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Vol. 54, No. 15 Baltimore and New York October 11 , 1919 

As THE REGULAR issues of the ELECTRIC RAILWAY 
JOURNAL are not appearing, owing to printing eondi

tions in New York, we have enlarged this issue of the Con
vention Daily to give -the report of the Atlantic City Con
vention and the final hearings of the Federal Electric Hail
ways Commission at Washington. When we are able to 
resume printing in New York, we shall begin with the issue 
of Oct. 4 and will follow that with other issues which have 
not appeared. We believe that the proceedings of the 
Atlantic City Convention and the study of the electric rail
way situation which is being made by the Federal Commis
sion at Washington are the most important events of 
electric railway interest during the year. Hence, we need 
not apologize ~o our readers for devoting all the space in 
this number to these two vital topics. 

Lessons of the Convention 

THAT a brighter day is dawning for the industry seemed 
to be the happy thought of the thousands of delegates 

who left Atlantic City last week at the close of the thirty
eighth annual convention of the association. A note of 
optimism was in the air, and despite the dangers which 
still threaten the railway utilities, the change in public 
attitude toward transportation agencies now apparent ap
peared to have given a hopeful impetus to the men on whose 
shoulders the burden has been carried during several critical 
years. From Hedges to Harries this call for closer co
operation and courage was sounded in the various meetings. 

While the general registration was somewhat below that 
of the 1916 gathering, the atteudanre at the sessions of the 
American Association as well as of the affiliated associations 
was larger and more enthusiastic. As expected, interest in 
fare problems predominated. The members let it be known 
that the thorough threshing out of the electric railway prob
lems in Washington had begun to show results in their own 
localities. Leaders of the industry who gave their time 
and effort to work on the Committee of One Hundred must 
have felt compensated in the general acknowledgment that 
their endeavors had borne fruit. Another notable feature 
of this convention was the active participation of manu
facturers in several association meetings-particularly in 
the discussion of safety car and fare-collection problems. 
Co-operation of this sort will continue and be productive 
of helpful suggestions. Action taken last week allies the 
manufacturers with the A. E. R. A. on a permanent basis, 
and the industry will be better able to cope with its problems 
because of this solidified organization. 

General Harries referred to the contest between the 
irresistible and the immovable-the irresistible increase in 
operating expenses and the immovable rates of fare. 
Those who were fortunate enough to take part in this ron
vention must feel that while operating costs may not de
crease for years to come, the fare situation is improving. 

The public has been aroused to a consciousness of the 
truth. 'fhe electr ic railways will be saved. These thoughts 
have strengthened the morale of railway leaders. With a 
new sense of courage the forces of fair play must prevail. 

The Outcome of the Washington Hearings 

THE Washington hearings have been concluded. The 
all-absorbing question is now as to the outcome. A vast 

a.mount of testimony has been presented and certainly the 
commission has heard about every possible conception of 
the situation, even some so unsound as to be ridiculous. 
But there has been full and free recitation of facts and 
opinions from eminent authorities, and based on these, 
whatever the commission Dlay recommend as an unbiased 
national tribunal free from all local prejudices and petty 
politics, cannot but make a profound impression upon the 
public in general. It seems to have been so thoroughly 
established that the difficulties of the railways are very real 
and are the result of causes largely beyond their control, 
that the commission's report must surely endeavor to set the 
public right on this and on the essential character of the 
industry. And we belieYe the work of the commission will 
have a great influence for rational and fair dealing. 

Perhaps this probable phase of the report, serving to 
clarify the public mind and tone down its antagonistic 
attitude, will be the greatest arromplishment of the com
mission's sincere endeavor. •The commission is without 
direct power and can only give shape and the force of its 
eminence to broad recommended principles for the guidance 
of local communities in working out their own specific prob
lems. So, with the report of the Federal Commission made 
public, attention will again revert to individual companies. 

It seems to us after having heard the full hearings, that 
the settlement of the individual railway problems will in 
general rather naturally follow two consequences. Those 
companies which can restore their credit under a reasonable 
service-at-cost franchise providing an automatically flexible 
fare and at present a slightly higher fare and income, will go 
on as priYate corporations. Those companies which are 
unable to restore their rredi t will be forced to the use of 
the credit of the state or municipality, which sooner or later 
means some form of public ownership. 

That there will be considerable tendency toward the latter 
solution seems inevitable, for the public in some communi
ties is so antagonistic that it would do anything rather 
than help the company c-ontinue in control. But the way 
is surely being paved for better conditions of operation 
under either the one plan or the other, and, broadly 
speaking, the end of the black clouds ran be seen in the 
distant sky, from under which our essential industry must 
emerge and be restored to a sound basis. There will be more 
receiverships, but undoubtedly the anxiously awaited report 
of the commis~ion will be the beginning of a better rra. 
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Wage Scales Must Be on Reasonable Basis 
I 

In an Address B efo re th e Am erican Electrir; Railway Association Atlantic City Con-
vent ion President J. JI. Pardee Outlined Principles Which N eed Consideration in 
Wage Adjustments-JI e Paid a T ribute to the lVork of the A ssociation's "Committee 
of One JI undred " and to t li e Loyalty of the JJfanufacturers in the JJf embership 

THE t hirty-eighth annual convention of the American 
.1£lectric Railway Association was held at Atlantw 
City, N. J., on Oct. G-1 0. T he first session was called 

to order at the Greek 'l'emple about 10 o'clock on Oct. 'i by 
President J. H. Pardee, who presented the annual address 
of the president. Among other 
things President P ardee said : 

The past two years have been 
fraught with events of great 
moment to the world. The 
changes set in motion by the war 
have had a marked effect upon 
our political, social and indus
trial life, and upon no industry 
has this effect been more pro
nounced than upon that in 
which we are all engaged, so that 
even the continuance of the ser
vice which we are rendering is 
in doubt. 

The question as to the con
tinued life of the electric rai l
way industry is in the first in
stance a question of cost, whether 
the price of the product which 
we are producing can be brought 
into such relat ion to i ts cost as 
will enable us to furnish the ser
vice which the needs of the pub
lic require and to attract into our 
business the capital necessary for 
the rendition of this service. 

Excessive wages are a tax upon the fares, inefficient 
labor is similarly a tax and the adjustment of wages is a 
matter ".'hich vitally concerns those who use street rail
way service. 

In this adjustment the public is represented by the man
agement of the electric railways. 
The efforts of these manage
men ts towards maintaining a 
reasonable wage level is exer
cisej for the public, and the rail
ways thus become the agents of 
the public in the disputes that 
arise in consequence of labor}s 
demands. 

D ETERMIN ATION OF WAGE 

SCALES 

It is evident that the predomi
nant fa ctor in this is the cost of 
labor, and that the enti re 15rob
lem of so-called " low fares " is 
largely a problem of increasing 
the efficiency of labor as well as 
management and of adjusting 

J . H. P ARDEE 

In the negotiations which are 
constantly going on between 
labor and these public utilities, 
the utilities have, through a com
bination of circumstances, bem1 
barred from bidding in the opeu 
market for the labor necessary to 
operate the properties. When 
the national administration set 
up , the National War Labor 
Board as a body arbitrarily to 
fix the recompense for labor, it 
but accelerated the development 
of a method which was even be
fore this time establishing itself 
in industry. The war has ended 
and the activities of the War 
Labor Board have ceased, but the 
method of fixing wages through 
arbitration and by the award of 
some tribunal has been so firmly 
planted that unless conditions 

wages upon a scale commensurate " ·it h the senice that is 
performed. r_t'he return that capital shall receive does not 
primarily enter into the proposition at all. Today this 
return has practically ceased, with the result that the credit 
of these utilities is so impaired that the money needed fo r 
extensions and improvements and the introduction of eco
nomical devices, all working to the reduction of the cost 
of service, is no longer forthcoming. Iiwestment in public 
utility enterprise is not and cannot be controlled by the 
government. Those who possess savings, which are capital, 
are free agents as to the disposition of those savings, and 
they will invest them only in those enterprises where a fair 
return is in prospect and where the safety of investment 
is assured. In consequence, these increased costs must be 
borne either by the users of the service, through an increase 
of fares, by a reduction in the cost of operation, or by the 
taxpayers through subsidies, or by all three. As a practical 
matter, however, under present goYernmental supervision, 
it is the public that pays, either through increased fa res or 
decreased service, so that the question of wages is a matter 
between the wage earner and the passenger. 

..... 

rnstly change, it is this method that will be pursued for a 
number of years to come. As practical men we must accept, 
for the time being at least, the system which has thus come 
in to being, and our efforts should be directed towards per
fe cting this machinery so that substantial justice may fol
low, not only for the wage worker, but for the public, which 
pays the wages and the representatives of which we are. 

It is evident to me that in some way and somehow stand
ards must be created by which wage scales may be formu
lated and the amount and character of service rendered for 
these wage scales be definitely determined. In the present 
crisis which confron ts us, efficiency of labor as well as 
management is essent ial to a proper solution of the electric 
railway problem. The public has a right to demand from 
the management, and from labor under the management, 
the highest degree of efficiency obtainable. It is as true in 
our business as it is true in any other branch of human 
activity that the prices of the product and the price paid 
fo r creating the product depends upon the amount of 
production, and that we cannot continue to decrease pro
duction and increase wages unless the price obtained for the 
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product is vastly increased, which in the last analysis means 
that the rewards for this service shail come, if they shall 
come a.t all, from the labor and efficiency in other branches 
of industry. 

Collective bargaining is the basis of the method of wage 
adjustment under which we are now working, and collective 
bargaining argues a monopoly. The law of supply and 
demand is abrogated and the law of competition as a regu
lator of prices is set aside. Regulated monopolies are in 
many instances desirable. The business of local transpor
tation, for instance, should, in the interest of the entire 
people, be a regulated monopoly, but an unregulated 
monopoly is abhorent alike to economic law and to the 
system of government under which we in the United States 
are living. Arbitration between one responsible party and 
one irresponsible party..has never and can never be produc
tive of permanent good or for long serve to settle disputed 
questions. If labor is to enter into an agreement as to 
its wages, then labor must assume responsibility for the 
carrying out of the agreements. If labor is to be allowed 
the privileges of collective bargaining for its services, then 
the agencies through which their collective bargaining is 
done must be endowed with some corporate personality 
which can be held to account for the maintenance of its 
agreements and the carrying out of the awards made by the 
tribunals to which it submits its claims for adjudication. 
If the privilege of collective bargaining be granted to 
labor by the public, steps must be taken to prevent that 
privilege from being converted into a bludgeon with which 
to coerce the public into compliance with extortionate de
mands. Strikes upon regulated public utilities are not 
directed against capital to secure a fair share of the profits 

• of the industry-they are in fact directed against the pub
lic. They are, when proper means of arbitration are pro
vided, a crime against the public and should be so treated. 
· These are the facts of a situation that is too little 

realized by the people of this country, who have been edu
cated to the idea that the question of wages is a question as 
between capital and those who work with their hands and 
have lost sight of the fact that they as individuals and as a 
class are directly interested in the great problem. In the 
case of the public utilities, already regulated and already, 
through the operation of laws or because of economic rea
sons, cut down to the lowest possible return that will secure 
the capital needed for their continuance, the issue is par-
1.icularly clear-cut. It cannot be too forcibly brought to the 
attention of the public that such increases in street railway 
fares as have occurred in this country are due not to the 
demand of capital for increased return or for the continu
ance of the return already being received but to the neces
sity of providing revenues to meet the increased demands
and I am not here arguing as to the justice of these de
mands-of the wage earners on the various properties. 

HEARINGS OF FEDERAL COMMISSION 

Before this condition or any of the conditions which are 
now causing the collapse of the local transportation utilities 
of this country can be corrected, the education of the people 
of the United States to the true state that exists is abso
lutely essential. An immense step forward in this process 
of education has been accomplished through the deliber
ations of the Federal Electric Railways Commission, ap
pointed by the President of the United States. I shall not 
refer in detail as to what has thus been accomplished. The 
report of the Committee of One Hundred to be presented 
to you later in the session will explain what the commission 
has done. Its report has not yet been made, and we do 
not know what remedies it will suggest for the solution of 
the questions submitted to it for investigation. We do 
know, however, that it has succeeded in awakening the pub
lic to the realization of the fact that the electric railway 

problem is national, in that its causes are national; that it 
intimately affects the interests of each individual, and that 
unless it can be satisfactorily solved the entire economic 
structure of the country will be disturbed, and that a read
justment of relations between these utilities and the public 
is essential, not only to owners and investors in the prop
erties, but to the communities that are served. 

We know, moreover, that a . direct solution of the prob
lems through the federal commission or through the na
tional government is impossible and that the process inau
gurated by the Washington hearings, to become effective 
must eventually be localized, so that the facts elicited will 
be brought home to each local situation. I am convinced 
that the association would be remiss in its duties to its mem
bers and to the inqustry as a whole and the public, if it 
ceased its efforts with the termination of the life of the 
Federal Electric Railways Commission and did not further 
extend this process of education which we all recognize as 
distinctly beneficial. 

I believe that the most helpful thing in connection with 
the deliberations at Washington was the fact that there 
was a fair and impartial tribunal before which all interests 
could appear and could give voice to their ideas and present 
the facts of the situation as they saw them, and it is indeed 
remarkable that among so many diverse interests there 
should be such unanimity of expression as to the funda
mental principles involved. 

PUBLIC EDUCATION REGARDING FACTS URGED 

My suggestion to this association is that it should en
deavor to extend as far as possible, and by methods akin to 
those that have been used, this process of public education, 
that it should not only lend its assistance, but should take 
active and vigorous steps in securing the creation of public 
forums in various sections of the country before which the 
same issues may be presented more and more localized, and 
before which there would be the same freedom of discussion 
as has given to the federal hearings their greatest value. 
The great mass of valuable information, the enormously 
useful concensus of opinion which the federal investigation 
has brought out should not be allowed to become buried in 
the formal archives of the commission. It should be put 
into use. The principles enunciated have already received 
a national application and should be given, next, a sectional 
and then a local application, in ways which I think will 
readily suggest themselves to those who give the matter 
thought and consideration. It is for this reason that I 
recommend to you the continuance of the Committee of 
One Hundred until such time, as, in the opinion of the com
mittee itself, its usefulness is at an end. 

I cannot too highly commend the great work which the 
Committee of One Hundred has accomplished. Its organi
zation was, in the :first place, and the success of its efforts 
was, in the second place, only possible because in the Ameri
can Electric Railway Association the industry had an or
ganization equipped to safeguard its interests and take con
structive action in its behalf. The present usefulness has 
never been more thoroughly demonstrated. At the mid
year meeting of the association I asked for co-operation of 
both the member companies and the individual members in 
carrying out the work which was before us. A splendid 
response was the result. 

RELATIONS WITH MANUFACTURERS 

In connection with this matter of co-operation, I desire 
on behalf of the railway members of the association to 
publicly express their thanks to the manufacturer members 
for the magnificent way in which they have supported the 
activities of the organization. The records show that 
practically the same group of manufacturers have been 
behind the organization in all of its numerous enterprises 
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in behalf of the industry. By their membership, by their 
contributions and support of the War Board, the Committee 
of One Hundred, and by their participation in the splendid 
exhibit which forms so important a part of this convention, 
they have demonstrated their loyalty. It is incumbent upon 
us to acknowledge the spirit of co-operation which has 
brought into closer touch the operating and the manu
facturers' interests centered in the industry. It is a pro
pitious augury for the future usefulness of the American 
Electric Railway Association. 

It was through this co-operation alone _that we have been 
enabled to do what we have done. A continuance and an 
extension of this co-operation is essential at the present 
time. In the main, we all face the same difficulties and the 
same problems. It has been shown to us what we can do 
when we act together. It has been proved beyond the 
possibility of a doubt that the association, of which we are 
members, can be of vast assistance, not only in connection 
with the greater matters of policy, but with the more 
intimate details of the operation of the properties intrusted 
to our care. 

OTHER ACTIVITIES OF ASSOCIATION 

You will later hear of the work that has been accom
plished in connection with the subject of railway mail pay 
and of the interest that has been shown in connection with 
federal legislation. The thorough presentation of the case 
of the electric railways in both of these instances has been 
made possible because in the association, the industry had 
an organization equipped to act in its interests and act 
promptly. 

The " collection and dissemination of information" was 
one of the objects for which the organization was created. 
During the past year the service performed by the associa
tion in connection with this matter has been widely extended 
and it is still being extended. A special engineer, whose 
qualifications for the task are beyond dispute, has been 
appointed to take charge of this service, and as a result, 
the work has been more than doubled. I do not propose to 
burden you with details, but I cannot refrain from calling 

attention to the fact that more than 1000 inquiries concern
ing all the details of electric railway operation have been 
promptly and completely answered through the office of the 
secretary. The value of this service to all electric railway 
operators cannot be easily over-estimated. The many letters 
of appreciation received from executives to whom this in
formation has been furnished indicate a realization of its 
rnlue. The association has become, as was intended by its 
organizers, a clearing house of information. There are 
great possibilities in the extension and perfection of this 
branch of the association's activitiee. In many other ways 
and in many other respects the association can be of in
creased service to its members. 

The extension of the present activities and the addition 
of new activities means that your organization must be 
strengthened both financially and in the matter of member
ship. T he dues now being paid are lower than those in any 
other national association of the kind. They require read
justment, and I recommend that there be appointed at thig 
session of the convention a committee of five, who shall con
sider the question of dues and shall report its :findings at 
Thursday's meeting. 

I desire, at this time, to make acknowledgment to Sec
retary Burritt and his efficient staff for the work which he 
and they have performed for the association and for the 
industry dm ing the year . T o Mr. Burritt's untiring energy 
and his executive ability is due the fact that we have been 
able to accomplish the very many things that have been ac
complished during the past year. I feel that, personally, 
I owe him a debt of gratitude-a debt which is shared 
by all member companies and by those electric railway com
panies which are not members of the association. 

Gentlemen, I am an optimist as to the future. I believe
that the clouds are clearing away, and that by wise, intel
ligent and constructive act ion, through the machinery 
of this great association, we can hasten the day when the 
essential industry which we represent shall be re-established 
upon a basis which will enable us to perform the functions 
for which it was created and will assure those who, through 
local transportation companies, loaned their savings_ to the 
public service, a reasonable and an assured return. 

':f\i!,!,ecl it -Whac•s the-Od,ls ,He1'.e 

Comes Ano the,·" 

) 
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Men with the Nerve 
to Tell 

the People the Facts 
Are Needed * 
BY JOB E. HEDGES 

Receiver New· York Railways 

Whatev er Happens Wrongly in This Coun
try I s a 111atter of Default- The American 
Public Will Act Faiffly i f It I s Informed as 
to th e Facts ; It Should H ave th e Oppor
tunity of Drawing I ts Own Conclusions 
from the Same Major and Minor Facts as 
Are in P ossession of the Uti lities-The 
Situation in New York City and S ome of 
the Causes L eading Up to It, Are Discussed 

COPYRI GHT BY PIRIE MAC DONALD, NEW YORK 

TO BE entirely consistent I must disclaim any techni
cal knowledge of this industry except what has been 
gathered by some five or six months of a rather tem

pestuous career, during which I have been threatened with 
indictment, a strike, lack of fares and almost everything 
you can think of. But be that as it may, I am like the 
president of your association, an optimist, and I have to 
make a few reflections, and you will pardon me if they 
are offered gratuitously. But I am still of the belief that 
however many points gathered together may be useful to 
the world the ten commandments still have validity. 

I was in a gathering yesterday of the street railway inter-
. ests in New York City called together by the Public Ser
vice Commissioner, in which a suggestion was made that 
there should be a congregation of minds and thought and 
some solution offered which might bring order out of chaos 
in the street railway situation in New York City. In the 
midst of that hearing a letter was read from the comptroller 
of the city, which I mention merely by way of illustration, 
in which, speaking for the administrative board of the city, 
he alleged that there could be no solution of any kind in 
which the city participated unless the Federal Court. 
reversed itself on all the positions it has so far . taken, and 
that those who sought higher fares should have orders to 
restore conditions to the situation in which they were, and 
the city should be made a party in the receivership. 

I see by the morning papers that proceedings for cgn
tempt of court, based on that statement, have been insti
tuted. That is not a part of my thought, except to show 
the suggestion and illustration. And I want to point out 
that the president of your association is responsible if 
my remarks are not entirely t echnical, because he gave mP 
that thought in one of his suggestions, and the thought I 
have in mind in this connect ion is that we must go on 
with this question of publicity until the Committee of One 
Hundred, indeed, shall ha ve done its work. P ermit me to 
say, that the Committee of One Hunched should never be 
discharged, and I will give you my reasons, which are the 
only excuse I have to offer for my being on my feet. 

DIFFEREN CE BETWEEN TH EORY AND PRACTICE I N 

GovERNl\IENT 

It is very easy for men in the intricacies of competition 
and in the diversified industries of this country to forget 
g~neral principles and to substitute personalities for ideas, 
and one of the words I want to interject at on ce into thi s 
discussion is the word " politics," and I want to interj ect it 
in its broadest sense, its most wholesome sense, and in the 
senRe of its being a governmental necessity. 

The difference between the tbeory -and practi ce of onr 
form of government is antipod al. This country is found ed 

* Abstract of address pre~<'n tcrl at rn<'rt in tr of Amer ican Electric Rai lway 
Associ ation, Atlantic City, N . • J., Oct. 7, 1919, 

on the proposition that every man is r eady, able and 
willing to vote " yes " or " no" on any topic. That 

· would be so, were it true. The fact that he is not-the 
fact that most of them never .can be and that many of them 
do not want to be has nothing to do with the theory, but 
it has much to do with the activities of men who are able 
to, and must, bear the burdens of the general average. 

There is no topic in this country from the street railways 
to any other topic, in its final essence, which is not a politi
cal topic, and I want to make myself very clear that I am 
not talking of anything that bears on partisanship, because 
I am a very ardent partisan . 

There are only two relations-and I am not trying to 
be academic-in this country that are unaffected by the 
casting of the ballot. One is the matter of worship, and 
the other is the privacy of the home. There is no other 
human relation which is unaffected, directly or indirectly, 
by the casting of the ballot. There are few questions which 
arise in this country that can be considered economic ques
tions of themselves; academically, yes ; theoretically, yes; 
but to be put in operation they must follow the casting of 
a ballot that places somebody in a position to speak officially 
on something that affects the community at large and 
affects every possible ingredient of it. 

Whatever happens wrongly in this country is a matter 
of default. It happens because somebody did not do some
thing to prevent somebody doing something that he did and 
when it is all over we pass resolutions, repledge ourselves to 
the nation , condemn somebody, disperse and go home and 
as a rule tell the family that we made the motion in the 
meeting. 

N EW Yon K CITY S ITUATIO N 

Aud that simple child-like process has been going on for 
years, until the (!ther day. on the east side in New York 
City, in explaining the matter of. the increase of fares, 
owing to the withdrawal of certain Imes there that were not 
paying, I made the statement that I could not see :vhy I 
had any right to operate those lines. I could not 111 the 
simplicity of my thought understand what right I had to 
use capital for operating expenses. And having decided that 
I suggested the matter to the court, and the court said : 
" Your position is sound and you will not be directed to 
operate those lines." Therefore the honest proposition was 
not to do it- that was perfectly simple. 

I met an assistant district attorney of the city of New 
York and he commented on the order direct ing me to with
chaw the service on those lines and he suggested that the 
time had now come for the withdrawal and recall of judges 
by the rope, the same as was done in the time of Charles the 
Second. His history was a little inaccurate, as well as his 
ideas. Ile subsequently made that statement in an open 
meeting. That statement attracted a total of about three 
columns in the New York press. In other words, a ,;worn 
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officer of the law sought to inculcate the doct rine of physical 
force in this country, and his utterance attracted just about 
that degree of attention. 

Now, I cannot see any reas9n in the world why any topic 
of any kind affecting any industry should not be discussed 
in the open always. I attended a meeting yesterday in 
which it was suggested that we talk behind closed doors. 
It did not make any difference to me where we talked or 
what was said, provided it was said. The most terrible 
thing to face today is fact. 

Now, here is a great industry which exists all over the 
United States affecting everybody. The troubles affecting 
this industry arc widespread. They go to securities, they 
go to domestic and civic comfort, they go to the question of 
rents, they go to the question of orderly conduct, and this 
problem is just getting before the public mind. 

I heard a judge over in N cw York, at this meeting I 
referred to on the East Side, a l\Iunicipal Court judge, make 
the statement that he had visited all the main cities of the 
United States (he made this statement with a left-hand 
gesture), and while rates arc being lowered in many of these 
cities and the companies are m~king money at a 5-cent fare, 
he said that he did not see why the rates of fare should be 
increased in New York City. Somebody asked me why we 
should ask for more than 5 cents in New York, while they 
were getting transportation for 3 cents in Cleveland. Out 
of my simplicity and inexperience I said I could not see 
any reason why they should, except they were not gettjng it 
for 3 cents in Cleveland. Another man said: " Should a 
railroad company violate its contract when it has agreed to 
carry passengers for 5 cents?" I said, "Ro, absolutely 
they should not." Then the question was: " Why are they 
doing it? " I said: "They are not doing it." Then the 
query came: "Well, what is the trouble?" And I replied, 
"They just are not able to do it, but the contract remains 
jnst the same." Then, one of the gentlemen said: 
"l\Ir. Hedges, if a man makes a contract to manufacture a 
certain number of suits of clothes for a certain price and 
then the price of material and labor rises, should he con
tilmc to furnish the clothes at the same rate he contracted to 
furnish them? " I said, " Sure, there is no question about 
it, but suppose he does not have the cash? What do people 
over on the East Side do in this clothing business? You 
just call a little meeting of creditors." 

Then they understood it. Then I told them that as the 
man has some material on hand, and as somebody wants the 
clothes and as the creditors do not want to sell the material 
at less than it cost, they form a committee of creditors and 
let the man continue in the business. 

Then I said: " You make 6 per cent over here, don't 
you? " and there was an audible smile over the room, and I 
said, "Then you just let the man -go ahead,and manufacture 
the material he has on hand, give him a little relief, and he 
manufactures and sells the clothing, and after that they 
decide whether they will let him continue in business, and 
they all have an interest in it." 

RESPONSIBILITIES OF CAPITAL 

Now, I do not know much about capital, never having 
had much. I had never been in such close proximity to the 
"interests" as I have been since I have been a receiver. 
I have nel'er before been so near Wall Street and men of 
large sums of money, and I have very little respect for the 
courage of men of substantial means and substantial busi
ness. I am a great believer in the synchronizing of the 
brain and spine. l\fost of these men seem to devote their 
energies to securing these large sums of money and letting 
the republic go on as it will. They usually try to get enough 
money to take care of their progeny, and let the public take 
care of itself. 

I am not worried about the man who commits violence. 

I am not worried about the man who sets fire to a house, or 
tries to. He will be taken care of by reason of the righteous 
indignation of the people, but what this country needs most 
is some plain substantial people of nerve who dare to tell 
the facts and have confidence in the people and understand 
them a~d can t alk in a language that people can understand. 
This technical business is all right for "us" technical 
people, but it does not get anywhere except with the techni
cal people. We are a minority, and the majority cast the 
votes, and you cannot get by the vote proposition, either. 

A lady called at my office the other day a little confused. 
She said she understood I was the receiver of the New York 
Railways Company. She said that she held some stock in 
the I nter borough and was a good Democrat. Naturally, I 
use the word "good" advisedly. She was a lady and an 
enrolled Democrat in the organization and had fought her 
way on the general committee. She heard a candidate for 
the Assembly in her party utter certain remarks, and she 
came down to tell me about them and gave me a written 
record of them. The statement was as follows: 

"Mr. -----, in his speech, said that Hylan and the 
administration intended to wreck the street railways of this 
city and t ake them over for us, then raise the fares, and that 
the revenues so received would come into our own pockets"
it was not certa in whether he m eant the public or not-" and 
then see the patronage we would have to give you all." 

Now, in order that there shall not be the slightest touch 
of partisanship in my remarks I want to state that the 
County Committee in New York representing the distin
guished party of which I am a humble member in its resolu
tion declared that the street railways of New York could 
carry passengers at 5 cents and make money. It did not 
happen to know anything about it. It had made no investi
gation about it, and the man who wrote the resolution could 
not understand it if he had made an investigation, and it 
was a cheap way to get cheap votes, from cheap people, for a 
dishonest proposition. 

It is not necessary to argue economic propositions when 
these things are going on. 

· REASONS FOR PRESENT U N REST 

Why is there the unrest in this country which exists? 
Let us talk like home folks fo r a moment. The reason is 
that after 143 odd years we have not Americanized this 
country. It is no better off, so far as the American spirit 
goes, thtln it was fifty years ago. We must have people 
from the other side-they are desirable, but the whole thing 
has been allowed to go by default, unt il what we suffer from 
is intelligent men who are morally inactive, and who are 
competing with men mentally active without morals, and 
the great quorum is the uninformed general public which is 
not given the facts. 

When men can go abroad in this country and talk about 
a unity of title and a right without an obligation, the country 
is in danger, and we know as a matter of fact that the form 
of government set up in Russia was conceived in New York 
City by a man who went up and down in the East Side and 
preached that doct rine and was allowed to do so without 
molestation because it was no one's judgment to stop it. 
U ndcr such circumstances we need not be disturbed in our 
own minds because the general public is disturbed. 

RAI LWAYS W ILL BE FORCED TO STOP . 
rrhis association is interested in an increase in the rates 

of fares on electric railways. Where is all of what I said 
pert inent to that problem? There is not a person who can 
ride for 5 cents who would not like to ride for 4 cents for the 
rest of his life. No one is going to be unduly active in giving 
up any extra money for fares, yet it is the general consensus 
of opinion from men who know that the railways in New 
York City cannot continue to operate at the present rate of 
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fare-it cannot be done. It cannot be done, and that being 
the case, what is going to happen? 

I only know what is going to happen in my situation. 
When my cash balance gets to a point, which it will in about 
ninety days, where I cannot maintain the reserve I should 
maintain and continue solvent business operations, I am 
going to ask the court to stop the running of the cars, 
because it would be dishonest to run them under those cir
cumstances, and I refuse to be a crook for popularity. I 
believe the American citizen on the average is on the level, 
and I want to state, with great seriousness, that the problem 
in this country is the problem of getting the facts on any 
single situation into the minds of all the people so they can 
draw their conclusions from the same major and minor 
premises, and then the problem is solved. 

HUl\iAN ASSOCIATION A MATTER OF CONTRACT 

This question of human association is a matter of con
tract, not of choice. It is not one of expediency and busi
ness efficiency, it is a matter of contract. Let me illustrate 
without being too academic. Every once in a while we refer 
to the Constitution of the United States when we cannot 
think of anything else to talk about, usually about election 
time, and abandon it after that. We say we are the greatest 
people in the world. So we are, when we are operating. 
That constitution has three very simple and childlike and 
fundamental things in it that we have all learned by heart 

, and pay no attention to. They are the right to life, liberty 
and the pursuit of happiness. 

That is just as simple as daylight, but I want to lay 
down the proposition a5 a matter of philosophy and govern
ment of law that there is no such thing in this nation under 
the constitution as a right without an obligation, and the 
demonstration is simple. If I have the right to life, liberty 
and pursuit of happiness you have it also, I cannot have 
it alone. If I have it it is your obligation to recognize it, 
because you admit the proposition. If you have it it is my 
obligation to recognize it, because otherwise I have no right 
to it. You see, it is perfectly simple. Therefore, we are 
never going to settle the question of labor and capital by 
any formula that was ever organized by man in Washington 
or elsewhere until every human being recognizes and admits 
as a part of his active open life that his first obligation, after 
that to the God that made him, is to the government under 
which he lives, and when he recognizes that, the rest of it 
follows as a matter of course, because it is a human com
promise within limitations fixed by law. 

That is one of the lessons I want to bring here, because 
I belfave in it profoundly. 

How A STRIKE WAs FACED 

When I saw an announcement that the men were going 
to move for a strike on my lines shortly-that is the Court's 
lines-I did not know what to do, so I thought it out quietly 
according to general principles, leaving out the fact that 
I am a receiver of the railways. So I wrote a little cordial 
note to the men on the lines, and told them man-to-man 
like, that there were only two things I could see involved 
in the situation. One was whether a human being could 
work for another human being at a rate he agreed to work 
for, and the other was whether property was inviolate, and 
I intimated that as the law furnished people to substantiate 
these things, if anybody failed in his duty I would ask to 
have him removed from public office. It struck me that 
these were simple propositions, and I used the only instru
ment of law furnished me, the only method by virtue of 
which I could protect people who had a right to look to me 
for protection. 

I then sent that letter, and a day or two after my letter 
was sent to the District Attorney charging me with con-

spiracy to force a man to do something that the law said 
he ought to do, and up to the present writing I have not 
been honored with an indictment on that proposition. 
Now, that is not uttered by way of jest, by way of referring 
to any individual, but by way of saying, through an illus
tration what I want to say, and that is I believe the Ameri
can people are sound at the core if you go to them man to 
man and talk to them in a language they can understand. 

What is the use of talking about economics? What is the 
use of discussing whether you have a 5 or 6-cent rate of 
fare, or any cars? We must get back to fundamentals, and 
these fundamentals are the responsibilities that all men 
must assume, the capable men and the less capable men, in 
the solution of these problems, and they must be approached 
with an honesty of purpose and fairness of mind. 

Now, that is one lesson I have to bring here. I do not 
know much about it. I do not know much about a good 
many other things connected with the business, like elec
trolysis, and I do not care much about it . If you cannot 
get a man to put in the ballot box a ballot that is to elect 
somebody to a position of responsibility who will be men
tally, morally and intellectually on the level, it does not 
make any difference about these reports. They are tem
porary relief to the superheated, solicitous mind. 

You may not have heard of it, but I once ran for Gov
ernor, and the fact I am here proves I was not elected. The 
man who beat me was impeached-it was not my fault-but 
I went through a campaign without making a misstatement 
of fact or making a compromise I could not carry out, and 
when men will trade applause for untruth and will seduce 
the uninformed, you do not need to talk about Bolshevism 
in this country. The intellectual Bolshevists are the men 
in this country who are the troublesome element-the men 
of outward and visibly interior decency, whose actual con
tribution to the decency of life could be summed up in a 
regret. 

THE F ARE Q UESTION MUST BE SOLVED 

We have all got to get down to business, whether we want 
to or not. This fare question is goirig to be solved, of course, 
sometime, after a lot of money has been lost and after a 
lot of people have been impoverished who were not respon
sible for any of the conditions. The main argument I have 
heard in New York against an increase in fare is that some
where, sometime, somebody took some money from some 
one who did not have title to it. That happened some years 
ago. As I recall things through reading about them there 
may be something in it. I do not know, but you do not have 
to give up religion because you catch a minister taking a 
drink. I do not understand that the divine ordinance of 
matrimony has to be abandoned because Eve made an error 
of judgment on a moonlight night in the Garden of Eden. 

But I cannot get up any sympathy, and it is perfectly 
apparent I am not a candidate for office this time, because 
if I ever do run again I shall run on the platform of telling 
the truth, and I have not any sympathy for a man with a 
lot of money who howls because somebody else is doing 
something somebody else can understand. 

We have just got through the war. I remember years 
ago that in our campaigns we discussed a question of having 
an army and a navy. The people said: "No, we cannot do 
that, that would breed militarism." That was not the 
reason-that was the conversation. The reason was that 
we would not pay the taxes, and we saved a few hundreds 
of millions of dollars at the expense of a half score of bil
lions of dollars and 250,000 odd dead and maimed soldiers. 
This is the greatest post-mortem country in the world. 

Then we used to talk about our merchant marine. The 
reply to that was, "no," and the no was pretty universally 
expressed. The reason given was that that would mean 
fostering industries at the expense of the government, 
paternalism. That was not the reason. The reason was we 
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eould not figure out the advantage per eapita, and there
fo re we did not do it. And for that reason it was neces
sary fo r us to hire the vessels of other nations to help us 
earry our soldiers over there to prevent their eoming over 
here. 

The gentleman who reeeived the medal this morning had 
a topic fo r his paper whieh is very profound, and pro
founder than many of us appreciate, " do your bit." And 
the one thought I want to leave here is this : While we are 
talking about effieieney and eleetrolysis and a lot of t hings 
like that, whieh are all ri ght, do not let us forget that these 
are aeademie things of no value unless they are applied to 
something that somebody undcrstarnls. 

P EOPLE )J UST BE EDl'CATED 

Now, the American govern ment is being functioned 
largely today by people who think differently from what we 
do do not know our institutions or are intliffe rent to them, 
and we are surpri~ed when we get in the midst of a great 
topie like the question of rate of fa res_ fo r the Jilurpos~ of 
eontinuing a great industry, when there 1s not an nnmediate 
response on the part of tho~e in _p u?lie life !o. assist in ~he 
problem. It is an eeonorme pn ne1ple, pohheally admrn
istered, that is what it is-the question of fares always 
will Le, and if they should be rai .. ecl tomorrow in the eity 
of New York, 6 or 7 or 8 cents, to meet the requirements 
of the return on investment, the return to stoekholders 
and the payment of interest on bonds, the di senssion of 
the merits of it must be kept up or it will be undermined. 

The penalty of doing business in the United States of 
America is paid in the price of edueating the publie to 
proper realization of the problems inYolYed in that business, 
and a man who fears to do it, lest it will ea use a little row, 
the man who is t imid about it, w·l10 fears that his bonds 
will fall off three-eighths of 1 per cent or possibly 20 per 
eent, or he may lose a stockholder , who may disagree with 
him, does not appeal to me. 1 may be wrong in that, but 
if men of substanee ha,·e not the nerve to get back of these 
problems and make them understood and appreeiated by 
the le. s intelli~cnt part of the community, and the people 
who arc less f'rn1o \\·ec1 with this world's p-oocls, the problem 
will be the same. -

. ... 

~ ? ~ ~ 

~ ,u~ -

The greatest thing in the United States today is to be 
the ehairman of the exeeutive eommittee of an uplift 
soeiety. It is beeoming a profession. Some one has to do 
it. I do not think that the man of limited means is dis
turbed beeause another man has a large amount of money
I think what disturbs the man with little money is the vul
gar display of wealth surreptitiously gained . . Every man 
owes it to every other man, as a eivic proposition, so to 
eonduet himself and his business and human affairs that 
he will not disturb the civic eontraetual relations between 
eitizens predieated in the eonstitution. 

The man of mental substanee or soeial substance, real 
or alleged, who is afraid to argue the proposition out before 
the general publie as against the alert, aetive, aggressive 
man without principles is no better off than that man, 
when you eonsider the thing from the standpoint of use
fuln_ess to the eomm unity. 

E VERY R IGHT CARRIES AN OBLIGATION 

In elosing I want to say a word, and I say it without 
any pride of opinion. I have too mueh intelligenee not to 
know that in five or six months a man eannot piek up infor
mation or aequire knowledge of things and events that 
justify him in talking to other people of wider experienee 
in giving advice. But I do know that beneath all business, 
beneath every eombination in this eountry, beneath every 
assoeiation as a part of the antagonisms or what not, is a 
very great fundamental proposition centered in this , 
thought- that in this eountry there is no sueh thing in 
law, or constitution or judieial interpretation as a right 
without an obligation. And that obligation demands as a 
matter of eivie upr ightness that men with intelligenee and 
responsibility shall go to the great body of people, who are 
just as well intentioned in the first instance, but with a 
less advantageous opportunity of seeuring information, and 
telling them man to man what it all means, and they will 
respond. T hen these diffieulties, whieh will always exist 
more or less, while human people are alive, will be smoothed 
out, and then we will not haYe to settle so many things 
aeademieally. It is a good deal better to have something 
you mYn , and not be nervous when a stranger taps you on 
the shoulder , than it is to have a lot more and have it 
taken away from you. 
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BY F. W. DOOLITTLE 
Milwauke e Elect ric Ha ilway & Light Compa ny 

THE fact of high prices is one that does not need to 
be dwelt upon for emphasis today. With exceptions 
so few as to be negligible, prices today are so much 

higher than those existing in 1914 that all industry, has 
found it necessary to rearrange the budget of revenues and 
expenditures in order to continue in existence. Probably 
no single fact of recent history has been discussed so fully, 
and with all so ineffectually, as the high cost of living. 
These high costs are both a cause and an e.ITcct. High 
prices for food and clothing, for rents and service, bring 
about increased wages, and these increased wages in turn 
make the cost of food and clothing and all other com
modities into which wages enter, higher than before. 

The electric railway industry has been before the public 
with a schedule of increased costs of labor and materials, 
continuously during the past three years, and in many 
mstances, the revenue of the companies has been increased 
substantially because those in authority have realized -that 
the increased costs must be met if service was to be con
tinued. That continuity of service is the persuasive reason 
for granting relief, appears to be a fair conclusion, because 
public authorities have generally permitted such increase 
in revenues as would tend to provide the companies with 
funds to meet increased wages, increased cost of power and 
increased cost of materials and have stopped there. Very 
little consideration has been given the increased cost of 
money, for the money which is already invested must stay 
in the industry, and the new money necessary to permit the 
industry to expand and serve prosperous and growing com
munities is a requirement relatively remote in the minds of 
public regulators. Consequently, relief has not been 
granted to the extent that the company might compete in 
the open market for funds with which to extend its service 
to meet the expanding needs of the communities they serve. 

It may be urged that it is idle in view of the general 
consciousness of high price levels to discuss their cause, yet 
the persistence of high costs is a matter of great impor
tance. It has been said, and not infrequently, that existing 
high costs are temporary and that the industry should bear 
the burden during the few years when these costs will 
obtain. It would be a rash individual indeed, who would 
publicly announce his convictions that costs would never 
be lower, yet it is the opinion of many who have given this 
matter careful thought that the present high prices are 
likely to remain for many years, because the process of 
fattening the anemic dollar is one which cannot be has
tened and which is beset with difficulties,- the full ~xtent 
of which is little realized. If the present high costs are 
but a matter of a few months, the problem of maintaining 
the solvency of the industry is far different than it must 
be if lower prices are to be experienced only after a con
siderable period of years. 

Increases in costs, while much accelerated of late, have 

* Abstract of paper presented at annual meeting of American Electric Rail
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been in process before the war, as pointed out in the stmlies 
on cost of service made for the Bureau of Fare Research of 
the association in 191'.1:. Since 1914 material prices have 
approximately doubled. The average wages which sustained 
the noteworthy increase of from $627 to $711 from 1902 to 
1912, reached $906 according to the 1917 census figures, 
climbed over $1,100 since, and the ultimate aim of labor 
as disclosed by the testimony before the Federal Electric 
Railways Commission contemplated a minimum standard 
of $2,000 based on present conditions of cost of living. 

From a review of the historical facts as to gold produc
tion, commodity production, changes in currency, and par
ticularly as to the effect of wars upon prices, the con
clusion is indicated that the future trend of prices will 
continue upon the present high level for some time. rrhis 
conclusion is inevitable whether the reasoning is based 
upon the quantity theory of money or whether it proceeds 
upon other ground. The minimum period assigned during 
which prices will continue abnormal varies from five to ten 
years. This general conclusion as to future price trends 
must be recognized in regulating the future service rates of 
public service companies. Wage rates and the cost of mate
rials will continue on a high level. This will affect the cur
rent expenditures for operation and for reconstruction, 
while extensions and additions to fixed plant, deferred on 
account of the war, must be financed on the basis of high 
prices. 

To supply adequate credit for these future operations aml 
at the same time to preserve the public confidence in the 
security of past investment~, regulatory authorities must 
recognize the higher level of prices. Security of invest
ment and a commensurately increased rate of return should 
be the fixed points toward which rate regulations must aim 
if the development of public service enterprises is to be 
placed and kept on a parity with that of other industrial 
undertakings. 

COMPARISON OF COSTS ON HYPOTHETICAL RAILWAY 

The preceding rather general discussion may well be 
supplemented by figures indicating in a general way the 
magnitude of the problem of those who are charged with 
the duty of continuing to render street railway service 
under the conditions of private operation regulated by gov
ernment authority. The method to be followed will be a 
comparison of present-day costs of operation with those 
existing in 1914, through the method of applying 1919 
prices to the quantities both of labor and materials pur 
chased in 1914. There has, therefore, been assumed a 
hypothetical property which in 1914 carried J00,000,000 
passengers for a revenue of $5,000,000. This company had 
185 miles of line, practically all of it double tracked and 
625 cars, including the reserve equipment necessary to 
permit periodic shopping. These cars made during the 
year 1914, J 7,500,000 miles in a little less than 1,900,000 
hours, or at an average speed of a little less than 9½ m. p. h. 
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The operat ing expenses of this company in 1914, including 
$500,000 or 2 per cent on the cost of its property set aside 
for depreciation, amounted to $3,750,000, and there was 
available for return on investment in the property $1,-
250,000, or 5 per cent on a total cost of property of 
$25,000,000. 

An analysis was made of the 1914 operating expenses of 
this hypothetical company, and each class of labor and kind 
of material has been separat ed and classified. The result
ing comparative condensed income account is shown in 
Table I. 

TABLE !.-CONDENSED INCOME ACCOUNT- STAKDARD CLASSl Fl CATlON 

1914 
Operating revenue . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $5,000,000 
Operating expenses (including replacement insur• 

1919 
$5,000,000 

ance) * . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3,750,000 
Maintenance of way and structures.. $575,000 
Maintenance of equipment... ....... 575,000 
Power . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 615,000 
Conducting transportation ......•... 1,225,000 
General and miscellaneous........... 385,000 
Taxes . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 375,000 

Net operating revenues ...................... .• , $1,250,000 

$875,900 
970,300 

1,149,000 
2,225,000 

492,800 
450,000 

6,163,000 

$1,163,000 t 
• Maintenance of way and structures ........... .. .... ... .............. $320,000 
Maintenance of equipment .......... .. ..................... , .. , .......... 110,000 
Pown . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • • . . . . . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . . 70,000 
t Deficit. 

Each type of labor and each of the principal items of 
material was increased in the percentage that prices cur
rent in the latter part of this year bear to prices which 
were current during 1914. Use has been made of index 
numbers, of the records of several of the larger companies, 
and particularly of information compiled by this associa
tion, to determine a fair average increase by types of labor 
and types of material during the past five years. The oper
ating expenses, which were $3,750,000 for this hypothetical 
company in 1914 would amount today to $6,163,000, or 
an increase of 64 per cent. This increase has been fa r from 
uniform, being least in general and overhead expenditures 
and highest in those expenditures which involve the main
tenance of track and buildings, particularly the former. 
This is undoubtedly accounted for by the large increase in 
the cost of lumber products and manufactured metals with 
the fact that common labor has generally shown a higher 
percentage of increase than that which has been gained by 
the skilled and semi-skilled classes. Through organization, 
skilled labor has been able to effect an artificial scarcity, 

. and early gained wage increase by this method. Today 

TABLE 11.-CONDEKSED lNCOME ACCOUNT- FUNCTIONAL CLASSlFlCATlON 

1914 1919 
Operating revenue . . . . . . . . . . . . . . . . . . . . . . . . . . . • . $5,000,000 $5,000,000 
Operating expenses (including replacement insur-

ance) * . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3,750,000 6,163,000 
Costs varying with car-hour ......... $1,125,750 $2,049,050 
Costs varying with car-mile........ . 876,950 1,482,720 
Costs varying with mile of single 

track . . . . . . . . . . . . . . . . . . . . . . .. . . . 150,000 312,620 
Cost varying with number of pas-

sengers . . . . . . . . . . . . . • . . . . . . . . . . . 332,800 486,490 
Costs of electrical energ_v (car-mile). 472,500 930,100 
Administrative and overhead expense 

burden . . . . . . . . . . . . . . . . . . . . . . . . . . 417,000 452,020 
Taxes . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 375,000 450,000 , 

Net operating revenues . . . . . . • . . . • . . . . . • . . . . . . . . $1,250,000 $1,163,000 t 
* Cost varying with car-mile ............................................ $210,000 
Adrninistration and overhead expense burden •.......................... 290,000 
t Deficit. 

there is a shortage of unskilled labor far more acute than 
any artificial shortage of skilled labor which has been 
produced in the past. 

T11is hypothetical company, then, which had $1,250,000 
available for return on investment in 1914 would under 
present conditions find itself failing to meet operf! t ing 
expenses by $1,163,000. This would, of course, quickly 
result in insolvency, and many companies have already 
reached that stage. That some have not is accounted for 
by increased earnings without proportionately increased 
costs and by certain lessenings of expenditure, some of 
which are due to increased efficiency, but many of which 

can in no wise be termed economy. In such cases mainte
nance programs have been cut and depreciation reserves 
are being omitted for the purpose of meeting current oper
ating deficits. 

Following the practices outlined in "Costs of Urban 
T ransportation S'ervice," the detailed operating expenses 
have been separated into those varying with the different 
statistical units and the results disclosed in Table II. This 
separation is that now customarily employed in the analy
sis of electric railway operation. 

The derived unit costs of operation may then be directly 
compared as shown in Table III. 

EFFECT OF I NCREASED BUSI N ESS 

It is of interest to carry the calculations a little farther 
in an effort to see what effect a possible increase in business 
and betterment of traffic conditions have on the deficit in 
net operating revenue. Let us assume first an increase of 
20 per cent in the volume of business during five years 
and ;then make the further assumption that this 20 per cent 
increase in traffic can be carried without departing from 
prior standards of loading by means of an increase of 10 
per cent in the car-miles operated. By intensive study and 
constant watchfulness on the part of the transportation 
department, the average speed has been increased to 10¼ 
m. p. h. , and the number of car-hours operated is therefore 

'.]'A BLE lll. -COSTS PER UNlT 

1914 
Oncrating expenses (including replacemen t insurance) 

Costs vary ing with car-hour ... . .. ..... . .•.... . . . • 
Costs va rying with ca r-mile .. . ......... . ......... . 
Costs varying with mi le of single track ........... . 
Costs varying with number of passengers ........ . 
Costs of electrical energy (ca r-mile) . ..... ....... . 
Administrative and overhead expense} 

burden . . . . . . . . . . . . . . . . • . . • . . . . . . . . per cen t. 
Taxes ... . .................... .... . ... . 

$0.60 
.05 

400.00 
.33 
.027 

26. 8 

1919 

$1.09 
.086 

835.00 
.49 
.053 

17.1 

the same as in 1914. Under conditions above described 
20 per cent more passengers would produce on the 1914 
rates of fare $1,000,000 in revenue and occasion operating 
expenses of a little less than $400,000, so that the deficit 
from operation is reduced from $1,163,000 to $560,000. 
Assuming further that the amount available for return on 
investment is held at the amount earned in 1914, the com
pany must have $1,685,000 addit ional revenue or unit 
revenues of a little less than 7 cents per passenger. Nor 
will such revenue as this be long sufficient if the community 
is growing and ·has need for additional investment in its 
transportation facilities. A reasonable r eturn on the in
vestment, which in the light of present financi al conditions 
must be placed at not less than 8 per cent, necessitates the 
addition of another ¾ cent on the fare of each revenue 
passenger. These computations take no account of the very 
serious matter of decreased riding following upon increased 
fares, but it is evident that if there is any serious reduction 
in volume of traffic the fare must approach 10 cents per 
passenger, which is about the figure one would expect would 
result from the approximate doubling in price of most of 
the articles entering into the rendering of service and the 
fa ilure of the industry to earn a reasonable return in 1914. 

2\foVEMENT CHARGES I NCREASED MORE RAPIDLY THAN 

T ERMI NAL CHARGES 

The preceding discussion has concerned itself with fl.at 
rates of fares. When an analysis is made with terminal 
and movement expenses, such as is necessary in determin
jng the costs of operation under a zone system of fares, it 
is noted that movement costs have increased at a far greater 
rate than terminal costs. The detailed analysis indicates 
that with terminal or fixed expenses increasing 12 per 
cent, because of increased costs of operation, move
ment expenses have increased 82 per cent. This is due 
to the fact that movement expenses consist principally 
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of those varying with the car hour, comprising platform 
labor. Assuming an average length of ride of 2 miles, 
2¾ eents represented in 1914 those costs which would be 
independent of the length of ride, while passenger-miles 
costs would be 1½ eents. On the basis of 1919 costs with 
no increased traffic the terminal costs would be increased 
to 2½ cents per passenger-mile, while movement costs would 
be inereased a full cent per mile traveled. This indicates 
that the increases in platform costs are increasing the dis
crimination between long and short-haul riders which 
existed under 1914 conditions. Increases in the labor item 
are making long-haul traffic increasingly unremunerative. 
The conclusions which have been reached in previous 
studies, therefore, as to the paying haul for a single fare 
and the analysis of the cost components underlying the 
zone system of fares must be greatly modified because of 
the effect of increased wages. 

Reference should also be made as to the influence of the 
increased eosts noted upon the computations previously 
made of the cost of complying with standards of service. 
In the studies previously made under this title for the 
association, it was pointed out that with a typical distribu
tion of costs, an increase of 10 per cent in the car-hours 
furnished during the period from 6 to 8 a. m. and from 
5 to 7 p. m., platform labor would be increased 3.88 per 
cent; car house handlings 13.27 pe:r cent, while power plant 
and car investment would be increased 10 per cent. Because 
of the large element of stand-by charge in the eost of fur
nishing service during rush hours there is not a correspond
ing increase in the labor component, as there would be if 
labor were under all conditions provided at a fixed rate per 

Are High Costs of 
Service Likely 

to Develop Permanent 
Competition? * 

BY L. H. PALMER 
Assistant to President United Railways & Electric 

Company, Baltimore, Md. 

HIGH COSTS of service must be met with higher car 
fares, if the properties are to continue to operate. 
Therefore, this topic can be phrased another way : 

Will high car fares foster the economic operation of other 
forms of transportation, as eompeting agencies? 

The subject presupposes, I should say, that the higher 
eosts of service are permanent, and I believe that this is a 
eorrect statement, although it is hard to delimit or define 
the situation aceurately. It may be reasonably expected 
that some expenses, principally for materials, will be re
dueed from their present high levels. New forms of ma
ehinery or improvements over present models will undoubt
edly contribute to bringing down certain of our production 
or maintenance outlays. It is difficult to see how the prices 
of labor ean recede materially, and as labor is the predomi
nating item in the operating costs of electric railways, that 
fact in itself makes for the permanency of the higher ex
penses. Then too, in the last analysis, labor is a very large 
item in the eosts of all materials and supplies. This condi
tion furnishes the basis for the belief that the prices for 

* Abstract of paper presented at meeting of the American Electric Railway 
Association, Atlantic City, N. J. , Oct. 9, 1919. 

car-hour. It is necessary to consider, however, the very 
important influenee of the minimum wage and the require
ments of time and one-half for overtime in computing the 
costs of such added rush-hour service. 

CONCLUSIONS S'TATED 

1. The tendencies towards higher eost of operation noted 
in studies made prior to 1914 have developed into revolu
tionary changes in price levels. 

2. It is believed that these changes are permanent rather 
than transitory or temporary in character and affect all 
components of the cost of service, including return upon 
the in vestment. 

3. The analysis of eost of service made for a typical 
property indicates that the increases in fundamental costs 
incurred can only be partially offset under the most favor
able and economical eonditions of handling traffic. 

4. Because of the large influenee of the cost of platform 
labor, the new level of costs result in far greater increases 
in those costs which vary with the miles traveled per pas
ecngcr than in those costs which are fixed in their nature 
irrespective of the length of haul. This indicates that the 
cliscrimination which has always existed between long-haul 
and short-haul passengers is constantly becoming greater 
and that our previous ideas of the eost components in a 
zone system of fares must be modified. 

-5. The increased eost oceasioned in complying with 
hi~her standards of service during rush hours is vitally 
affected by tl}e recent additions to costs of labor arising 
out of the application of the minimum wage and the pro
vis-ion of higher unit pay for overtime work. 

No Substitute Has Yet B een Developed f or 
Railways in Hauling Large Numbers of 
People, But a Serious Effort Should be 
Made Effectively to Meet Bus Competition 
for Short Hauls-This Suggests the Use of 
One-Man Cars and the Adoption of a Zone 
System of Fare Collection-The Motor-Bus 
May Still Render Useful Service to the 

Public in I ts Own Field 

needed articles will not drop to former levels. It seems 
to be the judgment of practieally everyone that this country 
and the world in general is on a much higher price level 
than that existing in 1914, and that this higher level will 
be maihtained, even though it may drop off somewhat from 
its present position. 

As a first step, therefore, I believe that these higher eosts 
are permanent. Will they develop permanent competition? 

POSSIBLE Fom,rn OF COMPETITION 

At present the suburban steam line service is taking busi
ness away from some electric roads whose fares have been 
increased, but there is a movement on foot to raise suburban 
and commutation steam road rates to a level eommensurate 
with their increased expenses, and such increases will rectify 
this eondition. 

I do not think we need permanently to fear the loss of 
business through people walking. When rates of fare are 
raised, people occasionally start to walk to show their dis
pleasure at the action of the company, but this method of 
competition is short-lived, and it is not long before those 
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who try to boycott the cars are using them whenever their 
business or convenience demands. 

The horse-drawn vehicle has largely been eliminated by 
the s~lf-propelled motor car, and as a competitor for street 
cars, I think we can fair ly consider it obsolete and in the 
discard. The bicycle is used somewhat, _particularly by 
younger people, but I think its effect upon the street railway 
business can be considered negligible, although the motor
cycle and the motorcycle with a side car undoubtedly take 
away a good deal of business in the same manner as does the 
private automobile. When the United Railways & E lectric 
Company of Baltimore was authorized to increase its adult 
fare from G cents cash to 7 cents cash, or four tickets for 
2G cents, on Sept. 18, 1919, the bicycle dealers of the city 
put a half page joint" ad" in the daily papers saying " Why 
pay increased car fare-Hide a bicycle and saYe money," etc. 

One of the exhibits filed with the Federal Electric Rail
ways Commission in \Yashington, and contained in this 
year's report of the committee 011 code of traffic principles 
of the Transportation & Traffic Association, shows start
lingly the increase in the total nurn ber of motor vehicles in 
the United States, and all our experience tends to show 
that the number of motor cars in the hands of the public is 
increasing appreciably each year. 

'Therefore, the competition of the private automobile 
from the standpoint of taking business away from the com
panies, both eity and interurban, is most serious. :Mor~
nver, it tends to acc·entnate somewhat the peak load, as it 
takes off of the cars, in the middle of the dayd many of the 
shopping and marketing people. It also takes away sonic of 
tlt e later morning peak business, and earlier afternoon peak 
bui-;i ness, but Joes not affect appreciably the high industrial 
peak load. It is a kind of competition that it is practically 
impossihle to combat, because the man who owns and 
operates a motor car is willing, apparently, to spend more 
in the operation of his car for a trip to and from work, or 
on personal errands, than he would spend for a similar trip 
on the street rar. 

I have clra,rn a distinction between jitneys and motor
buses; my idea being that the term "jitney" as a Ford or 
other small automobile seating fiYe people in a touring body, 
or eio-l1t to tweh-e people in a specially constructed body 
usually provided with longitudinal seats. :Motor-buses in
clude the larger types of chassis and body, the biggest of 
which carry up to sixty people seated, when double decked. 
'l'he jitney neYer has more than one man as a crew, whereas 
the largest type of motor-buses n:::nally employ a conductor 
in addition to the ehauffcur. The experience of the past_ 
five years has shown that the small jitney is not a permanent 
element, but where the faetor of permanency comes in it 
is rather a phase that cleYelops into the larg-er motor-bus, 
and so I have not treated this irresponsible form of trans
portation at any length. I do not believe over a long _term 
of years the jitney is a serious menace to street railway 
traffic, but I tl;ink that of all the forms of competition speci
fied, the motor-bus is the one which holds the greatest pos
sibilities of permanent eompetition. 

The trackless trollev has not been utilized in this country 
to anv de()'ree, and from what I can learn of its operation 
abroad th:re seems little to recommend it. It can be dis
missed, therefore, with merely a passing reference. The 
field for its operation is likely to be pre-empted on the one 
hand by the trolley car, if business is heavy, and on the 
other hand b~· the 1110tor-bus in sparsely populated sections. 
Competition due to steam or motor-boats is largely a special 
situation, and one that will not be experienced by many 
companies. 

COMPETITION IN FREIGHT 

Turning now to the question of freight, we find that 
where high costs are reflected in increased freight charges, 
the suburban and interurban electric railroad is faced with 

the possibility of motor-truck operation for competition in 
handling freight. '11 his is dependent practically always 
upon the provision of good roads by the state or other 
authorities, for which the motor-truck operator pays prac
tically no charge. 

In addition to the actual kinds of competition which 
have developed, there are other factors which have a material 
bearing not only on the character of the competition, but 
upon the extent of its permanency. Among them are pub
lic regulations, taxation, including highway or road main
tenance, the attitude of the public and the public authori
ties, physical conditions, limitations of congestion, the oper
ation and handling of the street car service, and the method 
of collecting the higher costs from the public. 

There is a realization on the part of many people, includ
ing a number of public officials, that electric railways are 
being ground down too hard by heavy burdens of ta:irntion. 
As an instance, all fair minded men conversant with the 
situation recognize the fallacy of the trolley companies 
paying the first cost of pavement and later for the main
tenance of paving as done under the present general prac
tiee. The· levy of such kinds of special taxes against street 
railways, where service-at-cost plans are effective, is recog
nized clearly as having to be met by the car rider; hence 
the distinct trend away from tax burdens where such plans 
are in effect. While on the subject of public restrictions 
and burdens, it is interesting to know that the employees 
of the electric railways recognize the unfair character of 
the present competition. When like burdens are placed 
upon the motor vehicle as upon the electric car, it is going 
to diseourage in great measure this form of competition. 

The independent bus operators usually also have the 
indulgence of the public, being looked on as individuals 
who are trying to make a living, and the motion of persons 
bucking a big corporation creates sympathy in the minds 
of many. Where it is possible, however, to make the citi
zens of the eommunity realize the benefits conferred upon 
it through the development and safeguarding of regular 
and dependable service on the electric railway, the senti
ment in favor of motor-bus operation is likely to be neg
ligible, and if allowed to operate, the competing agency 
will not be permitted to escape bearing its just portion of 
the burdens of taxation and operation. Here is an argu
ment for intelligent publicity that you must all recognize 
as vital. 

RESULTS FROM R AILWAY B USES I N BALTIMORE 

In Baltimore, the United Railways & Electric Company 
has been operating a service of one-man motor-buses, seat
ing sixteen people, for over two years, as an alternative 
or supplemental service. As such, it has fulfilled a distinct 
purpose; as a_ money-making proposition it has not been 
a success. After proper reserves are set up for accidents 
and depreciation and after taxes ( and we have heavy tax 
burdens in Baltimore) are allowed for, we feel that the 
service has done well to break about even on operating 
expenses, depreciation and taxes. We had a costly accident, 
due to a collision with a gasoline tank wagon which resulted 
in the gasoline catching fire and seriously burning some 
passengers, and it will take some years to wipe that 
account off our books. H ad it happened to an independent 
company with only its bus operation as assets, the business 
would have been wiped out. It seems to me also that the 
Fifth A venue bus operation in New York is largely a sup
plemental service, ratber than a directly competing one. 

The rising tide of operating costs affects bus operation 
as it does electric railways, our wages for chauffeurs and 
automobile mechanics are high, and the prices of the vari
ous supplies needed, including tires, gas and oil, have 
increased by leaps and bounds. The motor-bus is not 
immune from the much discussed "high cost of living," 
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and the same economic factors affect it as affect electric 
lines . It i~ ?ot clear, therefore, why under approximately 
equal condibo~s, motor-buses should have any especial ad
vantages enablmg them to operate much less expensively 
than street cars. 

Bus OPERATION CONSIDERED 

. In studying: this question of competition, one of the sig
mficant facts is the short haul that is given by jitneys and 
motor-buses for a 5-cent fare. 'rhis is noticeable in New 
J ersey where the traffic counts of the Public Service Rail
w3:y sho,y that most of the business taken away from the 
railway is composed of passengers living ,vithin 3 miles 
of the _center_ of the city and much of it within 2 miles. 
The Fifth Avenue Company in New York City charo-es 
10 cents. The motor-buses that have recently been put 
on some abandoned storage battery, crosstown routes iu 
New York City are operating distances of only about 3 
miles, with no transfer privileges. In a recent prospectus 
of 3: new mo~or company that announces ambitious plans 
for mauguratmg bus service in large cities, it states: "The 
5-cent rate of fare for every 3 miles of route will be 
the approximate rate of gross income." Obviously, the 
ave!age length of passenger haul will be less than 3 miles. 
Tlus draws ~ttention dis~inctly t~ the fact that at present 
t?e st reet railways are bemg penalized because of their long 
smgle fare routes. The long-haul riders are being carried 
at a loss and are eating up -the net income of the companies. 
How long could the motor-driven vehicles compete with the 
elect r ic railways if compelled to operate at present the long 
routes and the unprofitable ends of schedules and service 
as we have to do ? 

At this point it might be noted that the extent to which 
~hese higher costs of service develop competition in any of 
its forms depend upon how these higher costs are collected 
from the public. For instance, in the case of a pedestrian: 
If the fare charged for a short ride is 3 cents and the ser
vice is frequent , he will nearly always ride; b~t, no matter 
how frequent the service, if a 10-cent fare is charo-ed he 
will often, if not usually, walk. Supposing, as an e~"'{tr~me 
example, the fare is 20 cents: The potential short rider 
would always walk except durino- very inclement weather 
or when in a great hurry. 

0 

T here are no bus fares of less than 5 cents, to my 
knowledge, and their charge in city service is usually 5 
cents. Now the greater the differential between higher 
car fares and the bus fare, the greater the opportunity for 
permanent short haul competition. Such conditions point 
towards the_ absolute need of apportioning the increased 
costs of service over the traffic in accordance with its abilitv 
to pay. That, I believe, presupposes some general relation 
between the fare demanded and the cost of service based on 
length of haul. This forecasts the need, under such condi
~ions, for some sort o~ zone system, or else some special 
mducement to short riders. The situations surrou]Jdino
individual properties will have much influence in detet 
~ining the forms that these fare systems will have to take 
m order to be effective in retaining business and meetincr 
competition. 

0 

PHYSICAL AND .WE ATHER CON DITIO NS AnE F ACTOH S 

. ~hysical conditions.have a good deal to do with the possi
bility of permanent competition. Cities that are built on 
comparatively level ground with wide streets and smooth 
pavements offer a much better field for operation than those 
with narrow streets or severe grades, or where much of the 
paving is poor. 

~imilarly, for interurban passenger or freight transpor
tation_ by motor truck, a smooth and well huilt hi ghway is 
rRsenbal. Most of us are familiar with state roads, con-

st:u~ted for the ~ISe of the people as a whole, which have 
withm a short time been worn down and torn to pieces 
?Y heavy motor trucks, whose operation has btought little, 
if any, benefit to the district which has paid for the roads, 
but on the other hand has taken away revenue from agencies 
already established which were in a position to handle the 
traffic. 

The question of weather conditions is another factor 
affecting competition. Where winters are severe the 
motor-bus operates with much less dependability and 'reau
larity, and to_ that extent is not so efficient a public carrier 
as the electric road. To electric railway men it seems 
manifestly unfair to let a competitor take away the easy, 
more profitable and fair weather business, but when travel 
is light: as in _the evening, or when it is stormy to have this 
competitor fail to operate and expect the railway to provide 
the service needed. 
. In the larger cities, the problem of street congestion due 
m great part to the private automobile, is a most serious 
one, an~ even under efficient traffic regulations, and traffic 
regulations as a rule are none too efficient the limit of 
effective capacity of many important streets is reached 
duri?g busy :portions of the day. Under such conditions: 
the mtroduchon of motor-buses adds a complication which 
operates seriously against the free movement of all classes 
of tr~ffic throu_gh the city. Due to the generally smaller 
carrymg capacity of the buses, it would be impossible in 
many places to provide the same facilities with motor-buses. 
tha_t are now furnished by street cars, without completely 
fillmg the highways, and retarding vehicular movement to 
an intolerable degree. 

CONCLUSIONS 

To sum up then, there is no question but that the field 
o_f ~sefulness_ of t~e street car in the public service has been 
hmit~d and is bem~ restricted through the increasing use 
of private automobiles, particularly during the middle of 
the day and the evening h_ours. But for handling great 
numbers of people from then homes to their work and back 
a&ain, there is no substitute that has been developed that 
will take the place of an efficiently operated street car sys
tem, excepting, of course, elevated and subway roads. 

S1;1-ch a car system comprehe11;ds frequent service, proper 
routmg of• cars, prompt handlmg and dispatching, com
fortable, clean and well maintained rolling stock adequate 
a~d well ~ept up plant in other departments ol the oper
at10n, efficient transportation department work courteous 
and alert crews, and a sustained and constant eff~rt to serve 
and please the traveling public. 

In most cities, it will mean the operation of numbers 
o! modern light weight, one-man cars, enabling the provi
s10n of more _frequent service. A zone system of fares will 
help to equalize the competition with motor-buses, and the 
results_ of the struggle in New J ersey, where the initial 
zone nde can be had for 3 cents, it is thouaht will throw 
some light on this question before long. 

0 

As a supplementary service, and for purposes of traffic 
development, the motor-bus has a field of distinct usefulness 
and one that we should avail ourselves of to the utmost . 
The motor-bus must be accepted as an auxiliary to our 
present service. Under equal conditions and with fair r eo-u-
1 

. ' b 
ation and public control, and with effici ent operation on 

the part of the electric railways, I believe that the hi o-hcr 
costs of tran~~ortation will not as a rule, make for pe;na
nent competition , for the costs of bus operation are risin cr 
about evenly with those of electric railways. It will b~ 
necessary, however , for the operators of the roads to meet 
the problem in,telligently, and with resourcefulness. They 
must meet_ t~1e new situation open-mindedly, and they must 
haye ~he v1s1011 and the courage to break away from t he old 
pra cbres and methods of former days . 
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- - ----------------~~ 
Can Service Costs 

Be Collected 
from the 

Traveling Public?* 
BY J. D. MORTI MER 

President the North American Company 
New York, N. Y. 

------------------~ 

THE QUESTION of whether the costs of production 
can be collected in the sell ing price of goods and 
service is not limited to the street railway industry. 

rrhc same question confronts the producers of many es
sential commodities. It is not confined to this country; 
it confronts the producers of coal, steel and transportation 
in Great Britain. It is likely to confront the producers of 
coal and transportation in this country. The high costs of 
production appear to be most serious in those industries 
where the amounts paid labor form large proportions of the 
total cost and where the further use of machinery to reduce 
labor effort is limited by what are apparently natural con
ditions. 

That cost of production may, through increased wages 
and reduced quantities of production, so ra.ise the selling 
prices of commodities as to place them beyond the reach of 
the ordinary populace and even of many industries; seems 
to be sensed by labor lenders although it js not yet openly 
acknowledged. This economic trend forms the real back
ground of the demand for the nationnlization of British 
coal mines. The advocates of nationalizntion hope thereby 
to attain much higher wages and earningR than are now con
sidered practicable where private indmtrics must pass the 
costs on to the consumers. With the nationalization of the 
mines the government may subsidize their operation, 
i. e., absorb a part of the costs of production through taxes 
and assess and collect taxes from the individuals according 
to their ability to pay. 

As a plan for changing the rclatfre oistribution of in
come, it possesses merit. As a plan for increasing or con
serving wealth or rewarding producers in accordance with 
their efforts, it fails dismally. The scheme of nationaliza
tion of mines and other industries has been designated 
socialistic. To the extent that it contemplates a complete 
redistribution of income and a large reduction in human 
effort, it is not socialistic. But fundamentally, it is no more 
socialistic than the general labor movement as we know it 
in America. It is only a matter of extent to which the 
ad,ance toward the ultimate goal has been completed. 

rrhe electric railway that has during the last two years 
collected from riders all the reasonabl8 costs of service is 
an exception. If any such railway exists, its fame has not 
extended beyond its own community. The costs which 
have been most difficult to collect are those resulting from 
increases in wages paid to labor , as shown by Mr . Doo
little; these form by far the largest proportion of the in
creases in cost of service. 

Electric railways divide themselves into four classes in 
their attempts to meet the increased costs of service, viz.: 

1. Railways that have not been permitted to increase 
their rates; 

2. Railways that ha,e been permitted some increase in 
rates partially to meet increased costs; 

* An address delivered before the Atlantic City convention of the American 
Electric Railway Association , October 9, 1919. 
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Railways Must Be Grouped in Accordance, 
with Their Ability to Collect Higher 
Fares-Some Cannot Be Made Self-Sup
porting, Others Can Be Re-established 
Financially if Permitted to Charge More, 
While the Remainder Which Constitute the 
Largest Number Occupy an Intermediate 
Position-The Situation Is Analyzed, and 

Five Conclusions Are Given 

3. Tiailways that have been permitted to increase rates to 
as high a level as the operators thouuht wise and where 
the incr~ased costs ha vc only been partiaJly met; 

4. Rai.lways that h~ve not !aised rates because the op
erators feared that p1gher umt fa res would result in less 
aggregate revenues. 

In our subsequent di scussion we are not so -much con
cerned with the legal and economic limitations on rates 
experienced in the past as we are with the conditions that 
now confront us. 

Railways now divide themselves into three classes as 
nffecting their a~ility to collect increased costs through 
lnrger revenues, viz.: . . · 

1. Railwavs so situated that increased costs cannot be 
met out of· any possiblP increa5ed revenues that can be 
collected from the car riders ; 

2. Railways so si tuated that all increased costs can be 
readily collected by either an incr ease in unit fare or 
adoption of a distance tariff scheme of fares; 

3. Railways falling in the twi light zone, lying between 
the classes first mentioned where increased revenues may 
be obtained by forced stimulation, which if continued suffi
ciently lo:o.g and accompanied by proper changes in service 
and scheme of fares can be made to produce the higher costs 
of service. 

The future of electric railways which cannot be made to 
support themselves holds out no hope for private owners. 
There are three alternatives open to such railways, viz.: 

1. They may be abandoned as have already many such 
railways; 

2. Their operation may be subsidized by taxation so as 
to produce a guaranteed return on the invested capital; 

3. They may be operated by the government authorities 
and s;upported by taxation. 

The railways which fall within this class have not been 
definitely determined. They are more generally confined 
to the smaller cities, where density of possible traffic is 
small and where walking competit ion is keenest because 
of short distances of movement. :Most of us know of one or 
mo?e electric railways which fall within this group. There 
is no kind of cost-of-service plan which will keep these 
railways going. 

The tax-subsidy plan of support affords whatever advan
tages private operation may offer, but its working out for 
best results is complicated and difficult for the people to 
understand ; it also imposes upon the pri.ate owners sub
stantial obligations appertaining to the supply of future 
capital. Then, t oo, constitutional provisions in some states 
will prevent the enactment of legislation necessary to make 
the subsidy plan opera ti , e. 

The simplest and most readily understood solution of the 
problem of this group of railways is public ownership with 
operation reinforced by taxes. 

The railways that can readily collect the increased costs 
of operation if given authority to do so, permit no extended 
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mention in this discussion. Such railways will generally 
consist ..of those serving large populations of high density 
where the length of passenger haul is long and the service 
is high speed. The New York subways are typical examples. 

The position of the ordinary electric railway falling in a 
group lying between the extremes just discussed is not so 
elearly defined. It is to an inquiry affecting this class of 
railways that this discussion is primarily directed. 

MONOPOLY IDEA EXPLODED 

For a good many years the electric railway was regarded 
as a monopoly. It was viewed as a menace to the social 
order which must, under no cireumstances, go unrestrained. 
It was, jf recollection serves, even denominated a double
dyed monopoly arising first from the special privileges which 
it exercised in occupying the public streets, and second be
cause its natural characteristics made it impossible, even 
though the opportunity for competition existed, to supplant 
it. The idea of monopoly carried with it exclusive control 
of price and such necessity of use as compelled people to pay 
the price. The_ only limit to the price according to the 
then prevalent theories was the ability of the customer to 

, pay. What the traffic would bear was generally considered 
to be the amount of loose change the average passenger 
customarily carried in his pocket. Collecting costs of ser
vice from the traveling public according to this theory was 
simple. The only question was how much more in monop
oly profits the street railway company could get away with. 

One of America's foremost economists, thirteen years ago, 
said, " There is evidence going to show that the price for 
street car service in our great American cities which yields 
the largest net returns to the street car monopolist is 5 cents. 
Apart fro:µi all legislative control, it is not probable that in 
our great cities it is in the interest of the owners of street 
car property to charge more than 5 cents. With our high 
average of well-being and our readiness in the expenditure of 
money, a 5-cent fare reaches down into the masses of the 
people. Doubtless it is too high a fare for the lowest social 
strata, and yet it reaches so far down that probably the in
crease in traffic from a lower fare would not offset the loss 
in profit on each passenger transp_orted. In a country like 
Germany, on the other hand, a 5-cent fare would probably 
be too high to yield the largest net return to the monopolist, 
inasmuch as, with the lower general average of .economic 
well-being and the greater frugality, a fare so high would 
not reach down far enough into the masses of the people to 
induce a sufficiently large traffic to be most remunerative.~' 

Based upon this preconceived idea of the fundamental 
nature of the business, public regulation was brought into 
play fixing the price in the privilege or franchise conferred, 
and commissions were created to chasten and curb this 
natural monopoly. An effective straightjacket was placed 
upon the industry. 

"The sting of private monopoly," said another text-book 
writer ten years ago, "lies in the fact that without competi
tion to keep rates down to a basis of cost, including reason
able profits, the natural tendency of those in control of the 
business is to establish rates at the point where they will 
yield the maximum of profit taking into consideration the 
amount of the business. The first requisite of a good 
franchise is to pull the sting of the monopoly.'·· 

The monopoly idea was a perverted economic notion. 
The special privilege to occupy the streets turned out to be 
a privilege to pave and clean the streets for the use and 
benefit of any oth<pr kind of transportation. The reputed 
natural characteristics, which were presumed to charm off 
competition, never caused Henry Ford a moment of anxiety. 
The economic regulation which compelled people to ride 
somehow was supplanted by the legal regulation which com
pelled the cars to travel whether the people rode or not. 

Even the attitude of economists has changed. The writer 

.. 

last referred to appeared before the Federal Electric Rail
ways Commission two months ago. He is quoted as suggest
ing that fixed-fare franchises are now a liability and not an 
asset as they had been in years g(?ne by, and that this fact 
should be considered to the advantage of the city in arriving 
at any valuation. In other words, having removed the 
'' sting,'' he is now out after a portion of the "hide." 

Where regulating officials finally conceded the necessity 
for increased revenue and attempted to increase existing 
fares, they found to their surprise that traffic did not re
spond the way it was reputed to respond in a well-intrenched 
monopoly. They found that a 40 per cent increase in unit 
price failed to produce a 40 per cent increase in revenue, and 
relief which was conceived to be adequate generally fell far 
short of being even an emergency ration. 

S'IMILARITY WITH OTHER BUSINESS ENTERPRISES 

The problem of collecting the costs of service from the 
traveling public must be Yiewed on the same basis as that of 
price determination in any competitive enterprise. There 
must be stability of market, tFte price must be within the 
patron's ability to pay, the confidence and good-will of the 
purchaser is essential, consideration of the factors of custom 
and competition is i:~nportant and the psychological appeal 
must be such as to mduce liberal patronage. Enterprises 
which can achieve these essentials of salesmanship and 
collect the cost of the product or service sold, including a 
commensurate return, are successful enterprises. 

'fhe flat rate failed principally because it ignored sever.al 
of these principles. Its miscalculation further lay in the 
disregard of change in length of haul, character of service 
and higher standards of comfort which~ with increase in 
fundamental costs, resulted in the failure to yield the cost 
of service. • 

No one will question the stability of the market for our 
service. Th_e trend of our population has always been 
toward the city, and under present conditions will continue 
to be so. According to the 1917 census estimates, there are 
219 cities with a population in excess of 30,000. These 
account for 32 per cent of the total population of the nation. 
In 1890 at the beginning of the traction industry there were 
only 103 cities of this size comprising 20 per cent of the 
total population. 

Our prosperity as a nation has resulted from the growth 
of our cities. Our huge advance in national wealth arises 
from city products. During the period 1912 to 1917, when 
net income of the electric traction industry, according to 
the census figures, decreased 17 per cent, the assessed value ... 
of property in the 219 cities now over 30,000, increased 23 
per cent. This increase in land values aggregating nearly 
$7,000,000,000 exceeded the total investment in the entire 
electric traction industry. 

_Increased centralization and congestion, with inability to 
widen thoroughfares once established, result in makincr 
traffic on rails the most feasible and economical means of 
city transportation. So certain is this process of concentra
tion that capital is attracted to centrally located realty at 
smaller returns than that prevailing in any other form of 
private enterprise. The stability and growth of the market 
for electric traction service is assured. 

What price can the community afford to pay for such ser
vice, and is it possible to collect it from the traveling public? 
During 1917, before high prices had confronted the in
dustry, the average operating revenues, according to the 
census, were $15.20 per capita, less than 3-½ per cent of the 
income per capita, and a little more than 1 per cent of the 
estimated true value of the realty per capita. The charge 
for the most important service that makes city life possible 
is, in fact, of small proportion, and to double it would add no 
hardship to the community. The annual expenditure, for 
luxuries, such as talking machines, silk shirts, and the opera-
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tion of pleasure automobiles, far exceeds the total increased 
revenues needed to restore the electric railway industry to a 
solvent and flourishing condit ion. T.he question is not 
ability but willingness to pay the actual cost of service. 

P SYCHOLOGICAL CAUSES OF P RESENT DISABILITIES 

We come, then, to the first of the intangible considera
tions- the confidence and good-will of the purchaser. The 
American citizen has a reputation for being a free spender 
but he is mortally afraid of being " stung." The success of 
the small storekeeper, in spite of his frequently unconscion
able surcharges on the cost of living, lies in his apparent 
hard-working honesty. Confidence begets trade. No busi
ness, no matter how carefully it may fo llow the Old T esta
ment prohibition against usury, could survi ve the persistent 
attack upon its essential honesty that has been directed year 
in and year out against the electric traction industry. The 
addi tional patronage that grows out of good-will means the 
difference between mediocre and good business. The loss of 
patronage that comes with boycott ing means the difference 
between mediocre business and fai lure. The railway busi
ness labors under a peculiar handicap; it is the only business 
which is required to discriminate between its patrons. The 
passenger who is required to stand fee ls that the passenger 
who enjoys a scat is being favored. It can never be placed 
in as favora ble a position as other lrnsinesEes until this dis
crimination is done away with or compensated for in the 
price paid for a ride. 
. H ow this confidence may be re-established is not a mere 
problem of public policy or public education. It is far 
more fun damental. So deep-seated has been the idea that 
the street railway business is a profiteering insti tution, that 
even where bankruptcy is apparent to everyone it is com
placently regarded as a sort of -poetic justice. Fair value 
must he determined, earnings must be audited by dis
interested tribunals. rr he fact that the business is under 
strict regulation which does not permit of profiteering must 
be firmly established and thereafter every attack which 
ignores these facts must be fought and resented in the same 
way that any law-abiding citizen would resent being called 
a crook. We are so well ad vised as to the motiYes underlving 
such attacks, that we are prone to disregard them as '°' old 
stuff." And, so the process of attrition gradually operates 
against a business because it lacks personality. The 
demagog and yenal press are as cowardly an outfit as any 
blackmailer, an(1 they can be reached through fearless and 
aggressive publicity. 

8YSTE111S OF PRICIKG SERVICE 

It is not alone the protest against unreasonable profits 
which leads to decrease in patronage, but dissatisfaction 
"·ith any pric-c system which permits one patron to get 
more for his money than another. Xo merchant would 
expect to satisfy all his customers by a polir'y of selling 
them clothing, groceries. etc., on the 1asis of their needs 
at a fixed price irrespectiYe of their requirements. Yet, this 
is exactly what is happening with the flat rate of fare. The 
patron who is paying a flat fare for use of the street car for 
a short ride feels that he is not getting his money's worth 
compared with the passenger who gets a longer ride on the 
system for the same price. Disregarding other comidera
tions, a distance tariff should be niore co11duci-ve to restor
ing confidence than a flat rate. 

'Custom and competition are two consideratiom of im
portance when making any change in price. 'The customary 
price for the same service is a la·rge handicap where it is 
necei'rnry to increase the price if volume of sales are to he 
maintained. The baker recognized this fad with the 
5-cent loaf. He decreased the size of the loaf rather than 
increase the unit price. It was not until the strong arm of 
the Food Administration was imposed that any successful 
increase was made over the unit 5 cen ts. The tobacco, drug 

• 

and candy industries have recognized the same fact in 
gradually decreasing the size of package for the same prjce. 
It is not necessary to refer to the many devices of the able 
merchant in overcoming this difficulty. Changes in trade 
name, supposed changes in the quality of goods, funda
mentally different processes of merchandising, are all util
ized to overcome the barrier of custom. 

We frequently hear the statement" give better service and 
th~ public will willingly pay increased fares." Assuming 
that headways are regular and not inconveniently Jong dur
ing non-rush hours, increased service according to accepted 
standards would consist in increasing the number of cars 
used during rush hours. This very costly increase in 
equipment yields a very limited increa.3e in service and it 
is doubtful whether the change in service standards would 
make any marked impression upon the travebng public. 
European practice of first and second-class service, the 
first with, and the second without seats, has remote posE-i
bilities. The railroads are gradually approximating classi
fied service through extra-fare requirements. 

M EETING COM P ETITION 

The principal competitors of the street railway are, of 
course, walking and the automobile. A price system must be 
designed to minimize the effect iveness of this competition. 
'l'he competitive advantage is not merely one of cost but of 
con Yenience. Taxicab service is, of course, many fold more 
expensive than street-car service. The additional price 
paid for the average convenience is very great. Considering 
the normal cost per capita of street railway service and the 
adYances in the price of slioes, it is questionable whether the 
walking route is as cheap as it seems. The distance tariff 
has, of course, great advantages over the flat rate of fare in 
minimizing competition. 'l'he radius of the automobile for 
hire is short and the inducement of low fares to reduce 
walking should be substantial. The highest practicable 
speed of cars is essential, since the sacrifice that competes 
with money expenditures for a car ride is that of time 
rather than of physical effort in walking. Frequency of car 
service produces reactions similar to those of speed and 
comfort. 

It must be confessed that there is no particular psycho
logical appea l in the traction business as now constituted to 
induce liberal patronage. It cannot adopt as its motto 
" The more you ride, the more you want to." Time was, 
when the rail was flanked by cobblestones and wooden side
walks and a trolley ride was our most popular outdoor sport. 

I s it possible to restore the old-time zest and flavor? Other 
competitive businesses have done so. The old-fashioned drug 
store, when the population became too disgustingly healthy 
to require patent medicines and a few prescriptions, blos
somed for th with soda, candies, cigars and minor household 
furnishings ; the Yankee notion corner was transformed into 
the 5 and 10-cent store; and the barber shop threatened with 
rapid extinction by the safety razor, t ransformed itself into 
a beauty parlor and raised its prices besides. I s the industry 
lacking in constructive imagination? Or, is the trolley ride 
as prosaic as a postage stamp which it does.not pay to flavor 
to induce use? The low number of rides per capita, les~ 
than one ride per day-indicates a minimum of patronage, 
an absence of convenience or pleasure riding and a dearth of 
salesmanship. We call it "the r iding habit," a proper 
designation. Riding is habitual and forced, rather than 
attracted. 

The street railway performs a personal service, in most 
cases to a tired customer . The personal service required is 
as much a rest as it is a ride. l\Iental and physical fati gue 
contribute largely to the cri tical attitude toward the ser
vice. There is little complaint from the morning crowd; 
there is much complaint about the evening rush. F requency 
of stops, low speed and the monotony of the journey are the 
main reasons for discomfort. 
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The serviee ean undoubtedly be made more. comfortab_le 
and more satisfaetory even though more expensive. But, m 
the interest of the passenger it must popularize travel dur
incr the non-rush hours. It must meet the insane demand to 
cro

0

home en masse by persuasive appeal to go home a trifle 
. ~arlier or later in eomfort. No employer ean withstand t~rn 
demand for staggered hours, if the laboring man _wants it. 
Smoking privileges, moving pictures, barber shop hter~ture, 
jazz musie-thcre is some solution awaiting the gemus of 
salesmanship. . . . . . 

An analysis then of the possibility of n_i e_rehand_ismg street 
railway service, eonsidered as a eompeb~ive busmess, l~~ds 
to the eonelusion that, given a free rein like any eompebbve 
business in the making of rates and in arranging servi~e, 
there are prospeets of eolleeting the inereased costs of serviee 
from the traveling publie. 

EFFECTS OF C H ANGES IN FARE SCIIEl\IE 

Any ehange in fares , whether inereases in flat rates or 
change from the fl.at rate to the zone or distanee tariff, 
carries with it a disturbance of traffie. If we analyze the 
Teaction we find that this may develop into three phases. 
There exists first a temporary withdrawal of patronage-a 
saerifiee of usual comfort in the interest of eeonomy-often 
uneonseious but evident in total sales. Gradually there is 
a reeession to normal eonditions. There may be in addition 
a feeling o.f resentment greater than any poeket inter~st. In 
this second phase, withdrawal of patronage may constitute a 
boycott more lasting in its effeet on traffie. Finally a protest 
so severe may be eneountered as to result in mo~ violenee 
and actual interferenee with serviee . How lastmg these 
impressions may be and what ean be done to prevent or 
overeome them are loeal problems of salesmanship. The 
sueeess of the business depends upon ·voluntary patronage 
and the problem of transition in priee is of importance. 

A flexib1e plan of fares whieh will move the traffie, and 
which will permit of minor adjustments; up or down, from 
time to time is also important. The railroads were more 
fortunate than the traetion industry. They determined 
their own sc-heme of rates, based entirely upon the theory of 
eharging what would create and move traffi_e. The differ
entials thus instituted beeame fixtures which even regu
lation, when it arrived, eould not disregard. Di~erenhee in 
eharges for the long and short ha~l, differ~nce m e arge 
for on-peak and off-peak traffie, d1fferenee m eharges ~or 
summer and winter serviee, eommutation rates and special 
fares are all possibilities that merit eonsideration. 

The effeet of fundamental ehanges in the basis of fares 
upon -existing realty valu_es has been of_ e?neern in some 
quarters. There is a feelmg that the ex1stmg rate of fare 
is a sort of inalienable property right attached to the real 
estate whieh must not be disturbed. Investigation shows 
that the effect of rates of fare on aetual realty values has 
been mueh exaggerated. No doubt existing fares are a 
persuasive talking point for the real estate prom?ter but 
their jnfluenee beeause of the small annual eharge mvolved 
has been proved to be negligible. The existenee of ~ wide, 
flat-fare area did not promote settlement, :md the ex1stenee 
of a zone fare or distance tariff did not hinder development. 
And realty ean no more lay claim to permanenee of street 
ear fares than it ean to permanence of the ozone larl en at
mosphere and the unrestrieted view that originally surround 
it. 

- BY-PRODUCTS OF THE BUSINESS 

This diseussion would be incomplete without some 
referenee to the question: Has the traetion business any 
by-produets whieh may augment its revenues? Unr1oubt
edly the rate of fare whieh it is neeessary to eharge the 
traveling publie to meet the cost of sen ice will he ~ffect~d 
by the possibility of auxiliary revenues. <:oncesswns m 
passenger cars in addition to a<1vertising may be ~n impor
tant source of revenue. Express, paekage deln'cry and 

mail if it is ever permitted to earry a fair eharge, also 
merit more intensive cultivation. Finally, the possibility of 
utilizing idle or lightly-loaded traeks for \he movement of 
freiO"ht, building materials and the colleet10n of ashes and 
garbage, with or without_ auxiljary ~~tomobi le trul'k ~er
viec, are worthy of cons1dcrabon. lhese latter serv1ecs 
raise problems of city planning and ean only be brought 
about throuo-h the initiative of municipal officials. These 
services woild tend to relieve eongestion and reduee wear 
on pavement , and would largely expand the territory avail
able for small manufaeture by providing transportation 
facilities now limited to frontage on railroads and doeks. 

CONCLUSION"S 

1. The high priee levels of the last few years with the 
resultincr inereases in eosts of eleetrie railway transporta
tion hav~ required inereases in selling priee of the :aihyays' 
produet. I nereases in flat fares have resulted 111 either 
deereased volume of lJusiness or lower rates of inerease. 
These faets, together with the prevalence of gasoline-m?tor 
eompetition in eertain seetions of the country have. ra1s~d 
-the question as to whether it is possible f?r the ele_etne r~1l
way industry to eollect from the travelmg pubh e th~ m
ereased eosts of serviee. 

2. Railways naturally group themselves into three classes. 
The first elass embraees those eleetric railways where the 
eonditions are such that there is no hope within any reason
able length of time of making the railway self-supporting 
by any adjustment of fares. The seeond elass embraces 
those railways whieh by reason of density of traffie, length 
of haul and speed of service readily permit the inereased 
costs to be eolleeted either by an inercase in flat rate of 
fare or by adoption of some distanee tariff seheme. The 
third elass eomprises those railways lying midway betwe_en 
the first two and where there appears to be an opportumty 
to colleet from the traveling publie the inereased eosts of 
serviee without making the serviee so expensive that it is 
unattraetive, but whieh will require ehanges in the seheme 
of fares and the adoption of ehanged methods of operation. 

3. The faetors whieh have permitted other lines of busi
ness to remain prosperous during these periods of high 
priec levels and even to enlarge th~ir volumes of sa~es a!e 
numerous and afford many suggestions to the electric rail
way industry. 

4. 'rhe psyehological aspeets of inerPased fares and the 
mental reaetions eaused thereby group themselves into three 
elasses, finally developing into mob violence. Reactions of 
this kind must be antieipated, prevented if possible and in 
anv event minimized if the electric railwav is to retain its 
doininant position as a transportation medium and com
pete sueeessfully for new eapital with othPr lines of industry. 

5. The real question eonfrontirnr the regulating author
ities to-dav is not that of preventing the elertrie railwavs 
from earning too much but rat.lier that of permitting the 
railways to earn suffieient revenues to continue to operate, 
maint;in their eredit and to expand their facilities. E lec
tric railways should he given greater freedom of action in 
determinin·cr upon the form and mag·niJude of their rate 
sehednles a~d in the rlrnrarter of c::rrviee which thev render. 

n. There a;r what may be called by-products of ·th e hnsi
ncss which electric railways , if possrsser1 of abili tv to pro
cure additional capital. may exploit with profit. The 
development of such hy-produets would assist in restoring 
the electri e railway inih,stry to the positio_n of a going 
b11sincss and go snme di.c::tnnee in makin.2" it unnecessary for 
municipalities to lend their credit in the -purchase and 
expansion of the ordinary surfa<'e ekrtrie _railways an~ to 
lend their taxing power in supporting railway operation. 

7. The opportunities for selling higher priee<l serviee 
seem to be sufficient to warrant a serious attempt and the 
ehanees of being ahlr to collect the inereased eosts are now 
greater than the chan ces of fai ling to do so. 
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Essential Features of the Service-at-Cost Plans 
Up-to-Date 1 nfo r111 ation Upo n th e lV orl.:ing of the Cost
of-Seri-ice P lans at Each of Th ese Important Cities Is 
Gil'en by Railway Men Who Ca n Speak with Authority 
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Cincinna ti Traction Company 
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Some Elements of the Cincinnati 
Franchise * 

A Yaluation Was Reached by Agreement, Then a Flexible 
Fare Was Allowed Depending Upon Degree of 

Operating Efficiency 

BY w ALTER .A. DR.APER 
Yice-Presit.l ent Cincinnat i Traction Company 

THE Cincinnati settlement was not undertaken purely 
because of the war conditions nor had the Cincinnati 
company reached the end of its franchise. On the 

contrary, the company had a franchise with many years yet 
to run, with a provision in it, however, th~t twenty ye~rs 
after its date it could be revised by the city as to all its 
terms and conditions and a rate of fare fixed "according 
to the then cost of carrying passengers " and a further 
revision period fifteen years later. The first revision period 
fell at a time when any revision of fares based on the cost 
would necessarily have been upward. I nstead, however, 
of fixing a rate that would be equitable according to the 
'' then cost," which would have to remain in effect for the 
next fifteen-year period, the City Council adopted the plan 
by which the rate of fare should be equitable according to 
the cost at anv and all times. 

The provisi~n regarding revision was one of the points 
in an attack upon the legality of the revision ordinance, 
it being held that the original framers of the State law, and 
the franchise granted thereunder, had no intention of pro
vidino- for a revision upward and the provision, therefore, 
could°be used only for a revision downward. The court, 
however, held that no matter what the framers of the act 
had in mind, the language was clear and the power to revise 
according to the then cost must contemplate a possible 
upward as well as a possible downward revision. The 

* Abstrac-t of paper presented at meeting of American Electric Railway Associa
tion, Atlantic City, N. J., Oct. 8, 1919. 

court also held, as to the claim that a sliding scale under 
the ser vice-at-cost plan was not a fixing of the rate accord
ing to the then cost, that, as a mat ter of fact, the service-at
cost plan was a most equitable way in which the rate could 
be made to be according to the " then" cost at any and all 
t imes. 

V ALUATIO N MADE B ASI S 

As in all service-at-cost ordinances, the valuation was the 
foundation upon which the structure was built. This was 
gone into most completely. Three years before the work 
of drawing the revision ordinance was begun the city 
asked the Public Utilities Commission of Ohio to make 
a valuation of the property of the Cincinnati Traction Com
pany, as under the law it could do. The commission in 
turn ordered the company to make a complete inventory 
and appraisal of the property as of a certain date and 
proceeded ~hrough its engineers to check the inventory as 
it was progressing. The work consumed many months and 
the resulting physical valuation showed not a great differ
ence as between the :finding of the two sets of valuation 
engineers, though in the matter of superseded values, 
overhead and franchise values there was a wide divergence. 
The cost to reproduce new was found by the commission 
to be $27,378,851.88 and by the company $27,640,490.22. 
The commission allowed for superseded values, paving, 
etc., an amount bringing the total valuation up to $30,141,-
102.87, while the company's claim for the same things 
brought its figure up to $33,198,567, with a claim for 
franchise value in addition, which was disallowed. 

The valuation finally used in the ordinance, however, 
was reached by agreement, both the city and the company 
having protested the :finding of the commission, but agree
ing between themselves. The valuation in the ordinance was 
arrived at by recognizing outstanding securities which rep
resented very nearly the cost-new valuation found both by 
the company and the State, together with an allowance for 
superseded value, and was $31,847,950 for the purpose of 
calculating the return and $30,847,950 as the purchase 
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price. In addition to being able to purchase the plant for 
that figure, the city can, if it prefers, bring condemnation 
proceedings and secure the property at the price awarded 
in such procedure. 

The control exercised by the City of Cincinnati is divided 
between the legislative and the executive departments, 
the City Council exercising all functions in relation to the 
rights of the company under the grant and any changes 
therein and also all extensions, routes and motive power. 
In an official created under the city charter, known as the 
Director of Street Railroads, an appointee of the Mayor, is 
vested the control of service, type of cars, transfers, con
tracts, accounting, budget, kind, amount, rate and pur
pose of new securities; and in short every act and every 
expenditure bearing upon service and its cost . Under
standing this complete control which is retained by the 
city in return for granting the company the right to charge 
fares that will yield revenue sufficient to meet all require
ments, the reason for a budget of expenses, incentive to 
economical operation, elasticity of depreciation charges, 
cost of money, etc., will be the more readily understood. 

SPECIAL FEATURES IN THE FRANCHISE 

One of the knotty questions to be solved was the disposi
tion Gf the franchise tax paid to the city. For years the 
company had been paying a tax of 6 per cent on its gross 
receipts, amounting in the year of the revision approxi
mately to $325,000. Two opposing ideas clashed in the 
treatment of this matter. One held that as this was to be 
a service-at-cost arrangement the street railway system 
should not be made a special tax gatherer for the city, but 
the car rider should have his ride at as low a cost as operat
ing expenses, statutory taxes and return on investment 
could allow. The other school adhered to the idea that a 
great many car riders pay no direct taxes to the city, and it 
was but fair that they should contribute in this way, 
especially as the company pays no paving charges, except 
for paving disturbed. That this 6 per cent tax amounted 
to a third of a cent on every car ride was used as argument 
by both sides, one contending that so large a tax should 
not be put on the car riders and the other holding that only 
a third of a cent ought not make any difference to anybody. 
The fact that the city needed the revenue was, after all, 
the deciding factor, and the car riders now pay in the aggre
gate $350,000 a' year as a special tax to the city. This pay
ment, while made as certain as the company's return on 
investment, is not paid until after that return, however, 
thus strengthening the company's position financially. 

Particular effort was directed by those framing the re
vision ordinance to secure the greatest degree of elasticity. 
In the matter of rate of return, for example, those securities 
already outstanding and accepted as part of the valuation 
are allowed the rate of interest heretofore paid on them, 
which in one case is as low as 5 per cent. Instead, how
ever, of fixing a certain rate on all future securities it is 
provided that the allowance shall be exactly what the new 
money costs, and the safeguard is then thrown around this 
provision by requiring that the amount, character, rate, 
method of retirement and price at which new securities are 
sold shall all be subject to the approval of the city and the 
Public Utilities Commission of Ohio. 

In the matter of depreciation, the amount and the 
method as now charged by the company are retained for a 
period of five years, after which the Public Utilities Com
mission will fix the rate of depreciation charges. 

Probably the most strikingly elastic feature of the ordi
nance is that which exercises the control of expenditures. 
Instead of a certain allowance for operation in various 
accounts, which experience has shown must vary from time 
to time requiring negotiations with the city for changes in 
such allowances, the Cincinnati plan compels the company 

to file with the Director of Street Railroads forty-five days 
before the end of the calendar year, an estimate of gross 
receipts and budget of operating expenses for the ensuing 
calendar year classified under the General Accounts of the 
I. C. C. system. No expenditure can be made in any of 
these general accounts in excess of the budget allowance 
except upon supplementary estimates approved by the 
director. 

The operation of this budget plan puts the company in 
the position that it can insist and show clearly that the 
allowances for the year should be sufficient to operate the 
property and keep it in repair, and if its estimates are not 
allowed it has recourse to arbitration. Furthermore, if the 
city desires to increase the budget estimates to meet its 
demands for greatly increased service, the building and 
operation of many extensions or an unusual amount of 
track reconstruction, all in excess of what the company esti
mates should normally be or can be done without increas
ing fares, the company may point out what it will mean if 
the estimates a.re so increased, and the increases are then 
made with a full realization by the Director of Street Rail
roads and by the car riders that it will mean higher fares. 
It is not a case of shifting responsibility but merely of 
giving the people who pay the bills the option of deciding. 

Considerable attention was given in drawing the ordi
nance to securing a plan that would put changes in rates of 
fare into effect as expeditiously as possible, and the result 
was the adoption of a rule that is automatically acting. If 
in two calendar months before the reserve fund is estab
lished the receipts are not sufficient to meet the require
ments the next higher rate of fare must be put into effect 
at the first of the next calendar month. There are no 
preliminaries except fixed periods of advertising and post
ing of notices. Reports to the city and approval by the city 
are unnecessary because the books and accounts of the com
pany are not only open to, but are being subjected to, con-. 
stant examination by the city, there being an accountant 
representing the Director of Street Raih:oads in the ac
counting office of the company at all times. So, the city is 
completely advised of the situation, thus making formal 
notices and approvals a mere unnecessary formality. 

After the reserve fund is established naturally the change 
in fare upward or downward will not be made on two 
months operation, but deficits will be paid out of the Re
serve Fund until it is reduced to below $250,000. This 
reserve fund is first established by $250,000 from the sale 
of securities and then from gross receipts until it reaches 
the sum of $400,000 which is called the Normal Sum of the 
Reserve Fund. It can then be used if need be, but fares 
cannot be reduced until there has been a further accumu
lation up to $650,000. 

CONSIDERATION OF FRANCHISE 

During the public hearings on the question of a revision 
of the company's franchise the fear was expressed that if 
the company were assured that rates of fare would be put 
into effect that would provide earnings sufficient to meet 
all requirements it would not exercise care and economy in 
operation, but assured of its own return, would spend 
money freely on the theory that the car rider had to pay it 
anyhow, so why worry? 

It was pointed out that the very complete control exer
cised by the city would act as an approval or disapproval 
of every expenditure. While this in a measure allayed the 
fears of many who still retain the suspicion of public 
utilities that years of the old regime of mutual hostility 
and distrust engendered, there were others who saw that a 
better way than to penalize laxity and inefficiency was to 
put a premium on efficiency and the result was a shining 
spot in the Cincinnati ordinance providing that, instead of 
a mere return sufficient to pay operating expenses, taxes 
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and fixed charges, the company can participate in tbe sur
plus over this amount depending upon its ability to operate 
efficiently and its exercise of this auility. If the rate of 
fare can be kept at 6 cents the company will receive 20 
per cent of the surplus instead of having it all go to the 
reserve funtl to reduce fares. If the rate is 5¾ cents the com
pany's share is 30 per cent, antl if 5 cents- the company's 
share is 45 per cent. If our friends who are predicting a gen
eral 10-cent rate all over the country are correct there is 
not much hope that the company's participation will be 
more than a moot question, hut the principle is there and 
in new settlements matle it should be embodietl in a more 
workable antl certain form. The idea of making the par
ticipation inversely proportionate to the rate of fare appears 
reasonable, but there should be some participation no mat
ter what rate may be in effect. 

THE R ESULTS SUl\11\I:AilIZED 

'r he Cincimrn ti plan has now been in effect just one 
year. " "hat are the results? 

'l'he initial rate of fare under which the plan started "·as 
5 cents cash, no recluced rate for tickets. It was known that 
this rate would be insufficient, and the advance Jan. 1, 
1919, to 5½ cents; April 1 to G cents; July 1 to G½ cents 
and now Oct. 1 to 7 cents, have but carried out the com
pany's prediction when the ortlinance ,ms passed that on 
the basis of expenses then the fare shoultl be G cents, while 
if there were further increases in operating expenses that 
rate would not ue suilicient. The further increases did 
come, notably. in the award of the War Lauor Board in
creasing trainmen's \\·ages. 

The people of Cincinnati have thoroughly understoocl 
the reason for these advances. It is apparent that they 
want goo <l service and are willing to pay what gootl service, 
as they themselves can readily see, in these days of high 
prices must cost. 'l'here haYe ueen here antl there some 
expressions that if the company ,rnuld pay no rentals and no 
interest on uonds or other securities the fare would not go 
so high, but the company has been frank antl explained the 
situat ion quite fully in the newspapers and otherwise, and 
the people see the necessity of maintaining the company's 
cretlit in order that it may get the money with which to 
make improYements. Furthermore, when they haYe real
ized that the company's own stockholders have not as yet 
participated in the working of the new plan antl that the 
greatest ueneficiaries have been the employees who have 
receiYed higher wages and they themseh-es who have re
ceiYetl improYed service, they ha Ye awakened to the fact that 
while they arc paying more for eyerything that they buy the 
increase in car fare is one of the smallest and, under 
the service-at-cost plan, the most logical and seientifically 
made. 

The 7-cent fare now in effect is expected to produce just 
auout enough to provide the current requirements. There 
is, howeYer, a deficit resulting from the operation during 
the past twelve months at a lower ra te, and theoretically 
this deficit will have to be met also out of earnings. The 
problem now is to wipe out this deficit without its remain
ing as a cause of further increasing fares. 

The experience in Cincinnati points out the advisability 
of avoiding the ereation of a deficit at the beginning of the 
working of the service-at-cost plan if possible. 

The experience of Cincinnati from higher fares has been 
encouraging to those who believe that the public is becom
ing educated to the necessity of higher fares in order to 
preserve and improve street railroad facilities. During the 
month of August with a 6½-cent ticket and 7-eent cash rate 
in effect the ticket fares were 69.54 per cent and the cash 

· fares 30.46 per cent of the total adult revenue passengers, 
so that instead of an increase in rate of 30 per cent the 
increase in rate was 33.04 per cent. The number of 

revenue passengers carried inereased 2.04 per eent over the 
same period of 1918, which is under the normal increase in 
Cincinnati, but still an increase in spite of the higher fare. 
The result was an increase in passenger revenue of 34.67 
per cent. It is believed that this result is due to the gen
eral understanding of the people of Cincinnati that they 
now actually control the operation of the street railroad 
system and that, as the company has explained as clearly 
as possible, they can have just the kind of service they are 
willing to pay for; and also to the appreciation by the 
people of the fact that even with general operating eondi
tions in Cincinnati much more costly than most other 
cities on account of extreme grades and narrow streets, the 
fare untler the service-at-cost plan is under that in many 
cities where the increase in fare has been made arbitrarily, 
or at least on a less scientific basis. 

A tangible result of the enactment of the revision ordi
nance in Cincinnati has been the appreciation by the 
bankers of Cincinnati of the stronger position in which the 
c-ompany is placetl thereby. The requirements for money 
during the time that the company has been going through 
the period of low fa res under the new plan, as well as money 
for improvement:,;, has been urgent; and the bankers, rccog-
1Jizi11g the necessity to the community of continued ade
qua te aud improYecl street railroatl service, have provided 
tile funds to keep the company in a position to function 
}llOlJ(•rly. The next clecisiYe step untler the ordinance will 
Ll· working out the future financing of the company. It is 
t onfi<lently belieYecl that the new plan will pass this test 
a ls,i, and if it does it will uc a vindication of the optimistic 
opiuion sometimes cxpn,ssed that when the people of a com
munity are giYen the facts and their aid enlisted in work
ing out a problem along lines that are fair to them, they will 
llot only tl:oronghly untlerstand and appreciate the prob
lem, but aitl in its solution. 

:\I ETIITS OF SERVICE-AT-COST PLAN 

I c·annot refrain in dosing to call attention to one possi
bility under the service-at-cost plan in Cincinnati, or in 
any other city where it may be adopted, and that is, the 
so lution of the transportation problem by whatever ad
Ya ncement of the art or by whatever replacement of existing 
methods by radically different ones may be attempted. 
One question asked of street railway operators at the early 
hearings before the Federal Electric Railways Commission 
was, if they believed that existing street railways should 
ue protected not only against the evident and aeeepted 
unfairness of unregulated jitney competition, but against 
any new methotl of transportation that by its inherent effi
ciency or cheapness would put the street railroa,d out of 
business. It now appears improbable that the street car on 
city streets can be superseded by anything more effieient 
because of the necessity for as large a unit as possible mov
ing in the smallest space and by the most economic power ; 
but even supposing that enormous motor buses of some type 
coultl ue deyjsed, which would eliminate the impossible 
congestion that would result from turning passenger car
rying business over to any existing form of gasoline vehicle 
and which could be operated more cheaply and carry pas
sengers more comfortably, the street railway interests could 
not successfully oppose the development of a carrier of this 
sort. No industry can stand long in the path of progress. 
But if such a new development should come what agency 
could more logieally and efficiently operate the new system 
than the existing transportation company under city 
control? 

The Cincinnati service-at-cost plan not only provides for 
the amortization of a considerable amount of existing secu
rities but contemplates the amortization of future security 
issues. The impossibility of a top-heavy capitalization, 
therefore, is apparent and any new transportation method, 
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either in the way of motiYe power, type of vehicle or place 
of operation, could be undertaken by the existing system 
through the issuance of securities under the direction and 
approval of the municipality, where it could be shown that 
the new system would be more efficient or more economical 
or more desirable for the traveling public even at an in
creased cost. In all fairness the present worth of the exist
ing transportation system as found and fixed by the munici
pality ought not to be ruthlessly dissipated; and if a more 
efficient plan is devised the old one should be amortized and 
the new one put into operation, through the medium of 
the existing company acting directly under the control of 
the municipality, thus protecting the honest investment as 
ascertained by the municipality when the service-at-cost 
plan is adoptea and at the same time giving the public the 
benefit of the best there is in urban transportation. 

This would remove the possibility of antagonism to new 
methods that might be evidenced by an independent and 
uncontrolled street railroad system and insure the adoption 
of the most modern means of urban transportation that 
might be developed and its operation by an efficient and 
experienced organization. 

The Youngstown Service-at
Cost Franchise* 

Many Difficult Features, Commonly Called" Local Condi
tions," Affecting Operation in Youngstown Have 

Been Satisfactorily Solved-Four Alter-
natives Are Suggested 

BY R. P. STEVENS 
President Mahoning & Shenango Railway & Light Company, Youngstown, Ohio 

FREQUENTLY, when the subject is broached of re
placing the form of grant under which street railways 
customarily have been operated in all sections of the 

country · since the infancy of the industry with what has 
come to be known generally as a" service-at-cost" franchise, 
objection is raised that the plan is not feasible here, there or 
elsewhere because of complicated "local conditions. Our ex
perience in Youngstown in turning from the older form of 
franchise of limited duration, with fixed rate of fare and ill
defined, irresponsible reg11lation of service, to the newer 
and, as many think, better plan of operation is demonstrat
ing that this objection is not insurmountable. The Youngs
town service-at-cost franchise was modeled largely after the 
so-called Tayler grant, though it departs from that model in 
some particulars, but the complications to be untangled 
before the city railways could be set up as a distinct prop
erty capable of operation under the service-at-cost plan, 
were many and difficult. 

The lines to be included within the city property repre
sented approximately one-third of the entire system ( 59 out 
of a total of J 78 miles) held in common ownership, lying 
within four counties in two states, giving city service to four 
communities and tied together by three main lines of inter
urban. railway. In many years there had been no distinct 
line of demarcation between the three interurban lines en
tering Youngstown and the local lines serving the various 
parts of that city and immediately adjoining villages. Due 
to common ownership and operation, the interurban cars 
had carried local passengers promiscuously. Here, then, 
primarily a sharp division must be made, so that city traffic 
proper might come under the new plan, interurban traffic 
be made distinct from it, and at the same time both types 
of service be adequately maintained. 

A further complication was that several of the largest 
industrial plants lay just outside the city limits in other. 
cities. They were most important traffic points to citizens 

* Ahstract of paper presented at meeting of American Electric Railway 
Association, Atlantic City, N. J., Oct, 8, 1910. 

of Youngstown and, therefore, their inclusion within the 
city system became both necessary and desirable. 'l1hese 
lines extended into three other cities adjacent to Youngs
town and were operated under franchises requiring a 5-cent 
fare to any point in Youngstown. At first this seemed 
almost insurmountable but was overcome very readily by ob
taining new franchises in each city. In the two small cities 
lying east of and immediately adjacent to Youngstown, the 
new franchises provide that the fare shall be the same as 
that charged in Youngstown under the service-at-cost 
franchise, but in the city of Girard, to the west, the new 
franchise provides that the fare shall be 1 cent greater than 
the fare at any time charged in Youngstown. 

Another situation in this same connection that had to 
be met was that our working agreement with our car-service 
employees, divided into six locals, was entered into in com
mon through negotiations with a joint board. One of the 
interurban divisions was worked entirely and another to the 
extent of 50 per cent by Youngstown crews, and the extra 
list used in common with the Youngstown city lines. Here 
not only physical but labor conditions called for a solution. 

Again, the central carhouse and car shops, where virtually 
all the major repairs to cars for the entire system had been 
made for a period of years, must be included as an essential 
part of the city property, yet work on cars from other parts 
of the system must be done there, at least for a time, as a 
matter of proper economy. 

How THESE Col\IPLICATIONS "\VERE OvERCOl\IE 

Permit me to outline the manner in which these condi
tions were met before mentioning others of a still more com
plicated character. First, it was decided that the service to 
the large industrial plants lying beyond the city limits must 
be included within the territory of the proposed city system. 
This supplied the line of demarcation for the city district, 
differing somewhat from the lines of the municipality. It 
a~so decided where the interurban lines extending respec
tively east and west from the city ended. All traffic within 
these points was to be local traffic and no local traffic was to 
be carried on interurban cars; but provision was included 
in the franchise for the right to continue the operation of 
the interurban cars over the city tracks to the center of the 
city. 

The situation as regards the third interurban line in
volved presented a different aspect and was not so simple, as 
this line was covered by the existing franchise which was 
about to be given up. About 3 miles of this 15-mile line 
lay within the city limits, much of it on private right-of
.yay. No distinct city service had ever been rendered over it, 
though it carried local passengers. It wa~ chiefly the 
entrance to the city for traffic ari sing without the city. To 
turn one-fifth of the line over to the city system in these cir
cumstances would be simply to bite the interurban line off 
short, possibly seriously to interfere with the preponderant 
right of the outside traffic to enter the city. 

Therefore, none of this line was included within the city 
property, but it was provided that the rate of fare clrnro·ec1 
within the city on this line should always be the same

0 

as 
on the city lines and, further, that the city should haYc 
the right at any time to inaugurate city service under the 
control of the railway commissioner over the part of the 
line within the city the same as on the lines embraced 
within the city system, nnd tlrnt the compensation for this 
privilege to be paid by the city system should be the same 
ns that paid by the other interurban lines mentioned for 
the use of the tracks of the city system. 

These arrangements disposed of the division of the 
tracks nnd overhead. As statec1, it was necessary to include 
the chief car shops of the company in the city system and 
yet provide there for heavy repairs to outside equipment. 
This was done by the inclusion in the ordinance of n clau :::e 
providing for the right to make such repairs as might be 
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necessary upon the payment of the shop costs and propor
tion of overhead. 

The ordinanee provided for the complete corporate 
autonomy of the company, thus giving the company full 
control over matters relating to employees. Therefore, 
the question of operating interurban cars from the same 
regular and extra lists of men operating the Youngstown 
cars could not be specifically treated in the franchise, but it 
was the plain intent of the plan that the city and interurban 
lines should be ent irely separate and the complications 
that might arise, especially at times of labor shortage, over 
a question of preference in manning local or interurban 
runs may readily be imagined. Therefore, it was necessary 
to withdraw, as soon as practicable after the ordinance 
became effocti ve, the freight and passenger interurban runs 
that had been fi lled with Youngstown crews and place them 
elsewhere. 

This was _done by gradually filling these runs from the 
other ends of the di visions affected, a simple enough pro
ceeding were it not for the dissatisfaction that such a 
proceeding might eause among the car service men. 

THE P OWER SITUATION WAS COMPLICATED ALSO 

Aside from these distinctly railway matters we had other 
obstacles to meet and overcome. We had a combined rail
way and light and power property. The current for both 
rai lway and lighting and power purposes was generated at 
three power stations, one within the city and two outside. 
'l'he station in the city of Youngstown was used for both 
railway and lighting purposes, while part of the railway 
power used within the city was generated at a station some 
miles outside the city, the two being tied together by trans
mission lines. Tn addition, exhaust steam and some live 
steam from the station in the city was used for our eentral 
station steam heating system. · The chief substation for 
the eity's street lighting system and for domestic purposes 
was loeated in the city power station. The commercial 
direct eurrent circuits for elevators and the like were fed 
from the same maehines as were the t rolley feeder circuits. 

We must untangle this complication and in order that 
the city railway_s might be a eomplete property in them
selves, provide for them a power house of their own. This 
was one of the knottiest problems presenting itself in the 
negotiations between the city and the company. It was 
solved by including the Youngstown power station as part 
of the city railway property, excepting the lighting sub
station; the strict division of the souree of power for the 
various uses mentioned; provision for the mutual exehange 
of power behveen the two power stations directly affected 
as oceasiori. might arise: and provision, first. for the right 
of the eompany to continue to use steam from the power 
station boilers for central station heating purposes, and, 
second, the manner of payment for such steam. Proper 
metering ar rangements made such a plan possible without 
serious disloeation of any of the businesses in,oh·ed. 

A NEW COMPANY ORGANIZATION W AS P REFERABLE 

The organization of a separate company immediately to 
own the franchise and to have full control of the property 
either through ownership or lease was not praetieable in 
Youngstown, because of the most serious complicat ion of all 
that confronted us, the mortgages on the property as a whole. 
'Phese would not permit of a subdivision of the property 
or a relinquishment of the old franchise unless a new one 
""as substituted. The advisors of the city authorities were 
firm believers in the potency of a separate company with a 
large proportion of local shareholders as the best means 
of assuring the continued and certain success of the plan . 
The experience in Cleveland had led them to that conclu
sion. Accordingly, the franchise which was framed looked 
to such a consummation in Youngstown. 

But the funded debt of the company owning and operat-

ing the facilities from which were to be carved a complete 
city system was chiefly in the form of a blanket mortgage 
covering railway, light and power, steam and gas properties, 
irrespective of municipal lines or limits. This mortgage 
still had some time to run. It did not contemplate the 
segregation of the property into various local units. Yet 
the piece of this property that must be set aside for separate 
operation and eventual ownership, must be a complete rail
way property in itself. 

The setting up of a district operating organization, the 
opening of new sets of accounts and similar steps for the 
separate handling of the city railways under the service-at
cost plan, were comparatively simple and were carried out 
coincident with the taking effect of the new franchise, but 
the setting aside of the property, in a financial sense, was 
something quite different and could not be accomplished 
so speedily or easily. Still it was one of the definite objects 
of the new pact. 

'l'he difficulties caused by the mortgage conditions were 
met in this way : The city naturally desired a separate 
eompany in fact as well as in name; it wanted to deal 
with a corporation that had no interest save that covered 
by this service-at-cost compact, and there was no reason 
why this desire should not be satisfied, provided sufficient 
time were granted to make the necessary rearrangements 
of the funded debt. 

This was clone in conneetion with the provision for the 
purchase of the railway property by the municipality at 
any t ime it might elect by placing a premium on the value 
of the property if a separate and distinct company were 
organized and limiting the time within which this separate 
organization must be set up. The provision is as follows: 

" * * * In the event the city shall purchase and take over the 
street railway property of the company covered by this ordi
nance during the life of this grant or any renewal thereof, as 
in this section provided, then it shall pay for the same the 
capital value of said property, increased or diminished, as in 
this ordinance provided, and in the event that the company 
shall calrae within forty-eight months from the date this ordi
nance goes into effect, a corporation to be formed under· the 
laws of the State of Ohio for the purpose of owning and operat
ing a ll of the lines and property covered by this ordinance and 
a ll a dditions, betterments, extensions and improvements added 
the reto, and said corporation shall actually take over, so own 
an d operate afor esaid property and the total i'asued and out
st anding capital stock and all bonded and floating indebtedness 
by it incurred or assumed, shall , at such time of taking over, be 
equal to the whole capital value as .it may then be under the 
t erms of this ordinance and no more, and shall thereafter when
ever it becomes n ecesaary to sell stock of such company to 
secure money for any purpose herein provided which requires 
the par value of such stock so sold or expense thereon to be 
a dded to the capital value, give all reasonable and fair oppor
t unity to t he citizens of the city of Youngstown to buy said 
s tock at it.;; par value, then a further sum equal to 10 per cent 
of the capital value so appearing at such time of purchase shall 
be paid by the city. * * *" 

The start on the organization of the new company called 
for by the ordinanee was made immediately after the fran
chise became effective. The company was. chartered and 
organized with a nominal capital; the organization set 
aside by the parent company to operate the city property 
became the operating organization of the new company, 
with the only points of contact between the two resting in 
the president, treasurer and general manager, and the way 
was cleared for the financial reorganization necessary to 
meet in full the eity's requirements with what seems an 
ample period ahead, even in these times, to accomplish that 
purpose. 

DIFFERENCES BETWEEN THE 0LEv'ELAND AND 

YOUNGSTOWN PLANS 

The objects of the Youngstown plan are identical with 
those of all similar plans, as follows : 

1. Adequate service for the people of the community, 
assured through the supervision of the serviee by a commis
sioner appointed by the city. 
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2. Adequate revenue to pay for this service, assured 
through a sliding scale of rates of fare automatically chang
ing in acco:i:_dance with the needs of the service. 

3. Fair return upon the money invested in the property, 
assured through basic and definite means of ascertaining 
that investment and the rate of return to be paid thereon, 
and made a part of opera ting expense. 

Naturally in every community there will be minor dif
ferences in the manner of applying these broad principles 
of the plan. Such was the case in Youngstown, especially 
as compared with the Cleveland plan after which it was 
modeled. 

For instance, the capital stock and bonds outstanding 
against the property at the time of the ordinance taking 
effect has no bearing on the value on which a return shall 
be paid. The property to be included within the city sys
tem was specifically enumerated and set forth in the ordi
nance and upon this an agreed valuation was placed. This 
valuation is permanent; upon it the return is paid. As 
extensions or improvements are made, or as existing prop
erty is sold, the value upon which the return is paid 
fluctuates. 

Again, there is a difference in the rate of return. For the 
property originally included in the system, this is fixed 
and invariable-7 per cent per annum. Upon capital addi
tions from time to time it is provided that the return shall 
not be at this rate, but at the rate actually required to 
obtain money at the time. This entirely eliminates the 
necessity of the company taking any chance on the cost of 
money in the future and avoids just such controversies as 
that now existing in Cleveland over the rate of return to the 
stockholders. 

Another difference, and an important one, is the fact 
that there is neither a minimum nor a maximum limit set 
to the rate of fare. A range of nine rates of fare is set 
forth in the ordinance and it is further provided that in 
event of the next to the last rate set forth in either direction 
becoming effective, the Council shall establish another rate 
in the same ratio as the rates set forth in the ordinance so 
that always there are two more steps in the sliding scale 
of rates ahead of the rate in effect. 

The rates are for both cash and ticket fares. The provi
sion for transfers is that they shall -always be charged for 
at one cent each, regardless of what the cash fare may be. 
In this particular there is some difference from the Cleve
land plan where at times the refunding of the charge for 
transfers provides essentially free transfers. . , 

Another rate provision of interest is that the city and the 
company may at any time agree on any fare, regardless of 
the prescribed order in the schedule, thus permitting of 
the prompt meeting of an extraordinary si tuation. This 
is a valuable asset to the company. · 

Other differences have been touched upon in detailing 
the steps that were necessary in segregating the property, 
while there may be some in connection with the provisions 
for arbitration and the right of the municipality to pur
chase the ' property, but the details of these would require 
too lengthy a discussion to permit of their treatment in 
this short paper. Suffice it to say that the machinery for 
arbitration and the subjects that may or may not be arbi
trated are set forth at length. The city's right to purchase 
may be exercised at any time during the life of the grant or 
any extension thereof upon six months written notice, or 
at the termination of the grant. In the latter event the 
10 per cent premium referred to before is not to be paid 
for the property. 

At any time the grant, or any extension thereof, has less 
than fifteen years to run, the company has sole control of 
the matter of making extensions or betterments and has 
the right to set up an amortization fund during the balance 
of the life of the grant for the entire value of the property. 
This is an important safeguard, as it practically means a 

perpetual franchise unless the city elects to buy the prop
erty, and the company is not left hanging in mid-air with 
a large investment and no way of recovering it at the 
expiration of the grant. 

R ESULTS AT YOUNGSTOWN HAVE BEEN ENCOURAGING 

So far as our experience has rnn in the period of eight 
months that the service-at-cost plan has been in effeet, 
there is no great difficulty in operating under its provisions. 
Indeed, there have been distinct advantages and compara
tively few disadvantages. To be sure we must remember 
that public officials of a city are frequently better politicians 
than they are business men and that realization of the 
identity of interests of the company and the city-the 
essential fact of a partnership existing-is arrived at some
what slowly. At times there is apt to be a reversion to the 
age-old habit of "heckling" the street railway as a means 
of impressing one's constituency, especially in times like 
the present when costs and, therefore, fares continue up
ward in their movement. 

In Youngstown there was an immediate and definite 
improvement in the service possible, because, with the 
beginning of operation under the plan, the means were pro
vided, or assured, to pay for it. At first there were many 
complaints made by persons impatient for revolutionary 
improvements, and considerable agitation for all sorts of 
extensions of lines, but this ebullition simmered down till 
now there is wider and more general satisfaction with the 
service than at any time in the last two years or more, and 
this in face of a steadily advancing rate of fare. 

Thus, the company has been relieved of a great deal of 
bickering and fault-finding and, moreover, the necessary 
advances in the rate of fare have been put into effect with
out the slightest friction. Indeed, a number of citizens 
have shown their appreciation of this fact to the extent of 
constituting themselves unofficial inspectors and checkers, 
always with good intentions but not always with as good 
results. 

SOJl.fE SUGGESTIONS ARE M ADE R EGARDING FUTURE 

SERVICE-AT-COST FRANCHISES 

In closing permit me to make a few observations which 
may be helpful in the negotiation of service-at-cost fran
chises elsewhere. 

In our franchise the paving provisions are the same as 
in the old franchise. The street railway and, therefore, of 
course, the car-rider is required to pay for new pavement 
between the rails and 1 ft. on either side, to pay for repaving 
and to pay for maintenance of this paving. This is not fair 
to the car-rider. • 

I am also of the opinion that perhaps a better provision 
than that in our franchise with regard to transfers may be 
drafted. The placing of a monetary value on the transfer 
( excepting possibly under a few conditions) is correct in 
principle. It is, in a sense, the application of the zone 
principle where a true zone system of fares might not be 
practicable or desirable. But if the cash and ticket fares 
are to vary, why shov.ld not the cost of a transfer vary in 
like manner? My suggestion is that an intermediate rate 
for transfers be interposed between the steps in the cash 
fare rates as the higher figures are reached, so that a 2 or 
3-cent charge for a transfer might be provided and thus the 
relation between the cost of carrying passengers on one line 
and on two lines be maintained. 

But most important of all is the rate of return. I do not 
believe that any existing provision on this subject is en
tirely satisfactory. Here, perhaps, there should be a 
"sliding scale" also, so that business acumen and mana
gerial efficiency might be spurred to greater effort by the 
incentive of increased reward. To be sure, a fixed, as~ured 
return, approximating to a degree a guaranty, has excellent 
features. It places the securities of the company operating 
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under such a plan upon a solid foundation and makes them 
very desirable for conservative investment and for trust 
funds and gives to capital stock something of the virtues 
of a bond. 

Human endeavor is brought to its best under a system of 
reward and penalities and this is no less true of the man
agement and operation of street railways than of any other 
enterprise. It has been suggested that, as the rate of fare 
is lowered through efficient management, the rate of return 
to the investors represented by that management be in
creased and vice versa, the rate of return probably fluctuat
ing between a fixed minimum and maximum; but we all 
know that in the present era of ascending costs such a 
system would work a decided hardship. The increased 
costs have been beyond managerial control and to penalize 
the invested capital as a result would not be just. More
o,er, the cost of money has advanced in much the same way 
as have the costs of material and of labor, so that, in the 
present circumstances at least, the plan fo r a lower return 
as fares increased would be departing from rather than 
meeting the course of the money market, a market just as 
important to us as those wherein we buy our supplies and 
our labor. 

Again, we must remember that the interests of the com
pany and the city officials in such circumstances might 
not always be identical. Ordinarly, "·e might expect both 
to work with the aim of reducing fares to the lowest feasible 
level, but the people of a community might well be willing 
to pay (i, 7 or 8 cents for a ride, or whatever other rate 
might become customary. 'l'hen, if skillful management 
and earnest application to reducing costs were to bring 
about a situation wherein a lower fare might be put into 
effect and an increased return earned, the people, through 
their representatives, the railway commissioner and council
men, might elect, rather than to reduce the fare, to make 
an unprofitable extension of the lines, thus defeating the 
effort of the management to earn a re,rnrd by diliaence 
and efficient work. 0 

SHARING OF SURPLUS PHOFITs RoT VITAL TO TI-IE PLAN 

Whatewr else may be said of the service-at-cost plan, 
this matter of the sharing of surplus profits, of an increas
ing and Jecrea:sing return to the management of the lines, 
remains an open question, and if it could be solved satis
factorily would put the sen-ice-at-cost plan beyond ques
tion, but this feature is not at all vital to the adoption of 
the present plan as the most practical and equitable solu
tion of the street raihrny problem yet offered. 

T emphatically differ "ith those making recent public 
statements nttcmpting to give the impression that service-at
eost plnns are all failures, and feel that the claim is hastily 
Lorn of ignorance of the facts and is very ill-advised. 

In my opinion there is not a city street railway in the 
United States that can sunive_ on a 5-cent fare alone, 
pay all its proper charges and properly finance itself to 
keep pace with the community it serves, and still the im
pression has been erroneously heralded broadcast that a 
5-cent fare is sufficient in some cities. and should be in all, 
greatly damaging the case of the universal pleading for 
a just return on money honestly expended. :My conviction 
is that the ultimate solution of our problem rests in effici
ency. honesty and a 10-cent fare. Investigations have 
proved that increased fare within reasonable limits will, if 
properly applied, produce increased gross and I fail to see 
why, if proper measures are taken, we cannot get 10 cents 
for ten cents' worth of merchandise. The bread man, the 
milk man and the popcorn man have taught us that a dime 
is only worth a nickel and is just as easy to get as a nickel 
used to be, so why should we wait until our properties are 
further dissipated? 

The choices, therefore, that I have to offer are a 10-cent 

fare, municipal ownership, service-at-cost, or dissipation 
of your property and, as a result, stagnation of the 
community it should serve. 

Montreal Cost-of-Service Plan* 
E ssential F eatures of a Contract Negotiated by the Com

. pany and a Commission of Five Representative 
Business M en A uthorized by the 

Provincial Legislature 

B Y J . E. H UTCHESON 
General l\Ianager l\Iontreal Tramways 

IN 1916 the :Montreal Tramways possessed on the Island 
of l\Iontreal, under its nam~ or under the names of the 
companies absorbed by it, franchises in thirty munici

palities ; twenty-seven of which were exclusive; twenty
three, terminable between the years 1922 and 1961, and 
seYen, interminable. The contract with the city of Mon
t real as it existed in 1892 was of thirty years duration, ex
piring in 1922. The company's system was operating under 
fourteen municipal councils. 

The consideration for the use of the streets in the city 
of :;\fontreal was an annual payment on the basis of a per
centage of the gross earnings which applied only to the 
revenue from operation within the city limits as they existed 
in 1892. 'l'he tariffs, with free transfers, in each munici
pality were fixed for the duration of the respective contracts. 
In 1916 the average fare per revenue passenger on the entire 
system was 4.12 cents, and for total passengers 3.04 cents. 

From time to time, during several years prior to 1917, the 
city requested the company to make extensions of tracks in 
municipalities which had been annexed. While admitting 
that in certain sections there was need of further service the 
company maintained that the city of Montreal could order 
extensions beyond the contract requirements in the areas 
annexed only by making a new contract covermg such 
annexed areas. 

T his led to negotiations between the city and the com
pany. No progress was made until the P rovincial Legisla
ture, in 1917, passed an act creating a commission of five 
prominent citizens of l\Iontreal to prepare a contract that 
would safeguard the interest of the citizens and the share
holders of the company; such contract to become law when 
signed by the members of the commission and the company, 
and ratified by the Legislature. 

After thoroughly studying the matter the commission 
unanimously concluded that a form of service-at-cost plan 
was the only equitable basis upon which a street railway 
franchise should be made. The company agreed to negotiate 
on this basis, and finally on Jan. 28, 1918, a contract, for a 
period of thirty-five years, covering the company's entire 
Rystem was signed by the officials of the company and the 
commission. This was ratified by the Provincial Legisla
ture on Feb. 9, 1918. 

The new contract provides for the "Montreal Tramways 
Commission," consisting of three members appointed by the 
Lieutenant-Governor in Council, to serve for ten years. This 
commission has control of the service-may fix the speed 
of cars; may establish routes, stopping and transfer points; 
may fix passenger density per car-mile; may stipulate types 
of rolling stock and of track construction; must approve of 
all renewals and extraordinary maintenance expenditures, 
and is empowered to examine and audit all receipts and 
disbursements. The necessary expenses incurred by the 
commission in the performance of its duties are to be paid 
by the company and form part of the operating expenses. 

Any par ty in the case may appeal to the Quebec Public 
Utilities Commission from any decision of the commission 

* Abstract of paper presented by title at meet ing of American Electric 
Railway Association, Atlant ic City, N. J. , Oct. 9, 1919. 
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on any question of law or jurisdiction relative to the con
tract, as well as from any decision rendered by the commis
sion relative to the provisions of the contract. Such appeal 
shall be final, except on questions of law. 

The act provided that the Montreal Commission should 
make the tariffs uniform for the territory comprising the 
city and the five municipalities within the city limits; such 
territory to be known as the "uniform tariff territory." 
Outside this territory the commission may fix different rates 
providing that these do not unjustly burden the rest of the 
system, and providing further that the municipalities out
side the territory may, with the consent of the commission, 
agree to pay the company any part of the excess of their 
respect ive services for the purpose of obtaining lower rates. 

GUARANTEE FUND Is PROVIDED 

The company by yearly installments of not less than 
$100,000 is to provide out of its own resources a special 
fund of $500,000 to be known as the "guarantee fund," 
to be used to meet all liabilities and other debts ( except 
mortgage debts) incurred by the company, prior to the 
coming into force of the contract, through the operation 
of its system, and to provide for the payment in each 
year of any portion of excess expenditure as hereinafter 
defined, which shall be found by the commission to have been 
unnecessary for the payment of penalties imposed upon the 
company, and also to guarantee fulfillment by the company 
of all obligat ions assumed by it. This fund when created 
is to be maintained by the company at $500,000. 

The gross .revenues of the company are to be disposed 
of for the following purposes and in the following order : 
( 1) Operating expenses and taxes and operating profit; 
(2) Maintenance and renewals fund; (3) Return on capi
tal value; ( 4) City rentals; ( 5) Contingent reserve fund; 
(6) Division of surplus. 

The commission for the first year of operation is to 
allow the company out of gross revenues a sum for each 
revenue car-mile, under certain specifications as an operat 
ing allowance. The company is so to increase the trans
portation service, under the direction of the commission, 
that the permissible average density of traffic per car-mile, 
during the first year of operation under this contract, shall 
not be excessive. Thereafter the commission is fo redeter
mine and fix annually the amount of operating allowance 
and permissible average car-mile density, based upon the 
experience of the preceding year. 

COMP.ANY Is ALLOWED AN OPERATING PROFIT 

If at the end of any year the commission shall find that 
the company has kept within 2½ per cent of the operating 
allowance the company may take out of gross revenues a 
sum to be known as the " operating profit," which shall 
be equivalent to one eighth of 1 per cent on the total aver
age capital value for that year. Any excess over the 
above expenditure is to be known as the "excess expendi
ture," which is to be taken from the gross revenues to an 
amount not exceeding one eighth of 1 per cent on the aver
age capital value for such year, and the operating profit 
shall be reduced accordingly. And if the excess expendi
ture shall exceed this amount the company shall receive no 
operating profit, but shall pay such excess out of the 
guarantee fund, unless the company shall have been able 
to convince the commission that the excess expenditure was 
unavoidable. Then the commission is to permit the com
pany to take out of gross revenues the additional amount 
required to cover such excess expenditures and also awarc1 
the company the full amount of the operating profit less 
any part of such excess expenditures which may be found to 
have been unnecesrnry. If the unnecessary part exceeds the 
amount of the profit, the balance is to be paid by the com
pany out of the guarantee fund. 

:For the purpose of maintenance, renewals, etc., a 
•" maintenance allowance" per car-mile is to be placed m 
a "maintenance and renewals fund." The allowance is 
to be adjusted annually so as to maintain the fund at 
$500,000. 

RETURN oN CAPITAL VALUE Is SET AT Six PER CENT 

IN NORMAL TIMES 

The capital value of the tramways system is fixed at 
$36,286,295, including all physical assets added to the 
system up to Dec. 31, 1917. As its usual return upon capi
tal value so fixed, the company is to receive in quarterly 
payments out of gross revenues a sum equal to 6 per cent 
on such capital value. From time to time hereafter as 
money is needed for betterments, additions to and exten
sions ~f plant, required by this contract or approved by the 
comm1ss10n, such money, except to the extent that monies 
for such purposes are payable at the time from the mainte-
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nance and renewals fund, are to be supplied by the com
pany, and the amounts so supplied and actually expended 
for such purposes under the supervision of the commission 
shall, plus net interest expenses during construction, be 
added to capital value, and the company is to receive out 
of gross revenues an annual return of 6 per cent on such 
amount. 

As the capital established at the sum of $36,286,295 does 
not include any working capital, it is agreed that any 
working capital required shall be furnished by the company, 
and upon this working capital the company shall receive a 
return of 6 per cent. 

For the purpose of covering the expense to be incurrcc1 Ly 
the company in procuring additional capital it shall out of 
gross revenues receive annually an amount equivalent to 
one-half of 1 per cent of $36,286,295, for discounts, com
missions, printing and engraving, exchange, legal ancf other 
expenses incidental thereto when issuing bonds or deLen
turc stock and for printing and engraving, transfer and 
registration fees and listing on stock exchange when issuing 
stock. 
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The city is to receive out of gross revenues, over and 
above all other amounts to which it may be entitled under 
the contract, or otherwise, the sum of $500,000 per annum 
payable quarterly. 

OTHER FINANCIAL CONSIDERATIONS 

One per cent of the gross revenues is to be paid annually 
into a contingent reserve fund, until this fund amounts to 
$500,000. This fund is t o be used whenever it shall be 
necessary to make up any deficiency in the payments listed 
earlier in the order of priori ty therein established. Upon 
the termination of the contract , the company shall repay 
any monies borrowed from the fund and the total amount 
then in said fund shall be distributed as fo llows: to the 
city, 30 per cent; to the company, 20 per cent, and to a 
"tolls reduction fund," 50 per cent. 

All the portion of the gross revenues remaining after the 
payment of the charges described is to constitute the divi
sible surplus, and is, at the end of each year, to be dis
tributed as follows: to the city, 30 per cent; to the company, 
20 per cent, and to the tolls reduction fund 50 per cent. 
The tolls reduction fund is to Le held in t rust for the 
patrons of the company for the reduction of tolls, and 
administered by the commission. 

P noVISION FOR REDUCTION IN F AilES 

Whenever at the end of any year the amount in the tolls 
reduction fund exceeds $1,000,000 the commission may, 
and whenever the amount in said fund shall exceed $3,500,-
000 the commission shall, reduce the fares or tolls of the 
tramways system. For the purpose of effecting said reduc
tion, an amount not exceeding 25 per cent of the total 
amount in such fund, at the close of the year preceding the 
year when such reduction is to be made, is to be taken out 
of the tolls reduction fund, and added to gross revenues, 
and the eommission thereupon is to reduce the tolls to an 
extent that, in the aggregate for the year, is at least equa'l 
to the amount so taken out of the tolls reduction fund, but 
does not exceed such amount, plus 73 per cent of the amount 
which during the last preceding year flowed from gross 
revenues into the divisible surplus. r.I'hereafter, at the 
beginning of eaeh year, an amount shall be taken from the 
tolls reduction fund and turned into gross revenues equal 
to the amount so taken from said fund at the time of the 
reduction of tolls; but when the total amount remaining 
in said tolls reduction fund at the end of any year is less 
than the amount taken annually from such fund for the 
increase of gross revenues as abo~'e provided, the appropria
tion from said fund to gross re,enues shall fo r the time 
being be discontinued, but the tolls shall remain as pre
viously reduced until it shall be necessary as hereinafter 
provided to increase them. 

If the tolls reduction fund, in spite of its depletion for 
such reduction in tolls, shall again increase to an amount 
in excess of $2,500,000, the tolls shall be further reduced. 

If in any year the gross revenue shall be insufficient to 
provide for the payment of all sums mentioned. and if the 
contingent resene fund is less than $300,000, the commis
sion shall forthwi th from any monies in the tolls reduction 
fund appropriate the amount necessary to bring the con
tingent resene fund up to $500,000. If there is not suffi
cient money in the tolls reduction fund, the commission is 
forthwith to increase the tolls to the extent necessary to 
provide at least sufficient gross re,enues to meet all the pay
ments described earlier. 

At the termination of the contract the tolls reduction 
fund is to be the property of the city. 

THE APPLICATION OF THE C ON TRACT PROVISIONS IN 

P RACTICE 

In conformity with the provisions of the contract the 
T ramways Commission on June 24, 1918, set the rates of 
fares as follows : 

1. From midnight to 5 a. m., 15 cents. 
2. From 5 a. m. to midnight, 6 cents cash or five tickets for 

25 cents. 
3. For school children from five to sixteen years of age, on 

week days and between the hours of 8 a. m. and 6 p. m., seven 
tickets for 25 cents. 

4. Transfers shall be issued free to school children specified 
above, and to all passengers traveling on cars between 5 a. m. 
and 8 a. m. on week days only. At all other times a tram;fer 
shall be issued to any passenger paying his or her regular fare 
at a charge of 1 cent. 

The car-mile allowance for the first period of operation 
under the new eontract was set as follows: 

Operating expenses and taxes-22 cents per car-mile for cars 
equipped with motors, and 15 cents per car-mile for trailers. 

Maintenance and renewals-7.9 cents per car-mile for cars 
equipped with motors, and 5.2 cents per car-mile for trailers. 

This decision was appealed and the Quebec Publie Utili
ties Commission rendered its decision on Sept. 20, 1918, 
fixing the rates as follows: 

1. Day tariff, 6 cents cash or a ticket sold at the rate of five 
for 25 cents. 

2. School children, a ticket to be sold at the rate of seven for 
25 cents. 

3. Special day tariff of a ticket to be ,;old at the rate of six 
for 25 cents, to be good only between the hours of 6 and 8 a. m., 
and 5 and 7 p. m. on week days only. 

4. Night tariff, 15 cents cash. 
Each passenger paying a fare shall be entitled to a transfer 

fr ee of charge. 

As the Quebec Public Utilities Commission did not fix any 
allowances per car-niile for the expenses of operation as pro
vided fo r in the contract, the Tramways Commission on 
Oct. 2, 1918, fixed these as follows: 

Operating expenses and taxes-20.1 cents per car-mile for 
cars equipped with motors, and 13.7 cents per car-mile for 
t railer s. 

Maintenance and renewals- 7.33 cents per car-mile for cars 
equipped with motors, and 4.8 cents for trailers. 

This gave an average allowance per car-mile for operat
ing expenses and taxes of 19.93 cents and for maintenance 
and renewals of 7.26 cents. 

The actual costs for the twelve months ending June 30, 
1919, were, for operating expenses and taxes, 21.74 cents, 
and fo r maintenance and renewals, 7.26 cents. As the 
company justified before the commission the over expendi
tures made during the year, the actual cost per car-mile was 
allowed. 

The company did not receive the full benefit of the in
creased rates of fare during the year, as they only became 
effective from Oct. 3, 1918. The average fare per revenue 
passenger increased from 4.1 cents to 4.8 cents after the 
new rates came into force. 

F or the year ending June 30, 1920, the Tramways Com
rnision by its decision rendered on Aug. 29, 1919, fixed the 
rates of fare as follows: 

1. Day tariff-from 5 a. m. to midnight 7 cents cash, or a 
ticket to be sold in series of four for 25 cents. 

2. Special day tariff-ticket to be ,;old in series of five for 
25 cents, to be good only between 6 and 8 a. m. and 5 and 7 
p. m., on week days only. 

3. The pr esent outside night tariff and school children's 
t ariff to remain in force. 

The per-car-mile allowances are as follows: 
Operating expenses and taxes-24. 7 cents per car-mile for 

cars equipped with motors, and 17.4 cents per car-mile for 
trailers. 

Maintenance and renewals-8.54 cents per car-mile for cars 
equipped with motors, and 7.05 cents per car-mile for trailers. 

The above decision was appealed against by the city as 
being too high and by the company as being too low. Ex
perts from the office of Bion J. Arnold, engaged by the 
city, were heard and they supported the company's figures. 
Arguments by counsel for both sides closed on Oct. 2, and 
judgment will be rendered in the near future, which I feel 
sure will not be more unfavorable to the eompany than 
to con.firm the Tramways Commission decision of Aug. 29. 
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Gasoline vs. Electric Motor for Street 
Railway Service* 

Electric Traction Will Profit Indirectly from Any Progress Nade in the 
Direction of a Self-Propelled Vehicle But at Present the Gasoline JJi otor 
Cannot Compete with the Blectric llf otor as Railway Motive Power 

BY NORMAN W. S'TORER 
General Engineer Westinghouse Electric & Manufacturing Company, 

East Pittsburgh, Pa. 

IN ITS commercial development, the gasoline motor has 
produced almost a revolution in modern civilization. In 
its far-reaching effects on the human race it ranks with 

the steam engine, the telegraph, the telephone, wireless 
telegraphy and electric transmission of energy. The war 
caused a great advance in the development of this motor, 
an~ in its _accessorie~ and application, resulting in high 
weight efficiency and improvement in service performance. 
A late estimate states that there were, on July 1, 6,353 233 
registered motor vehicles in this country alone. ' 

THE EXCELLENT GASOLINE MOTOR SHOULD NOT BE 
PuT TO WRONG UsE 

The use of the gasoline motor for motor-buses is on the 
~ncrease, and _there is now talk in some quarters of applying 
it to ~treet railways. With all due respect to the promoters 
of this schem~, and to the gasoline engine itself, in the light 
of past experience I must rank this proposition with others 
of the past twenty years in which extravagant claims have 
been made for some new invention or for a new application 
of an ?ld scheme be~o~e it had been thoroughly tried out. 
T_here 1s danger of rummg t?e reputation of a perfectly good 
piece of apparatus by applymg it wrongly. 

Two instances of the above occur to me. A few years ago 
a new type of storage battery was shown on the market under 
the name of one of the world's greatest inventors. All the 
a_rt of the promoter was used in exploiting it. I ts applica
tion to street cars was a foregone conclusion, since it would 
elimi11:ate the overhead trolley and the feeder copper. For 
us~ w1th the battery a new type of car of extremely light 
weight was adopted as the only one suitable. The use of 
these light cars helped to show street railways how little 
power is actually needed to carry people, and how great had 
be~n the waste from the use of heavy cars. This type of car 
pomted the way to the light cars that are now comino- into 
use so rapidly, but the cars did not furnish a wide field for 
the battery. This followed because the battery could not 
meet the ~equirements of the service. The railways have 
taken the light car, but have left the battery which had been 
pushed by unwise friends into service for which it was not 
fitted. Y!e are all ready to admit the value of the battery 
for certam classes of work, but when it comes to competinrr 
with power supply from an overhead contact wire to th~ 
sam~ type of motor on the_ safue type of car in ordinary city 
service 1t has made very little headway. Its application to 
heavy l_ocomoti~es, w?en it is possible to get power by over
head wue or thud-rail, seems out of the question. 

Another instance is in the use of the so-called frictionless 
bearing. In discussion before this association some years 
ago, I was one of several unable to arrree with the enthusi
a~tic friends of the ball bearing who

0 

were claiming for it 
v1rtue_s that would justify its immediate and widespread 
adoption on all electric railway equipment. Since that 

* Abstract of paper read at Atlantic City Convention of American Electric 
Railway Engineering Association, Atlantic City, N. J., Oct. 9, 1919. 

time the bearings have found a limited field in light equip
ment, but considerable development is still necessary before 
they will be acceptable for the larger cars. 

In both of the above cases, the apparatus was and is of 
great value in certain classes of work, but the attempt to 
make a universal application has so far failed. In saying 
this, I do not wish in any way to cast aspersions on the 
great work that has been accomplished along the lines 
mentioned. On the contrary, I would be more than pleased 
to have the wildest predictions come true. Similarly, I 
would be greatly pleased if a gasoline motor could be pro
duced that would meet the arduous requirements of street 
railway operation so successfully as to effect distinct savings 
in the total cost of service. 

THERE ARE SEVERAL BASES FOR COMPARISON OF 
THE Two MOTORS 

It is necessary first, to consider the requirements for 
street railway service from a practical, common-sense stand
point and, as far as possible, the relative merits of electric 
and gasoline motors for meeting them. A motor for street 
car service should, first, have the right speed-torque char
acteristics to enable it to maintain the desired schedule. 
Second, it must be reliable; inherently able to withstand 
severe service and even abuse without breaking down on the 
road. The cost of repairing actual physical damage caused 
by a breakdown is usually insigni:fi"cant compared with that 
entailed by delay and by interference with other cars. 

If a motor can meet these two requirements it then be
comes a question of relative cost, including first cost, main
tenance, depreciation, and power cost. Frankly, I believe 
that the electric motor is almost ideally suited for street 
railway service, from the above standpoint. 

Now, how about the gasoline motor? 

GASOLINE MOTOR I s WEAK ON ACCELERATION 

Of course, the gasoline motor can be applied to street 
cars and can make them run, but the speed-torque charac
teristics are not at all well adapted for the work. One 
would not consider the simplest form of electric motor for 
a street car if it had to be used with a friction clutch and 
a transmission that required the power to be cut off en
tirely in changing speed. 

vVhat would one think of a motor that had to be kept 
running with power on continually and that absorbed from 
25 to 30 per cent of its normal power when running idle? 
This is the case with the gasoline motor, only that the con
ditions are probably worse. It has no starting torque and 
very little torque at low speed. It must reach a consider
able speed before enough torque can be exerted to start the 
car, and then it must lose all the excess power in the fric
tion clutch and gears. Of course, the several gear ratios 
help to balance this weakness, but at the best the gasoline 
motor would give a very poor acceleration for a street ear 
unless the car was very much over-motored. 
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At this point some one will say that his automobile will 
accelerate fa ster than a street carJ but it must be remem
bered that the average automobile motor will develop 25 to 
30 hp. per ton of load, while the electric street car has only 
about 7 hp. per toll, of load. It is scarcely probable that it 
would be economical to apply gasoline motors large enough 
to give as good an acceleration as is easily possible with an 
electric motor with a single gear reduction. The poor 
acceleration together with the high friction loss during 
coasting periods would require the gasoline motor to de
velop a. great deal more power than an electric motor on the 
same schedule. 

RELIABI LITY I s AN I NHERENT VIRTUE OF THE 
ELECTRIC l\foTOR 

On the score of reliability there can be no question r e
garding the motor that is operating in enormous numbers 
on our streets and roads every day, one that has operated 
continuously for from :fifteen to twenty hou~s at high speed 
in driving an airplane across the Atlantic Ocean. We 
must admit that the gasoline motor is doing great work in 
automobile service, and the most marvelous feature about 
the ocean trip referred to is the fact that the motor was 
able to work uninterruptedly for so many hours. Now, no 
one would give a second thought to an electric motor that 
had operated continuously for twenty-four hours, as it is 
such a common occurrence. There is no reason why it 
should not operate continuously for months without a shut
down if necessary. This, in a measure, is a fair comparison 
between the gasoline and electric motors from the stand
point of reliability. 

I do not imply that the electric motor is 100 per cent 
reliable but it is vastly more reliable than a gasoline engine. 
This is' true, not simply on account of the higher state of 
development but because reliability is inherent in the type 
of motor. Never in the history of the mechanic arts has 
there been such a concentration of technical skill and ability 
as has_ been applied to the gasoline engine. 

While the gasoline engine is sufficiently reliable for use 
on automobiles and trucks, it remains that a degree of 
reliability reasonably satisfactory for these purposes, and 
even for motor-buses, would be entirely unsatisfactory on a 
street car. An independent vehicle can be held up for a 
few minutes almost anywhere without blocking the traffic, 
but a delay to a street car may hold up a dozen or more 
other street cars. 

Gasoline and gasoline-electric cars have been used for 
years on branch lines of steam railways. Probably the 
most reliable form of such cars is the gasoline-electric car, 
which has the engine in the front end, where it drives the 
generator, the current being applied to standard electric 
railway motors. While a number of such cars have been 
placed in scnice, little has been heard of them for several 
years past and the number seems not to be increasing. 

In one case in which I am familiar a car of this kind was 
applied on a line where there was· apparently a real place 
for it. It was, however, taken out after a few months of 
operation, the chief reason being the unreliability of the 
gasoline motor and the accessories. The electrical appa
ratus gave entire satisfaction, and I bclieYe the car is now 
operating on another line where the traffic is dense and 
reliability is of less importance. 

Tirn ELECTRIC l\foToR EXCELS IN Low 
l\IAINTENANCE COST 

Assuming now for the sake of argument that the gasoline 
motor can perform the same service with equal satisfaction 
and reliability as the electric motor, how do the two com
pare in cost? As to :first cost, the advantage will lie 
with the gasoline motor on lines where infrequent service 
is maintained, and where the cost of transmission and dis-

,I 

tribution form a relatively large part of the total cost of 
an electrical' installation. It may even be possible, also, 
that a gasoline car would cost le~s than an electric car; but 
there are no reliable data on which to base estimates. How
ever, it is not the :first cost with which we are concerned in 
the case of the gasoline motor; it is the cost of maintenance, 
depreciation and power. 

ROAD WITH GASOLINE CARS WOULD NEED 

LARGE SHOPS 

The operating cost of automobiles and 'trucks is very 
high, and th~ mileage covered is insignificant compared 
with that required of an electric car. Hence, although the 
total cost of maintaining a good automobile or truck may 
seem to be reasonable, when it is not related in terms of 
cost per mile it is very disturbing. The cost of maintain
ing the transmission of motor-buses is extremely high, but 
there seems to be no way-of avoiding it unless resort is made 
to the electric transmission system which adds considerably 
to the weight and cost of the equipment. It is probable 
that the street car system operated with gasoline motors 
would require at least four times the shop space and facili
t ies that are needed for operation of a similar number of 
electric cars, and that the cost of maintenance would be 
in proportion. 

Now, as to the repairs. It is to be noted :first that the 
electrical equipment on the street car is accessible and 
relat ively eaey to maintain, while the reverse is true of the 
gasoline motor. It is probable that this condition can 
largely be overcome, but if this is done successfully the 
motor is going to be placed so that it will occupy space 
that ought to be available for passengers. 

The electric motor in street car service is ordinarily 
good for at least twenty years of life; that of the gasoline 
motor is relatively short. It is said that the motor for the 
high-speed airplane is not expected to last longer than 150 
to 200 hours of fl ight without a complete overhauling. Of 
course this is very arduous service, but the motor operating 
in the best service is scarcely good for more than :five years, 
even with the very small mileage which it makes. rrhe 
depreciation of the motor is undoubtedly several times as 
rapid as that of the electric motor. 

Fifteen years experience with motor-buses in London has 
shown the life of the gasoline motor to be about :five years. 
The relative depreciation of gasoline and electric equipment 
is shown by the fact that it is difficult to borrow money 
for a motor-bus company for a period longer than :five years, 
while a street car line may borrow money for twenty years. 

GASOLINE COST WILL B E A DETERMINING FACTOR 

There is one feature of this comparison where it is pos
sible to give rather definite estimates, namely, in the cost 
of power. An electric car with modern equipment will use 
from 100 to 150 watt-hours per ton-mile. An 8-ton car will 
thus take about 1 kw.-hr. per car-mile, costing from 1 cent 
to 2 cents, depending on the locality. The gasoline motor 
in the best automobile will average scarcely more than 20 
ton-miles per gallon of gasoline in city service where the 
machine is required to make frequent stops or slowdowns. 
On this basis an 8-ton vehicle would run about 2½ miles on 
a gallon of gasoline. 

With gasoline costing 25 cents per gallon the cost of fuel 
will be 10 cents per mile for an 8-ton vehicle as compared 
with 1 cent or 2 cents fo r the corresponding electric vehicle. 
Even if the mileage per gallon were greatly increased it 
would scarcely be probable that it could reach 30 ton-miles 
per gallon, and even with that the cost of power would be 
about 7 cents per mile, or under the most favorable con
ditions three and one-half times as much as the cost of 
electricity. It must be remembered that the electric tru<'k 
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competes very successfully with the gasoline truck when the 
radius of action is not too great, in spite of the handicap of 
carrying the battery. 

If to-. the cost of electric power are added interest, and 
depreciation and maintenance cost for a distribution sys
tem, it will be found that a line having a car every five 
minutes for eighteen hours per day would average about 
0.8 cent per car-mile. A car every half-hour would be six 
times as much, or 5 cents per hour, allowing the cost of the 
trolley construction to be $5,000.per mile. 

In the foregoing nothing has been said of the auxiliary 
features that must be considered for a street car. The 
electric car has, of course, electric lights and heating; the 
air compressor is driven by a small electric motor, and fans 
are frequently installed in the cars operating also from the 
line current. How can these features be supplied when the 
motive power is a gasoline motor? 

To secure electric light which is necessary in these days, a 
storage battery and a generator driven from the engine are 
essential. To secure heat for the car it will probably be 
necessary to have a stove heated either by coal or oil. There 
might in some cases be the possibility of utilizing heat from 
the engine, but in most cases it would be very difficult to 
apply this, about as difficult in fact as to utilize the heat of 
the starting rheostat on the electric car for heating the car. 
It is an uncertain element and can scarcely be considered at 
present. If air-brake service is to be applied to the car, as 
would probably be necessary with cars of larger size, a com
pressor, driven either from the large engine by a clutch or 

by a separate engine, would have to be provided. Thus the 
problem confronting the company which wishes to build 
gasoline-driven street cars to compete with electric cars is a -
large one. 

An important feature which has not thus far been con
sidered in connection with gasoline-driven street cars is the 
necessity which exists in many places of providing for 
multiple-unit operation of cars. It would seem to be im
practicable to build multiple-unit street cars driven by 
gasoline engines. 

It is probable that the effort of anyone who is undertaking 
to apply the gasoline motor to street cars will result in a 
considerable number of features that will be valuable en
tirely apart from the motor itself. If the effort is made it 
is certain that the experience gained with automobiles and 
trucks will be applied with good results to the construction 
of a street car. Possibly this will result in a very great 
improvement in the design of cars. Street railway men 
should welcome any features of this kind and should utilize 
them to the fullest possible extent. 

l\Iotor-buses are undoubtedly going to be increasingly used 
for handling city traffic, and especially for supplying subur
ban places where the traffic is not sufficient to pay for the 
construction of the raiJways. For such service, as well 
as for a great deal of heavy trucking, the gasoline motor 
will find a profitable field, but when it comes to the opera
tion of cars on rails where power can be supplied from a 
trolley wire or third-rail there is no possibility of its com
peting with the electric motor. 

Data • 
Ill 

The Preparation 
Connection with 

of 
Rate Cases* 

A Systematic Scheme Is Recomniended for Tabulating 
the Accounting and Statisti'.cal Data Which Are Desir
able in Rate Cases, and Suggested Forms Are Given 

BY CLARENCE R. BITTING 
Day & Zimmermann, Ine., Philadelphia 

T HE preparation of accounting and statistical data for 
rate cases and their presentation to public service com
missions and the public are of unusual importance at 

this time, for practically all public utilities are so burdened 
by mounting costs of materials and labor that they must 
either receive higher rates or forego dividends to which 
the stockholders are entitled on their investment. The 
former is the fair alternative. 

In a number of recent rate cases it has been contended 
that a public utility should take the "lean" years along 
with the "fat" years, and that the stockholders should 
stand part of the increased cost of operation, but a public 
utility has no "fat" years because as soon as it is earning 
more than a fair return someone brings action before the 
reg11lating commission to have the rates reduced. Obviously 
when rates are insufficient relief should be accorded to the 
utilities. 

A company which is capitalized 50 per cent bonds and 
50 per cent stock, all of which represents tangible property, 
would on a 7 per cent return earn two and one-third times 
its interest requirements, assuming 6 per cent interest on 
bonds. This would, of course, make a very salable security 
from a banking standpoint, but unfortunately very few 
companies are able, due to financial conditions, to finance 
their construction through the sale of stock. Of 234 com-

* Abstraet of paper presented at meeting of Accountants' Association, Atlantic 
City, N. J., Oct. 7, 1919. 

panies tabulated by the writer, only fifty-seven have pre
ferred stock. It will, therefore, be seen that practically 
80 per cent of the companies are restricted to the sale of 
bonds for their financial requirements. A series of calcula
tions which the writer has prepared establishes conclusively 
that a c01i1pany receiving a return of 8 per cent can with 
safety finan ce capital expenditures through the sale of 
bonds, preferred stock and common stock; at all times pay
ing a dividend of at least G per cent on the common stock 
and sti11 retaining a portion of its earnings in surplus to 
meet unforeseen accidents, obsolescence and the superseding 
of property through improvements in the art. 

NUJ\IBERING AND T ABULATION OF DATA 

rro begin with, a plan of numbering and indexing data 
and exhibits should be adopted. A plan which has been 
operated very successfully is based on the following main 
divisions: 
1. Income statements by years. 11. Non-operating income. 
2. Ineome statements by months. 
3. Miscellaneous income statements. 

12. Fixed charges. 
13. Surplus. 

4. Ways and struetures. 
5. Equipment. 
6. Power. 

14. Balance sheets. 
15. Increases in wages and materials. 
16. Comparisons with other companies. 

7. Conducting transportation. 
8. General and miscellaneous. 

17. Traffic and service statistics. 
18. Estimates. 

9. Taxes. 19. Investment and valuation data. 
10. Depreciation. 

Each main account or classification should be prepared 
on a separate sheet or sheets of the size prescribed by the 
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commission before whieh the case will be heard. In this 
connection it might be well to state that where an exhibit of 
larger size must be presented it should be prepared on a size 
that is a multiple of the regulation size so that it can be 
readily folded to sueh regulation size. 

An idea may be formed of the subdivisions of the various 
main divisions by quoting from sections of index to exhibits 
filed in a recent rate case. 

INCOME STATE1'fENTS BY YEARS 
1 -Chart of earnings by years. 
1 A -Summary of statement by years. 
1 A I - Detail of revenue. 
1 A 2-Detail of maintenance-ways and structures. 
1 A 3-Detail of maintenance- equipment. 
1 A 4-Detail of power. 
1 A 5--Detail of conducting transportation. 
1 A &-Detail of traffic. 
1 A 7-Detail of general and miscellaneous. 
1 A 8--Detail of taxes. 
1 A 9-Detail of fixed charges. 
1 A 10---Detail of non-operating income. 
1 A 11-Detail of surplus charges. 

15 -Principal wage increases. 
15 A -Chart showing periods affected by recent wage increases. 
15 A 1-C.Jiart showing hourly wage for platform employees. 
15 B -Statement showing cost of materials, ways and structures. 
15 B 4-Chart showing range of prices for rail (per ton). 

For the use of a witness, it is well to have a cross-indexed 
copy of the exhibits for ready reference. For instanee, 
under "4 " should be filed all of the various exhibits dealinrr 
in any way with maintenance of ways and structures. 

0 

A very satisfactory method of binding consists of the use 
of press boards between eaeh of the main divisions of the 
exhibits and any prineipal or special exhibits, all to be 
marked with thumb tabs and bound with metal binding 
posts. 

rr he preparation of accounting data showing the capitali
zation and capital expeuditures of the company is difficult. 
Practically all of our traction systems are the result of a 
series of reorganizations, purchases, consolidations and 
mergers and in many cases the books of the original com
panies have long sinee been lost or destroyed through 
accident. 

In a valuation the engineer will present the cost to repro
duce the property new and also the same figure less dcpre
eiation. His task is relatively easy compared with the task 
of the accountant in ascertaining the capital employed. 
H owever, I feel that no statement of the cost to reproduce 
the present property of the company should be made until 
a reconciliation has been prepared by the accountant. Of 
course this will not cheek with the actual figures shown on 
the engineer's report but will serve as a rough check on his 
report and also as an explanation of the capitalization of the 
company. 

The best method of preparing sueh data is to make a 
statement showing the eost of the various underlying and 
predecessor companies, also the eost to the organizers of the 
present company. As a rule the engineer's report or corre
spondence showing the estimated value of the property at the 
time it was acquired is available, and this statement should 
be summarized and the differenee between such estimated 

value of the property and cost of property to company 
should be made and this difference set up as a separate item. 

Securities issued for promotion services and discounts 
on bonds issued at the time of organization should be shown 
as separate items, also the cost of superseded property, if 
available, should be shown. While some opponents of in
creased fares hold the view that possibly excessive prices 
were paid for the underlying companies, a careful reading of 
newspaper files for a few years preceding the date of the 
eonsolidation will, in most.eases, show a growing demand 
on the part of the publie for the elimination of the disagree
able features of competitive operation of the street railway 
system. The only method of eliminating these disagreeable 
features was the consolidation of the various lines then 
operating, and no man was compelled to sell his property 
for less than his price. The public demanded consolidation 
and should pay the cost of same. 

The estimated average depreciation for the time the 
property was operated by the present company should also 
be shown as a deduction. This statement should check in 
round figures with the present cost to reproduce the prop
erty and would be an additional item of proof in establish
ing ~he fair present value of the property devoted to public 
service. 

F om,rn AND CHARTS RECOMMENDED 

A series of suggested forms for compiling and presenting 
th is information was then exhibited. They included the 
following: 

A form covering the cost to the present operating com
pany of the various predecessor and underlying companies, 
together with the cost of additions, betterments and exten
sions made by the present company. 

A form reconciling the cost to reproduce the property, as 
shown by engineer's report or appraisal, and the book value 
of the property. 

A form reconciling the cost to reproduce the property, less 
aecrued depreciation, based on the same reports as used in 
the previous fo rm. While this form shows accrued deprecia
tion deducted from the cost to reproduce the property, the 
author explained that the statement was presented only 
beeause a number of regulating commissions use depreciated 
value fo r a basis of figuring fair return. 

The fourth form was a condensed balance sheet, which 
should be supported by detail schedules for each item. 

A fifth chart, prepared from the condensed bala~ce sheet, 
showed the relation between the value of the physical prop
erty and other assets of the company with the capitalization 
and reserves. 

The sixth statement gave operating statistics and the 
seventh, other statistics of interest, such as: growth in 
population, gro:"th of company in miles o~ track operated, 
passen o-ers earned per thousand of population, etc. 

The 
0
author also recommended the use of graphic charts 

of which samples were presented. 
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Symposium on the One-Man Safety Car 
Str£7.:ing T es timonials of Operating lllen, llfanufacturers and Consulting Engineers on Wha t 
th e Frequent S ervice Car lfas A ccomplished and lVhat 1lfay Be E :i:pec ted of It in Reducing 
Costs and lncreasi"ng Revenues-Tlw Standardization Feature of the Car also lVrigli ed 

Safety Car Scores a Success 
Kansas City* 

• 
ID 

As a Jitney Eliminator the Car Takes Second Place Only to 
the Proper Kind of Ordinance-Exceptions to 

Standard Design 

BY P. J. KEALY 
President Kansas City Rail ways 

ONE of the most distinguishing features of the Ameri
can public is its impatience of delay. The average 
person wants a car at a corner at the time he arrives 

there. A wait of a few seconds and he begins to com
plain, and nowhere is a minute quite so long as one spent 
on a corner waiting for a street car. We recently had a 
ease where the wife of a prominent citizen was transferred 
from a turned back car to another following. The first 
car was put on a wye to wait for the next one, and when 
her husband. co~plained of the incident he emphatically 
stated that his wife had been made to wait on a side track 
in the hot sun twenty minutes. The matter was investi
gated and the traffic checks at four different points showed 
that the car for which she waited was two minutes behind 
the one she was on. At the most she actually waited not 
to exceed three minutes. An attempt was mac1e to explain 
to the husband, and he declared the dispatchers were liars 
a1;1d that reflection had been cast upon the veracity of his 
wife. If she had said that instead of waiti1w twenty minutes 
it seemed like twenty minutes, she woula°have been more 
accurate. __ This illustrates th~ attitude of the average person 
when wa1tmg for a car, and 1f while in that frame of mind 
a jitney, no matter how overloaded, shows up, the street ca; 
company loses a fare. If the distance is not too great he 
walks and a short-haul passenger is gone. 

Now i~ is ~anifestly impossible to run heavy double
truck umts usmg from 3½ to 4 kw.-hr. per car-mile in 
eharge of two 50 to 60 cents an hour men past thi s corner 
often enough to please this prospective customer. The 
ehances are one car jn every five to seven minutes will 
only carry enough passengers in the non-rush period to 
keep the crew from being lonesome. But this does not 
keep our frienc1 from feeliwr that he should have 
60-cents-a-car-mile service on a 20-ccnt line. 

REDUCED HEADWAY MEANS BUSINESS I NCREASE 

The safety car solves the problem. Just about the time 
he is getting to the jitney or the walkinO' frame of mind 
the safety picks him up, the company g; ts the fare, and 
the passenger is pleased. Unquestionably, reduced head-
way means a business increase, clepcndin O' upon the cir
eumstances surrounding the line and the tr~ffic. Naturally 
the largest revenue increases reported are from smalle·r 
eities where riding is often a matter of convenience and 
not of necessity. On lines where the bulk of the traffic 
~ust ride:.. thi~ ~ncr~ase will not be so marked except where 
Jitney competition is encountered. And the jitney thrives 
upon long headways and infrequent service. As a jitney 

* Ah~ ra~t of papPr presented at meeting of Transportation & Tra/llc Association, 
Atlantic City, N • . J., Oct. 7, 1919. 
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elimin~tor the safety car is second only to the proper kind 
of ordmance and sympathetic police regulation. 
. Howev~r, as a net revenue producer combining both the 
mcrease m gross and the decrease in expense the safety 
car holds out inducements t~at no manage~ient today 
can afford to overlook. Any piece of equipment that will 
:pay for itself in three years is a good buy, and a net revenue 
mcrease of from $1,700 to $2,000 per car per year can 
overcome a host of objections. 

I am not one of those whose enthusiasm leads them to 
believe that the little car can be used wherever there are 
tracks. Like everything else, it has its limitations. On a 
line where a II:inute headway with the large units cannot 
handle the busmess, the safeties will not fi t. We have one 
line i1;1 Kansas_ City whic~ runs from 60 to 67 cents per 
car-mile. Durmg th~ day it . has practically no peak except 
for ~bout twenty mmutes m the afternoon. Using the 
safetie~ there :"onld be about as wise as trying to pour a 
quart mt~ a pmt measure. On lines where the large unit 
headway is more than four minutes with receipts- under 
30 cents per car-mile, they can be used. 
. Their only limitations are traffic density and not operat
mg. As far as the latter is concerned they can be run 
wherever there ~re _tra~ks rand pow~r. We put them through 
the congested chstnct m I~an sas City over eiO'ht blocks where 
t?e headway is thirty seconds, and they maintain schedules 
like any other car. \The Sunset Hill line like all lines in 
Kansas City, has heavy grades, and an ;verage speed of 
11.27 m. p. h. is obtained over the larger part of the route. 
As a matter_of fa ct, there is nothing new in the idea of one-
1:1a1;1 OJ?erahon. We have never had anything else. The 
hmitat10ns of the safety car are not due to its method of 
o:peratio1: but to the square feet of floor space passing a 
given pomt as compared to the number of people boarding 
the car at that point. 

NINETY-FIVE SAFETY CARS I N K ANSAS C I TY 

_We have given the safety car a fairly good test in Kansas 
City and ~he results of five months operation justified an 
order for s~xty-five which will gjve us ninety-five in all. 

We received twenty-five in April intended for a number 
of outlying lines in different parts of the city. However, 
the:e had been so much discussion as to the advisability of 
their use on a typical city line running through the con
ges~ed distri~t in conjunction with the large units, that we 
decided to_g:ive safety car operation a thorough trial under 
such conditions and see where the bugs in them were. 

The Sunset Hill line is 7 miles long. It runs for twelve 
blocks through the exclusive residence district, then for 
seventeen through a thickly built-up residence district of 
the better class, then for fifteen throuO'h semi-residence and 
business, and fo r twelve through the ctngested retail district 
of Kans~s City. We had been running a four-minute head
way durmg the afternoon rush and eiO'ht minutes durinO' 
the non-rush. 

0 0 

H ere are the results of five months safe ty car operation on 
this line : 

First, to the public: 
A maximum of twenty-five cars at present as against 

twenty; an afternoon rush headway of two and a half 
minutes as against four minutes; a non-rush headway of 
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six minutes as against eight, a 32 per cent increase in car
miles; a 51 per cent increase in car-hours. According to 
the statement of one man who formerly was a chronic kicker, 
it now looked during the evening rush hour as if there was 
a car in sight out his way all the time. A maximum crowd
ing limit is set; when fifty passengers are on the car a "car 
full " sign is displayed and no more taken on. 

S'econd, to the company : 
An increase of $4,119 in gross revenue over the increase 

for the same period on the entire system; a saving for the 
five months period in power and wages alone of $12,916, or 
a total increase in net revenue directly due to the safety 
car of $1 7,035 for five months, or at the rate of $40,884 per 
year. The average cars on this line are less than twenty per 
day, making a net ann ual revenue gain of $2,000 per car. 
This is conservative as it does not take into account the 
decrease in car maintenance expense and includes all the 
car-house expense due to disabled cars, pull-ins, inst ruc
tion, etc. F urthermore, there are Yery few jitneys on the 
line served by the, safety cars. . . 

Prior to the introduction of the safety car on this lme 
the average number of stops per mile was seven, the average 
time per stop 7.7 seconds. the ayerage number of pas.'3engers 
t wenty-one. Safety-car operation gives the fo llowing re
sults : Average sc:heclule speed, excluding layover , 9.87 
111. p. h.; average scherlule speed, including layover, 8.97 
n1. p. h.; aYen:i ge equivalent stop~ per mile, G.82; aver ~ge 
duration per stop, 8.4 seconds; kilowatt-hour consumpt10n 
per car-mile, 1.325; average pa. sengers, 14.8. . 

In the con(l'ested district the average f:'chedule speed is 
G.29 m. p. h. 

0

The average equivalent stops per mile, 11.9; 
the average duration of actual stops, 10.02 seconds. 

Cono·ested district loading is facilita ted by the use of 
street ~ollectors. T his. howe\,er, i no added expense. as we 
have alwavs used them in the downtown district during the 
rush ho ur: loading the iron t end of double-truck units. 

Dmin (l' the five months operation in Kansas City on this 
line thei~ has been no reduction in vehicle accidents over 
previou .. operation. Iloweyer, there have been no accidents 
which could be traceable directly to the safety cars. On 
the contra ry, certain classes of accidents have been entirely 
eliminated hy reason of the safety devices. 11'or example, 
of the 1,900.000 passengers carried in the period, there has 
been hut one step accident and that was caused by passenger 
attempting to board the car and slipping off a slippery step. 
In other words, such accidents as we have had would have 
occurred with the double-truck unit. 

As I stated before, I do not believe, with ome of the 
safety-car enthusiasts, that it can be used in lnrge cities on 
all lines . I am sure, however, that within its traffic limita
t ions, disregarding any increase in passenger business, the 
increased service and decreased expense it makes posr,: ible 
justify its adoption in any city. On those lines where it is 
applicable I also believe it is the only method of providing 
the frequency of service our public demands within the 
limits of our present revenues. 

So:ME C H ANGES ~IA.DE IN EQUIP MENT 

So much for the service and revenue characteristics. 
Now a word as to the type of equipment . ·when our com
pany purchased the firs t -order o~ cars, we desired to make 
certain chanaes but were emphatically told by the car com~ 
panies that ;ny change would t ~nd to mitigate agains_t, the 
success of the car. The plan, m short. was to prov1ue a 
standard car. Because of its being a standard car it could be 
manufactured in larae lot s and the cost of both material 
and of the construction thereby appreciably lessened. So 
we put aside our personal wishes in the matter in order to 
help to this new panacea- the "standard ear." Yet the 
cars had hardly been placed in operation in Kansas Uity 
before the builders were seeking to sell us a different type 

of truck. Shortly afterwards we bought five additional 
cars and these and the sixty-five lately purchased are no 
longer the so-called " standard car," but the type of ear we 
think best suited to our traveling publie. 

After all, the " safety car " is an opera ting idea, and this 
idea we feel can be expressed in different forms. I do not 
mean to convey the thought that the car should be rede
signed. Such is not the ease. We do feel , however, that 
from an engineering standpoint the underframing of the 
original safety car was exceedingly weak; the coupling eon
nection was poor; the arrangement of the underframing 
members not of the best and, in a desire to reduce weight, 
weakened beyond the point of safety. The notion of reduc
ing weight is commendable and these matters are more or 
less comparative. In fact, the radical innovation with 
r espect to the reduction of weight in a safety car and as 
carried out, not only in the design of the underframing 
but in the entire design of the car, is one of the most com
mendable features of it. Yet the larger street mileage of 
this country is built on track centers to provide for an 
8-ft. 8-in. to 9-ft. car. The standard safety car was origi
nally designed for Stone & Webster's lines in Texas where 
the centers are narrow. As a result, these cars are but 
8 ft. in width and with the consequent very narrow aisle. 

They were built for Southern climates and the standard 
safety car comes along therefore without interior side or 
headlining. The standard safety car had eight heaters, yet 
the builders are now recommending twelve. I think a 
sufficient number of these points have been stated to de
velop the reasons why the original safety car, as such, was 
unsatisfactory to us, and why in our future orders we have 
made changes in order to remedy what we considered in
herent weaknesses in the design as originally arranged. 

:l\Iany of these changes are predicated upon the notion that 
the car presents too radical a departure from the established 
orq.er of things to expect the public to take to it. In other 
words, if a man is accustomed to riding in a Pierce-Arrow, 
you must not reasonably expect him to pay the same fare for 
riding in a Ford without a complaint. You ought to start 
with an intermediate priced car , although it has perhaps 
truly been stated that the difference in price between a high
priced car and the cheap car is largely in the number of 
accessories on the former. So, in the cars lately purchased 
by the company, we have changed the original design as 
fo llows, holding to the original width and length: 

About 500 to GOO lb. additional has been placed in the 
underframing and the members somewhat rearranged. The 
coupling arrangement has been changed so that the coupler 
is concealed. A 5-in . channel has been used at either end of 
the car for the bumper instead of the original 8-in. channel 
and the bumpers have been covered by a thin sheet of steel, 
in order to prevent boys from riding on the rear of the cars, 
the former exposed bumper providing a m,ost convenient 
foo thold for such class of passengers. 

The interior of the car has been equipped with both side 
and headlining. The number of heaters have been in
creased, including one front cab heater. Steel wheels have 
been substituted for cast chilled iron, in order to eliminate 
the large number of flat wheels which shortly developed in 
the operation of these cars. We found the step heights 
obj ectionable, and by lowering one member at the front end 
of the car have succeeded in getting a 2-in. ramp and reduc
ing each of the step heights 1 in. The car, in our o:p1nion, 
was excessively noisy, therefore rubber pads have been pro
vided where the body rests on the cantilever springs. 

Now as to the seating arrangement. I know that many · 
will take issue with me, but our observation in the five 
months operation in Kansas City convinees me ~hat the 
public will not walk back through a long, narrow aisle: In 
fact, the idea of the original seating arrangement with_ a 
long narrow aisle is direetly counter to developments m 
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seating design in street cars for the last ten years, the 
advantages of the loading well being completely pushed 
aside. It may be that the traveling public in Kansas City 
is peculiar in that respect, but the cars purchased by us were 
to provide service for people who have that characteristic, 
and we feel it is easier to fit the car to the public than to 
expect the public to accommodate themselves to a certain 
design of car. We have, therefore, removed the first two 
cross-seats on each side and placed longitudinal seats 
instead. This provides a loading well and does away with 
the objectionable congestion about the front door which 
these cars developed during the rush-hour period. Experi
ence with both designs has proved the one with the loading 
well to be superior. 

The motorman's curtain arrangement is a source of 
annoyance and excessive maintenance on the car originally 
designed, there being three curtains, one of which was con
tinually out of order and generally found stored in one 
corner of the car. We have changed the rail somewhat in 
the front of the car to permit two curtains being used and 
also to furnish the motorman more complete protection 
against intruding passengers. 

We have also taken the various switches, fuses, etc., which 
litter up the front of the car and put them in one cabinet 

RESULTS OF SAFETY CAR OPERATION, SUNSET HlLL Ll NE 
M AY TO SEPTEMBER, I NCLUSIVE 

Receipts 
1918 

Total ...................................................... . $87,6-15 
Per car-mile, cents . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 26.25 
Per car-hour . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $2.623 

Direct Expenses, Wages and Power 

1919 
$93,412 

21.11 
$1.846 

Per car-mile, cents . .. .. . . . .. . . . .. . .. .. .. .. .. .. . .. . .. .. .. . 13.31 7.14 
Per car-hour .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. . $1.33 $1.63 

Opera ting Data 
Oar-miles ................................................. 333.852 
Car-hours .. . . . .. . . .. . .. .. . .. .. .. . .. . .. .. .. . . . .. .. . . .. .. .. .. 33,408 

Wages 

441,443 
50,601 

Per car-mile, cents .. .. .. . .. .. . . . .. . .. .. . . .. . . .. . . .. . . . .. .. 8.68 5.55 
Per car-hour, cents . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 86.8 48.4 

P ower 
Per car-mile, kilowatt-hour . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3.86 kw. 1.325 kw. 
Per car-hour, kilowatt-hour . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . . 38.6 kw. 11.57 kw. 

Net Revenue 
Per car-mile, cents . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 12. 94 
Per car-hour . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . • $1.292 

Total cost ................................................. $44,435 
Total saving ...............................•.............. 

13.97 
$1.2'24 

$31,519 
$12,916 

System increase five months .....•.......................... ........ 2.02 per cent 
Sunset Hill increase ............................................... 6.72 per cent 

Sunset Hill increase over system increase . . . . . . . . . . . .. . . . . .. . . . . . . . . . . . . . $4,119 
Total increase in net revenue due to safety cars . . . . . . . . . . . . . . . . • . . . . . . . . 17,035 
Total yearly increase a t the rate -of .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. 40,884 

Increase in net .......................... ........................ ......... $40,884 
lncrease in car-miles, per cent . . . . . . . . . . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3:l.22 
Increase in car-hours, per cent .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. . 51.46 
Increase in rush-hour cars . . .. . .. .. . • . .. .. . .. . . . . . .. .. .. . .. . .. .. . • . .. . .. .. 5 

Decrease in rush-hour headway, from four to two and one-half minutes 
Decrease in non-rush headway, from eight to six minutes 

on the floor conveniently near the motorman's left foot 
against the inner side of the car . We have likewise provided 
a small box in which the motorman can keep his trip sheets, 
collected t ransfers and report blanks, etc., and have also 
placed a small wooden tray in front of the motorman for his 
punch and watch. The builder', at our request, has pro
vided sanitary molding throughout the car and has so 
arranged the corners where the side plates join the floor 
as to permit the car to be more readily cleaned and eliminate 
dust pockets. We have arranged for the side sash to lap at 
the upper part of the lower sash in order to make the car 
more waterproof and also changed the back center seat 
underneath the rear window so it becomes a folding seat, 
this due to the difficulty in replacing a trolley with a fixed 
seat, our experience being that a motorman replacing a 
trolley genera1ly jumped on a seat and as a result in a short 
time a large number of them were broken. 

Now as to the sea ts. Against the ad vice of the car 
builders we have decided to put in cushion seats. I n our 
opinion, the car as originally furnished is entirely too cheap. 
In an endeavor to provide a cheap unit it has been actu
ally skinned to the point where it was really difficult to 
get the public to patronize it. It was too radical a depar
ture, and no point illustrated this feature more than the 
scats themselves, which were fragile, uncomfortable and 
differed radically from the scats which our public has 
been accustomed to even in our older obsolete cars. As a 
result, in the cars just delivered and now under order, we 
have decided to install cushion seats. Theoretically they 
may not be one bit more comfortable than the slat seat 
but the public to whom we are catering in Kansas City 
are accustomed to and desire a cushioned seat, and we deem 
it our business to furnish them with what they wish. We 
are certain that the added cost of these seats is more than 
offset by the good-will which will result from their usage 
and from the additional favorable opinion which the safety 
car will meet. Of course, our experience has been slight7 

the cars have only been operated five months, but the ex
planation given here is our best opinion, and really, when 
analyzed, the changes do not affect the car greatly. In 
fact, with all the improvements and changes above men
t ioned, the car will weigh slightly under 16,000 lb. 

The weight of these cars has been overemphasized . We 
have now builders and master mechanics seriously dis
cussing the advisability of a 16,000 lb. or 17,000 lb. car 
and analyzing the relative benefits and cost of both, whereas 
up to this time we have operated cars weighing as high as 
57,000 lb. seating thirty-five passengers, which did not seem 
to worry either the car builder or the master mechanic. 
For a road ·which has several hundred cars weighing more 
than 50,000 lb ., it really seems a waste of time to discuss 
whether or not the safety car should weigh 16,000 or 
17,000 lb. As a matter of fact, three fat passengers taking 
the place of three lean ones would make just as much 
difference in weight as the additional weight consequent 
upon the slight changes we have made would place on the 
car. 

General Observations on 
Birney Cars* 

Th e Results of a Recent T rip to Inspect Safety Car 
Operation Are Given,--Con.clusion Reached that 

the Car Is W ell Adapted to Operation. 
in Large Cities 

BY J. C. THIRLWALL 
Railway and Traction Department General Electric Company 

IT HAS BEEN my privilege during the past six months 
to haYe made a trip on which I was enabled to study 
and secure first-hand information on the operation of 

Birney safety cars in some twenty cities scattered over 
the country from Bridgeport and Richmond in the East 
to Pomona and Seattle in the West. The impressions 
obtained are based on talks with officials of the various prop
erties, with the men operating the cars and with passengers 
ridjng them; and in all the installations visited, with one 
exception, the verdict was unanimous, that this new form 
of transportation is a complete success and equally popular 
with the riding public, with the trainmen, and with the 
management. In the cities I visited there are in operation 
today approximately 400 :;;tandard safety cars and about 
fifty one-man cars of other types. The cities visited range 
in size from 15,000 to 30 ,000 as in the case of Pomona, 
Riverside and Redlands, Cal., up to the very largest in 

* Abstract of paper read before t he, Transportation and Traffic Association, 
Oct. 7, 1919, at Atlantic City, N. J. 
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which safety cars have yet been used, including Portland, 
Seattle and Brooklyn. Various methods of applying safety 
ears were observed from straight car for car replacement 
through varying degrees of improved service up to one 
instance where the number of cars was more than doubled . 
The notes that I am presenting today are simply a brief 
summary of the results obtailled. 

The Paeific Electric Company in California has thirty
five cars distributed among the smaller towns through 
which their interurban lines operate, namely, Stockton, San 
Jose, Fresno, Pomona, Redlands and Riverside, with popu
lations ranging from 15,000 to 30,000. They have used 
the Birney cars to replace older single-truck typ-es without 
any ehange in frequency or schedule speed. Since all of 
the lines on which this has been done were lines of extremelv 
light traffie, they have met with no difficulties and hav~ 
seeured a savi ng of more than $2,500 per ear per year on 
platform expenses alone, with probably a sli,ght additional 
saving in power and maintenance. The public has secured 
a more eomfortable vehicle, and without any change in 
speed or frequency, passenger reeeipts showed a sliaht but 
satisfaetoTy increase after the rnfety car went into ~ervice. 

In Fort Worth where they haYe forty Birney safety 
ears, nine lines arc equipped and on six of these the installa
tion was on a car for ear basis, these beino- routes where 
single-truek cars had previously been used ~'lnd where the 
traffic was extremely light at the time the installation was 
made, although at the present time the riding is fairly 
heavy on all of them. On two of these lines, however, the 
speed was materially inereased with the Birney car and 
hear1ways thereby reduced. On the remaining three lines, 
the number of ears was inereased and the runnina time 
materially shortened; the net result on the nine lir~es has 
been an increase of about 30 per cent in the mileage oper
ated today as compared with what was given before the 
Birney cars ·went into service. The population has been 
inereasing so rapidly during the past three years that it is 
diffi~ult to estimate the effeet of the improYed serviee. on 
carmngs, but on these lines with 30 per cent more mileaae 
they are taking in rn per eent more money this year thfn 
they were two years a.go. Rach safety ear is handlin a 

consi~eral~ly heavie~ traffie_ than did the ears they replaced~ 
a_nd 111 spite of theu heavier traffic, they are making con
siderably faster schedule speeds. For instance, on one line 
where the earnings haYe risen from 20 eents per car-mile 
to ?7 eents per car-mile the present schedule speed is 
J_0.2 m. p. h. where it was formerly 8.5 m. p. h. On another 
lme where the earnings have risen from 19.4 cents to 24 
eents per car-mile the speed is JO m. p. h. where formerlv 
the schedule speed was SA m. p. h. On a third-line where 
~he earnings have risen from 21 to 28 cents, the sp~ed was 
mcreased from G.9 to JO m. p. h. They are handlino- this 
~reatly inereased tra_ffic _at a vei7 materially redueed operat
mg cost on the m~m. items of power, maintenance, plat
form_ wages, d':pree_iat10n and expense. They estimate that 
the life of then rails on these lines will be extended fully 
50 per c~nt, and the~r _judgment is based on three years 
of operation. The ongmal lot of cars that went into ser
viee in this cit;v in ~ovember, 1916, haYe stood up excel
lently, and their mamtenanee has been considerably lower 
than that of the cars they displaced. 

In Austin, Tex., a city of about 35,000, seYen safety cars 
took the pla~e of a like nHI?-ber of older single-truck types, 
and they estimate that their savings in wages, power and 
maintenance amounts to about $2,500 per ear annually. 
No heavy traffic conditions were eneountered here, and no 
difficulties in operation have been experienced. 

In Portland, Ore., where they have twenty-five safety 
cars, an attempt was made to replace large cars on lines of 
heavy traffie on a car for car basis. The results were not 
eneouraging. Sehedules were slowed down, the union plat-

form men objected to the new form of operation and to such 
a degree that it was frequently impossible to. crew up the 
entire number of cars required daily. Even under these 
circumstances the company's records indicated savings of 
approximately $2,000 per car annually, but it was pretty 
evident that additional cars would have to be operated on 
shorter headways to prevent criticism on the part of the 
public and of the employees. 

The Birney car is inherently so much faster than the 
older single-truck type that it can usually make a con
siderably faster schedule with a single operator than the old 
ear with two men, but where double-truck cars are replaced 
on lines where riding is really heavy there is less difference 
in the accelerating and braking rates in favor of the Birney 
car, and greater delays result from one-man handling of 
passengers. The net result, unless additional cars are 
put on the lines, thereby reducing the number of passengers 
handled per car trip, is to slow down schedules, to which 
the public seriously objects. 

In all the other cities which I visited the Birney cars 
have been used for the most part to improve service, more 
cars being used than formerly, and in some cases higher 
schedule speeds being operated. For instance, in Houston, 
on the first line equipped seventeen Birney cars took the 
place of ten double-truck cars, the running time was short
ened and the mileage increased about 80 per cent. They 
have there thirty-one standard safety cars and fourteen 
older ears with safety features which are being operated 
with one man. Of these fifty-five cars forty-eight are 
regularly operated. On the entire seven lines equipped 
they formerly operated 160,000 miles per month. With the 
safety cars this has been raised to approximately 200,000 
miles per month, an increase of 25 per cent. The results 
from this improved serviee have been very gratifying for 
they have made possible this increase in mileage while still 
showing a eonsiderable decrease in operating expenses, and 
the receipts on the lines concerned have risen nearly in 
proportion to the improvement in service. 

In Beaumont, where twenty-four safety cars are being 
used, they now operate thirty-five cars where in July 1918, 
they were operating only twenty-two. Three out of four 
lines are now using one-man ears, and the entire system 
shows an increase in mileage of 50 per cent as a result of 
safety car operation. The result has been that in spite of 
an increased fare, which was secured largely through the 
promise of improved service with safety cars, they are 
carrying more people today than they did last year, and 
with only a very slight increase in total operating expenses. 

In Terre Haute, a city of 75,000 population, where 
Birney cars have been operating for a year, five lines were 
equipped with twenty-six cars. Although single-truck cars 
of no greater capacity than the safety cars were displaced, 
additional cars were put onto each line and schedule speeds 
increased, giving the public about 30 per cent more service. 
Here again, the increased receipts amply justified the cost 
of the improYed service, although total costs of operation 
were redueed. The entire installation enabled the com
pany to change from a thirty-car system to a forty-two car 
system and has been so entirely successful that arrange
ments have recently been made to equip every line in the 
city with safety cars. This, I believe, will be the first city 
of such size to be entirely equipped. 

In Dallas they have twelve safety cars which were used 
to improve service about 50 per cent on the one line they 
have equipped. The increased receipts resulting from this 
installation amply justifies the improvement in service 
while the cost of operating the line was somewhat reduced. 

In El Paso, where they operate twenty standard cars and 
five old single-truck converted safety car~, they have 
equipped seven lines for all-day operation, increasing the 
service 30 per cent through the day and 50 per. cent during 
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rush hours. In general, their receipts have increased 
almost proportionally to the increased mileage, while their 
operating accounts are materially lower. All cars in 
El Paso are equipped with meters, and the average eon
sumption of the Birney ears on level traek is 0.92 kw.-hr. 
per car-mile. Their average on all lines including some 
with extremely heavy grades is 1.03 kw.-hr. per ear-mile. 
The average consumption for their 20,000-lb. single-truck 
ear is 1.45 and for their 39,000-lb. double-truck ears 
2.5 kw.-hr. per car-mile. 

In Tacoma, Wash., with a population of 120,000, they are 
operating sixty-one standard safety cars. In this instance, 
radically inereased service was given when applying the 
new cars, but data as to inereased earnings resulting there
from are not available beeause traffic on the ent ire system 
was growing so rapidly, due to increased population and 
war industries. An interesting comment was made, how
ever, that during the shipbuilding rush last year they regu
larly handled eighty to eighty-five people in their Birney 
ears without any damage to the bodies, trucks or equipment, 
but because of these heavy loads and some very seYere gradi
ents they found it necessary to raise the braking pressure on 
the ears to 120 per cent of their light weight. They say that 
this has caused no trouble with flat wheels, the empty car 
being too light to eause wheels to flatten when they slide. 
The eomment is that they have been able to meet with 
these cars tremendous increases in traffic at a very mate
rially lower operating cost than would have been the ease 
with older types. 

Seattle, a city of 400,000 people, has sixty standard 
safety ear_s on which the eomments are much the same as 
in Tacoma. The ears here operate on some lines through 
the most eongested traffic in Seattle where rush-hour head
ways on the downtown portion are about thirty seconds. 
They have experienced no difficulties in maintaining sehed
ules equal to those of their larger two-man cars. 

In Bridgeport, a factory eity of about 180,000 popula
tion, the initial installation of nine Birney cars replaced 
four double-truck cars. This is the most striking example 
of improved service that I know of. Under the eircum
stanees, operating eosts were somewhat increased, although 
the cost of power was reduced ( since nine Birney cars weigh 
less than four double-truck ears), but the increased re
ceipts resulting from this installation and whieh eould be 
attributed to nothing else but the improved service, have 
been sufficient to pay a more liberal return on the cost of 
the cars than has been obtained in most installations where 
the ears were applied on a straight replacement basis. 

In Brooklyn, in their initial installation of twelve cars, 
they doubled their all-day service on two lines and mate
rially increased their rush-hour service, giving about 90 
per cent more mileage. Here too, there was an inerease in 
operating expense since the new cars were simply added to 
their existing s~rviee, but the increased reeeipts resulting 
therefrom eonvmced the eompany that there was a wide 
field for their efficient use in Brooklyn and led to their 
recent purchase of 200 cars. 

In Trenton, N. J., where they now operate twenty safety 
cars they were applied on a ratio of three new cars in place 
of ~wo old cars, which gives 50 per cent more service to the 
public. The inereased riding resulting therefrom has more 
than justified this action, although on the original instal
lation there was no question but that car for car replaee
ment could have been made without any operating 
diffieulties. 

_In Riehmon~, where twenty of these cars are in oper
ation, the pubhe gets about 40 per cent more service, the 
eompany has reduced its cost of operation, and the public 
sentiment, as reflected both by letters of commendation 
and by inereased riding, has been extremely favorable. 

In general, my trip convinced me more thoroughly than 
ever before that the real field of the safety car is not on 
lines of extremely light traffic and earnings, but on all-day 
runs of the majority of lines in most of the larger cities; 
that the best results in every city of any eonsiderable size 
will be obtained by using the ears to stimulate riding and 
to increase gross revenues by better service; that to the 
public better service means shorter headways more than 
anything else, although greater eomfort, higher schedule 
speeds and inereased number of seat s are all important 
factors. It has been demonstrated beyond the shadow of a 
doubt that the Birney car, properly applied, can handle a 
considerable part of the service in any sized city; that they 
ean operate successfully on ext remely short headways and 
under the most congested conditions of vehicular t raffic, 
and that they can make schedules at least as rapid as the 
cars they displace and very frequently sehedules mueh 
faster. I am convinced that there is no city in the United 
States in which a -considerable part of their all-day runs 
eould not be handled more efficiently and more economically 
with the Birney ear than with any other type now in exis
tence. Its general design is entirely satisfactory. Some 
minor modifications in structure may be desirable, but the 
Birney rnfety r>ar as a standard is no longer an experiment. 
It has established itself indubitably as a complete and 
absolute success. 

Service and Jitney Competition* 
The Birney Car Was D esigned to Compete with the 

Jitney- How th e A ntomobile Effected a Change 
in Car D esign 

BY G. H. CLIFFORD 
Vice-President Northern Texas Traction Company 

JITNEY operation was responsible for the design of 
the modern one-man ear, the thought being at the time 
that we should furni sh to the public a service emhody

ing the attractive_features of the jitney. E veryone familiar 
with jitney operation will agree that in addition to the 
novelty of riding in an automobile for a nickel, the service 
was attraetive because of its superiority in frequency and 
speed. The one-man car was designed so that its cost of 
operation would permit frequency of service; its seating 
capacity, weight and equipment were designed for better 
average speed and safety. 

Students of transportation will agree that the public of 
today is interested only in service, and that the two impor
tant elements in service are : "Giving them a car when 
they want it" and "Getting them to their destination as 
quickly as possible." This is what the jitney was able to 
do and what is being successfully clone with the modern 
one-man car. 

That jitney operation was eeonomically unsound and 
impossible as a means of furni shing complete transpor·ta
tion service, everyone now agrees, but it is equally true that 
the jitney when permitted to operate on short hauls in 
profitable territory will furnish a service of sueh frequency 
and speed that the operation of one-man ears will not 
prevent them from hauling quite a percentage of the traffie. 
Operating under such eonditions the jitney is not, in a 
real sense, a competitor of the street railway, and can only 
be stopped by prohibitive legislation, whieh has been 
enacted in most parts of the country. Therefore, I would 
not take the position that any service which micrht be inau
g_u~ated with one-man cars w?uld eliminate jitney compe
tition, but the one-man car will, to a great extent, provide 

. all the attractive features of jitney service and in addition 
eeonomieally furnish the entire transportation needs of the 

* Ab~t rac_t of paper presented at meet ing of Transportation & Traffic Associat ion, 
Atlantic City, N. J. , Oct. 7, 1919. 
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public to the extent that when jitneys are eliminated the 
public is adequately eared for and is well satisfied. 

I 

S TREET O.A.R F .A.STEST BEFORE AUTOMOBILE 

Before the advent of the automobile the street car was the 
fastest vehicle on the street. The question of speed being at 
that time satisfactory to the public, their thoughts ran more 
to the design and riding qualities of a st reet car approach
ing the Pullman car. Street railway managements wanting 
to meet the desires of the public built heavier cars of greater 
seating capacity with whii;;h car-mile earnings were in
creased. 'l1he cost of operating cars of sueh weight and seat
ing eapacity made infrequent schedules necessary. Time 
was not then considered as valuable as today, and people 
were eontent to learn the schedule of the line and wateh 
the cloek for the hour of their departure. If perchance 
they missed their connection or the car was late, there were 
no friendly automobiles to speed their departure and their 
nickel found its way to the street railway offiee. The auto
mobile has now made the st reet car almost the slowest con
veyance on the street and has taught our riding public the 
possibilities of time saving, which can only be accomplished 
with frequent and rapid service. 
. The low cost of operating the Birney one-man car makes 
1t possible to satisfy the restless puLlic of today, which, if 
not given a frequent an<l. rapid service, will demand j itney 
operation or use the friendly automobile on many occasions. 
The modern one-man car is a most radieal departure in 
urban t ransportation, and like every innovation it was 
difficult fo r operating managements to agree to give it a 
t rial, and wheneYer a tribute is paid to the designer of the 
car no less credit should be given to his untiring energy 
and efforts in the edueation of operating managements to 
the idea and in gaining the co-operation of the manu
facturers, who have at a great expense stood behind their 
equipment and made possible the great success which the 
car has attained. 

The car has passed the experimental state. The public is 
enthusiastic about its operation where " improved service" 
has been the slogan in its introduction, and as the people 
from Yarious sectioD.s of the country learn of the advantages 
of this operation, they will demand it and in~ist upon it in 
spit e of all that can be said by those who for Yarious reasons 
may not take kindly to the idea, and certainly the street 
raihn1ys will find it to their achantage from the many view
points outlined in the committee report. 

Standardization of Birney 
Safety Car* 

Quantity P roduct ion Made Possible Throngh Standardiza
tion ff ill Decrease Cost-Establishment of a Clearing 

House for P roposed I mproi·em('nts I s S uggested 
BY G ~IBD~ER ,YELLS 

Consulting Engineer, New York 

TH E Birney safety car is bringing about astonishing 
results in inereased receipts and deereased expenses. 
It is belieYed that still better results can be obtained 

through maintaining a fixed poliey with regard to- stand
ardization. I n this com ideration there are three prineipal 
factors, namely : financing of equipment, quantity produc
tion and the maintenance of some sort of a bureau or 
elearing house t o carry out the policy with regard to 
standardization. 

When street railway companies were making money, or 
thought they were, the financing of equipment was usually 
an easy matter, and for the most part each company had its 
own type of car. Freakish fashions seemed to rule in many 

* Abstract of paper read at meeting of Transportation & Traffic Association, 
Atlantic City, N. J., Oct. 7, 1919. 

cases, and as usual this was expensive. Each eompany 
prided itself on being better than its neighbor, which was 
all very commendable as long as money was being made 
and the public did not object, but was not in the interest 
of economy. Street railways are now seeking in every 
way they can to retrench, and many of them are turning 
to the standard car as one means of relief. 

The difficulty of obtaining money to finance the car is, 
of course, the first obstruction that is met with. The fact 
that a car is standard, however, appeals to the banker. It is 
good collateral in cases where cars are purchased through 
t rust certificates. If a company becomes so insolvent, how
ever, that due payments cannot be made, these cars may be 
resold by the banking concern owning them, and if the 
standardization plan is adhered to, they would be accept
able almost anywhere. In other words, they would be a 
kind of negotiable instrument. 

There have reeently been two or three instances where 
for temporary political reasons safety cars could not be 
used in the localities for which they were intended. They 
were consequently shipped to other parts and were put 
into immediate commission without alterations. Who 
knows but that the safety car may take the place of the 
dollar as a medium of exchange. It has most of the 
qualities that m~tallic money has, in that it is small, light, 
durable and may be easily t ransported and stored. 

With regard to quantity production, we can do no more 
than generalize just at present. But that was about all that 
could be said in eonneetion with the operating results that 
it was tbought would be obtained before safety cars were put 
in service. The writer knows of a case whereby substitut
ing safety cars for double-truck cars on one line of a com
pany on a two-for-one basis, the receipts were more than 
doubled after a few weeks time. During the same period 
the receipts on the remaining lines in the locality in which 
the cars were operating remained practically stationary. 
The safety car expenses per ear-mile were, of course, mate
r ially redueed. Predictions had been made in the above 
case that the inerea1:e in earnings would be only about 
50 per cent instead of the 100 per cent actually obtained. 

In the case of quantity production it would not be pos
sible to predict just at the present t ime exactly what sav
ings can be made. It is believed, however, if the matter is 
taken hold of in a united way, that a material good can 
be accomplished, because if large quantities of artieles of 
practically the same type ean be manufactured cheaper 
than the same quantity with constantly varying types. 
The same holds true in connection with repair parts. 

Someone has called the Birney safety car the Mazda lamp 
of the railway industry. The standard of the Mazda lamp 
is sometimes changed for the better. No one would think, 
however, of asking for a special Mazda lamp to fit "local 
conditions." 

Undoubtedly improvements will be made from time to 
time in connection with the Birney car. But in the process 
of evolution the great danger will be that "sports " will be 
produced that will hinder rather than help this process. 
Motor equipment, wiring and all parts should remain 
standard. Even painting, it seems to me, should be 
standardized. The standardization of four motor cars 
which was started by the War Board should be carried 
out. It is believed, therefore, that some central body or 
clearing house should be established to keep the process 
of evolution in proper line. 

I n connection with the whole subject, as outlined above, 
a canvass of many of the principal operating companies 
was made recently in behalf of one or two companies inter
ested in the matter, in order to get a general opinion in 
connection with the same. With one or two exceptions rela
tive to minor details, the ideas have been favorably met with 
and in most instances heartily indorsed. 
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Accounting Measures to 
Meet Business Depression in th e Industry* 

Affiuence and Business Dez;ression Occur in More or L ess Regular O!Jcles- Rates Should Be S11ffe
ciently High to Pennit of an Accurnulation of Reserves fo Good Years to Offset Losses Dim:ng 
Periods of Depression- Correct Accounting Practice Is a Real Factor in Lasting Prosperity 

BY EARL A. SALIERS 
Professor in Yale University, New Haven, Conn. 

ELECTRIC RAILWAY men have numerous problems 
pressing upon them for solution, and more should not 
be added unneeessarily. The increased price of all 

that enters into cost of service is probably permanent. Price 
levels are higher because money is more abundant. Those 
who have been unable correspondingly to increase revenues 
are seriously handicapped. We may feel that present evils 
are sufficient and that to look into the :future is eourting 
trouble. But it is always best to plan a lasting success and 
doing so requires sound business :foresight. 

THE SWING OF THE PENDULUM IN BUSINESS AFFAIRS 

The events of the future are at best uncertain, but not 
altogether so. Eeonomic events follow each other in a kind 
of rhythm. Periods of prosperity are followed by periods 
of depression. During the past 150 years these manifesta
tions have seemed to obey a kind of law comparable to the 
swing of a pendulum, and their recurrenee has continued 
under ehanging conditions of government and finance. 

The business world passes through cycles marked by 
alternate periods of activity and depression, but the theories 
whieh aseribe mathematical precision to this process have, 
I think, been largely discredited by facts. As more aecurate 
statistics are now compiled of the output of mines, factories 
and farms, also of foreign trade and credit, we may expect 
these to yield i11formation to the future inquirer. 

Business depressions are distinctly modern phenomena. 
Before the organization of business on the modern scale 
there occurred extremes of scareity and sometimes starva
tion i.n certain communities because of failure of local 
harvests, but these misfortunes bore none of the earmarks 
of business depressions. They resulted from failure in pro
duction due to natural eauses. But the world is now unified 
-a great mart wherein occurs interchange of commodities 
between most distant parts. Harvest failures in one seetion 
are counter-balanced by suecesses elsewhere. The average 
productivity of the world does not vary greatly from year to 
year. Much of the raw material of industry is produced 
independently of the seasons. This is true of mineral and 
forest products which alone constitute more than GO per 
cent of the freight tonnage of railroads in the United States. 
In the organization of business, and not in any known 
natural phenomena, do we find the best explanation of busi
ness depressions. 

ACCOUNTANTS CAN Arn IN MITIGATING TI-IE SEVERITY OF 
DEPRESSION 

Under the supervision of Hon. Carroll D. Wright, an 
investigation of the alleged causes of industrial depressions 
was carried out and the results were published in the first 
annual report of the Commission of Labor in 1886. So 
many possible causes of depressions were recorded therein 
that one writer has suggested that an attempt to find the 

* Abstract of paper presented at meeting of Accountants' Associat ion Atlantic 
City, N. J., Oct, 7, 1919. ' 

true causes among such a number (about a hundred) would 
be like "hunting for a needle in a haystaek." Many of 
these, however, can be eliminated by a process of selection 
and the really important possible causes of depressions will 
be found to number not more than twenty. Of these some 
of the most important are inflation, want of confidence, un
even production, extravaganee and unemployment. I think 
that effect is often eonfused with cause. Thus it is con
eeivable that unemployment as a result might be mistaken 
as a cause of depressions. 

Fortunately, we aceountants can leave to the economists 
the further discussion of the causes of depressions, for we 
are more interested in the fact that they do occur than in 
their more or less remote origins. It is for us to do what 
we ean to diminish the evil effeets of depressions. By being 
forehanded we may help to diminish their severity, and the 
spread of a knowledge of accounting prineiples will be a 
potent preventive of financial disturbance. But should the 
possibility of future business depressions influence our 
policies to any great degree? If so, are we to adopt distinct 
measures or merely to shift our general policy to a some
what more conservative basis? 

Radieal plans and revolutionary suggestions I shall not 
offer. The aceountant's duties are construetive, neverthe
less he is limited by existing conditions to fixed methods of 
procedure more or less. 

The first notieeable effect on manufaeturers of a depres
sion i.s a falling off in orders; on transportation .::,ompanies, 
a decline in revenues. This means less money with which 
to meet fixed charges, pay wages, make replacements of 
worn-out maehinery and disburse dividends. Retrenchment 
becomes neeessary and the form whieh it takes determines 
whether or not the enterprise has good staying power. Some 
obligations must be met to avoid foreclosure, and upon the 
payment of others current operations depend. There are 
also certain classes of repairs whieh eannot long be deferred 
without reducing the efficieney of the service. 

ASSETS UUST BE CONSERVED 11 HROUGII AMPLE RATES 

A large part of the investment in electric railways is 
in the form of fixed assets. The term " fixed assets '' is a 
misnomer, ho~.vever, except in case of land whieh is for 
most purposes really a fixed asset. l\fany so-called fixed 
assets are wasting assets, differing, however, from materials 
eurrently eonsumed, sueh as fuel, oil, etc., in that they 
last a relatively long time and serve for the same purpose 
hundreds or even thousands of times. Now this i.n vestment 
in cars, track, buildings, ete., enters into the cost of ser
vice which an electric railway performs quite as truly as 
do wages paid to conduetors, motormen and laborers, or the 
money paid for coal used to generate power. But it dif
fers from the investment in inventories of supplies and 
from wages, salaries and repairs, in that it is replacement, 
and eonsequently the actual disbursement of cash takes 
place at infrequent intervals. The length of these intervals 
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corresponds to the useful lives of the assets. If, for example, 
steel rails will last thirty years, then that part of the cost 
of service represented by the wear and t ear of steel rails 
need give rise to cash disbursements only at the end of a 
thirty-year period. Much capital is so invested that re
placements are necessary only after twenty or thirty years. 

What I desire to emphasize is, that when funds have 
been tied up in construction of a permanent character, 
the wear and tear resulting from their use in giving ser
vice is an element in the cost of that service and should 
be reimbursed to the company in current charges for 
senice. If this is not done the company will fail in the 
long run. 

Assume the case of an electric railway corporation which 
constructs its pJant at a cost of $10,000,000, this amount 
being spent to purchase rails, rolling stock, etc., which, 
let us further assume, has an average normal useful life 
of ten years. Of course in practice the replacement of 
the entire plant will not be made wholesale but piecemeal; 
yet this fact does not affect the general proposition that 
on an average of ten years the cost of the fixed assets is 
wholly consumed in giving service. There enters into 
cost of service each year about $1,000,000 of expense 
which is liable to be neglected in fixing a fair charge for 
that service for the reason that it may be omitted for 
several years and the company will have enough revenue 
to meet current obligations nevertheless. I appreciate the 
practical difficulty of establishing an equitable chaTge, 
but that docs not affect the principle at stake. 

SERVICE CANNOT BE SOLD INDEFINITELY BELOW COST 

Canying our illustrntion to its logical conclusion, let us 
assume that five years pass during which enough revenue 
is obtained each year to pay cunent obligations. No 
attention, however, is given to the fact that one-half of the 
average useful life of the fixed assets is past except in so 
far as occasional renewals haYc become necessary. I con
tend that in failing to make a charge sufficient to cover 
not only current expenses but also the exhaustion of capi
tal i1wested in fixed assets, the company has made a 
gratuity to the public in the form of senice below cost, 
that this policy leads toward bankruptcy, and that it should 
be avoided, if possible, by making adequate charges from 
the beginning. If ten years pass before any charge is made 
for use of plant, it may be difficult to explain why the 
charge should be increased although the increase is wholly 
justifiable. 

One thing should be noted, namely, that to get back from 
the public during the next ten years what was given them 
<luring the first ten, and at the same time make necessary 
replacements the company will be compelled to charge 
twice the normal cost resulting from wear and tear on its 
plant; for since it neglected each year of the first ten to 
c-harge $1.000.000 for use of plant, to which it was wholly 
entitled, it should with propriety be permitted to charge 
$2,000,000 each year for the next ten. This illustration 
may be extreme in its neglect of details, but it proves that 
nobody can be prosperous on an annual deficit. 

I need not be specific about what should be done with 
the money collected each year of the ten when an adequate 
charge is made. That is a matter of practical finance to 
be determined by circumstances. If it is neither distri
buted as dividends nor otherwise improperly used it acts 
as a financial bulwark and does more than any other 
feasible thing to place the company on a basis that will 
enable it to weather future business depressions. 

Let us see how this works out. Experience teaches us 
that we should expect a considerable depression at least once 
in h'enty years, also that the duration of severe depressions 
is not ordinarily more than two or three years. Since 
the organization of our present government no period of 

twenty consecutive years can be selected which does not 
present evidence of depression in some part. Perhaps 
the same might be said of shorter periods of time. When 
past experience shows what we may reasonably expect in 
the future we ought to shape our acts accordingly. 

How much a depression will reduce revenues is proble
matical. It differs with different industries, and public 
utilities are in some respects more fortunate than manu
facturing concerns because of the very fundamental char
acter of the service that they perform. Nevertheless they _ 
cannot · escape altogether. Where men are unemployed 
they do not ride daily to and from factories; moreover, 
freight and express shipments are diminished. Reduced 
revenues result, hence reduced disbursements. What, 
under these circumstances, is the difference in staying 
power of the company which has been adequately reim
bursed for all costs of service and the company which has 
failed to secure a return of expired investment in plant? 

The answer to the question rests partly with the disposi
tion of capital thus returned, but if it is employed legiti
mate ly the company is going to benefit and the particular 
form which the funds assume is not vital. There will exist, 
either in distinct form or suffused through the volume of 
the assets, a quantity of wealth which will afford cash or 
the credit to secure cash when it is needed. This is true 
because funds destined for the replacement of fixed assets 
may be deviated from that purpose for a time without evil 
results. It may be that a portion of such funds can be per
manently turned to other purposes. 

Bankers arc coming to depend more and more upon certi
fied balance sheets, and being conservative men, they will 
not grant loans unless assured that balance sheet values are 
real and not merely the reflection of values now extinct. 
We cannot hope to prevent our balance sheets from becom
ing discreditable. if we do not put back into property what 
we take out of it. 

PANICS AN"D DEPRESSIONS R ESULT FROM THE SAME CAUSES 

Sometimes financial depressions are preceded by panics. 
Panics are more intimately related to the stock and money 
markets than are depressions, but they spring from the same 
general causes-over-speculation, over-expansion and over
confidence-and when such conditions are fundamental and 
11ridespread the resulting panic is fairly certain to be fol
lowed by depression. Panics aggravate the evil results of 
depressions by placing an artificial emphasis on the neces
sity of reducing credits, thus causing greater contraction 
than conditions warrant. However that may be, the con
traction affects liquid funds and circulating capital more 
than it does invested capital, because income from capital 
permanently invested is oftentimes fixed by contract and 
because it cannot be immediately withdrawn to meet press
ing demands elsewhere. The income from some invested 
capital may increase but it is generally diminished, and the 
need for funds to supplement this reduced income is above 
normal at a time when those who possess them aTe least 
inclined to make loans. 

As a consequence of the above we must study the amount 
and character of the current assets, not as abstract sums but 
in the peculiar relationship which they bear to the current 
liabilities. In the long run the status of the current assets 
may b,e less vital than that of the fixed assets, but when 
sharp turns in prosperity occur, such as accompany severe 
panics, great embarrassment may occur when fundamental 
conditions are good. The fate of many enterprises is then 
quickly decided. The ones to be tried most severely are 
those that allow an insufficient margin of safety in pro
viding for the liquidation of their current liabilities. Just 
what constitutes an adequate margin of safety depends upon 
various factors-chiefly the character of the business. Men 
familiar with the details in a given case are better fitted 
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than I to say whether such a margin exists; I wish merely 
to emphasize as a matter of principle the necessity of having 
it. 11he electric railway business is a very fundamental and 
stable one, hence the cost of an adequate margin of safety 
should not be burdensome. The financial world suffers first, 
and it takes time for the effects to be transmitted to all 
industry, during which time some opportunity is given to 
forestall its worst effects. 

BUSINESS FAILURES HAVE WIDESPREAD EFFECTS 

Every business has customary lines of discount and credit. 
These cannot be neglected without creating trouble at a 
time when credit is weak and cash at a premium. There
fore care must be taken that in normal times there shall exist 
a margin of current assets over current liabilities big enough 
to absorb the force of any sudden contraction, because con
traction is accompanied by a scarcity of new credits, and as 
the word itself signifies, an attempt to reduce old credits. 
There are always some enterprises just on the ragged edge 
of solvency and if under stress they cannot secure help they 
fail. The more of such failures there are, the more liable 
are stronger concerns to be carried down. No enterprise can 
perish without leaving a series of consequences tha_t, like 
circles in water produced by a falling stone, diminish in 
intensity as they flow outward, but affect a continually in
creasing number of other organizations. The failures of 
weak concerns are cumulative in effect and have two possible 
results; either their effects are neutralized through the 
absorption of their losses in the surpluses of strong com
panies or else the strong ones are also destroyed or weakened 
so much that a long period of liquidation follows and then 
reconstruction must be carried out on a more conservative 
basis. 

We must provide business shock absorbers in the form of 
reservations and margins. These raise a corporation above 
the dead level of existence. To the extent that we do this we 
place ourselves in a strategic position and accomplish most 
through the least sacrifice. Honest statesmanship some
times prevents war at small cost. Conservative accounting 
procedure may conceivably prevent panics and depressions 
and will at least diminish their severity. The spread of 
sound accounting practice has a beneficial effect which is 
cumulative in nature. Not only are those newly converted 
to its use directly benefited, but others as well, because 
common losses are reduced. Correct accounting practice is 
a real factor in lasting prosperity. 

The diseases of the business world resemble those which 
attack the living organisms. It has been said that the dif
ference between a man and a clock is that when the clock 
runs down it stops, but a man keeps going after he runs 
clown. We are sometimes compelled to keep going when the 
logical thing to do it to stop, take stock of affairs, :find the 

trouble and apply a specific remedy. But we need not shut 
off the power and stop the machinery if we act promptly, 
any more than a man needs ordinarily to enter a sanatorium 
if he looks diligently to his health before he loses it. A 
man is overworked when the vital forces are consumed faster 
than they are replenished. The same is true of a corpora
tion-it cannot undergo continuous drain on its reserve 
forces without damage to itself. 

The steps necessary to meet business depression are those 
which constitute conservative policy. We will all agree 
that those measures which can be taken as preventives are 
better than makeshift cures instituted at the last moment. 
A system of accounts has a purpose as well as a detailed 
procedure. Corporations are usually organized for an in
definite period of existence and the accountant should shape 
his policy to meet the demands of tomorrow. He cannot 
do this unless he recognizes the true character of :fixed 
assets and how they :fit into and form part of invested 
capital. r.I.'he plan of "service at cost," already adopted in 
several large cities, emphasizes the necessity of determining 
what the elements of cost are. L. R. Nash, of Stone & 
Webster, and others have shown that service is not "at 
cost" unless in cost there is included an adequate charge 
to cover the use of :fixed assets as well as to provide for 
current expense. 

It has been and still is the belief on the part of many 
that all that can be accomplished by the measures that I 
have been considering can be equally well accompli shed 
through a general surplus account to which there is carried 
each year part or all of the annual pro:fi t. Certainly there 
can be no objection to a surplus account, but we must keep 
distinctly in mind that no real surplus ever exists so long as 
invested capital expired is not returned, through the rates. 
The surplus account, when properly used, is distinctly an 
excess account into which undistributed profits are col
lected. 

Ordinarily there is nothing to prevent the distribution 
as dividends of the entire surplus, because it is in no 
way related to the problem of preservation of investments. 
Many so-called surpluses are in reality not surpluses at all, 
because all proper costs are not charged and the apparent 
profits exceed real profits by just the amount that the com
pany understates its cost of operation. A paper surplus is a 
delusion and tends to create a feeling of confidence not 
justified by the real condition of affairs. 

What I have said is based on the assumption that revenues 
are adequate. That they are not always so I am fully aware. 
How to make them so is a matter affected by factors quite 
irrelevant to the discussion in hand. I mention it here 
because I am not unsympathetic with the difficulties that 
usually have to be surmounted before effective things are 
accomplished. 
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Fare Collection 
• 
with Frequent 

Rates* ID 

Changes 

E xperience in Denver Sho ws T hat There I s L ittle Co mplication 
W hen Fares Are Changed I f JJietal Tokens Are Used- Sirnplification 
of Collect ion Devices I s N ecessary to Relieve the Conductor of 
JJiany of the E xtra Duties Incident to Odd-fare Collection 

BY W. A. DOTY 
Auditor Denver (Col ) Tramway 

FARE eollection systems in this eountry may be divided 
into two general classes, the "eollect" system and 
" prepayment " system. 

The " collect" system is that in use where the eonductor 
passes back and forth through the ear, making the collec
tions from the passengers and registering the different 
classes of fares eollected. ri'hc registration may be a single
fare elassification or there may be two, three, or four elassi
fication of fares, such as cash, tickets, transfers, half-fares, 
etc. 

The objection to the eollect system is that the full revenue 
to the company is dependent upon the alertness of the eon
Juctor, fo r unless he actually solicits the fa re required from 
eaeh passenger there is no provision fo r the company to 
receive its revenue. Due to many causes beyond the eon
ductor's eontrol his attention is diverted from fare eollection 
and his company does not receive the revenue to which it is 
entit led. For this and other reasons the writer is not in 
favor of this method of fare collection and ,rill not consider 
it further in this paper. 

In the "prepayment" system the fare is eollected as the 
passenger enters· the car , the conductor actually receiving 
the fare and recording it on a register; or, passenger de
positing certain classes of fares, usually eash fares, in a 
fare box. ri1he conductor registers the fares as deposited in 
the box and receives transfers am1 paper tickets direct from 
the passenger. With few exceptions, notably Detroit and 
Cleveland, he also registers these as recei vec1. 

·when fa re boxes are med in the prepayment system, the 
fa re is deposited in the box by the passenger, thus affording 
the passenger an oppor tunity of depositing the corred 
amount of his fare upon boarding the car. This generally 
obviates the objection to the collect system based upon the 
necessity for the conductor to solicit the fare from each 
passenger. 

ri'he~e are types of fare box ,rhich are closed to the con
ductor, everything deposited in the box by the passenger 
r emaining in it until the Loxes are removed and sent to the 
treasurer 's office and the receipts for the day determined by 
the contents of the box. Such boxes are usually designed to 
receiYe paper tickets. Other fare boxes, known as'' register
ing fare boxes,'' are so constructed that the fa res deposited 
by the passengers are registered as they pass through the 
box and the coins are immediately available to the eonduetor 
for chancre and resale to subsequent passengers boarding the 
ear. Tl~ latter boxes are sometimes equipped so that in 
addition to registering the pennies, nickels and dimes, they 
will register metal tiekets. These boxes generally do not 
receive paper tickets. . 

The equipment used in Denver is of the registering type, 
registering pennies, niekels and dimes and two different 
metal t ickets. The fares deposited in the box by passengers 
are registered on an overhead register by the eonductor. 

* Abstract of paper presented at m eeting of AC'countants' Association, Atlantic 
City, N. J ., Oct. 9, 1919. 

In addition, the eonductor registers on this overhead register 
the t iekets and transfers whieh he reeeives. 

With the advent of the 6-cent fare in Denver the fare 
boxes were equipped to register two different metal tiekets 
in addition to the eustomary denominations of money. One 
is a large metal tieket for half fare, which is sold at 3 eents, 
while the other is a small metal tieket for adult fa re whieh 
is sold at 6 cents. These metal tiekets register through the 
fare box separately in quantities as distinguished from the 
registration of the money whieh is done in t erms of dollars 
and eents. · 

By this method of fare collection we have been enabled to 
collect practieally 100 per eent of our passenger revenue 
through the fare box. Prior to the installation of this 
system, a number of revenue tiekets were printed for 
different industries throughout the eity. The printing of 
these· paper tickets was some expense, and there was a con
siderably larger expense fo r handling and burning the 
tickets to prevent their reuse. Since these tickets were not 
deposited in the fare box, there was some loss through eare
less handling by the eonduetor. Under the old system there 
were colleeted and handled through the different depart
ments between 8,000 and 10,000 revenue tiekets per day. 
Under the present system these have been eliminated. The 
amount of revenue is now accounted for in the eash eollee
tions each day without increased labor. 

L ESS THAN $2,000 LOST IN RAI SING If.ARES 

When the Denver Tramway ehanged from a 6-eent fare 
to a 7-eent fare , whieh it did temporarily from Dee. 26, 1918, 
until Jan. 14, 1919, inclusive, it accepted the original 6-cent 
metal ticket for a 7-cent fare, effective with the date of the 
increase in fare. This resulted in a loss to the eompany of 
1 eent each on the metal tickets outstanding, a total of 
$1,894:. Of this amount, however, it was estimated that 
about $350 of the profit went to the trainmen beeause the 
company did not require them to turn in their working 
supply of tickets the day before the inercase in fare went 
into effect. Upon the reduction from a 7-cent fare to a 
6-eent fa re the same plan was followed, in other words, the 
eompany aeeepted the same metal ticket for a 6-cent fare 
that had been good for a 7-cent fare the previous day. Due 
notice of the ehange was gi,en the public when the fare was 
reduced from 7 eents to 6 cents and the working supply of 
tickets in the possession of the trainmen were redeemed so 
as to cause them no personal loss. The t iekets in the hands 
of the publie upon this occasion resulted in a profit to the 
company of $1,313. No complaint was heard and, generally 
speaking, the entire transaetion seemed to be satisfaetory to 
the traveling publie. The experienee of the eompany shows 
that when a fa re inerease is antieipated the publie will not 
invest in more tickets than would be su.ffieient for one 
week's ear fare. 

On an average 200,000 eash fares are eolleeted in Denver 
per day. From the date the 6-eent fare went into effeet, 
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Sept. 15, 1918, there were collected for the ten days follow
ing approximately 50 per cent of the fares through the 
medium of full fare metal tickets. In about fifty days more 
this percentage dropped off to about 40. On account of the 
frequent changes in rates which have resulted from politi
cal agitation and the consequent uncertainty as to what 
the fare might be, the percentage of cash fares collected 
through the medium of metal tickets was still further de
creased to about 33¼ per cent of the cash collections and 
this has continued to the present. At the time the company 
was collecting 50 per cent of its revenue thus, approxi
mately 170,000 adult metal tickets were outstanding in 
the hands of the public, not including those in the hands 
of the trainmen. Today, there are 160,000 metal t ickets in 
the hands of the public exclusive of those in the hands of 
the trainmen. It follows therefore, that a 1-cent increal3e 
in the fare would cause the company to write off a value of 
$1,600 in order to increase the value of the tickets. in the 
hands of the public to the new rate, and there would be a 
profit of the same amount upon a reduction in fare. 

PENDING COST-OF-SERVICE PLAN l\f AKES TOPIC 
IMPORTANT LOCALLY 

The cost-of-service franchise which will be voted upon in 
Denver on Oct. 22, provides that immediately upon its 
adoption the Board of Control shall prepare a sliding scale 
of fares. If the ordinance is adopted and a sliding scale 
of fares made effective as contemplated therein, it is ex
pected that the fare will increase or decrease at approxi
mately one-half cent intervals. The change of one-half 

/ cent then will be equal to one-half of the amount set out 
above or $800 as the difference in value of the outstanding 
metal tickets in the hands of the public when changing 
from one fare to another at one-half cent intervals. The 
practical result of all this is that in changing to the next 
higher schedule the company by accepting metal tickets at 
the old rate is postponing to the extent of about 7 per cent 
of one day's earnings the time before it realizes the full 
benefit of the increased fare. 

The company believes this to be the practical way to make 
these changes. To secure an adequate supply of metal 
tickets carrying a different value for the different schedules 
of fares will require an investment of at least $2,500 for 
each schedule. Of course there are other methods which 
might be followed, as for instance, having paper tickets 
printed for the different rates of fare. This would likewise 
require additional investment in tickets, additional clerical 
expense in handling them, together with other objections 

previously cited, all of which, in the writer's judgment, 
are sufficient to cause us to adhere to the metal t icket plan. 

Under cost-of-service there should be close relationship 
between the utility and the public, and the public is inter
ested to a large extent and is in effect in partnership with the 
utility in making the plan a success. Under these condi
t ions and especially when adequate and full publicity is 
given the public, not only concerning the change in fares 
with special reference to metal t ickets, but upon other mat
ters concerning, service and features in which the public 
is vitally interested, little, if any, complaint will be 
experienced. 

F ARE COLLECTION DEVICES NEED SIMPLIFYING 
There is a problem confronting the electric railways in 

t he matter of fare collection greater than many of us 
apparently realize, particularly with respeet to the duties 
imposed upon the conductor. A typical nine-hour run 
requires more than 3,200 separate operations of the con
ductor, in addition to his preliminary work upon taking the 
car and the closing work necessary upon leaving the car, 
such as calculating register differences, wages, turning in 
trip sheets and cash, etc. This is nearly 400 operations per 
hour. 

The largest element of expense entering into the oper
ation of the electric railway is labor. A long step towards 
the saving of labor is no doubt represented in the safety 
car. H owever, with the safety car the time which the 
operator has to devote to the collection of fares must neces
sarily be a great deal less than that now devoted by the 
conductor under two-man operation. One of the pr ime 
needs of the industry is for increased production per indi
vidual operator . This cannot be met by longer hours be
cause the tendency is, and no doubt will continue, for labor 
to demand and receive shorter hours. The solution then, 
must be sought in some improvement of t he mechanical 
appliances for the collection and registrat ion of fares, in
cluding also the issuance of transfers. 

The time has arrived when substantial sums spent in 
developing and perfect ing mechanical appliances will be 
justified if the result will meet the demands of the account
ing officers of the utilities and at the same t ime eliminate 
most of the 3,200 motions now demanded of conductors. 
Substantial progress in this direction has been made, but 
some one machine should be developed which will meet 
most of our present requirements almost automatically, 
or at least with a minimum of effort on the part of the 
car operator. 
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Metal Tickets as a Substitute 
for Multiple Coins 

Ten Advantages, for B oth the Car Rider and for the 
Operating Company, Are Listed in Favor of the 

J.l f etal Ticket 

BY J. F. :McLAUGHLIN 
Engineer Houston (Tex.) Electric Company 

I AGREE heartily with the views of the committee on the 
collection and registration of f~r_es that the_us~ of tickets 
is desirable under many cond1bons, and rn its prefer

ence for meta l tickets. There is no doubt that where re
duced rate fares are in effect the greater portion of the 
re~eipts of the company will be from ticket sales. In cases 
where the ticket fare and the cash fare are the same, the 
general tendency of the public is to pay the cash fare, and 
they will, in a great many cases have to be enlightened as 
to the desirability of using metal tickets. It is my belief, 
however, that the advantages from the use of metal tickets, 
both to the street car patron and the company, are such as to 
warrant a liberal use under all conditions, provided: 

1. That they are sold only at company's offices, stations, 
and outside agencies, and no sales are made on cars; 

2. That all fares are placed by the passenger in an ap
proved registering collection device ; 

3. That the metal ticket is made of good material and 
difficult to counterfeit. 

ADVANTAGES OF METAL TICKETS 

As for the advantages accruing from the use of the metal 
ticket, it is my contention that its usefulness and value are 
greatest in taking care of rates of fare where an increase 
or decrease involving fractions of a cent are desired in an 
effort to arrive at an equitable rate of fare. In this con
nection, it frequently happens that the public mind, opposed 
to any increase in rate of fare, particularly one as large 
as a cent or over, would be willing to grant some relief 
through the means of a ½ cent or ¾ cent increase. '11 his 
would also anticipate situations where a fraction of a cent 
increase in fare would giYe a company the necessary addi
tional income; or where it was desire<l to work out a fair 
rate on the basis of fraction of a cent increases made over 
a period of time, on the theory tlrn t such increases would 
not be appreciably felt or objected to on the part of the 
public, and the traffic losses acco_rdingly reduced to a 
minimum. 

Due to the financial difficulties of the industry, many 
agreements are being worked out by the communities and 
companies on a basis of service at cost. In these franchises 
rates of fare are often expressed in fractfons of a cent and 
changes in fare are frequently made on the basis of a proper 

* Abstract of paper presented at meeting of Transportation & Traffic Association 
Atlantic City, N. J., Oct. 8, 1919. ' 

net income. The use of metal tickets permits charging 
fares involving fractions of a cent and the transfer from 
one fare schedule to another without change of coin. In 
this connection it is advisable, on the day before reduced 
fares go into effect, to redeem, if the patron so desires, all 
outstanding coins at the high rate; and in case of increase 
of fa res, to prevent the buying up of a large number of 
coins, by limiting sales made after notice of increase in 
fa re is posted. It may be found desirable, in case of an 
increase in fa re, to use a coin of different design. 

The following is a brief list of some of the other advan
tages which can be realized from the use of metal tickets, 
whether or not operation is under a service-at-cost plan: 

1. The amount of cash handled by conductors and oper
ators is reduced to a minimum, and there is accordingly 
less chance for dishonesty. 

2. The company receives a large portion of its receipts 
prior to the time that the service is rendered to the cus
tomer, which is desirable from a financial and merchandis
ing standpoint. 

3. Their use tends to decrease congestion in loading of 
cars by eliminating the necessity of making change, which 
(a) adds to the convenience of and tends to eliminate irri
tation of passengers; (b) decreases length of stop and 
fosters higher schedule speed; ( c) permits conductors and 
operators to give more attention to the prevention of 
accidents. 

4. The use of metal tickets tends to foster more riding, 
on the same theory that more money is spent by an indi
vidual purchasing on a charge account than if cash is paid 
for each purchase. 

5. The use of metal tickets tends to make the patron 
forget that he is paying an increased fare, and the psycho
logical effect on the car rider is therefore much better than 
if he is constantly reminded of the increase in fares by the 
use of multiple coins. 

6. The use of one coin is preferable to two or more as it 
enables the conductor or operator to see plainly just what 
has fa llen on the inspection plat e of the fare box, which is 
especially desirable at points of heavy traffic where there is 
considerable likelihood of a passenger attempting to pass 
in without paying. Or, as frequently happens, he may drop 
a coin of smaller denomination into the fare box and then 
contend both coins were dropped and full fare was paid. 
In eliminating this cause of possible friction between the 
conductor and car rider, the metal ticket is most valuable. 

7. Any fare value may be placed on a metal ticket. 
8. The advantages from use of t ickets increase as the 

number of units in the rate of fare increase. 
9. The use of metal tickets does not involve any more 

detail work for the accounting department than that neces
sary to handle multiple coin fares. 

10. Metal tickets can be sold at the company's office, 
stations or outside agencies without commission in rolls 
or envelopes of ten or other multiple, and recognized as a 
medium of exchange throughout the city or town. 
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American Association Proceedings 
Service-at-Gast Franchises, Valuation, Zone System ancl Economics of Electric 
Railway Operation Were Princi11al Topics at Atlantic Oity llfeeting-Committee 
of One Hunclrecl lVas Co nirnended Also and Relations with lllanufacturers 
Were Adjusted to th e Satisfaction of All-President Pardee Was He-elected 

PRESIDENT PARDEE called the first meeting of the 
American Association to order on Tuesday morning 
at 10 a. m. in the Greek Temple. After reading his 

presidential address, which appears on another page, he 
called upon Secretary Burritt to read the report of the 
executive committee. 

Report of the Executive Committee 
The report of the executive committee prepared by ~ec

retary Burritt is to be printed in the annual proceedings. 
This report covered in detail the activities of the association 
from the close of the 1916 convention and in itself was 
very complete. Among the many activities mentioned i.n 
the report were the opening of the association's offices in 
Washington and the work performed there during the war, 
and since, the appointment of the Committee of One Hun
dred to present the railways' case before the Federal Elec
tric Railways Commission. Mention was also made of 
plans for the enlargement of the scope of the association's 
information bureau and the placing of an expert transpor
tation engineer in charge. This change, it was hoped, 
would bring forth better results in the future to the com
pany members who are seeking information on many and 
varied subjects. The report also contains the usual statis
tics regarding the memberships taken out during the cur
rent period, together with the estimated budgets -of revenues 
and expenses for the three fiscal years covered by the report. 

Report o f the Secretary-Treasurer 
The secretary-treasurer then gave an extended report of 

the activities of the association during the past year in his 
annual report. He said that since the War Board ceased its 
activities, the Washington office had been continued under 
the direction of W. V. Hill, who has represented the asso
ciation in matters requiring attention before Congress 
and bureaus of the federal government. The mid-year 
meeting on March 4, 1919, was mentioned. The work of 
the Committee of One Hundred was described, and statis
tics were given of the number of contributed articles and 
questions and answers which had appeared in Aera during 
the past year. A considerable section of the report was 
given to the work of the Bureau of .Information, and a 
number of its principal activities were mentioned. These 
included special researches, of which forty-three were con
ducted during the past year, the answering of special in
quiries and the publication of bulletins on topics of electric 
railway interest. One of the most active matters with 
which the bureau has had to do has been to keep pace with 
the rapid changes in the rates of fare. The bureau has 
issued twelve ~ulletins during the year giving the fare situa
tion in cities where increases have been granted. It has 
also issued six bulletins on wages during the year and has 
maintained a complete file of working agreements and wage 
contracts. It has also made a special drive to secure the 
complete :financial returns from all electric railway com
panies, and an average of 143 companies have been report
ing this year compared with eighty-seven last year. 'l'he 
largest individual undertaking handled by the bureau dur
ing the past year, however, was the preparation of evidence 
used before the Federal E lectric Railways Commission. 

'l'o do this in the allotted time it was necessary to rein
force the association's statistical staff by statisticians and 
other clerical assistants loaned from local member com
panies. The principal use of the information thus collected 
was the preparation of twenty-five large charts, showin()' in 
graphic form the present and former condition of the clec
tric railways, and the tabulation of this information in 
statistical form. The bureau also assisted in compiling 
information required in the rai lway mail pay investigation. 

l NCOl\ lE STATEMENT: TEN MONTHS ENDING AUG. 31, 1919 

Admission fees: 
REVENUES 

~:~;?cti~;:a;~::.;ip~~i~; . : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : 

Total .................................•...•....................... 
llfiscellaneous income: 

~~!:~::! ~~ tit~:l~e~;; ·:::::::::::::::::::::::::::::::::::::::::::: 
Sale of year books and proceedings ................................ . 
Sale of engineering manuals and binders .......................... . 
Sale of " Cost of Urban Transportation Service " ................ . 
Sale of bibliography on valuation ................................ .. 
Sale of miscellaneous pamphlets ..•..•.............................. 
Sale of convention exhibit spaee ................................... . 
Sale of dinner tiekets ............................................. . 

Total ..................................•..............•........... 
.A.era: .. 

Advertisrng .......................................................• 
Subscriptions-Railway eompanies ................................. . 
Subscriptions-Manufacturing companies .......................... . 
Subseriptions-lndividuals ......................................... . 
Subscriptions-Company section members ......................... . 
Paid subscriptions ................................................. . 
Sale of extra copies .......•........................................ 
Sale of binders .............•......•................................ 

$190.00 
470.00 

$51,432.50 

$299.51 
134.79 
159.73 

70.4.5 
31.50 

5.00 
1.51. 41 

19,448.55 
7,495.00 

$27,795.94 

$12,134..51 
3,353.00 
1,421.00 

896.00 
2,392.36 

159.17 
39.85 

3.50 

Total . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $20,399.39 
Total Revenues ...................................................•.. $100,287.83 

EXPENSES 
American Assoeiation ............................................... . ~52,330.49 

14.00 
1,438.85 

22,123.79 

Accountants' Association ............................................ . 
Claims Association .................................................. . 
Aera ............................ , ...................•... , ............ , 

Total Expenditures $75,907.13 

STATEMENT OF MEMBERSHIP 

Rail• !lfanu• 
Company Members way faeturing Total 

Member companies beginning the fiscal year, Nov. 1, 1918 . 319 161 480 
Reinstated member eompanies . . . . . . . . . . . . . . . . . . . . . . . . . . . . 12 11 23 
New member companies .. .. . .. . .. . .. .. . .. . .. .. .. . .. .. . .. . .. 19 ~6 65 

Total ...............•.................................... 350 218 568 
Resignations . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . • . . . . . . . . . . 8 2 10 

Net company membership ............................... 342 216 558 
Withdrawn- Now under United States Railway Adminis-

tration . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3 0 3 

Total, Aug. 31, 1919 ..................................... 345 216 561 

Individual Members 
Individual membership beginning the fiscal year, Nov. 

1, 1918 .. ......•......... , ... ......... , .... , , . . ........ . S.50 
Reinstated individual members .......................... . 1 
New individual members .................................. . 21 

Total ................................................... . 872 
Resignations and deaths since Nov. 1, 1918 .....•.•...... 10 

Net individual membership Aug. 13, 1919 .................. . 862 

Company Section Members 
Company section members beginning the fi scal year Nov. 

1, 1918 .............. , ...... .... ..... .. ................ . 1361 
New eompany section members .......... ....... .........•. 775 

Total ..... ........ ...............................•....... 2136 
Resignations and deaths since Nov. 1, 1918 ............•... 198 

Net eompany sect ion membership Aug. 31, 1919 .......... . 1938 
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The income statement and statement of membership for 
the ten months ended Aug. 31, 1919, appear on page 43. 

At this point the recommendation made by President 
Pardee in his address for the_ appointment of a committee 
of five to take up the consideration of increasing dues was 
acted upon and approved by the convention. The 
appointees on this committee were not announced at the 
first se:5sion. 

In the absence of Calvert Townley, chairman of the 
committee on electrolysis, the r eport of this eommittee 
was read by Secretary Burritt. It stated that the com
mittee had had no meetings during the war but had 
recently begun to take up more active work. It also com
mented briefly on the work which is being done in co-opera
tion with the Bureau of Standards, which had appointed 
a committee comprising all interests concerned, known 
as the American Committee on Electrolysis. The Ameri
can Electric Railway Assoeiation electrolysis committee is 
represented on the research sub-committee of this national 
electrolysis committee by P. W. Ripple. 

Company Sections and Individual 
Membership 

J\Iartin Schreiber then read the report of the committee 
on company sections and individual members, an abstract 
of which follows: 

In spite of the effect of the war and other unfaYorable con
ditions in the electric railway industry, the company sec
tions of the American Electric Hailway Association have 
helcl their own. 

Since the last report of the eommittee in 1916, the joint 
section of the Toledo Light & Railway Company was formed 
and now consists of approximately 1500 members and about 
900 of these are employees of the railway. 

If there was eYer a time when it was good business to push 
the company section work it certainly is right now. We 
liaYe been elamoring for publicity and proper public rela
tions. \Ye ha Ye admitted that some of the shortcomings of 
the industry have been due to a lack of publicity and educa
tion of the public. Now should it not be the most natural 
thing to liegin our education at home? How can one pos
sibly expect the public to knmr all about our business when 
many times our own men are not apprised of the facts. All 
of you haYe been acquainted with the statements from the 
patrons of your roads that certain things, like the operating 
details or policy, are not right and that your own employees 
agree with the patrons or are silent on the subject. 

'l'here is only one way to eliminate such a complaint and 
that is to educate the employees who hold the pulse of the 
public in their hands, so that the employee knows what is in 
the official mind as far as the policy of the company is con
cerned and what is required in other departments as well as 
his own. It does not matter how big the men are who are 
filling the upper positions, they cannot practically protect 
the company's interest with the people at large and it re
mains for the employee on the street, in the workshop and 
in the office to absorb some of the company's ideals as a 
preparation for answering publie criticism. 

This means that better-informed men must be produced 
for the subordinate positions. Are there any better ways to 
do it than by the company section? The report referred to 
the splendid work that is being done in Toledo. The fine 
. spirit of co-operation and genuine good-fellowship that is 
being realized there is to be commended. 

In the chairman's opinion one of the most important con
.siderations in handling employees today is that of getting 
real human beings to occupy supervisory jobs. There are 
many bosses in many industries in this country that are not 
fit to handle men and they wouldn't get results at any wage. 

Besides what the company section can do fo r the railway 
there is another important function in eonneetion with the 

association. Company sections mean more individual mem
bers. An association without a :flourishing, active member
ship eannot be very progressive. The individual members 
are what give the " pep " and the personality to the asso
ciation work. It is they who determine whether the associa
tion is going to stand still, or develop into a real, virile 
useful organizat ion. 

The committee wants to urge upon every official to help 
the eompany section movement. If you already have a see
tion just think what T oledo has done-increased its mem
bership 400 per cent in the last year. Toledo has almost 
one-half of all employees in the company section. If the 
other companies would do what Toledo is doing the Ameri
can Electric Railway Association could increase tremen
dously in power. The ELECTRIC RAILWAY JOURNAL has 
offered a beautiful silver cup for the sect ion that starts out 
with the largest number of members. At present that cup 
reposes in Providence. Don't let it get tarnished. Give the 
employees of your property a chance to see it some day. 

The eommittee report was signed by Martin Schreiber, 
chairman ; W. J . Flickinger, H. Friede, H. H . Norris and 
Charles L. Redfern . 

Prize for Best Company Section Paper 
President P ardee announced that Alexander J ackson, 

superintendent of time-tables, Publie Service Railway, had 
been awarded the medal for writing the best paper pre
sented before any company section. The title of Mr. Jack
son's paper was " Doing Your Bit." Mr. Par dee asked 
James H. J\IcGraw, one of the members of the commit tee on 
award of the medal, to make this presentation. 

I n his presentation remarks Mr. McGraw commented 
upon the great value of the work which is being done by 
the company sections. He emphasized the thought 
expressed in Mr. Schreiber's report that the company sec
tions offer . a splendid opportunity for the education of 
employees and for developing a spirit of loyalty and team 
work. H e expressed surprise that there are only twelve 
company sections and said there ought to be fifty; that 
there are only 2000 members and ought to be 50,000. 
" Service is the big word in this age," he said, " and it 
cannot be had without effieient management and loyal 
employees. J\Iany of the papers which have been presented 
had been of great interest to the committee and had evi
denced a knowledge which bespoke the splendid educational 
value of the company scetions." 

:\Ir. J ackson r esponded briefly by saying that he was 
proud to receive the award as a recognition of his endeavor 
to assist the industry in its time of stress. He lamented 
the lax methods which many employees follow in perform
ing their duties and pointed out that present conditions 
demand elosest attention and the utmost diligence. 

The meeting was then addressed by Job E. Hedges, 
receiver, New York Railways . After which the meeting 
Hdjourned. Mr. H edges' address appears elsewhere. 

Wednesday's Session 
The second session of the American Association convened 

on Wednesday morning in the Greek Temple with P resident 
Pardee presiding . 

Valuation 
In speaking of the report of the committee on valuation, 

which was the first order of business, P resident Pardee said 
that this was one of the most important matters before the 
association and spoke particularly of a publie serviee eom
missioner who had read all the commission decisions on 
valuations to date and who had said his mind was much con
fused as to the principles involved. 
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The report was read by George Weston. It was printed in 
full in the issue of this paper for Aug. 2, 1919, page 222. 

l\fr. Weston said prior to reading the report, that the 
text refers to the importance of valuation for rate-making 
purposes and also discusses the fundamentals considered 
necessary to build property values. 

P. J. Kealy, Kansas City, in commenting on the report 
said that it contained one or two radical steps, namely, that 
it considers only cost of reproduction new and allows no 
deductions for depreciation and secondly, that bond dis
count is not included in the value of the property. With 
reference to the first-the cost new less depreciated value 
was originally developed by the Wisconsin Railroad Com
mission and to the valuation thus determined was added 
"going value" to offset the amount of accrued depreciation 
deducted. This plan caused considerable confusion in at
tempting to show what was meant or included in "in
tangible values" ,with the result that street railway valua
tions including such items have been severely attacked. The 
Wisconsin Commission has now changed its principles and 
bases the return on the plan outlined in the report. The 
valuation in Buffalo followed the same principle and since 
the report of the committee has been published the Wash
ington and Missouri commissions have accepted this theory 
as their practice. With regard to financing, the committee 
believed that this concerned the owner only and that it 
was immaterial whether or not the stock was sold at par or 
at a discount, providing discounts were amortized out of 
earnings. He also expressed appreciation for the untiring 
efforts of Mr. Weston for his persistency in pushing the 
work of the committee to a conclusion. 

W. H. Sawyer, East St. Louis, said one particular phase 
of the report predominates as most commendable and con
structive, namely, "reproduction cost new as of date of in
ventory undepreciated" and claimed that this plan was 
right and fair and that the committee or the association 
could take no other attitude and urged the companies to 
use the committee report as a Bible and follow the plans as 
outlined. 

President Pardee announced membership on convention 
committees as follows: On the committee on resolutions, 
J. N. Shannahan, chairman; R. P. Stevens, L. E. Gould, 
B. F. Weadock and Edwin Gruhl. On the committee on 
nominations, John J. Stanley, chairman; J. R. Lovejoy, 
A. W. Brady, J. H. McGraw, L. S. Storrs, E. F. Wickwire 
and L. C. Bradley. On the committee on dues, P. J. Kealy, 
chairman; John G. Barry, Frank R. Coates. J. H. McGraw, 
C. L. S. Tingley, B. A. Hegeman, Jr., and W. H. Sawyer. 

President Pardee called to the attention of the convention 
the full page advertisements appearing yesterday in the 
larger newspapers in and around New York, Newark, Phila
delphia and Atlantic City, referring to the necessity of 
higher electric railway rates. He paid Mr. l\IcGraw a fine 
compliment for his far-sighted publicity. 

Federal Legislation 
The report of the committee on federal legislation was 

presented by C. L. Henry, an abstract of which follows: 
The sub-committee of the committee on national relations 

was appointed on June 28, 1919, to give attention to federal 
legislation affecting electric railways. Two meetings were 
held and in the interim W. V. Hill, manager of the 
Washington office, kept the committee fully informed as to 
all legislation affecting electric railways. 

At the July 26 meeting the proposed plans of the Short 
Line Railroad Association were reviewed and it was decided 
to defer definite action until the introduction of the bill 
being drafted by the sub-committee of the Senate interstate 
commerce committee. 'l'he committee disapproved the pro
posed plan of. the Short Line Association, of taking away 

powers now vested in state commissions and placing them 
with the I. C. C., taking the position that the business of the 
electric railways, being very largely of a local character, 
should remain subject to the jurisdiction of the local author
ities except as to interstate business. 

A number of bills were introduced in both Houses pro
posing varied plans for the return of the roads now under 
government control to their owners, etc., all tending toward 
vesting with the government enlarged powers of control 
through the Interstate Commerce Commission or other 
tribunals to be created. There is also what is known as the 
Plumb plan, which need not be commented upon, for it is: 
believed that Congress will not give it very much attention. 

The bills that are receiving serious attention are known 
as the Cummins bill (S. 2906) and the Esch-Pomerene bill 
(H. R. 4378, S. 1256). These bills involve electric rail
ways, particularly interurbans, engaged in interstate traffic. 

The committee, on S'ept. 22 considered these two bills 
and unanimously decided that electric railways should be 
eliminated entirely from the provisions of the Cummins 
bill, excepting the sections that amend certain provisions of 
the commerce act. Amendments were drafted, accordingly, 
and submitted, with a letter of explanation, to Hon. Albert 
B. Cummins, chairman of the Senate committee, on Sept. 
23. This letter reads in part as follows: 

It is apparent that the purpose of Senate bill 2906 is to return 
the roads now under federal control to their owners. Very 
few electric railways are now under such control, and substan
tially all other electric railways should be excluded from the 
general provi'sions of this bill. There are, however, a few 
electric roads now under federal control and some few others 
desiring to be under federal control. If this is found desirable, 
they could be considered and classed with steam railroads in 
any legislation enacted returning railroads to private owner
ship. In 'Such case a slight change in the amendments which 
we propose would be necessary. 

The distinction between steam and electric interurban roads 
is well known and is constantly r ecognized by the cour ts , 
Congress, and the several state legi·slatures in dealing with the 
transportation question. Upwards of 60 per cent of all electric 
railway mileage in the country is strictly city mileage, and not 
to exceed 5 per cent of the gross earnings of all electric rail
ways, city, suburban and interurban, is derived from interstate 
traffic. 

No one will contend that city electric railways are to be 
classed, for purposes of operation, with steam railroads. The 
interurban electric railways are, to a large extent, affected by 
their local surroundings; they must depend largely upon reve
nue earned from local communities served, and they are af
fected to a greater extent by the competition of motor vehicles
they must be considered by themselve·s. Any attempt to fix 
general rates of fare for all common carriers would result dis
astrously to this industry, for passenger fares and freight 
rates must be con·sidered with relation to the territory in 
which they operate. They are properly under the control of 
the Interstate Commerce Commission in all things relating to 
interstate business, but they should not be put under the 
various regulations and restrictions of the pending bill. 

To have the wages and working conditioll'i3 of electric railway 
employees under the jurisdiction of, and fixed by, a body that 
passes upon like questions for steam railroad employees can 
but be disastrous to the electric railway industry, for the 
action of such a body would be certain to be dominated by the 
ideas of steam railroad employees whose duties are very dis
similar to the electric railway employees, and would be likely 
to result in onerous burdens being placed upon the electric 
railways, possibly beyond the ability of the communities and 
companies to bear. 

To carry out the ideas expressed the committee pre
pared and presented proposed amendments to exclude all 
electric railways from all the provisions of the pending 
bill except such sections as simply amend the interstate 
commerce law. 

The Esch-Pomerene bill proposes to amend certain sec
tions of the Palmer act which very materially increases 
the powers of the Interstate Commerce Commission, vest
ing with that body many of the powers now under the 
jurisdiction of state commissions. Tt, by its terms, included 
electric railways, and particularly all those engaged in 
interstate traffic. 
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Charles E. Elmquist, president of the National Associa
tion of Railway and Utility Commissioners, appearing 
before the House committee, offered amendments to Sec
tion 2, of this bill to make it unnecessary for electric rail
ways to obtain from the I. C. C. a eerti:ficate of necessity 
for making extensions of lines and permits to abandon any 
portion of lines in operation; to Section 5, relating to pool
ing and consolidation of operation; to Seetion 17, requiring 
approval of the Interstate Commeree Commission of the 
issuance of securities. l\Ir. Elmquist took the position 
that authority to pass on questions of this nature should 
be left with the state commissions. The committee con
curred in the views t aken by Mr. Elmquist. 

Members of the committee also eonferred with Messrs. 
Esch and Sanders, of the House committee, leaving with 
them copies of the letters submitted to Senator Cummins, 
stating that these, reflected the views of the eommittee on 
any legislation pertaining to the general railroad problem 
involving electric railways. The committee was assured 
that its views would be given careful consideration by the 
eommittee before report ing out the bill. · 

Compensation for Carrying Mail 
rrhe report of the eommittee on eompensat ion for earry

ing United States mai l was read by L . I-I. Palmer in the 
absence of Chairman Curtis. An abstract of the report 
follows: 

For a number of years past the electric r ailway com
panies have been endeayoring to obtain increased com
pensation fo r handling- United States mail. As a result, 
partly of the representation made to the joint committee 
of which Senator Bourne was chairman, a law was passed 
in 1916 giving the I. C. C. the jurisdiction to establish 
rates of pay for the carriage of the United States mails. 

P romptly after the passage of the 1916 act, th e Inter
state Commerce Commission after t aking up the question 
of pay fo r steam railroads notified the electric railway 
companies that it would fix a date in the near future 
to take up thei r case in regard to mail pay, and on J une 9, 
191!:J, the commission commenced its hearings in Washing
ton before Attorney Examiner G. N. Brown. The P ost 
Of-li ce Department ,,,as representell by former Second Assis
tant Postmaster General Joseph Stewart. and the electric 
railway companies ,rere represented by S. S'. Ashbaugh of 
Washington, former counsel of the New H aven Railroad and 
for the Short Line Railroad Assoeiation in their mail pay 
litiga t ion . Mr. Ashbaugh was assisted by Speeial Engineer 
Welsh of the assoeiation and by eommittees of railway 
operator:-- seleeted by the association. F . W. Doolittle pre
pared the b~sis for the statistieal evidence and the theory 
upon whi eh the testimony was delivered. 

Since the eonelusion of the hearings on Aug. 4, 1919, 
the eommittee has prepared a brief fo r final presentation 
to the commission and also eonsidered an oral argument 
which will take plaee at a date to be set by the commission 
after the briefs are filed. :Much study has also been given to 
the formulation of rates fo r city and interurban service 
and for pouch and independent car service, although no 
conelusions as to the final rates have been reached. 

The eommittee prepared definitions for city and inter
urban serviee and submitted them to the association for 
approval with the idea that they may hereafter be con
sidered standard. These definitions are: 

1. Cit y service is defined to be that performed by cars oper
a ted solely within the limits of a municipality or from within 
the same, to adjacent suburbs at comparatively low speed. 
Such cars are usually operated without dispatching or signal 
systems. This ser vice is construed to include what is called 
"Suburban Service." 

2. Interurban service is defined to be that performed by cars 
operating between communities through rural di'i;tricts at 
higher speeds than city service and under rules and conditions 
approaching more nearly steam railroad practice. 

The Post Office Department, through Mr. Stewart, has 
asked for a conference, and a sub-committee eonsisting of 
Messrs. Curtis, Kealy, Tingley, Riddle and Palmer has 
been appointed to act with Mr. Ashbaugh at these 
eonferences. 

Inasmuch as the Post Office Department has been en
gaged so eontinuously in the preparation of the argument 
for presentation of its side of the steam railroad case, 
it has not been possible to hold this conference to date, and 
the committee recommended that it be continued in offiee 
for the ensuing year, in order to complete the work :µow in 
hand. 

While progress has been made, the committee stated it 
was impossible to render a final report, but felt eon:fident 
that results may reasonably be hoped for, as a result of the 
evidence introduced at the country-wide hearings. 

C. L. H enry referred to the report as a most efficient and 
accomplished work and called attention to the strength of 
the association organization in that these hearings were 
planned and held coincidently with the work of the Com
mittee of One Hundred. 

S. S. Ashbaugh said that counsel for the Post Office 
Department in the argument of the steam railroad ease 
before the I. C. C. had stated that side and terminal ser
vice was to be performed by the department, but as yet the 
exact date had not been set as to when this would take effect. 
Never, he said, did a case receive more loyal support than 
did the electric railway case and he urged the electric rail
ways at this time to refrain from taking advantage of the 
plan to eliminate side and terminal serviee, until the com
mission sets a date for the steam railroads,. and the asso
ciation's committee presents its case, which would be sub
mitted before the holidays. 

Arrangement as Regards Manufacturers 
Vice-President l\IcCulloch took the chair to enable 

Mr. Pardee to speak with regard to the proposed plans eon
eerning the manufacturers. He stated that the plan for 
an affiliated association had been abandoned and the pro
posed amendments to the constitution and by-laws amended 
so as to provide :five members on the executive committee 
of the parent association. Such members to be nominated 
as usual and eleeted at the convention. 

J. H. McGraw stated it was a very happy solution of the 
whole thing and personally believed that this was a red 
letter day in the history of the association. He urged that 
manufacturers be given a responsibility and said they 

· would respond if sueh responsibility was put upon them. 
H. C. Clark, chairman of the committee on changes in 

constitution and by-laws, read the report ~llowing manu
facturers representation in an affiliated association and two 
members in addition to the president on the executive com
mittee of the parent association. An amendment was offered 
by C. L. Henry so as to allow :five manufacturers to be on 
the executive committee of the American Association and 
do away with the proposed separate manufacturers' asso
ciation. The amendments as aJE.ended were approved 
unanimously. 

The amendments as passed were as follows: 
Sec. II. Par. (b). The president and vice-presidents shall be 

elected at the annual meeting of the association and shall 
hold office for one year or until their succes·sors are elected. 
All such elections shall be by ballot, and a majority of the 
votes of all the company members present shall be necessary 
to an election. The secretary and treasurer shall be appointed 
by the executive committee. The offices of secretary and treac;
urer may be held by one and the same person; and the work 
of the treasurer's office shall be performed in the secretary's 
office. 

Sec. VI. Par. (a). The entire charge and management of 
the affairs of the association shall be vested in an executive 
committee, which committee shall consic;t of the president, the 
vice-presidents, presidents of the affiliated associations, and five 
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others who shall be connected with member companies engaged 
in the business of manufacturing or selling material's for elec
tric railways. The past-pres idents of the American Electric 
Railway Association and its predecessors, the American Street 
and Interurban Railway Association and the American Street 
Ra ilway A'ssociation, shall be honorary members of the execu
tive committee, but without the power to vote. 

Sec. VI. Par. (b). The five members of the executive com• 
mittee r epresenting manufacturer member companies shall be 
elected at the annual meeting of the assoc iat ion. All such 
elections shall be by ballot and a majority of the votes of the 
company members present shall be necessary to an election. 

Engineering Standards 
F. R. Phillips then presented the report on standards of 

the Engineering Association which stated that the Engi
neering Association is conducting a campaign to promulgate 
a more universal use of its standards and recommended 
practices, and is mindful of the fact that it will be some
what difficult to arouse great interest in such prosy matters 
in view of the larger problems of finance and public rela
tions which now engross attention. Nevertheless, it should 
be borne in mind that whatever plan may be decided upon 
as a solution of the great problem now before the industry 
to be successful it must include the economical operation 
and maintenance of the physical property. To this end the 
Engineering Association proposes to devote its energy. 
Uniform practice and standardization of parts lends itself 
admirably to the accomplishment of such purposes. 

In the prosecution of this campaign the association is 
aware that standardization should not be carried to the 
point where it will in any way interfere with the progress 
and development of the art. Moreover, it is known that 
operating conditions and requirements in many respects 
are by no means identical throughout the country and any 
attempt to set up hard and fast rules of procedure and speci
fications to fit all conditions would be a waste of time and 
effort. 

However, the number of devices and the variety of mate
rials in common use among the railways is too large and the 
benefits which can accrue from the standardization of such 
items is great. The relationship between sensible stand
ardization and economy is so close that the t erms might be 
called synonymous. Standardization is necessary to the 
successful operation of the prime essential of low unit cost, 
known as "Quantity Production." It will effect a saving 
in operating costs through simplification of methods of 
handling materials in the storerooms ; it will materially 
reduce the amount of money invested in supplies; it will 
produce economies in maintenance by reducing the invest
ment in tools, patterns and machinery; it will accomplish 
a saving in overhead expense through a reduction in design 
and development charges in the engineering and mainte
nance departments ; it will aid in producing more prompt 
deliveries of materials and supplies for the r eason that 
manufacturers will be able to carry stock in anticipation of 
orders; it should be of immense benefit to manufacturers, 
since it will o_ffer a means of bridging the gaps and leveling 
the demand peaks permitting a more stabilized output. 

As an illustration of the efficacy of sensible standardiza
tion attention is called to the work of the l\Iaster Car 
Builders' Association and to the Institute of Electrical En
gineers. Imagine if you may the undesirable chaos that 
would follow a substitution of practices embodying the 
individual desires of operating officials for the wonderful 
compendium of standards found in steam railroad practice. 
Furthermore, consider the remarkable and most commend
able achievement of Automotive Engineers when in five 
clays the standard "Liberty" motor was designed, thereby 
accomplishing in one stroke what otherwise might have 
required years, the production of motors in sufficient quan
tity to meet the war requirements of the government. 

For fifteen years the Engineering Association has been 

engaged in standardization studies. When it is remem
bered that the electric railway industry has undergone 
rapid and radical development, its work deserves the 
unqualified support of our whole membership. What we 
seek is your co-operation and support. There has been put 
in your hands a pamphlet entitled " Why Use the Engineer
ing Association Standa.rds?" On the last pages you will 
find a list of our standards. Take the pamphlet home with 
you. Secure a Manual. Ask your department heads to 
come prepared to discuss the standards of the associat ion 
at our or your staff meetings. If in your opinion these 
standards do not properly meet your requirements tell us 
all about it, suggesting the remedy. · 

In the association booth at the outer end of the exhibit 
hall you will find a number of devices and materials kindly 
loaned to us by manufacturers which represent in some 
part the standardization work of the association. Con
structive criticism is solicited in order that we may more 
fully meet your needs and desires. The Engineering Asso
ciation is worthy of your attention. It needs your active 
support. 

Service-at-Cost Plans 
The next subject on the program was " Some Features 

of the Service-at-Cost P lan." Two papers were presented, 
one by Walter .A. Draper, Cincinnati 'l' raction Company, 
describing the situation in Cincinnati and the other by 
R. P. S'tevens, l\Iahoning & Shenango Railway & Light 
Company, Youngstown, Ohio, describing the conditions 
in that city. These papers appear in abstract elsewhere 
in this issue. It was announced that the paper on the same 
subject by J . E . Hutcheson of l\1ontreal and the report 
of the Committee of One Hundred w.ould be presented at 
the Thursday session. 

A. W. Brady, Anderson, Ind., at the request of President 
Pardee, then spoke about some of the results. obtained by 
the Committee of One Hundred. Mr. Brady said that he 
would not go into details of the work of the committee 
because that would be mentioned in the report, but those 
who have followed the case closely know that the position 
of the electri c railways had never before been put before 
the country as clearly as it had been in the testimony pre
sented. The trouble up to this t ime has been to get the 
public to realize what the real faul t is, and it is hoped 
that the result of the Washington hearings will be to prove 
that the troubles are not local but general, and that the 
public utilities should have living wages just as other 
industries have. H e spoke particularly of the debt of grati
tude which the industry owed to General Tripp, President 
Pardee and others, who had given their time to the prose
cution of this case. 

Thursday's Session 
The Thursday session of the American Association was 

called to order by President Pardee at 10 a. m. 

Zone Systems 
The first matter taken up was the report of the committee 

on zone systems, which was read by W. H . S'awyer, chairman 
of this committee. The large attendance and the marked 
attention that was given to this report howed the great 
interest that was being taken in the subject. An abstract 
of the report follows : 

In this report the committee assumed that gveryone ap
preciated that the net income of the average electric railway 
is now so inadequate as to constitute a menace to the future 
prosperity and the upbuilding of the resources of our 
country, as money enough is not available for the proper 
maintenance and continuance of past service, to say nothing 
of extensions, impro,'cments and betterments. 
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There is no one cure-all or panacea for our existing ills 
as the details of the solut ion will vary in different localities. 
It is the duty of the industry to :find the solution. 

I n general higher net revenue ean be secured only in one 
or more of three different ways: Operating economies; sub
stantial increase in revenue per passenger; substantial in
crease in number of passengers carried at a profit. 

As to operating economies, street railway executives, 
operators and manufacturers have, ever sinee the advent of 
electric railways, been continually at work to effect such 
economies, and only because these have been taken ad
vantage of that the electric railways for more than a genera
tion have continued to exist on a 5-cent fare. 

Present day illustrations of their efforts are the elimina
t ion of Rtops, the automatic sub-station, the light weight 
safety ear, and power saving devices. Many companies have 
been unable to take advantage of these eeonomy devices 
because their ext remely low net earnings have ruined their 
credit thus preventing the obtaining of the necessary fun ds 
to put these improvements and economies into effeet. 

Attention is also called to one of the most just, equitable 
and fair ways to reduce the cost o.f service namely the elimi
nation of paving costs and assessments. Operating expenses 
could also be reduced by elimination of all taxes, license 
fees, needless passes to city employees aud other antiquated 
and discriminatory fran chise requirements. 

Under the present conditions where the bare cost of ser
vice is actually the controll ing factor in either state regula
t ion or n11unicipal contract in :fixing fares, there is real 
just ification fo r eliminat ing all taxes on car lines just the 
same as is done for the patrons of municipal water works, 
highways, and other public improvements. 

As to " increased revenue per pas:c:enger," the natural 
assumption is that the normal, logical way to increase 
rcnmne per passenger is to inerease the flat rate fore to 6, 7, 
8, 9 or even 10 eents. A review of the experiences of com
panies with horizontal increases in fare,;;. demonstrates that 
there are positive limitations to the extent to which revenues 
can be increased by this method. lndecL,. in many cases the 
possibilities of larger revenues from further increases in 
fi at rates have been reaehed or at least elosely approached. 
The loss in traffic, due to discouraging short distanee riding 
may deprive the railway of a profitable class of business and 
raises the qucsti@ as to whether it is po2sible to "·ork out a 
practical system of fares ,d1ieh ,rill still presene an attrac
tive rate for short distance riding, and at the same t ime 
increase the revenues of the company to the necessary ex
tent. If the increased flat rate does not prove adequate in 
some localities, some other solution to increase revenues 
must be found. It is the duty of the members of this Asso
ciation to go out of the beaten path to investigate other 
methods, to suggest and work out details and to foree to 
attention new or other methods. 

As to "inereased number of passengers," this would 
naturall:y be assumed to include an investigat ion of zone 
system,s. A zone system propeTly applied may also increase 
the arerage reYenue per passenger and it is our belief that 
it ,rill tend to encourage r iding. 

l n diseussing zone systems of fare collection it is most 
necessary that the tern~s used be defined, in order to elimi-

- nate confusion and misunderstanding, due to inaccurate 
terminology. \Vith this thought in mind, the following 
funda mental definitions of terms as used in the body of this 
report are submitted : 

A zone system of fares is one in which the fare varies with 
the distance traveled, and might proper1y have been called a 
" dist ance svstem." 

A zone is· one of the relatively short subdivisions of more 
or less uniform lengih, into which a route is divided fo r the 
purpose of fare determination. 

Uniform rate zone system is one in which the fare is 

directly proportional to the number of zones traveled in or 
through, that is, one in whieh the fare per zone is the same 
in each zone, including the :first. 

Initial charge zone system is one in which the fare for 
the initial zone of any ride is greater than that for the 
succeeding zones. · 

Fixed minimum zone system is one in which a certain 
rate per zone is charged, with a definite :fixed minimum fare, 
which minimum disappears when the sum of the zone 
charges exceeds it . 

Central area zone system is one in which a flat fare or 
uniform charge, regardless of length of ride, within an 
established central area, is eombined with zone charges on 
routes which extend beyond such central area. 

The uniform rate zone system is a form which has been 
in use in England and other fo reign countries for many 
years, and has apparently encouraged short-haul riding and 
improved the service load factor. It is mK>st discriminatory 
in favor of the short-haul rider, because cost of serviee is 
not directly proportional to the distance traveled. 

In many loealities there is a distinet danger that the 
unifo rm rate zone system would result in lower gross and 
net revenue on account of the large percentage of passengers 
that may be carried below actual cost. One of the principal 
objectives of any zone system is that it encourages riding 
but great care must be taken that the short haul rider is not 
unduly or unfairly favored. It might be noted that in 
general the English tramways are municipally owned; dis
crimination is flagrantly practieed, and l he rate of fare 
and length of zone are very largely based on what the traffic 
will bear, rather than upon what is fair and equitable to all 
classes of passengers. Furthermore, this system involves 
the maximum of fare collection difficulties, although it 
should not be condemn ed on that account. 

It has been widely claimed that zone systems produee 
congestion of population . If this were true, congestion 
,rnuld be more highly developed in foreign cities using this 
form whereas in reality congestion is not found to any 
greater degree than in many of our flat rate Ameriean cities. 
The tendency, however., in European eities is towards a more 
even spreading of the occupied ter ritory, rather than to the 
uneconomical, haphazard and spot ted development so fre
quently found surrounding our cities ; it is probable that the 
zone system has something to do with this, thus changing 
the sociologieal argument to favor the zone system. 

The initial charge zone system definitely recognizes the 
principle of assessing " the cost of service " on each pas
senger including the " readiness-to-serve" cost. T he rate 
may be based on a definite allocation of costs, or it may be 
modified as dict ated by the presence of competition or other 
faetors . As it unquestionably costs more per unit of dis
tance to carry a short haul passenger, an equitable system 
of fares must recognize this fact. Competition or other 
factors might make it advisable to reduee or to increase the 
initial charge below or above the aetual cost and conversely 
change the zone rate but actual cost s should never be ignored 
in the consideration of the problem. The more nearly the 
initial charge represent s the actual cost, the nearer is the 
approach to the equitable rate. On the other hand the short 
haul rider usually is a convenience rider and the discrimina
t ion in his favor ·may be advisab1e in some plaees. Fare col
lection, in connection with the initial charge zone system, 
presents practically the same problems as with a unifo rm 
rate zone system.* 

T he :fixed minimum zone system has been used fo r years 
in fixing steam railroad passenger r ates, and has been com
monly followed by both interurban and suburban electric 
rai1ways . This basis provides fo r a certain rate per mile, 

* Earlier issues of the Daily announced the immediate inauguration of this 
svst em by the Connecticut Company, and the application of t he Public Service 
Railway for permission t o abandon a somewhat similar plan which has b een in 
operation for a few week s on its lines. 
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with a definite fixed minimum fare, which minimum dis
appears when it is exceeded by the mileage rate. In common 
with the uniform rate zone system the fixed minimum 
system is less equitable than the initial charge system,in that 
the " readiness to serve " cost is not equally included in the 
fare of each passenger, and practically disappears as a 
separate element in the rate. While ail fares under this 
~ystem do not approximate the cost of service as closely as 
under the initial charge sy~tem, they are more nearly equit
able to the several classes of passengers than under the 
uniform rate system. · 

Fare collection in connection with the fixed minimum 
system differs from that of the uniform rate and initial 
charge systems in that the fares collected from all passengers 
coming within the fixed minimum are the same, while under 
the other two systems such passengers would pay varying 
fares depending on the distance traveled. 

The central area zone system is essentially a compromise 
between a flat fare system and some other zone system. It 
retains the benefits of the simplified collection of the flat 
fare for a substantial proportion of the total number of 
passengers who take or complete their whole ride within 
the central area. 

The central area system has been used in several instances, 
because it had been felt that a zone system of fare collection 
for fares applicable to dense traffic conditions had not been 
satisfactorily developed. With the development of a better 
system of zone fare collection, one of the chief reasons for 
th€ central area zone system diminishes in importance. The 
central area system would probably be considered by the 
public as the least radical change from flat rate. Where 
this system is considered, particular care should be exercised 
that the central area is restricted so that it produces its 
share of the necessary revenue. 

There may be other applications of the above four forms 
of zone systems different from those described and several 
combinations of the above forms of zone systems might be 
made, but these four cover in general the principal practical 
applications. Any one of them means a radical change from 
the flat fare system prevalent in most American cities. All 
of them tend, if properly applied, to encourage the riding 
habit, but also tend to complexities in fare collection and 
registration. 

Oare should be taken that the lengths of the zones estab
lished in any of these systems are not so short as to involve 
excessive difficulties in fare collection or registration. The 
requirements of a successful scheme of fare collection are 
the same in connection with any zone system a,; with a flat 
fare system, but in addition, provision must be made against 
abuses by passengers in over-riding. To meet these require
ments, except where the traffie is light, it will probably be 
necessary to furnish each passenger with some sort of an 
identification check showing the zone in which he boarded 
the car, and to collect his fare as he leaves the car. To care 
for the details of this operation, several systems of fare 
collection are in progress of development at the present 
time. 

The greatest obstacle which has heretofore limited the 
application of a zone system to electric railway lines hand
ling heavy traffie has been the problem of fare collection. 
The limitations imposed by fare collection requirements 
must be for the present at least a factor of prime importance 
in applying zone systems to urban properties, and any zone 
system which does not give promise of adequately protecting 
the revenues, without unduly affecting the speed of opera
tion, should not be attempted. The developments in 
methods of collection and registering zone fares are de
pendent upon public co-operation, and the collaboration of 
operating officials and manufacturers of registers and other 
,mechanical collection devices. 

Your committee believes that the manufacturers ,rill find 
it to their advantage to give the most careful studv to the 
requirements which must be met and to the evol{;_tion or 
adaptation of their product to meet these requirements. 
In other words, we are stating that the zone fare collection 
and registration problem is not yet nor can it ever be solved 
as simply or satisfactorily as flat fare collection and registra
tion. Distinct definite progress has, however, been mude, 
and the problem to-day is not considered as serious as a few 
years ago. Wherever a zone system is applied which is 
reasonably satisfactory in other regards, we bcEeve that 
the problem of fare collection need not occasion its abandon
ment. The history of the art shows that where engineers 
and manufacturers have been given an opportunity to desi 1rn 
and apply a needed device in practical service, they have ge~
erally succeeded. From the manufacturer's standpoint the 
greatest obstacle to improvements in methods oi collection 
and registration of zone fares is that the operators have not 
as yet had sufficient experience to determine their require
m~nts. Experience thus far secured from zone systems in 
tlus country shows clearly the necessity for careful investi
gation and in each case the procurement of reasonably com
plete and accurate statistical records upon which to ouWne 
an equitable system and estimate the results thereuudcr. 

The public, municipal authorities, and members of recru-
-1atory bodies should realize that the zone system as applied 
to American urban conditions is still in the process of 
evolution. Even when the greate- care has been exercised 
in the investigation preliminary to the formulation of a 
zone plan some measure of uncertainty as to the result of 
the plan is bound to exist. Unnecessary changes should 
be avoided, because they are bound to affect traffic condi
tions and create some measure of public irritation. 'The 
wisest policy is for public authorities to give to the com
panies a large measure of liberty in trying out proposed 
plans. After a system becomes effective, the results can 
be much more accurately determined and such changes as 
are necessary to protect either the public or the companv 
can be made intelligently and without prejudice to the 
rights of any party in interest. If a liberal policy is pur
sued by the car rider and by regulatory bodies, and if the 
companies through the agency of this Association freclv 
place at the disposal of the industry the results of thei~ 
experience with zone systems, we are confident that the 
progress made in the solution of this great question, which is 
of such vital importance to all concerned, will be most 
helpful. 

The public in many instances will object to a zone system 
as its application does not eliminate the fact that at least 
some riders will have to pay a higher fare than under the 
traditional flat rate. In many instances an application for 
a zone system will cause objectors to appear in opposition, 
wit~ the usual _c?mplaint that while the company may be 
entitled to additional revenue, the zone system is not the 
way to secure this revenue, as it radically discriminates as 
compared with past flat fare practice. These excuses are 
not really valid objections to the application of the zone 
system in their particular locality. But are objections 
which may be raised and must be taken into account from 
a practical sta/ndpoint. · So long as a company can secure 
a net revenue which is a fair return and will invite necessary 
additional capital, the company should, of course be willing 
to serve the publie in the way it desires. The aim should be 
to please and satisfy all customers, or riders, but none of 
them can be really satisfied unless the necessary revenue to 
maintain and expand the service is received. 

Th~ co1:1mit~ee distinctl1 appreciates that a zone system, 
at tlus time, 1s not applicable to all communities and 
especially is this true in towns and smaller cities, but ;s yet 
sufficient experience is not at hand to justify the committee 
in setting definitely a minimum limit either in popula-
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t ion or length of haul where a zone system would not 
be applicable. 

Your committee on zone systems recommends that 
where a fl at rate of fa re is inadequate m ost serious thought 
and study should be given to the various zone ~ystems. It 
is the thought of this committee that where and when ~ny 
zone system is contemplated the fac t that the purchasmg 
power of the dollar has decreased sl10uld be fully taken into 
account to the end that the minimum charge per passenger 
be not set too low. In view of the great importance of the 
zone system to the industry and the probability of numerous 
important applications of such a system in the next few 
months, it is the judgment of your committee tha~ the Asso
eiation should continue to give careful study to this problem 
in order that the results which arc secured by various com
panies may be placed at the disposal of the industry. 

The report was signed by W. H. Sawyer, chairman, and 
L. S. Storrs, R. P. Stevens, Thomas Conway, Jr., A. S. 
Richey, L. H . Palmer, C. L. S'. Tingley, J. H. Hanna, J. F . 
H amilton. 

DISCUSSION ON ZONE S'YSTEl\18 
Following this report, Walter Jackson read a paper en

t itled " Zone Fares for City Railways." H e said that even 
as late as a year ago the idea of a zone fare for city railways 
was strange to American electric railway practice, with the 
exception of the 1\1ilwa-.:ee plan which had been instituted 
in 1914. In speaking of the complexity of the zone-fare 
system, 1\fr. Jackson said that no different ial fare system 
could possibly be as simple as one where every passenger 
tenders the same rate of far~ and gets no receipt of any kind. 
H e described the system that is in most common use in 
foreign countries and outlined the advantages of simplicity. 

The difficulty of fa re collect ion, Mr. J ackson said, was 
closely related to the matter of complexity. H e referred to 
the operation of the Glasgow Corporation Tramways, which 
were carrying the extraordinary number of twenty-five pas
sengers per car-mile on one of their lines and said that t~1e 
carryin a- of from fifteen to twenty passengers per car-nnle 
on English roads was not at all extraordinary. H e believed 
that the collection of a zone fare in America should be con
siderably easier than in England because our cars are 
arranged so that the passengers are all on one level, and 
our average cars seat fewer passengers. 

I n reaard to how such a system would be received by the 
public, Irr. J ackson thought that it would not be receiYed 
with disfavor, particularly if certain advantages to the 
traveling public were added at the t ime that such a system 
was introduced. H e said that the argument that the zone 
fare is responsible for congestion in foreign cities is an 
erroneous one. H ousing conditions in the older cities of 
Europe antedated the institution of their t ramways, and as 
a matter of fact under a sensible zone system the citizen 
pays less rent to counterbalance any higher rate of fare and 
there is no unearned increment for the land owners. In 
referring to the advantages of any correct zone _system, 
1\Ir. J ackson said that the advantages seem to outweigh any 
disadvantages or complexity and that such a system offers 
an opportunity of trying to secure· both maximum revenue 
and maximum usefulness. I n concluding l\Ir. Jackson said 
that -there are a great many other things that could be said 
about the subject, but he hoped that the two points given 
would sene as an incentive to further investigations. 

Following the paper by 1\Ir. Jackson, another was to have 
been read by Thomas N . 1\IcCarter , describing the Public 
Service Railway's zone system, but as 1\fr. McCarter was 
unable to be present this paper was not presented. 

A paper on the r elationship of items of cost under pre-war 
conditions and today as prepared by F. W. Doolit tle was 
read by Garret T . Seely, Metropolitan West Side Elevated 

Railroad. This paper is abstracted elsewhere in this issue. 
The next paper presented was that on" The Collecting of 

These Costs from the Traveling Public" by J. D. Mortimer, 
North American Company, and read by Edwin Gruhl of the 
same company. Mr. Mortimer's paper is also reproduced in 
this issue. Following this paper a letter was read by Bion J. 
Arnold, Elgin & Belvidere Electric Railway, stating that 
when his men went on strike, Mr. Arnold assumed operation 
of the car and ran it on schedule until the men came back 
to work without any change in condition. 

Committee of One Hundred 
The report of the Committee of On~ Hundred which _was 

to have been given on Tuesday by Chairman Guy E. Tripp, 
Westinghouse Electric & Manufacturing Company, was pre
sented by Joseph K. Choate, J. G. White Management 
Corporation. An abstract follows: . 

The report of the Committee of One Hundred fir~t cit~d 
the offer of President Pardee to the Federal Electne Rail
ways Commission to present in behalf_ of the association 
and the industry a complete case as it appeared to the 
executiYes and operators of the properties, then the prompt 
appointment of the Committ~e of One Hundred,_ then the 
appointment by the committee . of sub-comm~ttees on 
finance, information and service, presentation and 
recommendations. 

In comment ing on the work of these committees, Gen
eral Tripp said that the committee on finance had not only 
provided the funds necessary for the work but had been of 
material assistance in arousing the interest of railway eom
panies, the bankers and the manufacturers. Through the 
courtesy of the E lectric Bond & Share Company, the ser
vices of W. J. Griffen were placed at the disposal of this 
sub-committee. The crux of the entire case was, of course, 
in the hands of the committee on presentation, which, as a 
preliminary to its work, prepared an outline, publis?ed at 
the time in the ELECTRIC RAILWAY JOURNAL. This out
line was closely followed in the subsequent appearances be
fo re the commission. Bentley W. Warren acted as counsel, 
and to him was intrusted the actual presentation of the case 
to the commission. 1\fr. Warren was greatly assisted by 
Edward Gruhl of the North American Company and H. C. 
Clark of the association. The gathering of the statistical 
data, which were the most complete ever presented to a 
body in the United States, was possible because of the effi
ciency of the association's staff, and acknowledgments of 
indebtedness for assistance were made to Secretary Burritt; 
James W. Welsh; Stone & Webster; Ford, Bacon & 
Davis ; Connecticut Company ; Electric Bond & Share 
Company; J. G. White Company ; Henry L. Doherty & 
Company ; Hodenpyl, H ardy & Company; Republic En
gineers, Inc. ; Public Ser vice Railway, and to the witnesses 
who appeared to present the claims of the association. 

The work of the committee on information and service 
was to disseminate the information at the hearings. The 
information sent out was simply a summary of the testi
mony of witnesses, as much attention being given to those 
witnesses being called directly by the commission or di
rectly representing the public as to those called by the 
association. The success which attended the committee's 
work was due in a large measure to the generosity of B. G. 
Collier, who placed at the committee's disposal the services 
of Lambert St . Clare and Perry Arnold. The Associated 
Press carried from 600 to 2000 words daily in 700 papers, 
the United Press 400 to 800 words in 750 papers, the 
International News Service from 500 to 2500 in 300 papers, 
and a very. large number of special stories were sent out 
by the 300 special correspondents who made Washington 
their headquarters. Longer articles appeared in weekly 
papers. In addition the association published each day a 
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digest of the testimony at the preceding day's hearings, 
55,000 copies of this report being printed and mailed each 
day. This digest, which ran about 6500 words or so, was 
sent to all members of the association, non-member com
panies, mayors of all cities of more than 5000 population, 
members of public service commissions, city officials other 
than mayors, labor unions, members of the investment 
bankers' associations, governors of states, members of Con
gress and the President and his Cabinet, as well as to a 
number of individuals in this country and outside of the 
United States. When the commission was not in session, 
the digest was published twice weekly, amplifying the pro
ceedings before published. At the conclusion of the first 
three weeks of the hearings, thi committee published and 
distributed some 60,000 copies of a pamphlet containing a 
summary of the striking points in the testimony of each 
wituess. As a result of these efforts, editorial comment was 
carried by papers in practically all of the important cities 
of _the country, and a perusal of these editorials is striking 
ev1de~ce. of !he valu~ of the :work_ o_f the electric railway 
cornm1ss1on m educatmg public opm10n to the facts in the 
traction situation. 'I1he committee on information and ser
vice further extended its activities to include the prepara
tion of material for pamphlets and circulars to be issued 
by _the individual companies, and also the preparation of a 
senes of car posters and car cards which carried some o.f 
the most interesting facts brought out at the federal 
hearings. 

r_t'he c_ommittee on ~ecommendations has kept in close 
tou_ch w1~h all_ the testimony, has held several meetings at 
which ~~1s testimony was disc~ssed, and it exercised general 
superv1s10n over the preparation of a brief which will be 
submitted by counsel of the commission at the conclusion 
of the hearings. 

In conclusion the report said: 
"Your committee believes that the benefits derived and 

which will be derived from the work of the federal com
mission on electric railways are of extreme importance to 
the industry and will many times repay the efforts that have 
been expended by everyone concerned in connection there
with. 

"r_t'h_e publicity given to the situation has already had a 
b~meficial effect. The country has been brought to a realiza
tion of the fact that the traction problem is universal and 
applies to all parts of the country and that it involves cer
tain fundamental matters which cannot be solved by the 
companies alone and that the interest of the public in a 
proper solution is as great as that of the companies them
selves. The national aspect given to the situation has to a 
large extent eradicated from the public mind the belief that 
the condition of local companies is due entirely to local 
causes, and the way has been prepared for the correction of 
specific situations through this education of the public to 
the knowledge of general conditions. 

"The benefits of co-operation in public utility affairs 
and especially in the affairs of the electric railways has been 
illustrated by the success of the task undertaken by your 
Committee of One Hundred. We ~nnot too strongly urge 
a continuance of this co-operation. 

"We believe that in this time of stress, when the future 
of the industry is at stake, co-operative action is absolutely 
essential and that the machinery already erected by the 
American Electric Railway Association affords an oppor
tunity for further constructive efforts in behalf of the 
industry." 

COMMENTS ON THE REPORT 

In commenting on the report, F. R. Coates, Toledo Rail
ways & Light Company, said that the work of the Com
mittee of One Hundred must be continued. In the past, 
he said, the railway operators have been too apologetic, 
but they must now stand up for their rights. The Com-

mittee of One Hundred has done an excellent work, and 
Mr. Coates suggested that either the committee or the asso
ciation get out publicity material to the employees. He also 
urged that more effort be put forth to get every non-member 
company into the association. 

George E. Hamilton, Capital Traction Company, Wash
ington, said that there never was a time when dangers 
were more theatening and when the association should 
feel more confident due to its preparations. r_t'he Com
mittee of One Hundred has done a big work, said Mr. 
Hamilton, and has carried this to a degree of efficiency 
which foretells wonderful results. It is now realized that 
the public must be educated, whereas in the past the public 
has, in fact, been miseducated. The electric railways must 
have the support and confidence of the public and the 
publicity work of the Committee of One Hundred must be 
carried on. Mr. Hamilton said that there is already a 
perceptible change in the attitude of the public and he 
attributes this to the publicity work of this committee. 
The association, he said, has placed itself in a stronger 
position than ever before. Defeat is impossible and the 
dangers will surely be eliminated. 

An earnest tribute was paid to Philip Gadsden by H. G. 
Bradlee, Stone & Webster. He said that one of the first 
to recognize the national character of the electric railway 
problems was Mr. Gadsden, who for more than two years 
has devoted practically all of his time to this work. Mr. 
Gadsden was instrumental in the formation of the War 
Finance Corporation, worked with the War Labor Board, 
and the appointment of the Washington Commission was 
largely due to his efforts. "We owe Mr. Gadsden a great 
debt of gratitude," said Mr. ·Bradlee, "not only as street 
railway operators, but as public citizens." Referring to 
the Committee of One Hundred, he said that the work of 
organization, presentation and publicity has been wonderful. 

W. H. Sawyer, East St. Louis & Suburban Railway, 
said that it was a pleasure to stand up and have a chance 
to say a word in commendation of the work of the Com
mittee of One Hundred. The railway industry, he said, 
does not fully appreciate what this committee has done. 
Their work has proved indisputably what the national sit
uation is today. The importance of the work of the com
mittee cannot be overestimated, and this work, together 
with that which the association will do during the c~minrr 
year, will place the industry again on a stable foundation~ 

The paper on "Are These High Costs of Service Likely 
to Develop Permanent Competition?" by L. IL Palmer, 
United Railways & Electric Company, Baltimore, was pre
sented by the author. This was followed by an address by 
Brig.-Gen. George H. Harries, H. M. Byllesby & Company. 

General Harries said that he had recently read an article 
by a newspaper correspondent who had taken a trip around 
th~ f~ont, entitled" The Romance of War." In the speaker's 
op1mon the romance of the war was shown by the fine spirit 
of the American Expeditionary Force. It is recorded of the 
I sraelites that they were required to make brick without 
straw. The A. E. F. was not required to make brick, but if 
it had been and no straw was available it would have found 
250 substitutes for straw. He told the story of a stevedore 
at Brest who was sick but worked hard for nineteen and a 
half hours without rest to unload food from an arriving 
ship, and of a cook without assistants who worked con
tinuously for twenty-seven hours over a hot fire to provide 
food for 2200 men. 

Speaking of his personal experiences in Berlin, he said 
that if the armistice had not been declared so soon the 
Germans would have had a better knowledge of the fact 
that they were beaten. He was in Berlin in charge of the 
American interests there when the beaten Gennan army 
returned. The soldiers returned bearing banners and laurel 
wreaths anclwith hands playing" the Watch on the Rhine" 
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and other patriotic airs. I t was a time when any of them 
could "watch the Rhine" only vocally, unless he had the 
written permission of a commanding offieer of the Allies. 

During the early weeks of General H arries' stay in Berlin 
the American officers were gazed upon with curiosity. Then 
the outbreak began between the Spartacans and the govern
ment. The Germans seemed to exhibit a wish to govern 
themselves without knowing how to do so. Then followed 
two weeks of gunfire in the Berlin streets, but it was rather 
tame gunfire. G encral Harries told the story of a French 
officer who wished to cross the street during one of these 
fus ilades. H e wayed his hand when instantly the gunfire 
was halted and the of£cer crossed the street. Both Sparta
eans and government furnished "guards" for the protec
tion of the American headquarters, and at one t ime guards 
of both parnes were outside. The food conditions in Berlin 
at that time were not good. General H arries remarked that 
he had been obliged to live on other occasions on horse flesh. 
It was not bad, but he did not care for the sauce in which 
it was served in Germany. He also ventured the statement 
that there were more skin wrinkles in Germany in the 
square ineh than in any other c-ountry in the world, eaused 
when a waist measurement is rcduc-ed from 75 in. to 44 in. 
German methods may be good when applied to Germans, but 
they are certainly not good when applied to other nations. 
As an instanc-e he said that some time after being in Berlin 
he reeeived a letter from one of the govermnent officers sug
gesting that he wear civilian clothes on account of the 
feeling in Berlin against Americans. General Harries re
plied that he is not accustomed to have Germans tell him 
what clothes he should wear. 

Another instance mentioned by him was of a gathering of 
some 80,000 Germans one night on the" Untcr den Linden " 
shouting " Kill Americans," "Down with Wilson." No 
violenee was attempted, ho,ve,·cr. On another occasion 
there was a thoroughly organized demonstration of "Hate" 
before the American headquarters. Thousands of Germans 
marched by the headquarters in sections. Just after one sec
tion had passec1 it would stop. 'J'hen the paraclers would 
look toward the headquarters "·ith growling face and Freneh 
fits but uttering no sounds. Then the section would move 
on and the next seetion would repeat the, action. This 
lasted for some three hours. 

In General Harries' opinion it is the general policy in 
Germany now to foment industrial trouble in the countries 
with which Germany had recently been at war. In this way, 
Germany believes it can gain a marked industrial advantage 
and also reduce the severity of the peace terms. It is in close 
harmony with Lenine and Trotsky and is bent on the 
domination of Russia. 

General Harries said he should not talk about war to such 
a gathering, as utility operators are always at war. They 
seem to be between the "irresistible," in the form of in
ereasing operating expenses and the "immovable" in the 
form of rates. N evcrtheless, a defensive army is always a 
beaten army, and it is time the railways assumed the 
initiative and attacked. Inform::i..tion to the public is the 
weapon. Be sure, he said, that the employees are trained 
and ready, for they can do more damage than anybody else. 
Pot the sniper speakers and writers, send tanks after the 
machine gun men, hold the initiafo .. e and never let the other 

fellow get it. Shell them out with arguments that cannot . 
be stopped. Get the initiative and hold it. 

Reports on Dues and Resolutions 
The report of the committee on dues was then presented 

by P. J. Kealy, Kansas City Railways Company. Mr. Kealy 
said that it is evident that some rearrangement of dues is 
essential. The committee recommends that it be continued 
in order to report to the executive committee, and if the 
executive committee concurs, it can prepare such changes 
as necessary to present to the next mid-year meeting of 
the association. 

J. N. Shannahan, Newport News & Hampton Railway 
& Electric Company, presefltcd the report of the resolutions 
committee. These included a resolution urging upon the 
public the necessity for fa ir and unprejudiced consideration 
of the electric railway situat ion to insure the collection and 
distribution of accurate information, and protect both the 
public and the industry against fur ther damage by spread
ing of mis-information to the end that the necessary new 
capital may be obtained to provide the service demanded by 
the public. Further r esolutions extended the thanks of the 
association to the technical press, to the chairman and mem
bers of the various committees of the convention, to the 
president, secretary and officers of the association, and 
recorded the sorrow of the association at the loss of those 
members who had been claimed by death since the last meet
ing of the association. 

Election of Officers 
The report of the nominating committee was presented 

by James H . McGraw. Mr. McGraw said that in presenting 
the names of t he new officers, the committee had endeavored 
to take into account all conditions surrounding the industry 
and the fact that the greatest piece of work which has ever 
been done by any national public utility association has been 
accomplished during the past year. The year upon which 
the association is entering is the most critical in the history 
of the industry. The officers elected were. 

President, J ohn H . Pardee, Eastern Pennsylvania Rail
ways; first vice-president, Richard McCulloch, United Rail
ways, St. Louis; second vice-president, T . S. Williams, 
Brooklyn Rapid T ransit System; third vice-president, R. I. 
Todd, Indianapolis Tra~tion & Terminal Company ; fourth 
viee-president, Philip J. Kealy, Kansas City Railways; and 
as members of the executive committee the officers, past
presidents and J ohn G. Barry, General Electric Company; 
William S'. Bartholomew, Westinghouse Air Brake Com
pany; S. M. Curwen, the J. G. Brill Company; Thomas 
Finigan, American Brake Shoe & Foundry Company; B. A. 
Hegeman, Jr., National Railway Appliance Company. 

Following the election of officers, President P ardee said 
that he had strenuously opposed re-election, because he had 
for ten years stood for rotation of office. He said that he 
had been prevailed upon against his wishes, and that the 
success of the administration during the past two years 
had been made possible only by the co-operat ion of all its 
members. He thanked the convention and said that he feels 
sure all members will continue to co-operate in the same 
manner during the coming year. 
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Proceedings of the T. & T. 
Association 

Notable R eports Were Presented at Atlantic City Meeting, 
Covering Principles of Traffi,c Regulation, Agreements for 
Joint Uses of Tracks and Terminal Facilities, Collection 
and Registration of Fares, and One-Man Gar Operation-
8cifety-Gar Film Prepared Under Auspices of One-llf an Gar 
Committee and Four Manufacturers Was Exhibited-]! eet
ings Were Devoted to Discussion of Committee Reports

W. H. Gol'lins Was E lected President 

l-0,r,'-------------------------~e. 
W. H. COLLINS 
Pr es id cnt-El r,ct 

T HE tenth annual convention of the American Elec
tric Railway 'rransportation & 'l'raffic Association 
was called to order on Monday Oct. 6, 1919, at 3 p. m. 

with President Bradley in the chair. 
Secretary E. B. Burritt abstracted the annual report of 

the executive committee which covered the work of the 
association from the close of the 19] 6 convention. He 
called attention to the discontinuance of committee work 
due to the war and the new policy, followed this year, of 
having but one subject for consideration at each session. 
He also stated that the report of the convention would be 
printed in bulletin form and distributed to all members. 

Secretary Burritt then presented his report as secretary
treasurer. This report stated the subjects assigned to 
committees for investigation and report at the convention; 
the work performed at the association offices and com
mented on the decrease in expenses due to companies pay
ing the traveling expenses of committee members. The 
only expense now chargeable to the association was the cost 
of printing its reports and proceedings and minor expenses 
incurred at headquarters. Both reports were accepted as 
presented. 

President Bradley's Address 
President Bradley, in calling the session to order , stated: 

The Transportation & Traffic Association is twelve years 
old and meets today in its tenth annual convention. The 
conventions planned for the years 1917 and 1918 were 
abandoned because of the disturbed conditions produced by 
the World War. Hence the assemblage today is under con
ditions which represent almost a colossal change from those 
which obtained when, in Atlantic City on the evening of 
Oct. 12, 1916, the association adjourned its last convention. 

When the Transportation & Traffic Associat ion elected 
him president he promised there would be a good conven
tion. If that prediction falls short of accomplishment, it 
certainly will not be the fault of the men who have served 
on the executive committee. They have engaged most earn
estly in the work of preparation for the convention. They 
have attended meetings at great sacrifices of time which 
they could ill afford to spaTe with so many matters at home 
pressing for attention, and at great expense, when most 
rigid economy seemed everywhere essential. :Mr. Bradley 
also expressed warm appreciation of the energies and de
votion of the members of the special committees which have 

' studied and prepared reports on subjects to be presented for 
consideration. 

At former conventions it has largely been the rule to have 
presented for consideration a large number of subjects pre
pa red by standing • and special corn mi ttecs in addition to 
special papers on timely topics. This year a radi cal change 

has been made as but four subjects will be considered. The 
purpose of thus concentrating the efforts of the association 
is to _enable the convention thoroughly to discuss the reports, 
t~ digest them pr?perly and to obtain an interchange of 
views from all sections of the country. These subjects are: 
( 1) code of traffic principles; ( 2) one-man car operation; 
( 3) collection and registration of fares; ( 4) proper basis 
of compensation for use of city tracks. 

THE F UTURE OF THE I N DUSTRY 

The permanency of street railway transportation, in some 
fo_rm, is unquestionable. That, from time to time, the art 
will ~e developed to cope successfully with every reasonable 
and Just demand made upon it, is the confident belief of 
everyone who has studied existing conditions. In the train 
of a w~r 'Y'hich has disorganized, if it has not destroyed, 
economic order throughout the world, no doubt it is reason
able to expect many ideas and "isms," which are the out
growth and off-shoot of pre-war or post-war conditions in 
Europe, will find their way into this country. F rom those 
countries, where there has been oppression and autocratic 
rule, these ideas, strange and out of keeping with free 
American principles of government, will continue to come 
to us. Municipal ownership is one of them. But municipal 
ownership is un-American. It is contrary to every principl e 
of American government and has no place here. 

The industry will continue under private owner ship. 
The people will demand it upon a basis which will provide 
adequate ser vice and at the same t ime compensate the 
owners for the money, skin, initiatfre and labor required 
to produce that service. But the management of this great 
industry, upon which urban population is so largely de
pendent in the pursuit of its dai ly avocations, will require 
and will receive, even greater brains and energy in the 
future than has been devoted to it in the past. __ 

I repea t, the street railway business in America has 
fallen to the lowest ebb it has reached since it emerged 
from a disconnected chaos into a great nat ional indust ry, 
and this is in spite of the fact that the executives of street 
railways have waged a fight to save the industry from that 
di saster, threatened constantly during the last few years, 
which excites the admiration of every man connected with 
this business. To be associated with uch men fills one with 
a just pride. Their resourcefulne s, their ability, their 
rourage has been splendid. There is nothing in the annals 
_of modern business to compare with the magnificent fight 
they have made and are now making. And for the reason 
that their cause is right, that it is just, that it is American, 
it is bound to win. 

The saving of the street railway inclustry means not 
alone tli e sa lvage from threatened spolintion of billions nf 
money invested, but it means the preservation to the people 
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who use them constantly and essentially in the routine of 
their daily lives of the systems of urban transport~tion 
which have been evolved through the years of street railway 
operation. 

PROGRESS NECESSARY 

But there is more to the st reet railway business than its 
financial side. Important as that is, of scarcely less impor
tance is the duty devolving upon those into whose keeping 
is given the responsibility for i!s ~aily operation. qo
ordination of effort all along the lme 1s absolutely essential 
to the successful working out of the problems and diffi
culties which are everywhere present in the street railway 
industry. 

It is not sufficient to pursue those policies and methods 
which heretofore have been deemed adequate and sufficient. 
The industry is constantly confronted with new problems, 
and to meet and master them requires the best that is in all 
opera tin a officials ! Nothing less will suffice . The stress 
of these t imes demands not only effort, but an elastic mana
o-erial policy, not only willing to welcome advancement in 
the art, but capable and resourceful in evolving improve
ments in practice and betterment in equipment . 

New methods must be developed to meet the new rondi
tions and successfully to overcome the new ordeals. Better 
ways and means of accomplishing the plans laid out arf: 
certainly essential to the life and salvation of the street rail
way business, as it is known today, and it is squarely up to 
those directly charged with operating responsibilities,. to 
bring to bear upon the problems encountered all the gcnrns 
and all the power they can command. 

Efficiency, service and development should be the con
trollin o- trinity of all the operating men if they are to meas
ure up

0

to the example set along financial lines by the execu
tives. And if this is done, I unhesitatingly predict, with 
the utmost confidence in that judgment, a new era in street 
railway t ransportation. 
- The finished product of the street railway is senice. 
Demands for service arc constantly changing. New diffi
culties are constantly arising. New and strange require
mcn ts arc being made upon the management. To meet 
these it is essential that there be exerted not only herculean 
efforts, but an intell igence ]Jacked by a courage that knows 
no fear, to develop and adopt changes in method which will 
make possible the rendering of proper service. Improve
ment in operating 1ncthocls, and by this is meant detailed 
supervision of all parts of the companies' business is es
sential to reach the standard required by the new conditions 
,rith which the industry is now struggling. 

LffE Torres F OR SETTLEMENT 

Some parts of the business are being discussed at this 
comention by other affiliated associations. But within the 
category of the Transportation & Traffic Association sev
eral important phases of management should be brought to 
the at tention of the industry. 

1. Traffic R egula.tion. The committee on code of traffic 
principles will present to the convention a thorough and 
comprehensive study of this question. Street car service 
has aradually become the slowest of all paid means of t rans
port~tion. To this condition there are many contributing 
causes, but the dominant one is street congestion. This is 
due to the rapid and enormous increase in the use of automo
biles and the fast growth of American cities. A lack of 
uniform traffic laws and regulations, rigorously and impar
t ially enforced, tends to place an insuperable handicap upon 
street car schedules. 

2. Skip Stops. The skip-stop system, inaugurated dur
ing the war as a fuel-saving device, has demonstrated its 
value in increased speed in car schedules, time saving to 
the passenger and economy in operation. The efforts of the 

management of the industry throughout tb.e whole .country 
should be co-ordinated toward developing -th~- skip stop, 
which certainly should be retained upon every ·street railway 
system in America. , 

3. Sa.f ety Ca.rs. This subject will be. presented to the 
convention in complete form. The four elements most 
essential to adequate st reet car transportation are reliability, 
speed, comfort and safety. Any development in the art of 
transportation which does not embo'dy improvement in at 
least one of these clements is a step backward. The safety 
car combines not only one but all of ~hem, and the industry 
has not yet fully comprehended its indebtedness to 
C. 0. Birney whose skillful research and vision of future 
needs are embodied in its design. The possibilities of im
proved ser vice, increased revenues and economies in oper
ation which the safety car offers are so far-reaching that 
every electric railway official owes it both to the public and 
to the railway, which he serves, to become fully informed 
upon every phase of its design and operation. 

4. Collection a.nd Registmtion of Fares. The report of 
the committee on collection and registration of fares should 
receive wide and varied discussion. That, certainly, is one 
of the pressing problems of the day. It will be coupled with 
valuable data on fa re boxes and prepayment cars. 

5. Energy-Sa.ving Devices. The experience of those com
panies throughout the country which have been fo remost in 
the scientific and economical use of current, deserves careful 
study on the part of the industry. 

6. Tmffic Checks. There is nothing more necessary than 
a simple, complete and satisfactory system to record t raffic 
conditions. Correct information as to the traffic at all hours 
and upon all parts of a system, is a condition precedent to 
economical, adequate and proper service. Service is the 
finished product of the business . It is the friction point of 
contact with the patrons. A thorough knowledge of the ser
vice rendered and the demands for that service are abso
lutely necessary to proper operation. Assuming that the 
riding public is willing to pay a _fair charge for the service, 
without such checks and proper records how is it possible to 
know what is given, and if that service is adequate or is too 
much or too l(ttle? In all other departments of operation, 
in a well-regulated street car system, the management may 
have instant recourse to full information and accurate data. 
But seldom are the conditions of traffic, which service is 
designed to meet, so recorded as to be immediately available 
in determining the quantity and character of service best 
suited for the needs of those who use the street cars. 

7. Supervisory Force. One of the present weaknesses in 
street car transportation in this country is the lack of an 
intelligent and properly t rained supervisory force. Co
operation between municipalities and street railway com
panies in traffic regulation and other matters which interfere 
with reliable car schedules, will be of little avail unless the 
supervisory force is well trained and fully competent. The 
development of an efficient personnel is a constant and tre
mendous task; but· without it very little progress can be 
made toward improvement in the one thing the public is 
most interested in-Service. Other departments engaged 
in supervision of street railway operation, in practically 
every case, are in the hands of a highly trained and intelli
gen t personnel. Does the personnel of the supervisory force 
measure up to the standards of these departments? Cer
t ainly if efficient service is to be had the supervisory force 
must measure up to the highest possible standard. It is 
the direct point of contact with the public served, and ser- , 
vice is the thina in which the public is most vitally 
interested, Whether a street railway undertakes to furnish 
a 4 5, 6, or 10-cent service, it must be done with the same 
degree of efficiency and system as is employed in other 
phases of operation. The determination of the character 
and quantity of this service may not safely be delegated to 
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those without authority and who are not fully advised as 
to the company's financial status and all other problems 
affecting public relations. 

8. Employees' Welfare W orlc. Attention is called to the 
importance of this work along lines ealculated to make ser
vice of employees as nearly 100 per eent efficient as eir
eumstances will permit. Different companies have varying 
methods of accomplishing this end. It is, however, recom
mended that the incoming executive committee consider 
this subject as one for presentation at the next convention. 

9. Accidents. I understand the Claims Association is 
presenting to its convention information about every phase 
of the accident situation. Very little progress can be made 
by that association without the fullest co-operation on the 
part of the Transportation & Traffic Association. The 
rapid increase in automobile and vehicular traffic on city 
streets is creating a situation which threatens to become 
very nearly as serious as the lack of adequate revenue. The 
passage and enforcement of adequate laws regulating traffic 
is absolutely vital. The subject of accidents is an integral 
part of the special report of the committee on code of traffi"c 
principles which is being presented to the convention. 

In closing President Bradley urged the importance of 
full and frank discussion on the floor of the convention, of 
all of the problems eonfronting the industry, for without 
such an interchange of ideas the convention would fail to 
accomplish its broadest and most important purpose. 

Upon the eompletion of his address, President Bradley 
mentioned the appointment of the two usual eonvention 
committees and prior to the close of the session announced 
the following: As members of the eommittee on resolutions, 
H. B. Potter, Boston Elevated Railway; Arthur Gaboury, 
Montreal Tramways, and R. T. S'ullivan, Mahoning & She
nango Railway & Light Company ; and as members of the 
eommittee on nominations, L. H. Palmer, United Railways 
& Electric Company of Baltimore_; Richard Meriwether, 
Dallas Railway, and J. N. Shannahan, Newport News & 
Hampton Railway, Gas & Electric Company. 

Code of Traffic Principles 
The next subject on the program was the report of the 

eommittee on a code of traffic principles, which was pre
sented by H. B. Flowers,* chairman. The reading of the 
report was followed by an extended discussion. 

In this report the committee endeavored to carry out the 
eommission of the executive committee that there should be 
formulated a code of traffic principles which, bearing the 
indorsement of the association, can be used by companies 
to secure the co-operation of the public and municipal 
authorities, in the adoption and enforcement of such 
equitable rates and regulations governing vehicular traffic 
and the operation of street cars as will best serve the public 
interest. The attention of the committee was also directed 
by the executive committee to the study of traffic r egulations 
presented in 1916. 

In it-, report the committee stated that, having no prece
dents to follow, it had carefully studied the various traffic 
ordinances, and rul_es and regulations in effect in various 
eities and states. The result was the discovery of a lack of 
uniformity and of intelligent effort in most cases to draw 
up ordinances that were of real benefit to the t raction eom
panies . The rights of the street railways were not recog
ni zed, and the importance of regulations on streets on which 
there are car tracks has not as yet been shown. However, 
there has been some effort in some communities to improve 
conditions by enacting traffic ordinances which in a meas-
ure d0 recognize these rights. ' 

r.rhe committee prefaced its report with a gencra:l histori
eal statement and outline of fundamental principles, lead-

* An earlier issue of the Daily announced Mr. Flowers' a ppointment to the 
general managership of ihe United Railways & Electric Company, Baltimore, Md. 

ing up to a tabular statement of these, preceding the an
nouncement of the proposed code itself. The principal 
points made were the following: 

Community growth and prosperity depend so largely 
upon transportation that regulation of street traffic has 
long been one of the most important governmental func
tions. At the same time traffic congestion and other con
ditions have made street railway transportation the slowest 
of all paid means of travel. 

Misdirection of public opinion, which has proved so costly 
to the street railway company generally, has nowhere been 
felt more severely than in traffic regulation. Speed limi• 
tations, frequency of stops, promiscuous parking of ve
hicles, lack of standardized signals or rules of the road, are 
daily creating in every community where street railways 
run a eongestion of traffic, costing the electric railways 
untold sums. The people who must meet this cost through 
their carfares should be brought to realize that it is a need
less and wasteful cost. 

Many of the larger cities in framing their traffic codes 
or regulations are now expediting the operation of street 
cars in many ways. A study of these codes shows a uniform 
attempt to keep the car t racks open for street cars; to in
sure safety of passengers while boarding or alighting, and 
to facilitate in many small ways the safe and regular 
operation of cars. It ought not to be difficult for the indus
try to show officials charged with the making of traffic 
regulations that further regulations equally favorable to 
the operation of street cars would work further benefits 
to the public at large. 

Cities whicl1 have recognized the necessity of keeping 
vehicles off the car tracks, and of providing for safety of 
car riders should be asked to recognize still further the 
dominant right of the street car in the streets and the neces
sity of providing for the public convenience as well as for 
the public safety. No one class is entitled to the exclusive 
use of any streets, nor should there be discrimination against 
any user of any street , save as the needs of other users make 
such discrimination in the public interest. Street cars carry 
the bulk of passenger traffic. That fact should be recog
nized in all regulations affecting traffic in which street 
cars are a part. 

Analyzing the traffic situation of communities generally, 
the committee sifted out what it considered the funda
mentals for a successful code of traffic principles, and devel
oping and applying these proposed a code as follows: 

1. The growth and prosperity of any community is de
pendent on its means of transpo1·tation and communication 
with other eommunities. 

2. From an economic standpoint, the greatest utilization 
of highways as a means of intercommunication is essen
tial. 

3. Highways are primarily for the use of the public; first 
for vehicles of all classes, moving and standing; second, 
for pedestrians. 

The rights of each must be clearly defined, and must be 
respected by the other and to obtain the fullest use of the 
highway, the closest co-operation between the general pub
lic, the electric railways and the civic authorities is abso
lutely necessary. Municipal or state governments, auto
mobile associations, civic or trade bodies and cartage com
panies are equally interested with electric railways in pro
moting safe and quick passage through city streets, and a 
successful traffic ordinance can be efficacious only as it has 
the co-operation of all. 

4. To o.btain the greateEt utilization, regu'lation of traffic 
thereon is necessary so as to insure safety and quick dis
patch and to avoid congestion. 

5. Tiegul ations must be founded on the basis of the great
est good to the greatest number. No one class is entitled 
to the exclusive 1.1sc of any street nor should there be dis
crimination against any user of any street, save as needs of 
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the user make such discrimination a matter of public 
interest. 

G. The ueed for standardized regulations and their en
forcement_, especially on city streets, should be realized by 
all, as the present variations in regulations or lack of them, 
:¥ith the resultant confusion and congestion is daily cost
mg large sums of money, which is felt first by the electric 
railways, but which is ultimately paid by the general pub
lic through increased cost of car fares and through slower 
t ransportation. 

7. The need for established and well-defined routes for 
parades, and the hours when parades shall be permitted, 
which will least interfere with the operation of street cars 
is apparent, so as to eliminate disarrang-ed schedules with 
the attendant inconvenienee to the t raveling public. 

8. The need of an enforceable ordinance eliminating 
causes for delays at steam rai lroad crossings, and at other 
points by the loading and unloading of heavy machinery, 
etc. , so as to reduce delays, and the further disarrange
ment of schedules must be met. 

9. Courtesy of the road should be recognized as the foun
dation of trnffic safety and regulations. 

WHAT THE n rncL_\TIO Ts'- IIOULD COVER 

1. Stre_ets should b~ c-Iassified acc·ording to importance 
and phys1cnl (•haractensiics : (a) Congested distr icts; (b) 
one-:vay-travcl streets;_ (e) restricted traffic streets; (d) 
parkrn g and non-park mg strl'cts; ( e) other restrictions 
_( re:.;iclen tin_ l districts, importaut in tersecti uns, public build
rngs, loc-a twns. fire, police houses, schools, hospitals, etc.). 

2. Use of streets shunlll l>e dearly divided and defined 
both as to c·haracter of traffic- and tlie rights of each user ; 
(a) Pedestrian and Yehicular; (b) weights-capacities
spcell of Ye hides; ( c) right of way-sttperiority of street 
user, : ( d) obstructions in streets; ( e) established safety· 
zones. 

::i. n(~gula tion of traffie, moYin~ and suspended: (a) 
Pedestrian travel should be defined for safety from and non
in!erfercnce with Yehicular tra ffic . At intersections, pedes
trians. shou ld move with, not against Ychicular traflic. (b) 
~ T eh~dcs: ( ~) In mot~on . Proc-~dure wh_en meeting, pass
rn_g, rnil'r:.;0t:bng. stopp~ng. followmg, turmng out. Rights of 
d1 11erent eb sses of Yeh1cular traffic. (b) Motion suspenc1ecl: 
(1 ) Street ear stops should be fixed in number and so 
locatct1 as to facilitate-not impede-traffic. (2) Yehicles 
stamling should be limited in time and loea tion. ( 3) 
Yehicles parking should be limited as to time and place, 
and r_nlcs for limitations should be explicit. (4) Vehicles 
stoppmg, should signal. stop on ri uht side close to curb 
in such a position as not to impede etraffic: 'at street inter
sections, should stand at building line, not at curb. At 
street ear intersections, should not stand within - ft . 
of intersection: should not stand in front of entrance to 
any pu~ilic building. or 11ithin - ft. of ~ny fire plug. 

4. , 1~nals and Signs: (a) Drfrers should use standard 
signaling system proposed by Automobile Associat ion of 
America. (b) Signs should be conspicuous, fi:s:e cl and con
eise. ( c) Lights to be carried by all ,ehicles, and headlights 
dimmed. 

5. Enforcement (a) By authorities. (b) Penalties-(1) 
for violation of specific provisions; ( 2) for carelessness. 

The committee calls attention to the fact that the above 
is a skeletonized code, submitted in this form so that its 
essential members eould be eonsidered and the effect of their 
funetions estimated. To draw a model ordinance. following 
the propo .. ed code it is necessary t o write into the text a 
description of the detailed conditions of the municipality 
adopting it. In preparing an ideal t raffic orclinanee the 
municipalities. railwa~· eoi11panies, aut.omohifo clubs, and 
rnrious mercantile industries must co-operate. An ordi
nance to he efficacious should be designed to eorrect two 

obvious weaknesses in traffic laws existing in the various 
cities at the present time. These are lack of reasonableness 
in the provisions of the ordinance and the great difficulty 
which is experienced in enforcing even the reasonable por
tions of the automobile law concerning parking. 

The committee report concluded with some typical rules 
and regulation governing street traffic, as formulated in 
Chicago, Philadelphia and Baltimore. An appendix also 
included the following table of vehicles in the United States, 
based on the report of the National Automobile Chamber 
of Commerce for 1919, the data being derived from the 
licenses issued by the several states. 

TOTAL NUMBER OF l1OTOR VEHICLES IN THE UNITED STATES 
Number Number 

of persons of families 
Com- Total per per 

Passenger merci al motor pleasure pleasur-e 
ca rs cars vehi cles Populat ion ca r car 

Dec. 31, 1914 1, 574,431 136,907 1 , 7ll,338 08, 781, 324 62 16 
Dec. 31, 1915 2 ,240,229 205,435 2,-145,66,J 100,309,318 44 11 
Dec. 31, 1916 3,243, 631 301,32[ 3 ,544, 952 102,017,312 31 8 
Dec. 31, 1917 4,643 , 481 442, 478 5,085, 959 103,635,306 22 6 
Dec. 1, 1018 5,352, 350 593,092 5,945,442 105,253,300 10 5 

Dec. 31, 1[)18, t otal motor vehicles 6,146,617. 
HEMARKs.-Figures a re based on separate r egistrations of commercial car·s in 

sixteen 8tate and est ima t es of number of comm ercia l cars by secreta ries of State 
in five St ates. 

Source of i nfo rmat ion: " F acts a nd Fi)l;ures b y and for the Automobile In• 
dustry ," publ ished by Nationa l Automobile Cha mber of Commerce, April, 1919. 

This report was signed by H. B. Flowers, chairman, A. 
Gaboury, Paul E. Wilson and J. H. Stephens. 

D ISCUSSION ON TRAFFIC CODE 

In speaking of Chicago's traffi c problem, J. V. Sullivan, 
Chicago S urface Lines, pointed out that the anti-parking 
ordinance has been in effect about two and one-half years 
and has improved the tra.ffic conditions in the central busi
ness clistr iet. The section pertaining to parking of vehicles 
provides that no vehicle shall be permitted to stand on any 
public street where ears are operated, in the centra1 part 
of the downtown district, between the hours of 7 and 
10 a. m. and 4 and 7 p. m., for a longer period than neces
sary to load or unload its occupants, baggage or merchan
dise. Another ordinance, applying to the central or 
" Loop " distri ct, provides a penalty for persons who permit 
a. Yehicle to stop within loading zones, 100 ft. long, estab
lished at eighteen important intersections, provision being 
made, however , that one vehicle at a time may stand within 
these areas while actually loading or unloading. The city 
code also prohibits the standing of any vehicle in the Loop 
district continuously in one place for more than thirty 
minutes during the clay-the anti-parking ordinance, how
ever, superseding this along car line streets during the 
rush hours. 

T o underst and the necessity for drastic traffic regulations 
in Chicago, Mr. Sullivan said that it would be worth while 
to picture the conditions affecting the movement of the 
cars, particularly in the congested district. The congested 
distriet is limited to an area of about 1 mile radius, in each 
direction , and it has been estimated that more than 
1,000,000 persons use these downtown streets every clay. 
About one-fourth of the entire surface lines traffic is car
ried into or out of this di strict. A traffic census taken by 
the city authorities in 1915 showed that street cars consti
tuted iess than 15 per cent of the Loop district traffic move
ment during the day, and inasmuch as the number of motor 
vehicles has practically doubled sinee that time it is very 
likely that the cars are responsible for ,an even smaller pro
portion of the congestion. 

The street railway system spreads out like a fan from this 
district with eleven bridges, three tunnels and three streets 
as railway exits. Two other exits are used exelusively by 
other Yehieles. All exits excepting the tunnels are 
seriously eongested by vehicular traffic, most of the bridges 
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having narrow roadways, on which only one row of Yehicle., 
can pass in each direction. rrhcre arc also steep grades at 
the approaches. The use of other streets as exits is pre
vented by railroad occupancy or the absence of bridges. 
Some 600 surface cars leave this district during the maxi
mum half-hour of the evening rush. 

The evening peak load of commercial vehicles begins to 
recede a bout the time the heaviest car service is entering the 
central district, and if it was not for this, a hopeless jam 
of vehicular traffic would tie up these exits. However, these 
conditions are responsible for an unusual difference in 
speed of cars as between the congested area and the free
running territory outside. A summary of traffic delays over 
the entire system in March, 1919 ( consisting only of those 
interruptions which called for emergency wagons), showed 
time lost amounted to more than 305 hours. 

A typical narrow street used by important lines in the 
Loop district is 38 ft. wide from curb to curb. The space 
taken by cars passing on two tracks is 19 ft. 2 in. When au
tomobiles are standing at each curb, the clearance on each 
side is only 3 ft. 5 in., which means that all other vehicles 
must use the car tracks. A study of this situation revealed 
a proportion of twelve vehicles to one street car. Efforts 
were made to reserve the car tracks in the central district for 
the exclusive use of cars, but this attempt was defeated by a 
showing that vehicles had no other roadway because the 
space alongside the tracks was usually occupied by parked 
automobiles. This led to prohibiting parking on car line 
streets during the rush hours. 

In answer as to whether this relief was effective the city's 
Department of Public Service conducted a traffic study of 
the time used by approximately 85 per cent of the street cars 
in passing through the Loop district both before and after 
the adoption of the "anti-parking" ordinance. It was 
found that the aggregate time saving between the hours of 
4 and 7 p. m. amounted to about eighty-three and one-half 
hours daily. 

The 1a,verage time saving per car during each half-hour 
period between 4 and 7 p. m. varied from 3. 7 minutes be
tween 5 and 5.30 p. m. when the greatest number of cars 
were entering the Loop, to 0.3 minute from 6.30 to 7 p. m. 

In general, the "anti-parking" arrangement made for a 
much better movement of pedestrians, vehicular and street 
car traffic. Congestion along streets between intersections 
was greatly reduced and this had a marked effect in facili
tating the traffic movement at street intersections. 

The enforcement of this law did not proceed without 
opposition. Men working in the big office buildings had 
their chauffeurs call for them, and when they got down to 
the street, a traffic officer was likely to greet them with a 
notice to appear in court the next day. This ordinarily 
meant a fine of $5, and while there were few second of
fenders, the number of those who were forgetful even once 
was sufficient to crowd the court calendar for many months. 
There have been repeated efforts to change the law but so 
far it has withstood all attacks. The results shown from its 
operations have been such as to make for better transporta
tion facilities if street cars actually had exclusive use of the 
tracks built and maintained for their movement. 

W. C. Culkins, director of street railways in Cincinnati, 
said that traffic ordinances should be considered from the 
viewpoint of the car rider and that such ordinances affected 
the entire community. Delays to cars by vehicular traffic 
cause loss of patience and time to car riders as well as in
ereasing the cost of operation due to motormen ~·unning on 
resistance. 

In speaking of existing traffic rules Mr. Culkins stated 
that most of these had been worked out by auto clubs and 
merchants' associations which did not consider the public 
that had to be hauled through such districts. Heretofore 
the street railways have not taken a very active hand in 

traffic regulations. He believed that the committee had 
launched something that will result in much good, for city 
councils usually visualize only the outside of a car and do 
not see the passengers. Another evil that requires attention 
is the enmity existing between truck drivers and motormen, 
with the result that neither will give way to the other. In 
speaking of parking automobiles on sides of car track streets 
so that moving vehicles must run on the railway strip 
l\Ir. Culkins stated that it is necessary to educate the car 
rider to understand it is for his benefit that the street rail
way is working in trying to get a clear right-of-way. In 
conclusion Mr. Culkins expressed the belief that the com
mittee had not gone far enough but should draft a model 
ordinance: 

N. H. Brown, New Orleans Railway & Light Company, 
said that a traffic ordinance had been placed in effect in 
his city a few months ago which materially improved the 
freedom of passage of the cars, through the creation of 
one-way streets, elimination of parking during certain 
hours, etc. 

Richard Meriwether, Dallas (Tex.) Railway, said that 
while his city was much smaller than those previously 
mentioned in the discussion, the traffic conditions were 
nevertheless acute and chaotic. He said that Texas has one 
automobile for every five people and described the manner 
in which the cars passed through the central business dis
trict. No traffic ordinance has been passed in Dallas, but 
one has been prepared which is now before the commission 
for its first examination. This prohibits parking on the 
three main streets during the entire day, it having been 
the thought that it was not practical to exclude parking 
during certain hours only, for this practice required so 
many policemen to enforce it. He said that a skip-stop 
system had formerly been in operation there but had been 
removed for political reasons and that the speed was 
reduced 10 per cent by the change back to the old system. 
Mr. Meriwether also called attention to the great value of 
through-routing cars as a means of eliminating congestion 
and avoiding duplication of service on the central business 
streets. A recent rerouting plan in Dallas had brought 
about through-routing of every line. 

C. L. S. Tingley, American Railways Company, empha
sized the thought that traffic regulations should be intro
duced from the point of view of doing the greatest good for 
the greatest number of people. He referred to the intense 
hatred existing between truckmen and motormen and said 
that the truckmen often deliberately delay the street cars 
because of this personal feeling. He believed that if these 
men were brought to an understanding of the fact that it is 
not the company nor the motormen that they are causing 
to suffer, but the great public, that this might serve to bring 
about a relief from this kind of traffic obstruction. l\Ir. 
Tingley also expressed the view that there was no more 
reason why the principal streets of a city should be used for 
a garage than for a carhouse. 

Arthur Gaboury, Montreal Tramways, said that at pres
ent there is no traffic ordinance in JHoritreal, but one is now 
being worked out. He mentioned the problem which the 
city has had in the past of handling 125 to 130 in. of snow, 
and how the street car track has been the thoroughfare for 
all classes of vehicles under such weather conditions. This 
difficulty had been eliminated by an arrangement whereby 
the city and company co-operate to clean not only the right
of-way but the entire street, the city sending out its snow
removing equipment immediately after the sweepers, so 
that vehicular traffic is enabled to drive elsewhere than in 
the track. In order to make sure of this, the company 
undertakes to clean the snow off for a distance of 8 ft. 
outside of the track on either side. 

R. T. Sullivan, l\f ahoning & Shenango Railway, Youngs
town, pointed out that as the street congestion increases, 
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this not only delays the movement of street cars but also 
delays the automobiles. H e said that conditions were com
ing to the point that the streets were too small to carry all 
of the traffic, and that this must lead to the use of the most 
efficient means of transportation. The street car might be 
looked upon as the means whieh would best serve this situa
tion. H e thought that the code as drawn up by the com
mittee should be wonderfully helpful. 

H. B. Potter, Boston E levated Railway, told how traffic 
congestion had been alleviated in the shopping distriet in 
Boston where the streets are practically fi lled with pedes
trians, by eliminating automobiles from these streets be
tween the hours of 9 a. m. and 5 p. m. 

At this point, J\fr. Gaboury read a resolution which was 
seconded and carried, to the effect that the committee should 
be continued and instructed to draft a model traffic ordi
nance and mail it to all member companies for comment. 

The meeting was then adjourned. 

Tuesday's Session 
President Bradley, on calling the association to order 

on Tuesday afternoon, explained the way in which the 
safety car film prepared u11<1er the auspices of the T. & T . 
Association had been produced through the kindness of 
the General Eledrie Company, ,Yestinghouse E lectric & 
J\fanufactming Company, .J. G. Brill Company, and Safety 
Car Devices Company, nnd said that pulJlie aptll'eeiation 
ought to be expressed fo r tlrn t work. H e then introduced 
C. W. K ellogg, ehairman of the safety ear committee. 

One-Man Car Operation 
J\fr. K ellogg presented an abstract of the report in part as 

follows : 
Your committee feels, after its study of the subject, that 

the topic assigned to it represents the most important im
provement in street railway operation that has been brought 
out in the last decade. 

Our investigation indicates that the subject of one-man 
car operation naturally divides itself mto two fundamen
t ally different eases: 

1. The mere rearrangement of existing two-man ea rs so 
that they can be opera ted by one man, thus saving platform 
expense, and, if equipped with safety deviees, making an 
improvement in accident cost. 

2. The creation of an ent irely new type of car of low 
weight, greatly improved safety, and more rapid accelera
tion and deceleration. This car of the light-weight safety 

· type not only saves plat form and aecident expense, but 
permi ts an impro,ement in service, sueh as well nigh to 
revolutionize the street railway business. 

'l' he operation of street cars by one t rainman in small 
communities where small gross per car-mile demanded the 
utmost economy in operat ing expenses, is not a new idea in 
the street railway business. the pra-cfr:e having been fol
lowed for years by many of the smaller companies; but the 
modern light safe ty car represents a radical improvement 
in the whole art of urban transportation and, therefore, will 
be the principal topic discussed in our report. 

The jitney was what produced the light safety car. The 
popularity of the jitney proved beyond a possibility of doubt 
that frequ ent, quick senice would get passenger business 
away from the slow and infrequent street car, and it was up 
to the street railway industry to develop light cars that 
would simulate jitney serviee. Following this idea, Charles 
0 . Birney designed the car that now bears his name. It 
was realized that the car must be light in order to accelerate 
quickly and that i t must be operated by one man in order to 
compete with the jitney which was similarly manned. The 
safety deviees followed from the realization that the public 
would not patronize the car unless it was convineed that it 

took no more chanees in doing so than with the two-man car. 
The new car, weighing only 13,000 lb. and seating thirty

two people, had to be designed from the bottom up-wheels, 
axles, truck, body and motors were all radical departures 
from previous practice and the automatic safety features 
alone were a triumph of adaptation to the compelling forces 
which led to the development of the new car. In general, 
these safety devices consisted of ways to make the operation 
safe in ease the- operator dropped dead, or slaekened in 
attention. The "dead-man's handle" required that the 
operator have his hand constantly on the controller or it 
would throw off the power. Similarly, if the power were 
so thrown off, the brakes would be automatically applied and 
sand fed to the track, and, when the car came to a stop, the 
doors, previously held securely closed by air pressure, are 
made available for manual operation to form emergency 
exits if desired. All of these points will be clearly shown 
in the moving pictures that -have been taken in connection 
with the commit tee's report. 

T he eommittee desires to emphasize the importanee of 
the safety devices in one-man operation. We are advised 
that practically all of the cases of unfavorable action by the 
public or public bodies against one-man car operation have 
been where no safety devices were installed on the cars. 

In order to support our own opinions with the largest 
possible reinforcement of opinions of those engaged in the 
business, questionnaires were sent out to all member com
panies. These questionnaires were prepared after a full 
committee meeting and cover all phases of the subject. The 
eompanies replying numbered ninety-three, representing 
1,12 3 one-man ears. It was found, in general, that more 
than half of the companies reporting were 100 per cent one
man operated, and that 41 per cent of all cars of the report
ing companies were one-man operated. 

The total number of light safety cars in operation in the 
United States at the present time, allowing for deliveries 
whieh will be made up t o the time this report is presented, 
is 1,100. The number under order and in process of manu
facture is 600-among the latter an order for 200 for the 
Brooklyn Rapid Transit Company. The total number of 
one-man ears, including safety cars, in use in the United 
States is somewhat more than 2,000. 

R EPLIES TO Q UESTIONNAIRES 

Po wer Consumption.-Companies using the safety car 
report an average reduction in energy consumption per car
mile of 51.2 per cent. Taking 3 kw.-hr. per car-mile as a 
fai r average for most city systems, this means a saving of 
about 1.5 kw.-hr. per car-mile. Actual figures from forty- / 
five eompanies show energy consumption of safety cars 
ranging from 0.8 to 1.75 kw.-hr. per car-mile as a fair 
a,erage fo r most city systems, and this means a saving of 
about 1.5 kw.-hr. per car-mile. 

T rainmen.-Replies showed that the operator of a one
man ear was paid more than either trainman in two--man car 
operat ion by 62.5 per cent of the companies answering the 
question, the range being as follows : 

Number of Cents per hour 
companies additional 

1 ........................ ... .. ... ... .. .. ............ 1 
10 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2 

5 ....... .......... .. ................................ 3 
13 . . . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . . . . . • . . . . . . . . . 4 

i . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 4½ 
10 . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . . . • . . . . . . . . . . . . . 5 

1 ................................................... 7 
1 ................................................... 8 
1 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 7½ 
1 . .................................................. 10 

Average . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 4 

As to the feeling of the trainmen toward one-man cars 
the replies showed : 
Favorable . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 83 
Unfavorable . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • 10 
Per cent favorable... . . . . . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . 89.2 
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The same ratio was reported as to opposition by train
men to the inauguration of one-man car operation, the 
opposition being classified as seven, due to labor union 
feeling, and three due to apprehensions of the men as to the 
difficulty of accounting. Only two companies out of forty
five report the trainmen disliking the safety cars. 

In answer to the question as to whether or not trainmen 
had been assured they would not lose their jobs due to the 
starting of one-man operation, thirty-nine companies re
ported that they had made this promise, forty-two that 
they had not. · 

The Public.-The attitude of the public toward one-man 
cars when started was reported as friendly by eighty-four 
and unfriendly by fifteen. This latter number was changed 
to four after a trial of the cars themselves, thus resulting in 
a final public verdict of 96 per cent in favor of the one-man 
cars. 

The action reported by public bodies toward one-man cars 
was as follows : 

Cases of favorable action by city commissions. . . . . . . . . . . . . . . . . . . . . . . . . . . . 1 u 
Cases of favorable act ion by state utility commissions . . .... .. .. . . .... .. ... 11 
Instances of defeat of proposed unfavorable state laws. . . . . . . . . . . . . . . . . . . . . 3 
Refusal of city council t o pass prohibitory bill introduced by labor. . . . . . . . . 1 

Only two unfavorable acts by publi c bodies were re
ported, one by a district court [!nd one by a city commission, 
but in these cases, the safety car was not at issue. 

Regarding the question of fare collection with one-man 
cars replies showed no difficulty or not any change from 
conditions with two men in eighty-eight cases, and the three 
companies reporting difficulty said it was only to a limited 
degree. 

Schedules.--The replies to the questions under this head
ing had to be clearly distinguished as between light-weight 
safety cars and converted one-man cars, because the latter 
could not, of course, expect to effect any change from their 
former schedule. 

Regarding headway, the average increase in number of 
cars operated on lines using safety cars was 43 . 7 per cent. 

Similarly, with schedule speed this was increased an 
average of 14.76 per cent with the safety cars, thus making 
an average increase in car frequency of 58.46 per cent. 

As to lay-over time, more was found needed by twelve 
companies, but no additional needed by seventy-five com
panies. 

As indicating the wide range of adaptability of safety 
cars, headways from one minute to thirty minutes were 
reported. 

Earnings.-The wonderful success of the safety car in 
building up traffic was indicated by the answers to these 
questions. Of course, with converted form er two-man cars, 
no effect in increased earnings was observable. The average 
for the six companies using safety cars which were the most 
successful shows the following : 

Gross per car-mile before one-man car operation, cents ... . ... ........ . .. 21. 11 
Gross per car-mile after one-man car operation, cents .. . . . . .... . ........ 20.65 
Decrease in car-mile gross, per cent.................................. 2.3 
Increase in car-miles operated, per cent. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 53.4 
Increase in total gross earnings, per cent ...................... .... ... 51.1 

In one city of 125,000 population, an increase of 79 per 
cent in car mileage on lines where the safety cars were 
operated produced an increase of 71.2 per cent in total 
gross earnings from the lines in question. 

The replies as to the effect of light safety cars in eliminat
ing jitney com;petition do not make a very impressive show
ing statistically, partly however, because in a large propor
tion of the companies reporting no such competition existed, 
but nine companies report complete and two companies 
partial elimination of this competition through the use of 
safety cars. 

Operating Features.-Various degrees of accident reduc
tion were reported by forty-seven companies and no such 
effect noticed by twenty-two. It is significant to observe in 

this connection, that the number of companies operating 
one-man cars without any safety devices is twenty-four. 

On car maintenance, the replies were necessarily incon
clusive, due to the comparatively brief time the safety cars 
have been in operation, but six companies report a reduc
tion of 50 per cent in car-mile maintenance cost with safety 
cars and others predict various savings in the future. N atu
rally no saving in car maintenance can be secured where the 
former two-man car was simply r earranged for one-man 
operation. 

A saving in the cost of track maintenance was predicted 
by fifty-two companies. Two large systems advise that they 
propose a reduction of 20 per cent to 30 per cent in rail 
weight if safety cars are standardized on in the future. 

The acceleration of safety cars in miles per hour per 
second as compared to the average car on the system showed: 

Average car .. •... ... ... ... ...... . ......... .. ... . .............. . ... 1.67 
Safety car . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2.53 

Regarding flagging railroad crossings, the consensus of 
opinion appears to be that greater safety is obtained where 
the responsibility rests on one operator than where, as is 
the usual practice, it is in effect divided between two train
men, with the proviso, however, that where the view from 
the car is obstmct ed, a flagman is desirable. 

Distribution.-That the application of safety cars is not 
to be restricted to unimportant operation-light traffic 
lines, etc.-is shown by the following table indicating the 
use of such cars based upon the population of respective 
cities. 

Popula t ion One-Man Cars 
25,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 272 
25,000 to 75,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 422 
75,000 t o 150,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 367 
Over 150,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 96 

Safety Cars 
27 

178 
167 

59 

Conclusions.-The answers to the general question of 
whether the experience with one-man car operation would 
lead the company to favor the extension of its use, show 
the following striking results : ' 

Extension favored by . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 76 
Extension not favored by. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2 

WHAT SAFETY CARS CAN SHOW 

In order to indicate clearly the effect to be expected from 
the results already actually obtained by street railway 
companies, from the use of safety cars, the following typical 
example has been worked out. 

PRESEN T CONDITI ONS 

Length of route, miles ..... ..... .........•..... ,...................... 4 
Average speed, m iles per hour.... ..................................... 8 
Cars operated . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 6 
Headway, minutes . ..... ............................................. 10 
Gross per car -mile (5-cent fare), cents.. .................................... 25 

CONDI TIONS WITH SAFETY CARS 

Average speed, miles per hour... ......... . ....... . ................... 9 
Cars operat ed .............. , . , , , , , . , , .•.. , , , , .. , . , ........ , , , . , . , . 9 
Headway, minutes . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 6 
Increase in car-miles, per cent. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 66¾ 
Gross per car-mile, cents .. . ......................................... 24 

The safety cars can be purchased on the basis of 20 per cent cash and the 
balance in equal monthly inst a lments with interest at 7 per cent on defer red 
payments covering a period of five years. The average annual charge then 
becomes: ,,-

One-fifth of purchase price of $6,000 ............. . ............. . 
Interest (average per year) ............................... _ .... . 

Average per yea r for five years ................................ . 
The showing then becomes as follows: 

Earnings : 

$1,200 
170 

- ---
$1,3 70 

Present 315,210 car-miles per yea r at 25 cents ................. $78,802.50 
Future 525,3 50 car-miles per year at 24 cents . ................ 126,084.00 
Increase in gross ea rnings..... . ........... . .................. 47,281.50 

Expenses affected by changes : 
Annual cost of cars- nine at $1,370..................... . . . . $12,330 

P ower : ; 
Present: 315,210 x 3 = 945,630 kw.-hr. 
Future: 52 5,350 x 1.5 = 788,025 kw.-hr. 

Saving : 157,60 5 kw.-hr. 
At 0.8 cent for fuel=$1,260.84 
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Tra inmen's wages : 
Present: Twelve - eighteen hour men at 45 cents ............ $97.20 
Future: Nine - eighteen hour men at 50 cents . . .... , . . . . . . . 81.00 

----
Daily saving . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $16.20 

P er year, 365 x $16.20=$5,913 
Accident s : 

P resent: 5 per cent of $78,792.50 . .. .. .. .... . . ... .......... $3,9 39.63 
F uture: 2½ per cent of $126,084.00. . . . . . . . . . . . . . . . . . . . . . . . . . 3,152.10 

Saving . ... .. ..... . ... .. ...................... .. .... ... . $787.53 
Car maintenance : 

Present: 3 cents x 315,210 car-miles ....... • ......•.....•... $ 9,4 56.30 
Future: 2. 1 x 525,350 car-miles . . . .. .............. . ........ 11,032 .35 

Increase . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $1,576.05 

Total increase in operating expenses . . . . . . . . . . . . . . . . . . . . . . . . . . $5, 94 4.68 

R ESULTS 

Increase in a nnual net earnings from the use of safet y cars on t he line. $41,336. 82 
This result is secured: 
1. While paying out of operating expense the investment in new cars to do 

t he work. 
2. While giving t he patrons of the line 66% per cent increased car f~equency 

and 12 ! per cent increased speed. 
3. Without any allowance fo r t he savings in t rack maintenance from operating 

a 13,0110-lh. car as against a 35,000-lh. car. 
4. While increasing t he net earnings per m ile of track per year fo r t he line 

( estimated as double tracked) by $4 ,580 or 6 per cent on a t rack va luation of 
$76,500 per mile ot single t rack. 

CONCLUSIONS .AND REC0111IENDATIONS 

1. The safety car is one of the most important improve
ments in street railway serviee that has appeared fo r many 
years. Its valuable features in the order of their importance 
arc: 

(a) Greatly improved service to the public, both as to 
frequency and safety. 

( b) I ncreased earnings for the company. 
( c) Decreased operating expenses. 
2. One-man operation alone, while useful in saving plat

form expense in the smaller communities is not comparable 
with the improved senice that can be obtained with the 
light-weight safety car with its more frequent headway and 
greater average speed. 

3. The savings obtainable from one-man cars should be 
sharcll with the trainmen in the form of a higher hourly 
rate ~or the operators of such ears than is paill to the train
men on t wo-man cars. 

4. \Vhen inaugurating one-man car service, it is good 
policy to assure the trainmen that no one will lose his job 
due to putting in the new cars. 'l'hey are installed, as a 
r ule, a line at a time, and experienee has l)rOYcd that the 
company is not burdened with extra men through this 
policy. 

5. From the nature of the traffic a;rnilable, the safety 
cars ean accomplish more in a large city than in a small 
one, for the reason that the possibilities of increasing riding 
in the small conununity arc limited. This statement is 
made to correet the erroneous impression existing in some 
minds that the safety car is useful only for saving expense 
in the smaller eities. 

6. Where traffic is bclie,ed to be too heavy on peak to be 
successfully handled by safety cars, the larger, heavy ears 
may be used for tripper senice on peak, thus making th 'i! 
light ears handle the long hour runs. 

7. Similarly. where snow storms require the use of the 
beaYier equipment at rare intervals, the safety cars can 
still be used to advantage during other t imes . 

S. T he safety car, though light, is just as substantial and 
with the same care in maintenance should last just as long 
as the former types of car. It has a steel frame and 
thorough! y modern, , en t ila ted, in terpole motors. 

9. Regarding the matter of standardization, your com
mittee ,vas not unanimous, but the majority opinion favored 
adhering to the present standard design of the safety ear in 
the interest of eheaper costs through quantity production. 

10. E xperience has shown that the overwhelmmg ma
jority of both riding public and trainmen farnr the one-man 
safety car ; that it ean, at one~ and the same time, improve 
the public's service, increase the trainman's wages and raise 

the company's profits; that it can be purchased without 
financing and operated for about half the cost of an ordinary 
car; and that most of the companies that have tried it want 
more. We predict an increasingly rapid extension of the 
use of a device that can make a showing like the above. 

The report was signed by C. W. Kellogg, chairman; S. W. 
Greenland, J. K. Punderford, J.M. Bosenbury, J.C. Thirl
wall, ·C.H. Beck and Clarence Renshaw. 

DISCUSSION ON THE SAFETY CAR 
Following the presentation of this report, the safety car 

film was shown on the screen. Interesting features of the 
film were explained by Carl H. Beck, Westinghouse Trac
tion Brake Company, who said that the film had been pre
pared to demonstrate that the cars were suitable for opera
tion in large cities under heavy traffic conditions, that they 
were entirely safe, and the method of entrance and exit 
appealed to the general public. Special written contribu
tions on the subject were then presented by J. C. Thirlwall, 
General Electric Company; G. H. Clifford, Fort Worth; 
P. J. Kealy, Kansas City, and Gardner F. Wells. These 
are grouped together elsewhere in this issue as a symposium 
on the safety car. 

G. A. Richardson, now of the Philadelphia Rapid Transit 
Company but formerly of Seattle, then gave some interest
ing figures of the Seat tle operation, with safety cars. 
Accidents ha,e been greatly reduced, and he was impressed 
,Yith the difference in viewpoint on this question taken by 
managers now and at t he last (1916) convention. Now, 
the reduction of accidents from the car is taken as a matter 
of course. In Seattle some of the lines had severe competi
tion from jitneys , but as a result of safety car operation, jit
ne.''S were completely put out of business on one or two lines 
ancl on the other lines they doubled their fares and gave 
a de luxe class of service. The same was true of Pacifie 
Coast cities ,vhere the safety cars had been installed. 

E. J\I. Walker , Terre H aute, Incl., was then asked to 
speak on the cost of maintenance. H e said that as a result 
of ele,en months of operation with an average of twenty
four cars out of thirty owned, during which the cars had 
earried 5,000,000 passengers, fear of excessive maintenance 
had disappeared. T he company had separated its cost of 
maintenance fo r safety cars and for two-man cars, and 
had found that for the period mentioned the total main
tenance cost had been only 13 mills per car-mile, or some
what more than one-third of that for the two-man cars 
for the same period. On the safety car the cost of main
tenanee of equipment was only from 9 to 11 mills, so that 
if it should double it would not be large. 

F. D. :N"oniel, Anderson, I nd., asked as to the adaptability 
of the ear for single-traek lines in small cities, where the 
turnouts ,rere located 1-½ miles apart, and where there was 
a gTeat differcnee in travel between the rush hours and 
the off-peak hours. / 

,T. J\I. Bosenbury, P eoria, Ill., said that the conditions 
in Quincy, Ill., were similar to those mentioned, yet all 
the equipment used was of the safety car type, and I. B. 
Walker , of P hiladelphia, said that ears were operated on 
the F olsom division of that company which is equipped 
with single track. There durin_g the morning and even
ing peaks, amounting to about four hours a day, cars are 
double-headed, givinQ." an increase of 100 per cent in seats. 
H e mentioned another line near Philadelphia which has . 
two zones, with pay-enter in the first first zone and pay
lea,e in the second, also operated with one-man cars. On 
one single-track line the turnouts originally were such as 
t o permit a ten-minute service, and when safety cars were 
introduced there was an increase of 10 per cent in traffic. 
Then the turnouts were increased so as to permit of a six
minute service and the traffic increased about 40 per cent. 
In speaking of the one-man car for all kinds of service, he 
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said that on one of these cars on one of the lines the company 
had carried as many as 107 passengers. 

In answer to a question as to the suitability of the cars 
for cities having severe weather conditions, 0. 0. Curtis, 
Sydney, N. S., said that his company had had no trouble 
after Root scrapers had been installed. He did not think 
heavy snow in winter should deter a company from using 
safety cars, if otherwise they were desirable. It was foolish 
to drag heavy double cars around for twelve months in the 
year because two or three heavy snowstorms were expected 
during the winter. The proper remedy was to put on proper 
snow-fighting equipment. J. 0. Thirlwall said that at 
Bangor, Me., some heaters had been added, but no other 
changes had been made in the safety cars, and the satisfac
tion given was indicated by the fact that the company had 
ordered fifteen more cars. 

In answer to a question by a delegate as to whether the 
older platform men could learn to operate the cars as easily 
as the young men, considerable testimony was adduced that 
the cars were very popular with the older men. Mr. Beck 
cited one case in Bridgeport of a man who had been a 
motorman for fifteen or sixteen years and had never been 
able to qualify as a conductor on a two-man car but now 
was giving good service as an operator on a safety car. 
0. D. Smith, Youngstown, said that on that road the 
older men were choosing safety car runs. Another dele
gate said he had found the older men better operators 
because they were more careful. Walter Jackson then gave 
some recent :figures on Terre Haute operation from testi
mony which he had presented before the Federal Electric 
Railways Commission at Washington. 'l'hese figures will 
be found in the report of these hearings in this number. 

In answer to another question as to whether the same 
additional number of old cars were not put in service the 
same increase in traffic would result, Mr. Kealy said that 
would undoubtedly be the case, but the e::-;:pense of their 
operation would terminate the industry. l\Ir. Kealy then 
moved that as safety car operation was no longer an experi
ment, the report of the committee should be accepted with 
thanks and the work of the committee terminated. This 
motion carried and the meeting then adjourned. 

Wednesday's Session 
The session on Wednesday afternoon of the Transporta

tion & Traffic Association and of the Accountants' Associa
tion was held jointly at the Greek Temple and was devoted 
to the subject of the registration and collection of fares. 
President Bradley presided. 

Collection and Registration of Fares 
The session opened with the report of the committee on 

the collection a:q.d registration of fares which was read by 
W. J. Harvie, chairman. 

This committee prepared a progress report on what it 
considered as fundamentals in the matter of fare collections 
for various rate systems proposed for electric railways. 

The executive committee instructions were to prepare a 
report on collection and registration of fares, giving con
sideration to the difficulties presented in the collecting and 
registering of two or more coins for one fare. The subject 
comprehends not only the collection and registration of 
6- and 7-cent fares, for flat-rate systems, but the hand
ling of zone fares and also the consideration of the use of 
metal or paper tickets. 

No attempt was made by the committee to discuss the 
collection and handHng of transfers, this subject having 
been exhaustively treated by previous committees of this 
association. 

The subject was divided into two major parts, the flat
rate system and the zone system, and two combinations. 

'l'he report is predicated with an outline as follows: 
1. Flat rate coyering entire system, usually urban, using: 

(a) Single coins; (b) multiple coins; (c) coins and paper 
tickets; ( d) coins and metal tickets. 

2. Zone system, where fares are based on length of haul. 
3. Central area having flat rate with distance or zone 

basis beyond. 
4. Collection of fares in prepayment or post-payment 

areas. 
For the purpose of properly understanding the terms 

used by the committee, definitions for "flat-rate system" 
and "zone system" are given: 

1. A flat-rate system is based on a uniform charge within 
an established area regardless of length of ride. 

2. A zone system is a system in which the fare varies 
with the distance traveled and might be properly called a 
" distance system." ' 

(NOTE) To accomplish this the unit of distance must be 
short and the unit of fare low, but neither should be so 
small as to involve excessive difficulties in fare collection 
or registration. 

The committee gives, as shown, a compr_ehensive sum
mary of the existing methods of fare collection, which 
should be of much interest to those at present considering 
the many phases of fares and fare collection. 

EXISTING METHODS OF FARE COLLECTION-FLAT-RATE 
SYSTEM 

(A) U s-ing single coins. 
The plans for collecting fares of this character naturally 

divide into two classes, namely: 
1. Mechanical collection. (a) Registering fare box 

(stationary) ; (b) non-registering locked fare box ( sta
tionary) : ( c) portable registering fare collector; ( d) port
able non-registering, locked fare collector. 

2. Hand collection with registration. 
(B) Using multiple coins (same methods as under A). 
Substitutes: (a) Metal tickets alone; (b) paper tickets 

alone; ( c) combinations of multiple coins and either metal 
or paper tickets. 

( 0) Using paper l-ickets coverin,q full fare. 
1. Mechanical devices used: (a) Locked box ; (b) can

celling machine. 
2. Hand collection and rngistration. 
(D) Usi.ng tickets for reduced rate of fare (same method 

as under 0). 

EXISTING METHODS OF FARE COLLECTION-ZONE SYSTEM: 
Through Collection. 
Duplex methods in use being hand punching and tear 

check. 
Ticket systems in use being through tickets locked fare 

box with punched ticket, registering fare box with identifi
cation check and registration devices. 

ll1illtiple Collec_tion. 

I. FLAT-RATE SYSTEM: 
The committee believed that hand collection on closed 

cars with registration, which is subject to so many dis
crepancies, should be eliminated entirely and that all col
lections should be by mechanical registering devices, except 
where paper tickets are exclusively used, so that the proper 
fare may be collected and accounted for prior to the time 
it passes into the hands of the conductor. 
.Mechanical Collection-Single coins (See A in outline). 
llfolliple Coins (See Bin outline). 

There are several methods of making collection by me
chanical means, and irrespective of the method followed it 
is believed : 

(a) That all fares should be registered. 
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(b) That all fa res should be collected at a given point 
in the car, whether pay-enter or pay-leave, with a register
ing collection device at that point, such device to be either 
portable or stat ionary. (Note exception.) This recom
mendation cannot be applied t o certain types of present
day equipment, such as cross-bench open cars. 
Multip le Coins versus 111etal Tickets or Paper Ticlcefa. 

The committee did not believe the time opportune to 
make a final recommendation -covering the use of either 
metal or paper ticket s as a substitute for multiple coins. 
It recognized the value under many conditions, however, 
of the use of metal or paper tickets to facilitate the collec
tion of fares, and for the eonvenience of passengers, and 
where used believed that metal tickets woulcl be found to be 
more preferable to paper tickets for the following reasons : 

F irst. The life of metal t ickets approximate that of 
coins, whereas paper tickets are not legit imately usable in 
payment of fare after once collected, making the ultimate 
cost of the former less than the paper ticket s. 

Second. They are as flexible in use as a coin. 
Third. Metal tickets can be sold practically as easily as 

pa per tickets if bound together or if sold from a mi table 
coin change maker. 

Fourth. Registration is easier to accomplish as metal 
tickets are adaptable to fare boxes of all types . 

Fifth. 'l' he handling and accountin~ is less expensive 
and simpler for the reason that they can be hand led as 
money. 

Tickets, irrespective of the type used, should be sold from 
or at company offices and stations and at outside agencies, 
RO that sales by conductors on car s ean be rec1 ucec1 to a mini
mum. Under such condition s, one hundred per cent use 
of tickets is most desirable, but multiple coins should be 
accepted when the passenger present s the exact fare . 

In making change for a passenger. if meta l tickets are in 
use, one ticket fo r -eac·h fare to be paid should be induded 
in the change given to the passenger. 

The com1i1i ttee, however , feels tha t where coins are used, 
the locked box is less clesira ble than a registering device, 
clue to the fact that the locked box requires that change 
must be fumished conductors ancl also that the cost of 
accounting is more expensive and requi1es a larger clerical 
force. 
Paper T iel.: Pis- Pi'.th er fM full fa re or reduced fa re (See 

C and D hi outlin e) . 
Where paper tickets are extensively used, whether it be 

for full or for reduct d fare, it is desirable to use a locked 
box to safeguard the tickets collected. 

If collection is made by hand, i t should be with registra
tion , but as stated the committee Lelie-ved that this method 
should not be used on closed cars. 
Redu.eed T fr lcets (See Din outline) . 

In cases where reduced fares carrying a fra ction of 1 cent 
are effective the committee recommends that metal tickets 
be used in preference to paper tickets. 
Open Cars. 

T he collection of fares on this type of car needs special 
treatment, depending on the type of car, rate of fare and 
on other operating conditions. 

II. ZONE S YSTEl\I 

Under a zone system of fare collection, the present 
methods which are applicable to interurban roads, such as 
those based on mileage, h a-ve not been studied by this com
mittee, inasmuch as these systems hav~ been in use for a 
long time and they seem to be adequate for that class of 
service. 

By " zone system," as referred to in this report: it is 
intended to refer to collection of fare where the service 

embraces more than one so-called fare zone, the total col
lection as made, being proportionate, in a greater or lesser 
degree to the distance traveled: 

The committee believed that the duplex methods gen
erally employed are not entirely satisfactory for a zone 
system in urban districts or those having heavy suburban 
t raffic, where the entire fare collection is handled manually 
by the conductors. 

The registration devices of various types in use at present ~ 
for zone systems do not provide an adequate check on the 
collection of fares, because of the possibility of passengers 
over-riding. 

Devices are now being developed, contemplating the issu
ance of an identification check when the passenger boards 
the car, settlement to be made when he leaves the car. 
T hese plans appear to us to be an improvement over the 
above systems, and also over the English practice. The 
latter provides for the passenger paying full fare to the 
conductor after boarding the car and receiving an identi
fication check showing the fare paid. The success of this 
system depends on occasional open inspection by men board
ing the cars for that purpose. 

It is possible that the new devices referred to previously 
in this Teport under zone systems, may be worked out to 
take care of the problems under this heading. 

In addition to recent articles that have appeared in the 
technical press, attention is called to the recent excellent 
reports of the Public Service Railway Company on a pro
posed zone system for that property. 
Multiple Co llection. 

'rhis plan of collection can be applied to suburban or 
interurban systems as well as to urban systems. Fares in 
this case are collected either by a portable collector or by 
hancl. The committee did not recommend this character of 
fare collection except in cases where the trip originated 
in an urhan zone of heavy travel and passed into an outly
ing district . 

III. F ARE C OLLECTIO N I N CEKTRAL :FLAT FARE AREA WITH 

Z ONE B ASIS BEYOND 

The methods list ed under Al and A2 are applicable under 
this heading, used either along or in combination as cir
cumstances dictate. 

The r~commendations of the committee as to mechanical 
methods would apply t o the central area. 

As to the zones beyond the central area, a portable col
lector should be used except where operating conditions 
preclude. 

It is also practicable to use a combination of the pay
enter and pay-leave fare collection sy"tems to meet the 
conditions coming under this head. 

T he committee could not recommend a definite zone 
system which would be applicable to all places under. the 
conditions herein considered. 

IV. COLLECTION OF F ARE IN PREP.A.Yl\LENT OF POSTPAY-

1\IENT AREAS BEFORE BOARDING on AFTER L EAVING CARS 

There are three methods in use for this type of fare col
lection, namely: ( 1) Chopping box. ( 2) l\fotor--dri ven 
regist ering fare box. ( 3) 'Turnstile. 

The committee recommended that for all classes of traffic 
of this character, the turnstile, as the most efficient and 
accurate method. 

The first four conclusions reached by the committee are 
equally applicable for use on the "safety car." 

Where the transfers are sold for cash and collected as 
a "fare," the simplest and most satisfactory way is to 
account for them on the basis of the number sold, i. e., 
charge the issui"ng conductor with the number taken out 
when he begins his work, and credit the number he turns 
back when he finishes. For turnstile operation, if cash 
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passengers were also handled at the same location, a separate 
turnstile could be used for transfer passengers. 

CONCLUSIONS 

By way of summary the committee stated: 
First. rrhat hand collection in general be eliminated. 
Second. That all fares be registered. 
Third. That all fares be collected at a given point in the 

car with a registering collection device. 
Fourth. That where tickets are used, metal tickets are 

preferable to paper tickets. 
Fifth. That for prepayment or postpayment areas, turn

stiles be used. 
The committee suggests that in view of the systems now 

being deYeloped, that this work should be carried on further 
in connection with a committee of the Accountant's Asso
ciation. 

The report was signed by W. J. Harvie, chairman, T. C. 
Cherry, C. W. Stocks, L. D. Pellissier, E. C. Spring, R. R. 
Anderson. 

At the conclusion of the report, a discussion of the usr 
of met~l tickets by J. F. l\fcLaughlin, Houston Electric 
Company, was read.I This is abstracted elsewhere. 

George Kuemmerlein, l\filwaukee Electric Railway & 
Light Company, also read a paper on the subject. It will 
be found elsewhere in thfo issue. 

DISCUSSION ON FARE COLLECTION-VIEWS OF 

MANUF AC'I'URERS 

Following the presentation of these addresses, l\fr. 
Bradley said that he would be glad to hear from manu
facturers on the subject and called upon John F. Ohmer, 
Qhmer Fare Register Company, as the first speaker . 
. . Mr. Ohmer commented first upon the recommendation of 
the_ committee for the use of turnstiles in prepayment and 
_;ppstpayment areas and recalled that his company had ex
hibited a turnstile for cars at two previous conventions many 
years ago. Five or six years ago twenty-one cars had been 
equipped with this device at Dayton, and had operated for 
ninety days. Mechanically, the device was all right and 
on July 4 the conductors had collected from an average of 
2000 passengers per car. Finally, some people protested to 
the city authorities but they declined to order a change. 
Another protest was made to the railroad commission, which 
finally asked the company to remove the device. The 
speaker thought that there might be a possibility for the 
device on cars at present, and that in view of the present 
financial situation of the companies the authorities would be 
more considerate. Plans are under way to try the turnstile 
in a city in Indiana. Speaking of devices for zone fares, 
Mr. Ohmer said that his company had designed a zone 
register, which seemed to meet the approval of a number 
of the officers of the Public S'ervice Railway, but as he was 
not able to turn out a large quantity inside of five or six 
months, nothing further was clone in that case. The Ohmer 
Fare Register Company had also developed a ticket-print
ing machine. 

W. P. Butler, Johnson Fare Box Company, the next 
speaker, commented on the desirability of having the rail
way men outli11e their needs so that the manufacturers 
would not be obliged to develop the machines for which there 
would be no call. He suggested that a committee of the 
association might be appointed to discuss with the manu
facturers what was wanted. He expressed himself as an 
advocate of instantaneous registration and spoke of a ma
chine which his company was developing to register three 
kinds of tickets as well as coins. It was also giving its atten
tion to the zone system. The cost of some of the modern 
registering devices might seem large when compared with 
the earlier and simpler forms, but if they were accurate they 
would soon pay for themselves. 

3 

W. P. Shaw, Cleveland Fare Box Company, was opposed 
to the separate registration if fares were deposited in a 
locked box and delivered to the counting room, as experience 
has shown that a conductor should have but two things to 
do-avoid accidents and see that a passenger deposits his 
proper fare in the fare box. Metal tickets, he said, were ob
jectionable and easily counterfeited and their intrinsic value 
should be greater than their fare value to prevent counter
feiting. He also explained the system of fare collection 
worked out by his company on various suburban lines having 
multiple fare collections. 

John Benham, International Register Company, said that 
metal tickets should be substituted for multiple coins in 
flat-fare systems and that registering fare boxes should be 
used in preference to locked boxes without a check registra
tion. 

C. D. Trubenbach, Perey Manufacturing Company, be
lieved that turnstiles should be used on the cars and stated 
that his company had developed an automatic machine 
operated by the passenger. 

R.R. Anderson, Rhode Island Company, advised that the 
Rooke register was used in Providence to good advantage. 

George F. Rooke, Rooke Automatic Register Company, 
said it was his aim to have the passenger become a part of 
the fare transaction with the conductor before the coin leaves 
his hand, and that in keeping the conductor busy it keeps 
him alert. He claimed that the Rooke register turnstiled 
the money and not the passenger, thereby accomplishing the 
same result, an accurate check of the fares paid. 

W. F. Kaynor, Waterbury Button Company, said metal 
tickets could be made to outlast the coin of the realm and to 
prevent counterfeiting they should bear a facsimile signa
ture. 

OTHER Vrnws ON FARE COLLECTION 

W. A. Doty, Denver Tramway, said that metal tickets in 
connection with multiple coin fares are essential to the work 
of the conductor in that they eliminate making so much 
change. He disagreed with the committee in not providing 
for sale of tickets by conductors in lots of five, even when 
cars are equipped with registering fare boxes. 

W. C. Sparks, Rockford & Interurban Traction Com
pany, which uses r egistering fare boxes, said that metal 
tickets were sold at the company's offices and on the cars 
in lots of nine for 50 cents, whereas the cash fare was 6 cents. 
The Illinois Commission estimated that their use would 
amount to 75 per cent of all revenue fares. Actual experi
ence shows less than 40 per cent. 

A. Swartz, of the Toledo & "\Vestern, believed that 6-cent 
fares when paid with two coins slows up the loading of 
prepayment cars and that metal tickets covering the full 
fare should be sold. Registering fare boxes are being 
installed and their use is producing an increase in revenue. 

J. W. Glendenning, Michigan Railway, stated that under 
the 5-cent fare with six tickets for a quarter, 5G per cent 
of the fares was paid with tickets. With G-cent cash 
fares and full fare tickets but 30 per cent use was obtained, 
whereas with G-cent cash fares and five tickets for 27 
cents, 5G per cent of passengers used them. 

L. H. Palmer, United Railways & Electric Company, 
said that where fares were increased from 5 to 6 cents an 
agitation arose for a metal tich-et. Such tickets were 
placed on sale at 140 different places but not on the cars. 
At first from 7 to 10 per cent of fares were in tickets, 
hut later this dropped very materially. With the 7-ccnt 
fares and four tickets for 2G cents or two for 13 cents, 
about G5 per cent use is obtained. Relative to zone fares 
he believed that passengers should pay for the ride rereivecl 
and that he had been advised the zone system in N cw J erscy 
was fast improving as the the people became familiar with 
its workings. 
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M. W. Glover, West Penn Rai lways, commented on the 
use of registers with fares boxes, especially with locked 
boxes, on multiple fare lines. 

P. L. King, San Antonio, stated that on his property 
it was found to be impossible for the conductor t o ring up 
all fares as deposited in the fare box and as a r esult th P
separate registration of cash fares was eliminated. Con
ductors, however, were given to underst and that passengers 
must deposit their fares in the box. 

L. Il. Nash, Stone & Webster, expressed the belief that 
passengers not presenting the correct fare should pay more 
than the regular fare so as to offer an inducement to have 
their fare ready when boarding cars. 

Walter Jackson, Brooklyn , said that the real reason 
why zone fa res based on British practice would not work 
in this country was on account of the heavy loading of 
cars. He suggested that zone fares could he collected on 
the prepayment plan if a machine was used to issue a 
destination check, leaving a duplicate locked up for the 
company. 'l'his would give the conductor an incentive 
to collect the fares. 

Thursday's Session 
Presid ent Bradley called th e final meeting of the Trans

portation & Traffic Association to order at 3 o'clock Thurs
day afternoon. 

Joint Use of Tracks and Terminals 
The report of the committee on joint use of t racks and 

terminal faci lities was presented by the chairman, R. •r. 
Sulli rnn. An abstract of the report follows: 

The committee on this subject reported that it had 
divided its assignment: '· The proper basis of cornpen
sntion to city compa nies by interurban companies for the 
use of city tracks and terminal facilit ie.,, and proper traffic 
regu1ntions relating thereto," into two phases: (1) The 
proper basis of compensation to city companies by inter
urban companies for the use of city tracks and terminals, 
and, therefore. tht• proper ha. is of compen ation of in
terurban <·om1,,rn ie:- liy <·ity companie for the use of inter
urban tnwks. ('!) T he pi 01)er traffic regulations . and 
contract obligations of 0,1t·h company to the other relating 
to :·m<·h joint u:-e uf tracks. 

The (·ommittee c-nd0arnreu to determin e the factors "·hich 
µ:o to make up an equitable arrnngement-not only to the 
commnnitie::; sen-ell , hut also to the companies directly 
i11rnhl'd in the contractual relation. In :-uc·h arrangements 
pnhlie benefit must be duly considen·cl. n,:, the deYelopment 
of a community through proper transportation facilities is 
closely intcnroYen with the dc,elopment of the city and as 
11·c1l a:c:, hut to a lesser degree, its ,-ulmrhs and the neighbor
ing towns. I n some states, this has rernltcd in stntutes regu
lating· the cunditions upon ,,hich cars of one company 
may be operated O\'Cr the tra ks of another, ,d1ile in others 
such regulation is vested in the utilitv commission or 
nrnnicip'al authorities. · 

" ' hether or not the nc~;otiation of such agreement lies 
solely within the jurisdict'ion of the contracting comp_a1:1ies 
or is subject to established law or regulatory uperv1s1on, 
a nrnltitude of considerations are in,olved bearing on what 
constitutes an equitable agreement. In no two c_ases. are 
these considerations identical, "'ith the result that it nnght 
be deemed impractical to attempt to define terms of a 
standard contract. or a group of standardized contracts 
co,er Yarying conditions on various properties. 

The n1ajo~it:v of contracts imolving the jo~nt use of 
facilities provide for the nse of city tracks, by mterurban 
lines as comparatiYely few interurban lines have sole access 
to the centers of population and business activity. Inter
urban lines being of much more recent development reach 

the heart of things over the tracks of the city companies. 
Yet with the growth and spreading out of our cities, what 
were formerly rural districts served only by interurban 
lines, are taken within the cities or become so populous as 
to justify t ransportation service on a city basis. Hence, 
there are cases in which city companies desire to operate 
over lines owned by interurban companies and it becomes 
evident that contracts for joint use of tracks are not merely 
one-sided agreements for the rental of city fa cilities to 
interurban companies, but rather are of the nature of a 
mutual co-operation. 

T HE P ROPER B ASIS OF COMP ENSATIO N 

Again the necessity of a rearrangement of the basis of 
fare, which has become acute in the last two years, has 
turned attention in many communities to the question of the 
desirability of a partnership between the city and the city 
street railway lines on a "service-at-cost " or some similar 
basis. In some instances this has necessitated the con
sideration of the segregation of city lines from interurban 
lines hitherto owned and opened as a common system. This 
factor in the situation accents the mutuality of trackage 
agreements. 

The basis of compensation being the prime essential of 
any agreement, the company owning the facilities must 
be safeguarded against loss due to wear and tear on 
those facilities and properly might expect a fair profit 
on their use. In the same way the " renter" of the facili
ties must be accorded such terms as will not be onerous and 
result in an undue burden on his earning power. 

Aside from the actual payments made for the use of the 
track and other faci lities, there is another considNation 
and that is the stimulation or loss of traffic on one or the 
other or on both lines, due to the joint use of facilities. 
The possible interference with car movements with their 
resultant higher operating costs must be also considered. 
There arise then in this connection these considerations: 

1. Docs the interurban line act a feeder to the city 
lines and does it produce a considerable amount of traffic 
for them? I s this gain greater for t he city lines than for 
the interurban lines? 

? . I the joint use of track and other facilities mutually 
beneficial in stimulating traffic for both interurban line.s 
and city lines? 

3. Does the interurban line gain in traffic without ma
terially increasing the traffic for the city lines? 

-±. Does the interurban line deprive the city company 
of any traffic which would go to the city cars operating over 
the joint trackage? 

Where the city lines are municipally owned or controlled 
it might be proper to consid,~r the operation of interurban 
car oyer city tracks and to city terminals in the light of 
adrnntage to the people in general an(1 to the tradesmen 
and industries iu particular. T he stimulation of trade to 
a retail center by bringing in customers from outlying 
sections and a similar broadening of the labor market 
mio-ht, could also well be considered in fixing the com
peisation for use of the city facilities. 

Existing contracts determine the amount of compensa
tion, except in minor instances where an agreed rental 
is paid, on four general bases, as fo llows : ( 1) On the 
number of passengers carried; (2) on car-miles operated ; 
(3) on ton-miles operated; (4) on the actual revenue 
(particularly with regard to freigh t and terminal stations 
where through tickets are sold). 

CoMPENSATIO~ FOR P ASSENGER C ARS 

l\Iany of the existing agreements were entered into at 
the time that the 5-cent flat fare was the general rule, the 
division of fares being computed on that rate with the 
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assumption that the ratio is still maintainecl where in
creasecl fares have been put into effect. (A number of these 
cases are cited from an article published in the STREET 

RAILWAY JOURNAL in December, 1906.) 
Class 1. The interurban company furnishes crew, car 

and a.lso pays crew. City co1npany wpplies track and 
power. Payment made on basis of fares. 

Case 1. City company receives 5 cents per passenger 
carried on interurban cars; does not honor transfers. 

Case 2. City company receives 5 cents per passenger 
carried on interurban cars; honors transfers without charge. 

Case 3. City company receives full fare ( 5 cents cash 
and ticket s and identification checks valued at 4-li cents ) 
with provision for a sliding scale. [n addition to the full 
fare the interurban company will pay to the city company 
¾ cent per passenger carri ed until the annual receipts 
amount to a fixed sum ($50,000) after which the ¾ cent 
per passenger will not be paid. After the amount receivecl 
by the city company reaches the second fixed sum ( $'i'O,OOO) 
per annum, the amount paid by the interurban company to 
the city company will be rcclucecl t o 4' cents per passenger 
carried. Tran sf er privileges are incluclccl. 

Ca,se 4 . The city company receives 4 cents per passenger 
carried on interurban cars. No transfer pri~·ilegcs . 

Case 5. The city company receives 3½ cents per passenger 
carried on interurban cars. 

Case G. 'l'he city company receives 3 cents per passenger 
carried on interurban cars. X o transfer privileges. 

Case 7. The city company receiYes 2½ cents per passenger 
carried on interurban cars. No transfer privileges. 

Case 8. The city company receiYes 3 cents for each local 
passenger carried on interurhan cars and 1 cent for each 
through passenger. 

Case 9. The city company receives 2} cents for each local 
passenger carried on interurban cars and 1 cent for each 
through passen ger. The city company also receiYcs 4 cents 
per car-mile for power and use of track. 

In practically all instances coming within the above cases, 
unless otherwise noted, the interurban cars either carry no 
local pas8engers or else pay the city company the full ·fare 
for such passengers. 

Class I I. City company furnish es crew, track, power and 
also pays crew. Interurban company furm'slzes ca r. Pay
ment made on the bas·is of fares. 

Case 1. The city company keeps the entire fare and 
gives transfers. 

Case 2. The interurban company r eceives 1 cent per pas
senger. The city company giYes t ransfer. 

Glass III. The hilerurban conipany furnishes crew and 
car ancl also pays crew. Th e city company s1ipplies tmck 
and po1t'er. Paym ent is made on a ca r-mile basis. 

Case 1. The interurban company keeps the entire fare, 
hut pays the city company for each car-mile, the average 
gross receipts per car-mile earned by the local cars of the 
city company on the same route, the figure being cletcnninecl 
monthly. Through pas8engers receiYe free transfers, but 
transfers to local passengers are redeemccl by the interurban 
eompany at 2½ cents each. 

Case 2. The interurban company keeps the entire fare 
but pays the city company for each car-mile the actual cost 
for power and m aintenance. The cost of repairs and re
newals of tracks usecl by the city cars operating over the 
sam e tracks is determined monthly, to which is added 
interest on the investment at 7 per cent per annu m and 
taxes thereon. City passengers are not canied on inter
urhnn cars and there are 110 transfer priYileges. (Th is ar
nmgcment is under a ,: servir.e-at-co8t" fra nchise which 
11eccssitated the segregation of city property from inter
urban property formerly ownecl and operated by the same 
compan y. The agreement emliodics tbe reriprocal right of 
the city compa11y, within the cfo:crf'tion of the city's railway 

commissioner to operate city service over interurban lineg 
lying within the city limits.) 

Case 3. 'l'he interurban company pays the city company 
at a fl.at rate ( 2 5 per cent) per car-mile for the use of track 
and power. 

Glass IV. Th e city comvany furnishes crew, track and 
power and also pays crew. Th e interurban company fur
nishes cars. Payment is made on a car-mile basis. 

Case 1. The interurban company r eceives 2 cents per 
car-mile for the use of its car and maintenance. The city 
company keeps entire fare. 

Case 2. The interurban company receives 1 cent per car
mile for the u se of its car and maintenance. 'rhe city com-
11any keeps the entire fare. 

Class l'. The interurban company furnishes track and 
the c·ity co mpany furnishes power and operates its cars over 
a 7JOrtion of the interurba n line within lhe city. Payments 
fo l' use of tracl.: are 1/lacle on a ton-mile basis; and for. power 
on a kilo1raft-hou1· basis. 

Case 1. The city company pays to the interurban com
pany such proportion of the ·mon thly cost of maintenance 
( including panment) and renewals of track, roadway and 
oYerheacl line, inclmling a return on the investment at 
8 per cent per annum, as th e ratio of the ton-miles of the 
city cars operated bear to the total ton-miles of all cars 
operated over the tracks. the ton-miles to be computed on 
ihe basis of the cars operated unloaded. The interurban 
company to pay the city com pany for energy at the rate of 
1 cent per kilowatt-hour, the total power consumption for 
the section t o be divided in the same ratio as the ton-miles 
of the interurban cars operated oYer the section bear to the 
total ton-miles of all cars operated oYer the section. ( Agree
ment under order of Wisconsin Railroad Commission in 
cases of Illihrnukee Electric Railway & Light Company 
( city lines) and the Chicago & l\'Iilwaukee Railway and the 
~Iihnrnkee Northern Rai lway ( interurban lines) within the 
city of ::\Iilwaukee.) 

The a boYe cases inclucle the most general forms of agree
ment on the ha8es for compen sation , hut there are many 
rnriations of the snme gener al principles. as illustrated by 
the following m iscellaneous cases. Unless otherwise, indi
cated the interurban company furnishes and pays the crew. 

Case 1. It is optional with the city company whether it 
supplies crew or allows the crew of the interurhan company 
to operate car. The city company receiYes full fare and 
3 cents per car-mile in addition. 

Case·? . The city company receiYes 3½ cents per passenger 
carried on the interurban car arnl a stated sum of $500 per 
month in addition . 

Case :3 . Crews arc supplied by the city company but the 
interurban company pays half of the platform expense. The 
city company gets the entire fare. 

Case .J. 'rhe city company gets a fixed sum of 1 ~ cents 
per car-1n.ilc for th e u se of track ancl power. Transfers are 
redeemed lJy the interurlJan company at 3 ecnts each ancl 
by the city company at 1 cent each. 

Case 3. The city company receiYes ;3 cents per pas-
senger carriccl on the intcrurlrnn cars arnl the interurban 
company pays part of the maintenance costs prorated on a 
car-mile basis. 

Ca8e G. ~\ flat rate $1 per car is paid by the interurban 
company. ~\ flat rate of GO cents per trail-ca r in addition. 

Case 7. ' rhe interurban company pays a :6:xed sum per 
car-mile aml l r; cents per passenger carried on the inter
urban cars. 

In some cases the charge includes use of tracks, power 
ancl termi11al facilities, if any, while in others there is a 
f\xecl rate hased on either t l~e passengers ra rriecl on the 
interurban ears or rnte per car-mile ancl an additional 
charge of 1 c·ent per passenger boarding interurban cars at 
the krminal stat ion. 
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'l'he compensation agreed upon does not necessarily 
reflect the mileage of city t rack used by the interurban com
pany, as in some instances more is paid per passenger 
carried on interurban cars for the use of 1 mile of city 
track than is paid in other cases for the use of 2 or 3 miles 
of city track. 

COMPENSATION FOR FREIGHT C.ARS 

Much divergence appears in regard to the compensation 
paid for the right to operate freight and express cars over 
citv lines. Some of the cases cited are taken from contracts 
which also cover the use of fac ilities by passenger cars and 
some from contracts in which only freight and express cars 
are considered . 

In most contracts the cost of handling freight at the 
city termina l is not mentioned, it appearing that this is 
done by the interurban company's own employees and at its 
expense unless otherwise noted. 

Cla.<!S I . The internrban or e.rp ress com pany furnishes 
cars and crews and pays the city company a percentage of 
its fre ,ight or express earnings. 

Case 1. 'l'he city company receives 17.5 per cent of the 
gross freight revenue from a station specified as the maxi
mum limit and from intermediate stations. The city com
pany furnishes the freight terminal. 

Case 2. 'l'he city company receiYcs from 5 to 10 per cent 
of the freight revenue depending upon the distance the ship
ment is hauled. The basis for terminal arrangements is 
not avai lable. 

Case 3. The interurban company pays the city company 
on the basis of net revenue rccci,cd for each shipment in 
the ratio of the number of miles of city track used to the 
total miles the shipment is hauled. 'l'i1e arrangement for 
terminal facilities is not available. 

Class II. The interurban or e:rpress company f1trnishes 
cars and crews and pays the city company on a tonnage 
basis. 

Case 1. 'fhe interurban compan)' pays the city company 
at a flat rate per ton of freight handled. 

Case 2. Terminal charges are prorated among several 
e:ompnnics using the terminal on a tonnage basis of freight 
handled inbound and outbound. 

Class I II. The interurban or e.rpress company furnishes 
the ca.r; the city company furnishes th e crew. Settlements 
are nwde on a tonnage basis. 

Case 1. The city company takes oYcr handling of the car 
and freight at the point of junction and establishes its own 
tariff as part of the joint through rate. 

Case 2. Division of revenues is made on a tonnage basis. 
The city company supplies the terminal and pays the 
handling costs at the terminal. 

Class TV. The interurban or ei:press compa.ny furnishes 
cars and cre1cs and pays the city company on a car-mile 
bM~ . 

Case 1. The interurhan c-ompany pays the city company 
at the rate of -!O cents per car-mile. The basis for terminal 
arrangements is not available. 

Case 2. The interurban company pays the city_company 
at the rate of 31.16 cents per car-mile, this charge including 
terminal facilities, but not handling. 

Case 3. The interurban company pays the city company 
25 cents per car-mile and pays an additional flat rate of 
$1.0G per car for terminal facilities. 

Case -±. The interurban company pays the city company 
at the rate of 25 cents per car-mile and a proportion ofter
minal expenses on a tonnage basis. 

Case 5. The interurban company pays the city company 
at the rate of 25 cents per car-mile, this charge including 
terminal facilities. 

Case 6. The interurban company pays the city company 
15 cents per car-mile and 75 cents per car for terminal 

facilities. The interurban company pays its own handling 
expenses. 

Case 7. The interurban company pays the city company 
a percentage of revenues on a basis of the ratio of miles of 
city t rack used to the miles traversed by the freight car. 
No terminal facilities. 

Class V. Miscellaneous. 
Case 1. 'l'he interurban company furnishes cars and 

crews and pays the city company a proportion of interest, 
depreciation and maintenance on track and roadway and 
a fl at rate for power. _ _ 

Case 2. The interurban company furnishes cars and 
crews and pays the city company $1 for each trip of each 
motor car and 50 cents for each trip of each trail car. 

Case 3. The interurban company furnishes the car; the 
city company furnishes the crew and handles freight from 
the city line. The interurban company pays the city com- , 
pany $2 for each inbound or outbound trip; also a tax 
levied by the city and reimburses the city company for 
wages paid crews. Terminal facilities and handling are 
11rovided by the city company. 

'J.'R.\ FFIC REGUL.ATIONS .AND CONTRACT OBLIG.ATIONS 
1l'he "proper traffic regulations" and the "contract obli

gations of each company" are matters that should be care
fu lly considered and explicitly set forth in an agreement 
covering the joint use of tracks and terminals. 

Traffic regulations are partly within the discretion of the 
"owning" company, but are largely prescribed by franchise 
conditions, local ordinance and state law, so that a general 
stipulation that the " renting" company shall abide by 
these restridions, or similar restrictions hereafter enacted 
are generally made a part of the agreement. 

Other oLligations of the contracting companies are 
wholly within their discretion, but the careful analysis of 
all matters affecting each of the companies and specific 
agreements coYering them frequently avert future mis
understandings, while some provision for arbitration, or 
other means of settling misunderstandings, will tend to 
avert difficulties during the life of a contract . 

The chief factors aside from the compensation to be 
considered in making a joint use of tracks agrement may be 
classified as follo\\·s : 

1. Preamble- Setting forth the purpose of the agree
ment, the territory and lines affected, etc. 

2. The eonnection-Setting forth engineering require
ments, first cost, maintenance and the like. 

3. The route-Lines coYered by agreement, emergency 
rerouting, future permanent rerouting and the like. 

4. Schedule and headway-1\Iaximum and minimum 
number of cars to be operated, precedence, revision of 
schedule, etc. 1 

5. Character of equipment to be furnished by the "own
ing" company- Track, overhead equipment generating 
facilities, voltage, int erruptions, sidings and crossovers. 

6. Character of equipment used by the " renting:, com
pany. 

7. Valuation- Including depreciation, renewals, de
ferred maintenance and the like. 

8. Repair and maintenance of cars. 
9. Terminal stations-Location, cost of construction 

maintenance, restrict ions on use, operating costs, etc. 
10. Crews on cars-Responsibility, supervision, condi

tions of employment, duties, etc. 
11. Fare collections-1\Iethods of collections, registra

tion, checking and the like. 
12. Damages to the public-Division and determination 

of responsibility. 
13. Damage between respective companies. 
14. Free transportation-Regulation of issuance of 

passes, rights of employees on cars of other companies, etc. 
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15. Settlements-Time allowed for settlements, auditing 
of accouuts, penalties for non-payment. 

16. Competition-Restrictions against future competi
tion, direet or indirect. 

17. Freight and express cars-Any special provisions re-
garding use of such ears. 

18. Length of agreement-Renewal of agreement. 
19. Arbitration-Settlement of disputes, forfeiture, etc. 
20. Miscellaneous clauses. 
The relative importance of these clauses is largely de

pendent upon the nature of the agreement as to the method 
of computing compensation for the use of the tracks and 
terminals-whether it be on the basis of the number of 
passengers, or tons of freight carried, on car-miles or ton
miles operated, on the revenue received, or on a "cost-of
service " basis. 

Depending upon this factor of the method of compensa
tion, phases of the agreement which might require elaborate 
and detailed treatment in one contract might be amply 
covered with a simple elause in another. 

For instance, if the agreement provides that the fares 
collected on the "renting" company_j cars are to be divided 
between the two companies, the question of valuation, de
preciation and deferred maintenance are of little or no im
portance; but if the agreement is that the " renting " com
pany shall pay its share of the maintenance, renewal and 
return on investment on a given section in the ratio of the 
car-miles or ton-miles operated by it over that section to 
the total car-miles or ton-miles operated over that section, 
the matters of the investment on which a return shall be 
paid and the condition of the facilities at the time of mak
ing the agreement are of vital importance. 
· The committee concluded its report by stating that after 
a study of the various contracts available, it is of the opinion 
that it is not feasible to draft a standard form, or forms of 
contract which would fit the many and variable conditions 
of the industry. It is of the opinion that certain prime 
factors in all cases enter into such contracts whether the 
payment by one company for the use of facilities of another 
eompany are based upon a division of the revenue, the 
number of passengers earriecl, the number of car-miles or 
the number of ton-miles operated and that these factors, 
which must be considered in arriving at a fair and equitable 
rental, are: (1) Maintenance and repair of the facilities 
jointly used. (2) Incidental expenses of operation such as 
snow-cleaning, greasing of switches and eurves, sprinkling, 
etc. ( 3) Depreciation. ( 4) Taxes. ( 5) Fixed eharges. 
( 6) Fair return on the fair value of the property and 
privileges. 

The committee was also of the opinion that the best 
interest of both parties to a contract for the joint use of 
facilities are most readily served by the following methods: 

I. When the renting company supplies cars and crews and 
pays the crews, but carries no local passengers: 

(a) By the renting company paying the owning company 
sueh part of the charges as its use of the facilities bear to 
the total use of such facilities, either 

1. On the basis of the ton-miles (not including 
loads), where there is considerable difference in the 
equipment used by the two companies, or 

2. On the basis of the car-miles operated, where 
there is no such considerable difference in equipment. 

(b) By the payment for power used on a basis similar 
to (a), or upon a flat rate per kilowatt-hour with provision 
for the readjustment of the rate each year or at similarly 
convenient intervals. · 

( c) By the payment for terminal facilities on a basis 
similar to (a), or upon a basis of the number of passengers 
or, tons of freighf handled. 

II. When the renting company supplies cars and crews 
and pays the crews and hauls local passengers. 

By the renting company paying to the owning company 
a part of the charges as outlined in Sec. I , and in addition 
all, or a stated part, of each local fare collected, clue regard 
being had for the saving in the number of cars thus effected 
by the company owning the facilities join~ly used. 

Ill. When the outside companJI turns its cars over to the 
owning company which supplies and pays the crews. 

By the payment to t?e eompany o:".n~ng the ears by the 
company owning the jomtly used facih_ties a stated_ a~ou_nt 
for eaeh car-mile operated by the foreign cars while m its 
possession. 

This report was signed by R. T. Sullivan, chairman; 
H . W. Clapp, J. F. Collins, and A. Swartz. 

DISCUSSION ON JOINT USE OF TRACKS 

In cliseussing the report, G. T. Seely, Chicago Elevated 
Railways, said that many of the interurban companies 
entering cities do not carry any local business and charge 
their passengers over the city lines the same rate per mile 
as they receive on their own properties. He thought this 
was desirable because the terminal facilities are likely to 
eat up such a large portion of the revenue per passenger. 
Mr. Seely also remarked about the undesirable practice of 
forcing interurban cars to trail along behind a city car on 
its way to the central terminal. H e thought that arrange
ments should be made for the city car to take a siding to 
permit the interurban to pass and thus cut clown the run
ning time. He said the interurbans lost a large amount 
of business on account of this slow service through the 
city. 

Frank R. Coates, Toledo Railway & Light Company, said 
that he believed the committee should recommend the 
formulation of a joint contract which would serve as a 
starting point for drawing up new contracts. He thought 
this would simplify the making of contracts. He made 
a motion that the committee should be continued if this 
conformed to the wisdom of the executive committee. This 
motion was later approved by the eonvention. 

J. N. Shannahan agreed with Mr. Coates and thought 
that there should be a basic contract on file with the asso
ciation as a guide to the making of new eontracts, and in 
order that there might be some uniformity about them. 

R. P. Stevens, Mahoning & Shenango Railway & Light 
Company, said that new contracts of this character would 
have to be made in connection with the installation of 
service-at-cost franchises. In antieipation of this the com
mittee had compiled all information necessary and thought 
that the actual work of drawing up the eontracts could be 
left to the legal department. 

President Pardee of the American Assoeiation entered 
the meeting at this point and was received by P resident 
Bradley, who requested him to make a few remarks, the 
latter leading up to this by some very eomplimentary 
comment upon the manner in which J\fr. Pardee has served 
the association. 

President Pardee responded by saying that whatever 
suecess had been attained during his administration was 
due to the able assistance which had been given him by 
the committee members and by the secretary's office. He 
thought that the man who conceived the idea of affiliated 
associations and completed the arrangements whereby all 
branches of the industry meet simultaneously, did a mag
nificent serviee. He attributed the great progress which 
the assoeiation has made to this affiliation of the various 
branches of the industry. 

The report of the committee on resolutions was then 
read by the chairman, R. T. Sullivan. The report em
bodied two resolutions, the first one expressing the thanks 
of the association to President L. 8. Bradley and the other 
officers and committee men because of their long and effi
cient service in office and because of the splendid efforts 
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they have put forth in making the convention of unusual 
interest and value. The other resolution expressed the 
a ppreeia tion of the association to the manufacturers for 
t heir live interest and their application of new methods 
and the creation of new appliances in solving the prob
lems of the industry, and thanked the committees in charge 
of the exhibits at the conventi on. 

At this point L. H. Palmer, chairman, read the report of 
the nominations committee, as fo llows : President, ,v. H . 
Collins, F onda, .Johnstown & Gloversville Railway ; first 
vice-president, Il. P. Stevens, l\lahoning & Shenango Rail
way & Light Company, Youngstown ; second vice-president, 
L. IL P almer, lTnitccl Raihrays & Rleetri c Company, Balti
more ; third vice-presi <len t, G. T. Seely, assistant general 
manager , Chicago Elevated Haihrays ; secretary, E . B. 
Burritt. 

'rlw members of the executive committee chosrn were 
J . K. P mHlerfon], the Connecticut Company, N cw Han•n: 
Gc•orgl' T-I. Cliffon l, :N" orthern T rxas 'l'raetion Company. 
F ort Wo rth, 'l'ex. ; A. Gabour y, ::\ Iontrenl Trannrnys, arnl 
'l1 . C. Cherry, l\ Inrylnrnl Elcdri r Hailm1ys, An{rnpol is. 
'l'hc l'Oll\"l'lllion t hen nuthnr izerl the secretary to cast a 
unani muus linll nt eledin ~ th rse offi cers. · 

Look ing over the lis t ;,f names, P ast-Presi<ll'n t Bradley 
pre<lidt><l that m•xt year "·ouhl be the greatest in the hi s
tory 0£ the a:-suciat i011. H e commented upon the spl en<li<l 
support whi c·h hn<l lwl'll giwn hi m clurinp: his term of offo-e 
liy all rn ernl>Prs of the asso1·int iun awl sai<l thnt the past 
threl' years had been onr of t l1 e greatest delights of his li fe. 

::\Ir. Cullill s, presi rlc11t-elcd, niacl c a liri e£ talk expressing 
nppn •1·intio11 of tl1e Yery great honor whir-h hn1l hcen 
hestmn•1l upou him and pll'!lg-in,c!." h is l1cst sen-ice to the 
prngre:-s uf the Ui":-ociat ion. 

Collection of Zone Fares * 
. I D is t1111 cr> Fa rr> 8 !Js fr111 l s Des ira ulc a11 rl E:rpcditious Col

lect ion ll' ill De Dcrrlopcd 1c ith E.rpericncc 
JJ11 rinu the ... Ye.rt Peu· J' ears 

BY GEonoE Kn::-.nrnnLEIX, .Jn. 
~lilwaukl'e Ekdric Hai lway & Light l 'ompany 

llE expericll(·e uf electric raihrnys during the last bro 
or three yenr:- with inc·rea."e:- in m1it fores aboYe 3 cen ts 
has not been as satisfaetnry a:e the operators and regu-

lating connnis~ions had hopl'cl for . Splitting the nickel is 
bound to cause some reac-t ion anL1 reclrn·e tranl. Probably 
the ideal seheme of :fares for inducing short-haul t raYel 
L__ 

* .-\ h:,tr,1c·t , ,f 11 ~1 ptJ r pn"'.:t'n tcd at n1et-tin_g- of T1 :1 n..:r•ortatiun & Traffic _\s :;ociation. 
t >C" t . ~- ~H-~). 

where the service is sufficiently frequent would be to have a 
fare sufficiently below 5 cents so that the saving would be 
appreciable. H ad the 1914 costs of operation continued 
during the last five years, there is no doubt but that a num
ber of electric railways would have undertaken this step. 

I anticipate that during the next few years there will be 
substantial advances in practical methods of collecting 
distance fares in congested areas in American cities. The 
European exper ience affords lit tle guide because of the fact 
that the scheme of fa re collection there m~ed requires that 
the conductor go through the car and collect a fare from each 
passenger after he has taken a seat, and under conditions 
mueh more favorable to the conductor than obtain here in 
America. The standing loads on E uropean tramways are 
limited to a very small number, whereas in America the 
:c:tandi11g loads are controlled partly by the patience of the 
passengers and partly by the floor area of the car. lVIore
on r, our American roads operate largely upon the pay-as
you-en ter or pay-as-you-leave system. 

The type of fare collection system needed to meet our 
American conditions depends somewhat upon the density of 
traffic and somewhat upon the existence of definite zones. 
1t is conceivable that in a system of dist ance-tari ff where 
the passenger paiLl by the mile of ride as in a taxi and with
out respect to hi s point of origin or point of discharge, ex
cept as sueh determined distance, will requi re a diffe rent 
system of fare collection than one where zone points have 
clefinite geographical locations. All systems so far t ried 
or in operation in this country involve definite geographical 
zones. 'rhe most conspicuous example of the zone or dis
tance-tariff fare collection is that in operation on the lines 
of the Public Senice Haihrny in New J ersey. . 

I n planning for the l\Iilwaukee system we saw the neces
si ty of proYicling for the prepayment of fares to points 
"·here the 11umlJer of passengers discharged was large; we 
fea red the delays "·hich might result from the application 
uf a pay-a::;-yon-leave principle. The troubles to which 
the PulJlic :3enic-e Rai hray has been subjected in the opera
tion of its zone fa re plan have largely come from the 
delays inYohed in requiring passengers to pay their fares 
when get ting off cars. P robably a different type of car 
might haYe malle the problem somewhat easier, but points 
of hcaYy discharge ·were bound to eause disturbances. 

Ewry system of zone-fare collection on through cars 
"·ill requi re the use of some form of identification check, 
shm,·ing the origin of the passenger and requiring the 
s1urencler uf such eheck upon leaving the car. Fare regis
tra t ion is not essential in any system ·where there is the 
proper degree of co-operation between the trainmen, the 
pulilie arnl the utility. 
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Engineering Association 
Proceedings 

Among 1Yew Siibjects the Engineers Considered Partic1l
larly H. elical Gear1'.ng and A uto1nalic Efabstations- They 
Launched a Cam,JJa·ign lo Pronwle Greater Use of the Asso
ciation Standards and Showed an E.rhibit of Standard 
Sample Prod1lcts in Connection Th erewilh- E.rcepting for 
Addresses on Construction IVork in Prance and Gasol·ine 
Drive for Railway Cars, th e Program Consisted of R eports 
and Dise1lssion Thcreon- E. R. IIill was Elected President 

F. R. PHILLIPS 
President -~ -------------------------.90, 

E. R. HILL 
President-Elect 

T HE American Electric Railway Engineering Associa
t ion held its opening session of the convention in 
Engineers' Hall on J\.Ionday afternoon. The session 

was opened by President F. R Phillips, Pittsburgh Rail
ways, with the annual presidential address. This appears 
in abstract below. 

President Phillips' Address 
Certain changes which have been made in the plan of 

committee work of the Engineering Association were the 
opening theme of J\.Ir. Phillips' address. The modification 
of methods in vogue and new features were these : (a) 
Prompt organization of incoming administration to the 
end that more time would be available to committees for the 
prosecution of their work. (b) Organization of the com
mittee on standards upon such a basis that a higher degree 
of refinement might be obtained in the standards and recom
mended practices. ( c) Promulgation of a more universal 
use of association standards. ( d) A convention program 
that would hold the interest of the members in attendance at 
conventions. 

In line with this program a rule was adopted providing 
that members of standing or special committees automati
cally became ineligible for membership on the committee on 
standards. Moreover, it is held that since the measure of 
usefulness that this association is to the industry lies in the 
character and quality of recommendations for standards 
and recommended practices, the committee •on standards 
becomes the most responsible and important body within the 
association. Its function may well be likened to that of the 
S'upreme Court of the United States; while the executive 
committee forms the administrative and the working or 
technical committees, the legislative branch of association 
goYernment. 

The most frequently repeated criticism of the Engineer
ing Association is the allegation of non-use of association 
standards, arising from a lack of substantial interest upon 
the part of the membership at large. In J\.Ir. Phillips' 
opinion the criticism has obtained principally for the fol
lowing reasons : 

1. We have been delinquent to the extent that the mein
hership at large has not been properly and thoroughly in
formed as to the existence of association standards and 
practices and the benefits accruing from their use. , 

2. Certain of our standards and refomm ended practices 
lack form or need revision in response to later development 
in the art. 

3. J\.fany of the manufacturers of materials and supplies 
until recently have not contributec1 that support which at 
least the merit of the case warranted. 

Happily, recent rl evelopments resulting from a rampaign 
of publicity launched by the standarcls committee , together 

with vigorous effort by technical committees to revise pres
ent standards and recommendations as well as a new rela
tionship with manufacturers, bid fair in the near future to 
remove the cause for crit.icism. " 

J\.Ir. Phillips then made a resume of the work of the 
technical committees and explained how the program for the 
convention had been planned to provide material of interest 
for all engineers. He explained also the plan of the Ameri
can Engineering Standards Committee and said there is 
without doubt a wide field for real constructive work for 
such an organization. However, it could be made much 
more effective were it to include in full membership on the 
main committee representatives from all branches of engi
neering. The American Electric Railway Engineering 
Association is the recognized representative in engineermg 
work of the third largest industry in this country and it 
would seem essential that it be admitted to full membership. 

It is recommended that after a prompt study of all 
fertures of the situation and, if it is deemed wise under the 
circumstances, proper representations be made to the end 
that this association be accorded the consideration to which 
its importance in the field of engineering entitles it. 

Among other matters taken up by the speaker were the 
statistical bureau and the appointment of J. W. Welsh as 
special engineer, and the relations of the association with 
the claim agents and storekeepers. On this last point he 
said that for several years past the association has been 
searching for means through which the needs and desires of 
our purchasing agents and storekeepers could be properly 
met. Numerous plans have been proposed. About the 
time of the suspension of association work in 1917, it had 
been planned to provide such means through the Engineer
ing Associatio:n, and provision for setting aside a portion of 
the program to be devoted to matters of particular interest 
to them was contemplated. Upon further consideration of 
the matter, it was decided to provide self-determination for 
them and, this year, they have meetings planned for , and 
will no doubt for themselves adopt measures which are 
suitable. 

It would seem proper that the Engineering Association 
should afford such co-operation as may be helpful to th em 
and should be prepared to meet their desires in an acceptable 
manner. 

In conclusion J\.fr. Phillips urged the need of a vigorous 
campaign to arouse a more active interest in the affairs of 
the association upon the part of the membership at large , 
with particular reference to the use of association standards. 
H e snggestec1 that a close, harmonious working arrangement 
with the manufacturers be maintained wherein the manu
facturers in some measure become sponsors for association 
standards. 

rrhe members should inform themselYes thoroughly in all 
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of the various aspects of the ease of the industry now pend
ing before the eourt of the people, and put before their 
friends and acquaintances at home the real truth of the 
matter. -Thus they will not only support their company 
officers in the great struggle now going on but will perform 
a real serviee to the community. 

A erisis in the electrie railway industry impends. As an 
association and as individuals the members should be pre
pared to perform, with vigor and enthusiasm, whatever duty 
they may be called upon to perform. 

It should be borne in mind that the time and effort ex
pended by officers and committee members necessary to pro
duce results is a gratuitous eontribution to the welfare of 
all members as well as to the industry. The membership of 
the eommittees is made up of men who, because of their 
knowledge and achievements in electric railway work, are 
entitled to the confidence and respect of all. The members 
should study their work and give heed to their advice. 

Though threadbare from frequent repetition it is still 
axiomatic that "without faith no cause is secure." En
thui-iasm is the outward expression of faith. The offieers 
and leaders in the association should therefore be accorded 
the enthusiastic support which is rightfully theirs. 

Report of Executive Committee 
The report of the executive committee "·as next reacl. 
ln filing it::; report with the association, the executiYe com

mittee reviewed its activities since the 191G convention, 
the report consisting of the minutes of the meeting held on 
the last day of that convention and since. 

One of the most important features covered by the report 
was the discussion of a revision of the method of adopting 
association standanls. The subject was broached originally 
by G. W. Palmer, Jr., first vice-prei-ident, at the meeting 
held on Oct. 13, I!)] G. l\Ir. Palmer frankly criticised some 
of the procedure in the adoption of standards in the past, 
and illustrated his contention hy referring to specifie in(_'i
denti- of what he considered unfortunate procedure. His 
aclclress to the connnittel· was considered so important that 
it was Yotcd to include it in full in the minutes and to 
bring the matter up for discussion later. At the following 
meeting it was decided to adopt l\Ir. Palmer's recommenda
tions and to change the composition of the standards com
mittee so that it would eonsist of nine members. no one of 
whom i-houlcl be a memhcr of any nther committee charged 
"·ith the preparation of stanclards. The eommittee is so 
constituted at present, with the adclition of :-ix members 
appointed to re1)Tesent manufacturers in accordance with a 
plan adopted in 1917. 

The work of the standards committee was brought up 
again at the meeting of Feb.!), 1917, "·hen. after discussion. 
the report of the suh-commi ttce, consisting: of l\Iessrs. E. R. 
Hill. G. ·w. Palmer, Jr .. and ]Hartin Sehreiber, coYering
the procedure in the handling of standards and recommen
dations was adopted. This procedure is as follows: 

1. Standing committees to make their reports as formerly in 
time for consideration by the standards committee by Jhly 15. 

2. The standards committee will consider such recommenda
tionf: and if the subject matter be deemed of sufficient merit, it 
will be sent to member companies a'3 provided in Par. 3 below ; 
if deemed not of sufficient merit it will be sent back to the 
standing committee. If it seems especially desirable to the 
standards committee certain proposed recommendations or 
standards may be presented by it to the convention for discm:;
sion, but not adoption. 

3. The proposed standards or recommendations will then be 
forwarded to the secretary to be sent out to member companies 
for their comments and r ecommendations ; if the discussion i'i:; 
conr.idered sufficiently adverse it will be sent back to the stand
ing committee. 

4. After receiving comments and recommendations of mem
ber companies the same will be forwarded to the standing 
committee who in turn will report the matter a second time to 
the standard;:; committee on July 13 of the following year. 

5. The standards committee will then take final action and 

report to the convention. If favorable it will recommend final 
adoption, otherwise it will give reasons for disapproval. 

6. In handling the reports on the convention floor only mat
ters pertaining to standards and recommendations will be sub
mitted and discussed, and such matter;:; will be presented by 
the standards committee. (The purpose of this is to give ample 
time for discussion of important matters and to leave time for 
the introduction of other interesting features.) 

7. In the revision of existing ·atandards and recommenda
tions, the standards committee may, in its discretion, either 
pursue the course as outlined above or report the matter direct 
to the convention for final action. 

The above is suggested as the normal procedure, it being 
thought that in cases of special urgency or nece·asity these 
rules may be suspended by the convention upon recommenda
tion of the standards committee and ratification by the execu
tive committee, and final action taken at the first presentation 
at the convention. 

Another important action taken at the Feb. 9, 1917, meet
ing was the deeision to augment t"he technical committees 
by the addition of represen tatives of manufacturers to the 
following extent: S'ix members on the equipment eom
mittee, three members on the power distribution committee, 
three members on the eommittee on way matters, and two 
members on the power generation committee. 

At the same meeting a resolution was adopted to the 
effect that the presiden t of the American Electric Railway 
Association be requested to designate the chairmen and 
vice-ehairmen of all joint committees from among the mem
hers of such eommittees, and where the ehairman is selected 
from one association that the vice-chairman be selected 
from the other association represented. 

Without going into further details of important actions, 
it will suffice to say that during the war interim the com
mittee discussed propositions for holding a meeting of pur
chasing agents at the convention, for encouraging ap
prentice plans in electric railway shops, for possible changes 
in the form of the Engineering l\1anual, and other topics 
which will presumably now be revived. 

'l'he preeentation of the above abstract brought out the 
question from H. H. Adams, Chicago Surfaee Lines, as to 
whether an approval of the report carried with it an ap
proYal of the recommendations concerning the adoption of 
standards. R. C. Cram, Brooklyn Rapid Transit Company, 
expressed the opinion that it did not seem wise to delay the 
adoption of standards pending the approval by member com
panies. as few answers are obt ained to such questionnaires. 
Fpon decision that acceptance of the report did not ap
prove the recommendations the report was accepted. 

'l'he report flf the secretary-treasurer explained that as 
a result of a decision of the executive committee of the 
American Association it became necessary to discontinue 
the practice of paying the expenses of eommittee members. 
The expense of the association has therefore been confined 
to that connected with the publication of the proceedings 
and other incidental expenses. Committees on power dis
tribution, power generation, equipment, way matters and 
buildings and structures have been actively engaged in the 
preparation of reports during the past year and a number 
of special eommittees have had their work incorporated in 
that of the standing committees. 

A drive has been started in the promotion of the use of 
the standards and an exhibit of the approved standards 
appeared in the association booth. Fifteen new individual 
members and 155 company seetion members have been ae
cepted. This report was accepted. 

The committee on resolutions appointed by the president 
included H. H. Norris, ELECTRIC RAILWAY JOURNAL, 
C. Rufus Harte, Connecticut Company, and C. S. Kimball, 
Washington Railway & Electric Company. A eommittee 
on reeeption to those who were to deliver addresses before 
the conYention was also appointed and included Martin 
Sehreiber, Public Serviee Railway; J. H. Hanna, Capital 
Traction Company, and C. L. Cadle, New York Railways. 
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Power Distribution 
C. L. Cadle, chairman of the committee on power distribu

tion presented its Teport. He stated that the subjects as
signed to this com mi ttce for this year were : ( 1) Revision 
of the joint specifications fo;r overhead and underground 
wire and cable crossings over railroad companies' right-of
way. (2) Revision of specifications on wires and cables 
with special reference to stranding of cables and thickness 
of 600-volt insulation. ( 3) Standard thread for pins and 
insulators. 

With reference to the first subject the committee found 
that the present specification for overhead crossings of 
electric light and power transmission lines which was 
adopted by the convention in 1913 as a "recommended 
specification" has become somewhat obsolete, due to the 
promulgation by the Bureau of Standards of the National 
Electrical Safety Code. An attempt was made to revise this 
work and joint sessions were held with the American Rail
way Association and the American Railway Engineering 
Association. After many conferences a tentative specifica
tion was agreed upon which was presented to the association 
for consideration. 

This report is divided into four parts and contains four 
appendices. Part 1 gives specifications for use with over
head crossings of electric light and power supply lines irre
spective of voltage. The items taken up are clearances, 
loading conditions, working stresses, foundations, location 
of supports, steel poles and towers, wood poles, crossarms, 
pins, insulators, tie wires and clamps, spans, guy anchorages, 
guys and grounding. Part 2 gives requirements for trolley 
line crossings and deals with clearances, trolley wire con
struction, trolley guards, span construction and high
potential trolleys. Part 3 takes up underbridge crossings 
and Part 4 underground crossings. 

The four appendices give tables and curves of conductor 
sags, tables of wind and ice loads and properties of wire, 
specifications for wood poles and specifications for galvaniz
ing and sherardizing. The report is very complete and con
tains much valuable information. 

The subject of the revision of specification for wire cables 
with special reference to stranding of cables and thickness 
of 600-volt insulation was considered at the request of the 
American Institute of Electrical Engineers and the War 
Department of the United S'tates government, as it was 
desirable to use wires of standard size in the make-up of 
large stranded cables. The committee submitted a sug
gested revision in the form of a table but recommended that 
this be not adopted until the joint committee of the several 
associations considering this subject has definitely settled 
the new table of stranding. 

On the subject of a standard thread for pins and in
sulators, the statement was made that this matter was taken 
up actively during the early part of this year, but, owing 
to lack of time no definite action was taken. The committee 
therefore " reported progress '' and suggested the reference 
of this subject to the next committee. 

The revision of the specification for overhead line ma
terial was considered at considerable length. Certain minor 
changes in the wording of the existing standards were rec
ommended to the association. The entire specification was 
reprinted with words in brackets to indicate omissions and 
words in italics to indicate additions. Corrections were also 
made to drawings illustrating the specification. 

The committee stated also that the association has had in 
the Manual, among" Miscellaneous Methods and Practices" 
a specification for electric conduit construction. This re
port was presented to the association and approved at the 
convention in the fall of 1909. The committee felt that a 
number of companies were in need of a rn,ore detailed speci
fication and therefore proceeded to draft one which was 
recommended for adoption as a standard. Rccommenda-

tions in connection with the use of ducts, the covering of all 
cables passing through steel pipes with a weatherproof braid 
and the use of a fiber duct for conduit construction were 
recommended. Recommendations were also made regard
ing the construction and use of manholes. 

DISCUSSION ON POWER DISTRIBUTION 
In connection with the above report C. Rufus Harte 

moved that A. L. Clarke and William S'ellner, of his staff, be 
extended the thanks of the association for assistance in the 
preparation of drawings accompanying the specifications on 
overhead line materials. In this the association unani
mously concurred. 

The discussion of the report was opened by M. B. Rose
vear, Public Service Railway. l\Ir. Rosevear suggested sev
eral changes in wording and certain specifications of equip
ment. He suggested the specification of welded eyes on 
anchor bolts, the use of 3/32 in. rather than 3/16 in. lock 
washers on tap bolts, the approval of one-part as well as 
two-part pole bands, the use of 1½-in. rather than 1:l--in. 
diameter boss face on mechanical eaTs and a specification of 
six rather than four pull-off eyes on frogs and uninsulated 
crossings. A few changes in the drawings were also sug
gested, and the query was raised as to what is an equivalent 
to porcelain for insulators. To this W. D. A. Peaslee, 
Jeffery Dewitt Insulator Company, replied that no such 
equivalent had been found and urged that the best materials 
be used for this purpose. In connection with tests on 
porcelain insulators, l\fr. Peaslee urged that what is 
known as the " Fuschine " dye test be includes1 as a part 
of the specifications. He exhibited several porcelain in
sulators that had been submitted to this test after having 
passed the water immersion and absorption test as given in 
the specifications. The discoloration of the insulators to a 
considerable depth was very marked. In answer to a ques
tion l\Ir. Peaslee said this porosity test should be applied 
to low-voltage as well as high-voltage insulators, as such 
a test gives an indication of the mechanical strength of the 
insulators, and this is just as essential for low voltages as 
for high. When an insulator has once started to crack, it is 
worthless. 

Norman Litchfield, American Car & Foundry Company, 
suggested that it would be of benefit to the association to 
know the extent to which association specifications and 
standards were being used, and he asked for a statement 
from the various representatives of the railways present. 
Representatives of the Connecticut Company, the Public 
Service Railway of New Jersey, the New York S'tate Rail
ways, and the Schenectady Railways all said they were 
using A. E. R. A. standard material or some that conformed 
very closely to the association standard. l\fr. Harte said 
that it would be of great benefit to all concerned if the 
various manufacturers would catalog their various parts 
aR A. E. R. A. standard and follow with the manufacturer's 
ca·talog number. l\1r. Phillips said that recommendation 
for such a method had already been included as a part of 
the drive to promote the use of association standards. 

James H. Drew, Drew Electric & Manufacturing Com
pany, said he thought that the Engineering Association 
should provide some means for putting its "0. K." on 
any satisfactory standard submitted. He said it was an 
easy matter for any manufacturer to say that his product 
was an A. E. R. A. standard but a certain definite procedure 
would prevent misunderstandings and safeguard the cus
tomer, the association and the manufacturer as well. He 
felt that all manufacturers would welcome some standard 
way of labeling their products as complying with the asso
ciation requirements a~d they would like some authority to 
say that their parts were A. E. R. A. standards. 

l\1r. Cadle closed the discussion on overhead material and 
conduit construction and recommended that the suggestions 
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which had been made during the discussion be referred to 
their proper committees for consideration next year. 

A motion was adopted approving the revision of the 
specifica tions for overhead line material as included in the 
committee's report and the recommendations of the com
mittee on power distribution regarding the revision of the 
specifi.cations for electri cal conduit construction as recom
mended for approval as " standard practice" by the stand
ards committee. 

.:\Ir. Hosevear also openel1 the discussion on railway 
croc;si ngs and pointE:' ll ont a number of things which were 
contrary to the practiee of his eompany and which appeared 
objectionable tu him . Il e said that his company is using 
wire as sma 11 as X o. JU ~\. W. G. in some cases over railroad 
crossings and that he thought that sizes between No. 6 and 
Xo. 10 should he inc-lucleJ in the specifications. H e pointed 
out that the sper-ification states that insulators shall be made 
of purc·c lain. I-I is c·ompany uses glass in a good many eases 
and this material has prm·eJ entirely satisfactory. H e also 
ca lleJ attention to several paragraphs in the specific-ations 
whic-h were n<,t entirelv clear to him and asked that the 
olJscure puints be c-lear~cl up. Mr. Cram called the atten
tion of the association tu the style of the headings and num-
1Je1·ing in the report ,rhic·h were not of the form required 
by the assoc·iation arn1 :-:uggestel1 that in reprinting these 
for the Manual this be gi,·en atkntiun. l\lr. Peaslee said he 
tl10ught that tlw porosity kst for insulators previously re
frrred to should be inc-orporated in these specific-ations also. 

l\ l r. Cadle c-lo:-:c<l the cliseussiun aul1 said that he knew 
that steam roa<1s would not agree to having wires smaller 
than No. G .A. w. g. :-:tretc-hed ac·ro::::s their lines, so that there 
,rn:-: no use trying to in<-ludc these in the specifications as 
tlwy wonltl not !Jc m·c-eptcd hy the steam roads. 

'l'he assoc-iation approved the report of the committee on 
crnssi11gs and referrer1 it to the c-ommittee on standards for 
action as a rec-ommc11del1 spceifil-ation. 

~\ fter sc·H•ra l mrnouuc-crnents relating to papers and re
ports tn he prescntc<1 the second day, the association ad
journc<l its first scs:<ion. 

Tuesday's Session 
'l'hc sec-und Jay's session of the Engineering .-\.ssociation 

prm·ecl. t() l,e a long ()ne lrnt ,ms largely attended. l t 
opened at ~.30 p. 111. with the report of the eommittee on 
power generntiu11. 

Power Generation 
~\. B. ~titzer. c-hief engineer 11epu1Jl ic Eugineers. Inc .. 

abstrnekcl the n·port. 
This committee reported on three topics. namely, ( 1) 

the deYelopment of automatic su1Jstation8. (2) a suggested 
siandard form of 11ower contract for the purc-hase of rail
way po"·er. ancl. ( 3) the operating performanc-es of railway 
power stations. 

The first of these topies was c·overed in a paper prepared 
c,riginally hy W. C. Slade and reYised under the direction 
of the committee. It ,ms based partly upon the results of a 
questionnaire c-overing the follm,·ing points : (1) Descrip
tion of the installation. operating or proposed: (2) operat
ing c-onclitions of the system; (3) reasons for adopting auto
matic control: ( --1) adrnntages and disaclrnntages of auto
matically-eon trolled substations: ( 5) kind and extent of the 
in:c:pec-tion of equipment found necessary or contemplated, 
arnl c-oc:t of this inspec-tion or wages to be paid the inspector: 
( G) troubles experienced in operating automatic c-ontrol and 
equipment and how overcome: ( ,). expression of personal 
opinion relative to the largest capacity unit and the largest 
number of units in a single substation considered praeticable 
for automatic operation. 

Attention was directed to the faet that the first automatie 
substation control was put into operation in 1914 in the 
Union Substation of the Elgin & Belvid8re Eleetrie Railway. 
On May 1, 1919, there were thi.rty-five full automati.e and 
two semi-automatie or remote-control substations in actual 
operation and thirty-one otbe:r: automatic and four semi
automatie equipments stood on order with manufaeturers. 
'rhese equipments controlled several types of synchronous 
conYerters and motor-generator sets, of eapacity from 
200 kw. to 2000 kw., operating under many kinds of service 
eonditions. 

On the date mentioned a number of control equipments 
sufficient to control 37.500 kw. of rated machine eapacity 
lwd been purchased. 'rhus far t he tendency has been to 
apply automatic control more generally to machines having 
rated capacity of 500 kw. and under, the total nmnber earn
ing within this range being fifty-eight. This number in
cludes t"·enty 300-kw. and twenty-nine 500-kw. units. A 
good inroad is howeYer, being made with machines of larger 
capacity, as one 1000-kw. converter is now operating auto
mati c-ally and there are on order six 1000-kw. synchronous 
com·erters, one J 000-kw. motor-generator set, two 1500-kw. 
sync-hronous conYerters, and one 2000-kw. synchronous con
verter. 

The tendency of railway companies to equip existing sub
station apparatus with automatic control is shown by the 
fact that thirty-one control equipments have been purehased 
as compared with forty-one complete automatic substation 
equipments. 

A rather interesting fact is brought out in connection 
with the characteristic-s of the supply lines that are to serve 
the automatie installations thus far contemplated. Not 
only is the tendency for railways to take 60-eyele energy 
from c-entral stations indicatel1 , but also there are many 
reminders of the days of unstandardized frequencies. While 
forty-four stations are to receive 25-cycle energy, eighteen 
are to receiYe GO-cycle energy and eight will receive energy 
with odd frequencies inc-luding 30, 33, 40 and 50 eycles. 
'l'he hip:h-tension line Yoltage varies from 2200 to 66,000, 
the trolley voltage being generally_ 600, direct current, 
except one 1'200-volt and one 1500-volt system. 

11' hile the largest sync-hronous yet to be automatically con
trolled is a 1.'i00-kw. machine, and the largest motor-gen
erator set is a 2000-bY. rnac-hine, there is at present in opera
tion on a system of the Interstate Light & Power Company 
a 3000-kva. synchronous conclenser. In Cedar Rapids, the 
Iowa Railway & Light Company put into operation in 1918 
the first automatically-eontrolled water-wheel generating 
station, whic-h contains three 500-kw. generators. These 
are arranged to operate in parallel, either under the influ
mce of full automatic control at the generating plant or con
trolled. if desired. by an operator in the main steam generat
ing station at a distant point. 

.WHY HAS AUTOMATIC CONTROL B EEN I NSTALLED? 

The maj ority of purchasers of automatic control were 
influenced solely by the saving in labor offered. On the 
first road equipped the labor saving during the first year was 
sufficient to pay for the cost of the control equipment in
stalled in the three stations. From replies received from a 
half-dozen companies in 1917 it appears that their average 
inspection expense was $328 per station per annum, the 
highest figure reported being $650. 

Several companies have chosen automatic equipment in 
consideration of the saving possible from the elimination of 
light load. The highest saving estimated was $--100 per 
Hnnum on a 300-kw. station and $7 00 on a 500-kw. station. 
One company installed a station in a new location where the 
operation of a manual station or the installation of suffieient 
feeder copper would have been too expensive for the results 
desired. Another company installed a 250-kw. station to 
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replace a floating battery in preference to spending $5,000 
for necessary repairs to the battery. 

In some cases where complete new automatic substations 
were built in new locations it was possible to remove feeder 
copper, whic:h possessed a rnlne sufficient to offset in part the 
cost of construction of the substation building with its 
equipment. In an exceptional case the cost of construction 
of a new two-unit substation containing two 300-kw. con
verters was more than offset by the value of the feeder copper 
removed, and a more satisfactory line voltage was obtained 
at the same time. The most notable saving in copper was 
made in Des l\Ioines. 

Another exceptional case is that of an important inter
urban line in central New York where, on aecount of the 
existing surplus feeder capacity, i.t would be possible to make 
an annual saving of $3-!,000 with approximately no invest
ment by adopting automatic substations. 

A few companies have considered automatic control even 
more satisfactory and reliable than manual control, on 
account of the elimination of the human element. 

Considerations of different factors aside from those al~ 
ready mentioned have influenced in varying degree the 
selection of automatic equipment. In one case an influential 
item was the saving possible in the coal bill for heating, in 
addition to the protection against overload and arc-oyers 
furnished by automatic control. Another company took 
advantage of the saving which is sometimes possible in 
transformer capacity due to the intermittent use of the 
substation. 

THE FUTURE OF AUTOl\U.TIC CONTROL 
Automatic control for railway substations may now be 

purchased for any commercial alternating current voltage 
or frequency, with a maximum of 1500 volts on the direct
current side with either a single machine or with two 
machines operating in series. For changes in capacities 
of machines it is only necessary to obtain contactors and 
resistance grids of suitable capacity, the type of control 
equipment and the scheme of operation remaining the same. 
The application of automatic control is not limited to self
starting syn~hronous converters, as motor-started converters 
may be started automatically by reactance synchronizing. 
The adaptation of automatic control to motor-startell con
verters will permit many railway companies to equip old
style machines and effect economies otherwise probably im
possible unless the transformers and possibly the machines 
themselves were rebuilt to make self-starting possible. Auto
matic control is applicable' to all rotating· equipment, except 
possibly steam-driven units. With such a broad field for 
growth, the suecess of the installations made thus far, both 
from a financial and operating viewpoint, indicates an 
extremely rapid development in the immediate future. 

The automatic railway substation possesses many more 
achantages than disadvantages. Of course. all the ad
vantages cannot be realized in any single mstallation. The 
few disadvantages are largely common to all installations. 
The principal advantages are as follows: Under the head 
of "reduction in operating expense" these may be listed; 
( 1) labor charges are r educed; ( 2) energy losses are re
duced;· ( 3) distribution losses may be reduced, and ( 4) line 
voltage may be improved. 

Another advantage is in the reduction in capital invest
ment through the possible removal of feeder copper. There 
are also such miscellaneous ad van tag es as these : ( 1) damage 
from electrolysis may be reduced; (2) labor difficulties are 
reduced; (3) reliability of service is unimpaired; (cl) 
portable automatic substation is adaptable to give r-:tandby 
capacity that minimum capital outlay may be utilized, and 
( 5) wireless communication may be utilized for automatic 
substation control. 

The principal disadvantages arc the possible increased 

maintenance expense, the necessary rearrangement of the 
high-tension circuit that might have to be made where 
attendants are necessary at switching centers to handle high
tension circuits, and the danger of annealing of trolley wire. 

SOl\IE FIGURES AS TO AUTOl\IATIC SUBSTATION COSTS 

Estimates have been prepared to show the comparative 
cost of automatic substations complete with building and 
equipment, the data being developed upon the assumption 
that the building would be large enough to house two 
machines of equal capacity. 'l'he results are shown in 
Tables I, II, and III. 

TAllLE I-CO.MPARATIVE COSTS OF FmEPROOF BUILDINGS FOR TWO
UNIT AUTOMATIC SUBSTATION"S 

Cost at Cost at 
Floor Area in Cubica I Contents 20 cents 25 cents 
Square l<'eet in Cubic Feet per Cu- per Cu-

Capacity Each ,-------A----. ,------,'-~ bicFoot bicFoot 
Unit in Kilowatts A B A B A B 

300 .............. 468 620 9,594 16,120 $1,920 $4,030 
500 .............. 522 714 11,745 19,278 2,350 4,820 
750 .............. 735 9G0 16,538 26,880 3,310 6,720 
1000 ............ 1,107 1,288 26,015 37,352 5,20 0 9,340 

In Tables I and III, A refers to building with minimum 
clearance around machines, of fireproof construction, but 
with roof trusses designed to carry roof load only, and 
without appliances for handling apparntus. B is a larger 
building, with ample facilities for handling equipment and 
with a reasonable degree of ornamentabon. 

TABLE n -ESTIMATED COSTS OF AUTOMATIC SUBSTATION EQUIPMENT 
INSTALLED-ONE UNIT 

Capacity iu Kilowatts 60 Cycles 25 Cycles 
$15,410 
19,210 

*24,400 
27,285 

300 .......•.....•..•........•. ..... ...•....•....... $I3,810 
500 . . . . . . • . . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 17,060 
750 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 20,385 
1000 . . . . . . . . . . . • . . . . . . . . • . . . . . . . . . . . . . . . . . . . . . . • . . . 24,535 

* Not standard equipment. 

'l1 his table gfres the comparative costs of automatic sub
station equipment installed applying to the single-unit 
station only. The figures cover the converter and three
phase transformer, a. c. ancl cl. c. electrolytic lightning ar
resters, oil circuit-breaker, switchboard and all necessary au
tomatic control equipment. A reasonable sum for erection 
and starting of the apparatus is included, but freight and 
haulage expense is not included, as such expense is variable 
and indeterminate. 

TABLE ITl-ESTBL\TED COSTS OF BUILDING AND AUTO.iilATIC 
SUBSTATION EQUIP.MENT INSTALLED- TWO UNITS 

Capacity in Kilowatts 
300 ...........•............... 
500 .......................... . 
750 .......................... . 
1000 ......................... . 

60 Cycles ~---------A B 
$1 5,730 $17,8 40 

19,410 21,880 
23.690 27,110 
29,740 33,870 

25 Cycles 
~---"-----. 

A B 
$17,330 $19,440 

21,560 24 ,030 
27,710 31,120 
32,490 36,620 

,rn,'i.T INSPECTION SERVICE Is NECESSARY FOR SUCCESSFUL 
SUBSTATION l\IAINTENANCE 

The amount of inspection that was reported by pur
chasers of automatic control in 1917 varies from "twice 
daily " to " twice a week. preferably three times." It is 
probable that most of the installations are receiving more 
attention than they will require later. Stations containing 
electrolytic arresters on the alternating-current lines are 
doubtless visited daily or at least once in every two days for 
t-he purpose of charging the arresters. A distinction must 
be made between brief visits not made primarily for pur
pos0s of inspection ancl more leugthy visits tlrnt shoul1l be 
made at regular intervals .for thorough inspection of all the 
equipment. 

Automatic substations should be provided with the best 
possible protection against lightning. Except for very low 
voltage, electrolytic arresters are probably most generall_v 
in use. Oxide-film arresters, which have been rcc-ently cle
veloped may, however, be usccl as a substitute, and for 011e 
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line of automatic control the oxide-film arrester has been 
made standard. For those companies which have electrolytic 
arresters, or which prefer to use them in future, a provision 
may be made so that a man other than the regular sub
station inspector can take care of the daily charging of the 
arresters. In such case the arrester equipment could be 
located out of doors, where it would be much more con
veniently accessible. 

A thorough inspection of all the equipment should be 
made not less than once a week, unless experience has 
demonstrated in a particular case that a thorough inspection 
only once every two weeks is sufficient. Between inspec
tions, visits would simply be in the way of a general survey, 
whereas the thorough inspection ,vould require two or three 
hours at least and the filling out of a suitable inspection 
report. 

On the system of the Des Moines City Railway a form is 
used which requires answers to some 192 questions , most of 
which can he quickly answered by the word, " Yes." It is 
strongly urged that every owner of automatic substation 
equipment should make use of some form of inspection 
report, however simple it may be. 
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There are two types of c_ontrol applicable to automatic 
substations ava ilable at present. One makes use of a motor
driven controller and exciter employed for determining the 
sequence of operations and at the proper t ime fixing the 
polarity of the field of the machine to be started. The other 
system employs a switching equipment, each step in the 
operation of which is a direct function of the electrical 
condition of the converting appa ratus at that particular 
moment. T he sequence of operations is determined by a 
suitable combination of inter-connected relays. In start
ing, if the polar ity fails to remain established in the proper 
direction from the previous operation of the machine, a pole 
is automatica lly" slipped" through the action of a specially
constructed relay. 

In both systems, relays of both the instantaneous and 
time-element type are employed, as well as thermostats for 
protection against overheating of bearing and resistor grids. 
These grids furnish a load-limiting or cushioning resistance 
through which the machine is thrown on the line and which 
limits the load under extreme overload or short circuit. 
Suitable relays are used to protect the station, preventing it 
from operating on low alternating-current voltage, reverse 
phase, single pha"e or reYerse current. They will shut the 
station down on alternating-current or direct-current short 
circuit, failure of alternating-current voltage, overspeeding 
or underspeeding of the machine, or the failure of any device 

properly to function. The value of several of these protec
tive devices is sufficient to warrant their use in manually
operated stations. 

CONTRACT FOR PURCHASE OF RAILWAY POWER 

In accordance with its assignment a sub-committee in
structed to recommend a standard form of power contract 
for the purchase of railway power endeavored to do this, 
but when its preliminary work was submitted to the com
mittee as a whole, it did not prove satisfactory. It seemed 
impossible with the knowledge at hand to frame up clauses 
which would be applicable for the purchase of power on 
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FIG. 2- R E LATION OF PLAN'l' CAPACITY TO EFFICIENCY 

a large as well as a small scale, except for specific cases. 
The committee therefore decided to study existing power 

contracts and select from these such clauses or phrases as 
seemed best suited to the purpose, presenting these as a sug
gested fo rm of power contract. Accordingly, copies of 
contracts were obtained from twenty member companies 
and excerpts from these were combined under certain 
headings ancl sub-headings which together form a topical 
index. The committee expressed the belief that the com
pilat ion includes all of the salient points that, under the 
usual conditions, it will be necessary to cover in a power 
contract. Although it is possible from these data to select 
rlauses with which, with certain modifirations, particular 
cases can be met, the committee did not suggest any series 
of clauses, but set them forth exactly as given. 

O PERATING P ERFORMAN CE OF RAILWAY POWER STATIONS 

'l'he sub-committee on this subject received a total of 
117 reply data sheets from member companies regarding 
power station operation, of which fifty-six gave no data 
because the companies are purchasing power. Of the re
maining data sheets thirty-seven were analyzed and com-
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posite railway load cunes were made up from six reports 
based upon strictly railway load. The composite result 
is shown in Fig. 1, the data from which it was plotted being 
weighted by increasing the actual hourly peak of each p lant 
by the ratio between such plant's maximum peak and tha! 
of the plant having the greatest peak. 
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FIG. 4-CHART SHOWING FUEL COST PERFORMANCE OF PLANTS OF 

VARIOUS SIZES 
Explanation to Fig. 4. Left-hand curve in the diagram shows relation of fuel 

cost (correcting to 12,500-B,. t. u. coal at $5 per short t on) to two-hour plant 
capacity. Other lines permit graphic calculation and comparison of any plant 
performances, given coal cost per short ton, B. t. u. value of coal and actual 
fuel cost per kilowatt-hour. 

Example: Assume 3000-kw. plant, $3.00 coal cost per short ton and 
13,500-B. t. u. coal. Follow arrows, starting at 3000 kw. on station capacity 
scale, intersect plant performance curve, then downward to 1.16 cent per 
kilowatt-hour, giving fuel cost per kilowatt-hour for a 3000-kw. plant as per 
analyzed result of twenty-five plants. 

Comparison : Follow arrows, starting at $3.00, horizontally to curve, then 
downward to fuel value (13,500-B. t. u.), horizontally to actua l fuel cost per 
kilowatt-hour (1 cent) and downward to corrected fuel cost per kil owatt-hour 
(1.39 cent). 

Assumed plant's performance is not as good as average of twenty-five analyzed 
plants. 

As to operating cost, as the capacities of the plants 
analyzed ranged all the way from 800 kw. to 50,000 kw., 
naturally the generating cost per kilowatt-hour shows a 
wide variation. Fuel cost varies between 75 per cent and 
80 per cent on practically all plants, regardless of size. 
Labor cost, however, shows a wide variation, plants larger 
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FIG. 5-CHART SHOWING COAL CONSUMPTION OF PLANTS OF 
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Example: How many pounds of coal should a 25,000-kw. plant burn per 
kilowatt-hour, assumfag fuel value of 10,500 B. t. u.? Follow arrnws starting 
at 25,000 kw., on stat ion capacity sca le, intersect analyzed re~ult curve, thence 
upward to intersect 10,500-B. t. u. line, thence horizontally to the right and 
obtain 3.12 lb. of 10,500 B. t, u, coal required, 

than 5000-kw. averaging 17 per cent, decreasing to 11 per 
cent for very large plants. 

'l'he accompanying tables give many · data, and are sig
nificant in connection with the power-plant efficiency 
curves shown in Fig. 2. These are based on coal-burning 
plants only, and these show efficiencies as in Table IV. 

TABLE IV- POWER PLANT EFFICIEXCIE8 

Two-Hour Plant 
Capacity 

Below 1,000, kw. 
1,000 to 3,000 
3,000 to 5,000 
5,000 to 10,000 

B.t. u, per Kw.-hr. 
Thermal 

Efficiency, 
per cent 

About 4% 
4.0 to 6.1 
G.l to 8.0 
8.0 to 9.6 
0.6 to 10.0 10,000 to 20,000 

20,000 to 50,000 

Generated 
90,000 to 80,000 
80,000 to 5G,OOO 
5G ,OOO to 43,000 
43.000 to 35,000 
35,000 to 33,:,00 
33,500 to 31,000 10.0 to 11.0 

TABLE Y-COSTS OF GENERATING POWER 
AveragE Avera ge 

Average Average Mainte- Mi scel-
Fuel Cost Labor nance lancous 

per Cost per Cost per Cost pe r 
Kw.-hr. Kw.-hr. l{w.-hr. Kw.-hr. 

Two-Hour Plant Capacity Cents Cent Cent Cent 
Account number ··········· (53) (52) ( 4G & 4 7) ( 4 5, 54, 55 

a nd 5G) 
3,000 kw. and less (six plants) 1.85 0.43 0.13 0.1 5 
Ov er 3,000 kw. to 5,000 kw . 

(five plants) ............. O.!iG 0.25 0.09 0.15 
Over 5,000 kw. to 10,000 kw. 

(four plants) ............ 0.77 O.L, 0.08 0.05 
Over 10,000 kw. to 20,000 kw. 

(nine plants) ............ 0. 76 O.H 0.10 0.05 
Over 20,000 kw. to 50,000 kw. 

(ten plants) ............. 0.75 0.11 0.07 0.05 

TABLE VI- Co:l,IPARATIVE POWER PLANT DATA 

1018 
Net output from bus, kw.-hr., , .• , •.. , , •.... , ..... . 
Maximum one-hour peak, kw., ..................... . 
Load factor: av. kw.-hr. to one-hour load ........... . 
Capacity for 2-hr. peak, kw .....•..... , ........... . 
Plant factor: av. kw.-hr. to two-hour (capacity) load .. 
Pounds of coal .•..............•...... ...... . ..... 
Pounds of coal per kw.-hr .. , ...• , ......... , ......•. 
B. t. u. as received ...................... , ......... . 
B.t.-u. per kw.-hr .......... , ...•.................. 

OPER.~TING EXl'E\"SES 

Power plant labor (including superintendence) ....... . 
Maintenance ................... ...... .......... . 
Fuel .................................... • • • • • • • 
Water, lubricants, etc ..................•.......... 

Total ........•...••......••...•.......... •, 

Fuel cost per kw.-hr., cent. .....•.................. 
Labor cost per kw.-hr ., cent. ...................... . 
Maintenance per kw.-hr., cent.,.,,,., ............. . 
Water, lubricants, etc., per kw.-hr., cent. ........... . 

21,317,432 
8,02.5 

30.3 
9,300 

2G.l 
96,850,380 

4.54 
11,500 
52,100 

$52,371 
11 ,18.5 

114,788 
9,G41 

$187,985 

0. 539 
0.239 
0.053 
0.045 

Average 
total Cost 

per 
Kw.-hr. 

Cents 
( 45, 50, 56 
inclusive) 

2.56 

1.45 

1.05 

1.0.~ 

0.98 

1916 
I-1,819,040 

4,100 
32.8 

9,300 
14.6 

66,588,00() 
5.63 

11,500 
64,700 

$22,093 
4,973 

26,262 
6,936 

$60,264 

0.222 
0.186 
0.042 
0.058 

---- -----
Total cost per kw.-hr .. , . , ... , ................ . 0.876 0.508 

FUEL COST AN AL YSIS 
As the fuel cost is by far the greatest item of production 

expense, a ~pecial study was made with the idea of getting 
the approximate relation between fuel cost and station 
capacity. Fuel cost and B. t. u. values vary greatly at the 
different plants. It was found, however, that the average 
cost of coal per short ton, for twenty-five plants, was $4.50. 
The average B. t. u. value was 11,000 per lb. of coal. This 
js practically equivalent to coal of 12,500 B. t. u. value at 
$5 per 'ton, or 10,000 B. t: n. for 0.2 cent. 

The curve shown in Fig. 3 was produced by correcting the 
actual fuel cost per kilowatt-hour at each plant, and the 
B. t. u. value of the coal to a coal costing 0.2 cent per 10,000 
B. t. u. Thus one plant purchasing 8,202-B. t. u. coal at 
$3.38 per ton had a coal cost of one cent per kilowatt-hour. 
In this case the corrected coal cost on the curve would be 
0.97 cent. 

To enable any plant performance to be compared with 
the curve, the chart shown in Fig. 4 was prepared. By 
means of this the actual fuel cost o_f any plant can be 
rapidly corrected for v:ujous fuel values and costs, and the 
latter result compared with the cost as found for any par
ticular size plant in the analysis. The example given shows 
a 3000-kw. plant, burning· 13,500-13. t. u. coal which cost 
$3.90 per short ton, for which the fuel cost is 1.39 cents. 
This performance is not quite as good as that shown from 
the analyzed returns for a plant of 3000 kw., the figure for 
this plant being 1.16 cents. 
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Another chart, Fig. 5, was prepared to pertnit the mak
ing of a comparison between the consumption of a plant, 
corrected to U ,500-B. t. u. coal and that of a plant of simi
lar size. The ex.ampl e given on the chart shows that a 
25,000-lrn·. plant, burning 10,.300-B. t. n . coal, should burn 
3.li lb. per kilowatt-hour. .l\ etual perfo rmance of a given 
plant ean be compared with this. 

T his report on po"·er generation matters was signed by 
A. B. Stitzer, chairman, and H owell Yan Blarcom, C. H. 
Green idge, K H . Scofield , H. \Y. Eaton, C. W. DeForest, 
W. C. Slade, E. Gould, E. P. Waller, and A. B. Kelsey. 

DISCUSSIO N 0 :\1" Powmi GEN ER ATIOX 

In the discussion which fo llowed, L. P. Crecelius, Cleve
land Hailway, spoke of the advantages of automatic sub
stations and said that his experience showed t hat these 
advantages are more pronounced than those given in the 
report of the committee. For automatic substations of 
GOOO kw. and larger the labor item is sueh a small per cent 
of the power cost that the initial cost proves to be a disad
rnntage. C. :l\I. Davis, General E leetric Company, out
lined the progress that had been made in the design of aut?
matic substations and stated that this progre:,:s made lll 

the (_lcsign of automat ic substations had been very rapid 
sinee l!J 15. Eighty equipments have been ;;old by the 
two manufa cturers of this type of equiprnen t arnl there are 
fif ty to fif ty-fiye equipments in operation. The largest 
capaeity so fa r fo r c:01werters is 1500 kw., and 2000 kw. i~ 
the largest fo r motor-generators. C. Ji'. Lloytl, Westing
house Electric & Manufacturing Company, spoke of t he 
reliability which had been manifest in the operation of 
automat ic substat ions and considered that their develop
ment had come at a very opportune time, as the labor situ
ation at present is in its worst stages and also the financial 
condition of electric railway properties is very bad. 
l\ Ir. D;wis said that operating men in considering the use 
of automatic substa tions first thought only of the savings in 
wages which would result from having no operator. There 
arc other savings and aclrnntage:c:, ho"·ever, which appear 
of even greater impor tallee " 'hen consiclerecl as a whole. 
Some of these are the eontinual arnilability of the system 
fo r the deli \'cry of pmver in night or clay and the facility 
for relor-ating substations "·ithout regard to the desira
bili ty of their location as coneerned the operator. There 
is also a shut-down sm·ing whid1 eomes from the elimina
tion of light-load losses. ~ubstatiorn;; can he built for 
either remote c·ontroL time-clock control, or a c:ombination 
of several other c-ornl itions, as em·ountered. 

L. D. Hale, Cleveland Hai lway Company, spoke of heavy 
·and li 0 ·ht current-limiting resistances and asked some of 
the rn ~ rnfac-turing engin;ers to explain how the question 
of the type of resistance "·as determined. I n anrn·er to thi.-: 
question, 1\Ir. D.wis said that "·11ere light resistance was 
used in the feeder, the resistanee would heat up rapidly 
and the circuit in trouble would be disconnected quickly. 
For operating conditions, \,here it may be desirable to 
furnish po"·cr to a feeder in trouble as long as possible, a 
hea,y resistanc·c is the proper type to use, as this affords a 
means for keeping cars moving at reduced speed, so as to 
get them out of the zone of trouble, before the circuit ,vas 
interrupted. rrhe choice of which type of resistance to use 
is more a question of how the operator wishes to run h is 
cars than a question of the equipment to be furni shed by 
the manufacturer. 

In discussing the form of power contract for the pur
chase of railway power as given in the report, 1\Ir. Crecelius 
thought it highly desirable that this subject be referred to 
the power generation committee for the ensuing year . 
R. W. E aton, public service engineer, stated that the com
mittee did not have this work assigned until the middle of 
:March and the time was insufficient properly to analyze 

the work which has already been clone, or to select material 
for a suggested form. The committee felt, however, that 
the subject is of sufficient importance to warrant it in rec
ommending to the association that the subject be reassigned 
to the power generation committee for the ensuing year 
with a suggestion that additional power contracts be 
analyzed and that if possible a suggested form of power 
contract be deduced from the material thus obtained, 
together with the data submitted at this time and such fur
ther aclditions as may be thought advisable. Mr. Stitzer 
dosed the discussion with the statement that the committee 
thought that the various railway companies would be able 
to use the fo rms as submitted to draft power contracts that 
"·ould suit their individual conditions and thus the work 
which the committee had clone this year would be of service 
to many railways . The report of the committee on power 
generat ion was adopted by the association. 

Equipment 
The association then took up the consideration of the 

report of the committee on equipment, which was abstracted 
by Daniel Durie, chairman. 

rrhe subjects ,rhich were assigned to- the committee on 
equipment for consideration and report, comprised ( 1) 
the fo rmulation of a new code fo r 1200-Yolt car wiring, (2) 
the development of eheck gages and templates for wheel and 
truck parts, and C~) the standardization of motor parts. 
The .·mb-eommittee to which the second of these subjects 
was a~signccl, ind udecl in its report recommendations 
covering the dimensions of steel "·heels and the tread and 
flange c;outours for east wheels. 

On the for mulation of a new code fo r 1200-volt car wir
ing, or a revision of the (i00-volt code fo r this purpose, the 
committee made no report. 

L~~ 1;~ 
LJLl 

B.:.Al'!.ll'IC 190R. C G.AUC. C 

F IG. I - PROPOSED S'L-\ XD.\RD BEA RING AND WE DGE GAGES 

On the subject of check gages and templates for wheels 
and truck parts, the committee prepared the drawings of 
Fig. 2 showing the terms and gaging points for A. E. R. 
E . A. wheels and rails. lt was pointed out that these draw
ings hacl heen prepared along the general lines followed 
by the 1\Iaster Car Builders' Association. Fig. 3 shows the 
committee's recommenrlation for the standard wheel mount
ing and ehec:k gage. X o recommendations were made for 
brake-beam gages, wheel flange and tread contour gage, or 
standard wheel tape. The committee also recommended a 
standard plane gage for rolled steel wheels, which is in
tencle~ for use in checking warping of wheels, the toler
ances a1lowecl being governed by the wheel specifications, 
as well as a recommended standard rotundity gage for 
steel wheels. 'l'his gage is intended to become tight on the 
wheels at the center of the tread, all standard wheels having 
a taper of 1 in. in 25 in. The tolerances governing here 
are included in the wheel specifications. Fig. 1 shows the 
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different proposed standard gages for u se in gaging journal 
bearings and wedges fo r 3¾-in. x 7-in. journals. 

The table on page rn of proposed specified dimensions for 
A. E. R. K A. steel wheel design:,; was submitted by the com
mittee with the suggestion that it be adoptetl as standard. 

The committee's second recommendation in reg;ucl to 
wheels " ras that the designs for contours of the cast wheels 
proposed by the committee of 191G and then withtlrawn, be 
adopted as standard. rrhe tread and flange contours referred 
to are shown on page 4!)1 of the l!)lG Proceedings of the 
A. E. R. E. A. They include three standard wheels as fol
lows: Wheel A, ha,;ing a 3-in. tread-and a flange½ in. high 

r 

and 1-i3-rr in. thick at the throat; wheel B, having a tread 
2-½ in. wide aml a flange 1 in. high and 1 in. thick; and wheel 
C, having a 2½-in . treacl and flange i in. high and 1 in. thick. 

On the :c:ubj ect of stanclarclization of motor parts, the com
mittee pointed out that this question should be giYen very 
l'areful consideration Lefore standard3 are adopted in 
order that such standards may not be of a character to 
retanl development or would not be aclhered to, and then 
recommended that the following items be considered by the 
succeeding committee: ( 1 ) Box-frame motors. (2) Nose 
suspension. ( ;3) Drilling· motor frame hoth ic:ides for motor 
leads. ( --1) Eliminate provisions for grounding on motors. 
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( 5) Lengths of motor leads. ( 6) Marking of motor leads. 
( 7) Connectors for motor leads. ( 8) Continuous locking 
device. (9) Motor -winding diagram. (10) Machining 
tolerance on axles for motor axle bearings. 

PROPOSED SPECIF IED DIMENSION S FOR A. E. R. E. A. 
STEEL WHEEL DESIGNS 

TABLE I-FLA NGE WIDTH ! I N. 

...., 
:5 

., ., .... 
Tra ck- gages -= .;: ! 

♦i 
<l/ 

3 '"O -= = a :5 
~ 

.... -= "' e "C ] bO i, ~I ~~ ! "' = -= "'"' ~ ~ "'"' +-'er, "f; ~ -= ., ~~ ~~ "'"' <lie-, 

"' a~ bO a; "'., ....,., ·o .. ·o .. 
~~ =-= O.c a~ ., .::: .0 .c ,o .C ,_ -,, ,.. .,., 

0 "' '-' "' "' ... '-' "" "' ::,'-' ::, '-' p. • "' p. • ., 
·- = -= ~..:; ~ ~ ~..: ·- = :r: ..S :r:..: = <l/ = <l/ 

0 
Q..., c:.. .... E-< .... .o o-= .o o..= 

D b ~ -- CJ ~~] z a C e d t 
I 

n = +-> ;: 

i 
I 

1 .. 21 ¼ i! 3i! 2 7 5 3¼ 4± 
2 .. 22 i ¼ i! 3i! 2 7½ 5 3± 4± 
3 .. 24 i .1 i! 3i! 2 7½ 5 3¼ 4¼ 
4 26 i ¼ i! 3i! 2 8± 5 3¼ 4± 
5 •• 28 i! ¼ i! Si! 2½ 8± 5 3! 4± 
6 .. 31 i ¼ i! 3i! 2,\ 8¼ 5 3¼ 4± 
7 33 i fr ~- 3i! 2! 8± 5,\ 3± 4± 
8 .• 34 i ¼ i! 3i! 2; St 5½ 3± 4± 

T.\_BLE II 

I ! 
I 

1 .• 21 ½ 3i! 2 7 5 3± 4± 
2 .. 22 ¼ ! 3i! 2 H 5 3± 4± 
3 .. 24 ¾ ¼ ,\ 3i! 2 7½ 5 3! 4± 
4 •• 26 ¾ ! ½ 3i! 2 8± 5 3± 4± 
5 •• 28 !I- ¼ ! u 2½ 8± 5 3± !t 6 •. 31 1. ! ,\ 2! 8± 5 3± 
7 •• 33 !I- ¼ ½ 3i! 2! 8¾ 5,\ 3¼ 4± 
8 •. 34 ¾ ¼ ½ 3i! 2½ 8± 5½ 3± 4± 

--

TABLE III- FL.\NGE WIDTH 1 I N. 

i 
I I 

1 .. 21 1 i! 3,\ 2 7 5 3¼ 4¼ 
2 •. 22 Ii 1 i! 3i 2 H 5 3¼ 4k 
3 •• 24 i 1 i! 3i 2 7! 5 3¼ 4k 
4 •• 26 i 1 i! 3i 2 8± 5 3! 4¼ 
5 •. 28 i 1 i! 2i 21 8± 5 3¼ 4k 
6 •• 31 ~ 1 i! 3½ 2i 8± 5 3¼ 4¼ 
7 •. 33 i 1 i! 3½ 2i 8± 5½ 3k 4¼ 
8 .. 34 i 1 i! 3! 2½ 8¼ 5! 3¼ 4¼ 

TABLE I V 

I I I I 
1 .. 21 ¾ 1 ! 3,\ 2 7 5 3¼ 4¼ 
2 .. 22 ¾ 1 ,\ 3i 2 7½ 5 3¼ 4¼ 
3 •. 24 I 1 ½ 3i 2 H 5 3¼ 4¼ 
4 .. 26 1 ,\ 3½ 2 8± 5 3¼ 4¼ 
5 .• 28 I 1 i 3½ 2,\ 8± 5 3¼ 4¼ 
6 •• 31 1 i 3,\ 2! 8¼ 5 3¼ 4¼ 
7 .. 33 !I- 1 ,\ 3i 2i 8¼ 5,\ 3¼ 4¼ 
8 .. 34 ¾ 1 ½ 3½ 2½ st 5½ 3¼ 4¼ 

TA BLE V- RL\I WIDTH 4 IN., FLANGE WIDTH 1 I~. 

1 .. 24 !I-
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1 ,\ 4 2 H 5 3! 4¼ 
2 •• 26 !I- 1 ! 4 2 8± 5 3¼ 4¼ 
3 •. 28 ¾ 1 ,\ 4 2 8± 5 3¼ 4! 
4 •• 31 ¾ 1 i 4 2 8± 5 3¼ 4! 
.) .. 33 !I- 1 ½ 4 2 8± 5,\ 3! 4¼ 
6 .. 34 !I- 1 ! 4 2 8¼ 5½ 3j 4¼ 

TABLE VI-RIM W1DTH 4 3/16 IN., FLANGE WIDTH 1 3/ 16 IN. 
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Q..., E-<- .... 
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' ' ' 

1 .... 33 7/ 8 1 3/ 16 1/ 2 4 S/ 16 2 1/ 2 9 1/ 4 6 (2 15/16 or 

2 34 7 / 8 1 3/ 16 1 /2 4 3/16 
1 15/16) .... 2 1/ 2 9 1/ 4 6 (2 15/16 or 

3 .... 36 7/ 8 1 3/ 16 1/2 4 3/16 2 1/ 2 91/4 6 
1 15/ 16) 

(2 15/ 16 or 
1 15/ 16) 

TABLE Vll-RlM WIDTH 4 11/ 16 IN., FLANGE WIDTH 1 3/ 16 IN. 

' . ·1 II 

7/ 8 

)"/'61 
1/ 2 

I 
34 1'"1" 2 1/ 2 91/4 6 

2 36 7/ 8 1 3/ 16 1/2 4 11/ 16 9 1/ ~ .... 2 1/ 2 6 

I 
NOTE. Minimum rough bore 3!1-", Tables 1, 11, 111, IV and V. 
NOTE. l\Iiniruum rough bore 4¾", Tables Vl and VII. 

(2 15/ 16 or 
1 15/ 16) 

(2 15/ 16 or 
115/16) 

The report of the committee was signed by Daniel Durie, 
chairman, and W. G. Gove, vice-chairman, and the following 
members : H. A. Johnson, R. H. Dalgleish, N. B. Trist, 
K. A. Simmon, E. D. Priest, W. S. Adams, G. W. Lyndon 
and J.M. Bosenbury. 

DISCUSSION ON EQUIPMEN T 

Norman Litchfield, American Car & Foundry Company, 
said that from his consideration of the drawing showing 
the proposed gages to be used as standard in gaging 
A. E. R. A. journal bearings and wedges, he believed these 
were the same as those which had been adopted by the 
Master Car Builders. H e thought that there would be an 
advantage if this was so stated in adopting the specifica
tions, as frequently manufacturers had to supply material 
to a specifica tion which they believed was similar to some 
other on which they were already supplying material, and 
in order to make certain of this, the various specifications 
had to be checked over carefully. If a statement was in
cluded at the beginning of the specification, when they were 
identical with another, it would save all this extra work. 
C. R H arte, Connecticut Company, objected to labeling 
A. E. R. A. standards as coming from any other association. 
He said that as far as their use for electric railways was 
concerned they should be called A. E. R. A. standards, but 
he agreed with Mr. Litchfield that full credit should be 
given as to any part t aken from other associations, and any 
explanation should be included which would save work on 
the part of those who had to go over these specifications 
in supplying material. · 

In answer to a question regarding the tread and flange 
contours for wheels which were included as a part of the 
recommendations of the committee, R. H . Dalgleish, Capi
tal Traction Company, said that these contours could be 
used for both steel and chilled wheels, as far as the base 
line. H. H. Adams, Chicago Surface Lines, said that from 
his experience he thought that if a f -in. flange was used with 
chilled wheels there would be excessive chipping. Mr. 
Dalgleish said that this was undoubtedly true and that 
the f -in. flange had only been included for roads which 
were forced to use this through necessity and that other 
roads should use the thicker flange if their conditions per
mitted. l\Ir. Dalgleish also said that he thought chilled 
iron wheel manufacturers should be given an opportunity 
to criticize the proposed standards, but so far the committee 
was unable to get a man from the manufacturers of chilled 
iron wheels to serve on the -committee. 

The association approved the t read and flange contours 
as recommended and referred these to the standards com
mittee for act ion. 

STANDARDIZATION OF MOTOR p ARTS 

In regard to the committee's work on standardization of 
motor parts, Karl A. Simmon, Westinghouse Electric & 
l\Ianufacturing Company, said that the time in which the 
committee had to go over these was so short that it was 
impossible to make definite recommendations, but there 
were undoubtedly at the present time quite a number of 
parts which would permit of standardization. E. D. Priest, 
General E lectric Company, also spoke of the advisability 
of standardizing- motor parts, but said that the age of 
development had not yet passed and that any attempt at 
standardization should be given very careful consideration, 
and he thought that it would be a mistake to adopt any 
par t as standard until the committee was given more time 
to go into the various considerations very carefully. Mr. 
Adams said that he felt that there was certainly a great 
field for standardization of motor parts and that many 
roads were already effecting such standardization on their 
particular properties. This related particularly to the use 
of one type of gear case on several types of motors, and 
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also some roads have found that 'they could use the same 
bearino-s on different types of motors with slight changes. 

The 
O 

association then adopted the recommendations of 
the committee on equipment as included on pages 11 and 12 
of its.report and referred the parts 'Yhich had_ not alr~ady 
been acted on by the standards committee to this comnuttee 
for action. 

BRAKESHOE STANDARDIZATION 

F. W. Sargent, American Brake Shoe & Foundry Com
pany, gave considerable information regarding !he_ number 
of different parts of brakeshoes other than assocrnt10n stan
dards which are now in use. He said that considering 
only the live patterns from which his company had made 
shipments of brakeshoes since Jan. 1, 1918, the total num
ber of such patterns for electric railway brakeshoes was 
646, of these 438 are from non-standard patterns; 208 of 
these take A. E. R. A. standard brake head and key, and 
of these 208, 183 have been replaced by the American Brake 
Shoe & Foundry Company's standard patterns, which take 
the A. E. R. A. standard brake head, ninety-eight patterns 
being for narrow tread wheels and eighty-three for broad 
tread wheels. Two patterns have been replaced by the 
M. C. B. standard flanged brakeshoe, broad tread. There 
are still twenty-five patterns which take the A. E. R. A. 
standard brake head, which have not been replaced by the 
American Brake Shoe & Fsmndry Company's standard 
patterns. · 

Mr. Sargent said that while a great many of the 
railroads, particularly the larger systems, have adopted 
the A. E. R. A. brake heads there still remains quite a 
difference in the wheel contour, so that his company has 
not been able to standardize on the A. E. R. A. tread out
line for brakeshoes. The American Brake Shoe & Foundry 
Company's standard patterns differ from the A. E. R. A. 
standard patterns in having the end guides omitted from 
the brakeshoes. This enables the railroads to use a solid
end-plate brake head which is an improvement over the 
present association standard and is more economical than 
the brake head with the open toes which wear out rapidly. 
The American Brake Shoe & Foundry Company's standard 
patterns were exhibited in the A. E. R. A. standards ?ooth 
and also in the company's booth, and Mr. Sargent said he 
would be very glad to have all interested railway men make 
a careful examination of these and give him their com
ments and suggestions. 

Mr. Adams said that he thought the subject of standardi
zation of brakeshoes was a very important one and afforded 
a large field for economy, and he moved that the subject 
of the revision of brakeshoe and brake head standards be 
referred to next year's committee on equipment for con
sideration. This motion was adopted by the association. 

Construction Work in France 
The latter part of the Tuesday ~fternoo1_1 se~sio~ was 

taken up with an address of information and mspirabon_ by 
Col. Henry Hodge, consulting engineer, New York City. 
His topic was " Construction Work in France," an~ he 
outlined the work that had been done by the American 
engineers from the time they first landed in France up to 
the signing of the armistice. 

Wednesday's Session 
In opening the third session of the Engineering Asso

ciation, President Phillips dwelt at considerable length on 
the standardization drive that has been started by the asso
ciation. He requested all members present to give the 
subject careful attention and asked that they spread the 

information brought out in this connection among others 
so as to try to create the interest that the subject really 
deserved. 

Buildings and Structures 
rrhe first report of the afternoon was that of the committee 

on buildings and structures. rrhis report was presented in 
abstract by C. S. Kimball, chairman, who said in part rela
tive to the three subjects assigned for investigation and 
report by the executiYe committee as follows: 

As to the subject of fences using concrete posts and 
methods of their casting, the committee stated that, based 
on tests and investigations it would seem that in the 
manufacture and use of concrete posts the following condi
tions should be considered: It cannot be expected that con
crete posts can be made and transported to the point of use 
at a first cost which will compare favorably with wooden 
posts, but if a concrete post is properly built and has a suffi
cient amount of reinforcement its life should entirely
justify the cost. Mortar used in this class of work should 
never exceed the proportion of two parts of sand to one part 
of cement, the aggregate not to exceed four parts, preferably 
2.5 parts of small broken stone or ½-in. pebbles. Posts 
should have a diameter of not less than 5 in. at the ground 
line and four ¾-in. steel reinforcing rods so placed as to be 
approximately ½-inch. from the outer surface of the post. 
At least sixty days should be given the raw posts to cure 
before they are placed in the ground. Posts should be set 
with 14 ft. centers as a maximum. 

'l'he committee upon investigation found that in open 
storage. carhouses at least 20 per cent of the carhouse 
trackage should be equipped with pits and that this per
centage of space was sufficient only under the most favorable 
conditions of track layout for shifting cars. Where all 
cars are stored under cover and with no easy facilities for 
car shifting, the pit capacity should be increased to 30 or 
40 per cent. 

In a model house of 100 to 130 cars capacity, which 
includes accommodations only for the inspection and repair 
men, a pit capacity for thirty-two cars should be provided. 
The pit room should have suitable arrangements for chang
ing motors and wheels, lifting car bodies and other facilities 
for making minor repairs, including a blacksmith shop, 
power drill and grindstones. There should be one body 
hoist to about every forty cars stored and this should be 
located where a car can be kept on the hoist for several days 
without blocking storage berths. At larger stations where 
a number of body hoists would be required, an overhead 
crane spanning two or three tracks, capable of lifting at 
least one end of a car, will often be found more convenient. 
Where body hoists are used, a jib crane should be located at 
each end of the car to facilitate handling of heavy truck 
parts, and an overhead telpher is likewise desirable for 
handling wheels and other heavy parts that are stored out
side of the building proper. The blacksmith shop and 
stockroom should also be conviently located. 

Pits should be from 4 to 5 ft. in depth, averaging 4 ft. 
6 in. Track centers depend on the method of handling car 
repair work and for ordinary repairs and inspection should 
never be less than 11 ft. and preferably 12 ft., where there 
are no aisle posts. Where there are posts the standard 
allowed by the Underwriters is the width of the car plus 
4 ft. This is also the maximum distance between cars al
lowed by the Underwriters for one row of aisle sprinklers. 
The space between a side wall and the nearest rail should 
not be less than 5 ft. 6 in. 

In repair shops where extensive work is done in addition 
to inspection, a track spacing of 13 ft. is recommended, 
where there are no aisle posts and where posts come between 
tracks it should be on 14 or 15 ft. centers. Tracks should 
be 6 ft. 6 in. from side walls. This spacing is necessary to 
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a llow plenty of room around the car for working, placing 
material, installing body hoist and jit eranes, fire ap
paratus, etc. 

The four di stinet designs of pits can be classified as 
fo llows : (a) Pits with main floo r leYel with t op of rail and 
extending from rail to rail; (b) pi ts \Yith main floor leYcl 
with top of ra il with an open space left between ra il and 
walk designated as ' ' flush skelet on·, type ; ( c ) pits with 
main ffou r cl rupped below leYel of rai l and extending from 
rai l to rail , clesig11ated as " dropped fl oor" type; (d) pits 
with m ain fl oor dropped below lc,·el of rai l " ·ith open space 
between wa lk ancl ra il, de8gnat ed as ' · dropped skeleton ., 
t ype. 

T y pe (a) is th e orig inal and m ost conm10nl _y u sCLl t ype 
in ·all earhoui:cs . T he oth er types haYe L1cYclopec1 from 
necessi ty tl uc to lor·nting m.any par ts of th e au -l)rake equip
m ent, cie .. un the under side of the car in f:' nc-h a position 
where i t ean unly be r eac·hcd r eadily by m eans of a dropped 
floc,r antl , with com for t to the workman , liy proYiding leg 
holes at the s i<l c of the walk . 'l'he exten t to " ·h ic-h t he 
seYcrn l t y pes of pits sh ould lJc u sed must largely (1cpellC1 
on lo<"a l conrliti ons, hut i t is r ecomrnen<l C'1l t ha t at least 
one pit ::: lw. ft be of the skeleton type. ci th C' r flu :::h or droppeL1 
type. S'om e road s f-i ncl t hat a tlrup skeldon type of fl oor 
th roughout ,rnrks (in t Ye ry snt isfadorily. L'X<·c pt around 
b0<ly hoists nrnl eranes iYh C' rc a fl u:::h f-l oor proYe:c: rn urc 
~-ati~fadory. 'l'hc ex t ent of t he d rop to th1· Jloor :mcl the 
open ,:p:ll'l' to allu" · 11111,:t also mC'et with the lm·,,l I ornlitious. 

n e LES FOR l' .\HllO[SE Wi m xn 
'!'hi s :-rnbji•d. ,rns join tl y c·1msiclcrc11 ,l'ith t he cledri1·al 

eo rnrnit tee of t li l· :N"atiunn l Fi re I ' rotcdion .\:-: ,: oc·intion and 
a set of kn r nks were funnulated for adoption :1,: rec nrn
nwn1l cll pradict'. 'J' hesC' r n ll'S. \l'hil'h r·on' r in dl'tai l loc·a
tio 11 :rn<l sns1w11 s ion o1 trulley wire,,. u1tuu t:-: . li ne brL•akers. 
thinl-ra il~, rnoti\'e-po \\'cr equ!1m1cnt in :,;hop,:, dC'. , lw '.e 
been <·1111S 1ll l'l'Cll l1Y the c·um m1ttee on standanl,;: arnl t hcn
a clop tiou as snln ni. it<'ll ,rn,: nppruYCll. 

T l1e r epo rt " ·as signctl by C. ~- Kimball. drnirman, :111<1 
Ti'. F. I .<,\\' . yic-c-d iair mnn, and the follmYing- a. m em bers : 
lT . CT. 'l' hronp. James L ink. TI. < '. Hird. Il . IL Whitney ancl 
JI. K Fuuk. 

flr sC[SSlOX OX JkILnIXt:s .\XD ~Tnn·n · r.Es 

C. 1:. J1 :nte. (\nrncc·ti(•nt Company. askL·cl the <'·hairrn:rn 
if the sta temen t uf the C'omm ittce that rei 11 fo rc·l·mcnt,: for 
<·onnek 11 0;.:t::: slwuhl consi,:t nf at least four 1-in. dianwter 
stee l r ncls slrnn1 <1 no t lrn\'C' ,. or their cquirn ll'nt ·, aclckcl. 
T h i:,; \\' a>' an,-WPl'l·ll in the :1flirmatil'e. r:. H. Fi:-her . B nda 
Com pany, ,:ai<l that c·oncretc poles an<1 post;.: will nm1onht
cclh he k,:::: 11:c:ed l,y :-team roa <ls in the future t han they 
an.' at present as steel JJO::<ts arc rapidl~· (·Ominp: in to fayor. 

11 I . N(•hreibcr. Pnhlir Sen i['e I: ai h rny nf X c"· .J en,ey. 
rcfl'rr1' 1l to the rnlcs for c-arhnusc " ·iring as gi\'en in tl1L' 
comrnitfrc\; report and rni(l that the ;11c1 rule" of the 
Ka tinnal Fin, T' rotedion ~\.s"oc-iation arc oh"ulctc whi le t he 
rules now snlnnittccl lJY t he comm ittee as a res ult. of i ts 
co-operat ion with the e

0

lcctricnl c·ornmittec nf the N ationnl 
Fire P rotect1on L\.ssoeiation are a decideL1 adrnnce. If 
these are acloptcd they will he p rinted as the rn les of t lw 
Na tional Fi re Protect ion Associat ion and their uni,er sal 
distributiou "·ill he as~ m·cd . 

H. II . .Adnm s, Chi cago Surface Lines , saill th at it was 
]1is u nderstanding that th e recomm endat ion of th e sfan tl 
arcls committee for increasin ~ the Yolta !!e l imi t from mo 
t o 7 50 had been accepted by \ he N a tion~l Fi re P rotection 
Association . T his ,Yas con firmed by the chai r man . 

The report of the commit tee on ·buildings an d strud ures 
was t hen apprnYccl hy t he association with the substitu ti on 
of 7 50 ,olts for 7 00 yolts in all p la ecs " ·her e this occurred 
in the rules for carhou~e wiring. 

Way Matters 
The report ?f the committee on way matters was pre

s~nted by Chairman_ C. H. Clark. The first question as
signed to the eornnuttee--,-that on bolted fro rrs and steam 
railroad erossings-reeeived eonsiderable attention and 
definite specifieations were made. 

::\Ir. Clark said that the subjects assigned by the executive 
eommitt.ee had been fully eonsidered. A new specification 
for bolteL~ frogs and steam railroad erossings had been pre
pa recl, wluch had already been approYed by the committee on 
::: tanclards as a r eeornmendation. These specifieations are in
tende(~ to coyer th~ manufaeture of special track work, 
wherem frogs, crossm gs cunes, o-uard rails and connectino
ra ils are made _prineip:'llly_ of_ ;olled steel rails properly 
shape<l by ma ~lnnery or grmdmg and seeured together by 
n:eans of cast uon, cast , forged or rolled st eel fillers, bolts, 
n w t s and plates, conforming in eYery respect to the asso
c-iat iun \; speC' ifi ra tions fo r materials fo r use in the mann
fa c-tnrc of special track woTk. (Engr. l\Ian. Ws 4b.) 

GrnoYes, flangeways and gage must conform· also to the 
as:-oc- ia t ion·s r ecommendations (Eng r . ::.\fan. \Vs 2a .) with 
the follo" ·in ,Q' allowalJle tolera nces : 

Under 

~~\':N~ if n,~,1:::~"it .':: .' ::: ::::: ::: :: ::::::: _' _'::::: ::: 11 1~
0i~~ 

Over 
3/ 32 in. 
3/ 16 in. 

1 
I_f ::'I ~. C'. __ B . wheels are u scll the flangeways should be 

l t-m , m " ·1dt h ancl depth . Flano-e bea rin o-s wherever pos
s.ible 1-l10u lc1 be ca rr ied to a point°wherc tl~ wheel will not 
haw _less tb:~ n a 2-i.n . ~read_ bearing, the effective slope of 
)he r! sL•rs bem g ·:/2 m. 111 1 111. and not steeper .than 1

1
6 in. 

lll 1 111. 

~\. trcacl clearance of •1 in . fo r A. E. E. E. A. wheels arnl 
-1} in. fo r ?i l. C. 13 . wheels is proviclcd. Compromise rails 
instead of comp rom ise joints a re r eeommencled for u se 
\\·bcn .. ,·cr possible . If the joints a re m ed they must con
fo rm t o the association 's practice (Engr. :;\fan. Ws 3a). 
The speC'ific·a t ions also C'OYer .cl eta ils fo r frog and crossing 
arms. frog points. holly fi llers, wing rails, i;;prings and spring 
housings, bear ing plates, stops and hold downs for spring 
ra ils. an(l different types of composite and insert crossings. 

\Yi th regard to the dcYelopment of a spiral for use in the 
cle~ ign of switches. mates an d frogs, the design s proposecl, 
although simplifying th e mannfa cture of special work, 
foi led to meet the objections offered by some members of the 
committee . _\. su b-committee was appointed to meet with 
the manufact ur ers to clecide on a spiral that could be uni
Yen ,ally adopted . [T hi s matter is r eferred to further in the 
d iscu ssion.] 

The LlcYelopment of hand ancl power tools for traek con
:::trudion was cowrecl l1y preYimrn committees in some de
tail. It ,ms the op inion of the committee that to make a re
port of material Yaluc, it would be necessary thorou ghly to 
describe each of the many kinds of hand and power tools 
whic·h arc on t he market ;· t hen to com pare. the effiei encies 
of those u sed for the same purpose, taking into consideration 
the cliffe rent conditions that ari se on aecount of the geo
graphic·al location of t he properties and the varying muni
cipal ordinan ces and traffic conditi on s restrieting the space 
in wh ieh the work has to be nerform ed . To m ake such a 
stuch ,rou ld requ ire more t ime th an has been allotted. It 
wou ld also be n ecessary to eolleet extensive data on each type 
of tool in order t o \\'ar r ant drawing conelusions that would 
,,i thstand the cont roYersy and criticism naturally brought 
forth by competi tors . 

The rnmmi ttee also stated that rapid advances in the cost 
of labor du ring the last few years made it more than ever 
n ecessary t o u se labor-saving devices and it was important 
to seled the pr oper tools with whi ch to do a particular 
pieee of work . As a rule, way department engineers are 
thoroughJy ali.e to t he necessity of using all available kinds 
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of labor-saving machinery and tools which can be applied 
to rai lway working eonditions, in order to keep main
teuanee eosts within reason. 'l'he use of these devices, how
erer, cannot be exactly the same on any two properties and 
their selection should be controlled ve ry largely by local 
eonditions. The eommittee called the attention of en
g ineers to the following tools to reduce labor costs, as 
ll'ell as to expedite thei r work: ( 1) crane cars, clump cars, 
flat ears, pavement plows and steam and eledr ic shovels. 
(2) Yard equipment, including derricks, yarcl cranes, loco
motive eran es, buckets, rock crushers and creosot ing plants. 
(:3) Hail 2-rinders, bonding machinery, tools fo r bolting and 
riveting rail joints and power drills. ( 4) Concreting and 
paving machinery and power tie tampers. ( 5) Welding and 
cut ting tools. ( G) All hand tools not includot1 in the 
above list. 

rrhe fonrth subject considered rehited to th e use of a 
cun ed head for girder rails, with special reference to wheel 
and track wear. 'l'he committee stated that some of the 
obta inable aclvantages are : The wear on the hea(l of the 
rail is considerably reduced per car-mile, it eliminates the 
tangs of the gage· line, it increases t ract ive cJ!ort and it 
eauses less fl ange ,Year. The report p:ives a h st of com
pani es usin g· cuned-hea d rails and also states that one 
eompany tilts T-rails in a ratio of 1 to % to obta in the 
same result. 

The report was signed by H. C. Clnrk, chairman: .A. E . 
Harvey, vi ce-chairman, E. l\J. T. Hwlcr, Willi am IL Dun 
ham, .Tr. , H. Fort F lowers, ·w. F. <1ra ,·cs, C. G. K een and 
N. B. Trist. 

DISCUSSION ON W AY l\IATTEilS 

The discussion was opened by Victor Angerer, William 
Wharton, Jr. , & Company, who suggested a few typographi
cal changes and said that the specifications seemed very 
satisfactory. R. B. Fi sher, the Buda Company, suggested 
that with spring frogs the spring should be as d ose to the 
frog point as possible and tha t the di stance shonkl be less 
than the 12 in. speeifie cl . 

R. C. Cram, 11rookl yn Rapid T ran:':i t Company, said that 
most of the speei:fi cations with the exception of the section 
on composite and insert crossings were aln·acly in the 
l\Ianual ancl that to adopt the complete repor t woulc1 mean 
the addition of much reading matter already inc·ln cled. 'r o 
this Chairman Clark replied 'that the l'Ornmittee lrnc1 worked 
only on specifica tions assigned to them. T he spec-ifications 
were referred back to the committee on way matters for 
revision. 

The secon d question referred to the committee covered 
the development of a s_vstcm of standanl spirals. 'rh is wa B 
handled by a sub-commi ttee and reported by E . 11. T. Ryder. 
Third AYenne Railway, with the assistanc·e of srve ra l blue
prints and drawings . l\Ir. Ryder said that nearly all ex i~t
ing systems are based on Searles spirn ls and that with the 
system proposed by the committee all angular funct ions 
remain constan t and that onlv the al'c length Yaries. 'rlic 
quei-tion is whether the memb~rs and ma mi'factnrcrs wa 11 t a 
uniform system; whether if adopted the system will he 
usccl ancl whether the particular sy1:,tem sug-gcstecl JS 

desirable. 
L. C. Datz, Ameri can Ci ti es Company, stated that he 

beliewcl standards along t his line should be aclnptecl ancl 
expressed a desire to hear from the mann fadnrers. R. B. 
Fisher sa id that the manufoc tnrers would be ,glatl to make 
a spiral aclopted by the association. l\ [r . 1\ngerer sa id 
that standarc1 spira ls " ·oulc1 he very clesirahle. EYen if 
the manufac turers' various standa rcls couk1 he climi natec1 
nncl some recommended spirals of the associat ion used 
when not otherwise spee ifi ccl by t he r ai lwa:v, it " ·onlcl he 
ni1 excell ent thing·. The cmeRtim1 as to whether t l1e spi ra l 
Rhould be fi gured fr om t11e inside ra il mav st ill cleserve 
some consiclera t ion. The present propose,1 spirals are 

very good, said l\Ir. Angerer , ancl are better than those 
fo rmerly proposed. 'rh is system docs not in volve the use 
of any more materi als than those spirals now in use. 

'l'hcre is no question, sa id Charles R. H arte, but that 
if all manufa cturers made only one system of spirals, 
eYeryone would be better off . If the railways will buy 
the adoptecl standard , the manufactnrers can soon amortize 
their olcl eqiupment. 'l' he practica l applica tion of the 
proposed spira ls is the question . Ts the spi ral one with 
which the fie ld engineer can easily figure out the clear
ance points? There will be no more trouble with these 
than with those now in use, sa id l\Ir. Clark. The pro
posed spirals, sa id C. S. Kimba 11, are very simple as com
pared with those now in use. 

In reply to a questi on from William H. Dunham, Jr. , 
New York & Stamforcl Railway, as to how the proposed 
spirals would fit in with old work, l\Jr . Ryder said that 
the switch cannot be r enewed withont renewing the mate. 
It is, however , possible to make partial renewals without 
cliffi~n lty. F . R Phillips, Pittsburgh Rai lways Company, 
president of the association, expressecl grati ficatioJ.+ at the 
success of the work of the commi ttee and it was movecl 
that he subject be continued and the thanks of the asso
ciat ion ext.ended to )Ir. Ryder, the manufacturers and 
other members of the commi ttee. 

It was then suggested that the top ic of the nse of a curved 
head for girder rails be reassigned to the committee. The 
general report of the committee was accepted. 

It had been expected that :Maj.-Gen. William .T. Snow 
"·m~ld address the conYention on the subject of " Field 
Artillery," but he sent hi s sincere regrets at being unable 
to be present through no fault of hi s own. 

Thursday's Session 
The T~rnrsday session of the Engineering Association 

opened with the report of the committee on stanclanls. This 
was presented by H . H . Adams, chairman, superintendent 
of shops and equipment, Chicago Surface Lines and will 
be found in abstract below. ' 

Engineering Standards 
In conduding his report on the standards work l\fr . 

.\.clams said that some of the reports received for considera
tion by the stan dards committee were referred back to the 
originating committees for changes . These changes have 
been made ,and acted upon by the association at its conven
tion meetings and the stanclarcls committee will act on 
these reports at its next regular meeting, which will be 
held some time after the convention eloses. 

The work done during the past yea r by the committee on 
standards as it refers to the standarch: ancl recommenrlations 
submitted by the various standing comn_1ittces is con ta ined 
in th e abstracts of the specific reports. W i t.h reference 
to other matters in its report it says in part , in reference 
to further ing the use of association standards and recom
mendation. t hat a concertell effort should be made by 
nll parties interested to make greater use of the rnluable 
standards and recom mendntiom; tlrnt have been passed by 
the association. The commi ttee on sta11clards take this op
portunity to point ont to the manufacturers the fact that 
they ean be of great assi sfance in advocating with customers 
the nse of the stanclarrls whereYer they can be introduced. 
T hey coul d also grea tly ass ist in th is problem if in their 
catalogs they would 1-how the associations stnnclarcls and 
reeommenclations. 

.\.n exhibi t 1-howin g many of the associa t ion standards 
a ncl recommendation~ " 'as · made at t he conw 11tion , the 
manufadm ers hnvin g offNcd to furn ish ex hibi ts for t his 
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purpose. In addition there were on exhibition various 
pamphlets covering the specifications which have been 
passed by the association, ei ther as standards or as recom
mended specifications. 

The committee urged that a strong propaganda be carried 
on by the members of the association in an endeavor to 
"sell " the results of the association's work along the lines 
of its standards and recommendations, and expressed the 
conviction that if the standards and recommendations are 
put into general use, both the member companies and the 
manufaeturers will benefit by working to a more uniform 
practice. 

The report is signed by H. H. Adams, chairman, and 
Martin Schreiber, vice-chairman ; John Lindall, E. R. Hill, 
C. G. Keen, A. B. Stitzer, E. J. Blair, .Tohn Leisenring, 
H. H. Norris, N. W. Storer, Norman Litchfield, E. D. 
Priest, W. C. Starkey, N. B. Trist and R. C. Taylor. 

DISCUSSION ON HELICAL GEARING 

J\lr. Adams said that there was another subject which he 
wished to bring to the attention of the association, which was 
in connection with the new development and use of helical 
gearings. He referred to several exhibits of this gearing, 
which were made at the convention, and said that each type 
of gearing differed from the other in certain respects. He 
believed that this should prove a very fruitful field for in
vestigation and perhaps standardization, and he recom
mended that the committee on equipment follow the devel
opment of helical gearing and report at the next convention. 
This recommendation was adopted. 

K D. Priest, General Electric Company, said that the 
subject of helieal gearing was a very interesting and im
portant one. There appeared to be no helical angle that is 
the best for all purposes, but it may be that future investi
gations will show that it may be possible to utilize some 
eommon helical angles that will serve all purposes, or per
haps several may be necessary. He considered that stand
ardization .was very important, and as the cost of tools for 
manufacturing helical gearing is somewhat in excess of that 
for the usual type of spur gearing, any developments that 
are sure to take place would cause an investment that would 
shortly become obsolete. He said that the question of 
standardization required careful consideration and should 
be studied from both theoretical and practical standpoints. 

J\Ir. Adams again referred to the interest in the results 
whieh were being obtained through helical gearing, and he 
said he belieYed if more railway companies could put this 
type of gearing into test service, it would help to get prac
tical results sooner and aid considerably in the development. 

E. S. Sawtelle, Tool Steel Gear & Pinion Company. said 
that several months ago his company had suggested to 
the American Gear Manufacturers' Association that a 
tentative standard for helical gearing might be adopted. 
He believed that the general considerations were the same 
for this association and he thought that action along a 
similar line would be advisable. 

The report of the committee on standards was then ac
cepted by the association. 

Resolutions and New Officers 
The report of the committee on resolutions to the Ameri

can Electric Railway Engineering Association for 1919 was 
presented by H. H. Norris, chairman. Appreciation was 
expressed of the efforts of President .F. R. Phillips, Sec
retary-Treasurer E. B. Burritt, and special mention was 
made of the services of J. W. Welsh, recently appointed as 
special engineer of the association. 

It was resolved to express the thanks of the association 
to the manufacturers who spared no pains in demonstrating 
their latest technical developments, to Col. Henry Hodge 
and Nelson W. S'torer for their instructive addresses and to 
the various technical committees of the association for the 
excellent character of the reports which were submitted for 
consideration. 

As the members of the Engineering Association in atten
dance- at this convention reported for registration with 
commendable promptness and thereby made possible the 
satisfactory and expeditious procedure of this convention, 
it was resolved that a record of appreciation should be made 
and a continuation of the same practice urged. Resolu
tions of appreciation were also adopted regarding the enter
tainment features which had been provided and thanks 
were extended to the citizens of Atlantic City who had con
tributed to the pleasure of the members of the association. 
A resolution of regrets was introduced into the record re
garding the loss by death of es.teemed and valued members 
whose names are recorded in the association's office, and it 
was resolved that the association extend to the families and 
friends of sueh deceased members the sincere and heartfelt 
sympathy of all. 

The committee on nominations then made its report and 
the following officers were elected for the ensuing year : 
President, E. R. Hill, Gibbs & Hill, New York City; first 
vice-president, W. G. Gove, superintendent of equipment 
Brooklyn Rapid Transit Company; second vice-president, 
C. L. Cadle, chief engineer New York State Railways, 
Rochester; third vice-president, C. S. Kimball, engineer way 
and structures, Washington Railway & Electric Company; 
members of executive committee, C. F. Bedwell, assistant 
engineer Public Service Railway; H. A. Johnson, superin
tendent shops and equipment Metropolitan West Side Ele
vated Railway, Chicago; L. C. Datz, engineer American 
Cities Company, Birmingham; E. H. Scofield, engineering 
of power and equipment Twin City Rapid Transit Company 
Minneapolis. 

John H. Pardee, president of the American Associa
tion, made a few remarks in appreciation of the work which 
had been produced by the Engineering Association during 
the past year. He referred particularly to the work done 
by the various committees in regard to standardization 
and said that this would give the industry real results 
and aid in substantial progress. He considered the work 
of the Engineering Association as forming a very impor
tant part and he commended the spirit of co-operation 
which has been shown. 

N. W. Storer, general engineer Westinghouse Electric 
& Manufacturing Company, then read a very interesting 
paper entitled "Electric Motor vs. Gasoline Motor in 
Street Railway Service." An abstract of this paper 
appears on another page in this issue. 

The installation of the officers then took place. In 
taking the chair, the newly-elected president, E. R. Hill, 
thanked the members of the association for the honor which 
had been conferred upon him, and he said that he realized 
the seriousness of the responsibility and that he would do 
his best to get under these and take the load. He felt 
that the success of the association depended principally on 
the individual effort that is given to association duties by 
its various members, and he urged that more members 
take active part on committees and the work of the asso
cation. 

The meeting then adjourned. 
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4 1?'------------------------~ 

Claims 
Association Proceedings 
At Four Well-Attended Sessions the Discussion Centered 
Largely on Accident Reduct-ion, Both From, the Stand
points of Public Safety and Operating Requirements-Mr. 
JI[ ,Dougall S et in Jll of-ion a Plan for Promoting Co
operation Along This Line B etween JJiunicipalities and 
Electric Railways-A Reclassification of Accidents and 
Their Causes Was Also Agreed Upon-S. B. Hare Was 

R. E. l\IcDOUGALL 
President 

Elected President 
S. Il. HARE 

Pres id ent-Elect ~------------------------[Jo-, 

THE minutes of the sessions of the American Electric 
Railway Claims Association convention ~ill be given 
in more detail in a later issue, together with abstracts 

of the papers presented. There f?llows, however, a resu~e 
which will indicate to those not m attendance at Atlantie 
City that a hiO'hly successful meeting was held. 

H. E. McDbougall, claim agent New York State Rail
ways, Rochester, N. Y. , president of the association, pre
sided at all four sessions, held on the afternoons of Monday 
to Thursday, inclusive. The sessions were held in Claims 
Hall in the Annex, on ihe Pier, a room seating 125 persons. 
While not crowded, the room was comfortably filled at all 
sessions. 

Monday's Session 
In opening the convention on l\Ionday, Preside1;1t Mc

Dougall paid a tribute to_ tl~e memorr of B. B._ Davis,. w~o 
was secretary of the association from its format10n until his 
death in November, 1917. H e explained that thereafter 
until Jan. 1, 1919, the work was continued by l\Iiss Carrie 
M. Swartz. J. S. Kubu has acted as secretary since the 
latter date. 

Mr. McDouo-all pointed out that the last three years have 
been sore one~ for claim agents. rrhe prevailing rate of 
wages to o-ether with the high cost of living, makes the cost 
of settle~ents high today as compared with five years ago. 
If there ever was a time when claims men could demon
strate that they are a necessary and useful part of their 
company organization it is the present. Claims men do not 
have to be told that electric railways are encountering the 
hardest times of their existence, and it is a question as to 
how many can continue to operate until the people realize 
their condition and the necessity for their continued oper
ation so that fair play will be allowed them. 

In the past it has been the duty of the claim agent to act 
for the company on questions of injury and damages, to 
pass on claims, to protect the interest of the company and 
at the same time to treat the public fairly. Now he has the 
added duty of assisting in the prevention of accidents. 

For years the number of accidents has been on the in
crease, and, while there has been considerable work done 
in the line of accident prevention, so far only the surface 
has been scratched. H eretofore the work has been carried 
on by individual companies. While this has been of benefit, 
none of the men doing the work feel satisfi ed with what the 
Claims Association has done along this line. :Machinery 
should be set in motion to carry out accident prevention 
work so as to produce lasting results. 

An organization for this purpose need not interfere with 
the safety work now being carried on by individual com
panies. On the other hand, b_y distributio~ of ~rinted m~t
ter and at times by suggestions and advice, it can assist 
thd local safety man and his company. It is a question 
whether this association should "go it alone" or join hands 

with some organization already studying safety work and 
devising means for putting these plans into practice. 

Mr. McDougall concluded his address by suggesting that 
a special committee be appointed to work out a plan or 
plans that can be acted upon at the next convention. 

Following l\lr. l\IcDougall, E. G. Carpenter read the 
paper prepared by l\f. Alves Dixon on " Claim Agents' 
Experience with One-Man Cars" and L. S. Hoffman read 
a communication from H. G. Winsor on the same subject. 

An important change in the present standard classifica
tion of accidents was proposed by William Tichenor and 
received such favorable consideration that it was accepted 
and referred back, under the rules, to the joint committee 
of the Accountants' and Claims Associations on standard 
classification of accidents and accident accounts. This is 
covered in this motion made by Mr. Tichenor: 

"I move to modify the standardized classification of acci
dents by striking out Class No. 2 and substituting therefor 
collisions with foreign cars and trains. To strike out items 
4, 6 and 8 of the general classes and raise the sub-classes 
under them to general classes, giving them consecutive 
numbers. To raise sub-classes under each of the three gen
eral classes so stricken out to co-ordinate classes. Strike 
out the sub-class I from general class No. 6 as it now stands. 
Strike out No. E, sub-class under general class No. 4, and 
substitute therefor man-drawn vehicles. Strike out gen
eral class No. 12 and substitute therefor doors, windows, 
ventilators, gates and guard rails. Adel to the list of gen
eral classes, runaways, car barns, power houses and sub
stations, stations and freight houses, on the line ( overhead 
construction), on the section, fires, wire accidents, number
ing all these classes consecutively so that the standardized 
classification of accidents will read as follows : 

" 1. Collisions with pedes
trians. 

"2. Collisions with foreign 
trains and car s. 

" 3. Collision-a of cars of 
company. 

" 4. Collisions with motor 
vehicles. 

" 5. Collisions with horse
drawn vehicles. 

" 6. Collis ions with man
drawn vehicles. 

"7. Collisions with ani
mals. 

"8. Dera ilments. 
" 9. Spread r a il. 

" 10. Broken rail. 
"11. Broken brake-beam. 
" 12. Broken axle. 
" 13. Broken journal. 
"14. Gear-pan dropped. 
" 15. Flashing controller. 
" 16. Fuse blown out. 
"17. Car barns, power 

houses and substations. 

" 18. Stations a nd freight 
houses. 

" 19. On t h e line (overhead 
construction) . 

" 20. On the section. 
"21. Fires. 
"22. Wire accidents. 
" 23. Boarding ca rs. 
"24. Sudden s tart. 
"25. Sudden stop. 
" 26. Going around curves. 
" 27. Fall in car. 
" 28. Hit by missile. 
" 29. Hit by passing object. 
" 30. Hit by passing car. 
" 31. Hit by falling car 

parts. 
" 32. Doors, windows, gates 

a nd guard r a ils. 
"33. Alighting from cars. 
" 34. Falling from cars. 
"35. Ejectmenta and dis

turba nces. 
" ::ir,, Stealing rides. 
"37. Miscellaneous." 
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After J\Ir. Tichenor had concluded his remarks, P resident 
l\IcDougall announced the appointment as a committee on 
nominations of H. V. Drown, William Tichenor and W. F. 
\Veh, and one on resolutions of C. G. Rice, E. G. Carpenter 
and L. S. Hoffman. 

Tuesday's Session 
The fea ture of the Tuesday se."sion was a paper by L. J. 

Tynan, P ublic Service Railway, Newark, N . J ., on '· The 
Ad\'isability of Fixed Schedules fo r Injuries to Persons 
Other 'l'han E mployees," which was read by the author. 
His conclusion was that fixed schedules for settling dam
age cases with the puLlic would result in injustice, and 
would be contrary to the provisions of the feu.e ral consti tu
tion. The discussion was scheu.uled to be opened by E . P . 
Walsh, LJnitecl Railways of St. Louis, but he " ·as unaYoid
aLly detained. H e wrote, bo\\'e\'er, saying ,that he indorsed 
the stand taken by l\Ir. Tynan. 

A snappy u.iscussion was launched immediately after 
the reading of the paper, showing tha t the speaker had 
op('ned up a fer t ile field . C. G. Hice, Pittsburgh Rai lways, 
took up the topic of the possibility of establishing compen
sation for passengers at a fixed rate as is clone ,rith work
men "s compcnsa tion. H e was followed by ,1 olm .J. Hcynolcls, 
Bo::: ton E leva ted Ti ailwa y, '11 • C. Neilson, East St. Lonis & 
Snlrnrlmn Hailway, Ralph Stickle, Cle,·eland Haihrny, and 
Wi ll iam Tichenor, Terre Haute, Indianapolis & Eastern 
'I'rnc-tion Company. 

A n:solntion of tribute to the memory of B. B. I la vis, 
formerly f':ec retary of the association, was pas:-;ecl. It was 
expected that a fi lm prepared by the Public Service 
Corporation for educational purposes woultl be sho,rn at this 
session, lmt due to some meclrnnieal difficulties with the 
projedion apparatus the sho11·ing was postponed to \Yednes
day. This film is cntitl ecl " C'nmra(lcs of ~ncce:-!'," and it 
was produced, first fo r the benefit of the company 's em
ployees, and second for the purpose of exhibition genern lly 
throughout the territory serYcd lJy the company. The 
pictme portrays the dcsira bility of considering safety, 
comtesy mHl loya lty, both to the c·nmpany and it:-; patrons, 
and pui11t :;, ont tha t sc\'eral of the officials of the corporation, 
hy r·areful attention to tht'"e three fundamental ideas haYe 
reached exccutiYe po8itions. 

Wednesday's Session 
A\t the third session of the Cla ims Association conYen

tio11 Presid<:'nt ::\Ic Dougall rend a paper on " Organization 
for Public ~\ cciu.ent Campaigns." His purpose was not to 
fa,Yor a11y particular plan for an organized campaign, but 
merely to tell the story of what has been clone along this 
line in Hochester, X. Y., during the past hro years particu
larlY. 

_\ s n result of a canipaign in that city, ,rhich enlisted the 
co-operation of all interests . the number of street accidents 
was rnakriallY reduced. In 19°1·? the Chamber of Com
merce nppointed a safety committee to endeaYor to reJuce 
the numbers of accidents. particularly in industrial plants. 
The wurk was f ruitful. In 191-:1: the committee joined with 
the X a tiunal Safety Council. aml the 1Rochester Safety 
Council ,ms fo rmed. The res.ult "·as a much greater en
thusiasm. and finally the present effective campaign fo r 
accident reduction was inaugurated in 1918 with a compre-
hcnsiYe organization. · 

Alt present the Rochester Safety Conncil has a member
ship of 120 firms and corporations, employing nearly 50,000 
persom. The results of it " efforb are seen in the fact 
that in 1918 the coroner inYestigatecl 1--10 death cases due 
to accident as against l GG in 19'i i, a reduction of l G per 
cent. The corresponding figures for the fi rst six months of 
1918 and 1919 are fifty-three and sixty-fl.ye cases, a reduc
tion of 18½ per cent for 1919. 

A comparison of the number of street railway accidents 
for the years 191 7 and 1918 is as fo llows : 

1917 
Collisions wit h vehicles ...... .. . .. . ......... .... ..... ..... ... .. . 2249 
Collisions with pedestrians .. .. ....... . ....... :.. .. . .. .. . . . . . . . . . 210 

g ~!;W~~~t:it~. ~~~~.::::: : :: :::::::::: : ::::::::::::: ·.::::: : : : :::: ~~g 
!IT~1~~r:;s f!~~r~~r ·: : ::::::: : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : ~~~ 
:~r~~tgfr~: ~~·r· . : : : : : : : : : : : : : : : : : : : : : : : : : : : : : ·.: : : : : : : : : : : : : : : : : 

7~~ 
lnjured on car . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 435 
Controller trouble . . . ... .. .. . ........... . . . ... : . . . . . . . . . . . . . . . . . 265 
Electric shock . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 11 
Miscellaneous accidents . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 404 
lncidents and other . . ... .. . ............. .. . .. , . . . .... .. . . . . ... . . 1634 

1918 
1639 

155 
294 
334 
316 
521 
502 

9 
394 
153 

6 
379 

2283 

Total . ..... .. . .. . .... ........ .. .. . .. ....... . . ...... . · ........ . . 8042 6985 

For the first seven-months record for 1918 compared with 
same period for 1919 shows these results : 

1918 1919 
Collisions wit h vehicles . . . . . . . . . . . . . .. . . . . .. .. .. . . . . .. . . . . . . . . . . 948 811 
Collisions with pedestrians . . . . . . . . . . .. .. . .. . .. .. .. . . . . . . . . . . . . .. 97 62 
Collisions with cars . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 192 68 
Dera ilments . .. . . . . . . . . . . . . .. . . . . . . . . . . . .. . . .. . .. . . . . . . . . . . . . . . . . 182 174 
Employees injured . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 189 125 
Alighting from car . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 302 305 
Boa rding car . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 265 301 
Falling from car . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 7 4 
Injured on car . .. . .. . . . .. . .. . . . . .. . . .. . . . . . . . . .. .. . . .. . .. . . .. .. . 240 276 
Controller t rouble ............. . ... , . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 98 46 
Electric shock . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1 4 
]l[iscellaneous accidents . .. . . .. .. .. . .. .. . . .. .. .. .. . .. . . .. . .. .. . .. 174 266 
Incidents an<.l other . . .. . . . .. .. .. . . . . .. .. . .. . .. . . . .. . .. .. . .. .. . . . 455 741 

Tot al .. ......... . ..... . . . . .. . ..... . .................. , .. . . . .... 3150 3183 

T he discussion on J\fr . McDougall's paper was opened up 
by C. B. P roctor and continued by C. G. Rice, A. G. Jack, 
S. B. Hare and E. G. Carpenter. 

The meeting adjourned ear ly to permit the members to 
witness a showing of the film " Comrades of Success," al
ready referred to. It was pi·esented by A. J. Van Brunt, 
Public Service Railway. 

Thursday's Session 
At the concluding session held on Thursday the Claims 

Association devoted its attent ion to an important factor in 
public safety, the relation of car speed and accidents. E . G. 
Carpenter read a paper on this subject, the title being 
' · Speed and its Helation to Acciden ts." His general con
clusion was that accidents will increase or decrease largely 
in accordance with the speed, particularly on city surface 
lines. Officials were urged to consider this factor in con
nection with the excessive speeding up of schedules. 

The discussion on this paper was opened with a written 
statement read by the author, H. K . Bennett. E. G. 
Carpenter and George Carson fo llowed J\Ir . Bennett, the 
subject proving to be one which provoked great interest. 

P resident P ardee came into the meeting fo r a while and 
complimented the association on the work that it had done. 

A committee was then appointed to take up the sugges
tions as to public safety made by P resident McDougall, with 
the idea that a plan for public accident prevention should be 
produced. The committee consists of l\Ir. McDougall, 
chairman, H. Y. Brown, H . K. Bennett. W. F. Weh and 
C. G. Rice. 

A resolution was also passed thanking the reti ring officers 
for their efficient work during the war period. 

RESOLTS OF THE ELECTION 

The result of the annual election which followed was this: 
President, S . B. Hare, Altoona & Logan Valley E lectric 
Railway; first vice-president, J . J. Reynolds, Boston E le
Yated Railway; second vice-president, C. G. Rice, Pittsburgh 
Railways; third vice-president, Wallace J\f uir, Kentucky 
T raction & T erminal Company; secretary-treasurer, J. S. 
Kubu, New York State Railways; executive committee : 
Howard D. Briggs, Public Service Railway; E. L. Linder
muth, Scranton Railway; C. B. Proctor, Memphis S'treet 
Ilailway ; H . G. Winsor, Tacoma Railway & Power Com
pany. 
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Accountants' Associa
tion Meetings 

In te rest C'e ntered in the Problem of Using llletal or Paper 
Tir-kets with a Frequently Fluctuating Rate of Fare, Such 
as I s E11cou,niererl in Conn ection with Serviee-a,t-Cosl 
Frrwchi.ses ]faring A11,tomatic Fare Adjustment Features
Acmmullllion of Wealth {net Property Through A dequate 
Depreciat ion . ltlozcances f rom the Beginning Is N ecessary 
as Fortiftc1tlio11 LI gains{ J>erio d::, of Busin ess DezJress,ion-

\I R. B01L AN 
President 

1 . • l. May Was Elec ted President 

<l@{,'--------------------------:)4r.l 
I. A. \[.\ y 

P resident- Elect 

TH E opening session of the Accountants' Association 
co1we11tion was held on Tuesday, Oct. ~', 1919, in 
Accountants' Hall with Second Vice-President I. A. 

::\lay in the chair. 
M:rr. Boylan' s Address 

The annual address of J\I. R. Boylan, president American 
Electric Haihrny 1\.ccountants' Assoriation, was then read 
in his absenc-c. H e had hoped to be able t o be present, but 
important business c-onncctcd with the Public Service Rail
way, of which he is general auditor , preYented his atten
dance. In his presidential address he said that none r e
gretted more than he, his inability to be at the convention 
and any disappointment was assuaged only by the feeling 
that his co-workers would readily understand that his ap
parent delinquency is due to conditions which were beyond 
his control. 

Continuing, he commented on the fact that the present 
was the first formal convention in three years; and what a 
period, he said, the last three years have been- unprece
dented in the history of all time. ·with the whole civilized 
"·orld turned topsy-turvy, with economic laws set at naught 
and with a spirit of unrest and uncertainty rampant, the 
street railway industry has been shaken to its foundations. 
Unlike other industries , howeYer, the electric railways haYe 
not been free to work out their own salvation by passing in
neased costs on to the consumer. They have had to bear 
burdens imposed upon them without choice and take the 
chances of going to state r egulatory bodies or other com
petent authorities to authorize higher rates of fa re to aug
ment company reYenues. 

But railway operators are not so much concerned with the 
past as with the future-the playing of a part in restoring 
the industry to its pre-war standing or better, if possible. 
How that is to be accomplished is a problem that will take 
the hcst thought of the ablest minds to solve, and Presicl ent 
Boylan expressed the hope that the deliberations of the ac
countants during this convention would result in helpful 
suggestions that will enable individual members or indi
vidual companies at least to lighten their burdens and 
minimize some of their troubles . 

Commenting on the internal affairs of the association, he 
said that in June, 1918, he appointed Frank J. Davis act
ing secretary, to fill the unexpired term of S. C. Tioger s, 
resigned. J ohn J. Landers tendered his res ignat ion as 
chairman of the committee on accounting defin it ions, mid 
this committee has since been discontinued. "\V. C. Ingle 
resigned as chairman of the joint committee on t ransporta
tion accounting and A. E. Dedrick also resigned as a mem
ber of the committee on accounting defini t ions. 

In conclusion l\f r. Boylan expressed hi s appreciation of 
the honor of his election as president of the association 

al](l hopctl that the term of his successor would proYe to be 
a happier aml more succ-cssful period for both the or o·aniza-
tion and the industry. 

0 

T he report of the executiYe committee was presented 
hy Secreta ry Frank J. Davis. This report coYered in 
tl etail the_ work of the association fo r the past three years 
aml also mcluded the personnel of the committees for the 
ensuing year. Secretary-Treasurer Davis next read hi s 
~eport fo r the period N ov. 1, 1018, to Sept. 1, 1!)19, c-oYer
rng such expenses as were incurred as well as aclclitions to 
membership. 

The mcrn bership of the two convention committees we re 
announced by Acfing President l\Iay as follows : As mem
ber:c- of the _c-ommittee_ on r esolutions, E. J\I. White, Bing
h~mton . Rmhrny, chanman ; "\Y. ,J. Hughes, Public Ser
v~ce Railway,_ and H. ~- Vorclermaxk, Fort Wayne & 
Northern Inchana T raction Company; as members of the 
committc_e on nominations, T. P. Kilfoyle, Cleveland Rail
way, chanman ; 0. H. Bernd, Des Moines City Railway ; 
Arthur M. Curt iss, the Connecticut Company; J . Scot t 
Pardoe , Schu,vl_kill Railway, and F. E. "\Vilkins, Mahoning 
& Slmnango Railway & Light Company. 

Standard Classification of Accounts 
T he report of the committee on a standard classifica

t ion of accounts was read in the absence of the chairman 
by Secretary Davis. The committee stated that since the 
last r eport of t he committee, the Interst ate Commerce 
Commission under elate of l\Iay 1, 191 7, issued Accountina 
Bulletin No. 14, which included all of t he interpretation~ 
of t he classifications embodied in the Uniform System of 
Arcounts fo r Electric Railways. 

Sinec this bulletin was pl~blished, there have been sub
mittec1 a n umber of additional questions, although dnring 
the war thry were few in nmnber . From the fact that so 
fow questions haYe lately been asked it is eviden t that t he 
sbrnclarcl S)'Stcm of accounts is n m Y prctfr ,rell understood 
an<l has pnwed to be satisfaetory to the several federal and 
state ?ommi ssions and to the acrounting compani es. 'rhe 
c·onnmttec plans at some later elate to make arrangements 
to rcYisr the text of the stanclarcl system of accom;ts so as 
to inclrnJ e all t he decisions. 

The rc-por t was :c- i,g-necl hy IT. h Wibon, chairman, an cl 
P. S. Young, \V. F . Ham, "\Y. II. Fonc-, .J r ., and R. II . 
Wnllis. 

Acting Presicl ent May next introtluc-cd Earl .A . Sal ier:c-, 
professor at Ya le UniYcrsitr, ,Y110 prcsc-ntccl a paper on 
"Ac-counti ng- l\ Ira:c-ures to l\Icet nusincss Depressions." An 
abstract of this paper is pulJlishccl elsewhere in th is issue. 

On bcin ,<:; questi oned h:r P. L. K in,g· of St. Loui s a::; to his 
opin ion of treating- interrst on mrnsccl amonn ts in clcprccia-
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tion funds he replied that this depended entirely on how 
the fund was set up. If by the straight-line method, any 
accruing interest would revert to the company, while if 
the fund was based on the sinking fund plan, all interest 
would be put in the fund. On being questioned by another 
delegate if any objections had been made to carrying a 
surplus, he stated t hat reserves fo r r enewals must be 
built-up to their proper amounts before any company has 
the right to carry a surplus. 

The meeting then adjourned to the Hippodrome where 
Clarence R. Bitting, a certified public accountant of Phila
delphia, delivered an address illustrated with diagrams 
and charts on " The Preparat ion of Accounting and Statis
tical Data in Connection with Rate Cases." This address 
is published in abstract elsewhere in this issue. The meet
ing then adjourned. 

Wednesday's Session 

The session of the Accountants' Association on Wednes
day was held jointly with the 'l' . & T. Association, and a 
report of this meeting will be found in this issue under the 
report of the T . & T. Association. 

Thursday's Session 

The elo:-:ing session of the ~\ ccountants' Association was 
held in ~\ cC'ountauts· Hall with Second Vice-P resident I. A. 
l\Iay presid ing. 

The first order of business was a paper by W. A. Doty, 
Denver 'J'ramway Company, 0 11 ' ' l\f ethocls of Fare Collec
tion When Prequcnt Changes in Hates Are Antieipated 
Under the Cost-of-Serviee Plan ."' An abstract of this will 
be found on another page. 

The next paper was by Carl Xau, fo rmer city treasurer 
of Cleveland and at present a certified public accountant, 
who ·addressed the meeting on " .Accounting as Applied to 
l\f unicipally-Owned Public Utilities ." He referred par
ticularly to a plan of accounting that he had developed to 
compare municipally-owned and privately-owned lighting 
plants. 

Among other things he said that at one time he strongly 
urged munieipal ownership and operation but that now he 
had changed his mind and believed that municipal owner
ship was wrong, the reason being that municipal ownership 
does not satisfy the prime idea that underlies any industry, 
that is, selfishness, which is the supreme virtue of mankind 
and makes fo r business, in that it creates an incentive to 
strive to improve and obtain a reward. which is not obtain
able in municipal ownership and operation. 

H e believed that the best plan of operation was the cost
of-service plan having some fixed return. This would work 
most satisfactorily in gas or electric light work where the 
service rendered was controlled by the recipient of the 
service, which is impossible in street railway operation. 
While the Tayler plan lacks the feature of the recipient con
t rolling the service he nevertheless believed it to be the best 
plant fo r railway operation yet devised in the country. In 
speaking of the return guaranteed under the Tayler plan he 
stated that if 6 per cent was fair when the plan ,vas adopted 
then 8 per cent "·ould not be any better today. 

The report of the committee on resolutions was not read 
before the meeting, but will be included in the proceedings. 
The report of the commit tee on nominations was presented 
by T . P. Kilfoyle. The men nominated by the committee 
were elected as follows : 

President, I. A. J\Iay, the Connecticut Company; first 
,ice-president. J. J. Landers, York Railways; second vice
president, F . E. ,Yebster. :Massachusetts Northeastern Street 
Railway: third ,ice-president, W. G. Nicholson, Omaha & 

Council Bluffs Street Railway; secretary-treasurer, Frank 
A. Davis, Public Service Railway; members of executive 
committee, the officers and W. A. Doty, Denver 'rramway; 
P. L. King, San Antonio Public Service Company; F. E. 
Wilkin, Mahoning & Shenango Railway & Light Company, 
and 0. H. Bernd, Des Moines City Railway. President May 
then took the chair and called upon each of the newly
elected officers for remarks, which were made briefly. 

Manufacturers Take Impor
tant Step 

JJfanufacturers' Association Votes to Disband as Soon 
as American Association Approves President 

Pardee's Plan 

A meeting of the manufacturer members of the Amer~.
can Electric Railway Association was held in the Parl: 
Avenue Room of the Marlborough-Blenheim on the after
noon of Oct. 7 for the purpose of determining their attitude 
toward the promotion of closer relations between the manu
facturer and railway members of the association. Presi
dent J. H. Pardee addressed the meeting explaining that 
the executive committee proposed a plan whereby the com
mittee will be enlarged by five members selected from 
among the manufac turers. It was proposed further that 
nominations for all ofiicers in the association should be made 
by a nominating committee of seven, composed of four rail
way and three manufacturer members. Mr. Pardee stated 
that the American Association would take action relative to 
the necessary changes in the constitution and by-laws to 
make this arrangement possible. 

President Pardee paid a glowing tribute to the spirit 
with which the manufacturers had co-operated with the 
railway members in the work of the association and implied 
that the present changes simply carry out the spirit which 
is manifest throughout the association. He said that the 
matter would have been taken up before but for the cessa
tion of normal association activities during the war period. 

Thomas Finigan who presided at the meeting, in intro
ducing l\Ir . P ardee, traced the development of the past few 
years in relation to this matter. In response to a question 
he said that the arrangement proposed by Mr. Pardee would 
take the place of an affiliated association which had been 
proposed, fo r which a suggested constitution had been dis
tributed among the manufacturer members of the Ameri
can Association. 

T he members present approved by vote the plan outlined 
by J\Ir. Pardee. 

After t]:ie adjournment of the meeting of manufacturer 
members of the American Electric Railway Association, 
l\Ir. Finigan, as president of the American Electric Rail
way l\Ianufacturers' Association, called a meeting of that 
association, for the purpose of taking action regarding 
the plan outlined by J\lr. Pardee in case the American Asso
ciation should take the action which Mr. Pardee had pro
posed and which had had the approval of the American 
Association executive committee. Mr. Finigan explained 
that the plan had the approval of the executive committee 
of the Manufacturers' Association which had appointed a 
committee to draw up suitable resolutions for discussion. 
This committee consisted of B. A. Hegeman, Jr., chairman, 
Charles R. Ellicott and D. B. Dean. 

The committee then presented its resolutions, which were 
as follows: 

Agreeable to the action taken by the executive committee of 
the American Electric Railway Manufacturers' Association at 
its meeting held on October 6, 1919, we beg to submit herewith 
the resolutions which we were instructed to draw relative to 
the action which the executive committee of our association 
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would take provided a certain plan was adopted by the Ameri
can Electric Railway Association: 

President Pardee, of the American Electric Railway Ai;,so
ciation, in conference with President Finigan, of the American 
Electric Railway Manufacturers' Association, and James H. 
McGraw, president the McGraw-Hill Company; S. M. Curwen, 
pre·sident the J. G. Brill Company; J. G. Barry, manager 
railway department, General Electric Company, and W. S. 
Rugg, Westinghouse Electric & Manufacturing Company, 
brought out the fact that it was thought inadvisable at this 
time to form an affiliated association of manufacturers as out
lined in a proposed constitution and by-laws for a suggested 
association of manufacturers, which proposed constitution and 
by-laws had been printed and mailed to all of the manufacturer 
member companies of the American Electric Railway Associa
tion, President Pardee giving as the reason for such thought 
that an association such as proposed was deemed to be unneces-
sary, and, _ 

Whereas, President Pardee had proposed a plan wher eby a 
nominating committee which would consist of four r epresenta
tives of railway m ember companies and three representatives 
of manufacturer member companies, who would be empower ed 
to ·select a regular ticket to consist of five representatives of 
manufacturer member companies, so elected, who would become 
members of the executive committee of the American Electric 
Railway Association, every company member, both railway and 
manufacturer, to cast one vote each for the ticket so nomi
nated, and, such five representatives of manufacturer member 
companies to have full power on the executive committee of 
the American Association, be it 

Resolved, That it is the sell'se of the executive committ ee of 
the American Electric Railway Manufacturers' Association that 
that committee take favorable action on the proposition of the 
president of the American Electric Railway Associat ion to give 
the manufacturer members of that association representation 
of five members on its executive committee with equal power 
with railway members as outlined above, and be it further 

R esolved , That the executive committee of the American 
Electric Railway Manufacturers ' Association recommended to 
its members that the association dissolve, provided that the 
plan of the executive committee of the American Electric Rail· 
way Association as hereinbefore described is ratified by the 
American Electric Railway As·aociation at large, and be it 
further 

R esolved, That the funds in the treasury of the American 
Electric Railway Manufacturers' Association be turned over to 
the American Electric Railway Association for the use of the 
Committee of One Hundred, after all expenses incident to the 
winding up of the affairs of the American Railway Manufac
turers' Association have been liquidated. 

A motion was made by James H. J\IcGraw that the above 
resolution be approved and this was seconded by :M. B. 
Lambert. It was passed unanimously. The secretary of 
the association, Fred C. J. Dell, read a statement of the 
finances of the association which showed that slightly more 
than $1,000 still remains in the treasury which is subject 
to a small expense for items incident to settling up the 
affairs of the association. 

After the passing of the motion tentatively terminating 
the Manufacturers' Assoc-iation an informal discussion was 
participated in by a number of those present. All agreed 
that the solution of the difficult problem which h:;i,d con-

"NoThan 

It S<>1-Ves Me R<1 

~ ( 

fronted both the Manufacturers' and American Associa
tions for many years which was proposed by Mr. Pardee 
was a happy one. 'l'hoRe who voiced the sentiment of the 
other members to this effect were l\Ir. Hegeman, l\Ir. Lam
bert, S. l\L Curwen, C. C. Peirce, C. R. Ellicott and 
James H. McGraw. 

When the meeting broke up it did so with the mem
bers in a happy frame of mind due to the fact that they saw 
wonderful prospects for the future work of the association 
with the railway and manufacturer members really united 
to this end. 

Some details of future plans were touched also upon. 

Purchasing Agents and Store
keepers to Organize 

Resolu,tion to Form Stanchng Com11iittee or Section of the 
Engineering Association Adopted in Conferences 

Held at Atlantic City 

THE purchasing agents and storekeepers met on 
Wednesday afternoon at 2 o'clock, presided over by 
E. E. Stigall, purchasing agent Kansas City Railways. 

'l'he matter of a permanent organization to affiliate with the 
parent association was discussed at length. The chairman 
appointed a committee consisting of H. C. Young, H. J. 
Vance and William II. Staub to prepare an appropriate 
resolution. They presented the following: 

"It is the sense of those present that a purchasing agents' 
and storekeepers' association should be formed as a part 
of the American Electric Railway Association because it is 
realized that such an organization will be of great benefit 
to the individual companies on account of the multiplying 
problems arising in this branch of the service." 

This resolution was voted on and carried at a short meet
ing held on Thursday and it was decided that the purchas
ing agents' and storekeepers' association should be attached 
to the Engineering Association of the A. E. R. A. 

A committee will attempt to reach all purchasing agents 
and storekeepers in the electric railway industry to urge 
attendance at conventions and to make the new purchasing 
agents' and storekeepers' organization a success. It is well 
known among purchasing agents that three or four years 
ago the electric railway man usually looked at two sets of 
figures, his gross revenue and his net revenue, without 
being much concerned with the figures in between. But now 
that the figures representing net revenue have disappeared, 
he is watching the cost of operation. This has consequently 
added to the importance of the work of the purchasing and 
stores departments. The need for a national organization 
therefore seems more pressing. 

A paper on " l\Iodern Problems Before the Purchasing 
Agent," by William Whiteford, purchasing agent 'l'win 
City Rapid 'l'ransit Company, was received too late to be 
read but appears in abstract elsewhere in this issue. 

On W eclnesclay H. H. Adams, Chicago Surface Lines, 
made a short address at the suggestion of F. R Phillips, 
president of the Engineering Association, who advised the 
meeting that the Engineering Association would extend its 
full co-operation in connection with the movement the 
purchasing agents were promulgating. 

E. A. Barnitz on Wednesday presented a paper on the 
"Organization for Purchasing and Stores for Purchasing 
Agents and Executive Officers," which was published in the 
Railway A_qe for Sept. 2G, 1919. P. F. l\fcCall then deliv
ered an address on the general store system for the proper 
housing of materials, etc. 

The following were in a ttenclance : A. E. Yenner, Fonda, 
.T nhnstown & Gloversville Hailroad; TT. H. Adams, Chic-ago 
Surface Lines; W. H. Smaw, Georgia Hailway & Power 
Company; P. b'. McCall, l\Ietropolitan West Side Elevated 
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Railway; H. J. Vance, Illinois Traction Company; \Yil
liam FL Staub, United Railways & Electric Company; 
E. A. Barnitz, York Railways; J. Fleming, Capital 'I'rac
tion Compauy; H . C. Young, International Railway; B. J. 
Yungbluth, Pittsburgh Railways ; John F. McCabe, Spring
field Street Railway; C. W. Mullaney, Albany Southern 
Railroad; W. S. Stackpole, Public Service Railway, and 
W. G. Thomas, Southern Public U tilities Company. 

Problems of the Purchasing 
Agents* 

Produ cer and User M1tst A ssist E ach Other in Bringing 
Prices Do wn by Eliminat ing A ll Unnecessary 

E lem ents of Cost 

B Y \VILLIAJ\I W HITEFORD 
Purchasing Agent Twin City Rapiu Transit Company, ~linneapolis, :Minn. 

THE conditions now confronting each indiYidual who 
p~rd 1ascs supplic~ must be met ,~,ith n~odern methods 
1f the purchaser 1s to condud lns bm:rness profitably 

for himself or hi ::; employer. It is not my intention to 
emuncrate the prolJlem::; or their solutions, but merely to 
suggest a few points that may lw of interest. Among the 
items fur con,;ideration are these: The rapidly changing 
market c-onditions; comlJinat ions of sellers or associations 
tu maintain t l1L' prices at liigh lewls regardless of actual 
vosts; excessiYe selling costs. which mu::;t include achcr
fo,ing; t he ternlen<:y of buyers to thro5_r up their hands and 
pay excessiYc prices, with the explanation that it is 
ine\·itable. 

_.\ purchasing agent ea11 he more useful to his company 
by watching the market than he can by dickering fu1· an 
c•xt ra per cent otr the li:-:t . Xot that di::;counts are not 
important- they should ]Je carefully ,rntchcd- hut list 
price:-: sl1ouk1 a lso lJc watclwcl, as they tend tu <:hange with
ou t 1wtil'e, sun1L'times at the expense of the buyer entitled 
to n big di::;c·ouut. 

Carefu l exa miuat ion of trade papers showing market 
C"ornli tions aml quotation::-. l·011stant study of pril'cs, and per
sistc-11 t iuquiry from imliYi<luals in each line in which the 
1nu·l'l 1asi ng agent may lw inkre:-:ted, will imlic-ate when a 
pril·C' ,rn rrants n pnrl'liase. 

'!'he ::;o-l·a lll'd n,-:suviation pri l'C , a u11it e:-:tablished arbi
trnr iiy Liy a comliinatou of manufacturers or sellers coyer
i11g cert11in l'OllllllOLlities, has become a \ ery important factor 
i11 pun lia,-:i11g. bi11(c the ,rnr it has enterecl nearly eYery 
l ill l' of lmsiuess, arnl there is scan·eh an item that is not 
Jl , ice-µ o\·crnl·d by rnnw comliination · or a:::sociation. If a 
l1uyer t·,11111ot locate a manufacturer ur joliber \\'ho is willing 
to ,-:ell h .s o:upplies fur a legitimate profit, he mu:::t sur
rc11der tu the a:-:soeiation and be automaticallv reduced in 
rank from pun·hasing agent to onler clerk. Ii the associa
tion is a local one and strong, it can be:::t be handled by pass
illg- the busines:-: to one house entirely. This will reduce the 
pt;_i:chasing expense and, sooner or ·later, compel the other 
houses to forget a customer or forget the association. 

The cost of goods today is determined by the three items, 
ra,Y materials, labor and overhead. the last-named including 
selling and acherfo,ing. If the first two cannot be gov
erned_, the third surely can. 

(h-erhead is the bugaboo of the manufacturer and the 
problem to him is how he can get rid of part of it. I have 
one example in mind "'here the oYerhead of an implement 
manufacturing company is fiye times the cost of ra"' mate
rial and labor on a finished unit. It was diYitled as follows : 
Shop superintendence, etc., cost an amount equal to t he 

* .-\.bstrac·t of paper presented b~- title at m eeting of Purchasing Agents at 
.Hlantic City, K. J. , Oct. 7, 1919. 

cost of labor and material. Selling expense and adver
tising each cost twice as much as labor and material. It is 
therefore possible to have r educed prices without injuring 
the worker or the producer of raw material, in some lines 
at least. 

Consumption of- materials cannot keep pace with pro
duction unless costs are lowered, and unless producers adopt 
different methods of disposing of their wares. 

The war has brought out new manufacturers and new 
producers of raw materials, but the ultimate consumer re
mains the same, and uses the same quantities of supplies. 
In the case of most traction companies, less material than 
usual is now being used, of necessity rather than desire. 
Sooner or later over-production will lower prices, but this 
will not give the relief necessary at present. If the manu
fac turers will discontinue the expensive sales propaganda 
now lieing u sed all over the country, and turn their dis
burscrs into producers, costs will rapidly lower themselves 
without injury to anyone. 

When the purchasing agent r eviews his day's work it is 
quite possible that he may recall that, say, six representa
t ives from business houses have called upon him for con
ference regarding the same commodity. If the price is 
governed by an association and the goods have equal merit, 
quite evidently a great deal of time has been wasted by buyer 
and seller. 

Again a great deal of expensive advertising matter is 
being sent through the mail. In most cases this is very 
elaborate and causes a conscientious purchasing agent to 
shudder when he compares it with the stationery he buys for 
his own company. Obviously the cu stomer pays for this 
luxury in the price he pays for his goods. 

I believe that the seller would prefer to stop excessive 
selling costs, and if he really wishes to do what is best for 
his customers and realizes how they feel, he will discon
tinue the p resent pra ctice . 

If t he purchasing agent will decline to be a party to the 
exccssiYe costs of today and work with the manufacturer, 
he will benefit both the producer and the consumer. Cer
tainly the producer r ealizes that high costs do not assist 
:-:a les, but rather hinder them. If sales do not come regu
larly his business begins to decline. High prices surely 
llo not help the consumer. There is then but one thing to 
do . buyer and f"eller mu,,t co-operate to bring down costs 
for the benefit of each other. 

\Vith Apolo3ie~ to 

I,•elahd 
Colurnbu:-. Di~pakt\ 

~~ 
J ~~ 

,i& 
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Publicity Men Meet to Organize 
A Comrnittee Attached to the Am,eriean Association Favored as tlt e 
Best Fann of Organization-Officers Chosen T entatiuely ond tl,1::, 
Plan Plciced before the E':i:eenlive Committee of A ineriean Association 

ABOUT twenty-fif e publicity men gathered in an in
formal meeting iu Publieity J\fen's Hall on Tuesday 
afternoon for the object of discussing ways and means 

for creating a permanent organization of the electric rail
way publicity representatives. Leake Carraway, Virginia 
Railway & Power Company, acted as temporary chairman 
and was chosen as permanent chairman to act during the 
preliminary discussions. 

After l\1 r. Carraway had informed the meeting of the 
status of the work clone to date toward effecting an organiza
tion of publicity men, he called upon D. W. Burroughs, 
United Railways & Electrie Company of Baltimore, who 
presented a paper on the value and necessity of publicity, an 
abstract of which appears elsewhere. 

Secretary Burritt then addressed the meeting, stating 
that he had been authorized by President Pardee to say that 
the American Association stood ready to give material sup
port to any concrete plan which the publicity men were 
agreed upon as being a workable arrangement for amplify
ing and intensifying the publicity work in the industry. H e 
also expressed the opinion that the interests of the publicity 
men would be served to much greater a(lvantage if they were 
organized as a committee of the American Association than 
they would were they to organize as a separate affiliated asso
ciation. The direct connection with the executive associa
tion would serve to bring the publicity men in very close 
contact with the railway cxecutiYes, with whom the pub
licity work is so intimately connected. 

B. J. Mullaney, director, Public Utilities Publicity 
Bureau, Chicago, then addressed the meeting, calling atten
tion to the organization of a publicity section which had 
been effected in the national gas association. H e con
sidered that the function of such an organization was to 
gather ancl disseminate publicity matter, serving as_a clear
ing house for the best publicity ideas deYeloped in the 
industry. He thought that such a bureau could also be of 
great service to the smaller companies, which are not a l.ile to 
hire a publicity man, as the work of the bureau woulc1 serve 
to teach the managers who usually handle this work how 
best to use publicity and what character of matter to bring 
to the attention of the publi c. 

:Ur. 1\f ullaney then outlined the work which had been cl one 
hy his publicity bureau in Illinois for the telephone? electric 
light and electric railway interests. H e said that the bureau 
had been putting out matter for the newspapers in an effort 
to give the public a better understanding of the funda
mentals of the utility business . In this publicity matter , it 
had been endeaYorecl to keep away from politics and make it 
informative rather than argumentative in character. · He 
said there were 900 papers in Illinois, of which the bureau 
had subscribed to something less than 300 as a means of 
checking up on what results were secured. In the period 
from April to S'epternbei of this year, these 300 papers had 
printed more than 7000 in. , or more than 400 newspaper 
columns, of the matter prepared by the bureau. H e saicl 
the most gratifying part of it was that the papers wci·e 
using this matter in increasing amom1ts. H e also p:ave 
some evidence of the results whid1 had been obtained in 
bringing the public into a better frame of mind toward the 
utiliti es . IJc said further that even if the papers rli(l not 
print any of the rnntter which was bein g put out, if the 
bureau surcecded only in getting the editors to rcarl wha t 

was sent to them, omething would be accomplished and 
,roukl be refl ected in editorials. H e declared that the value 
of utility publicity was not in any single piece of fin e copy, 
or in any one smashing eLlitorial, but tlrn t it was Llcri ved 
from a constant supply of information to the public, com
ing along in such a natural manner that the reader does uut 
hnow that his mind is being formulated at all. 

Harlow C. Clark, editor of A. era, then adLlressed the meet
ing briefly. H e said that as long as the publie thinks that 
the corporations nre working to put money into their own 
pockets, it will be impos.-,ihle to do away with publie antag
onism. H e thought that one of the problems for the 
publicity men was to teach the public that the corporation 
was working in the interest of the community primarily. 
H e pointed out that a national organization of publicity 
men could sen e to supply the individuals with the national 
side of the electric rnil,rny problems, which the publicity 
men could then formulate into matter suitable for local 
consumption. 

The meeting was then turned into a round-table di scus
sion and each man was called upon to ri se, state his name 
and offi cial position and express what idea he had on the 
manner in which the publi city men should organi ze. While 
a few expressed a p;·eference for a separate affiliated associa
tion, which they fe lt was warranted by the importance of the 
work, the consensus of opinion seemed to fayor a committee 
or bureau directly attached to the American Association. 
This discussion finally culminated in the appointment of a 
committee of five to formulate a definite plan of organiza= 
tion and activities, basecl on the discussion heard, and report 
at the meeting to be held the followin g day. 'l' he men 
appointed to this committee were Leake Carraway, E . R . 
Kelsey, Luke Grant, W. P. Strandborg, and A. D. B. 
Van Zandt. 

Rea r the close of the meeting President P ardee paid a 
brief visit to the meeting and made a few remarks. H e 
called attention t o the great mass of t estimony which has 
been presented before the F ederal Electri c Railways Com
mission as being a source of a large amount of publicity 
material. H e said this would be mad e available to the 
mernhers since the association plan11 ed to ha ve the r ecord 
printed. The presid ent also referred to one of the r ecom
mendations made in his presidential address in ,Yhich he 
adrncated the organization of forums in each community, 
where the street railway problems might be thoroughly dis
cussed. H e said that thiR ,vas a thought which the publicity 
men might well foster. H e also said that he wonlcl be very 
glad t o receive from the publicity men a plan fo r securing a 
large amount of publicity on the coming report of the 
F ederal Commission, believing that the full and fr ee pre-
8entation of all sides of the t raction situation before this 
commission would reRnlt in expression? by the commission 
which would have great weight with the public. 

Wednesday's Meeting 
The publicity men ree01wenecl on YiTeclnesday nf tem oon 

for the purpose of t aking up the definit e rcconuneuclati ons 
of the committee which had been appointecl the (la :v before 
to rlraw up a plan of organization. The f'O lllmi ttce had 
rl cci rle(l to pr('parc the skeleton of an orgrmi,rn.tion plan 
for preRPn tnt ion to the executiYe committee of the Arneri-



90 ELE CT RIC RAILWAY JOURNAL 

ean Association, leaving the details to be worked out by 
the executive board of the publicity committee. 

The plan of organization which the committee had agreed 
upon was that of a standing eommittee of the American 
Association, which would have a chairman and vice-chair
man and an executive committee composed of five mem
bers eleeted from the committee-at-large and the two offieers. 

Chairman Leake Carraway then appointed a nominating 
eommittee composed of E. R. Kelsey, W. P. Strandborg 
and W. T. Waters to bring in nominations for the offieers 
and members of the executive committee. This committee 
retired for a few moments for consultation and then recom
mended to the convention that it make Leake Carraway 
chairman and Luke Grant vice-chairman, and that the 
chairman select the members of the executive eommittee 
subject to the approval of the convention. 

The chairman appointed and the convention approved 
the following members of the exeeutive board in addition 
to the two officers: A. D. B. Van Zandt, John W. Colton, 
W. D. Burroughs, E. R. Kelsey and W. P. S'trandborg. 
Secretary Burritt came into the meeting at this point and 
after some discussion with the delegates, it was decided 
that the exact plan of organization should be redrafted 
before presentation to the executive committee of the 
American Association at its meeting Thursday afternoon. A 
meeting of the executive hoard of the publicity committee 
was set for 10 o'clock on Thursday morning in the ELEC
TRIC R.uL w A Y ,JoURN AL booth for the purpose of drawing 
up the plan for presentation to the parent association execu
tiYe committee. 

Secretary Burritt asked the puhlicity men to give their 
ca reful thought and energetic attention to the formation 
of local forums as suggested by President Pardee and 
to the organization of a company section in their company 
if one did not already exist. 

Before adjourning ·the publicity men adopted the follow
ing resolution for presentation to the American Association 
at its SPssinn the following morning: 

"Your publi city men in c01wention assembled hereby 
express their appreciation of the support and assistance 
giYen them hy the officers of the .American Eleetric Rail
way Association, and hereby tcrnler their services in any 
capaeity in which they may he helpful in furthering the 
" ·ork of the association." 

.\ tits meeting on Thursda~· morning the executive board 
drew up a letter for presentation to the executive committee 
of the American Association, containing certain recommen
dations. The letter follows in part: 

"That a regular standing eommittee on publicity, com
posed of the two officers and five other members of our 
committee, which now constitute our executive board, 
be created and appointed hy the American Association, as 
the hollY through which we may work with the executive 
committee of tl{e parent association. 

"After much careful consideration, we have decided upon 
a plan for the exchange of ideas and experiences of publicity 
men through the office of the association. A detail of this 
plan calls for regular and full reports to this office of all the 
doings of the publicity men of the industry. We recom
mend the assignment of a man in the secretary's office to 
the handling of our work, the preparation of a ·news letter 
to all member companies, regardless of whether or not they 
are using publicity systematically, and the summarizing of 
the successful and unsuccessful experiences of all member 
companies on matters of general interest. 

" "\Ve have, by resolution, put ourselves at the disposal 
of the Ameriean Association for any general service which 
may be required. This means that through the r~gu_lar 
standincr committee we recommend, the parent association 
may pro~mptly and effectually put into operation through_out 
the entire industry any plan ,vhich may from time to time 
he developed for reaching the general public. 

" It is our plan to meet in the middle of the year, and at 
a round table diseuss the problems whieh have arisen in our 
work, and to keep in immediate touch with each other 
through the committee and through the New York head
quarters of the association. 

" It should be borne in mind that except when so directed 
our ' committee of the whole ' will not touch policies of the 
association, but will deal with each other in the exchange 
of ideas and experiences for our mutual benefit. 

" We believe that in the ways suggested we ean be of 
service to the industry as a whole, and that is our prime 
object. 

"Should you desire our presence, the members of our 
executive eommittee, which we recommend shall beeome 
your regular standing eommittee, are ready at any and all 
times to meet with you." 

The American Association executive eommittee reeeived 
the communication at its meeting on Thursday afternoon 
and decided to refer it to its successor. 

The Value and Necessity 
of Publicity* 

Ways Are Suggested of Gaining ~ublic Oon:fidenc~-Em
ployees Are an Excellent JI[ edinm for Circulating 

Effective 'Publicity- Pernianent 
Organization Suggested 

BY W. DWIGHT B URROUGHS 
Publicity Manager United Railways & Electric Company, Baltimore, Md. 

PERHAP S there was a time when the value or neces
sity of publicity for a street railway was questioned, 
but that time has passed. We are now breathing an 

atmosphere which inspires the belief that publicity is valu
able and necessary for about everything on the face of the 
earth except moonshine di stilleries. 

Probably there are some individuals who still hem and 
haw a bit about this or that feature of publicity, and there 
are probahly some who still object more or less to specific 
publicity on the ground of "policy." There are occasions, 
it is quite true, when a great deal of care must be observed 
that facts and figures are not misinterpreted or misapplied, 
hut much more often the fear of publieation is unjustified, 
and the very best results may be secured and the most satis
factory returns insured by laying all the cards on the table. 

Some genius has prefaced his presentation of railway 
publicity with the admirable admonition "Learn the 
Truth," and the best practice that can be observed by our 
companies is to teach the public truths about the business 
in the communities which we service. 

Never has street railway publicity thrived so wonderfully 
as since high priees of labor and materials forced hundreds 
of companies to make application to regulatory bodies for 
the right to increase fares. To prove their point they have 
had to bare the innermost secrets of their hearts. We have 
seen presented to utilities eommissions, and to city, state, 
and federal boards the most intimate minutire of every 
detail of railway organization and praetice, with volumes of 
figures and facts concerning operating and financial phases 
of the business, much of which material had been guarded 
before, in many instanees, as jealously as the favorite wife 
in the Sultan's harem. 

The newspapers have printed more, and the people, 
through the newspapers and our own publieity eampaigns, 
have learned more about schedules, and time cards, and 
sala ries and wages, and costs, and bond issues, and stock 
values, and per mile expense, and per passenger revenue, 
and peradventure receiverships, than they ever knew or 
dreamed of before. 

* Abstract of paper read at meeting of publicity agents, American Electric 
Railway As.sociation, Atlantic City, N. J., Oct. 7, 1919. 
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In the recent car fare hearing in my own city absolutely 
nothino- was held back. The company presented such a com
plete 1~cord of its business and its methods to the publie 
through the utilities commission that there is not an indi
vidual in the community who can say he has not had an 
opportunity to learn the whole truth. With this open pre
sentation of every detail of Baltimore's street railway busi
ness I do not know of a single instance in which any of this 
information thus fearlessly laid bare caused one iota of 
injury to the United Railways. 

Therefore, fare hearings have not been w1thout their 
blessings, for, even if we did not in every case achieve relief 
to the full extent that our conditions demanded, there was 
undeniably created in the public mind a clearer under
standing of the real seriousness of our situation, and a more 
wholesome regard for the spirit of fairness and frankness 
with which we endeavor to conduct the business. 

In the meantime, however, there has been constant in
crease in the number of companies which have come to 
recognize the value and necessity of publicity methods and 
have added to their staffs men trained in this work. 

This growing appreciation by railway ma~agements of 
the value of public limelight is due to two thmgs : 

First: a realization that th.e people are entitled to know. 
Second: that it is not going to hurt, but is going to aid the 

company, to help the people to know. 
There is nothing to fear from information that we give 

the public. Our great danger lies in the misinformation 
that some persons are all too eager to circulate. The 
antidote for this is to fill the minds of the public with the 
truth backed by honest practice and service. 

It is so very easy to understand that the best interests 
of a street railway is to properly serve the people, that there 
can be but one answer to the question: why does any part of 
the public assume, that the company is antagonistic to the 
people, arbitrad'ly set against them, contrary-minded and 
obdurate? And that answer is, the people do not know. 
They have not been taught to think kindly of corporations 
generally, and they have had many opportunities to be mis
informed concerning street railways in particular. 

No public service corporation will _e~e_r be free f:om 
unjust attacks. There is no earthly poss1b1hty of the extmc
tion of the fanatics, gTouches and unreasoning people who 
cons ti tu te an ever-present thorn in the side of everything 
good. But the vast majority of the people are reasonable, 
if one can reach them and direct their reasoning into cor
rectly chartea channels, and this directing must be done 
by service and publicity. 

Once we gain public confidence, we have the greatest 
lever on earth for successful business. Then we must he 
fair and square in our publicity or we will damage the 
cause, just as any business man who fools or trifles with 
the public, loses its confidence, esteem and support. 

One of the best forms of publicity for an electric rail
way is that done by individual employees and they must 
be taken into account in our publicity plans. The news
papers may devote columns of space to articles saying that 
the street railway company treats its men with fairness, 
but the man who reads those columns will not be half so 
much impressed as he will be by the answer of an employee 
in such a conversation as this: 

"Where are you workjng?" 
"On the cars." 
" How do they treat you? " 
"Fine!" 
Here is the ideal situation. The company has won the 

loyalty and confidence of the employee, and he has become 
a preacher to the people. Railways need thousands of 
such preachers, and frequently they will be far more elo
quent than a whole lot of words in the newspapers. 

To the extent that a company is able to instill in the 
heart and daily practice of each individual employee a 

spirit of care, courtesy, capability and co-operation, to that 
extent will it progress toward the solution of its problems. 
If a railway is diligent, constant and conscientious in its 
devotion to service, it is going a long way in helping pub
licity to infuse some of this spirit into the public mind. 

In accomplishing these results we find that the interests 
of the publicity department extend to every pbase of tbe em
ployees' lives, from receiving fair wages and having proper 
working conditions to tbe enjoyment of baseball and anrn!al 
excursions. And I migbt add that it has been our practice 
for some time to send a baby rattle to the home of every 
employee in which there is a little newcomer. 

The inestimable value of personal contact should not be 
overlooked, the representatives of publicity departments 
should maintain cordial and frank relations with their 
town newspapers, newspaper men, newspaper men's club, 
advertising men's club and other civic bodies and 
representative men. 

At the 1916 convention it was suggested that the associa
tion should establish a sort of clearing house for street 
railway publicity which would make suggestions and pre
pare special articles and general matter that would be 
available for use by all member companies. This excellent 
idea is, I believe, the inspiration of our gathering here 
today. There was also the suggestion that company pub
lications, both those for the public and those for employees, 
should be standardized. This plan has its virtues and 
drawbacks, and the obstacles may be found to be particu
larly difficult to overcome in the case of employees' maga
zines. They would be difficult , too, wit h good-will 
pamphlets when local conditions in a community demanded 
special rather than general attention. 

The publicity elearing house should perform two func
tions. One of these is to provide a flow of -general mat
ter-not voluminous, but pointed-that would be adaptable 
to general use. The other is to afford a supply of data 
concerning present practice that may be drawn upon by 
those interested. 

Far too often it has bee.P the case that railway companies 
have not seen the necessity nor appreciated the value of 
publicity until the sky darkened, clouds lowered, thunder 
rolled, and sometimes lightning actually hit them. A 
national organization of publicity men would tend to 
emphasize, in the minds of all executiYes, the great impor
tance of a sound publicity program. 

Back in our native town, wherever tha t may be, we can 
all recall a dear old lady who would call over the fence to 
her neighbor : 

" 'Tain' t going to rain today; J ohn took his umbrella." 
And John himself was almost convinced that, no matter 

how threatening the weather , if he carried his umbrella he 
was certainly not going to have any occasion to use it. 

We really don't believe this had anything at all to do 
with the weather, for some times it did rain, and the 
umbrella was then really appreciated. Publicity umbrellas 
will not always keep the weather clear, and they will not 
always keep us from being drenched when the floods 
descend, but it is mighty soothing and consoling to have 
them around and in good working oruer un der fair skies 
as well as when the storms break. 

If there is any street railway in the land that has not 
been caught in a storm of trials and t ribulations in the 
las t two or three years we have failed to see its picture 
in the very thorough magazines of Brother Blake, or 
Brother Clark, or Brother Van Auken. 

Publicity, coupled with conscientious service to the extent 
that a company's resources will permit, is necessary and 
valuable at all times, and any plan that may be developed 
at this convention for more extensive, more efficient, and 
more result-getting publicity will certainly redound im
measurably to the good of the electric railway business. 
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Entertainment Features of the 
Convention 

This year, as in previous conventions, all of the enter 
tainments were held in the ba llroom at the front encl of 
the P ier. This hall was t astefully decorated with flags, 
bunting and green plants. ~Iusic fo r the daily morning 
and afternoon concerts as well as for dancing in the even
ings was furni shed by Strickland's orchestra, which was 
located in a latticed booth just opposite the entrance. 

On 1Ionday evening there was the annual reception to 
the officers of the Ameri can arnl affiliated associations and 
their wiYes ; after which general dancing was enjoyed. 
Eight lnmdrecl persons a.ttenclecl. 'l'he arrangements were 
in c-lrnrge of E. P. Wickwire. · 

On Tuesrlay afternoon a ladies' brirlgc tonri1ament ,ms 
held in the hallroorn, in charge of H. N . Hansom who ha s 
had c·lrnrge of such entertainments fo r many years. 
Prizes of eight-otmce hottles of H oubi (],'tmt's Parfum were 
"'on l,y the Indies of T able ll, nnmely ::\Ir:c:. ,Y. F. Weh, ::\Irs. 
P. K Wilson, )Ir:,. "\\' . P. Hurst and :',Irs. Ralph Stickle, 
all of CleYeland. 

On rruesdn:r rren ing ] ·2()() peo11le enjuyecl infonrn1l rlanr
in p:. Spel'ial clam e fea tures \\·ere giwn lJy the Gills, 
:Mlle. lfrtrµ:uerite arnl her lirothcr Frank, Mntinental 
clanc·crs. Credit for the cniertni11ment if: c1ne W. 0. K:n]or . 

\VcLl l1l'S<la y CYe11i11 g· ,ms "cnrui ·rn l nig·ht" arnl, af' usual 
thi s enter h1 inment rlrew th r lnrg·rst attrnclanre. William 
V. Dec, in rlrnrge of nrr,rng0nwnts. proyi,led paper hats, 
balloons and serpentines for all guest.;;. Special feature;;: 
were furnished by a group of eight g-i rl.;; from the Yestoff
Scront Ru;;:sinn S'cl10ol of Dan cing. 

,\ n exhibition ,raltz also was g-in,n h)' ~- ~- Crane and 
J\f rs. Crnne of Altoona. who were the "· inn ers in the prize 
dmw(' gi YPn at the ] 01 (i c-on r011tion . 

.\ wnn1 must hr sai,l in dosing· of the C:urti;::s ;::enplane 
flip:ht.;; taken by the brlirs. On Tuesday rnorninQ' ::Hrs. 
J . H . P nnlce. ::\Irs. F. TI . Phillips. ::\Irs. R. E. ::\IrDnucrall 
and Jf rs . .T . P. Barnes nrn,l r the fir;;:t flight. They r·irded 
t lw Bnnnl,rnlk and thr Cnnw•ntion Pie~', follo\\·ii1.~: for a 
t ime thr XC-·± on its ,my to Phil adrlphia. 

On Tlrnrs1l :1 Y afternoon tlnon~h t lw ronrtPsY of Prrsi 
drllt Pnnlrr the six b,li es in r lrnr!.;'e of the ·c·01we1Jtion 
rrgistrnti cm nlso mndr fli ghts. Thrsr "·e1·e the ::\Ii :=:sr::: 
L ronnr ,l . ::\f d7,1th, Arn es0n. rlnrk arnl Kelley, nm] ::\Irs. 
SiehreL·k. all of the assrn·iatinn's Xe"· York offic-c. 

Biographical Notes Regarding the New 
Presidents 

Jon:N" H. V\HDEE. re-rlrdecl pref:iclcnt of thr American 
As,-ocintion. is presicl rnt of the .T. G. 11hite ::\Ianai:temcnt 

orpor ntion. H e ,ms formerh a hrn·yer. harinQ" b~en at
mitted to the Rew York har in isi:n . h,·o Years aft.er gradua
tion from H amilton Colleze. Hi::: entry into thr utility field 
,ms madr in the C'apal·ity ;.r grneral manager of the Oi1tario 
Lip:ht & Traction Company, and th e Canandaigua (~. Y.) 
Gas Light Company. 

In 1002 Mr . Pardee " ·ns appointed general manager of 
the Hoc·hester & Eastern Rapid Rail"·a:·, and at this time 
disc-ontinued the praetire of 1::m to gire his enti r e time t() 
utility managrment. In 190: he joined the organization of 
J. G. \1hite Company. Inc .. as operating manager of the 
publir utility properties managed by that company. \\' hen 
in 1913 the \\' hite Company organization "·as r earranged to 
segrcQ"a te its rlifferent in terests into three groups he berame 
president of the appropriate rornpany in the group . 

1iY. H. CoLLr::-,s. president of the Transportation & T raffic 
Assoriation, is general manager of th e Fonda , J ohnstown & 
GloYersYille Railroad. GloYersYille, X. Y. R e rose to this 
position from the meclrnni cal department of the same rorn-

pany, through the general superintendeney in which he sue
reeded J. N . Shannahan in 1907. 

l\Ir. Collins entered railway service in the steam field. In 
1881 he became timekeeper on the extension of the D., L. & 
W. Railroad between Binghamton and Buffalo, N. Y. From 
1883 to 1888 he was successively in the employ of the 
Geneva, Ithaca & Sayre; the Elmira, Cortland & Northern; 
the Southern Central, and the West Shore Railroads, as 
agent and operator. On Jan. 1, 1888, he entered the motive 
power department of the West Shore Railroad, later becom
ing assistant to a diYision master mechanic. On Jan~ 1, 
1898, he entered the employ of the F., G. & G., and five 
years later was appointed master mechanic. 

En NEST ROWLAND HILL, president of the Engineering 
..Association, is a member of the firm of Gibbs & Hill, con-
sulting engineers, Ne"· York City. · 

::\Ir. Hill receiYed hi s preparatory educational training at 
the Pratt Institute in Brooklyn, N. Y., following this with 
a course in mechanical and electrical engineering at 
Cornell U niYersity. H e graduated in this course in 1893, at 
the age of twenty-one and immediately thereafter spent two 
:·cars in n shop com se at the Westinghouse Works: 'l' he 
:-: ix yearF: foll o"·i11g " ·ere spent with the Westinghouse Elec
tric- & ::\Ianufacturing Company as special engineer. 

In lHOl :;\fr. Hill went to England as chief engineer 
of ihr Briti sh Westinghouse Company, with headquarters at 
London. He returned to the United States in lDOG to 
l1el"orne asf'oc-iated with George G ihbs nssistant . chief engi-
11eL"r uf electric tra r tion and station construction for the 
Pennsyhania J~ai lroad nnd was actively connected with the 
elL'c-trifi c-a ti011 of the Xew York terminal. In 1912 he be
came a member of the firm of Gibbs & Hill. 

~~UIPEL B. II.An:1,~, president of the Claims Association, 
is a natiw of ~\.. ltoona, Pa. After preliminary education in 
the ~c·hools of that city he atten<led s·usquehanna University 
and has the honor of having been the first valedictarian of 
tha t young in stitution, from ·whicb he graduated as A. B. in 
18%. After r ea ding law in a loral office in Altoona he 
entered the law c·ourse of DickiDSon Coll ege and graduated 
in 1898. _\..fter continuing the reading of law during the 
summer, he returned to Dickin.son for a post-graduate 
c·ourse. rec·e iYing the LL. B. degree in 1899. 

::\[r. Hare " ·as adrnittecl to the P ennsyh ania State bar in 
1890. and hns t!inc-e been in actiYe practice of hi s profession. 
In 1903 he "·as aclmittrd to prnctice in the Supreme Court 
and in 190.j \\'as admitted as a member of this court. H e is 
a member of the State Bar and American Bar Associations. 
l n 190-4: he was appointed claim agent for tbe Altoona & 
Logan Yalley Elcc-tri c Railway, a subsidiary of the Ameri
r-nu Railways, and assistant to its chief counsel. 

I. A. ::\Ln:-, presiclellt of the Acrountants' Association, is 
c-omptroller of the Conncc-tieut Company, whi ch controls 
and oprrates dcetric ra ihrny lines in central and western 
C'onnec-ticut, reac·hing owr into adjoining states. 

::\Ir. :;\Jay has hacl a rnr.i ed and interesting accounting ex
perienc·e. He entered the electrie railway business in 1902 
with the building of the Berkshire Street railway in J\Iassa
c-husetts, a,s rlerk and paymaster. In 190-! he joined the 
sbff of foe Consolidated Railway in New Haven, and 
handled the railway, electric light, gas and water accounts 
ns head bookkeeper and chief rlerk to the auditor. When 
the Connerticut Company was formed in February, 1910, 
the Consolidated "·as absorbed, and he continued with the 
ne w c-omp:rny. H e ,ms appointed auditor in July, 1911, 
bec-ame c-ornptrollcr in January, 1913. 

)Ir . :\lay passed the certified public aecountaney examina
tion in June. 1915. He is au thor of a standard work on 
ac-counts in the electric railway field, namely, "Street Rail
way Aecounting." He is also vice-president of the Con 
nectieut Society of . Certified Public Accountants. and is 
Yice-president for Conn ectieut of the New England Street 
Railway Club. 
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F rom left to right , W. D. l\fahon, C. W. Beall , P hili p H. Gadsden, Charles E. E lmquist (chair
ma n), C ha rlton Ogburn (s t anding), Edwin F. Sweet, Dr . Royal Meeker, Louis B. Wehle 

Federal Commission Holds Final Hearings 
The Federal Electric Ra,ilways Co ,nmission Held Hearings A ll 
Last W eek at Tfosh ,ington -The riews of Labor Leaders and of 
Railway Operators and Consulting Engineers Were Presented 

WITH Commissioners Elmquist, Sweet, Meeker, 
Gadsden, Wehle and 1\Jahon and about fifteen 
others present, the Federal E lectric Railways Com

mission resumed hearmgs in Washington on the morn mg 
of Sept. 29. As Chairman El~.11quist called the meetmg to 
order, he gave warning that the usual mode:,;t workmg honrs 
of from 10 a. m. to 10 p. m. would be adherecl to during this 
final week. 

The first witness to be heard ,ms C. J. Joyce, who ap
peared in behalf of T. E. Mitten, president Pluladelphia 
Rapid Transit Company. l\Ir. Joyce began his testnnony by 
reading a statement prepared by Mr. ]Uitten, ,rhich appears 
elsewhere in this issue. 

JUr. Joyce then gave a great cleal of matter which was 
intended as evidence of the success and the value of the 
employees' co-operative plan as a means of hringmg about 
increased revenue with decreased operatmg expense. The 
theme of the testimony was the confidence wh1rl1 had been 
evoked between the men and the company and alE) between 
the public and the company. rrhis continued confidence 
and support was considered by l\Ir. :i.\Iitten to he one of the 
most essential conditions to successful street railway opera
tion. Mr. Joyce said that it was l\fr. Mitten's aim to mstill 
into the public mind the conviction that the street railways 
are their property in the true sense of the word, since they 
are supported solely by the people, and that, therefore, what
ever burden is placed upon the F'.trcet railway by the munici
pality or Ly any group of citiz('ns is a burden plal'.ed upon 
the whol e people of the city. In any appeal to a munici 
pality for relief from hurclensorne fees or for permif,sion to 
make any drnnge in service as a means of effcrting econo
mies, the efforts of the compmry are likely to fail nnle:-:s thPy 

haYe that public support which follows the feeling on the 
part of the public that the interests of the tract10n com
pany in such matters are identical ,nth the interests of the 
car nders. 

L ,rnOR TunNOYER 
~-\s a means of mdicatmg the success of the co-opera ti ye 

plan in go.ming the confidence of the trammen and of re
tainmg them on the payroll as satisfied employees, Mr.Joyce 
presented the followmg data coYenng dismissals and resig
nations, etc., of trainmen: 

Aver,. No. 
Appoint- Resigna~ Dis- of em- Per cent 

m en ts tion s charges ployees turnover 
1911 2,453 1 ,106 1,131 6,980 3.5,H 
1912 1,256 988 566 6,980 18,18 
1913 79-t 547 36,5 6,552 12 
1914 229 232 203 6,169 3 
191:j 83 177 no 5,929 0.1 
1916 1,339 509 56'1 5,962 22. 
1917 1,994 1,574 285 6,131 3-2. 
1918 4,817 3,551 1,014 6,114 78. 
1919 (8 mo.) 1,139 774 450 6,143 18 

It will be noted that an exceedingly low number of men 
were hired in 1915. 'l'his 1s accounted for by the fact that 
the company inaugurated extensive rerouting of cars wlnch 
materially decreased the number of trainmen required. 
Wlule no men were discharged, fewer appointments than 
usual were made so that the over-manmng of the cars was 
taken up in this manner. rrhe large increase in the per
centage of turnover in 191 G, 1917, and particularly in 1918, 
was due to the war conclitions, the full effect of the draft 
and the movement of men to more highly-paid employment 
being felt in 1918. The figures given for the eight months 
of 1 !J19 indica te that co11ditions are agnrn rdnrning to 
110rmal. 
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During the course of his testimony Mr. Joyce presented 
at some length the various features of the employees' co
operative plan and the results which have been obtained 
from it. T hese have been presented from t ime to time in 
the ELECTRIC RAILWAY JOURNAL. 

OPERATING ECON"Ol\IIES 
Aside from the advantages gained through the good rela

t ions which have existed between company, men and public, 
much of the success of the Philadelphia company was 
attributed to economies in operation which have been ac
complished through the adoption of better equipment, the 
skip-stop system, energy-saving campaigns, and various 
other engineering and traffic improvements. In this con-
11ection, the work of the time-table department in con
dueting careful traffic checks as a means of closely adapting 
the service to the needs of the public and of revising the 
service as frequently as traffic conditions changed were 
referred to as contributing much to the reduction in operat
ing costs and in keeping the public sat isfied with the service 
rendered. A paper on the methods of making these traffic 
studies which was presented before a recent meeting of the 
Pennsylvania Street Railway Association and published in 
the ELECTRIC HAILWAY ,JoUR?\'"AL for J uly 12, 1919, page 75, 
was also entered in the record. 

B_y increasing the aYcrage speed in miles per hou r for 
the system from 8.08 in 1910 to 9.06 in 1918, it has been 
possible to increase the passenger receipts per car-hour from 
$2.19 in 1910 to $:3.48 in 1918. Likewise, the passenger 
receipts per car-mile haYe increased from 27.2 cents in 1910 
to 38.4 cents in 1918. This increasr in speed was accomp
lished through improYen)ent in rnrious faetors; as for ex
ample, the reduction in the number of stops and the cutting 
clown of the time cunrnmed at each stop through the intro
duction of the near-side and center-exit doors and the 
equ ippi11g of all of the company\, cars with door-operat ing 
deYiees. 

The application of the skip-stop plan had resulted, Mr. 
Joyce tes tified, in reducing the number of stops in the city 
by morr than 1700 out nf a total of something less than 
GOOO . Whi le it "·as difficult. he said, to estimate the total 
saying resulting from thi~ plan, it ,ms definitely known that 
a s,ning of $100.000 in payroll had been real ized due t6 the 
consenation of the time of the operating crc"·s. and a saving 
of $300.000 per annum in electrical energy. By comparison 
of the per car-mile cost of operation for a calendar month 
before the skip stop was installed, with the same cost for a 
like period after the installation, the company's engineers 
estimated a saYing of 1.07 cents per car-mile or a total sav
ing of $1,318,000 per annum. They further estimated an 
ultimate saYing of approximately $100.000 per annum addi
tional, as the result of releasing equipment from service. 

..:~CCIDEXT PREYENTION 
'l'he "·itness then presented as eYidence the information 

that for the eight years ending in 1910, 6.08 per cent of the 
gross earnings of the company had been spent for accident 
claims and that in addition there was an unpaid liabili ty of 
an amount not estimated inYolYed in a total of 4953 unset
tled suit:, on llec. 31, 1910. With the introduction of 
modern equipment, which included every known safety 
deYice for the cars, a crusade was undertaken among the 
school children under the direction of a capable young 
woman who soon became kno"·n throughout the city as 
" Miss Safety First." Through cheerful co-operation of 
the school authorities the campaign of educating the chil
dren against clanger bore fruit by reducing the accident cost 
during the eight-year period since 1910 to 3.47 per cent of 
the gross earnings, and with the number of pending suits 
decreased to 2524 on Dec. 31, 1918. This reduction in 
accident cost represents a saying of $5,2~2,054, and it was 

made in contrast to the condition pictured by the police 
reports for 1918, which showed an increase of 1980 street 
accidents over the year 1911, while the traction company 
showed a decrease of 7 52 in car accidents for the same 
period. In 1911 there was one accident to 18,640 pas
sengers carried while in 1918 the ratio was one accident to 
41,622 passengers carried. 

FIRE INSURANCE 
In 1910 the Philadelphia company carried $18,500,000 

of fire insurance at a premium of 50 cents per $100. By 
the provision of adequate and effective inspection this has 
been reduced to 25 cents per $100 per annum, and besides 
there have resulted many collateral benefits due to the regu
lar careful inspection of the property. From 1911 to 1918 
over $600,000 was paid in premiums to insurance com
panies and the company received in return less than 
$60,000 for fire losses. On Dec. 31, 1918, therefore, the 
company assumed 33 per cent of its own risk. A careful 
survey of the property demonstrated that the greatest pos
sible loss that could be sustained in any one fire would not 
exceed $250,000. The insurance fund, discontinued in 
1910 to aid the company in meeting obligations, has been 
re-established with assets of more than $1,000,000. 

Car and station advertising as a source of legitimate 
revenue has been developed by the company from producing 
an annual net income of $160,732 in 1910 to an annual net 
income of $205,677 in 1918, and Mr. Joyce said that a 
fur ther increase in 1919 to $300,000 is expected. 

Another source of revenue which had been developed by 
the l\fitten-Stotesbury management was the Willow Grove 
amusement park. This, it was stated, had been originally 
designed by the former management, was badly located at 
the extreme end of a long ride and had always resulted in 
a loss of not less than $50,000 per year on operating costs, 
without any return on the $1,000,000 investment in it. By 
revising the rental rate for concessions and bringing to the 
park many very high-grade musical attractions, the former 
deficits were turned last year into a profit of $132,000. 
This year. after $75,000 for music is paid, the company 
expects to clear $150,000. This, i t was claimed, had been 
done largely by making the most of what the park afforded. 

l\f r. J oyce presented a review of the opera ting conditions 
for the eight years from 1911 to 1919, making frequent 
reference to the tables published in a pamphlet entitled 
" The Three-Cent Exchange Case," which was recently 
heard by the P ublic Service Commission of P ennsylvania. 
A summary of one of the tables from this book shows that 
for the period from J an. 1, 1911, to June 30, 1919, there 
had been a total capital outlay of $26,231,411; that the 
P hiladelphia Rapid Transit Company capital stock paid in 
was $14,540; that the securit ies isssued by the P. R. T. 
and underlying companies was $17,066,000; that loans 
from the United States government to provide additional 
facilities for war irnlustries, was $3,9 13,152 ; that the net 
income appropriated for capital expenditures was $3,551,-
246; and that the expenditures from the renewal fund for 
new cars amounted to $1,686,472. 

OPERATING REPORTS FOR EIGHT 1'10:N"THS OF 1919 

To give the commission an idea of the operating condi
tions in Philadelphia as nearly up to the minute as possible, 
the witness introduced the following data, the 1919 figures 
being estimated on the basis of the actual figures for the 
first eight months : 

For 1919 
Opera ting revenue . .............. . ...... .... ..... . .. ... $22,964,499 
Opera ting expenses and t axes . . . . . . . . . . . . . . . . . . . . . . . . . 15,833, 330 
Operati ng income . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • 7,131,169 

~~~;;p1~~~~! ~~~~~~- . ·. ·.::::: ·. ·.: ·.: ·.: :: ·.:::: :: : : : ::·. ·. ::: 7.~~:~i 
Fixed charges . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . . . . . . . . • . 6,483,664 
Net income • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1,001,594 

For 1918 
$20,444,555 
13,402,587 

7,041,968 
420,391 

7,462,359 
6,406,258 
1,056,100 
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At the afternoon session Monday, Mr. Joyce concluded 
his direct testimony by outlining the development of the 
present transportation system in Philadelphia from it:, 
beginning in 1831 through the consolidation of some fifty 
odd companies into the present Philadelphia Rapid Transit 
Company. In the cross-examination which followed, Clrnir
man Elmquist asked about the workings of the co-operative 
committees. The witness replied that nearly all questions 
of difference had been settled in the division or department 
committees, these being the first two bodies to consider any 
controversy. Very few questions had been brought before 
the general committee, and as yet resort to arbitration had 
not been necessary in the settlement of any dispute. It was 
explained in connection with this statement that the men 
still had the right to strike if they chose. 

Questioned whether the Philadelphia plan would be ap
plicable to and would bring similarly good results in other 
cities, the witness was reticent to state an opinion, although 
he did say that it would not be possible to make as good a 
showing in Pittsburgh on account of the topographical 
difficulties and the long hauls necessitated by the peculiar 
distribution of the population. 

In answer to questions concerning the degree of water in 
the stocks of the subsidiary companies, Mr. Joyce said that 
these properties had not been valued at the time they were 
taken over by the P.R. T. Co., but that the public seemed to 
feel that there was an inflation in the capital of these 
twenty-two companies for which rentals varying from 8 to 
28 per cent are paid. These leases are either for 99 or 
999 years, it was pointed out, and there was no prospect of 
breaking away from them.-

Commissioner Sweet sought information as to the jitney 
competition and the effect of the privately-owned auto
mobile. The witness stated that there was no jitney com
petition and that there were no statistics available to show 
the exact effect of the private automobile, but that the riding 
habit of the population had increased from 1910 to 1919 
more rapidly than the increase in population. He believed 
that this was due to public popularity of the system and the 
frequency of the service supplied. 

As to whether lower fares during off-peak hours would 
tend to increase the riding during those hours and reduce the 
rush-hour traffic the witness was of the opinion that the 
number of people that could be induced to ride was too 
limited to be an important consideration and also that the 
people who rode at these hours were of a class to whom a sav
ing of a cent was no particular inducement. Questioned as 
to the possibility of income from the hauling of freight, 
Mr. Joyce said that the cost of handling was so great, 
particularly on subway and rapid transit lines, as compared 
to the cost of transportation over the short distances in
volved, that it limited the volume of business that could be 
attracted, although the company was now deriving a certain 
amount of revenue from this source. 

In his testimony, the witness emphasized the idea that 
the inference should not be drawn that the measures and 
practices adopted and followed in Philadelphia would have 
worked equally favorable results elsewhere. It was also 
pointed out that the results of the work done in Philadelphia 
had been available to members of the American Electric 
Railway Association and that the industry had made use of 
the ideas as far as they were applicable to the local con
ditions of each company. 

In reply to questions Mr. Joyce said that the company 
was not contemplating any increase in fares and that it had 
studied the \:one system, but there was no movement to 
install such a system in Philadelphia. At present the com
pany is centering its attention on the problems of producing 
greater economies and improving its service to increase the 
riding habit, and is using dash and inside car advertising as 
one means of inducing further patronage. 

4 

In reply to a question as to the value of the service-at-cost 
franchise, l\'Ir. Joyce said the primary object of a company 
should be to gain the good-will of the community, and with 
this done the kind of franchise would not make much 
difference. 

Secretary Ogburn then read a statement sent to the com
mission by Thomas L. Sidlo, formerly a law partner of 
Newton D. Baker in the working out of the transportation 
problem in Cleveland. An abstract of this statement 
appears elsewhere in this issue. 

On Monday evening Walter Jackson, Brooklyn, N. Y., 
formerly business manager ELECTRIC RAILWAY JO URNAL 
and now consulting expert on railway matters, emphasized 
the possibilities of further operating economies. 

Questioned by Commissioner Wehle as to the effect of 
the zone system on the possible congestion as affecting hous
ing, health and welfare of com~uni_ties, Mr . Jackson felt 
that zone fares might temporarily disturb property values 
and housing conditions. Jn cities developed along zone-fare 
principles, as in Glasgow, rents _are less for houses on the 
outskirts than elsewhere. The witness also brought out that 
character of housing was largely a local condition. In 
England everyone wanted a single-family house, while in 
Glasgow the people li ved in tenements: In the Uni~ed 
States, New York City's apartment habit contrasted with 
the one-family houses of Philadelphia and Baltimore. In 
New York, apartment houses actually followed the coming 
of rapid transit routes. Mr. Wehle asked if this was not 
because real estate values increased with the building of 
rapid transit lines so that the _land values were so high _that 
the man with only a small capital could not afford to bmld a 
house for himself along these lines, but that it was necessary 
for syndicates to build large apartment houses and rent 
them to men of small means. l\Ir. Jackson agreed that this 
was an important factor. 

When questioned regarding zone fares, the witness said 
that in fairly compact cities routes 2½ or more miles in 
length should be divided into zones. By so doing it would be 
possible to obtain two classes of riders, namely, short riders 
of one zone or a fraction of a zone and riders up to the whole 
length of the route. However, it was wrong to encourage 
people to ride long distances on slow street railway lines 
when in many instances the payment of a few cents higher 
fare made available a train which would enable the pas
senger to reach his destination in much .less time. Mr. 
Jackson felt that the surface lines of New York City would 
be ideal for a zone system of fares if they charged a lower 
minimum fare than did the subways. The latter would then 
be used more largely for the long-haul traffic. E ach mode of 
transportation ought to be sold according to its character. 

Questioned as to the operation of buses, he said that in 
England a priYate owner could enter the bus business with
out special parliamentary sanction such as is needed by a 
municipal or other tramway. In London the fares on buses 
competing with tramways are the same, but the non-com
petitive bus fares are about 30 per cent higher. As a rule 
bus fares are cumulative, while the tramways charge only a 
maximum of 8 cents for a ride of eight stages or more. 

In the United States the municipal railways of San 
Francisco have used buses to develop the Golden Gate Park 
territory. Buses have also been used to some extent by the 
Stone & Webster companies in the State of Washington as 
feeders to the interurban lines. 

Asked as to whether buses could fully take the place of 
street railways, Mr. J ackson felt that they could not be
cause the trolley car still offered the cheapest and most 
practical way to handle "large crowds." As to profitable 
operation of buses, the witness stated that prior to the last 
two years, the London General Omnibus Company had paid 
modest dividends little above bank interest, while the fir,:t 
quarter of 1919 actually showed a deficit. As a rule, the 
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stages are longer where traffic is thin. This is based on the 
theory that it is better to run a bus three-quarters full with 
low fares than only one-quarter full with a higher fare. 

Asked as to the operation of the Chicago Bus Company, 
the witness stated that the figu res given out showing large 
profits were greatly exaggerated, for last year little more 
than $18,000 was set aside for depreciation on the fifty buses 
owned. After allowing the proper amount of depreciation 
there would be little or no profit, even with 10-cent fares. 
With regard to the Fifth Avenue Coach Company in New 
York, where fares are also 10 cents, it was stated that in 
the early years of operation it had made no money, but in 
the past few years it was able to show some profit. How
ever, if all riders took the long hauls for pleasure, the com
pany would be bankrupt, and it was only the short riders 
along the Fifth Avenue shopping district that made it pos
sible for the company to show a profit. 

Questioned by Commissioner Wehle regarding the oper
ation of buses in the lower East Side district of New York, 
the witness said that a lot of people would ride on the buses 
who did not patronize the slow storage-battery cars. But 
he did not think the service would pay with the 5-cent fare 
now being charged. The fare should be about 5 cents per 
mile on cross-town buses, he said. 

Tuesday's Session 
Ralph S. Bauer, who is a large dealer in office supplies 

and furniture in Lynn, l\Iass., was the first witness to appear 
before the commission at its sitting of Tuesday morning. 
l\Ir. Bauer said that he considered the street railway prob
lem as purely a social one rather than one of transportation. 
'l'he solution of the problem could be brought about from no 
other viewpoint. He thought it was entirely wrong to try 
to finance a street railway by collecting fares from the car 
riders and that for this reason the industry from its very 
beginning has been on a fundamenta lly ,nong basis. He 
considered that every time a car rider came to the business 
section of a city, he did so as a messenger of prosperity and 
for the purpose of doing something by which the community 
as a whole was benefited, and for this reason he should not 
be taxed at all for the ride. 

Ile declared that people who had deri,·ed the greatest 
benefits from the street railway-such as the merchant, real 
estate owner, office building and apartment owner and 
manufacturer-had never contributed anything to its sup
port. The large department store would be nothing more 
than a country store without transportation, and the manu
facturer could not exist on the same scale or make the same 
profits that he does today were it not for the service per
formed by the street railways in transporting the men to and 
from the factory. 

The witness continued this argument at some length and 
drew the conclusion that because of the enormous invest
ments necessary in street railway properties, any rate of 
fare which would return a profit to its owners would be so 
high as to discourage riding. The proper solution, then, 
is one iYhich will permit of absolutely unrestricted intra
community travel. Later l\Ir. Bauer declared that next to 
the public school system the street cars were the greatest 
factor in the cleYelopment of any community. 

Referring to the service-at-cost type of franchise, :'.\fr. 
Bauer said that this did not offer a solution since there was 
no standard by which the people might judge whether or not 
they were securing a proper service at the cost they were 
paying. The trustee plan of l\fassachusetts, he considered 
"a colossal blunder." The trustees appointed were all 
lawyers, and none of them was experienced in railway oper
ation. He said that the people in Boston were "riding in 
the street cars about as they do in ambulances- only when 
they have to," with the present 10-cent fare, and fo r this 

reason the transportation system there was performing 
its proper public function only two hours out of twenty
four during the day. 

The witness considered that if it had been good business 
for the public to build bridges and roads, it would be even 
better business for it to take over the street railways as an 
economic, progressive and rational step. He compared free 
transportation on the streets to free elevator service in office 
buildings, stating that those who availed themselves of the 
latter came to the building to leave something of value, for 
which the tenants gladly paid. 

Mr. Bauer was opposed to the zone system because he 
thought it t ended materially to increase the congestion 
about important centers of employment. As proof of this, 
he told of having had occasion to make a check of the 
number of vacant tenements in the neighborhood of the 
industrial center of a certain town and to compare this with 
the number of vacancies in the outlying districts. With 
a 5-cent flat fare in force, he had found that there were 
nineteen vacancies in the outlying districts as against 217 
in the industrial district . With the adoption of a zone 
system which had created a 15-cent fare to this outlying dis
trict, a second check had shown that there were 109 vacan
cies in the out lying section and only twenty-seven in the 
factory district, indicat ing that the higher fare had forced 
people back within walking distance of their work. 

The witness predicted the passing of the trolley from 
existence because it was no longer an economic means of 
transportation in view of the enormous investment involved. 
While the present buses are very crude and are probably 
not economic at a fare equal with the street car fare, they 
would provide an economical means of transportation at a 
fare of 5 cents. The only way thes treet railways could be 
made profitable as a private enterprise, he believed, would 
be to have the community served pay part of the cost, but he 
would consider this as only a temporary expedient, pending 
absolute ownership by the public. Replying to questions 
about possible abuses of the use of free transportation, he 
expressed the opinion that such abuses could be regulated 
in the same manner as we now endeavor to regulate the 
abuses of our streets and sidewalks. 

1\1:ASSACHUSETTS TRUSTEE POLICIES STATED 

Homer Loring, chairman of the Board of Trustees, 
Eastern Massachusetts Street Railway, the next witness, 
outlined the provisions of the Massachusetts act under 
which the Board of Trustees was operating the old Bay 
State Street Railway system. H e told how the trustees 
had abandoned operat ion on considerable mileage of non
paying line and said that there were 150 to 200 miles of 
additional line on which abandonment of service was being, 
considered, but it was hoped the cities and communities 
concerned would come forward and help support this mile
age. The trustees, he said, were experimenting with vari
ous rates of fare and fare systems, and in this the trustees 
were considering each city as a unit. He referred to the 
severe jitney competition in New Bedford where the best 
street car service of any place in the State was being given, 
and this at a far~ of 5 cents, to show that the presence of 
jitneys was not always due to poor service. Ile also said 
most people do not realize the extent to which the automo
bile manufacturers are exploiting the transportation field. 
He knew of one department store which had loaned $29,000 
to a j itney company to operate bus lines from outlying 
districts to terminate at that store. 

The position of the Board of Trustees on the matter of 
jitney competition has been that jitneys and street rail
ways cannot both exist in the same city and that the people 
must choose between them. In this connection he cited a 
postal-card vote taken on this question in Quincy after 
the Mayor had flatly refused to do anything toward elimi-
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nating the jitneys. To the Mayor's surprise and to every
one's, the vote cast was 700 to 17 in favor of retaining the 
street railways. He said that the jitney drivers do not 
make any money and that the ownership of the buses is 
constantly changing. But the work was pleasant and a 
man could be his own boss and this induced many to be 
satisfied with the smaller earnings. 

One of the experiments which the trustees have been 
trying is the use of monthly tickets providing in Fall River 
fifty rides for $3 within any calendar month, and other 
tickets giving sixteen rides for $1 in the inner zone of 
Lowell. These experiments are being conducted in cities 
where there is no jitney competition. 

Asked about the zone system, Mr. Loring said that the 
trustees were going to try this as soon as they could find a , 
satisfactory way to collect fares, and for that reason they 
were watching the New Jersey system with a great deal 
of interest. He believed that it was absolutely necessary, 
in working out the solution to the situation for the com
panies to do a great deal of experimenting. For this reason 
the state commissions must be liberal in permitting the 
trial of various systems and in looking upon them as 
experiments. He did not see how the industry could work 
out its salvation by any other means. 

CREDIT THE MOST l:MPORTANT CONSIDERATION 

Mr. Loring considered the matter of the credit of the 
street railways as the crux of the present situation. He 
said that the railways have lost their credit, that credit 
once lost is very difficult to re-establish and that he is doubt
ful if the street railways will ever be able to regain their 
credit under private management. This fact becomes the 
greatest argument for municipal ownership. He thought 
that th~ public was in a state of mind such that it would 
grant the companies few if any favors and that this was 
known by investors who were also confronted with much 
more attractive opportunities for investment in other fields. 
He thought that the public trustee plan offered a possible 
avenue through which the State might be justified in assist
ing in the financial necessity. The only alternative was 
State or public purchase. He thought that the present 
trustee plan had practically all of the advantages of pub
lic ownership, except possibly for the rate of interest neces
sary in financing. He thought the plan insured a prac
tically non-partisan management. 

Referring to the sentiment in Massachusetts, particularly 
in Boston, for the return to lower fares, he said that it was 
so strong that if the Governor had not interfen;d, the legis
lature would have undoubtedly passed a 5-cent law at its 
last session, applicable to the Boston system and probably 
to the Bay State system. 

In connection with operation under the trustee plan, he 
called attention to the fact that both in Boston and on the 
Bay State system a large part of the deficit was due to the 
setting aside of a liberal depreciation reserve. On the latter 
system, the sum of $1,041,000 is being charged off to the 
depreciation account, whereas the largest sum heretofore 
set aside in any one year was $150,000. This fact has a 
distinct bearing upon the final showing. 

Questioned about the good-will element in the prosperity 
of a company, Mr. Loring said that this was a very vital 
factor and that the prejudices which the public hold have 
been a growth of many years. It would take a si~ilarly_ 
long time to break them down, so that any relief from this 
source would be too slow to take care of the present emer
gency. H e said that the introduction of the 10-cent fare 
in Massachusetts had resulted in a virtual boycott in some 
cities and that factory employees had jeered their fellow 
workers who rode the cars. He did feel, however, that 
when the people of any community were brought face to face 

with the possibility of losing their street car service, it 
had a tendency to bring about a very sudden change of 
public attitude. H e felt that the public does not realize 
how seriously in trouble the electric railways are and that 
the federal commission could, therefore, do a great service 
by bringing out in its report a plain statement of the facts. 

John A. Beeler, consulting engineer, New York, ap
peared at the Tuesday afternoon sitting and presented a 
statement which appears in abstract elsewhere in this issue. 

Upon being questioned by Chairman Elmquist as to what 
was the trouble with the electric railway industry, Mr. 
Beeler stated that the earnings in r ecent years had not 
been sufficient to allow the companies to set aside proper 
funds for plant replacement. The electric railways have 
dodged this issue, hoping that something would turn up 
to solve the problem, and as a result in many cases they 
are still operating cars that have long outlived their use
fulness. Current maintenance will in general take care of 
the condition of the track, and knowing its life, it is pos
sible to determine just how much ought to be reconstructed 
each year. Other equipment must be taken care of by a 
depreciation fund. 

Street cars, he thought, should be of a standard type 
and built as light as possible. After a short period of inten
sive operation of five to ten years they could be replaced 
with a later model having improvements. This plan fol
lows the same procedure used by owners of automobiles 
who after several years of operation sell their machines 
and purchase others which can be operated more efficiently. 
If of standard design, street cars can be purchased on an 
installment basis and payments made entirely out of 
earnings. 

J\1r. Beeler said that the minimum fares should be kept 
at 5 cents and the length of haul shortened to offset any 
need to increase the minimum unit fare. He also believed 
that the c·ompanies had not taken the proper steps fully 
to develo•p short-haul traffic. This, however, cannot be 
done simply by having a low minimum fare. It is necessary 
to operate attractive cars, on frequent headways and in 
charge of properly trained men. In the past he had found 
that too much attention had usually been paid to seeing 
that the cars left their terminals on time instead of seeing 
that they were properly spaced along the main arterieti to 
give a uniform headway. Questioned further as to the 
various economies of operation suggested in his paper he 
replied that if the companies would follow these recom
mendations, their operating expenses would be decreased 
and the riding habit increased. 

Asked as to whether extensions should be financed from 
increased property value due to the building of extensions, 
Mr. Beeler stated that in the past some extensions had been 
subsidized, but as a rule the property owners had put such 
a high value on their property that the development was 
necess·arily slow and so far as the electric railways were 
concerned, it would have been better if the extensions had 
not been built. On being questioned if the service-at-cost 
plans would be a solution, he answered that the whole ques
tion was largely one of financing and management and 
that as yet the plans had not been tried long enough to 
warrant an opinion. 

With regard to questions concerning municipal ancl state 
ownership, especially as to whether such a plan would give 
better service with more stability, he said that this was a 
matter of personal opinion but that some advantage might 
be possible in obtaining credit at a lower rate, but he 
believed that good management was the most important 
factor. Under poor management all that was gained by 
lower money costs would be wasted. Asked by Commis
sioner Sweet about the social features of the zone plan, 
Mr. Beeler stated that there were many, but that the prin
ciple of paying for the length of ride taken was the ultimate 
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solution and any fare system which took this into account 
was a step in the right direction. 

Asked by Counselor Warren if one-man cars could be 
operated in cities of 150,000 population, Mr. Beeler felt 
that such a type of car could be used exclusively, and even 
in the larger cities could be operated on certain routes 
without any difficulty. He spoke of an instance where he 
had observed as many as eighty passengers on a one-man 
car during r ush hours and compared this to what was con
sidered a big load on a bus, namely, t wenty passengers. 
The one-man car could handle as many passe1wers as three 
ordinary buses, he said. In Seattle, it wat stated, the 
traffic was well handled on the one-man cars and in some 
instances the speed had been increased 20 per cent the 
average being from 10 to 15 per cent. ' 

The n~xt witn~ss was Morris L. Cooke, consulting engi
neer, Plu~adelphia, and formerly director of public works 
for that city. He read a prepared statement which is o-iven 
in abstract elsewhere in this issue. b 

When questioned by Commissioner Elmquist as to what 
elements are ~ncluded_ in the renewable _contract especially 
as to _franchise reqmrernents, fares, nghts of purchase, 
operat10n and as to return on capital, starting in with good 
management, he stated that nine out of ten men in this 
industry are firmly convinced that they now have good 
management and unless that point of view is chano-ed the 
problem is hopeless. The idea of manao-ement i: some
thing that is not static but one that is all the time lookino· 
forward to future economies. As to franchises, that matte~ 
should be left to the franchise experts. If a company ex
pressed a desire to accept the best advice that could be 
obtained in the matter of management and then was willino
to have a Yaluation for a showdown, it seems to me a lot 
:vould _ha Ye bc~n accomplished. He called l\Ir. :Mitten's plan 
m Pluladclphia a demonstration of efficient rnanaO'ement 
which postponed the time when it was necessary to bmake ~ 
valuation, which was he considered good policy. · 

. Wit!1 regard to 1~mnicipal ownership, he was opposed to 
widenmg at the present time the actiYities of a municipality, 
and would he glad to see the present form of operation go 
forward indefinitely. State regulatory commissions, per
form two functions, namely, to be the supervisors of electric 
railways for most of the cities and states and for matters in 
"·hich more than one city is concerned. He believed that the 
larger cities should haYe a street railway commissioner for 
supervision of what could be done the best locally. 'l'he 
second function would be to standardize accounting practise. 

He belieYed that the service-at-cost plan was a step in the 
wrong direction and that the promotors of this plan did not 
realize the temper of the public or the trouble such a plan 
would get them into. The primary difficulty is that the 
plan is based on the theory that matters of this kind can be 
settled by fixing the rate of return but the plan did not 
take care of the efficiency of management, cultivation of 
public favor and the solution of the labor problem. 

The electric railway, he considered was one of the essential 
industries and he believed it possible for a regulatory com
mission to fix a fare for a short period, say three to five years, 
which would give the company a chance to obtain extra 
revenue through efficient management and further improve
ments. 

Answering Commissioner l\Ieeker as to why definite 
standards of work were not utilized in the st reet railway 
business, the witness stated that the plan generally followed 
for training motormen and conductors to a fixed standard 
was wrong, as it simply made men more or less intelligent 
automatons. He believed that, having so many employees 
all doing the same kind of work, the company could benefit 
by information which the men could furnish from their 
daily observations and thus, instead of working at all times 
to a fixed standard, work to a standard that would be con-

stantly changed by improvements due to the elimination of 
past mis_takes. He suggested also the organization of em
ployees m order to obtain greater initiative and believed 
that th_e men should call on the manager for such reports, 
as for mstance, the labor turn-over, etc., that they thought 
would help them in their work. The leader~ of the men 
should demand these figures, for they are entitled to know 
the reasons for intermittency of employment due to sickness, 
etc., so that they might be able to offer constructive sugges
tions to the management. 

At the evening sitting of Tuesday, Charles Lomax Del
bridge,--who claimed to be an auditor by profession and the 
author of more than 100 publications on accounting matters, 
appeared as the representative of the Citizens' Referendum 
League of St . Louis. His object in requesting a hearing 
was to present to the commission what he declared was ab
solutely the only solution to the street railway problem, 
namely, free rides. As a sample of the arguments which he 
presented to substantiate his contention, the following is 
quoted: 

"The average sum received by steam railroads for all 
classes of freight i_s 9 mills per ton per mile. It takes six
teen average people to weigh a ton . Freight has to be loaded 
and unloaded. People load and unload themselves without 
expense to the company on street car lines. Yet at a 5-cent 
fare they pay 80 cents per ton per mile. If they were only 
charged the freight rate, they would pay only 1 cent for 
every sixteen passengers. At 5 cents per passenger, people 
who load and unload themselves pay more than eighty times 
as much as freight that has to be loaded and unloaded at 
the expense of the company." 

After occupying the t ime of the commission for an hour 
and a half the testimony became of such a character that 
Chairman Elmquist was forced to summarily dismiss the 
witness. 

Wednesday's Session-Labor's Case 
In accord with the prearranged schedule to devote the 

sessions on Wednesday and Thursday to the labor side of the 
question, Chairman Elmquist called upon W. Jett Lauck at 
the beginning of the Wednesday morning sitting to proceed 
with the presentation of testimony. Mr. Lauck acted as 
counsel for the Amalgamated Association of Street & 
Electric Railway Employees of America in this matter. 
He was formerly connected with the War Labor Board as 
its secretary, and is actively associated with the Bureau of 
Applied Economics, Inc., Washington, which is making 
extended studies of costs of living, standards of living, etc. 

As an introduction to the testimony to be presented on the 
labor side, l\Ir. Lauck outlined the points that he would 
endeavor to substant iate in the following formal statement. 

MR. L AUCK'S S TATEMEN T 

The data and exhibits which we shall submit will cover 
fiye main points: 

" 1. We shall show by an analysis of the operating statis
tics and performance of the street railways that the present 
deplorable condition in which they find thems~lves has not 
been due to an advance in operating costs arising from 
increased wage outlays to labor. On the contrary, we shall 
prove that the productive efficiency of motormen and con
ductors has steadily increased, and that labor costs of oper
ation have not advanced proportionately with other costs 
of operation, the increase in the cost of trainmen for each 
revenue passenger carried ranging only from one-fourth 
to one-third of a cent during the past eighteen years. Pay
ments to employees in the industry, it will be shown, have 
had no real effect upon the present finances of the companies. 

"2. We shall show that the present financial condition of 
the street railway industry has arisen primarily from the 
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past financial mismanagement of these public u tilitics. We 
shall submit a brief review of the past financial history of 
representative street railway corporations, which will dis
close the fact that the extraordinary gains in revenue which 
have arisen from the growth in the population of eities, the 
granting of special franchises, the development of trade and 
industry in and around urban centers, the adoption of ,, 
mechanical devices and improved operating methods, have 
to a large extent been absorbed by fictitious capitalization, 
or dissipated by improper or misguided financial manage
ment. As a result of these practices, we shall show further 
that the past productive efficiency of employees has been 
absorbed by fictitious capitalization, and that, if existing 
methods and security issues are allowed to be continued into 
the future, the fruits of the labor of employees as yet un
born will be absorbed by fictitious securities already out
standing. Our conclusion on this point will be that unless 
the past basis of financial management and control of the 
industry be changed, the future is without hope to the em
ployees of the street railway companies, or to the general 
public. We do not charge the present managements with 
these malpractices, but they are the victims of the acts of 
their predecessors. 

" 3. We shall show that financial mismanagement of the 
street railway companies has invariably been followed by a 
lack of the proper development of operating efficiency and 
service to the public, and also by the failure to adopt oper
a ting policies which would bring out the maximum of pro
ductive effort of the employees. 

"4. As to the actual rates of pay received by labor in 
the industry, we shall show that the earnings of motormen 
and conductors before the war were actually below a sub
sistence level and were entirely inadequate to maintain a 
proper standard of living; that wage increases received 
during the war by awards of the National War Labor Board 
and by other agencies and methods were Yery moderate and 
that, in general, the cost of living has increased much more 
since 1914 than the rates of pay of trainmen; that, as a con
sequence, the earnings of trainmen are even more inade
quate now than they were before the war and not sufficient 
to maintain a standard of living based on health and reason
able comfort; and, finally, that the wage increases received 
in other industries during the past five years have been 
greater than those secured by motormen and conductors, 
and that, out of approximately 100 leading industrial occu
pations, conductors and motormen have the smallest rates 
of pay of any other group of workers. 

"5. Finally, we shall submit evidence to show that our 
own government, by official proclamation of the President 
during the war, and the leading industrial and commercial 
nations of the world, by their sanction of the labor clauses 
in the peace treaty since the armistice, have accepted as 
fundamental rights of labor the principles of an eight-hour 
day, a living wage, and union recognition; and we shall 
eontend that these principles are no longer debatable and 
that t~is comi_n~ssion should accept these principles as an 
essential condition to any recommendations which it may 
make for the rehabilitation of the street railway industry. 

" When this testimony has been completed we shall ask 
Mr. Mahon to set forth his own reconstruction ideas." 

CONDUCTOR TESTIFIES ON ATTITUDE TOWARD CONTRACTS 

Counsellor Lauck :t_hen called upon Cary Ferguson to take 
the stand. Mr. Ferguson testified that he had been a con
ductor on the Detroit United Railway for fifteen years 
prior to the last two years, during which he has been busi
ness agent of the local union. He presented a formal 
statement as follows: 

"We appear before you for the purpose of presenting 
information upon two subjects; first, as to the policy of the 

Amalgamated Association in making and living up to 
written contracts with the employing companies; and, sec
ond, to inform you as to the conditions under which the 
street and electric men of America are compelled to work. 
We have evidence to show that our work is arduous and our 
hours are long, and for that purpose we have brought with 
us schedules which will show the working conditions in 
Cleveland and Detroit, which, in our opinion, are typical 
of the working conditions prevailing throughout the Uni ted 
States. 

"We desire first to call your attention to the policy of 
the Amalgamated Association in making and adhering to 
its written contracts for the reason that we have noted in 
reports on the evidence submitted to your commission that 
there has been some criticism and the claim has been made 
that our association did not adhere to its contracts. rl'he 
following extract from the report of our international presi
dent to the Chicago convention, which was held during 
September, 1919, best explains our policy on contracts and 
the number of them which are in existence. 

"The policy of our association to secure written contracts 
covering wages and working conditions for a given period with 
the employing companies has been followed during this term as 
it has in the past with good and satisfactory results. * * * The 
reports at the Providence convention two years ago showed that 
we had at that time 250 written contracts with the different 
employing companies. During the past two years seventy-six 
other divisions have secured written contracts with their re
spective companies, which brings the present total of written 
contracts between our local divisions and employing companies 
to 326. 

"Now my advice is that the policy of securing written con
tracts be continued. * * * It is the rudder by which we steer 
this organization successfully, and therefore its continuance in 
my opinion is necessary to the success of the organization. 

"Now as to the policy of our organization to live up to its 
contracts, we would inform you that the gTeat majority 
of our locals have adhered to and strictly carried out their 
contracts. There have been three or four cases where our 
local divisions haYe acted contrary to this principle. It 
might also be pointed out that several street railway com
panies have refused to adhere to their written contracts and 
have violated them, not only with our association but in 
some cases with the municipalities in refusing to further 
continue under the terms of their franchises. 

"The policy of our association is clearly shown in the case 
of the Bay S'tate Street Railway where several of our divi
sions in violation of their contracts suspended work in the 
month of June of this vear. The records show that both 
our international presid~nt and the general executive board 
of the association compelled these organizations to return to 
work and adhere to their contracts. Another case is that 
of Pittsburgh, where only a few weeks ago the local division 
refused to comply with its contract arrangements and went 
on strike, but due to the position taken by our international 
president and the general executive board, they were also 
compelled to return to work and adhere to their contract. 
At our September convention, this matter was brought up in 
the report of the international president as follows: 

"I would remind you that the integrity of this organization 
is at stake. In the past we have borne the reputation of living 
up to our contracts. If contracts are to be disregarded and 
our laws cast aside we cannot a·sk anyone to have confidence in 
us and by such actions we will be destroying what we have 
struggled for for years, namely, the right Qf collective bargain
ing. It is a serious matter and one that calls for consideration 
and action at your hands. 

"In considering this subject the convention fully indorsed 
the position taken by the international president and the 
general executive board, and laid down the policy that in the 
future our locals must strictly live up to their contracts if 
they were to remain a part of the Amalgamated Association 
of Street & Electric Railway Employees of America." 

In discussing the schedules of Detroit which he considered 
typical of the industry, Mr. Ferguson pointed out that 
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many of the men are required to put in a greater number 
of hours than they are paid for, due to the fact that but 
37 per cent of the runs are continuous, the majority being 
two-piece or three-piece runs, so that they are required to be 
on duty more hours than they work. The average pay-time 
for the schedule of runs submitted, which was the one used 
in the 1917 Grinnell arbitration proceedings, was nine hours 
and twenty-eight minutes. Conditions have changed, he 
stated, to some extent up to the present t ime, for all runs 
having an outside time of twelYe hours or more pay for 
nine hours and twelve minutes. 

Comment was also made on the fact that men who had 
completed their r egular runs were called upon to work 
trippers and this was disagreeable to the men even though 
they received a higher rate of pay for such work. 

Criticism of the time of day they are released for mid
day meals was also made. The witness stated that this 
period ought to be in the middle of the clay or as near 
noon as possible, instead of early in the forenoon as was 
now the case on many runs. He suggested that a large 
percentage of the runs should be continuous inasmuch as 
runs having a large spread of hours do not allow the men to 
perform properly their work. Long hours cause too great 
a strain especially on motormen operating cars through 
crowded streets. 

Asked if the work was so arduous that the health of the 
trainmen broke down under tJ1e strain, the witness spoke 
of the fact that some men in his own local had to seek other 
employment on account of the nervous strain. Quest ioned 
as to whether motormen and conductors should be con
sidered as performing a skilled trade, the witness beiieved 
so, for the highest rate of pay was not received until after 
one year of service, and especially on interurban lines where 
the men had to have some mechanical knowledge regarding 
car equipment. 

CLEVELAND CONDUCTOR DISLIKES NU111EROUS 
TRIPPER RUNS 

'l'he second labor witness was William l\L Rea of Cleve
land who for the past seven years has been :financial sec
retary of the Cleveland local. Previous to that time he 
had been a conductor for eight years. Mr. Rea presented 
information to show that in Cleveland the men also had 
to work long hours to complete the runs as laid out by the 
company, and that a great many of the runs required a 
man to do the first swing in the morning rush qour and 
the last swing in the evening rush hour, for which he was 
only paid a minimum guarantee of :fiye hours. 

Under the service-at-cost plan, eff ccti ve in Cleveland, 
the headways on various routes for different periods of the 
day are mapped out by the street railway commissioner, and 
the company must operate cars according to these head
ways. This has required a large number of trippers which 
are operated by the extra men, and which pay only the five
hour gua rantee. On being questioned, l\Ir. Rea stated that 
the average number of days work per year by trainmen was 
about 325 and that they operated under an agreement or 
contraet which was similar to those entered into by the 
association in other cities. 

Questioned as to why men stick to street railroading, the 
witness stated that after a man has been on the cars for any 
considerable length of time he is not in proper condition to 
fake up any other work that requires physical strength, and 
that in Cleveland about 80 per cent of the men have been in 
service eight years or more. Questioned by Commissioner 
Gadsden regarding the attitude of the public on fare in
creases. he stated that the laboring classes objected more 
to the inereases than the business men, because they had to 
pay a higher rate of fare, due to the fact that most of them 
had to t ransfer to reach their work and this meant an 
extra charge of 1 cent for the transfer. No violence has 

resulted at any time due to increase in fares. This the 
witness believed was due to the educational work carried on 
through the newspapers which explained fully how the 
service-at-cost plan worked. 

When questioned as to whether all the savings in Cleve
land were at the expense of the men, the witness explained 
~ow the sehedules were fixed by the street railway commis
sioner and that the company in eomplying with them had 
speeded up the cars to such an extent that men who formerly 
made but eight trips for ten hours pay, now had to make nine 
t rips and were paid less per trip. 

Asked as to the effect of the Tayler ordinanee on the wage 
increases, Mr. Rea explained that the men conferred with 
the company as is usual at other places, and that the street 
railway commissioner took no part in any such eonferenees. 
However, he pointed out that wage increases eould only be 
granted by the company subjeet to the approval of an in
creased operating allowance by the City Council. When 
questioned further as to whether it was easier to get wage 
increases under the service-at-cost plan, he said that it 
was to the company's interest to try to keep the wages down 
as much as possible. Asked especially if there was a feeling 
on the part of the men that any increase would be passed on 
to the public through increase in fares, so that they might 
as well get all they could, he answered in the negative. He 
said the relations between the company, the men and the 
City Council were most cordial. 

STATISTICAL EVIDENCE 
Arthur Sturgess, consulting engineer of Boston , and for

merly administ rative examiner in charge of the administra
tion of street railway awards of the National War Labor 
Board, then took the stand to present an extended statisti
cal study of the labor aspects of the street railway business. 
An abstract of his testimony and some of the charts which 
he presented will be published in a later issue of ELECTRIC 
RAILWAY JOURNAL. In general his aim was to show the 
greatly increased efficiency of labor, and that the increases in 
wages have been much smaller in proportion than the in
creases of other costs and therefore are not responsible for 
present conditions. Upon the conclusion of his testimony, 
the commission remarked that his study was so complete 
and comprehensive that it had no particular cross-examina
tion to make. 

In explanation of some of the statistical matters which 
1'Ir. Sturgess had presented, Mr. Lauck gave an indication 
of what the aims of the Amalgamated Association are with 
respect to wages. He said that it was the int~ntion to ask 
for wages even higher than an amount sufficient to offset 
the increase in cost of living since 1914, for the 1914 scale 
was less than the cost of living, so that an increase in wages 
simply large enough to t ake care of the increase in living 
expense would only perpetuate the inadequacy of the 1914 
scale. Mr. Sturgess had previously made the statement 
that the wages prevailing in December, 1918, would have 
had to be increased more than 16 per cent to bring them up 
to the then living costs. 

PLACING WAGES ON A BUDGET BASIS 
Pro£. W. F . Ogburn of Columbia University, formerly 

special agent in the United States Bureau of Labor Statis
tics and later connected with the War Labor Board, was the 
next witness. He first endeavored to show the extent of the 
increase in the costs of living since 1914, arriving at the 
conclusion that for the country as a whole this increase 
had been between 75 and 80 per cent from June, 1914, to 
September, 1919. He then turned to the question of stand
ards of living and said it would be unfair to adjust wages 
on the basis of the increased cost of living alone. He pre
sent~d a very able discussion on what constituted a "mini
mum subsistence standard" of living and defined this 
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standard as one based on a scale of wages such that, any 
industry paying a less scale was parasitie. He said that 
the minimum wage considerations were based on this stand
ard, and then endeavored to explain how this level of 
living was scientifically determined. In this explanation 
pe referred to infant mortality, nutrition, housing condi
tions, etc., as indices used in establishing the standard. 

In connection with the cost of foods, he brought out that 
to supply a proper diet per adult for the average family of 
man and wife and three children, required an annual expen
diture of $575 in 1914 and $700 to $750 at the present 
time. This represented the necessary expenditure for proper 
living for food alone, which was usually considered to con
sume 45 per cent of the laboring man's total budget. Analyz
ing very carefully various factors entering into the average 
budget, he reached the conclusi9n that for the minimum sub
sistence standard of living, it was necessary for a man to 
earn between $1,500 and $1,700 a year under present condi
tions. From this he proceeded to the discussion of better 
standards of living, the next step being termed the " mini
mum comfort standard" of living. 

The budgets used in his discussion for these two stand
ards of living are as given in the accompanying table, as 
they were prepared to cover the conditions of 1918. 

MINIMUM SUBS I STENCE BUDClET 
F ood . .................. ........ . .... ............. . ................ . ...... . 
Clothing-Man ......................................................... .. 
Clothing-,v oman ............................................... ........ . 
Clothing- Eleven to fourteen years .............................. ....... . . 

$615.00 
76 . 00 
55 .00 
40 . 00 
33.00 
30 . 00 

Clothing-Seven to ten years .. ... .......................................• 
Clothing-Four to six years ............................................. . 
Rent ..................... . ...... •·•·•·•·•·•·•····························· 
Fuel and light .......................................... .. ...... .. ...... .. 

g1r~;;i~;~i~·~;:::: :: : : : : : : : ::: : : : : : : : : : : : : : :: : :: : : : : : : : : : : : :: : : : : : : : : : :: : : 
Religion ...•...•...................... .•.................................. 
Street•car fare .......................................................... . 
Pa per, books, etc ........................................................ . 
Amusements, drinks, and tobacco ....................................... . 
Sickness .................................................... •••••••••••• .. 
Dentist, oculist, glasses, etc ....•........................................ 
Furnishings .....•.... •... .. . .............................................. 
Laundry ................................................... •·••••··•·•··•• 
Cleaning suppli es ..............•.......................................... 
Miscellaneous ............................................................ . 

MINIMUM COMFORT BUDGET 
Groceries ................................................................ . 
Fuel .............•.................................. .. ........... ......... 
Clothing-Man .......................................................... . 
Clothing-Woman ................................... . ................... . 
Clothing-Girl of eight or nine ......................................... .. 
Clothing-Boy of fourteen ............................................. · .. 
Clothing-Boy of five or six ............................................. . 
Maintenance of household equipment .................................... . 
Education ............................................................... . 
Church-Fraternal dues ................................................ .. 
Medicine-Doctor, dentist .............................................. .. 
Insurance ..• ... ........................................................... 
Reading matter, music .......................................... .. ....... . 
Savings ...••••............................................................ 
Gas ...................................................................... . 
Electric light ............................................................ . 
Rent and water .......................................................... . 
Street•car fare ............................................... ,~ .......... . 
Toba<'co, ice cream ........••......................................•...... 
R ecr eation-Movi{'s, etc ..•............................................... 
Incidentals-Stamps, barber, etc ........................................ . 
Miscellaneous . . . . . . . . . . . . . . . . . . . • . . . . ........................... . 

180 .00 
62 .00 
40.00 
12 .00 

7 .oo 
40 .00 
9 .00 

50 .00 
60 .00 
3.00 

35.00 
4.00 

15.00 
20 00 

$1,386.00 

$533.40 
60.00 
90 .50 
87 .00 
32.50 
48 .50 
33 .00 
40.00 
11.00 
~0.00 
60.00 
30 .00 
* 

100 .00 
20 .0(I 
15.00 

184 .00 
35. 70 
30.00 
30 .00 
25.00 
20.0(I 

* See Education. $1,505.60 

Much of the information used by the witness in his testi
mony was taken from two pamphlet s called the " Changes 
in Cost of Living, 1914-1918," and" Standards of Living," 
prepared by the Bureau of Applied Economics, Inc., Wash
ington, D. C., both of which were offered in evidence to the 
commission. These two pamphlets constitute a compilation 
or summary of the existing data on the two subjects. 

Professpr Ogburn continued his testimony at the evening 
session on Wednesday1 regarding the standards of living and 
the minimum comfort budget . The latter, he stated, was as 
much a reality as any other budget and that compared to the 
bare subsistence level it merely provided slightly more for 
comforts such as insurance, clothing and sundries. He 
brought out that in the preparation of all budgets, families 
are considered as consisting of a man and his wife and three 
children for the reason that upon death of the parents, two 

children would be left to maintain the present population 
and that the third child was considered only as a factor of 
safety to insure of maintaining this rate. Another point 
covered was that all families were considered as renters, and 
it had been found that the workers who owned their own 
homes were put to a somewhat greater expense than when 
they rented their living quarters. Mr. Meeker confirm~d 
this fact and stated that it was true even though interest on 
their house mortgages were not included in such figures. 

After explaining in detail how many calories of food for 
an adult male are usually purchased at various incomes, the 
witness stated that street car employees need at least 3500 
ealories of food daily to properly sustain them in their work, 
which he considered as being "rather hard." Sacrifices, he 
said, which must follow ext raordinary demands on a house
hold due to sickness, etc., are usually first made by the 
mother who then does not have the proper nourishment or 
clothing. The children are usually the last members of a 
family to feel any affects of pinched living. 

Mention was made by Professor Ogburn of the use of 
budgets in determining proper wages, as was done in 
Seattle and Oakland, Cal., in two arbitration cases con
cerning wages of street car employees. ,.. He believed that 
wages to be adequate should be based on a minimum comfort 
budget. This would call for a present-day income of ap
proximately $2,000 per year, and if applied to an eight-hour 
day and 325 working days per year, would make an average 
hourly rate of 80 cents for motormen and conductors. 

On being questioned by Mr. Gadsden, he stated that the 
War Labor Board in its awards had based the wages of the 
lowest paid labor on a minimum subsistence budget of 
$1,300. This was based on an eight-hour day with one or 
t wo hours of overtime, giving an hourly rate of approxi
mately 42 cents. Mr. Gadsden pointed out that this was the 
minimum rate granted street railway employees by the 
War Labor Board. 

THAT TRAINMEN ARE PooRL Y P .AID, Is CLAIMED 
Leifur Magnusson, an economist interested in labor 

matters and employed for the past nine years in the govern
ment service, was the next witness. He presented as evi
dence a bulletin entitled " Wages in Various Industries," 
prepared under his direction for the Bureau of Applied 
Economics. In this bulletin he at tempted to bring together 
all the available information regarding rates of wages paid 
in as many industries as possible during the course of the 
war, that is between 1914 and 1919. He referred particu
larly to a table contained therein showing the maximum 
rate paid motormen and conductors, which he stated had 
been compiled from various trade and labor publications. 
The table was arranged by cities and it gave a comparison 
of the wages paid in 1911, 1914 and 1919. The 1919 wages 
given were intended to be the latest so far as ascertainment 
was possible, but Mr. Warren brought out that many of his 
figures, especially for New England companies, had been 
changed and also stated that this might be true of any 
tabulation due to the fact that at the present time rates 
were changing so rapidly. 

T aking all the scales of wages shown and striking an 
arithmetical average, which came out 42.5 cents per hour, 
Mr. Magnusson drew the conclusion that this average rate 
when applied to an eight-hour day would show that the 1919 
daily earnings of trainmen were less than in any other class 
of unregulated employment except that of the trapper boys 
in the coal mines of the Hocking Valley district. The 
manner in which this average hourly rate of pay was arrived 
at was challenged, since the table included many cities as 
separate companies which were really part of a large system, 
thus making a high divisor and producing a correspondingly 
lower average. When asked concerning rates in other forms 
of regulated industries, he advised that he could not furnish 
any comparative figures. 



102 ELECTRIC RAILW AY JOURNAL 

By further deductions from this same table, he testified 
that the percentage increase in trainmen's wages during the 
past five years was only 48 per cent and that this was lower 
~ven than the increases granted to compositors in the print
mg trades or bricklayers in the building trades, both of 
which were only slightly affected by the war. 

Thursday's Sessions 
Stiles P. Jones, a newspaper editor of Minneapolis and 

formerly an administrator of awards for the War Labor 
Board, took the stand Thursday morning for the purpose. 
of testifying on the over-capitalization phase of the street 
:'ailway situation. Mr. Jones began his testimony by read
mg a prepared statement as follows: 

"The present unfortunate predicament of the street 
railway industry in the United States is one in large part 
of its own making, created primarily by past financial mis
management over which the public had no control and for 
which in this issue it cannot justly be held responsible. 

"A study of the financial history of many representa
tive companies discloses an amazing story of :financial 
manipulation clear through the life of the properties, the 
results of which have been to load them down with a stag
gering burden of over-capitalization to constitute a perma
nent charge against operating revenue. The ingenuity of 
the financial management in creating new sources of 
capitalization has been without limit. Nothing has been 
overlooked upon which to hang new issues of securities. 

"The inevitable result is seen in the present undermining 
of the financial structure of street railway investments in 
this country. The credit of the industry is so impaired 
that it <':in no longer finance its enterprises on possible 
terms. It is facing collapse through its own devices. 

"The methods and agencies by which this unfortunate 
situation has been brought about frame a sord·id back
ground of ruthless exploitation of a great public-serving 
industry to make financial killings for manipulating in
siders. Unwarranted promoters' rewards, excess construc
tion costs, consolidations, mergers, reorganizations, leases, 
stock bonuses, have all been made the medium for capital 

' inflation. Franchise values, excess earnings, prospective 
future earning capacity, discounts on securities, even 
operating deficits, have been capitalized to further add to 
the burden. Every operating improvement, the increased 
efficiency of employees, the growth and development of 
the community and of industry have been to a large extent 
used as a means to absorb fictitious issues. 

" The effort to protect the integrity of these false values 
has absorbed the efforts and resources of the companies in 
such measure as to make it impossible for them to fulfill 
their primary function as public-serving institutions. 
Indeed, the operation of the properties-the vital point of 
the public interest in the street railway question-has been 
seriously affected by the financial mismanagement. Excess 
operating costs and bad service have gone along hand in 
hand through the years with bad financial management, 
while just wage increases have been held up because of the 
prior claim of the investor, irrespective of the character of 
such claim. 

"At the door of financial mismanagement lies the respon
sibility for the present status of the street railway industrv 
~n this country. It cannot rightly be charged to increase 
m labor costs. The effort to unload the burden on to labor 
and the public has no justice in fact." 

Mr. Jones supplemented this formal statement by further 
direct testimony to the effect that the general o_ver-capitali
zation of the industry resulted in (1) impaired service 
to the public, (2) impaired operating efficiency, (3) in the 
robbing of maintenance to meet fixed charges and operating 
expenses, and ( 4) in so affecting the attitude of the public 
that any amicable settlement was exceedingly difficult. He 

stated that this attitude of the public was due to (a) the 
belief that the street railways were generally grossly over
capitalized, (b) to the refusal of the railways to lower fares 
in other better days, ( c) to the attitude of the companies 
in this crisis toward their public contracts, ( d) to the arbi
trary attitude of the companies toward the public, and 
(e) to the political activities of the compa'llies. 

Mr. Jones then submitted in exidence an exhibit entitled 
"Financial Mismanagement of Street Railways," which 
comprised an extended compilation of literature from vari
ous publications bearing upon this subject. In addition to 
the evidence formed by this literature, the exhibit included 
summaries showing the over-capitalization of about twenty 
specific properties, for which the figures used were claimed 
to have been taken almost entirely from official sources. 
The properties which Mr. Jones included in citing specific 
cases of over-capitalization were the Public Service Railway 
of New J ersey, Chicago Surface Lines, Pittsburgh Rail
ways, United Railways of St. Louis, Bay State Street 
Railway, the Baltimore Company, Indianapolis Street 
Railway, United Railways of San Francisco, the Rhode 
Island Company, Los Angeles Railway Corporation, Denver 
Tramway, Philadelphia Rapid Transit, Cleveland Rail
ways, San Francisco-Oakland Terminal Railways, New 
Orleans Railway, the two companies in Washington, D. C., 
the Lincoln Traction Company, Milwaukee Electric Rail
way & Light Company, and the Scranton Railway. 

Explaining that the capitalization per mile of track was 
not an entirely fair basis of comparison, owing to the many 
variables entering into that figure, Mr. Jones included in 
this exhibit a chart showing this comparison in twenty
seven states. With the pr~erties in Massachusetts as a 
base of comparison, the witness stated that the excess capi
talization for the country as a whole per mile of track in 
1912 was 82 per cent. In 1902 he stated that the excess 
capitalization per mile of track was 146 per cent. 

Mr. Jones then endeavored to explain the various methods 
which have been employed for inflating the capitalization 
of street railways. Referring to the Public Service Rail
way, he declared there was 53 per cent inflation of securi
ties. Commissioner Gadsden interposed a question as to 
whether the Public Service Commission of New Jersev 
did not have all of these facts before it when it handed 
down its recent decision for zone fares . To this the witness 
replied that it did have. Mr. Lauck, counsel for the labor 
side, explained that they considered the matter of over
capitalization very largely a past episode and were only 
interested in pressing that phase of their case because they 
wanted to show that if it were continued it would so absorb 
the proceeds of operation as to affect the income of labor. 

Commissioner Gadsden then asked the witness if the 
generally accepted sound capitalization of the Massa
chusetts companies had resulted in any better wages for 
the trainmen, to which the reply was in the negative. Com
missioner Beale asked the witness if it were not true that 
a large part of the capitalization of the San Francisco com
pany was due to the necessity to almost completely rebuild 
the system after the earthquake. Mr. Jones admitted that 
this undoubtedly was a factor. 

In answer to questions by Chairman Elmquist, the wit
ness stated that he believed over-capitalization was prac
tically a universal condition with all companies, varying 
only in degree. He said that he knew of no company that 
was not over-capitalized. The chairman then questioned 
him as to the manner in which he arrived at this conclu
sion and it was brought out that his study had covered 
only twenty companies, the witness explaining that he bad 
taken only those companies where it was possible to draw 
fair conclusions. The chairman asked him if it were fair to 
draw such general conclusions from so limited a number 
of cases and the witness replied that he thought these were 
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representative. He was then asked if he had found any 
valuation which was equal to or in excess of the capitaliza
tion, to which he replied in the negative. 

Asked if he thought that over-capitalization had resulted 
in any extra burden upon the public, the witness replied 
that it had resulted in enormous profits to promoters and 
that the industry has been dominated not by the motive 
of public service but by large profits for the insiders. He 
was then asked if the promoters held the stock of the com
panies to any extent and he said that he could not answer 
but that it was his impression that they got the profits and 
then unloaded the burden on innocent investors. 

In answer to further questioning by the chairman, the 
witness brought out that the public does not know the 
companies are largely over-capitalized but that it instincts 
it and that the affect is distrust and antagonism. He 
pointed out that the co-operation of both public and em
ployees is necessary to successful management and that 
with the prevalance of distrust it was impossible to obtain 
the best treatment from either. 

VALUATION AND CAPITALIU.TIO:N" DIFFERENCE NOT 

FAIR EVIDEKCE 

Commissioner Sweet then questioned the witness, bring
ing out his acquiescence to the thought that there might be 
a large difference between the actual Yalue today of a prop
erty and the capitalization, where there has been no repre
hensible eonduct involved. This was due to the factor of 
obsolescence which has absorbed great sums of capital. From 
this admission, it was brought out that the evidence of the 
witness did not take into account 1Yhat was legitimate over
capitalization and what was not, and that unless the basis of 
valuation were known the bare differences between present 
capitalization and present actual value was not a fair basis 
on which to charge dishonesty or the presence of watered 
stock. The witness, however, contended that the factors of 
obsolescence and other intangibles had usually received im
portant consideration in arriving at valuations, so that he 
thought such valuations gave one the right to the opinion 
that unfair methods of capitalization had been pursued 
when there was any marked difference between value and 
capitalization. 

Commissioner Gadsden referred to the similar evidence of 
over-capitalization presented by Mr. Welsh of the American 
Electric Railway Association, which showed the existence 
of an average of 10 per eent of water in the capital of twenty
six companies. He also pointed out that this earlier exhibit 
showed that the companies operating in Atlanta and Denver, 
and the Chicago, North Shore & 1\Iilwaukee Railway, had 
been officially valued at a fignre)1igher than their capitaliza
tion. The commissioner said that the same criticism ap
plied to the evidence submitted by both the railways and 
labor, the former having picked out the low spots and good 
ones, while the latter had pictured the high spots and bad 
ones. 

Commissioner Meeker asked the witness, in view of the 
enormous discrepaneies in the valuations arrived at by var
ious experts, if he still had faith in using this as a basis for 
d~termining the amount of water. The witness replied that 
if the valuation was official he believed it to be approxi
mately just, as far as physical value was concerned, assum
ing that the valuation was made by engineers of good reputa
tion who had a reasonable interest in the public service and 
:had given reasonable recognition to the intangibles. 

The question was then raised as to labor's direct interest 
in the matter of over-capitalization and the witness ex
plained that public and labor were both concerned, for if a 
company was hard up someone was going to be squeezed, 
and this usually meant a reduetion in wages or a reduction 
in service, or both. Counsellor Lauck further explained that 
the interest of labor and the publie was subordinated to the 

prior interest of capital, and that labor was not getting an 
adequate participation in the earnings because its part was 
being absorbed through the interest charges resulting from 
the capitalization of earning power, or the hypothecation of 
future earnings. 

Counsellor Warren then asked the witness if it were not 
true that a large part of the mjleage of the Massachusetts 
railways, which had been used as a base in the comparison of 
over-capitalization, was built on public highways so that the 
roads involved a much less cost for rights-of-way than was 
involved in other states, where the roads arc built more 
generally on private rights-of-way. The witness replied 
that this might be true. 

BRIEF OF L ABOR CASE 

W. Jett Lauck, counsel for the Amalgamated Association, 
took the stand at the opening of the rrhursday afternoon 
session. 

In summing up the testimony of the witnesses who testi
fied in behalf of the Amalgamated Association, l\Ir. Lauck 
very carefully reiterated all of the conclusions which they 
made, and in some cases drew further conclusions to show 
the tendency of the demands of the organization for a wage 
high enough to afford the minimum of comfort and an eight
hour day and one day's rest in seven, preferably and when
ever possible on Sunday. To meet these eonditions, it was 
brought out, would give as a minimum wage, about $G per 
day. An abstract of his brief follows : 

\Vith regard to labor and the present finan cial plight of 
the street railways, a review of the past history of street rail
way companies disclosed the fact that gains in revenue due 
to growth in the population of the cities, the adoption o.f 
improved operating methods and the increasing work and 
efficiency of employees, have been largely absorbed by ficti
tious capitalization of improper or misguided financial mis
management. Had these companies been properly managed 
and the earnings conserved, they would now be in a very 
prosperous condition and the operating revenues would be 
sufficient even on a basis of a 5-cent fare, not only to pay 
attractive returns on the capital actually invested, but to 
provide for new financing and a living wage to employees. 
The wages paid employees have had no affec t upon the pres
ent finances of the companies. The employees have not 
received the fruits of their labor, in that _they have not had 
a fair participation in the revenues, and unless the present 
basis of financial management and control is changed, the 
future is without hope to the employees of the street rail
way companies. The commission should in any recom
mendation take judicial notice of these conditions. 

Advances in the rate of pay to employees has not brought 
about the present condition of the street railways, for even 
prior to the war the wages paid the motormen and con
ductors were inadequate. During the past five years they 
have not received an increase to correspond with the in
creased cost of living. Even if they had receiYed this in
crease, it would still mean that an entirely new plan would 
have to be evolved, for the wages paid would fall far below 
the minimum comfort level. If wages are to follow cos t 
of living, it is necessary to take into consideration any 
future increase and also the minimum living wage. The 
conclusion reached by 1\fr. Sturgess in his testimony, that 
wages of motormen and conductors had only increased 
48 per cent, while the cost of living had gone up 7'2 per 
cent, refuted the statement made by the railways that the 
War Labor Board had put the street railways "on the 
rocks." It is maiutained that the awards which were made 
by the War Labor Board were only moderate, and barely 
covered the then increased cost of living. 

In taking what was construed to be a living wage, the old 
theory that wages should be based on supply and demand 
of labor was wrong, for labor should no longer be viewed as a 
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commodity, whose v,alue is determined in the same way as is 
the value of wheat, coal, iron and steel. If the old plan was 
still followed the only way that labor could find any relief 
was to shut off the supply, as occurred during the war when 
so many men were called into service, or to cause the eollapse 
of industry. So far as workmen were concerned, the law 
of supply and demand is a dismal theory, for it does not 
enable them to advance their own welfare or that of their 
depend en ts. 

Every wage earner is entitled to a living wage, which 
should not be merely a subsistence rate of wage but a wage 
sufficient, after meeting the minimum physical needs of 
food, clothing and shelter, to leave a balance sufficient for a 
small degree of comfort and to enable a wage earner to 
secure some reasonable measure of health, recreation and 
education. The demand for a living wage is a fundamental, 
economic right and a sound principle accepted by all the 
leading civilized and industrial countries, as embodied in the 
League of Nations. It is the principle accepted by our own 
government as the one which should govern the relations of 
labor, and it should be considered by the Federal Commis
sion in any report that it makes. The average rate of pay 
and earnings of conductors and motormen ,gre inadequate at 
a bare subsistence level, and are not sufficient to support an 
average family in health with any degree of comfort. Even 
as far back as 1907 families with incomes ranging from $800 
to $900 were able to maintain a normal standard of living 
only in so far as the physical needs of food and fuel were con
cerned. The wages of street railway employees, considering 
the increases granted during the period of the war compared 
to the increased cost of living are, therefore, at the present 
time even more inadequate than before the war. An advance 
in wages equaling the entire increase in the cost of living 
since 191--! would only put the present wages on a pre-war 
basis and simply perpetuate pre-war inequalities. A living 
wage is now needed and the rates of pay should be estab
lished on a scale which will guarantee all employees the 
fundamental right to health and reasonable comfort. We 
have no idea that the commission will recommend any 
definite wage scale but our purpose is to call these matters to 
the attention of the commission and show that the necessary 
income for the maintenance of an average family should be 
approximately $2,000, such an income would simply provide 
for a healthy existence, a little comfort and a small saving. 

J\Ir. Lauck then presented the following: 

CONSTRUCTIVE RECOl\Il\IEND.ATIONS OF LABOR 

The constructive problem before the Federal Electric Rail
ways Commission has three main features: 

1. The electric railways of the country claim they are being 
operated at a loss and the insolvency and collapse of the whole 
industry is impending, They estimate their deficit for the year 
1918 at $24;000,000. They claim that they have not a sufficient 
margin of net returns as a basis for securing much-needed new 
capital or for tiding themselves over their present difficulties. 
They state that they have exhausted every plan and device for 
protecting themselves against a financial catastrophe. Outside 
assistance and fundamental methods they assert are now 
necessary. Governmental or, in other words, public aid alone, 
they believe, can save them. They have stated, in the language 
of the president of the American Electric Railway Association, 
that " it is no longer a question as to what return shall be 
allowed to the owners of the street railways; it is a question 
of what service, if any, shall be rendered t o the public." Under 
the stress of this emergency the commission is, therefore, 
faced with the duty of devising measures to put the electric 
railway transportation industry upon a sound financial basis. 
This means that the industry must be put on a basis of honest 
capitalization, the key to which is really fair valuation. 

2. In the second place, the financial reorganization of the 
industry involves a readjustment of the r elations between the 
public and the electric railways, and, 

3. A readjustment of relations as between the public and the 
companies and the employees. The attitude of the organized 
employees is that in reorganizing and r ehabilitating the indus
try financially, and in working out new relations with the pub
lic, the commission must also accept and recommend as 
essential preliminary conditions certain st andards of work 

and compensation, and certain modifications in relations be
tween the industry and its employees, which are justified by 
the fundamental economic rights of the employees. 

M EASURES FOR IMMEDIATE RELIEF 

From what has already been stated as well as from the 
deta iled testimony placed before the commission, it is clear 
that some fundamental change in the permanent control and 
operation of street railways is necessary, involving perhaps 
a r eorganization of the owning or operating corporations and a 
departure from the present relations between the industry and 
the public. It is claimed, however, owing to the necessary 
delays in securing legislation or the official sanction of the 
proper public bodies before a fundamental change in policy 
may be put into effect that some immediate measures must 
be adopted, such as a flat increase in fares, or a campaign of 
education of the public to a more intelligent conception of the 
str eet-railway problem, so that a greater spirit of co-operation 
may be secured. 

The wisdom of such a program is extremely doubtful. If it 
should seem necessar y it should be conditioned on the prepara
tion and announcement of a permanent, fundamental policy, 
and should be under tak en with great caution. It should really 
be done only in connection with the advocacy of a comprehen
sive program. Other wise, an advance in fares may become 
merely the means of perpetuating for a time old inequalities 
and injustices, or temporarily postponing the final day of 
reckoning, and an educational campaign of the public may 
degenerate into par tisan propaganda for an unrestricted in
crease in fares. 

A temporar y agreement and cont r act between the street rail
ways and the municipalities with the constructive plan recom
mended by the commission as a bas is might be made pending 
final determination of value as a basis for a permanent agree
ment and permanent policy of operation. Such a procedure 
would afford immediate financial r elief where n eeded without 
prejudicing the rights of t he public, the employees, or the 
companies. 

THE FUNDAMENTAL PRI NCIPLE I NVOLVED 

The paramount inter est in the entire situation is the public 
interest. It is dependent on the street r ailways. The public 
cannot permit them to cease operation. The transportation 
facilities are too vitally bound up in their daily lives and 
activities. The public, t herefore, i s for ced to act. 

The present emergency has only stimulated and brought into 
the foreground the significant relat ion between the street rail
ways and the general public. The realization of this truth has 
been steadily develop ing. In former years, electric railways 
were looked upon as purely private enterprises. They were 
regulated only on the ground that t hey were monopolies. 
Thei r securities were, to a large extent , speculative, and 
offered, because of the monopoly control of the companies and 
the extraordinary growth of towns and urban centers, unusual " 
oppor tunities for speculation, manipulation, and large returns. 
Street car passengers were looked t o by the companies as a 
source of revenue and profit. 

With the growth in urban life, however , this original con
ception gradually changed. The t r end of opinion came more 
and more to the conviction that the str eet railways were social 
institutions. The modern view, entirely aside from the present 
plight of the railways, has come to be that the street transpor
tation industry is a public institut ion serving as highways or 
common carriers for the people. If this is the generally ac
cepted view at the present t ime, and the t estimony before the 
commission clearly shows that it is, the pr actical question is: 
What measures shall the commission r ecommend not only to 
r ehabilitate the industry financ ially and conserve the proper
ties, but also, what constructive policies, permanently to de
velop and maintain the most economical and efficient facilities 
for the use and convenience of the public. The fundamental 
point, in other words, how can the str eet r ailways be best 
rehabilitated, operat ed, and developed for the benefit of the 
people, due regard being had for the fundamental and proper 
interests of capital invested in the properties and of labor 
employed by the str eet railway companies. The public is un
doubtedly willing to pay for the efficient op erat ion of street 
railways on the basis of just guar antees to capital and labor. 
The problem of the commission is t o consider all facts and 
constructive proposals and to recommend, with these just 
guarantees to labor and capital in mind, a practical scheme of 
reorganization and operation of the industry. 

THE FuNDAMEN TAL RIGH TS OF CAPITAL 

Capital has the right to demand that its investment, in so far 
as it has been actually and prudently made and honestly ad
ministered, should be not only conserved but, if the public 
should acquire any or all of the properties, that it should re-



REPORT OF FEDERAL COMMISSION HEARINGS, SEPT. 30-OCT. 4, 1919 105 

imburse the owners for the actual values, or, on the other 
hand, if the public should only operate and not acquire the 
properties outright, that capital should receive a reasonable 
and proper rate of return. 

The value of the actual investment and proprietary rights of 
capital or of the owners or investors in the street railway 
properties can be readily ascertained. Furthermore, the actual 
rate of return which may be guaranteed on these values by the 
public can be readily determined. There is no practical ob
stacle in the way, in short, to the public satisfying all the just 
claims of capital, or the owners or investors in the street
railway industry, should the commission recommend that the 
public acquire or operate the properties. 

THE RIGHTS OF LABOR 

The employees have as direct and more vital interest in the 
prosperity of the industry than even the investors of capital. 
Should street railways become insolvent, the owners of capital 
might suffer a heavy pecuniary loss. The employees on the 
other hand would lose their immediate means of livelihood. 
Furthermore, many of the employees have spent a number of 
years or a lifetime in the service of the industry. They have 
devoted their working years to the acquisition of training and 
experience which they could not sell as advantageously in other 
lines of industrial employment. They may be said, therefore, 
to have a vested interest in their positions on the street rail
ways which is even more valuable and vital to them than the 
vested interest which capital has is to the owners of street 
railway securities. 

The employees are, therefore, anxious to have the industry 
rehabilitated and made prosperous. They are desirous of hav
ing the public protected because the public interest is para
mount. They insist, however, and too great an emphasis 
cannot be put upon their contention, that the reconstructive 
policy undertaken must be based upon and accept as a funda
mental preliminary, the rights of labor, as accepted by all 
civilized and leading industrial nations in the treaty of peace 
with Germany, and the principles which have been accepted 
and proclaimed by our own government as those which should 
govern the relations between employers and employees. 

The principles relative to labor, or the charter of industrial 
democracy, which have been embodied in the Peace Treaty, 
are as follows: 

"1. The guiding principle above enunciated that labor should 
not be regarded merely as a commodity or article of commerce. 

"2. The right of association for all lawful purposes by the 
employed as well as by the employers. 

" 3. The payment to the employed of a wage adequate to 
maintain a reasonable standard of life as this is understood in 
their time and country. 

"4. The adoption of an eight-hour day or a forty-eight-hour 
week as the standard to be aimed at where it has not already 
been attained. 

"5. The adoption of a weekly rest of at least twenty-four 
hours, which should include Sunday wherever practicable. 

" 6. The abolition of child labor and the imposition of such 
limitations on the labor of young person·s as shall permit the 
continuation of their education and assure their proper physical 
development. 

"7. The principle that men and women should receive equal 
remuneration for work of equal value. 

"8. The standard set by law in each country with respect to 
the conditions of labor should have due regard to the equitable 
economic treatment of all workers lawfully resident therein. 

"9. Each state should make provision for a system of in
spection in which women should take part, in order to ensure 
the enforcement of the laws and regulations for the protection 
of the employed." 

FUNDAMENTAL GUARANTEES REQUIRED BY EMPLOYEES 

In order that there may be no misunderstanding as to the 
attitude of the employees of the street railways, the principles 
which the employees ill'sist shall be embodied in any recom
mendations by the commission as to a constructive program for 
the street railway industry may be briefly summarized and 
further explained. They are as follows: 
1. The Right to Organize, or Union Recognition. 

The time has passed when collective bargaining can or should 
be interpreted in any other way than as to mean the recogni
tion of trade unions or labor organizations. As urged by em
ployees, it means union recognition. They do not contemplate, 
neither will they accept committee systems promoted and in
stalled on the initiative of street railway officials for the reason 
that they know that any such systems of collective bargaining 
do not really safegu:,rd the interests of labor, and cannot, 
therefore, permanently endure or be permanently effective. 
They demand the recognition of the rights of the employees to 
organize into labor unions, and to deal with the companies with 

accredited representatives. This does not necessarily mean the 
adoption of the closed shop principle, but does mean that the 
street railway managements shall conduct a ll negotiations as 
to wages, working condition's, and relations with a recognized 
labor organization. In localities where the employees of the 
companies are not already organized into unions, it shall be the 
duty of railway managers not to discourage the employees to 
form labor as a means of dealing with the management. 

This principle as to union recognition is no longer a debat
able issue. It has been ·sanctioned by the society of civilized 
nations. Furthermore, it is absolutely essential to that form 
of co-operation between street railroad managements and em
ployees which will lead to efficient, economical, and stable 
operation, and, as a consequence, is to the highest degree of real 
service to the public. 

2. The Establishment, o-n the Basis of a National Standard, 
of a Living Wage for the Emp loyees in the Industry. 

This is also no longer a controversial issue. As in the case 
of union recognition, it has been accepted by the enlightened 
opinion of the civilized world. It is not only essential to the 
general well-being of the employees, but it is equally es·sential 
to the rehabilitation of the industry, for it is one of the neces
sary conditions to the enlightened co-operation and participa
tion of the employees in making the industry a success from 
every standpoint. It also means a great advantage to the 
localities in which ·street railways are located, for it would 
lead to an elevation of the standards of civic life and public 
conduct among street railway employees. 

Testimony has been submitted during the course of the pro
ceedings of the commission to show that in order to maintain 
a minimum standard of health and a reasonable degree of 
comfort the earnings of street railway employee·s should amount 
to an average of at least $2,000 annually. This amount may 
vary from locality to locality and be changed by further inves
tigation. The figures submitted, however, are designed to be 
merely illustrative of a minimum standard. The employees do 
not especially desire the commission to recommend any definite 
amount. The principle of a living wage is what we are con
tending for and which we wish to be accepted and sanctioned 
by the commission. The amount may be adjusted later between 
the companies and the unions. We insist that it is a funda
mental right of the employees which the commission should 
sanction and recommend as a necessary condition to the gen
eral rehabilitation of the street railway industry. 

3. The Eight-Hour Workday. 
The establishment of an eight-hour day is also an essential 

preliminary, from the standpoint of the employees, to any 
reconstruction of street railway properties. This standard has 
also been accepted by representatives of the leading nations in 
the labor provisions of the peace treaty. President Wilson in 
several speeches has set forth his reasons in general as to the 
justification of an eight-hour day for workers on public utili
ties, as follows: 

1. Because it is right. 
2. Because it has the sanction of organized society as shown 

by the history of labor legislation and the judgment of the 
courts, and, 

3. Because of enlightened self-interest-the employer would 
find that it would pay because it would bring about greater 
co-operation and greater production from his working forces. 

His remarks in urging the Adamson law bear out these 
assertions. Several pertinent quotations from his remarks 
may be submitted in this connection: 

"You know that we have been a legalistic people. I say with 
all due respect to some men for whom I have a high esteem 
that we have been too much under the guidance of the lawyers, 
and that the lawyer has always regarded the relations between 
the employer and the employee as merely a contractual rela
tionship, whereas it is, while based upon a contract, very much 
more than contractual r elationship. It is a relationship be
tween one ·set of men and another set of men with hearts under 
their jackets, and with interests that they ought to serve in 
common and with persons whom they love and must support 
on the one side and on the other. Labor is not a commodity. 
It is a form of co-operation, and if I can make a man believe in 
me, know that I am just, know that I want to share the profits 
of success with him, I can get ten time-a as much out of him 
as if he thought I were his antagonist. And his labor is cheap 
at any price. That is the human side of it, and the human 
side extends to this conception, that that laboring man is a 
part of his employer. If he is a mere tool of his employer, he i-s 
only as serviceable as the tool. His enthusiasm does not go 
into it. He does not plan how the work shall be better done. 
He does not look upon the aspect of the business or enterpri·se 
as a whole and wish to co-operate the advantage of his brains 
and his invention to the success of it as a whole. Human rela
tionships, my fellow citizens, are governed by the heart, and if 
the heart i's not in it nothing is in it. 
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" Because a man does better work within eight hours than 
h e does within a more extended day, and that the whole theory 
of it, a theory which is sustained now by abundant experience, 
is that his efficiency is increased, his spirit in his work is im
proved , and the whole moral and physical vigor of the man is 
added to. Thi's is no longer conjectural. Where it has been 
tried, it has been demonstrated. The judgment of society, the 
vote of every legislature in America that has voted upon it is a 
verdict in favor of the eight-hour day. 

" The r easonable thing to do is to grant the eight-hour day, 
not because the m en demand it, but because it is right, and let 
me get authority from Congress to appoint a commission of as 
impartial a nature as I can choose to observe the results and 
report upon the r esults in order that justice may in the event 
be done the railroads in r espect of the cost of the experiment." 

Along with the eight-hour workday should obviously go the 
further r ecommendation of the commission that employees 
should also have "a weekly r est of at least twenty-four hours, 
which ·should include Sunday whenever practicable." 

These in general are the funda m ental rights and standards 
which the employees ins ist should be an indispensable part of 
any recommendation s of the commission. They are essential 
to any plan of r ehabilitation or succes·sful operation of the 
s treet railways. 

PITTSBURGH 1\1.AYOR GIVES Vrnws 
The cross examination of Mr. Lauck was postponed in 

order to hear Mayor E. V. Babcock of Pittsburgh, who 
presented a statement, an abstract of which appears else
where in this issue. rrhe :i\Iayor was accompanied by Mr. 
Robinson, Corporation Counsel of Pittsburgh who joined 
in the testimony of ~Ir. Babcock. 

Mayor BaLcock, upon completing his address, was ques
tioned by the commission concerning the recent strike of 
the trainmen and he explained very fully the various stages 
of the troubles which c01mnenced last May when the men 
asked for an increase in wages. The public and the men 
were both much incensed over the u:c:e of strike breakers, 
and while there was no material disorder the men soon 
realized what they had done and went back to work. Dur
ing the strike, he said, it was necessary to use all sorts of 
vehicles as a means of transportation and it was very clearly 
demonstrated that the street cars were necessary to the 
social life and welfare of any community and that the city 
would not be worth a nickel without them. 

When questioned regarding the valuations recently made 
by the company and the Public Service Commission, he 
stated that the actual capital claimed to be invested in the 
street railway companies was in the neighborhood of $160,-
000,000, although this included some L1uplication in the 
underlying eompanies, and that the actual investment was 
approximately *110,000,000. 

With reference to paving requirements and other indi
reet charges of similar character, the .l\Iayor stated that the 
United States District Court had alreadv relieved the 
receivers from paying these costs and he beiieved that the 
eity should not place a great deal of signifieanee either 
way on this matter. H e hnd no personal opinion as to 
whi eh was the better way fol' such things to be taken care 
of, for in the last analysis they must be paid by the publie. 
He helievet1 , howerer, that the public would be better served 
if the cities or eommunities had some authority in fixing 
fares and suggested a plan whereby it might be advisable 
for the cities and companies themselves to determine the 
proper rate of fare. In case this was not possible, recourse 
could be had to some regulatory body such as the present 
Publie Sen-ie:e Commission. He beliewd that tbe eit ies 
knew their transportation conditions and needs better than 
the Public Sen-ice Commission. He took this same stand in 
eonnection "·ith the building· of extensions. 

On being questioned further, he elaimed that the service
at-cost plan provided no incentive for the railway managers 
to operate the property at the lowest possible cost , ancl 
while he ,ms familiar with the plans proposed for Montreal 
anrl Cincinnati, he really believed that the proper plan had 
not yet been ernhed. All of these plans fail if the basis 

on which they are 1:milt changes, and the whole arrange
ment is likely to be discarded and the management punished 
for something over which it has no control. 

In speaking of the rates of fares charged by the Pitts
burgh Railway, especially with regard to the so-called ter
ritorial preference plan, he said that the public objected 
to it because people in certain sections of the city were 
allowed to ride a greater distance than in others, even at 
a lesser rate of fare. The system, however, did produce a 
15 per cent increase in passenger revenue. 

The territorial preference system was changed last Au
gust to a flat fare with free transfers within what had been 
previously the inner area. Reduced-rate tickets are also 
sold in lots of four for 30 cents, giving a ride for 7½ cents 
without transfer privilege. This fare, which was a 50 per 
eent increase, was estimated to produce an increase in the 
passenger revenue of 35 to 40 per cent over the revenue 
received under the 5-cent fare. This increase it will be 
noted, is considerably nearer the theoretical increase than 
was received from the previous fare, although only 5 to 6 
per cent of the passengers carried pay the 10-cent eash fare. 
The company estimates that the cost of operation even 
with an allowance of $1,000,000 for depreciation, will be 
met with only a small deficit if its estimates hold true. 
These were based on the earnings from Aug. 1 to Sept. 22, 
taking out the twelve-day strike and allowing for a sub
normal riding habit immediately following the strike. The 
witness stated that he believed the riding habit would be 
further increased when a settlement has been reached re
garding the true valuation, as this will ereate a better public 
feeling. _ 

When questioned coneerning zone fares, the Mayor stated 
that he was very much opposed to this system of basing 
rates, as he belieYed that it would build up one part of 
the city at the expense of another while a flat fare with 
transfer privileges would affect the whole city equally. He 
thought an 8-mile haul would be proper for a flat fare 
as this would be likely to take in the major portion of the 
district served by the company. However, he stated that 
a bill had been introduced in the Legislature to make Alle
gheny County a metropolitan district, in order to have the 
question of transportation in the district treated as a unit, 
instead of as so many munieipalities, each trying to follow 
it" own ideals. This bill, however, was defeated. 

I NCEKTIVE I s L ACKI NG FOR EFFICIENT M.ANAGEM:ENT 

.AND I NVESTMENT OF CA.PIT.AL 

At the evening sitting }Ir. Robinson took the stand, direct
ing his thoughts to the cost-of-service idea in whieh Pitts
burgh is now particularly interested. H e explained that he 
believed there ought to be an ineentive to the management 
for efficient operation as well as an inducement to capital 
to invest in plant which would bring about better operating 
economies. H e said it was this incentive whieh was lacking 
in the Cleveland plan and that he did not think the Cincin
nati plan would work out to provide an incentive in actual 
praetise, although it sounded well on paper. He thought 
the latter plan was largely a loser, whatev~r the operating 
conditions, and said that he had never been able to put down 
on paper how the various factors of this plan would actually 
work out, applying the principles stated in the franchise. 
There seemed to be two opposing principles. 

He thought that it was desirable to have a fixed rate of re
turn on old capital but that the return for new capital should 
be left open in order to meet the varying conditions of the 
money market and to provide the necessary inducement to 
attraet capital for special economy-producing expenditures, 
whieh must usually be of a junior see~rity eharacter. He 
thought that the necessary incentive to eapital might be 
provided by the simple arrangement of setting up a certa1n 
rate of return for a fare of, say, 8_ cents, then adding 4 mills 
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to the rate of return per dollar for each 1 cent reduction in 
fare. This plan would probably include a limit upon the 
rate of return, both upper and lower. 

CROSS-EXAMINATION OF LABOR'S COUNSEL 

W. Jett Lauck was then called back to the stand. Com
missioner Elmquist pointed out that great stress had been 
laid upon financial mismanagement and asked l\Ir. Lauck 
to explain labor's interest in this side of the question. The 
witness said that past financial mismanagement has been 
largely responsible for the present situation, and that there 
must be brought about a complete readjustment in order to 
protect the employees as well as the public. In answer to fur
ther questioning the witness admitted that the introduction 
of the minimum comfort standard of living, calling for an 
annual wage of $2,000 and resulting in a scale of 80 cents 
per hour for platform labor, would very materially add to 
the cost of production. This would necessitate either an 
increase in rates or a subsidy from the public. l\Ir. Lauck 
reiterated what he had said several times before that the 
labor side was not asking for an increase of wages to 80 cents 
an hour or any specific increase, but was simply asking for 
recognition of the principle. Chairman Elmquist inter
posed that to accept the principle would be the same as 
acknowledging that this additional cost would be added, to 
which the witness agreed. Mr. Lauck said that the prin
ciple ought to be adopted irrespective of the cost, even if 
it meant that the railways would thereby be placed in the 
hands of receivers, for this matter, as held by the War Board 
and upheld by the courts, had no bearing on equitable wages. 

Asked if the Amalgamated Association would consent to 
a reduction of wages, if the cost of living went down and 
thereby lowered the minimum comfort budget, the witness 
replied he thought it would if that was a condition upon 
which the budget wage was granted. · 

Commissioner Meeker then asked the witness if it were 
not true that in considering the service-at-cost -plan there 
was a tendency to over-emphasize the matter of automatic 
adjustment of rates and obscure the more important mana
gerial problems and relations with labor. He stated that 
well-fed, healthy, happy employees would bring greater 
efficiency, greater co-operation and desire to serve, which 
would absorb some of the increased labor cost. The witness 
confirmed this and made considerable point of the great 
opportunity there was for managerial savings, saying that 
more contented employees would take a keener interest in 
saving of fuel and making other economics which the 
manager might introduce. He then cited-an example of two 
eompanies operating in the same city, one of which was 
unionized and the other not, and said that the unionized 
company was very prosperous and the men were courteous 
to the public and the company's relations with the public 
were amicable; whereas the other company was in financial 
straits, and the employees were most discourteous and did 
not seem to care when or how they got their cars over the 
line, and that the company was most unpopular. 

Commissioner Mahon interrupted to say that there was 
proof from eyery industry that the eight-ho11r day and better 
wages do improve the efficiency of labor. 

Commissioner Sweet then asked the witness if the ac
ceptance of the labor recommendation that all companies 
should be unionized, would not upset the Philadelphia plan 
where there was every indication that the men were satis
fied, were receiving good wages and that the company was 
in a healthy condition. The witness answered that the 
Philadelphia plan could not result in permanent good to the 
employees; that it had been his experience that such organi
zations promoted by the company, always broke down when 
the organization attemped to get something from the com
pany, for it had no bargaining strength. 

The witness was then asked how the adoption by the 
eommission of the three recommendatioDs presented hy 

labor would relieve the street railway situation. He replied 
that this would not help at all unless the recommendations 
were accompanied by other aid, including reorganizations 
and complete change of the attitude of the public to the 
industry and of the industry to the public and labor. He 
considered that these recommendations should be included 
as an essential part <]f the financial rehabilitation, since they 
would have a good effect in securing the necessary co-oper
ation and eliminating the constant friction, which will be 
present without the execution of these recommendations. 
He said that these recommendations would, of course, add 
further to the burdens of the companies unless a long time 
financial rehabilitation was brought about, and that labor's 
recommendations had been made contingent upon sueh 
rehabilitation and assuming that it was needed. 

· Commissioner Sweet questioned further about the effect 
of the recommendations upon the Philadelphia plan, and 
the witness reiterated that such company organizations 
without affiliation with the national union were funda
mentally unsound both from the interest of the public and 
of the employees, since the latter were not able to protect 
their own interests. The paternalism of the company in
volved in such cases was offensive to self-reliance and men 
did not like it and only wanted a proper opportunity to work 
out their own welfare. He said that companies which 
endeavored to evade unionism, by" beating the union to it," 
only fooled themselves. H e attributed the successful oper
ation of the company in Philadelphia very largely to the 
extra traffic brought by war industries, and to the ideal 
conditions existing for low operating costs, including the 
heavy density of traffic, rather than to the working of the 
men hand in hand with the company. He thought that the 
Philadelphia success with labor had been exaggerated. 

WnY NATIONAL UNION Is NECESSARY 

Mr. Sweet then asked if it was the witness' idea that the 
great advantage of affiliation with the national union was 
that it provided the fighting power of the Amalgamated 
Association with which to combat the greed and antagomsm 
of the company. The witness replied that this was not his 
idea, but stated that the employees had not had their proper 
share and that if the principles enunciated in the recom
mendations were adopted, this would eliminate friction and 
antagonism between the company and men and secure co
operation. Commissioner Sweet pressed his question fur
ther by asking if the fighting power of the union was not 
superfluous, provided there was good co-operation and fel
lowship on both sides, and where a company had accepted 
the enlightened principles embodied irf the peace treaty for 
the purpose of bringing industrial peace. 'rhe witness 
reiterated his previous reply that a local collective bargain-
ing plan could not be permanently successful. · 

l\Ir. Sweet .then stated his personal opinion that if the 
recommendation of the union meant the undoing of the plan 
in operatjon in Philadelphia, which represented the best 
example in the street railway field at present, and in com
pari s011 with which the witness was unable to cite any union
ized company which was enjoying equal success, then he 
could not sec how the recommendation of labor could be 
adopted. . 

This inadvertent expression of opinion on the part of the 
commissioner called forth a Tebuke from Commissioner 
l\IahQn, and precipitated the beginning of a speech in behalf 
of labor. But Chairman Elmquist was firm in restoring 
order and directing that the cross-examination of the com
missioners among themselves would be reserved for execu
tive session. 

Mr. Lauck confirmed an interrogatory statement that the 
rehabilitation of the companies was as important to the 
general public and to the employees as it was to the man
agement, and emphasized this by saying that the employees 
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have a vital concern and do not want to obstruct but rather 
fa cilitate the solution of the problem. He said the suc
cess of any solution depends upon the public. 

Commissioner Sweet then asked if it would be wise for the 
commission to load its report with anything that would tend 
to antagonize the public or prevent or militate against the 
financial rehabiliation of the industry. The witness replied 
"No," but said that if the inference was that the inclusion 
of the labor principles in the commission's recommendation 
would antagonize the public, then it was his opinion that the 
commission would be a derelict in performing its public 
duty if it did not recognize these principles. 

Friday's Session 
Mr. Lauck was recalled to the stand for further cross

examination in which most of the commissioners partici
pated, and it was brought out that street railway labor, 
including clerks, stenographers and trainmen, were con
tending for an eight-hour day with a wage of $G.40 per day 
or $1GG.40 per month, whether organized or not. 

Relative to the wages for the lowest class of labor in the 
street railway industry, the witness stated that the War 
Labor Board had plaeed the rate at 40 to 42 cents per hour 
and for motormen and eoncluctors had added 3, 4 or 5 cents 
depending on . the locality, although no rates less than 
42 cents had been granted. Questioned as to differentials 
for skilled labor, including trainmen, l\Ir. Lauck could not 
express an opinion as to what they should actually be, but 
stated that those at present in effect should be maintained, 
based on the 100 per cent increase to common labor. 

As to the effect on other industries of an 80 eents an hour 
rate in the street railway industry, ~Ir. Lauck believed that 
sueh a rate should apply to all industries, and that it was a 
fallacy to say it would increase the eost of living, for the 
publie agreed that labor was entitled to a living wage. As 
to the effeet on street railway fares, he contended that eapi
tal was entitled to a fair return, and that the public would 
pay the necessary increased fares or would cover any decrease 
in reYenue by the remission of taxes and assessments. 

Questioned with rega rd to the Philadelphia plan, he 
called it "a form of corporation feudalism," for the em
ployees only obtained what the eompany believed was good 
for them. He also stated i11 thi s regard that the policy of 
labor was not only national but international and that trade 
unionism was more farnred than any local form of organi
zation and that unions gave protection to their members in 
that they had benefits cuYering sickness and death. 

In answering Commissioner Wehle, the witness stated 
there was at present no moyement in the Amalgamated to 
increase the effectiveness of union labor, but he believed 
that if the demands for a living wage and an eight-hour 
day were in effect, it would be an incentive for the fullest 
eo-operation with capital, provided the management also 
used every effort to decrease the costs of operation. As to 
how this was to be obtained, he stated that the management 
should lay down qualifieations for the holders of all jobs 
and it would be the duty of the labor leaders to see that 
union members met these qualifications otherwise they 
would be dismissed. Commissioner l\Iahon pointed out that 
this nlan was written into a number of contracts between 
the 1:-ailway companies and the Amalgamated and that if. 
after a probation period, the prospective trainmen did not 
measure up to that standard they were discharged. 

The witness was asked whether labor would co-operate, 
if the American Electric Railway Association were to recog
nize the claims of labor and offer a constructive plan to 
care for the future, including effectualization of manage
ment. He stated that it is the right of the public to expect 
the fullest production, for their interest was paramount. 

In speaking of whether an increase in compensation de
pendent on gross earnings would act as an incentive for 

increasing production, l\Ir. Lauck thought this might be 
practical, although he questioned whether a profit-sharing 
scheme with participation by the management might not be 
held in distrust. He called attention, however, to the plan 
in effect in England during the war where managers and 
employees, through joint adjustment boards, co-operated 
and materially reduced the costs and at the same time 
increased the piece-work rates paid shipyard employees. 

In conclusion, he stated that the success of any plan must 
be predicated on the demands of labor for a living wage. In 
adrncating these principles as a part of the bill of rights for 
democracy in industry, he conceded that the rights of the 
public were paramount, but that labor should not be treated 
as a commodity. The Amalgamated Association, he stated, 
had refrained from establishing any specific rate of pay, 
but did ask the commission to recognize these principles so 
that the various street railway managements could work out 
the details. 

After the cross-examination of l\Ir. Lauck had been com
pleted, Commissioner l\Iahon stated that he did not believe 
it "'as incumbent upon him to take the stand, inasmuch as 
he was a member of the commission. However, statements 
showing the benefits of the association would be prepared 
by l\Ir. Lauck and filed for the information of the 
eommission. 

l\In. l\foRTI:M:ER COMP ARES THREE 5-CENT CITIES 
J. D. l\Iortimer, president North American ~ompany, 

then took the stand at the request of Mr. "\"Varren for the 
purpose of submitting further data and information to 
elarify certain references which had been made to Cleveland 
and other eities. 

l\Ir. l\Iortimer said that the testimony during the earlier 
part of the week suggested that the cost of service plan under 
the Cleveland franchise was not tending to produce as good 
results as the reputed methods of co-operative management 
in Philadelphia. H e called attention to the fact that the 
Philadelphia management had at no time said that it did 
not need more revenues than could be produced by the 
5-cent fare. What the Philadelphia management said was 
that the company wished more passengers at 5 cents rather 
than fewer passengers at a higher fare. There are few elec
tric railway operators in the country who feel otherwise 
about the matter. We all want more traffic rather than 
less. "\Ye would all like to carry sufficient traffic at 5 cents 
to make the business remunerative. Mr. Mortimer said: 

" It is impossible for the Federal Electric Railways Com
mission to draw any accurate conch~..sions from the testi
mony so far presented concerning the Philadelphia situa
tion, or the general railway problem. It has been suggested 
that the 5-cent fare in Philadelphia with 3-cent transfer 
charge at some points is producing satisfactory results. 
The 5-cent fare is no doubt quite satisfactory to the people 
of Philadelphia when contrasted with the higher fares 
which are being paid in many other cities. The oppor
tunity has been left with the commission to infer that this 
fare is satisfactozy to the Philadelphia Rapid Transit Com
pany, and that the reason that the company during the 
year 1918 and during 1919 to date has gotten along with
out any increase in fares is because of the type of manage
ment, involving a high degree of co-operation between 
management and employees. 

"In my opinion the reason that the 5-cent fare has ap
parently given satisfaction is based upon entirely different 
grounds. Whether or not it is remunerative will be dis
closed by the figures which I will submit later. There is 
no more justification for attaching what are reported to 
be satisfactory results from a 5-cent fare to the co-operative 
management than there is to say that Cleveland is success
ful becau..se the motormen and conductors belong to the 
Amalgamated Association. It would be just as proper to, 
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say that the low rate of return in Milwaukee results from 
large production of beer, or that the 5-cent fare in Phila
delphia is satisfactory because there formerly was a large 
proportion of Quakers in that city. 

"It might also be alleged that the 5-cent fare in Phila
delphia is more satisfactory to the management of the 
Philadelphia Rapid Transit Company than it is to the 
management of the Cleveland and Milwaukee companies, 
because the municipality is constructing a rapid transit 
system and has not yet made arrangements for its operation, 
while there are no such rapid transit systems under con
struction in Cleveland and Milwaukee. The question of 
adequacy or inadequacy is far more fundamental than the 
form of collective bargaining used in dealing with 
employee." 

Mr. Mortimer referred briefly to the principal features 
of the so-called Tayler ordinance, under which the Cleve
land railway system is operated, and said: "While it has 
been designated as a service-at-cost plan, it is my opinion 
that it is a service-at-less-than-cost plan, because: 

"1. The ordinance does not permit the setting up of any 
depreciation reserve, ahd future car riders will accordingly 
be required to pay for service which is being given to present 
riders. 

"2. Due to replacements of physical property and in
ability to take care of them through current operating 
expenses without very largely increasing fares, the com
pany is required to suspend the amounts and thereby show 
continuously a condition of insolvency. 

" 3. The G per cent interest provided for in the ordinance 
is inflexible and_ does not today cover the costs of capital 
for investment in street railway utilities. 

"4. In the event that the municipality does not buy the 
property or indicate its intention of so doing, or extend 
the franchise beyond 1935, then the security holders are 
subject to a large hazard involving readjustment at the 
end of 1935, and they may be subjected to the same pro
portionate reduction in the value of their assets, as was 
the physical property of the company at the time of the 
Johnson-Goff appraisal in 1909, where about $7,500,000 
was written off the value of the property. 

"5. The plan under which the number of cars for service 
is determined does not lead to satisfactory conditions of 
car loading, nor of frequency. The standards of car loading 
a pp lied in Cleveland call for a larger proportion of stand
ing passengers than is permitted by any standards ordered 
or recommended by any regulating authority. The question 
of standards of service has a very important bearing upon 
the rate of fare. 

" 6. The conditions under which train~men are required 
to operate involve short runs as low as five hours in duration 
with spreads of duty up to fifteen hours which are not favor
able and in turn have an important bearing upon the cost 
of service." 

ANALYSIS OF PHILADELPHIA OPERATION 

Touching on the Philadelphia situation, Mr. Mortimer 
said: 

"The reasonableness of the present revenues of the com
pany at a 5-cent fare with 3-cent transfer could only be 
determined by making an analysis of the cost of service. An 
analysis of the cost of service requires information respect
ing the fair value of the property. There is no information 
before the commission pertaining to such value, but for the 
purpose of my testimony such value could be assumed to 
lie within certain limitations. 

"Assuming that the value was as low as $120,000,000 an 
al?ount equivalent to about four times the gross earning~, it 
will be necessary to add to the operating expenses, as shown 
by the company's income account, an amount equivalent to 
about $3,000,000 for additional allowance for replacements. 
If this sum is deducted from the amount reported to be 

available for the payment of interest, rentals, dividends, etc., 
then the company failed to earn its interest charges, rentals, 
etc., by $1,385,000. Instead of having earned something 
more than 5 per cent on the capital stock of $30,000,000, 
par value, it incurred a deficit of about 4 per cent. If the 
expenditures for maintenance in per cent of operating 
revenue were brought to the approximate figure of the Cleve
land company, there would have to be deducted another 
$1,500,000. If, on the other hand, the value is placed 
at four and three-quarter times the gross earnings, or 
$152,000,000 a figure somewhat in excess of the net out
standing capitalization of the Philadelphia Company and 
all leased companies, an allowance of 2½ per cent would 
require a further deduction from income of $3,800,000 per 
year. 

"If this deduction is made, the net operating revenues 
would be $7,515,000, equivalent to about 5 per cent on the 
assumed property value of $152,000,000, or short $2,165,000 
of paying interest and rentals. Under this later computa
tion, if we add to the deficit of interest and rentals the 
amount required to pay the dividend upon the stock of the 
operating company, revenues would have to be increased 
$3,665,000 on the basis of the 1918 results, an amount 
equivalent to about 12 per cent of the 1918 revenues, or 
about G¾ per cent. 

"I have no sympathy with some of the testimony intro
duced on Thursday, charging that the rentals paid by the 
Philadelphia Company for leased lines were excessive. It 
is impossible for any person not intimately conversant with 
the fundamental facts of value to say whether or not such 
rentals are excessive. The people of Philadelphia have 
benefited largely through the unification of the system, 'and 
the rentals which are now being paid are a part of the cost 
of unification. 

"Philadelphia is an attractive street railway city be
cause of its distribution of population and industries, tend
ing to reduce the average length of haul of passengers and 
resulting in a larger use of equipment, through rush-hour 
cars carrying loads both ways." 

Mr. Mortimer felt confident that any competent man
agement in Philadelphia would find further opportunities 
of improving service and saving expense through rerouting 
and elimination of parallel lines, but also expressed the 
opinion that none of these economies would permit the com
pany to earn a fair return upon a fair value at the present 
rates of fare. 

The witness p_ointed out that the schedule speed was 
8.95 in Philadelphia, 8.98 in Milwaukee and 10.43 in Cleve
land. The higher schedule speed in Cleveland has been 
one of the most important contributing factors to the 
results which are being achieved there. The high schedule 
speed and large proportion of standing passen()'ers, the 
absence of any depreciation reserve and the lo; rate of 
return were the distinguishing features of the operation of 
the Cleveland Railway. High schedule speed and large 
proportion of standing passengers were brou()'htJ about 
initially at the instance of the city through its str:et railway 
commissioner and have been substantially maintained by 
the city's co-operation. The return earned on the utility 
capital in Cleveland during the year 1918 was estimated 
by l\fr. Mortimer at 5.2 per cent, a sum which in his opinion 
is materially less than that required to attract capital into 
the busfoess. 

At the afternoon hearing on Friday, Mr. Mortimer con
tinued his direct testimony by jntroducing a rather complete 
comparison of the various factors in the operation of the 
companies in Philadelphia, Cleveland anc1 l\filwaukee. In 
making this comparison he commented that it was un
fortunate that there was no measure of the service rendered 
in various cities, so that to say the service in one city was 
more satisfactory than that in another was a very meaning
less statement. The comparative operating statistics which 
he introduced are given on page 110. 
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OPERATING STATISTICS FOIJ THE YEAR ENDED DECEMBER 31, 1918 

P OPULATION 
The 

Phi la<l elphia 
R api d Transit 

Company 

l\Iilwauhce 
Clevclan•d I<:l ect ric 
Ra il way Ry. & Lt. 
Company Company 

Population served ......................... . 
Population served per mile of s ingle track 

operated-revenue track only ......... . 
Average riders per capita of population 

served per annum ..................... . 
Average passenger revenue per capita of 

population served, per annum 

GENERAL 

Investment in property and plant per dollar 
of annual operating revenue ........ . .. . 

1,735,000 

2,808 

316 

$17.94 

Per cent operating payrolls to operating 
revenues . . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . . 42.06 

810,000 425,000 

2,360 2,356 

337 268 

$14.90 $12.63 

$3.30* $2.98 

43 .87 
Per cent current ordinary maintenance 

charges t o operating revenues . . . . . . . . . . 14. 25 19.15 16. 89 
* Includes iJ'8,278,9C9 depreciation on investment excluded in ord inance 

settlement . 
R EVENUE 

Operating revenues per mile of si ngle track 
operated- revenue track only .......... . 

Operati ng revenues per revenue car-hour .. . 
Operating revenue per revenue car-mil e; 

cents ............................ . ..... . 
Passenger revenues per re\·enue passenger, 

cents ........ . ................... ... ... . 
Passenger revenue per revenue and transfer 

passenger, cents ..... . ............... . . . 

PASSENGER 

$50,36!) 
$3.27 

36. 51 

5.61 

3.97 

Tot al passengers ................... ........ . 767,758, 406 
Hevenue pas~engcrs ................ ... ..... 543,984,458 
Transfer passengers (3 cents) . . . . . . . . . . . . . . 88,681,603 
Transfer passenge rs (free) . .. ............... 130,472,26!) 
Free passengers . . . . . . . . . . . . . . . . . . . . . . . . . . . . 4.620,076 
Per cent of free transfer passengers to reve-

nue passengers ........ .... .. ....... .. .. . 
Per cent. of free transfer passengers to total 

passcngscrs 

TH AFF IC 

Total miles si ngle !rack owned anu leased . 
Miles single trnck opera ted, owned or lea,cd-

reve nue tra ck only ........ ..... ...... . 
Miles single tra <"k other t han re \'en11 e (rar·k . 
He\' enue pn~5l'nger cars owned ... .. ........ . 
Revenue ear-hours ......................... . 
Revenue c-ar-m ik s .. ... .. ... ............... . 
llevenue car-miles per re\·enue ca r-hour .... . 
Revenue ear-miles per mile of s ingle !rac-1, 

opc•mtcd- rcvenue track only .. ...... .. . . 
Revenue car-hours per reve nue ca r ......... . 
Revenue car-111iles per re,,e 11ue car ......... . 
Revenue ca r-miles per annum pe r capita of 

population se rved .......... ............ . 
Ren:nue p:1s~engers per re,·enue e::1r-1nile 

* Estimated fro m rl'ported spc,d. 

24 

17 

669.38 

617.71:> 
51.60 
2.b62 

9,518,735 
85 -?·)6 151 ,-- 8.93 

137,950 
~. 326 

29,77.,., 

49.12 
6.38 

$36,043 
$3. 49 

4,.42 

3.23 

$29,753 
$'.l.!)0 

3'2.34 

4-66 

3.33 

37."i,570,360 160,369,803 
273,944,346 114,149,000 

100,022,519 45,709.197 
1,603,495 511,606 

37 4-0 

27 28 

3t,5,30 

342.33 
42.97 
l,4G9 

3,536,016* 
36,875,603 

10.-13 

107 ,719 
2, 407 

2.:,, 102 

45.42 
7.47 

193.67 

180.34 
15.33 

576 
1,847,403 

16,591,121 
S.9t> 

91,999 
3,207 

28,804 

3!l.02 
6.SS 

I-Lwing c-oncluc.leLl hi s clirec-t , ta temcnt llfr. .Mortimer 
" ·as a:,;kccl a number of questions by the commissioners which 
:,;enetl to bring out more fully his ideas in regard to the 
proper proYision for maintcnanc·c and depreciation under 
the service-at-cost plan and to the clifficulty involved in 
bringing about a public appreciation of its railway system. 
In this 1n tter respect, he c-umpared CleYeland, where all of 
the municipal officials are constantly boosting the service 
in the pnblic eye arnl lea(ling people to think they are 
receiving the best scnic·e in the workl, with :Milwaukee. 
where the :Ha_yor, Common Council and city attorneys' 
office nrc not only not co-operating with the c-ompany but 
are constantlv attacking it and making accusations of bad 
senic-e. enon110us earnings, etc., regar~lless of the facts. 

l\Ir. :::\Iortimcr also explained in ans,Yer to further ques
tioning that there "·as no loca.l of the Amalgamated Asso
ciation in :Milwaukee and that the Employees l\Iutual 
Benefit Association had all the power of collective bargain
ing. He said that this organization had been organized to 
pre,-ent strikes but that it had not been effective, for the 
employees of the company struck in J anuar_y of this year. 
As an outcome of this strike, the State Legislature enacted 
a law providing a permanent arbitration Lboard, to which 
all matters of dispute of this character are to be referred. 
It is intended that this board shall, after investigating any 
dispute, transmit its finding to the State Railroad Com
mission. If the commission finds that the utility can earn 
the increased wages, if the board approves an increase. the 
commission has power to order the company to grant the in
crease. If the commission finds that the utility cannot earn 
the increase, the law provides that it shall establish rates -

lNCOllE 

The 
lllilwaukee 

Philadelµhia Cleveland Electric 
Hap id Transit Railway Ry. & Lt. 

Company Company Company 
Operating revenues ........................ $31,117,477 $12,338,906 $5,365,~5 
Operating- expenses . . . . . . . . . . . . . . . . . . . . . . . . . 20,369,571 . 10,216,228 4,940,364 
Wav and st ructures . . . . . . . . . . . . . . . . . . . . . . . . . 1,738,740 1,117,293 390,192 
Equipment .. :. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2,287,207 1,184,516 524,341 
Powe,· . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3,128,814 1,199,905 898,669 
Conducting transportation . . . . . . . . . . . . . . . . . . 8,951,880 3,877,569 1,960,835 
Traffic . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 111,117* 
General and miscellaneous . . . . . . . . . . . . . . . . . . 2,182,861 
Depreciation . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 319,998 
Taxes . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1,871,175 
Net operating revenues . . . . . . . .. .. . . . . . . . . . • 10,747,906 
Investment . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ? 
Per cent return on investment . . . . . . . . . . . . . . ? 

* Credit. 
EXPE"- SE 

Total opera ting expenses (including taxes) $20,369,571 
Per mile of sing le track operat ed- revenue 

track only . . . • . . • . . . . . . . . . . . . . . . . . . . . . $32,972 
Per revenue ca r-hour . . . . . . . . . . . . . . . . . . . . . *'2.14 
Per revenue car-mile, cents . . . . . . . . . . . . . . . 23.90 
Per 1000 revenue passengers . . . . . . . . . . . . . . • $37.40 
Per 1000 revenue and transfer passengers . . . $26.50 
Per capita populat ion . . . . . . . . . . . . . . . . . . . . . $11.74 

,ray and structures . . . . . . . . . . . . .. . . . . . . . . . . • ~n,738,740 
Per revenue car-hour, cen ts ............... , 18.27 
P er revenue car-miles, cents . . . . . . . . . . . . . 2.02 
Per 1000 revenue passengers . . . . . . . . . . . . . . $3.20 
Per mile single track operated, r evenue 

onl~· .......•......•........... ... ... ... 
Equipment .............•........... ......... 

Per revenue car-hour, cents .............. . 
Per re\·enue car-mile, cents ............. . 
Per 1000 revenue passengers .... .......... . 
P er re\'enue passenger car owned ....... , 

Pou 1er ......................... ............. . 
P er revenue car-hour, cents ....... •....... 
Per revenue car-mile, cents .............. . 
Per 1000 revenue passengers ... ........... . 

Conducting Transportation .... ............. . 
Per re\·enue car-hour , cen ts .. ............ . 
Per re\·enue car-mile_, cents ...... ........ . 
Per 1000 revenue passengers .. ............. . 

Wages of Trainmen ........... ............. . 
Per re\·enue car -hour, cents .............. . 

Traffic ......................... ............. . 
Ueneral and Jlliscel/an eous ................. . 

Per 1000 revenue passengers ............. . 
Per cent of operati ng revenues ............. . 
Depreda tion ............. .. ... ............. . 

l'er 1000 revenue passengers .. ............. . 
Per cent of operating revenues ....... .... . 

Taxes .. ............ .......... .. • . . • • • • • •· • • •· 
Per lfWJO re\·enue passengers .............. . 
Per cent of operating revenues ........... . 

~ Credit. 

$2,814.49 
$2,287,207 

24.03 
2.68 

$4.20 
il'799.16 

$3,128,814 
32.87 
3.67 

$5.75 
$8,951,880 

94.04 
10.50 

$16.4-6 
$7, 094,518 

74.54 
$111,117* 

$2,182,862 
$4.01 
7.01 

$319,998 
$0.59 
1.03 

$1,871,175 
$3.44 
6.01 

1,372:530 
744,000 
720,413 

2,122,677 
40,613,320 

5.20 

$10,216,228 

$29,843 
$2.88 
27.73 

$37. 38 
$27.20 
$12.61 

$1,117,294 
31.57 

3.03 
$4.08 

$3,263.79 
$1,184,517 

33.50 
3.21 

$4.34 
$863.42 

$1,199,905 
33.93 
3.25 

a,4.39 
$3,777,569 

109.66 
10.52 

$14.16 
$3,243,346 

91. 72 

$1,372:530 
$5.04 
11.13 

$744,000 
$2.72 
6.03 

$720,413 
iJ'2.64 
5.84 

446,114 
4-04,810 
315,401 
425,440 

15,991,305 
2.66 

$4,940,364 

$27,394 
$2.67 
29.77 

$43.26 
$30.81 
$11.62 

$39a,192 
21.12 
2.35 

$3.42 

$2,163.65 
$524,34-2 

28.38 
3.16 

$4.58 
~910.32 

$898,669 
48.65 
5.42 

$7.85 
$1,960,835 

106.14 
11.82 

$17.18 
$1,540,892 

83.41 

$446:iii 
$3.90 
8.33 

$404,810 
$3.54 

7.55 
$315,401 

$2.76 
5.88 

whic-h will enable the company to pay the increased wages 
ancl make a reasonable return on the investment. 

PIIILADELPHIA TAKES THE STAND AGAI N 

::\Ir. Joyce of the Philadelphia Rapid Transit Company 
was then called to the stand again to present certain data 
which the commission had requested when he testified 
car lier in the week. The witness first presented a letter 
from T. E. l\Iitten, president of the company, as shown on 
page 111. 

::\Ir_ ,Joyce also presented a table showing the compara
tive earnings and wage scale for the years 1910 and 1919 
for the companies in Philadelphia, Detroit and Cleveland. 

Tra inmen ..... 

EARNINGS AND WAGE SCALE, 1910-]!)l!l 

Philadelphia 

ln- Detroit 
crease 

De- ln· 
1[110 l !) )!) crease* 1910 19 1!) crease 1910 

7,42! 6,26! *15. 6% 1883 2,!)00 5!% 2,083 

Cleveland 

ln• 
1919 crease 

2,745 31.7% 

Average rate 0 .23c. 57,65c. 151% 27c. 57.51c. 113% 0.28c. .5!lc. 110.71% 
per hour paiJ 
tra inmen. 

Gross earnings :j:2,590 $5,508 112.6% $3 ,311 $5,345 61.4% $2,867 $5,442 
of Co. per 
trainman. 

~5,51 AYerage pay 
per day 

A\·erage rate 4.13c. 3.98c. *3.6% 4.09c. 

$5.10 ..•.••...•.•• $5.00 

5c. 22.3% 2.63c. 3.!llc. 

90% 

48.7% 
of fare 

Passengers 
car ried per 
t rainman 

62, 711138,3E3 120.7% 82 ,114106,896 30. 1% 109,020 137,197 27.6% 

KoTE : Philadelphia figures are a ctual. Detroit and Cleveland figures are 
der iYed from the best available information. 
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PHILADELPHIA RAPID TRANSIT COMPANY 
EXECUTIVE OFFICES 

1035 LAND TITLE BUILDING 
T. E. MITTEN, 

Chairman, Executive Committee 

· PI-IILADELPIIIA, October 2, 1919. 

HoN. CHARLES E. ELMQUIST, Chairman , 
Federal Electric Railways Commission., 

Washington, D. C. 

Agreeable to Mr. Joyce's promise to supply additional 
information relative to working hours of motormen and 
conductors, and also our ability to continue the 5-cent 
fare, the following data is submitted: 

Working Hours of Motormen and Conductors 
Philadelphia's ·surface lines have no three-piece runs. 
The syst em comprises 2473 regular runs, of which 1323, 

equalling 53.5 per cent are straight runs and 1150, equal-
ling 46.5 per cent, are two-piece runs. 

The average over-all time per run is 11 hours, 33 
minutes. 

The average pay-time is 9 hours, 30 minutes. 
The average lost time is 2 hours, 3 minutes. 
The pay-time is divided as follows: 

Hours per Day No. of Runs Percentage 

8- 9 611 24.7 
9-10 1285 51.9 

10-11 530 21.4 
11-12 47 2.0 

Avg. 9.5 hrs. 2473 100.0 

Ninety-seven per cent of all car operating time is 
worked as a Ifart of regular runs, leaving only 3 per cent 
to be assigned as trippers. The average pay-time on 
regular runs is 9.5 hours, requiring 307 days' work per 
annum to earn the system average for motormen and 
conductors of $1690 per year. 

According to the figures taken from Wednesday's testi
mony for Detroit in 1917, therein stated to be slightly 
improved for 1919, the comparison of over-all time at 
Detroit and Philadelphia is as follows, the average pay
time of both cities being 9.5 hours: 

P hiladelphia 
No. Huns % 

Complet ed Detroit 
within No. Runs % 

13 hours 865 62.5 1808 73.1 
14 195 14.2 513 20.7 
15 147 10.6 135 5.5 
16 77 5.7 17 0.7 
17 51 3.7 
18 46 3.3 
19 1 

"1382 100.0 2473 100.0 

Continuance of the 5-Cent Fare 
The wage increase of August 7, approximating 

$2,500,000 per annum, was in full effect during the entire 
month of September. Operating results for September 
are significant, showing as they do that the proportionate 
amount of all yearly charges and 5 per cent dividend has 
been earned, with a continued 5-cent fare-operating 
ratio (excluding taxes) 61.55 per cent. 

Co-operative effort, with a force of well-trained em
ployees, of which 85 per cent receive the maximum rate 
and 55 per cent are more than five years in ·service, is 
here found adequate to overcome obstacles seemingly 
insurmountable elsewhere. 

T. E. MITTEN, President. 

In answer to questioning by the commissioners, l\Ir. Joyce 
testified that the longest ride for 5 cents in Philadelphia is 
14.2 miles. The average earnings of the men on the extra 
list per week during the month of August, 1919, had been 
$26.30. The gross earnings of the company for September, 
1919, were $3,070,000 as compared with $2,728,000 in 1918. 
The surplus for the month this year was $185,000, as com
pared with $237,621 for the year before, this surplus still 
showing an amount above that required to pay the 5 per 
cent dividend of the company which calls for $125,000 
per month. These figures were given to show that the 

company was absorbing the full operating expenses in spite 
of the recent wage increases. 

PHILADELPHIA BUSINESS 1fE:N" MAKE PLEA ON 

Hrnn RENTALS 
At this point Charlton Ogburn, executive secretary of 

the commission, read a letter from the United Business 
Men's Association of Philadelphia which claimed to have 
25,000 members, in which an appeal was made to the com
mission to seriously consider means of dispensing with 
the enormous rentals, which many companies are being 
forced to pay to underlying companies. The letter stated 
that these rentals were far in excess of any contributions 
by the properties of the underlying companies to the present 
earnings of the operating company. Of the $12,000,000 
of profit earned last year, the operating company respon
sible for the showing received only one-sixth while the 
underlying companies which supplied no new rails, ~ars 
or no increased wages, received five-sixths or $10,000,000. 
This letter claimed that the average receipts per passenger 
for the last ten years had been 4.25 cents while the average 
operating cost had been 2.4 cents. In other words, the 
earnings had been enough to pay 6 per cent on the entire 
investment and return the en tire ca pi taliza tion to the 
owners. 

It was stated that one of the underlying companies was 
receiving a rental equivalent to 22.9 per cent and that the 
original capital was r epaid every two years. Another com
pany was receiving 21.9 per cent and the original capital 
was repaid every two years. A third was receiving 9.5 per 
cent and the original capital repaid every two years. A 
fourth was receiving 15 per cent and the original capital 
repaid every three years. A fifth was receiving 6 per cent 
and the original capital repaid every four years. This 
condition had been going on for thirty-five years and was 
apparently to continue for 999 years less about thirty. 

Mr. Ogburn announced that he had requested Stephen 
J. Miller of the University of Washington to make a com
parative study of the operation of the Seattle street rail
ways under private and under nnmicipal ownership and 
operation. He also expected to have a report from Mr. 
Bell of the Department of Railways of Canada dealing 
with the operation of municipally-owned railways in the 
Dominion. The secretary also read a long telegram from 
W. H. Dickson, general chairman of the Tramway Adjust
ment Committee of Fifty-five, of Denver, which told of 
the work of that committee in endeavoring to find a solution 
for the street railway problem locally and offering to lay 
the complete data which it had collected before the Federal 
Commission. This telegram also a:c:ked that the Federal 
Commission hold a meeting at Denver or send a represen
tative to assist in working out the service-at-cost ordinance 
which is being prepared there. 

Stiles P. Jones, who testified on Thursday and presented 
the evidence on over-capitalization in behalf of labor, took 
the stand a second time to challenge• the accuracy of the 
exhibit on this same subject which had been prepared by 
Mr. Welsh of the A'.rnerican Electric Raihrny Association. 
1Ir. Warren asked permission of the commission to hcrve 
J\Ir. Welsh file a reply to Mr. Jones' criticism, ,vhich was 
granted. 

l\Iarion Jackson, representing 1\Iayor Key of Atlanta, Ga., 
who had been given a hearing several weeks ago, took the 
stand to present additional information showing the inter
corporate complexities and pyramiding of holding com
panies. H e declared that the operating companies were 
earning very large profits which were being covered up by 
the complexity of the organizations. This condition was 
hi s argument for a general program of nnmicipal ownership. 

Friday evening, Marion Jackson resumed the stand ancl 
continued his testimony regarding holding companies. On 
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being questioned, he stated that practically all the informa
tion which he had presented was not new but was given in 
finaneial manuals. 

To answer a question from Cmmnissioner W ehle as to 
what the American E lectric Railway Association did to 
keep its members advised on developments in the art, 
Mr. '\Yarren filed with the commission a eomplete set of 
Proceedings for the la st convention, a copy of the Associa
tion Year Book, a copy of the Engineering J\Ianual, and a 
copy of Doolittle's book, "Cost of Urban rrransportation 
Service." l\Ir. Warren asked that the " Code of Principles '' 
adopted by the assoeiat ion be copied into the reeord, inas
much as exception to it had been taken hy one of the 
witnesses. 

Seeretary Oglmrn stated that li e had receiver1 a consider
able number of statements for filing with the commission. 
Among those that had submitted :c: t atements. he mentioned 
Stone arn1 1Y ebster, Corporation Counsel Burr representing 
J\f ayor H ylan of New York and the City of Camden, X. J. 

'l' he :-; tatcment hy 1\lr. Burr reviewecl the conflict between 
the city administ rat ion and the t raetion companies and pub
lic seniee commi8sion, as it has deYeloped since 1Ir. Burr 
appeared he fo re the F'e<leral Cumm i.--.-;ion. This con tl ic-t 
was brought about by the inereascs in fare granted, the 
abanclo11mcnt of senice un some li nes and seYering some 
suh:-;i diary companies from the main operating compan:r . 

rrhe :-; t atement IJ_y the City of Camden appears in abst ract 
elsewhere in this issue. 

Saturday's Session 
J oseplt B. Ea:; tman, ln ter;::ta te Coinmerce Commissioner 

and formerly a member of the 1Iassachu;::etts Puhlic Sen-ice 
Comm is:- iou , took the staud ~atnnlay morning and reYiewer1 
the J\Jassachusetts situation. H e pointed out that the hrn 
fundamental "·eaknesses in that 1:-tate were the owr-mileage 
and the consolida t ion of poor road,; ,rith good ones on a 
share fo r share basis. 

1'he ,ritne:;s reforrL·<l briefly to the result., of the zone 
system of fare colled ion as i"t ha." "·urke<1 out in ~lassa
L·husetts mHl said that while he Juul first luokC'<1 Hpoll this as 
a good plan fo r increasing reYe1rnes, he had later re,ised his 
opinion in Yiew of the experie1H·e. IIe saill that the zone 
plans lia<I nut brought the de:':'irl'd revenue and the people 
apparently preferrccl a tlat-fare innease. T hi.-; experience 
had hee11 met wi th lioth in H olyoke m1l1 :-:-:pringfiel<l. When 
the zoue :c-yskrn tloes not produce the neees.--ary revenue, it 
i:-- necl:'ssary to eithL•r rcdute the central fare area or in
crease the l are, either proc-e:;s doillg a"·ay ,rith the achantage 
of the 5-cent fare . 

Turning his thoughts to the problem lJefure the Federal 
Commission, Connni ,- :;ioner Ea,-tman f:aid that lie believed 
the street ra ihrny problem must he :':'olwd e,::sentially as a 
local one. The Feclcral Cumm isl:'ion could only help by 
diagnosing the clisen_."l\ h ,n-ing the adnmtage of a broader 
Yiew of the situation unbiased by local viewpoint or 
prejuclices. 

H e then encleavorecl to suggest a construe-ti r e outline of 
recommendations which it s~~mecl to him the commission 
should make. 

First, he would lay a good grouncfo·ork for recommenda
t ions by a statement of the present situation, pointing out 
that there is at present no substitute for the street railways 
and enlarging upon the importance of urban transportation. 

Second, he would state frankly that there has been over
capitalization in the past, exorl;itant rentals, mismanage
ment, ete. H e would point out that this has been disreput
able in some cases, but ,rould show that at the same time not 
all companies have been guilty of these practices and others 
haYe already cleared up such faults. 

Third, he would point out that a more important cause 
of the present dilemma is the vast increase in expenditures 
for wages, coal, basic materials, and all items involved in 
transportation work. 

Fourth, he would state the absolute necessity of making 
larger allowances for depreciation. He was inclined to 
think that the adequacy of this allowance should be deter
mined by public service commissions and that it should be 
required. H e contended that the only way a company can 
be in a position to take advantage of improvements in the 
art is throug!1 having a depreeiation fund large enough to 
i-eplace the property .. 

Fifth, he would point out and analyze the inroads into the 
business whieh have been made by the competition of the 
automobile. 

Sixth, he would make clear to the owners, managers, 
employees, and publie, the great opportunities which exist 
for making improvements in the service. He would point 
out means of consening labor by increasing the mileage 
per hour through skip stops, higher speed and acceleration, 
elimination of lay-overs, use of trailers, safety cars of 
proper type, and properly located and equipped power 
hom es arnl shops. He would also ca ll attention to the ad
rnntages of <·urrent-mea:--uring devic-es as a means to con
:--erve power, of fare registering devices, fare boxes, etc. He 
would al:-o point out the need for enterprise in maintaining 
attraetive equipment, in promoting courteous treatment to 
passengers, and doing eYerything possible to attract patron
age. H e dec-lared that many railway men han been prone 
to rely too mut h on increased fares and negiect other means 
of increasing the net. H e would point out to the employees 
t he great need fo r co-operation and moderation and advise 
them that they were working for a sick industry. It was 
essent ial that the problem be worked out and this was of 
110 greater in terest to an)·one than the employees. They 
r-houkl therefore do everything possible to attract the public 
and to consene expense~ by careful handling of equipment. 
He said he reeognized the wisdom of dealing with the 
organizations of th e men and even looked "i.th fayor upon 
representa tion of labor in the management. Rut he said 
labor shoul d not he guilty of any hot-headed or internpera te 
adion. 

Seventh . he W'oukl point out the areat danger of unregu
lated jitney competition. 

Eighth . he W'oulcl point out the nec-essity for a restoration 
uf c-redit so that the imlustry may be able to attract capital 
neces:::ary fo r those impro Yements already suggested. In this 
connec-tion }Ir. Eastman :;aid that there were bro ways of 
restoring- credit, one by supporting and improving the credit 
of priYate e_·orporation:; and the other, by relying on public 
credit. 

TI ESTOR.-\TIO X OF CREDIT OF THE R .HL"tAYS 

He said that the only way that private credit can he 
improveLl is through a proc-ess which will make it possible 
fo r the corporation to market common stock. H e pointed 
out that the Cleveland Railway was now arbitrating the mat
ter of a 7' per cent return on its capita l stock and that 
Dean l\I. E. Cooley of the University of :Michigan had said 
that in other cities it would be necessary to guarantee 8 or 
9 per eent. EYen then, J\Ir. Eastman feared, the investors 
would be afraid to put their money in the street railways 
in view of the past history of earnings. The witness said 
further that the situation is complieated by the faet that 
increases of fares do not necessarily bring inereased 
earnings. 

The alternative, which seemed to the witness to be prac
tically the only way of restoring credit, was public owner
ship. He said he was sorry that this question .had been 
shrouded in prejudices on both sides, the one claiming that 
it was a panacea for all ills, while the other claimed that it 
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was all wrong. r_}_'he question should be approached from the 
angle that it is an essential industry, a public function 
which must be performed. He thought it would be advis
able to endeavor to see what the real dangers in public 
ownership are, and then attempt to find remedies for them, 
and he believed that the remedies could be found. The 
street railway service is so important to every element in a 
community that it is essential that it be operated with the 
greatest efficiency. 

The witness appreciated that the railways must be kept 
out of politics and believed that this could be done, citing 
the public schools, fire department, and water works as 
examples of public ownership which on the whole have been 
remarkably free from political manipulation. H e then 
turned his thoughts for a moment to various means which 
might be employed for carrying out these ideas, but said 
that the F ederal Commission should naturally concern itself 
only with the principles, leaving the details to be worked out 
by the local people. 

The witness said that under public ownership the railways 
are not entirely dependent on earnings, while under private 
ownership they are. H e thought it was absolutely sound to 
make the railways pay their own way if they could, but that 
it might be of advantage to all to pay a part of the expense 
from tax levies, rather than cut service, this usually also 
cutting patronage. Such an arrangement might secure the 
best net result. This could be done under public ownership 
but not under prirnte. 

Questioned by one of the commissioners as to whether the 
Federal Commission should recommend public ownership, 
the witness answered that there had hardly been sufficient ex
perience on the subject in this country to warrant such a 
recommendation, but that that principle might be advocated 
as representing- the only apparent solution, and one to be 
looked upon as an experiment. And he believed it could be 
made a successful experiment. Asked about the advisability 
of subsidizing the railways, l\Ir. Eastman said that he would 
not recommend it, that it was a dangerous and undesirable 
principle. H e was of the opinion that if the State lends its 
resources, it must have full control. 

In reply to a question about the excessiYe rentals with 
which some companies are burdened, he said that this was 
one of the dilemmas of the situation and that it was a fault 
of the management of the company that such contracts 
had been entered into. The burden should therefore not 
be placed upon the public but should be borne by the 
stockholders. But he called attention to the fac t that as 
soon as an effort toward adjustment by this means is made, 
it affects the credit of the company. This is, of course, 
most undesirable, but the witness said that perhaps it could 
not be avoided. 

l\Iilo B. l\Ialtbie was the next wi tness. He took up many 
phases of the street railway situation and gave his opinions 
briefly without attempting to elaborate. He spoke of the 
advantage of regulation over that of operation under a con
tract, since the latter cannot he changed except by the 
mutual consent of both parties. A mistake either way may 
cause no end of trouble and there is 110 relief if the other 
party refuses to release the obligations. A fixed contract, 
he stated, which attempts to provide fo r changing condi
tions by leaving points to arbit ration by three outsiders is 
not good and is likely to be unsuccessful. 

Edward W. Bemis, consulting engineer, Chicago, then 
took the stand and presentcll a perparecl statement, an 
abstract of which appears elsewhere. 

After Professor Bemis fini shed his testimony, C. Oscar 
Beasley, representing the United Business l\Icn's As::-ocia
tion of Philadelphia, #,rns called to the stand. H e had 
appeared to amplify the statement previously made by 
letter fr om the association. 

Mr. Beasley spoke of the excessively large rentals being 
paid to the underlying companies of the P hiladelphia 
Rapid Transit Company. Asked to outline these leases, 
he said: 

" The most eminent attorneys of our city ,rnre employed 
some thirty-five years ago fo r the purpose of drawing these 
leases, and to make them applieable to any street railway. 
Years ago when I appeared before the ,rays and }leans 
Committee here in ,vashington, one of these lawyers sent 
clom1 a brief that these leases were in the manner of ground 
rent, and that has been the theory that they have taught 
our street ra ilway courts. They are contracts protcc-ted 
from amenclment bv the contract laws of our c-onstitution. 
The fi rst r ay of light that we had was a decision in the 
Uni tecl States Supreme Court in the X orthcrn Utili ties 
case and that said this: ' We cannot recognize the right 
to do manife:c:t wrong.' That was the first break in the 
contract laws. This r uling also st ated that no manner of 
contract could be used to deprive the commonwealth of its 
po"'er ; that no one legislature could authorize a contract 

- that could bind another state legislature. The decision 
was handed clown about a month ago that contracts cannot 
bind the commonwealth.'' L 

Secretary Ogburn presented a statement which had been 
forwarded by Lawson Purdy concerning the assesrn1ent of 
property to pay fo r street railway extensions. }Ir. Purdy 
offered the view that real property should be taxed for rail
way extensions in proportion to the benefit cleriYed from the 
presence of tbe railway, and that this would provide a 
means of gradually amortizing the railway investment so 
that service c-oulcl ultimately be giYen fo r a rate of fare 
which would produce operating costs only. 

II 
1I l 1 

"E:1c-cb-ic Railwa s 

I 

--,/' 
c__ 
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Philadelphia's Answer to the Traction 
Question* 

Th e Co-operati1·e P lan Under lFhicl1 th e Philadelphia Rapid Transit System Operates, Has 
Enauled the Co 111 pa 11 y to Co ntinue Giring Senice on a Fire-Cent Fare--Th e Cure for Present 
Conditions in Other Cities Lies in II on est Dealing, E ffic ient Jlanagement an d Effective 1Y orkers 

BY T . E . l\IITTEN 
President Philadelphia Rapid Transit Company 

PENDING the completion of tJ1e Philadelphia story, 
this brief forecast of what the finished story will show 
is sent. 

1. RESULTS SECURED U:N'DER Co-OPER.ATIYE 
PL.AN 1911-1919 

(a) Eight months report of operation, January-August, 
19 HJ . just issued, showing proportionate amount of all 
yearly charges and the 5 per ~ent di,'.idend ear1:ed with a 
continued 5-cent fare; operatmg raho (excludmg taxes) 
61.79 per cent. 

( b) Eight-year report for period endin~ Dec. 31, 1918, 
showing as it does, thf:> result of co-operatiYe effor~. Pub
lic patronage increased from 188 to over 400 ndes per 
capita since 1910. Fares clecreased from aYerage of -:l.13 
cents to 3.98 cents per passenger. Car equipment modern
ized and service much irnproYed. Wages increased 15-! 
per cent from average of *G:?2 ~o $1,589 per ann_um. C_ol
lective bargaining and co-operative welfare established with 
protection of $1,000 life insurance to eYery employee. 
Transformation of the inherited 1910 deficit of $318,006 
into surplus of $4,482.119 in 1918; $3,597,578 in addition 
beino· meanwhile paid to P. TI. T. stockholders in dividends 
at t l~e rate of 5 per cent per annum commencing in 1916. 

( c) Abstract from annual reports of P. R. T. coYering 
the period from formation of the company in 1902 up to in
c-oming of Stotesbury-1\Iitten management in 1!)11, showing 
the trend of events resulting in transformation of earned 
surplus in 1903, $40,5,888, to a deficit from operation of 
$1,222,735 for the year 1910, with accompanying exhaus
tion of corporate assets and impending bankruptcy. To this 
will be added extracts from the pamphlet describing " Pro
posed Loan of 1911" embracing, as it does, the seYeral 
letters outlining the scope of and reason for ~Ir. Stotes
bury's undertaking the task. I t might be well to explain, 
that as a fir st bid for public support. the interest of eYery 
newspaper was at the outset secured by my personally urg
ing the righteousness of our undertaking and the need 
of establi shing public confidence by a frank and fa ir state
ment of every change as made and the actuating reason 
therefor. T he flu campaign, with its aggressive publicity, 
and the successful fight fo r skip-stop continuance will be 
referred to as will also the " Committee of T hirteen " and 
their wonderful work, as showing the need of broadminded 
ac-tivities and ~lso of untiring persistence in the interest of 
cqntinuing economies essential to the low operating costs 
\Yhich made possible the basic fare of 5 cents. 

2. THE Co-OPERATIVE PLAN OF 1911-1918 

(a) Abstract of the printed booklet containing the Co
operatiYe Plan, issued in 1918 following the endorsement 
of the ,Y ar Labor Board, will review at some length the 

* Abstract of statement made before Federal Electric Railways Commission, 
Washington, D. C., Sept. 29, 1919. 

struggle of the period 1911-1918 and will describe the col
lective bargaining feature. 

The fact that the election of employee's representatives 
by secret ballot in 1918 was, at the request of the War Labor 
Board, conducted under the personal direction of the War 
Labor Board's r epresentative, is notable, as this completed 
the performance necessary to the unqualified indorsement 
evidenced by letter of the War Labor Board's chief ex
aminer, E . B. Woods, under date of Dec. 10, 1918, stating 
that the plan for collective bargaining established among 
the workers of the Philadelphia Rapid Transit Company 
was not only indorsed by Mr. Taft and l\fr. Walsh, but that 
in addition, the entire Board unanimously agreed that the 
general intent and spirit of its provisions were entirely in 
accord with the principles of the Board. 

(b) The two-day picnic of the employees, Sept. 3 and 4, 
1919, at Willow Grove-the 50,000 attendance, the 99½ 
per cent membership, the expressions of the men as con
tained in the ta lks of the employees' representatives, the 
speeches of Chairman Elmquist and C}:iairman Ainey, and 
my own talk at the picnic dinner will be reproduced for the 
information of the commission. In these troublous times, 
it will be difficult for the members of the commission to 
understand how this oasis in the desert can possibly exist 
and I am only sorry that the whole commission could not 
liave been at the picnic to absorb the atmosphere of confi
dence and contentment which provoked the notable ex
pression contained in Chairman Elmquist's speech, giving 
to co-operation an added meaning, in that to us it now also 
spells patriotism. 

( c) The Co-operatiYe Booklet containing the plan of 
August, 1911, describing the putting aside of 22 per cent 
of gross earnings into a wage fund. will be in evidence as 
,,ill also all printed matter significant of the various moves 
undertaken from t ime to t ime to inspire confidence in the 
good inten t of the management, and to show the firm stand 
maintained in support of the well-defined principles and 
established policy as set forth in the plan. 

In the co-operative plan of 1918 it was made necessary 
to depart from the idea of participation in proceeds as 
contained in the co-operative plan of 1911, as a war-time 
expedient to bridge over a very difficult period. High 
wages will be continued, and in addition, the return to a 
plan of participation by our employees in the results of 
their extraordinarily effective service is now being given 
careful consideration. 

The co-operative plan, as presented to the unions in 1911, 
and their signed agreement to abide by the vote and there
after co-operate under the plan will be of interest. rrhe 
troublous days of misunderstanding and misrepresentation 
will be reviewed from the Co-operative Bulletins 1 to 27, 
which carried the men and management through to the 
clearer understanding and complete confidence of the pres
ent day. 
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(cl) As showing progress along the way, there will be 
introduced an account of the hearings of the earlier Federal 
Industrial Relations Commission with which Mr. Wabh 
was so prominently identified and before which I gaye 
evidence at the Philadelphia hearings in 1914. · 

(e) Dashboard and bulkhead advertising and its effect 
in spurring on the activities of the men have been most 
useful in securing co-operation as between men, manage
ment and car-rider. The letters issued in folder form to all 
employees under dates of May 28 and August 13, 1919, 
urging salesmanship and increased patronage to overcome 
increased cost, which received such wide publicity through 
the press, represent a high note in this endeavor. The 
bulkhead, showing that-high fares make riders walk-low 
fares make walkers ride-more fares malce low fares
represents top-notch in keeping the attention of the car
rider on what we are trying to do and creating a desire on 
his part to co-operate in making it an accomplished fact. 

3. PHILADELPHIA'S EXPERIENCE 

The view of the Philadelphia situation will be consid
erably clarified when it is understood that Mr. Stotesbury's 
interest in the situation is not one of ownership, in that 
neither he nor I have any financial interest in the securities 
of the street railway company. 

Mr. Stotesbury is interested in accomplishing something 
worth while for the city of his birth, while my own ambition 
in this regard is to demonstrate that there is a real and 
rational way by which the vexed problem may be solved. 

Results here secured are thrown into bold relief by com
parison with conditions existing elsewhere. P.R. T., with 
almost 5 per cent less employees than in 1910,is now produc
ing over 98 per cent more effective traffic units per employee; 
this as against results secured on the Pennsylvania Railroad, 
contained in a speech by Vice-President W. W. Atterbury 
as reported in the public press, wherein the number of em
ployees is said to have been increased 14 per cent, the out
put ( or effective traffic units) being 11 per cent less than in 
pre-war days. The case of the Pennsylvania Railroad, 
showing decreased production, is but one of the many 
instances wherein the effort to increase production has given 
way to the great struggle upon the part of labor to secure 
a larger wage for a smaller amount of work. 

Aside from the urgent necessity of helping to make up 
for the shortage of necessaries occasioned by the war in 
Europe, it stands to reason that capital and labor cannot 
divide that which does not exist and that more of everv
thing essential must now be produced in order that the~e 
may be more with which to supply our needs. If the forces 
of labor and management will combine so effectively as to 
produce almost 100 per cent more per man, as we are doing 
here through co-operative effort, much, if not all, that is 
required to oYercome the higher cost of living will haye 
been accomplished. 

'11he keystone of all success as between men and manage
ment is confidence. Distrust breeds discontent. Confidence 
begets confidence and co-operative effort then becomes pos
sible. The confidence of the men in the management, and 
likewise the confidence of the management in the men is 
what makes Philadelphia stand out in accomplishment. 

Philadelphia is almost alone in its position of antagonism 
to " cash box fare collection" or any system which tends 
to show a lack of confidence in the conductor. It can 
hardly be expected that a self-respecting employee will 
take seriously the statement that he is our partner if we re
quire the action of the passenger to assure us that the fare 
collections are being properly made. 

So much for confidence and its god-child-co-operation. 
Frank statement, fair dealing, and honest purpose with 

patience and perseverance may be counted on in the long 
run to win the support of a community. 

The public have for so long been befooled and bedeviled 
that they are now in a mood to question the demands not 
only of capital, but also of labor. 'rhis feeling is growing in 
its intensity as the citizen of inquiring mind discovers 
that while all about is heard the demand for a living wage, 
yet all evidence of merchants is to the effect that the wage
earner is now demanding the most expensive class of goods 
and buying with great prodigality. The owners of auto
mobiles among the wage-earners have become legion, and 
it would seem that the difficulty now is as much with the 
higher price of gasoline as with the increased cost of our 
daily bread. 

l\Iy own statement before the Pennsylvania Public Serv
ice Commission in the 3-cent exchange case may be taken 
as an example of frank statement showing the willingness 
of this management to jeopardize its own case rather than 
refrain from putting forth all of the facts necessary to the 
knowledge of the Public Service Commission. This state
ment will also be useful in setting forth our position as 
against city paving and other burdens of like character 
bei!1g placed on the back of the car-rider and reiterates our 
conviction that such charges should be covered by general 
taxation and that the car-rider should be given the fullest 
value for his 5-cent piece that co-operation between the 
public, the men and the management can be made to pro
duce. 

4. THE EXPERIENCE OF OTHER CITIES 

The so-called service-at-cost plans are already proving a 
disappointment, for the reason that neither men nor man
agement are paid according to the excellence of their work. 

Boston is one example where expenses have mounted sky
ward and no fare, possible of collection, has been found 
sufficient to meet the added cost of production. 

Cleveland has already nullified Tom Johnson's accom
plishment of sweating profits from the owners and thus 
reducing rentals, by showing an inability to now produce its 
very short ride at 5 cents without charging an extra 1 cent 
for transfer. The city of Cleveland paves its own streets 
and in addition pays its street railways in money for ser
vices sometimes required to be supplied gratis by the street 
railways in other cities. The public of Cleveland stands for 
much latitude in operating methods, in order to keep the 
fare down, while the contest between the men and the man
agement as to which should get added compensation first, 
goes merrily on-surely the answer lieth not in this direc
tion. 

5. THE FUTURE IN THE LIGHT OF PHILADELPHIA'S 

EXPERIENCE 

Receiverships will in the near future make necessary 
many adjustments as between companies and communities. 
Readjustments should be approached in a spirit of fairness 
by both parties; and no advantage should be sought by 
communities because of the present condition of the com
panies in so far as it has been occasioned by the European 
war and the excessive costs resulting therefrom. 

Valuation of properties, when resorted to as a basis of 
fare adjustment, should be made upon the then-cost of 
repr~d:uction, tog:ether with the added cost of producing a 
condition of readrness to serve. I have no patience with the 
contention that any community may now properly expect 
a valuation to be based on pre-war prices or the costs of 
earlier years. The only justification for such a claim 
would lie in the supposition that, instead of enjoying 
increased values in common with others, the companies were 
to be in some way assured of a continued reasonable return 
upon the invested capital. Communities did not give street 
railway companies any such assurance. 'rhe companies took 
the same risks of profit and loss as did the investor in other 
kinds of property. Consequently in such a time of read-
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justment, it seems only just that the communities should 
be willing to establish a fare suffieient to pay a proper 
return on that sum representing the amount which it would 
cost the city it self to reproduce the property used and usable 
in transporting the people. 

Philadelphia's plan is not offered as a cure-all for other 
cities. Every situation has it s own peculiar difficulties to 
overcome. But in the light of this experience, it is our 
plain duty to decry the thought that there is any cure for the 
present trouble excepting that which lies in honest dealing
efficient management-effective workers. 

Street Railway Situation 
Pittsburgh* 

BY E. V. BA.B OOCK 
Mayor of P ittsburgh 

• 
Ill 

PERH AP S the street railway passenger transporta
tion problem in P ittsburgh is more complicated than 
in any other larger Ameriean city. This is brought 

about largely by the temporary character of the inter cor
poratc relations and by the natural difficulties arising from 
the topography of the country and the great number of 
municipal subdivisions. Some original 208 underlying 
companies have been temporarily unified by leases, mergers 
and stock ownership arrangements resulting in three prin
cipal groups of underlying companies, two of which are 
operated under short-term operating agreements by the 
Pittsburgh Railways. These agreements may be terminated 
on three months' notice so that the unification is not a 
permanent or stable arrangement and because of various 
issues of underlying bonds of the original street railway 
companies there is always a possibility of dissolution of 
the three main units. This arrangement is unquestionably 
unsatisfactory both from the point of view of policy of 
development and of financial arrangements. It would 
seem to be a fundamental requisite in the situation that 
there should be a single corporation with actual owner
ship and control of all the physical properly of the r ail
ways system. Until this is done we cannot expect to elimi
nate needless duplication of track or secure adequate rout
ing arrangements in the Pittsburgh district. 

That street railway companies need and are entitled to 
adequate revenue would seem to be a self-evident proposi
tion. The fundamental difficulty arises in ascertaining 
how revenues shall be furnished. Experience has demon
strated that increases in fare do not produce equivalent 
increases in returns although the signs in this direction 
are more hopeful today than they were in Pittsburgh some 
months ago. There is, however, a larger problem in this 
situation than can be included in a mere statement of 
financial needs. It should be the aim of public officials to 
keep fa res as low as may be reasonably possible in order 
to secure a large riding habit among the people. Trans
portation is not only essential for business but is a neces
sity for social life and all the ramifications of the activities 
of a great city, including amusement and r ecreat ion. It 
seems to be pretty definitely established that a high r iding 
habit is a good index of the general business and social 
act ivities of the community and an indication of the gen
eral progress and spirit of the citizens thereof. 

Assistance in reaching a solution can be rendered by 
making the whole situation known to the public and making 

. them conscious of the part which they must play in the 
situation, thereby creating a public psychology which will 
be friendly and not detrimental to the real needs of the 

* Abstract of statement made before Federal Electric Railways Commission , 
Washington, D. C., Oct. 2, 1919. 

situation. This element would undoubtedly go a long way 
in increasing the riding habit and in generally supporting 
and helping the traction companies to answer their prob
lems. Municipalities should also consider the possible 
suspension or eli~n~tion of numerous municipal charges 
which are really mdirect taxes upon the car riders, and 
in the present crisis it may be advisable, at least tem
porarily, to relieve the car riders of these forms of indireet 
taxes. 

So far as reasonably possible, definite assurance should be 
given o~ a fair·return on the capital actually and fairly in
vested m the property so that new capital may be invited 
and may understand that it will be fairly treated. Street 
railways, like all other living and growing enterprises, have 
a constantly increasing need for more money. They must, 
therefore, always be in a position to attract new capital to 
meet the growing necessities of the business, both from the 
point of view of necessary extensions and from the point 
of view of keeping the property apace with the develop
ment of the mechanical arts. The publie will thereby 
benefit by a lower rate of interest both in return on the 
existing investment and on future investments if capital is 
given reasonable assurance of definite returns. 

Cities not only compete with other industries for capital 
in these matters, but they compete with each other, and 
naturally those cities that give assurance of fair treatment 
and reasonable return, will have the first call on the monies 
which may be available for street railway purposes. 

F UNDAMENTALS IN THE PROBLEM 
There is no panacea for the transportation ills of the 

present clay. Regulation by public service commissions, ser
vice at cost plans, or municipal ownership will not usher in 
the clay of the millenium in this respect. The transporta
tion problem will always be one of the great, if not the 
greatest, problems of our municipal life and must be han
dled in the same manner that all other great)ndustrial and 
commercial enterprises have been worked out in the past. 
It is obvious that State public service commissions, while 
satisfactory for other forms of public utilities, can never 
completely solve the large local problems of transportation 
in our great cities. Transportation uses the local high
ways and must necessarily conform to all local develop
ments. It is brought into daily touch with the life of the 
city in such a way thJt there must be the closest harmony 
and co-operation between the local street railway company 
and the municipal authorit ies. This inevitably points to 
some operating arrangement whereby the local municipal 
authorities shall be placed in a position to exercise a large 
amount of control, giving the city government a voice as to 
proper standards for transportation service and operating 
concli tions. 

The use of the service at cost plan, which is now stren
utlusly proposed in behalf of the street railway companies, 
has many elements to commend it to favorable considera
tion. It, however, possesses one element which may prove 
that it is not the final solution to the difficulties, namely, 
that it robs the operating company of the incentive to secure 
the best operating economies and keep down the cost of the 
service. Yet it may be that no better plan can be evolved 
to carry the business across from the unregulated age to 
the present regulated age than that of "service at cost" 
with arrangements providing for possible municipal owner
ship under reasonable conditions of purchase. If a service
at-cost plan could be developed whereby good management 
could be fairly rewarded, then no serious objection could be 
raised to the plan . 

Theoretically it seems that the best possible arrangement 
to meet the situation would be to have municipal ownership 
with private operation. I have said, theoretically, because 
of numerous practical difficulti~ which present themselves 
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in such a program. It may be plainly demonstrated, how
ever, that such a plan, if definitely stabilized and assured, 
has very great advantages over any other arrangement and 
eliminate all of the controversial atmosphere which now 
exists between private capital and the public. It would 
permit of financing on much lower interest rates than 
financing by private interests. It would give the munici
pality complete control of its own development and place 
in its hands the key to its own destiny. Coupled with 
private operation it would produce all of the advantages of 
private, as contrasted with municipal or public, operation 
with its associated political entanglements; and if combined 
with a plan whereby, at fixed periods, say every ten years, 
the operation of the system was let to the best bidder, it 
would insure good service at reasonable cost. 

Under such a plan and with proper municipal control 
-established, standards of service would be possible and we 
would still have incentives for effective and economical 
-0peration, and good management would have its opportunity 
-to be adequately rewarded. This plan may be criticised as 
being Utopian, yet at the same time it does not rob the 
enterprise of incentives for good business management 

which are likely to be found in a service-at-cost plan or in a 
municipally operated system. 

S'peaking for the great industrial district of Pittsburgh I 
can assure the commission that we are giving careful con
sideration to the problem which is presented there. We 
have gone into this matter thoroughly and, at a considerable 
expense, have presented to the Public Service Commission 
evidence relating to all matters affecting the fair value of 
the property and all questions relating to routing, transfers 
and service generally. We hope, within a short period, to 
receive a decision from the commission as to the fair value 
of the properties. 

I feel sure that the people of the Pittsburgh district will 
be willing to pay a fair price for adequate street railway 
transportation when the matter has been fully presented to 
them and the ghosts of watered stock and of high finance of 
past days have been laid. The essential problem is one or 
public education and of establishing the business upon 
sound and just financial values with complete harmo11y 
between the municipal and company representatives, 
and the right, in the city, to control its streets and its own 
development. 

~Possible Operating Economies and Sales Methods* 
The Posi tive Things in Reducing Costs and Increasing Income That Elec
\ric Rail1rnys 1-Iai,e Done or Can Do-A Zone-Fare System Is tl1 e Logical 
J.II eans for Securing Even Distribution of Cost for the Service R endered 

BY WALTER JACKSON 
Brooklyn, K. Y. 

-NOT all of the men of the electric railway industry hold 
the belief that the only way out is in higher fares 

_ which lead to diminished utility; or failing to secure 
enough increase in revenue from greater fares, the direct 

. subsidization of a private industry from public funds. The 

. optimists are agreed that the ind us try will be able to take 

.care of itself so long as it is granted reasonable relief from 
unfair burdens and so long as it is granted temporary 
financial aid upon proof that it is prepared to avail itself of 

.. all the technical resources of the art in the manufacture and 
sale of electric railway transportation. Granted such aid 
they are confident that they can induce the public to pay 

·whatever the transportation is worth in both quality and 
quantity without crippling their initiative by guaranteed 
rates of return equal to or little better than bank interest. 

P erhaps, the larger difficulty in which the electric railway 
industry finds itself is not that of adjusting the selling price 
to the enhanced cost of the product but that of adjusting 
itself from the monopolistic to the competitive viewpoint. 
Since it has had to compete with transportation purveyors 
who deliberately ignore the long rider, the electric railway 
realizes that the flat fare of any denomination places it 
under a terrible handicap. Furthermore, it is learning that 
the self-propelled vehicle has created an appetite for more 
and faster transportation. The people who have become 
acquainted with something quicker than the old-time street 
car will never permit the gasoline vehicle to be driven off of 
the streets no matter how unfairly it competes with the 
street railway. Therefore, the street railway must incorpo
rate this service as a part of its system of popular or mass 
transportation and it must be prepared to sell each kind of 
transportation at the appropriate prices. 

Although the electric railway can carry most of the people 
most of the time for the lowest rate of fare, it does not follow 

* Abstract of statement made before Federal Electric Railways Commission, 
Washington, D. C., Sept. 29, 1919. 

that all electric ,railways are now using the tools that will 
enable them to do so. What, then, are those tools and to 
what extent have they been applied? 

POWER SAVING EASILY POSSIBLE 

It will be simpler to discuss the technical resources of the 
art first and the selling resources second. Of the technical 
resources, the item which is naturally in the foreground is 
the production and use of power. No noteworthy improve
ments are obvious in generation and distribution exc~pt the 
automatic substation which is an invention of but two years 
application. But the greatest source of waste is not in the 
making and distribution of power but in its use on the car. 
The only way to curb this waste is to use some form of car 
checking instrument , and such instruments are all pur
chasable practically upon the basis of payment out of sav
ings. However, only about 20 per cent of the. cars in the 
United States are now equipped with such devices. 

THE SAFETY CAR OF GREAT I MPORTANCE 

Far and above the savings po~sible from power economies 
are the extraordinary results already secured from the auto
matizing of cars whereby one man can handle a modernized 
car to better advantage than two men can handle an old
style car. Indeed, the light-weight safety car also has a 
favorable influence in the further reduction of power costs; 
but for the present we will consider the subject from the 
dominant feature of platform expense. It is in this item 
that an enormous reduction is possible if we apply to the 
electric car the same principles that are applied to a machine 
tool, namely, the use of automatic and speed-up appliances 
to increase output and decrease human attendance. The 
merits of either new or rehabilitated cars with automatic 
equipment seem so obvious now that it is hard to see why 
not more than 5 per cent of our cars are so equipped, al-
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though the laborless car has been before the industry for 
more than three years. It is pleasant to record just the 
same that this car has already established itself in almost 
every kind of street railway servi ce from 10,000 population 
to several million. The case of Terre Haute, Ind., is of 
special interest because it will be the first eity of 75,000 to 
be operated completely with one-man safety cars. The 
figures submitted were furni shed through the kindness of 
E. M. Walker, general manager Terre Haute, Indianapolis 
& Eastern Traction Company. 

WnAT THE SAFETY CAR H AS Do~rn FOR 

TERRE HAUTE 

T erre H aute is an exeellent object lesson, for it is not 
even a good street railway town according to Ameriean city 
standards. Its passengers per car-mile have been little more 
than four at any time, so that the earnings under the average 
fare of 4½ cents were but 21.9 cents per car-mile during 
1918 and under the straight 5-eent fare of 1919 but 21.95 
cents on the older cars and 20.62 cents on the smaller 
safety cars. A railway which announces its intention to 
eontinue on the 5-cent fare despite the comparatively sparse 
traffic must have done some things worth quoting. It has. 
On Dec. 1, 1918, the company began the insta llation of 
safety cars. At this writing, thirty-one safety cars are on 
hand of which number twenty-five are in daily use. So 
popular and economical have these cars proved in eompari
son with their predecessors and those still left that the com
pany has recently placed an order for twenty-five more to 
permit all the service in Terre Haute to be safety car ser
vice. The most significant feature about this second order is 
that the money fur the ears is being loaned by bankers in 
'rerre H aute and the neighboring city of Indianapolis. 'l'his 
fact surely speaks for itself. 

In introducing the new operation, the company substi
tuted six and seven-minute intervals between cars for ten
minute intenals. rrhe improvement in service was made 
even more marked by an inc-rcase in the schedule speed of 
cars from 8 and ~J m.p.h. to 10 and 11 m.p.h. 

The effect of this Letter service is shown by the Teduction 
of jitneys from twenty-five to a mere five or six, and it is 
doubtful if any jitneys will be left after all the cars are of 
the new type. Still more obvious is the great increase in 
riding-the surest sign of publie approbation. During the 
period Jan. 1-Aug. 31, 1919, the safety cars of Terre Haute 
were responsible for 53 per cent of the mileage run. In that 
period the safety car lines had an inerease in traffic of 43 
per cent, which closely paralleled the increase in servic-e 
offered to the public. It will be shown later that it would 
have been finaneially impossible to have offered this increa:c;e 
in serviee with the older cars operated with two men and no 
automatie ~ncl up-to-date safety appliances. · 

SAFETY CAR OPERATION EFFECTS ~OTABLE lXCREASES I~ 

1918 OrnR PREVIOUS BAXNER YEAR 

The traffic statistics of Terre Haute show that the banner 
year of the past was 1913 when the gross earnings from pas
senger transportation were $435,000. In 1918, with but 
4 per cent of the mileage made by safety ears. the approxi
mate gross was on ly $367 .222 on the basis of +½ cents per 
passenger. In 1919, however. the estimated gross will be 
$+90,000 to $500,000. In 1913. Terre Haute's population 
was 66 .000 and its average riding index, or rides per inhabi
tant per annum on the basis of a 4½-eent fare, 1-:1:8. I n the, 
meantime, the number of licensed auto vehieles has gone to 
3600 or fi \·efolcl and the riding index has gradually de
creased. A 53 per cent application of modernized car 
medicine has already brought the riding index up to 133, 
and there is no doubt that a 100 per cent applicat ion in 1920 
,vill bring it beyond the palmiest days that Terre H aute 
ever had. Curiously enough, the actual revenue per inhabi-

tant per annum was $6.66 both in 1913 and 1918, the fare 
being 4½ cents in 1913, and 5 cents in 1918 through the 
abolition of six-for-25 cent tickets, etc. In 1917 the Terre 
Haute lines carried 8,366,452 revenue passengers, and in 
1918 but 8,160,492 revenue passengers at the same average 
fare of 4½ cents. The up-to-elate operation has definitely 
stopped that tendency downward. So much, then, for the 
fear that the electric railway is on the way to Dodo Land. 

As the best index to popular approval of the service is 
the increased riding, it may be of some interest to add that 
Terre Haute is a strong labor town with two newspapers 
definitely representing labor interests; also that the cars 
when first put on the street met with some ridicule and to 
this day are referred to as " Green Bugs." Nevertheless, 
they made their way. 

These cars have certainly justified their name of safety 
cars. For the first eight months of 1919, their average 
accident cost per 1000 ear-miles run was $386 compared 
with $1,351 by the older cars on the basis of 865,000 safety 
car-miles run. The average cost per safety car acciaent, 
including repairs , was $16.72 compared with $65.78 by 
older cars. Mr. Walker estimates that the saving in acci
dents alone is equivalent to a return of 5.9 per cent on the 
imestment. Further experience should produce still better 
records as the operators and the public become better ac
quainted with the speedier acceleration of these cars. Up 
to Sept. 16, 1919, Terre Haute's safety cars made 1,000,000 
miles without serious trouble with either the electrical or air 
equipment. 

SAFETY CARS A RE POPULAR WITH THE EMPLOYEES 

X o difficulty has been found in tr~ining, men for this serv
ice. The first operator was a man who has been at the front 
end as motorman for thirty-two years. The second oldest 
man gaye up the safety car temporarily saying it was a bit 
too fast for him, but he soon asked to be restored. Safety 
car runs are now coveted by the men. Platform wages in 
Terre H aute are 39 cents to 42 cents an hour with 5 cents an 
hour additional for safety car operators. Of course, other 
railways are paying higher wages than these, but it must not 
be forgotten that the gross earnings per car-mile in Terre 
Haute are also very low. 

In addition to the reduction of platform expense and 
augmentation of revenue, these ears are also very economical 
in the use of power. A test recently conducted by students 
of Rose Polytechnic Insti tute showed only 1.1 kw.-hr. per 
ear-mile covering t raction, light, heat and energy for all the 
air-operated devices. This is easily one-half to one-third 
of the energy requirements of big cars used throughout the 
l 7nited States, although the old ears of Terre Haute are not 
exceptionally heavy. With such low energy consumption 
and the advantage of a moderate-sized car, it is unnecessary 
to try such unsatisfactory ( to the public) expeclien ts as the 
:-:kip stop. 

Summarizing the cost s, l\Ir. Walker finds the following, 
c-oYering the first six months of 1919: 

Safety cars earned 20.62 cents per car-mile and cost 
11.23 cents per car-mile, leaving 9.37 cents per car-mile 
aYailable for taxes, fixed eharges, rentals, dividends, etc. 

Ordinary cars earned 21.95 cents per car-mile and cost 
19.8+ cents per car-mile, leaving 2.11 cents for taxes, fixed 
charges, rentals, dividends, et c. 

The charges against safety car operation include the 
wages of eight crossing flagmen. 

The operating ra tios, excluding taxes, of the two types of 
cars compare as follows : 

Safety Car s 
Januarv •........ . ..... . ......... . ....... 61. 85 per cent 

rr;~~ha·?.::::::::::::::::::::::::.'::::::: ~tU ~:~ ~:~t 
April .. .. . .. . . . . .. .. . .. . .. .. . .. .. .. .. . . . 53.05 per cent 

~~le ·:::::::::::. ·:::::::::::::::::::::::. tn~ ~:~ ~:~t 

Others Cars 
94. 66 per cent 
89.82 per cent 
93.09 per cent 
86.56 per cent 
77. 74 per cent 

102.23 per cent 
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The safety car ratios are reminiscent of the gooaold clays ; 
the other ratios spell bankruptcy. 

In conclusion, it may be worth while to show just what 
the change in operation and equipment standards promises 
to do for Terre Haute based upon the costs of 1919 and 1918. 

In 1918, Terre Haute ran 1,802,527 car-miles, and as but 
4 per cent were safety car-miles, it is fair to assume that 
the cost per car-mile should be that then pertaining to the 
old cars or 17 cents. This would give a cost of $306,429 
against an income of $394,824 (21.9 cents per car-mile) 
leaving available for taxes, fixed charges, rentals, dividends, 
the sum of $88,395. 

Had the same cars ex~lusiyely been operated during 1919 
with an increase of 10 per cent in mileage at the actual cost 
of operating such cars during the first six months of 19Hl 
and with the revenue of 21.95 cents per car-mile actually 
obtained during that period, we would have 1,982,780 car
miles earning 21.95 cents and costing 19.84 cents per car
mile. This would give an income of $435,220 and an outgo 
of $393,383, leaving available for- taxes, fixed charges, 
rentals, dividends, only $41,837. 

Had safety cars exclusively been operated during 1919 
with an increase of 33-} per cent in mileage at the actual 
cost ( 11.25 cents) of opera ting such cars dur ing the first 
six months of 1919 and with the revenue (20.62 cents) 
actually obtained with safety cars during that period, we 
would have 2,393,360 car-miles costing $269,253 and with 
an ineome of $493,510, leaving available for taxes, fixed 
charges, rentals and dividends $224,257. 

As the older cars would have left only $41,837 for the 
same purposes, the difference between 100 per cent old
style and 100 per cent new-style car operation in 1919 would 
be $182,420-a sum that would keep a company of this size 
on a thoroughly sound basis. 

WHY HASN'T THE SAFETY CAR BEEN ADOPTED 
lVIoRE RAPIDL y ? 

One may well ask in view of the foregoing why the 
safety car or automatized car operation in general has not 
been adopted more quickly. Those who have been tardy 
have offered three reasons, to wit: The objection of the 
public, the objection of the platform worker and the diffi
culty of getting new money. These may be dealt with in 
order. 

The objection of the public almost invariably has arisen 
in those cases where the railway made no noticeable im
provement in the equipment of the car or in the headway 
between cars. On the contrary, such half-hearted and mis
taken attempts at one-man car operation were often accom
panied by an increase in fare ! The scores of safety or 
automatic car installations now in service surely prove 
beyond further argument that the public welcom es modern 
one-man car operation when it is accompanied by better 
service. 

S'o, too, the platform man has objected very properly to 
that kind of one-man car operation which simply doubled 
his labor, causing him to run at a lower rate of speed and 
yet increasing the hazard of accident. Sometimes, the 
platform man has objected to actual automatic cars on the 
ground that they would lose their jobs. It is obvious, so 
fa r as this objection is concerned, that electric railways are 
not run primarily to keep the maximum number of men in 
employment any more than a shoe factory would refrain 
-from using automatic machinery for the same reason. This 
fear of losing jobs is not justified by practical results. Con
tinued two-man car operation would deprive all men of their 
jobs eventually on most of our railways . On the other 
hand, one-man car operation not only permits the con
tinuous existence of the electric railway but also permits the 
operation of more service with more cars. The usual situa
t ion is that th e ordinary rate of turnover on an electric rail-

way is so fast that it outstrips the introduction of the safety 
car, with the net result of stopping both hiring and fir ing. 
At the same time the men that are employed on these cars 
can be paid a higher wage, while future employees can be 
engaged with an eye to their abili ty as salesmen rather than 
their ability to stop a 35,000-lb. car by brute strength . The 
conditions of automatic car operation are so much more 
agreeable than the old-style car _that in future we may 
expect a much slower rate of tumover thap. in the past. The 
car platform will then be no longer the last resource of the 
man looking fo r a job. 

AT SMALL COST, EXISTING CARS COULD BE CONVERTED TO 
ONE-::'1Lrn TYPE 

The objection of the ra ilway that it has no money for 
either rehabilitated or new automatized cars is fre quently a 
valid one, but it does not offer an insuperable obstacle. 
The losses chle to competition would have bought a great 
many new cars if the persistence of such competition had 
been realized in time and met by increased service. H ow
ever, in most cases it is not essential to have new cars al
though the latter are more economical to run and better 
traffic magnets. For $400-$500 to $7 50 it is possible to 
automatize any car, the lower figure applying to a single-end 
car already equipped with air brakes. With such equip
ment a saving of $8 a day can be secured if we assume a six
teen-hour day and 50 cents an hour pay for the superseded 
second man of each shift. At least ,5 per cent of the exist
ing cars could be co1ner ted to one-man, laborless car opera
ti on in this manner. 

So striking have been the savings of these light-weight 
one-man cars that arrangements have been made to sell 
them on the car equipment t rust plan; but as already indi
cated in the case of Terre H aute, one home demonstration is 
sufficient to insure the r aising of money for more cars at 
home. Indeed there is practically no risk in loaning money 
for safety car installations because the equipment is 
btancl ard and can be used elsewhere should the fi rst buyer 
fail to make good. 

Hitherto we have considered only the reduction in operat
ing costs afforded by one-man car operation of the right 
kind. It is in order now to show why i t also increases the 
gross earnings. With the coming of the privat e auto and 
the jitney in large numbers, electric r ailways began to 
realize that the big-car, long-headway system had fa iled to 
secure anything like saturation of traffic. Thus came the 
thirty-two to thirty-five seat short-headway, one-man car 
in place of the fifty-seat two-man car. These cars did more 
than drive out the jitney; they created as well as recaptured 
traffic. Their work was a hint that no one can fo resee just 
how much riding the public will do unt il a trial is made. I n 
many cities the increase in pat ronage has run almost neck 
and neck with the increase in service offered. 

ZONE FARES TO INCREASE PATRONAGE 
Frequent service with one-man light-weight cars is by 

all odds the surest road to decreased costs and increased 
revenue. There is, however, a second way of more limited 
application and that is the sale of transportation according 
to quantity-in other "·ords. the zone system. 

So long as the 5-cent fare met the desi res of the electric 
railway operator , little thought was given to the distinction 
between long and short riders, compulsory riders or. 
voluntary riders and the proportions of each. The same 
people who received more than their money's worth were 
also expected to pay for less than their money's worth. 
They didn't, of conrsc. With the coming of increased flat 
fares the distinction between the two kinds of riders, or 
rather the discr imination aga inst the short rider, became 
aggravated. The losses in traffic sh(nYecl that even unrler 
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the 5-cent flat fare there were 10 to 20 per cent of highly 
profitable riders who did not have to use the street railway. 

' That it might be worth while to retain the 5-cent rate for 
these riders occurred to a few opera tors who installed the 
central area system for lack of acquaintance with true zone 
systems. The central area system retained the 5-cent riders 
of the central business district but did not r ecapture the 
short riders in other districts. 

Realizing that the need for more data on zone systems 
would soon arise I made a detailed study of fare collection 
practices on the ground in Great Britain and Ireland. 
Later I supplemented these personal studies by analyses 
of zone fare operation in Australia and New Zealand where 
the conditions of living are declared to be equal to or better 
than in the United States. The first thing gathered from 
these studies was that the true zone fare inevitably brings 
out a large proportion of people who ride 1 mile or less, and 
this has been found to apply under a great variety of 
topographical, density and other conditions. This indicates 
clearly that the minimum fare must be one that will attract 
the walker. In Great Britain this minimum fare is usually 
1 penny; in Australia with conditions closer to our own, 
it is more likely to be 1½ pence or 3 cents for an initial zone 
up to 1 ½ miles or so. 

If any American city of reasonably compact population 
can show only 10 to 20 per cent of its riders within a 
1-mile ride, it is obvious that it could do something with a 
lower fare for the shorter distance. It would be unwise to 
specify any particular scale of fares for universal applica
tion. In many towns, there might be but few situations 
where the additional revenue from a differential fare 
system would make the extra cost and complication worth 
while. It would always be desirable first to exhaust the 
technical resources of the art. 

Again, there is little or no connection between the zone 
fure and congestion. Zone fares are found abroad in almost 
every kind of community. The character of housing often 
appears to be a national characteristic, as the tenements of 
French cities and the individual homes of English cities 
indicate. Fnrthermore, the expansion of American cities 
has been promoted largely by the ease of securing land, there 
being no century-old estates to interfere. ,vhere a city has 
had a zone fare from the beginning, it must be obvious that 
the higher fare on the outskirts is offset in some measure 
by the lower cost of land. In the United States, contrari
wise, the realty man has fattened upon the expansion of the 
electric railways. In any eYent, under a correct zone system 
the fare is not absolutely curnulatin, so that the further a 
man lives away from the center, the less his fare per mile. 

The only serious thing we have to consider is that in 
changing from a flat to a zone system we necessarily upset 
the values of a generation. Hence it is wise to make the 
changes in fare as reasonable as the conditions permit, but 
it would not be wise to refrain from increasing fares merely 
because such increase would deprive realty owners of un
earned increment unless the community itself is prepared to 
make up the electric railway deficits. 

The third thing gathered from a study of the zone fare 
in practice is the uselessness of comparing track mileage 
to population for the purpose of comparing the zone fare 
versus the universal fare. The old European cities show a 
comparatively small amount of track to population whether 
they have flat fares or zone fares. The new American cities 
and new Australian cities show liberal trackage, although 
the Americans have flat fares and the Australians have zone 
fares. A reduction in track mileage would be a healthful 
blood-letting for many American cities. While British 
cities have so little track in proportion to population, it 
does not appear that their operators feel the need for much 
more. The tendency is to sene the suburbs first with buses 
or trackless trolleys and to refrain from putting down costly 

track until the population is dense enough to pay for say a 
ten-minute headway. This is common sense. 

A fourth point gathered from a close study of British 
practice is that the success of the zone fare depends as much 
upon close headways as upon a short fare for a short ride. 
It is obvious that people will not wait ten to fifteen_minutes 
in order to ride -l to 1 mile. In Glalgow, where the min
imum fare zone is 1.16 miles, fully 63 per cent of the pas
sengers rode within that distance last year, and it must be 
clear that they would not have done so much short riding 
if the car service had been infrequent. It does not follow, 
of course, that the cars themselves are as good as our own 
in comfort and general furnishing. Generally, they are 
not, although the provision of cross-seats on the upper 
decks and permission to smoke there are much appreciated. 
Jitney experience in this country indicates that people tend 
to take the first yehicle that offers-a run-down auto being 
often preferred to a finely-upholstered car because the jit
ney is there and the car isn't. 

The fifth thing gathered from a study of zone fare sys
tems is that they are not to be judged in connection with 
the wages paid to the carmen unless we were to use the 
same scale of fares. As a matter of fact, the British car
man today is earning pre-war American wages, has an 
eight-hour day and gets ce!tain privileges like uniforms, 
payment for reporting time, and vacations that make the 
platform cost just as dominant as here. On this new basis 
the fares are still 1 penny or 2 cents minimum. On the 
other hand, the zone fare in Australia has been applied 
for years on railways which were paying American wages. 
No matter what the wages are, a zone system can be worked 
out on the plan of maximum revenue from maximum 
riders as against the plan of 8, 9 and 10-cent fares for 
all who can be compelled to pay them. 

THE ZONE SYSTEM IN AMERICA 

Until the Public Service Railway of New Jersey installed 
its zone system beginning Sept. 14, 1919, the United States 
did not have a single example of an electric railway in 
which an effort is made to get the same high proportion 
of less-than-a-mile riders found wherever the zone system 
has been iii use for a number of years. A discussion of 
the Public Service case may serve to illustrate the traffic
building possibilities of the zone fare as applied to America. 

Early in March, 1919, the Public Service Railway at 
the request of the New Jersey Board of Public Utility Com
missioners presented a proposal for a zone system of fares 
in which 5 cents was est ablished as the fare for the first 
mile and 1 cent for every mile thereafter. Transfers of the 
usual time-limit type were to be charged for at the rate 
of 2 cents for the first mile on the connecting line and 1 
cent a mile thereafter. 

At the hearings conducted on this proposal before the 
board, the representatives of the League of Municipalities 
laid stress on two things: That a zone-fare scheme ought 
to be one that would recover the enormous losses of traffic 
to the jitney and motor-bus and that would include a fare 
low enough to transform walkers to riders. As much as pos
sible of the additional revenue ought to come out of in
creased patronage instead of being drawn wholly out of 
the passengers compelled to use the service. Accordingly, 
the writer suggested a fare of 3 cents for the first mile and 
2 cents for each increment of a mile or more thereafter. 
To shade the fare for the long rider, he suggested in place 
of a strictly cumulative fare one in which the first addi
tional zone would be say 1 mile, the second say 1 ¼, the 
third say 1-l miles and so on. This would .not always be 
practicable because of encroachments upon a series of zones 
emanating from a neighboring city but indicates the gen
eral principle of showing some consideration to the long 
rider whose fare is so severely increased at best. Electric 
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railways of street railway character ought not to encourage 
extra long-haul traffic when the faster service of a steam 
railroad or electric interurban is available. This is pe
•culiarly the case on the Public Service Railway which had 
been giving some extraordinarily long rides for 5 and 10 
cents, so that the change from a flat to a zone system of 
any kind meant a great increase in fare for people who 
had no regard for the value of their time. I believe that 
it is far better for an electrie railway to lose the small 
percentage of such long-distance riders than to lose or 
fail to attract the enormously greater number of short-dis
tance riders for whom the street railway was created. 

The decision handed down by the Board of Public Utility 
Commissioners covering a 3-cent fa re for the first mile 
and 2 cents a mile thereafter followed a statement by 
President McCarter of the Public Service Railway in which 
he declared that a flat fare of 9 cents was one of the alter
natives but that he could not favor such a fare because 
it would still further impair the usefulness of the street 
railway to the public and that he accepted the 3-cent mini
mum fare with 2-cent zones. 

The introduction of the zone system on the Publie Ser
vice Railway has not been without its difficulties, but it 
must be borne in mind that the system of fare collection 
has been radically altered at the same t ime and that neither 
the platform men nor the patrons could be expected to han
dle it smoothly within a few weeks. The Public S'ervice zone 
system being operated on the pay-leave plan also loses one 
of the great advantages that a differential fare possesses on 
foreign systems, namely, in securing the selfish interest of 
the passenger in the transaction. On all other zone systems 
the passenger pays before he gets most of his ride, and he 
has a selfish interest ju seeing that he pays only for what he 
gets. The regular passenger especially cannot be said to 
care greatly what the conductor does with his money if he 
pays upon leaving the car. In any event, no zone system 
can be as convenient as a one-fare system, but that it can 
handle extremely heavy traffic is evident from the fact that 
the average number of fare collections in British cities is 
fourteen to twenty per mile compared with less than half 
that number here. 

T·o conclude as to the zone system : A zone-fare street 
railway with a combination of good-will, low base fares and 
short headways will get the minimum revenue from a 
maximum number of patrons and leave little or nothing 
for the jitney. 

It is natural to ask how one-man car operation and the 
zone fare can go together. Obviously, we cannot expect one 
man to handle four or five different kinds of fare in addition 
to running the car. The way to avoid this will be through 
the operation of one-zone and two-zone cars with one man, 
reserving the larger cars for long through runs in multi
zone service. There is no good reason why the service as 
well as the fares should not be zoned in accordance with 
the density of traffic. The same route could have through 
cars with two men each going from one extreme terminal 
to another, while one-man cars should shuttle back and 
forth over 1, 2 or 3-mile sections between. On many a two
zone run there could be one collection on entering through a 
prepayment area and a second collection on leaving the car 
in the second zone. I have in mind some of our large sys
tems where the present method of operat ion calls for long 
through routes with large two-man cars at a sacrifice of 
local traffic opportunities in the towns through which these 
cars pass. Such local traffic can be developed only with 
small, one-man cars operated in town at frequent intervals. 

For short-route towns it is not practicable to use a zone 
or multiple fare system. It is possible, however, to work out 
various forms of commutation tickets based upon giving a 
reduced rate to those who average more than two rides a 
day. In its practical working out, such a ticket or pass 

gives a fair deal to both the long rider and the short rider, 
since the short rider has more opportunities to ride, as in 
going home for lunch where the long rider would lack the 
time. Such a ticket would be far more convenient to pas
senger and car operator as it avoids all need for making 
change, issuing transfers and arguing about the time limits 
and use of the latter. It would be hoped that such a pass 
would go a long way toward encouraging off-peak riding and 
build up the habit of r iding short distances. The latter 
characteristic is already noticeable in bad weather. 

It is time for the electric railways of the United States 
to take a hin t from British practice and make more use of 
the motor bus in handling extensions and giving a de luxe 
service on good shopping and other show streets at a special 
ra te of fa re. The greater flexibility and all-around useful
ness of the motor bus cannot and should not be ignored by 
the street railway operator just because it happened to be 
used by a private competitor first. Because of its experience 
in routing, scheduling and other transportation technique, 
the electric railway is the logical operator of bus service. 
All popular price transportation should be under one head. 

I have been asked to offer an opinion as to the relative 
merits of British and American street railways. The most 
direct ,and shortest statement would be to say that America 
excels in mechanical and electrical equipment standards 
except in track maintenance and that the British excel in 
the selling of transportation. The latter, it seems to me, is_ 
logical because of the use of a system of fares which compels 
the growth of a more business-like attitude than where you 
sell all classes of customers at one price. 

I do not find any essential difference in the operating 
standards of British t ramways because of private or public 
ownership. Most of the larger properties are publicly 
owned. They are certainly conducted in a most efficient 
manner, and rather than classing them as extravagant I 
should say that the tendency is toward parsimony. The 
middle-class councilmen always want fares that will bring 
a large surplus for reduction of taxes, while the labor party 
councilmen strive for low fares regardless of profit. Neither 
the private nor public railways are in the precarious condi
tion of the American electric railway because they have had 
more success in raising fares without diminishing t raffic, 
but the increases in operating costs and materials have been 
even greater than here so that it is only a question of time 
before the British railways will have to hitch up their fares 
another notch despite the fact that they are not embarrassed 
by an adverse public sentiment, a multiplicity of subsidiary 
corporations and the like. • 
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What Ails the Street Cars?* • 

A Review of the Causes for the Present Condition and Some of 
th e Ai·a ila ble Remedies - Good Transportation I s Not Only 
Des irable but I s I ndispensab le to Community Development 

BY JOHN A. BEELER 
Consulting Engineer , New York 

THE crisis which we are considering today is almost 
unprecedented in the history of industry. A super
essential business-the electric railway-is literally 

begging for the right to live . :From the popular notion 
of it as an investor's paradise, where eYery dollar planted 
was expected to bring two, it has turned into a slough of 
despond that is engulfing stocks, notes and bonds with 
terrifying impartiality. The immediate reason is apparent. 
The margin between income and outgo has been wiped out 
by the rise in costs of materials, labor, taxes, and interest. 
The underlying causes are much more difficult to cleter
mine, and having been found the proper remedies mu, t 
still be applied. 

The industry got started m·ong. Thirty years ago the 
street railway man thought he had discovered a bonanza 
when he replaced the horse that wore out in four to six 
years with a motor that was suppusecl to last forever. Elec
tric moturs of 10 hp. were attached to the cars overnight 
and the horses led out to pasture. But the early motors 
did not last as long as the horse. ancl ?0, 30, --!0 , and 50-hp. 
motors followed in rapid succession. 1Iany of these changes 
were capitalized in the hope that the last one would be 
fi nal and that perfection had at last heen attained. Expe
rience, however, showed t hat tracks and things generally 
wore out eYen more rapidly than before. Light cars passed 
out with the horse, and mania for weight ran riot. A 
limit to the length of ride which " ·a,, to be giYen for one fare 
was scar ely thought of. The amount of taxation that the 
eleetric raihra>' "·as supposed to be a]Jle to :::tand was almo. t 
unlimited. 

PRESENT Co:~rnITIO:N"S DESCRIBED 

The situation on the aYerage street railway in the United 
St~tes tod~y is about as follmrs: the earnings are 40 eents 
per car-nnle, or $3.~6 per car-hour, the speed being 
8.--i 111. p. h. The trammen's ,rages anrage 55 eents per 
hour. The operating ratio is : 5 per eent. and $--i is in
vested for each dollar's worth of Jrn,,ine:::s done. On most 
of the systems insufficient proYision or none at all is made 
for replacements to plant and equipment due to obsole -
cence or made necessary by the progress of the art, it being 
held tlrnt current repairs are all that are required to keep 
the property in a perpetual 100 per cent operatin o- condi
tion. This is one reason that operating costs are cso high 
toda~'. 'l'he junk that is in operation in many of our cities 
ought to be in a museum for antiquities. No wonder 
there are sixh- automobiles for eYen street ear and that 
millions ride in jitneys. . 

The condensed operating statement of a company doing 
annually a million dollar business under the averao-e eon
ditions ·cited aboYe, with an allo"·ance of 3 per c~nt on 
two-thirds of the inYestmcnt to coYer depreciation or 
repl~eement _charges that eannot be coYered by ordinary 
repans, and mterest at 6 per cent on the investment, is as 
shown in the following table : 

* Abstrad of statement made before Federal Electric Railways Commission , 
Washington, D. C., Sept. 30, 1919. 

8~~~~ ti~~0~%e~;~; ·::::: ::::::::: ::: :::: :: ~:: : :: : : : : : : : : : : : :: : : :: : : : : : : $l,~gg;ggg 
g:~:i;tfon! ~om operation . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $250,000 

i:;!!ce;~~~t- "i~~a·.::::::::::::::::::::::::::::::::::::::::::: $:g,ggg 
lnterest 6 per cent on $4,000,000 .................... , ...... 240:ooo 370,000 

Deficit . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $120,000 

There are but two ways of overcomino- the de:fici t: to 
increase the receipts and to reduce the ex~enditures. The 
most alluring method is to raise the flat fare to 6 7 8 or 
10 cents, with or without a transfer charge. Thi~ ;ro
cedure often _proves like chasing the pot of gold at the 
end of the r ambow. 

TAXATION 

'11 he subject of taxation presents a :field where the authori
t ies can relieve the situation materially. There seems to 
be no good reason why a railway should pay more or less 
than does any other business on its physical property. 
S~)ecial f_ranchise or license taxes should be done away 
,nth, as m many cases today the franchise is a liability 
and not an asset. Paving taxes should be abrogated gen
erally. Then the average rate of taxation would fall from 
5 per cent of the gross income to about 2 per cent, redue
ing the expenditures of a million-dollar company by $30,-
000. To make both ends meet, this company would have 
to saYe the remaining $90,000 of its deficit from operating 
cost. rrhe eondensed statement would then be as follows: 

~~~~1/~t1
;~pe·~~s· ·:::::::::::::::::::::::: : :: : : : : : : : :: : : : : : : : : : : :: : : : : $l,~;ggg 

i!a~~t1~n~:om operation . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $340,000 

ii!~i!ce~~~t; · ·::::: : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : $::~g 
Interest 6 per cent on $4,000,000 ............................. 240,000 340,000 

Surplus . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $000,000 

The question of opera ting economies thus becomes para
mount. They are many, and most of them can be applied 
to eYery eompany, regardless of the fetish of local con
ditions. 

S'CHEDULES, LAY-OVERS AND ROUTING 

The most important items in any eompany's operations 
are: (1) frequency, (2) regularity, and (3) speed. With 
these items right, almost any company will sueceed. 

The importanee and advantages of higher sehedule speeds 
for electric railways has been set forth fully in an article by 
the writer in the issue of the ELECTRIC RAILWAY JOURNAL 
for Sept. 27, 1919. 

The elimination of excessive lay-overs is most important. 
The ratio of lay-over time to aetual running time varies 
from 2 to 25 per cent. Long lay-overs are given frequently 
as a concession to labor when if the nature of the resultant 
trouble were fully understood labor would not want them. 
As an example, apply the extremes to two systems, eaeh 
earning 40 cents per car-mile and making a running speed 
not including lay-overs of 9.33 m. p. h. The line with the 
2 per cent lay-over will earn $3.67 per ear-hour while that 
with the 25 per cent lay-over will bring in but $2.79. After 
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paying the trainmen at the rate of $1.10 per car-hour there 
remain respectively $2.57 and $1.69. 

Many cities today maintain routes and service _designed 
for traffic conditions of a generation ago. Reroutmg com
ing under my observation has worked wonders in bettering 
service for the public and saving money for the company. 
Short-lining and turn-back service will frequently enable 
a company to accommodate twice as many people during the 
rush as where all cars are run through irrespective of the 
length of line. 

Some non-essential non-paying lines may be abandoned 
profitably. Frequently, however, such lines can be mad~ to 
carry their operating expenses wh~n run as shuttl_e Imes 
or with one-man cars. After a lme has been bmlt and 
equipped it should not be abandoned except when it is im
possible to earn operating expenses alone, as the interest on 
the investment will be lost in abandonment anyway. 

OBSOLETE EQUIPMENT IS WASTEFUL 

Because adequate allowances for replacement were not 
provided from earnings, many electric railways operate 
today with dingy, dilapidated equipment that actually re
pels customers. These cars are usually much heavier than 
necessary. They pound the track and paving to pieces, 
while their excessive demands for power eat up the coal 
pile. In operating such cars an indifferent motorman can 
waste readily several dollars a day for power alone. Yet 
only 5 per cent or less of the cars in the United States are 
equipped with power-saving devices to check up the motor
man's skill and assist him in becoming efficient. The older, 
heavier rolling stock must be replaced by far lighter, faster, 
and more accessible cars with full automatic equipment 
before the full degree of success is had. 

Standardization of equipment and a complete change in 
manufacturing methods must come. Cars must be turned 
out ready to run like automobiles, in large quantities and at 
a fraction of the present costs. They must be light and 
attractive. Cross-seats should always be employed. Two 
or three car types will be sufficient to mee t the varying con
ditions throughout the country. Car trust certificates will 
then be attractive to the investor. Where older rolling stock 
is in use it should be segregated by types, so that the cars 
will not run hit-or-miss in heterogeneous bunches. The 
motor characteristics and speed should be classified with 
care and cars used on lines where they best fit the schedule 
requirements. All equipment should be kept clean and well
painted, brilliantly lighted, and wear an inviting look. 

The use of specially constructed light-weight trail cars 
in rush hours and other periods of heavy traffic has proved 
of immense value in augmenting the service with a mini
mum of expense. 

POWER AND OTHER POSSIBLE E CONOMIES 
Possibilities in power economies include: 
Consolidation of power plants, shutting down less efficient 

ones when demand permits. 
Economies in generation. 
Purchase of par t of the power, if necessary. 
Reduction of distribution losses. 
Thermostat regulation of car heaters in crowded and over

warmed cars. 
Elimination of the use of power as far as possible in shops 

and elsewhere during the peak. Keep work and freight cars 
off the line at such times. 

A great field also lies in the car itself through the instal
lation of efficient checking devices. To my personal knowl
edge as high a saving as 25 per cent of the power used to 
propel the cars was effected by such a means. 

In the case of the track, war conditions have shown 
the need of standardization and how little excuse there is for 
demanding special rail sections that add many dollars to 

every ton bought. The fault may sometimes be charged to 
the city engineer, but it is just as likely to be due to the 
way the company engineer:s theories are aided and abettcu 
by the utterly needless increase in the weight of cars. 

Elect ric switches automatically thrown by manipulation 
of the motorman's controller save time and money. Auto
matic signals on single-track lines are vastly more efficient 
than the hand-operated type so frequently used on many 
non-progressive lines . 

The location of ear stops is of prime importance. T hey 
should be so placed that a standing car will not interfere 
with other cars or general street traffic, and where lines 
branch off they should be placed so as not to block the main 
line. T he exact location of each stopping place should 
always be indicated plainly by a sign, so that passengers 
will not delay the car mo-rement unnecessarily by walking to 
the car after it has stopped. A walk of a car length adds 
in excess of eight seconds to the regular stopping time, 
reducing the car's earnings proportionally. 

CO-OPERATION BY THE P UBLIC 

Staggering of the hours of business could be carried out 
to a larger extent than now done so as to enable the rush
hour traffic to be spread over a longer period and with a 
minimum of equipment . Another kind of team-work is the 
application of the skip stop. Instead of imposing a hard
ship on the public, the decrease in the number of stops 
insures a quicker journey and more comfortable riding. 
It is also most important to secure the co-operation of the 
local authorities in all matters pertaining to faster operation 
on the streets, not by increasing the maximum speed but by 
reducing delays and removing causes of congestion along 
the tracks. 

Loading platforms should be placed at all heavy loading 
and unloading points where street width permit s. They 
concentrate passengers at the proper point ready for quick 
loading, reduce the height of the step into the car, save 
time, provide a safe, comfor table place for the patrons to 
stand, prevent accidents, and permit the general street 
traffic to proceed without delay, thus mightily relieving con
gestion. Few people would guess that the humble loading 
platform has a direct bearing on the rate of fare, but by 
enabling the car to make better t ime operating expenses are 
kept down. Where raised platforms are impossible the next 
best substitute is the so-called marked safety zone. 

Traffic officers should always give precedence to the street 
cars over all other classes of t raffic, as they carry twenty to 
one by all other means. The police should assist in keeping 
tracks clear from t rucks and other vehicles. The left-hand 
turn for all vehicles should be prohibited at congested inter
sections. The rule of one-way traffic on nar row and con
gested st reets should be enforced. Parking of automobiles 
should be regulated. Double-berthing of street cars should 
be the rule in all congested locations. The abolition of 
steam railroad grade crossings is of great importance. 
Jitneys should be regulated and their operating require
ments made no less onerous than those imposed on the street 
cars. 

These important things, which are of great financial bene
fi t to the electric railways and of equal value to the public, 
can be done without spending a dollar if there is co-opera
tion between the railways, the local regulating bodies, and 
the public. 

I NCREASING THE EARNINGS 
Attention will now be turned to methods of increasing 

the gross earnings which tend to reduce the operating ratio. 
This subject should have first consideration always. 

The street railway is a retailer of transportation . A suc
cessful retailer drills his employees to be courteous and 
polite. Let the operating force of the average street rail-
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way t ake charge of any prosperous department store and 
accord the same arrogant, uncivil treatment to its patrons 
that car riders are so accustomed to, and that store will 
soon have urgent need of the sheriff . 

In the past it has been largely considered that people 
ride from necessity only as in going to and from work. 
P leasure riding was supposed to consist principally in tak
ing long trips. Curiously enough, almost the only attempt 
to induce people to ride aside from strictly necessary pur
poses was made in the establishment of parks at considerable 
distances from the homes of the riders. T his meant that a 
large investment was carried for the sake of hauling people 
a maximum distance perhaps ninety days in the year . 

Until recently few have believed that the way to create 
t raffic is to give so frequent a headway with such attract ive 
cars that people would voluntarily quit walking, except for 
very short distances. Exper ience in many towns, especially 
with the automatic safety car, has demonstrated conclusively 
that there is such a thing as a " riding habit." P eople will 
and do ride for short distances that arc profit able to the 
railway many more times a day than was considered pos
sible. I n other words, the electric railway is coming around 
to the standpoint adopted by some of the more enterprising 
gas and electric companies a decade ago, when they dis
covered that there are many more ways for selling their 
products than following the" take-it-or-leave-it" plan. 

Often a line is suffering from a too infrequent headway. 
P atrons walk who might be induced to ride. I have in 
mind a line that made the following record as the service 
was gradually increased: 

Earnings per Car 
lleat.lway in Minutes per Day 

8 ........ ...................... $21.00 
5 ............................... 25.00 
4 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 29.00 
3 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 35.00 
2½ ............................. 40.00 

'l'his line was developed in less than one year from a non
paying line to one of the IJest on the system simply by giv
ing more service. 

Where the headway is comparatiYely infrequent it should 
always be some even part of an hour. 'l'he rider readily 
learns when to expect a car under one plan and can tell 
nothing about it under the other. 

P erhaps the most important feature in selling transpor
tation is the human factor of polite employees on the cars. 
All employees, especially the trainmen and supervisory 
transportation force, should be trained in the elements of 
sncccssfnl salesmanship, courtesy, and politeness. Pub
licity, smiles, and the same cheerful "thank you" that is 
customary in a well-regulated store arc bound to put the 
electric rai lway on more nearly the same plane of good-will 
as any other business in a community. Platform labor alone 
amounts to 50 per cent or more of all the operat ing costs. 
Wages are now much higher and should att ract intelligent, 
efficient help. Both motorman and conductor should be of 
the courteous sales type of employee rather than the type 
found driving a truck or in other unskilled labor. 

Intensive, systematic instruction must supplant the slip
shod and haphazard methods now employed, and will work 
wonders with raw material. If wag-es are to remain at a 
high level the cost of the turnover sl10uld be reduced enor
mously, because with the higher rat_e of pay employees will 
stay and the company can well afford to spend a considerable 
amount on the instruction of each individual. 

THE S AFETY C AR 

F ew managements today realize the full significance of 
this car and the tremendous possibilities that lie before it. 
Probably the best way to give an idea of its worth is to apply 
the concrete illustration of what should be expected if the 
average company mentioned in the foregoing part of this 

paper decided to adopt it in lieu of the present equipment 
of two-man cars. 

The average company doing a $1,000,000 business an
nually will require available for daily service approximately 
seventy-five cars, including extra for shops and emergeney. 
To substitute safety cars, 135 would give double service on 
the basis of a 10 per cent increase in schedule speed ( instead 
of the maximum of 20 per cent obtainable). At the present 
t ime this number of ears would cost fully equipped about 
$6,000 each, or a total of $810,000. The old cars should be 
sold for whatever they will bring. Meantime the new equip
ment must be paid for and the increased interest provided. 
Increased earnings occasioned by the doubled service should 
be at least 50 per cent. To be conservative, however, an 
increase of but 33 per cent is assumed. Compare this oper
ating statement with that of the average company under 
old methods of operation: 
Gross income .......•.... .... ...............•...... , .•................. $1,333,000 
Operating expenses ..... . ...... ...•..... , ...•..•............... $750,000 
Add 10 per cent purchase price of new cars . • . . . . . . • . . . • . . . . • . 81,000 831,000 

Earnings from operation . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $502,000 
Deduct ions : 

i:;I!ce~~~~stii~d . : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : $~~:&iog 
Interest on new cars . . . .. . . .. . . .. .. .. .. .. .. . .. .. .. .. . .. .. . .. . 27,000 
Interest 6 per cent on $4,000,000 ... .. .... . ..... .. . ........... 240,000 367,000 

Surplus . . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . . . $135,000 

In going into the details, it is found that the miles run by 
the company have increased from 2,500,000 to 5,000,000. 
The earnings per car-mile have not gone down to half, but 
are decreased from 40 cents to 26.6 cents. The car-hour 
earnings have been reduced only from $3.36 to $2.46, and the ,., 
operating rat io has gone from 75 per cent down to 63 
per cent. This is in spite of the change from the theory that 
cars are going to last indefinitely to using them intensively 
and obtaining the full value of them in t en years, after 
which they can be replaced, as you would an automobile, 
with the latest model. 

With the one-man safety car alone an average company 
now operating with a deficit can be made to carry all its 
present burdens, pay out for the new cars on a basis of ten
year life and earn a comfortable surplus which can be used 
to: (1 ) reduce the fares; (2) still further improve the 
service. 

I believe the safety car has a much wider range of appli
cability than has yet been attempted. Even large companies 
can undoubtedly use many of them to advantage. 

FARES 

If after everything has been done to increase business, 
cff cct opera ting economies, and lower taxes to a normal 
basis a deficit still remains af ter providing for the neces
sary and proper fixed charges a raise in the rates of fare 
should be granted. There are a number of ways to do'this, 
as follows : ( 1) a charge for transfers ; ( 2) an increase in 
the flat rate ; ( 3) zone fares, or fares based on distance. 

A 1-cent charge for t ransfers will usually yield from 3 
to 5 per cent addit ional revenue. An increase in the flat 
rate of fare can scarcely be called a success as yet. An 
increase of 1 cent usually leads to 2 or 3, and as the flat rate 
goes up the number of riders decreases correspondingly. A 
number of cities have gone to 10 cents with disappointing 
results financially. H igh fares encourage walking, and the 
short-haul patron disappears. He is the only profitable 
customer the street railway has had in years. Provided the 
fare has to be raised it should be done so as to retain and 
encourage the short-haul rider, develop community riding, 
and increase the receipts. Experience has shown that a 
high flat rate does not accomplish this. The successful 
merchant gives an apt illustration when with rising eosts 
he reduces the contents of the package and keeps the price 
the same or even lowers it. 
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At present a great deal of publicity is being given to the 
possibilities of motor buses to replace non-paying street car 
lines, and it has even been predicted that the street railway 
industry is doomed. These predictions are based largely on 
the operations of jitney lines, where the buses are running 
in competition with the street cars and skimming off the 
best of the short-haul business, or where operations of the 
buses are made possible by higher fares, such as on the Fifth 
Avenue Coach Company of New York City where a 10-cent 
fare has been charged for years. 

The bus, with its limited carrying capacity, requires a 
higher ratio of man power per passenger carried. The 
greater number of units increases the congestion and street 
accidents. The cost of fuel and repairs is much higher per 
car-mile. The bus has higher depreciation. The street car 
wears out its own roadway of steel rails while the bus wears 
out the paving laid at great expense by the public. Where 
any considerable volume of traffic exists, motor bus service, 
considering everything, costs more than good street car 
transportation should. There are many places, however, 
where the bus can be employed to the great advantage of 
both public and company. There are other places where 
the bus should not be allowed. Unquestionably, however, 
the companies should study this .with a view of co-ordinat
ing bus service with the car service, where use is warranted 
as a part of the general transportation scheme. 

•FUTURE OF ELECTRIC TRACTION 
Today, in spite of the fact that there are upwards of 

6,000,000 passenger automobiles in operation in the United 
States, the demand for rapid, safe transportation was never 
so great, nor were there-so many people to be moved. Good 
street railway transportation is not only desirable but is 
indispensable. In fact, on the quality of the service ren
dered by the local traction systems depends largely the 
degree of prosperity, importance and growth of the locality 
served. 

In order that the street railway industry be placed on a 
firm :financial footing and be enabled to grow, it must be 
made to pay. As a whole it is not doing so today. There
fore, either the outgo must be reduced or the income in
creased, or both. To accomplish this, better methods of 
:financing and operating must be employed. Managements 
must employ all the arts of successful salesmanship com
bined with economies. 

One of the fundamentals that must be recognized is that 
repairs alone, no matter how efficiently done, will not 

' make antiquated equipment attradive or efficient. Replace
ment costs covering obsolescence of rolling stock and plant 
must be provided the same as any other operating charge. 

Co-operation of the public and authorities is important, 
not only to the company but much more so to the people 
and the community served. High-class, efficient urban 
transportation makes for business prosperity. 

RECAPITULATION 
To enable the street railways to get out of the serious 

situation in which they now are the following can be done: 
Reduce taxation to place the street railways on a par 

with other industries. 
Employ operating economies such as: 

Better and faster schedules; 
Reduction of layovers; 
Improvement of routing; 
Abandonment of non-essentia 1 service; 
Standardization of equipment; 
Saving of power; 
Elimination of waste. 

Obtain the co-operation of the authorities and the pub
lic in the following: 

Installation of loading platforms; 

Co-operation of the police; 
Regulation of street traffic; 
Control of parking; 
Elimination of steam railroad grade crossing; 
Regulation of jitney and bus competition; 
Staggered hours of business; 
Skip stops. 

Employ methods to increase the gross receipts, such as: 
Encourage short-haul riding; 
Shorten headways; 
Replace insolence and inattention with courtesy; 
Drill employees in principles of salesmanship; 
Reroute to increase business; 
Use the safety car and more attractive cars generally. 

A raise in fare by itself, without employing methods to 
induce and encourage profitable riding, or without ~mploy
ing more efficient methods of operation will fail. 

Automobile and bus transportation is far less economical 
than efficient electric railway service. By the adoption of 
the remedies proposed, good street car transportation will be 
retained and the industry made self-supporting. 

Fair Return on Railway 
Properties* 

BY EDWARD w. BEMIS 
Consulting Engineer, Chicago 

IN DETERMINING whether the street railways are 
securing a fair return, two tests may be employed. The 
first is whether the property is earning from 6 per cent 

to 7 per cent on the estimated cost of reproduction new 
today less depreciation from physical causes, obsolescence 
and inadequacy. The second is whether the company is 
earning a similar fair return on the actual cost of the prop
erty now in use, less depreciation and with due regard to 
the history of the investment. If the company has not 
earned enough in the past to take care of depreciation, 
allowance must be made for this in some form. On the other 
hand, if the company has earned much more than a fair 
rate of return on the actual investment, weight must be 
given under this theory to that fact. 

Under the first theory, which may be called the "repro
duction theory," the company can and does make large 
claims. 

Under the second or " historical theory," adopted to a 
large degree by some state public service commissions such 
as those of Massachusetts, New Hampshire, Indiana, Illi
nois, a valuation is reached which is usually much below 
the outstanding securities, but which, in my judgment, is 
an equitable theory. The reproduction theory appears to 
me unfair and unjust to the public. The historical theory 
often bears clown heavily upon investors, but the number 
of really innocent investors in such securities must be 
rapidly diminishing. 

AN l:l\IPORTANT CONCLUSION FROM THE 
HISTORICAL THEORY 

From the United States census volume on street railways 
for 1912 and from the summary of the 1917 volume on 
pages 46-51 of the Aera for August, 1919, it appears that 
the census bureau has divided all railways into four 
classes: elevated ,and subway, and classes A, B and 0. 
Class A includes railways having gross operating income of 
$1,000,000 or more per year and includes about 100 com
panies; class B, includes those having from $250,000 to 

* Abstract of statement made before Federal Electric Railways Commission, 
Washington, Oct. 4, 1919. 
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$1,000,000 per year of gross income and includes about 150 
companies; class C includes about 700 small companies of 
less than $250,000 of gross income. It fur ther appears that 
the net operating revenues available for interest and divi
dends in 1918 was $192,615,567, in all these companies or 
84.1 per cent of the amount, $228,898,968, in the calendar 
year 1917. 

Applying this percentage to the net operating revenues 
for 191 7, as reported on page 5 of the August Aera, this 
result would follow : 

NET OPERATING REVEXl'E P E R :tllILE OF TR AC1{ 

E levated am! 
Year Subway 

1917 (Actual) ........ , ... $51,48.5 
1918 (Estimated) ...... , . . 43,299 

Class A 

$7,893 
6,638 

Class B 

$3,461 
2,911 

Class C 

*1.,877 
1,579 

These estimated revenues, if capitalized at G per cent 
would amount to the following, per mile of track: 

OAPl TALIZATION OF NET EARNl XGS AT 6 PER CEXT, 1918, PER JIULE 
OF TRACK 

E levat eci and 
Subway Class A 

1918 .................. , •. $721,650 $1111,63'.; 

Class B 

$48,517 

Class C 

ij(26,317 

l\Iy experience in appraisals of surface lines has been that 
the above amounts are as much as the cost of the property 
now in use, less depreciat ion. I n other words, the com
panies are still earning G per cent on the average on the 
fa ir value according to the historical theory. There are, 
of course, many exceptions to this. There are three classes 
of street railways, those not wi~ely nor prudently built ; 
those once profitable but now incapable at any fa re of becom
ing self-sustaining due in pa rt to competition with other 
means of transportation ; and the majority of our larger 
roads which have earned during the past five years and dur
ing their entire past history, and probably are even now 
earning, a fa ir return on their capital inves tment. Con
ditions are gradually improving with regard to net operating 
revenue as well as with regard to gross revenue, since l\farch, 
1919. 

So::irn SGGGESTroxs 

The public may buy on a liberal capitalizat ion of recent 
and prospect ive earnings and may operate, or it may ignore 
and replace by buses t he companies that are not making 
any adequate return and are not likely to do so, at any rate 
of fa re, provided the companies retire from business. Even 
where the companies might make more on a G-cent or 7-cent 
fare than on a 5-cent fare, it may be better for the cities 
to buy them out and operate them than to permit an in
creased fa re. But it is difficult to subsidize these companies 
when in private hands. The companies should be forced to 
greater economies in the use of one-man cars, economy in 
use of electricity, skip stops, honest collection of fares, etc. 
Under municipal ownership, paving charges could be shifted 
to the general tax budget and even extensions could be built 
in part, at least, by special assessments of abutting property. 

l\f ost of our larger street railway systems, if not largely 
over-capitalized can go on successfully, I believe, under a 
5-cent fare, but if largely over-capitalized they probably 
must go through bankruptcy proceedings or must volun
tarily readjust interest and rentals. 

Fundamental in any system of regulation or ownership 
is the determination of the cost of the properties now in use, 
less depreciation from all causes. I have always believed in 
municipal ownership and operation of public utilities, but 
dread its coming at an exorbitant , aluation. 

Camden's View of the New 
Jersey Zone Plan* 

BY E. G. C. BLEAKLY 
City -Counsel, Camden, N. J, 

THE zone plan of collecting fares in New Jersey seems 
to be a complete failure. Of course, we can only 
speak with certainty for the City of Camden and 

vicinity. The fact that both political parties in this State 
condemned the system in their respective platforms simply 
expresses public sentiment. 

We do not want to be understood as saying that a zone 
system is not theoretically a proper system, or that a 
proper zone plan could not be made successful. What we do 
unhesitatingly say is that the zone plan inaugurated here is 
a complete failure. Our experience is that within the limits 
of the City of Camden, possibly a 3-mile limit from our 
ferry terminal, which is the gateway of the city, the 
present system has caused an average delay of twelve to 
fifteen minutes in the headway of the various car lines. The 
chief delay is in the making of change on the pay-as-you
enter plan. If the nickel fare had been a part of the system, 
of course, the making of change would have been expedited, 
but the Chamber of Commerce here and the city officials 
have recommended two propositions which might be used 
in connection with a proper zoning system. · 

1. At the heavy loading points, the main one of which 
is our P ennsylvania Ferry, there should be two or more 
ticket selling booths to permit passengers to secure tickets 
in advance of entering the cars, so that all they would 
have to do would be to hand the ticket to the conductor 
or drop it in a slot. This would tend to a speedy loading 
of every car. We, however, made special note that it would 
be of no avail to open up such ticket booths unless strip 
t ickets were sold at a reduced rate over the normal fare. 
For instance, if the normal fare were G cents, six ticket 
strips should be sold for 25 cents, or some similar reduc
tion. This would furnish an inducement to passengers to 
buy in advance of entering. The advantages of such a 
plan to the company would be that-

( a) It would gain by selling tickets at wholesale, the 
overhead cost of sell ing being thus reduced. 

(b) It would gain the use of the money because many of 
the tickets will be a week or more in being used. 

( c) l\fany tickets would be lost or destroyed. 
( cl) It would encourage the r iding habit. A passenger 

does not think he is spending money when he is dropping 
in a ticket. He will, therefore, ride more frequently. 

2. We recommend commutation tickets for the suburbs. 
Our problem here is not only to supply the residents of 
the city, but we have five or six thriving suburbs, all of 
which have steam railroad connections. 

When the present zoning system was put in operation 
it was found that starting with the 3-cent fare, the increase 
at the distance of about 14 miles, on a 2 cents a mile in
crease, ran up to about 30 cents, while the steam railroad 
company, for a similar distance, was selling a commutation 
ticket for about 15 or 16 cents, jncluding 2½ cents for fer
riage to P hiladelphia. So when it was found that nearly all 
the suburbs had the same steam railroad rates, almost half 
what the new trolley zone rates were, the suburbanites 
immediately forsook the trolleys and bought commuta
tion t ickets on the steam railroads. 

3. It might have been thought that the 3-cent riders 
would have hailed such a system with joy. The contrary 
seems to have been the practical result. So much for 
theory against fact. Some of the 3-cent riders boycotted 

* Abstract of statement placed before Federal Electric Railways Commission, 
Washington, Oct . 3, 1919. 
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the trolleys out of sympathy, refused to ride because they 
would rather pay a nickel than wait for change, but most 
of the riders in the 3-cent zone would naturally walk. From 
a practical standpoint we should say that there is not much 
travel in a 3-ccnt zone of 1 mile, except in large cities, 
where the population is concentrated. Whatever the rea
son, even the 3-cent zone has not been popular. 

Generally speaking, we think the main cause for the fail
ure of the system within the city limits was because of the 
many objectionable features attending its inauguration. 
Aside from those enumerated, so-called "bull pens " were 
provided; that is, shed structures surrounded by fences with 
turnstiles for entrance and exit. For some reason or other 
the people were against the use of these pens and resented 
their installation. 

We · think also, the conductors and motormen objected 
to the delays and other complications of the system. We 
have heard that it was claimed on beha~f of the company 
that some employees objected because the system prevented 
peculations. On the other hand, some of the employees 

said that it furnished special inducement and special oppor
tunities for peculations. 

Our ferry company handles, at the Pennsylvania termi
nal, more than 30,000,000 people annually. 'l'hat is as 
many as go through the Broad Street Station, Philadelphia. 
It is the gateway for all south J erscy. A large number of 
these passengers go through the two ferry entrances, one 
on the south side and the other on the north side of the 
street. There is a ticket selling booth about 15 ft. east of 
eacn. ticket collector. Most people have purchased tickets 
in advance and they simply tear one off and drop it into 
a receptacle, stopping hardly a fraction of a second, so that 
there is no congestion even in the busiest hours. There is no 
making of change except at the ticket selling booths and 
the selling of tickets is distributed over a longer period of 
time, because all people do not run out of tickets at the 
same moment. 'l'his tends to avoid congestion even at 
the ticket selling booths at the heavy loading hours. Such 
a system, in our opinion, would be ideal for the local trolley 
company. 

How the Railways Can Be Rehabilitated* 
The Evils of th e Past are Condemned and the Author Says That 
Any Program for Rehabilitation of the Elec tric Rail way Prop
erties JJI ust II ave Efficient Operation as the Primary Plank 

BY MORRIS LLEWELLYN COOKE 
Consulting Engineer, Philadelphia, formerly Director of Public Worh, Philadelphi a 

0 UR street railways constitute, broadly speaking, the 
most completely discredited feature in the adminis
~tration of a city. The public, remembering i1ot 

only past wrongs but having in mind present-day inefficien
cies, does not take any interest in lightening the burdens of 
the managers, but seems anxious to precipitate what may 
easily develop into a national tragedy. This antipathy to 
the owners and the conviction so generally entertained by 
the public that all adventure has gone out of the street rail
way business when operated as a private undertaking, this 
commission, I believe, will find the greatest obstacles to 
putting into effective operation such constructive sugges
tions as it may make. Continued adversity might win over 
the most obdurate director to enlightened management, but 
without the hearty co-operation of the public almost noth
ing can be done. 

My own impression is that the differences between the 
public and private interests involved have become irrecon
cilable. The operators of these properties-and especially 
their promoters-have erred so grievously against the public 
that except on isolated properties and where conditions are 
exceptional no compromise is likely. In most situations 
it would seem to me highly improper that a compromise 
should be reached on any basis thus far suggested by the 
private interests involved. 

While I. am not opposed to government ownership as 
such-and especially not for the reasons usually advanced 
against it-I would view with more than concern any con
siderable or immediate broadening of the functions and 
responsibilities of our municipal administrators~ We are 
doing far too much of our present task in an indifferent 
fashion to make it wise to add to the burden, and for this 
reason I would welcome any scheme which would permit a 
further period of private operation. But, frankly, in view 
of the public attitude I see no adequate solution which does 

* A~stract of statement made before Federal Electric Railways Commission, 
Washmgton, D. C., Sept. 30, 1919. 

not involve a maximum of public control, or probably of 
public ownership and public operation. 

Before suggesting the constructive steps which I believe 
must be taken before the street railways can be put on any
thing approaching a satisfactory basis, I would like to point 
out a number of specific obstacles which stand in the way of 
a satisfactory settlement of this problem. 

Because the profits have been made through financing 
these properties rather than through operating them as 
public services the valuation factor has from the first been 
over-emphasized. In fact, up to a recent date one hardly 
ever heard the "efficiency of operation" factor mentioned. 
As a result of my experience I should estimate that on 
July 1, 1914, the ,face value of the outstanding securities of 
these undertakings represented almost twice what might be 
considered "fair value" as estimated by fair men un
schooled in the equivocations and mirages so assiduously 
conceived by versatile lawyers and valuation experts during 
the last twenty years. While my inquiries in the street 
railway field have not been as conclusive as in the electrical 
field, everything points to an alleged value bearing to real 
value a ratio of at least two to one. 

The unity of the banking control back of these properties 
usually speaking through such organizations as the Ameri
can Electric Railway Association, the American Gas Asso
ciation, and the National Electric Light Association, makes 
it possible to determine even illicit policies and plans and 
put them promptly into pretty general practice throughout 
the country. 

These associations, while nominally distinct and each 
interested in a different industry, work in the closest pos
sible harmony. Practically the same group of what might 
be called "investment financiers " virtually control all 
these associations. 

Notwithstanding these organizations for united and 
nation-wide action on the part of the private interests in
volved, there is no administrative agency to unite and safe-
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guard the public interest. Because of this, many obvious 
wrongs have been permitted simply because there was no 
adequate way of voicing the opposition, although the United 
States Bureau of Standards, the Association of State Pub
lic Service Commissions and the Utilities Bureau have all 
done what they could with hopelessly inadequate funds. 

Further complications were int roduced by the valuation 
of the street railroad properties under several different sys
tems, according to the use to which such valuations were to 
be put, such as taxation, rate-making, issuing securities, ltc. 

DIFFICULTIES I N THE W .AY OF I MPROVEMENT 

It is because those in charge have had their at tention 
centered on financial rather than on operating consider
ations that past and present untoward tendencies have not 
been discount(;d and offset more effectually. The present 
deplorable state of our street railways was not reached over 
night and is not due to any one single cause, but if their 
managers had been "on their jobs" the remedial measures 
which we are now discussing would have been inaugurated 
years ago. The point I want to make is that while the situa
tion has doubtless been precipitated by the war, conditions 
incident to the war had very little to do with it. 

The attitude of the owners of these properties is such 
as to make it very difficult for the public to get at the facts. 
Propaganda supporting officially authorized theories of valu
at ion, methods of accounting, principles of management, 
etc., are carried on in every direction. It was the American 
E lectric Railway Association which some years ago startled 
the country with its plan for influencing education at the 
source. I criticised this policy in two lectures on utilities 
delivered in l!J l 5 in several Eastern universities. 

It may help to an understanding of the whole situation 
to mention another difficulty in the path of street railway 
reconstruction. Owing to the manner in which this in
dustry was developed the engineers who practise in the 
utility field are almost without exception subordinate to 
and usually subservient to the financial men. I n a paper 
entitled "Some Factors in Municipal Engineering," read 
before the American Society of l\:Iechanical Engineers in 
l!JH, this subject was discussed at length. 

This situation has improved somewhat recently because 
of the larger number of engineers employed by the st ate 
commissions and on publicly-owned utilities. But as long 
as the private interests pay salaries so out of proportion to 
those paid by the public, and so long as they are allowed to 
discredit and even ostracize those practising as public engi
neers, the most experienced talent will be found serving 
the private companies. I am convinced that no engineer or 
rnluation expert has any r ight to practise on both sides of 
these questions. Thcrr are good men practising on either 
side, but to practise on both sides with the terminals as fa r 
apart as they are today and have that practice fair to the 
public is a hopeless undertaking. 

SUGGESTIONS FOR R ELIEF 

A good many suggestions for relief have been made which 
would be acceptable except for the fact that there is no 
equitable or confidence-inspiring method of putting them 
into effect. For instance, I would be in favor of paying 
out of the tax rate such portion of the expense of an 
obviously desirable and non-self-supporting improvement 
as the Cambridge subway in Boston as might be shown to 
belong to the community as a whole rather than to those who 
use it, if the bookkeeping methods current in the utility 
world were different from what they are and if the public 
l'tood a somewhat better chance in getting dependable tech
nical advice in making the bargain. 

At least theoretically we are all for some kind of a cost
of-service plan. But I am opposed to the kind which has 

been principally stressed before this commission, first be
cause it will have a tendency to validate excessive valuations, 
an d i::econd bec~use i! will inevitably capitalize inefficiency. 
Tlte proposal 1s qmte comparable to the profit-sharing 
scheme so strenuously urged now as a cure-all for industrial 
disorders. Labor is not a bit interested in profit-sharing 
bcraTI.se labor has no confidence that it understands the rules 
of the game and has had no hand in developing these rules. 
Any cost-of-se1vice plan initiated now would rest in most 
instances on a J.iscredited financial base and be operated 
under accounting methods designed for an altogether dif
ferent purpose ihan the one which I take it we all have 
in mind now, i. e., the service of the public. 

I am convrnced that any program for the rehabilitation 
of tltcrn propertiPs to be successful must have efficient oper
ation as its primary plank. After all, it is much· more 
fundamental to ask how they are operated than who operates 
thern. One of the best illustrations I can cite of the accom
plishment of effic ient management is the record which has 
been made on the Philadelphia Rapid Transit System under 
the administration of T . E. Mitten. 

How "WATER " CAN BE ABSORBED 

The question of what shall be done about the excess in 
valuation or "watered stock" remains to be answered. 
Where there is an excessive difference to be absorbed, as 
is the case in many cities, I suppose there is nothing 
to do but " let nature take her course." In any such case 
the readjustments incident to a receivership and a reduc
tion in the " property investment account" will come as 
the inevitable retribution for past mistakes. It will be 
found that our old-time friend the "widow and orphan" 
will not suffer in this as much as we are sometimes led 
to believe. Some years ago I examined the investment 
lists of four of the largest savings funds in Philadelphia 
and found that among investments totalling hundreds of 
millions there was not one dollar in municipal utility 
securities. In other words, careful investors have been shy 
on these securities for some time. 

But where the excess valuation is not too great and 
where efficient management has been installed, adjustments 
reasonably fair to all concerned and not involving too radi
cal readjustments should be possible. H ere again we can 
turn to Philadelphia for an illustration. Everyone knows 
that there is in the P. R. T . a large underlying layer of 
the purest water running into the t ens of millions. I 
think it is a fair statement that as a result of the past 
ten years of careful management a part of this over
capitalization may be said to have been absorbed. 

If l\Ir. l\:Iitten continues his activities and along the 
most promising lines I think that it will be altogether 
possible for him further to reduce the discrepancy between 
real and alleged value. If present prices are maintained 
his task will, of course, be the easier . I can then conceive 
that at some future date there can be reached some con
clusion as to what the "shortage" is and that this can be 
in par t validated in an open and aboveboard manner by 
a public which is not without some measure of responsi
bility for its existence and in part carried by a cancella
t ion of outstanding securities. After all, neither the city 
nor the security holders should advocate the revolutionary 
route of a r eceivership if the necessary adjustments can 
be made by a more orderly process. Any such settlement 
is contingent upon full evidence of good faith on the part 
of the company and the establishment of a progressive and 
effic ient management of the property. In this Philadelphia 
situation unless the adjustment is reached by som~ such 
method as suggested, the community will ultimately insist 
upon a valuation made very largely for the purpose of 
exposing past wrongs and without any desire to give the 
management even a sporting chance. 
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Relief for Present Traction Conditions* 
Suggestions Include: Valuation and Rate of R eturn to Be Determined by 
Disinterested Bod!}, Ownership by Local Stockholders to B e Encouraged, 
Control of Service b!J City but Opera_.tion on Service-at-Cost Basis 

' 
BY THOMAS L. SIDLO 

Attorney, Cleveland, Ohio 

THE street railway is a public utility, existing primar
ily for public use and convenience and indispensable 
to an adequate municipal life. The people who have 

put up the money to make and sustain so useful a social 
agency are entitled to have their investment treated as _a 
legitimate one and deserving of an adequate return. This 
is of course platitudinous and yet it will bear repetition in 
order to emphasize upon everybody's mind the mutuality of 
interest involved in providing and maintaining modern 
street railway service. So long as private ownership con
tinues this reciprocal condition will persist, viz., the duty of 
the utility to serve and the moral obligation of the com
munity to pay, and every effort to disregard it will result in 
the future, as it has in the past, in costly folly. When 
municipal ownership comes, if it does come, and the in
dustry is transferred from private to public hands the 
partnership relation will be terminated, but the funda
mental principle will remain. Inasmuch, however, as this 
eventuality is still quite distant, we may as well confine our 
attention to things as they are. Municipal ownership is 
surely no panacea, and there is nothing automatic or as
sured about its success. It is highly desirable when and 
where it works, it is highly undesirable when and where it 
doesn't work. Its desirability is fundamentally a practical 
question, not necessarily ethical or political. 

Underlying the entire situation is the need for a mutual, 
frank, and openly-arrived-at finding of the real value of 
each street railway property and a fixing of a proper rate of 
return thereon. Except in some isolated cases, we have no 
such plan of procedure today. Valuations and capitaliza
tions usually are simply what they happen to be. Even when 
fixed judicially, or determined by quasi-public agencies like 
state commissions, they seldom have a patent for accuracy 
or equity. Where they have been fixed by politicians, or that 
elusive thing called public opinion, they have usually been 
ungenerous and unfair. Where they have been fixed by 
unrestrained action of the companies, they have been all 
that the traffic would bear. In any event they now generally 
appear as a misshapen thing that has grown and expanded 
mushroom-like in periods of public generosity or careless
ness and been dwarfed and stunted during intervals of 
public unreasonableness or indignation. 

Certainly there is nothing scientific or well-balanced 
about the capital account of the average American street 
railway. Capital value must be revamped and rewritten, 
but not necessarily underwritten. It must be simplified 
and clarified so as to be understandable, must bear some real 
relation to property or plant value, and when determined be 
frankly and conclusively accepted by the owners and by the 
community. Until this is done no street railway property 
anywhere will do otherwise than continue to stumble along 
in its public policy, in its rendition of service and in its 
financing. When it is done, however, the first permanent 
and tangible step will be taken in the solution of the 
problem. 

To the sam2. body should be left the determination of the 
question of the rate of return. If left alone the rate would 

* Abstract of statement placed before Federal Electric Railways Commission, 
Washington, D. C., Oct. 3, 1919. 

sooner or later be fixed by the sway of economic factors. 
Consequently, the real function of this board would be to 
determine what an investment of this character, surrounded 
by the circumstances and conditions which play upon it, 
must command in the way of a return in order at all times 
to invite investing capital. Now as to a "fair" rate of 
return. Whatever may be said of an unfair rate of return, 
there is no such thing as a fair rate of return. If so, then 
which is fair, fairer, or less fair, a 4¾ per cent return on a 
United States Liberty bond, a 5 per cent return on a 
Pennsylvania Railroad bond, a 6 per cent return on Cleve
land Railway stock, a 7 per cent return on a Monongahela 
Traction & Light short-term note, or an 8 per cent return 
on an Empire Gas & Fuel preferred stock. The first is the 
prime security of the world, the remainder are quasi-public 
securities of varying standards. From the standpoint 
purely of return, which represents the fair rate? Can any
one say? He must be a modern oracle of Delphi who would 
have the temerity to answer. 

Frankly, while there are certain rates of return that arc 
manifestly unfair, i. e., such rates as are oppressive or usur
ious, there is no such thing as a fair rate of return. The 
task of this body will really be to fix a return (which may 
vary) that will insure keeping the property financed and 
growing. 

It is unnecessary to rehearse the difficulties, embarrass
ments and tragedies in street railway history that have 
resulted from financing by means of mortgage indebtedness. 
It is pretty generally agreed by everybody who has made a 
study of street railway finances that it will be a happy day 
when the lien-holder is eliminated from street railway 
ownership. His presence has been as hurtful to the com
pany as to the community. He has been the chief cause of 
the spirit of absenteeism in street railway management and 
has probably done more to bring the industry into disrepute 
than the old-fashioned," public-be-damned" operator. But 
how eliminate .him? With an efficient cost-of-service plan, 
mortgage bonds are unnecessary as a mode of financing. A 
property can be financed by selling shares and selling shares 
exclusively. And these can be sold to purchasers living in 
the community in which the utility is located and should 
be so sold. The property will thus acquire an alert, in -
formed body of owners, who will desire, along with security 
and certainty of return on their investment, that proper 
and adequate service shall be rendered the community. Such 
a body of security-holders, and none other, will see to it 
that the property has a management that recognizes and is 
able to administer the profit-making aspect of the job not 
only, but the public service aspect as well. The value of 
this sort of ownership arrangement has been eminently 
demonstrated in Cleveland. The fact that at the present 
time there is relatively no bonded indebtedness but on the 
contrary a predominant body of resident shareholders, is 
making the Cleveland plan a success as much as any other 
factor. The statistics of the ownership of the Cleveland 
Railway Company are worth incorporating here: 
First mortgage 5 per cent bonds, 1931, amount outstanding $5,495,000. 
Capital stock outstanding (Aug. 1, 1919) $28,724,400. 
Number of stockholders, March 21, 1910, 2,732. 
Number of stockholders, June 12, 1919, 5,202. 



130 ELECTR I C R .A. I LW.A.Y JOUR NA L 

Average amount per holder , March 21, 1910, $5,372. 
Average amount per holder, J une 12, 1919, $5,520. 

On June 12, 1919, 67 per cent of the st ockholders owned less than $5,000 
each, of capital stock; 55 per cent owned less t han $2,500 each. Those who 
owned $5,000 or less, each, constituted 75 per cent of t he whole number of 
stockholders ; those who owned $2,500 or less, 57 per cent . 

A t ot al of 91 per cent of all the stock is owned by residents of Ohio. On 
J an. 1, 1919, of a t otal of 5,168 stockholders, 4,619 were residents of Ohio and 
of this number 3,522 resided in Ouyahoga County. In other words, about two
thirds of all of t he company's stockholders reside in Cleveland or its environs. 

It is noteworthy that the settlement plan that has been 
in process in Toledo, the proposed Community Tractiou 
Company, contemplates this type of local ownership as one 
of the chief arrangements. The time is ideal for creating 
in each community in this country, through the agency of 
the stock of the local street railway company, an investment 
bearing a return larger than that earned by savings bank 
deposits, possessing inherent certainty and security and 
providing an open and ready channel for investment funds 
of those who have neither means nor leisure for studying 
the investment field. 

The arrangement between the community and the com
pany should be founded upon the basis of service at cost 
and control of service vested in the community. The latter 
should be permitted to require any quanti ty or quality of 
service deemed necessary or desirable for its proper life and 
growth, provided, however, that it is ready to pay, in the 
shape of an adequate rate of fare, whatever cost its service 
requirements shall entail. There should he no limit upon 
the city's right to prescribe service, except obvious impos
sibili ty of performance. At the same time there should be 
no limit to the company's right to collect su5·h a rate of fare 
as will pay for the cost of service ordered. 

Control of service should be exercised through the agency 
of a competent technical representative, who should be 
equipped with the necessary iuformation and facilities. to 
enable him to prescribe the kinds and amounts of service 
that changing conditions of community life require. Ser
vice orders should be final and without appeal by the com
pany, except where they are obviously inordinate or im
possible to meet or where the city is unwilling or unable 
to pay the cost of the senice it is requisitioning. . 

This cost should include the labor charge, the operatmg 
char o-e, the power charge, the maintenance charge, etc .. 
all a~cordin o- to the market. In addition it should include 

o l ' the " money charges," that is, the return to t 1e company s 
security holders on their invcs~mcnt. This retu~n shou~d 
not be "fair " or "fixed," but 1t should be certain and m 
accord with the prevailing cost of money for this kind of 
capital requirement. In other words, it should be subject 
to ascension or declension, according to the necessities of 
the money situation, perhaps, however, with a fixed min~
mum which should always be assured. The reason for this 
is obvious. The cost of money is just as impor tant and 
inevitable an item entering into the cost of service as labor 
and material and is as susceptible to the control of econo
mic influences. This fact should be recognized and ac
credited. This applies especially where the type of security 
is to be common shares, either exclusively or predominantly, 
and where the effort will be made to keep these shares 
actively at par or in the region of par or in a price range 
that will be sufficiently attractive to invite fresh capital. 
The rate of return should not be susceptible to frequent or 
violent changes. This might give a gambling qualitv to 
the stock, b11t the rate should not be so immutably fixed 
as to make it impossible to recognize and meet changing 
money market conditions. 

THE WBOR SITUATION 

The labor situation is the most vexing and obstreperous 
problem confronting the street railway industry. From 
present indications it is like]y to be still more troublesome in 
the future. No adeqm1~e solution has yet been found. In 

recent times street railway employees have found the strike 
an unfailing weapon to enforce their demands. At present 
it seems as if there were no definite limit to its possibilities. 
Some system of bonuses or some plan of profit sharing must 
be devised to bring the employees into the partnership rela
tion and to force them thus to accept the responsibility their 
type of employment owes to the public. The need for 
some such solution is irresistible unless the present situa
tion with regard to wages changes in a very marked way. 

An aspect of the problem that is not at all clear relates 
to the question of the extent to which public officials should 
take a hand in labor disputes. From one standpoint a 
" hands-off " policy seems highly desirable. This has the 
elementary advantage of leaving the decision of the dis
pute to its merits. On the other hand, allowing the' inter
ested parties to fight it out to the bitter end usually means 
public suffering, an emerging of the mob spirit, violence, 
etc. For that reason it is necessary for the public interest 
to be represented. The best way to achieve this recogni
t ion of the public interest is through compulsory arbitra
tion of all labor difficulties. This method will settle dis
putes without general punishment, will protect the •rights 
of the employees, and will not seriously interfere with the 
employment relation or break down discipline. Its · intro
duction in this country has already been delayed too long. 

SUMMARY OF PRINCIPLES 

To summarize, then, this memorandum contends for 
these things as conducive to a permanent and just settle
ment of the street railway problem in America : 

1. A recognition of the inevitable mutuality of public 
and private interest in producing adequate street railway 
senice and in paying in full for such service. 

2. Settling the questions of proper ty value and an ade
quate return to the owners free from demagogery on the 
one hand, and private greed on the other , and referring 
their determination to representative, disinterested citizens. 

3. Banishing mortgage indebtedness as rapidly as -pos
sible in favor of stock ownership by the people of the 
community served. 

-!:. Service at cost, but not less than actual cost , and 
unlimited control of service by the community. 

3. Competent, technical administration of the problem 
of service by a qualified representative of the public. 

G. I n order to insure uninterrupted service, making tl,·:, 
employees responsible partners in the enterprise, ?Y r" . 

ing adequate money rewards for length of ser· -~, and 
establishing compulsory arbitration of all lab0~ J ifficulties. 




