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Ski1> Stop Does Not 
Increase Accidents 
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THE clean-cut decision of Judge Baldwin of the 
Circuit Court in Chicago, in the Elevated 6-cent 

fare case, mentioned in last week's issue, has cleared the 
atmosphere as far as home rule over public utilities is 
concerned in that city. It has a lso set the public to 
wondering whether they made 

THE' fundamental principles which contribute to 
economical car operation have been long recognized 

by electric railway engineers. One of the most im
portant of these is the saving and benefits to be derived 
from decreasing the number of stops by establishing 

a mistake in rejecting an or-
dinance which was voted on 
last November and was de
signed to give the people ab
solute control over the local 
elevated and surface lines. 
The decision in question was 
one denying an injunction to 
stay the order of the State 
Public Utilities Commission 
which granted a 6-cent fare 
to the elevated roads. In brief, 
the ruling is to the effect that 
the city has the power to de
termine over what streets the 
roads may operate and to 
make contracts with the roads, 
but has not the authority to 
fix the rate of fares to be 
charged from time to time. 
The same position has been 
taken in other States and is 
based on the theory that the 
State has never surrendered 
its superior police power and 
that having delegated that 
power to the Public Utilities 
Commission the latter body 
may fix such rates as are just, 
reasonable and sufficient, re
gardless of contracts previ
ously entered into between 
municipalities and operating 
companies. One of the law-
yers summed up the decision 
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Midyear Meeting on 
March 14 

THE midyear meeting and banquet 
of the American Electric Railway 
Association will be held in New 

York on Friday, March 14. 
The technical sessions will be held in 

the Engineering Societies' Building, 29 
West Thirty-ninth Street, beginning at 
10 a.m. The program follows: 

[ 1 l 
Report of Committee on Read

justment, P. H. Gadsden, 
Chairman. 

[ 2 l 
The State of the Industry 

(a) Modern regulatory 
plans and theories, by 
an electric railway ex
ecutive. 

(b) Capital and electric 
railways, by a banker. 

(c) From the regulatory 
viewpoint, by three 
active or former public 
utility commissioners. 

The annual banquet will be held in the 
evening at the Waldorf-Astoria Hotel. 
The general topic of the addresses will 
be ''Rehabilitation.'' 

skip - stop operation. Such 
operation during the war pe
riod has demonstrated its ad
vantages both to the traveling 
public and to the railways. 
Where the number of stops is 
reduced a faster, more com
fortable and more frequent 
service can be maintained 
without increasing the energy 
input. These are some of the 
profits gained by the public. 
The railway company receives 
benefits from the decrease in 
the work placed on the equip
ment which results in fewer 
troubles and a decreased main
tenance expense. The public 
in general has failed to appre
ciate the value of this change 
in service which was intro
duced as a war measure and is 
being continued in many cities 
now for economical reasons. 
This lack of confidence no 
doubt has been caused by the 
ignorance of the public as to 
the advantages and to insuffi
cient co-operation between the 
railway and its passengers. 
In another part of this issue 
we give a description of the 
publicity campaign which has 
been instituted by the Phila
delphia Rapid Transit Com
pany to correct the erroneous 

by saying that the city has power to make contracts with 
its utilities but has not the power to enforce them. This 
ruling if sustained in the higher courts will absolutely 
remove utility companies in Illinois from the influence 
of hysterical local clamor when an attempt is made to 
deny .a proper return to capital invested in such cor
porations. It is added evidence also of a growing 
recognition of the joint responsibility of the community 
and the utility for good service by the utility, coupled 
with a fair return for the service rendered. 

impression that the use of the skip stop in that 
city caused an increase in the number of fatal 
accidents that occurred on the company's lines. A com
mittee composed of all classes of citizens was asked to 
hold public hearings and take testimony from all who 
might wish to present evidence that the skip stop 
had been responsible for any fatalities. The newspapers 
which had been instrumental in spreading this false 
impression were also invited to send representative8 and 
give any information they might have in support of the 
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theory. No newspaper representative appeared, and 
the committee made a report stating that no evidence 
had been presented to prove that additional casualties 
had resulted from skip-stop operation. 

This spirit by which a company takes the public into 
its confidence is to be commended and it is to be hoped 
that the seed sown in this publicity campaign will take 
firm root and result in correcting the false impression 
and assist in creating confidence in the skip stop. 

Help Make the Committee 
Reports as Valuable as Possible 

AFTER an intermission of two years, the affiliated 
associations are again taking up active work and 

are laying plans for the preparation of committee 
reports to be presented at the convention next October. 
The two and one-half years which have elapsed since 
the last convention was held in 1916, have been tlle 
most momentous in the history of the industry. New 
problems have arisen in practically every branch 
of the business, and the result is that the number. of 
topics to be considered is actually bewildering. The 
executive committees of the several associations are now 
going over carefully this extended list to determine 
which are the most important, all things considered, to 
be taken up. Committees will then be appointed. 

All of this planning will largely go to waste, however, 
unless hard work in the way of investigation is put on 
these topics by the committee appointed to consider 
them. This is a matter where the responsibility is 
partly that of the man himself and partly that of the 
executive of his company. We realize that this is a 
time when detail problems are pressing at home, and 
many a chief executive feels that it will be difficult to 
spare the time of any of his men who may be asked 
to engage in committee work. But this is not the 
right way of looking at the matter. The work must be 
done, and it can be done only through .sacrifice and 
provided each committee man puts into the work the 
best that is in him. The welfare of the industry as well 
as of each individual company is at stake. 

There are also compensating advantages for the time 
spent in committee work, both to the man himself and 
to his employing company. These advantages come from 
the fact that the committeeman gets in touch with 
other men selected because of their special knowledge 
to solve the problem on which they are engaged. Each 
committeeman cannot but profit by the interchange of 
information and ideas at committee meetings beyond 
the data actually embodied in the printed report, and 
this opportunity is of direct benefit to the company 
which employs him. 

There is therefore every reason to induce the oper
a ting companies to co-operate with the associations 
by permitting their men to engage in committee work. 
There is special reason this year for the need of co
operation in committee work, partly because of the 
extent of the problems and partly because of the short
ness of time. Usually it has been possible to get com
mittees at work shortly after the annual meeting, or 
in November or December. This year, on account of 
the uncertainty, the start has necessarily been delayed 
some two months. This means that the work must be 

carried on with more than the usual activity. But with 
all working in accord, the 1919 convention should be the 
most valuable in the history of the asso~iations. 

Railway Ills Call for 
Prevention Rather than Cure 

T HE technical journals of an industry reflect with 
considerable accuracy the current tone and trend of 

thought in that industry. By a study of the back files 
of such journals the development of an industry may be 
readily traced. In looking over our own files recently 
it occurred to us that a number of striking changes in 
vie\VJ)oint have taken place in the electric railway indus
try within the last fifteen years. At the beginning of 
this period the ELECTRIC RAILWAY JOURNAL, then the 
STREET RAILWAY JOURNAL, was replete with descrip
tions of construction work and new roads. Heavy elec
tric traction was in its infancy and the "battle of the 
systems" was in its "earliest phases." To push con
struction work ahead and get the wheels rolling was the 
leading thought. With tbe passing of the construction 
period came the necessity of paying dividends, and plans 
for traffic promotion and for cutting down operating 
expenses began to receive attention. These are the prob
lems that are still with us. 

It is a significant fact, and one that gives some bope 
as to the future, that whereas plans for affecting savings 
were much discussed ten years ago they were more in 
the way of remedial than preventive measures. To illus
trate: The trend of discussion in those days with refer
ence to accident claims was more along the line of proper 
handling of claims and the reducing of the cost per 
claim than in studying out methods of getting at the 
root of the evil, namely, the prevention of accidents. 
The latter phase of the problem is the one which has 
received the most serious attention these latter days 
with the result that safety cars, safety devices, and safe 
operating methods have materially reduced the number 
of accidents. 

The same trend is noticeable in other departments of 
the industry. It seems to us that this trend is decidedly 
in the right direction. Remedial medicine may help 
alleviate the pains of a sick man, but preventive medi
cine keeps him from getting sick and is therefore the 
most economical as well as the most logical. 

Burdens, grievous ones, have fallen on the industry 
as a result of the war. But the old saying "'Tis an 
ill wind that blows no one good" is still true. The war 
has forced us to get down to bedrock at the roots of our 
problems in many instances. It has taught us that we 
can save in many ways that we before had not dreamed 
possible. It has torn away some of the old traditions 
that in the past have hampered us. Last but not least, 
it has burst asunder some of the shackles of public 
prejudice with which we have been tied down. We have 
learned that in many instances much can be gained by 
the application of correct engineering and accounting 
methods to the diverse problems of the industry. And 
the field is by no means exhausted. Some of the prom
inent men in the industry feel that we are only getting 
a good start in the matter and that the wider application 
of such methods will yield greater results than an equal 
amount of endeavor spent along any other line. 
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Possibilities in the 
Zone System of Fares 

SO MUCH has been said in these columns in favor of 
more general adoption of t he zone syst em of fa re 

coUection that we a re pleased to find t he authorities 
giving serious thought to this innovat ion in many 
places. The recommendation of Prof. A. , S. Richey, 
mentioned in our issues of Dec. 28 and Jan. 18, fo r the 
adoption of a two-zone system on the Boston Elevat ed 
Railway property is a case in point. Careful study of 
some such plan is also progress ing in St. Louis and on 
the system of the Public Service Railway. These in
vestigations, together with the results of experiments 
in various other cities, a re an indication of th~ way the 
wind is blowing, and we have no doubt that the current 
year will find the solution of the fare problem on more 
than one property in having rates in cities proport ioned, 
to some extent at least , to journey lengths. 

It was established by the report of the Boston Joint 
Commission in 1914 that the maximum length of o 
profitable haul on the Boston Elevated system was 4.25 
miles, without allowing a greater return on investment 
or allowance for depreciation than were then in effect 
on that property. Similarly in 1917 Professor Richey 
reported that the paying haul in the central 5-cent zone 
of Springfield, Mass., allowing the same return on in
vestment as was then in effect, was about 2.76 miles. 
From two such careful surveys we may see wh at a 
difference there is between the length of profitable haul 
in two cities. In each case it is shown that a person 
who rides beyond the distance indicated is getting more 
than his money's worth. Consideration of the two re
ports suggests the folly of attempting to establish a 
standard distance for zone fares applicable to all cit ies . 

Arguments which have been offered for and against a 
zone system are so well known as to merit no further 
repetition here. Professor Richey calls attention t o 
many of them in his report. He quotes President Mc
Culloch of the St. Louis company as saying, "every day 
we are doing things differently from the way they were 
done last year," and we are all aware of the effect of 
the great war on long-established habits. The Amer ican 
genius for overcoming obstacles is generally recognized, 
and if the only thing that stands in the way of m aking 
a zone system successful is a practical method of fare 
collection we may take it for granted that such a method 
will be found. The one recommended for Boston reads 
like a workable system, and undoubtedly this plan or 
some variation from it will yet be put into effect ive 
operation. 

The Boston car-riding public certainly has had its 
share of experiment with flat fares of different grades 
under public trustees who can be charged with no 
ulterior motives in trying to put local transpor t ation on 
a paying basis for the good of the community. It is 
very likely, therefore, that these people will welcome any 
change which promises a solution of their difficulties 
without imposin g a higher unit fa re. 1t would not be 
surprising either if another of Professor Rich ey's sug
gestions is given a trial-namely, the matter of experi
menting with low-fare cars on shor t routes in congested 
districts. These routes, as he suggests, should be care
fully chosen with a view to connecting points of common 
interest, the speed to be reasonably fas t and headway 

between cars to be sufficiently short. Any plan that 
will a ttract short riders is worthy of serious considera
tion. Developments in Boston will be watched closely. 

Steam Roads Are Experimenting 
With Concrete Ballast 

WILL the steam r a ilroads ultimately adopt some 
form of concrete slab ballast or sub-ballast con

struction for their t racks? This question is raised by 
the experiments now reported after four years of serv
ice test of a form of this general type of construction 
on the Northern Pacific Railway. The general feat ures 
of the construction used a re described elsewhere in this 
issue. There has been a growing tendency with steam 
roads to use concrete in some form in the roadbed for 
the t reatment of troubles incident to ballasted tracks in 
wet cuts, but we believe the 2000-ft. experimental sec
tion of t he Northern Pacific Railway to be the most 
extensive so far undertaken by the steam roads in their 
endeavors to produce a more stable roadbed and track 
under the constantly increasing loads. 

Several roads have used some form of concrete ballast 
in tunnel construction and at terminals with satisfac
tory results, and the newer subway tracks in New York 
City are usually built in a similar manner at stations, 
but in these instances the reasons for its use have been 
mainly fo r cleanliness and to simplify maintenance 
problems which tunnel construct ion presents. It is 
particularly difficult to r enew standard t ies within the 
close limits of subway and tunnel walls. The boldness 
of the experimental use of concrete for open main-line 
track will be appreciated as a radical departure from 
accepted steam road practice. 

Meanwhile electric r a ilways, particularly in s t reet 
construction, have been using concret e ballas t in two 
principal forms, one wherein the ties are embedded in 
concrete and the other where the t ies are la id upon 
several inches of ballast which in t urn is laid upon a 
concrete slab sub-ballast . The latter is gaining in favor 
where conditions warrant the expense. It is interest ing, 
therefore, to note the tendency of the steam r oads, in 
their struggle with the roadbed and ballast question , 
toward the adoption of a form of const r uction which 
electric railways have found quite successful in applica
tion to electric ra ilway conditions . Another feature 
worth noting is the report that the cont inuous wooden 
stringer t ype of construction has given the best service 
of the three types of construction under test. It leads 
us back to the old horse-car and early elect r ic railway 
days, when the wood stringer was used almost uni
versally to support the rails. 

The experiments in quest ion will be followed with 
great interest , not only by steam road engineers but 
also by those interested in electr ic railways, particularly 
because it is reported that the new types of construction 
have so far been maintained for about 5 per cent of the 
maintenance cost of adjacent tracks of regular ballasted 
construction, on the same line, under the same traffic 
and buil t at the same time. It would seem that 
such a saving in maintenance will j ustify the added 
cost for the new construction, a lthough we have no in
formation as to the cost, which must have been at least 
three or fo ur times as great as regular ballas ted track. 
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Electric Railway Freight Terminals 
At top, carload freight of th e Terre Haute, Indianapolis & Eastern Traction Company, at Indianapolis, Ind. In center, Electric 

Package Express Compan}", Cleveland,· Ohio. At bottom, house tracks of the Detroit (Mich.) United Railway. 
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What Freig t Handling on E ectric Roads 
eq uires·, and Cos s 

Electric Railways Have a Dr;is
tic Need of Adequate Freight 
T e r m i n a I s, and Mechanical 
Freight - Handling De v i c es 
Should Supplant Brute-Power 
Devices in the Interest of Scien
tific and Economical Manage
ment-Va I u ab I e Operating 
Data Are Given for Electric 
and Steam Line Freight Houses 

TO GIVE man-size freight 
service upon electric rail
ways, proper station build

ings, track layouts and other fa
cilities must be provided. More
over, in many instances it is nec
~ssary for the company to assist in 
locating grain elevators, coal 
yards, lumber yards, stock yards, and loading chutes. 
Each station site should include a plot of land, say 300 
ft. x 2000 ft., to permit the offering of attractive long
term leases for grain elevators and the like. 

The standard station building of one progressive road 
is a brick, concrete and steel structure, 101 ft. x 22 ft. 
As nearly all passenger stations on this line are combined 
with an electrical substation, the building is divided into 
four parts. The substation equipment occupies 30 ft. 
6 in. of length at one end of the building; the ticket of
fice comes next v-rith a length of 12 ft. and extends across 
the width of the building; then there is a waiting room 
16 ft. long, leaving a freight room of 36 ft. long to oc
cupy the other end of the building. At some way sta
tions, where the traffic demands it, stock yards of six 
pen capacity, hog showers~ and grain elevators will be 
found. 

Of paramount importance is the length of sidings. 
Passing sidings are as long as 2000 ft. , while the min
imum length of an industrial track is 1000 ft. With the 
latter there is sufficient room for industries along such 
a track to make it pay in time, while a long passing 
track adds considerably to the flexibility of freight 
handling on a single track line with large passenger 
business. Once a freight train is on the passing track, 
it can do all its work without blocking the main line. 

One road, when projecting its line had enough fore
sight to buy, in all towns, sufficient land to draw many 
industries next to the railroad. In other words, all in
dustries with track facilities are on land leased from 
the electric line. This advantageous location of in
dustries pleases both the shipper and the railway. 

These are important phases of freight-handling 
in its more advanced stages. As stated in preceding 
articles, such complete facilities are not required for 

By A. B. Cole 
Westinghouse Electric & Manuf ac

tur·ing Company 

Preceding art icles by Mr. Cole 
on the subject of electric railway 
freight service were p ublished in 
the ELECTRIC R AILWAY JOURNAL 
of May 11, 1918, and J an. 4, 1919. 

electric railways to start the haul
age of freight, but they constitute 
the means needed for extended 
development later. At present, 
however, some lines that are old 
at the business of carrying freight 
have not developed their facilities 
sufficiently about this line to 

answer present needs, let alone future requirements. 
In fact, it must be obvious that freight haulage could be 
considerably improved if interurban electric railways 
had something better than defunct store buildings, livery 
stables and barns-the class of buildings in which most 
of such companies cradle thei r freight business. Perhaps 
this condition is due to lack of money, but it must none 
the less be regarded as a detriment to the interurbans 
through the prevention of the efficient handling of 
freight. 

Furthermore, labor-saving devices for handling freight 
are practically non-existent. In electric railway freight 
houses a large amount of freight for a certain shipper 
or group of shippers may be found piled around num
bered posts. Since electric railway freight service 
is largely of a dispatch nature, it would be far bet
ter if managements would look into labor-saving 
devices instead of copying practices that led Mr. Bran
defs, now judge of the United States Supreme Cour t , 
to accuse the steam railroads of wasting $1,000,000 a 
day. Most electric railways have power houses, sub
stations and car shops where they use power hoists, jib 
cranes and traveling cranes, as a matter of course-even 
in power houses and substations where t hey are rarely 
needed. Yet there is practically no freight house
either steam or electric- i n this country that has a 
traveling crane! 

Labor-saving devices for moving ma terial have been 
extensively adopted by practically all the large industrial 
plants in the country. Surely in these days the use of 
brute-power devices like two-wheel and four-wheel 
trucks is entirely out of harmony with the modern idea 
of speed in the loading, u nloading and storing of 
freight, and of scientific, economical management in 
general. 
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TYPICAL FREIGHT STATION LAYOUT, DETROIT UNITED R AILWAY, POKTIAC, MICH. 

teamster. He may experi
ence some difficulty on this 
seemingly small point and 
complain that it is hard to 
get shipments into the elec
tric line warehouse without 
serious delays. As a result 
his employer may finally 
decide to ship via some com
peting line that provides 
better facilities. This situ
ation may seem far-fetched, 
but the point covered is not 
uncommon and should re
ceive consideration. In han
dling freight, there are 
several types of houses pe
culiar to certain classes 
of traffic. These freight 

Moreover, work is too often not made as easy for 
teamsters as it should be. A satisfied customer is 
any company's best advertisement. Since in freight 
handling the teamster is often the point of intimate 
contact between the railway and the shipper, it is of 
paramount importance that the teamster be kept in the 
best of humor. To this end he must be supplied with 
facilities which will assist him in delivering his loads, 
receiving them and getting away from the freight house 
with the least loss of time. 

One of the first things that should always be consid
ered in laying out a team driveway and team yard is the 
provision of proper paving. A road in a muddy and 
rough condition is always a trial to the temper of the 

r.: - - 10 9' · 
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houses divide themselves as follows: I. c. I., trap and 
transfer. In practically every case, however, provision 
is made to handle inbound as well as outbound freight. 
The most extensive layouts provide for the handling of 
two classes of freight in separate :Structures. This ar
rangement greatly facilitates the flexible handling of 
cars and also expedites the service for the shipper. 

Most interurban lines have heretofore made a spe
cialty of less-than-carload freight. By virtue of its 
nature, such freight seems to be easily adapted to inter
urban conditions. In many cases the freight business 
grew up solely through service that was more or less 
comparable with express. Ultimately it grew so that 
large quantities of merchandlse for various points along 
the line had to be handled in separate motor-freigh\· 
carS, and these motor cars, in turn, were sometimes com• 
pelled to handle trailers. 

As the electric railways extend their freight facili
ties from now on, they should handle much more carload 
freight. Carload freight shipments do not necessarily 
pass through a freight house; they may be loaded from 
the team track in the freight yard of the electric line 
or at the industry where the freight originates, the 

. car in turn being switched to the main line. 
Under present conditions, however, interurban freight 

~ traffic is of such a character that the freight houses 
~ usually come under the first classification-the I. c. 1. 
0 type. The building used is generally a low one with a 
~ driveway on one side and with a house track on the 
" other. This track may extend beyond the platform, 
co giving capacity for one or two cars to be loaded or un-

FIRST-FLOOR P LAN OF L. C. L. FREIGHT HOUSE OF 
NEW YORK STATE RAILWAYS, UTICA LINES 

loaded by team. Often, however, one finds freight 
houses with the team track on the same side as the 
team driveway. Moreover, there are many instances 
where the public streets are used as the driveway. The 
daily carhouse capacity varies considerably, from one, 
two or three cars to sometimes a hundred, as in the case 
of the Detroit and Indianapolis terminals. 

ECONOMICAL HANDLING OF L. C. L. FREIGHT 

The problem of handling I. c. I. freight properly-
i. e., with regularity, efficiency and economy-is of vital 
importance. While the transporting of merchandise 
freight is in itself an expensive service and while the 
savings from the use of freight-house mechanical equip-
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ment are, to speak broadly, small in comparison with 
the total cost of operation, st ill it is highly important 
that all possible handling facilities be provided that are 
commensurate with the traffic fu rnished and the revenue 
received. 

The necessity for the relief of congestion is in itself 
a powerful argument for the proper use of f re ight
handling devices. The congest ion may arise from special 
causes or it may be the result of t he gradual growth of 
traffic, l.c.l. business having been found to double in 
volume every fifteen years. All congestion means in
creased costs, and in numerous cases this factor has run 

consideration. That an appreciable reduction in cost 
per ton is possible, is accepted by many of the best en
g ineers studying this particular problem. With a four
wheel auto t ruck one man can move from 2000 to 3000 lb. 
as compared to an average of 400 to 600 lb. on a two
wheel truck. The most up-to-date freight stat ions 
almost invariably have the four-wheel type of freight
handling rolling stock, and its use is very essential to 
t he successful operation of the 1. c. 1. type of freight 
house. 

The automobile industrial truck, which is equipped 
with a storage battery and propelled by elect r ic motor, 

H O"\V FREIGHT HAN DLIN G IS MA D E E A SY 

the operating costs to a high figure. Conditions of con
gestion in many electric railway freight terminals would 
be considerably relieved through the use of certain me
chanical devices. 

The subject requires study in each particular case, 
of course, for most electric railway freight terminals 
are not so extensive as steam ones, and all the factors 
of cost should be considered before an electric line 
determines how far to go in regard to using mechanical 
devices. In general, however, it may be said that the 
four-wheel auto truck seems to be the unit which would 
largely help electric lines to solve the problems of 
freight handling. 

Both steam and electric men seem to have the er
roneous impression that the well-known two-wheel type 
of truck is the most practical unit for freight handling. 
In recent exhaustive investigations, however, it has 
been proved that the four-wheel auto truck merit s first 

has been irl common use in many manllfacturers' ware
houses. Being what might properly be called an elec
tric tractor, it can in many cases be used with trailers 
of the four-wheel type, which save a large amount of 
time, labor and expense. 

One form of this truck has a platform wh ich can be 
lowered to pick up a loaded multiple platform. The 
multiple platform is bu ilt in the form of a sled, wi th
out steel runners, and it is only used as a vehicle for 
quickly loading and unloading a given amount of 
freight. The truck platform, having an adjustable 
height, can be run under a multiple platform, and th~ 
latter can be picked up and hauled to any point in the 
warehouse. This would seem a most logical device for 
electric railways genera11y. 

In addition to inside facilities, better unloading ar
rangements should be provided in t he yards for heavy 
tonnage freight which requires team-track unloading. 
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GRAI N E L EVAT ORS ARE CLOSE BY ON THE TOLEDO 
& "\VESTERN RAILROAD 

Some steam railroads provide a derrick, and others a 
bridge which extends over the cars and part of the 
driveway. This bridge has a traveling hoist so that 
large pieces of f reight can easily be lifted from the car 
into the shipper's truck 

In the mechanical handling of any freight, one point 
must be borne in mind, i. e., the impossibility of keep
ing down the cost per ton unless close supervision is 
provided. The maximum economy to be obtained is only 
possible when freight from starting point to destination 
is kept on the same set of wheels. This is a fundamental 
in the mechanical handling of freight. 

Transfer freight houses of electric railways are gen
erally employed for the transfer of freight collected by 
trap cars, or for the distribution of interline 1. c. 1. 
freight. 

Trap-car operation means that certain industries are 
supplied with one or more empty small cars each day, 
a s the occasion demands, it being understood that the 
s hipments will be less-than-carload. The trap cars are 
picked up at specified times during the day and taken 
to the transfer freight house. Here the freight for 
certain destinations is assembled in carload lots to se
cure efficient loading. 

The use of trap cars not only increases the capacity of 
the warehouse but also makes possible the more efficient 
handling of 1. c. 1. freight. The steam-railroad way of 
handling this class of freight with regulation cars is 
very inefficient, as cases are known where the daily 
load of 1. c. 1. fre ight is not more than 400 to 500 lb. 
The trap car, however , is built to carry a small tonnage, 

and when it is held for I. c. 1. service the unused capacity 
is minimized. 

How a line can extend its freight-handling facilities 
through the use of trap cars is shown by the experi
ence of the Waterloo, Cedar Falls & Northern Railway. 
This company ope-rates a 7,-mile freight belt line which, 
as shown by the map on page 225, extends around the 
factory district of both east and west Waterloo, and 
ties together all steam lines entering Waterloo. 

The company has two trap cars, each comprising a 
flat car with cab equipped with four 40-hp. motors. 
These cars cal1 regularly on the manufacturers of 
Waterloo to secure the smaller freight shipments, which 
are conveyed to the East Waterloo terminal freight 
house, for mixed or 1. c. I. shipments. 

The trap-car service includes calling at the East 
Waterloo freight house of the Chicago Great Western 
Railroad and the office of the American Express Com
pany for 1. c. 1. and express shipments respectively. 
These last two points are reached by a track on city 
streets and are used by the trap cars only. 

Trap-car service makes it possible for the Cedar 
Valley road to provide the manufacturing interests of 
Waterloo with one of the highest class and most effifient 
freight services that could be desired for both carload 
and 1. c. I. shipments. 

HANDLING A HEAVY FREIGHT BUSINESS IN DETROIT 

The value of modern freight-terminal facilities is 
clearly shown in the case of the Detroit (Mich.) United 
Railway. This company has been able practically to 
triple its freight-handling capacity by placing in use 
a spacious new freight terminal. This has materially 
reduced the cost of handling freight and provided ac
commodations for the greatly increased business of the 
company. 

The Detroit United Railway was formerly much lim
ited in freight-handling facilities at its main source of 
business, Detroit. Conditions at the old terminal ne
cessitated considerable rehandling of goods in effecting 
deliveries-a condition found in many electric freight 
houses. Embargoes had to be declared often to give the 
railway a chance to clean up, and new means for con
ducting the business were found imperative. 

The new terminal site is located 1 mile east of the 
Detroit City Hall, a location which necessitates for the 
present a long haul by shippers of the west side. The 
company also has on the west side a large new freight 
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building, 100 ft. longer than the east side one and 
representing one-half of the pending west-side terminal 
development. Unfortunately the company has been pre
vented by existing war conditions from securing the 
materials for the completion of the west-side terminal, 
and the building that is finished is leased as a garage. 
When the whole west side terminal is built and added 
to the east-side development the Detroit United Rai lway 
will be in an enviable position from the standpoint of 
electric railway freight handling, as its facilities will 
in many ways be commensurate with those of steam 
roads. 

But already, as said before, the company's freight
handling capacity has been increased threefold by the 
east-side terminal, and a description of the "facilities 
used to effect this result may be of interest. Previous 
notes in regard to this terminal were published in the 
ELECTRIC RAILWAY JOURNAL of April 12 and Aug. 11, 
1917, but a brief resurvey will be made here. It is note
worthy that such an extensive terminal could be de
veloped so near the center of the city. 

The outbound freight house of the east side termi
nal, shown in an accompanying diagram, is 45 ft. x 405 
ft., and the inbound 60 ft. x 405 ft. Between these 
two buildings is a yard, consisting of five loading or 
house tracks. The streets along the outer sides of the 
freight houses serve as a team and truck way to the 
station. The buildings and house tracks occupy a com
plete city block, and in the block beyond are storage 
tracks for loading and unloading carload shipments. 
These include four team and storage tracks 600 ft.• long, 
connecting between the two buildings, and also the 
main line. 

The outbound freight house is built two bays wide, 
with practically continuous doors on the track side and 
with pairs of doors spaced 35 ft. on the receiving or 
team side. These are wooden and counter-balanced so 
that they can be lifted easily. At the far end of the 
outbound building a chain hoist, for heavy shipments, 
is mounted on a monorail across the building, The end 
bay of this building is used by the American Express 
Company, and at the opposite end the regular baggage 
room is located in a space 30 ft. x 45 ft. Here a 1000-
lb. automatic scale is installed. The company does not 
handle any baggage on its passenger trains; all baggage 
is delivered to the outbound freight house apd is loaded 
into express cars. 

The inbound freight house, which is 15 ft. wider than 
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TRAP CAR OF THE W A T ERLOO, CEDAR FALLS & 
X ORTHE R N RAILWAY 

the outbound freight house, is in practically all other 
respects a duplicate of the outbound building. It is 
also equipped with a monorail hoisting system, opposite 
that in the outbound freight house. Two automatic 
4000 lb. scales are conveniently located for checking. 

The front end of the inbound freight house is two 
stories high and is utilized for offices. The cashier's 
office, which is on the first floor with that of the cart
age company, ha:; fac ilit ies for handling a large volume 
of work. On the first floor also are the bill clerks and 
freight-house foreman with clerks working in the 
cashier's office. The general freight office is located on 
the second floor , and the local freight agent has there a 
private office. 

On the average eighty to 100 cars a day are landed 
out of the east-side terminal of the Detroit United 
Railway, thus making approximately 2000 to 2200 
c·ars per month. This compares favorably with the 
record of many a steam line terminal. It must be re
membered, too, that each electric motor car is equivalent 
in service to from three to five steam railroad cars. 
When the electric cars go out they quickly discharge 
their loads and are readily available for new business. 

CEDAR VALLEY LINE HAS INTERESTING TERMINAL 

Another terminal to; which attention may be di
rected is that of the Waterloo, Cedar Falls & Northern 
Railway, located only a short distance from the principal 
business district of Waterloo, Ia. The freight house and 
yard tracks are on on a 32-acre site near the Cedar 
River. The freight house is a one-story brick structure 
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TABLE 1---COST OF HA~DLINO FREIGHT AT COLU)JBUS FREIGHT 
H01"SE OF OHIO ELECTRIC RAILWAY* 

Tonnage 
M onth, H a ndled by 

1918 Pou nds 
Janua ry ..... 5,4 75,834 
February. 6,5 79,698 
:March ..... 7,543, 61 9 

Total 
R evenue 

$ 11 , 194 . 03 
12,090 . 76 
16,320 . 57 

Average 
Revenue 
Per Ton 

$3. 28 
3. 76 
2. 70 

Depot 
Labor Cost p er Ton 

Expenses to Handle 
$8 95. 00 32 cents 

1, 055, 00 32 cents 
1,057 . 46 28 cents 

* Tonnage handled includes only fre ight originating at and destined to Colum
bus, a nd does not incl ude freigh t transferred. 

ACTUAL PAYROLL FOR cou:- nrnus FREIGHT HO'CSE I N 
;.\JARCH, 1918 

Agent . _ . _ . 
Chief clerk .. 
Cashier . 
Hill clerk . 
B ill clerk . _ .. 
Delivery clerk 
Utility cle rk . . . 
Abstract clerk . __ . _ _ ..... 
Day foreman at 24 cents per hour . 
Night foreman at 22! cents p er hour ..... . 
One freight h amller at 22 } cents p er hour 
Six frei\l;ht handlers at 20 cents per hour 

Total . 

$85 00 
75. 00 
65. 00 
65. 00 
40 . 00 
65. 00 
70. 00 
41. 94 
72 . 72 
71.55 
66.45 

339. 80 

$1,057. -46 

TABLE II-FREIGHT-HOUSE DATA OF NORFOLK & WESTERN 
RAILWAY AT COLU!IJBUS, OHIO 

Qp('rating cost, !\ larch , 19 18 . 
Outbound Freight House : 

C ents p er Ton 
32 I 

Reeciving 
Trucking ...... . 
Delivery (loading check clerks) . 
Stowi.ng ..... . . .... .... . 

~fi~~!J?:~~~us } Over head 

T otal cost. . . ... 
Inbound Freight House: 

Rc-ceiving (unloading check clerks) . 
Trucking . . . . . . . . . . . . . . . . . . . . . ... 
Delivery (connecting line traffic and city) 
Stowing (outbound trip ear.,) . 

~Jf:e~ll:1\~us } · 
Total cost . 

GENERAL DATA ON FH.EIG HT HOUSES USED 

IS 
26. 7 
4 6 
3. 1 

o. 9 

36 . 8 

4 8 
12.5 

4 3 
1.3 

0. 9 

23 . 8 

Actual length (fee t} .. 
Width (feet) . . . ........ . 
Length used (feet) .... . 

*Outbou nd 
480 

47 
450 

" lnboan<l 
300 
36 

280 
Number of house tracks .. 
Number of team tral,ks . 
W idth of driveway (feet). 
Driveway frontage (feet) . 
tears per day ( average) . 
tCars per month (average) 
tears per year, . . 

3 
3 

30 
800 

52 
. . . . . . 1,300 

... 15,600 

2 
7 

" 700 
45 

1, 125 
13,500 

~parate inbound and outbound stations, located one city block apart. 
t Include~ t eam-track cars. 

L. C. L. :MERCHANDISE CARS PER YEAR: 

January .. . 
F ebruary .. . 
March 
April. . 
May .. 
June .. 
J uly ... . 
Au gust .... . 
September 
October . 
November .. . 
December .. . 

1913 19 14 191 5 19 16 
1,3 79 1,3 11 1, 142 1,370 
1,36 7 1,387 1,192 1,431 
1,680 1,497 1,496 1,722 
1, 347 1,545 1,470 1,598 
1, 598 1,437 1,444 1,667 
1,5 44 1,474 1,457 1,623 
1,490 1,476 1,423 1,601 
1,489 1,547 1,465 1,698 
1,605 1,574 1,575 1,776 
1,785 1, 499 1,656 1,8-45 
1,382 1,39 1 1,623 1,810 
1, 305 1,226 1,568 1,729 

L.e.l. car-standing capacity at freight warehouses ... . 
Ratio of cars per day to car capacity (per cent) .. . 

Inbound 
15 

167 
37 D riveway fron tage per car capacity .... . . 

P latform (floor) a rea (square feet)._. . . . . . . . . ...... . 
P latfor m (floor) a rea pn ear capacity... .. . ...... , 

10,080 
272 

19 17 
1,030 
1,4 70 
1,823 
1,792 
1,821 
1,779 
1,6 24 
1,6 17 
1,595 
1.802 
1,633 
1, 3 12 

Outbound 
48 

100 
10 

19,000 
396 

T rucking distance from receiv ing door to car and return 
(feet ) . . . 40 100 

fro1!.oc~!~~fJ':lt~:~i::ro~~-per cent of I.e.!. tonnage han d ledi~ in transfer to or 

Value of land p er square foot (estimate in eents) 80 

Scales : 
Type a nd :Make 

Fair hanks, wareh ouse. 
Fairbanks, wagon ....... . 
Kron, automatic dial. ... . 
T9ledo, automatic d ial .. 

Trucks: 

Reynolds four-w heel, h a nd . 
Wooden two-wheel, hand . . 

Elevators: None 

T ype a nd Make 

Number 
5 
I 
I 
1 

Individual Ca pacity 
10,000 lb. 
20,000 lb. 

2,500 lb. 
2,500 lb. 

N umb er 
8 

54 

having a two-story 
office end with base
ment. The roof is 
tar and g r a v e l 
composition, laid 
on steel trestles and 
purlins. The foun
dation is of con
crete and for part 
of the way is car
r ied down 20 ft. to 
bed-rock. On the 
team side of the 
building there are 
five sliding steel 
doors, of sufficient 
width to accommo
date two t eams. The 
track side is com
posed entirely of 
rolling steel doors. 
eighteen in a 11. 
These doors are so 
arranged that it is 
possible to run in a 

• loc:iolirig ?1c:itfor ms 
• Hcrnd Loodin~ Plc:itforms 

LOADI :::-.l"G STA TIONS F O R SUGA R 
BE~T FACTORIES O:-;J' THE SALT 

LAKE & U T A H RAILWAY 

string of empty cars to the house track without "spot
ting" them, so that the car and freight house doors will 
be exactly opposite, a procedure which is not always 
easy or convenient. By this arrangement the freight 
house can be opened up to a car wherever it may be on 
the track. 

On the team side, there is a wide, wooden canopy 
covered with Barret specification roofing and fastened 
by heavy rods to the building columns. On each side 
of the building above the doors extends a row of win
dows, so that the interior is excellently lighted. Two 
Fairbanks dial scales of 4-ton capacity each and with 
a hard maple floor are used. 

For taking care of its large amount of perishable 
freight the company has built in one corner of the 
freight house an insulated storage room about 17 ft. 
square. The walls of this compartment, which are 10 
ft. high, are made from 19 in. of plain brick and 4 in. 
of cork with a cement plaster lining on the inside. 

The two-story portion, which is trimmed in cut lime
.stone, houses a freight office on the first floor, and on 
the second, offices for the line superintendent and road
master and despatcher. The floors in this part are of 
reinforced concrete. In the basement are located the 
boiler room, the coal storage and the fireproof vauft 
(15 ft. x 20 ft.) The heating plant consists of a tubular 
boiler of sufficient capacity to heat the offices, the warm
ing room and five standard road cars in the yard. 
Three tracks extend into the freight yard. Five cars 
can be "spotted" at the freight house per track; or by 
trucking through the cars, fifteen cars can be loaded 
at one time. 

FREIGHT HOUSE OPERATING DATA 

So much for the physical side of freight-handling 
facilities; let the attention now be turned to their ac
counting aspects. What does it cost to operate freight 
houses? This is a subject upon which every prospective 
freight-carryini: line should put serious study. 
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- Freiqht Line Rou te 
- -- St eoim Ro!i lroo.ols 

ndustries 
erchc;tnqe Tr01cks 

I N TERCH ANG ES. I N DUSTRIES A N D STE.AM R.A ll ,H.OAD S 
ALONG CE DA R V ALLEY BELT LINE I N WATERLOO 

(See tab le a. t rig ht tor numbe red. key t o Ind us tr ies ) 

In genera l, in order to arrive at the operat ing cost s 
of a freight house, it is necessary to consider the fol
lowing items : receiving, trucking, stowing, delivery, su
pervision and misceIIaneous. These last two items are 
called over-head. Moreover, consideration must be given 
to certain faci lit ies of paramount importance which 

TABLE 111-FrtE IGHT HOUSE DATA FOR CHI CAGO, HOC K 
ISLAN D & PACIFIC HAlLWAY AT FORT WO RTH , T E X . 

Opcru.tilli cost t .. 
Rece.i-•ring . _ . 
Trucking . . 
Delivery . . 

Cen t s JM't T on 
3889 

2. 43 
17 . .,.04 

Stowing . . . . ........ . . .. . 
S upen•ll! ion . . . .. . . . ... . . 
l\·ll8Cclla 11eous (overhead) . . 
Cullen . . .. 
Seale r . . 

◄ . 01 
3 .59 
6 . 52 
3. 90 
1. 39 

Total cost . . J8 . 89 

t IDbound CL nd outbound freii;:: ht in one houi;.c. 
• fncluded under "Receiving ." 

GEN E RAL DATA ON FREIGHT HOUSES US ED 

Actual fon, tb (fee t) . 24 5 
Wi{lth (fee t) . . . . . . . . . . 30 
Lcnr.tth used lfcet).... . . 2 ◄5 
N umber of houee tracks.. 5 
Width of driv eway (feet) .. 35 
Driveway frontage (feet) . 500 

6~~:~: ru~ 'I'a~~!gej .. 2'9n 
Cars pe r mouth (avera ge) ... . . _ . . . . . . , . . J62 
CaN pe r year (averaic for past five years) 4,444 

CA HS P ER YEAR 

1913 1 9 1 ◄ 19 15 19 16 1917 
January 559 581 J J l1 3 5 ◄ 2n 
February . . 464 503 }JI) 348 273 
~farch . . .. ◄96 55◄ 365 340 3 14 
Apr il 530 ◄ 63 338 304 247 
May. .. 527 405 3 15. 133 203 
June. . 492 )76 308 JOJ 207 
July. ... ◄ ZS 448 3 19 301 207 
Au1t11st .. . ... 493 351 314 309 197 
SeptemOOr .. , 493 378 298 273 174 
October . .. ,. . 564 413 300 295 202 
November . . . 527 378 322 283 199 
De<:ember 577 41 5 348 270 223 
Ca Ntanding c11.pacity , includ ing suitllble le[l.d and [!,pproach tracks . .. 64 
Driveway fr ont.age per ea r 11.pno ity. . . . .. . . . . . . . . . . . . . . . . 14 
P latform (fl oor) n,ren (!Que.re feet) ... _ .. __ . . . . . 17,b50 
Maximum trucking dista nce from r eceiving door to car and return (f ee t ). 614 

Dormant Fairbuuks .. . 
Portable F airbfl nks ., 

Trucks: 

T ype and },l ake 

T ype and Make 
.Hercules two-wheel (steel) . ... 
Hcynolds four--wheel (w ood) . 
Reynolds two-wheel (wood) . . . 
American two-wheel (s teel) . . 

Other power klboMrn v ina: devices; U1ree dollies , l wo lift &. 
Elevaton,: None. 

N umber 
J 
1 

N umber ,. 
5 • ll 

K E Y T O I N DUST RIES O N W ATERLOO BEL T LIN E 
I-Crea m separa to1· p la nt 2 1- Fnlirir-a t ion plo.n t 
2- Gasoliiw en~inc- plnnt 22 C'oa l ya rd 
3- WholcRale o il 23 Ma nufocturmg plant 
4-Fuma re m1mufncturing pla.nt 24--Watcr loo h a; htl ng 11 t a t1on 
>-Fo rd nsi,em hling p_lunt 25-- T':um wr.gon f)lant 
6--C. ~ . I. & P ._ Hy. m terehan~ 26 llltnol8 Central m terrlrnnge 
7-Clu caf,!;o & Gt .Wf'st em illlt'rcha n~c 27- Fa rm wagon pla n t 
8-W. C. F . & N. Hy . po"w stat ion 28-Fo undry 
9-Traetor pla nt 29 .l u nk ynrd 

:~=l~;i~~l~:~~l~ra~rt ~~- i~l~~~:~~~Ufaeturini plant 
12- Foun~ ry 33 Wh olt"'bn.1<' o il p la n t 
13- )fachme shop 34---'l':iok nnd ! ilo plo.nt 

l t=~r;~o~1~~~~k p lant ~t...} Engine t rncto r plnnts 

J~= W! !~finc:~~n~of~~;:~ng plant ~~-=:\ : ~hu}~ ~~\Ti~~n~f; ~~uring pl ant 

Jt=~ ~:~ii~i5:o rks !i=~~~~~KirtJ:; Western interchange 
ZO-Rtrur tu rn1 st eel plan t 

should be provided in sufficient capacity to handle t he 
bus iness offered. These a r e: platform ar ea, platform 
furnished for teams, car standing capacity ( including 
suitable lead or approach tracks) and team driveways. 

Investment per car capacity varies cons iderably w ith 
the locality of the freight house, ranging from $4000 
to $42,000 for single-level freight houses where the 
land runs from $1 to $20 per squ are foot. In freight 
houses of the one-level type, there is usually an a llowance 
of 2000 sq.ft. per car. In the case of the double-<leck 
freight houses, t he cost is found to vary from $5,000 to 
$24,000 per car capacity where the land r anges in value 

T ABLE I V- DATA FOR LOS ANG E LES FllE lG HT H OUSE OF 
PA C IF IC E LECTRIC HAI i.WAY 

OPERATI NG COST 

Outbound a nd Inbound Freight H,)uilcS: 
Hc.-ce i\·ing \ 
T rucking j . 
Delivery 
Stov.'in t!,'. 

~w:~rl~8~~~ us ) o,·erhead . . 

T otal cost . 

Cents per T on 
Cost. of ba ndlin_g not segl'E'gated . 

. AY(' ro,gc cos t o f both inb ound •S2d outbound 52 cen rs per t on. 

.,_ Cost of ha nd ling not Eeg regated . A\'t>r llJ<' cost for bot h inbound a lld out • 
bound is a s st a ted 

GENERAi, D.\TA ON F HE IG II T HOUSES l 1SE D 
- - - 191&--. 

Aetunl length (feet ) . 
Width (feet ) . ... . . 
Length used (feet) . .. _ . . . 
N umber of house tracks . . 
Number of t eam tracks 
Width of driveway (feet) . 
Drh•e we.y frontage (feet) . 
T onnage p er mon t h 
C11. r11 per day <aver age) .. 
Cars per month (a verage). 
Cars per year . . . . . . . .. . . 

• F or both inbound and ou tbound houses. 

CA HS PER YEAR 

fnbound Outbound 
3SO 580 
S5 55 

35 0 580 
2 3 
3 I 

56 56 
28 28 

· 22 * 12,6~~ 

600 800 
7,200 9,600 

19 13 191 4 1915 19 16 1917 
J anu:uy .. . 950 9b0 9SO 970 980 
Februory . 870 900 9 10 900 920 
·Ma rch . 960 980 990 965 990 

tt:!1.-. ·.·· ~ig ;i~ ;~g i~i ;~~ 
Ju oe.. 900 945 9S0 9>5 960 
July . . 9 40 960 97> 980 990 
Augus t 955 970 980 985 1000 
Septem ber .. 930 9b0 '16 5 9 70 1050 
Oetober . . . . . . 975 990 995 990 1060 
November _ . 980 91!0 985 990 1 0SO 
D ecember . . . . . . . 1000 990 1000 10 10 1100 
Car-standing capacity. includ ing suitable k·nd and approach tracks.. 81 
Rutio of ear9 pt; r day t.o l'ar capal'ity (per ocntl . . 70 
P latform (floor~ area (square fed ) . . . . . . . . . . . . . . . . . . . 47,850 

~~~tlki~ ~~~t°:~c:rf~~~e:ei:h.f1~td~~~ i~ r ~~ an'd r~t~~1:1 ·(ree1.) ·.. ~: 
Va ine of Jund per s(Juare foot . Land in t h ii,i vicini ty has recCnt ly b,:>en appraised 

11.t $3.10 per square foot . 

Scales: 
Type a nd :\.take 

Fnirba nb Platform, No . 12 .. 
Fairhanks Wa~on, No. 1 

Trucks: 
T ype a nd )fake. T wo-W bed 

H nnd Trud,5, 300 
F our-W h,•el 
Dollies, S. 

Ek:va l.ors : None. 

Capa city 
Z t ons 

20 tons 



T.-\BLE \' - IXBOl"XD TO.;\:.'\A.CE AXD CO,'ff OF H..\ ND Ll ~G A'l' ST , LO UI S FRE IGHT HO VSE OF :\1. K . & T . R Y. o::-.r :\IARCH 30, 19 1e 

No. Occupation Days H ours 
1 Verifi t.'ation. . . . . . . . . . I 0 
O Receiving and loading clerks .. 
5 Unloading and tran sfer clerks . 

0 0 
4 5 

0 Routing clerks, . 
5 Delivery clerks 
5 DeliverY clerh 

0 0 
5 0 
5 0 

16 Total. .... 15 

Handling: 
0 Genera l foreman . 
1 1st ass't fo reman 
1 2nd ass'tfo r eman 

1 0 Pickers .. ' iOo 
0 St owers . 0 

Rate A mou nt 
$75 . 00 $2. 88 

00 00 
75 00 12 . 96 

00 00 
75 .00 14 . 40 
70 . 00 13 . 45 

$43 . 69 

$85: oo · 00 
$3 . 26 

80 . 00 3 07 
235 23, 50 

00 

Inbound cars (M. E:. & T .) .. . •. . 7 
Cooler cars . 0 
Inbou nd ears (T. St . L . & W ') .. 20 

T otal. 27 

A verage per car transferred .. ... 

I nboundshipmentsdelivered .. { 2~~ 

Pounds 

111 ,973 
0 

435, 426 

547,399 

20,026 
(:\I.K.&T.) 

(T. St. L . & W .) 

32 T r ucker ,, 320 . : i2½ 72 . 00 R eported for work . 
Hours relieved .. 
H ou rs on dut y 

7 (a.m.) 
1 Coopers . . IO . 24 ½ 2 . 45 6 (p.m .) 

Current . 01 ½ 4. 11 1 0 ~_ 

45 Total . 430 $108 . 39 

6 1 Grand total $ 152 . 08 
T otal t ons handled inbound, 274. I nbound cost of h andling per t on (cent s), 55 .50. 

TABLE VI--OUTBOU)JD T OX~fACE AKD COST OF HA :\"DLI!\·G AT ST. LOUIS FRE IGHT H OUSE OF :\I K. & T. RY. ON MAR CH 30, 1918 

No. Occup ation 
0 Verification ............... . 
6 R eceiving and loading clerks 
3 Unloading abd tran sfer clerks 
I R outing clerks .. . . . 
1 Car sealer ... . ... . 
4 D elivery clerks 

15 Tot al. 

Handling: 
1 Genera l forem an 
0 lstass'tforema n 
0 2nd ass' t foreman 
9 Picker s ... 
5 St owers .. 

3 4 Truckers 
I C oopers .. 

50 T ot al 

65 Gr a'ml total. . 
Total to ns h andled out bound 
Total t ons h andled inbound 

Tot~l ton s h andled .. 

Days Hours 
0 0 
6 0 
2 5 
I 0 
I 0 
4 0 

14 

0 
0 
0 

9 0 
50 

335 
IO 

485 

443 C ost 
274 Cost 

717 Cost 

R at e 
$75 .00 

75 00 
75 00 
75. 00 
60.00 
70 . 00 

$ 11 5 , 00 

. i 3 ~ 

. 24 ~ 
-22½ 
. 24} 

Amount 
$0. 00 
17. 28 

7. 76 
2. 88 
2. 30 

10 76 

$40 . 98 

$4 42 
00 
00 

21 . 15 
12 . 25 
75 . 37 

2 . 45 

$115 . 64 

$ 156 . 62 

Outbound ca.rs (T. S t . L. & W .) .. 
Outbound cars (Jl..:I. K. & T.) 
Cooler cars . ... . 
I n bound cars . 

T ot al. 

Average p er car 

Cars transferr ed 

Cars delivered in y a rd ... 

Cars loaded in y ard~ .. 
R ep or ted for work .. 
H ours r eliev ed . 
H ou rs on du ty 

6 
34 

0 
0 

40 

IO 

I 
5 
2 
2 
7 
6 

10 

$156 . 62 Outbound cost of h t1ndling per ton (cen ts) .. 
152 , 08 I nbound cost of handling per t on (cen t s) . . 

$308 70 r ombined cost of handling per t on (cent s) 

Pounds 

116,600 
769, 785 

0 
0 

886,385 

22,640 

(M. K.& T.) 
(T . St. L. & W ,) 
(M. K.&T.) 
(T. St. L. & W.} 
(a.m.) 
(p.m. ) 

35 . 35 
55 . 50 

43 . 05 

T ABLE VII- 1::-.'BOUN D TO~ N AGE AND COST OF HA~D LI ~ G AT ST. LO UIS F R EIG H T H OUSE OF 11. K. & T. RY. O N OCT. 9, 19 16 

No . Occupation 
I Verification .... , ...•. 
0 R eeeiving and loading clerks ... 
3 Un loading and tra nsfer clerks. 
0 R outing clerks .. . 
l D elivery clerks .. 
2 D elivery clerks 

0 
I 
0 

II 
0 

20 
0 
0 
0 

Total. . 

H andling: 
General for em!ln 
lst ass'tforeman 
2nd ass' t forcm au 
P ick ers .. 
St ower i, .. 
T ruckers 
Coopers .. 
Cu rre n t .·. 
E lectrician 

D ays H ours R at e 
1 0 $70 00 

~ o . 65. 00 . 
~ -65: 00. 
2 70 , 00 

. 100½ 
0 

194~ 
0 

$85: oo· 
· · · io 

. i9 ' 

Amoun t 
$2 . 69 

00 
7, 50 

00 
2. 50 
5. 38 

$ 18 . 07 

00 
$3 . 27 

00 
20. 10 

00 
36 . 95 

00 
2. 83 

32 Total.. 295 $63. 15 

39 G ra nd total.. $81 . 22 
T otal t on s handled inbound, 189. Inbound cost of handling per ton (cents) , 42.97. 

Inbound ca.rs (:\L K . & T .) .. 
C ooler cars . ...... . _ _ ___ _ .. . 
Inbound cars (T. St . L . & ,v.) .. 

T otal . ... 

4 
0 

25 

29 

Cars transferred .. 0 

Inbound ship ment s del ivered .. { !;~ 
Cars delivered in y ard 592 
Rep orted for work 7 
H ours reliev ed. . . 6 
H ours on duty 10 

Pounds 

40,193 

338, I 54-

378,347 

((HK .&T.\ .. 
(T. St. L . & W .) 

(a.m .') .. 
(p.m.) 

T A BLE YIII- OU TT--IO U):! D T ON~A C E AK D COST OF HA N DLI '.'JG AT ST. LOCIS FRE I G H T H OUSE OF ::\I. K. & T . RY. O N OCT. 9, 1916 

Occupation ~o 
0 
7 
5 

Verification ...... .. ..... . . 

I 
I 
0 

14 

R ec::e iv ingand loading clerk s 

ft~~1f~~~lf;k:. tra nsfer_ ~lc~k~ : 
Car sealer. .. . ... . 
Delivery clerk s . 

T otal. 

Handling: 
1 General fo,;reman 
0 1st ass' t for eman 
0 2nd ass't forem an 

10 Pickers .. 
8 Stowers 

36 Truckers 
1 Coopers .. 

56 Total.. 

70 Grand total. ..... . 
T otal tons handlr,d outbound . 
Total t ons handled inbound . 

T otnl ton:o; handled. 

D ays Hours R ete 
0 0 $0 . 00 
7 0 70 . 00 
5 0 65. 00 
l 0 7000 
I 0 55 00 
0 0 

14 

$115 . 00 

. iOO .. i0'. 00 
80 2 1. 00 

360 19 . 00 
10 2 1. 00 

550 

· 4.13 · -c'~st .. 
189 C ost .. 

602 Cost . 

Amonnt 
$0. 00 
21.52 
12 . 50 
2. 69 
2. 11 

00 

$38 .82 

$4 . 42 
00 
00 

20. 00 
16. 80 
68. 40 

2. 10 

$101. 72 

$140 . 54 

Outb ound (T. St . L . & W .) 
Ou tbound (:i\-1. 1-i: . & T.) . 
C ooler ..... 
Inbound .. 

T otal . 

Cars transferred 

Cars <lel iveredin yard . 

Cars loaded in yards,. 

Rep ort ed for work 
Hours r elieved . 
H ours on dut y 

5 

" I 0 

53 

II 

{ l 
{ : 

7 
6 

IO 

$ 140. 54 Outbound cost of handling per ton (cents) . . . 
81. 22 Inbound cost of h andling per t on (cents) .. . 

$221 . 76 Comb ined. cost of h andling per ton (cents) 

Pounds 

25,857 
794,240 

6,470 
0 

826,567 

(1-1.K.& T .) 
(T. St . L. & W.) 
(M.K.& T .) 
(T.St . L.&W.) 
(a.m.) 
(p.m.) 

. . 34 . 02 
. . 42. 97 

36. 83 
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from $1 to $20 per square foot . This is based on a fl oor 
area of.1000 sq.ft. per car. 

point, a nd it was found that the transfer-freight cost 
was about one-third of the total freight-handling ex
pense. In t he case of the Columbus freigh t house it 
would not be so large. 

Data covering the frei ght house of the New York 
Central Lines located at Columbus, Ohio. show an aver
age operating cost of 38.6 cents per ton . F rom this 
freight house about 900 cars per month a re handled. 
To give a general idea of the cost of service in addi
tional existing freight houses, a number of interesting 
operating costs are herewith presented to assist elec
tric railway men to determine th e probable cost of oper
ation of their freight terminals. 

The cost of handling freight on the Ohio Electric 
Railway varies from 11 cents to 25 cents per 1000 lb. , 
or about 22 cents to 50 cents per ton. This variation 
is due t o physical conditions at the freight house, which 
sometimes do not permit as much direct loading from 
wagons into the cars as desired. 

Table I shows the cost data fo r handling freight at . 
the Columbus freight house of the Ohio Electric Rai l
way. The tonnage includes the freight forwarded and 
received, local and interline, but does not include the 
transfer freight handled in local ca r s for other d ivi
s ions. There are no figures available on j ust what this 
amounts to, although at one time a record was kept 
at the Dayton freight house, which is a large transfer 

It is the policy of the company that rather than spend 
a large amount of money to enlarge freight houses to 
take car e of increased business, it is better and cheaper, 
from not only t he investment st andpoint but a lso the 
operating st andpoint, to build team tracks to permit t he 
loading of fre ight direct from the wagons and tracks 
into the cars. There are a number of advantages in 
direct loading, for the receiving clerk checks the freight 
into the car and notes t he car number on the bill of lad-

Station 
H ouston 

Dallas 

Temple 

Ft. W orth 

Galvest on 

Cleburne 

Beaumont 

Gainesville 

Houston 
Dallas 
Temple 
For t Worth 
Galvest on 
Cleburne 
Beaumont 
Gai nraville 

TABLE I X- COST OF H ANDLING ALL KINDS OF FREIGHT AT PRINCI P AL STATIO NS OF THE 
GULF, COLORADO & SA:NTA FE RAI LWAY 

1fonth 
J an. 16 
F eb. 16 
M ar. 16 
April 16 
Tota l 
Average 

J an, 16 
Feb. 16 
?'.for. 16 
April 16 
T otal 
Av er age 

J a n. 16 
F eb. 16 
I\.Ia r. 16 
April 16 
Total 
Av erage 

Jan . 16 
Feb. 16 
Mar . 16 
April 16 
Total 
Aver age 

Tons 
Handled 

5,469 
5,882 
6,793 
5,837 

23,981 
5,995 

5,213 
5,594 
6,402 
5,755 

22,964 
5,741 

5;395 
5,144 
5,923 
5,232 

21,694 
5,423 

2,856 
2,855 
3,436 
3,424 

12,571 
3,145 

Jan . 16 1,758 
Feb.· 16 2,233 
l\'I a.r. 16 2,696 
April 16 2,040 
T otal 8,727 
A verage 2,182 

J an . 16 2,254 
Feb. 16 2,207 
M ar. 16 2,256 
April 16 2,298 
To tal 9,015 
Average 2,253 

Jan. 16 2,160 
Feb , . 16 2,203 
:.\la r . 16 2,380 
April 16 2,192 
Tot al 8,935 
Average 2,233 

.Jan. 16 854 
Feb. 16 917 
Mar . 16 900 
April 16 881 
Total 3, 552 
Average 888 

5,99 5 
5;741 
5,423 
3,143 
2,182 
2,253 
2,233 

888 

Total 
Payr oll 

$1 ,268 . 16 
1,289.50 
1,338 . 28 
1,325 . 16 
5,221 . 10 
1,305.27 

$2,20 9. 41 
2,369 , 01 
2,409 . 76 
2,570 , 43 
9,558 . 61 
2,389.65 

$ 1,920 . 00 
1,914 . 78 
2,218.31 
2,010 . 06 
8,063 . 15 
2,015.79 

$932 . 57 
882 . 39 
895. 11 
905. 84 

3,615.91 
903 . 98 

Cost 
pe, 
Ton 
23. 2 
21. 9 
19. 7 
22. 7 

ii: 8 

42 . 4 
42 . 3 
37 . 6 
44. 7 

4i: 6 

35 . 6 
37 . 2 
37.5 
38 . 4 

3f2 

32. 6 
30 . 9 
26 . 1 
26 . 4 

za: 1 

$5 43. 02 30 ,9 
550 . 65 24 . 7 
61 I. 46 22. 7 
544.06 26.7 

2·~:tn i5:1 

$539. 00 23 .9 
538.25 24 . 4 
559. 25 24 . 8 
528. 50 23 

2·~~f :~~ 24 .. 

$58 6 00 27 . I 
607 . 00 27 . 6 
614 . 25 25 . 8 
593 . 10 27. I 

2·:i~:6~ 26 :8 

$ 256 . 00 30 
257 . 52 28. 1 
249. 60 27 . 7 
256. 00 29. 1 

1·~1tn 28:6 

-~l ,305. 27 21. 8 
2,389 .65 41 . 6 
2,01 5. 79 37 , 2 

903 . 98 28 .7 
562 . 29 2"5 , 7 
541. 25 24 
600.09 26,8 
254. 78 28. 6 

Total Cost F reight H a ndling, L. C. L. 
--Trucking Force-- ,.... Clerical Force (Supc-n·isimll ~ 

Av11:. No. Total Cost Tons per Avg. No. Total Cost Tom;p<"r 
M en Pav- per :Man lll en Pay- per :.\Ian 

per D ay roll Ton p0r Day per D ay roll Ton per Day 
13 . 5 $571 . 83 10 .5 15 . 6 9 $696 . 33 12 7 23.4 
14 589.50 10 16 . 8 9 700 00 11 9 26.I 
15 638.28 9. 4 16 . 7 9 700.00 10.3 27 .9 
14 .5 625.16 10.7 16 . 1 9 700 . 00 12 25 .9 

f !. 3 2'656:~~ iO: i i6 :3 3
~ 

2·~itii~ 11.1 25:9 

32 $1.586 . 41 
35 1,746 . 0 1 
35.5 1,74 5 47 
38 1,8 70 . 11 

140 .5 6,9 48.00 
35 . 1 1, 737.00 

25 $1,422 . 00 
26 .8 1.41 6 . 78 
30 ,5 1,720 . 31 
27 . 7 1,5 12 06 

110 6,071 , 15 
27. 5 1,6 17 . 79 

14 . 7 $694 . 57 
14 . 7 641. 89 
14 . 5 654.6 1 
14 . 8 665. 34 
58 . 7 2,656. 41 
14 . 7 664 . 10 

30. 4 
3 1. 1 
27 . 2 
3 2. 5 

30: 3 

26. 4 
27 . 5 
29 . 1 
28 . 9 

. 28 

24 . 3 
22 . 5 
19 . 1 
19. 4 

2i: i 

JO $378 02 21. 5 
JI 385.65 17 .3 
11 446. 46 16 . 6 

9 379. 06 18 . 6 n.3 l,~i~:1~ i8 :2 

7 $303 . 00 
7 302. 25 
7. 1 323 . 25 
6.5 292.50 

27 .6 1,22 1.00 
6. 9 305 . 25 

8 $380 . 00 
8 401. 00 
8 408 . 25 
8 387 . 10 

32 1,576.35 
8 39 4. 09 

4 $ 176 . 00 
4 177 . 52 
4 169, 60 
4 176. 00 

'1 6 699. 12 
4 174 78 

13 4 
13. 7 
14 3 
12 . 7 

13. 5 

17 . 6 
18 . 2 
17 . 2 
17 7 

i7: 6 

20 . 6 
19 . 4 
18 , 8 
20 

19. 6 

6. 3 
6. 4 
6. 7 
6. 1 

6. 4 

7 5 
7 .8 
8 . 8 
9. 3 

· a: 3 

12 4 
12. 6 
11.8 
14 1 

i 2: 7 

10 . 4 
11 
11 
11 

10: 8 

9 
9 
9. 5 

10 
37 . 5 
9. 3 

7 
7 
7 
7 

28 
7 

3 
3 
3 
l 

12 
3 

3 
3 
3 
3 

12 
3 

3 
l 
l 
3 

12 
3 

1 
1 
1 

1 
4 
1 

RECAPITCLATION OF AVERAGES 

14 3 $606 . 19 10 . 1 16.3 9 
35.1 1,737 . 00 30 3 6.4 9.3 
27 . 5 1,517 79 28 7 . 7 7 
14 . 7 664. 10 21 . 1 8.3 3 
10 .3 397.29 18 . 2 8.2 2 
6.9 305.25 13. 5 12 7 3 
8 ' 394.09 17 . 6 10 .8 3 
4 174 .78 19 .6 8,6 1 

$623. 00 
623. 00 
664. 29 
700 . 32 

2,610.6 1 
652 . 65 

$498 _ 00 
498 . 00 
498. 00 
498. 00 

1,992. 00 
498. 00 

$238. 00 
240 . 50 
240 . 50 
240 . 50 
969 . 50 
239. 87 

$ 165 . 00 
165. 00 
165 . 00 
165 . 00 
660. 00 
165. 00 

$236 . 00 
236 . 00 
236 . 00 
236. 00 
944. 00 
236. 00 

$206 . 00 
206. 00 
206 . 00 
206. 00 
824 . 00 
206. 00 

$80. 00 
803. 00 

80. 00 
80 00 

320, 00 
80. 00 

$699 . 08 
652. 65 
498. 00 
239. 87 
165. 00 
236. 00 
206 . 00 

80 . 00 

12 
11. 2 
10 . 4 
12 . 2 

i1j 

9 2 
9 7 
8. 4 
9 . 5 

9. 2 

8 l 
8. 4 
7 
7 

7 . 6 

29 . 6 
29 . 4 
31.3 
29 . 8 

3() : i 

36 6 
38. I 
42. 4 
45. 7 

40. 6 

9. 4 33 . 8 
7 . 4 44 6 
6. 1 49. 9 
8. 1 40 8 

1: 5 42: 3 

JO. 5 
10,7 
10 .5 
10 .3 

io. 5 

9. 4 
8. 7 
8. 9 
9.1 

. ; 

11 7 
11. 3 
9. 2 
7.6 
7. 5 

10. 5 
9. 2 
9 

28 . 9 
29 . 4 
27 .8 
30 6 

29: 2 

27 . 7 
29 .4 
29 . 4 
29 . 2 

28:<:) 

32. 8 
36. 7 
33.3 
35. 2 

34:5 

25 9 
23. 9 
30. 1 
40. 6 
42. 3 
29. 2 
28. 9 
34. 5 

Distance in Feet 
Freight ls 

--Handled -
Long- Short- Aver-

est est age Kind 
1,140 70 80 All 

495 

800 

470 

417 

495 

440 

450 

1,140 
495 
800 
470 
417 
495 
440 
450 

25 

50 

50 

20 

25 

40 

50 

70 
25 
50 
50 
20 
25 
40 
50 

260 

250 

200 

250 

260 

200 

200 

· 80 
260 
250 
200 
250 
260 
200 
200 

All 

All 

AH 

All 

All 

All 
All 
A ll 
A ll 
All 
All 
All 
All 
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ing. It is a lmost impossible to load the goods into the 
wrong car; the whole shipment moves in the same car; 
there is less handling of freight; there is no trucking 
expense in the freight house, thus permitting more 
room for the handling of inbound freight, and there is 
less liability from claims arising from extra handling 
or goods lying around the freight house. 

At the large freight houses, such as those at Dayton, 
Springfield, Columbus, Lima and Toledo, the freight 
forces work twenty-four hours a day. This has been 
found to be very advantageous, as the night men trans
fer the freight from the cars into the house. Thus the 
freight is ready for delivery as soon as the house is 
opened in the morning. This same force also loads up 
as much freight as possible so that when the day force 
arrives the house is cleaned up and ready for the day's 
business. 

The costs of operating two steam-railroad freight 
houses, one belonging to the Norfolk & Western Railway 
at Columbus, Ohio, and one to the Chicago, Rock Island 
& Pacific Railway at Fort Worth, Tex., are shown in 
Table II and Table III. Table IV gives operating data 
on the Los Angeles freight house of the Pacific Electric 
Railway. A study of these data may be of particular 
interest to electric railway men who are interested in 
the electric railway freight-house operating costs. 

As a matter of special interest, data on the Broadway 
double-deck freight house operated by the Missouri, 
Kansas & Texas Railway, St. Louis, Mo., are shown in 
Tables V, VI, VII and VIII. In these tables it will be 
noted that the inbound and outbound costs are separated, 
but a combined cost is figured on the outbound sheets. 
The amount was 43.05 cents per ton on March 30, 1918. 
The office clerical force is not included in arriving at 
the cost per ton, but the laborers for loading and un
loading the transfer clerks, the general foremen and 
the assistant foremen are included. Moreover, 1-½ cent 
per ton is included on the inbound cost for current con
sumed by the elevators. 

From Table VIII it will be noted that this road on 
Oct. 9, 1916, handled, inbound and outbound, 1,204,000 
lb. of package merchandise. On this date they delivered 
to the drays from the inbound platform 592 inbound 
shipments, representing 285,200 lb. On the same day, 
137 drays loaded from the inbound platform, the average 
tonnage for each dray being 2080 lb. There were 82 
cars loaded and unloaded, the average tonnage per car 
being 14,681 lb., inbound and outbound. On that day 
fifty-six truckers worked, averaging per warehouse 
truck load 254 lb. The total tonnage handled by each 
trucker was 21,800 lb., and a close estimate of the 
number of packages handled was 16,200. 

One particular advantage of this double-deck type 
of freight house is that the inbound storage platforms 
run across the building instead of lengthwise. An 
elevator is located on each of the inbound platforms, 
which are separated by 40-ft. driveways. Freight can 
be handled in double-deck freight houses economically 
providing the house is properly laid out, and the ele
vators so located as to be able to take care of the unit 
moves. 

Many engineers have laid great stress on the cost of 
trucking freight. They seem, however, to have been 
laboring under the impression that if the trucking is 

reduced, the cost per ton is decreased, but this is not 
the case. By working out the platform sheets, it will 
be noted that the percentage of trucking does not enter 
into the proposition. The layout of the freight house 
and supervision are what controls the cost of handling 
of package freight. 

The elevators in the Broadway Station of the Mis
souri, Kansas & Texas Railway are 14 ft. 8 in. long 
in the clear, and 8 ft. 7 in. wide in the clear, and they 
operate at a speed of 75 feet per minute. Each elevator 
handles an average of fifteen loads per hour, averaging 
30,000 lb. per elevator per hour. When operated at 
their full capacity, they handle on an average of 
300,000 lb. per day. 

Table IX shows the cost of handling freight in the 
principal stations of the Gulf, Colorado & Santa Fe Ry. 
The study was made for the purpose of determining 
the proper balance between mental and manual labor 
in freight handling. These data may be of particular in
terest in showing how steam railroads endeavor to ar
rive at a definite cost of operating different stations on 
their lines. 

Preventing the Dropping of 
Linemen's Tools 

IN line with the "safety first" movement in all branches 
of industry the following method of securing line

men's tools has proved very successful. To avoid the 
accidental dropping of such tools which may result in 
inju.ry to the passer-by as well as prove a source of in
convenience to the workmen each tool is fastened to 
the belt by means of small chain with a snap catch. To 

''SAFETY FIRST'' ATTACHMENTS FOR 
LINEMAN'S TOOLS 

eliminate the danger of causing short-circuits to live 
wires these chains should not exceed 5 in, in length, A 
band with a ring is buckled round the wrist of the line
men and while using any particular tool this is un
snApped from the belt and fastened to the wrist band. 
The short length of chain gives sufficient freedom for 
carrying out the work and there is no danger of the 
tool being dropped to the ground. 



February l,_ 1919 EL ECTR I C RA ILWA, a 0 URNAL 229 

Papers Read at I. E. R. A. Chicago Meeting 
At Annual Meeting Illinois Association Shows Vital Interest in Regulation, 

Safety and Freight and Express Transportation 

X THE MEETING of the Illinois E lectric Railways 
Association, held in Chicago on Jan. 17, papers 
were presented by H . B. Adams, safety super

visor Aurora, Elgin & Chicago Railroad; Hon. Car] D. 
Jackson, chairma n Wisconsin Ra il road Commission, and 
Charles A. Laney, traffic manager Northern Ohio Trac
tion & Light Compa ny. R. N. Hemming, supe_rintendent 
of transportation Fort Wayne & Northern Indiana Trac
t ion Company, repeated the a llegory of the "Grim 
Reaper" and followed with an address on the subject of 
the conservation of humanity. H . A. Johnson a lso sent 
a brief paper on m echanical developments of the indus
try. The discussion at the meeting was digested in t he 
issue of the ELECTRIC RAILWAY JOURNAL for Jan. 25, 
page 179. This included the additions made by Mr. 
Laney to the text of his paper as printed in the issue 
for Nov. 30, 1918. The same is true w ith regard to 
Mr. Henning's address. Abstracts of the papers by 
Messrs. Johnson, Jackson and Adams fo llow. 

Mechanical Developments of 
the Industry* 

Developments in the Mechanical Engineering Di
vision Include the Increased Use of One-Man 

Cars and Power Checking Device 
BY H. A. JOHNSON 

Master Mecha ni c Chicago E levat ed Railways 

IN LOOKING over the progress made in the mecha ni
cal engineering division of the electric railway indu s

try during the past year it seems to me that the chief 
items of interest may be grouped under four general 
headings as follows: (1) Continued experimentation 
on the types of car bodies with reference to the ex it and 
entrance of passengers and methods of fare co1lection ; 
(2) the extended use of the one-man car (3) power 
checking devices and (4) the Electric Railway War . 
Board "standardized" car. 

1. Various combinations and locations of doors a re 
now being used, such as, (a) entrance at the r ear
exit at the front; (b) both entrance and exit at the 
center of the car; (c) both entrance and exit at the 
front of the car, and (d) entrance at the front and 
exit at the center of the car. As to methods of fare col
lection there is the prepayment plan where t he pas
senger pays either on the rear platform or at the front 
of the car at time of entrance, and the' 'pay-pass" system 
in which the conductor is located at the center door of 
the car, which in this case is used as an exit. Pas
sengers remaining in the front part of the car pay their 
fare as they pass the conductor when leaving the car, 
while those who go into the rear half of the car pay 
the conductor upon passing to the rear section and then 
exit directly from the rea·r at the center exit door. 

• Abstract of a pap er prepared for de live r y before the Illinois 
E lectric Railwa ys Associa tion in C hicago on Jan. 17, but no t 
read because of the absence of the a u th or. 

2. Du ring the last year the use of the one-man car 
has been widely extended and this method of operation 
is being applied to larger cars. The sma1l one-man 
safety cars are being placed in operation in larger 
cities than ever before. The American Electric Rail
way Associat ion War Board submitted a brief on one
man cars after studying their operation in the follow
ing cities: Columbus, Ga.; population 21,000; Tampa, 
F la., population 37,000; Beaumont, Tex., population, 
50,000 ; Houston, Tex., population 120,000; Fort Worth, 
Tex., population with soldiers 100,000; El Paso, Tex., 
population with soldiers 100,000; Tacoma, Wash., popu
lat ion ,100,000; Seattle, Wash., population 400,000 ; Ev
er ett, Wash., popu lation 25,000, and Bellingham, Wash., 
population 37,000. 

The War Board summarized the information gained 
in its study as fo llows: First, the one-man safety car is 
applicable to a wide range of electric railway conditions; 
second, safety cars of new const ruction permit enormous 
savings in fu el; third, a ll safety cars permit greatly in
creased service to t he public while still permitting a 
large reduction in platform personnel; fourth, the safety 
car, becau se of the use of automatic devices, can be op
erated at a higher schedule speed by one man than an 
older style car can be oper ated by two men; fifth, t he 
safety car f ully just ifies its name as a preventer of acci
dents through the int er-operat ion of control , brakes, 
doors, steps, sander a nd emergency brake; sixth, only 
the economies in operat ion a nd improvements in serv ice 
made possible by the safety car have made it financially 
practicable to maintain railway service in small cities 
where short headways are a necess ity a nd in larger 
cities where the shortage of labor has seriously im
paired the ability to give adequate service even with but 
one man per car, as at Seattle and Tacoma; seventh, the 
safety car is prefer red by the men themselves because 
it eliminates all manual labor and avoids d ivision of 
responsibility with a second platform man; eighth, the 
safety car promotes better public relations in demon
strating the good-will of the railway, t hereby paving the 
way for a solution of the local u t ility problems. 

3. Since the United States entered the war and since 
the unfavorable experience of last winter in connection 
with the coal s ituation, the Fuel Administration and 
the Electric Railway War Board have advocated 
economy to reduce the amount of fuel necessary to 
operate the electric railways. This has caused many 
companies to install some device for measuring or 
checking the amount of energy used by motormen for 
the operation of cars or trains. Although these de
vices were be ing installed by a considerable number of 
companies before the war, the last year has given an 
added impetus to this movement and in checking up t he 
various installations it seems that, practically without 
exception, the devices are producing good results. I 
believe that shortly every electrically operated car will 
be equipped with some kind of a power-checking device. 
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4. The development and sale of the one-man safety 
car during the las t f our years was one of the first long 
;-;teps tmvard a uniform electric railway car. It 
was found that these one-man safety cars could be built 
on a stock order by the car builders and later sold to 
various railway companies. The idea of a "standard
ized'' car has been further worked out by the American 
Electric Railway Association War Board in co-operation 
with the United States Bureau of Industrial Hou sing 
and Transportation, fo llowing a reciuest for designs and 
specifications from Otto M. E idlitz, director of the 
bureau. The problem was to design one or two uniform 
cars which could be ordered from the car builders 
by the government in comparatively large quantities 
and be placed in any part of the country to meet the 
requirements of the local railway system. This would 
reduce the cost of cars especially to those companies 
ordering in small quantities. Keeping these cars in 
stock would enable the local railway company to obtain 
prompt relief and save the time necessary to build cars 
to its specifications. 

As the designs and specifications were completed just 
prior to the signing of the armistice, we did not have 
a good opportunity to try out the operation of these 
cars in various parts of the country, but the fact that 
a car upon which a committee could agree could be de
s igned is certainly a great step in advance in the elec
tric railway field and points toward interesting and 
valuable development in the future. 

Public Utility Regulations* 
Commissions Have Justified Their Existence During 

War Period-Municipal Ownership Not 
Ultimate Solution of Present Problem 

BY HON. CARL D. JACK SON 
Chairma n, \Viscon s in Railroad Commission. 

PUBLIC utility and railroad acts provide that the 
rates shall be reasonable, fair and non-discrimina

tory. They are subject to investigation either on peti
tion of municipalities or consumers, or on the petition 
of the public utility. The spirit of the laws was one 
not only of securing j ust and fair rates to the con
sumers but of establishing j ust and fair rates for the 
public utility. While regulation in its present form 
unquestionably grew out of the necessi t y of curbing 
a ny unjust exercise of a rbitra ry pO\ver by those engaged 
in the public utility business, and while it was un
questionably the intent of the legislators that public 
utility commissions would prevent any such abuse and 
secure to the consumers fair, reasonable and non-dis
criminatory rates, a glance at the statutes will also show 
that the legislators had in mind a fair and square deal 
to the public utilities and those investors who risk their 
capital in establishing and developing utility service for 
the benefit of the public. 

Unquestionably there was also the thought that this 
power of regulating rates should be placed in a body 
competent to handle the matter fairly and justly to all 
having an interest in the matter. Such a body could 
act intelligently only when it understood the problems 
of manufacture and distribution and had at hand the 

• .Abstract of address presented at a nnual convention of Illinois 
J!}lectric Railways Associat ion, Chicago, Jan. 17, 1919. 

assistance of experts, both statistical and engineering, 
capable of furnishing necessary information to thos~ 
acting upon the subject. 

HAVE THE COMMISSIONS JUSTIFIED 
THEIR EXISTENCE ? 

During the early history of regulation, the improve
ment in the generation and distribution of electrical 
energy often made it possible to bring about lower rates 
to the consuming public without affecting a fair return 
to the public utility. However, a severe and wholly 
unforeseen test of regulation came with the world war. 
With new labor conditions, world monetary inflation, 
and greatly increased operating costs in practically 
all departments, the public utilities faced in a large 
number of instances throughout the United States 
emergency conditions demanding relief to prevent 
bankruptcy and to permit a continuance of public serv
ice. Have the commissions as a whole met this test and 
justified their existence? In answer, I think that it 
can be said that on the whole the commissions have 
acted justly, fearlessly and patriotically, and that in 
years to come the measures taken to meet the entirely 
changed conditions will redound to the credit of these 
commissions. Secondly, I am of the opinion that with 
exceptions here and there, the great body of the con
suming public have understood the necessity for the 
act ions taken, have patriotically and fairly accepted 
and approved of these actions, and that on the whole 
the public utility commissions still retain the confidence 
and respect of the public. 

I am perfectly aware that in some instances we 
shall be met by the claim on the part of the public 
utilities that the action taken by. the commissions has 
not been adequate or has been delayed, or that it has 
not given the full measure of relief demanded. Perhaps 
some will deny that the commissions have met the situa
tion as it should have been met. On the other hand, 
many instances in all the different states can be found 
where the actions of the commissions have not always 
been received without adverse and sometimes bitter 
criticism on the part of some particular community. This 
is especially so in those instances where relations be
tween the public and the public utility are either sub

.jects of long political struggle or are positively un• 
friendly. 

THE UTILITIES HAVE BORNE THE BURDEN 

It has been our experience in \Visconsin that in the 
vast majority of instances where applications have been 
filed with the commission for necessary increases in 
rates such applications have not been filed by the public 
utilities until they themselves have for some time borne 
the burden of changed conditions, and very often the 
re lief asked has been of an emergency or temporary na
ture and often without a demand for a full measure of 
return. Such attitude on the part of these public util
ities, which could and did bear their share of the war 
burden without asking the full transfer to the consum
ing public, should be fully recognized and appreciated. 
Certainly my own experience with the different utilities 
has convinced me that in the large majority of cases 
the public utilities are operated by men with t_he high
est sense of patriotism and with a liberal spirit. 
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I believe that regulation has on the whole justified 
itself and that it must and will rema in as a permanent 
public policy. There are many reasons why this should 
be so. On the one hand, no one acquainted 
with the temper of the public mind can for a moment 
conceive that public utilities will be a llowed a free hand 
eith€r in making rates or in establishing practices. 
The return to the unregulated condition of twenty years 
ago is not contemplated by the public. Therefore, if our 
public regulating bodies are not to remain, something 
must be substituted for them, either public ownership 
of all public utilities with regulation by the public own
ing body, or the substitution of regulation through local 
units for regulation by an expert body. The only sub
stitute for these alternatives is federal regulation of 
all public utilities throughout the United States, a prop
osition which I do not think will appeal either to the 
public utilities or to the thinking citizen. 

TH E AVERAGE CITIZEN IS UNKNOWINGLY PART OWNER 

OF THE LOCAL UTILITY 

Perhaps during the last year and a half, or two years, 
regulation would have been more easily acquiesced in 
by the consuming public where dis::.atisfaction may have 
existed, were the public really to think more clearly be
low the surface of things. The actual ownership of 
most public utilities is by the people themselves. The 
first liens on most public utilities are very often owned 
by trust companies, banks, and largely by insurance 
companies throughout the United States. Nearly every 
man carries an insurance policy. The average citizen 
has a bank account, yet not one citizen out of a hundred 
realizes that in one form or another his actual savin gs 
and insurance and his wife's and children's welfare de
pend upon the solvency and continued operation of 
public utilities. There is probably not one man in fifty 
whom we meet on the street who does not own a part of 
a public utility, whether he knows it or not. So the 
questions relating to public utilities are not confined to 
the consumers on one side and the public utilities as 
'l'.i uch on the other, but the whole question is one involv
ing financially nine-tenths of the entire population. 
Furthermore, public utilities should not only be solvent 
in themselves, but there should still remain a reasonable 
incentive to reasonable development along the lines to 
be demanded by future generations. Nothing should 
take place in this country to discourage individual and 
collective efforts along progressive lines. 

The public utility law in \Visconsin recognizes public 
ownership of pub1ic utilities as a contingency which may 
be desirable. The public utility law provides the neces
sary machinery therefor, and some public utilities, 
mostly water works, have been taken over from time to 
time and are now municipa1ly owned. and in many in
stances successfully operated. Up to the present time 
there has not been a pronounced movement in the direc
tion of general public ownership, nor would it, in my 
opinion, be a solution of any existing problems. I f 
public ownership shall increase in the future it should 
be undertaken gradually and only where the mun ici
pality is in a position tc, acquire such public utility a nd 
handle it efficiently. In many instances the municipal
ities are not in a position to take over the large systems 
though, in some insta nces they act as distributors, buy
ing the power at wholesale rates. 

The most pressing and difficult problem now presented 
in the public utility line is unquestionably in the s treet 
railway field, where the conditions cannot be said to 
be satisfactory either to the public or to the companies, 
In '\Viscons in's smaller cities, the problem h as in some 
instances become acute, and the ques tion is really one 
of continuing t o render public service. In many in
Htances the fee ling is growing that direct municipal 
participation is perhaps advisable and fully justified. 
Certainly the solution i~ not in fe<leral control or op
eration of public utilities, unless it be a mere q uestion 
of regulation of interstate re lations. There is nothing 
in the present federal control. either of railroads or the 
telephone companies, which encourages one to believe 
that the solution of any public utility problems lies in 
a federal direction. My conclusion, is that the welfare 
of the utilities , the communities and the state depend 
upon the continued regulation and control through com
mission& and that their abolition can me; n nothing but 
loss to investors, general financial unrest, deteriorating 
service to the public and abandonment of all hope for 
future progress through individual initiative and enter
prise. 

If the public cou ld learn the facts in regard to valua
tion and operating results of utility properties, many 
of the difficulties of regulation would be eliminated. 
Take the question of valuation a lone. It is not an 
uncommon thing for experts on one side to differ with 
exports on the other in the ratio of three to one as to the 
value of the property, the experts for the utility in
cluding all possible elements of valuation or reproduc
tion, while. the experts for the municipalities are often 
equally as far from the truth. These various figures are 
given publication either in the newspaper or from the 
stump and the public, which isn't an expert to begin 
with and hasn 't the time or means actually to arrive 
at the facts, is lef t in a confused state of mind, and 
only in so far as it has confidence in the commission's 
fairness and ability is it able to arrive at anything like 
the actual truth. We have been hoping in Wiscon
sin finally to fix upon valuations which shall be stable 
for the value, subject only to those changes coming from 
renewals, extenHions, etc. If this condition could pos· 
sibly be brought about and the public utilities would in 
a ll instances follow the commission's rulings as to the 
treatment of ne,v capital, renewals, depreciation funds, 
etc., a large element of discussion and dispute would be 
eliminated. The same cou1a follow in the matter of 
rPVP.nue~ :;inr1 <li~h11rsement-.s 

The Preservation of Humanity* 
The Management of an Electric Railway Is Respon

sible for the Safety of Its Employees and 
Should Lead in Safety Work 

BY HENRY B. ADAMS 
Safety SuperYisor A u rora, Elgin & Chicago Railroad, Am·ora, 111. 

SAFETY work by electric railways has been more or 
less a feature of operation during several years past, 

and many companies have reaped benefits commensurate 
with the effort put forth. At a time like this the 
analysis of statistics is tiresome, but such analysis is 

*Ab;,tract of a p aper pre owntel1 at a nnual convention of Illinois 
E!ectric Railway Association. Ch icago, J a n. 17, 1!.ll~. 
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worth while in proving that continual, regular and sys
tematic work brings results in proportion to the 
unanimity with which the management and the em
ployees co-operate for the prevention of· accidents. 

Our nation has voluntarily given many of its best 
citizens and vast amounts of money and materials to 
make the world safe forever from the power of evil 
a utocracy over the lives and well-being of the people, 
and when we realize that in connection with our allies 
this magnificent result has actually been accomplished, 
our hearts swell with patriotic pride in the knowledge 
that the co-operation of over 100,000,000 individuals, all 
doing our full share, was the prime factor in the glo
rious victory. But the loss of life through so-called 
accidents in the United States during the period of the 
war exceeds the deaths in the entire army of the nation 
for the same time, Now that our thoughts are free 
from war problems, let us direct our energies to the 
elimination o! the causes which bring so much sorrow 
and suffering to our fe11ow citizens. 

The management of an electric railway carries a 
vast responsibility for the safety of its employees and 
its patrons, and should lead in safety work, It should 
first do all that is possible to eliminate dangerous physi
cal conditions , and then ask for the co-operation of em
ployees in the work of correcting careless and dangerous 
practices. The company and its employees should be 
always ready to take an active part in public safety, and 
not selfishly confine to their own properties their efforts 
in saving life and limb. There are many methods of 
doing safety work, and we are all desirous of showing 
results. 

As he who profits by his own experience does 
well, he who profits by the experience of others does 
better, and hence membership in the National Safety 
Council is advisable in that it furnishes the ideas of 
safety workers from all over the country. The National 
Safety Council, the greatest organization in the world 
for the prevention of accidents, furnishes its member
ship with weekly bulletins which are forceful and up 
to date; has a large number of stereopticon slides and 
moving picture films, and has a library of safety litera
ture of unlimited scope, the use of which is available 
to members at actual cost. It also furnishes first-class 
speakers for safety meetings anywhere, without charge 
beyond actual traveling expenses. The headquarters 
are in Chicago, where is maintained a corps of compe
tent safety experts always ready to confer with and 
advise members upon questions of organization and 
special problems in safety work. There are now 131 
electric railways operating nearly 16,000 miles of track 
who are receiving the benefit of the Council through 
its electric railway section. 

The International Register Company has practically 
completed the airplane instrument work for the Army 
and Navy which it had undertaken during the war 
period and is now prepared, with about double its 
former facilities, to handle promptly all electric railway 
orders. A statement in Professor Richey's report on 
the Boston zone system, recently published in this paper, 
r elating to the crowded condition at this company's 
shops, was based on a statement made by the company 
before the armistice was declared and does not apply 
to present conditions. 

Manufacturers' Night Celebrated by New 
England Street Railway Club 

Four hundred and fifty members and guests of the 
New England Street Railway Club assembled at the 
Hotel Somerset, Boston, Mass., on Jan. 23, to celebrate 
Manufacturers' Night, which has become an annual in
stitution in the affairs of the club. The entire evening 
was devoted to relaxation and from the opening strains 
of the "Star Spangled Banner" to the close of the vaude
ville entertainment which followed the dinner, good
fellowship reigned supreme. Nearly 100 electric railway 
manufacturing and supply organizations contributed to 
the success and hospitality of the occasion. William W. 
Field was general chairman and Charles C. Peirce 
director of the evening's program, the committee chair
men being: George C. Ewing, hotel; Warren L. Boyer, 
finance; George Acker, entertainment, and Charles A. 
Record, program. 

Cedarmen Meet at Minneapolis 

T HE Northern White Cedar Association held its 
twenty-third annual meeting at Minneapolis, Minn., 

on Jan. 22, with representatives of twenty-four firms in 
attendance. In outlining the situation in the white 
cedar industry President Gerich called attention to the 
importance of the labor problem in this field, where 
labor constitutes so large a part of the total expense. 
He urged that labor unrest and trouble be forestalled 
by showing the men that increased production and 
higher wages are partners, and by creating as nearly 
ideal living and housing conditions as is possible in 
camp life. He said further that, while dormant re
cently, the competition from steel and iron fence posts, 
which have been popularized by means of scientific ad
vertising, is increasing. The association has not done 
much in the way of post advertising, but the pole adver
tising has been continued during the past year with 
good results. The actual consumer has been reached 
directly, particularly through the trade journals. 

Secretary Boucher reported for a number of commit
tees of the association, the work of which had to do with 
practical matters such as accident compensation, trans
portation relations, inspection, etc. He stated that con
siderable dissatisfaction had resulted from the speci
fications for ties prescribed by the United States Rail
road Administration, A meeting of manufacturing tie 
contractors had been scheduled to be held at an early 
date to consider the matter. In the discussion of the 
secretary's report it was stated that the pole situation 
was not as good as might be wished. the sales for the 
year being about 50 per cent of the preceding annual 
rate, while the stocks on hand were probably 75 per 
cent of the 1917 production. Weather conditions had 
not been favorable to the business. In this matter the 
arbitrary position taken by the carriers in the produc
ing territory was causing producers no little concern. 

The election of officers resulted in the choice of L. L. 
Hill, Page & Hill Company, Minneapolis, for president; 
L.. A. Furlong, Valentine-Clark Company, for vice
president; W. B. Thomas of Manistique for treasurer; 
N. E. Boucher of Minneapolis for secretary, and Ben
jamin Finch of Duluth and M. J. Bell of Minneapolis 
for directors to serve two years. 



February 1, 1919 ELE CTRIC RAILWAY JO URNAL 233 

Telling the Public the Truth About the 
Skip Stop 

Strong Effort Being Made in Philadelphia to Ac
quaint the Public With the Merits of Rapid Transit 
and Correct Misapprehension About the Skip Stop 

XIGOROUS publicity campaign has been waged by 
the Philadelphia Rapid Transit Company since 
last December for the purpose of correcting 

statements made by certain of the local newspapers to 
the effect that the skip stop had caused an increase ir 
fatal accidents, and for the further purpose of making 
generally known the many advantages to be secured by 
the public through a continuation of the skip-stop plan. 

The principal medium used for bringing the facts 
before the car riders was a series of signs carried on 
the front dash of the cars, in combination with interior 

that the skip stop was not a plan local to Philadelphia, 
but that it had been adopted successfully in other large 
cities throu ghout the country. 

As an evidence of the fairness of the company's posi
tion, and to refute the charge that the skip-stop plan 
was being forced upon the public against its will, the 
management announced that after the stops had been 
properly adjusted and the schedules shortened to take 
advantage of the time saving, the car riders on each 
line would be asked to decide by vote whether they 
wanted skip-stop operation continued or discontinued. 

FIGS. 1 AND 2-THE FIRST DASH SIGN FOLLO,VED BY A BULKHEAD SIGN 

signs in the bulkhead spaces over the end doors. As 
described in THE ELECTRIC RAILWAY JOURNAL for Dec. 
7, 1918, the crusade was opened by the displaying on the 
front dash of all the cars of white cardboard signs 
(Fig. 1) bearing the words "Know the Truth" in large 
white letters in a bright red circle. The appearance of 
this sign on the streets caused wide conjecture and 
interest as to the meaning, and after this curiosity had 
been allowed to run for three days, the first of the 
interior bulkhead signs (Fig. 2) was posted, reading 
"Skip Stops are not responsible for • any increase in 
accidents." 

After three days, the front dash sign was changed 
to read as shown in Fig. 3, and at the same time the 
interior bulkhead sign, shown in Fig. 4, was displayed. 
The effect of this set of signs was to inform the public 

Accordingly the dash sign reproduced in Fig. 5 was 
displayed on Dec. 10 and 11, and the interior sign, Fig. 
6, was carried from Dec. 10 to Dec. 23 inclusive. 

As exaggerated and misleading statements were s till 
being made in certain quarters with regard to the skip
stop system, the front dash of the cars was again used 
for three days, Dec. 18, 19, and 20, for what is known as 
a "teaser" or mystery advertisement by posting in large, 
black letters a sign reading, "Proverbs XII :19," with 
the "Know the Truth" trade-mark reproduced in one 
corner (Fig. 7). The verse referred to in Proverbs is 
as follows: "The lip of truth shall be established for
ever: but a lying tongue is but for a moment." 

The appearance of this sign sent many thousands of 
people scurrying for Bibles, and the application of the 
verse was generally appreciated. In this connection the 
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secretary of the Philadelphia Branch of the American 
Bible Society promptly issued a public· statement an
nouncing that a great many people had visited the office 
of the Society seeking information as to the meaning 
of Proverbs XII :19. The Society expressed its appre
ciation of this method of advertising in the following 
words: 

"The object of this communication is not to discuss 
t he merits or demerits of the present system, but simply 
to call attention to the most commendable motive of the 
present management to t ake their patrons into their 
-confidence and to secure, if possible, an intelligent de-

SKIP-STOPS 
IN OTHER □TIES 

• (SEE INSIDE CAR) 

Fig. 3 

Fig. 

YOUR 
SAY 

(SEE INSIDE CAR) 

PROVERBS· 
XII: 19 

termining the truth of these statements. The members 
of the committee were drawn from all walks of life, 
including state and city government, business, educa
tion, religion, and the home. 

This committee held two public meetings at the City 
Hall for the purpose of hearing all who might have evi
dence or testimony to present as to the skip stop having 
been responsible for fatalities or casualties. It ad
dressed an invitation to the responsible head of each of 
the newspapers which had made such charges, asking 
them to appear before the committee and present the 
evidence upon which these charges were based. None 

THINK IT OVER a Washill\ltnn.PittsbuQl.Oeveland.Chicago A 
• and other cities use Skip·Stops W 

Fig. 4 

YOU RIDEANDRULE 
AND FINALLY SHALL SAY 
IF SKIP·STOPS STAY OR GO 

TAKE A.CARO 

F ig , 7 Fig. 6 

FIGS 3 TO 7-DASH S l GNS AND INSIDE B U LKHEAD SIGNS l N THE ORDER OF THEIR USE 

c ision. President :Yiitten and his associates should be 
commended in the highest possible terms for the sub
stantial interest that they are showing in their thou
sands of employees and in their undoubtedly sincere 
efforts to do what is best for the largest number of 
citizens." 

As stated in the article in these columns previously 
r eferred to, President Mitten, finding that, as a result 
of the misleading headlines in the newspapers, the pub
lic mind was becoming confused on the question of 
whether skip-stop operation· was causing accidents, re
quested t hirteen of the most representative citizens of 
the city to act as a committee for the purpose of de-

of the newP:paper heads invited appeared, however, and 
none presented any evidence of any character. 

On Jan. 3 the committee of thirteen made public its 
findings, which were in part as follows: 

"1. That there has not been presented to the com
mittee of thirteen any evidence to justify the charges 
made that deaths have been caused by skip stops. 

"2. That there · has not been furnished to the com
mittee any evidence to prove that any other casualties 
have· been caused by the operation of skip stops." 

The coroner also appeared before the committee· to 
give evidence concerning the testimony at the coroner's 
inquests held in such fatal trolley cases as had occurred 
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subsequent to the institution of the skip stop. The 
coroner testified: " I can frankly, free ly and truthfully 
say there has not been any case up to the present time 
where it could have been charged directly to the skip
stop system." 

President Mitten appeared in person at t he hearing 
before the committee of thirteen and gave a complete 
outline of the whole skip-stop quest ion. The following 
is a summary of his s t atement : 

WHAT THE SKIP-STOP MEAN S 
BY PRESIDENT MITTEN 

Skip-stop oper ation having been pllt in by order of the 
government, was insta lled in a hur ried way. There was 
little time and no opportunity to select the stops properly-
we were told that they should be six to the mile. · 

We found that there was a very great saving in coal to 
be made by the skip stop. We saw t hat it enabled a very 
great saving in timei of men, in time of passengers on the 
cars, and that it would help us bridge the almost impassable 
gulf between reasonable service to the public and what we 
have been able to give pending ability to utilize the city's 
projected transit development, which at best we cannot 
hope to help us for some consider able t ime to come. 

When the skip stop no longer was r equired as a war 
measure, we continued it as an economic measure. A cam
paign of misrepresentation designed t o convict the skip 
stop of murder was begun, and the skip stop stood in the 
felons' dock accused of being responsible fo r many fatali
ties. The public mind was becoming so convinced. The 
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management knew that skip-stop operation was n ow the 
only hope for increased capacity and quicker service a nd 
t hat it would go far to keep wages up and f a res down, but 
so long as the public was misled into the belief that t he 
skip stop was a murderous thing, maintained for the profit 
of t he company, no reasonable consideration of its r eal 
merit s could be expected. 

Hence, because Mr. Stotesbury is engaged in an endeavor 
to help Philadelphia by straightening out the muddle ·in 
which he found the Philadelphia Rapid Transit Company 
eight years ago and, because I am trying to carry out this 
idea, the committee of thirteen was formed in the knowl
edge that their influence, through the org anizations they 
represent, and their positions and reputations in the com
m unit y, were such that their findings in t}:le matter at issue 
would be accepted by all fair-minded people as ba sed on 
t he evidence and facts. 

The complainants were requested by this committee to 
appear in public meeting and support the charges. They 
fai led t o do so. Not one particle of evidence that the skip 
stop is responsible for a s ingle accident was presented. 

The conclusion that the skip stop is not responsible for 
fat alities or casualties is therefore clear, and fair-minded 
people can now thank this committee for the opportunity 
g iven by which the car rider can finally and without preju
dice say if the skip stop shall go or the skip stop shall stay. 

The problems confronting us are that we have crowded 
cars; we have slow service; we h..,!l.ve long delays coming 
t o work in t he morning and going home in the evening; and 
we ask t he co-operation of the car riders in helping us 
solve these problems for their benefit. 

The city contract says that the R~~pid Transit Company 
shall get 5 per cent per year on its $30,000,000 of capital 
actually paid in. It provides for increased fares as may 

TRUTH 
FAIR DEALING-FRANK STATEMENT 

HAS WON THE CAR-HEN-WILL WIN THE CAR-RIDER 

F IGS. 9 AND 11-FI NAL BULKHEAD SIGNS CARRIED ON THE SKIP STOP 
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be necessary to meet the higher costs and still pa y to the 
company the agr eed 5 per cent. Not 1 cent more or less
just 5 per cent per yea r. 

If t he transit management did throw away a saving of 
more t han $1,000,000 a year from skip sto·p op~ration with
out careful investigation and explanation, then the man
agement would be both cowardly and incompetent, because 
t he million, if wasted, must be added to the cost of your 
rides. 

We are practically the only city that ls not a1rea dy either 
demanding or collect ing an increased fare. Boston is charg
ing 8 cents. Pittsburgh 7 cents. All the Jittle roa ds sur
r ounding Philadelphia are going to 6, 7 and threa tening 8 
cents. Even Cleveland is now charging 5 cents with a n 
extra penny for a transfer. We are here endeavoring to 
hold the fares where they are, or at least as low as pos
sible. W e say nothing about trying to cut wages dow n 
w hen the so ldiers com e bnck. It will be our effo r t to keep 
wages up. 

You are inte rested in getting the best service tha t the 
money will buy. We are interested in giving you just that. 
Now, how are we going to bring it about? You, the car 
rider , sha ll say. But when shall you say? When we have 
shown you what we a"re driving at. Our duty now is fi rst 
properly to place the car s tops by a colllpetent force of ex
perienced engineers, who will consider all ,suggestions from 
citizens and business men's associations, addressed to Vice
President H. G. Tulley, Eighth and Dauphin Street s. Hav
ing accomplished the shortening of the time r equired to 
take you to and from your home, we shall then say to the 
r iders on each line, "Do you want what you have now got 
or do you want what you had?" And upon their decision 
each line will either keep the skip stop, as we fin a11y put 
it in, or go back to the old method. 

FINAL EFFORTS IN CAMPAIGN 

Concurrently with the appointment of the committee 
of thirteen a nd its public hearings, the company con
tinued its campaign of publicity. 

On Dec. 12 2,000 ,000 cards, one of which is repro
duced in Fi g. 8, were distributed in the cars. On one 
s ide of the card appea red the names of the committee 
of thirteen and on the other the statement shown. 

From Dec. 24 to 27 inclus ive there was displayed in 
the bulkhead spaces of all the cars the s ign reproduced 
in Fi g. 9. This s ign was in answer to the plea of the 
n ewspapers that th ey had only printed the new,; of the 
day. On Dec. 26 the company distributed on a ll the 
cars a small folder headed, "Truth About the Skip Stop 
a nd the Stotesbury-Mitten Management." The first a nd 
third pages of this folder are reproduced in Fig. 10. 
The fo lders were distributed from a small metal holder 
located in each car near the exit door, within con
venient r each of the passengers. A sign bearing the 
invita tion, "Read t he Answer. Take a card" w as dis
played in a frame suspended from the ceiling ove r the 
aisle. 

Following the publication of the report of the com
mittee of thirteen, a ll the bulkhead signs were, on Dec. 
28, changed to that shown in Fig. 11. This slogan was 
carried on the cars until the hearing on the s kip s top 
before the Public Service Commission on Jan. 29. 

At the hearing before the Public Service Comm ission 
on that day less than twenty individuals were present to 
protest a gainst the plan. The complaint of most of those 
who spoke was that the cars did not stop at the corner 
near est their store or home. The commission pointed 
out the des irability of rapid transit, and at its sugges
tion the United Business Men's Association, which was 
represented at the meeting, agreed to appoint a com
mittee to confer with the company's officials as to a ny 
cha nge wh ich should be made, the matter to be con
s idered t hen later by the commission. 

Later on the same day skip s tops were considered by 
the Common Counci~ and th e City Solicitor was asked 
to give an opinion whether the Council or the Commis
s ion had jurisdiction in the matter. 

The Philadelphia Rapid Transit Company instituted 
the skip stop in several steps, beginning in July and 
extending into October, 1918, each section of the city 
being treated separately. The introduction followed a 
thorough field survey with the object of securing to the 
public the advantages of the skip-stop system with the 
least inconvenience to the car riders. 

The elimination of unnecessary stops increased the 
average distance between stops from 480 ft. before the 
change to 720 ft. under the skip-stop plan. About one
third of the total number of previous stops were dis
continued. Skip-stop operation, it is estimated, will, 
when in full effect and thoroughly adjusted, afford im
proved service equal to the supplying of 200 additional 
cars on the system and will s ave the car riders from 
five to fifteen minutes in their daily rides. 1 

Attractive Display Box for 
Safety Bulletins 

A NEW TYPE of display box for bulletins arranged 
with stereopticon slides at either side to attract 

attention is used by the Tacoma Railway & Power 
Company. The box, as shown in the accompanying il
lustration, is arranged for a bulletin in the center with 
three stereopticon slides on each s ide. A 300-watt lamp 
in the back of the box illuminates the bulletin and slides 
through a plate of ground glass which diffuses the light, 

ILLU MI N ATED DISPLAY FOR SAFETY BULLETI NS 

distributes it evenly and eliminates g lare. The box is 
painted dark green similar to the color of metal filing 
cases. The bulletin and slides are changed each week. 

Previous to the installation of this box the men 
showed little interest in the safety bulletins and would 
hardly read them, and it was a very difficult matter to 
get the trainmen together to present an illustrated lec
ture. This box has been placed prominently in the extra 
room at the trainmen's depot, where the men, examine 
the slides and of course they read the bulletins. The 
design has been copyrighted by E . C. Clarke, former 
superintendent of instruction and efficiency. 
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Connecticut Lines Need Help* 
If the Public Is to Have Electric Railway Service, It Must Recognize the Legitimate 

Needs of the Industry and Support It Properly 

BY L. S. STORRS 
Pres irl en t The C'onnecti c ut Company, New Haven, Conn. 

THE Connecticut traction situation at present is 
this: Two of the properties are in receivership 
and another property is only continuing in private 

control because of considerable revenue obtained ffom 
power and electric business. Another of the smaller 
companies is unable to pay its bills. One of the larger 
companies is in a position to escape receivership solely 
because of the personal pride in the continued operation 
of that property of the man who brought together 
under one control a large number of small units. And 
finally the largest property in the State has not been 
able to accumulate sufficient cash at the present time to 
pay its annual taxes to the State. 

It takes but little thought to appreciate the full value 
of the electric railways to the State. The great develop
ment of the lines through the rural districts has been 
of great importance to the welfare of the State as a 
whole and has a direct bearing upon its industrial su
premacy. It is doubtful if towns which now have 
electric railway service would care to go back to the 
days before the trolley rails were laid in their streets. 
These railways have made possible the development of 
industries in these small towns. They have brought 
about the development of real estate. They have linked 
the country with the city so effectively that the de
pendency of one community upon the other is more 
and more being realized. 

To do this it has been necessary to build lines in many 
cases through sparsely settled territory. Mile upon 
mile of electric railway goes through territory that con
tributes but little r_evenue. If an abandonment policy 
were to become necessary-all, of course, hope it will 
not be-these country lines would, of course, be the first 
ones to be suspended. Such a suspension would be 
calamitous because there are not a few communities in 
Connecticut that are almost entirely dependent upon 
the trolley lines for easy communication with the out
side world. 

It has been possible for the cities to develop rapidly 
because the electric railways have been built into sub
urban territory and in many cases have preceded the 
coming of the householder and industrial plants. Were 
it not for this development, the growth of industry, 
business and commerce in large cities would have been 
very much slower. The new suburban construction 
thus created has a value of many millions of dollars, the 
taxes on which have made possible the improvement of 
the cities and towns themselves. 

The investors in electric railways built the lines in 
the hope that eventually there would be a fair return 
upon their investment. It was the investment in these 
lines that created in a large measure the increased valu-

• Abs tract of address presented before the Connecticut Editori a l 
Association a t New Haven on Jan. 25. 

ation of the cities and towns. Therefore, should there 
Le a reduction in service, or a further destruction of 
incC'ntive to invest in electric railway securities, there 
would naturally follow a slackening of community and 
industrial development. 

DECLINING EARNING POWER OF CONNECTICUT 

COMPANY 

On Oct. 31, 1914, the entire property of the Connec
ticut Company was placed in the charge of trust ees 
appointed by the court in the suit for separation brought 
against the New York, New Haven & Hartford Rail
road by the Federal Department of Justice. The trus
tees are directed to operate the property "solely in the 
interest of the Connecticut Company without reg:,rd 
to the interest of the New Haven company, but with 
due • regard for the public interest." Since their ap
pointment all their efforts have been given to carrying 
out this intent, and to this end they have authorized 
the application of all surplus funds to a continual bet
terment of the property. 

As showing the trend of the gradual impoverishment 
of this system the following tabulation from annual 
reports to the Public Utilities Commission are illumi
nating. The figures are the net revenue of the prop
erty after the payment of operating expenses, taxes, 
fixed charges and rentals, but without the application 
of any of the revenue to a return upon the value of the 
property or interest upon the amount expended by this 
company in betterment of the plant: 

1913 
1 914 
191 .'i 
1916 
1917 
1 91 8 

The great importance in keeping the equipment and 
plant in good repair and having an ample supply of 
coal so that there would be no possibility of interrup
tions to the service that would have the effect of slowing 
down any of the numerous war industries in the terri
tory made it necessary to have a supply of materials for 
repairs and coal far in excess of the requirement s. 
Payments for such materials and supplies have so de
pleted the cash resources that money has not been avail
able to settle taxes and fixed obligations other than such 
as have been necessary to keep the property intact. 

Since the independent control of its property by the 
Connecticut Company, the amount of revenue avail
able for the payment of a return upon the value of the 
property has averaged only 3 per cent per year upon t he 
fair value of all of the property, this r eturn having 
dropped to below 2 per cent during that period. In the 
four years since the appointment of the trustees by the 
government, however, only $1,200,000 has been paid in 
the way of dividends to the New York, New Haven & 
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Hartford Rai lroad, the owner of the stock-represent
ing an investment by that company of $40,000,000. All 
surplus cash resources have been used for additions to 
or betterment of the plant, leaving absolutely no sur
plus from which any dividend could be paid during the 
last two years. 

CREDIT MUST BE RESTORED 

In order to obtain funds for development it is essen
tial that the credit of the company be established. For 
some years the New York, New Haven & Hartford 
Railroad acted a,.<.; the banker, advancing the necessary 
cash to meet capital obligations, but because of the dis
solution proceedi!lgs it has no longer been possible to 
borrow from that source. The only money that has 
been available has been from the current income. 

This diversion of the entire surplus current income 
to capital account, however, is unusual. It must, of 
course, be clear why new units of the utility plant should 
be paid for by the addition to capital account instead 
Jf from current income. In the first place, in order to 
provide the necessary cash from revenues the rates of 
fare would have to be materially increased, and then, 
too, any investment made at the expense of the car 
riders during any year would be for the benefit of those 
of future years. In the opinion of the regulating com
missions the charge of the cost of additions to the 
property to current expenses would make possible ex
orbitant charges for the service rendered. 

Briefly, the capital expenditures for additions to and 
betterment of the Connecticut Company property have 
averaged $2,000,000 per year since the purchase of the 
original lines. Owing to the inability to obtain funds, 
these items totalled but $700,000 in 1917 and still less 
in 1918. The company has been able to obtain the as
s istance of the United States Housing Corporation in 
the purchase of some new rolling stock and for a few 
track extensions, solely by reason of the fact that dur
ing the progress of the war the essential character of 
the transportation of munition workers was recognized. 
This loan has only postponed the day of reckoning, for 
the amount advanced will ultimately have to be repaid 
through the issuance of some sort of marketable 
securities. 

There is a constantly accumulating list of essential 
betterments that will have to be provided if the prop
erty is to continue its proper function, but before loans 
can be made it is essential that full solvency may be 
assured. To be a recognized factor in the money 
markets the revenues of the company must be sufficient 
to pay all the operating expenses, taxes, fixed charges, 
depreciation allowance and a reasonable return upon 
the fair value of the property. 

An essential to the consideration of the entire prob
lem is the determination of the return upon the invest
ment: First, what rate of return is a reasonable one to 
consider in fixing the amount of revenue provided 
through fare collections by the public? and second, what 
actual return must be made to the investor in order to 
induce the continued supply of :funds needed to keep 
the plant up to an adequate capacity ? 

Numerous different expedients have been resorted to 
by the traction utilities all over the United States in 
an effort to stimulate the revenues by increasing the 
rates of fare. In no instance, however, has the re-

suiting revenue even approximated the percentage in 
the increase in rate, and in most instances it has not 
produced an amount sufficient to even meet the increase. 
in payrolls made necessary during these times. 

Prior to Oct. 1, 1917, the Connecticut Company was 
operating on a 5-cent fare; on that date it was increased 
to 6 cents. The period' since the increase has been one 
of intense industrial activity throughout the territory 
served. Almost all of the industries in Norwalk, Bridge
port, Waterbury, New Haven, Hartford, New Britain 
and surrounding towns were devoted to intense develop
ment looking toward the rapid production of the essen
tials of war. The actual results upon railway revenue 
from the increase in fare is no indication at all of the 
change in the riding habits of the community brought 
about by this industrial condition. 

The passenger revenue for the first twelve months 
during which the 6-cent fare was in effect was $9,227,-
460, an increase of only $80,431 or less than 1 per cent, 
The contributing factors in connection with this are 
primarily the loss of so many men to active service in 
the army and the desire of the young women of the 
community to do their bit in the factories or offices, 
which eradicated the desire to continue those purely 
social activities upon which the pleasure riding was 
hued ' 

Moreover, the financial necessities of the government 
have developed a spirit of thrift and saving h~retofore 
unusual in this country, and unnecessary expenditures 
have been eliminated from the average family budget, 
thus automatically reducing the non-essential travel. 
During the summer months the company generally 
carries a large number of people to the shore resorts 
from the interior section of Connecticut, but last sum
mer the conditions of the communities were such that 
the people did not take their usual shore vacation or 
even the one-day trip to such resorts. This was not due 
to the increased rate of fare, because the transportation 
item is such a minor portion of the expenditures neces
sary for a day's excursion, but was entirely due to a 
change in habits. 

During the months of December, January and Feb
ruary last winter the conditions were so extreme that 
in some of the territory service was severely crip
pled, and the cold was so great that people did not move 
so freely within the community. 

The inducement of high wages in the industries made 
it impossible to obtain the full complement of platform 
men, with the result that car mileage was reduced. This, 
of course, had a tendency to reduce revenues. In Bridge
port a contributing factor has been an intensive jitney 
competition which was fostered by the 6-cent fare, for 
while there were jitneys in operation prior to Oct. 1 
there has been a great increase since that time, and 
the railway has lost very largely to that form of 
competition. 

After having weighed all the various factors, I have 
come to the final conclusion that the increase to 6 cents 
has had the effect of increasing revenues about 10 per 
cent over what the company might have expected to 
receive had it continued to operate under a 5-cent rate. 

Of these contributing factors the only one in which 
the public is deeply interested is that of jitney bus 
competition. At present this form of transportation 
closely follows the trend of traffic in the most congested 
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portions of the cities, all of which was developed by 
the transportation agencies to meet the requirements 
of the various communities. Such competition cannot 
be to the benefit of cities in their development. 

There may be a certain value to j itney service when 
properly regulated and controlled and more especially 
when used as a medium for extending existing trans
portation facilities. Within the limits of such needs 
the Connecticut Company can make no exception. "\Vhen 
'--he jitneys are allowed to run in unrestricted competi
tion, however, it is necessary to state clearly that the 
communities will receive an impaired trolley service 
which will ultimately be a great disadvantage to such 
communities and seriously retard their growth and the 
continued growth of their industries. There is no room 
for both methods of transportation in general service 
throughout any city, and jitney service is not capable 
of being developed to a point where all the transporta
tion needs of a community can be provided, 

DETAILED TRAFFIC SURVEY BEING MADE 

Some months ago it became apparent that a readjust
ment in the rates of fare that would increase the 
revenues was an absolute necessity, this in addition to 
some measure of relief from burdens imposed upon the 
revenues, in order that the property might escape a 
more drastic readju;tment with a possible abandonment 
of portions of its lines. 

For the purpose of having at hand an accurate pic
ture of the service conditions as well as the actual use 
made of the cars, we have had a most exhaustive survey 
made of the traffic, the results of which are being t abu
lated and on which basis a complete readjustment may 
be worked out. As I stated before the commission, "all 
the Connecticut Company wishes to obtain is a reason
able rate of return upon the value of its property, this 

the legislature and the Public Service Commissions a re 
coming to realize that electric railway service deserves 
their earnest attention and helpful co-operation. Unless 
the public is willing to be fair, sooner or later it will 
cease to enjoy the benefits of electric ra ilway service. 

Five cents today does not go as far as 2½ cents went 
a few years ago, and it has been t he unwillingness of 
the public to recognize that the electric rai1ways cannot 
make 5 cents go farther than any individual can make 
it go that has brought the regretable situation the elec
tric railways are now in. 

To sum up the whole situation, one might say that 
if the public is to have electric railway service, it must 
first of all recognize the legitimate needs of the elect r ic 
railway companies. Having recognized them, it must 
be willing to give the industry proper support. It must 
be willing to pay the cost of transportation and a fair 
return upon the investment the electric railway systems 
represent. Instead of hampering them by severely re
strictive legislation, it should adopt a liberal attitude, 
always retaining to itself the powers of regulation that 
now exist. 

Concrete-Base Track on Steam Road 
Northern Pacific Railway Has Short Experimental 

Section of Slab Construction Very Similar to 
That Used by Electric Lines 

THE use of reinforced concrete ballast for main-line 
steam road track construction in the open country 

upon private right-of-way is a radical departure from 
accepted standards of steam road track construction. 
Nevertheless, it is interesting to electric railway track 
engineers because of the extended use of this construc
tion for electric railway tracks. An experimental stretch 
of double track 2000 ft. long on the Northern Pacific 

NORTHERN PACIFIC RAILWA Y IS EXPERIMENTIKG WITH COJ\~CRETE-SLAB ROADBED DESIGNS 

to be obtained from a system of fares that will be most 
pleasing to the great majority of the patrons." 

In discussing the requirements of the electric rail
ways, the greatest emphasis should be put upon the re
quirements of public co-operation. The electric railway 
problem is no longer merely one of transportation. It 
is a state and community problem. The public must 
realize that unless it supports the electric railways, it 
simply cannot have electric-railway service. The public 
depends upon the street cars for service. The company 
depends upon the public for successful operation. Boards 
of trade, business men's associations, municipal bodies, 

Railway, using the types of concrete ballast construction 
shown in the accompanying illustrations, has bee:h under 
test for more than four years with gratifying results. 
This experiment was reported upon briefly by the com
mittee on ties of the American Railway Engineering 
Association at the convention held last March in Chi
cago and is described in detail in a recent issue of the 
Engineering N ews-Record. 

The experiment was conducted as a part of the orig
inal construction of a new line, and a good chance was 
had to make comparisons with the regular standard 
ballast type of construction under exactly the same con--
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ditions of traffic and other controlling factors. The 
experimental constr uction combines three variations of 
one general design, whose main feature is the use of a 
cont inuous reinforced concrete slab to support either 
wood blocks or stringers upon which the rails are laid. 

Fl7 ~un;ng 

~ i ~5h,m; 

I ,i_ I 
K---- 7~--r~ ~kJ;fdJ" 

IRON FORMS FOR POCKETS I N SLAB AND IRON SHI1\IS 
FOR RAIL BLOCKS 

The use of wood is to gain resilience and cushioning 
effect in order to a void the direct placing of rails on 
rigid concrete. The live load used in the design was a 
26,000-lh. wheel load on two ties, with 100 per cent 
allowed for impact. Compression and shear in the con
crete were assumed as 250 and 500 lb. per square inch 
respectively, and the tension in the reinforcing steel was 
taken as 12,500 lb. In two types, short wood blocks set 
in the slab form the rail support, while in the third, 
continuous stringers or sills were used. 

The experimental construction is located in a wide, 
open cut upon a fair gravel roadbed, which was care-
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fully leveled to grade and tamped before the concrete 
was placed upon it without the use of bottom forms. 
Very little settlement is reported, and where this oc
curred t he construction extended out upon a fill. The 
slabs are from 8 to 8 ft. 6 in. wide; from 16 ft. 5½ in. 
to 32 ft. 11 in. long and from about 18-in. to 24 in. 
thick. They were mortised at their ends, and expansion 

joints ,'tr in. wide filled with hot 1 :4 asphalt mastic were 
used as a seal. The mortise was used to prevent lateral 
shifting. Gravel was placed on each side of the slabs 
to assist in keeping them in line and to act as a protec
tion for the su bgrade. 

The timber used for the tie blocks and stringers was 
creosoted fir, while tie plates were used with the blocks 
but not with the stringers. Screw spikes were used in 
all cases. The rails were 90-lb. A.R.A.-B section, 33-ft. 
lengths, with standard 24-in. angle-bar joints laid op• 
posite. It is stated in particular that there has been 
very little wear on the timber stringers, not exceeding 
,\ in. in depth, and thought to be due to compression of 
surface fiber. The rails crept some on the stringers, but 
this was stopped by cutting them at intervals and apply
ing rail anchors which bear against the ends of the 
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THREE TYPES OF CONCRETE SLABS FOR TRACK CON
STRUCTION ON NORTHERN PACIFIC R A ILW.AY 

stringers. The concrete was 1: 3: 5 mix, using gravel 
of !l in. to 12 in. size for coarse aggregate. 

The costs are not reported, but as the section is com
partively short, it is presumed that they can be greatly 
reduced if the work is done on a larger scale. Each of 
the three types has given general satisfaction, but the 
type using the stringers has maintained the best surface 
and line, and all three types give a smoother riding 
track than the adjacent regular ballasted tracks. It is 
also stated that the cost of maintaining the sections so 
far has been only 5 per cent of that for the adjacent 
ballasted tracks. 

The experiment was originated by W. L. Darling who 
was chief engineer in 1914 when the line was built. The 
designs were prepared by the engineering staff and are 
not patented. 

The importance of this experiment will be appreciated 
as being perhaps the first attempt to use a type of con
struction upon open roadbed which has given good re
sults in tunnels and at terminals on steam roads and in 
subways at stations, as well, of course, as in electric 
railway tracks in streets. The experimental sections 
so far constructed are said to be the most extensive 
as yet undertaken by steam roads. 
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Metallurgical Problems Met in Electric 
Arc Welding* 

The Successful Welding of Steel, Malleable Iron 
and Cast Iron Depends on the Character of 
the Material and on the Skill of the Operation 

LTLE is known at present regarding t he effect 
of impurities on we1dability where the elect ric 
arc welding process is used. No data have been 

p ublished on the subject. It is known, however, t hat 
steel containing 5 per cent or more of carbon is subject 
to Hburning" at much 1ower temperatures than low
carbon steels. This fact can readily be observed in arc 
welding practice, i.e., the tendency being toward 
"'burnt" metal in the we1d. The observations which 
have been made to date seem t o lndicate that the ten
dency toward "burning" shown in steels of compara
tively high carbon content is the only cons iderable effect 
which is produced on weldability by the presence of im
purities in usual amounts. 

Th~ welding process simply adds a certain amount 
of cast steel of a given composition. The metal added 
is usually in the form of a steel wire or bar which has 
been ro11ed. However, after it has been melted it cools 
into cast steel and the artificial structure produced by 
the rolling is entirely lost. 

The rate of cooling of the metal in the weld is deter
mined by the shape of the casting a nd by the manipu
lation of the arc by the operator. The rate of cooling 
may be different in different localities in the same weld, 
with a corresponding difference in character of the 
metal in different sections. This is, of course, more 
noticeable in the higher ~arbon steels tha n those wh ich 
contain around 0.10 per cent. 

The metallurgical problems met in the weld ing of 
s teel plate are the same as those met in the welding of 
cast steel, so far as the character of the meta] in the 
weld is concerned. In sheet metal, we have, however, 
a product which has passed through a process which 
improves its quality beyond that of cast steel , namely, 
t he mechanical treatment in the rolls. The result of 
t his mechanical treatment is greater compactness of 
the structure with resultant increase in toughness. The 
welded piece of sheet metal consists of two grades of 
metal-the original metal which has received mechan
ical treatment and the metal added by the welding 
process which has not received mechanical t reatment. 
The metal added by the welding process has, in general, 
the characteristics of cast steel, and the orig inal un
melted plate has the properties of rolled metal. 

Up to the present time no cast steel has been pro
duced which has all of the proper ties t o the same 
degree as are found in any given piece of rolled metal. 
This limitation of a ny welding process in which steel 
is melted should never be lost sight of in welding. 

From the foregoin g sever al conclusions may be 
drawn : (1) The tensile s trength of the cast steel in 

~From the 1 918 report of the committee of th e Associa ti on of 
R a ilway E lect rical E n gineers. F or o ther a rticles on t he sam e 
: 1:JeJ~n:e: 1: srse! n°J 1~'. \~~~~t· f or Dec. 7, 14, 21 a nd 28, 1918: 

the weld may be made less tha n, greater than or equal 
t o the tensile strength of the metal in the original 
section. This holds for commercial plate only. (2) 
The metal may be harder or softer than the metal in 
the original piece. The tens ile strength of the metal 
in the weld varies with the hardness. Burned metal 
is neglected in this conclus ion. (3) The elasticity of 
the met al in the weld is always less than the elast icity 
of the met al in the original plate. 

CHARACTER OF WELD DEPENDS ON C OMPOSITION OF 

WELDED METAL 

The character of the finished weld depends on the 
composit ion of t he metal being welded and upon the 
skill of the operator. The mere fact that the metal 
is melted and allowed to run into a joint does not 
indicate that t he metals are welded, since it is easily 
poss ible to mel t t he metals without welding them. A 
weld is made when the metals to be welded a re in the 
liquid s tat e, with t he slag and oxide floating on top. 
The simplest analogy is the case of welding together 
t wo pieces of pitch . While cold the pieces will not 
even adhere. Brought to the liquid state the two pieces 
merge into each other, and at the region of contact en
t irely lose their separate identities. Upon cooling, the 
j oint is perfect. Now if the pieces of pitch be coated 
with paint ( wh ich corresponds to the oxide on hot 
steel) , and the attempt is made to weld them together. 
it will be found that until t he two pieces are perfectlJ 
liquid and the paint is floated out of the joint a perfect 
weld is impossible. 

Flaws and imperfect welds in steel a re due to the 
fa ct that the metals were not properly liquefied in weld
ing, and · the presence of t he oxide, or slag, or both , 
prevents a perfect union. In autogeneou s welding the 
actual union is made in plain view of the operator, so 
that if the union is not perfect he knows it. Knowing 
the tensile st rengt h of the plate and of the met al added, 
t he skil1fu1 and conscientious operator can predict ac
curately the behavior of a given welded piece under a 
pulling test. 

The few fai lures of the process have been due, per
haps, to the fac t that it is too easy to make an arc
welded ' joint which appears to have the same tensile 
strength as a r iveted joint. The single-riveted lap 
joint is 55 per cent efficient under the most favorable 
condition s, while t he quadruple-riveted, double-strapped 
j oint may have an efficiency as high as 85 per cent. A 
skillful electric arc welder will make a joi nt which has 
an efficiency of 90 per cent without particular effort. 
Stiffness equivalent t o that of the riveted joint may be 
produced by making the section of the joint greater 
than that of the unwelded section, or by the use of 
alloy steel electrodes. 



242 ELECTRIC RAILWAY JOURNAL Vol. 53, No. 5 

An intelligent analysis of the problems encountered 
in the service required of a given joint, together with 
an application of established welding methods, will leave 
no excuse for the failure of a joint which has been 
calculated to hold. The intelligent welder does not 
guess ; he knows what the joint will do. 

The failures of the past have been due to ignorance 
and to haphazard application, and not because the re
sults which are obtained from the arc welding process 
are uncertain. 

METAL ELECTRODES USED FOR WELDING STEEL 

Practically all sheet-metal welding, where metal i8 
added, is done by the metal-electrode process, although 
the carbon electrode may be used on plates over ½ in. 
in thickness in certain applications. At present two 
kinds of electrodes are in general use on sheet metal 
work; Norway or Swedish iron (or their American 
equivalent) and carbon-steel wire. The iron wire gives 
metal in the weld of a tensile strength of approximately 
48,000 lb. per square inch, while the steel of the 0.10 
per cent carbon content may be relied upon to produce 
metal in the weld of a tensile strength of about 50,000 
lb. per square inch. On plates of ii in. thickness and 
less, an electrode of 1\r in. to ~ in. in diameter gives 
the best results. A current density in the circuit of 
not to exceed 75 amp. should be used with this small 
electrode. Plates between l, in. and li in. thick are 
usually welded with electrodes 1 in. or -i',; in. in diam-• 
eter, with a current not exceeding 125 amp. for the 
i -in. electrode, and 155 amp. for the .,'2 -in. electrode. 
Plates thicker than ii in. are usually welded with -f6 -in. 
electrodes, using a current of approximately 175 amp. 

Iron electrodes may be melted more rapidly than steel 
electrodes, and have less tendency to burn than the 
steel. In general, however, it is more difficult to weld 
with iron electrodes than 'with steel. To get the best 
weld possible with any electrode, the current density in 
the circuit should be kept as low as is consistent with 
a usable arc. ' 

Practically no applications of the electric arc process 
have been made on plates having a thickness of less 
than 1¾- in. where a butt joint is required. This is due 
to the great intensity of the heat with the consequent 
tendency to "burn through." In the case where the 
edges of the plates are in parallel planes, however, they 
may be melted together with a low current carbon arc 
with excellent results. 

The application of the electric arc-welding process to 
the welding of steel forgings is in every way similar 
to its application to boiler plate and structural shapes. 
This is due, of course, to the fact that forgings belong 
to the same classification, namely, metal which has had 
mechanical treatment. The metal added by this process 
is cast metal and has a lower degree of elasticity than 
the metal in the forging. 

ANNEALED SECTIONS OF MALLEABLE CASTINGS 

ARE WELDED 

The correction of flaws in malleable castings by the 
electric arc process effects very large savings. The 
welding is always done after the casting is annealed 
and made malleable. The annealing usually affects the 
casting to only a small depth, and it is in this an
nealed or softened section that the welding is done. The 

annealed section is essentially low-carbon cast steel. 
The work may be done with either the carbon or 
metal electrode process, depending on the size and shape 
of the casting. Due to the thinness of the annealed 
section a comparatively low current density is used on 
the carbon electrode. The electrode in the hand of the 
operator is sometimes made the positive electrode in 
order to reduce the effective heat on the casting. 

If the casting is to be machined in the welded sec
tion it is reannealed. This is usually necessary owing 
to the fact that the heat of the arc will in effect re
verse the annealing process; that is, the carbon which 
was thrown out as graphite by the annealing is dis
solved in the iron again when the metal becomes molten 
in the heat of the arc. The carbon in combination with 
the iron will of course make the casting hard . . 

SATISFACTORY WELDING OF CAST IRON 

IS UNCERTAIN 

Cast iron is difficult to weld by any process under 
the most favorable conditions, due to its brittleness 
and low tensile strength. No reliance can be placed on 
a piece of cast iron which has been welded. The welded 
joint in cast iron may hold, but there is no way known 
at the present time by which the strength of the welded 
joint can be accurately predetermined. Cast iron can 
be welded by the electric arc process about as well as 
by any other process, but the results are always un
certain. 

Cast iron should never be welded unless the person 
ultimately responsible for the work has a full knowledge 
of the facts as outlined above and a thorough apprecia
tion of the uncertainty of the results. Broken cast-iron 
parts, such as cast-iron wheel centers, etc., have been 
successfully welded with the metallic arc by applying 
what may be termed a mechanically welded patch. The 
edges to be joined may or may not be beveled. Half
inch or i -in. holes are drilled and tapped along the edges 
in which studs are screwed and allowed to extend out 
of the casting approximately l, in. The studs should 
be staggered to give the best results. The casting 
should always be preheated to remove the chill, and if 
there is no danger of distorting the parts, better re
sults may be obtained by heating the casting almost 
to a cherry red. 

CAREFUL WORKMANSHIP WILL PREVENT FAILURE 

In the general application of welding processes to 
parts of machines which have within them possibilities 
of death and destruction in case of failure of the welded 
part, too much caution cannot be given the operator. 
Owing to the fact that in the.case of electric arc weld
ing the work is done in plain view of the operator and 
he is competent to judge the nature of the completed 
job, disastrous failures may be prevented by the exer
cise of ordinary judgment. 

The field for the electric welding process on railways 
is almost unlimited. The process can be made use of 
in the motive power department, the car department and 
the maintenance of way department, in a very exten~ 
sive manner, as well, of course, in any other industry 
that makes use of iron and steel. Thousands of dollars 
worth of material is scrapped by railway departments 
every year, a huge proportion of which could be re
claimed at slight expense by electric welding. 
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Rust Prevention as a Steel Conserva
tion Measure 

The Writer Gives His Experience in Removing 
Rust from Steel Cars and Preventing Its 

Spreading to a Damaging Extent 

BY D ENIS O 'BRIEN 
Fore m a n Painte r Fresh P ond Repa ir Sh op 

Brooklyn Rapid Trans it Compa ny 

T HE importance of planning for the reconst ruction 
period which is now about to start has lon g been 

recognized. It is evident that the great dema nd fo r 
steel will continue and that we shall need to conserve 
the supply which we already have. One method of a id
ing in such conservation is by instituting a vigorous 
anti-rust campaign, 

The first step in such a conservation policy m ust be 
the re-education of the painter. He must be taught the 
evil that exists in allowing rust to be formed, h e must 
be taught how to combat it and, finally, he must be made 
to realize that the burden of responsibility for its ex
istence is directly up to him. Next, extreme care must 
be exercised in the selection of good paints. The old idea 
that "any old" paint will serve the purpose is wrong ; in
stead of applying a streak of color, as was the former 
practice in painting steel, we must treat the surface to 
a mass of pigment. 

Spennrath says with regard to rust and its origin: 
"Chemistry shows us that rust is a hydrated oxide of 
iron, a compound of the metal iron with oxygen a nd 
water, 100 parts of dry iron rust containing 52.2 pa rts 
of iron, 22.3 parts of oxygen and 25.5 parts of water." 

The water is here in a state of chemical combination 
and not present as a mechanical adjunct in the form of 
moisture. Consequently iron exposed to the air cannot 
rust in the absence of water, and iron immersed in water 
must remain free from rust if access of oxygen is pre
vented. 

I have seen a greater formation of rust on a piece of 
steel plate exposed to a brief shower of rain, than on a 
piece of steel plate completely immersed in water for an 
entire day. If rust were a solid, and formed a compact 
coating over the steel, we could ask for no better pro
tection; but instead of being solid, it is porous a nd, be
ing porous, it absorbs and retains water and condenses 
oxygen, thereby creating more rust. 

SMALL SPECK OF RUST MAY CAUSE LARGE E XPENSE 

Let us figure if we can the cost of a speck of rust . 
Let us assume that on a steel plate of a car shopped for 
overhauling and painting the painter discovers a speck 
of rust -½ in, in diameter, and let us furthe r assume 
that the painter has not been educated as t o t he evil 
possibilities of rust and that he works along the old line 
of theory that "paint kills rust." He removes the loose 
scale by scraping and then applies the paint. However, 
underneath that thin film of paint small particles of r ust 
are left and they continue to multiply. The next t ime 
that the car is shopped we find that the ½-in. speck of 
rust has developed to such an extent that it becomes 
necessary to remove the .iffected plate and t o inst a ll a 
new one. The initial cost of killing the rust (labor and 
material) would not have exceeded 10 cents . The final 
cost in this case would be the cost of cutting the plate 

away from t he car body together with the cost of a new 
steel plate and cost of installation. Does it pay? 

There is no better method of preparing a steel surface 
about to be painted than by sand blasting, but every 
shop is not equipped wi th sand-blast ing apparatus. This 
method is economical only where the old paint is to be 
removed entirely and the car "brought up" from the 
foundat ion. Where the car is shopped fo r repa inting, 
re-enameling or varnishing, it would not be of any ad
vantage to sand blast the few specks of rust that might 
appear on t he car body. In this case there is no better 
method for killing the rust than by applying sulphuric 
acid, after which t he rust spot should be washed off 
with m ilk of lime. I have obtained excellent results by 
washing off t he acid with caustic soda solution. After 
the surface is perfectly dry the steel can then be painted, 
but ca re must be taken to see that the acid is thoroughly 
removed a nd under no circumstances should the paint 
be applied t o a damp surface. When we are certain that 
the steel contains no rust we can proceed with the 
painting. Unlike wood, which will absorb oil or var nish, 
iron and steel are impenet r able t o them. We must there
fore be positive t hat the paint used will adhere perfectly, 
and it must also be elast ic enough to withstand the ex
pansion and contraction that the st eel undergoes due to 
the weather elements. 

ROUGH SURFACES T AK E PAINT BEST 

I have found t he best surfaces to paint are rough or 
pitted, r ather than polished ones, since t he paint cannot 
penetrate the steel. A rough or pitted surface insures 
adhesion. The particles of pigment will find lodgem ent 
in the depressions of the steel and offer an excellent 
foundation upon which successive coats can be built up. 
I do not know of any better pigment for the priming 
of steel or the retarding of rust than pur e unadulterated 
red lead. The vehicle should be pure r aw and boiled 
linseed oils. Under no circumstances should t urpent ine 
be used as this, while rendering t he paint more workable, 
destroys the value of t he linseed oil. For the same 
reason japa n dr ier s should never be used, as they are an 
oxidizing agency. An obj ection t o red lead may be its 
color, but I do not know of an instance where red lead 
has failed. 

Iron ox ides, while not possessing the good drying 
qualities fo und in red lead, make excellent paint, the 
only objection to t hem being t hat they can only be had 
in dull and dark colors such as reds, browns, blacks and 
slates. It is wrong to reject iron oxides as pigments on 
the ground tha t they produce rust, for when suspended 
in oil an oxide can neither condense oxygen nor absorb 
water. 

R UST Is A CANCER 

Rust is a "cancer" on the steel plate, and if it is not 
removed will permeate the ent ire plate and ultimately 
destroy it. Unlike the cancer that attacks t he body a nd 
for which there is no remedy, the cancer t hat attacks 
steel and iron in the form of rust can be conquered w ith 
good workmansh ip, common sense, good oils and pig
ments. 

A pigment that suspends feebly in the vehicle is not 
worthy of the name of paint. Lamp black, having prac
tically no suspension, belongs in this class. If we t ake 
the weight per cubic inch of the pigments we can get an 
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idea of the relative numbers of particles of pigment that 
should be obtained from them. These unit weights are: 
Red lead, 0.20 lb.; white lead, 0.13 lb.; iron oxides, 0.10 
lb.; lamp black, 0.06 lb. From these figures we see the 
true relative value of red lead. Second to it is white 
lead, of which Dr. A. Landolt says: "White lead, used 
a lone a nd in a pure state, is not a good paint for iron 
work. Apart from the fact that the pure white of the 
pigment will speedily become impaired and dirty, the 
paint also sets very hard in a short time, the elasticity 
disappears and cracks are formed." 

White lead is thus eliminated from the field unless it 
is used with other pigments, leaving us the alternative 
of using red lead or iron oxides. I give the lamp black 
figure simply for comparison with the others to show 
it has no value as a paint. 

AMERICAN ASSOCIATION NEWS 

T. & T. Association Drafts Plans 
for Coming Year 

AT A MEETING of the executive committee of the 
Transportation & Traffic Association held in New 

York on Jan. 28, plans were drafted for the coming 
year. There was a good attendance of officers and 
members of the executive committee, those present 
being L. C. Bradley, Houston; W. H. Collins, Glovers
ville; R. P. Stevens, New York; L. H. Palmer, Balti
more, and G. T. Seeley, Chicago. R. R. Anderson, 
Providence, and E. B. Burritt, secretary, were also in 
attendance. Mr. Seeley was formally elected a member 
of the committee in place of H. B. Potter, of Boston, 
resigned, and resolutions were passed regretting the 
resignation of Mr. Potter and inviting him to attend 
meetings of the committee, whenever possible, in an 
unofficial capacity. 

In connection with the program for the· October 
convention the decision was reached that the asso
ciation would discuss only a few topics this year with 
the idea that suflicient time could thus be had for a 
rnore thorough consideration of each topic than would 
be possible with a longer program. 

There will be three sessions of the convention, and it 
was decided that on two of these, only one report would 
be presented. On the third day it is expected that 
two reports will be considered so that the convention 
of the association this year will be devoted practically 
to the discussion of only four reports. 

The subject selected for one of the sessions is the 
collection and registration of fares, particularly frac
tional fares or fares whose payment involves the collec
tion and registration of two or more coins. It is hoped 
by the committee that this session will be made a joint 
session with the Accountants' Association, so that the 
t opic may be considered from both the transportation 
and accounting standpoints. The committee will be in
st ruct ed to consider the subject both as regards a uni
f orm and a zone system of fares. 

The subject selected for the other full session was 
"Operation of One-Man Cars From a Transportation 
Standpoin t. " It is hoped, at this session, to show a 
s eries of moving pictures illustrating the operation of 

one-man cars under different conditions in city service. 
An offer to prepare such a series of pictures has been 
received from a group of manufacturers. It is believed 
that such views will not only be of great interest to 
railway managers whose companies have not introduced 
one-man operation, but they will afford a very easy way 
of explaining to public authorities and others the many 
admirable features of the safety car. 

The topics to be presented at the third session are 
(a) a report on the proper form of contract between 

city companies and interurban companies for the use 
of city terminal facilities and . (b) a code of traffic 
[Jrinciples designed to promote reliability of electric 
railway schedules. 

It was decided to appoint two members of the exec
utive committee to be sponsors for each of the four 
topics selected. The appointments made were: (1) 
Messrs. Stearns and Palmer; (2) Donecker and 
Stevens; (3) Collins and Seeley; (4) Dempsey and 
Bradley. 

Chicago Section Contemplates Course 
in Public Speaking 

A T THE MEETING of the Chicago Elevated Rail
ways company section held on Jan. 21 a plan was 

outlined for organizing a class in public speaking and 
quite a number signified their intention to become 
members should the plan be carried out. H. A. John
son gave an interesting summary of what had been 
accomplished through the first year's operation of 
coasting clocks, the results obtained having been ex
ceedingly gratifying. G. T. Seely followed with a 
brief talk on his work while connected with the Emer
gency Fleet Corporation, illustrating his remarks with 
lantern slides and colored posters. Capt. 111. W. Bridges 
described briefly his experiences in the European war 
up to the time of his injury and told of the excellent 
hospital care that is given the wounded. 

Among items of business, program and membership 
committees were appointed. The audience sang pa
triotic songs and J. H. Mallon tJld some amusing 
stories. The meeting was attended by 125 members 
and guests. 

Detroit United Railway Adds New 
Compressor Equipment 

The, Detroit (Mich.) United 0Railway is installing, at 
various car houses, eight new type Q-3-VD National air 
compressors, made by the Westinghouse Traction Brake 
Company with a displacement of 400 cu.yd. of free air 
per minute as part of its storage air-brake system. These 
are being located at the larger stations, and the smaller 
units which they replace, of a displacement from 50 to 
125 cu.ft. per minute, will be transferred to smaller sta
tions. 

The new machines do not take up as much floor space 
as the old 50-ft. units, and are a modification of the 
standard machine to fit local conditions. They are of 
the two-stage, compound type and are designed to op
erate against a 325-lb. mean pressure. Each compressor 
is driven by a Westinghouse 125-hp. type SK-190, 550-
volt motor, and it is equipped with type HP (hydro
pneumatic) automatic control. 
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Recent Happenings in Great Britain 
England Points the Way in Reconstruction Both With Respect to 

Labor and in Preparing for Foreign Trade Expansion 
(From Our Regu lar Corresponden t) 

The industrial situation in England 
at the end of the past year was in
tensely interesting. On the one ha nd 
we had the efforts on the part of em
ployers, capitalists and financiers for 
a great expansion of business, partly 
to make up for the arrears of work 
accumulated during the war, and part
ly for the inauguration• of new de
velopments. On the other hand, we had 
the constantly growing- demands of 
labor for higher wages and shorter 
hours. With few exceptions, these de
mands were granted frequently in 
whole, though sometimes in part. 

LABOR'S POWER MAY CONTINUE 

Under the stress of war necessities, 
labor got things all its own way ar\d 
the signs are that this increased power 
of trade unions is going to continue 
and the employers are going to be far 
more at the mercy of their work people 
than ever they were before the war. 
How far the expansion of industry is 
to be compatible with steadily increas
ing wages and large reductions in the 
number of hours worked per day or 
per week is a problem of enormous 
difficulty. 

In the case of producing- industries 
it. may be solved in part, at least, by 
an increased use of machinery and by 
the workmen working for all they are 
worth during their shortened hours. 
But these remedies are not applicable in 
the case of transportation industry so 
far as the traffic staff is concerned. 
There the only visible remedy is in
crease of fares. 

As regards the expansion of business, 
preliminaries are in full swing. The 
r eleasing of leading essential men from 
the army has begun, and during Decem
ber there was a stream of government 
notices removing restrictions on busi
ness which had been imposed during 
the war. Freedom is coming to manu
facturers , and in this direction the iron, 
steel and electrical industries are al
r eady benefiting. The whole elaborate 
system of priority and licenses in manu
factures is going; so are the restric
t ions on imports and exports. Though 
the release of men from the army must 
be gradual, some help is at hand by the 
release of men from munition works. 

MANUFACTURERS ON THE ALERT 

Manufacturers for the traction in
dustry are already advertising that 
they are prepared to take orders. The 
fi rst two instances since the war of 
considerable orders being actually in 
t he market come from Liverpool and 
Sheffield. The tramways committee 
of the former city have determined 
to order 100 motor omnibuses for the 
pur pose of augmenting the services 
g iven by their tramways. It appears 
t hat, meantime at least, it is easier 
t o get new omnibuses than new tram-

cars, and apparently the former will to 
some extent a t least r un on routes 
where there a re no tramwa ys. To get 
parlia mentar y authority t o lay new 
tramways would take a considerable 
time, and to construct them afterward 
would take more. Meantime, t hat need 
is urgen t , and it can be met tempo
rarily as soon as the omnibuses are 
ready. T he Sheffield City Council is 
apparently in less hurry, or it may 
have · got promises of early deliveries. 
The Council there has invited tenders 
(which must be in by Jan. 7 ) for the 
supply of fifty double-deck, top
covered, vestibule tramca rs. 

On the manufacturing s ide the great 
immediat e development now talked 
about is t hat of Dick, Kerr & Co mpany, 
Ltd. In recent time that firm has ac
quired or become affiliated with t he 
businesses of the United Electric Car 
Company, Willans & Robinson , Siemens 
Brothers, the Coventry Ordna nce 
Works, etc., and is thus able to under
t a ke practically any kind of engineer
ing manufacture in addition to its 
production of elect r ical machinery. The 
faciliti es f or t he latter are also m uch 
increased. 

DICK, K ERR & CO MPANY EXPANDING 

The firm has established in France 
and J a pan compa nies to exploit it s 
manufactur ing r ights in connection 
with apparatus for railways a nd tram
ways. The affilia tion with the Coventry 
Ordnance Works, which is the lates t 
"deal," is very important. These works, 
it is expect ed, will be devoted to the 
pr oduction of heavy electric machinery . 
The Coventry Ordnance Works is not 
a public company, but is owned by the 
world-renowned firms of John Brown & 
Company, Camm ell Laird & Company 
and the F a irfield Shipbuilding & Engi
neering Company. In pursuance of the 
expansion policy there was registered 
in December a new concern called the 
English Elect r ic Company, Ltd. , with a 
nominal capita l of £5,000,000 in £1 
sha res (£1,500,000 preference and £3,-
500,000 ordinary ). The shareholders 
of Dick, Kerr & Company and of the 
Coventr y Ordnance Works will ex
change their holdings for shar es in the 
new company. The names of the fi r st 
directors of the new company are in
s tructive and significant. They a re : 
C. T . Cayley, cha irman of Dick , Kerr 
& Compa ny; B. A. Firth, chairman of 
Thomas F irth & Sons; W. Rutherfo rd, 
manag ing d irector of Dick, Ker r & 
Compa ny ; .J. Sampson, director of John 
Drown & Company; P. J . Pybus, man
aging director of the Phoenix Dynamo 
Company; Col. J . H. Mansell , manag
ing director of the Coventry Ordnance 
Works; A. Gracie , Fairfield Works, 
engineer; W . L. Hitchens, cha irman of 
Cammell Laird & Company; and C. E. 
Ellis , manufacturer, Nottingham. The 

offices are at 3 Abchurch Yard, London, 
E. C., a building which is now occupied 
by the head offices of Dick, Kerr & 
Company. It is hardly necessary to 
point out that great developments are 
indicated by the above facts. 

Other engineering firms also con
template developments as indicated by 
the issue of additional capi tal. Re
cent examples are the British West
inghouse Company, the Morgan Cru
cihle Company and the Mond Nickel 
Company. 

GOVERNMENT YIELDS TO MEN 

As to labor, the government, which 
now controls British railways, has re
cently yielded to a demand by the two 
trade unions of employees for an eight
hour working day. With respect to 
tramway employees, the position is un
cert ain. Efforts have been in progress 
for some time for the formation of a 
joint industrial council of employers 
and employed to embrace all the tram
ways of t he country, but so far with
out s uccess. Some of the employees 
are said to be recalcitrant. 

Councils of this sort have within re
cent months been formed in a number 
of industries and m uch is expected 
from them in the way of settling dis
putes and preventing strikes. The 
Councils are composed of representa
tives of employers and employed and 
are the outcome of a report by a 
Par liamentary committee (called after 
it s chairman, the Whitley committee) 
recommending such councils as a 
means of promoting industrial peace. 
Meantime trade unions connected with 
the t ramway industry are formulating 
impossible demands. 

Another exam'ple of the labor posi
tion is indicated by the fact that ap
parently t he tramway services in a 
la r ger number of towns than ever be
fore were suspended on Christmas Day. 
The suspension does not take place be
cause the town counci ls or companies 
concerned wish it , but because the em
ployees refuse t o work on that day. 
For the first t ime on record t here was 
a Christmas suspension on the London 
County Council Tramways. The men 
wanted the w hole day off, but a com
promise was reached under which the 
car s ran until 4 o'clock in the af
ternoon. The public inconvenience in 
London was specially marked because 
t he dis t a nces traversed by the cars are 
exceptionally long. 

T RAMWAY SERVICES INADEQUATE 

In regm·d to the inadequacy of ex
isting t ramway ser vices all over the 
country, there is no present prospect of 
improvement, as the coal controller 
states that supplies of fuel will not 
for sorn e time permit of t he relaxa
tion of the present rationing. Miners 
are being released fro m the army to 
come back to the mines, but the de
mands for coal from Bri tain's allies 
on the Continent remain una bated, and 
the returned miners will not for some 
time be able to make their influence 
felt. 
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Valuation Base Accepted 
Buffalo Figure Placed at $22."792,759 

in Negotiations for Scrvice-at
Cost Arrangement 

An agreement has been r eached be
t"•·een the International Railway, Buf
falo, N. Y .• and the municipal author
ities on the physical valuation of the 
company's property within the city of 
Buffalo as of Dec. 31, 1918. The 
a mount fixed as the base is $22,792,-
759. This sum will be used by the 
board of arbitration to be appointed 
soon aft er Feb. 24 as a basis of a 
permanent agreement .whereby the 
city will establish control over the com
pany's property similar to the plan 
in effect in Cleveland. 

ARB ITRATlO N PROVJDED 

The resolution which was passed by 
the City Council on J nn. 25, affirming 
action previously taken in committee, 
submits all questions in dispute be
tween the company and the city to 
a board of arbitration. Under the 
commission charter, the r esolution can
r.ot become effective for thirty days. 
It is subject to referundum, and peti
tions are now being circulated so that 
the, voters may a gain be called upon 
to affirm or repeal the action of the 
Council. 

Values of intangibles claimed by the 
company are to be arbitra ted. As al
lowed they are to be added to the 
fig ures ag reed upon by lhe city. From 
the amount agreed upon is to be de
ducted the amount of depreciat ion 
where the arbitrators determine de
preciat ion exists. The city claims de
p,·eciation of about $7,000,000. E. G. 
Connette, president of the company, 
says this sum is excessive. 

Neither the city nor the company 
w ill be bound by the decision of ar
bitrators. Should the Council feel t hat 
the valuations found by the board are 
too high, it will be at liberty to re
ject the whole procedure. If the com
pany feels the figures are too low, it 
has a like privilege. One mem her of 
the board will be selected by t he city; 
the second by the company and the 
third will be chosen by these two, If 
no agreement can be reached, the um
pire will be designated by outside 
parties. 

FARE MATTER STILL PENDING 

Decision has been reserved by the 
Supreme Court at Albany, N. Y., on 
the application of the International 
Railway for a writ of mandamus di
recting the Public Service Commission 
for t he Second District to receive the 
company's answer to the proceedings 
started before the commission several 
years ago by the city in an effort to 
bring about an investigation, which, 

PERSONAL MENTION 

at ihat time the municipal authorities 
thought would result in a 4-cent or 
3•cent fare. Arguments were heard in 
Albany on Jan. 25. 

The railway is seeking to bring the 
fa. r e question before Public Service 
Commission. If the court decided that 
the commission must receive the com
puny's answer and thereby assume 
jurisdiction in the rate cas e, despite 
t he franchise limiting the company to 
a 6-cent fare, the arbitration agree
ment between the city a nd the com
pany will probably be waived until the 
final determination of the case before 
the commission. 

The municipal authorities contend 
that the commission has no jurisdic
t ion when the company is bound to 
give service under a 5•cent fare fran
cliise with the city. 

City and State Consider Relief 
The financial condition of the Rhode 

Island Company, Providence, R. I. , is 
being considered by city and State au
thorities and it is possible that one or 
the other will in t he near future pro
pose a plan for helping the company. 

At a meeting of the committee on 
Rhode Island Company affairs of the 
City Council, it was voted to extend 
an invitation to the United Traction & 
Elect ric Company to send representa
t ives to a meeting of the committee to 
discuss the present condition of the 
Rhode Is land Company and ascertain 
whether there is any common ground 
upon which the city and company can 
meet in an attempt to solve the street 
railway problem. While no definite ac
tion was taken, the committee also con
sidered a bill presented to the Council 
providing for the presentation to the 
Legislature of a plan for the reorgan
ization of the company with a view par~ 
ticularly to the simplificntion of the 
corporation structure. Governor Beeck
man nnd leaders of the State Legisla
ture a re opposed to any plan providing 
for State ownership or opera tion of the 
street railways, The Governor said re
cently: 

The-re ts nothin g more tha t the Stale can 
do for t he Rhode I s land Company. ,ve are 
ready to do ev4::' r- ything in r eason, but we can 
sugges t nothing more a nd neither- can the 
company. Reorgan ization is the o nly rem
edy. It Is bound to come soo ner or later. 
It It is to come now, so much the better. 

Representatives of the New York, 
New Haven & Hartford Railroad which 
o,vns the capital stock of the Rhode 
Island Company, have been in consul
t ation with officers of the United Trac
tion & Electric Company for the pur
pose of establishing a basis for a 
revision of present leases, but to date 
nothin2 has materialized. 

B. R. T. Policy Stated 
R~eiver Reviews Obliga tions of the 

Company as He Sees Them-No 
Room fo.r;, Half~Baked Remedies 

At a luncheon of the Bond Club at 
t h£' Bankers' Club, New YOrk, N. Y., 
on Jan. 24, Lindley M. Garrison, re
ceiver of the Brooklyn Rapid Transit 
Company, said that the new manage
ment r ealized that the organization was 
a public service corporation, a quasi
public institution, and that its primary 
duty was to, the public. In this con
nection he said in part: 

Now, as to the J.)Olicy to b<! pursued by 
the court a nd the receiver , of course I 
can speak only in generaliUes. , v e have, 
as you know, of course, but on e single 
polic y in a ll that we do. We realize that 
thi s LB a. public service co rporation, a quasi~ 
public institution, and that its primary duty 
is to t he citizens, to the public; and, of 
course, wo intend, to the full est m easure 
that the facilities admit, to devote th em to 
t he b~st possible service th a t can be given 
to the public. We realize th a t In doing that 
we arc serving our trust, been.use the other 
obligatio n of the trust is to the people who 
have put their m oney into this property, 
who have financed i t, and who a.re el),titled 
to p roper treatmen t of their investmenL 

, ve have to work through a nd with a nd 

s ~~fcetl~o:;:::ia!i~-:;o;~~1 he~t:ar~1eor~~til~ 
m a te, a nd, of course , our purpose Is to work 
in absolute harmony with them. \Ve do not 
purpose to start out with good intentions 
a nd t hen run a muck, b y which I mean to 
put In to effect any half-baked theories, or 
h a lf-thought-out remedies. 

in~~st rir.· aV:dreg~~t· ~~~~tt~~'\~r; i~c~u~~: 
everybody, will endeavor in every way that 
ls in their power to sympathize with our 
difficu lties. and to hearten a nd cheer us on 

ilto~a.lis~l sr:::u~~- ~~~n 1;:o;ro~e~e:::'! 

d~k ~t~!~s iftl~'\~y nJ:;'\~vt~~~h:di:,t~t~Ysi~t~ 
atton w1ll not turn out their s ilver linings, 
a nd th e situatio n will turn in to one of g reat 
promise for the futur e. 

In explaining the system of financing 
that brought about the need for seek
ing the protection of the court through 
receivership Mr. Garrison said: 

In so fa.r as the present situation of the 
company ls concerned , i t is a ltl'ibuted to a 
polic y which has been pu r-sued for ma ny 
yen.rs , by which the par ent company, out 
of in come tha t it received from operating 
revenue, ha.s spen t that money for better
ments a nd improvements, capital expendi
tures for the subsidiaries, takin£" therefor 
their certificates of indebtedness, and not 
floati ng In turn from th ei r own resou_r<;es, 
bonds or s tock or other m eans of raismg 
ca pttal to r ep lace that money. It has on 
h a nd to -day some $37,000,000 of t h ese cer
t lflcates of Indebtedness, a nd when it was 
raced with the necessity or mo.king capit{!-1 
ex penditures, a lmost whoUy capital ex
p,.:- nditur-es, a mounting to $16.000,000, which 
we have got to have to com plete t he ob liga
tions of the company ln respect to the sub~ 
way contract, a nd to complet e Its own roads 
on a.cc.'Ou nt of the arrangem ent with the 
Public Service Commission and the city, 
they were in no position to m u.rket their 
securities-the market w as In no position 

~~t~~l if;ly 8 ~~:-!tyf.{~eatt~h%c'!1i~t\if1ui 
stone wall , a nd had to seek the protection 
o( the court. 

Frederick P. Royce, the new general 
manager of the company, has entered 
upon his duties. It is announced that 
John J. Dempsey, vice-president, will 
retain supervision over transportation. 
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Blocks Philadelphia Rapid Transit Lease 
Commission Objects to Financial Agreement with City and to Lack of 

Valuation to Fix Fair Initial Rate 

The rejection of the Philadelphia 
rapid transit lease by the P ennsyl
vania Public Service Commission has 
blocked for at least the time being 
the program for the operation of the 
new city-built lines by the Philadelphia 
Rapid Transit Company. Embodying 
features which the contracting parties 
accepted as being in accord with the 
latest and best thought concerning 
utility operation and control, the lease 
as a whole was generally believed to 
warrant adoption. 

FINANCIAL CONDITIONS OPPOSED 

From the explanation given by the 
commission for its action- this was 
briefly noted in the ELECTR[C RAILWAY 
JOURNAL of Jan. 25, page 199-it ap
pears that the lease was disapproved 
for two primary reasons-first, because 
the commission disagreed in regard to 
some details of the lease, and second, 
because it felt that the city and the 
company had not reached a proper 
agreement as to fundamental financial 
conditions. 

The commission's attitude on this 
second point calls for further mention. 
The gross revenues of the unified com
pany and the city property, it will be 
recalled, were to be used for the follow
ing payments in the order named: 

1. Operating cost, maintena nce and dam
ages. 

2. Taxes. 
3. Company fixed charges r equired by 

mortgage, lease or contrac t. 
4. Interest and sinking-fund payments on 

new securities, and divi dends a nd sinking
fund payments on new capita l stock of 
company. 

5. Depreciation r eserve funds. 
6. Sinking-fund payments under 1907 

contract ; payments to city for taxes on 
dividends to stockholders of subsidiary lines, 
and payments under 1907 contract in lieu 
of paving, snow removal and car licenses. 

7. Payments to the city a nd the company 
in proportion to the relative investment of 
each equal to a return of 5 per cent per 
annum, the company's investment being 
fixed at the par value of capita l stock 
issued, $30,000,000, less any unpaid install
ments. 

8. Payment to city equal to the difference 
between the 5 p er cent paid to the city a nd 
the total amount of interes t and sinking
fund charges on its investment in tra nsit 
facilities. 

It was prov ided further that all these 
payments should be cumulative. In the 
case of the first five items payments should 
be cumulative in the order named a nd 
should be made bef ore t h e applica tion o! 
gross r evenu e in subsequent years to cur
rent payments. But deficits in Items 6, 7 
and 8 should not b e made up out of subse
quent gross revenue until all cu rrent pay
ments in any year w ere made a nd the 
initral surplus restored, a nd then a ny deficit 
in Item 7 should be made up before deficits 
in Items 6 or 8. 

The commission objected to this ar
rangement, however, upon the ground 
that the payments to the city under 
Item 6, now amounting to nearly a 
million dollars a year, should be paid 
before any dividends were declared and 
should not be "postponed." That the 
priority of Item 7 would exist only in 
an emergency period and that even 
then the city could receive a return 
commensurate with the company's divi
dends apparently did not in the com
mission's mind justify any concession 

on the city's part. It was asserted 
that the 1907 contrac t specifically pro
hibited a ny preference for dividends 
over the s inking-fund payments, al
though the commissioners elsewhere 
were quick to assert their refusal to 
approve even by indirection the 1907 
contract. 

Moreover, the commission alleged 
that the very right of the company to 
a 5 per eent dividend on $30,000,000 of 
stock had not been established. This 
phase· of the case relates not only to 
the objections made against the finan
cial arrangement noted above, but also 
t o those presented against the rate
making basis of the lease. The com
mission on the la tter point objected to 
the adoption of a fare revision plan 
without a valuation to determine the 
proper initial fare. This idea was 
brought out in various ways. For ex
ample, the main report said: 

"We cannot a pprove of the method 
proposed for increasing or lowering 
the rate of fare. To do so would in 
effect be determining that the initial 
rate is just and reasonable. This the 
commission declines to do except in 
accordance with the methods and upon 
consideration of the principles recog
nized by the public service company 
law." 

According to the concurring opinion 
oi Commissioner McClure, an indirect 
approval of the 1907 contract and the 
provisions for the revision of fares 
would evidence "assent to all the 
rentals and other obligations of the 
transit company to its underlying com
panies, amounting to $7,365,900 per 
annum, being used in the making of a 
rate base regardless of the real value 
of their properties used and useful in 
the transporta tion of passengers." 
But, in his opinion, nothing in the con
tract would prevent the commission 
upon complaint from fixing a reason
able rate based upon fair value. Com
missioner Rilling in co_ncurring raised 
the same issue. 

Power for St. Paul Electrification 
More than 15,000 hp. is to be delivered 

the latter part of this year by the 
Washington; Water 1Po'wer Company, 
Spokane, for the electrification of the 
Chicago, Milwaukee & St. Paul Rail
way from Avery, Idaho, to the Colum
bia River. The contract for the power 
was made some time ago with the In
t ermountain Power Company. The 
electrification has been delayed, for un
der the contract 10,000 hp. was to 
have been utilized by this time. At 
the Long Lake plant an additional unit 
of 16,500 hp. is in process of installa
tion, to meet the requirements of the 
Milwaukee contract. Indicative of the 
growth of the electric railroad busi
ness, there is a showing that for the 
calendar year 1916 the company pro-

duced 163,000,000 kw.-hr.; 
188,000,000 kw.-hr.; and 
t welve months ending Nov. 
194 ,500,000 kw.-hr. 

in 1917, 
for the 
30, 1918, 

Why the Milwaukee Men Struck 
The Milwaukee E lectric Railway & 

Light Compa ny, Milwaukee, Wis., has 
publicly d isclaimed that it is trying to 
dictate the form of revenue increase to 
be granted t he Milwa ukee car lines by 
the Railroad Commission of Wisconsin. 
The company says that it merely aSks 
th€" commission to dec ide the matter in 
time to prevent a threatened strike of 
trainmen on F eb. 1. With r espect to t h e 
recent short strike the company says: 

Tha t s trike was orU er ed by m a jo rity v ot e 
of the tra nsporta tion department m embers 
of the Employees' M u tu a l B enefit Associa
tion. Thei r vo t e w as ta k en by the A us tra
lia n sec r e t b a ll ot system . 'l'he ma jority 
of votes cas t fo r a strike was large. 

The co m pany knew the m en w er e en
titled t o t h e wage increase th ey d em a ndeU, 
a nd said so frankly . It a lso told the m en 
it w as una ble t o pay t h e increase . without 
robbing its s tockholde r s of all wage on 
their Inves tme nt, unless incr eased car earn
ings could be obta ineU. 

The Employees' M u t ua l Ben efit Associa
tion, throug h its ow n independ en t audit of 
the com pan y 's books , w a s satis fied that 
wha t the compa n y s a id w a s ti·ue. Never
th eless , the m en s truck . T h e com pan y will 
be una ble t o prevent them f ro m striking 
agatn on Feb. 1, if their J a nua r y w a ge in 
cr ease is not continued. Contra r y s t a te
m e nts are inco rrect . U p on this poin t, as 
upon every other d e ta il of t h e co mpany's 
affa irs , it w elcomes the most s earching 
investigation by any Impa r tial organiza tion 
or c ommittee r epresenting th e publi c. 

All the electric company's employees, 
except the executive officers, are hired 
by the employment office of the Em
ployees' Mutual Benefit Association, 
under its contract with the company. 
All such men, if permanently employed, 
must become members of the Em
ployees' Mutual Benefit Association, 
just as in a "closed shop" of any kind 
a11 workers must be or become members 
of the unions which supply employees. 

Intervention of a committee of the 
Milwaukee Association of Commerce 
was largely responsible for the settle
ment of the recent strike. That asso
ciation obtained the views of the men, 
the company and the commission and on 
the evening of the first day of the strike 
induced the company to pay during the 
month of January the increased wages 
asked by the men. The business men's 
committee in return promised to use its 
best efforts to have the commission r en
der a decision by Feb. 1. 

The company says that to prevent a 
renewal of the strike on Feb. 1 the com
mission only has to decide whether or 
not the company can a fford to pay the 
increased wages out of earnings. If 
the commission says the company can
not pay the increase out of its earnings, 
presumably fares will be increased. 

The alternative is for the commission 
to rule that the company h as sufficient 
revenue out of which to pay the men an 
addit ional $460,000 a year. In this 
event the company will continue to pay 
the wage increase. There will be no 
strike as the company, if the decision 
is unfavorable to it, will have the 
privilege of appea ling to the courts on 
the grounds that its property is being 
confiscat ed. 
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Some Columbus Problems Remain 
Unsettled 

Redempt ion slips issued to passen
gers of the Colul'nbus Railway, Power 
& Light Company, Columbus, Ohio, 
while a stra ight 5-cent fare was 
charged, nre g iv ing the new board of 
d irectors a nd officers of the - company 
considerable concern. The aggregate 
liability under these redemption prom
ises is about $75,000. Passengers are 
filing the slips with the company and 
a sking for their money under the 
promise which was made when the re-
01·ganization was effected recently. 
Re presenta tives of the Federal War 
Labor Board, who vis ited the city re
cently to learn how the company is 
meeting the incr eased wage problem, 
ins is t tha t the redemption slips be 
held in abeya nce until the back pay due 
employees is ma de good. An official 
order from the boa rd touching upon this 
i:5 expected soon. 

Charles E. Kurtz, president of the 
compa ny, has announced tha t the di
r ectors want to r edeem the slips, but 
that the a ttitude of the War Labor 
Board will make dela y necessary. He 
has asked the people to be patient and 
has explained that an attempt will be 
made to a rrange to exchange the slips 
for tickets at t he old rate of eight 
for a quarter with universal transfers. 

A decis ion was reached recently to 
the effect that the stockholders at the 
a nnual meeting will not adopt blanket 
resolutions indorsing the acts of the 
directors. This would put the stock
holders on record a s not in sympathy 
with some of the recent moves of the 
ma nagement that resulted in public 
criticism of the company. 

Attorneys for some of t he stockhold
ers a re still gather ing data to be pre
sent ed in case of fu ture hearings on 
t he Slaymaker receiver ship case. This 
case was 1eft open in order that cer
tain fea tures of the management by 
t he Clark Management Company may 
be consider ed further, if necessary. 

Boston Freight Terminal 
Destroyed 

A t ank conta ining more tha n 2,000,-
000 gal. of molasses colla psed a t Bos
ton, :Mass. , on Jan. 15, killing at least 
(>}even per sons, injur ing ma ny other s 
and destroying most of the electric 
freight t erminal owned by the Boston 
Elevated Ra ilway on Commercial 
Street and operated under lea se by t he 
Bay State Street Railway and Boston 
& Worcester Street Railway. 

The collapse of the tank sheared off 
cne column and bent two others sup
porting the elevat ed railway structure 
passing the site of the disaster, causing 
t he fa ll of two spans and forcing the 
immedia t e suspension of traffic on both 
north a nd south tracks of the rapid 
trans it lines connecting the two prin
cipal railroad t erminals of the city. 

A n elevat ed t r a in had just passed 
when t he disaster occurred. No em
ployees of t.he ra ilway companies lost 

their lives, but several of the Bay 
Sta te force on the premises were in
jured. The Boston company lost two 
ca1·s, and sever a l other cars are being 
~alva ged from the wreckage of mo
lasses a nd building debris which covers 
the district . 

The brick office building of the 
freight terminal escaped with little or 
no injury. It has not been decided 
whether the t erminal will be restored, 
as it was esta blished in large measure 
to facilitate the handling of molasses 
from the wat erfront to the plant of the 
United Sta tes Industrial Alcohol Com
pany, Cambridge, ac tive in munitions 
work. 

Fort Collins M. 0. Plans Maturi11g 
The city of Fort Collins, Col., with 

a population of 13,000, at an election 
held on Jan. 7, voted fi ve to one on a 
$100,000 bond issue to purchase the 
local property of the Denver & Interur
ban Railroad, re ferred to in the ELEC
TRIC RAILWAY JOURNAL of Jan. 25, 
p ;;,ge 204. The ra ilr oad went into the 
hands of a receiver last spring. This 
s~:s tem comprises 7 .51 miles of opera
tive line, about 5 miles of which are 
within the city. 

The property, consisting of all the 
tracks, both in and out of the city, 
carhouses and considerable other equip
ment, is being purchased by the city 
for $75,000, on a junk valuation basis. 
The old cars, a lthough in excellent 
shape, are considered heavy for the 
local conditions and will be sold. A 
portion of t.he line a l~o is to be junked. 
The 300-kw. rotary converter, formerly 
used, will be sold and replaced by a 
7fi-kw. motor generator. Four light
weight saf et y cars will be operated in 
place of the old heavy ones. 

An interesting feature in connection 
with fin ancing the purchase is that the 
rrunicipa] purchase bonds bearing 5 
per cent will be sold locally in denom
inations of $50 and $500. It is the 
intention of those in charge to give 
the bonds the widest possible local dis
t r ibution in orde1· to create a better 
spirit of co-operation among the citi
zens. Officer s of the city were ad
vised by bond dealers· that the bonds, 
to be salable on the market at par, 
w ou]d ha ve to bear 51i: per cent interes t. 
One citizen has a pplied for one-half 
of the issue. 

Expediting Seattle Purchase 
The State Supreme Court of Wash

ington h as set Feb. 7 for the hearing 
on the appeal in the case to restrain 
the city of Sea t tle from completing the 
purchase of the r a ilway property of 
the Puget Sound Traction, Light & 
Power Compa ny. Corporation Counsel 
Walter F . Meier applied for an early 
hearing. In two ac tions brought in the 
King County Superior Court to prevent 
the completion of the railway purchase, 
the court decided in favor of the city, 
and the ca se was appealed. The con
summation of the purchase is awaiting 
the disposition of the friendly court 
proceeding now in progress. 

/ 

Twin City President Explains 
Predicament 

Horace Lowry, president of the 
Twin City Rapid Transit Company, 
addressed a mass meeting at Lake Har
riet on Jan. 13 on the railway prob
lems before the company in Minne
apolis and St. Paul. He outlined 
frankly the pr esent predicament of the 
company, showing the inability to give 
satisfactory service in a constant ef
fort to keep out of a receiver's hands. 
and the need for a cost-of-service 
franchise to insure its maintenance in 
the future. In this connection he·said: 

The s tree t car se l'vice to-day is admitted
ly !ar below w ha t it has been. It cannot 
be Improved under the present conditions. 
\ 'V lth t h e revenue t o-da.y it is a problem 
to o pera te the lfnes on the present reduced 
sen ' ice scale. L ast year we operated on a 
bas is of 2.800.000 ca r-hours , mea ning q.c 
tua l time tha t cars were in ope ration. The 
year bef or e the tot o.1 was 3,500 .000 hou.rs. 

l\fr. Lowry sa id that he could not 
s ugges t a satisfactory fare increase, 
one which would mean sufficient rev
enus to operate the lines efficiently. 
This wa s due, he said, to uncertainty 
a s to the actual amount of revenue in
creases to 6, 7 or 8 cents would bring. 

Should the new franchise be adopted 
in which the company would turn over 
all surplus ovet and above a reason
able return on the money invested and 
the cost of depreciation, Mr. Lowry 
suggested that 75 per cent should go 
to the city a nd the remaining 25 per 
cent go to the corporation. The sur
plus could be used to allow ultimate 
fare reductions, he declared, and to 
build extensions. In conclusion Mr. 
Lowry said: 

\Ve have n o secret s. Our books a re 
a lways o pe n . Our o ne big purpose is · to 
ser Ye the peo ple. Our second purpose is 
to g ive the men who h a.ve money invested 
in a com pany rt reasona ble return on t.he ir 
investme nt. 

San Francisco Encroachment Case 
Before Supreme Court 

United States Senator Hiram W. 
Johnson has been requested by the city 
of San Francisco, Cal., to represent it 
as its advocate when the suit of the 
United Railroads against the San Fran~ 
cisco Municipal Ra ilway for paralleling 
its tracks on Market Street is heard 
before the United States Supreme 
Court in Washington in February. 

Mayor Rolph of San Francisco was 
recently quoted as follows : 

Sena tor J ohnson Is not only onP. o f the 
na tlon•s foremost champions of municipa\ 
owner ship. but Is a man who always ha! 
the interests of Son Francisco at hearL H(, 
has been a toy a 1 fr iend of th e Municipal 
R ~l )wa.y he re. P ~rsona lly I believe the 
city will h ave just cause for congratulation 
if i t succeeds In g etting him to be its 
spokesman in this suit. 

The suit pending before the United 
States Supreme Court promises to be 
a major legal combat. While not a part 
of the suit, damages asked against the 
city by the United Railroads for $6,-
870,130 are indirectly involved. 

As noted in the ELECTRIC RAILWAY 
JOURNAL for Jan. 251 page 201, the 
Superior Court recently upheld the 
city's de murrer in this case, stating 
that any damage r esulting to the value 
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of the franchises of the United Rail
roads had arisen as a result of right
ful competition by the city a nd t hat 
the loss did not cons'titute a cause of 
action. 

Paris Employees Strike 
Cable dispatches from Paris da ted 

Jan. 25 announced that the strike on 
the transportation lines of that city had 
come to an end after the government 
had announced it would requisition 
transport facilities. 

The employees of the subway and 
surface railway companies adopted a 
resolution declaring they had decided 
"to respond to the requisition," it being 
understood that negotiations will be 
opened immediately with the com
panies or the government, which has 
substituted itself for them. Work was 
resumed progressively. 

The employees of the Metropolitan 
subway earlier in the day put forward 
these demands: Permanence of work, 
eight hours a day after demobilization, 
an increase in wages of 2 francs daily, 
an annual vacation of twenty-one days 
with pay, a minimum pension of 2000 
francs a year after twenty years of 
service, back pay of 3 francs daily on 
account of the high cost of living from 
Oct. 15, 1917, to July 1, 1918. 

St. Louis Mayor Defended 
Mayor Henry W. Kiel of St. Louis, 

Mo., apparently has as many defenders 
as detractors of his action in settling 
tax matters with the United Railways, 
to which reference has been made be
fore in the ELECTRIC RAILWAY JOURNAL. 
The opposition was quick and loud in 
voicing its protest, but the element that 
is accustomed to withholding its opin
ion until it has inquired carefully into 
the merits of such controversies as come 
before it is making its strength felt . A 
r esolution of confidence in the Mayor 
adopted by representative business men 
follows: 

W e, the undersig ned , interest ed in St. 
Louis and its p r osperity, a n d in its good 
name fo r fa ir a nd honest dealing w ith its 
citizens w h o invest in It s public ser vice 
corporations, beg to a ss ure y ou th at w e 
most hea rtily approve of, a nd t h a nk you 
f or, the recen t agr eement m ade w ith t h e 
U nited Railways a nd the spir it which 
actua t ed y ou in making it. 

You have been wa tchful of t he city's 
inter est, wit h no desire to p lay t he dema
gogue or the d estr oyer of oth er peop le 's 
property, a nd you have made a good , fair, 
honest settlem ent w ith the ra ilways, 

We fee l you• are entitled t o a n d will r e
ceive t h e a pprobation of the people of St. 
Louis . As t axpayers in St. Loui s, we are 
t horoughly content to l eave our int er es t s 
i n yo ur h a nds. 

For the convenience of the commit
t ees representing the Board of Alder
men and the Chamber of Commerce, 
President Richard McCulloch and Gen
eral Counsel T. E . Francis of the United 
Railways, have issued a statement of 
f acts in regard to settlement of litiga
tion between the company and the city. 
This statement discusses the mill tax 
litigation, franchise agreements and 
sets forth the reasons for and terms 
of the recent settlement between the 
company and the city, 

News Notes 

Increase in \Vages in San Juan.
T he board of arbitration has a warded 
motormen a nd conductors of the Porto 
Rico Railwa ys, Ltd., San Juan, P . R., 
an increases in wages of about 40 per 
cen t, in settling the strike which be
gan on T hanksg iving's Day. 

.Minor Changes in Oakland Grant.
Th e matter of a resettlement fran
chise for the San Francisco-Oakland 
Terminal Railways, Oakland, Ca l. , 
which has been referred to previously 
from time to time in the ELECTRIC 
RAILW AY JOU RNAL, has not yet reached 
a fina l conclus ion. During the last 
month or s ix weeks the franchi se has 
been in the hands of a committee con
sifsting of officia ls of the city of Oak
land. This board is understood t o have 
mt.de a few minor changes in the grant . 

Knoxville Wages Increased.-Train
men in the employ of the Knoxville 
Railway & Light Company, Knoxville, 
Tenn., have been granted wage in
creases by a decision of the War Labor 
Board. The new wage scale is : 36 
cer.ts for the fi rst six months; 38 cents 
for next three months and 40 cents 
fo·r the time thereafter. The new scale 
will be retroact ive from Aug . 3, 1918. 
The old wage scale allowed conductors 
22 to 29 cents a n hour according to 
tt.c length of service with an additiona l 
2 cents an hour bonus, when the em
ployees worked continuously fo r twen
t y-eight days in the month. 

Arbitration in ,vashington. - All 
questions in dispute between the Wa sh
ing ton Ra ilway & Electric Company, 
\Vashington, D. C., and 700 of its union 
employees, including recognition of the 
union, will be submitted to the National 
'War Labor Board for arbitration and 
settlement. In accordance with the 
terms of a resolution adopted by the 
d irectors of the company, W . F . Ham, 
pr esident, was w illing to proceed a t 
once to t he discussion of any of t he 
questions raised in the contrac t , but 
the committee of the employees sta t ed 
it was only empowered by the union to 
sign the contr act , which had been 
adopted at the recent mass meet ing of 
the company's union employees. 

Governor in Role of Accelerator .-A 
conference between Governor Smith of 
New York and the members of the 
Board of Estimate of New York City 
was held in Mayor Hylan's office on 
Jan. 25 at w hich the letter of the 
Public Service Commission to the Gov
ernor, complaining of the board 's r e
fu sal to grant appropriations for rapid 
t ransit work, was thoroughly discussed. 
Apparently the results of the meeting 
were not highly satisfactor y. T he 
Governor, when asked about it , said: 
"There are t wo sides to the question. 

can't make any decision. The only 
t hing I can do is to urge both s ides to 
st op quanelling and get together ; and 
vote the necessary appropriation t o 
finish the subway." 

Brooklyn Venue Change A llowed.
T he fi ve officials and the motorman 
of the Brooklyn (N. Y.) Rapid Transit 
Company w ho were indicted for man
slaughter as a result of the wreck in 
the Malbone Street tunnel of the road 
in Brooklyn on Nov. 1 last, when almost 
100 persons were killed, were granted a 
change of venue to Nassau County on 
Jan. 21 by Justice St ephen Callaghan 
of the Supreme Court in Brooklyn. The 
five officials and the motorman were to 
have been tried on the charge of man
slaughter on Jan. 6 last , but the cases 
were postponed when they applied for 
a change of venue. Mineola, where 
the cases will be tried, is easy of access 
from Brooklyn over t he Long Island 
Railroad. 

Texas Going In for Regulation.- Sen
a tor Dor ough has introduced a bill in 
t he Texas Senate placing all public 
u tility cor porat ions, including electric 
1·ailways, under control of the Railroad 
Commission of Texas. This bill ~s 
arousing s tr ong opposition f rom Dallas, 
F or t Worth, Houston a nd other cities 
of the State t hat have exercised control 
over t heir local railways. It is main
tained tha t Sta t e control Would result 
in unified regulat ion that would destroy 
the effi ciency of the individual systems . 
A n a mendment has been proposed that 
would not make the bill applicable in 
cities of more than 50,000 population, 
but t his amendment does not satisfy 
the opponents of the measure, who want 
t he act killed. 

Bill to Protect ,v omen Workers.
A~sem blyman James H . Caulfield, Jr. , 
of Brooklyn, at the request of the 
\Vomen 's Joint Legislative Conference, 
on Jan. 24, introduced a bill in the 
Legislature similar to the one which 
Senator Lockwood offered a few days 
ago regarding t he hours of work of 
,vomen on surface, elevated and sub
way cars. The measure limits the 
huurs of women transportation work
er8 to nine consecutive hours a day 
and provides for one day's r est in 
se,-en and no night work a fter 10 
o'clock. Certain sanitary facili ties are 
nrnde compulsory. It also seeks to 
eliminate the jjswings," and provides 
t hat the women should be paid from 
the t ime they report for work, whether 
or not they are immediately sent out 
on "swing." 

Program of Meeting 

Southwestern Electrical & Gas 
Association 

Galveston, Tex., has been selected as 
the convention city for the Southwest
ern Electrical & Gas Association, ac
cording to announcement made by H . S. 
Cooper. Dallas, secretary of the asso
ciation. The convention will be held 
be t ween April 15 and June 10, the ex
act date to be chosen later. 
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1 Financial and Corporate 

Receivership in Birmingham 
I\Junicipal Attacks Principal Factor in 

Destroying Credit of Railway, Light 
& Power Company 

The Birmingham Railway, Light & 
Power Company, Birmingham, Ala., has 
gone into the hands of Lee C. Bradley 
as receiver. The appointment was 
made by Judge Grubb of the Federal 
Court in that city. This is the third 
property under control of the American 
Cities Company for which a receiver 
has been appointed within the last few 
weeks. The others are the New Or
leans Railway & Light Company and 
the Memphis Street Railway. 

PARENT COMPANY FILED PETITION 

The appointment at Birmingham was 
made on the application of the Ameri
can Cities Company. The receivership 
was asked in equity to safeguard the 
interests of the bondholders and cred
itors of the company. It is not a bank
ruptcy proceeding. The credit of the 
company has been destroyed largely 
through demands made upon the com
pany from the local city administration. 
One of the previous creditors of the 
company on receipt of a recent order 
for goods notified the company that 
"due to existing local conditions the 
shipment would not be made unless 
cash was guaranteed." 

Attached to the receivership applica
tion was the resolution of the City Com
mission of Birmingham in which it was 
outlined that the company must meet 
certain fixed requirements in the opera
tion of the railway lines. The company 
considered these requirements to be 
unduly burdensome. 

The total bonded indebtedness of the 
company is set out in the complaint to 
be $16,991,000, which includes $2,000,-
000 of short-term notes and $1,000,000 
of bonds of the Tidewater Company. 

The company has failed to pay any 
dividends on its common stock since 
1914. In that year 6 per cent was paid. 
A 6 per cent dividend was paid on the 
preferred stock through 1914, but in 
1915 only 3 per cent was paid. In 1916 
and 1917, in addition to the regular 6 
per cent on preferred stock, an addi
tional dividend of 1 per cent was paid 
on account of arrears. 

DETAILS OF ORGANIZATION 

The Birmingham Railway, Light & 
Power Company was incorporated under 
the laws of Alabama on June 6, 19011 as 
a consolidation of the Birmingham Rail
way, Light & Power Company, the 
Birmingham Gas Company and the 
Consolidated Electric Company. About 
86 per cent of the common stock and 
80 per cent of the preferred stock is 
owned by the American Cities Com
pany. 

The Birmingham Tidewater Company, 

which is ovtned by the Birmingham 
Railway1 Light & Power Company, was 
incorporated on Sept. 1, 1916, to take 
over the Birmingham Ensley & Besse
mer Railway. The Tidewater Company 
was acquired by the Birmingham Rail
way, Light & Power Company on Feb. 
26, 1917. The capital stock of the Tide
water Company is $325,000, with a 
property investment of $1,807,566, and 
a funded debt of $1,500,000. 

Receiver for Providence 
Company Operating All Rhode Island 

Lines Succumbs Under \Var
Time Conditions 

Frank H. Swan, an attorney of 
Providence, R. I., on Jan. 30 was 
appointed temporary receiver of the 
Rhode Island Company, Providence. 
A hearing on the question of making 
the receivership permanent will be 
held on March 4. This action was 
taken by J'ustice Tanner in the Superior 
Court on petition of John J. Orr, 
Providence, a contractor, whose bill 
of complaint alleges that the company 
owes him $605; that it is unable to 
pay its bills, and is insolvent. 

The affairs of the company have 
been before the public in one form or 
another for the last two or three years. 
War prices on labor and material have 
forced the company to seek aid wher
ever it could be found. A special com
mission of the last General Assembly 
found conditions desperate. 

The Public Utilities Commission 
authorized a substantial increase in 
fares, but the extra revenue failed 
to cover increasing expenses. Among 
the largest of these expenses was 
an increase granted to employees by 
the War Labor Board. More re
cently, as noted on page 24 7 of this 
issue, the city and State authorities 
decided again to inquire into the affairs 
of the railway company with a view to 
recommending help for the company. 

The inability of the company to pay 
rentals totaling $147,500 due to the 
United Traction & Electric Company 
on Dec. 24 resulted in the latter com
pany making a demand for the pay
ment of the same before Jan. 26. This 
matter was satisfactorily compromised, 
however, under an arrangement where
by the Rhode Island Company made a 
payment of $100,000 on Jan. 22 and 
was allowed an indefinite period of 
grace in which to pay the remaining 
$47,500. The sums represented pay
ments on three leases. 

Still more recently the general treas
urer of the State of Rhode Island, as 
required by law, notified the Attorney
General of the failure of the company 
to pay its franchise tax approximating 
$125,000 and due on Oct. 1 last. 

Under proceedings in the New Haven 
dissolution case, the railroad agreed to 
dispose of its electric railways. Federal 
trustees have since administered the 
Rhode Island property. The company 
operates 400 miles of line. 

$22,500,000 Financing 
New Jersey Corporation Outlines Plan 

for Meeting Maturing Obligations, 
}'loating Debt and Capital Needs 

The Public Service Corporation of 
New Jersey, Newark, N. J., has com
pleted plans for comprehensive finan
cing. It was necessary to procure $22,-
500,000 in order to put the corporation 
in a position to meet its collateral 
notes, amounting to $7,500,000 at par, 
maturing on March 1 next; to pay off 
all the other unfunded and floating in-· 
debtedness of the corporation, and to 
provide it with sufficient fund for its 
capital requirements for the current 
year. Subject to the approval of the 
shareholders of the corporation, at a ' 
meeting called to consider the plan, 
to be held on Feb. 10, the financing 
has been worked out in the following 
manner: 

The board of directors at its meeting 
on Jan. 28 authorized the creation of an 
issue of 8 p er cent cumulative preferred 
stock to the authorized amount of $50,000,-
000, at par, that being the authorized 
amount of the existing capital of the cor-
110ration. The condition of the money mar
ket at the present time made it essential 
to make this stock an 8 per cent stock, in 
order that it might have proper selling 
quality, but it is provided that the corpora
tion may, upon proper notice, redeem, so 
much of this authorized issue of preferred 
s tock as may from time to time be issued 
a nd outstanding at 110 per cent of its par 
value. This will serve to protect the cor
poration against the p ermanent existenre 
of an 8 per cent preferred stock, should 
financial conditions return to a normal 
basis. 

\Vhen the necessary legal machinery 
sl1all have been complied with it ls pro
l)(Jsed to offer to the existing shareholders 
of the corporation $12,500,000 of gold col
lateral three-year 7 per cent notes of the 
corporation, to be secured by $14,000,000 
at pa r of the general mortgage bonds of 
the corporation and $5,000,000 at par of 
the stock of the Public Service Electric 
Company belonging to the corporation. 
These notes a re to be offered to the share
holder s at 98 .!; per cent of their par value, 
a nd m a y be converted into the 8 per cent 
p referred stock of the corporation, at the 
option of the holders thereof, any time prior 
to D ec. 1, 1921. 

A syndicate has been formed by 
J\,fossrs. Drexel & Company, Philadel
phia, and Bonbright & Company, Inc., 
New York, which has agreed to take 
such of these notes as may not be 
taken by the shareholders. It is simul
taneously proposed to offer to the exist
ing shareholders the right to subscribe 
pro rata to $10,000,000 at par of the 
new preferred stock. 

The corporation will thus be entirely 
free from unfunded debt, except as 
to the new collateral gold note issue 
above referred to. It is expected that 
during the life of the notes either all 
or the major portion of them will be 
converted by the holders into the new 
preferred stock. If all are converted 
the corporation will be entirely free 
from unfunded debt, with a large 
amount of free and available assets 
in its treasury. 
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$3,000,000 Loan Approved 
Brooklyn Receiver Authorized by Court 

to Arrange for This Sum for 
Immediate Use 

Federal Judge Julius M. Mayer on 
Jan. 27 authorized Lindley M. Garrison, 
receiver of the Brooklyn Rapid Transit 
Company, to bo1Tow $3,000,000 for im
mediate use with such resources as he 
has. Judge Mayer said that he would 
appoint E. Henry Lacombe, retired 
judge of the United States District 
Court, as special master to determine 
conditions affecting the issue. 

The chief assets upon which the loan 
by the receiver can be based is $5,000,-
000 in 4 per cent refunding first mort
gage bonds of the Brooklyn Rapid 
Transit Company in its treasury. The 
receiver expressed confidence in his 
ability to meet obligations as they de
velop. 

Interest amounting to $539,000 on 
first mortgage bonds of the Brooklyn 
Union Elevated Railroad and the Kings 
County Elevated Railroad, subsidiaries 
of Brooklyn Rapid Transit Company, 
will be due on Feb. 1. A default on this 
interest might lead to a foreclosm·e suit 
t hat would jeopardize the dual subway 
contract. 

Interest on paper in banks amount
ing t o $40,000 is past due. The Brook
lyn Rapid Transit Company has out
standing bank loans amounting to $3,-
800,000. Other interest payments will 
become due soon. A number of lawyers 
r epresenting banks and Mr. Bogue. of 
the War Trade Board, which holds $17,-
000,000 in notes, spoke in behalf of 
these claims. 

T he receiver said that it was his in
tention to pay interest on loans, but he 
would not renew the loans in a form 
that would make them obligations 
against the receivership. The lawyers 
assented t o this and were in agreement 
that their clients would not press the 
receiver to put up additional collateral. 

Some concern was expressed about 
the effect on existing collateral if the 

4 per cent Brooklyn Rapid Transit 
bonds in the receiver's possession are 
put on the market. The receiver said 
he would not take this course without 
giving notice to the creditors. 

Epidemic Effects Earnings 
Operating Ratio for October for 

Country Reaches 80 Per Cent, 
Establishing New Record 

The effect of the influenza epidemic 
on the receipts of electric railways is 
plainly shown in the comparative fig
ures for October, 1918 and 1917, made 
public by the information bureau of 
the American Electric Railway Asso
ciation. 

Not only was there a decrease of 
45.43 per cent in the net earnings of 
the companies, but for the first time 
since the association began the pub
lication of statistics an actual decrease 
in the operating revenues per mile of 
line was shown. For the United States 
this amounted to 6.74 per cent. At the 
same time operating expenses continued 
to mount, there being an increase of 
13.16 per cent. The consequence was 
an operating ratio for the country of 
80.12, which again establishes a high 
record, the highest preceding operating 
ratio being that for January, 1918, 
which was 73.60 per cent. 

SOME HARDSHIPS SUFFERED 

Thus in 1918 the railways, in addi
tion to the adverse conditions brought 
about by the war, were subjected to 
the hardships entailed by the severe 
,veather of January, February and 
March, which not only greatly increased 
operating costs but cut down travel as 
well; the large increases in wages 
caused by the decisions of the. National 
War Labor Board and an epidemic, 
which as previously stated caused an 
immense falling off in the number of 
passengers carried. 

The Southern District makes the 
worst showing. This was to be ex-

pected, however, in view of the viru
lence of the infiuenza in that section of 
the country. Here operating revenue 
decr eased 23.19 per cent while net earn
ings showed a decrease of 64.55 per 
cent. The operating ratio rose to 81.04 
per cent. For the Western District the 
decrease in operating r evenue was 9.07 
per cent, t he decrease in net earnings 
48.15 per cent, and the oper ating ratio 
78.53 per cent. The East ern District 
showed a 4.21 per cent decrease in op
erating revenue, a 42.35 per cent de
crease in net earnings, and an operat
ing ratio of 80.38 per cent. 

NOT So B AD I N SOUTH 

If the Southern Dist r ict had expe
rienced the same increase in operating 
expenses as did the Eastern and West
ern Districts its net earnings st a t ement 
would have been even worse than it 
was. In the two latter districts the 
increase in operating expenses was 
more than 14 per cent, while in the for
mer it amounted to but 5.65 per cent. 
This may in part be accounted for by 
the fact that wage awards of the Na
tional War Labor Board have been ef
fective in more instances in the East 
and West than in the South. 

How much better showing the re
turns for November will indicate is 
problematical. It will be remembered 
that the influenza was active in both 
months and that while it was perhaps at 
its height in October the situation was 
by no means entirely cleared up in 
November. 

UNUSUAL CLASSIFICATION FOLLOWED 

The returns from the city and inter
urban electric railway companies, as 
shown in detail in the appended tables, 
have been classified according to the 
following geographical grouping: East
ern Distr ict-East of the Mississippi 
River and north of the Ohio River. 
Southern District-South of the Ohio 
River and East of the Mississippi River. 
Western District-West of the Missis
sippi River. 

COMPARISON OF REVENUES AND EXPENSES OF ELECTRIC RAILWAYS FOR OCTOBER, 1918 AND 1917 

Account 

United States Eastern District 

Amount, 
October 

1918 

Per Mile of Line 

% In Amount, 
crensi October 

1918 1917 Over 1918 
1917 

Per Mile of Line 

%In-
creasr 

1918 1917 Over 
1917 

$8,492,548 $1,771 $1,899 16 74 $6,755,750 $1,978 $2,065 t4.f1 
6,806, 731 1,419 1,254 13. 16 5,428,526 1,590 1,392 14 . 22 
1,685,817 352 645t45 . 43 1,327,224 388 673 t42 .35 

Southern District Western District 

Per Mile of Line P er Mile of Line 

October •rease October crease 
Amount, % In- Amount, I % In-

1918 1918 1917 Over 1918 1918 1917 Over 
1917 1917 

$586,129 $1,176 $1,531ti:!J. 19 $ 1,150,669 $1,304 $ 1,4341 t9.07 
474,920 953 902 5.65 903,285 1,024 894; 14.54 
111,209 223 629 1"64. 55 247,384 280 54Glt4B. 15 

Operating ratio,perccnt. . . 1918, 80. 12; 1917, 66.03 -1-, -18-, -,o-. ,-,-; -l -,,-,,-,-,-. ◄-l-,e--,,-18-.-,-,.-04_;_19_17 ___ 58-.-,,- I 1918, 78 .53; 191 7,62. 34 

Av. No. miles represented ... · l'~-1-,-,.-. -,,-79-5;_19_1_7,-,-, ,-,,-- __ 1_91_8_, ,-, ,-1-5;_19_17_. -,,-,o-,-+---1-,-18-, -.,-,-; _1_91_7_, ,-,-,----< 19 18, 88 2; 1917 , 865 

COMPANIES REPORTING TAXES 

~!~~1!Et??~~\)):. • $4,870, 07~ $1,68~ $1.7381 tS.34 s,.,H.55f 1·•1f 1·"'I t1. s,i $9.6481 $54~ $5911 t76~ $1.125.8771 $1,l6tl.49~ t9.08 4,042,56 1,394 1,230 13.33 3,154,863 1,536 1,359 13.02 9, 392 531 482 10 . 1 878,3 09 1,061 92 1 15.20 
827,513 286 508t43.70 579,689 282 4841t 41. 7 4 256 15 109t86. J? 4 247,568 300 576,t47. 92 

!~~:~: :~61 H~ ts~::: 288,963 141 130' 8 . 46 192 11 13t1 ,5. S~ 86,912 10 1001 5.00 
Operating income ...•.•. 290,72 141 354,t60. 17 j 64 4: 9611"95.8 160,656 195 476 t59 .0S 

Operating ratio, per cent .. , 1918, 82.98; 1917, 70.77 1918, 84.49; 1917, 73.74 I 1918, 97.25; 1917, 81 .56 I 1918, 77.96; 1917, 61 52 

Av. No. miles represented .. 1918, 2,900; 1917, 2,878 1918, 2,055; 1917, 2,050 I 1918, 18; 1917, 18 I 1918, 827: 1917, 810 

tind1ca.t eti decreaae. 
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Boston Doing Better 
The net earnings of the Boston 

(l\Iass.) Elevated Railway for Decem
ber were only about $150,000 less than 
'"cost of service," which compares with 
a $500,000 loss in November and near
ly $800,000 loss in October. Decem
ber's proportion of dividends was $116 -
997, which of course means that nothing 
was earned toward dividends in the 
month. Charges, however, were very 
nearly covered, for the first month since 
the property has been operated by the 
rublic trustees. 

The receipts and number of revenue 
paying passengers in the six full 
months of public operation are as fol
lows: 

J uly .... 
Augm.•t . . . . 
8{> ptember .. 
October , .. 
Nove-mhPr ... 
D eccmh>r .. 

Fa rP 
. )-c-ents 

7-cf'nt~ 
7-ecnts 
7-c-f'nts 
7-f'en t s 
8-f'ents 

Fare 
HeN"ipts 

$ 1,525,538 
1,915,261 
1,722,738 
1,688,494 
l,919,Ql4 
2,234 ,532 

No, of 
Passengers 
30,5 10,760 
27,360,870 
24,610,540 
24,121,340 
27,427,3 40 
27,931 ,650 

The Boston News Bureau regards the 
improvement as progressive. That 
paper says: 

, vhiie the road may so.on be able to write 
in black figures the r esult i:; of opera Hon 
u nder a n 8-cent fare there is no sound 
hasis for the b elief thftt an 8-cent fare will 
very quickly make up any material part of 
the $3,274,467 deficit accumulated in the 
s ix months to December, inclusive. Event
uaily, with m a t eria ls a nd operat ing costs 
e:e nera ll y lowPr, 8 c ents m ay y ield a smod 
s urplus. But for the time being the State 
gu a r a ntee w ill b e needed. 

Sale Postponed 
Charles J. Finger, Delaware, Ohio, 

r eceiver of the Columbus, Magnetic 
Springs & Northern Railway, reports 
that the proposed sale by him of the 
property of that railway was postponed 
from Jan. 15 to a date not yet fixed by 
t he court. 

r;;;;;=========;;;-
Fin an c i al 

News Notes 
I 

Discontinuance Allowed.-The Rail
road Commission of California has au
thorized the Los Angeles & San Diego 
Beach Railway, Los Angeles, Cal., to 
discontinue its railroad service, having 
been shown that receipts from opera
t:on are insufficient to pay operating 
expenses. 

Bondholders Buy Road.-The right, 
title, interest and franchise of the Car
bon Transit Company, Mauch Chunk, 
Fa., were sold on Jan. 20 on a second 
mortgage claim of $100,000. Believing 
the company to be hopelessly involved 
the second mortage creditors have been 
agitating for their money for some time 
and the court appointed William Dobbs 
and Grant S. Mushlitz, Mauch Chunk, 
as receivers. The property was bought 
in behalf of the receivers who rep
resent the second mortgage bondhold
ers, the purchase price was $5,000, sub
ject to the first mortgage of $150,000 
and a number of claims for taxes, 
wages and liens, aggregating $20,000. 

Connecticut Line Threatens A bandon
ment.-The Shore Line Electric Rail
way, which operates from New London 
nGrth through Norwich, Baltic and 
"Willimantic to South Coventry, has 
threatened to discontinue that part of 
the line between Baltic, Willimantic 
and South Coventry unless the present 
General Assembly grants it some meas
ure of relief. The company says that 

the part of the road referred to has 
been run at a loss for the past year, 
due to poor patronage, increased wages 
and taxes which it regards as exces
sive. The Chamber of Commerce of 
Willimantic, the population of which 
has remained pr"actically stationary for 
more than a decade, has taken the 
matter up. 

Deposit of New Orleans Bonds Asked. 
-The holders of New Orleans Railway 
& Light Company 4! per cent general 
mortgage, gold and other bonds affect
ed by the default and receivership are 
invited to deposit their bonds with 
coupons due on Jan. 1, 1919, with the 
New York Trust Company, Hibernia 
Bank & Trust Company, New Orleans, 
La..; Commercial Trust & Savings Bank 
or the Interstate Trust & Banking 
Company, New Orleans. Negotiable 
cntificates of deposit will be issued for 
deposited bonds. Application will be 
made to list such certificates on the 
several stock exchanges where the 
bonds are now listed. 

Philadelphia Company Financing.
Shareholders of the Philadelphia Com
p~ny, Pittsburgh, Pa., are being asked 
in a circular to send their proxies to 
a committee in order to secure enough 
stock to authorize the carrying out of 
thr- company's financial plan, which 
calls for authorization of a mortgage 
upon the property to secure $80,000,000 
of bonds which will be used as col
lateral for an issue of $15,000,000 of 
6 per cent notes. It is proposed, how
ever, to sell only $10,000,000 of these 
notes in the immediate future for re
funding purposes. The special meet
in.e,' of shareholders will be held on 
Feb. 3. The proxy committee consists 
of Charles Hayden, chairman, Benja
min Guinness, Everett B. Swezy and 
Eugene V. R. Thayer. 

Electric Railway Monthly Earnings 
BATON ROUGF. (LA. ) ELECTRIC CO:MPANY 

Pc1-iod 
Im., N ov., ' 18 
Im ., Nov., ' 17 

12m., Nov., ' 18 
12m .' Nov., ' 17 

Opr>rating 
Revenuf' 

$25,505 
20,518 

261, 797 
230,584 

Operating 
Expense~ 

'1" $14, 78 5 
*9,907 

* 140'916 
* 115,717 

Operating Fixed 
Incom" C har g-es 
$10,720 $3,9 76 

10,611 3,611 
120,881 46,069 
114,867 42'662 

Net 
Tne,:,me 

$6, 744 
7,000 

74,812 
72,205 

B R OCKTON & PLY:'-. IOUTH STR E ET RAHWAY, PLY!\IOUTH, :\fASR. 

lm ., Nov., ' If\ $6,443 *$9,361 t$2,9 18 $1,425 t$ 4,3H 
lm., Nov., ' 17 8,511 *9,858 t l,347 1,285 t 2,633 

12m., :-Jov., ' 18 104,214 *118,105 t l3,891 16,710 +30,601 
12m., :,;J"ov., ' 17 124,194 * 123,927 267 14,556 t l4,289 

CAPE RRRTO N E LECTRIC COl\IPANY, LTD., SYDNEY, N. R. 
Im ., Nov., ' 18 $49,235 "' $37,075 $12,160 $6,528 $5,632 
Im. , Nov., ' 17 42,612 ¥28,256 14,356 6,468 7,888 

12m., Nov., '1 8 507,951 * 382,584 125,367 78,409 46,9S8 
12m., Nov., ' 17 458,245 *293,237 165,008 78,668 86,340 

CO LU!IIBU9 (GA. ) ELECTRI C COMPANY 

lm., Nov., ' 18 $106,2 70 *-$53,792 $5.2,478 $34,661 $17,817 
lm., Yov., '-17 106,369 *37,508 68,86 1 31,729 37,132 

12m., Nov., '18 1,1 82,908 "' 555,5 75 627,333 394,047 233,286 
12m., Nov., '17 1,076,629 "408,472 668, 157 355,848 312,309 

EASTERN TEXAS ELECTRIC co:vIPANY, BEAUMONT, T EX. 

:::: g~L ::~ $n:~t~ *!Jt:i:1 $~t;~;~ $ltni Hf:t~i 
12m., Of't., ' 18 1,086,207 *617,542 468,665 159,567 !}22,138 
12m., Od., ' 17 925,937 *511,642 414,295 131,953 :1: 296,284 

lm., Yov. , ' 18 
l m ., ~ o,·., ' 17 

12m., ;'>J ov., ' 18 
12m., X ov., ' 17 

EL P A ~O (TEX.) FLE(;TRIC COl\·IPANY 

$106,565 
l0fl,205 

1,243,797 
1,292,396 

"'$73,28 7 
*68,006 

*859,022 
* 789,758 

$33, 278 
40,199 

384,775 
502,638 

$6,820 
6.503 

80,637 
65,835 

$26,458 
31,606 

304,138 
436,803 

GALVESTON-HOlTSTO~ ELECTRIC COMPA:,;J"Y, GALVESTOK, TEX. 

Operating Operating Operating Fixed 
Period Revenue Expenses Income Charges 

Im., Nov., '18 $241,487 *$177,525 $63,962 $39.431 
Im., Nov., ' 17 196,272 * 122,876 73,396 38,328 

12m., N"ov., '18 2,644,639 * l,795,750 848,889 471,119 
12m., Nov., ' 17 2,055,027 * J,365,078 639,949 449,166 

HOUGHTO::-.r COUNTY TRACTIOY COi\lPAYY, HOUGHTON, 

1 m., Yov., ' 18 $22, 838 *$ 1 5,411 $7,427 5,078 
Im., Nov., ' 17 25,987 "' 16,986 9,001 5,075 

12m., :Nov., ' 18 322,007 *217,881 104,126 60,285 
12m., Yov., ' 17 34!,718 *211,220 130,498 61,465 

JACKSONVILLE (FLA.) TRACTION COl\·[PAKY 

Net 
Income 
$24,531 

35,068 
377,770 
240,783 

!IIICH. 

$2,349 
3,926 

43,841 
69,033 

lm., Nov., ' 18 $9 0,341 *$70,176 $20,165 $16,970 $3, 195 
lm., Nov., ' 17 60,939 *42,368 18,571 15,848 2,723 

12m., Nov., ' 18 916,697 >!< 677,588 239,109 197,881 41,228 
12m., Nov., '17 690,833 *462,942 227,891 188,581 39,310 

NORTHERN TEXAS ELBCTRIC COMPANY, FORT WORTH, TEX. 

Im., Nov., ' 18 $216,149 *$153,788 $62,361 $27,967 1$43,976 
Im ., Nov., ' 17 270,510 * 144,286 126,224 28,259 :l: 107,548 

12m., Nov., ' 18 2,974,455 "' J,864,541 1, 109,914 339,454 :1:885,459 
12m. , Nov., ' 17 2,470,263 *1,399,103 1,071,250 348,390 :1:742,025 

PENSACOLA (FLA.) ELECTRIC COl\·IPANY 

Im., Nov., ' 18 $48, 813 *$37,416 $1 1,39 7 $8,5 43 $2,854 
Im., Nov., ' 17 32,129 * 18,647 13,482 7,825 5,657 

12m., Nov., ' 18 490,376 *339, 145 151,231 98,458 52,773 
12m., Nov., '17 342,220 * 198,055 144,165 93,503 50,662 

TA::\1PA (FLA.) ELECTRIC CO:'-.IPANY 

Im., Nov,, ' 18 $90,807 *$55, 158 $35,649 $5,031 $30,618 
Im. , Nov., ' 17 78,087 "' 45, 153 32,934 5,334 27,600 

12m., Nov., '18 1,046,833 >1" 613,757 433,076 61,226 371,850 
12m., Nov., '17 1,004,802 '< 559,024 445,778 55,401 390,377 

* Includes taxes. t Deficit.. t Include" non-operating income. 
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Traffic and Transportation 

Patrons Organize Relief 
Plan to Do What Commission Recom

mended But Can't Do and City 
Has Failed to Do 

Prospects seem to be bright for the 
New York & North Shore Traction 
Company, Roslyn, N. Y., obtaining 
through the concerted and voluntary 
action of its patrons the measure of 
relief from war-time burdens which 
has been withheld from it by the offi
cials of the city of New York. 

RESIDENTS TO THE RESCUE 

Residents of the territory through 
which the company operates have 
taken up the matter by enlisting in a 
campaign to induce the riders volun
tarily to pay the company a 7-cent 
fare. The movement appears to be 
becoming cumulative in its effect. Con
ductors reported on Jan. 28 that for 
the three days ended Jan. 27 they had 
received on an average 250 7-cent fares 
a day. 

Those behind the movement have had 
placards printed calling attention to the 
needs of the company and have had 
these posted in the cars and at con
spicuous places along the route to ac
quaint strangers with the facts and 
gain adherents to the cause. In the 
localities served by the company peti
tions have been prepared requesting 
the authorities to authorize the com
pany to collect a 7-cent fare. When 
these petitions have been filled with 
signatures they will be presented to the 
Board of Estimate. 

The effort of the company to obtain 
additional revenue through a fare in
crease was started early in 1917 in an 
action before the Public Service Com
mission. Decision was rendered in Jan
uary, 1918. The commission held that, 
due to the agreement of the company 
with the city, it was powerless to act 
in the matter. This view of the com
mission with respect to its authority 
over fares was later sustained in the 
so-called Rochester case. 

CITY OFFICIALS LISTEN ATTE NTIVELY 

The agitation in favor of an increase 
in fare was continued and carried direct 
to the city officials of New York. In 
consequence, Mayor Hylan, Comptroller 
Craig and Borough President Connelly 
of Queens discussed the case of the 
company in June before a crowd that 
packed the courtroom in Flushing. 

The declared purpose of this meeting 
was to hear whether the public desired 
to pay 7 cents or preferred to have the 
line abandoned. At the close of this 
meeting the question was put to a vote. 
The decision was ovel'whelmingly in 
favor of the fare increase. Mr. Con
nelly explained at this meeting that the 

application of the company was before 
the Board of Estimate because the 
Court of Appeals in the Rochester case 
had ru led that the Public Service Com
mission was limited in its rate-making 
powers by the terms of the municipal 
franchi se contracts a nd that an in
crease could be obtained only by a modi
fication of the franchise by the Board of 
1:-Jstimate. Despite their knowledge 
of the ~ituation confronting the com
pany and their acquaintance with the 
attitude of the public members of the 
local a dministration in New York have 
tr1ken no action on the matter. 

COMPANY THREATENS TO SUSPEND 

In September, the company declared 
that operation would cease unless the 
city granted financial relief or posi
tively signified its intention to do so 
at an early date. This threat was re
newed by the company recently and 
patrons of the ra ilway1 convinced that 
the company was entitled to an in
crease and fearing that service would be 
suspended, organized to do voluntarily 
what the Public Service Commission 
was powerless to do and wh3.t the city 
officials of New York had failed to do 
through inaction. 

New Paper in Buffalo 
The first issue of The Service Spot 

L1·ght, published by the newly organized 
publicity department of the Interna
tional Railway, Buffalo, N. Y., was is
sued on Jan. 20. The publication is an 
eight-page pamphlet issued every Mon
day. The motto of the publication, 
printed on the first page is "A White 
Light on Open Dealings." A feature 
of the publication is "The Transfor mer" 
page, which contains poems and witty 
paragraphs. 

Th e Service Spot L1'gh t is placed in 
the "Take One" boxes in the cars and 
in the stations along the company's in
terurban lines. The object of the 
pamphlet is to present to the traveling 
public the company's side of traction 
problems. 

"Our Hero Gallery" is another fea
ture of the publication. Pictures will 
be reproduced from week to week of 
the company's men in the military serv
ice. The interurban and owl schedules 
are published together with a page de
voted to "What 's Doing in Buffalo." 
The public is invited to send the editor 
o.f the publication the numbers of con
ductors and motormen whose acts of 
courtesy should receive publicity. The 
company's lost a nd found department 
is featured and space is given to the 
advantages of the International's inter
urban express trains and service. The 
editor is a prominent Buffalo news
paperman. 

Los Angeles Running Behind 
Commission on Feb. 4 Will Start In~ 

quiry of Relief for Los Angeles 
Railway Corporation 

The Railroad Commission of Cali
fornia has set F eb. 4 as the date for 
the beginning of its investigation into 
the affairs of the Los Angeles Ra ilway 
Corporation. The inquiry was asked 
by the company in an effort to devise 
ways and means for meeting its 
financial troubles and its traffic troubles. 
The preliminary hearing will be held 
at the Los Angeles office of the Rail
road Commission, and the merits of the 
case will be gone into by E. 0. Ed
gerton, president of the commission, and 
Commissioners Brundige and Martin. 

Last December the company, after 
vainly striving to find a means to meet 
its financial obligations and preserve 
its standard of service without asking 
for help in the shape of increased fares, 
determined to call in the aid of the 
Railroad Commission. In its petition to 
the commission it set forth that it had 
already taken the matter up with the 
city authorities of Los Angeles and the 
board had recommended certain service 
changes that would result in more eco
nomical operation. The company says 
further: 

The company has o ther suggestions and 
r ecomme ndations to make in the way o! 
retre nchment and desires the benefit of 
s uch advice and recommendation s as the 
commiss ion may make after careful study 
a nd. investigation . 

The Los Angeles corporation declares 
tha t for some time past it has been sus
taining a heavy financial loss because 
of the increase in wages and in cost 
of materials. During the last two 
years, the company says, Wages have 
been increased at least ·45 per cent, and 
t he cost of materials from at least 50 
to 150 per cent , the increase in wages 
alone amounting to $112001000 a year. 

TEN lV!oNTHS' DEFICIT $336,400 

According to exhibits filed by the cor
poration, its gross income for the. past 
ten months has been $5,548,431 and the 
gross expenses, including operation, de
preciation, taxes and interest, $5 ,744,-
610, showing $196,178 expenditures in 
excess of revenue. This does not in
clude $170,221 sinking fund. With this 
fund added, the tota l deficit for the last 
ten months will reach $336.400. 

Pittsburgh Service Order 
Suspended 

The Public Service Commission of 
Pennsylvania has suspended until Feb. 
8 the order of Dec. 10 requiring all 
cars of the Pittsburgh Rai lways, ex
cept summer cars, to be put in condi
tion for use, In the meantime a study 
of conditions is to be made and the 
order \'vill be repealed if a decided im
provement is shown in the service. Un
der the original order the company 
would have to make repairs to nearly 
200 cars, which it is claimed are un
st1ited for operation. The order as 
now in force requires 1302 cars to 
bt put in use. 
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International Railway, Buffalo, Prepared 
Following Investigation Commission Finds City Lines Fully Equipped 

for Service Demands 

A report of an investigation of traf
fic conditions in Buffalo has been sent 
by Chairman Hill of the Public Serv
ice Commission for the Second District 
of New York to Mayor Buck and the 
l11ternational Railway. The commis
sion says the general facilities for ren
dering railway service in Buffalo have 
been very substantially improved, and 
that systematic checks which have 
been made of the present service in
dicate that the service is reasonably 
satisfactory. 

<litions of facilities in the Cold Springs 
sltop, appliances added in the car
houses, complete reorganization of the 
mechanical department and an improve
ment in standard of ca1· maintenance. 

Shortage of cars prevented lack of 
seating capacity last winter during 
rush hours. To improve this condi
tion the report says: 

The company is making schedules on a 
basis tha t, during each fifteen minutes in
t<'rval of th e rush hours, t h e number of 
passengers carried past a g iven point shall 
not exceed the seating capacity furnish ed 
by more than 50 per cent. While t he com
mission does not be li eve it advisable at this 
time to establish a precedent by aproval 
of this b as is, yet in some other cities the 
b asi s of 50 per cent of standing pas
sengers is exceeded a nd it is believed that 
if cars required by a schedule on this basis 
are run on schedule regularity that the 

fi1~~~ve0J ~e~.~~1i ;~l~ ru;:t1u~nr;h!irt!~ 
win ter, and one which can be properly clas
sified as r easona ble. 

The report decides not to recommend 
a resumption of discontinued night 

service at the present time. The com~ 
pc.ny is to be allowed further trial of 
the present night service schedules. 

Following the commission's recom
mendations, 348 cars have been equip
ped with the modern system of forced 
draft hot air heating and ventilation 
and 127 new cars are likewise equipped. 
The work of equipping the remaining 
262 cars has been delayed by reason 
of the company's inability to secure 
materials, even if its financial condition 
would permit. Defects in lighting have 
been remedied. 

The railway has added five modern 
sweepers and the snow fighting equip
ment has been overhauled and necessary 
repairs made. This equipment is con
sidered sufficient and in proper shape, 
if efficiently utilized, to keep the tracks 
ir, condition for service run on sched
uk regularity except perhaps in ex
treme and unusually severe storms, and 
in such cases the duration of inter
ference with operation should be lim
ited. 

The commission says that the com~ 
pany is properly equipped with power 
for this winter's operations. 

COM MISSION POINTS OUT DEFECTS 

The commission in a report made to 
the company on May 22, 1917, pointed 
out defective facilities and made cer
tain recommendations. Full compli
ance was delayed for various causes 
and the improvements contemplated 
were not effected during the winter 
of 1917-18. This was one of the causes 
of the unsatisfactory service last 
winter, which was aggravated by un
usually severe weather conditions. 

The report now forwarded to Mayor 
Buck and the railway by Chairnlan Hill 
makes further recommendations to in
sure good service in Buffalo this winter. 

Houston Must Have More 

The commission found that one of 
t he important causes of the poor serv
ice last winter was insufficient num
ber of cars, principally owing to the 
large number out of service, -'"maged 
and crippled, also the practicai oreak
down of the mechanical equipment. On 
Feb. 21, 1918, there were 276 or 42.3 
per cent of the cars out of service, 
damaged or crippled. Inadequate and 
unsatisfactory service followed, espe
cially during r ush hours. The com
pany lost forty-five cars by fire in April 
and two were retired. The company 
since that time has received 130 new 
cars of which 127 have been assigned 
to the Buffalo service, so that at pres
ent there are assigned to the city serv
ict 732 cars, a net increase at present, 
compared with last year, of eighty 
cars. On Nov. 5 there were 111 cars 
out of service or 15.2 per cent of the 
assigned equipment. 

SHOP FACILITIES INCREASED 

Increased shop facilities and im
p roved methods justify the estimate of 
t he company that 660 cars are avail
able for service in Buffalo. The win
ter's schedule requires 620 cars, and 
allowing 10 per cent for cripples and 
overhaul there will be 659 cars avail
able to meet the city's requirements , or 
thirty-nine more cars than required. 

As far as the number of cars is con
cerned, the report states that the com
pany seems to be reasonably equipped 
fol." the present winter's operations. 
This improved condition is due in a 
great measure to the improvements in 
shops, carhouses and mechanical equip
ment brought about by compliance with 
the recommendations of the coffimis
sion, including rearrangements and ad-

Review of Fare Relief Case Which Had Its Beginning Last June
City Commission Decision Recalled 

The Houston (Tex.) Electric Com
pany is facing financial collapse, ac
cording to David Daly, general man
ager, in an appeal to the public for sup
port of the company's efforts to secure 
a 6-cent fare. Mr. Daly said: 

The problems facing this company and 
the disaster which it is struggling to avert 
a re batl enou gh , v iewed only from the 
s tandpoint of the company, but it is not 
a lone the company that is involved, for 
the break ing down of the transportation 
system ,vould m ean a blow to the develop
m ent of Houston. Our problem is a t once 
the problem of every citizen and taxpayer 
in Houston. 

The Houston Electric Company has long 
s ince reached the point where it costs m ore 
than 5 cents to furnish a ride. If the 
company is to live and furnish service to 
the people of Housto n , it must h ave an 
increase in fares. That it can continue 
indefinitely to do business at a loss is 
obvious ly impossible. 

In a n election held in November we were 
denied a n increase in fares. The point 
was made against us that the public h ad 
n ot been furnished sufficient infor m ation as 
to the value of our property, In order to 
meet this criticism and as a part of the 
p lan to get this increased fare, which the 
compa ny must h ave, we have arranged to 
have a valuation of our property m ade at 
once. 

The valuation just referred to will 
be made by Halford Erickson, Chicago; 
Robert M. Feustel, Madison, Wis., and 
Mr. Powers, New York. 

Prior to this action, the Houston 
Electric Company has tried by every 
means to secure an increased fare, but 
without avail. Last September, fol
lowing an exhaustive investigation of 
the company's properties and operat
ing income, the City Commission of 
Houston enacted a city ordinance au
thorizing the company to charge a fare 
of 6 cents with half-fare tickets for 
children and students. Upon petition 
of the required number of taxpayers, 
the City Commission then suspended 
this ordinance and submitted it to the 

people for ratification under the refer
endum provision of the city charter. 
At this election, held on Nov. 5, last, the 
ordinance was defeated. Members of 
the City Commission considered the re
sults of this election as instructions on 
the fare question and the ordinance was 
1·epealed, and another enacted fixing the 
fare at 5 cents. 

CASE CARRIED TO COURT 

The next move made by the traction 
company was the filing of a suit in the 
Sixty-first District Court asking for 
an injunction to restrain the city from 
enforcing the 5-cent fare ordinance. 
The company in its petition to the 
court, which was referred to in the 
ELECTRIC RAILWAY JOURNAL of Jan. 25, 
page 208, asked that the city be en
joined from interfering with the com
pany in collecting the 6-cent fare 
provided in the ordinance passed 
on Sept. 19 and preventing it from dele
gating its rate-making powers to 
any other authority. The company 
contended that rate-making is a legisla
tive function, which under the 
charter granted the city of Housto"ft 
by the Legislature in 1905 was 
specifically delegated to the governing 
body of the city of Houston, which in 
fact is the Mayor and City Commission. 
It was further contended that the city 
is without authority to re-delegate this 
power and that therefore the action of 
the commission in submitting to the 
people for ratification the 6-cent fare 
ordinance was null and void and that 
this ordinance is still in effect. 

The pleading, with numerous exhibits 
attached, recites a history of the com
pany's negotiations with the city for 
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an increase in fares beginning in June, 
1918. lt is shown that while the peti
t ion for an increase in fare was pend
ing the War Labor Board m ade a rul
ing requiring still further increase in 
wages amounting to a pproximately 
$100,000 a year, and that the company 
amended its original petition by asking 
for a 7-cent fare in order to enable it 
to grant this further increase in wages 
to employees. Acting in good faith in 
accord with the city ordinance of Sept, 
19, the company granted increa sed 
wages to its employees, which it was 
wholly unable to do and ear n a fair 
and just return upon its investment. 

Final hearing on the company's pe
t ition will be postponed pending a r e
port from the boar d of eng ineers a p
pointed to make va luation of the com
pany's properties. 

Receiver Wants Citizens to Help 
James E. West, Chief Scout Execu

tive of the Boy Scouts of America , has 
written to Lindley M. GatTison, re
ceiver of the Brooklyn (N. Y.) Rapid 
Transit Company, suggesting that the 
receiver "organize a small citizens' 
committee among those who use each 
of the various divisions of the lines in 
receivership, to serve without compen
sation as advisers to you with reference 
to improvement in service." 

Mr. West said that he was convinced 
" that men and women of ability would 
g ladly enter into the spirit of such a 
scheme and render you valuable serv
ice, not primarily to increase the 
dividends of the Brooklyn Rapid Tran
sit Company, but to give the public 
better service, and this course would 
mean increased dividends in the long 
run. Certainly it would serve as a 
clearing house for the consideration of 
the merits of various complaints and 
suggestions which will be made to 
you." 

Mr. Garrison wrote to Mr. West im
mediately accepting the suggestion, 
but in somewhat different form from 
that in which it was made. In his 
letter Mr. Garrison said: 

I do n ot think it w ould b e d es irable for 
m e t o organize the ci ti ze ns' committee of 
which vou speak, but I would be very g lad 
if su ch a com m ittee should be organized. 
I am extremely desi rous of r en dering the 
very b est s ervice w ith the f acili ti es u n der 
m y contro l , a n d I recognize th e benefi t of 
sen sible a n d well-meaning advice f rom 
every source, a nd I have no doubt that 
su ch a committee as you speak of would 
be of great use to m e in th e proper execu
tion of my d u t ies. Ma y I venture to sqg 
gest that you s et about orga nizing a com
mittee for that purpose. and I assure yo u 
that I w ill work in t h e fullest co-oper a tion 
w ith you a nd with such committee. 

Six Cents in Springfield 
The Public Serv ice Commission of 

Missouri on Jan. 22 advised the Spring
field Traction Company that it had 
gr a nted the company's application for 
an increase of passenger fares from 5 
cents to 6 cents, effective on Feb. 1. 

The additional fare was recommended 
some time ago by a citizens ' committee 
headed by Judge John T, Sturgis, pre
siding judge of the Springfield Court 
of Appeals. It was approved by the 
Cit y Commissioners. 

The increase in the f a re followed a 
dema nd on t he par t of the railway em
ployees for increased pay as motormen 
and conductors. A few weeks prior to 
t his dema nd an incr ease of 20 per cent 
had been granted, but the men held 
t ha t this increase "Was not in keeping 
with war-time cost of living. A change 
in t he working hours was also sought 
iu order t hat the men would work only 
nine hours a day. 

Effective a t t he same t ime the in
creased fare is authorized, the men will 
receive an increase of wages amounting 
to about 43 per cent. The total in
crease w ill increase the payroll of the 
company from $95,000 to about $175,-
000 a Year. The men will now receive 
36 cents to 40 cents an hour. The in
stallation of pay-as-you-enter cars will 
enable the company to operate the 
street cars with practically the same 
force it now has. One man will be as
s1gned to each car. 

There is no change in the transfer 
system. Children 's fares w ill be 3 
cents. The new fa re will be effective 
fo r a period of six months , 

The matter has been carried to a 
satisfactory settlement through the 
cordial co-operation of the citizens as 
reflected in the attitude of the commit
tee appointed fi-om among them. This 
committee's activi ties were refer r ed to 
in the E LECTRIC RAILWAY J OURNAL for 
Nov. 30, page 988. 

Transportation 
News Notes 

Board of T rade Convinced.-The 
Louisville (Ky.) Board of Trade is 
said to fa vor a 6-cent fare after in
vestig ating the condition of the Louis
ville Railway as shown by its earnings 
and operating costs for 1918. 

Proposed Increase Suspended.-The 
application of the East St. Louis (Ill. ) 
Railway to increase rates in E ast St. 
Louis h2s been suspended unt il July 20, 
1919, by t he P ublic Service Commission 
of Illinois. The company is now 
char ging 6 cents. 

Skip Stops Go in St. Louis.-The 
skip-stop system of operation put into 
effect by the United Railways, St . 
Louis, Mo., on Sept. 22, 1918, as a f uel 
conservat ion measure, has been order ed 
eliminated by the Public Service Com
mission of Missouri. The order also 
affect s St. Joseph a nd Springfi eld. 

Rhode Island Hearing Again P ost
Foned.-The Supreme Court of Rhode 
Island has postponed from Jan. 27 to 
F eb. 14 the hearing before it on the 
cippeal of t he towns of Warwick, North 
Pr ovidence, East Providence, Johns
t own and the city of Cranston from the 
decis ion of the Public Utilities Commis
sion in granting the Rhode Island Com
pany permission to increase fares. 

Organizing Its Own Express System. 
-The Illinois Traction System, Peor ia, 
IIL, is perfecting plan s to organize an 
express company to operate over the 
400 milC's of its lines. The tariff sched
ules are being prepared for filing with 
the l'ublic Service Commission of Ill
inois. No express shipments have 
been handled over the I llinois Traction 
System since the A merican Railway 
Express contract expired. 

Schenectady Tariff F urther Suspend
ed.---The Public Service Commission 
for the Second Distr ict of New York 
has passed an order fur ther suspend
ing to a nd including Feb. 28 operation 
of the new schedule of passenger rates 
on a ll divis ions of the Schenectady Rail
way, the investigation of the reason
a bleness of the increased fares not hav
ing been concluded by the commission. 
The suspens ion order previously in 
force expired on J an. 30. 

Objects to Service Order.-The St. 
Paul (Minn.) City Railway, included 
in the system of the Twin Ci ty Rapid 
Transit Company, went into Federal 
Court on Jan. 23 and procured an or
der from Judge Wilbur F . Booth, re
straining the city from invoking ma n
damus proceedings to force the rail
way to comply with the service or
d ir,ance adopted by the City Council 
ou Jan. 28, 1918. The petition of the 
company asks for a temporary injunc
tion against the city, pending a hear
ing on a permanent injunction. 

Roche$t"r-Syracuse Rates Restored. 
-The ~-~chester & Syr acuse Railroad 
under special permission of the Public 
Service Commission for the Second Dis
trict will restore joint one-way fares 
in effect prior to Nov, 24 from Clyde, 
East Rochester, Fairport, J orda n , 
Lyons, Macedon, Memphis, Newark, 
Palmyra, Port Byron, Port Gibson. 
Rochester, Savannah, Warner and 
"\V eedsport to Auburn, Baldwinsville, 
F ulton, Minetto, Oswego and Phoenix 
on the Empire State Railroad. Reduc
tions are effected. 

Freight Service Between Canton and 
Detroit.-Through freight service has 
been established by the Northern Ohio 
Traction & Light Company between 
Canton, Ohio, and Detroit, l\fich. Be
ginning on Jan. 27 cars will be opera ted 
on Monday, Wednesday a nd Friday of 
each week until the volume of business 
wan-ants more frequent trips. The 
cars will start from each end of the 
line in the evening, thus making t he 
greater par t of the trips a t night. 
Operation will be over the line of the 
Lak e Shore E lectric Railway. 

Rate Appeal 3-latter Undecided.-At 
the annual meeting of the New J ersey 
League of Municipalities held a t the 
Municipal Building, Trenton, N. J ., on 
J an. 22 the mat ter of appealing t o t he 
United States Supreme Cour t the r ight 
of t he Board of Public Utilit ies Com
missioners of New J ersey to abrogate 
municipa l franchise contracts was thor
oug hly discussed. It was decided t o 
r efer the ma tter of appealing the Pub
lic Service Railway rat e case t o the 
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League 's legal adviso 1·y committee. The 
committee will make a report on it 
la t er . 

Fare Boxes in Washington,- On 
Jan. 26, cars of the Pennsylvania Ave
nue line of the Capita l Traction Com
pany, Washington, D. C., were equipped 
with coin-registering fare boxes. It is 
the purpose of the company to com
plete the equipment of a ll its cars with 
these boxes ns soon as they can be 
obtained. The conductors have been 
instructed to give passengers, requiring 
it, the exact change for a ny amount up 
tu ,2. The Washington Railway & 
Electric Company a lso insta l1ed fare 
boxes and the prepayment method of 
collection on Jan. 26. Both companies 
ndvertised the cha nge extensively in 
the dai ly papers. 

Ues !\Ioin<:'S Fare Hea ring Feb. 3.
,J udge Mart in J. V.'ade has not ified city 
officials, the Des Moines (Iowa) City 
Railway, the Harris Trust & Savings 
Company, a nd the North American 
Construction Company that he will 
hear the petition of the Des Moines 
City Railway for an increased fare on 
Feb. 3. Accord ing to Judge '\Vade 
t he hearing will be only on the con
struction of the terms of the fran
chise secured three years ago by the 
City Railway. The company is in the 
hands of a receiver. It carried its 
case to the court after fa iling to obtain 
some measure of rel ief from the city 
from burdens that had become to 
onerous for it to bear. 

S 1>ecia l I. 'f. S. Commuter Rates.
The Jl finois 'fraction System, Peoria , 
Ill ., is contemplating a special tariff 
for t he convenience of conunutet·s who 
regula rly use the lines between stated 
points. This tariff, which will probably 
be put in effect within the next thirty 
days, will affect the rat e between points 
where the one-way fare is between 15 
cents a nd 90 cents. It will pr ovide for 
a 20-mile ride commuter's book at a 
discount of 10 per cent; a forty-ride 
book at a discount of 20 per cent; and 
a fifty-two-ride book which will reduce 
the far e to slightly below 2 cents per 
mile. The books will be limited to use 
of the purchaser within the calendar 
month in which issued. 

Indiana Commission Denies Fare 
Advance.-The Public Service Commis
sion of Indiana has denied the petition 
of the Hammond, \Vhiting & East Chi
cago Traction Company, Chicago, 111., 
for an increase in fare from 5 cents to 
7 cents . The company filed its peti
tion las t August. According to the 
commission the company is earning 
9.03 per cent on $1,168,145, which sum 
the commission found to be the repro
duction value of the property. The 
figure represents a valuation of ap
proximately $30,000 a mile. The com
mission es timated t hat net revenue for 
Hl1 9 would be $121,029. The commis
sion eng ineers found the book value of 
the company to be $2,762,746. 

Dayton F a re Concessions Unsatis
factory.-lt is rumored that the rail
ways of Day ton, Ohio, will reject the 

offer of the City Commission for a 
straight 5-cent fare·. Officers say that 
the proposed mea ns of re]ief will be of 
n<. benefi t to them, par t icularly as 
there is nothing to prevent the whole
sale purchase of tickets at the old rate, 
s l·,ould the new ordinance be passed. 
The City Commission has, however, 
now amended the ordinance in such a 
,,.Tay that. tickets will be void when ·it 
goes into effect, but a bureau must be 
est ablished to take over the tickets at 
cost. One section of the ordinance was 
rewritten to make it plain that the 
new grant is only a t emporary measure. 
The companies have ten days within 
which to accept the ordinance. 

A. E. & C. Wants Illinois Commis
s ion Restr ained.- The Auror a, Elgin & 
Chicago Rail road, \Vheaton, Ill. , has . 
brought suit to enjoin the Public Util
ities Commission of Jllinois from en
forcing its maxinmm fare ruling of 2 
cents a mile, pointing out that Judge 
Landis held tha t other electric lines 
operating in lllinois could charge 3 
cents a mile. It is a lleged that the 
Ir.terstate Commerce Commission set 
the rate for elec t ric roads during the 
war at 2.4 cents per mile, but that the 
Public Utilities Commission of Illinois 
continued the 2-cent fare on the 
Aurora, E lg in & Chicago Railroad and 
that the Supreme Court of Illinois up
held i ts power to do so. The present 
action is similar to Others in Illinois 
t o which reference has been made at 
leng th previously in the ELECTRIC RAlL

WA Y JOURNAL. 

Four-Ce n1.-a-J\I ile Rate in Effect.
Incr eased passenge1· rates went into ef
fect on Jan. 23 on t he Southern New 
York Power & Railroad Corporation's 
road between Mohawk and Oneonta, un
der the r ecent decision of the Public 
Service Commission for t he Second Dis
trict . The order permitting the in
crease from 3 cents to 4 cents a mile 
i~ on t he unders tanding that applica
tion to reopen the order may be made 
when reasons for the increase in fare 
no longer exist. The mileage book 
rate is to be increased from 3 cents, 
t('I 32 cents a m ile. New rates do not 
apply in Oneonta and between Oneonta 
and Junction and between Herkimer 
and Mohawk over the New York State 
Ra ilways' tracks, The decis ion of the 
Commission in this case was reviewed 
in the ELECTRIC RAlLWAY JOURN AL for 
Jan. 11, page 116, 

Mr. Ross Retained in Birmingham.
I. W. Ross, vice-president and gen
eral manager of the Tuscaloosa Rail
way & UtiHties Company, Tuscaloosa, 
Ala., has been retained by the City 
Commission of Birmingham, Ala., to 
r eport on the financ ial ·status and op
Hating a nd physical condition of the 
Birmingham Railway, Light & Power 
Company. I n a statement which he 
made Mr. Ross sa id that he had not 
teen advised and did not know what 
use the city intended to make of the 
iuformation he was gathering and that 
he was not interested in that feature 
of the matter. In t his connection he 

i~ a uoted as follows : 14J am only tem
porarily in Birmingham fo r the purpose 
of collec ting information and turning 
it over to the city a uthor ities. This 
information will consis t pr imarily of 
statistical data which I am obtaining 
,vith the co-operation of the Birming
ham Rail way, Light & Power Com
:rar.y." 

,vants Interchangeable Transfers 
Abolished. - The receiver for the 
Buffalo & Lack a wa nna Traction Com
pany, Buffa lo, N. Y., has applied to the 
City Council of Buffalo for permission 
to abolish interchangeable transfers 
,,.,ith the Int ernational Railway. It is 
pointed out tha t by abolishing these 
transfers, the company would be able 
to jncrease its re venue by almost $1,600 
a month, The Council ureceived and 
filed " the company's request and has 
promised to make an inves tigation. The 
company operates from a terminal in 
t he heart of the ret ail business section 
of the city to t he city line of Lacka
wanna. It accept s transfers from the 
local lines of the International Rail
way and issues transfers to the In
ternational lines , The property is be
ing run at a defici t and the receiver 
told the Council tha t unless the com
pany is allowed to increase its income 
throug h higher fnres or other means, 
he will be forc ed to apply to abandon 
the route. 

Booklets Re\' iew New York Fare Ap
pt:als.-A recapitulation of the argu
ments used by the New York Railways 
a nd the Interboroug h Rapid Transit 
Company in suppor t of their applica
tions for inc reased fares and in op
position to municipal operation is con
t a ined in two booklets sent out and 
signed by Theodore P. Shonts, presi
dent of the companies. One is en
titled, " Your Subways : A statement of 
the Facts A bout the Partnership Be
tween the City a nd the Interborough 
Rapid Transit Company," and the other 
is called "Your Street Car Service: A 
Statement of the Facts About the Sit
uation of the New York Railways Com
pany." In the railways booklet the 
statement is made that the New York 
Railways is on the verge of a receiver
ship; that the company is not over
capitalized ; that it is economically oper
ated and that it has never paid a divi
dend on its stock. With respect to 
the lnterboroug h Rapid Transit Com
pany the s ituation is presented briefly 
as follows: The city of New York is 
facing deficits amounting probably 
from $13,000,000 to $15,000,000 a year 
on the operation under 5-eent fare of 
the dual subway system. Owing to 
abnormal costs for labor, materials, 
and supplies, taxes, etc., due to condi
tions produced by the war, the system 
is not now earning the preferential 
payments to be made from operating 
revenue to the companies. These pay
ments are cumulative, with interest 
compounded semi-annually. The ques
tion which the company asks is: Shall 
the situation be met by higher fares 
or additional taxa tion? 
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Qrsonal Mention J 
W. C. Sparks Elected 

Vice-President of Rockford & Interur
ban Railwav .!\'lade Pres ident of the 
Illinois Ele~tric Railway Association 

W. C. Sparks, vice-president and gen-
eral manager of the Rockford & Inter
urban Rai1way, Rockford, 111., was 
elected pres ident of t he Illinois Elec
tric Railway Association at the annual 
meeting held in Chicago on Jan. 17. 

Mr. Sparks has been actively con
nected in t he electric railway field for 
the last seventeen years, and has been 
identified with his present company for 
eight years. He was gradua ted from 
t he civil engineering school of t he Uni
versity of Indiana in 1900, and imme
diately entered government service in 
the Philippines1 where he remained for 
nearly two years. Upon returning from 
the Philippines he entered the engi
neering department of the Union Trac
tion Company of Indiana, and was chief 
engineer of that company when he re
signed in 1910 to become general man
ager of the Rockford & Interurban Rail
way Company. He was in addition 
made vice-president of this company in 
1916. 

While with t he U nion Traction Com
pany of Indiana, Mr. Sparks was active 
in the Centra l Electric Railway Asso
ciation, and since his present connec
tion with the Rockford & Interurban 
Railway he has for many years been 
active on legislative and executive 
committees of the Illinois Association. 
The company of which Mr. Sparks is 
now vice-president and general man
ager operates more than 100 miles of 
interurban lines, doing an extensive 
passenger, freight and express business. 
It is a subsidiary of the Union Rail
way, Gas & Electric Company. 

A Prophecy Becomes Fact 
James F. Shawl of Knauth, Nachod 

& Kuhne, New York, N. Y., investment 
bnnkers, and former president of the 
Amedcan Electric Railway Associa
tion, was interviewed by t he Wall 
Street Journal in its issue of J a n. 13 
011 t he traction situation in New York. 
Mr. Shaw says that the bottom has 
been scraped in t hat city. He then is 
quoted in part as follows: 

The worst that can happen has already 
bappened, It Is not concelvable that the 
city administratf011 can or will in the long 
run deny to the companies an increase in 
rates. The cJty ha~ too heavy a n invest-

rre~~Jn p1:~n~~[1f1~ze t~el:r~rai~tlytl~~t w::~~ 
if politics have to be adjourned. a n increase 
in fares Will bo forth coming In the not 
dista nt future. 

Mr. Shaw referred to statements made 
by him as far back as 1910 about the in
adequacy of the nickel fa re t0 show 
more than a 3 ot· 4 per cent return on 
the cost to reproduce the pl'operty of 

the old Metropolitan Street Rai lway, 
now the New York Railways, not tak
inJ;!; into cons'idcration the expenditure 
for organization and obsolescence. 

Mr. Royce Made Manager 
:-i ew B. R. T. Official Who Replaces 

Colonel WilliantR Is a Practical 
Operating Official 

Frederick P. Royce, a member of the 
Stone & Webster organization, Boston, 
has been appointed general manager 
for the reeeiver of the Brooklyn Rapid 
Trans it Company. Mr. Royce will take 
up his new work by Jan, 31? wiU be 
in full charge under the receiver of all 

F. P. ROYCE 

matters pert.aining to operation and 
w:ill take the place of Col. Timothy S. 
~'illiams, president of the company, 
who, at his own request, will be re
lkved of a ll responsibility for the ad
ministration of the system. The new 
managel' will have the same relation 
toward l\ir, Ga1,-ison, the receiver, as the 
chief of staff when l\fr. Ganison was 
Secretary of War. His duties will be 
to investigate different matters and do 
C"¥erything possible to bring about a 
bt-tte1· condition of affa irs in the opera
tion of the various lines. 

Mr. Royce has had a wide experi
ence with his firm in all branches of 
administration , including construction 
work, investigation and analysis of 
public u t ility situations, the prepara
tion and carrying out of financial 
plans, the direction of local operating 
managers and the maintaining of sat
isfactory relations with the public 
served. He is in a position to bring 
to bear on the problems of the Brook
lyn Rapid Transit Company the varied 
knowledge the Stone & Webster or
ganization has acquired through its 
many years of city railway manage
ment. 

l\ir. Royce was born in New.ton, Mass., 
or. Oct. 5, 1858. He attended the Mas
sachusetts Institute of Technology and 

since 1890 has been associated contin
uously with the e lectrical and public 
utilities interests, in charge of operat
ing and construc tion matters. For 
several years he \VOS the head admin
istrative officer fo r an important group 
of public utili ties companies in Mas
sachusetts and in 1909 became one of 
the leading men in t he Stone & Web
ster organization of Boston. In addi
tion to being a vice-pres ident of the 
Stone & Webster l\'lanagement Associa
tion, Inc., he is a director of the Ameri
can Pneumatic Service Company, Lam
sen Consoli<lated Store Service Com
pany, Boston \Voven Hose & Rubber 
Company, Concord (Mass.) Electric 
Company, Paducah 'fraction & Light 
Company, Houghton County Electric 
Light Company, Blackstone Valley Gas 
8: Electric Company, Haverhill Gas 
Light Company and Fall River Gas 
\\'orks. 

New I. T. S. Appointments 
New appointments by the Illinois 

Traction System during the week ended 
Jan. 25 are as follows: 

J. I. Cathe1·man, engineer of main
tenance of way, S'pringfield. 

A. S. Bergschneider, superintendent 
of transportation, Springfield. 

A. McNeil, superintendent, Decatur. 
Henry C. Leutert, general agent, St. 

Louis. 
James J. Dooley1 traveling freight 

and passenger agent, St. Louis. 
F. J. Blaicheri contracting agent , St. 

LCluis. 
tV. M. Long, lraveling freight and 

passenger agenl, Peoria. 
C. E. McGuire, general agent, Deca

tur. 
H. H. Happe, city freight and passen

ger agent, Springfield. 
E. L. McKee, general agent, Spring

field. 

George Palm has been appointed 
general manag-er and purchasing agent 
of the Southern Cambria Railway, 
Johnstown, Pa., to succeed C. A. 
Houghton. 

.J. A. Trawick, formerly vice-presi
d0nt of the Appalachian Power Com
pany, Bluefield, W. Va., has been elected 
president of the company to succeed 
R. C. l\iorse. 

R. Broadwater, formerly vice-presi
dent of t he Union Traction Company, 
Sisterville, ,v. Va., has been elected 
president of the company to succeed H. 
W. McCoy. 

K. K. Garrett has been appointed 
manager and purchasing agent of the 
Hanover & McShen·ystown Street Rail
way, Hanover, Pa. , to succeed E. H. 
RRmsbotham. 

Curnal Fox has been appointed mas
ter mechanic of the Chambersburg, 
Greencastle & Wa ynesboro Street 
Railway, ·waynesboro, Pa., to succeed 
William Sheldon. 

S. H .. J. Reid has been appointed sec
retary, treasurer and general freight 
and passenger agent of t he Brantford 
(Ont.) .Municipal Railway to succeed 
John Creasser. 
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Paul i\lcKay has been appointed sec
retary and treasurer of the Spokane 
& Inland Empire Railroad, with head
quarters at Portland, Ore., to succeed 
\\". G. Davidson. 

C. Bibby, secretary of the Sudbury, 
Copper Cliff & Suburban Electric Rail
way, Sudbury, Ont., has also been ap
p ointed treasurer of the company to 
succeed L. O'Connor. 

George K. Hyde has been appointed 
purchasing agent of the Toronto & 
York Radial Railway and the Schom
berg & Aurora Railway, Toronto, Ont., 
to succeed Walter C. Douse. 

A Nevin Pomeroy has been elected 
vice-president of the Chambersburg & 
Shippensburg Railway, Chambersburg, 
Pa., to succeed C. P, Miller, who still 
retains the position of treasurer, 

Charles Basse has been appointed 
ai.::ditor of the Arkansas Valley Inter
urban Railway, with headquarters at 
w·ichita, Kan., vice H. M. Dobbins, re
signed to engage in other business. 

Harry S. Calvert, secretary and gen
eral manager of the Westmoreland 
County Railway, Pittsburgh, Pa., has 
also been appointed treasurer of the 
company to succeed Joseph G. Vilsack. 

Charles B. Attlesey has been ap
pointed acting division superintendent 
at the Ninth Avenue depot of the 
Brooklyn (N. Y.) Rapid Transit Com
pany, to succeed the late Henry Muel
lff. · 

M. H. McLean, secretary of the Har
ris Trust & Savings Company, Chicago, 
Ili., has been elected a vice-president 
of the Des Moines City Railway and 
the Inter-Urban Railway, Des Moines, 
Iowa. 

E. R. Heiny has been appointed su
perintendent of the Arkansas Valley 
Interurban Railway with headquarters 
at Wichita, Kan., vice Charles A. Stan
ley, resigned to accept services else
where. 

Francis Tingley has been appointed 
superintendent of construction of the 
Altoona & Logan Valley Electric Rail
way to succeed F. D. Hain, who some 
time ago was appointed engineer of 
the city of Altoona. 

R. J. Semsch, local auditor of the 
Wisconsin Railway, Light & Power 
Company at La Crosse, Wis., has been 
aJ!pOinted chief clerk to the general 
manager, in charge of the La Crosse 
office. This position is a new one. 

Alba H. Warren, formerly manager 
of the Galveston (Tex.) Electric Com
pany, a Stone & Webster property, has 
been transferred to El Paso, where he 
has been made manager of the El Paso 
Traction Company, also ov.ned and op
erated by Stone & Webster. 

J. D. Callery, formerly one of the 
receivers of the Pittsburgh (Pa.) Rail
ways, and chairman of the board of 
the Philadelphia Company, has been 
elected vice-president of the Beaver 
Valley Traction Company, New Brigh
ton, Pa., to succeed J. H. Reed. 

Josiah M. Billing, who has been chief 
derk in the office of the Montgomery 

Light & Water Power Company, Mont
gomery, Ala., for some time, has been 
promoted to the position of secretary 
and treasurer of the Athens Railway & 
Electric Company, Athens, Ga. 

Albert McNeil, who has been chief 
dispatcher for the Illinois Traction Sys
tem at Decatur, Ill., for the last seven 
years, has been made superintendent 
of the lines of the company in that 
city to succeed A. S. Bergschneider, 
transferred to Sl)ringfield. 

A. S. Bergschneider, who has been 
superintelldent of the Illinois Traction 
System at Decatur, Ill., for a number 
of years, has been appointed superin
tendent of transportation of the com
pany with offices in Springfield. He 
succeeds F. R. Edmonston, who has 
gone to the Wabash Railway at Mo
berly, Mo. 

Alexander Shapiro, who for the last 
four and one-half years has been con
nected with the secretary's office of 
the American Electric Railway As
sociation as research assistant and sta
tistician, has been forced to resign on 
account of ill health. He has been un
dergoing a rest cure and is reported 
to be recovering rapidly. 

Lieut. ,v. T. ,vaters, Jr., advertising 
manager of the Georgia Railway & 
Power Company, Atlanta, Ga., and edi
tor of Here We Are, published by that 
company, is back in America after a 
long stay in France. Lieutenant Wa
ters, it is expected, will resign from 
the service soon and return to the 
company in his former capacity. 

Paul Stark has been appointed audi
tor of the Eastern Wisconsin Electric 
Company, with headquarters at She
boygan, Wis., to -succeed William E. 
McGovern, who resigned to undertake 
government work at Washington in the 
late summer. Mr. Stark was formerly 
connected with the accounting depart
ment of the Public Service Commission 
of Indiana. 

William B. McKinley, president of 
the Illinois Traction Company, Peoria, 
Ill., and Congressman from the Nine
teenth Illinois District, is mentioned as 
a candidate to succeed United States 
Senator Lawrence Y. Sherman, who 
has decided that he will not be a can
didate for re-election upon the comple
tion of his present term. 

Brig.-Gen. Henry Worth Thornton, 
formerly general superintendent of the 
Long Island Railroad, has been raised 
to the knighthood by King George in 
recognition of his services to the Brit
ish nation during the war as general 
manager of the Great Eastern Railway 
of England. Only a few months ago 
Mr. Thornton was promoted from a 
colonel to a brigadier general in the 
British army. 

B. Fl Wickersham has been ap
pointed general manager and purchas
ing agent Of the West Chester, Ken
nett & Wilmington Electric Railway, 
Kennett Square, Pa., to succeed Hamil
ton Baluss, who, as noted in the issue 
of the ELECTRIC RAJLWAY JOURNAL of 

July 20, 1918, resigned to accept a 
position with the United States Ord
nance Department as army chief in
spector at Philadelphia, Pa. 

Edwin W. Clapp, former superintend
ent of the Bristol & Norfolk Street 
Railway, Randolph, Mass., who entered 
the employ of the Bay State Street 
Railway, Boston, Mass., five months 
ago, has been advanced to head of the 
safety department with offices in Bos
ton. Mr. Clapp was a former Bay 
State Street Railway employee at South 
Braintree and was superintendent of 
the Bristol & Norfolk street railway 
for three years. 

J. P. Tretton has been appointed su
perintendent of transportation of the 
Indianapolis Traction & Terminal Com
lJRny, Indianapolis, Ind. Mr. Tretton 
has been connected with the company 
sir,ce 1899, when he began work in the 
truck department at the repair shops. 
He was appointed storekeeper in 1902; 
paymaster in 1906; schedule maker for 
the transportation department in 1907; 
a.nd has been assistant superintendent 
of transportation since 1908. 

John I. Catherman, formerly assist
ant engineer of maintenance of way 
of the Illinois Traction System, Peoria, 
Ill., who has been in military service 
for the last year, has been appointed 
head of the maintenance of way de
partment with headquarters at Spring- , 
field, Ill. Mr. Catherman succeeds L. 
B. Martin, who was recently named 
general superintendent of the Illinois 
Traction System. Mr. Catherman was 
with the Pennsylvania Lines for some 
time before he became associated with 
the Illinois Traction System in 1913. 

Homer Loring has been elected chair
man of the recently appointed trustees 
of the Eastern Massachusetts Street 
Railway, the proposed successor to the 
Bay State Street Railway, Boston, 
Mass., under the conditions set forth 
in the ELECTRIC RAILWAY JOURNAL :for 
Jan. 25, page 210. The trustees will 
not assume the responsibility of oper
ating the property until it has been 
transferred to the new company, prob
ably about April 1. In the meantime, 
they will study the many problems of 
the system and co-operate with the 
various committees in completing the 
reorganization plans. 

Major Joseph Caccavajo, who organ
ized the Nineteenth United States En
gineers, has returned to . New York 
from the French battle front. The 
major, prior to entering the national 
service, was consulting engineer Tor 
New York City subway construction. 
He wears the Croix de Guerre, awarded 
him for extraordinary bra very and 
heroism at the Champagne front. 
Major Caccavajo was a member of the 
general staff of the Thirty-sixth, com
prising Texas and Oklahoma national 
guardsmen. He was in command of the 
American camp near Brest, at which 
36,000 troops were landed daily. 

Capt. J. C. McPherson, just returned 
from army service with the railroad 
engineers in France, has been made 
assistant general superintendent of the 
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Pacific Electric Railway, Los Angeles, 
Cal. Capt. l\'lcPherson served with the 
Pacific Electric as motorman, dispatcher 
and in various ofli.cial positions, includ
ing superintendent, from 1895 to 1913. 
ln June, 1913, he was transferred to 
Oakland as superintendent of the elec
tric lines of the Southern Pacific Com
pany, which also controls the Pacific 
Electric Railway. He remained at Oak
land until he received his commission 
with the army. Jmmediately thereafter 
he was sent to Fra nce and for a time 
was superintendent of terminals at 
Bordeaux, the port through which an 
immense volume of supplies for the 
American army was handled. 

F. K. Edmonston has resigned as su
perintendent of transportation for the 
Illinois Traction System at Peoria , Il1., 
tu become connected with the Wabash 
Railroad a t Moberly, Mo. Mr. Ed
monston had jurisdiction over all the 
Hues west and north of Decatur and 
South of Springfield. He was born in 
Ga1loway County, Mo., on Dec. 1, 1878. 
He was connected with the Chicago & 
Alton Railroad at various places on the 
Kansas City divis ion as student op
erator and agent from April, 1894, to 
September, 1896. He was with the 
Vilabash Ra ilroad a t va rious places on 
th6 Kansas City division as telegraph 
operator, agent, tra inmaster, clerk and 
train dispatcher from September, 1896, 
to September, 1907. He next entered 
the service of the Missouri, Kansas & 
Texas Railroad, with which he con
tinued from September, 1907, to Match, 
1913. He was appointed division su
perintendent of the 111inois Traction 
System, northern. division, on March 
10, 1913, and served in that capacity 
until Aug. 1, 1914, when h e was ap
pcinted superintendent of transporta
ti<"n with jurisdiction as noted previ
ously. 

J. D. O'Keefc, recently appointed re
ceiver of the New Orleans Railway & 
Light Company, New Orleans, La., is 
second vice-president of the Whitney
Central National Bank, that city. For 
three years J\.fr. O'Keefe handled one 
o:f the biggest r eceivership proceedings 
ever instituted in the Federal Court at 
New Orleans-that of the Frisco rail
road. He is a man of wide experience 
in such ma tters, has the complete con
fidence of the public, and enjoys also 
the confidence of the financial interests 
involved in. the r a ilway receivership. 
Moreover, he is especially competent 
to deal with the labor situation. Dur
irig t he Frisco r eceivership when the 
Southern Pncific strike took place, and 
tbe: Frisco car repairers refused to 
work because they thought they were 
being used to repair cars from roads 
on which the men were on strike, Mr. 
O'Keefe settled the matter very quick
ly and satisfactorily. Only recently 
he successfully handled labor troubles 
at the plant of the New Orleans Dry 
Dock Company, of which he is man
aging- secretary. Mr. O'Keefe was at 
one time a member of the Dock Board 
of New Orleans, holding a public office 
very successfull y. His experience has 
thus covered many Jines of endeavor. 

E. K. Stewart has res igned as vice
president a nd cla im adjuster of the 
Columbus Railway, Power & Lig ht 
Compan y, Columbus, Ohio. Mr. Stew
art was formerly genera l manager of 
the road, but relinquished that office 
some time ago that he might accept 
duties som ewhat less arduous. i\.ir. 
Stewart was born in Col um bus in 1845. 
His educationa l advantages were con
fined to the common schools of that 
city. His first work was in a bank. 
He continued in this line until he be
cam e cashier of the P. Heyden & Com
pany Bank. For several years he had 
held a financial interest in the East 
Park Place Street Railway, Columbus, 
which later became the Long Street 
line. This propert y was included in 
the Main a nd High Street consolida
tion and Mr. Stewart remained as an 
officer of the company. In 1892 he 
,vas made vice-president and general 
manager of the Columbus Street Rail
way, the first of several loca l consoli
dations. He r etained that place and 
title in each succeeding enlargement 
of railway activities in the city. Mr. 
Stewart is president of the Case Crane 
Company and of the Columbus Dry 
Goods Company, vice.president of the 
Union National Bank and a director of 
the Columbus Gas Light & Heating 
Company, the Citizens' Savings & 
Trust Company, and other institutions. 
Mr. Stewart thus closes a career of 
more than twenty-five years with the 
1oca1 railways. 

R. 1\1. Howard, manager of a ll de
partments of the Wisconsin Railwey, 
Light & Power Company, except the 
La Crosse Street Railway, h as been 
a ppointed genera l manager for the 
company at La Cross~ succeeding Dean 
Treat, who resigned . Mr. Howard will 
co-operate with Peter Valier, vice
president, who will be resident execu
tive officer, having jurisdiction Q'Ver 
all departm ents including Winona and 
Hatfie1d. Mr. Hownrd has been with 
tbE Wisconsin Railway, Light & Power 
Company since it was organized in 
1913, having previously held the same 
p0si tion for t wo years with the re
ceiver of the La Crosse Water Po,ver 
Company. He ha s heretofore had 
charge of the power and electrical de
partment of the company, including the 
Hatfield dam, the hydro-electric power 
s t&.tion, the power transmission lines 
from Hatfield to La Crosse and Wi
nona, the substations and distribution 
system in La Crosse , the Onalaska 
electric uti lity and steam power sta
tions and electric distribution system 
iu Winon a, and the Winona Street 
Railwa y. P rior to becoming connected 
with t he Wisconsin Railway, Light & 
Power Company, Mr. Howard was gen
eral manager of the Green Bay Trac
tion Company, the Green Bay Gas & 
Electric Company and the Northern 
Hydro-Electric Power Company, Green 
Bay, which have since been consoli
dated under the name of the Wisconsin 
Public Service Company. Before go
ing to Green Bay, Mr. Howa:rd was 
general manager of the Clinton (Iowa) 
Street Railway !or nine years. The 

Wisconsin Railway, Light & Power 
Company is one of the g roup of proper
ties controlled by the Clement C. Smith 
interests. 

J. P. H. De Windt, formerly chief 
of the tra nsit bureau of the Public 
Serv ice Commission for the First Dis
trict of New York, w ill continue with 
the Pratt Engineering & Machine Com
p.:ny, Atlanta, Ga., in the capacity of 
chief of cons t ruction. In the spring 
of 1918 Mr. De Windt was requested 
b y the Pratt Eng ineering & Machine 
Company to assume charge as fi eld ex
ecutive of the const ruct ion of a $7,-
000,000 picric a cid pla nt at Little Rock, 
Ark., being erected a nd equipped for 
the govern ment. In or der t o take 
up this work Mr. De Wind t was 
gran ted a leave of a bsence wi thout pa y 
f or three months by the Public Serv. 
ic~ Commission. At the e xpiration of 
this period, however, the work had not 
been completed and as Mr. De Windt .. l, 
f urther serv ices wer e essentia l to the 
carr ying out of the construction the 
government authorities refused to re
lease him. ln consequence he tendered 
his :resignation to the commission ef
fective on the expiration of his leave 
of absence. Mr. De Windt was for 
some time v ice-president and general 
manager of the Birmingham Railway, 
Light & Power Company, Birmingham, 
Ala., and while with t hat company was 
assigned in addition to his regular du
ties to considerable engineering work 
wi th the American Cities Company, by 
wr..ich the Birmingham property is con
h'olled. As noted previously in the 
ELECTRIC RAILWAY JOURNAL., Mr. De 
,vindt has been succeeded with the 
Public Service Commission by George 
~•- Daggett , former assistant secretary 
of the commission. 

Obituary 

A. R. Walbridge, recently appointed 
receiver for t he St. P aul (Minn.) South
ern Electric Ra ilway, died at his home 
in Hastings, Minn. , on Jan. 15. Mr. 
Walbridge was prominent in Hast ings 
in business a nd social circles and was 
also well known in St. Paul and Min
neapolis. H e is survived by his w idow 
and t wo daughter s. 

Percy Dwig ht B enders, auditor for 
t he Chicago, Ottawa & Peoria Rail
way, Ottawa, Ill, died recentl y at his 
home in Ottawa, following a n illness 
of several mon ths. Mr. Renders was 
bcrn in Ottawa in 1882, and practica lly 
all his life has been spent in that city. 
His education was obtained in t he 
schools of Ot tnw::i and the University 
of New York. Af te r fitting himself 
for commercial life, he entered the em
ploy of George W . Reed & Company, 
later going with the First National 
Bank. Eleven yea rs ago he became 
connected wi th the Chicago, Ottawa & 
Peoria Railway and was advanced sev
eral times, fin a lly becoming auditor. 



Manufactures and the Markets 
DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE MANUFACTURER. 

SALESMAN AND PURCHASING AGENT 

ROLLING STOCK PURCHASES BUSINESS ANNOUNCEMENTS 

Prevailing Condition in 
Wire Market 

New· Standards Discontinue Certain 
Grades in Small Sizes-Easier Manu

facture of Circ.I\lil Sizes 

,January is hardly the time of year 
to look for heavy buying in the 
wire market. \Vhile the month has 
provided few orders of a large size, it 
has created a market for small amounts 
in many instances. Only absolutely 
necessary extensions have been made, 
but considerable maintenance and re
pair work has been carried into effect. 

STEADINESS IN PRICE ANTICIPATED 

With the departure last week of the 
committee of copper producers for 
Europe, the price of copper will prob
ably hold rather steady until word from 
them is received. Since the price of 
wire depends largely on the price of 
the base copper, as soon as the large 
buyers have decided that the bottom 
level has been approximately reached, 
the larger orders may be expected to 
come in. The price of copper in most 
cases has been on a 23-cent base, but 
one case is known when it has been 
as high as 27. Some of the smaller 
producers have been selling as low as 
the 20--cent base, but it is probable 
that as soon as their stock becomes 
pretty well depleted they will raise 
their price somewhat. Quotations in 
the open market this week went below 
20 cents for spot shipments of electro
lytic. Little copper is being sold to 
the wiTe manufacturers, as their stocks 
a:-1 a rule are ample for current produc
tion at prevailing wire prices, 

INQUIRIES SHOW SATISFACTORY 

CONDITION 

There have been many inquiries re
ceived by the larger wire producers for 
quotations on large orders. One manu
facturer has a standing order which 
is to take effect when he, the manu
facturer, is satisfied that copper has 
become satisfactorily !ow a nd stable. 

Some inquiries on bare trolley wire 
have come from South American coun
tries. In the South the month of 
February should begin to show a n in
crease, but thr oughout the country 
generally buying in any large amounts 
will probably not be felt before March 
and April. Where in season there 
would be found an order for 30 or 40 
miles of trolley wire, there is now 
found nearer 2 or 3 miles. 

There have likewise been .inquiries 
for copper-clad trolley wire for both 
foreign and domestic use. Until the 
metal market shall have found itself 

substitutes are being used. There have 
been cases where bare copper wire has 
been used, a lthough copper-clad may 
have been more desirable, just as where 
in one case in South America con
denser tubes have recently been made 
of iron, even with their short life, 
a:; being cheaper in the end than 
present copper. Deliveries in bare 
trolley wire a r e running three to four 
weeks, as it is not stocked; it is, how
f.:Ver, kept in rods. 

Considerable standardization on rub
bE-r-covered wire and cable has been 
effected. Code, 30 per cent and 40 
per cent are insulation standards. No. 
8 B. & S. gage and smaller rubber
insulated N. E. C. with double braided 
wire and twin wire will not be manu
factured. Single - conductor single -
braid will be substituted therefore. The 
number of standard colors of flexible 
cords has been limited to black, green, 
yellow, red and white. Lamp cord and 
brewery cord are the standard types 
of N. E. C. flexible cords. 

CHANGE IN WIRE STANDARDS 

In the manufacture of stranded con
ductors cables of even diameters have 
been eliminated and approximate di
ameters substituted therefor, Thus 
,vhere 400,000 circ.mil is called for a 
cable of thi r ty-seven strands of No. 10 
B. & S. gage wire, giving 384,095 circ.
mil will be sold, The same will hold 
good for other sizes. In some 
cases the approximate size will be 
rearer the even hundred than in the 
above instance, but in no case will it 
be very far off. There are the same 
number of steps between the present 
No. 16 and 2,000,000 circ.mil as for
merly, and each step approximates 
more or less closely the former cor-
1·esponding step. 

Railway Material for Sale by 
Government 

Equipment valued at $10,000,000 and 
owned by the United States Spruce Pro
duction Corporation, with headquarters 
in Portland, Ore. , is to be sold and 
sealed bids for the same will be received 
by the sales board in the Y€on Build
ing· in that city up to Feb. 15. 

The equipment, which consisted of 
everything from picks and shovels to 
complete railroads and mills, contains 
many items of interest to the electric 
railway field, as follows: A. C. motors, 
440-volt, three-pha se, 60-cycle, 3 to 75 
hp., with or without starters; 2581 tons 
new 60-lb. rails; 5030 tons 67½-lb. new 
ra ils; 2910 tons new 80-lb. rails, besides 
a number of standard automobile trucks 
of U to 5-ton capacity, 

Outlook on Rail Bonds 
Hopeful 

Further Reduction This Past ,veek 
Said to Bring Price to 

Bottom Level 

This track accessory has pretty con
s istently followed copper in price move
ment for some time. When copper, the 
cost of which enters so materially in 
the cost of the finished bond, rose some 
time ago the rail bond's cost followed 
it up, and came down with it early 
this winter. In the last two months 
d iscounts from list for rail bonds have 
increased from 10 per cent to 17½ per 
nnt, and early it was brought up to 
20 per cent. With this last drop in 
price it is predicted in the trade that 
the bottom level has been reached. 

Distributers are of the belief that 
buying should be quite active this 
spring as electric railways have not 
kept their maintenance in this line up 
to the standard for the past four years. 
Most new orders from traction sys
te:ms fol' bonds, the trade reports , have 
been for short extensions, no large new 
lines having been laid. 

There have been many inquiries re
ceived by manufacturers for quotations 
on fair sized orders for this country, 
and others have come through from 
Europe, notably France, Spain and 
Sweden. There is no difficulty with 
deliveries as in most cases they could 
come from stock. 

Mild Winter Easy on Car Glass 
Although there has been a very dull 

market for car window glass in the 
United States, within the last two 
weeks 125,000 boxes of glass have been 
reported on order from France. How 
much of this '"W'ill find its way into roll
ing- stock is not known, but returning 
soldiers bring reports that French 
rolling stock is virtually being operated 
as open cars. Discounts on car 
window glass, single strength, A and 
B quality, remain at 77 per cent, while 
double strength remains at 79. Main
t enance orders have been the only ones 
of account from the traction systems. 
Ordering for one month's requirements 
is now taking the place of the former 
practice of placing orders for six 
months' requirements by one elevated 
railway in the East. The very open 
and mild winter in the East has had 
cC'nsiderable to do with the small main
tenance orders. 

Little car ·window glass is being 
stocked either at the factory or locally. 
Orders are being filled at the factory 
in from two to three weeks. 
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Trade Notes 

W. J. Ritchie & Company, Sheffield, 
England, steel manufacturers and engi
neers, have moved their London office 
to 9 New Broad Street, E. C. 2. 

Steel City Electric Company, P itts
burgh, Pa., has appointed R. S. Wake
field its representative at Dallas, Tex. 

William K. Swift, Philade1phia, Pa •• 
has become associated with the sales 
department of the Bound Brook Oil
less Bearing Company, Bound Brook, 
N. J. 

Phoenix Utility Company, 71 Broad
way, New York City, is the new name 
for the Phoenix Construction Company. 
This company, which handles used ma
chinery and equipment, had its name 
changed because of the existence of two 
different construction compa nies with 
the same name. 

J. C. Hill, pioneer street car ad ver
tising man of Kansas City, and for 
twenty-four years head of the Central 
Advertising Company, has recently an
nounced his retirement from the active 
advertising field, and the disposal of 
his interests in the company to Barron 
G. Collier of New York. Mr. Hill is 
retained on the board of directors of 
the Central Advertising Company and 
wi11 maintain his office at 311 Bryant 
Building. He did much to bring street 
car advertising to a high level and 
incorporated many new ideas. 

Roller-Smith Company, New York 
City, announces the appointment of 
J arnes E. Wood as manager of its Cleve-

land office, located at 711 Williamson 
Building. Mr. Wood assumes the posi
tion formerly held by C. S. Ripley. Mr. 
Wood has been engaged in telephone 
development, first with the Screw Ma
chine. Products Corporation of Provi
dence and later with the Western Elec
tric Company at Chicago. Recently he 
has been with the government in radio 
work. The Roller-Smith Company also 
announces the opening of a Detroit office 
in the New Telegraph Building, in 
charge of C. H. Nicholson, who 
was formerly connected with the Chi
cago office of the company. During the 
war Mr. Nicholson was with the Signal 
Corps. 

Drew Electric & :Manufacturing Com
pmy, Indianapolis, Ind., manufactur
er of line materials and electric rail
way supplies, announces the appoint
ment of R. B. McDonald as sales 
engineer. Mr. McDonald has been 
pTeviously identified as an engineer 
in the electric a nd traction field 
and his past experience and knowledge 
o{ engineering requirements will again 
be available with Drew specialties. 
Frederick B. Schafer, formerly adver
tising and sales counsel on the staff 
of the McGraw-Hill engineer publica
tions, will direct the publicity and sales 
of the Drew company. The Drew Elec
t ric & Manufacturing Company has 
completed its biggest year and enters 
tl:.e new year with the most promising 
plans. In the opinion of James H . 
Drew, president of the company, the 
central stations and the electric rail
way :field are facing one of the most 
successful periods ever experienced in 
their history. 

Rolling Stock 

Stockton (Cal.) Electric Railroad will 
shortly begin remodeling one of its 
older type cars and install safety de
vices. 

Stark Electric Railroad, Alliance, 
Ohio, expects to purchase this year two 
quadruple motor equipments and trucks 
for two interurban cars. 

Southwestern Gas & Electric Com
pany, Texarkana, Ark., lost its carhouse 
and twelve cars by fire on Dec. 21, caus
ing a loss of about $100,000. 

Evamff il1e (ind.) Railways, which 
was recently sold to the Evansville & 
Ohio Valley Railway Company, expects 
to purchase several new cars. 

Bamberger Electric Railroad, Salt 
Lake City, Utah, has rebuilt in its own 
shops, six excursion cars which had 
been burned in the fire at the com
pany's Ogden carhouse last May, as 
reported in these columns of May 25, 
1918. A number of other cars are to 
be rebuilt so that the road will be 
suitably equipped with rolling stock 
when the resort season opens. 

Ne,., Advertising Literature 

Repub1ic Engineers, Inc... 60 Broad
way, New York City: Bulletin on 66,000-
volt transmission line in Mahoning 
Valley. 

Heine Safety Boiler Company, St. 
Louis, Mo.: Booklet, "The Heine Idea," 
describing its boilers and superheaters. 

NEW YORK METAL MARKET PRICES OLD METAL PRICES-NEW YORK 

Copper, ingots, cents per lb 
Copper wire base, cents per lb 
Lead, cents per 1b .... 
Nickel, cent s per lb 

~~ti!~~=~!sr l br ~~ : ............. . 
Aluminum, 98 to 99 p er cent., cents per 

lb. . ..... 

D ec. 5 
26 

28 . 75 
7. 05 
40 

8. 75 
t 72.50 

t33 . 10 

t Government price in 50.-ton lots or more' f. o. b . plant. 

J a n. 30 
19 

28 . 75 
5. 50 
40 

7. 00 
t 72. 50 

t33. 10 

lleavy copper, cents per lb. 
Light copper, cents per lb . 
R_c-d· brass, cents per lb . . 
Zinc, cents per lb ......... . 
Yellow brass, cents per lb . . . 

~l:et~~~'J~/C~fc~;~.1: ~~ ~-~t· i~~--- .. 
Old rarwhccls, Ch irago, per gross t on 
Steel rails (scr ap), Chirago, per gross ton 
Steel rails (relaying), Chicago, gross ton 
l\1achine i;h0p turnings, Chicago, n et ton 

D ec. S 
21.00 to 21 50 
17 .00 to 17 . 25 
21.00 to 21.50 
7.00 t o 7 .50 

13 . 00 to 13 . 50 
5. 75 t o 6 00 

$41 . 52 
$29 00 
$34. 00 
$60. 00 

$16 .00to $16 .50 

Jan. 30 
15 .50 to 16.00 
12. 00 to 12 . 25 
9.00to 9.50 
5.00to 5.25 
7 . 00to 7.50 
4 .50 to 4 . 75 

$28. 00 to $30 . oo 
$24 OOto $25. 00 
$22 .00 to $23.00 
$50 oo to $55. 00 

$6.SO t o $7.50 

ELECTRIC RAILWAY MATEl{JAL Pl{JCES 

R ubber-covered wire base, ~ew York, 
cents per lb. ...... . . . . . . . . . . . 

Weatherproof ·wire ( 1 00 lb. lots), cents 
per lb., New York . ... , ......... . 

Weatherproof wire (J OO lb, lots), cent s 
per lb., Chicago ... 

Trails (A. S. C. E. s tandard) , per gross 
ton ..... , ...... , .. .. . , ...... . .. . 

Trails (A. S. C. E. standard), 100 to 500 
ton lots , per g ross ton ....... ... ... . . 

Trails (A. S. C. E. standard), 500 ton 
lots, per gross ton .. ...... , . . . . . 

Trail, high (Shangh ai), cents p c- r lb .. 
Rails, girder (grooved), cents per lb .. .. 
Wire nails, Pittsburgh, cents per lb 
Railroad spikes, drive, Pittsburgh bas<', 

n:rit~i:rs;il!~; SC~~~; 'Pfr.tSbU~gh 'bO:Sc·, 

Ti:e;li:t~:(J~t typ-~)·,·~~~iS per lb .... 
Tie plates (brace tvpe), cents per lb , . . 
Tie rods, Pittsburgh base, cents per lb . . 
Fish plates, cents per lb 
Angle plates, cen ts p er lb 
An ~le bars, cents per lb . . . . . . . . , . . 
Rail bolts and nuts, Pit tsburgh base, 

cents per lb ........... . . .. , ... . 

~1~~t~~~~.p~t!~t?J4hg~!~i~ ~ift1l~~~ii-, 
Sh~:~\~~~ ~~i,.;a~i~Cd "(i4. gU~C) ,· Pi its~ 

burgh, cen ts p{'r lb - . . 
Galvanized barbed wire, Pittsburgl1, 

cents per lb 

D ec. 5 

34 

38 . 75 to 40.00 

38 75 to 39. 76 

$70 . oo to $80 . 00 

$67 . 50 

$62. 50 
4~ 
41 
l l 
4 } 

4 90 
*2. 90 

*5 . 00 

*6. 25 

4.35 

Jan. 30 

27 

30. 75 

32.76 to 36.75 

$60.00 to $65 . 00 

$5 7. 00 to $60. 00 

$55.00to $60.00 

3½ 
3. 90 

4 9() 
2. 70 

4 55 

5. 60 

*4 35 

G alvanized wire, ordinary, Pit tsburgh, 
cents per lb . ... ,, ... . ..... . ... . 

Car wind ow glass (s ingle strength). first 
three brackets, A quality, J\'ew York, 
discount t . . . . . . . . . .. · · · 

Car window glass (single strength, first 
three bracket s, R quality), :N"ew Y ork, 
d iscount .... ... .... . 

Car window glass (double strength, a ll 
sizes AA qua lity), NewYmkdiscount 

W ast e, wool (according to grade), cents 
per lb .. , .. .. , .. .. .. . . , ... . . 

W aste cotton ( JOO lb. bale) rents per lb. 
Asp halt, h ot ( 150tonsminimum) per t on 

d cli,-ered . . . . . . . . . . . . . 
Asphalt, cold ( 150 t ons minimum, pkgs. 

weighed in, F. 0. B . plant, Maurer, 
N. J .),perton . .... . . . . 

Aspha lt fi ller, per t on .. .. . ..... . 
Cement (carload lots), r,,~ew York. p c-r 

bbl ..... ,... . . . . . . . . . . 
Cement (car]o(Ld lots), Chicago, JX' l" hbl . 
Cement (carload lots), SeattlP, pe r bbl .. 
Linilc-Pd oi l (raw, S bbl. lot;.), K ew Y ork, 

Li~~!fct1~ii · (b~iil, ~1-, · 5 · bbi ." i~is) ·, · f...;ew 
York, per gnl. . . . . . . . . . . . . 

White !!'ad 11 00 lh. keg) , ::\'ew Y ork, 

T::;r~~s~; IE1,i.·1~·t ~): 'N"0~,; i ; or·k·, ('·f:n:t~ 
per g11.-"-"'.;:-"i· . . 

D ec. 5 

3. 95 

77':o 

n c;;_ 

7~ 

13 to JS 
12} to 13 

$38 50 

$42 . 50 
$45 . 00 

$3 20 
$3. 34 
$3. 68 

+$1.63 

$! I 65 

14 

64 

J an. 30 

J 95 

77';,; 

11c;, 

79', 

1; 
12 

$43 . 00 
$45 00 

$3 20 
$3. 34 
$3. 68 

$1 48 

$1. 55 

13 

75 

~VC'fnm r nt p1ice. t T!, f':at' pri~t>s nrl' f o. b , works, wit\, b oxing ch:i.rgr~ 
C',:tra. 

t Bid price, no quotatif>n 
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Franchises 

Cardin, Okla.-.James H .. McNicho1as 
and associates have asked the City 
C,:uncil of Cardin for a franchise to 
construct an electric line on Main 
Street or Jefferson Highway. 

Dallas, Tex.- The City Commis
sioners of Da llas have granted to the 
Dallas Railway an extension of 9 
months in which to carry out the pro
visions of its franchise involving the 
expenditure of $1,200,000 in improve
ments a nd betterments. The improve
ments ca11ed for include extensions of 
severa l lines, two new lines, laying of 
heavier rails in connection with paving 
on several streets and betterments in 
the service in various respects. The 
new lines will be the Oakland Cemetery 
line and · the Oak Lawn and City Hos
pital extensions. 

Track and Roadway 

Denver & Interurban Railway, Den
ver, Col.- A bond issue of $100,000 has 
been voted by the city of Fort Collins 
for the purchase of the local lines of the 
Denver & Interurban Railway in Fort 
Collins. Of this a mount, $25,000 will be 
spent by the city in improvements. 

Peoria & ChiHicothe Electric Rail .. 
way, Peoria, 111.-At the recent an
nual meet ing of the Peoria & ChiJli .. 
co the E lectric Railway, which proposes 
to construct a line between Peoria and 
Chillicothe, John F. Lynch was elected 
president, A. 0. Brock elected vice
president, W. E, Emery re-elected 
sl'c r et ary and E. A . .Mitchell re-elected 
treasurer. [ March 2, '18.J 

Indiana polis Traction & Terminal 
Company, India napolis, Ind.-As soon 
as weather conditions permit concrete 
construction, the Indianapolis Traction 
& Terminal Company will begin work 
on permanent double tracks on South 
Street from Delaware Street to Vir
g inia A venue. In the meantime, -the 
company will construct a temporary 
single track on South Street from Dela
ware to A labama Streets, on Alabama 
to Louisiana, thence east to Virginia 
Avenue, for the use of the interurban 
cars of the India na poJis & Cincinnati 
Traction Company a nd the Interstate 
Public Service Company. 

Arkansas Valley Interurban Railway, 
'\\' ichita, Kan.-This company r eports 
tha t it pla ns to construct 4 mi les of new 
track during 1919. 

New Orleans, La.-A conference will 
be held on Feb. 27 and 28 to arrange 
plans for the construction of a proposed 
municipally-owned electric interurban 
railway to connect New Orleans, La., 
and Mobile, Ala., with all of the Mis
sissippi coast towns. All of the cities 
and towns a long t he route of the pro
posed int erurban will send commission
ers to lay the groundwork for building 
the line. Among t he plans to be con
sidered ,vilJ be the construction of by. 
dro-electric plants on streams near the 

coast to generate current for the inter
urban system. The conference will ar
range for estimates of the cost of the 
railway and lakt steps to prorate the 
bonds among the municipalities inter
ested in the enterprise. [ Nov. 9, '18.) 

Kansas City (Mo.) Railways.-The 
citizens of Independence have voted a 
loan of $50,000 to the Kansas City Rail- · 
ways for the extension of the Inde
pendence line from its north terminus 
at Liberty Street to Sugar Creek. 

Interborough Rapid Transit Company, 
New York, N. Y.-Announcement has 
been made by Travis H. Whitney, act
ing chairman of t he Public Service 
Commission for the First District of 
New Y01·k1 that the Clark Street sub
way of the Interborou gh Rapid Transit 
Company will be opened for service by 
April 1. 

Golds boro (N. C.) Electric Railway.
A report from this company states that 
it w ill reconstruct 1 mile of track in 
1919. 

Columbus, N,w Albany & Johnstown 
Traction Company, Columbus, Ohio.
This company reports t hat during 1919 
it will r econstruct 1 ½ miles of track, 

,Vindsor, Essex & Lake Shore Rapid 
Railway, Kingsville, Ont.-A report 
from the Windsor, Essex & Lake Shore 
Rapid Railway states that during 1919 
it expects to replace the trolley wire on 
36 miles of its line or install steel aux
iliary wire under its present trolley 
wire. The com pany wilJ also replace 
10,000 ties . 

London (Ont.) Stre,t Railway.-This 
company reports that it w ill purchase 
2 miles of No. 00 wire during 1919. 

Dallas (Tex.) Railway.-Announce
ment has been made by the Da llas Rail
way that it is ready to proceed with 
the improvement of its tracks on Jef
ferson Avenue from Lancaster Avenue 
to Polk Street, a distance of about 2 
miles, in connection with the repaving 
of this thoroughfare. The company 
wil1 lay heavier 1·ails and pave that por
tion of the street between and under 
its tracks. This is the largest paving 
job to be undertaken by the city this 
year and will involve an expenditure of 
nearly $200,000 by the traction com
pany. 

Newport News & Hampton Railway, 
Gas & Electric: Company, Hampton, 
Va.-This company reports that dur
ing 1919 it expects to purchase 2900 ft. 
of 500,000-circ.mil feeder cable, 5400 
ft. of 300,000-circ.mil feeder cable and 
32,000 ft. of 4/ 0-circ.mil feeder cable. 

Seat t le, Wash.- Plans are being 
worked out and will be recommended to 
the Public Service Commission of 
Washington by R. H. Thomson, former 
city engineer of Seattle, for the con
struction of two large freight yard 
terminals, one to serve Seattle and 
Tacoma a nrl another to be accessible on 
north to Seattle and Everett, in order 
to relieve the congestion of freight at 
Puget Sound cen ters. Tentative plans 
provide for the electrification of all 
rail lines serving the proposed termi
nal facilities. 

Power Houses, Shops 
and Buildings 

Fort Smith Light & Traction Com• 
pany, J"ort Smith, Ark.-The Fort 
Smith Light & Traction C.Ompany has 
completed an addition to its boiler room 
and has insta lled one 600-hp. B. W, 
boiler and one 3000-kva. General Elec
tric generator. 

Hagerstown & Frederick Railway, 
Hagerstown, Md.- Fire recently de
stroyed the substation and warehouse of 
the Hagerstown & Frederick Railway 
at MyersviJle. Plans are being made 
for rebuilding the structures. 

Boston (Mass.) Elevated Railway.~ 
The Public Service Commission of Mas
sachusetts has granted the Boston Ele
vated Railway an extension of time un
til July I in which to begin construe .. 
tion of subway and terminal facilities 
in connection with t he continuation of 
the elevated railway service to Everett. 
The actual building of the new line 
from Sullivan Square is practically com
pleted, and is expected to be in opera
tion with a temporary terminal in Ev
erett within two months. 

Southern Power Company, Charlotte, 
N. C.-lt is r eported that the South
ern Power Company, which furnishes 
energy to the Piedmont & Northern 
Railway, wi11 begin a mammoth power 
development on the Catawba River 
early in the summer. According to the 
report, two big dams and power plants 
will be built-one at Rhodhiss and the 
other at Horseford Shoals, Z miles be
low Rhodhiss . 

Oklahoma (Okla.) Railway.-A new 
turbo-generator is being installed by 
the Oklahoma Railway in its Belle 
Isle power house, at an ap})roximate 
cost of $125,000. A new automatic 
machine fo r shoveling coal has also 
been installed at the power plant at a 
cost of $75,000. 

Pennsylvania Central Railway, Johns
town, Pa.- This company reports that 
during 1919 it will purchase one 1200-
volt d.c. rotary converter equipment for 
its power house. 

Bamberger Electric Railroad, Salt 
Lake City, Utah.-This company con
templates purchasing one automatic 
substation equipment to convert pres
ent manua l control. 

Lewiston-Clarkston Transit Company, 
Clarkston, \Vash.-This company re
por ts that it will purchase a new motor 
generator set. 

Puget Sound Traction, Light & Power 
Company, Seattle, \Vash.-Plans are be
ing prepared by the Puget Sound Trac
tion, Light and Power Company for the 
construction of a one-story concrete 
structure to be built at the Jefferson 
Street substation to house lightning 
arresters. 

Tacoma (Wash.) .Municipal Railway. 
A report from the Tacoma Municipal 
Railway states that a new 1000-kw. mo
tor generator set will be purchased in 
1919. A new shop will be built and 
fully equipped, 




