee, the Cambria Title Savings
& Trust Company, Ebensburg, Pa.

Northern States Issues Additional
Bonds.—A syndicate composed of Har-
ris Trust & Savings Bank, Chicago;
H. M. Byllesby & Company, Chicago;
Guaranty Trust Company, New York,
and Bonbright & Company, New York,
is offering $1,000,000 Northern States
Power Company first and refunding
mortgage 5 per cent bonds, due on
April 1, 1941.

Foreclosed Road Transferred.—The
Orleans-Kenner Electric Railway has
been transferred to the Orleans-Kenner
Traction Company, Inc., New Orleans,
La., as a result of the recent receivers’
sale, when J. Blanc Moore bought the
property for the reorganized company.
The line is about 16 miles long, from
New Orleans to Kenner, La., this in-
cluding 4 miles operated under a track-
age agreement.

San Diego Sale Authorized. — The
California Railroad Commission has
made final its authority granted last
November to the San Diego & South
Fastern Railway to sell its physical
assets and properties to the San Diego
& Arizona Railway, San Diego, Cal.,
the consideration of $1,500,000 to stand
on the books of the purchasing cor-
poration as an indebtedness due to the
selling company, with interest at 6 per
cent, until such time as bonds author-
ized to be issued in payment have been
delivered.

Receivership Application Denied. —
Application for appointment of a re-
ceiver for the Trenton, Lakewood &
Seacost Railway, Trenton, N. J., has
been denied by Vice-Chancellor Foster.
The application was made by Frank
Tilford, New York, who claimed that
the company had no income and that
conservation of interests of bond and
stockholders demanded the naming of
a receiver. The company was formed
to build a line from Trenton to Point
Pleasant, a distance of about 40 miles.
No construction work was ever done.

Ohio Commission Authorizes Aban-
donment.—One division of the Inter-
urban Railway & Terminal Company,
Cincinnati, Ohio, will be abandoned
under an order of the Public Utilities
Commission issued on March 20. The
portion abandoned lies between Coney
Island, Hamilton County, and Bethel.
It is known as the Bethel division. Its
receipts last year were $7,000 less than
the operating expenses. This division
is parelleled between Amelia and
Bethel by the Cincinnati, Georgetown
& Portsmouth Railroad. For the re-
maining 6 miles the roads are from 2
to 3 miles apart, but the commission
found that fair service can be given
by the other road, even in this district.

Cincinnati-Dayton Line Reorganized.
-—The Ohio Public Utilities Commission
on March 20 issued an order approving
the reorganization of the Cincinnati,
Dlayton & Toledo Traction Company
under the name of the Cincinnati &
Dayton Traction Company. The new
company will have a capital stock, all
common, of $1,250,000 and is author-
ized to issue $4,750,000 of bonds. The
capital liabilities of the old company
amounted to $7,250,000. J. M. Hutton
and company and Claude Ashbrook,
brokers, Cincinnati, with other inter-
ests, took a leading part in the reor-
ganization which was effected in be-
half of a bondholders’ committee. At-
torney Judson Harmon, former Gov-
ernor, conducted the legal proceedings.
The Cincinnati, Dayton & Toledo Trac-

tion Company is operated as a part
of the Ohio Electric Railway. The line
extends from Cincinnati to Dayton.

Option Secured on Abandoned Road.
—Announcement has been made by
George H. Taylor, personal represen-
tative of Frank J. Gould, president of
the Richmond & Chesapeake Bay Rail-
way, Richmond, Va., that a thirty-day
option to buy the road has been granted
to T. Garnett Tabb, president of the
Hermitage Country Club, Inec., who
voiced his intention of purchasing the
property with a view of restoring the
service between Richmond and Ashland
at the earliest possible date. Mr. Tay-
lor said: “It was never the intention
of Mr. Gould to scrap this property, and
how such a report could have started
is beyond me. We are all interested in
seeing service restored on the Rich-
mond & Chesapeake Bay Railway, and
before we granted the option to Mr.
Tabb he expressed his purpose of in-
tending to buy with a view of operat-
ing.”

I. T. S. Passes Common Dividend.—
The Illinois Traction Company, Peoria,
I1l.,, has announced that the quarterly
dividend of three-quarters of 1 per cent
on the common stock, starting with that
due on May 15, will be passed owing to
abnormal conditions due to the war.
The regular quarterly dividend of 114
ver cent on the preferred stock has
been declared and will be paid on April
1. The company has $12,330,300 of com-
mon stock and $7,289,500 of preferred
stock outstanding. In an official state-
ment the company says that the cost .
of coal, labor and every material enter-
ing into the production of clectric, gas
and all utility service has mounted to
such a degree during the past year that
it applied to the Illinois Public Serv-
ice Commission for an emergency in-
crease in city utility rates partly to
counteract the effect of war prices. The
hearings in this case have been re-
viewed in the ELECTRIC RAILWAY JOUR-
NAL. The case has been closed and is
before the commission for decision.

Electric Railway Monthly Earnings

BATON ROUGE (LA) ELECTRIC COMPANY

GALVESTON-HOUSTON ELECTRIC COMPANY, GALVESTON, TEX.

Operating Operating Operatin, Fixed Net Im., Jan., '18 $194,182  *$132,913 $61,269 $39,282 $21,989
Period R}z‘,venueg Egpenses Irr)womo £ Charges Income Im‘, Jan., '17 163,075 . *1 |3,Zl 6 49,859 43‘6,‘)I0 12,947
Im., Jan., '18 $21,529  *$11,117 $10,412 $3,695 $6,717  12m., Jan., '18 2,119,228 *1,404,568 714,660 53252 261,408
m., Jan., '17 20,445 #9977 10,468 3,565 6,903  12m., Jan., 'l7 1,951,476 *1,243,222 708,254 439,312 268,942
Im., Jan., '18 233,048 *120,553 112,495 42,866 69,629 .
}zgi.l };’;j )7 214312 *101,634 112,678 42,070 70,608  HOUGHTON COUNTY TRACTION COMPANY, HOUGHOTON, MICH.
’ *
CLEVELAND, PAINESVILLE & EASTERN RAILROAD, CLEVELAND, hlnn'l J;};‘g ',?7 $23’8‘f§§3 $§?-85_ggs $§§%§0 $5,5 ’725 $3’47,%§
oRa0 12m., Jan., *18 343,802  *218,322 125,480 61,150 64,330
Im., Dec., 17 $42,943  *$29,133 $13,810 $11,564 $2,245 12m., Jan., '17 330,315  *188,101 142,214 63,618 72,596
SR Y
1m e 17 EUAL el , ' LAKE SHORE ELECTRIC RAILWAY, CLEVELAND, OHIO
’ k 0 2 ’ 1}
12m., Dec., ’16 466,604  *263,168 203,436 137,414 66,02 Wt $|67 S5 102 35D ey b
COLUMBUS (GA) ELECTRIC COMPANY im., Dec., 16 149, 8]? “ ;?(7),2;8 5;;'23? 42??;% ]53,988
,'18 108,078  *$41,606 67,372 31,893 $35,479  12m., Dec., '17 1,786,01 ,210, ; ; ,
};ﬁ giﬁ, 7, ¥ 89,607 ﬁas,m $56,426 $zg,szo 27,906  12m., Dec., '16 1,818,551 *1,022,712 595,839 436,647 159,192
12m., Jan., '18 1,115,436 *428,885 686,551 362,475 324,076 i )
122., Jan., '17 899,013  *353,668 545345 343,407 201,938 NEW YOIiK (N.;;) }iﬁg,\;ﬁys .
. 918,775 *$762,9 ;
BLREA SO(TEX) BIECGTRIGICOMEANY] i Dot 40 1793387 146684 279411 1164:089
Im., Jan., '18 $114,360  %3$74,781 $39,579 $6,513 $33,066 6m., Dec., '17 6,306,105 *4,699,063 1,608,042 1,691,167 225,567
Im,, Jan,, 117 116,343 *65,144 31,199 5,245 45934 ¢m., Dec., '16 5.393.560 *4,185,894 1,207,666 1,690,097 t1144,505
12m., Jan., '18 1,281,542 *811,408 470,134 68,276 401,858
12m., Jan., '17 1)121,778  *675,140 446,638 59,700 386,938 PUGET SOUND TRACTION, LIGHT & POWER COMPANY,
FEDERAL LIGHT & TRACTION COMPANY, NEW YORK, N. Y. SEATTLE, WASH.
Im., Jan., 18 $310,344  *$212,003 $98,341 $50,184  $48,157 Im., aJn., '18 $960,089 *$588,004  $372,085  $204,491  $167,594
Im., Jan., '17 243,878 *150,265 93,613 49,727 43,886 im., Jan., '17 787,869  *471,237 316,632 19|,9§2 | ;24,;%
12m., Jan., '18 2,933,776 *2,072,203 861,573 594912 266,661  12m., Jan.,'l8 9,627,081 *5,970,786 3,656,295 2,363,75 292,54
12m., Jan., '17 2,520,477 *1,636,654 883,823 587,017 296,806 Zm., Jan., '17 81225.647 *5,160,961 3,064,686 2,222,257 842,429

*Includes taxes.

i Deficit.

fIncludes non-operating income.
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Traffic and Transportation

“Pup” Talks at Durham

Problems of Utility Frankly Set Forth
in “Series of Advertisements
Addressed to P’ublic

A novel and effective series of news-
paper advertisements has recently been
concluded by the Durham (N. C.) Trac-
tion Company in connection with its re-
quest to the city for a 6-cent fare and
relief from certain franchise provisions
which the company regards as unduly
burdensome. The publicity program
was in charge of J. Frank Johnson.

The Durham advertisements were
run in fifteen consecutive issues of
both the afternoon and morning news-
papers, and were popularly known as
the “Pup” series because each vas
headed by a picture of an agonized
canine seated on a tub with forepaws
in a begging attitude, while a huge
chain bound him firmly to a large stake.
The readers’ wonderment as to this
symbolism was permitted to continue
for six advertisements, and the pub-
lic learned that “Pup” meant “Public
Utility Problems,” and it was apparent
the dog represented the Durham Trac-
tion Company, piteously begging for
relief from the bonds of obsolete city
regulations.

All the advertisements were instrue-
tive, frankly setting forth the com-
pany’s difficulties in an abnormal
period while operating and construc-
tion costs were often trebled and quad-
rupled. One of the best appeals was
advertisement No. 4, published on Feb.
13. It is reproduced in full as follows:

“So THAT PEOPLE MAY KNow

“One of the principal benefits that
a community derives from any com-
pany or industry which does business
in it, is the amount of money which
that company spends in the community.

“We are not in position to state defi-
nitely just how our figures of total
expenditures, and expenditures within
the city of Durham, compare with those
of other industries.

“We want, however, to give our
figures of expenditures in 1917,

“For the 312 business days during
the year the Durham Traction Com-
pany spent an average of $1,794 a day
during the year of 1917.

“Of this $1,794 a day, $917 was
spent in the city of Durham, of which
§260 was spent daily for material and
miscellaneous expenses.

“These figures are not superficial or
padded, but are taken directly from
our check register.

“Furthermore, they must vary di-
rectly with the conditions of the com-
pany.

“Our prosperity, due to fare earn-
ings, will increase both these items.

“If we are forced to seek economies

we cannot be progressive and these
items must be decreased.

“Which is better for you?

“Which is better for Durham ?

“Efficient Utility service can be fur-
nished to the public only by a success-
tul company.

“Companies that barely earn enough
to meet their expenses are constantly
forced to seek economies, and service
must suffer in consequence.

“History teaches that a city is best
served by a utility that is prosperous;

| ,.l‘u'uli;‘/"},’! ;i I“"'
QWS ! =

THE DURHAM APPEAL

one that can expend; one that can
make extensions; one that can, because
of available funds, give service in
every sense of the word; one that can
employ men of sterling quality.

“Isn’t it true that successful cities
and successful utilities go hand in
hand.

“A bankrupt or poorly paying pub-
lic utility is one of the worst advertise-
ments a city can have.

“Write us that criticism about which
you have been thinking.”

Cleveland Fare Request In

President Stanley Wants Highest Rate
Under Tayler Grant Put
Into Effect

In a letter to Fielder Sanders, City
Street Railway Commissioner, dated
March 21, John J. Stanley, president of
the Cleveland (Ohio) Railway, asked
that the City Council assent to an in-
crease in the rate of fare to the high-
est figure named in the Tayler grant,
which is 4 cents cash and seven tickets
for a quarter, with 1 cent for a trans-
fer and no rebate. This is known as
rate A in the franchise. If the increase
is granted, rate B, which differs from
rate A only in providing a rebate of
the transfer charge, would be skipped
entirely.

Mr. Stanley’s letter stated that the
receipts for February were $49,413 less
Fhan the cost of operation and that the
interest fund, which should normally
be somewhere between $300,000 and
$5600,000, is now only $120,846. Coun-
cil will consider this matter, but under
the franchise the rate could be raised
automatically one step at a time until it
reaches A, because the interest fund is
bleow the prescribed $300,000. A ques-
tion that is interesting most people is
whether even this rate will be sufficient
te restore the fund and keep the service
at its present efficiency.

To complicate matters the motormen
fund conductors are talking of a large
Increase in wages when their contract
expires on May 1.

Confer on Freight

Governor at Meeting in Ohio at Which
Handling of Freight on Electric
Railways Is Considered
_ A meeting of representatives of Qhio
interurban railways was held in Colum-
s on March 21 for the purpose of dis-
cussing ways and means of handling
nlore freight in less than carload lots
and in short hauls in order to relieve
the steam roads of a portion of the
burden that has been placed upon them.
(x‘ove.rnor James M. Cox attended the
raeeting and made a brief address cov-
ering the possibilities of the electric

lines in giving needed relief.

The greatest difficulty these roads
will have in meeting the wishes of the
government, according to some of the
representatives present, is the lack of
proper freight equipment and terminal
facilities. It was also suggested that
the carrying capacity would have to be
greatly increased and that this would
be almost impossible without govern-
ment aid.

It was decided, however, to make a
strvey of the amount of freight han-
dled last year by Ohio roads, the pos-
sible amount that can be handled this
vear, the requirements in the way of
additional equipment needed to utilize
all present available power and methods
for physical connection with the steam
roads. These data will be referred to
Secretary McAdoo. The committee ap-
pointed to make the survey consists of
the following:

F. W. Coen, president of the Central
Electric Railway Association and vice-
president and general manager of the
Lake Shore Electric Railway, Cleve-
land; F. D. Carpenter, president the
Western Ohio Railway, Lima; H. G.
Gilpin, general manager the Ohio Elec-
tric Railway, Springfield; and E. F.
Schneider, general manager the Cleve-
land, Southwestern & Columbus, Cleve-
land.

In Ohio there are 2607 miles of main
line and 87 miles of branch and spur
tracks. The meeting was held with
J. B. Dugan, chief inspector of the
Public Utilities Commission, who has
given this matter much thought and
attention.
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Review of Six New York Fare Cases

A Summary Is Presented of the Testimony in Connection With Rate
Applications Heard Recently by Up-State Commission

The Public Service Commission for
the Second District of New York has
held hearings recently on a number of
applications by electric railways for
increased fares. As a matter of con-
venience to its readers, the KELECTRIC
RAILWAY JOURNAL has decided to sum-
marize the results of the hearings
under one head, but to keep the re-
view of the proceedings in each case
separate from the others.

SERVICE FIRST—FARES NEXT

The application of the Poughkeepsie
& Wappingers Falls Railway for a 6-
cent fare was heard on March 21. The
railroad presented detailed figures to
the commission in support of its appli-
cation. Counsel for the city said that
if the commission found from the evi-
dence that it was necessary to increase
the fare the city did not intend to ob-
ject. The city claimed, however, that
it had not received proper service and
treatment from the railroad. If an in-
crease was granted the city wanted
proper service.

H. C. Hopson, for the company, said
the application of the railroad was for
a 6-cent fare in Poughkeepsie and a
finding by the commission that it was
entitled to a similar increase on the
balance of its system. He said there
were no franchise questions involved in
the application. The railroad runs
between Poughkeepsie and Wappingers
TFalls, operating over the Central New
England Railway to the Poughkeepsie
State Hospital.

H. R. Guernsey, representing Vassar
College, read an agreement between
the City Railroad, Poughkeepsie, and
Vassar College covering the fare for
passengers to that school. The agree-
ment was dated June 17, 1893, when
the motive power was changed to elec-
tricity. It provided for a 5-cent fare.

“Then if the city gets good service,
it-is willing to pay for it,” asked Chair-
man Hill of the Public Service Com-
mission after Corporation Counsel Wor-
rall had made his statement in behalf
of the city.

“Yes, sir,” replied Alderman D’Arcy.
“All we ask is good, fair service.”

“There is nothing fairer than that,”
replied Chairman Hill.

THE CASE FOR THE COMPANY

The railway put in its evidence
through Charles A. Brooks, local man-
ager; J. A. Nilan, auditor; Joseph K.
Choate, vice-president, and Charles A.
Greenidge, chief engineer for J. G.
White & Company, New York, operat-
ing managers of the railroad; and John
M. Daly, New York, an expert account-
ant. It was shown that the company’s
net loss for 1917 was $5,970 and that
it had paid no dividends.

The evidence of Mr. Brooks was to
the effect that the service, as far as
operation was concerned, was good, but

that the roadbed and equipment of the
cempany were not in good shape. He
said that if the company was permitted
to increase its rates there would be
1-cent increase in the fare zomnes out-
side of Poughkeepsie. Mr. Brooks also
testified to increases in the cost of ma-
terials and wages paid conductors and
motormen. The greater part of the
evidence consisted of detailed state-
ments of operating expenses, costs,
etc., which were made a part of the rec-
ord without objection.

There was no evidence given on the
part of the city and the case was or-
dered closed by the commission.

COMMISSION ACTION ON OTHER
APPLICATIONS

The rate applications of the Peeks-
kill Lighting Company, and the Putnam
& Westchester Traction Company, un-
der a petition for a rehearing by the
city of Peekskill, came up before the
commission, on March 21. The city
did not care to submit any evidence and
ithe hearings were closed.

On March 21 the commission ordered
closed the complaints against the Buf-
falo, Lockport & Rochester Railway
protesting proposed increase in com-
mutation passenger fares, the opera-
tion of which was ordered suspended
by the commission, pending a hearing.
The increase objected to was from 1
to 1% cents a mile for commuta-
tion ticket books. The company filed
a petition to withdraw the tariff, and
this action was satisfactory to the com-
plainants who consented to the with-
drawal. The company, on not less than
one day’s notice to the public and un-
der an effective date not later than
April 15, is permitted to file a new
tariff.

On March 19 the commission heard
the application of the Fonda, Johns-
town & Gloversville Railroad for per-
mission to increase the fare charged
rassengers riding within the limits of a
city or incorporated village, to 6 cents
and a proportionate increase in rates
for other transportation. City Attor-
ney Wesley H. Maider of Gloversville,
asked for a dismissal of the petition on
the ground that there were certain
franchise agreements. This was de-
nied. Mr. Maider also asked for a post-
ponement of the hearing until an adju-
dication by the Court of Appeals in the
Rochester case. Chairman Hill said
tliere would be no decision in rate cases
until the Court of Appeals had ren-
dered its decision. He said an early
decision was expected. He said it was
best to go ahead and permit the peti-
tioner to put in its case. He thought
that this course would be an advantage
to those in opposition to the company’s
petition. The railroad then began the
introduction of documentary evidence.
This dealt largely with cost of opera-
tion and other statistics in support of
the petition for an increased rate.

Another case heard recently by the
commission was that of the Westches-
ter Street Railway for permission to
increase its rates.

Lucius S. Storrs, vice-president of
the road, asserted that the company
was unable to borrow in the open mar-
ket because of the poor credit of the
company and its poor earning condi-
tion. Unless the company was granted
permission to increase its rates the
company would have to stop operation
or allow some one else to run the road.
Mr. Storrs said that the petition for in-
creased rates was to pay operating ex-
penses and interest on bonds.

E. F. McKinley, who conducted the
hearing for the company, said that the
railway had never paid a dividend. In
fact it had been a liability from the
start. The deficit from 1910 to Decem-
ber 31, 1916, was $111,000. For 1917
the deficit was about $106,000. J. K.
T'underford, general manager, and T. J.
McGreevey, assistant auditor, also tes-
tified for the company.

The New York & Stamford Rail-
way’s application for permission to in-
crease its fare to 6 cents was heard by
the commission on March 15. "Briefs
will be filed later.

Philadelphia Service Order

Public Service Commission Directs
Philadelphia Rapid Transit Com-
pany to Make Alterations

The Public Service Commission of
Pennsylvania on March 25 ordered the
Philadelphia Rapid Transit Company to
make important improvements, altera-
tions, additions and extension to its
service and facilities. The order was
made as a result of the hearings grow-
ing out of the complaints of the city
of Philadelphia. William H. Robinson,
Fox Chase Improvement Association,
North Philadelphia Business Men’s
Association, Ine., and the United Busi-
ness Men’s Association of Philadelphia.

The commission orders the company
to purchase on or before Dec. 1, 1919,
100 new cars of the larger type. Fol-
lowing the cessation of the war the com-
pany is directed to purchase new cars
annually. On or before June 1, addi-
tional facilities for West Philadelphia
must be provided, including new lines
and double-tracking of several streets,
additional cars on the Sixtieth Street
line, a new line on Fifty-sixth Street,
and resetting the Kensington tracks.

The company is directed to instruct
its employees no longer to run past
passengers, and it is suggested to the
City Councils that an ordinance be
passed to prevent the blocking of cars
by vehicles unloading between the
curb and the track.

The company made a statement in
part as follows:

“The company will at once take steps
to carry out the letter and spirit of the
orders and recommendations therein
contained. The company is gratified
that the complaints against the serv-
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ice, to quote from the commission, ‘re-
late almost entirely to the past few
months,” during which period the com-
mission states that it recognized ‘to
the full the difficulties under which all
transportation companies of every kind
are and have been laboring.’
“Government demands are bringing
to the city a largely increased popula-
tion which must be cared for. The
same conditions which call for in-
creased service have necessarily put a
stop to the completion of the city’s
system of high-speed lines which was
designed to meet the very material
growth in industrial enterprise which
Philadelphia is now experiencing.

CoMPANY MusT HAVE CO-OPERATION

“The task thus presented to the com-
pany can be successfully met only if
it secures the co-operation of the pub-
lic, which the commission points out is
so much to be desired and the further
assistance of the administration in giv-
ing the company a clear track which
the commission earnestly recommends
to the Mayor and Councils. In this
connection it is only fair to say that
much of the improvement in service
experienced during the past month has
been due to the increased codperation
of the city’s traffic squad in prevent-
ing unnecessary delays and dragging
of cars by other conveyances and so
enabling the company to maintain its
schedules.” ’

Service Order Issued

New York Commission Orders Changes
in Service of Line Between Buf-
falo and Rochester

The Public Service Commission of
the Second District of New York has
passed upon the complaints of citizens
of Brockport, Spencerport and vicinity
against the Buffalo, Lockport & Roch-
ester Railway. The order of the com-
mission directs the railway:

1. To clean the inside of its cars
thoroughly at least once each day and
to sweep out its cars at the end of
each trip.

2. To keep its tracks in a safe con-
dition and to repair its road between
Rochester and Brockport.

3. To prevent passengers from rid-
ing in the front vestibule of any car or
in the compartment occupied by the
motorman.

4. To run eastbound trains 4, 10 and
12 double each day of the week except
Sunday between Brockport and Roches-
ter, and westbound trains 25 and 29
double each day of the week except
upon Saturday, between Rochester and
Brockport.

5. To run trains Nos. 15, 17 and 19
double on Saturdays between Rochester
and Brockport.

6. To substitute service equivalent
to that hereinbefore directed to be fur-
nished provided the character of such
service shall be first approved by this
commission.

State Controlled Utilities Trust Suggested

Federal Trustee of Rhode Island Company Suggests One Big Cor-
poration to Run All the Public Service Businesses in the State

At the meeting of the legislative
committee which is considering the
Rhode Island Company situation, John
0. Ames, one of the five federal trus-
tees in charge of the property under
the New Haven Railroad dissolution
decree, declared it to be his personal
opinion that the solution of the public
service corporation problem lay in the
formation of what might be called a
State-controlled “public service trust.”
Mr. Ames said:

“It is my opinion that the public ser-
vice question could best be settled by
the formation of one big corporation
to run all of the public service busi-
nesses, such as electric railways, gas
and electric companies. This corpora-
tion should be a private concern, but
all of its functions should be absolutely
controlled by the State through a spe-
cial commission of the best men ob-
tainable. The capitalization, financing,
and operation of the properties should
be controlled by the State and the
return permissible should be fixed.”

John P. Farnsworth and Charles C.
Mumford, other Federal trustees, sub-
¢cribed to that proposal. Rathbone
Gardner, another trustee, declared that
he was an advocate of State ownership.
Mr. Green, the fifth trustee, was not
present.

Representative Jennings of the com-
mittee stated that the controversy ap-
peared to have settled down to a ques-
tion of whether the State should allow
the company to establish the modified
zone system recommended by the spe-
cial commission, or establish a fiat
G-cent fare, which the special commis-
sion declared unjust and not desirable.

Duff F. Sherman, former vice-presi-
dent of the Rhode Island Company,
stated that the capital stock of the
Rhode Island Company was $9,685,500,
all outstanding, and that to his knowl-
edge all of the stock had been sold for
cash.

NEw HAVEN COMPANY MILKED

John P. Farnsworth, discussing a
question of “watered stock,” said:

“The only graft was when the New
Haven Railroad paid about $19,000,000
for the Rhode Island Company, at a
time when it was worth very much less.
This was milk taken from the New
Haven Railroad, but it was not water
added to the Rhode Island Company.”

Mr. Ames presented figures to show
that for 1918 the estimated deficit of
the company would be between $700,-
000 and $750,000. At a previous meet-
ing C. A. Babcock, the comptroller, had
said that it would probably run more
than $1,000,000. Mr. Ames said that
Mr. Babcock based his figure on the
deficit for January of this year, which
was $90,000. The deficit in the summer
months would probably be less than the
deficit in January, and for that reason
Mr. Ames believed $750,000 was a
proper estimate.

My. Sherman, who promoted and con-
structed the Providence & Danielson
Railway and sold it to the Rhode Island
Company, stated that $30,000 a year
should be credited to that line for
business done on the city lines directly
caused by the existence of the Daniel-
son line. If this were done there would
be a profit of $17,000 for 1917, instead
of a deficit. This statement is con-
trary to the report of the engineering
experts to the report of the special
commission.

REPORT MUST BE IN BY APRIL 3

The General Assembly extended from
March 26 to April 3 the time within
which the legislative committee is di-
rected to report a plan for aiding the
electric railways, if such aid is found
just.

The hearings that are now being held
followed the action of the Legislature
in preventing the Public Utilities Com-
mission from carrying into effect the
new fare rates established as just and
equitable for the company by a special
commission created a year ago for that
particular purpose. That commission
ordered the adoption of a system with
5-cent central areas and recommended
taxation and franchise reforms.

A.L. Drum and H. H. Easterly
Named

Organization Effected to Solve Trans-
portation Difficulties Connected
With Housing Problems

A. L. Drum, of A. L. Drum & Com-
pany, consulting and construction engi-
neers, Chicago, Ill.,, has been retained
by the Shipping Board, with H. H.
Easterly, of the same company, as as-
sistant, to solve some of the transpor-
tation difficulties of the housing prob-
lems in connection with the building
of ships by the government.

Mr. Easterly has arrived in Wash-
ington to take up this work, and it was
expected that Mr. Drum would reach
Washington on April 1. Mr. Drum and
Mr. Easterly will report to J. Rogers
Flannery, director of housing for the
Shipping Board, and work has already
begun on solving some of the housing
problems in connection with transpor-
tation on the Atlantic Coast. The
scope of the work will be broadened
later on, when the studies now being
made are farther advanced, and when
questions concerning appropriations
are settled. At the office of Mr., Drum
in Washington, it is stated that he
has been “appointed to make investi-
gations in regard to transportation by
steam, electric railway and boat serv-
ice.”

The first investigations under way
have been in the Hog Island and New-
ark Bay districts.
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Compromise Likely

Public Service Commission and Brook-
lyn Rapid Transit Company May
Agree on Schedule Order.

The basis of an agreement with ref-
erence to the acceptance by the Brook-
Iyn Rapid Transit Company of the or-
der requiring the posting of the sched-
ules for all surface lines in Brooklyn,
was reached between representatives of
the company and the Public Service
Commission at a conference on March
15 in the office of Public Service Com-
missioner F. J. H. Kracke.

The conference was requested by the
railroad on March 6. The various
phases of the order were thoroughly
discussed. J. J. Dempsey, vice-presi-
dent, speaking for the Brooklyn com-
panies, assured the commission of his
readiness to comply with any order
which would serve to facilitate surface
car operation. He asked further discus-
sion on certain details of operation.

The suggestion upon which the agree-
ment probably will be worked out was
made by the commission. It intimated
that the company could absorb the or-
der gradually, applying it on certain
specified lines first and then extending
it to the entire system.

The order calls for the filing with
the commission of definite schedules for
the operation of each one of the seven-
ty-five surface lines in Brooklyn. The
company representatives declared sev-
eral seasonal schedules were in use, and
pointed out that a single schedule could
not well cover the flexible operation nec-
essary for vacation and holiday traffic.

The order of the commission was re-
ferred to in the ELECTRIC RAILWAY
JoUrRNAL for March 9, page 481, and the
protest of the company in the issue of
March 16, page 543.

Helping the Seattle Shipyards

Increased transportation facilities for
the shipbuilding and industrial districts
at Seattle, Wash., have been assured
through the efforts of the King County
Council of Defense at Seattle. On pe-
tition of the Council, the United States
Shipping Board has approved the plan
for operation of steam trains along the
waterfront and to the end of the East
Marginal way trackage at the south
city limits, and the director of rail-
roads has been authorized to establish
such a service. Steam service will be
employed during hours when shipyard
employees need it and, in addition, a
new ferry service will be established.
The Puget Sound Traction, Light &
Power Company has adopted certain
recommendations of the Council of De-
fense, and has made improvements to
the service. It is stated that the elec-
tric railway service to this district is
now as satisfactory as it can be made
without the construction of extensions.

Six-Cent Fare Sought in
Charleston
Six-cent fares are desired by the
Charleston Consolidated Railway &
Lighting Company, Charleston, S. C,,
and a petition for the increase has

-sion to charge a 6-cent fare.

been filed with the City Council. In
zddition to this the company has asked
the City Council for an increase in the
price of gas from $1 to $1.10 per
1000 cu. ft.

It was not the intention of the com-
pany to ask for an increase in fare at
this time, but recently the trainmen
made it plain that they could not work
further for the company unless their
wages were increased. The company
took the position that it was conduct-
ing the railway business at a loss and
could not afford to pay the men a
higher scale. It was, therefore, de-
cided to petition Council for permis-
This, the
company figures, will actually yield
about a 121 per cent increase in gross
income from the railway.

’7 °
Transportation

News Notes

Beeler Report on Staggered Hours
Finished.—John A. Beeler has com-
pleted the section of his Washington
report relating to staggered hours of
business and copies have been sub-
mitted to the Senate and House Com-
mittees. It is expected that the re-
port will be made public some time
during the week commencing April 2.

Quebec Would Increase Fares.—The
Quebec Railway, Light & Power Com-
pany, Quebec, Que., has applied to the
City Council for permission to increase
its railway fares. The company wishes
to sell tickets as follows: Extra tickets
for workers, five tickets for 25 cents,
ten tickets for 25 cents for school chil-
dren only, 1 cent for each transfer, chil-
dren not in arms to pay. The company
will also sell twenty-one tickets for $1.

Ohio Road Asks for Higher Fares.—
On March 20 Attorney J. W. Heintz-
man filed with the Public Utilities Com-
mission of Ohio an application asking
for an increase in the rates of fare for
the Toledo, Bowling Green & Southern
Traetion Company, Findlay, Ohio. The
commission has held in the past that
it is not authorized to interfere where
franchise rates have been fixed and the
application will probabl!y be overruled
for this reason.

Tacoma Jitneys Resume.—Jitney
service inside the city limits of Tacoma,
Wash., which was stopped about one
year ago when a heavy State bond was
placed on the owners of service cars,
has been resumed. The cars are oper-
ating under the old city ordinance,
which gives them the right to occupy
the city streets with their “For Hire”
vehicles. The cars will not be operated
as “donation” cars, but will establish
the old fare.

School Ticket Case Decided.—The ap-
plication of the Board of Education of
Middlesex Borough for a rehearing on

its contest with the Public Service Rail-
way, Newark, N. J., over the failure
to accept school tickets on additional
cars was acted upon adversely on March
13 by the Board of Public Utility Com-
missioners. The school board main-
tained that the railway was not meet-
ing practical operating conditions for
children traveling from Bound Brook
to Plainfield when they could not reach
school in time on the cars that honored
the tickets.

Skip Stop in Jersey Up to Companies.
—~State Fuel Administrator Jenkinson,
of New Jersey, acting upon the orders
from P. B. Noyes, director of con-
servation of the United States Fuel
Administration, has applied to the State
Eoard of Public TUtilities Commis-
sioners for permission to put the skip-
stop system into force on the electric
railways operating throughout the
State. The board announced that the
laws of 1915 authorize the railways
to act on their own initiative, but sub-
ject to ratification by the municipal
authorites.

Automobile Rights Assumed in Pur-
chase. — The Railroad Commission of
California has consented to the transfer
by the San Diego & South Eastern
Railway to the San Diego & Arizona
Railway, San Diego, Cal., of the right
to conduct an automobile passenger and
freight service between Lakeside, Ra-
mona and Julian, San Diego County.
The commission some time ago author-
ized the South Eastern company to
operate on this route, but that com-
rany has now sold its properties to the
Arizona company. The officials of the
county of San Diego have approved
the assignment of the franchise.

Interurban Seeks Fare Increase.—The
Louisville & Southern Indiana Trac-
tion Company, New Albany, Ind., which
orerates between New Albany and
Louisville by way of Jeffersonville, has
filed with the Public Service Commiis-
sion of Indiania a petition to double
the fares on the line. By the pro-
rosed new schedule the fare from New
Albany to Jeffersonville, which has
been 5 cents, is increased to 10 cents,
and the fare between Jeffersonville and
Louisville, which now is 5 cents, is in-
creased to 10 cents. This would increase
the fare from New Albany to Louis-
ville by way of Jeffersonville from 10
to 20 cents.

Six Cents Not Enough.—The Middle-
sex & Boston Street Railway, Boston,
Mass., has filed with the Public Service
Commission a new rate schedule, which
if adopted will abolish the 6-cent fares
on that road. At present the company
lhas 6-cent, 7-cent and 8-cent fare zones,
the first being largely operative in
‘Waltham, Wellesley and Needham. Aec-
cording to the schedule filed on March
12, only the 7 and 8-cent fares would be
operative, with charges of 1 cent on
each transfer from a 7-cent to an 8-cent
line, but there would be no charge on
transfers from the 8 to the T7-cent
zones. It is also proposed to abolish
the present strip tickets of twenty rides
for $1.20.
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Mr. Perkins Elected

President of Shore Line Electric Rail-
way Made President of New Eng-
land Street Railway Club

Robert W. Perkins, president of the
Shore Line Electric Railway, Norwich,
Conn., was elected president of the New
England Street Railway Club at the
meeting on March 28. Mr. Perkins was
born at Norwich on Aug. 21, 1865. His
preparation for the transportation in-
dustry was a general business training,
including clerkship with Tiffany &
Company in New York City, traveling
salesman, manufacturer and banker.

In 1906, when the Norwich & West-
erly Railway was projected, he became

R. W. PERKINS

its treasurer, but a severe attack of
typhoid, lasting several mouths, re-
sulted in his severing his connection
with that company in December of the
same year. In 1909 the Norwich &
Westerly Railway became financially
embarrassed, and when the company
was reorganized in 1912 as the Nor-
wich & Westerly Traction Company,
Mr. Perkins, on invitation of the bond-
helders’ reorganization committee, be-
came the treasurer of the new company.
During the year 1912 he brought about
the purchase of the Pawcatuck Valley
Street Railway and the control of the
Groton & Stonington Street Railway,
through ownership of its common stock,
these three properties thereafter being
operated as one.

In 1913 Mr. Perkins was elected
president of the Shore Line Electric
Railway, which then consisted of a line
from New Haven to Deep River, on the
Connecticut River. In August, 1913,
the Shore Line extended its tracks to
Chester and became the lessee of the
New London & East Lyme Street Rail-
way and of the New London division of
the Connecticut Company. By building
about 10 miles of track a through line

was completed from New Haven to
New London, supplying the last link in
a line along the shore from New York
to Boston.

In 1916, appreciating the advantage
that would result from consolidation,
Mr. Perkins and those with whom he
was associated brought about the pur-
cliase by the Shore Line of the prop-
erty and franchises of the Ashaway &
Westerly Railway, the Norwich &
Westerly Traction Company, the Gro-
ton & Stonington Street Railway and
the New London & East Lyme Street
Railway, which with the local New
London and Norwich properties gives it
about 240 miles of trackage in eastern
Connecticut and western Rhode Island.

Mr. Perkins is perhaps best known in
the electric railway world in connection
with the introduction in New England
of the flexible zone system of collect-
ing passenger fares, first used on the
Shore line and its allied properties in
1915. He has also been very active in
electric freight and express develop-
ment, especially in connection with the
shipment of agricultural products and
supplies. The use of the zone system
on the Shore Line has been described in
the ELECTRIC RAILWAY JOURNAL and
the results obtained was the subject of
an article by Mr. Perkins which ap-
peared in the issue of this paper for
Jan. 12, 1918, page 86.

A. C. Colby, formerly master me-
chanic of the Berkshire Street Rail-
way, Pittsfield, Mass., has been trans-
ferred to a similar position with the
Connecticut Company at Bridgeport,
Conn.

F. L. Rearden, auditor of the Alton,
Granite & St. Louis Traction Company,
Fast St. Louis, Ill.,, and the East St.
Louis Railway, has entered military
service and is now major of the 124th
Field Artillery.

Capt. H. B. Hearn, former superin-
tendent of the Vicksburg, Shreveport &
Pacific Railway, with headquarters at
Shreveport, La., has been elected presi-
dent of the Shreveport Traction Com-
pany, vice W. F. Dillon, who died re-
cently as the result of an accident.

George Dolezal has been appointed
acting master mechanic at the Broad-
way shops of the Denver (Col.) Tram-
way to fill the vacancy caused by the
resignation of W. H. McAloney. Mr.
Dolezal entered the service of the com-
pany in 1891 as a machinist. After a
short period he was promoted to fore-
man at the East division, a position
which he held until 1894, when he re-
turned as assistant foreman to Mr.
Crosby in the motor and truck depart-
ment at the shops, holding this' posi-
tion until the death of Mr. Crosby,

when he was promoted to the fore-
nmanship. The title of the position to
which Mr. Dolezal has been appointed
has been changed from that of super-
intendent of rolling stock to the broader
one of master mechanic.

President King Resigns

Head of Washington Railway & Elec-
tric Company Retires to Attend
to His Personal Interests

Clarence P. King on March 31 re-
tired as president of the Washington
Railway & Electric Company System,
including the Potomac Electric Power
Company, Washington, D. C., and will
make his headquarters in New York
City for the present in order to give
attention to personal interests. Until
Mr. King’s successor is named the af-
fairs of the properties at Washington
will be directed by William F. Ham,
vice-president and comptroller of the
company.

Copyright by Harris & Ewing
C. P. KING

In tendering his resignation to the
board of directors Mr. King stated that
other interests have been demanding
his entire attention for some time, but
that he delayed severing his relations
until many matters vital to the wel-
fare of the company and its employees
had been adjusted. The last of these
was the raising of the pay of trainmen,
which was effected just prior to his
retirement from office, when the board
of directors voted a flat increase of 3
cents an hour for motormen and con-
ductors.

Mr. King has directed the affairs of
the Washington Railway & Electric
Company for about six and a half
years. The gross earnings of the cor-
poration for 1910 were $4,123,559. Mr.
King became its president in the latter
part of 1911, and by 1916 the gross
earnings had jumped to $5,539,465.
Last year the gross earnings were
85,492,358, the slight falling-off being
due to the railway strike that occurred
in that period. This strike was fought
on the question of recognition of the
union, and at the present time there are
no union men in the employ of the com-
rany.
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W. A. Carson, vice-president and
general manager of the Evansville
(Ind.) Railways, the Owensboro (Ky.)
City Railroad and the Henderson (Ky.)
Traction Company, with a number of
associates, some of them interested
with him in the Evansville Railways,
has purchased the Schroeder Headlight
Company, Evansville, manufacturers of
locomotive oil and electric headlights
and turbo-generators. A new company,
known as the Schroeder Headlight &
Generator Company, has been organized
with Mr. Carson as active vice-presi-
dent and general manager. Mr. Car-
son will retain his connection as vice-
president and general manager of the
Evansville Railways in an advisory ca-
pacity, but the operating details will be
looked after by G. R. Millican. He
will also continue as president of the
Crescent Navigation Company. Mr.
Carson has been connected with the
Evansville Railways since July, 1908.
He was assistant to the general super-
intendent of the Indianapolis & Cincin-

W. A. CARSON .

nati Traction Company from 1903 to
1906 and was assistant general manager
of the Indianapolis, Columbus & South-
ern Traction Company from 1906 to
1908. Since Mr. Carson’s connection
with the Evansville Railways the com-
pany constructed a line in 1908 from
Evansville to Newburg and built an
extension from Rockport to Grandview
in 1910. That same year a syndicate
composed of officials of the Evansville
Railways, of which Mr. Carson was a
member, purchased the city lines in
Henderson and Owensboro, Ky., and
Mr. Carson was appointed general man-
ager of both companies, which were
taken over by the Evansville Railways
in 1913. In 1912 a lease was secured
on the line of the Illinois Central Rail-
road between Evansville and Hender-
son. This property was electrified by
the Evansville Railways and a gasoline
car ferry was installed to transport the
interurban cars across the river. In
1913 the Crescent Navigation Company
was incorporated with Mr. Carson as
president, to operate on the Ohio River
in connection with the railway proper-
ties.

Col. Thomas F. Sullivan, roadmaster
of the Boston (Mass.) Elevated Rail-
way, in charge of engineering con-
struction and maintenance, has been
named to the Civil Service Commission
by Mayor Peters of Boston for the
position of Commissioner of Public
Works. Colonel Sullivan was born in
South Boston in 1878. He is a grad-
uate of the Lincoln Grammar and the
English High Schools. He worked up
through the road department of the
Boston Elevated Railway to the posi-
tion of roadmaster of surface lines. He
was responsible for the introduction
and use of many modern road-building
and road-repairing appliances. He
has never held political office. He en-
listed in Company I, Ninth Massachu-
setts Regiment at the outbreak of the
Spanish War and served until the regi-
ment was mustered out. Colonel Sul-
livan is a member of the American
Electric Railway Engineering Associa-
tion, the National Geographic Society
and the Massachusetts Public Safety
Committee.

E. C. Deal has been appointed gen-
eral manager of the Springfield Gas &
Electric Company and the Springfield
Traction Company, Springfield, Mo.,
which are controlled by the Federal
Light & Traction Company. Mr. Deal
gained his early experience with the
lighting company of Atlanta, Ga.,
which he served in various capacities
from 1894 to 1898. He then entered
the organization of Stone & Webster,
Boston, where he filled positions on
properties controlled by them in Balti-
more, Md.; Seattle, Wash.; Brockton,
Mass.; Terre Haute and Brazil, In. In
1904 he resigned from Stone & Web-
ster to go with the Gas & Electric Com-
pany of Bergen County in New Jersey
as chief engineer. When that com-
pany was absorbed by the Public Serv-
ice Corporation of New Jersey, Mr.
Deal became superintendent of the
latter company’s electric properties in
central New Jersey. He severed his
connection with the Public Service Cor-
poration in 1908 to go with the firm
oi W. N. Coler Company, New York, as
manager and engineer of public serv-
ice properties owned by them. Follow-
ing the acquisition of the property of
the Augusta Railway & Electric Com-
pany and the Augusta-Aiken & Elec-
tric Company, by a syndicate in which
J. G. White & Company, Inc., New
York, were interested, Mr. Deal re-
signed from Coler & Company to be-
come general manager of the Augusta-
Aiken Railway & Electric Corporation,
the successor company in Augusta.
This was in April, 1911. In April,
1913, he was elected vice-president of
the company in addition to general
manager. He was also made vice-
president and general manager of the
Georgia-Carolina Power Company, con-
trolled by the same interests. Mr. Deal
resigned from these companies on
March 1, 1914, to become connected
again with the W. N. Coler & Company
as vice-president and general manager

of the public utility properties owned
and operated by them. He resigned
from this company in May, 1917, to
join the organization of the Federal
Light & Traction Company as general
manager of the Trinidad Eleetrie
Transmission Railway & Gas Company
operating utilities in Trinidad, Col.,
and other cities in the State.

H. M. Byllesby, president of H. M.
Byllesby & Company, Chicago, Ill., who
has devoted his time to government
service since November, 1917, as a
major in the aviation section of the
Signal Corps, in charge of national
recruiting, has been commissioned lieu-
tenant colonel in this service.

G. R. Millican has been appointed
general superintendent of the Evans-
ville (Ind.) Railways, the Owensboro
(Ky.) City Railroad, and the Hender-
son (Ky.) Traction Company. After
leaving Purdue University in 1906 Mr.
Millican became associated with the
Tennis Construction Company, which
was then building the electric railway

G. R." MILLICAN

between Newburg, Ind., and Rockport,
Ind., and was with that company until
the line was put in operation by the
Evansville & Eastern Electric Railway
in June, 1907. In the fall of 1907 Mr.
Millican became connected with the
office of the Evansville & Eastern Rail-
way, now included in the system of the
Evansville Railways, and in 1908 was
made chief clerk to W. A, Carson, vice-
president and general manager of the
Evansville Railways, in which capacity
he worked until August, 1910, when he
was promoted to superintendent of the
Owensboro City Railroad. He remained
at Owensboro until Jan. 15, 1918, when
he was made general superintendent of
the Evansville Railways, the Henderson
Traction Company and the Owensboro
City Railroad. Mr. Millican will also
be general superintendent of the Cres-
cent Navigation Company, which ope-
rates a line of boats on the Ohio River
from Rockport, Ind., to Owensboro, Ky.,
making connection with the cars of the
Evansville Railway and another boat
line operating from Grandview, Ind.,
to Tell City, Troy and Cannelton, Ind.,
connecting with cars of the Evansvilla
Railways.
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Construction News

Construction News Notes are classified un-
der each heading alphabetically by Stales

An asterisk (*) indicates a project not
previously reported.

Franchises

Pasadena, Cal.—The City Commis-
sioners of Pasadena have asked permis-
sion of the Federal Reserve Board to
vote on an issue of bonds intended to
provide money for the purchase of the
proposed municipal railway right-of-
way between Pasadena and Los
Angeles.

Trenton, N. J.—The New Jersey &
Pennsylvania Traction Company has
asked the City Commission of Trenton
for permission to construct an addi-
tional track on Calhoun Street from
West Hanover Street to the Delaware
River bridge. The commission will
agree to the proposition if the company
will build a new bridge over Sanhican
Creek at the approach to the river
bridge.

Waco, Tex.—The Texas Electric Rail-
way has received a franchise from the
City Commission for the construction
of a number of switches, spur tracks
and extensions of its lines in Waco.

Track and Roadway

Selma (Ala.) Traction Company.—
The property of the Selma Street &
Suburban Railway, recently sold at
foreclosure sale to S. G. Adams, has
been transferred to the Selma Traction
Company, a new organization, which
will now operate the property. Im-
provements will be made and an ex-
tension built. J. D. Woodward, War-
ren, Pa., president.

Tri-City Railway, Rock Island, Ill.—
Work will soon be begun by the Tri-
City Railway on the double-tracking
of its line from Moline to East Moline.
Material for the construction is on
hand.

United Railways, St. Louis, Mo.—It
is reported that the United Railways
will construct an extension of its Ham-
ilton Avenue line from Wydown Boule-
vard to Clayton Road.

New York Municipal Railway, Brook-
lyn, N. Y.—The Public Service Com-
mission for the Second District of New
York is advertising for bids to be
opened on April 15 for a part of the
construction of Section No. 3 of the
Culver Rapid Transit Line, extending
from a connection with a part of the
line now under construction at Avenue
X and Gravesend Avenue and extend-
ing over streets and private property

to a connection with the Coney Island
Terminal of the Brooklyn Rapid Tran-
sit Company below Sheepshead Bay
Road. The commission also plans in
the near future to let a contract for
the construction of the necessary col-
umn foundations and supports for this
elevated structure. There will be one
station on Section No. 3 at Neptune
Avenue, and known as the Van Sicklen
Station. The commission once before
attempted to let a contract for the
construction of this line, but found it
inadvisable owing to the high price
of steel and other materials prevailing.
The commission’s experts have been
watching the steel market, however,
and have learned that it may be pos-
sible to obtain an advantageous price
on the necessary steel within a short
time.

Lake Shore Electric Railway, Cleve-
land, Ohio.—It is reported that as soon
as the new franchises are passed by the
City Council of Lorain, the Lake Shore
Electric Railway and the Lorain Street
Railway, a subsidiary, will spend about
$500,000 in improving its property in
Lorain, including the elimination of
grade crossings by running out Broad-
way and through the Twenty-eighth
Street subway, the elimination of the
loop at the foot of Broadway, widen-
ing Twenty-eighth Street from Fulton
Road to Pearl Street, installation of a
Y in their private property on the
north end of Broadway, construction
of the line from Erie Avenue out Col-
orado Avenue to the Cromwell Steel
Company, and the extension of serv-
ice east and west of Erie Avenue.

Pennsylvania Railroad, Philadelphia,
Pa.—The first electric train on the
Chestnut Hill branch of the Pennsyl-
vania Railroad was operated on March
22 to test the system. Regular opera-
tion is planned for May 1. The next
portion of the system to be electrified,
it is said, will be the Wilmington divi-
sion.

Philadelphia & West Chester Trac-
tion Company, Upper Darby, Pa.—The
Borough Council of West Chester has
granted permission to the Philadelphia
& West Chester Traction Company to
extend its freight facilties and service
in West Chester. An additional track
will be laid by the company.

Seattle (Wash.) Municipal Railway.
—A bill is being prepared by Oliver T.
Erickson, a member of the City Coun-
cil of Seattle, for submission to the
Council authorizing the issuance of
utility bonds and the adoption of a
plan and system for the extension of
the present municipal railway on Ava-
lon Way, Thirty-fifth Avenue South-
west and Admiral Way and other
streets in West Seattle. In connection

with this, a bill will be prepared pro-
viding for the issuance of utility bonds
for an extension of the proposed ele-
vated railway on Washington Street
from TFirst Avenue South to Fourth
Avenue South and condemnation pro-
ceedings for the right to proceed with
such construction. The bonds voted at
the recent city election provide for an
elevated railway beginning at First
Avenue South and extending to the
bridge across the West Waterway on
Washington Street, Railroad Avenue,
Whatcom Avenue and Spokane Street.
An extension on East Marginal Way
from Spokane Street to the south city
limits will probably be included in one
of the bills that will be introduced in
the Council. It is not expected that
the extension work outlined will cost
more than $100,000. Materials for the
extension are on hand, and cars can be
operated over the line within forty-five
days after the franchise is granted.

Charlestown (W. Va.) Interurban
Railway.—Plans are being made by the
Charleston Interurban Railway for the
construction of a 2-mile extension of its
line. About $500,000 will be expended
for this and other improvements.

Shops and Buildings

Lake Shore Electric Railway, Cleve-
land, Ohio.—The construction of a new
passenger station at Lorain is being
considered by the Lake Shore Electric
Railway and the Lorain Street Rail-
way, a subsidiary.

Philadelphia & West Chester Trac-
tion Company, Upper Darby, Pa.—A
large freight building will be erected by
the Philadelphia & West Chester Trac-
tion Company in West Chester.

Power Houses and }
Substations

|

Georgia Railway & Power Company,
Atlanta, Ga.—A new substation has re-
cently been completed and placed in
operation by the Georgia Railway &
Power Company at Camp Gordon.

Springfield (Mass.) Street Railway.
—The Margaret Street power station
of the Springfield Street Railway has
been transformed into a substation of
the Turners Falls Power Company, the
old steam generating plant being abol-
ished. The company will receive
power from the Turners Falls Power
Company. The change is expected to
mean a great improvement through
making possible a greater extension of
peak loads and the elimination of the
use of 100 tons of coal a day.

Charleston-Dunbar Traction Com-
pany, Charleston, W. Va.—A report
from this company states that it will
place contracts within the next week for
the construction of a fireproof power
station and for two new boilers.
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Railway Appliance Exhibit

Number of New Track Appliances on
Display at the National Railway
Appliance Association Show

Track materials, tools, railway sig-
nals and the like made a good display
in the exhibition held at the Coliseum,
Chicago, by the National Railway Ap-
pliances Association in connection with
the railway engineering convention,
March 18 to 21. One noticeable feature
was the absence of large machinery.
With the present demand for machines
of all kinds they cannot well be spared
to stand idle for exhibition purposes,
and there would be difficulty and cost
of transportation. Nor was there the
usual large area of floor space devoted
to rails and switches.

In track appliances, besides the usual
varied lines of rail joints, rerailers, rail
anchors, tie-plates, etc., there were
two designs of crossing frogs giving
continuous rails for one or the other
track, and a new frogless turnout in
which a shifting rail takes the place of
a frog. A gas-heating system to pre-
vent the collection of snow and ice at
switches was one of the specialties.
Substitutes for wood ties were repre-
sented by a built-up steel substructure,
as used mainly for track crossings and
street-railway track, and a metal tie
composed of two steel castings con-
nected by a tie bar. Something new in
track fastenings was a spike made of
a piece of round iron with one end bent
into a loop to form the head. The
spikes are driven under the rail at an
angle of about 45 deg., with the end of
the loop resting on the rail base.

Steady Demand for Coal-
Crushing Apparatus

Manufacturers Meet a Necessity Occa-
sioned by the Acute Fuel
Situation

Manufacturers report that coal-crush-
ing apparatus is enjoying a steady de-
mand of considerable volume. There
are several reasons for this. First, at-
tention has been called to the very seri-
ous waste of fuel unless it is properly
sized to burn on ordinary stokers. Sec-
ond, the acute coal situation has made
it necessary for coal buyers to take
any kind of coal they could get, where-
as in the past they might demand some
perticular grade or size of coal. This
makes it necessary to install crushing
apparatus at the plant of the consumer.
Third, the manufacturers of crushing
apparatus have ceased to devote their
erniergies to trying to convert the coal
mines themselves to the necessity of

crushing coal and have turned their
energies toward the more fertile field
of the coal user. All these factors
bhave contributed to build up a healthy
demand in the industry for coal-crush-
ing apparatus.

Fussiness in Car Designs Not
Tolerated By Builders

Specifications Must be Standard—
Prompt Deliveries Mean Consider-
ably Higher Cost

Railway men who are either in the
market or are contemplating placing
orders for new rolling stock are finding
out a few things about the attitude of
car builders during these strenuous
days. The traffic operating manager
of an important system, who inquired
for specifications recently said he was
rather surprised at the firmness with
which the construction companies ex-
pressed themselves on so-called fussy
designs. He found that anything out-
side of standard requirements would
not be accepted excepting on long de-
livery. This meant, according to his
statement, that the deliveries are post-
poned so long that by the time desig-
nated for shipment arrived the rolling
stock was not needed. The traction
official was frankly informed that fus-
siness in trim, furnishing and finishing
of any cars these days would not be
considered, unless on an indefinite
future delivery. The cost would also
be higher.

Another instance where delivery and
cost figures related to the purchase of
a milling machine for a traction road’s
car shop. One had been installed and
operated with entire satisfaction for
quite a period. A second was needed
and the manager visited the manufac-
turer. At the close the railway man
remarked that he supposed the price
would be greater than the machine
bought before. The maker declared ne
change had been made in prices. When
it was mentioned that the milling ma-
chine was needed for immediate deliv-
ery the prospective buyer was blandly
informed that under those circum-
stances the cost would be 75 per cent
higher, otherwise it could not be
shipped in three years. The railway
official said he expected to pay an ad-
vance figure for the machine in ques-
tion, but this was going it pretty
strong. However, he declared this ap-
peared to be the prevailing conditions
everywhere and on everything. Urgency
of deliveries was the controlling factor
in determining price, the cost being a
secondary consideration.

Buying at Low Ebb

Serious Condition of Delivery Situation
on a Number of Electric Railway
Staples Listed

Information secured from operating
companies, manufacturer’s representa-
tives and jobbers indicates that the
purchase of electric railway equipment
and corresponding supply materials
has certainly reached a low ebb in the
Southeast. Compared with the same
months of last year, the volume of
sales shows a decided decrease. While
it is true that a quantity of equipment
has been bought by companies operat-
ing where military establishments have
been located, requirements are pretty
well provided for, and, on the whole,
the present outlook is very quiet, with
the possible exception of the activity
now taking place at coastal cities or
shipbuilding centers. Even at these
points a degree of wuncertainty exists,
owing to the fact that nothing definite
is known as to how far governmental
assistance will extend. These operating
companies are trying to handle the sit-
uation as they may arise, with existing
equipment, together with certain ad-
ditions readily available.

There is no doubt but that equipment
from generating units and cars to rail
bonds is badly needed, but the ques-
tion is how to raise the funds, and if
these are attainable, deliveries are the
next potent factor. For those com-
panies which have purchased fill-in and
maintenance supplies to cover much-
needed repairs and up-keep, the per-
verse transportation conditions, to-
gether with the fact that other essen-
tial industries are now calling on
manufacturers for material of a simi-
lar nature, has further added to the
difficulties at present experienced by
operating officials.

Hydraulic jacks are promised in
three to four months, geared ratchet
and high-speed have been boosted to
four to five months. The deliveries on
gears and pinions show little change,
holding at two to three months. One
redeeming feature may be mentioned,
and that is that lightning arresters can
usually be obtained from stock. Trol-
ley wire and feeder cable may be ob-
tained anywhere from twenty to
seventy days, depending: on the factory
conditions at the time of purchase. A
very slight improvement is noticed in
hangers and ears.

Rail bonds are reported to be coming
along very well—thirty days being the
average. The promise of shipment and
deliveries on spikes is getting worse.
It is almost impossible to get any date
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on rails and only in isolated instances
can they be secured in a reasonable
time, and then in small quantities. Ties
are coming along fairly well in small
lots, with extended delivery dates on
large orders. The delivery of brake
equipment is somewhat uncertain, run-
ning from thirty days on priority
orders for quassi-government work, to

three and four months on less essen-
tial orders.

Motor shipments are averaging from
four to eight months. Controllers may
be secured in five months, and car cable
in a shorter time. On the whole, the
above deliveries can be bettered if the
equipment is to be used in serving mili-
tary bases.

Supply of Raw Material Now in Fair Condition

Current Needs Difficult to Satisfy—Anticipating Requirements the
Only Solution—Shipments and Deliveries Vexing

Broadly speaking, manufacturers ap-
‘pear to be in a fairly satisfactory posi-
tion respecting the supply of raw ma-
terial. Interviews with leading con-
cerns in the various branches of the
trade confirm this impression. More-
over, there is no indication of uneasi-
ness regarding future requirements, de-
spite the governmental restrictions on
certain metals and other basic material.
Deliveries, of course, are the bane of the
industry, so much so that they are
mentioned as affecting the ultimate
selling price of the finishd product. On
the matter of prices generally an au-
thority said that the most important
factor contributing to the increases are
the intensification of demand for ma-
terial, the disruption of distributing
processes, a shortage of labor and the
decrease in the production of various
products. Manufacturers with expand-
ing programs are obliged to buy ma-
terial when the opportunity presents
itself for the certain delivery of the
goods, preparing against periods when
cars are unavailable for shipments. In
other words, manufacturers have to
stock requirements for future opera-
tions on a far greater scale than they
would if they could depend on deliv-
eries when the supplies are needed.

As one producer stated, the demand
for raw material in the steel, iron and
copper lines appears to have no limit.
To be sure, it was explained, the situa-
tion is badly mixed, but the supply of
metal and other material entering into
the manufacture of machinery, genera-
tors, motors, transformers and appa-
ratus of every description is easing up
and deliveries are slightly better. Con-
cerning wire and cables it was learned
that copper seems to be plentiful for
other than government work and can
easily be had if the producers have it,
and they are not yet being reported
as short of the metal. Prices remain
at the official standards. Shipments
from the smelters can be made, but the
embargoes hold up the deliveries. Un-
less priority orders, to which all ship-
ments of this kind are subject, are
obtained from the freight traffic com-
mittee by the consignee, the delay may
be indefinite. Cotton and rubber, indis-
pensable in the production of certain
wire, cable and other electrical products,
are practically in the same class as
copper,

In other lines where not only copper
is an essential but brass, slate, steel
castings and sheets are basic materials

a representative of one of the largest
manufacturers in either East or West
said that his company had anticipated
its requirements for the last two years
and was therefore fully provided to
meet every demand. In the fall of 1915
this concern carefully went over its
inventories for the preceding year, and
it based its requirements for 1916 on
the aggregate plus 100 per cent. It was
figured that this would represent the
probable increase in the business, and
material was placed on order on this
basis. Of this stock of raw material
92 per cent was worked up into its
finished products, representing only 8
per cent .of overbuying. For 1917 the
same plan was adopted, with a still
further increase of 30 to 35 per cent,
which will carry the plant up to Sep-
tember of this year.

By placing its orders far in advance
this manufacturer—and there appear
to be others following the same plan—
provided against future inconvenience
or shortage of material. The first ques-
tion to be considered is the one of de-
livery, with price secondary, a rule
which seems to prevail in every trans-
action. According to this concern, no
contracts on copper ecan be made for
future requirements. It is bought at
the market—base price plus the cost of
rolling or drawing. In order to be
sure of a shipment of copper a manu-

facturer had three cars of the metal
forwarded by express from Connecticut
to a Western city at a cost of $6,000.
The company in question, like three-
fourths or more of the manufacturers,
has government contracts, and there-
fore shipments of either raw material
or the finished goods are granted the
advantages of priority certificates,
otherwise the embargoes interfere with
deliveries to the regular trade.

An advance in steel castings is con-
sidered a probability by a number of
manufacturers, although it is intimated
that the official price, which remains in
force until March 31, will remain at
the present figure. The American Iron
and Steel Institute, acting in conjunc-
tion with the War Industries Board on
this question, declines to state its posi-
tion one way or the other. As regards
gears and pinions, a manufacturer of
prominence said, shipments have been
held up since Jan. 1, which has resulted
in the delivery of only a quarter of the
quantity usually sent out. All export
business has been suspended for the
time being. While government control
is not affecting gear steel, forged gear
blanks are almost impossible to obtain
on reasonable delivery. Pinion material
is costing more than ever before, but
prices have not advanced recently. Mal-
leable iron is easier. In plants of this
description and those on parallel lines
in the electrical field labor is the most
trying problem. Skilled workmen are
required, and they are scarce and of
uncertain tenure on account of the ab-
normal wages.

Quotations on nearly if not quite all
raw material for electrical goods are
made f.o.b. plant, with shipment at
convenience of mill or factory. As one
of several manufacturers who volun-
teered the information said, shipments
in the immediate neighborhood can be
accomplished, but to reach points in the
Middle West with either material or
finished goods is difficult, often taking
two or three months.

Rolling Stock

o |

Aurora, Elgin & Chicage Railroad,
Aurora, Ill., advises the ELECTRIC RAIL-
WAY JOURNAL that the purchase of six
new cars reported in this column on
March 16 is unfounded.

Springfield (Mv.) Traction Company
has on delivery twelve new one-man
cars built by the American Car Com-
pany, St. Louis, Mo. The cars were
ordered in July last and were en route
last week.

Central Arkansas Railway & Light
Corporation, Hot Springs, Ark., has just
received seven new one-man cars from
the American Car Company. It has
also bought' five second-hand cars,
which were rebuilt in its shops and
are now in operation, replacing the
rolling stock destroyed by fire in De-
cember last.

Chattahoochee Valley Railway, West
Point, Ga., has put in commission on
its system another new car, the second
of the two reported as having been
purchased.

New Jersey Transportation Company,
a subsidiary of the Public Service Cor-
poration of New Jersey, Newark, N. J.,
in order to temporarily furnish trans-
portation facilities in advance of track
construction, to new shipyards at Port
Newark Terminal from the end of one of
its lines, is reported to have purchased
eighteen second-hand motor-buses.

Charleston Consclidated Railway &
Light Company, Charleston, S. C., is
reported as having placed an order for
seven new passenger cars with the Cin-
cinnati Car Company. Four are
double-truck, center-entrance cars,
automatic control and of the pay-as-
you-enter type, seating fifty-two pas-
sengers. The remaining three will be
light rolling stock, seating thirty-two,
with automatic controls and also of the
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pay-as-you-enter model. Delivery is

promised in five months.

Murphysboro & Southern Illinois
Railway, Murphysboro, Ill., mentioned
in the ELECTRIC RAILWAY JOURNAL as
having ordered new rolling stock, fur-

nishes the following specifications:
Number: of cars ordered .:.:sim siewenies 2
Name of road..Murphysboro & Sc]oﬁthﬁrn
LRy
Builder of car body..... American Car Co.
Type of Caris:uqs Closed Motor I'assenger
Seating CaADACIEY s o oo s o g6 5855 = o s w0 20500 50
Bolster centers, length........ 23 ft. 0 in
Length over bumpers......... 46 ft. 0 in.
Length over vestibule......... 45 ft. 0 in.
Width, over all.....avwqw.oosss 8 ft. 10 in.
Height, rail to trolley base....12 ft. 7 in.
Boa, s ewsmemsman ¢ oman e e Semi-steel
Interior. TRIM o o o ove 00000 Polish bronze
Headlining ...............0.... gasote
TROOTE a0 a5 5 5 507 505 5158 591 5 548 514050 5 e e Arch
Air brakes
Westinghouse Traction Brake Co.
ASVEST 5 n - ot e 0 5 2 s i o s ol m J. G. Brill Co.
BUMIDEYSe s 605 s ¢ sis 56615 American Car Co.
Car trimmings. .« - cossosmons J. G. Brill Co.
Control, type... Mo TP Che H. L.
Couplers. ...Tomlinson M. C. B. (Radial)
Curtain fixtures..... .Curtain Supply Co.

Curtain material ......Curtain Supply Co.
Fenders or wheelguar ....Wood pilots
Gears and pinions..Westinghouse vertical

staff with Pittsburg drop handle
Hand brakes..Giant perfected brake drum

HeaterS: .usosais: s Peter Smith hot water
Headlights. . . s o 00 Golden Glow S-M-95-9
Journal DOXed... .. vomon J. G. Brill Co.
Lightning arresters.......... Westinghouse
Motors. . Westinghous: No. 523- B 4 per car
IVEQEOTISE L, o 5o mvel= s = 1 552 9 s o 5 sallabiacle Inside hung

Sanders

Keystone air, E. 8. S. Co.” No. 18,575

Sash! FIXEUTes ;s e ale s s i s Dayton Mfg. Co.
Seats, style..... Brill Winner cressed steel

reversible
Seating material sy weswsniss . .Rattan
SDPINE S e s, i01.0 w56 » 151 01 5 067 8 10 55 8 w3 J. G. Brill Co.
Step treads.......... Feralun safety treads
Trolley retrievers.........Knutsen No. 2
Trolley base.:::«.:sws .. .. Westinghouse
Trolley wheels or shoes.....Westinghouse

Trucks tyDes :es:m;as Brill 27-M C. B. 2x
NVenfllatorSe o ose v ssow s viosnsns Brilt exhaust
Wheels (type and size)...23 in. Davis cast
stee] M. C. B.
Toronto (Canada) Railway is re-
ported as making specifications and
oueries on 100 new passenger cars.
The company lost 130 cars by fire about
a year ago, referred to previously in
the ELECTRIC RAILWAY JOURNAL.

Fort Wayne & Northern Indiana
Traction Company, Fort Wayne, Ind.,
is reported as contemplating the pur-
chase of seventy-five new one-man
cars, additional to the lot on which
quotations were asked from car build-
ers, reference to which was made in
the ELECTRIC RAILWAY JOURNAL of
Marech 23.

Cleveland (Ohio) Railway having
ordered twenty-five cars, as reported

in the ELECTRIC RAILWAY JOURNAL of
March 16, the G. C. Kuhlman Car Co.,

Trade Notes

builders, furnishes the specifications
below:
Number of cars orderedc.scss sesmes 25 o .
ga{ne oé road...l. ......... C.]le\'elzi,gd 1%1157 Triangle Conduit Company, Brook-
ate order was placed...... an. 5 1
Date of delivery........ Already delivered lyn, N. Y, ann_ounces the appointment
%ullderfof car body.((j (t? IKKuhlman Ctar _(1)0. of Alva D. Stein, 156 Purchase Street,
YPe Of Car. .,coese “enter-entrai.ce trailer 1
Seating capacity...... 59 in winter and 69 Bos.ton’ Mass" AS : its New Eng]and
o in summer B8elling agent.
Jolster centers, length ...... ..26 ft. 0 in. o
Length over bumpers. . ..49 ft. 0 in. Permutit Company, New YOI'!(, N,
%@y&%}t{h over \ilestlbul .38 tft. 0 in. manufacturer of water-softening and
a2 Sl St J16  rectification apparatus, has removed
s v Sen'éiﬁsteel from 30 East Forty-second Street to
. Agasote 440 Fourth Avenue, where the entire
- Pltaltinharch top floor will be occupied by its offices.
.......... estinghouse . .
A Laclede Steel Co. Captain Richard P. Henry, late of the
VUINDETS o &6 ¢ 65 5 6rin bisi a5 5 ixi o re o Charnnel type 2 joi -
Car trimmings. .Railway Company’s Stand- Umted States Army’ has Joxned the sell
o . ard ing forces of the Square D Company of
o T T Cartain caonbress  Detroit, manufacturer of steel-inclosed
Curtain material......... G .Printed duck safety switches, and has been appointed
Designation signs....Railway ( %xg;adna%‘g- to the Indiana territory, with headquar-

Door operating mechanism

National Pneumatic
Hand brakes. .Railway Company’s Standard
ETCALOTS . o oot o 555 585 o 55655 Do Peer Smith
Journal boxes.............. Symington Co.
Paint, varnish or enamel. . Sherwin-Williamz
paint, Chicago outside varnish, Wright’s in-
side varnish.

ters at Indianapolis.

Frank J. Foley, formerly manager of
the mining department of the West-
inghouse Electric & Manufacturing
Company, on Jan. 1 became connected

Eash fixtures...... No fixtures, drop sash with the Edison Storage Battery Com-
Seats, style................... ....Brill pany, Orange, N. J., as manager of the
Seating material.... "’ Raftan u s pany: oot 3
SPrings. . x oo Bt for scar. mining and traction department, with
Step treads .............. s v e i Kass headquarters at the main office.

Trucks, type...:s.ovsaen. Brill 67-F Trail

Ventilators.................. Scullin  type

Wheels...... oo e ey 3 50 1 B 26-in. stee’

Philadelphia Rapid Transit Company
Las been ordered by the Public Service
Commission of Pennsylvania, as a re-
sult of the inquiry into service in thai
city, to purchase on or before Dec. 1
1919, 100 new cars of the larger type.
Following the cessation of the war, the
company is directed to purchase new
cars annually.

Portland Railway Light & Power
Cempany, Portland, Ore.—Public Serv-
ice Commissioner Buchtel, of Oregon,
upon receipt of a report from Public
Utilities Engineer Fred A. Rasch that
the company would not be able to re-
model nineteen cars to be used in re-
lieving the congestion on its lines in
the city until in the summer, stated
that he would ask the company to in-
crease the force employed in the re-
modeling work, and insist that the
work be expedited. All of the nine-
teen cars are of the open type, and it
will cost $25,000 to remodel them.

New Advertising Literature

Railway & Industrial Engineering
Company, Pittsburgh, Pa.: Illustrated
folder descriptive of its various Burke
specialties and their installation.

Wells-Morris Manufacturing Com-
pany, San Francisco, Cal.: Leaflet de-
scriptive of its Wells motor-starting
switches, designed for low-voltage and
overload protection.

Pass & Seymour, Solvay, N. Y.:
Three leaflets descriptive of their P. &
S. 60,020 medium-base brass-covered
receptacle, P. & S. 299 pull-chain brass
splicing link, P. & S. porcelain recep-
tacles and P. & S. sign receptacles.

Keyes Products Company, New York,
N. Y.: Illustrated catalog on “Neva-
split Panels—A Lumber Question An-
swered,” descriptive of the company’s
products, how made, their various uses
and the results.

=
RAILWAY MATE{EIA}!LS:) - NEW YORK METAL MARKET PRICES
March 2 March 2

Rubber-covered wire base, N. Y., cents 1b. . 27-30 27-30 Blassh 2 Marciil
Weatherproof wire (100 lb. lots), cents per Copper, ingots, cents per 1b.......oooeerenern... 23} 23%

Ib,, New YOrk. ... ooouuroneuenrnnnn.. 28% to 34} 28% to 34} Copper wire base, cents perlb.................. 261 to 26% 26% to 26%
Weatherproof wire (100 1b. lots), cents per Lead, cents per Ib. v s . ¢ samniseine < s e s et 7% 7%

1b., CRICAZO. -+ v vne s perrssts s 33.42 to 28.35  33.42 to 38.55}  Nickel, cents per Ib 50 50
Rails, heavy, Bessemer, Pittsburgh....... $55.00 $55.00 Spelter, cents per 1b. . . .. 73 73
Rails, heavy, O. H. Pittsburgh, per gross ton $57.00 $57.00 Tin, Straits, pcts ol 585‘00 $85.00
Wire nails, Pittsburgh, per 1001b. . . ... $3.50 $13.50 TR Ty e 1 : 32
Railroad spikes, X in., Pittsburgh, 160 Tb.. $3.90 $3.90 umium, $98 oo neriteent B enta N otgE U tEEES : i
g;cleeltl?ars, l]:]i“ib‘(l;%h’ pe;‘ I}())O l% ........ $5.00 $5.00

eet iron, blae gage), Pittsburgh, per

Odb — e L D $4.90 $4.90 OLD METAL PRICES—NEW YORK

Sheet ilron,fgalvanized (24 gage) , Pittsburgh, $5.8

PeE 10008 oo i v e b 5 58 eime n e .80 $5.80 1
Galvanized barbed wire, Pittsburgh, cents Maech g0 Ma

s O N L $4.35 $14.35 Heavy copper, centsperIb.............oouunnn. 22 22
Galvanized wire, ordinary, Pittsburgh, Light copper, cents per 1b. .. ... 193 19%

centsperlb. .. ... .. .eeiiiii..... $3.95 $3.95 Red brass, cents per Ib........... 18 18
Cement (carload lots), New York, per bbl. . $2.25 $2.65 Yellow brass, cents perlb. ... .... 13 13
Cement (carload lots), Chicago, per bbl. . . . $2.31 $2.71 T.oad, heavy. cents peclh 6.38 6.375
Cement (carload lots), Seattle, perbbl. . . . . $2.65 $4.1 i T = o ég 5%
Linseed oil (raw, 5 bbl. lots), N. Y., gal... . $1.58 $1.57 Steol e Chicaso man v $42.41 $42.41
Linseed oil (boiled, 5 bbl, lots), N. Y., gal. $1.59 $1.59 S car ax’es, L0, DL EUtOr il 30 30,00
White lead (100 Ib. keg), N. Y., cents Ib. . 10 10 Olc car whcely, Chico pei 0 L 1 e
Turpentine (bbl. lots), N. Y., cents gal. ... . 443 44} bRt G SRl At 0 () WD panoonde : :

an { : d Steel rails (relaying), Chicago, per gross ton...... $60.00 $60.00

* Nominal. { Governmental price in 50-ton lots, f.0.b. plant. Machine shop turnings, Chicago, per net ton...... $17.00 $17.00





