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ANY American operators do not fully appreciate

the revenue and public-satisfaction value of des-
tination and route signs that can be read by the
would-be passenger for the length of an ordinary city
block, say one-fifteenth or one-twentieth of a mile. Now
with the coming of the skip stop, the need for such
signs is all the greater because with the longer distance
between stops, the car is going at a good rate of speed
while it is one block away from the next permissible
stop instead of being at a standstill. If the man in
the street cannot make out the sign, he will either sig-
nal for an unnecessary stop or else start to walk. The
latter action is more likely if he is only a mile or so
from his destination. Since it cannot be denied that the
skip stop has a tendency to discourage short riding, it
would be a serious mistake to accelerate that tendency
by continuing the use of car signs that are indistinct
both night and day. It is so easy to use conspicuous
initial or route number signs as an identification to the
native rider at least, that further retention of wooden
block and ground-glass monitor lettering is inexcusable.

If You Can’t Buy,

Try Installments or Rental

HEN the maker of a money-saving or money-

earning device has convinced the railway prospect
that he is telling the truth and nothing but the truth,
the latter will often throw up his hands, expel a heart-
felt sigh and say: “I guess you’re right old man, but
where in Helvetia can I get the money for your stuff?”
If the salesman at this point can go no further than a
sincere expression of sympathy, both the sale and the
savings are off.

It may be a misfortune, but it is certainly necessary
in many instances for the manufacturer to finance the
customer by taking his payments in long-time install-
ments or in rentals. Although this means a higher
initial cost than outright cash purchase, there is an
important advantage in that the manufacturer has the
strongest possible incentive to make good because he
will not get his money until the customer is satisfied.
This policy, of course, works out most logically with
devices that need personal instruction, enthusiasm and
follow-up to be a success, such as fare-collection and
car-checking instruments. If the latter are sold out-
right, the customer is too prone to make no allowance
for these very factors that bring him the highest re-
turns.

When asked for the secret of the perfect blending of
the paints in the pictures which he produced, the great
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Reynolds replied that he mixed his paint with brains.
So, too, the makers of efficiency devices also have had
to mingle brains with metals and mechanisms. There-
fore, they cannot sell their apparatus at a manufactur-
ing profit over the cost of their copper and steel as
does the maker of a stock article. They must charge a
figure that includes both inventive ability and continu-
ing service to the buyer. Surely, if such manufacturers
have the faith that the money for long credits or rentals
can be made directly out of savings, the electric railway
manager should show equal faith in accepting such op-
portunities in the helpful spirit in which they are
made.

Solve This Business

Problem in a Business Way

NE of the tangible results of the recent reconstruc-

tion conference at Atlantic City, held under the
auspices of the United States Chamber of Commerce,
was the passage of a resolution calling for the appoint-
ment of a committee of the chamber “to investigate and
study the question of local transportation as it relates
to the control of rates and service, franchises, taxes,
the attraction of capital into the business, and such
other questions which the committee may find per-
tinent.” The scope of the investigation is national in
character, and, for its decision to carry the greatest
weight, we believe that the members of the proposed
committee should be of national standing.

The leaders of the Chamber of Commerce of the
United States who have to do with the naming of com-
mittees could serve the public interest well if, in ap-
pointing this particular committee, they select men
capable of broad-gage views and conclusions, with a
good knowledge of public relations, as well as some
contact with power and electric railway companies.
The type of man who should come last in the list of
those to be named on the committee is the public utility
official who is that and no more.

The war has taught us to think in terms of the
public utility industry rather than in terms of special
interests in the industry. A consciousness has been
aroused among public utility men that they are part of
a great national industry instead of being merely
officials of local plants and local industries. Public
utility men themselves are now beginning to under-
stand this, and they should be the first to come forward
and urge that there should be named on the committee,
for instance, men such as the following: the president
of a great life insurance company—any one of them—
in view of the fact that the big insurance companies
are owners of from $250,000,000 to $300,000,000 worth
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of public utility securities; the president or general
manager of a great industrial plant using power and
local transportation which suffered and which thereby
caused industrial war production to suffer during the
war because of the lack of power and local transporta-
tion; leaders, such as one who sprang to the rescue in
Boston, in the organization of street railway and power
company security owners; and last but not least, some
representative of the public utilities who has been
closely in touch with the industry in a national way
during recent years and knows its problems.

A big, broad-gaged committee, which touches at all
points the public, namely, the users and the owners,
rather than the operators, of the public utilities is
what is needed for this work. It could do much to ad-
vance the prosperity of the country through the im-
provement of its local transportation systems.

New York Situation Looks

Somewhat More Hopeful

HE New York City situation appears a little more

hopeful as a result of the events of the past week.
The appointment of a receiver for the Brooklyn
Rapid Transit Company and the frank statements from
Mr. Shonts of the deplorable condition of the Inter-
borough and New York Railways lines under a 5-cent
fare have brought a realization to the public that some-
thing must be done. A special feature of the case is
that with both the B. R. T. and the Interborough, under
the dual subway agreement, the companies are entitled
to preferential treatment in the division of the income
of the rapid transit system. But the new lines are not
yet paying—indeed, are not yet completed—and the
rise in operating expenses has robbed the 5-cent fare
of its profit and the companies of their ability to finance
themselves until things again become normal. The ac-
ceptance by Mr, Garrison, formerly secretary of war, of
the Brooklyn receivership has installed confidence that
the interests of the company will be well cared for, and
the treatment of the traction ecrisis in the press is gen-
erally sympathetic. This is considered indicative that
the city may be brought to consider some service-at-
cost or other plan under which the subway extensions
may be completed as proposed and the integrity of the
traction properties may be preserved.

The obvious immediate step to be taken is an advance
in fare. It is a notable fact that although New York
provides the most expensive electric railway construc-
tion per mile of track of any city in the country and
probably the longest ride for a single fare, it is among
the very few cities left which have not permitted an
increase in the fare from that which existed before the
war. The admission of Comptroller Craig that under
municipal ownership fares would have to be raised
shows the justice of the demand that they be increased
now. The whole theory of the modern public service
corporation is that it is entitled to a reasonable return.
New York City ought not to run the risk of such
obloquy as will surely always attach to it if it deliber-
ately witholds a living fare from properties which up
to the outbreak of the war were prosperous and paying
dividends. It is running such a risk by employing the
tactics which have brought the local railways to their
present pass. !

“Hooverize” Time by Cutting
Out Unnecessary Delays

N A Middle Western city recently an electric railway

company found it necessary to indicate the new stop-
ping places under a skip-stop system by suspending the
signs from the overhead wires. These signs were placed
at locations exactly over the spot where persons were
expected to board the cars. The resulting time saving
from having the people wait at the proper distance from
the street intersection was quite noticeable and had an
appreciable effect on the scheduled movement of the cars.
The change was especially worthy of comment because
the same company previously had marked stopping places
by signs on the nearest trolley poles, even though these
supports happened to be 50 or more feet from the spot
where persons were expected to board the cars.

We do not refer to this experience with the idea of
recommending that all companies should change the lo-
cation of stop signs, regardless of expense, where they
do not happen to conform to this plan. We believe, how-
ever, that the incident is worthy of mention as showing
how improved operation may result from a discovery
brought about by the adoption of the skip-stop system.

The “man on the street” has no idea of the value of
minutes, still less of seconds, as connected with railway
operation. He is peeved perhaps when a car passes him
by and causes a wait of two minutes or so for another.
In fact, those two minutes are likely to measure up as a
much longer period in his mind. This is what Doolittle
calls one of the psychological aspects of street railway
service. But he rarely thinks that the railway company
is interested in saving time.

The thoughtful railway operator, however, has to give
serious consideration to this factor in providing trans-
portation, especially under erowded city conditions. That
is why, for instance, he adopts a simple transfer system
which eliminates, say, one punch mark even though
a more elaborate form of transfer would safeguard the
revenues more closely if the conductor had the time to
punch every hole or look for every mark painstakingly.
That is why there is a constant demand for quicker fare
collection methods—especially now that more pennies
are being handled. This accounts also for the continual
effort toward the development of mechanical devices
which will have a tendency to speed up the movement of
the car.

When we consider how much thought is given by some
officials to details of this kind, we may well wonder why
no improvement is made to correct other conditions
which should have a very strong tendency to accelerate
traffic movement. Take, for instance, the matter of
clearing the right-of-way from vehicular obstructions—
and, as a necessary corollary in crowded districts, pre-
venting the parking of automobiles along the tracks.
Wonderful results are said to have been secured in this
last particular in Chicago where the downtown streets
formerly were impassable outside of the car tracks.
Now, during the rush hours, this nuisance is practically
eliminated, with a resultant time saving for every car
passing through the “loop district.”

These are only a few of the items to be considered in
improving car service. Traffic studies made from time
to time, such as the one reported for Dallas in our Dec.
7 issue, call attention to many similar instances where
transportation facilities may be bettered. It is well to
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have such recommendations come from experts. The
people are more likely to be impressed by such reports
from disinterested sources. But, after all, no good can
come of even the best traffic study unless it be followed
by proper co-operation from the public and the local
authorities. The trying times through which we are
passing call for such co-operation.

Why the Automatic Substation
Is Coming Into Its Own

VERY technical development involves the balancing

of rival financial and other considerations, true en-
gineering being the selection of equipment and methods
of operation which are in the long run most economical.
This is well illustrated in the progress of electric railway
power distribution. At first the electric power was gen-
erated and distributed in direct-current form for this
purpose, but the distance to which it could be trans-
mitted at the low voltage of 500 or 600 was so small as
greatly to hamper progress. For interurban lines and
long city lines alternating-current transmission was a
necessity. However direct current was practically the
only kind available in the early days for use in the
motors so that the connecting link, the rotary converter
and therefore the rotary converter substation, had to be
developed. This institution was accepted as a necessary
evil, although from the operating standpoint it was a
success practically from the start. It involved extra
investment in equipment and expense for operating la-
bor. Hence the number of substation units was limited
by the cost. A balance had to be struck between savings
produced and cost to produce them.

The necessity for using rotary substations was a
prime cause of the interest in the alternating-current
motor for cars. The difficulties that had to be overcome
in producing a satisfactory motor for this purpose were
very great but they were overcome and a number of
roads adopted these motors. Here again was the bal-
ancing of costs, that of the rotary converter substation
against the higher cost of rolling stock. In general the
rotary “won out.” But while all of this progress was
going on labor and equipment costs were mounting. The
economic limit set to the number of substations pos-
sible on many lines was too low. At this point the auto-
matic control came in to permit the number of stations
to be increased without increase in labor cost. Here
again the economic balance is being redetermined—with
the labor factor largely eliminated.

In last week’s issue of this paper a list of practically
all of the automatic substations installed or ordered to
date was given. By means of this it is possible to trace
the story from 1915 to date, the short period covered by
the actual operation of railway substations of this type.
A considerable number of equipments are still to be
delivered, so that it will be possible to keep track of
progress for some time to come with the aid of the
table. The Des Moines City Railway and the Inter-
Urban Railway of the same city are the largest users of
this type of substation to date. Next comes the Chicago,
North Shore & Milwaukee Railroad, the equipment of
which form the basis of an article by Charles H. Jones
in this week’s issue of this paper. Mr. Jones shows in
a very convincing way just how and why the automatic
control fits in with the equipment of this very important
heavy interurban line.

Putting “Square Pegs’ in Square Holes,

i.e., Selecting Employees Scientifically
MPLOYERS of labor have not harassed their gray
matter very much during the last couple of years

about the best manner of selecting employees. The
obtaining of help of any kind has been a prime cause
for worry, and the finding of a man best fitted for a
certain kind of work has not usually been within the
realm of practical possibilities. The signing of the
armistice has wrought some kaleidoscopic changes, how-
ever. War industry workers are scurrying to the cover
of more stable if less profitable employment, and peace
renders our vast army of fighters a potential host of
employment seekers. Because of the inherent stability
and attractiveness of the work it seems likely that public
utility service will attract many of those who are now
or soon will be seeking employment. From the stand-
points both of efficiency of work performed and of
loyalty to employees the question, “How shall I select
my employees?” is a vital one to railway executives to-
day.

In the two or three years preceding the era of labor
scarcity from which we are just emerging, considerable
progress had been made in the methods of hiring em-
ployees by a number of companies. The old haphazard
methods were being replaced by those which brought out
to some extent the pertinent fact of whether the man
was suited for the work in hand. Fitting the man to
the job, or the job to the man as the case may be, getting
the “square pegs” out of the round holes and into the
ones in which they do fit, is scientific selection of labor
and yields worth-while results to both employer and
employee. The war has given an extraordinary impetus
to the development of special tests and methods of de-
termining a man’s ability to achieve results along a
given line, This is the work of trained practical psy-
chologists, and since our entry into the war the govern-
ment has had many such experts developing tests and
methods of selecting men suited to the innumerable jobs
that exist within the confines of a modern military
organization. Over one-third of the enlisted personnel
of the army has been given these tests. They have been
used as the basis of selection of men for positions rang-
ing from field officers to cooks and from air pilots to
sappers.

Obviously no one universal test can be employed. A
given employment requires a test which will bring out
the prospective employee’s ability to achieve results in
that particular employment. At first glance many of
the tests used seem foolish, but one is prone to change
his opinions about the matter after taking one of them
himself even if it js only one of those devised for the
most ignorant and illiterate of the various classes of
recruits who so recently were pouring into our canton-
ments. Of course such tests should be wisely employed
and their results should not be regarded as all conclu-
sive. They should not be seized upon as the grand
panacea for all the ills that beset the employment office.
The results of the War Department’s experience have not
yet found their way into print, but the growing use of
the tests gives some indication of the regard in which
they are held and points to their probable value to all
employers of labor. At any rate they should be of as-
sistance on electric railways in sifting out worthless
applicants for positions.
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Three New Substations in Operation and a Fourth Under Construction
Save 177 Miles of 500,000-Circ.Mil Cable Worth $650,000

By CHARLES H. JONES

Acting Electrical Engineer, Chicago, North Shore & Milwaukee Railroad, Highwood, Il

is a high-speed interurban line running between

Milwaukee, Wis., and Evanston, Ill, a suburb
of Chicago, where it connects with the North-
western Elevated Railroad, one of the elevated lines
entering the city. The interurban road is double track
throughout practically its entire length, and among the
places of interest located along the line are the largest
naval training station in the United States, situated at
Great Lakes, Ill., and an army post at Fort Sheridan,
IIl. An outline map of the road is given in Fig. 1.

The rolling stock consists of 106 passenger cars, of
which thirty are 45-ton steel interurban cars equipped
with four 140-hp. motors each, and forty are 38-ton
wood interurban cars equipped with four 75-hp. motors
each. There are also ten express cars, four locomotives
and 150 freight cars, together with the usual comple-
ment of line cars, work cars, plows, sweepers, etc.

An hourly high-speed limited service is given between
Evanston and Milwaukee, a distance of 73 miles, and
half-hourly service on Saturday afternocon, Sunday and
holidays. The schedule speed throughout the run is
37 m.p.h. For 21 miles on the southern end of the
system the line runs through towns requiring many
stops and slow-downs so that on the balance of the run
it is necessary to maintain a speed of 60 m.p.h. for a
large part of the distance. For this service steel trains

THE Chicago, North Shore & Milwaukee Railroad

of two, three and four cars are used. A half-hourly ex-
press service is maintained between Evanston and
Waukegan, a half-hourly local service between the same
points and a two-hourly local service between Evanston
and Milwaukee. On Saturday, Sunday and holidays,
and on Wednesday, which has been visitors’ day at the
Naval Training Station when a public review has been
held with an attendance as large as 30,000, service has
been added between Evanston and the Naval Training
Station so that an average interval of seven minutes
for three-car trains has been maintained. In order to
accomplish this it was necessary to rent considerable
equipment,

In addition to the above passenger service an exten-
sive merchandise dispatch service is maintained on the
entire line, and over a portion of the line a great deal
of carload freight is handled. This consists mostly of
coal, gravel and crushed stone,

As an indication of the rate at which traffic has in-
creased during the past few years, the car-miles run
per annum are given as follows: 1915, 2,833,221; 1916,
3,292,659; 1917, 4,742,293; 1918, 6,023,582.

Power is purchased from the Public Service Com-
pany of Northern Illinois at Waukegan or Evanston, as
the supply company sees fit, and from the Milwaukee
Electric Railway & Light Company at Milwaukee. The
current is furnished at 25 cycles, 13,200 volts, and is
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distributed over the trans-
mission lines of the rail-
way company to the vari-
ous substations on the line,
the transmission voltage
between Evanston and
North Chicago being 13,-

« 200 and that between
Loy North Chicago and Mil-
Auramnc waukee, 33,000. Step_— up

1500 Kw transformers are provided

RACINE at the North Chicago and
obin the Milwaukee. substations,
there being 3000 kw. of

2 transformer capacity at

KENOSHA )
FAUTOMATIS Mllwaukeg and 1500 kw. at
500 Kw North Chicago. The power

system as originally laid
out consisted of substations
at Milwaukee, Carrollville,
Racine, McKeown Road,

|Starte Line

s;g?géfgﬁ, North Chicago, Highwood,
1-500 kw Winnetka and Libertyville.
= From time to time, as the
”.g:?;:%%%«@ service was increased,
7-300 k. feeder cable was added
< until the feeder system
SOBSTATION. had reached the extent in-
dicated in Fig. 2. With

e e the addition of steel cars

= R to the rolling stock in 1916

WINNETKA SUBSTAT/ON--,

000 Kw. " 1-500 K.

WILMETTE SUBSTATION
(f/zr%'é:;(mrfa RR)

L2000 K% evansTON

Chicago Crty., =
DPFhs A

and 1917, the power system
became inadequate. This
condition was greatly ex-
aggerated when the United
States entered the war, at
which time extensive plans
were made to enlarge the
Naval Training Station
and the army post, both of
these projects causing a
great increase in travel along the line. A very close
study of various methods available for enlarging the
power system, among those considered being the addi-
tion of feeder copper, the changing of the trolley volt-
age from 600 volts to 1200 and the addition of new
substations.
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FIG. 2—ABOVE, CHART OF CALCULATED VOLTAGE ALONG

LINE WITH 1500-AMP, CONCENTRATED LOAD; BELOW,
POSITIVE FEEDER CAPACITY DIAGRAM

In upper flzure, bottom border of shaded area shows voltage
before new substations were added. Average voltage Linden
Avenue to Carrollville, 421. Top border shows voltage with new
substations added. Avelﬁgc voltage Linden Avenue to Carroll-
ville, . Dotted line shows voltage with enough cable
added to produce the lowest voltage obtained between substations
in_the various zones. Average voltage Linden Avenue to Carroll-
ville, 498 )

In lower figure, solid line shows amount of copper in positive
circuit at present. Dotted line shows amount of copper required
in_the positive circuit to give line voltage shown dotted in the
voltage chart above. Addmonal copper. amounts to 177 miles of
500,000-circ.mil cable. ative circuit consists of four 65-1b.
rails Linden Avenue to North Chicago Junction; four 80-1b. rails

orth Chicago Junction to Carrollville, and four 80-lb. rails Car-
rollville to Milwaukee except for 3% miles of single track.

A graphic representation of the results which would
have been obtained by adding feeder copper or by add-
ing new substations is shown in Fig. 2. The calcula-
tions were based on the assumption of a concentrated
load of 1500 amp. traveling through the section. The
resultant voltage which would be obtained at every mile
point on the line was calculated and the drop to that
point was plotted. It is evident from this drawing that
an average of 421 volts existed throughout the system
before the substations were added. With the substa-
tions put in as shown the average voltage was raised to
510. In order to determine what amount of copper

would have to be added to the present system in order
to produce the same low voltage point between substa-
tions as would exist under the new substation plan, the
drop to the center point was assumed and the calcula-
tions were worked backward. The voltage drop at each
mile point was then refigured and the resultant graph
was drawn.

This gave an average voltage throughout
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the system of 498, and ap-
proximately 177 miles of 500,-
000-circ.mil cable would have
been necessary. As this would
cost approximately $650,000,
while it was estimated that the
additional substations could
probably be installed for $150,-
000, assuming that new equip-
ment was used in each of these
added stations, it is quite ap-
parent that the power system
could not be built up economi-
cally by adding feeder copper.
There were many complications
to be considered in a proposed
change in trolley voltage, due
to the fact that in many places
the line was operated through
towns where it was not con-
sidered safe to use the higher
voltage on the trolley. There-
fore the control equipment
would have had to be provided
to take care of two line volt-
ages. Furthermore, there
were a great many old - type
600-volt motors in use which
would have had to be discarded
if the trolley voltage was
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(See table for details)

TERMINAL BOARD DETAILS
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changed. Therefore, the only plan that appeared feasible
was to add new substations, and this was adopted. A
careful study was next made of installations of auto-
matically-operated substations, with the result that two
equipments were ordered. The rotary converters for
use in these two stations were obtained by installing a
1000-kw. rotary in Winnetka substation, thereby releas-
ing two 500-kw. machines. Two more equipments have
since been installed and a fifth is on order. Some de-
tails of the construction follow.

The substation buildings are one story in height with-
out basement, and have shallow machine pits, the floor
being raised about 2 ft, above the surrounding ground
level to prevent water accumulations in the pit. The

foundations are of concrete and extend to a point about
6 in. above the floor level, the walls from this level up
being built of brick. Pressed brick is used on the out-
side and common brick on the inside. The roof, which

-is of 3-in. reinforced concrete, is supported by heavy

steel beams, one steel column being located approxi-
mately in the center of the building, The floor is of
concrete, 6 in. thick, laid on a cinder foundation. Light
is admitted through wire-glass windows set in steel
frames just below the ceiling level on three sides, and a
pair of double doors are located on the track side of
the building for use in bringing in the equipment. In
one of these doors is set a small door for general use.
Ventilation is provided by louvers on all sides just above

APPARATUS IN A CHICAGO, NORTH SHORE & MILWAUKEE AUTOMATIC SUBSTATION

No, 1—Lightning arrestexi\sr.

No. 2—Switchboard with resistors above, No.
0. 4—O0il swilch with operating mechanism, and current transformers.

3—Transformers and resistance coils,
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the floor level and Burt ventilators in the roof. Two
ventilators are used in the 500-kw. stations and three
in the 1000-kw. stations. The high-tension line en-
trance is made through the roof, with 45,000-volt en-
trance bushings. Figs. 8 and 4 show an elevation and
floor plan of the stations giving the general arrange-
ment of the equipment, while the head piece of this
article furnishes a good idea of the external appearance
of a typical station.

All high-tension work is made of £-in. copper tubing
mounted on pipe racks suspended from the ceiling. Oil

FOUR LE FORD
RUTOIRTIC

FIG. 6—~SAMPLE SUBSTATION VOLTMETER
RECORD CHART

switch, control transformer, current transformers and
potential transformers are elevated above the floor on
pipe racks, the lowest point to which high-tension bus
or exposed connections are brought being 9 ft. 6 in.
above the floor, so that it is impossible for anyone to
come in contact with them without deliberately planning
to do so. The arrangement of all apparatus is such
that it is not necessary to reach across any “high
tension” to work upon disconnecting switches or fuses.
A 33,000-volt outdoor-type lightning arrester is in-
stalled within the building, wire guards being placed
on the front of it to prevent anyone from accidentally
coming in contact with the tanks.

The oil-switch operating mechanism is mounted on a
pipe rack about 2 ft. above the floor and a direct connec-
tion is made between the operating mechanism and the
shaft, instead of the usual connection on the side. This
makes possible a better arrangement between the switch
and the mechanism.

Low-tension connections between the transformer
and the alternating current side of the rotary are
made with rubber-insulated, lead-covered copper cable
mounted on a pipe framework set up in front of the
transformers. The starting and running contactors
are mounted in front of the middle transformer and
directly over the external reactance. An air duct is
provided from one of the intake ventilators to the
rotary converter pit to furnish cool air to the rotary
during hot weather.

All control wiring is installed in iron conduit buried
in the concrete floor, and the switchboard is mounted
in one corner of the building about 6 ft. from the
wall. Ample working space is thus provided behind

* the board. A trench is located in the floor at the rear

of the switchboard and in this all control conduits
terminate, short pieces of conduit extending through the
floor into this trench from the terminal strip located
at the bottom of the switchboard. The trench is pro-
vided with a slate cover.

The controller is mounted on an angle-iron table

BEACH
AUTOMATIC SUBSTATION

Chart

No.506
AHIETER CHART.

FIG. 7—RECORD, ON SMOKED PAPER, FROM
RECORDING AMMETER

about 2% ft. above the floor, thereby providing easy
access to it. Wires from the controller are carried in a
8-in. iron conduit which extends from the wire trench
to one leg of the table, then up the leg and along under-
neath the controller with three 13-in. short nipples
welded in the horizontal run so as to bring the wires
out at their proper place.

The current-limiting resistors are mounted on chan-
nel iron racks supported at one end by the building wall
and resting on the switchboard stanchions at the other
end, with the shunting contactors suspended from the
bottom of the resistance grid supports. These sup-
porting irons are mounted at such a height as to give
at least 6 ft. clearance from the bottom of the con-
tactor to the floor level. All connections between re-
sistance boxes, contactors and circuit-breaker studs on
the board are made with bar copper.

SWITCHBOARD WIRING GREATLY SIMPLIFIED

The switchboards themselves were wired on the job.
Additional panels were provided above the regular in-
strument and equipment panels and on the back of these
all instrument and apparatus resistors were mounted.
At the bottom of the board is a slate strip on which
terminals are provided, all control wiring being run
direct from the apparatus through the conduit in the
floor to these terminal strips, and all connections from
the instruments and apparatus on the panels being run
down to this same terminal strip. This arrangement,
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and the mounting of the resistors at the top of the
board, make it possible to install very straight and
direct switchboard wiring, eliminating practically all
wiring crosses on the back of the board. Fig. 5 (page
85) shows the wiring layout on the back of the board,
together with the terminal strip, and the table accom-
panying the drawing shows where each of the wires
leads from the terminal post.

A system of ground cables was lald in the concrete
floor. This was connected to a ground cone and the
track rail, and all pieces of apparatus were connected
to this system. All grounding connections were made by
welding with an acetylene torch. All through the station
a great deal of work was done with these welding and
cutting torches, as in making up the control transformer
and controller stands and many special pipe fittings.

The buildings are of sufficient size to accommodate
a machine of larger capacity, and if it should ever be-
come necessary to provide a two-machine station, the
extension for the second machine would be made at the
side toward the controller so that the sw1tchboards
would join.

Each of these stations is tapped off from the high-
tension line. Therefore, in order to make each one
as flexible as possible, pole disconnecting switches are
provided on both sides of each station so that it is
possible to work on the high-tension line on either side
of the station and still keep the station running. On
the last station built, two steel towers were used in

First a recording voltmeter, with stops arranged to
limit the range of motion of the pen, is used to indi-
cate when the station is running and when it is shut
down. This gives a record of the length of time the
station is running, indicates false starts and also serves
to indicate failures of any pieces of the apparatus. A
sample chart is shown in Fig. 6.

Second, a recording ammeter is used to give a record
similar to that obtained with the voltmeter. It also
shows the load which the station carries while it is on
the line and gives more information about equipment
failures than the voltmeter. A sample chart from this
instrument is given in Fig. T.

Third, as a further check on operation, mechanical
counters are being installed on the following appara-
tus: Controller, main contactor, shunting contactor,
thermostats and no-voltage relays. By means of these
it is possible to determine the number of times these
pieces of apparatus operate. By following the regis-
tration of these counters from day to day, any failures
of apparatus can be observed. A daily inspection of
stations is made at which time the charts are changed,
counters and meters are read, apparatus is inspected
and cleaning done. This, however, is not sufficient and
a record of what takes place when nobody is in the sta-
tion is very desirable.

The first of these stations was put into service as
an “automatic” in December, 1917, and went through
the following severe winter with very gratifying re-

DETAILS OF THE SUBSTATIOV EQUIP]\IENT SUPPLEMENTING THOSE fHOWN ON PAGE 87

No. 5—Control Transformer.
No. &

High-tension Connections on Roof.

No. 7—Main Controller.

—View Behind SWitchboard Resistors above with Shunting Contactors Beneath Them

place of the wooden poles, with very pleasing results,
_ the operating rod for the switch being extended down
inside the station walls.

For the purpose of checking operation considerable
experimental work has been done in order to obtain a
record from which some information will be available
daily as to determine what is occurring in the stations.
A summary of some of the plans tried follows,
and, while no one of them gives all the information
desired, each has some merits. Further experiments
are being conducted along these lines.

sults. This station carries an extremely steady load and
runs continuously about eighteen hours per day. The
second station was put into service in the early part of
April, 1918. It operates practically 50 per cent of the
time during eighteen hours of the day. The third sta-
tion was put into service in the early part of Novem-
ber, 1918, and runs about 50 per cent of the time, but
it does considerable more starting and stopping than
either of the other two stations. The fourth station is
now under construction and will be put into service dur-
ing the early winter. This is a 1000-kw. station. It
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will carry a heavy load for about twenty hours per day
with very little starting up and shutting down.

The construction work on these stations was carried
out by Caesor Antonio, construction foreman, under the
supervision of the writer.

Rehabilitating the Disabled
French Soldier

The Author Tells How Steps Are Being Taken to
Utilize Disabled Soldiers in the Electric
Railway and Other Industries
By LUCIEN A. H. PAHIN
Pontoise, France

HE French law of April 17, 1916, provided under

special conditions for the employment of soldiers
and sailors invalided home, or retired on account of
infirmities resulting from wounds received or diseases
contracted at the front in the course of actual warfare.
One article of this law provides that certain public
departments, as well as industrial or commercial enter-
prises which enjoy concessions, monopolies, or state,
departmental or communal subsidies, must furnish lists
of occupations and indicate the conditions under which
employment may be secured by returned soldiers and

following: (1) The category into which each occupa-
tion falls in accordance with a classification under four
heads established by a law of Aug. 26, 1905. (2) For
the various parts of the body, those which when affected
by wounds will not necessarily interfere with employ-
ment in the occupation in question. (3) The conditions
which the applicants must fulfill in order to be em-
ployed in the several lines of work. (4) The ratio of
the number of disabled soldiers and sailors to the total
which the employer considers preferable. (5) The
probable annual number of vacancies for disabled men.
(6) The wages or salaries to be paid, and the rights
of the employees with respect to pensions.

It is understood that former employees who have
been injured but are available for re-employment will
be reinstated without delay by their former employers
either in the lines of work previously occupied or in
different work.

To illustrate the kind of report which is prepared’
the accompanying list from the Arpajon railway is
reproduced. Those of the other railways are similar in
general, varying only in accordance with local condi-
tions.

Of course in regard to all parts of the body there are
certain tasks which impose restrictions not indicated

TABLE OF OCCUPATIONS FOR DISABLED SOLDIERS AND SAILORS

Parts of Body Which Probable Wages or
May Be Wounded Special Conditions of Proportion of  Number of  Salary— Right
Classification . Without Disqualifying Cmpl t, Rehabili d n _Annual to,
Number Occupations the Worker Examinations, Ete. Desirable Vacancies Pension
2 Accountants, draftsmen...... Skull, face, eyes, ears,
neck, chest, genital
organs, back, pelvis
thigh, leg, foot. . ‘Written and oral examinations. .. 50 per cent, Rare 5fr.per day
3 Copyists, clerks, warehouse—
men, storekeepers, etc.. Skull, face, eyes, ears,
neck, chest, genital
organs, back, pelvis,
thigh, leg, foot. . Written and oralexaminations. . . 50per cent Rare 5 fr. per day
3 InsSpectors.. . vovsuesusasnsns Skull, chest, genital
organs, arms, thigh,
Jeg, fook. i sas. s ‘Written and oral examinations. . 15 per cent Rare 5.5 1r.
4 Conduetors ... ..vvunenon.. Same except omit skull Must be nble to read write and
. | caleulate. . " 15 per cent Rare 5 fr.
4 Doorkeepers, night watchmen Skull, face, chest,
gemfal organs, thigh,
leg, foot....... ‘Written and oral examinations. .. 10 per cent 2 5fr.
4 General workmen........... Skall, fa(o chest, geni-
tal organs, thigh, lcg,
00ERG 5 = 5 e - = Must be able toread, write and
. caleulate . 10 per cent 2 5 fr.
4 Locomotive drivers Face, genital organs. . Same plus professional knowledze 15 per cent Rare 5.5r.
4 Chauffeurs. Face, genital organs. . . Same plus professional knowledge 15 per cent Rare SH5E T
4 Motormen. . . Face, chest, genital .
organs, thigh, leg,
. oot. ... U Same plus professional knowledge 15 per cent Rare 5.51r.
4 Mechanies. ......c..oouannn Skull, face, eyes, neck,
chest, abdomen, gen-
ital organs. Same plus professional knowledge 10 per cent, 1 0.45t0 0.70fr.

per hour

sailors, and must give their order of preference in these
lists. They must also include the proportion of such
openings with respect to their total staffs which have
not been “reserved” in accordance with previous mili-
tary laws.

In applying the provisions of the above law four
electric railways in and about Paris have established
lists of the occupations which will be available for the
disabled soldiers and sailors, and the President of the
Republic has approved the plan of the companies by a
decree under date of May 13, 1918. The railways re-
ferred to are the one connecting Paris and Arpajon,
the north-south subway line in Paris, the Bois de
Boulogne railway and the tramway line on the left bank
of the Seine in Paris.

Each list indicates in regard to each employee the

in the table. For example, for the hands, arms and
feet the infirmity can involve only a certain amount of
functional disability. Again in most of the cases it
is necessary that the employee be able to talk.

The Paris lines have been cited as examples, but
similar provision has already been made or will ulti-
mately be made in the case of many other railway lines.
The tables which they have prepared do not differ essen-
tially from those prepared earlier. The law of April 17,
1916, provided that in future no industrial or commer-
cial enterprise may obtain a concession or monopoly,
or state, departmental or communal subsidy, except on
the condition of reserving for the military purposes
mentioned a certain number of positions, and they will
be expected particularly to consider the cases of fathers
of large families.
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Canadian Lines Near Breaking Point

Despite Higher Costs of Operation, Municipal Authorities Demand Old Fares and More Service—
Municipally Owned Lines Are Losing Money—Service-at-Cost Plan, as Adopted
in Massachusetts, Is Being Sought by Ontario Investors

By ERNEST P. FREDERICKS

Publicity Director Association of Holders

Canada, where the cost of operation is more than

it is in the United States and where most of the
lines are getting less than a 5-cent fare. The inevit-
able has happened, and it is hardly surprising that
practically every railway in the Dominion is in financial
difficulties. This does not except those that are mu-
nicipally owned.

For some time prior to the war there were evidences
that the tramways of Canada were destined to suffer
from the same conditions that have since become coun-
try-wide in their influence. Rising costs in every de-
partment of operation, scarcity of labor and a pro-
nounced political antagonism have rendered the position
of the tramways in Canada well-nigh intolerable. What
aggravates the situation is that there is very little ap-
parent inclination on the part of municipal authorities
to meet the issue half-way.

In most cases the tramways have contracts in the
respective cities running anywhere from twenty-five to
thirty years. In a number of instances these contracts
provide that when the agreement expires the city can
take over the roads, as has already been done in a num-
ber of the smaller communities. To appreciate fully the
trend of conditions, one must realize that Canada is the
hotbed of municipal ownership. Yet, on the record of
past performances, one is justified in wondering why
this feeling is so intense or why municipalization is re-
garded as the panacea for all tramway ills. Certain it
is that public ownership of tramways in Canada has
anything but a clean slate.

] :LECTRIC railway history is repeating itself in

MUNICIPAL OPERATION SHOWS DEFICITS

In Port Arthur and Fort William, the publicly-owned
tramways are losing about $100,000 a year; this, too,
despite the fact that fares are double what they were
when the war started. The London & Port Stanley
Railway, a municipal enterprise, through favorable ac-
tion on one application has had an increase in fares
allowed and is now asking for another.

The Toronto Civie Railway, which has been operated
by the city for the last four years, will show a deficit
this year of about $200,000. For the four years it will
show an aggregate loss of $687,000.

In Saskatoon, St. Thomas and Edmonton the mu-
nicipal tramways are working on the wrong side of the
ledger and have been for some time.

The Brantford Municipal Railway was compelled to
readjust its rates this summer in order to overcome a
$12,000 deficit.

Calgary has been in a bad way and even after being
bolstered up is barely breaking even on its municipal
tramways. A year ago the Calgary Municipal Railway

of Public Utllity Securities, Toronto, Ont.

showed a deficit of more than $19,000; this year, up to
the end of August, there was a surplus of a little more -
than $7000, but owing to a 4 per cent tax which was
placed on the railway in June by the City Council this
surplus will be eaten up.

The Regina Municipal Railway for the nine months
ended Sept. 30 showed a deficit of more than $40,000,
and it is believed that this will be increased to $50,000
by the first of the year.

All things considered, public ownership has not
proved the ideal arrangement that its advocates would
have us believe.

OBSTRUCTIONS OFFERED TO HIGHER FARES

In the few cases where increased fares have been
allowed in Canada the companies have found it almost
impossible to put the new schedules into effect because
of injunctions and other court proceedings prompted
from a variety of sources. The case of the British
Columbia Electric Railway is a striking example of
how some of the rate situations have been handled. In
this case, the Vancouver City Council granted the com-
pany the right to charge a 6-cent fare. As a result of
this decision the company began paying increased wages
and thereby averted a strike. Some weeks later, after
the order had been signed by the city clerk, the Mayor
refused to sign it. Thereupon the City Council de-
cided that it had overstepped its powers in granting the
increase. The question was finally put up to the people
for a vote, and, as in the case of other referendums on
the same question, the increase was turned down by the
people.

The company then issued a statement in which
it said that there was no doubt that the City Council
had authorized the increase and that the company
would proceed forthwith to charge the 6-cent fare. The
city applied for an injunction, but the court refused
to issue one and the case has been thrown into the
courts to be fought out at a later date. Such cases are
not unique either in Canada or in the United States, but
they stand out more clearly in the Dominion because
rate increases are so seldom allowed.

Despite the inevitable consequence of trying to pay
yesterday’s liabilities with next week’s assets, the rail-
ways are being held strictly to the fare schedules of
twenty or more years ago. The result is that in a num-
ber of cities as many as nine rides for a quarter are
being sold, and 25 cents for six rides is almost every-
where the maximum charge. The companies say they
cannot continue under such rates, and the City Coun-
cils, which in most cases are the clearing houses for
tramway troubles, are almost unanimous in declaring
that the companies must not only continue at the old
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fares but must give additional service. It is evident,
from this condition of affairs, that the breaking point
is not far distant.

ONTARIO SECURITY HOLDERS ORGANIZE ASSOCIATION

As far as Ontario is concerned, the shareholders of
the tramway companies have organized for the purpose
of devising a plan of relief that will tide over the situa-
tion. The Association of Holders of Public Utility Se-
curities, organized along much the same lines as the
Massachusetts association a year ago, is conducting a
campaign of education to let the riding public know
just what the real conditions are and to urge the adop-
tion of the service-at-cost plan of operation for the
Ontario roads that need relief. The plan proposed will
be formed along the lines of the general service-at-cost
plan adopted for Massachusetts with such changes as
may be necessitated by the local conditions.

Articles explaining the proposed form of relief are
being sent to the leading papers of the Province, and
literature giving more detailed explanation of the serv-
ice-at-cost plan is being prepared for general distribu-
tion. Much publicity has already been secured, and
the plan has been very favorably received outside of
Toronto, where the City Council candidly admits that it
wants, and expects, service at less than cost. Perhaps
later on, if the city takes over the railway in 1921, the
people may be willing to contribute several hundred
thousand dollars a year out of the city treasury to make
up the deficit resulting from a less-than-cost service.

In the meantime an effort is being made to put the
electric railway business of Ontario on a business basis.
Montreal has already done this through the service-at-
cost plan; Winnipeg is about to launch such a plan,
and Ottawa is looking into the merits of the zone sys-
tem. The Ottawa Electric Railway franchise expires
in 1923, and if the city does not acquire the property
the franchise will automatically continiie for a fur-
ther period of five years. The company has been asked
to make a number of extensions and improvements, but
it is not felt that these large expenditures can be made
in view of the uncertainty that confronts the company.
As far as the zone system is concerned it is not gen-
erally indorsed in Canada because experience has shown
that where traffic is heavy the fare collection problem
is one that makes the zone system impractical.

SERVICE-AT-COST IDEA GAINING FAVOR

In Toronto the situation is about as acute as it is
anywhere in the Dominion. On Oct. 9 the Toronto Rail-
way, which is the privately owned railway in the city,
petitioned the City Board of Control for its co-opera-
tion in obtaining a straight 5-cent fare. Without any
investigation of the merits of the case the board de-
cided unanimously to refuse to entertain the proposal.
This refusal was subsequently supplemented by what
many consider a continuous performance of persecution,
and at the present time the city is trying to collect a
fine of $24,000 and $1,000 a day imposed by the Board of
Control because the company failed to increase the num-
ber of its cars as ordered by the board. Just what the
outcome will be no one can prophesy, but in view of the
present unfriendly attitude of the city government the
company can hardly look for much co-operation from
that source. In justice to the company it should be

said that the service in Toronto is as good as, if not
better than, that in most cities of the same size any-
where on the continent and much better than in a num-
ber of cities where fares are much higher.

In Hamilton the Radial Electric Railway secured per-
mission to increase its rates last summer, but there was
such unanimous opposition that the company decided
to waive the proposed increase and announced instead
that it would reduce the service. This also met with
widespread opposition, and the company was ordered to
maintain its regular schedule. Matters have been al-
lowed to drift along from month to month without much
sign of improvement, and the company has now an-
nounced that one of three things must be accomplished:
(1) an increase of fares sufficient to meet expenses of
operation; (2) the cessation of operation entirely and
realization on the company’s physical property at the
present high prices of material, or (3) the adoption of
the service-at-cost plan of operation. [Since this article
was written the Hamilton Radial Electric Railway com-
pletely suspended service.—~EDS.]

The situation in London is also rather interesting.
For a little over a year the London Street Railway has
been trying to get the City Council to approve a serv-
ice-at-cost plan of operation, but thus far efforts have
been unavailing. Nor can the company get any other
form of relief. The inconsistency of this position is
attested by the fact that the London & Port Stanley
Railway, which is a municipally controlled road, made
a plea for relief on exactly the same grounds as the
London Street Railway did and the municipal line was at
once authorized to make a sufficient advance in fares
to cover the increased costs of operation and to provide
a sufficient surplus for taking care of its capital obliga-
tions. It has never been clearly explained or under-
stood why relief was granted in the case of the munici-
pal line and denied the privately-owned company.

The opinion generally throughout the Province of
Ontario is that it is only a question of time when the
tramways, municipal as well as privately owned, will
be on a service-at-cost basis. Sir Adam Beck, one of the
most stalwart advocates of municipalization, in pleading
for increased fares for the London & Port Stanley Rail-
way, is credited with saying that “all the road wanted
was enough to cover the cost of service.” This is char-
acteristic of the position that is being taken by every-
one in the Dominion who has investigated tramway
conditions and who realizes that the lines cannot con-
tinue to give adequate service if they are obliged to sell
this service at less than its actual cost. When this self-
evident fact becomes generally recognized, the tram-
ways of Canada will be on the road to a solution of their
problem, and the riding public will be more likely to
secure the kind of service that manifestly cannot be
given by companies constantly hovering on the verge of
financial disaster.

In his annual report for the year ended March 31,
1918, C. J. Spencer, until recently manager of the Brad-
ford Corporation Tramways, states that excellent re-
sults have been secured with a railless trolley battery
vehicle which has been used to carry stores required
for car repairs, sand, etc. The cost of operating the
vehicle is less than that of gasoline lorries engaged in
similar work. :
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Equipment Accessories Desirable in Electric
Arc Welding’

Proper Protection for the Operator Is Essential and
Conveniences Added Insure Better Workmanship

welding and properly to protect the worker from

injury, certain equipment accessories have come
to be recognized as absolutely essential in carrying out
electric welding.

Face shields are of great value. The practice is to
provide two types for protecting the eyes and skin from
the light rays of the arc when welding. One is a shield
so constructed that when it is held in front of the face
by one hand, the arc will be observed through a combi-
nation of colored glasses located in the center. The
shield is of such size as to cover the entire face in order
{hat the skin will not be blistered by the rays from the
arc. Fig. 1 shows a sketch of such a shield designed to
be held in the hand. This type has been found to be
satisfactory. Such a ghield is cooler than the helmet
type and as a rule is preferred for “down-hand” weld-
ing, since ordinarily this class of welding does not re-
quire a free hand to steady the body. A face shield
should always be made of material which is a non-con-
ductor. Where a metal shield is used, holes will acci-
dentally be burned in it, after which it is often used to
the detriment of the operator’s eyes. Also slight shocks
are often felt when welding with a metal face shield in
close places, especially when the face and hands are
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FI1G. 1—WOODEN FACE SHIELD FOR HAND USE

moist from perspiration. This tends to make an op-
erator nervous and may result in a poor weld.

For the more difficult operations, such as overhead
welding, or welding which requires the operator to be

*From 1918 report of committee of Association of Railway
Electrical Engineers. While prepared for railway elecirical en-
gineers primarily, this report contains much information of
value in the electric railway shop or on the track.

in a standing position, a shield of the helmet type
should be provided, in order that the operator may be
able to use one hand to steady himself. Many different
satisfactory designs of head helmets are on the market.
Fig. 2 shows a face shield
of the helmet type. A com-
bination of glasses which
has proved satisfactory is
two red glasses, one green
glass and one clear glass.
The clear glass is used be-
tween the colored glasses
and the work to protect the
former from being pitted by the flying particles of hot
metal. It is replaced when it becomes so badly pitted
as to interfere with the vision. All glasses should be
of single strength thickness.

In practice it is found that the density of the color-
ing in the glasses does not run uniform, i. e., one red
glass may be very dark while another may be compara-
tively very light. The same holds true with green
glasses. This variation can be used to advantage by
cperators as it permits them to select a set of glasses
having coloring of such density as is best suited to their
eyes. The requirements vary greatly among the differ-

FIG. 2—HELMET TYPE OF
FACE SHIELD
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ent operators. Special glasses put out under various
trade names are also satisfactory.

Since there is a considerable amount of welding te
be done in the shops and out in the open on parts that
are too heavy to be transferred to a welding booth, sets
of portable screens are provided which can be placed at
one side or completely around the work on which the
welding is being done, to provide protection for other
men working in the near vicinity from the light of the
arc. The portable screens are made of two panels hinged
together, and usually two portable screens for each
welder are provided. When it is desired completely to
surround a part, two screens will be required. Fig. 3
shows a sketch of such a screen now in use.
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FIG. 4. BOOTH FOR WELDING MISCELLANEOUS PARTS

The ground wire should be permanently connected to
the clamp, and the point on the work where the clamp
is to be attached should be perfectly clean and bright
so as to insure a good connection between the clamp
and the work.

For cleaning the dirt and oxides from surfaces on
which welding is to take place there is nothing that will
do the job quite as well as the sand blast. There are
cases where the scale is so heavy and hard that the use
of a roughing tool is required to loosen the scale, after
which the sand blast is used to remove the small par-
ticles untouched by the roughing tool. It is found that
a small portable type of sand blast is best suited for this
class of work, as it can be taken into restricted spaces,
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FIG. 6—CABLE REEL FOR PORTABLE WELDING OUTFITS

There should always be one or more stationary weld-
ing booths located at some convenient place in the shop,
where all the small miscellaneous parts may be brought
for welding. Fig. 4 shows a sketch of a booth designed
for this purpose. The curtains are hung in such manner
as to permit parts to be brought into the booth from
any one of the four sides. A space between the table
and the curtains is provided to prevent sparks from
lodging on, and burning holes in, the latter. The booth
may be made smaller than that shown if space is limited.

The work on which welding is to be done forms one
of the poles of the circuit, and it is necessary that the
connection to the work be secure to aid the flow of the
current. The practice in most cases has been to connect
the ground wire to a plate, the plate then being laid on
the work. This kind of a ground connection is very
poor unless the plate is tack-welded to the work.
A better method for connecting the ground wire is to
use an extra heavy forged clamp having an opening of
at least 41 in., and a threaded bolt that can be tightened
down with a wrench.

and its weight is not so great but what it can be handled
with reasonable ease. Fig. 5 is a sketch of a small sand
blast which has been in use for some time and has given
good results.

As the use of a sand blast is necessary on a large
number of the operations, a shield to protect the eyes
and skin from the sand is required when the blast is
being used. The removal of the colored glasses from
one of the face shields, the clear glass being left in
place, permits the face shields to serve for this purpose.

For removing dirt and oxides which are very light,
two steel wire brushes are provided; one is about 2% in.
wide by approximately 6 in. long, the other is very
narrow, approximately 1 in. wide, and 4 or 5 in. long.
The narrow brush is used for cleaning in close places.

A selection of carbon blocks and rods should be car-
ried in stock for the purpose of making forms. The
blocks are often used as a backing when closing a gap
from one side where it is desired that the finished weld
be flush and smooth on the opposite side from which
the welding was done. The carbon rods are used to
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insert in holes when it is necessary to do welding on
parts which are drilled, without filling in the holes.

When the welding machines are made portable, it is
found to be good practice to mount a cable reel on the
end of the truck on which the welding circuit cables
are wound. The use of a cable reel will preserve the
wire and will save considerable time in the handling of
the cables.

A sketch of a reel designed for this purpose is shown
in Fig. 6. Collector rings are placed at each end to
provide for the flow of the current between the ter-
minals of the machine and the cable on the reel. A
spring is placed at one end to keep the rings firmly in
contact with each other. A reel like that shown has
been in service for approximately two years without
giving any trouble.

System in the Armature Room

An Armature Rack' Conserves Space, Facilitates
Handling and With Lathes Adjacent to Crane
Much Labor Is Saved
BY GEORGE E. PELLISSIER
Assistant Manager Holyoke (Mass.) Street Railway

N ACCOMPANYING illustration shows a type of

armature rack which we have at our shop and
which has proved of great convenience. The advantages
of this particular method of storing armatures lie in
the small amount of space taken and the facility with
which each armature can be reached by chain block
without interfering or damaging other armatures in
the rack. To remove an armature it is rolled out to
the end of the bracket on which it rests where the
sling for lifting it is adjusted, and the armature can
then be lifted out with the home-made traveling hoist

S

CORNER OF SHOP USED FOR BANDING ARMATURES
AND TURNING AND SLOTTING COMMUTATORS

which serves the rack. After the armature is dropped
it is picked up by the armature buggy and carried to
the motor for installation.

This rack will accommodate thirty-five armatures
with one on each pair of brackets, and seventy armatures
with two on each pair of brackets. The rack for
storing air-compressor armatures shown at the right
in the photograph will store twenty armatures.

In the construction of this rack we used 3-in. x 8-in.

wooden uprights to which the brackets were attached
by &-in. bolts. The top pieces of the brackets were
made of 2-in. x f-in. strap iron and the braces were 2
in. x % in. The brackets extended out a distance of
20 in. from the uprights and the top piece was in-
stalled with 1-in. pitch to prevent the armatures rolling
towards the end. The ends of braces also projected
above the top surface to act as a stop. The uprights

ARMATURE STORAGE RACK OF THE HOLYOKE STREET
RAILWAY

were set out from the wall a sufficient amount to clear
the steam pipes which may be seen in the illustration.

By installing a machine for banding armatures and
slotting the commutators adjacent to the lathe used for
turning down commutators the same jib crane is used
to serve both machines.

One of the accompanying illustrations shows the
arrangement, together with the banding and slotting
machine used which was made by the American General
Engineering Company, New York City.

A. S. M. E. Takes Over the
Engineering Index

"J*HE American Society of Mechanical Engineers, 29

West Thirty-ninth Street, New York City, has ac-
quired the engineering index formerly published by the
Engineering Magazine and later by its successor, Indus-
trial Management. The society will issue the index in
three forms: As a part of the journal, as a separate
monthly publication and as an annual volume. This fa-
mous index originated with Prof. J. B. Johnson of Wash-
ington University in 1883. For twelve years it was pre-
pared under his direction and for the following twenty-

‘five years had the personal attention of John R. Dunlap,

president of the Engineering Magazine Company. The
index will be published with the following classifications:
Mechanical engineering, thirty-one subheads; electrical
engineering, eleven subheads; civil engineering, nine
subheads; mining engineering, fourteen subheads; met-
allurgy, seven subheads; aeronautics, nine subheads;
marine engineering, four subheads; organization and
management, thirteen subheads; industrial technology;
railroad engineering, fifteen subheads; munition and
military engineering; general science, three subheads.
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Skip Stops Spell Safety

Records from Detroit Are Quoted to Show that the Skip Stop Means Greater Safety to the Passenger
as Well as to the Vehicle and Pedestrian on the Street—The Data Are Shown Graphically
and Cover Ten Months in 1916, 1917 and 1918

By E. J. BURDICK

Assistant General Manager Detroit United Railway

pertaining to street railway operation meets

with opposition—sometimes with those of the
craft, I am sorry to state; more often, because more
naturally, the opposition comes from the public.

Of these progressive measures probably none has
been so bitterly attacked as skip-stop operation, and
without sane reason, for such operation is conservation
of great import and of the highest type.

I feel certain now that all operating officials, and
certainly the public where the system is effective, fully
appreciate the conservation of time. The engineering
staff of the National Fuel Administration has most
thoroughly demonstrated that the system is a great
conserver of fuel. Our own records prove conclusively
that skip-stop operation in densely-populated communi-
ties is a most important reducer of accidents.

Surely, then, a measure conserving all these things I
have mentioned is entitled to a vigorous propaganda
until it becomes a fixed and settled institution through-
out the country.

From the very first study I gave to this method of
operation I was convinced of its usefulness as a safety-
first measure. The deeper I went into it the more this
feature appealed to me, and the longer skip-stop opera-
tion has been in effect upon the city service lines of the
Detroit United Railway the greater the proof piled up.

The figures given herein and the charts prepared
therefrom are based upon the actual records of the com-
pany as to car mileage, passengers carried and accident
reports, major and minor, filed with our claims depart-
ment. The population figures are the estimates from
the issuers of our city directory, and the figures of
automobile licenses issued are officially from the State
authorities, as issued to the residents of Detroit. They
cannot, of course, include automobiles from other com-
munities that traverse our streets, but this has no basis
in the comparison as the conditions thereto have been
the same during the period under discussion-

In 1916 Detroit did not have skip-stop operation; in
1917 there was partial skip-stop operation, and through-
out 1918 there has been full skip-stop operation.

It should be borne in mind that throughout the years
referred to there has been no difference in the other
well-recognized measures of safety. In all three years
there have been safety zones, near-side stops and safety-
step cars (though these have been added to, there being
an increase in 1917 over 1916). On the other hand,
the clags of platform men deteriorated with us as with
others, due to war enlistments and profiteering labor
shifts, and it is safe to say that had the force of plat-
form men of 1918 been of the standard of ability pre-
vailing in 1916 the advantage of the skip stop as a
measure of safety would have been even more start-

!-S ALL of us know, every progressive measure ap-

lingly illustrated. The figures I give are for the first
ten-month period of the years mentioned.

For the first ten months of 1916 within the one-
fare zone we carried 1,458,964 passengers for every one
injured. With skip-stop operation gradually developing
in 1917 the factor of safety increased to one injury for
every 2,437,628 passengers, and in 1918 under adverse
labor conditions becoming much worse we carried safely
2,506,754 passengers to one hurt.

Similar evidence of safety by skip-stop operation is
demonstrated by comparing the number of car-miles
operated to every collision between street cars:

AVERAGE NUMBER OF CAR-MILES OPERATED TO EVERY
CAR COLLISION
Non-skip-stop; 1916 . . wsiesnsessimnasss
Partial skip-stop, 1917
Complete skip-stop, 1918

8,625 car-miles
11,659 car-miles
12,945 car-miles

And this is despite the labor conditions!

Opponents of skip-stop operation have often muddled
themselves as between increased speed and decreased
running time due to the elimination of stops and hence
less wastage through acceleration, and have feared that
faster operation would increase the element of danger.
There has, of course, been no increase of maximum
speed so that their fears are unfounded.

A corollary to the collisions between the company cars
may be taken as the collisions between the company cars
and the growing number of automobiles- Here again is
ample proof of the safety to be found in the skip stop.

In 1916 we operated 3539 car-miles to every automo-
bile struck; in 1917 this was increased to 3690 car-
miles and in 1918 to 4388 car-miles. Certainly the ob-
servation of none of us can possibly lead to the ecredit
going to any increasing care being taken by the mass
of automobile drivers.

Again proof of the safety to be found in skip-stop
operation through the elimination of the number of
places where passengers may board and alight is most
clearly shown in the number of accidents of platform
nature—those in boarding or alighting. Here is the
table of comparison:

AVERAGE NUMBER OF PASSENGERS CARRIED PER PAS-
SENGER INJURED IN BOARDING OR ALIGHTING
Non-skip-stop, 1916 193,110 passengers
Partial skip-stop, 1917 ... 288,488 passengers
Complete skip-stop, 1918 . 555,575 passengers

The detailed tables follow, Table I showing the same
data as Fig. 1, Table II as Fig. 2, etc. No especial ex-
planation is required as to their compilation except
pogsibly with Tables V and VII, shown graphically in
Figs. 5 and 7. In determining the proper allowance in
Table V, for the increasing number of automobiles in
use, the number of licenses issued for 1918 was taken
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as the unit 1.00. It was then found that the number
in 1917 was 0.82 of the-1918 figure and that in 1916 it
was 0.66 of the 1918 figure. These constants, multi-
plied by the passenger car-miles for their respective
vear, were taken as giving the relation of the passenger
car-miles each year one to the other. This result is
divided by the number of “automobiles struck” to deter-
mine the car-miles per automobile struck. The same
general plan was followed in Table VII, which gives
the car-miles run per pedestrian hurt. The population
in 1918 was taken as the unit 1.00, and it was found
that the unit constant for the population in 1916 was
0.83, and for the population in 1917 was 0.92. These
constants, multiplied by the passenger car-miles for
their respective year, give the relation of the passenger
car-miles each year one to the other. This result is

TABLE V—SHOWING CAR-MILES RUN PER AUTOMOBILE STRUCK

e 191 ——1917 1918

1C.M. C.M. C.M.
Pass. per Pass. per Pass. s
Car- to Car- Auto. Car- Auto.
Month Miles Struck Miles Struck Miles  Struck
Jan.... 3,092,395x0.66 4,791 3,696,929x0.82 3,288  3,395,650x1.0 2,943
Feb.... 2,962,281x0.66 4,116 3.337,579x0.82 3,282 3,166,500x1.0 4,044
Mar... 3,186,272x0.66 3,626 3,939,313x0.82 4,365  3,560,089x1.0 4,951
Apr.... 3,112,040x0.66 4,636 3,605,150x0.82 3,942 3,216,331x1.0 4,569
May... 3,257,674x0.66 3,734 3,761,212x0.82 3,860 3,456,461x1.0 4,761
June... 3,186,853x0.66 3,645 3,658,864x0.82 3,974 3,300,340x1.0 4735
July... 31282,132x0.66 3,569 3.743,624x0.82 3,961 3,310,871x1.0 4,883
Aug. . 3,351,320x0.66 3,085 3,730,385x0 82 3,911  3,262,398x1.0 4,512
Sept... 3.350,306x0.66 2,820 3,523,197x0.82 3,602  3,065,026x1.0 4,850
Oct.... 3,631,965x0.66 2,804 3,509,600x0.82 3,162 3,082,483x1.0 4,656
Total..32,413,238x0.66 3,539 36,316,853x0.82 3,690 32,816,239x1.0 4,388
1916 1917 1918
Automobiles. 28,050 = 66 per Cent. 42,500

Automobiles. 34,850 = BZper

Cent. of 42,500

TABLE VI—SHOWING CAR-MILES PER VEHICLE STRUCK
(INCLUDING ANIMALS AND EXCEPTING AUTOS)

i x : 1916 1917 1918
divided by the number of “pedestrians hurt by car” to C.M. cM. CcoM.
i _mi i Pass. er Pass. per Pass. er
determine th-e car-miles run per pedestrian hurt by car. o R s B e Cae il vimeis
Surely, skip stop means ‘safety first.” Struck  Miles  Struck  Miles  Struck
12,622 3,696,929 16,214 3,395,650 15,227
100971 3,337,579 12,690 3,166,500 12,820
10,949 3,939,313 17,906 3,560,089 26,970
TABLE 1—SHOWING CAR-MILES RUN PER CAR COLLISION 2448 3,605,150 26,124 3,216,331 25,938
- 13,351 3,761,212 27,059 3,456,461 38,405
1916—— 191 e 91 14892 3,658,864 22,175 3,300,340 40,744
C.M.per Pass.  C.M.per  Pass. C.M. per 14450 3743624 2023 3,310,871 39,415
Month  Cariles Gollision Carhiiles Collising Car-biles COnils 14,571 ;Zw,;a; %%?gg ;52;3;2 35080
3,092,395 7311 3,696,929 ¥ September. 12,227 23,19 :
Tonnany. T30 357550 70 e 'hate | odober 12,655 3,509,600 15,461 3,082,483 26,346
,516 3,939,313 11, 1560, i —
3112 $36 305180 T L Total....... 32,413,238 12,801 36,316,853 19,225 32,816,239 25,282
T 1900 6shBes 1975 3300ae0 Iiess
. b 1658, ' 1300,340 17,649 = MILES SDE >
e 10050 35avess  ladz2 3300340 11649 | TABLE VII-SHOWING CAR-MILES PER PEDESTRIAN HURT BY CAR
8 3,351 11,060 3,739,385 13,548 3,262,398 15,104 1916 1917- 1918
Scptcmber 335031 8015 3,523,197 11,589 3,065,026 13,443 oM. C.M. C.M.
October. . 3830 8773 3,500,600 13,498 3,082,483 13,117 Poss, o P, e Puss. _per
e i - - ! : t.
Total 32,413,238 8625 36,316,855 11,659 32,816,239 12945 | Momth  Miks Sirock Miies e Miles  Struck
3,092,395x0. 83 35,648 3,696,929x0.92 32,704  3,395,650x1.0 42,446
TABLE 11—SHOWING CAR-MILES RUN PER CAR DERAILMENT 183 34565 3.337,579x0 92 43,107  3,166,590x1.0 56,546
‘83 331476 3,930,315x0.92 44,743  3,560,089x1.0 57,421
1916 —— 1917 1918 183 25,078 3,605,150x0.92 35,664 3,216,331x1.0 49,482
Pass. C.M.per Pass. C.M.per Pass. C.M. per 83 27,312 3,761,212x0.92 33,925  3,456,461x1.0 50,830
Car-  Derail-  Car-  Deraik  Car- Derail- 83 28130 3.658.864x0 92 36,195  3,300,340x1.0 42,861
Month Miles  ment  Miles ment  Miles ment 8 52821 37462052 Jos98 310871x1.0 7574
3,696,929 10 395, 183 27,541 x0. Z . x1.0 59,
e 3539370 195508 T7eesan 1aeecs i3 83 25420 3,523197x0.92 40,017  3.065.026x1.0 35.728
Mareh 3.939313 131310 3.560.089 136,927 7 31631,965x0.83 24,709 3,509,600x0.92 41,395  3,082,483x1.0 79,038
i ,605,150 133, 216, T
Mg TINY \avais pAeaR] 2008 | rotal, 32,413,238:0.83 28,835 36,316,853x0.92 38,011 32,816,239x1.0 54512
June 3,658,864 121,962 3,300,340 106,462
3743624 162 1916 = 83per 1917 = 92per 1918 = 100 _pes
oo T T A I A Population Centof 1918 Cent of 1918 Cent
September /523197 117440 3,065,026 122,601 | Detroi ... 820,778 914,896 986,699
October. .. 3,631,965 93]6' 3509600 140,384 3052483 I61236 H)ghlandPark 25,00 27,12 39,000
= . 21,520 20,000 20,000
Total. . 32,413,238 101,609 36,316,853 137,044 32,816,239 145,850 | St. Clair Heighte. .. 16,000 yi¢, 13,000 13,000
876,298 975,021 1,058,699

TABLE III—SHOWING PASSENGERS CARRIED PER PASSENGER
HURT IN BOARDING AND ALIGHTING

TABLE VIII-SH()Wl\IG PASSENGERS CéRRIED PER PASSENGER

1916 1917 ——  ~——— 1918 FALLING FROM
P Corgied P Carried ¥ Cagried 1516 o i
Pass. Pass. Pass. Passengers Carried  Passengers Carned Passengers Carried
Month Total Hurt Total Hurt Total Hurt er Pass. r Pass. er Pass
January.. . 31,732,257 215,866 37,097,629 247,318 30,373,116 467,279 Month Total  Falling Total 1<nllmg Total Falling
February 30,303,538 171,206 33,867,547 238,504 28,668,032 398,167 31732257 881,452 37,097,629 3,372,512 30,373,116 2,531,093
March 33,690,601 191,424 38,278,999 283,548 32,904,264 671,516 30,303,538 7391 33,867,547 2,257,836 2 032 2,389,003
April 33,692,728 206,704 36,770,852 316,990 29,799,500 532,134 33,690,601 1,161 745 38,278,999 1,664,304 3 4 4,113,033
May 35,476,121 200,430 37,920,658 316,005 32,734,744 743,971 331692.728 2,591,748 36,770,852 2,042,825 2 00 9,933,167
June 35,194,325 209,490 36,817,210 268,739 31,974,760 499,606 351476,121 1,689,339 37,920,658 2,708,618 44 10,911,581
TJuly 34,922,954 228,255 36,697,586 247,057 32,525,219 929,292 35,194,325 1,675,920 36,817,210 2,347,019 31 0 5,329,127
August. 35,848,273 183,837 36,376,844 378,925 31,469,892 552,103 34,922,954 1,518,389 36,697,586 3,669,759 32, 9 6,505,044
September 36,217,310 180,186 34,808,529 334,697 32,138:851 606,393 G 35848273 2,108,722 36,376,844 2,273,55 2 6,293,978
October. . 37,237,442 164,767 34,570,768 310,547 30,755,803 445,737 September 36,217,310 1,392,973 34,808,529 1,933,807 3 1 4,017,358
e October.... 37,237,442 1,773,212 34570,768 2,469,340 30,755,893 5,125,982
Motalot:: ek 344,315,549 193,110 363,206,622 288,488 313,344,271 555,575
Total... 344,315,549 1,386,756 363,206,622 2,421,377 313,344,271 4,608,004
TABLE IV—SHOWING PASSENGERS CARRIED PER PASSENGER
RT OTHERWISE THAN BY BOARDING AND ALIGHTING TABLE IX—SHOWING PASS%Ng]E%G (I\}AgiiéED PER PASSENGER
1916 1917 1918
P Carried P Carried P Carried 1916 1907 ==5 1918
Per Per Per Passengers Carried  Passengers Carried Passengers Carried
Pass. Pass. Pass. . Per Pass. er Pass. Per Pass.
Month Total  Hurt Total  Hurt Total Hurt Month Total  Hurt Total  Hurt Total Hurt
January.... 31,732,257 1,269,290 37,097,629 3,091,469 30,373,116 843,697 31,732,257 1,379,663 37,097,629 1,483,905 30,373,116 949,160
February... 30,303,538 2,020,236 33,867,547 1,992,208 28,668,032 3,185,337 30303538 721,513 33,867,547 1:539,434 28,668,032 2,205,233
March..... 33,690,601 1,464,809 38,278,999 1,594,958 32,904,264 3,290,426 33/690,601 1,161,745 38,278,999 2,944,538 32,904,264 1,828,015
April ... 36,770,852 2,042,825 29,799,500 3,724,938 33,692,728 1,604,416 36,770,852 4,596,357 29,799,500 2,483,292
37,920,658 4,213,406 32,734,744 3,637,194 35,476,121 2,707,556 37,920,658 3,160,055 32,734,744 2,518,057
36,817,210 1,840,860 31,974,760 1,776,375 351194325 2,346,288 36,817,210 6,136,202 31,974,760 2,664,563
uly.. 36,697,586 2,822,891 32,525,219 3,252,522 34,922,954 2,182,685 36,697,586 2,158,682 31 525,219 2,710,435
fm WRSE el Mo suns i e e e i T s L
September.. ,248,8. 4 2,138,851 3,213, September. 36,217,31 ! 164, 213,
October..... 37,237,442 2,068,747 34,570,768 2,304,718 30,755,893 3,844,488 Oecl:o?;:r" 37,237,442 1,959.865 34,570,768 2,659,290 30755 893 3,417,321
Total.... 344,315,549 1,458,964 363,206,622 2,437,628 313,344,271 2,506,754 Total... 344,315,549 1.721,578 363,206,622 2,539,906 313,344,271 2,117,119
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Service at Cost for Youngstown

M. & S. Line Secures New Twenty-Five Year Franchise With Initial Fare
of Five Cents and Penny for Transfer

Mahoning & Shenango Railway & Light Com-

pany from its obligation to furnish transporta-
tion at the rate of six tickets for a quarter, and it has
granted the company a renewal of railway rights for
twenty-five years on the service-at-cost plan. The new
franchise is effective from Jan. 16. The old grant still
had fifteen years to run.

The action of the city ends a controversy between the
company and it on the subject of service and a more
recent dispute between the company and its employees
regarding wages. The company contended that its reve-
nue from six-for-a-quarter fares was inadequate under
present service and high costs. The trainmen last Sep-
tember threatened to suspend work unless their wages
were increased. The city engaged Peter Witt, former
street railroad commissioner of Cleveland, who investi-
gated and reported that the company was unable to meet
either the service or wage requirements on its present
revenues.

r I \HE city of Youngstown, Ohio, has released the

BASIS FOR RATE OF RETURN

For purposes of the ordinance, the value of the propo-
erty covered was agreed to be $4,000,000. On this the
return to the company will be made monthly from the
stabilizing fund at the rate of 7 per cent per annum.
Return on additions to capital value is to be made at
the rate per cent at which the company in good faith is
able to secure the money for such additions.

The capital value thus determined and the return
thereon should not be confused with the existing capi-
talization of the owning company. The corporate rights
of the company are unabridged. The settlement is, in
effect, a lease of the property at a fixed rental with op-
tion to purchase, lessor and lessee being partners in
the leasehold. Should the company organize a new cor-
poration to take over the property covered by the ordi-
nance and give opportunity to Youngstown citizens to
purchase stock of such new company at its par value,
the capital of the proposed new corporation being lim-
ited to the then capital value of the segregated property,
the city binds itself in the event of purchase to pay 10
per cent additional to the capital value at the time of
purchase, unless this be at the expiration of the grant.
No plans at present are being made for the formation
of such a corporation.

The salient features of the new Youngstown fran-
chise are:

1. City Supervision: City fixes schedules, routes, charac-
ter of cars, amount of service, but should company’s return
be threatened under rate of fare in force or under any
higher rate by service requirements, arbitration may be
had. City inspects and approves accounting, disagree-
ments to be submitted to committee on standard classifica-
tion of accounts of the American Electric Railway Account-
ants’ Association. City may check and supervise all
additions and betterments, and the cost of same shall not
be added to capital value except on its approval. Salary

of Street Railroad Commissioner is not to exceed $600 a
month, and those of assistants $900 per month.

2. Arbitration: Any difference arising must be arbitrated
save with respect to capital value, fixed return to company,
methods of accounting, and city’s right to prescribe service
except when company’s return is threatened. Arbitration
board forms quickly. Party demanding arbitration may
name board on fourth day after demand if other party does
not join. Both parties naming representatives, the United
States District Judge for the Youngstown district names
third arbitrator if first two cannot agree on third within
three days. Board must decide question within twenty days
from date of appointment of third arbitrator or unani-
mously agree to extension of time. Expenses of arbitration
are fixed by board as part of award and paid as operating
cost unless in excess of $1000 in any six months’ period,
when they shall be paid from the stabilizing fund. Ques-
tions arbitrated may not be arbitrated again within three
months from date of first finding. Failure to comply with
award is penalized: if on city’s part, the rate of return to
the company increases; if on the company’s part, the rate
decreases—in neither instance more than 1 per cent.

3. Allowances: For operating costs, 22 cents per car
mile is allowed for motor-cars and 60 per cent of trailer-car
mileage; and for maintenance, repair and renewal costs, 8
cents per car mile for motor-cars and 60 per cent of trailer-
car mileage. Should gross revenue at any time be insuffi-
cient to pay these allowances, deficiency shall be taken
from stabilizing fund. Any residue of the operating cost
allowance unexpended at the end of each calendar year
shall be transferred to the stabilizing fund. Either allow-
ance may be increased or decreased by agreement or arbi-
tration.

4. Stabilizing Fund: This is constituted by setting aside
$100,000 of the agreed capital, credited monthly with in-
terest earned thereon, to which are added monthly the gross
receipts of the property less the allowances noted above.
From this fund is paid monthly the 7 per cent return to
the company, as well as taxes as they become due.

5. Rates of Fare: Nine rates of fare are provided, with
more possible. A charge of 1 cent for transfer is made
under each rate. The scale follows:

.............. cents cash, nins tickets for 25 cents
cents cash, eight tickets for 25 cents
s cash, seven tickets for 25 cents
cents cash, six tickets for 25 cents
cents cash, no tickets

cents cash, nine tickets for 50 cents
cents cash, eight tickets for 50 cents
8 cents cash, seven tickets for 50 cents
.............. 9 cents cash, six  tickets for 50 cents

PR
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At such time as Rate B becomes effective, Council shall
establish a further lower rate bearing the same relation to
Rate A as Rate A bears to Rate B, and should Rate H be-
come effective Council shall establish a further higher rate
bearing the same relation to Rate I as Rate I bears to Rate
H, to the end that there shall always be two rates of fare
higher or lower than the fare in effect.

Rate E, 5 cents cash and 1 cent for a transfer, will be
the initial rate. Whenever the amount in the stabilizing
fund at the end of any calendar month exceeds $150,000
the next lower rate becomes effective; whenever the amount
in the stabilizing fund is reduced to $50,000, the next higher
rate becomes effective. Should such change fail to reduce
the balance in the stabilizing fund below $150,000 at the
end of the next calendar month after change is made, then
the next lower rate becomes effective, and so on until the
balance in the stabilizing fund is reduced to $150,000. The
rate ‘of fare then in effect shall remain until the fund is
reduced to $50,000. Similarly, the fare shall be increased
monthly when the fund is less than $50,000 until it is more
than $50,000. The rate then in effect shall remain until
the fund exceeds $150,000.

The fare may be changed by agreement but not by arbi-
tration; changes must be automatic, dependent upon the
balance' in the stabilizing fund. Whenever a change in
rate is made, tickets under former rate are not acceptable
as fares, and they are redeemable only within thirty days
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from date of change at any office of company at cost. School
or special tickets may be sold at rate to be fixed by ecity
and company, but such tickets are invalid Sundays and
holidays and between the hours of 4.30 p.m. and 7.30 a.m.
on week-days. Any child under six years of age accom-
panied by person paying fare shall be carried free; two
such children shall pay for a single fare. Free transporta-
tion is limited to motormen, conductors, linemen, shopmen
and trackmen, going to or returning from work.

6. General Provisions: The company must maintain all
pavements within outer rails and 1 ft. outside each outer
rail, but it shall not be required to pave or repave except
where repaving is necessitated by reconstruction of track
or building of extensions. In the former case, such repav-
ing shall be charged to maintenance, repair and renewal
account and in the latter to the cost of the extension. All
expenses of change in tracks and paving necessitated by
public improvements shall be paid by the city. Damage
claims arising in connection with work or improvements
shall be considered part of the cost of such work and paid
for out of funds and added to capital value.

The company shall charge to operating costs a rental
for offices, supplies and equipment used under the new
plan, the amount to be fixed by agreement between the com-
pany and the city. Outstanding damage claims against
property covered by the ordnance shall be charged to oper-
ating cost. The company’s portion of grade crossing elimi-
nations shall be paid by the company and added to capital
value. Either the company or the city may propose ex-
tensions, but the city loses this right whenever the unexpired
term of the franchise is less than fifteen years. Any re-
placements in excess of the cost new of the property re-
placed shall be capitalized to the extent of such excess
cost, the balance being charged to maintenance account.
Additions to capital value shall be at the par value of the
securities sold or debt created for the extension or better-
ments.

PLANS FOR SPEEDING UP SERVICE

During the consideration of the new grant, the com-
pany joinad the city in working out re-routing and stop-
elimination plans to speed up service. All lines were
terminated at the center of the city, known locally as
the “Diamond,” and operating supervision was estab-
lished at that point.

Because of the lateness of the season, however, and
the impossibility of securing all of the needed spe-
cial work for the change the complete layout for the
“Diamond,” which includes waiting rooms and load-
ing platforms, was deferred. Temporary rooms have
been constructed, however, and cars are now operating
on routes and past the points scheduled in the new
plan.

Mayor A. W. Traver has named W. L. Sause, former
Director of Public Service, as City Street Railroad Com-
missioner. The pay-leave system of fare collection will
be used on out-bound cars and the pay-enter system in-
bound. The company is pledged to the immediate con-
version of such of its cars as do not now permit the
use of this system.

Paper Substitutes for Driving Belts
in Germany

Foreign papers state that machine-driving belts made
of paper substitute are being introduced in German
workshops. The belts are woven or braided and may
be either of the paper fabric or paper thread type. The
paper fabric is first cut into bands and a core of
strengthening material, either cotton or sheet metal, is
interposed. The core is surrounded with paper strips
and the whole sewn with strong thread. The tensile
strength of the woven belt is stated to reach from 550
to 700 lb. per inch width.

_providing resilience.

New Type of Track Tie

P TO the present time wood or steel ties have

been used quite generally in track construction.
Concrete, however, has considerable possibility as a tie
material, and a specially constructed tie, developed by
Edgar N. Goodlett, is worthy of study. Quantities of
ties of this type have now been in experimental service
for four years and are reported to be giving good
satisfaction.

This special tie is made up of two reinforced-concrete
end sections. Each end block is 10 in. x 36 in. face
and 8 in. deep and the blocks are held together by two
steel rods. In the middle of each face is an open slot
4 in. x 12 in. at the top and going down at a slight
bevel to a 83-in. x 113-in. seat at the bottom. The rail

o
CONNECTING ROBS

NEW TYPE OF CONCRETE TRACK TIE
At left, ties in place ready for ballasting on the Municipal Rall-

way of San Francisco. = At right, stretch of track with ¢
crete ties on the Oakland, Antioch & Eastern leway

is spiked in the usual manner to wooden blocks which
are inserted in the slots. These blocks protrude about
1 in. above the concrete and take the weight of rail,
The open construction and the
wooden spiking blocks are said to overcome the objec-
tions which have been made against the use of concrete
ties. In service the wooden block inserts compress into
the beveled recesses, conducing to durability and in-
creasing the spike holding power of the ties.

Repair work with these ties is very simple. To re-
move the wooden insert a bar is placed between the
two joining rods and the tie is pried over onto its side.
A hole in the tie running through the bottom permits
the introduction of a tool by which the wooden block
can be driven out and a new one inserted. The tie
can then be again turned over and adjusted for serv-
ice. As the wood block insert is protected by the
concrete, its life should be much greater than that of
the ordinary wood ties. The reinforced-concrete struc-
ture is practically permanent.

These ties have been tested by the Municipal Railway
of San Francisco, by the Southern Pacific Railroad,
and by the Oakland Antioch & Eastern Railway. The
accompanying illustrations show some typical construc-
tion.
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What the Governors Say

Public Opinion Is Usually Reflected Accurately in the Messages of the
Chief Executives of the States to the Legislatures

started more than ten years ago and ushered in

the system of state regulation of the utilities as
it stands at present have the sessions of the legislatures
of the many states been looked forward to with more
concern than they are this year. The electric railway
situation is acute. In many cases fair play to the utili-
ties is possible only after legislation. Thus the legis-
latures, more than ever, would seem to be the destiny
that will help to shape the ends of the industry at this
time. The legislative directing force in most cases will
be the Governors. The instances are few in which their
messages do not sense or reflect public feeling accurately.
For this reason the ELECTRIC RAILWAY JOURNAL plans
to publish extracts from the messages promptly as re-
ceived. This week there follow remarks of the Gov-
ernors of New York, Massachusetts and Connecticut.

NOT since the cycle of economic legislation which

ONE STRONG COMMISSION AND MUNICIPAL OWNERSHIP
DESIRED IN NEW YORK

Governor Smith of New York, in his inaugural ad-
dress, declared for a single headed public service com-
mission and for municipal ownership. He said in part:

There is widespread dissatisfaction, particularly in New
York City, with the Public Service Commissions. In the
First District, a radical change should be made in the strue-
ture of the commission itself, if it is to accomplish results.
At the time of its formation, in 1907, there was expressed
grave doubt as to whether or not it would work out well.
There were many who believed that the function of con-
structing rapid transit railroads for the city of New York
should be divorced from the function of regulating public
utility corporations generally. In my opinion, experience
has demonstrated that they were right.

For years the trend in New York City, as well as in the
State, has been toward single headed commissions, to the
end that the responsibility may be fixed upon one man.
During the recent war, the federal government taught us
the lesson that results can best be obtained by a single
executive, clothed with proper power, when any great work
is to be carried out successfully. What we do in time of
trouble is brought about by the very best judgment we can
exercise. Why is it not sound in time of peace?

It is my belief that the subway rapid transit system of
the city of New York can be built better and quicker under
the direction of a rapid transit commissioner whose entire
time, brains and energy would be devoted to the completion
of the subway system. The regulatory functions of the
commission in the First District also might be performed
by a single public service commissioner. Not only will this re-
sult in an economy of administration but it will be productive
of results. The argument has been made that a separation
of the functions of the commission might interfere with the
work. This I do not believe to be the fact.

I therefore recommend that legislation be enacted to bring
about this change, and I make this recommendation after
years of observation.

Upon the same principle outlined above, I also believe
that the affairs of the Public Service Commission in the
Second District will be more economically and more effi-
ciently managed by a single headed commission, and I rec-
ommend that legislation be enacted to bring this about.

I further call your attention to the weakness of the law
itself in not giving to the commissions sufficient power to
enforce their orders. These weak spots history has taught
us seem to have been inserted for the benefit of the cor-
porations to be regulated. Without eénumerating them in
detail in this message, I would refer you to that part of

the report of the joint legislative committee, appointed to
investigate the Public Service Commissions transmitted to
the Legislature on March 10, 1915, and I ask you to enact
such legislation as will remedy these defects and strengthen
the arm of the commissions that they may more effectively
carry out the functions for which they were organized.

Recent years have been marked by a great opening of
the popular mind to the true scope of enlightened municipal
administration. There is everywhere a recognition that it
is only through the application of progressive conceptions
of public duty that life can be made tolerable in our teeming
cities with their unprecedented growth in population and
the consequent living conditions.

From every city in the State, represented by their chief
executives in conference, there comes the demand that the
State confer upon the cities the power to acquire, own,
operate and control their public utilities. The supply of
transportation, light, heat and power is of the utmost im-
portance to each local community. The services rendered
have become a necessity to the life, health, comfort, con-
venience and industry of the cities. These great services
are monopolies, and whatever is of necessity a monopoly
should be a public monopoly, especially where it offers a
service of universal use.

I therefore recommend that legislation be passed grant-
ing to our cities the power to acquire, own, operate and
control their public utilities.

RAILWAYS IN MASSACHUSETTS SHOULD BE ON
ENDURING BasIs

Governor Coolidge of Massachusetts says that pub-
lic ownership is no answer to the electric railway prob-
lem, as it would not increase revenue. The Governor
turned to the electrie railway' situation after touching
upon railroad questions. He said:

But this (steam railroad problem) is not so urgent as
the street railway problem. While sufficient data are not
at hand for a final and complete solution, and conditions
are changing much from day to day, yet there are some
things which are apparent and which must be kept in
mind seeking a remedy. Street railway service in some
form is now a public necessity. It ought to be supplied
at moderate rates of fare to workers, to children and to
the public generally. It has been provided as a private
enterprise. It was expected to be more profitable than it
ever turned out to be, and for that reason, and because it
used the public street, certain extra taxes were laid on it,
and conditions requiring expense were often attached to
grants of location.

The problem is where to get more money. There are
only two sources—increased fares and the public treasury,
directly by grant or indirectly by remission of taxes or
other payments. Public ownership is no answer to this
problem, as it would increase no revenue. The question is
one of our needs and our duty, and must be squarely met.
As a business enterprise the government desires its suc-
cess, but no more so than any other private enterprise.
As a public necessity the government is warranted in giv-
ing aid. As it is a public enterprise the public ought to
realize that whatever revenue it has they must furnish.
Fares have been increased, but in some places there is no
rate high enough to pay for operation, for raising rates too
high diminishes the number of passengers.

So long as a street railway can be operated with fair
service, paid for by its patrons, it is on a sound and en-
during basis. That ought to be the standard. The moment
that is abandoned there is no standard to measure the
soundness of the principle applied. No one knows how to
assess the benefits or where they apply. Any other standard
shoplél be adopted with great caution and for a very limited
period.

The only other course is by local and State aid. This
shifts the burden, but does not diminish it. Instead of
paying the fare on the car it is paid in taxes, in rent and



102

ELECTRIC RAILWAY JOURNAL

Vol. 53, No. 2

the cost of living. But in the period of readjustment we
may have to apply extraordinary remedies.,

The information even to state the problem accurately
is not at hand. It is therefore recommended that there be
at once a survey of the street rallway situation by experts
to report the amount of deficiency in revenue, the amount
of taxes and other public charges paid, and what, if any,
part of the deficiency should be met by remission of taxes
and other public charges, and by appropriations of money,
coupled with public control, by the localities and the Com-
monwealth in order to keep necessary transportation fa-
cilities in operation. Knowing the requirements and the
resources, it ought not to be difficult to make them balance.

The question of the policy toward public utilities should
be taken out of politics. No greater harm can be done the
public than by an attempt to make the operation of these
agencies, which ought to be purely a matter of business, a
means of partisan advantage.  Unless this is done there
can be no hope of reaching a proper solution.

SPECIAL INVESTIGATION COMMISSION SUGGESTED

Governor Holcomb of Connecticut regards the electric
railway situation as very serious and recommends that
a special commission be appointed to consider the mat-
ter and report at the present session. He said in part:

The electric railway situation in Connecticut is such as
to require serious consideration. Our whole industrial
fabric is in a measure dependent upon our electric railway
systems and it is of the utmost importance to the future
welfare and development of our State that their operation
should be efficient and their facilities ample. The report
of the Public Utilities Commission just rendered shows
that practically all the street railway companies are oper-
ating at a loss, which if continued long enough must result
in dissolution, loss of investment and suspension of serv-
ice. The commission in its report states:

There are numerous contributing causes for present street rail-
way conditions, some inherent, some temporary, and some ap-
parently permanent. Among the principal may be mentioned
general war conditions involving high cost and difficulty of pro-
curing material and supplies; high and constantly increasing cost
of labor, and difficulty on acecount of the advantages afforded by
private and governmentally controlled industrial enterprises of
securlng suflicient and competent help; the increasing burden of
taxation; the municipal and statutory requlrements of laying and
maintaining street pavement; the loss of patronage naturally in-
cident to the use of privately owned automoblles; and the more
or less unrestrlcted competition of public service automobiles or
“jitneys” so-called, operating at the option of the owner in the
most profitable sections of the street railway company’s chartered
territory, during favorable weather conditions and on improved
highways.

The report further states:

It is the opinion of this commisslon that the best interests of
the State require and will continue to require electric street rail-
way service as an essential transportation agency, but if both of
these competing transportation agencies are to survive and render
proper service, some protecting legislation should be en-
acted whereby the necessary burdens would be more equitably
apportioned and competitive rights more definitely limited.

Under the street railway transportation system in Con-
necticut, the indirect taxation for street pavement in cer-
tain localities creates a burden upon other localities not
thus favored, and requires the companies to construct and
maintain a right of way not only for themselves but for
competing transportation agencies which are not at present
required to contribute their proportionate share toward
the maintenance of such rights of way. The jitney or pub-
lic service automobile, carrying passengers for hire, is in
every sense of the word a public utility and as such should
as in the case of all other similar agencies, be brought
under the regulation of the Public Utilities Commission,
and the traveling public should be protected in the matter
of accident or damage from irresponsible common carriers
and in the service they render. This whole electric railway
situation is so serious and it is a matter involving to so
great an extent the general welfare of our people, that it
seems to me to be advisable for your honorable body to
appoint forthwith a special commission to take it under
consideration and to report at this session.

A misprint occurred in the heading of the first column
of the table published on page 59 of last week's issue.
The heading of this column, which showed a total of
991, should have read “number of companies” instead
of “number of cars.” The accompanying text showed that
companies were intended.

Women in Steam Railroad Service

Increase of 40,000 in Number of Women Employed
by Rallroads in Ten Months—All Fields of
Service Covered
N JANUARY, 1918, the number of women employed
by steam rallroads in the United Stated was 60,000.
By July it had increased to 81,000, and by Oct. 1 to
approximately 100,000. These figures were presented
on Dec. 6 before the labor reconstruction conference
of the Academy of Political Science at Columbia Uni-
versity, New York City. The speaker was Pauline Gold-
mark, manager women’s service section United States

Railroad Administration.

Of the 81,000 employed on July 1, 61,000 were work-
ing as clerks of all kinds, stenographers, accountants,
comptometer operators, ete. In this class appear wo-
men ticket sellers and bureau of information clerks, who
served the public for the first time. The next largest
group of 4000 comprised cleaners. Women had long
been cleaning stations, offices, etc., but 800 were also
employed in the yards to clean coaches and Pullman
cars, both inside and outside, and in the roundhouses
to wipe locomotives. In personal service, including
work in dining rooms and kitchens, as matrons and jani-
tresses, 2000 were found. In the railroad shops, women
entered the greatest variety of new occupations. Three
thousand were employed, ranging from common laborers
to skilled machanics earning the machinist’s or car-
man’s rate of pay. The policy of equal pay to men and
women for equal work has been followed by the United
States Railroad Administration. .

The skilled steam railroad operations in which women
bhave become proficient, according to Miss Goldmark,
are as follows: They are operating a number of ma-
chines such as bolt threaders, nut tappers, drill presses,
for which no great skill or experience is needed, but
they are also employed for highly skilled work. A
number have succeeded as electric welders and oxy-
acetylene burners. They have been found well adapted
for work on the air-brake equipment and are cleaning,
testing and making minor repairs on triple valves. In
some places they are now working in a separate group
on the lighter weight valves, weighing not more than
40 pounds. Women are found now performing the
duties of crane operators and hammer operators in the
shops, of turntable operators in the roundhouses and of
packers of the journal boxes in the yards. They are
acting as attendants in tool rooms and storehouses, and
they are doing block signal work and acting as lever
women in the signal towers.

In the post war period, while there is federal control
of the railroads, Miss Goldmark states, the women will
retain their own seniority rights, including the privi-
leges of promotion. The railroads will of course recog-
nize the seniority rights of all their employees return-
ing from military service, but as far as the new em-
ployees are concerned, women will have the same privi-
leges as other new employees in retaining their positions
or being assigned to other jobs. The present indications,
however, are that they will remain as a permanent
part of the great army of clerical workers, rather than
in the out-of-door occupations and in the shops and
roundhouses where the environment is oftener unavoid-
ably unsuitable.
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More Terminal Loops

New Plan Relieves Congestion in San Francisco—
Approximately 290 Cars an Hour During
Rush Periods Pass Over Loop

HE ferry loop at the foot of Market Street in
A San Francisco has been the limjting factor in the
rush-hour traffic for some time. When the municipal
lines began sending cars to the ferry on the new outer
tracks on Market Street, the loops had to handle an
additional forty cars per hour. This at once produced
serious congestion. In the rush hours cars were blocked
for five to eight squares from the loops, and the system
could not serve the commuters who had to catch boats.
Then the loop arrangement was changed and the change
has been so effective that the limiting factor in the
system has been shifted to another point, that is, cars
can now be loaded and moved out of the loops faster
than they can move along Market Street.

The changes made at the loop provided for three
tracks instead of two, the new arrangement being as
shown in the accompanying drawing. The inner loop
remains as it was, the middle loop is a new track and
the outer loop is the original outer loop moved over
closer to the Belt Line Railway. Operation of the
steam line is not frequent enough to interfere seriously
with the street cars. Sixteen cars can now stand on
the three loops as compared to nine, which was the limit
of the old double loop. With sixteen' cars on the loops
there is still space for 8-ft. and 12-ft. traffic lanes
between the standing cars so that access to the inner
loops is provided.

During the morning and evening rush hours about
290 cars per hour now pass around the loops, 110 on
the inner track, eighty on the middle track and 100 on
the outer track. This is no faster than the rate at
which the old loops were handling cars, but now the
increased standing capacity on the loops makes it pos-
sible for cars to remain there long enough to afford

ample time for loading. Meantime the vehicular traffic
along the Embarcadero crosses the neck of the loops.
When this is stopped a number of loaded cars are ready
to leave the loops promptly as an equal number of cars
enter. :

Loops HAVE -RESERVE CAPACITY

The capacity of the loops could be increased 20 per
cent over the figures above given, it is believed, were
it not for the fact that the cars cannot be operated
out of Market Street away from the ferry any faster
than they are now being put around the loops. That is,

PLAN OF TRACKS AT FOOT OF MARKET STREET

with 152 cars per hour going out on the outer Market
Street tracks, there is a headway of only twenty-six and
one quarter seconds. This is not sufficient to allow
passengers to get through to the inner tracks and as
passengers cannot safely stand between moving cars on
the inner and outer tracks, the outbound cars are blocked
while the inner cars are loading. At present 137 cars
per hour move from the loops onto the inner track and
153 onto the outer track. The congestion on the out-
bound tracks, while not so serious as that formerly
obtaining at the loops, delays cars so that at Sansome
Street, where the first United Railroads cars turn off,
they are seven to twelve minutes late during the rush-
hour periods.

THERE ARE NOW THREE LOOPS IN FRONT OF THE MARKET STREET ¥ERRY
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Simplifying the Automatic Substation
Wiring Diagram

NE of the most recent automatic substations to be

commissioned is the Warrenville substation of the
Aurora, Elgin & Chicago Railroad, of which E. S.
Gillette is electrical engineer and S, E. Johnson is super-
intendent of substations and lines. This substation
contains a number of ingenious devices but the present
note is intended primarily to call attention to a simpli-
fied form of circuit diagram of its wiring which has
just been developed by the substation and line depart-
ment. In its usual form this kind of diagram is de-
cipherable only to the expert, but it is desirable if
possible to have a diagram in which the circuits can
be traced out by an intelligent maintainer. The A. E.
& C. diagram developed for this purpose is reproduced
herewith.

In this diagram the controller is developed and
stretched out across the top of the drawing, with the
contact fingers and segments plainly indicated and
numbered. The main power apparatus is set off at the
left, all power wires being indicated by heavy lines.
The control apparatus and circuits are laid out as nearly
as possible vertically in line with the controller fingers
s0 as to facilitate the use of the diagram. To this end
the same relay or contactor will ordinarily be shown in
two places, one in the control circuit and the other in
the power circuit. Each piece of equipment is labelled
as well as numbered. The standard numbering of the
apparatus is used, however, so that anyone at all
familiar with substation diagrams will feel perfectly
at home with this one.

At the bottom of the chart is a table showing graphi-
cally as well as by numbers the pieces of apparatus in
circuit when each controller finger is engaged with a
segment. This permits almost instant checking because
the finger numbers are given directly below the con-
troller fingers. To aid the eye and prevent error light
vertical lines are drawn between fingers. The original
diagram also contain an auxiliary table, omitted in the
cut for simplicity, showing the relay settings. This
table is as follows:

RELAY SETTINGS FOR AUTOMATIC SUBSTATION

33
; a
0% 8
i g8
] ] Pty
5 & P
5w Gurrent Setting e
@ 1n Amperes s
2 E at 600 Volts E:E Remarks
~ 3]
37 Close at 150 amp. .... Underloadrelay.
36 Close at 300 volts D.C. f— en on wrong polarity.
32 o O clniseoat l190 volts. Open at
30 s.saca Close at 2 amp. Open at 0.78
N Open 2t 50 amp. reverse 11l Reversepowerrelay.
27 ciiias | s s s s o e s na e .... Close at 190 volts, Open
at 180 volts.
26 Overloadinverse T.L.
25 Opensinstantaneously.
24 1500 Opens instantaneously.
23 1600 Opens mst.antaneously.
Asmin, . a5
taneous ... Opens onshort circuit.
1 3sgec. Close at 500 volts D.C,

An excellent diagram in the usual form was given in
connection with W. C. Slade’s article in the issue of this
paper for Dec. 14, 1918, page 1040. It will be of inter-
est from comparison with the simplified diagram.
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Exterminating Ground Squirrels on the
Pacific Electric Railway

By CLIFFORD A. ELLIOTT
Cost Engineer Maintenance of Way Department, Pacific Electric
Railway, Los Angeles, Cal.
HIS company has experienced considerable trouble
with the ground squirrel pest, which imposed a dif-
ficult maintenance problem upon the way department.
Climatic conditions in southern California favor the
breeding of these squirrels in large numbers. The ro-
dents burrow into the banks of cuts along the right of
way and also honeycomb the roadbed. The resulting
porous condition of the ground is the cause of soften-
ing of roadbeds and cuts. The most damage is done
during the rainy season, when storm waters enter the
openings, loosen the cuts and cause landslides. The
depredation of the squirrels in the embankments of
bridges is also extensive. These pests infest some

which produces a white vapor. The gas when generated
is forced into the burrows, effort being made to have
the wind in the operator’s favor go that the gas may be
forced deeper into the burrows. Adjacent holes are
carefully watched for the vapor to appear and these
are then tamped up at least 1 ft. deep by the operator’s
assistants. The vapor displaces the air in the holes
and effectively disposes of the rodents. Usually when
the large chamber, or main burrow, is gassed six to
eight other outlets for the escaping vapor are discovered
and these are immediately closed in order to get the
desired results. The gas is not ignited when discharged
into the burrows, the vapor alone accomplishing its
object. When the complete gassing process has been
efficiently undertaken, the burrows are refilled with
vapor and the hole in which the gas discharge pipe has
been operating is then closed.

Upon entering a cut to gas, one foreman and four
assistants are engaged. Two men with a gas machine

“GASSING” OUT RODENTS ON

PACIFIC ELECTRIC RAILWAY

At left, typical infested right-of-way ; in middle, group of men “gassing” out squirrels; at right, device used in producing
destructive vapor,

localities quite extensively and considerable trouble is
experienced in wiping out their villages. The constant
undermining of the tracks by them soon results in a
general deterioration of the roadbed. During the
spring months the rodents leave the company’s right-of-
way, going into adjoining fields to destroy the growing
crops.

The damage to the crops on abutting farms each year
is very great, and the farmers complain continually of
the pests which inhabit the company’s right-of-way.
The company each year co-operates with the farmers in
carrying on a campaign to eliminate them, and addi-
tional aid is given by the State Horticultural Commis-
sion.

Attempts have been made to exterminate the squirrels
by putting out poison-soaked hulled barley. This has
done some good, but during the spring season the plan
is of no avail as the ripe, juicy roots of growing grain
in the fields are more appetizing, and the rodents refuse
to eat the barley that has been scattered near their
burrows.

The company has recently found in the market an
automatic distillate vapor machine for gassing the
squirrels in true war-time fashion, and the use of this
device has gained excellent results. The squirrels are
gassed in their burrows, as well as other small animals,
such as rabbits, badgers, snakes, owls, etc., which un-
fortunately inhabit the same holes as the squirrels.

Regular engine distillate is used in the machine,

work on one side of the cut, while two more with a
second machine work on the opposite side. The best
time to gas is after a rain, when the holes have
been opened up by the water. One foreman and four
men will average eighty main burrows in a ten-hour
day, the two machines consuming 3 gal. of distillate
during this period.

Electric Railway Section, N. S. C.,
Inaugurates Monthly News Letter

The first of a series of monthly news letters signed
by H. B. Adams, chairman electric railway section
National Safety Council, has been sent to the 131 com-
pany members of the section. This letter contains an
article on “Efficiency and Accident Prevention,” and it
also raises a number of points of interest to electric
railways generally.

Among other things, the executive committee of the
Safety Council desires to know if there is considerable
demand for special electric railway safety films for mov-
ing picture machines, and to what extent electric vail-
ways have produced such films or arranged with outside
firms to have them produced. Mr. Adams sets as a
standard for the nine months before the next Safety
Congress a reduction of one accident per mile of track
represented in the membership. As the present mem-
bers operate 14,542 miles the standard is thus placed at
15,000 accidents, or at the rate of 20,000 per year.
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LETTER TO THE EDITORS

Cinders for Ballast Should Receive
More Consideration
UNION TRACTION COMPANY OF INDIANA
ANDERSON, IND., Jan. 7, 1919.
To the Editors:

In the JOURNAL for Dec. 21, 1918, R. C. Cram set
forth very clearly the necessity for using ballast in suf-
ficient quantity and of proper quality. As stated by the
author, ballast is the foundation that transmits the load
from the track structure to the subgrade. The char-
acter of the foundation depends on the amount of load
on the track structure, eliminating, of course, unusual
conditions in the subgrade.

For electric interurban railway tracks other than
those located in paved streets, having axle loads up to
37,500 Ib., the writer believes that cinders should not
be placed so far down the list of desirable materials as

penditure for loading, hauling and placing. Cinders
must be loaded, hauled to destination and placed, but
then they are on hand and some disposition must be
made of them.

Concerning the track-center distance where more than
one track is used, the best practice for permanent main-
line structures, such as poles, platforms and bridge sup-
port is a minimum distance of 73 ft. from the center
of the track. Center-pole line construction will require
a track-center distance of 16 ft. assuming that the
diameter of the pole is 1 ft. at the point of minimum
clearance from the car body. L. A. MITCHELL,

Engineer of Maintenance of Way.

Putting Ideas Across in Chicago
HE car posters reproduced herewith constitute part
of a series of eight which were recently used by the
Chicago (Ill.) Elevated Railways. The first appeared
about July 1. The posters, which measure 18 in. x 10-in.,
are glued onto the windows in a conspicuous location.

Soldiers in France Complai

So do passengers on the
Elevated cars. Help re-
move the cause of com-
plaint by keeping your
feet on the floor.

THANK YOU.

Plant A War Garden

How are you using that extra
hour of daylight?

Have you planted a War Garden ?

It is your patriotic duty to do so.

The War Garden Committee of the State Council
of Defense will help you.

Call on it at 120 WEST ADAMS STREET

EXAMPLES OF POSTERS USED BY THE CHICAGO ELEVATED RAILWAYS TO LAY ITS PROBLEMS
BEFORE THE PUBLIC

Mr. Cram places them. Cinders can be worked at lower
temperatures than most other ballast materials, espe-
cially bank run gravel, and they can be worked after
heavy rains in wet weather. Cinders also retard the
growth of vegetation.

It may be that cinders produced from some kinds
of coal, when used as ballast, will decrease the life of
ties, but the writer’s experience with this material
for eight years, as produced by the power plants of the
Union Traction Company of Indiana, is that cinders
do not in any way decrease the life of ties.

Cinders should not come in contact with the rails,
especially where track circuits for automatic signals
are used, as there probably will be greater leakage of
return currents through cinder ballast than through any
other kind of material used. Leakage of electric cur-
rent should not be a criterion, however, in the use of
cinders, as all ballast material should be kept from con-
tact with the rails. When ballast is up to the top of
the ties at the rails, small particles will work between
the rails and the ties and increase the mechanical wear
of the tie by breaking down the wood fibers.

Cinders are a by-product of steam generating power
plants and should not be wasted unless the financial con-
dition of the railway will permit. They cost nothing as
ballast. Any other kind of ballast material must be
purchased, and then in addition there is the usual ex-

The title of each poster and the ‘“Thank You” are always °
printed in red, and in some cases also the company in-
signia.

The posters have brought forth some letters of sug-
gestion from the public and have been mentioned in the
local papers. They will be continued and will be used
to present some of the serious problems confronting the
company.

Future Electrification in Great Britain

In his presidential address before the Institution of
Civil Engineers of Great Britain Sir John A. Aspinall
had considerable to say with regard to electrification
of steam railroads. “It has been remarkable,” said he,
“how when each suburban line has been worked by
electrical trains with great frequency and increased
rapidity there has been a very great growth of passenger
traffic.

The probable course of events will be that we
shall find that electrification of the lines immediately
around our great towns will quickly take place all over
the ccuntry, but it is not until these widening circles
begin to touch one another that we shall see electrical
energy used for long-distance passenger trains, The
additional revenue required to pay interest on the large
capital ovilay can be made most rapidly from the subur-
ban traffic in well-selected districts.”
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Buffalo Talks Purchase

Iuternational Railway Willing to Re-
linquish Control If Guaranteed 8
Per Cent on Valuation

After the return of Mayor George S.
Buck and the other members of the
City Council of Buffalo, N. Y., from
Cleveland, E. G. Connette, president of
the International Railway, scnt a com-
munication to the Mayor setting forth
that the railway wants the . city to
control its service and is ready to re-
linquish operation in the city if the
city guarantees a return of 8 per cent
on the valuation of the property.

DRAFTING TENTATIVE AGREEMENT

After the receipt of this communica-
tion from Mr. Connette, the Council
directed the Corporation Counsel to
confer with the traction officials and
draft a tentative agreement so that
the Council will have a concrete plan
before it upon which to work. The city
law department is now preparing this
tentative agreement. It is expected
that the City Council will demand only
a 6 per cent return.

In his communication to the City
Council, Mr. Connette called attention
to the fact that the owners of the
rroperty were desirous of reaching an
agreement with the city and pointed
out that certain bases set down by the
Mayor are acceptable to the company
if taken together. Mr. Connette added:

am prepared and authorized to
agree to any method by which the fair
valuation of our Buffalo property can
be determined within the rules laid
down by the courts to govern a valua-
tion for rate-making purposes. The
public service commissioners for this
State have quite generally allowed 8
per cent as a fair return on the cap-
ital valuation. We regard this as low,
but with proper guarantees in the
shape of reserves, maintained either
by the city or by the right to raise
the fare, if necessary, we would ac-
cept 8 per cent. I do not think it
would be profitable to enter upon any
effort to estimate the needed improve-
ments.

CoMPANY NEEDS MORE REVENUE

“I think that Buffalo has a very fair
equipment. What we need most is
money to pay the increased cost of
operating the equipment which we
have. The public’s good-will has been
against us for so long that I fear that
we do not receive credit even for our
good intentions.”

The Mayor says it would be desir-
able in some way to substitute two
mortgages for the present liens, one

covering the lines within the city of
Buffalo and the second covering all
properties outside the city.

The Public Service Commission has
denied the petition of the railway for
the commission to receive its answer
to the rate complaint filed with the
commission several years ago when the
city thought there was a reasonable
prospect of getting the 5-cent fare re-
duced. The right of the commission
to hear the case was questioned by the
company and court proceedings were
brought to enjoin the commission from
hearing the case. The company con-
tended that its franchise from the city
protected its right to charge a 5-cent
fare. Some time ago the city made
application to withdraw its complaint
from the commission and the company
made an application asking the com-
mission to receive its answer. It is
said that the company by a certiorari
or mandamus proceeding may try to
compel the commission to receive its
answer and go on with the rate case.
The question of jurisdiction is still to
be tested.

Rapid Transit Can Proceed

The Court of Appeals at Cincinnati,
Ohio, has affirmed the decision of the
Common Pleas Court in refusing an in-
junction against the Rapid Transit
Commission to prevent it from issuing
$80,000 of bonds for the purpose of
paying for the preliminary surveys for
the proposed rapid transit loop and
cther necessary work to be done in
preparing for its construction.

‘While the Common Pleas Court held
that the commission was not bound by
its resolution not to spend any of the
money provided in the authorized $6,-
000,000 bond issue until the plan of op-
eration is definitely determined and
approved, the higher court goes fur-
ther and says this declaration is
analogous to those contained in politi-
cal platforms and for a similar pur-
pose. Moreover, the court holds that
the resolution was not a contract and
that the commission is clearly unable
to bind its own hands in this matter
and thus disable itself from exercising
its discretion in proceeding with fur-
ther preliminary work that might be-
come necessary to the direction of the
enterprise. It cannot divest itself of
the incidental and necessary right to
spend money for such purposes.

Attorney John C. Rogers brought the
suit as a taxpayer, alleging that the
commission adopted a resolution be-
fore the bond issue was voted upon, to
spend none of the money until the
plans for the loop had all been com-
pleted and approved.

Brooklyn Outlook

Receiver Friendly to Press but
Over-communicative—Wants
Facts First

Not

Lindley M. Garrison, receiver of the
Drooklyn (N. Y.) Rapid Transit Com-
pany, after two hours’ interview with
Federal Judge Mayer on Jan. 3, when
asked as to the future of the road, said:

“Until I have an opportunity to make
a survey of the physical and financial
properties of the company, I shall be
unable to make any statement in regard
to definite plans.”

PHYSICAL SURVEY LIKELY

In a formal statement issued later,
the receiver said in part:

“We desire to operate this property
with the greatest attention to the safe-
ty of the traveling public that is pos-
sible, and I propose to set about at
once ascertaining the information that
can be obtained on this subject and
putting into practice whatever will give
the greatest assurance of safety to the
traveling public.

“I propose obtaining from the Public
Service Commission, a physical survey
of the property, if the members have
already made one, and if not, propose
requesting them to do so, so that I may
benefit by any observations or sugges-
tions resulting from the facts devel-
oped.

“In respect to damages accruing to
the individuals, on the occasion of the
recent lamentable accident, I, of course,
cannot at present give any assurance,
because I do mnot know the financial
resources of the company available for
the purpose, but I can say that it is
the intention of the court and the re-
ceiver to do everything humanly pos-
sible to see that funds are available to
pay all just claims.

Facrs NECESSARY TO DECISIONS

“With respect to the matter of in-
creased income in order to maintain
the roads at a proper standard of effi-
ciency and give the best possible serv-
ice, I cannot at this time usefully make
any statement, as I am not advised of
the facts. I propose to set about im-
mediately acquiring all available infor-
mation under this head, so as to be
able to inform the court and carry out
whatever policy is adopted by the court.

“In respect to the questions that have
been mooted in regard to the subsidiary
companies, and what will be done in
respect of them, I have no information
and shall have to acquire the same
before I can have any views or make
any recommendations, or aid the court
in carrying out any policy.”
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Chicago Electrification Proposed

Terminal Plan Divided into Stages with Time Limit to Be Fixed
Before Ordinance Is Passed

A new ordinance, drafted by the
Railway Terminal Commission of Chi-
cago, has been submitted to the City
Council as a basis for further dealing
with the railroads on the subject of
electrification. The ordinance covers
the erection by the Illinois Central
Railroad of a new passenger terminal
at East Twelfth Street, and the rail-
road is ordered to proceed to rearrange
and relocate its tracks, stations and
appurtenances on its main line in the
city so as to make them suitable for
operation by electric power in ac-
cordance with time limits to be de-
cided upon before the ordinance is
passed.

MICHIGAN CENTRAL INCLUDED

The Michigan Central Railroad,
which also uses the East Twelfth
Street station, is at the same time or-
dered to arrange to operate its trains
and cars by electric power from Ken-
sington Station north to the Chicago
River.

Electrification of the Illinois Central
Railroad is to be put into effect in
four different stages, but the time
limits for each have not yet been de-
cided upon. Stages of development are
as follows:

1. The entire suburban passenger
service within the city limits.

2. Freight service on all tracks north
of East Twelfth Street.

3. Freight service on the main line
south of Twelfth Street to the city
limits and over the South Chicago
Railroad, the Blue Island Railroad and
the Kensington & Eastern Railroad.

4. All remaining freight service and
through passenger service within the
city limits.

Electrification of the Michigan Cen-
tral Railroad will take place in two
stages as follows:

1. Freight service on all tracks north
of East Twelfth Street.

2. All remaining freight and passen-
ger service north of Kensington Sta-
tion.

SUBURBAN SERVICE AFFECTED

Other railroads not operating by
electricity will be permitted to enter
the city over the Illinois Central tracks
for the interchange of freight and the
Illinois Central Railroad will be per-
mitted to handle similar exchange busi-
ness by steam.

The ordinance contains provision for
suburban service underneath Grant
Park in connection with the develop-
ment of plans for subways for street
and rapid transit railways. Authoriza-
tion is also given to change from time
to time the type of construction or
operation and to extend systems of
distribution for power, light and water
along the right-of-way of the com-
panies affected.

The attitude of the Railway Ter-

minal Commission has been that a
railroad can be electrified when it can
be shown that it is financially prac-
tical. For this reason it was consid-
ered advisable not to institute an or-
dinance covering the electrification of
all steam lines, but to separate them,
and provide for the electrification of
each as financial conditions warranted.
The large suburban service of the Il-
linois Central Railroad naturally made
that line the first to receive attention.
An ordinance was submitted by the
Illinois Central Railroad more than a
year ago which provided only for the
electrification of its suburban service.
This was not acceptable to the city,
and thus the new ordinance is the
next step in the development. Public
hearings have been and will continue
to be held on this ordinance, and as a
result of these the dates for the com-
pletion of the various stages of the
work will be decided upon. It is be-
lieved that these will be periods of ap-
proximately five-year intervals.

AGITATION STARTED IN 1915

Numerous items concerning the de-
velopment of plans for electrification
at Chicago have appeared in the ELEC-
TRIC RAILWAY JOURNAL during the last
three years, beginning with the smoke
abatement report which appeared late
in 1915. As the present ordinance is
concurred in in practically every detail
by the railroads affected, it is believed
that it will be passed without difficulty,
and that work on the electrification
will start without delay.

M. O. Bill Ready in New York

A bill which is favored by the State
Conference of Mayors, permitting each
city in the State of New York to pur-
chase and operate every public utility
within the city limits, has been drafted
and perfected and will be introduced
in the Legislature soon, according to
present plans. Governor Smith also
favors such legislation. One provision
of the Mayors’ conference bill avoids
the debt limit prohibition by permitting
a city to issue public utility securities
which would not be included in compu-
tations of a city’s debt limit. This is
now the rule concerning New York
City subway bonds and water and dock
bonds. Where a city’s debt limit does
not interfere, a city may issue the usual
obligations of a municipality to pur-
chase public utilities.

Travis H. Whitney, of the Public
Service Commission for the First Dis-
trict of New York, was one of the
committee which drew the bill favored
by the Mayors’ conference. The meas-
ure provides that a municipality shall
not commence the acquisition or estab-
lish or begin the operation of a pub-
lic utility without first securing the
consent of the Public Service Commis-

sion, and all municipal public service
corporations would be under the juris-
diction of the public service commis-
sions, the same as when they were un-
der private control.

Each city is to create a municipal
director of public utilities with power
to appoint and remove employees, who
would have the power to provide ade-
quate and continuous service at rea-
sonable rates without undue discrimi-
nation.

Another provision would permit sev-
eral municipalities or political divisions
of the State to organize into a single
utility district and jointly acquire and
operate public utilities.

Terminal Approved
Cleveland Votes for Union Station Fac-
ing the Public Square—For Steam
and Electric Passengers

The franchise giving the Cleveland
Union Terminals Company a right to
erect a union station facing the Public
Square at Cleveland, Ohio, was ap-
proved by a vote of the electors on
Jan. 6, by a majority of 10,842. The
plan includes both steam and interur-
ban passenger station service, to the
exclusion of the lake front proposition
which was intended to take care of the
steam roads only.

0. P. Van Sweringen, president of
the company, stated that construction
will probably be begun in March. Ap-
proval of the Federal Railroad Admin-
istration will be sought at once. Funds
for the construction are said to be
ready. Within a few days a meeting
of the heads of the railroads which will
use the station will be called to com-
plete details.

Besides occupying all the space fac-
ing one-fourth of the Public Square on
the south from the new Hotel Cleveland,
also a Van Sweringen proposition, to
Ontario Street, the west side of the
latter street will be improved with new
structures. In addition, the same in-
terests are building a freight terminal
and a system of warehouses where all
freight will be delivered and received
at high-level for the roads which enter
the basement section of the terminals
from the river valley, thus saving cart-
age up and down the steep hills to the
depots where they are now located.

A portion of a rapid transit line
reaching Cleveland Heights and Euclid
Heights, now becoming an extensive
residence district, has been built. This
will be completed to the new depot.
Rapid transit service will also be fur-
nished to other suburban districts.

MRg. ARNOLD REPORTS ON PLAN

Bion J. Arnold, who has been inves-
tigating the transportation problem of
Cleveland for the Chamber of Com-
merce, made a report to that body on
Dec. 17, in which he stated that the
location of a union station on the Pub-
lic Square would eventually cause such
great congestion that another station
would have to be built. The growth
of the city has been such, he said, that
it will double its normal operations in
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about eight years. All business sta-
tistics prove this.

The proposed trackage for the en-
trance of steam roads to the Public
Square site might be adequate for fif-
teen years, but should much new com-
muter service be introduced, another
depot might easily have to be built
within that time. Electrification would
appear essential for a depot in that lo-
cation. Mr. Arnold advises against the
abandonment of the suburban depots,
as they accommodate people on the
crosstown lines and will aid in the
development of steam commuter serv-
ice.

Location of the station on the Pub-
lic Square is advantageous because of
convenience of access, but there are
many objections to it in other ways.
Considering the expense of building
track entrances of interurbans to the
station and the readjustment of opera-
tions required in other ways, Mr. Ar-
nold doubts the feasibility of the plan
mapped out for them. On the orig-
inal plan of building a station on the
lake front, which is recommended for
further consideration, a separate sta-
tion for the use of interurbans would
have to be built, as outlined in the
original plan, shown in the Cleveland
& Youngstown Railway ordinance.

Omaha Labor Case Settled

Joint Chairmen William H. Taft and
Basil M. Manly of the National War
Labor Board held a hearing in Omaha,
Neb., on Jan. 2 and 3 in connection with
grievances charged by the carmen
against the Omaha & Council Bluffs
Street Railway.

A decision read by Mr. Taft at the
close of the hearing directs that the
railway shall make some changes in
schedules in the interest of fairness
and justice to the men. It was held
that the company acted within its
rights, under the rules of the War La-
bor Board, when it refused on Dec. 3
to enter into a contract with the union.

Messrs. Taft and Manly held, how-
ever, that the pride of union men and
the technical sensitiveness of the com-
pany led to controversies. Union recog-
nition was not a vital factor of the
hearing, although the decision, in ef-
fect, read that sometimes too much
stress has been placed by the company
on the question of whether a commit-
ete of its employees represented a
union.

In the matter of alleged diserimina-
tion against union men by the com-
pany, the decision held that the com-
pany is endeavoring to comply with the
orders of the War Labor Board. The
application for a modification of the
award in the matters of increased
wages and a fundamental change of
schedules was overruled, because a
hearing may be had before the entire
‘War Labor Board on Feb. 1, when a re-
vision of the award will be considered.

The matters in dispute went before
the board for settlement following a
short strike.

Kansas City Service Nearly Normal

Company Looks Upon Strike as Ended — Peculiar Angles of a
Peculiar Controversy

The Kansas City (Mo.) Railways re-
sumed service on Dec. 13, two days
after the strike started. By Jan. 1
half the normal number of cars were
in service, and cars were running as
late as 9 o’clock at night. On Jan. 4
owl car service was restored on the
important lines, marking the turning
point in the resumption to normal
service,

The court proceedings which have as-
sisted the restoration of service have
been diverse, because of the different
conditions in Kansas City, Kan., and
Kansas City, Mo.

The company had filed in both Judge
Van Valkenburgh’s court, Missouri
side, and in Judge Pollock’s court, Kan-
sas side, its suit to get light on the
War Labor Board’s decision of Oct. 24,
and for injunction against hindrance in
raising fares. On Dec. 2, the courts
en bane, rendered their decision, the
company appealing to the Supreme
Court of the United States. Mean-
while, the company had instituted its
petitions to the State Public Service
Commissions, to secure authority to
increase fares as the War Labor Board
had recommended.

The employees struck on Dec. 11.

On Dec. 17 the company sought
leave to file suits for injunction against
the strikers and others, in both federal
courts. These suits for injunctions were
supplemental bills to the suit regard-
ing the War Labor Board’s decision.
Judge Van Valkenburgh, in the Mis-
souri district, granted a restraining
order. Hearing as to an injunction was
set for Dec. 27; postponed from time
to time. The defendants had empha-
sized the question of jurisdiction; and
had attacked the filing of the petition
as a supplemental bill. On Jan. 4
Clyde Taylor, attorney for the com-
pany, filed, as attorney for the Con-
tinental & Commercial Trust & Sav-
ings Bank of Chicago, an Illinois cor-
poration, an original bill, asking in-
juanction; this proceeding seeming to
meet all possible objections as to jur-
isdiction and as to supplemental bills,
in the matter. Hearing of this ap-
plication was set also for Jan. 11.

On the Missouri side of the state
line, the city police had promised pro-
tection to property, and were trying
to give it; the company had also the
protection of the Missouri National
Guard.

The course of events on the Kansas
side was somewhat different. Judge
Pollock denied an injunction, but he or-
dered the railway to restore service;
ordered the city officials to provide pro-
tection, and retained jurisdiction. On
Jan. 2 the Kansas City (Kan.) Cham-
ber of Commerce was allowed to in-
tervene, with a showing that the rail-
way had not complied with the order
to restore service, and that the city
had not provided guards. The court

thereupon ordered the marshal to en-
force its orders that cars should run
and protection be provided; and grant-
ed, at this time, the restraining order
asked on Dec. 17 by the company. The
marshal, advised of the prospective or-
der, had many deputies ready; he
swore in others, and also gave commis-
sions and stars to motormen and con-
ductors operating cars in Kansas. The
marshal reported daily to the court in
regard to the enforcement of the
court’s orders.

Meanwhile, the strikers appeared be-
fore the War Labor Board in Omaha,
and were instructed to present evi-
dence of their allegation that the
company was not in good faith seek-
ing to secure higher fares that higher
wages might be paid. The War Board
suggested that they would appear to
better advantage if they returned to
work; the company, however, definitely
declined to restore their contract, or
take them back except individually as
the merits of each of the applications
warranted.

Following the refusal of the War
Labor Board on Jan. 3 at Omaha, to
reopen the Kansas City case, E. M,
Harber, city counselor of Kansas City,
Mo., sent a telegram on the strike sit-
vation to the board. Mr. Harber stated
emphatically that charges were un-
founded that the company was not do-
ing its best to secure higher fares. Mr.
Harber, however, asked the board to
restate its findings, to remove all pos-
sible misunderstanding.

President Kealy issued a statement
on Jan. 5, after hearing of the proposal
the strikers were about to make as to
returning to work. This statement he
cencluded as follows:

To0 LATE FOR FOMER CONDITIONS

It is too late for anyone to talk of re-
turning under former conditions and re-
storing the status quo. This might have
been possible during the first few days be-
fore hundreds of new men_ were employed
and before the company had given its word
to those hired. Lapse of time and acts of
violence have foreclosed the rights of any
former employee of this company who has
broken a contract and put this community
to loss and inconvenience, now to come
back and demand to be returned to his for-
mer status. This is a physical impossibil-
ity. We have more than 1,400 men in train
service and are adding to these at the rate
of 100 a day. Complete restoration of nor-
mal service now ohly waits upon the in-
struction of students.

number of our ex-employees are taking
advantage of this and have returned to
work to-day. Many more have made their
arrangements to do so to-morrow. In view
of the fact that we have practically rebuilt
our organization, all those wishing to re-
turn to the worl for which they are trained
should do so without any delay. E\,t*ry day
means that more places are filled, and if
they continue to wait a larger number of
them cannot be used.

For the benefit of the business and civic
interests of the two Kansas Cities, we are
insistent upon a termination of this matter
in such a way as to insure an uninterrupted
continuation of railway service in the com-
munity. The necessity for this has been
clearly shown by the fact that there have
been three strikes in a period of sixteen
months.

For the first time in three years we are
now able to rebuild our organization to the
size it was before the war.
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New York City Conferences

Fxplanation Made of Negotiations with
City Looking Toward Settlement
of Transit Matters

Theodore P. Shonts, president of the
Interborough Rapid Transit Company,
New York, N. Y., appeared before the
Fublic Service Commission for the First
District on Jan. 7 and corroborated the
testimony given by James L. Quaken-
busch, general attorney for the com-
pany. Mr. Quakenbusch testified on
Jan. 6 before the commission that he
and Grenville McFarlane, a Boston
lawyer, who is said to have been as-
sociated with William Randolph Hearst
inn the promotion of public ownership
legislation, had had several confer-
ences with Mayor Hylan over the mat-
ter of increased fares for the Inter-
borough.

RAILWAY OFFICERS CONFER
WITH MAYOR

Mr. Shonts said that he personally
had called upon the Mayor and sug-
gested that the city be represented on
the Interborough board of directors.
Mr. Shonts is quoted as follows:

“Mayor Hylan told me that there
must be some solution of the fare
problem. I suggested that a commit-
tee from the roads and the Board of
Estimate get together and try in some
way to thresh the whole thing out.
Mayor Hylan said he did not know but
that it would be a good thing.”

During the present inquiry there has
been much talk about a “protocol”
drawn following conferences between
the railway and city officials whereby
the city would assume control of all
the transit lines. In its original form
this document provided that, as the
city and the Public Service Commis-
sion would not consent to an increase
in fare unless the companies agreed
to convey their railroads and assign
the leases of those they did not own,
trustees be appointed by the public au-
thorities to manage the lines so as to
furnish the best possible service and
to protect the investors.

EI1GHT-CENT FARE SUGGESTED

It further provided that the fare
should be increased to 8 cents, with 3
cents additional for transfers; that all
of the profits should be deposited with
a trust company, and that the profits,
if there be any, should be divided be-
tween the city and the companies. It
is also provided that the Legislature
be petitioned for an amendment to the
Constitution, so that the city could
make a trust agreement similar to that
between the city of Boston and the
Boston Elevated Railroad. Other nec-
essary laws, to enable the carrying out
of the plan, were also to be sought,
so that all the lines could be oper-
ated as a unified system after the
Chicago plan.

It -was also provided that the In-
terborough and the Brooklyn Rapid
Transit Companies receive their pref-
erentials from the city as a gouaran-

teed payment. The plan provided that
the city should transfer to the trus-
tees any accumulated funds out of its
one-half part of the sum in excess of
the minimum returns above the cost
of service, and that if this sum did not
amount to sums set forth in tables to
be known as “Guaranty Fund Tables,”
the trustees must make up the differ-
ence out of the funds in their posses-
sion after paying the costs. If the
fund was not then full the plan pro-
vided for payments by the city to com-
plete the amount necessary. The cost
of service was to cover these items:

All operating expenses, including dam-
ages and maintenance, repairs, and re-
newals.

Taxes,

Rentals and interest on all funded debt.

Such allowance for depreciation of prop-
erty and for obsolescence and losses in re-
spect to property sold, destroyed, or aban-
doned property, as the trustees may deem
necessary or advisable, or prior to their
appointment as may be agreed upon, or
fixed by arbitration.

All other expenditures and charges
which, under the laws of the State of
New York, now or hereafter in effect, may
be properly chargeable against income or
surplus,

The city and the Public Service Com-
mission were to have the right to ap-
point two directors.

On Jan. 7 Mr. Shonts referred to
the feeling between the Mayor and the
commission, and said that he repre-
sented a client that was, figuratively
speaking, between two fires, and that
the conferences were conducted so that
an agreement could be reached with
the Mayor, and then submitted to the
commission on its merits. Mr. Shonts
said that Mr. Quakenbusch’s explana-
tion was quite correct.

Mr. Cameron Exonerated

Cases against employees of the
United Railways, St. Louis, Mo., in-
cluding Bruce Cameron, superintendent
of transportation, hastily indicted in
July last for their alleged connection
with the disappearance of the referen-
dum petitions calling for a vote on the
new franchise for the railway, since
refused by the company as too onerous
in its terms, have been dismissed in
court for lack of evidence. When the
case -was called recently, attorneys for
the railway announced their readiness
to proceed, but no one appeared to
prosecute for the city.

In proclaiming his innocence at the
time the indictments were returned
Mr. Cameron said:

“I have been indicted upon the evi-
dence of one Jackson, who confesses
he committed the deed himself, and
of which I am innocent and had no
knowledge or connection. My case will
be tried in court, where my innocence
will be established.”

Carhouse and Cars Destroyed

The carhouse and twelve cars, be-
longing to the Southwestern Gas &
FElectric Company, Texarkana, Tex.-
Ark., were destroyed by fire on Dec.
27, causing a loss of more than $100,-
000. The company operates 14 miles of
electric railway.

Council Approves Purchase

Seattle Body Votes to Take Over Local
Railway—Friendly Suit to Fix
City’s Purchase Right

The City Council of Seattle, Wash., on
Dec. 31, passed, by a vote of five to
two, the ordinance authorizing the city
to purchase the railway property of
the Puget Sound Traction, Light &
Power Company, for $15,000,000 in
utility bonds. The ordinance was passed
after negotiation lasting over a period
of four months.

DATE OF DELIVERY UNCERTAIN

While the exact date for the delivery
of the properties cannot be set, A. W.
Leonard, president of the company,
states that unless unexpected obstacles
arise, the transaction ought to be closed
in forty-five to sixty days.

To determine the legality of the
transaction, and to interpret the mean-
ing of the utility bonds, the City Coun-
cil and traction officials agreed to file
a “friendly” case in the King County
Superior Court. Papers in an injunc-
tion suit restraining the city from is-
suing bonds had been prepared, and the
case was filed immediately after the
ordinance was passed.

By the terms of the purchase ordi-
nance, the company is required within
forty-five days after the termination of
any litigation in connection with the
transaction to deliver the property to
the city free and clear of all incum-
brances. All franchises are to be sur-
rendered to the city and the company
is to dismiss all legal actions pending
against the-city. All taxes are to be
paid up to the date of the transfer,
including the gross earnings tax for
1918. The company is required to pay
a forfeit of $400 a day, for every day
after the forty-five days following the
termination of the litigation, which
transpires before the deed to the prop-
erty and the bill of sale are delivered.

The ordinance also provides that the
company must replace any property
destroyed by fire or otherwise pending
delivery to the city. When delivery is
made, the company will be required
to submit a statement showing that
from Oct. 1 last up to the time of de-
livery, there has been spent monthly
on maintenance the same average
monthly sum that was spent for that
purpose during the last five years. If
this sum is not spent on maintenance,
the company will be required to turn
the cash over to the city. Until all of
the above conditions are fulfilled, the
city will retain the $15,000,000 in utility
bonds.

More THAN 200 MILES INVOLVED

The property to be acquired by the
city includes 203 miles of track, 540
cars, carhouses and yards, repair shops
at Georgetown, cable stations and all
equipment and supplies ‘required in
the operation of the railway system.
The railway is said to comprise only
about one-fifth of the Puget Sound
Traction, Light & Power Company’s
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properties in the Seattle district. Com-
pany headquarters will be continued
in Seattle, with A. W. Leonard presi-
dent, at the head.

Councilman Oliver T. Erickson, the
father of municipal ownership in Seat-
tle, voted against the purchase, on the
ground that the price was too high.

It has been reported that a refer-
endum would be invoked on the rail-
way purchase, but city officials do not
expect any such development in view
of the fact that at the time the ad-
visory ballet was submitted in No-
vember the people voted four to one
in favor of the purchase.

Omaha Ready to Sell

The appointment of a committee of
three to include the Mayor is being
urged upon the Council of Omaha,
Neb., to confer with the officers of the
Omaha & Council Bluffs Street Rail-
way, Omaha, Neb., with respect to the
matter of the possible purchase of the
property by the city. The company’s
position on the matter has been stated
through G. W. Wattles, its president.
He is quoted as follows:

“I will be very glad to talk to the
committee appointed by the City Coun-
cil. I have stated openly to the Coun-
cil that we are willing to sell the street
railway. But there are two sides to
that proposition. If the city wants to
pay us the money we have put into
the development of this property to its
high standard of the present day, plus
the legal rate of interest on that money,
then we won’t lose much time in agree-
ing and I shall advise the stockholders
to sell. But if, on the other hand, the
city is going to try to take away from
the stockholders of this company the
.property which their money and their
efforts and their foresight have de-
veloped, if they are going to try to take
this property away without a just
compensation to those who have put
their money into it, then we shall have
a great deal to say.”

News Notes

Municipal Ownership Bee Buzzing.—
The City Council of Columbus, Ohio, on
Dec. 80 asked City Attorney Scarlett
for an opinion on the legal and financial
measures necessary to acquire the rail-
way property of the Columbus Railway,
Power & Light Company. This is re-
garded as a first step toward municipal
cwnership, but is really incidental to
the franchise and fare dispute between
the company and the city.

City Wants Leased Lines Abolished.
—One of the first measures presented
after the new City Council at Provi-
dence, R. I, had organized provides that

the Council committee on Rhode Island
Company affairs be directed to prepare
a plan and present it to the General
Assembly abolishing the leased line
system, reducing the capital stock and
eliminating unprofitable lines. The
resolution calling for these changes has
been referred to the committee for con-
sideration.

Accepts Wisconsin Indeterminate
Permits.—At the instigation of Presi-
dent A. M. Robertson, the Duluth-Su-
perior Street Railway has surrendered
its franchise to operate in Superior,
Wis. The system operating between
the two cities is now on the indeter-
minate permit basis so far as Wiscon-
sin is concerned. Difference in the
terms of the permit and franchise is
mainly based on the appearance before
the State instead of city officials for
any grants to be made in behalf of
the company or public.

Hudson Tunnel Bill Rejected.—The
Senate interstate commerce committee
voted on Dec. 12 its disapproval of the
Calder bill, providing for an appropria-
tion by the government of $6,000,000
to build a vehicular tunnel under the
Hudson River at New York. A deci-
sion not to report the bill to the Senate
was reached after the committee had
heard representatives of the Joint Tun-
nel Commission of New York and New
Jersey and other advocates of the tun-
nel scheme. The project was rejected
on the ground that Congress would be
setting a precedent for tunnel and
bridge enterprises, backed by govern-
ment capital.

Question of Contract Rights in New
Jersey.—The report of the committee
of the New Jersey League of Munici-
palities to decide whether the United
States Supreme Court will pass upon
the power of the Board of Public Utili-
ty Commissioners of New Jersey to
abrogate municipal franchise contracts
providing for maximum rates for utility
service, will be submitted at a meeting
to be held in Trenton, N. J., on Jan. 20.
The question has been referred to the
executive committee of the league. If
the matter goes to the United States
Supreme Court, it is said that the test
will be made in connection with the de-
cision of the State Commission author-
izing the Public Service Railway to
raise its fares.

Moving Platform Plan Presented.—
The Continuous Transit Securities
Company, of which M. Everhart Smith
is president, has filed with the Public
Service Commission for the First Dis-
trict of New York a plan for the es-
tablishment of a moving platform in
Forty-second Street in place of the
present shuttle subway operation be-
tween the East and West Side sub-
way lines. It is proposed to utilize
two of the four tracks and to con-
struct three moving platforms, the
fastest of which will operate at a
speed of 9 m.p.h. and its seating ca-
pacity 31,600 passengers an hour. The
cost is estimated at less than $1,000,-
000. The commission has taken the
prlan under consideration.

Berkeley Preparing for Blanket
Franchise.—As the first step toward
granting a resettlement franchise to
the San Francisco-Oakland Terminal
Kailways, the City Council of Berkeley,
Cal., has requested the State Railroad
Commission to place a valuation on all
properties owned by the company in
Berkeley. A revaluation as requested
by the Council will be placed on hold-
ings of the company as they existed
on March 2, 1917, which is the date of
the first request made by the railway
for a blanket franchise. Under the
proposed betterment franchise the
company will operate under a single
permit instead of a multitude of fran-
chises covering various units of the
system.

Brooklyn Officials Ask Change of
Venue.—The attorneys for President
Timothy S. Williams, of the Brooklyn
(N. Y.) Rapid Transit Company, and
other officers of the company indicted
in connection with the accident on Nov.
1, have secured an order directing the
District Attorney to show cause why
a change of venue to a county outside
of New York City should not be grant-
ed. The order is returnable before
Justice Callaghan in Special Term of
the Supreme Court, Part I, on Jan. 16.
Justice Kapper was to have tried the
first of the cases on Jan. 6, but the
order of Justice Jenks acts as a stay,
and no trial can be had until Jan. 30,
at the earliest. The stay remains in
operation until three days after the
court makes a decision on the argu-
ment for the change of venue.

Programs of Meetings

New England Street Railway Club

The New England Street Railway
Club will hold its annual Manufactur-
ers’ Night on Jan. 23, at the Hotel
Somerset, Boston, Mass. A large com-
mittee is making unusual preparations
for the dinner, entertainment, music
and vaudeville.

1llinois Electric Railway Association

The annual meeting of the Illinois
Electric Railway Association will be
held at the Hotel La Salle, Chicago,
111, on Jan. 17. It is expected that P.
H. Gadsden, chairman of the commit-
tee on readjustment of the American
Electric Railway Association, will ad-
dress the meeting. There will also be
an address on safety by H. B. Adams,
chairman of the electric railway sec-
tion of the National Safety Council.
John Leisenring of the Illinois Trac-
tion System, H. A. Johnson of the Chi-
cago Elevated Railways, B. J. Fallon
of the Chicago Elevated Railways and
W. P. Potter of the Illinois Traction
System, chairmen of the electrical, me-
chanical, way and traffic committees
respectively will each present a paper.
The allegory “The Grim Reaper,” which
was presented before the Central Elec-
tric Railway Association at Indian-
apolis in November, will be presented
at Chicago.
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Financial and Corporate

More Revenues Needed

New York Railways in Latest Fiscal
Year Lacked $153,000 of Meeting
First Mortgage Bond Interest

During the year ended June 30, 1918,
the income of the New York (N. Y.)
Railways was $153,634 less than the
sum required to pay its operating ex-
penses, rentals and interest on its first
mortgage bonds. In other words, it
lacked by this amount sufficient to pay
the interest on its first real estate and
refunding 4 per cent bonds and paid
no interest whatever on its $30,609,487
of 5 per cent adjustment bonds. Nat-
urally the stock, which under the re-
organization was reduced from $52,-
00,000 to $17,500,000, received nothing.
The company has no surplus to draw
upon to make good these losses. In
fact, it had an existing deficit at June
30, 1918, of $1,355,880.

The result, the company’s annual re-
port states, is inevitable. Reserves have
been depleted, and available funds from
all other sources are being used up in
an endeavor to maintain the service
until an increased fare can be had.
Unless this is speedily forthcoming a
receivership cannot be avoided, with
its attendant losses and probable dis-
ruption of service, as under a receiver-
ship a large portion of the service now
rendered by the company at a loss
would be discontinued.

Since strikes on the lines of the sys-
tem were in effect within the first half
of the fiscal year ended June 30, 1917
which created abnormal results both
as to revenue and expenses, extended
comparison between 1917 and 1918
revenues and expenses would be use-
less. The following comment, there-
fore, while setting forth the amount
of the increases and decreases as be-
tween 1918 and 1917, is confined gen-
erally to a comparison between the
year ended June 30, 1918, a year free
from strikes but within the war period,
and the year ended June 30, 1914, a
period prior to the war.

The gross passenger revenue for the
year ended June 30, 1918, showed an
increase over that of the preceding
year of $419,518 or 3.75 per cent. As
compared with 1914, the revenue from
passengers during 1918 fell off $1,806,-
483 or 13.46 per cent. There was also
a decrease approximately correspond-
ing thereto in the number of revenue
passengers carried, there having been
54,849,794 less passengers carried in
1918 than In 1914. Other street railway
operating revenue increased $6,406 over
1917, and as compared with 1914 de-
creased $104,021.

Railway operating expenses during
the last year were $8,131,471, an in-
crease over 1917 of $262,661 or 3.34
per cent,

The total charge to the maintenance
accounts during 1918 (equal to 20 per

COMPARATIVE INCOME STATEMENT OF NEW YORK RAILWAYS FOR YEARS ENDED
JUNE 30, 1917 AND 1918

Revenue from transportation. .
Other railway operating revenue. . .

Totalrevenuc from railway operations

Operating expenses:
Maintenance of way and structures. .
Maintenance of equipment.. . . ..
Horsepower—revenue car service
Operation of power plant.,
Operationof ears. ... ...
Injuries to persons and proporty
General and miscellaneous.

Total “actual” expenditures. .
Maintenance of way and smmuxcs reserve
Maintenance of equipment, reserve
Thiutios toperoneard pronertyr ressevel

Total reserves.. ..

Total operating expenditures.and reserve credits. .
Taxes assignable to railway operations. ... . . .

Total operating expenses and taxes. .

Income from railway operations.
Non-operating income

Grossincome. .
Deductions from grossincome. .

Net income available forinterest on 4 per cent bonds..
Interest on 4 per cent bonds.

Net income before deducting interest on adyustmcnt muxtgage

ineome bonds and other requirements. .
Add—surplus account ; .

Surplus. .. ...

*Deerease or deficit.

1918——— ——1917———

Per Per
Amount Cent Amount Cent
$11,615,247  97.45  $11,195,729 97.40
04,786 2.55 298,380 2.60
$11,920,033 100 00  $11,494,109 1000.00
$1,368,433 11 48 $1,249,171 10 87
1,454,483 12.20 0,467 7.92
908 0.01 53,151 46
675,366 5 66 608,615 5.30
3,593,811  30.15 3,526,824 30.68
1,157,154 9.71 1,051,400 9.15
641,495 5.38 597,697 5.20
$8,891,650  74.59 $7,997,325 69.58
$33,186 0.28 $99,768 0.87
472,095  *3.96 39,416 0.34
321,240 *2.69 267,699  *2.33
$760,179  #6.37 $128,515 1.12
$8131,471  68.22  $7,868,810  68.46
1,170,223 9.82 1,032,011 8.98
. 9,301,694 78.04  $8,900,821 77.44
$2,618,339  21.96 $2,593,288  22.56
627,118 5,27 647,600 5.64
$3,245,457  27.23  $3,240,888 28.2
2,676,550  22.45 2,666,052 23.20
$568,907 4.78 $574,835 5.00
722,541 6.07 722,887 6.29
*$153,634  *1.29  *$148,052  *1.29
*1,202,246  *10.09 *996,679  *8,67
s #$1,355,880 *11.38 *$1,144,731  *9.69

cent of the total operating revenue)
was $2,384,007, an increase of $85,175
as compared with 1917. The total ex-
penditures for maintenance during the
year were $2,822,916, or $438,909 in ex-
cess of the charge, thus reducing the
company’s reserve for maintenance and
depreciation. During 1914 the actual ex-
penditures for maintenance were $2,-
447,395, and there was credited to the
depreciation reserve account $324,773,
the total charge for maintenance and
depreciation being $2,772,168,

TRAFFIC STATISTICS OF N. Y. RAILWAYS

1918 1917
Cash fares. . 223,765,819 215,672,697
Revenue tra 14,377,030 13,866,986
Free transfers. .. 83,891,488 85,088,109
Total passengers. 322,034,337 314,627,792
Ratio of free transfer pas-
sengers to revenue pas-
sengers, (percent) ... .. 35.23 37.07
Average fare per passen-
ger:
Per passenger, including
transfers (cents 3.607 3.559
Per revenue passenger
(cents) ... 4.877 4.877
Operating_ cxp(‘nsss per
passeng:
Per passcngor includ-
ing transfers (cents) 2.525 2.501

Per revenue passenger
(cents)...
Car-miles......

3.415 3.428
26,993,360 28,918,483

During 1918 the amount expended
for injuries to persons and property
was $1,157,154, an increase of $105,754
over 1917. The costs as accrued during
the year, however (on the basis of
7.2 per cent of the gross passenger
revenue), resulted in a net charge to
operating expenses on this account for
1218 of $835,884, the difference between
the amount expended and accrued rep-
resenting the balance in the accumu-
lated reserve account which was dis-
continued after June 30, 1918.

Taxes assignable to railway opera-
tions showed a rise of $138,212 or 13.39
per cent as compared with 1917. This
increase is accounted for principally by
additional federal income and excess
profits taxes applying to leased lines,
the burden of which will, it is antici-
prated, be relatively even greater dur-
ing the coming year.

The gross income for 1918 was an
increase of $4,569 over 1917. As com-
pared with 1914, however, there was a
decrease of $1,208,181. Income deduc-
tions during 1918 increased $10,150
over 1917, due principally to an increase
in interest on bills payable, less de-
creases in charges on account of in-
terest on other unfunded debt, and
decreases in sundry rents, etc.

There was a deficit of $153,634 in net
income for 1918, and the deficit at June
30, 1918, was $1,355,888, an increase
as compared with 1917 of $211,148.
A comparison of 1914 with 1918 shows
that at June 30, 1914, the amount of
surplus available for interest on ad-
justment mortgage income bonds and
other requirements, was $1,196,164 or
$2,552,044 more than on June 30, 1918:

Miscellaneous operating statisties
of the company for the years ended
June 30, 1917 and 1918, are shown in
the table above.
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Effect of Higher Fares

Revenue Increased and Riding De-
creased in Most Cases—Interurban
Traffic Suffered Less than Urban

In a recent canvass made by the in-
tormation bureau of the American Elec-
tric Railway Association among electric
railways which are collecting increased
rates of fare, the replies indicated that
the riding habit of the patrons of 53
per cent of the companies was adverse-
ly affected by the fare increases. On
the other hand, 40 per cent of the
tompanies found no alteration, and 7
per cent experienced an actual increase.
This information was obtained from 161
companies with about 16,513 miles of
single track. This is 34.12 per cent of
the total mileage for the United States.

REVENUE DECREASED IN FEW CASES

In 81 per cent of the cases the op-
erating revenue of the company was
increased. In 10 per cent there was no
increase, and in 9 per cent there was
an actual decrease.

Of the purely urban companies,
seventy-one of which reported, 58 per
cent showed a decrease in riding, 36
per cent showed no adverse effect, and
6 per cent reported an increase. Seven-
ty-eight per cent reported increased
revenue, 10 per cent no change and 12
per cent actual losses.

Of the thirty-four purely interurban
companies reporting, 29 per cent
showed a loss in riders, 52 per cent no
change and 19 per cent a gain. Eighty-
six per cent reported increased rev-
enues, 11 per cent no increase and 3 per
cent a loss.

Of fifty-six companies doing both
urban and interurban business, 61 per
cent reported a decrease in riding, 37
per cent no change and 2 per cent an
increase. Eighty-two per cent of the
companies reported an increase in rev-
enue, 13 per cent no change and 5 per
cent a.loss.

The accompanying table gives the
ratio (expressed in per cent) between
the actual percentage gain in revenues
and the theoretical increase in revenue
or percentage increase in fare. For in-
stance, if a company secured a gain of
20 per cent in actual revenues from a
20 per cent increase in fare, its ratio
would appear as 100 per cent. Less
than the theoretical gains in revenue,
therefore, are reflected by ratios of less
than 100 per cent.

EIGHTY-FIVE COMPANIES REPORTED

The table represents the experiences
of eighty-five companies reporting def-
inite results of advances in fares. In
the determination of the percentages,
the cash fare was used as a basis, ow-
ing to the lack of definite figures on
reduced rate tickets. The table, there-
fore, should not be used as a criterion
for measuring very accurate results.

Fifty-two per cent of the companies,
in their fare increase campaigns, used
publicity in order to educate the people,
either by newspaper advertisements or
by company organs and leaflets dis-
tributed among the car patrons.

Of 100 companies stating whether or
not valuations were required before the
increases were permitted, thirty-seven
replies were in the affirmative. Some
stated that either the commission
granting the increase had estimated the
value or that questionnaires were sub-
mitted by the commission and answered
by the companies. There were sixty-
three negative replies.

One hundred companies answered as
to the duration of the award. Fifty-nine
of the companies received emergency
awards, ranging from the duration of
the war to certain specified periods
after the signing of the treaty of peace.
The other 41 per cent received perma-
nent awards, several of them, however,
being subject to further review by the
commissions.

RATIOS BETWEEN PERCENTAGE INCREASES
IN REVENUE AND PERCENTAGE IN-
CREASES IN FARES IN 85 CASES
OF REVENUE GAINED

Urban and
Urban Interurban Interurban
1 to 19 Per C'ent Increase in Farcs
Per Cent Per Cent Per Cent
86.6 19.2
100.0 294 53
1001 4200
137.5 100.0
20 to 49 Per Cent Increase in Fares
PUSSE.
0.6 60.0 17.5 22.5
243 0.0 210 225
245 60.0 333 3000
250 64.0 4000 317
27.0  64.3 405 37.5
320 64.8 600 500
360 67.5 60.0 50.2
36.5  70.0 67.6 63.2
375 75.0 83.3 715
37,5 75.2 11210 75.0
375 833 120.0 80.0
40,0  84.0 1350 90.0
410 90.0 1470 91.0
50.0 94.0 100.0
50.0 100.0 100.0
50.0 100.0 107.0
500 100.0 11010
50.0 100.0 150.0
50.7 1001
510 1188
500 100 Per Cent Increase in Fares
20 10.6 50.0
400 800 -

Mr. Tone Returns as Receiver

S. La Rue Tone, engineer, former
president of the company and former
Public Service Commissioner, was
named, accepted and sworn in on Dec.
31 as receiver for the Pittsburgh (Pa.)
Railways. Mr. Tone was president of
the company when it went into the
hands of receivers last spring. He was
appointed to succeed J. D. Callery, re-
signed. It is the second time he has
succeeded Mr. Callery in the affairs of
the road, having been elected to the
presidency when Mr. Callery resigned.

Charles A. Fagan and W. D. George,
his fellow receivers, issued the follow-
ing statement when informed of Mr.
Tone’s appointment:

“We are highly gratified with the ap-
pointment of Mr. Tone as one of the re-
ceivers. His standing as an engineer
and his long experience as vice-presi-
dent and then as president of the Pitts-
burgh Railways, coupled with his wide
and comprehensive knowledge of pub-
lie utlhty matters gained during his
service as Public Service Commissioner
of the Commonwealth, all render him
eminently qualified to discharge his
duties to the satisfaction of all.”

Columbus Proxy Fight

Tocal Interests Assume Arbitrary At-
titude Toward Management In-
terests Now in Control

The contest between the stockholders’
protective committee and the Clark in-
terests for control of the Columbus
Railway, Power & Light Company, Co-
lumbus, Ohio, has centered in the selec-
tion of the proxy committee and each
side has been contending for the balance
of power in that respect.

At a metting of the directors of the
company on Dec. 31, measures were
taken to support the Clark Manage-
ment Company and a proxy committee,
consisting of F. R. Huntington, William
C. Willard and E. R. Sharp was named.
At least two of these men are resi-
dents of Columbus. They evidently do
not see the necessity which is insist-
ed upon by other Columbus interests of
lecalizing the control and responsibility
to the public.

This step forestalled the committee
in its demand for three out of five mem-
bers of the proxy committee, to which
Clarence M. Clark, representing the
management company, refused to yield.
The committee, however, has selected
three men as its proxy committee and
it has been proposed that a joint com-
mittee of seven handle the proxies.
The fight has thus centered about the
selection of the seventh member, and
up to Jan. 4 no agreement had been
reached. The protective committee in-
sists that it be allowed to name the
seventh man and Mr. Clark and his as-
sociates were just as determined to
name him themselves.

Mr. Clark, it is said does not expect
to be a member of the committee, no
matter what settlement may be ar-
ranged.

Several members of the committee,
hewever, expressed the belief that an
ugreement would finally be reached and
that it would not be necessary to can-
vass all the stockholders.

On Dec. 31 Mr. Clark issued a state-
ment which in part reads in the fol-
lowing way:

There is no desire on our part to control
the board of directors or the management
of the company. The only question at issue
between me and the stockholders’ protec-
tive committee this morning was as to the
proxy committee of five. I at all times
have been willing to agree on five names
for such committee, all names to be satis-
factory to both sides, or I agreed to have
the stockholders’ committee choose two,
the board of directors two and these four
to select the fifth member of the proxy
committee.

I also stated to the stockholders’ com-
mittee that I would agree now on a board
of directors, practically all of whom should
be local men of standing, and on their se-
lection such board could take such steps
as desired in changing and creating the
executive management of the company.

The stockholders' committee would agree
to nothing but the acceptance of its ulti-
matum—that on the proxy committee of
five the committee must have three—Messrs.
Kiesewetter, Kurtz and Massie. It was
upon this issue alone that we agreed to
disagree. There is really no issue between
the purposes desired by the stockholders’
committee and the interests all represent,
in so far as the local management is con-
cerned.

The ultimatum of the stockholders’ com-
mittee was presented to the directors of
the company this afternoon and the direc-
tors concurred in my position in not con-
senting to the appointment of a minority
of the proxy committee.
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Vote Not Mandatory

Plymouth & Sandwich Company Loses
Action to Compel Town Authorities
to Subscribe for Stock

The full bench of the Supreme Court
of Massachusetts has issued a decision
in favor of the town of Plymouth in
an action brought by the Plymouth &
Sandwich Street Railway to compel the
Selectmen to subscribe for 500 shares
of stock in accordance with Chap. 95
Acts of 1911,

TowWN TO SUBSCBIBE TO STOCK

By this act the town was authorized
to subscribe for the above shares at
not more than par value ($50,000), to
facilitate the construction of the road,
and the town voted soon after the pas-
sage of the act that “the Selectmen
. . .be and are hereby authorized in
the name of and on behalf of the town
to subscribe for . . . 500 shares
. . . ata price not exceeding the par
value thereof. Such subscription or pur-
chase shall not be made by the Select-
men until they are satisfied that the
balance of the amount necessary for the
construction and equipment of said road
is fully provided for.”

In February, 1917, the railway made
demand on the Selectmen for the pur-
chase of 500 shares of its capital stock
and on the refusal of the Selectmen a
petition for mandamus was brought.

The court finds that on Jan. 1, 1917,
the cost of construction and equipment
of the road amounted to about $387,-
000, “with some thousands of dollars
yet to be expended for necessary con-
struction.” Of the $387,000, $152,000
had been provided by the issue of capi-
tal stock; $217,000 by borrowing money
on notes payable in one year after the
money was borrowed (some of these
riotes were overdue), and for the bal-
ance of the $18,000 the company had
1un in debt.

The decision holds that by the true
censtruction of the vote of the town
the Selectmen were given permission to
subseribe to the stock and that this is
not an instance in which votes giving
authority to do an act are to be con-
strued to be votes directing that act
to be done. Beyond this, says the find-
ing, the authority or permission to sub-
scribe was made conditional on the
Selectmen being satisfied that the bal-
ance of the amount necessary for the
construction and equipment of the road
has been fully provided for; i.e. on the
Selectmen being satisfied that the
amount necessary for the construction
and equipment of the road in addition
to the $50,000 which would come to the
cempany from the subscription of the
town, had been fully provided for.

SELECTMEN NOT SATISFIED

A single justice found that the Se-
lectmen in good faith, and after con-
sideration of the situation, are not so
satisfied, and the full bench upholds the
previous finding. “In saying this,”
says the finding, “we have not over-
looked the fact that the petitioner (the
company) had no mortgage debt, that it

planned to refund the construction
nctes by an issue of stock or other
form of permanent security when the
road had been completed and was in a
position so to do, and the bankers for
the petitioner agreed with the petition-
er to effect a renewal of such said
rotes as were not exchanged at ma-
turity for preferred stock, and at the
meeting held on Feb. 1, 1917, between
representatives of the petitioner and
the Selectmen, the former agreed to ac-
cept the bonds of the town issued under
the votes passed at the meeting of
March 25, 1911, or to find purchasers
for the same.”

B. R. T. Receiver Will Raise

$8,000,000

Lindley M. Garrison, receiver for
the Brooklyn (N. Y.) Rapid Transit
Company, on Jan. 7 outlined to an ex-
tent his financial plans for the imme-
diate future of the property. In an-
swer to a question as to whether the
financial condition of the company at
the present time was sound, he said:

“That depends on what you call
scund. The company has enough money
to pay its current operating expenses,
the salaries of the motormen, conduc-
tors, ete. It has not enough money to
complete its construction and equip-
ment of new lines. About $8,000,000 is
needed. Of this $3,500,000 will be re-
quired to obtain the necessary increase
in motive power to operate the new
type of cars which will be used when
the new lines are in operation. It will
be necessary to build additions to the
existing power stations. The further
sum of $4,500,000 will be needed to pro-
vide equipment such as rolling stock,
wiring and finishing up certain con-
struction work.

“I expect to apply to the court to
obtain this amount of $8,000,000
through the necessary issuance of re-
ceiver’s certificates to that amount. I
will not, however, apply to the court
until after Jan. 15 when the matter of
making the receivership permanent
comes before the court.”

Interest
Safeguarding Indianapolis

At a meeting of the directors of the
Indianapolis Traction & Terminal Com-
pany, Indianapolis, Ind., held on Dec. 31,
it was decided to pass the payment of
$120,000 interest charges on the In-
dianapolis Street Railway general mort-
gage 4 per cent bonds, and also the
payment of $60,000 to the sinking fund
account, due on Jan. 1, 1919, According
to statements of officials of the com-
pany, this step was taken to safeguard
the interests of all concerned in the
financial integrity of the company until
a meeting of the security holders could
be arranged. The semi-annual rental
of $150,000 on the Indianapolis Street
Railway was paid on Jan. 1 when due.
These developments should all be
viewed in the light of the emergency
fare matter reviewed -elsewhere in
this issue.

New Buffalo Committee

Local Interests Promise Co-operation
on Modification of Previous
Deposit Agreement

‘While the members of the City Coun-
cil of Buffalo, N. Y., are touring the
country investigating the railway sit-
vation in the large cities, the situation
in Buffalo as regards the International
Railway is becoming more acute. The
International Traction Company of
New Jersey, which owns the stock of
the International Railway, failed to
pay, on Jan. 1, the interest on its $18,-
000,000 of collateral trust 4 per cent
gold bonds. The interest was not paid
because the International Railway has
not declared a dividend since last
March.

PREVIOUS AGREEMENT CRITICISED

A second committee has been or-
ganized to protect the holders of these
securities. Those on this committee
are all Buffalo men. The Manufac-
turers & Traders’ National Bank, Buf-
falo, has been designated as deposi-
tory for the committee.

In a public announcement this com-
mittee says that the so-called protec-
tive committee organized on Dec. 10
fails to place any limit whatever on
the expenses to be incurred by the
committee for compensation of itself
and legal counsel and also prevents a
bondholder from withdrawing from the
agreement after once having deposited
his bonds unless 30 per cent of the
holders of the deposited bonds file
written objections to the plan adopted
by that committee. Even then a bond-
holder can withdraw only by paying to
the committee such amount as it may
determine to be his proportionate share
of its obligations and expenses in-
curred up to that time.

The new committee, of which H. T.
Ramsdell is chairman, fixes the com-
pensation to be paid to the’ members
of the committee and its counsel at
not more than 1 per cent of the face
value of the deposited bonds. Any
bondholder may withdraw from the
agreement upon paying his proportion-
ate share of any liability at that time
incurred by the committee, provided
that not more than 1 per cent of the
face value of his bonds shall be charged
for compensation and expenses of the
committee. Mr. Ramsdell says that
the main purpose of this committee is
to co-operate with the so-called pro-
tective committee already formed, and
to endeavor to obtain a modification of
the agreement under which it is act-
ing to conform. with the above pro-
visions. If this is accomplished the
new committee will immediately de-
posit all of the bonds in its hands with
the committee formed previously.

A 5-cent fare is still being charged
in Buffalo. The company must weather
the financial storm until after the spe-
cial referendum election in March and
there is every indication that the 6-
cent fare proposition will again be
defeated by the voters.
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Financial
News Notes

Goshen Suspension Vetoed.
tition recently filed by the Chicago,
South Bend & Northern Indiana Rail-
way for permission to discontinue city
service in Goshen and remove certain
tracks has been denied by the Coun-
cil of that city.

Receivership Hearing Put Off.
hearing of the petition for receiver-
ship of the Montgomery Light & Trac-
tion Company, Montgomery, Ala., filed
by the Commercial Bank and Savings
Company, New Orleans, La., which
was set for Dec. 20, was continued by
Judge Henry D. Clayton of the United
States District Court, with the con-
sent of all parties. No definite date
has been fixed for the hearing.

Evansville Foreclosure Sale on Jan.
18.—Judge Robert J. Tracewell, of the
Vanderburg County Superior Court, has
fixed Jan. 18 as the date of sale for
the properties of the Evansville Rail-
ways, William A. Carson, who has
been acting as receiver for the com-
pany, has been appointed master com-
missioner. The tentative plan for the
purchase of the road by the bondhold-
ers and for its reorganization by them
was reviewed in the ELECTRIC RAIL-
WAY JOURNAL for Jan. 4, page T1.

Interurban to Be Sold.
bus, Magnetic Springs & Northern
Railway will be sold by the receiver,
Charles J. Finger, at Delaware, Ohio,
on Jan. 15. As noted in the ELECTRIC
RAILWAY JOURNAL for Jan. 4, page 72,
the Columbus, Delaware & Marion
Electric Company has made a propo-
sition to the residents of the town
through which the line operates to as-
sist in financing the road and keep it
in operation if they meet certain con-
ditions which are laid down.

Takes Advantage of Grace Period.—
Holders of the 4% per cent general
mortgage bonds of the New Orleans
Railway & Light Company, New Or-
leans, La., were recently notified in
respect of the interest due on Jan. 1,
on the bonds, that the company found
it necessary because of abnormally
high operating costs to avail itself of
the days of grace as provided by the
mortgage securing the bonds. It is
confidently believed that interest will
be paid within this period of grace.

Colorado Springs Default.—Default
having occurred in the payment of the
interest due on Jan. 1 on the first
mortgage 5 per cent bonds of the
Colorado Springs & Cripple Creek Dis-
trict Railway, Colorado Springs, Col.,
James Timpson, Robert Struthers, Jr.,
and Emerson W. Judd, owning or rep-
resenting a substantial amount of the
bonds, have consented to act as a
committee to protect the interests of
the bondholders. A protective agree-
ment is in the course of preparation.
Holders of the bonds are requested to
notify the secretary of the committee,
Mr. Judd, New York, of the amount
of the bonds which they hold.

City Will Ask for Co-receiver.—The
Board of Estimate of New York City
on Jan. 3 decided to protect the city’s
investment in the dual subways by
asking for the appointment of a co-
receiver of the Brooklyn Rapid Transit
Company, for which Lindley M. Garri-
son, ex-Secretary of War, was ap-
pointed temporary receiver. The motion
to make the temporary receivership
permanent will be heard by Judge
Julius M. Mayer of the Federal District
Court on Jan. 15, at which time the
city of New York will be represented
by the Corporation Counsel. It is prob-
able, however, that a formal applica-
tion for a co-receiver on behalf of the
city will be made before that time.

Fresno Interurban Suspends Passen-
ger Service.—The California Railroad
Commission on Dec. 24 gave the owners
of the Fresno Interurban Railway per-
mission to discontinue street-car serv-
jce in the city of Fresno on the ground
that the traffic offered did nct justify a

continuance of operation. The commis-
sion found that every day the line was
operated resulted in a heavy loss which
the company was not able to stand. At
the time suspension of passenger service
originally came up, the commission or-
dered the installation of automobile
service, but even this failed to pay. The
company will, however, continue its
freight service.

Receivership Suit Goes to Trial—A
motion by the United Railways, St.
Louis, Mo., for dismissal of receiver-
ship proceedings brought against it by
stockholders has been dismissed by
Federal Judge Dyer in the District
Court. This means the case will go to
trial, probably at the March term of
court. The court gave the railway
until Jan. 20 to file an answer to the
stockholders’ bill of complaint. Suit
for a receivership was filed on Jan.
7, 1918, by John W. Seaman, New
York, a stockholder. On Jan. 31, 1918,
the railway filed a motion for dis-
missal. This was sustained on Feb.
8, Judge Dyer ruling that the bill of
complaint was defective. An amended
bill was filed on July 13, and the rail-
way again moved it be dismissed. It
is this move for dismissal that has now
been denied.

Communities Willing to Come to
Terms.—The disposition of Bay State
Street Railway representatives and
remonstrants against the proposed dis-
continuance of non-paying lines of the
road, to come to terms of agreement
whereby the road will be enabled to
continue operations through the pres-
ent crisis in its affairs, has led Judge
Morton in the United States District
Court to terminate the hearing on the
receiver’s petition to discontinue the
non-paying lines. 8. H. Pillsbury, at-
torney for the receiver, suggested to
Judge Morton that the decision on the
petition be postponed indefinitely, as
the majority of the district representa-
tives had made arrangements with of-
ficials of the railway whereby their
lires will continue to be operated, and
that the other community representa-
tives have indicated their desire to dis-
cuss similar terms.-

Electric Railway Monthly Earnings

GALVESTON-HOUSTON ELECTRIC COMPANY, NORTHERN TEXAS ELECTRIC COMPANY, FORT WORTH, TEX.
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Traffic and Transportation

Washington Wants More

Indications That Companies There Will
Apply for More Than Present
Five-Cent Fare

The Washington Railway & Elec-
tric Company and the Capital Trac-
tion Company, Washington, D. C., will
probably ask for an increase in fares
in the near future. This was inti-
mated by railway officials at a public
hearing conducted by the Public Util-
ities Commission of the District of
Columbia to consider arguments for
and against inter-company transfers.

ComPANIES WANT FULL HEARING

The hearing was a result of recom-
mendations made by John A. Beeler,
traffic expert in the employ of the
commission, advocating inter-company
transfers at certain points, affecting all
car lines operating in Washington.

While the railway companies are op-
posed to some of the transfer points

recommended, George E. Hamilton,
president of the Capital Traction
Company, stated that his company

would not contest a full hearing. It
is presumed that the other companies
will assume the same attitude.

Mr. Hamilton stated that it was the
belief of the officials of his company
that the 5-cent cash fare which has
been in effect was insufficient at pres-
ent to produce the revenue necessary
for a reasonable return to stockholders
and bondholders. If it became evident
that this was true, he said, the com-
panies would expect the commission
to increase revenues through whatever
method was deemed best.

It was pointed out by John A. Han-
na, vice-president of the same com-
pany, in charge of operations, that the
operating revenues for December, un-
der the straight 5-cent cash fare, had
been less than the: operating income
for any month during the period from
March, 1917, to August, 1918, inclu-
sive. He said the general falling off
in operating revenues was due in part
to the influenza epidemic and in a
measure to a decrease in population,
following the cessation in war activities.

DISAGREE ON ESTIMATED Loss

Aside from any monetary loss the
companies might incur by reason of
the proposed inter-company transfer
points, which was estimated at ap-
proximately $30,000 in the Beeler re-
port, but which railway officials state
will reach to between $50,000 and $60,-
000 annually, Mr. Hanna pointed out
that such a system would cause in-
creased congestion at certain transfer
points which are now troublesome
problems and would also seriously over-
ecrowd cars now running to capacity.

Railway officials stated that under

the proposed inter-company transfer
system the companies would be com-
pelled to carry long-haul passengers at
a loss and suggestions were made
tending to introduce a new scale of
fares which would increase the passen-
ger fare on lines running to suburbs.

Latest Fare Tabulation

American Electric Railway Association
Again Reports Fare Increases in
Thirty-one Cities

The information bureau of the Amer-
ican Electric Railway Association an-
nounces fare increases in thirty-one
more cities since its last report. The
supplementary list now made public is
as follows:

Nature of
City Population  Increase
Chicago, m (el lmes) 2,547,201 Five to 6 cents.
oston, N 767,813 Seven to 8 cents.
Ericuies LV, 58,559 Five to 6 cents.
Grand Rapids, Mic 132,861 Five to 6 cents.
Cambridge, Mass. 114293 Seven to 8 cents.
Utica, N. Y.. ... 89,272 Five to 6 cents.
Somerville, M 88,618 Seven to 8 cents.
York, Pa. 51,770 Five to 7 cents.
Malden, Mass. (Bos. el) 52,243 Seven to 8 cents.
Chelsea, Mass. (Bos. el) 43,403 Seven to 8 cents.
Newtown, Mass 44,345 Seven to 8 cents.
Dacatur, 1ll. . .. 41,483 Reduced rate
tickets abolished
Charlotte, N. C 40,759 Five to 7 cents.
Lverett, Mass. 40,160 Seven to 8 cents
Brookline, Mass. 33,526 Seven to 8 cents
Medford, Mass. . 26,681 Seven to 8 cents
Walla Walla, Wash 26,067 Five to 8 cents.

ive to 6 cents.
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Gloversville, N. Y. Fi
. 21135 Five to 6 cents.
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Enid, Okla,
Tucson, Ariz,
Glens Falls, N. Y.
Ithaca,N. Y...
Long Branch, N. J.
Watertown, Mass.
Asbury Park, N. J......
Saratoga, N.
Helena, Mont
Morristown, N. J

ve to 8 cents.
ve to 6 cents.
ix to 7 cents.
Five to 6 cents.
even to 8 cents.
Five to 6 cents.
Five to 6 cents.
89 Five to 6 cents.
410 Five to 6 cents.
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Arlington, Mass. 3,073 Seven to 8 cents
Tiffin, Ohi : 2,962 Five to 7} cents.
Tuscaloosa, Ala, 0,824 Five to 6 cents.
Johnstown, N. ¥, 0,678 Five to 6 cents.
Bowling Green, K 9,900 Five to 10 cents,
(twewve tickets
for $1.)
Ballston Spa, N. Y 4,138 Five to 6 cents.
Salisbury, N. C.. 7,153 Five to 7 cents,

(four _tickets
for 25 cents.

A recapitulation of fare information
for cities of more than 40,000 popula-
tion has been made by the association.

A summary of this information follows:
Fare Increases Granted No. Cities
Six-cent unit zones, two zones, or more
Five-cent unit zones, two zones. . . . .
Six-cent central zone, 2-cent suburban zone.
Five-cent central zone, 2 cents outside zone
Five-cent central zone, 3 cents a mile outside.
Eight-centfares................0..0.....
Seven-cent fares, plus | cent for transfer.
Seven-cent fares.
Six-cent fares. .
Five-cent iare,_plus 1cent for transfer.
Reduced rate tickets eliminated. .
Fare Inerease Applications Pending
For 10-cent fare. .
For 8-cent fare.
For 7-cent fare.
For §-cent fare, one cent for transfer,
For 6-centfare...... ...
For a charge for transfers.
For a zone system.
For general rellef {obe left to authonties
Note—This list includes fifteen cities in which
one increase has already been granted.
Cities negotiating for purchase of property..
Citiesinwhich no action has been taken
Citiesin which relief has been refused...

-~
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Four Cents a Mile

Road in Thinly Populated Farming
Country Allowed Extraordinary Rate
for Cash and Ticket Fares

The Public Service Commission for
the Second District of New York on
Dec. 31 passed an order fixing the
maximum fare on the Southern New
York Power & Railroad Corporation’s
lines, outside Oneonta, at 4 cents a
mile for cash and ticket fares and 3%
cents per mile for mileage book rate.
The commission’s order says no changes
are to be made in the present schedule
of fares in force in Oneonta. The rail-
road operates from Mohawk to One-
onta, with a branch extending from
Index to Cooperstown and a local sys-
tem in Oneonta. The present fare rate
is 3 cents a mile. The company alleged
that this charge was insufficient to
yield reasonable compensation for the
services rendered.

It was shown that for the year ended
Aug. 31, 1918, there remained of total
receipts of the company, after paying
operating expenses, taxes, rent of track
and equipment, $66,457 out of which
to pay fixed charges, depreciation and
contingencies and any return on cap-
ital invested. The company has out-
standing  $952,000 of bonds and
unfunded interest-bearing debt amount-
ing to $122,725. Annual interest pay-
able on this indebtedness amounts to
between $50,000 and $55,000. Increases
in pay dating from Sept. 1 will increase
operating expenses by $15,000 per an-
num, not reflected in the above figures.
It appeared probable that the company,
provided the volume of its business and
rates remained the same, would be in
receipt of barely sufficient revenue to
pay its operating expenses, taxes and
fixed charges.

CoMMISSION GUIDED BY COURT

Commissioner Cheney, who wrote the
opinion in the case, said:

‘We have hestitated before consenting to
an increase of fare to 4 cents per mile,
which is a higher rate than is charged for
the carriage of passengers by any other
road in the State except a few short lines
operating under peculiar conditions. The
reason of the hesitation is that we doubt
the efficacy of the remedy for the ills this
corporation is suffering and we fear that
the loss of traffic will offset any benefit to
be derived from the increase of fare. But
the Court of Appeals has held that “the
question what general policy should be
adopted by the respondent in develupmg
suburban trade was one to be decided b:
it and not by the State. The methods and
rates which it should apply to the de-
velopment of any policy were subject for
regulation, but the question whether the
welfare of the road would be best sub-
served by one policy or another was a
subject to be decided by the officers and
stockholders of the corporation.”

In_view of that decision we are inclined
to adopt the only method which appears to
be available to enable this road to render
service to the communities whose principal
transportation facilities are afforded by it,
and not assume to decide questions of policy
in _corporate management.

We therefore find that the rates and
charges of passenger service now charged
by the Southern New York Power & Rail-
way Corporation are -insufficient to
yield a _reasonable compensation for
the service rendered and are unjust
and unreasonable and that the just
and reasonable fares and charges for such
service to be hereafter observed .and in
force by it as a maximum shall be at the
rate of 4 cents per mile for tickets and cash
fares and 3% cents per mile for mileage
books.
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Interurban Advances

Indiana Board Approves Indianapolis
& Cincinnati, Union Traction and
T. H., I. & E. Petitions

Interurban passenger fares were in-
creased to 2% cents a mile on the lines
of the Indianapolis & Cincinnati Trac-
tion Company and the Union Traction
Company of Indiana by orders issued on
Dec. 31 by the Public Service Commis-~
sion. The order in the case of the Terre
Haute, Indianapolis & Eastern Traction
Company, the third line asking for an
increase over the present fare of 2%
cents a mile, was not handed down un-
til Jan. 6.

NEw RATE EFFECTIVE JAN. 10

The increased rate was to take effect
on Jan. 10 and the order is to remain
operative until June 30, 1919. The rate
of the Indianapolis & Cincinnati Trac-
tion Company was increased from 2 to
23 cents a mile early last year and
the rate of the Union Traction Com-
pany was increased from 2 to 2% cents
in June, 1918,

The commission takes the position in
the orders that it is not primarily in-
terested in the valuation of the inter-
urban companies, but that its chief
concern is to keep the electric system
of transportation in operation.

The commission points out that the
chief source of revenue for the inter-
urban companies is the passenger fare.
The order relates that interurban rail-
ways in Ohio and Illinois are now
operating under a 3-cent rate, the same
as is charged by the steam railroads.

Whether the increased rate from 23
to 2§ cents will have a tendency to
reduce the number of passengers and
thereby defeat the purpose of the order,
is considered by the commission in the
order. It is noted that the various
companies showed that there was a de-
crease in passenger traffic under the
operation of the 23-cent rate and that
very little of the theoretical increase
was realized.

INTERURBAN OUTLOOK NoOT PROMISING

In summarizing the interurban situa-
tion in Indiana the order says:

“This railroad system, made up of
several railroads, is easily one of the
great assets of the State and its future,
on an assumed basis of $30,000 to
$32,000 a mile, is menaced by new
conditions of which the most promi-
nent are greatly increased costs of op-
eration due to conditions growing out
of the war, and the inroads of the auto
passenger and truck cars. The sign-
ing of the European war armistice will
tend to ease the situation somewhat,
but it will probably increase the build-
ing of good roads and the number of
automobiles—the ‘natural enemies’ of
the interurban railroads of this char-
acter.”

The order says that the commission
did not accept the book value of the
Terre Haute, Indianapolis & Eastern
property submitted at the hearing of
the case in December. This valuation

was $26,050,558. “The prayer of the
petitioner is justified on a basis of ap-
proximately half this sum,” the order
says.

Attention is called to the fact that
the only remonstrance to the increase
in rates by the Terre Haute, Indian-
apolis & Eastern Traction Company
was made by the citizens of Ben Davis.
The evidence showed that 90 per cent
of the travel between Indianapolis and
Ben Davis was on commutation tick-
ets not affected by the basic mileage
rate increase.

In the order of the Union Traction
Company it is observed that the net
operating revenue of this company un-
der the operation of the 2%-cents fare
in July, August and September, 1918,
was $343,982 and in 1917 for the same
period was $342,197. But in 1918 it
is shown that the cost of maintenance
of way and structures was 12.96 per
cent greater than for the same period
in 1917.

EMERGENCY RATES ONLY

The 2%-cent rate is designated as an
emergency rate in all three orders. It is
to be computed upon the penny zone
system and the minimum charge is to
be 10 cents, except within the limits of
incorporated cities and towns.

New York Opposed to Fare
Increase

The attitude of the present city ad-
ministration of New York toward the
applications of the Interborough Rapid
Transit Company and the New York
Railways for increases in fares was
announced at City Hall on Jan. 3 at the
conclusion of a two-hour executive ses-
sion of the board. The Interborough
has petitioned for the right to charge
8 cents on the subway and “L,” and the
surface car lines 8 cents, with 3 cent
transfers. Announcement of the Board
of Estimate policy was made by Comp-
troller Craig, as spokesman for the
Board. After some preliminary re-
marks the Comptroller said:

“We have determined not to consent
to an increased fare to any private
operator such as the Interborough. If
the dual subway contract is modified at
all it must be modified in other par-
ticulars so as to make the modification
reciprocal and mutual.” ‘

“Are you impressed with the need
of higher fares?” was asked.

“Temporarily,” said Mr. Craig,
“there is an occasion for a greater
fare than conditions justified at the
time the contracts were made.”

This, however, applied only to the
subways and elevated as operated un-
der the dual subway contract and did
not in any wise include reference to
the surface situation.

“What if the lines were operated by
the city?” was another question.

“Under the rapid transit act,” an-
swered the Comptroller, “municipally
operated lines must be self-sustaining.
Fares would have to be adjusted to
meet the situation.”

Higher Fare Warranted

Iligher Wages and Fair Return for
Milwaukee Must Come from
Increased Fares

As the return on the investment of
the Milwaukee companies is much be-
low what can be regarded as a fair
amount, the entire cost of any increase
in wages should be met through in-
creased rates. Such is the conclusion
reached by Hagenah & Erickson as a
result of an examination made for the
employees’ association of the Milwau-
kee Electric Railway & Light Com-
pany and the Milwaukee Light, Heat
& Traction Company.

VALUATION CONSERVATIVE BaAsIiS
FOR RATES

In answer to specific questions asked
by the association, the examiners
found that the valuation of $47,564,162,
adjusted to June 1, 1918, by the meth-
od followed by the Wisconsin Railroad
Commission, presents an extremely
conservative basis for rate adjust-
ments, and that an annual allowance
of 3 per cent of the depreciable prop-
erty for depreciation is well within the
range of what would be considered by
any authority a fair amount.

In regard to what constitutes a fair
rate of return, the report points out
that this is ordinarily not less than
7.5 per cent of the fair value. Courts
and commissions have generally held
that a return of from 7.5 to 8 per cent
is not only reasonable but necessary
to attract capital. At present a re-
turn of 8 per cent is probably too low.
In the past ten years, it is said, the
Milwaukee companies’ return has not
been unreasonable. The estimated re-
turn for 1918 is 4.8 per cent. The
railway system alone shows 3.84 per
cent; the electric and heating system,
just over 6 per cent. These returns are
said to be too low for the best inter-
ests of the service,

‘WAGE INCREASE Must BE MET BY
FARE ADVANCE

Lastly, the report states that the
adoption of the standard of wages rec-
ognized by the War Labor Board would
mean an increase of $640,000 a year
for railway employees and shop men
and $265,000 a year for electric and
heat department employees, a total of
$905,000. On the point of electric rail-
way wages Mr. Erickson says:

. ¢ entire cost of any increase in wages
in this department must come through in-
creased fares, and we believe that such in-
crease should be sufficient not only to
cover the advance in wages to the Na-
tional War Labor Board standard, if such
actlon is contemplated, but that action
should also be taken at such time to-
further increase the earnings of this de-
partment to the end that the net earnings,
after such increase in wages, will yield a
return more in accord with what public
service commissions and courts have re-
garded as a fair return on a public utility
investment.

The auditing committee of the em-
ployees’ association, in recommending
the adoption of the examiners’ report,
states that it has no suggestions to
make regarding the rate of return ex-
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cept to point out that savings and
loan stock secured and protected by
rigid State laws earns in excess of 7
per cent. Continuing the committee
says:

Since the report was written, the Wis-
consin Railroad Commission has increased

electric rates. In addition to providing for
increased cost of coal, materials and taxes,

the commission has allowed 1.9 mills for
wages in_the electric and heating depart-
ments, This amounts to $350,000 per year.
This increase in wages was made on the
date the commission’s order was delivered.
The electric order made no provision: for
increased wages for electric railway em-
ployees. The $640,000 a year needed to
bring the wage scales of such employees
up to War Labor Board standards can be
?rovided only through increased railway
ares.

Features of Indianapolis Decision

Emergency Relief Granted Previously to Company Considered
Sufficient in View of Downward Price Tendency

The ruling of the Public Service
Commission of Indiana in the case of
the Indianapolis Traction & Terminal
Company declining to grant a further
increase in fares on the Indianapolis
city lines beyond the 5-cent fare es-
tablished last October and abolishing
the 1-cent charge for transfer, with
rebate, all referred to briefly in this
paper for Jan. 4, states that the emer-
gency relief which has been granted
the company in the increase to a
straight 5-cent fare will continue in
effect until 100 days after the final
peace terms are signed and ratified by
the United States.

SINKING FUND MONEY ALL EXPENDEED

The commission finds that an emer-
gency still exists, but believes that ow-
ing to a downward tendency in prices,
the company will now secure relief
from the excessive operating costs
which have existed, and with voluntary
action on the part of the company in
reducing sinking fund and fixed charge
accounts, sufficient revenue will be re-
ceived to discharge all its obligations.

The commission suggests that a spe-
cial meeting of stockholders and bond-
holders be arranged with a view to
diverting the money collected in sink-
ing funds to the immediate purchase
of additional modern equipment. At
the time of issuing the order the com-
mission apparently was under the im-
pression that amounts aggregating
more than $2,000,000 which have been
paid into sinking fund account were in
cash, and the order was intended to
provide for the use of these funds for
improvements to the property.

This money, however, has been used
to purchase bonds for the sinking fund,
and these bonds have been canceled
and the money is not available for the
purchase of equipment, etc.

The commission also ordered the
company to reorganize its transporta-
tion department as a possible means
of bettering service, and suggested
changes in the personnel of that de-
partment at least during the period
of reorganization.

The order discusses at some length
the financial structure of the company;
its earnings during the sixty-day trial
period of the 5-cent fare established in
October, the result of which the com-
mission believes was misleading owing
to the existence of the “flu” ban dur-
ing a part of that period; the reports
filed by the company and the former

public directors; the discrepancy be-
tween the report of the company’s
checkers and those of the commission
as to the percentage of uncollected
fares, which varied from 3 to 13 per
cent, ete.

MRr. MORGAN HOPEFUL

Marshall S. Morgan, Philadelphia,
vice-president of the company, who has
been in Indianapolis assisting in for-
mulating steps to carry out the order
ot the commission, stated that the situ-
ation was very hopeful im that the
commission in its order of Oct. 12 had
placed a tentative valuation on the
Indianapolis property of between $14,-
000,000 and $16,000,000, which the com-
mission’s engineer had stated was a
low estimate.

Mr. Morgan stated that if the com-
mission based its rate on this valuation
and allowed 7 per cent for a just
return on the investment and 3 per
cent for depreciation, as had been done
in the case of other Indiana utilities,
the company would have sufficient
funds to meet all fixed charges, obtain
new capital and make improvements
to the property. It was stated by
officials of the company that the points
suggested by the commission would be
taken up in turn and every effort made
to comply with the terms of the order.
It was pointed out that very little time
had been given the company between
the date of the order, Dec. 28, and Jan.
1 when the payment of bond interest
and dividends and the installment into
sinking fund were due.

PREPAYMENT COLLECTION PROPOSED

The company is arranging for adapt-
ing all of its double-truck closed cars
for prepayment fare collection.

New 1. T. S. Interstate Tariff

New tariffs recently approved by the
Interstate Commerce Commission al-
low the Illinois Traction System,
Peoria, Ill., to charge the same rate of
fare as that of the steam carriers.
Previously the system has maintained
2 cents a mile fares, but a charge of
25 cents has been made for handling
each piece of baggage.

Although the new interstate tariffs,
which correspond with the intrastate
rates now prevailing on the traction
lines by order of the Federal Court,
will be on the same basis as the steam
carriers, it is stated that a differential
in rate will still exist between points

in Illinois and St. Louis in favor’of
the Traction System. This is because
of the fact that in preparing its inter-

.state tariffs the ‘Traction System has

pursued its .past policy of straight
mileage fares into St. Louis and has
made no special or arbitrary charge
for transportation across the Missis-
sippi River at St. Louis.

Free handling of baggage on the
same basis as that prevailing on the
government-operated steam railways
is announced by the Illinois Traction
System to take effect with the estab-
lishment of the new 3 cents a mile in-
terstate passenger rates on Jan. 10.

Rhode Island Fare Case Jan. 13

The hearing set for Dec. 30 before
the Supreme Court of Rhode Istand
on the appeals taken by several mu-
nicipalities of the State from the recent
ruling of the Public Utilities Com-
mission increasing the fares on the
lines of the Rhode Island Company was
postponed to Jan. 13 by agreement of
counsel.

The hearing was originally set for
Dec. 16, but before that date G. Fred-
erick Frost, attorney for the Rhade
Island Company, was injured in an
automobile accident and at his request
the hearing was postponed for two
weeks as it was expected by Dec. 30
he would be able to appear in court.
His condition, however, did not impreve
as rapidly as was expected and ac-
cordingly another postponement was
permitted.

Several months ago the Public Util-
ities Commission authorized the com-
pany to increase fares and approved
the establishment of a zone system.
This aroused the taxpayers in a num-
ber of the towns and East Providence,
North Providence, Johnston and War-
wick through their attorneys filed an
arfpe.al from the ruling of the com-
mission.

Denver Fare Demonstration

Service on the lines of the Denver
(Col.) Tramway was completely sus-
pended for six and a half hours on the
evening of Jan. 2 because of demonstra-
tions by crowds of men and boys who
objected to the collection of a 7-cent
fare. Service was resumed early on
Jan. 3 on regular schedules.

The trouble began when homeward-
bound workmen in the stock yards dis-
trict refused to pay more than a 5-
cent fare, ejected the trainmen and
ran the cars into the city. As.incom-
ing cars reached the business district,
they were abandoned.

The 7-cent fare, which was approved
by the State Public Utilities Commis-
sion, although opposed by the city offi-
cials, was put into effect on Dec. 26.
For several weeks previous to Dec. 26
a 6-cent fare had been in effect with the
approval of both the State Utilities
Commission and the City Council. The
conditions of the grant of the 7-cent
fare in Denver were reviewed briefly
in the ELECTRIC RAILWAY JOURNAL for
Dec. 21, page 1119.
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Transportation
News Notes

Wisconsin Road Wants Increase.—
The La Crosse & Onalaska Street Rail-
way, La Crosse, Wis., operating an in-
terurban line, has filed with the Rail-
road Commission of Wisconsin a peti-
tion for an increase in fare.

P-A-Y-E in St. Paul.—The pay-as-
you-enter system was adopted for use
on the St. Paul lines of the Twin City
Rapid Transit Company on Dec. 27.
This method of operation has been in
use for some time in Minneapolis ex-
cept on the suburban, intercity and
two or three city lines of the com-
pany.

Stockton to Charge Six Cents.—The
Railroad Commission of California has
authorized the Stockton Electric Rail-
road to charge a 6-cent fare, on the
ground that the increase is necessary to
meet wage increases and the higher
cost of materials and supplies. The
company had applied for permission to
charge 7 cents.

Columbus Request Denied.—The Pub-
lic Service Commission of Indiana has
denied the petition of the Central In-
diana Lighting Company for an in-
crease in fare from 5 to 7 cents at
Columbus. As in several other cases
decided recently the commission ruled
in effect that the war emergency urged
by the company in its petition no long-
er existed.

Kansas City Fare Award Sustained.
—The Supreme Court of Missouri on
Dec. 31 sustained the Utilities Com-
mission of that State in the 6-cent fare
award to Kansas City (Mo.) Railways.
All the judges concurred in reversing
the Cole County Circuit Court and in
ordering the lower court to affirm the
action of the commission. This is
merely a reflection by the court of the
action taken in the St. Louis fare case,
referred to previously in this paper and
again elesewhere in this issue.

Kokomo Petition Withdrawn.—The
Public Service Commission of Indiana
on Dec. 26 issued an order permitting
the Indiana Railway & Light Company
to withdraw the petition it filed with
that body some months ago for au-
thority to increase fares in Kokomo.
The company filed its motion on Dec.
14, but the commission did not take
immediate action on it. The review
of the commission indicates that the
relief that was asked for by the com-
pany would have been denied had the
petition been carried to a hearing.

Distinction Between Cash and Ticket
Fares.—Because the ticket fare under
the new ordinance is 5% cents on cars
of the Cincinnati (Ohio) Traction Com-
pany, two persons, a man and woman,
attempted to ride on the payment of 11

cents in cash. C. W. Culkins, Street
Railroad Director, approved the act of
the conductor in ejecting them. The
ordinance provides for a cash fare of
6 cents each for passengers and for the
sale of tickets at 5% cents each in strips
of six. An increase in fare under the
Cincinnati  service-at-cost  franchise
went into effect on Jan. 1.

St. Louis Fare Rehearing Denied.—
The State Supreme Court of Missouri
has overruled the motion of City Coun-
selor Daues of St. Louis for a rehear-
ing before the court, in connection with
its decision reversing the lower court
in the 6-cent fare case affecting the
United Railways, St. Louis. As ex-
plained in the ELECTRIC RAILWAY JOUR-
NAL for Dec. 28, page 1155, the Supreme
Court of the State reversed and re-
manded the decision of Circuit Judge
J. G. Slate of the Cole County Circuit
Court, who on Sept. 7 held that the
Public Service Commission was without
jurisdiction to grant an increase in
fare.

Plans Appeal to Legislature.—The
formal order of notice of a petition to
the General Assembly, at its coming
session, to amend the charter of the
Danbury & Bethel Street Railway,
Danbury, Conn., by repealing the por-
tion of section 6 of the charter which
provides for the collection of a 5-cent
fare within the borough of Danbury
and within the borough of Bethel.
Since the granting of the charter, in
1885, Danbury has become a city, but
the 5-cent fare provisions apply to the
limits of the city as now extended. The
application is made by Judge J. Moss
Ives, as receiver for the company.

St. Louis Company Wants Action.—
An early hearing on the proposal for a
zcne system and on other plans for
increasing the revenue of the United
Railways, St. Louis, Mo., is reqested
in a letter written by President McCul-
loch of the company to the Public Serv-
ice Commission of Missouri. Mr. Mec-
Culloch declares that the 6-cent fare,
with the increase in wages which went
into eftect even before the fare in-
crease did, does not enable the company
10 meet its expenses and net a 6 per
cent return on the investment, and that
further relief must be had. Mr. Mec-
Culloch’s request for such relief was
first made to the commission on Aug.
31.

Auburn Increase Allowed.—The Pub-
lic Service Commission for the Second
District of New York on Dec. 31 au-
thorized the Auburn & Syracuse Elec-
tric Railroad to charge a 6-cent fare
in Auburn, including the lines to Owas-
cc Lake and to the Sole Cemetery,
effective on five days’ notice. The in-
crease is during the war and for a
reasonable time after the peace treaty
becomes effective. Because of fran-
chise restrictions the company’s appli-
cation for 6-cent fare came within the
Court of Appeals decision in the Quinby
case. The Auburn authorities, how-
ever, on Dec. 10 waived the franchise
restrictions and submitted the matter
to the commission for determination.

Skip Stops Withdrawn in Springfield.
- -After receiving an order from the Fuel
Administration on Dec. 12 A. D. Mac-
kie, general manager of the Springfield
(Ill.) Consolidated Railway, announced
that the skip stops would be abolished.
The fuel administrator at Chicago for
the district in which Springfield is lo-
cated notified the local administrator
in Springfield that the matter of skip
stops was purely optional with the
Council and citizens of Springfield and
that he did not insist upon the order
being carried out to continue the stops.
Mr. Mackie had previously stated to
the Mayor that skip stops would be
continued in Springfield until the fuel
administration ordered otherwise.

Special Courtesy to the Blind—A
step toward greater courtesy was taken
by the Tampa (Fla.) Electric Company
on Dec. 9 when cards instructing op-
erators to give special assistance were
distributed to the blind people of Tam-
pa. A person holding one of these
cards may have a car stopped at any
place on the line, whether a corner or
within the center of a block, and a like
convenience will be accorded them
when boarding cars. They will only
have to stand near the track and hold
the card in the air, where it can be
seen by the motorman. The new plan
to assist the blind was devised by C.
F. W Wetterer, general manager, fol-
lowing a discussion at a meeting of
the Blind Welfare Association.

New Albany I. C. C. Hearing, Jan.
22.—Col. Charles L. Jewett, head of
the legal department of New Albany,
Ind., has been notified that the Inter-
state Commerce Commission on Jan. 22
will hold an oral argument on the peti-
tion of the Louisville & Southern In-
diana Traction Company, and Louis-
ville & Northern Railway & Lighting
Company, regarding increases in fares
between New Albany, Jeffersonville
and Louisville. M. A. Pattison, attor-
ney examiner, conducted a hearing on
the petition in Louisville last July, af-
ter which a finding was returned in
which the petition was denied. When
the objections of the company were
sustained by the commission, Colonel
Jewett was apprised of the hearing
that has been scheduled.

Front-End Collectors Now “Ground
Conductors.”—The Dallas (Tex.) Rail-
way is using “ground conductors” to
handle the crowds boarding cars in
the downtown sections during the rush
hours. Under this plan, men with au-
thority to collect fares have been sta-
tioned at the most important boarding
points on Main, Commerce and Elm
Streets. These men stand at the front
end of cars as they stop to take on
passengers, and the patrons are thus
permitted to board the cars by both
front and rear entrances, thus effecting
2 saving in the time required to load
the cars. This system of fare collec-
tion at congested points has been used
elsewhere with success, but to Dallas
cvidently belongs the credit for coining
the term “ground conductors,” as ap-
plied o the front end collectors.
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Gary Increase Denied—The Public
Service Commission of Indiana has de-
nied the application of the Gary Street
Railway for an increase of its city
fares to 6 cents. This means that the
present 5-cent fare will remain in
force. The application of the company
was filed with the commission on Aug.
8 but the hearing was net held until
Nov. 12. The company also asked for
authority to increase its fare on the
Gary and Hammond line and on the
Gary and Indiana Harbor line from 5
cents to the city limits to a fare of 8
cents. Denial of this application was
also included in the decision handed
down by the commission. This means
that the present 10-cent fare between
Gary and Hammond and between Gary
and Indiana Harbor will remain in
force.

Six-Cent Fare Request Refused.—
The State Railway Commission of Ne-
braska on Dec. 28 refused to grant the
Lincoln Traction Company an inecrease
in fares on its city lines, and the pres-
ent 5-cent fare was ordered to remain
in force until June 30, 1919, when the
commission promises to reconsider the
matter. The company’s application,
filed on Nov. 10, last, asked for a 6-
cent fare with an additional charge of
1 cent for transfer privileges. In
August last the commission authorized
a b-cent fare, effective from Sept. 1,
with 6 cents between certain suburban
points. Appeals are now pending in
the courts from previous decisions of
the commission on fare. Previous ref-
erence to the matter were made in the
ELECTRIC RAILWAY JOURNAL for Aug.
10, page 262; Sept. 21, page 529; Dec.
7, page 1030.

Tampa Discusses Skip Stops.—The
responsibility of eliminating skip stops
in Tampa, Fla., will fall on the shoul-
ders of the City Council, if this move
is taken in the near future by the
Tampa Electric Company. C. F. W. Wet-
terer, manager, has been informed by
the Electric Railway Board at Washing-
ton that the fuel administration has not
authorized the elimination of the skip
stop. The company was on the verge
of putting cars back on the old sched-
ules, but the order was rescinded and
a letter was written the City Council
stating the skip stop would not be elim-
inated without a resolution from that
body ordering stops at every corner.
Several of the Councilmen have agi-
tated the elimination of the skip stop
and during the week ended Dec. 7 a
letter from the city clerk, written at
the direction of the Council, asked the
railway to get back on the old system.

Butte Denied Seven-Cent Fare.—The
Public Service Commission of Montana
has denied the petition of the Butte
Electric Railway for a cash fare of 7
cents. The commission has also re-
stored the 2i-cent fare for children and
mail carriers on duty, thus doing away
with the 3-cent fare provided for in
its order giving the company the right
to increase its fares from 5 cents to 6
cents. This order was made on Nov.
50, and the company had until Dec. 5

to file its schedule of rates in conform-
ity with the rates of 6 cents for adults
and 3 cents for children and mail car-
riers on duty. Before Dec. 5 arrived
the company petitioned the commission
to amend its order of Nov. 30, by strik-
ing therefrom all reference to the
tariff for “children and mail carriers
on duty, 3 cents,” and “all reference to
23-cent fares and modify the order to
provide for a ticket fare of 6 cents
for the service as had heretofore been
provided for 5 cents and to provide a
cash fare of 7 cents.”

San Diego Hearing This Month.—A
public hearing on the application of the
San Diego (Cal.) Electric Railway to
the Railroad Commission of California
for investigation of rates, and, in fact,
all other conditions bearing upon the
conduct of the railway will, it is ex-
pected, be held in San Diego during the
tresent month. The company, although
lesing money, is not asking any de-
finite increase in its present fares; it is
simply laying its cards face up on
the table before the commission and
the public with the object of acquaint-
ing all concerned with the serious con-
ditions now confronting the owners and
management. The company has most
carefully prepared its case, giving a
detailed history of operation and fi-
nancial conditions from the horse-car
days to the present time. So the public
may know, its exhibit may be found
at the Chamber of Commerce by all who
wish to read it. Copies are also in the
hands of city attorneys of San Diego,
Coronado, East San Diego and National
City.

Municipal Line Increases Fare.—The
London & Port Stanley Railway, Lon-
don, Ont., a municipally-owned radial
line, is to have its second war-time rate
increase. Rates were fixed following
electrification and rehabilitation in
1915. Six months ago passenger and
freight tariffs were advanced, but a
30-cent round-trip summer excursion
rate was retained for the benefit of
residents of London. The commission
operating the road reported to the City
Council that within the past six months
costs increased at the rate of $50,000
per annum, and the Council determined
to support an application to the fed-
eral parliament to alter the charter by
striking out the provision for the 30-
cent fare. A rate of 50 cents for adults
and 25 cents for children will be sub-
stituted. The provineial government
has denied an appeal by the city of
St. Thomas and the village of Port
Stanley for the right to tax the Lon-
don & Port Stanley Railway, which is
now exempt as a publicly-owned util-
ity.

Utica and Syracuse Service Inquiry.
—The Public Service Commission for
the Second District of New York ar-
ranged to confer with the municipal
authorities in Utica and Syracuse on
Deec. 10 over local transportation facil-
ities. Representatives of the New
York State Railways were also invited
to attend. At prior conferences ar-
rangements were made whereby ad-

ditional power service was to be pro-
vided the New York State Railways in
Utica by the Adirondack Electric
Power Corporation, and while there
have been delays it is stated they were
due to unavoidable happenings. The
Adirondack Power Corporation, which
is installing a new transmission line
from Amsterdam to Utica to enable it
to supply more power to the electric

railroad, is progressing its contract and °

the line is expected to be completed by
Dec. 15. The commission some time
ago investigated transportation condi-
tions in Syracuse with the result that
service was improved. The Syracuse
conference will be to review the pres-
ent conditions.

Riders Should Decide Skip-Stop Ques-
tion—Thomas E. Mitten, president of
the Philadelphia (Pa.) Rapid Transit
Company, sent a letter to Councils on
Jan. 2 in which he further defended the
skip-stop system. He declared the sys-
tem in full effect increased the com-
pany’s carrying capacity equal to 200
cars, that it would save $1,000,000 a
year and reduce the riding tie of pa-
trons on the lines from five {o fifteen
minutes a day. The number of auto-
mobile buses in Philadelphia increased
more than 250 per cent since 1914,
and to that, according to Mr. Mitten,
could be credited a considerable portion
of increased electric railway accidents.
Mr. Mitten sent with the letter a copy
of the address delivered by him on the
skip-stop system before the commit-
tee of thirteen at a meeting in City
Hall on Dec. 27. In connection with
this address he again informed Councils
that, as publicly stated, the plan of
the management of the company pro-
vides that the car rider finally shall
say whether the skip-stop system shall
go or stay.

Charleston Suburban Fare Increase.
—It was announced on Dec. 28 that the
State Railroad Commission of South
Carolina at its next meeting would is-
sue an order allowing an increase in
the passenger fares of the suburban
lines of the Charleston Consolidated
Railway & Lighting Company, effective
on Jan. 1. There will be a straight
fare of 5 cents from the incorporated
limits of the city of Charleston to the
Navy Yard, and a straight fare of 3
cents form the Navy Yard to North
CLarleston, round-trip tickets between
the two latter points, however, being
5 cents each. The order of the commis-
sion is for ninety days and, at the ex-
piration of that time, should there be
no complaint to the commission the re-
vised rate will be permanent. Should
there be a complaint, a new hearing
will be granted. The increased rates
are the result of a hearing held by the
commission on Dec. 12. At the time of
the award of the War Labor Board in
the Charleston wage case that body di-
rected the attention of the commis-
sion to the need of more revenue by
the company. This phase of the mat-
ter was referred to in the ELECTRIC
RAILWAY JOURNAL of Dec. 14, page
1068.

T
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Mention

Henry S. Lyons retired on Dec.
81 as secretary of the Boston (Mass.)
Elevated Railway.

C. E. Cole has been appointed road-
master of the York (Pa.) Railways to
succeed R. E. L. Kelb.

J. H. Richards has been appointed
secretary of the Boise (Idaho) Railway
to succeed T. R. Hamer.

H. A. Smeck has been appointed
claim agent of the Binghamton (N. Y.)
Railway to succeed A. K. Martin,

David Wilson has been appointed sec-
retary of the Railroad Commission of
Arkansas to succeed J. B. Dunlap.

‘W. D. Humphrey has been appointed
chairman of the Oklahoma Corporation
Commission to succeed J. E. Love.

T. J. O'Connor has been appointed
roadmaster of the Texas Electric Rail-
way at Dallas, to succeed J. L. Adams.

Robert MacKenzie has been elected
president of the Sarnia (Ont.) Street
Railway, Ltd., to succeed James Flin-
teft. :

Charles England has been appointed
auditor of the Fort William (Ont.)
Electric Railway to succeed J. C. Craw-
ford.

D. L. Waters has been appointed
auditor of the United Traction Com-
pany, Albany, N. Y., to succeed W. H.
Elder.

W. T. Lee has been appointed chair-
man of the Corporation Commission of
North Carolina to succeed Edward L.
Travis.

L. Demery has been appointed mas-
ter mechanic of the Hornell (N. Y.)
Traction Company, to succeed M. J.
Gordon.

William F. Breidenbach has been ap-
pointed secretary of the Sheridan
{Wyo.) Railway to succeed William R.
Sullivan,

J. Milton has been appointed master
mechanic of the Chicago, Aurora & De-
Kalb Railroad, Aurora, Ill, to succeed
William Harmes.

E. H. Mason has been elected second
vice-president of the City & Suburban
Railway, Brunswick, Ga., to succeed A.
deSola Mendes.

S. L. Lupton has been appointed a
member of the State Corporation Com-
mission of Virginia to succeed Alex-
ander Forward.

L. LeMay has been elected secretary
and treasurer of the Memphis (Tenn.)
Street Railway to succeed the late W.
H. Burroughs.

Harry K. Tompkins has been ap-
pointed secretary of the Fishkill Elec-
tric Railway, Beacon, N. Y., to succeed
W. H. Southard.

A. Shiel has been appointed auditor
of the Northwestern Pennsylvania

Railway, Meadville,
C. H. Allen.

Orin Stiffler has been appointed su-
perintendent of the Indiana County
Street Railway, Indiana, Pa. to suc-
cced Irwin Barry.

William J. Bradley has been ap-
pointed auditor of the Second Avenue
Railway, New York, N. Y., to succeed
N. M. Hudson.

C. J. Callahan has been appointed
secretary of the Public Utilities Com-
mission of the State of Idaho to sue-
ceed E. G. Gallet.

C. D. Dounovan has been appointed
master mechanic of the City Electric
Company, Albuquerque, N. M., to suc-
ceed Antonio Vargas.

E. A. Hoffman has been appointed
superintendent of transportation of
the Wilkes-Barre (Pa.) Railway to
succeed C. F. Crane.

George Schneider has been appointed
claim agent of the Westchester Elec-
tric Railroad, Mount Vernon, N. Y., to
succeed A. P. Guion.

J. A. Mower has been appointed
claim agent of the Eastern Pennsyl-
vania Railways, Pottsville, Pa., to suc-
ceed James E. Burr.

S. R. Inch has been elected vice-pres-
ident of the Utah Light & Traction
Company, Salt Lake City, Utah, to
succeed O. J. Salisbury.

E. S. Chesebro has been appointed
treasurer of the Yarmouth Light &
Power Company, Yarmouth, N. S., to
succeed Carl T. Keller.

Frank Gardner has been appointed
engineer maintenance of way of the
Houston (Tex.) Electric Company to
succeed C. R. Brewster.

J. A. Strite has been elected presi-
dent of the Chambersburg & Shippens-
burg Railway, Chambersburg, Pa., to
succeed W. H. Fisher.

F. A. Zimmerman has been appointed
secretary of the Chambersburg & Ship-
pensburg Railway, Chambersburg, Pa.,
to succeed J. G. Schaft.

A. E. Lane has been elected presi-
dent of the Ephrata & Lebanon Trac-
tion Company, Ephrata, Pa., to sue-
ceed Charles O. Collett.

E. C. Given has been appointed treas-
urer and auditor of the Boise Valley
Traction Company, Boise, Idaho, to
succeed E. A. Wetmore.

S. W. Hardwich has been appointed
n:aster mechanic of the Northern Texas
Traction Company, Fort Worth, Tex.,
to succeed Theodore Taylor.

Herbert W. Trafton has been ap-
pointed a member of the Public Utili-
ties Commission of the State of Maine
to succeed John E. Bunker, who died
some time ago.

Pa., to succeed

Miss Julia A. Prasch has been ap-
pointed treasurer of the Yakima Val-
ley Transportation Company, North
Yakima, Wash., to succeed C. A. Becker.

C. F. Dupuis has been appointed a
member of the Board of Railroad Com-
missioners of North Dakota, effective
Jan. 1, 1919, to succeed C. W. Bleick.

S. Larue Tone, president of the Pitts-
burgh (Pa.) Railways when it was
placed in receivers’ hands last April,
was on Dec. 31 appointed the third
receiver.

J. P. Keeney has been appointed chief
engineer of power plants and substa-
tions of the Virginia Railway & Power
Company, Norfolk, Va., to succeed W.
C. Bell,

H. L. Harris, auditor of the Twin
State Gas & Electric Company, Brattle-
boro, Vt., has also been appointed sec-
retary of the company to succeed H.
H. Bechtel.

E. H. Kifer has been appointed gen-
eral manager of the San Antonio
(Tex.) Public Service Company to suc-
ceed W. B. Tuttle, who still retains his
position as vice-president of the com-
pany.

William E. McGovern has been ap-
pointed auditor of the Eastern Wiscon-
sin Electric Company, Sheboygan,
Wis., to succeed Simon Kurtz, who has
been appointed assistant auditor of
the company.

J. P. Costello has been appointed
superintendent of railways of the
Reading Transit & Light Company,
Reading, Pa., to succeed S. E. Smith,
who is now general superintendent of
the company.

E. F. Goetz, master mechanic of the
Chambersburg & Shippensburg Rail-
way, Chambersburg, Pa., has also been
appointed general manager and pur-
chasing agent of the company to suc-
ceed S. M. Coover.

J. S. Goldsmith has been appointed
assistant general counsel of the Pub-
lic Service Commission of Maryland,
Baltimore, Md., to succeed Osborne I.
Yellott. James C. Legg has also been
appointed as a commissioner.

P. E. McChesney has been appointed
purchasing agent of the Eastern Texas
Electric Company at Beaumont to suc-
ceed E. J. Davis, who now has general
supervision over the city and inter-
urban lines of the company.

E. P. Summerson has been appointed
secretary of the Lehigh Power Secur-
ities Company, New York, N. Y., which
controls the Lehigh Valley Transit
Company, Allentown, Pa., to succeed A.
E. Smith, who still retains his position
as treasurer.

L. B. Martin has been appointed to
the newly created position of general
superintendent of interurban lines of
the Illinois Traction System, with
headquarters in Springfield. Mr. Mar-
tin has been superintendent of main-
tenance of way of the company for
several years past. His successor as
superintendent of maintenance of way
has not been named.



122

ELECTRIC RAILWAY JOURNAL

Vol. 53, No. 2

Thomas B. Pratt, formerly with the
publicity department of the New York,
New Haven & Hartford Railroad, has
succeeded Peter D. Vroom as publicity
manager of Henry L. Doberty & Com-
pany, New York, N. Y. Mr. Vroom
is to take up active newspaper work
in another city.

F. D. Howells, former chief engineer
of public utilities for the city of Los
Angeles, has become general manager
of the California Highway Transporta-
tion Association. This organization,
made up of freight and passenger au-
tomobile companies, is endeavoring to
aid in the development of workable
state laws governing automobile trans-
portation utilities.

F. W. Bedard has been appointed.

general superintendent of the Urbana
& Champaign Railway, Gas & Light
Company, Champaign, Ill., and E. A.
Roehry has been made general super-
intendent of the Cairo Railway & Light
Company, Cairo, Ill.,, according to an-
nouncement from the office of H. E.
Chubbuck, vice-president, executive of
the Illinois Traction System.

Frank Ring has been appointed traffic
manager of the Walla Walla (Wash.)
Valley Railway. Mr. Ring formerly
was employed by the Pacific Power &
Light Company and later was promoted
to the management of the Kennewick
office, which place he resigned to take
a position in the Baker-Boyer Bank in
Walla Walla. He succeeds E. G. Mil-
ler as traffic manager of the railway.

Joseph H. Lyons, widely known
among labor union men of the Coast,
has been appointed superintendent of
transportation on the Tacoma (Wash.)
Municipal Railway. Mr. Lyons as-
sumed his new duties on Jan. 1, when
the city took over the city-owned lines
from the Tacoma Railway & Power
Company, which has been operating
them ever since they were opened.

A. A. Blackburn, who for fourteen
years has been chief engineer and as-
sistant to the general manager of the
Belfast (Ireland) City Tramways, has
been appointed engineer and manager
of the Huddersfield Corporation Tram-
ways to succeed R. H. Wilkinson, whose
appointment as manager of the Brad-
ford City Tramways was noted in the
ELECTRIC RAILWAY JOURNAL for Dec. 7,
page 1017.

Herman M. Aldrich for the last four
years superintendent of the North-
ampton (Mass.) Street Railway, and
for ten years superintendent of the
Amherst & Sunderland Railway, has
resigned to become superintendent of
the Claremont Railway & Lighting
Company, Claremont, N. H., the prop-
erty of which was sold recently to
local manufacturers of Claremont after
abandonment had been threatened by
the original owners.

Godfrey Goldmark has been appoint-
ed counsel to the Public Service Com-
mission for the First District of New
York to succeed Judge William L. Ran-
som, whose resignation took effect at

midnight on Dec. 21. Mr. Goldmark
formerly was a partner of ex-Judge
Hiram R. Steele. He entered the com-
mission as secretary to Chairman
Straus. A year later he became assist-
ant counsel and recently has specialized
in regulation.

J. M. Barry has been appointed local
manager of the Alabama Power Com-
pany at Anniston, Ala.,, to succeed
Laurence W. Jackson resigned. For
some time Mr. Barry was in charge of
the distribution of electricity for the
Great Western Power Company, at San
Francisco, and prior to that was chief
of the San Francisco department of
electricity, to which position he came
from Portland, Oregon, where he was
electrical engineer for the Northwest-
ern Electrical Company.

H. Ware Barnum, Ware, Mass., has
been appointed general counsel for the
Boston (Mass.) Elevated Railway, ac-
cording to announcement made by the
trustees of the company. Mr. Barnum
has been Assistant Attorney-General
of Massachusetts since January, 1915.
He is about forty years old and for a
number of years was a member of the
firm of Elder, Whitman & Barnum. He
has had a large experience in legis-
lative work. He is a graduate of St.
Lawrence School, New York; Harvard,
A. B, 1900, and the Harvard law
school, 1903. Mr. Barnum succeeds
Russell A. Sears.

S. T. Phillips, heretofore general
eiectrical equipment foreman, New
York State Railways, Rochester Lines,
has resigned to become master mechanic
of the Gary (Ind.) Street Railway. Pre-
vious to going to Rochester Mr. Phil-
lips was associated with J. F. Uffert,
now superintendent of equipment New
York State Railways, when Mr. Uffert
was master mechanic of the Hudson
Valley Railway and the United Trac-
tion Company, at Glens Falls and Al-
bany, N. Y., respectively. He was for a
number of years connected with the
New York Edison Company and the
Hudson River Electric Power Company,
Glens Falls, N. Y.

Lindley Miller Garrison, receiver for,

the Brooklyn (N. Y.) Rapid Transit
Company, was born in Camden, N. J.,
in 1864. He was educated in the public
schools, at Philip Exeter Academy, at
Harvard, New York University, Rut-
gers and Brown and was awarded the
LL.D. degree at New York University.
EHe studied law in the offices of Redding,
Jones & Carson in Philadelphia and
was admitted to the Pennsylvania bar
in 1886. He practiced with Redding,
Jones & Carson and their successors,
Jones & Carson, from 1883 to 1888. In
the latter year he was admitted to the
bar of New Jersey and practiced at
Camden, N. J., until 1898. From 1899
to 1904 he was a member of the firm of
Garrison, MacManus & Enright, Jersey
City. He was vice-chancellor of New
Jersey from June, 1904, to March 5,
1913, and was Secretary of War in the
cabinet of President Wilson from March
5, 1913, until Feb. 10, 1916, when he

resigned. He was lately been a mem-
ber of the law firm of Hornblower,
Milier, Garrison & Potter, New York.

Obituary

Mr. Turner Dead

Walter V. Turner, manager of en-
gineering for the Westinghouse Air
Brake Company, died at Columbia Hos-
pital, Wilkinsburg, Pa., on Jan. 9. He
had been seriously ill since the middle
of November. In his death the air-
brake industry has lost its greatest
expert.

Mr. Turner was born in England in
1866, and before he came to America
in 1888 he was in the wool business.
After a short time spent on a ranch
in New Mexico, he entered the employ
of the Atchison, Topeka & Santa Fe
Railroad and soon became chief inspec-
tor. Becoming interested in air brakes,
he soon gained a reputation for pro-
ficiency in them and was placed in
charge of the air-brake instruction car
on that road. From general air-brake
instructor he was promoted to mechan-
ical instructor for the entire system.
During this time he took out twenty-
two air-brake patents, which were sold
to the Westinghouse Air Brake Com-
pany.

He became connected with the West-
inghouse Company in 1903; in 1907 he
was made mechanical engineer; in
1910, chief engineer; in 1915, assistant
manager and in 1916, manager of en-
gineering. His first task with that
company was to develop the K triple
valve, of which there are now over
2,000,000 in use. By his untiring en-
ergy and ingenuity the art of braking
trains has developed by leaps and
bounds. He has taken out more than
400 patents and a hundred or more are |,
still pending. Among his latest inven-
tions are those which have contrib-
uted extensively to the success of elec-
tric train operation, the electro-pneu-
matic brake and the system of empty
and load brake control stand out pre-
eminently. By making use of these
features the capacity of the New York
subways has been increased tremen-
dously. Mr. Turner was also an au-
thor, among the more important of his
books heing “Train Control—Its De-
velopment and Effect on Transporta-
tion Capacity,” which was published in
two volumes. He was awarded the
Longstreth medal in 1911, and the EI-
liott-Cresson medal in 1912. He was a
fellow of the Royal Society of Arts,
England, and a member of the Amer-
ican Society of Mechanical Engineers,
the American Electric Railway Asso-
ciation, Franklin Institute (Philadel-
phia), and the Pennsylvania State
Chamber of Commerce. The degree of
“Doctor of Engineering” was con-
ferred on him by the University of
Pittsburgh in 1918.
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Manufactures and the Markets

DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE MANUFACTURER,
SALESMAN AND PURCHASING AGENT

ROLLING STOCK PURCHASES

BUSINESS ANNOUNCEMENTS

Soft Coal Output Increased
Six Per Cent in 1918

Production for the Last Year Esti-
mated by the Geological Survey
at 447,748,000 Net Tons

The lowest weekly production of bi-
tuminous coal reported in the last three
years was brought about by the time
lost on account of the Christmas holi-
days during the week ended Dec. 28,
according to the Geological Survey.
Estimates for this week place produc-
tion at 6,385,000 net tons, 3,746,000
net tons or 37 per cent behind produc-
tion of the week ended Dec. 21, and
3,352,000 net tons or 34 per cent be-
hind production of Christmas week of
last year. The average daily produc-
tion for the current week (five days)
is estimated at 1,277,000 net tons as
compared with 1,913,000 net tons for
this coal year to date and 1,763,000
net tons for the same period of 1917.

BITUMINOUS PRODUCTION INCREASED
35,187,000 ToNs IN NINE MONTHS

Total production of bituminous coal
for the period April 1 to Dec. 28 is
estimated at 447,748,000 net tons as
against 412,561,000 net tons during the
period April 1 to Dec. 28, 1917, or an
increase of 35,187,000 net tons.

The production of bituminous coal
and lignite in the calendar year 1918
is estimated at 585,883,000 net tons,
an increase compared with 1917 of 34,-
092,000 net tons or 6.2 per cent. Four

the Christmas holidays caused anthra-
cite production during the week of
Dec. 28 to decrease more than 500,-
000 net tons, compared with the pro-
duction of the week preceding and was
approximately 200,000 net tons lower
than the production during the corre-
sponding week of 1917. For the period
April 1 to Dec. 28 the production of
anthracite is estimated at 73,830,000
net tons which is 1,606,000 net tons or
slightly more than 2 per cent below
the production of a similar period of
last year.

Copper Wire Goes Lower

Rubber Covered on 27 to 28-Cent Base,
Represents a Drop of Seven
Points

As a result of the drop in copper
price wire has fallen many points. Of
ten prominent manufacturers three
were quoting on Monday 27 cent base
on rubber-covered, two 28 cents, four
30 cents, and one 32 cents. Consid-
ering discounts, however, rubber-cov-
ered base is probably between 27 and
2§ cents, a drop of around seven points.
Quite recently one or two manufactur-
ers have stopped selling on base, and
they are now selling on cost.

On Saturday bare wire was quoted
in Chicago at from 25 to 26 cents,
while weatherproof ranged from 28 to
2@ cents a pound.

Since Monday copper has made fur-
ther reductions and if the wire quota-
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states reported decreases, Georgia,
Towa, Missouri and Texas. The most
important increases were in Pennsyl-
vania, 11,264,000 tons, Ohio, 5,715,000
tons, Illinois, 5,064,000 tons and West
Virginia, 4,908,000 tons. The estimates
indicate that West Virginia still retains
second place as a coal producer but
the lead is so small that final returns
may place Illinois in this place, which
was assumed by the State of West Vir-
ginia in 1908.

The loss of time brought about by

tions continue to follow the downward
trend of copper still lower prices
should prevail next week.

A prominent wire producer said a
couple of weeks ago that the wire peo-
ple could expect to do business on 19-
cent copper. Deliveries in the second
quarter of the year are already selling
al this figure it is understood. Spot
electrolytic copper on Tuesday was
quoted at 20.62% cents and there were
some recessions from that price later in
the week.

Iron and Steel Serap
Prices Drop

Mills Making Almoest No Bids, But
Dealers Holding Off Until More
Definite Prices Develop

Iron and steel scrap values are still
dropping and no sales of any conse-
quence are being made. The drop here
is greater than in the new product.

Almost no bids are being made by
consumers, and dealers still hesitate to
kuy while values are so uncertain.

A further disturbing factor is the
heavy offering of scrap arising from
the termination of war contracts. The
Canadian government is offering around
150,000 tons of scrap and the U. S.
Government is known to hold a large
tonnage. This, however, is expected
to come on the market only slowly so
that values will not be unduly sacrificed.

Dealers seem to feel that it will be
several weeks before any definite and
safe market for scrap develops.

It is hard to secure any real quota-
tions but resales were made this week
on the following basis in Chicago:

Rerolling and short old steel rails,
$24.00-$25.00 per gross ton; frogs,
switches and guards, $19.00-$20.00 per
gross ton, car wheels $24.00-$25.00 per
gross ton, old iron rails, $26.00-$28.00
per gross ton; old iron and steel axles,
$28.00-$30.00 per net ton.

With the exception of old steel rails
which are quoted in New York as
$17.00-$18.00 per gross ton, the Chi-
cago prices above quoted are lower than
the quotations received for the Pitts-
burgh, Cincinnati, New York and Phil-
adelphia districts. In these cases, how-
ever, prices are f.o.b. buyer’s mill,
whereas the Chicago quotations were
based on exchanges between dealers
and brokers.

G. E. Employees Back

Men Return as Work Is Provided—
Company Does Not Admit Juris-
diction of War Labor Board

A hearing was held in New York
on Wednesday of this week by the War
Labor Board in the General Electric
Company sympathetic strike case. At
its conclusion the board announced that
it would take under consideration and
state later whether or not it would
assume jurisdiction in a case where one
of the parties was unwilling to be
bound by the decision.

Manager H. Griswold, Jr., of the
Trie Works expressing his unwilling-
ness to submit the controversy to the
board or to be bound by any finding
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it might make, expressed willingness
to refer any differences to the system
of representatives at Erie which is
similar to that set up by the War La-
boar Board at Pittsfield and Lynn.
E. W. Rice, president of the company,
said that the only controversy between
the management and the workers ex-

isted at Erie, where 20 per cent of -

the employees went out because of al-
leged unfair discharge of ten men. The
Schenectady and Pittsfield plants were
working under an award of the War
Labor Board, and in violation all Schen-
ectady employees and 50 per cent of
the Pittsfield employees went out in
sympathy. The Fort Wayne works were
operating under an agreement between
the management and workers made
through a Department of Labor repre-
sentative, and in violation of it 75 per
cent went out in sympathy.

So far as work was available, the
men at the various plants have gone
back. At Schenectady, where about
15,600 went out, all but about 1000
have been taken back, and there was

no work for these at the time. The
situation is similar at the other works.
None were out at Lynn. The men
were taken in a preferential order,
the general result being that first pref-
erence is given to those who had been
in war service, then those having de-
pendents, ete.

The Department of Labor does not
look forward to any unemployment
crisis, according to a statement on the
general labor situation by Assistant
Secretary of Labor, Louis F. Post:
“There is no reason,” he says, “why
either business men or wage-earners
should be apprehensive with regard to
commercial stagnation. The war has
on the whole increased the purchasing
power of the masses and has created
new markets. America must assist in
the rebuilding of Europe, and avenues
for foreign trade hitherto closed to us
are now open. Raw materials which
were denied to private and non-essen-
tial industry during the war are now
accessible to the manufacturers of
America through their release by the

War Industries Board. Credits which
were similarly denied to private con-
cerns because they were needed for
Government use have also been re-
leased by the Capital Issues Committee.
There is no reason for anyone to be
alarmed over the future.”

Street Cars Still Subject to
Mexican Tariff

By the decree of Aug. 27, 1918, ma-
chinery of all kinds unless otherwise
specified, as well as separate parts,
was to be admitted free of charge into
Mexico. Subsequently, however, by
the circular of Oct. 21, 1918, the Di-
rector General of Customs of Mexico
directed that exceptions be made in the
case of certain articles which will con-
tinue to stay at the old rate of 45
cents per 100 lb. gross weight. In-
cluded in the articles still subject for
duty, as transmitted by Vice-Consul
Joseph W. Rowe of Mexico City, are
motor cars for railway use, and elec-
tric batteries.

Track and Roadway

‘Waterbury & Milldale Tramway, Water-
bury, Conn.—It is reported that the Water-
bury & Milldale Tramway contemplates the
construction of an extension from South
Street, Bristol, over Wolecott Street and
through Wolcott, connecting with the car
line from Waterbury to Hotchkiss Lake.
J. H. Cassidy, secretary.

Detroit (Mich.) United Railway.—Two
new extensions have recently been placed
in operation by the Detroit United Railway.
One of these lines is the Northwestern
Belt Line, a single-track extension of the
Hamilton line operating to Woodward Ave-
nue through the company’s_carhouse and
shop property in Highland Park and con-
necting with Grand River Avenue near the
westerly city limits. This line will later
be double-tracked. The other line placed
in operation is the Ferndale line from
Springwells Avenue, around the edge of
Woodmere Cemetery to Dearborn Avenue
and connecting with Fort Street. A branch
line is being built northward paralleling
with Solvay Avenue.

Cincinnatl (Ohio)
Walter A. Draper, vice-president of the
Cincinnati (Ohio) Traction Company, re-
cently notified city officials that the com-
pany is prepared to lay new rails on
Eastern, Freeman and Central Avenues
whenever the city is ready to undertake
improvements on those streets.

Peterboro (Ont.) Street Railway.—The
Hydro-Electric Power Commission of On-
tario, which operates the Peterboro Street
Railway, reports that it proposes to erect
‘210 single-track miles of overhead construc-

Traction Compan;

Trenton, Brlstol & Philadelphia Street
Railway, Philadelphia, Pa.—This company
reports that during 1919 it will reconstruct
3 or 4 miles of track if labor can be pro-
cured.

Dallas (Tex.) Railway.—Plans of the
Dallas Rallway for 1919 call for the com-
pletion of its building program which is
now under way. The program involved the
expenditure of $800,000. About half of
that sum has now been spent. The re-
mainder is to be spent this year. This is
in improvements and extensions. The main-
tenance charges and general repairs for
1919, it is expected, will be higher than

because it has been difficult to
keep up with the demands during 1918.
The plans for extensions call for the build-
ing of the O; Lawn line out to the
cemetery. The Second Avenue extension is
just being completed. There will be some
work in Oak CIiff, the Colonial Avenue
line is to be double—tracked and the Lake
Avenue line is be extended to
the hospital. It is probable that additional
plans for extensions will be made during
1919 and some of the additional work will
doubtless be under way before the close of
the year.

Power Houses, Shops
and Buildings

Southwestern Gas & Electric Company,
Texarkana, Ark.—Fire recently destroyed
the carhouse of the Southwestern Gas
Electria Company, together with twelve
cars, causing a loss of about $100,00:

Pacific Electric Railway, Los
Cal.— A new passenger station ha:
cently been completed by the Pamﬁc Elec-
tric Railway at Fullerton

‘Washington Rai & tric C )
Washington, D. C.—A contract has been
awarded by the Washington Railway &
Electric Company to Lake Stone, Washing-
ton, for the construction of a_ new one-
story, concrete substation at Fourteenth
and East Capitol Streets, at $3,000

Hammond, Whiting & East
Railway, Chicago,

Ange les,

Chicago

addition 50 x 50 ft. to its carhouse.
Danvllle Street Railway & Light Com-
Danville, Tl.—The carhouse of the
Danvllle Street Railway & Light Company,
containing nine city cars, was recently de-
;}ero‘)]'gg by fire, causing a loss of about

Chicago & Joliet Electric Railway, Joliet,
Ill.—A report from the Chicago & Jolief
Electric Railway states that during 1919
it proposes to install one 1500-kw substa-
tion at Joliet, one 300-kw. automatic sub-
station at Dellwood Park and 6000 ft.

00 C.M. 12,000-volt underground
cable connecting the Joliet substation with
the substation of the Public Service Com-
pany at Jackson and Ottawa Streets. All
euipment has been purchased, except cable
and small material, such as bus bar sup-
ports, disconnect sw:tches, insulator racks,
ete,

New Advertising Literature

Electrical Works,
Ltd., of Montreal, Canada: A 270-page
handbook entitled “Philips’ Wires and
Cables.” ~ The book, which is pocket-size
and handsomely bound in leather, is printed
on coated paper, is illustrated and com-
prises five sections. The subjects of these
are electrical conductors, bare and weather-
proof wires and cables, magnet wires and
cotton-covered wires, rubber-insulated
wires and cables and fiexible cords, paper-

Eugene ¥. Phillips

insulated power cables and telephone
cables and varnished-cambric insulated
cables, and general information. Aside

from the complete information furnished
about the company’s many different varie-
ties of wires and cables, tables of wire
weights and diameters and other very use-
ful information to the wire user are given.

[ Rolling Stock ]

St. Cloud (Minn.) Public Service Com-
pany expects to purchase two motor cars
this week.

Municipal Railway of San_ Fradcisco ex-
pects to purchase this year five automobile
buses and twenty 32-ft. steel city passenger
cars,

Fort Wayne & Northern Indiana Trac-
tion Company, Fort Wayne, Ind., intends
to purchase some time during the year one
single-truck work car, 30 ft. over all.

Newport & Hampton leway.
Gas & Electric Company, Hampton, Va
expects to purchase ten steel ash cars this

News

Wlnnxp&g (Canada) Electric Railway is
reconstructing its present rolling stock at
the rate of ten cars per month, forty cars
having already passed through its hands
It is understood that the ten new
that were ordered from the Ottawa Car
Company, as reported in the July 31 issue
of the ELECTRIC RAILWAY JOURNAL are at
present in the last stages of construction.

r Trade Notes

Carr Company, Montreal and

C. E. A,
Powell to its

Toronto, has added H. F.
selling force.

Ohmer Fare Register Company states in
a recent issue of its house organ, the Ohmer
Fare Icegister, that there is a demand for
the company’s product greater than it can
supply and that when peace comes a bigger
business than ever in registers is expected.

Walter N. Polakov, consulting engineer,
announces the founding of Walter N.
Polakov & Company, Inc., consultants in
power production methods, industrial in-
vestigations, labor problems, scientific
record systems and production accounting,
with offices at 31 Nassau St., New York
City. With the close of hostilities a num-
ber of capable engineers formerly associ-
ated with him have joined the staff of the
corporation.

National Car Coupler Company, Attica,
Ind., has issued a statement in which it is
affirmed that 93 per cent of its employees
have petitioned the company to continue
operation under the old system, and have
voluntarily waived any rights they might
have under the recent award of the Na-
tional War Labor Board granting a basic
eight-hour day, collective bargaining and
reinstatement of certain discharged em-
ployees. The statement says that in view
of this petition and o: its harmonious rela-
tions with its employees during twenty

years of its existence, the company “re-
spectfully but dec:dedly declines to abide
by the award.” -





