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This is a delayed number of this paper and is issued on
Nov. 8.

Notice About Binding

”w T THE Daily Report Number, dated Oct. 11 and issued

two weeks ago, was No. 15 of Vol. 54 and was a sup-
~ plement to this number which is No. 15-A. The paging
adopted in the repOIT number was irom 1 to 132, while
that of this number is consecutive with Oct. 4. The report
number should be included by those who hind their copies
in the volume for the latter hal! of 1919, and the pub-
lishers recommend that it be inserted at the end of the
volume, although those who prefer to do se may include
it between No. 14 and No. 15-A. Due provision will be
made in the index of this volume for the convention report
supplement.

We Are
Resuming Publication

WING to printing troubles in New York, we are print-

ing this issue in an outside city, and will continue to
use outside facilities, where they can be obtained, until
printing conditions in New York return to normal. Our
issue of Oct. 4, made up in page form before that date
but not printed, was mailed to our subscribers a few days
ago. We hope soon to follow the present issue with that
of Oct. 18 and Oct. 25, and soon thereafter to be back to
our regular dates of publication.

"This issue contains a somewhat smaller number of pages
than normal, and owing to the adverse conditions under
which we are getting out the paper, we may ask the indul-
gence of our readers for the next few issues in regard to
the number of reading pages which we publish. Never-
theless, with the Report Number, published with 132 pages
within a week of the close of the convention and sent to
all subscribers, we believe that the aggregate number of
reading pages for the present volume will not be materi-
ally if any less than that in Vol. 53 or Vol. 52.

Prevention Is Better Than
Cure in Claims Work

NE outstanding impression of the Atlantic City Con-

vention of the Claims Association is that the men in
this field are more than ever impressed with their respon-
sibility for keeping interest in accident prevention alive
and in helping to co-ordinate the efforts of all who for
humanitarian and utilitarian motives want to sce accidents
reduced in number and severity. The convention “ headed
up,” so to speak, in the appointment of a committee to
endeavor to carry out certain suggestions of President
R. E. McDougall. He made thesc with a view to applying
the lessons which have been learned in Rochester and elsc-
where in developing successful methods of accident pre-
vention. The discussion showed that by co-operation with

the National Safety Council, of which niost of the leading
electric railways now arc members, it is possible for any city
to have a successful and continuous campaign for saving
life and limb.

(losely connected with the gemeral subject of public
safety is the effect on accidents of the use of one-man cars.
There has been a certain amount of propaganda on the part
of those opposed to the use of thesc cars, intended to im-
press the authorities and the public with the danger which
results from their use. At the same time the enthusiasts
on the other side have claimed that the one-man car is safer
than its older rival, the two-man car and have crystallized
their belief in the term “safety-car.” The facts adduced
at the mecting, the results of actual experience covering
a period ample for comparative purposes, show conclusively
that the safety car is in fact a safe car. Advocacy of the
use of these cars by claims departments is, therefore, per-
fectly consistent with any general scheme for accident
reduction.

The work of the claim agent takes on new dignity as
he becomes a leader in such an important civic movement
as a public safety campaign. In this work he ranks with
the leaders in industry, city government and business
generally. If such work does not put “pep” into a man,
it is time that he stepped aside and made room for some one
equal to the opportunity.

Labor’s Contribution to the
Solution of the Railway Problem

ABOR was heard at Washington during the last week

of the Federal Commission hearings. It had appeared,
according to its own statement, to offer its assistance in the
solution of the problem, because that solution was of more
vital interest to labor than to any other party. Its “ help”
was summed up in three recommendations which it insisted
the commission should indorse, if it were not to be guilty
of becoming “derelict in performing its public duty.”
These were:

1. Unconditional surrender to collective bargaining and
the closed shop.

2. An actual eight-hour day with one day off in seven.

3. A wage that will produce on the basis of (2) a mini-
mum annual income of $2,000.

The combination of (2) and (3) will make necessary
a minimum wage of about 80 cents an hour, and this is
to be the base pay for all employees, organized or unor-
ganized, stenographers and clerks, the janitor, the scrub-
women, car cleaners and all. And from this base the
wages are to be adjusted upward upon the same classifica-
tion as now exists between the employees.

This statenient was made by labor’s counsel, but he
hastened to say and to reiterate frequently thereafter, that
labor was not asking the commission to rccommend any
specific rate of wage but merely to recognize the principles
of the three points of labor’s constructive program. Let
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us see how labor has helped toward solving the difficulties
of the street railways: °

According to the 1917 census figures, the gross receipts
of all electric railway companies from railway operation
that year was $650,149,806. The total number of employees
was 294,826, inclusive of officers, managers, superinten-
dents, etec. The 1912 census showed the number of officers,
managers and superintendents to be 5.5 per cent of the
total. If:this percentage still prevailed in 1917, the total
number of employees exclusive of officers, managers and
superintendents, may be estimated as 278,610. Assuming
an increase in gross of 10 per cent since 1917, which is a
very liberal allowance in the light of the actual returns,
the present-day gross would be about $715,165,000. If
the 1917 number of employees were to receive the minimum
income of $2,000, with no allowance for scaling up from
this sum for the more skilled employees, then wages would
consume $557,220,000 or 78 per cent of the gross receipts,
leaving 22 per cent to meet the salaries of the officers,
managers and superintendents and all other operating ex-
penses, taxes, fixed charges, depreciation, return to stock-
holders, ete. That is labor’s constructive plan for render-
g assistance.

Labor presented its case most ably and thoroughly. Only
one slight detail was omitted—how to carry out its recom-
mendations; how to make $1 of earnings pay for $2 of
expenses. An unimportant detail to be sure, from labor’s
point of view, yet unfortunatelv one which the laws of
cconomics compel the railway managements to recognize.
We feel certain that railway men have no particular
antipathy to high wages if these can be earned along with
other expenses, and certainly they are not desirous of hav-
ing a return to the average income of $872.50 per employee
which prevailed in 1917. But they do want light on how
any such program as labor presented at Washington can
possibly carry a hope of consummation. Such a wage scale
simply cannot be earned. It is not in the industry, no
matter what fare is charged. ’

Improvements Possible in

Fare Collection Methods

HE joint meeting of the Accountants and the Trans-

portation & T'raffic Associations during the recent At-
lantic City Convention was one of the most enthusiastic
of the week and was indicative of the interest taken in the
subject of fare collection. Another notable feature of the
meeting was that it was the first in the history of either
association in which the presiding officer invited all the

manufacturers of fare-collection devices to participate in-

the discussion. The result of this procedure amply justi-
fies its wisdom, for the frank discussion of the difficulties
involved in the solution of the fare-collection problem, and
of the necessity for a certain amount of stability in ideas
to permit the invention and development of the mechanical
devices required, will surely prove very helpful.

Those who discussed the report brought out the lack of
unanimity of opinion among the railway men and manu-
facturers, also, as to what should be considered the best
method of collection and registration of fares, irrespective
of the system of basing rates. The committee, in its report,
is definitely committed to the registration of all flat fares
in a mechanical registering device, located at a fixed point
in the car, prior to the time the coins reach the hands of
the conductor. The argument is that such a plan not only

provides the best protection to the company’s treasury but
that it also lightens the conductor’s duty in that it enables
him to remain at a fixed point in the car and requires him
to look after the fares of the passengers only as they are
boarding or leaving the car, as the case may be.

If railway men during the last few years had given as
much thought to the rates of fare and to the proper
mechanical collection and registration devices needed for
lightening the conductor’s work and for protecting the
company as has been given to the standardization of rolling
stock equipment, shop materials, track supplies, etc., there
is no doubt that to-day practically all fares, whether based
on the flat rate or the distance basis, could be collected
and registered by mechanical registering devices. Such
devices would foster two things: the adoption of a greater
number of safety cars, as it would leave the operator in a
position to give better and quicker service, and the creation
of a better relationship between the company and the con-
ductor, for a considerable amount of bookkeeping would
be eliminated on the part of the latter.

Railway managers must consider fare collection as the
all-important matter when fare rates are changed, for such
fares as are established must be so collected that the com-
pany can be assured of getting all the money paid for the
service rendered. To this end the transportation men are
urged to join first with the accountants in their own com-
panies and determine upon a fixed program of just what
statistical information must be obtained relating to the
traffic handled. At the same time every effort should be
made to eliminate all work done by the conductor in the way
of filling out reports that are seldom if ever used thereafter.
This ought to be a relatively simple task, for nothing can
be considered essential except that which is used properly
and accurately to check up the conductor after the com-
pletion of his day’s work. Such information as car-hours,
car rules, half-trip readings of registers, transfers issued
and collected, etc., are all irrelevant to a daily settlement
with the conductor, and to ask him to do such things in
the regular course of his work simply means an unnecessary
effort.

Car-mile and car-hour statistics of regular runs, when
desired, can be readily obtained from the posted sched-
ules. The conductor should be requested to make note
only of any deviations. Traffic statistics by half trips
as usually kept by conductors do mo one any material
good, for the accounting department keeps only the sum
total for the run. Half-trip traffic figures do not aid
the schedule maker in building runs as he cannot tell from
these figures whether the load travels the whole length of
the line or only a part. Checkers are usually employed to
obtain such figures as are essential to schedule making.
Only thus is it possible to get the information as to how
many seats should pass a given point properly to handle the
traffic offered. If checkers are not employed, conductors
could be asked at intervals to fill out special forms so as
to determine the amount of traffic on their cars at certain
fixed points en foute. This information could be cumulated
and plotted for the use of the schedule men.

During the ensuing year it is hoped that the accountants
and transportation members will carry on together the work
so admirably started during the past year by the Transpor-
tation Association alone and that a constructive report will
be presented to the 1920 convention covering in detail the
one best way of carrying out the principles evolved by the
committee.
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Benefits of a Consolidated
System Not Always Appreciated

T IS UNFORTUNATE that too many of the blessings

which people enjoy are taken for granted by their recipi-
ents. They appear to think that the favorable circum-
stances under which they live are not an evolution of time
but a condition which has existed since the beginning of
human history, like sunlight and air. In consequence, if
any change is made in the existing favorable status because
the conditions which brought it about no longer permit its
continuance, those who have benefited from this status with-
out any exertion on their own part to maintain it, act as
though they had been deprived of some right. A case in
point is a consolidated electric railway property, which has
to be broken up into its constituent parts because the
property can no longer earn an adequate revenue when con-
ducted as a unit.

The period of consolidation of all the railway properties
in a city, begun early in the history of electric traction,
has been so thorough that very few communities have more
than one property. The unified property in each city thus
produced has not only put in service convenient routes but
it has extended in all directions and greatly reduced the
average cost of city transportation. In fact, in most cities
it has been so customary to think and refer to the electric
railway system in any city as a “natural monopoly ” that
it is very difficult for the public to think of it as being made
up of a number of detached properties which might have
to be operated independently. Yet this was the original
condition, and the through routes and the through fares
which have since been instituted became possible only
because the rates charged, when they were established, were
adequate to pay the necessary expenses of the service.

But a time has come in most cities when it is no longer
possible to give so long a ride for the same fare, and if
the fare is not increased the eggs have to be unscrambled
and the individual lines go back to their original owners.
This, for the companies, means uneconomical operation,
because the many savings which come from unified opera-
tion are not available, and for the public it means short
rides, frequent changes of cars, and very much higher rates
of fare for a ride of any considerable length.

Such a condition has been brought about to a consider-
able extent in New York and to a greater extent in Brook-
lyn, and it will come in other cities if no satisfactory
settlement of the fare question is reached. Former
operating companies which have not been active for years
except to distribute as dividends rentals received from a
holding company are being revived, operating staffs are
being organized, and the conditions of the early eighties,
so far as corporate organizations are concerned, are being
renewed. The condition is somewhat akin to the experience
of Rip Van Winkle after his sleep of twenty years, but
reversed. The inhabitants of Brooklyn, for example, in
this present year are being put back, so far as routes are
concerned, to the conditions of 1889, or earlier.

Of course, during this time the arteries of travel have
changed tremendously. New centers of shopping, travel
distribution, ete., have been developed. The effect of the
change thus described consequently is that one important
section of a city is often shut off from direct communica-
tion with another important section, except through one
or more changes of cars with an additional fare to be paid
each time, besides the inconvenience of change. To refer

to the previous simile, the result is like an attempt to use
Rip Van Winkle’s old flintlock to do the work of a modern
fowling piece, but those who withhold from the companies
the right to charge a reasonable fare for transportation are
the only ones to blame.

Another Large Company
Adopts the Zone Plan

N NOV. 2 the Connecticut Company, operating nearly
one-half the track mileage in Connecticut, will put
into operation a zoning plan which differs in a number of
respeets from those now in use. In this State the law is
such that a railway company can modify its service and
rates of fare without application to the Public Utilities
Commission for advance permission, but the commission is
obliged to review the schedules, on application from the
public, and in due course to take such action as the facts
seem to justify. It is impracticable, therefore, to deter-
mine just what the reaction from the public will be until
after the plan has had a reasonable trial. Indications are,
however, that the sentiment will show a more reasonable
frame of mind than existed when the flat fare was raised
from 5 to 6 cents. Of course, the public is not expected
to be wildly enthusiastic over an increase in fare and a
reduction in privileges, but experience in other lines has
taught everyone that prices must be adjusted to fit the
depreciated purchasing value of money, and in these days
an air of resignation usually accompanies any announce-
ment of a reasonable increase in the cost of some necessities.
The Connecticut Company plans to retain as its mini-
mum or basic rate the present 6-cent fare, giving as much
service as possible for this fare. In applying this prin-
ciple the company has decided to give free transfers within
the zone or zones covered by a given fare. The purpose of
this is to give a very considerable number of patrons the
privilege of riding without increased cost, although to do
this some difficult problems are imposed upon the company.
It seems the fair thing to do, however, in the interest of
good service, and undoubtedly will go far in eliminating
resentment on the part of short-haul riders in having the
possible length of their rides curtailed.

The Connecticut Company’s plan is based on elaborate
traffic studies extending over many months and is the result
of an analysis of results obtained eleswhere. Many of the
details used in the Public Service zone system will be em-
ployed, with modifications considered by the officers of the
Connecticut Company to be desirable. For example, fare
boxes will be used instead of cash registers for the receipt
of the money, zone indicators will not be used on the front
platform, the transfer privilege will be added, ete. .

In view of the fact that the Connecticut Company itself
set the date when the new plan is to be inaugurated, that it
had a free hand in laying out the schedules and zone
boundaries, that it has utilized as fully as possible the New
England habit of “talking things over ” in order to pre-
pare the people for the new scheme, that the motormen
are already in the habit of making simple records due to
the energy-economy plan which has been in use for some
time, and that there are other circumstances tending to
favor the success of the plan, it is the belief of those most
intimately in touch with the matter that, in spite of some
temporary slowing of schedules, the public will find the
zone plan workable and reasonable.
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London’s Tubes and Buses—I

Some Particulars of Bus!Service—Why Unequal Distances Are Given for the Same Fares—Marvelous
Flexibility of Bus Operation to Meet Fluctuations of and Create Traffic

By WALTER JACKSON

T THE OPENING of the
Awar, the assoeiated bus

companies of london had
a total of 2906 buses in opera-
tion. Owing to the with-
drawal of buses for war service,
the ditficulty of repair and the
impossibility of replacements
and additions, the number in
operation had sunk to about
1800 at the time of the armis-
tice.  Even by March, 1919,
there were in operation only
1880 buses out of a park of
1970. It is obvious that the ser-
vice on many routes had to be
eut down, and in some cases cut
out entirely. Ilenee the de-
creases in travel shown in later
statisties are readily accounted
for, and as these decreases were
far below the enforced redue-
tions in serviee the individual
buses were aetually crowded as
never before.

The standard London bus of
double-deck type seats sixteen
inside and eighteen above in the
open. Those buses which have
eross-seats (arranged two on
one side and one on the opposite
side) on the lower deck, too,
seat {ifteen below and seven-

to the fact that the bus has so
large a territory in which street
railways cannot beé operated at
all because of narrow thorough-
fares. Even in many suburban
distriets the fondness for eres-
cent-shaped  streets, dead-end
lanes and the like produces un-
usual difficulties for street rail-
way construction.

At the beginning of the war
the London General Omnibus
Company was about to install a
eomprehensive system of “bus
stop” and ““fare stage” signs,
of the type shown in the aecom-
panying halftone, and it is
hoped to take this matter up
again at an early day. While
drivers are supposed to stop al-
most anywhere on signal, they
cxereised a quality something
less attraetive than discretion
during the war and armistice
periods! In fact, the only stops
that were to be relied upon were
the fare stages.

Except for a few lines, mainly
in the East End, which start
between 4 and 5 a. m., the traf-
fic-carrying period of the bus is
between 7 a. m. and 11 to
12 p. m. All regular routes or

teen outside. Single-deck buses
used on some outlyimg lines seat
sixteen to twenty. The latest
and largest bus, just inaugurated, seats forty-six. Standees
are never earried on the upper deek. Ordinarily not more
than five passengers are permitted to stand inside, but it was
neeessary to exeeed this limit during the bus shortage. In
discussing serviee standards, J. P. Thomas, general super-
intendent, said the management had no desire to see over-
crowded buses, for overcrowding means poorer fare collec-
tion and injury ot the bus’s popularity for piek-up riding.
It is self-evident that people who have but a half-mile or
even less to travel will not get into long queues to stand up
in a crowded vehicle.

In view of the comparatively small capacity of the bus,
one would expect that disadvantage to be set off by higher
schedule speed. This is not so to any appreciable extent in
eomparison with the much larger street cars operating over
wide streets and which, necessarily, must make more stops.
For the greater part of London generally the schedule
speed of the buses is 83 m. p. h., while police regulations
even in the outer distriets limit their speed to 12 m. p. h.
Their maximum free running speed may be placed at
16 m. p. h. The average tramcar schedule speed in the
London district ranges from 8.5 to 9 m. p. h. for cars carry-
ing seventy-cight seated passengers. It would seem then
that the wonderful bus development of London is due chiefly

VIEW OF THE STRAND, LONDON

serviee are designated by a num-
ber, those with a number and
letter being slight variations
such as shorter distance between terminals, a branch-off,
ete. Thus serviees “ 2”7 and “2A ” are exactly alike for
the greater part of the parent service “2.”

How FARES ARE GRADUATED

The bus system is fortunate in having no special rate
tickets of any kind, whether for children, season riders or
workmen. The rate is graduated according to distance but
it is by no means rigid in application. The leading prin-
ciple is to get the greatest possible number of riders at an
over-all profit even when, in theory, some of the riders are
carried at a loss. In pre-war days, for example, when the
problem was to create travel rather than to keep it within
bounds, it was not uneommon to charge a lower rate in
the outer districts than in the congested sections where the
saturation point had been attained. This appears most
unorthodox if we reason on a purely mathematical basis,
but it proved to be good business poliey nevertheless.

To illustrate: There were a number of routes on which
traffic fell off quite sharply within the last mile or so. As
it would not do to reduce the base service beyond certain
headways, the company decided to sece what would happen
if an exceptionally low rate of fare was applied to the last
section. First a count was made of the people who were
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then riding at say a penny per
wile, whereupon it was de-
cided whether or mno more
revenuc might come by cutting
the fare to a half-penny! In
many instances, the vesults
were most gratifying, increases
in traflic being so great that
the revenuc on the last stage
was doubled. To put 1t
another way, the company was
prepared to forget the “ readi-
ness-to-serve 7 charge if the
same cquipment would sccure
enough extra travel to make
up for it. What it was after
and obtained—was the great-
est possible revenue per bus
rather than the greatest pos-
sible revenue per passenger.

With the coming of war
prices, the half penny, both as
a base farec and as a part of intermecdiate fares, had to go;
but the riding habit had been created and it has stuck
wherever the company could continue to furnish carrying
facilities.

On the whole, the fare increases have been quite
moderate as indicated by the circumstance that the average
fare per passenger has risen only from 1.33d. during the

SIGN WITH
ROUTE

BUS “ STOP”
COMPARTMENT FOR
NUMBER SLIDES

BUS WAITING ROOM, WITH CLOCK, CRYSTAL PALACE

first seven months of 1914 to 1.69d. during the first ten
months of 1918. Typical examples of distances for given
rates of fare follow: :

TABLE I.—VARIATIONS IN STAGE LENGTIIS FOR GIVEN FARES
RoUTE 25, VICTORIA AND SEVEN KINGS

1.44 miles for 1d. 9.01 1niles for 6d.
2,86 miles for 2d. 10.49 miles for 7d.
4.54 miles for 3d. 12.03 miles for 8d.
6.09 miles for 4d. 13.78 miles for 9d.
7.56 miles for 5d.
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RoUTE 107A, DoREING AND CLaPHAM CoMMON
(With Considerable Pleasure Traffic)

transit, upon the location of traffic-gathering points, upon
the need for building up better loads over certain sections,
etc. The average penny stage on Route 25 is 1.53 miles
and on Route 107A, 1.16 miles.

More THAN HALF or BUs PAssENGERS RipeE LEss

1.77 miles for 1d. 11.56 miles for 10d.
2.39 miles for 2d. 12.75 miles for 11d.
3.47 miles for 3d. 13.95 miles for 1s.
4.62 miles for 4d. 15.17 miles for 1s. 1d.
5.78 miles for 5d. 16.41 miles for 1s. 2d.
6.96 miles for 6d. 17.43 miles for 1s. 3d.
8.12 miles for 7d. 18.70 miles for 1s. 4d.
9.27 miles for 8d. 20.05 miles for 1s. 5d.
10.42 miles for 9d. 20.79 miles for 1s. 6d.

THAN 14 MILES

In discussions on the graduated fare, the assertion has

From the foregoing tables it can be determined that the often been made that the large proportion of minimum
penny ride on Route 25 varies in length from 1.42 to 1.75 fare riders was not a true indication of a highly developed

miles and on Route 107A from 0.74 to 1.62 miles.

These riding habit but that it was due to the concentration of

variations indicate that not only do the stage lengths of population within a comparatively narrow belt. Be that
different routes vary but also the stage lengths on the same as it may for some communities, such an assertion will
route, depending upon the availability of other modes of hardly be made of so spread out a city like London.
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DIVERTING A BUS ROUTE TO GET MAXIMUM TRAFFIC
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Therefore, in examining the traffic statistics of London,
and particularly of the trams and buses, we conclude that
the high ratio of short riders must be ascribed to the comn-
bination of frequent service and “ pay-for-what-you-get ”
fares.

As proof take the combined traffic statistics of the asso-
ciated bus operators—namely, the London Gencral Omni-
bus Company and the interests of Tilling, Associated,
Metropolitan Electric Tramways, Gearless, British Auto-
mobile Traction and the South Mectropolitan Tramways.
These figures, as presented in Table I1, show that in 1918
the penny passengers were 60.3 per cent of the total traffic,
and that in pre-war days the half-penny and penny riders
constituted fully 68.8 per cent of the traffic. Most of these
patrons ride a mile or less, say for a run through a few
blocks of the business district, for a trip to some local shop-
ping center or for a mere 4 or even 4 mile in making con-
nection with the tube lines. The 2 or 3 per cent maximum
haul passengers are largely pleasure riders. The writer
knows from personal observation that in fine weather many
women like to go shopping all the way via bus despite the
fact that a transfer to the tubes would save them some
time. However, speaking broadly it may be said that when-
the ride exceeds say 14 miles in length and 2d. in cost, the
tendency is to use the faster means of transportation—a
tendency that has been built up into a habit by many years
of intensive advertising of the best way to use “T. 0. T.”—
tube, omnibus, tram.

To give a more detailed idea of the classification of pas-
sengers according to rates of fare, Table ITI on page 712

TABLE 1L.—LONDON GENERAL OMNIBUS COMPANY

Local and “ Common Fund Through ’ Passengers by Fares, 1914 to July (Pre-War
Period), 1915, 1916, 1917, 1918 to October

Fare <isees 1914 to July 1915 1916 1917 1918
2%l owoonoab 55,956,382 82,505,313 85,646,184 39,512,229 o o
1d . ...249,601,269 359,627,739 368,157,646 357,537,406 392,258,011
14d . 41,576,965 62,523,043 65,034,248 41,968,732 3,647,849
2d +.. 54,495,081 81,734,579 85,000,099 97,562,469 149,779,222
2%l Sooanog 13,039,628 19,495,010 20,216,636 10,463,037 79,113
Sdi e . 15,326,147 22,943,054 24,479,758 36,376,657 58,603,762
38 e e 3,995,397 6,467,976 6,912,865 3,639,441 e
dd. seereenn 5,675,902 9,024,786 9,619,716 13,561,499 23,657,346
over 4d .... 4,625,937 7,290,603 8,092,519 12,112,924 21,275,464
Total ....444,192,708 651,612,103 673,159,671 612,734,394 649,300,767
Average Fare Per Passenger
1914 to July 1915 1916 1917 1918
1.33 1.35 1.36 1.49 1.70
Passengers in Percentages
id 1d 11d 2d 2id 3d 3id 4d over 4d
1914 to July...... 12.6 56.2 9.4 12.3 2.9 3.4 .9 1.3 1.0
T9Y5 G ws 12:7 55.2 9.6 12.5 3.0 3.5 al () 1.3 1.2
1916 . 12.7 54.7 9.6 12.6 3.0 3.6 1.0 1.4 1.4
1917 6.4 58.5 6.8 15.9 1.7 5.9 .6 2.2 2:0
1918 5 60.3 .6 23.0 i 9.3 v 3.6 3.2

may be obtained within the first 4 mile along the same
highway, Finchley Road. Obviously, this section of the
suburb of Hampstead is no place for walkers. Route 2 1s
74 miles long for the complete run between Golder’s Green
station of the Hampstead tube and Ebury Bridge. Traffic
on this route dropped from 719,980 in June, 1914, to 608,-
772 in June, 1918, largely because of war cuts in service.

Route 25, Victoria-Seven Kings, 13.75 miles long, runs
through a densely populated scetion in the East End for one-

LATEST BUS, SEATING FORTY-SIX PASSENGERS, AND BIRDSEYE V1EW OF OUTSIDE SEATING ARRANGEMENT

has been prepared, covering this information for the four
different kinds of bus routes described in the following
paragraphs:

Route 2 is a residential and shopping line now running
fourteen buses as against thirty-six in pre-war days, and
its headway is now eight minutes instead of four so far as
terminus to terminus is concerned. However, through the
overlapping of Route 2A, the greater part of the route still
gets four-minute headways. On the 1 mile between Golder’s
Green and Platt’s Lane, Route 2 is supplemented by Routes
%A, 13 and 28, which gives a bus service on practically one
minute headway. As if this was not cnough, a tramecar

half its length and through a shopping district in the West
End. The Victoria terminus is a great railroad station.
This line has eighty buses for a threc-minute scrvice, enough
dropping out during the lighter hours to give a four-minute
interval. Traffic on this route to and from the Continental
battlefields has remaincd fairly steady, nor were the
schedules changed appreciably, because of its exceptional
importance.

Route 40, Elephant & Castle—Upton Park serves a dis-
trict. of working people and has tramway competition.
Long riders are very few, particularly as the maximum
tramway fare is 4d. This line is 8 miles long. Cuts in
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service and increases in farc have made exceptionally heavy
inroads on this route, the traffic having dropped from 942,-
850 in June, 1914, to 347,716 in June, 1918. The head-
way has recently been restored from fifteen to twelve
minutes.

Route 142, Kilburn Park—Watford, 14 miles long,

new transit routes cannot readily be laid down to harme-
nize with the natural expansion of a live community, the
eity is actually confined in a transportation straitjacket.
The bonds may be loosened here or there but there is ‘no
real freedom. That freedom is obtainable only in a trans-
portation system which can shift its facilities about, in

secures excellent shortride travel at the Kilburn Park end much the same manner as a general shifts his divisions,

which is a local shopping center, while the unusually large
proportion, 11.7 per cent, of riders who pay more than 6d.
for a journey indicates that it is also a popular service for
joy rides. In winter the terminus-to-terminus headway
on this route 1s twenty minutes; in summer, the interval

is shortened as the demand for outdoor recreation riding burdens.

increases.
In connection with the matter of serviee to the public,

regiments and battalions to the places where the pressure
of battle is greatest.

Of eourse, the freedom the bus offers does not mean
that it is cheaper than the street railway. Even the bus in
London would be hard put to it if it had to meet the same
But wherever the public is willing to pay a
higher price for a higher kind of service, the street rail-
way man should not hesitate to 1ncorporate the bus as his

it may be stated that even where the intervals between legion of shock troops or strategic reserve. Certainly,
a=Servicel3, Finchley Rood tfo Goldlerns 6/?9” b =Service /3A,arrive Finchley /?d x=Service 2, finchley Roord to Goldlens Green = Service 2A 5 nc/r/e//?a’ {lens Gre
HouR-1=] [ ] 4= ch= ¥jo= 1= 1= 1 1= =T ak= zb=| | Jet=] | [¥1= ci= ,zo— o= f=| 1= 7
1| 1 ) 1 b1 b1 p 1 bl b1 T 1 1 il 1 =1 1
2] 1 c2 a2 X2 T xPT clZ X 2] c?Z x2 T 'b 2 az az a2 Ta a !a a2 2
3 3 %3 I’B} 3 B 13] 3 E X3 lc. s %3 c3 x = 3 X
4 4 % { af ald ad oi adl N« 14 | 4 4
5 :{’ 3 | [ b5 5 5 5 5 v D . 16l T HaB b’ b5 b5 b b a
'7'.1l (3 I [ cOl [ X6 ch x& [ I © i 6 6 6
7 IT @ T | a7 b7 b7 b, b7 b7 ic7 X7 Ici7 - X7 c'l X1 X
___AJ.,_* 811 511 [ [ 3] L&,—F’-- 8L 1] £ B [ | b8 a8 o' a1 a8 las Tol a

PORTION OF RECORD MADE BY

buses are short for the greater part of the day, the com-
pany has put up a number of waiting rooms. These are
usually of glazed and tile construetion. Some of them are
divided into waiting rooms for passengers and messrooms
for employees. The waiting room at Crystal Palace, includ-
ing clock, is illustrated on page 709.

TAKING ADVANTAGE OF Bus FLEXIBILITY IN MAKING
SERVICE CHANGES

Doubtless the most fascinating traffic problem in the
world is that of the London General Omnibus Company,
first, because the traffic currents of London shift more than
those of any other great city, and, seeond, because the bus
carriers of that traffic can be so readily moved from one
channel to another.

In operating a strcet railway, the adaptation of service
to traflic must always be hampered by the consideration
that a very heavy investment has already been made in the
permanent way and the distribution system. To take up
a route and put it down somewhere else is quite unthink-
able. It is truc that the direction of city growth is often
influenced by the construction of tramsit routes, but we
must not overlook the fact that the selection of these routes
must in turn be based largely upon the existence of some
natural advantage of location or terrain. If, therefore,

CHECKERS TO DETECT DEGREE OF CLASHING ON INTERWORKING

SERVICES

there is much to learn from the practice of a company
which has co-ordinated so wonderfully the varying pur-
poses of rapid transit, bus and tramway lines.

As an example of the study in density of service carried
on continuously by the London General Omnibus Company
the map on page 709 of service density in buses per hour
will be found of interest. The general idea of this map has
been applied a number of times to street railway traffic
studies, but the bus company goes much further in this
direction. It prepares scores, even hundreds, of neighbor-
hood maps in connection with its studies of traffic flow;
and these are carefully analyzed with the view of either
adding or subtracting service. Such density studies are
more complicated than similar street railway studies because
of the inter-working or interweaving of the different routes.
For example, a given bus route may wind in and out over a
dozen highways if that particular course corresponds to the
movement needs of various portions of the public. As the
result of this inter-working, it may be found that the piling
up of different serviees over one section of a street is unduly
high in comparison with an adjacent section which may be
of more traffice value; or the resultant jam may be such as
to demand new by-passes for part of the traffic. A neighbor-
hood map is shown on page 710 with the bus loading studies
that led to the diversion of an important bus route to take
in St. John’s Wood Road Station.

TABLE I11.—LONDON GENERAL OMNI1BUS COMPANY SERVICES 2, 25, 40, 142
Tickets 1ssued at Rates of Fares
Route 2.—Golders Green & Ebury Bridge

June id 1d 1;d 2d 23d 3d 3id 4d 5d 6d Over Total
1914 s.isaewaans 75,317 352,519 41,871 137,333 11,070 67,662 1,930 32,278 T 719,980
Per cent of total.. 10.5 49.0 5.8 19.1 .5 9.3 3 4.5 vis foo ves 100
WS oooeoramans 5o 311,790 o 159,462 70,650 36,429 16,100 14,341 608,772
Per cent of total 51:2 26.2 11.6 6.0 2.6 2.4 100
Route 25.—Victoria & Seven Kings
NI e SRR 363,949 1,226,065 174,628 394,694 72,469 86,036 25,154 40,207 9, 371 4.401 2,396,974
Per cent of total 15.2 51,2 7.3 16.4 3.6 1.0 1.7 2 0o o 100
TOTE ¢ s o ¢ 5w 5 1,293,495 589,044 217,951 89,841 29 267 18,160 7,844 2,245,602
Per cent of total.. 57.6 26.2 9.7 4.0 1.3 .8 4 100
) Route 40.—FElephant & Castle & Upton Park
B B S 270,833 386,271 121,888 95,106 30,127 21 201 9,837 6,925 662 942,850
Per cent of total.. 28.7 41.0 12.9 10.1 350, 1.0 ot A 100
I soonopepana 220,989 se 89,243 28 097 8,210 alaley 347,716
Per cent of total 63.5 25.7 2.4 .3 5 100
Route 142.—Kilburn Park & Watford
J9T4 s ewsucasss s 7,470 99,490 3,183 30,962 3,975 20,464 3,592 11,243 9,747 10,704 26 551 227,381
Per cent of total 3.3 43.8 1.4 13.6 1.7 9.0 1.6 4.9 4.3 4.7 1.7 100
LOI8 ..o« 5 msner o oiee ey 106 906 B0 53,406 29,245 ¢ 13,488 12,428 9,387 41 746 266,606
Per cent of total.. 20.0 10.9 5.1 4.7 3.5 15.7 100
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Nor are these maps made only in accordance with the
ideas of the traffic department. Ivery attention is given
to suggestions from patrons that direct service be instituted
between such and such places. Sometimes these sugges-
tions are backed up by well-reasoed arguments; other
times, they have no better exeuse than thoughtless selfish-
ness or fancy. For all that, a large number of these sug-
gestions from the publie have led to the making of special
maps and studies of where people come from and go to,
following which the company has revised its routmfrs and
headways accordingly.

It may be stated here that one of the most prolifie sources
of bus service alteration comes from analysis of the short-
haul travel to and from the underground stations. In
London as elsewhere the long-haul rider on the rapid transit
lines may have a fairly long walk between the station and
his home. If he finds a bus beckoning him to get aboard
for a copper, he rides. Need it be added that this kind of
travel would not exist without an attractive short-haul fare?

At this time, with the easing of the equipment situation,
the company is inaugurating a series of short-route buses
which will differ from the longer-route buses in that the
prospective patron will know that these buses will take him
in the same general direction instead of turning off to the
right or left. The first route of this kind is the east-west
service, 3% miles long running from Victoria Station to
Liverpool Street and the Bank of England via Victoria
Street, Whitehall, Strand, Fleet Street, Cannon Street and
Liverpool Street, all of which form practically a continuous
thoroughfare. This straightaway routing popularizes short-
haul travel still further by giving the short rider a vehicle
that will not be filled by those whose destinations are off of
the beaten track.

Because of the complex inter-working of the bus routes,
it i3 vital to arrange that the headways of individual routes
do not conflict on the overlapping sections. The accident
account has proved that it is undesirable to try to have two
buses in the same place at the same time! To avoid such
conflicts as much as practicable, headway checks are made
at all places where the overlapping services do not fit in with
the desired smoothness. For example, as shown in the
accompanying partially-reproduced form, observers sta-
tioned at a common passing point check off with a cross-
mark the passing time of each bus in a given direction. In
this instance, an observer at Finchley Road station set
down the passing times of buses on Services 13, 13A 2 and
%A, using an ink of different color for cach of the four
routes. (The crosses of different colors in the chart have
been replaced with letters.) On transmittal to the traffic
department’s headquarters, these records are transferred to
a headway record sheet which is divided into hours and

ALLOCATION DESCRIBER

ALLOCATION DESCRIBER FOR ALLOCATING BUSES TO THE DIFFERENT
GARAGES FROM DAY TO DAY AND HOUR TO HOUR

minutes as shown on another accompanying chart. The
buses of each route are indicated by individual symbols
which are set down on the sheet with a rubber stamp. With
this record completed, as shown, it is easy to note the
irregularity in bus intervals on different routes and to
observe to what extent this irregularity caused clashing in
the arrival times of buses of different services.

While the graduated fare system in practice on the bus
system shows automatically the classification of riders
according to their possible maximum length of ride for fare
paid, it does not show the on-and-off characteristics with
the desired degree of accuracy. To obtain this class of
traffic data, the company sends out observers to selected
points along a highway served by ore or more bus routes to
make a count of the number of arriving, set down and
departing passengers for each bus of each route. In its
transcribed, completed form as already shown in the route
diversion map, this “Bus Loading Diagram ” presents a
statement of the number of buses that stopped every hour,
of the average load that these buses carried when they
arrived, of the average number of patrons that they set
down and of the average number that they carried off after
taking on new riders. From studies like this, the company
obtains an exact picture of the variations in traffic along
any desired thoroughfare. Such studies must be made
separately for Workdays and holidays; also for different
weather conditions, because a rainy day tends to divert
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traffic to the underground lines while fine weather naturally
causes fluctuations in the contrary direction.

The studies of bus loading also include, at times, a check
of the time of passenger interchange. This period is con-
siderably longer than on American street cars, as indicated
by the fact that 7222 pick-ups and 16,665 set-downs showed
an average of 1.77 seconds per passenger. This compares
unfavorably with the record of one second or less per pas-
senger on American prepayment cars obtained with the
straight 5-cent fare. However, the absence of prepayment
on the hus is more than sct off by the very small platform
of the bus and by the occupancy of most of the platform
space by the stairway and the conductor. Only one person
can board at a time and, contrary to the results with the
reservoir platform of a street car, the rate of interchange
increases as the crowd increases hecause of the slowing up
due to the fact that the first entrants stop to look around
for seats.

On the new forty-six-gcat bhus which is shortly to be placed
on London streets by the London General Omnibus Com-
pany the rear platform is so arranged that passengers can
alight and enter at the came time, thus considerably lessen-
ing the time occupied at stopping points.

From the foregoing account of but a portion of the traffic
department’s activities, it 1s apparent that the comparison
with wilitary practice made earlier in this chapter is amply
justified. Still more striking proof of this is atforded by the
system of bus allocation. It is not the time-table depart-
ment but the allocation officer who decides how many huses
shall he furnished to cach garage and in what dircctions
these buses shall navigate. The allocation officer assigns
o and =0 many buses to each station in accordance with his
conclusions from the traflic data, while it is the fnnction
of the time-tahle department to make the hest possible use
of the husges thus made available for given routes. s an
example of the extraordinary things which can be done, it
may be mentioned that sometimes say five buses run east-
ward from one garage and ten run westward from the
garage at the opposite end of the route: that routes which
have an equal number of buses in each direction one
day may have a ratio of 2:3 the following day (as on
holidays) @ that bus routes of excellent worth in winter are
surpassed for a few summer months by others that are of
little importance at other times, ete. The general day to
day view of these fluctnations can be seen at its best only
on the great map in the office of the allocation officer—a
map that shows the location of every garage and of the
range of action of every fleet of huses on the system.
Through the courtesy of the company, an outside set-up
of this “ Allocation Describer ” was made to sceure the
halftone on page 713 which shows the location of the
garages and plug-ins corresponding to the number of buses
heing shifted about. all superimposed upon a map of
London.

Nore: The second article will describe time-table prac-
tices, fare, auditing, handling of employvees, cafety first
- work. etc.

Many Subscribers Express Support

HE announcement made on Oct. 4+ by ELEcTRIC RATL-

wAY Jourxar and sent to all subscribers in circular
letter form, that publication would be suspended in an
effort to curb the tendency toward radicalism on the part
of the striking printers, has evoked numerous letters from
subseribers in all parts of the country. These letters with-
out exception express their sympathy and support of the
stand which the publishers have taken. Extracts from
some of them follow:

New York City. “ While I will be sorry to miss the ELECTRIC
RATLWAY JoURNAL, I sincerely hope that you and the associated

publishers will hold out against the printers until the radicals
are brought to their senses.”

Waco, Tex. “ ... .1 am in hearty accord with your policy
and consider that each of us can afford to make the necessary
sacrifices in order to curb the revolutionary tendency that is
rampant in America today.”

New York City. “ . ... Ihope you, and the other technical
journals affected by the strike, will appreciate that the entire
sentiment of the public is with you.”

Baltimore, Md. ‘Your circular letter of Oct. 4 to your sub-
scribers hardly calls for a reply, but we wish to let you know
that you have our extreme sympathy, and I am sure that the
street railway fraternity will be glad to be patient with you
and to wish you the greatest success in holding out against
unreasonable demands.”

Washington, D. C. “The JoUrRNAL will be greatly missed
during its ‘vacation,” but the reasons therefor will not be
forgotten.”

Omaha. Neb. ‘“Take all the time you need to settle your
troubles and settle them right. We will be patient no matter
how long it takes you.”

Boston, Mass. ‘1 think you are to be encouraged in the posi-
tion you have taken, and I wish to extend to you my sympathy
and best wishes for the settlement of this matter in a manner
which may be to the interests of the public at large.”

Port Huron, Mich. “We not only commend you for your
action, but you have our sympathies in your endeavor to curb
radicalism.”

Lewiston, Me. “We regret very much not to have the
Jourxarn, particularly at this time immediately after the
Atlantic City convention. However, we would rather suffer
this deprivation than to have you submit to the outrageous and
arbitrary demands of the printers as they have been detailed
in the daily press.”

Los Angeles, Cal. ‘““ More power to your elbow! ”

League City, Tex. ‘“Have worked all my life, but I say,
better suspend publication for a year than grant any conces-
sions to the Bolsheviki who threaten the very foundation of
the nation.”

Denver, Col. “ There is no question concerning the duty of
American industry under the present tendencies, and I wish to
assure you that you have my heartiest support.”

Portland, Ore. “Your decision is commendable, and for the
benefit of all Americans, I hope you succeed in your undertak-
ing. I am in full sympathy with you.”

Framingham, Mass. ‘“Hope you win out and get going soon,
as it must be a lot worse for you than for us, as we know we
will get the news later when you do get the ‘ controller ’ work-
ing again.”

Detroit, Mich. “1 sincerely hope and expect you to win the
printers strike even, to paraphrase General Grant, ‘if it takes
all winter.””

Minneapolis. Minn. ““ . ... would say that I am perfectly
satisfied to have you continue on this bulletin basis as long
as necessary. . . . .. I admire your stand and wish you suc-
cess in carrying it through to its ultimate conclusion.”

Denver, Col. ‘““ At the present time it is up to all right-
thinking people to support those who take the stand that your
organization has done, and to put up with inconveniences to
combat this sinister influence that seems to be wading through
the country.” i

Ottawa, Ont. “1 trust that the publishers will maintain a
united front and overcome the impossible conditions imposed
by the men responsible for the present situation. Your sub-
scribers will give you their hearty moral support and wish you
every success in your fight for right and reason.”

Indianapolis, Ind. ‘“You will unquestionably find that prac-
tically all of your subscribers will be only too glad to suffer any
temporary inconvenience that may be necessary for the sake of
having the strike carried through to a satisfactory conclusion.”

Wilkes-Barre, Pa. ‘“We feel that you have assumed the
proper course, and while we regret not receiving the publica-
tion, we are willing to do without it as long as in your judg-
ment it is necessary to maintain the integrity of your position.”

Similar letters have come in from almost every state in
the Union, and they have been very reassuring to the pub-
lishers of this paper in the stand they have taken. This is
the first time that ELEcTRIC RAILWAY JOURNAL has ever
been suspended on account of a strike, or in fact for any
other reason sinee its foundation, twenty-seven years ago.
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New Jersey Zone Fares in Doubt

Board of Commissioners Wants Principle Upheld but Rates Changed to Give Five-Cent Fare
in Two Zones and One Cent for Each Zone Thereafter—Company Files
Request for Permission to Return to Flat Fare

HE system of zone fares established on Sept. 14, 1919,

by the Public Service Railway provided except in

three minor instances a fare of 3 cents for the initial
zone on any car and 2 cents thercafter for each zone or
fraction thereof traveled. In the three exceptions the fare
was 5 cents for the first zone. A full description of the
system1 was given in the Erecrric Rainway Journaw for
Sept. 27, 1919, page 637.

On Friday, Oct. 23, as the result of hearings held at the
request of the city of Camden for the purpose of abrogating
this zone system, the Board of Public Utility Commis-
sioners submitted recommendations suggesting that the
zone system still be maintained but the rates be changed to
5 cents for the first two zones ridden and 1 cent per zone
thereafter, with an additional charge of 1 cent for a transfer
to a connecting car. The railway had five days in which to
file an acceptance. Commissioner Gaul, who did not favor
the zone system, held out for a return to the flat rate of
7 cents with a 1-cent charge for a transfer, claiming that
the delays in fare collection under any zone system would
drive more passengers away than could be attracted by the
most equitable system.

An abstract of the report and recommendations of the
board reviewing the recent hearings, which were started
soon after the zone system became eﬁectlve concluding with
the minority report of Commissioner Gaul follows :

ABSTRACT OF COMMISSION’S DECISION

The zone system, the commission stated, was inaugurated
for the purpose of testing its feasibility of operation so that
the results could be used in evidence in the pending fare
proceedings. Soon after it was put into operation the city
of Camden protested, at a hearing on Sept. 29, as to its
operation in the city and its environments, claiming that
much confusion attended the beginning of its operation
and that it seriously affected the “business interests of the
city. The result was that a general boycott against the
company was instituted in the hope of forcing a return to a
flat 5-cent fare. This boycott still continues.

On Oct. 8 and before the board had reached any con-
clusion as to modifications necessary, the president of the
railway company appeared before the board and stated the
receipts from passenger revenue were $12,000 per day less
than under the pre-cxisting schedule and that $4,500 of
this loss was due to the conditions existing in Camden and
vicinity. He requested permission of the commissioners
to abandon the zone plan and return to the flat fare of
7 cents with a charge of 1 cent for a transfer.

Hearings on this application opened on Oct. 16 at which
many representatives of the municipalities appeared and
expressed their views, both as to the continuation of the
zone system and the return to the pre-existing flat-fare sys-
tem. Many municipalities urged the board to fix a flat fare
of 5 cents.

It was evident at the hearing that there was a lack of
unanimity of opinion as to the proper fare to be charged,
and upon the suggestion of a representative from one of
the municipalities a conference was held on Monday, Oct. 20,
at President McCarter’s offiee. This conference proved to
be a deadlock, for no agreement could be reached. It was so

reported to the commissioners at the continuation of the
hearing on Oct. 21, where the desires of the municipalities
were further presented.

No one disputed that the zone system had not had a fair
trial. A fair trial of the plan was expected to indicate to
what extent the confusion and delays incident to its instal-
lation could be avoided and what changes in zone limits
should be made. Reasonable co-operation between the pub-
lic and eompany was necessary and was expected.

The opposition which was inevitable from the long-haul
riders, the confusion and delays due to the tomporar}
equipment, the utterances of candidates for political offices
as well as platform declarations of political parties, pro-
duced a misunderstanding of the principle of regulating
charges in accordance with distance traveled. The company
reported, notwithstanding, that after a month’s operation
the zone system was showing an improvement not only
financially but from a traffic standpoint and requested that
it be continued for a while longer.

As a result of its investigations the hoard was eonvineed
that there was a more general appreeiation of the equity of
the zone system than superficial observation would indicate,
but that the charges for long hauls were too high and that
these charges would be p‘ud ‘only where there was no other
means of transpm tation.

The proposal to abrogate the zone plan in favor of the
T-cent flat fare was with few exceptions unf’wombly re-
ceived. The board was urged to restore the 5-cent fare by
many, in the evident sinoerity that if this was done the
riding habit would be increased to such an extent that the
revenues would equal those accruing under the former
7-cent fare. The commission found upon investigation,
however, that such conclusions were erroneous.

The commission held that the public must recognize that
the company could not under existing conditions remain
solvent and afford the service to which the public was en-
titled before the war and that it should be apparent that
rentals, fixed charges, increased cost of labor and materials
could not be met on a 3-cent fare except by impairment of
service. The board said it would not be justified in order-
ing the company to return to such a fare under existing
conditions as such a return would result in the compauy’s
bankruptey, except should it be proved that the rentals
and fixed charges were in excess of what would be justified
by the value of the properties used. Until the valuations
proceedings, which are now in progress. are completed this
could not be ascertained. In the interm any rate of fare
fixed by the board insufficient to meet such rentals and fixed
charges and to provide a proper return on the mvestment
would be contrary to the decisions of the courts.

The contention of the public for lower fares without re-
gard to the effect upon the company, under which the prop-
erties are now operated, the commission stated, was without
merit.

Frat FAreE INEQUITABLE

In its report of July 30, 1919, the board announced that
1t believed flat fares were uneconomieal and inequitable and
from experience since obtained it is firmly convinced that
it was more desirable to work out the principle of charging,
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which will more equitably relate the cost of service to the
length of haul.

It would be ahmost fatal to the principle which the board
is sceking to work out to abandon the plan at this time be-
fore it has had a fair trial, and it therefore seemed to the
board desirable to continue the plan with modifications seek-
ing to meet the objections of the riders and at the same
time encourage resumption of long-haul travel, thus afford-
ing the company revenues from which it was deprived under
the existing charges.

The principal objection seemed to be directed at the
rates rather than at the plan itself, and the board believed
that the objections to the fares which accrue to the long-
haul riders under the prevailing plan have much merit,
particularly where the aggregate fare exceeds the commuta-
tion rates charged on compcting steam railroads. This can
only result in the abandonment of the lines where other
transportation facilities exist. A readjustment of the fares
under the plan is possible.

Calculations were made to determine under existing con-
ditions the results if a flat fare of 7 cents were charged and
it was found that the same revenue would acerue under the
following rates:

Five cents for the first two zones under the plan and
1 cent for cach zone thereafter with an additional charge
of 1 cent for a transfer.

This schedule the Commissioner’s believed would largely
meet the wishes of many, in that it permits a fair ride
within the limits of most municipalities for 5 cents and
also reduces the charges for the long-haul riders sufficiently
in many cases to bring the rates below the commutation
ticket charges on competing steam roads.

In making this report the commissioners belicved the
application of Camden for the abrogation of the zone sys-
tem to be disposed of as it was not the intention in this
report to deal with all the details which affect traffic con-
ditions in that city. .

While there has been dissatisfaction with the zone system
now in cffect, there has been no general boycott in other
parts of the state as in Camden. It is the board’s opinion
that this boycott iz due largely to a mistaken idea that the
hoard can order a 5-cent fare because of the existence of
ordinances cnacted some years ago, which were accepted
by companies that now form a part of the Public Service
Railway system.

‘I'he board believes that the people of Camden upon
reflection will appreciate that the Commissioners cannot
direct the company to charge a certain rate, because the
riding public emphatically declare they will not use the
lines unless that rate is fixed, or that they will inconveni-
encc themselves and even pay more by using other forms
of transportation.

TaE BoARD’S RECOMMENDATIONS

The following is a full statement of the Board’s recom-
mendations : :

“The board therefore refuses the application of the com-
pany to abrogate the zone plan and to permit the company
to return to a flat fare of 7 cents with a charge of 1 cent
for a transfer.

“The board recommends the continuation of the zone
system with a modification of the schedule of fares there-
under, providing for a charge of 5 cents for the first two
zones and 1 cent a zone thereafter with 1 cent for each
transfer.

“The permission of the company to collect the charges
and tariffs above indicated shall be imposed and exacted by
the company and be collected only in the event that prior
to Oct. 28, the Public Service Railway shall file with this
board ifs acceptance in writing of the same conditions as

were set forth in the report of this board in the matter of
the application of the Public Service Railway for a further
increase in rates of fare, dated July 30, 1919.

“The board will retain jurisdiction of the proceeding in
which these rates are permitted to be filed as therein pro-
vided, for the purpose of modifying or abrogating the same
and if the conditions change and as the results of operation
warrant.”

GAUL FOR SEVEN-CENT FARE

Commissioner Gaul in his minority report stated he
believed the zone system impracticable. Although a believer
in the justice of the zone system of fares, the present trial
convinced him that unless some radical change can be made
in the method of fare collection, the delay caused by fare
collection under any zone system will drive more passengers
away than the most equitable system will attract. Con-
tinuing he said:

“The public wants service and is willing to pay for it.
Frequency and rapidity are the essentials of good service
and the number of riders will increase in proportion to
the increase in speed. Therefore, I believe that any system
of zone fares will slow up traffic. T favor, until a valua-
tion of the property can be made, a return to the pre-exist-
ing flat-rate system, which the Supreme Court has held to
be a just and reasonable fare.” ‘

REPLY OF COMPANY IN FULL

The company’s reply to this recommendation was filed
with the commission on Oct. 28 and was a plea for a return
to a T-cent fare. The reply in full follows:

“Public Service Railway has carefully considered the
majority report of the Board of Public Utility Commis-
sioners, dated Oct. 23, 1919, in the matter of the applica-
tion of the Public Service Railway for approval of increasc
in rates and has studied the effect of accepting the recom-
mendation of the board in all its aspects in the hope that
it could see its way clear to accept it.

“The company calls attention to the following state of
facts, some of which are newly developed:

“1. The zone plan of imposing and collecting fares is
extremely unpopular with the public and is generally con-
sidered by the public to be a failure. This is evidenced by
the storm of opposition that it has met with from publie
officials, newspaper criticisms, disinclination on the part of
the public to ride, increase in the number of jitneys operat-
ing in opposition thereto, and a demand for its discontinu-
ance by the State Federation of Labor and both of the lead-
ing political parties in convention assembled.

“2. The said zone plan is regarded as a failure and as
impracticable and unworkable by the employees of the com-
pany, as appears by a communication received by the presi-
dent of the company, dated Oct. 25, 1919—a copy of which
is hereto subjoined :

“Whereas, your employees, members of the Amalgamated
Association of Street and Electric Railway Employees of' Amer-
ica, through their joint conference board, representatives of
the different local Nos. 819, 820, 821, 822, 823, 824, 825, 862 and
880 of the said association, on July 1, 1919, entered into an
agreement with the Public Service Railway & Railroad, which
in Clause 25 contained the following, namely: -

““ Section 25. The employees, members of the association,
will, during the aforesaid period, devote their best endeavors
to the performance of their respective duties in the service of
the company, and will co-operate in every practical manner with
the management of the company in the efficient operation of
the system, including such details as may be connected with
the operation of a zoning system, if the same shall be approved
by the Board of Public Utility Commissions; therefore,

“We, the joint conference board take this opportunity to
state that our members (the motormen and conductors, operat-
ing this system) have faithfully fulfilled the promise therein
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ESTIMATE OF PUBLIC SERVICE RAILWAY OF RECEIPTS UNDER
TWO PLANS

Under zone plan
with 5 cents for
first two zones
and 1 cent for
each additional

For Year Ending Nov. 1, 1920

With 7-cent
flat fare and

1 cent for zone with 1 cent

transfer for transfen

Passenger revenue ......ceeeesen . .$24,000,000 $21,5600,000

Other! operating revenues......... 570,600 570,600

Total operating revenues..........o.oou. $24,570,600 $22,070,600
Maintenance and operating expenses (exclusive

of depreciation) ................. $16,800,000 $17,600,000

Baxes i aie e SAlsshesa o eligkaiel s ok s korsimia ohe 4 ie 2,163,305 1,984,055
Total operating expenses and taxes (exclu-

sive of depreciation).............. $18,963,305 $19,584,055

Operating income before depreciation ..$ 5,607,295 $ 2,486,545

IDEPTECIALION oo o oraimin o o oraisi e o eiviointe ss 0 800,000 800,000

Operating incOMe sa e« +same i s siee s & oapss 4 66 $ 4,807,295 $ 1,685,545

Other operating income..........ceoeueees 10,000 10,000

Non-operating IHNCOME ...ccovvevecossosans 182,000 182,000

GITOSSEINCOINE! o5 ues s i1s amve v seom) e 4 56 HEmi8 1 5 5 $ 4,999,295 $ 1,878,545

Car-mileS v.eieveenneeeineneneoanenn $57,000,000 $57,000,000

CAFNOULS . s - - witiss o o ilmisheieis 3 5/6 kho 415 51 6,000,000 6,600,000

It thus appears that the 7-cent flat fare, with a penny for a transfer, will
produce $2,500,000 more gross revenue than the rate recommended by the board,
and approximately $3,100,000 more net revenue than the rate recommended by
the board; and it further appears that the revenue provided by the 7-cent fare,
with one cent for a transfer, is not in excess of the amount required by the com-
pany to pay its operating expenses, taxes and fixed charges, and to set up the
amount heretofore prescribed by the board annually for depreciation.

made, and have given this system a thorough and complete
trial.

“ Joint conference board fully expected that the almost unani-
mous public condemnation of this system would lead to its
abolition at the hands of the Board of Public Utility Commis-
sioners, and therefore eliminate the necessity of any action on
our part, however,

‘“The Board of Public Utility Commissioners have seen fit to
extend the operation of this system, with even further compli-
cated operation, and in justice to our membership, we can no
longer remain silent, but do hereby express our opposition and
condemnation of this method of operation on the following
good, practical and undeniable grounds:

“ Motormen have for years been taught by the company that
their entire attention should be given to the safe operation of
their car, and consequently the safety of the passengers and the
public in general.

“Under this system the minds of the motormen are dis-
tracted from the principal and vital duty, by virtue of their
being compelled to issue zone checks, and change indicators
and checks in accordance with zone car is in, and the con-
tinuous remembrance of the same. With the coming of winter,
the issuing of zone tickets by motormen will be practically
impossible.

“That this is dangerous in the extreme is proved by the un-
precedented number of car collisions and other front end acci-
dents, which have occurred during the past month.

“These have resulted in loss of life and limb, considerable
damage to property, and the discharge of a number of our
members.

“The collection of fares to be practical and just, should be
confined to the conductor, who is responsible, and not under
dual control, and subject to mistakes by the motorman.

“Under this method the collection of fares is confusing and
irritating to the public, and results in a general and decided
slowing up of service.

“The joint conference board has no desire or intention to
enter any controversy on the fare question, but take their atti-
tude from a practical and operating standpoint.

“We urgently request the Public Service Railway Company
to abandon the present method of operation as soon as possible,
S0 that normal service can be restored, accidents decreased and
the men given a chance to work with a greater degree of safety,
confidence and justice than is now possible under the present
complicated and objectionable system.”

As experience with the zone system has proceeded, it has
become clear to the operating officials of the company that
the slowing down of the system, solely by reason thereof,
is a serious matter—approximately 10 per cent. This
entails serious inconvenience to the public and involves
the operation of a larger number of car-hours to accomplish
the same result.

“4. The zone plan of operation not only involved a
slowing down of the service, but of necessity a substantial
increased operating expense to take care of the increase in
the larger number of car-hours of operation made neces-
sary by it. It is estimated by the operating officials of
the company that this increased item of cost alone will
amount to $600,000 per year. In addition thereto, it has
been demonstrated in experience that the increased check-
ing and accounting caused by the complications of the zone
system, over and above the flat fare system hitherto in effect,
will cost the company $200,000 per year. The annual
expense of operating the zone system, therefore, to produce
a given amount of gross revenue, would exceed the operat-
ing expenses under the flat fare system by at least $800,000
per year.

“5. The company has made as carefully an estimate as
possible of the revenue that would be derived and the
operating results obtained for the year ending November 1,
1920, under the 7-cent flat fare, with the cent transfer, and
under the zone plan recommended by the commission of
5 cents for the first two zones and 1 cent for each additional
zone, with 1 cent for a transfer. The estimate of the results
to be obtained under the 7-cent fare, with a penny for a
transfer, are based solely upon experience gained under
this rate while it was in force. The estimate of the rate
proposed by the board is the deliberate judgment of the
company’s operating officials in the light of present-day
experiences. Whatever deviation, if any, there might be
from these figures, due to present unsettled conditions,
would, in the judgment of the company, apply to both
propositions.

“6. The present zone rate should no longer be continued
in force, because it meets with the approval of nobody
and is entailing upon the company a loss of more than
one-fourth of its anticipated revenue. )

“The company stands ready to substantiate under oath,
through its operating officials, the statements herein con-
tained, if it should seem wise to the board to take proofs
in reference thereto.

“The company is of the opinion, for the foregoing rea-
sons, that the whole zone system project is a practical fail-
ure, at least as applied to this property, and should be
immediately abandoned and that the company should at
this time return to a flat fare of 7 cents with a penny for
a transfer. The company, therefore, is unable to accept
the recommendation of the board and renews its application
to return to the flat fare of 7 cents with a penny for a trans-
fer, which rate has already been approved by the Court of
Errors and Appeals of the State of New Jersey. The com-
pany expressly states, however, that this rate under present
operating conditions, will only keep the company going,
will not yield it any return upon its capital stock invest-
ment and is not the rate to which the company is entitled.”

COMMISSIONERS REFUSE FLAT FARE

The Board of Public Utility Commissioners on Oct. 30
denied for the second time the application of the company
for a flat 7-cent fare on all its lines. The board leaves
the next move in the fare controversy to the company, sug-
gesting as it did before that the zone fare system be con-
tinued under the rates previously suggested by the board—
5 cents for the first two zones, a cent for each additional
zone and a cent for a transfer.

Tt is stated that if the company refuses again to accept
the board’s, recommendation, the present rate of fare—
3 cents for the first zone-mile and 2 cents for each zone
thereafter—will remain in effect until the board fixes a
permanent rate.
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R. E. McDOUGALL

Claims Men Discuss
Accident Prevention

At the Atlantic City Convention the Claims Associa-

tion Adopted a Resolution to Further the Public

Safety Movement and Discuss Accident with Refer-

ences to the One-Man Car—S. B. Hare Was Elected
President

[’
S

S. B. HARE

Sew)

President

UPPLEMENTING the digest, printed in the special

report issue of this paper. dated Oct. 11 and mailed

from Baltimore, Md., of the proceedings of the con-
vention of the American Electric Railway Claims Associa-
tion held at Atlantic City, N. J., Oct. 6 to 9, it is now pos-
sible to print abstracts of the papers which were pre-
sented, with further notes on the discussion.

At all of the sessions R. B, McDougall, elaim agent New
York State Railways, Rochester, N. Y., president of the
association, occupied the chair and acting-secretary J. S.
Kubu, appointed to fill out the unexpired term of Miss
Carrie M. Swartz, ably assisted the chairman.

Monday’s Session

On Monday afternoon President McDougall fittingly
opencd the convention by referring to the life and work
of B. B. Davis, who had heen the assoeiation’s scerctary
from its organization until his death i November, 1917,
A resolution by way of tribute to the memory of Mr. Davis
was passed, its substance being as follow:

Benjamin B. Davis was born in Albany, N. Y., on December 31,
1849, He removed at the age of nineteen to Baltimore, Md.,
where he engaged in business with his uncle. Subsequently he
was connected with the Philadelphia Rapid Transit Company,
leaving its employ to enter the secret service of the federal
government. In 1895 he became claim adjuster for the Colum-
bus Railway, Power and Light Company, continuing until he
died on November 21, 1917.

At the time of the organization of the Claims Association in
1904 Mr. Davis was elected its secretary and treasurer, which
offices he held until the time of his death. During this period
his genial disposition and wholesome companionship won for
him the respect and esteem of his associates. Prompt in busi-
ness, thorough and efficient in the performance of his duties,
his high ideals and manly principles won for him an undying
attachment from his fellow men.

Mr. McDougall then read his presidential address, the
substance of whieh was given in the report issue, page 83.
Following this a paper on “A Claim Agent’s Expe-
rience with One-Man Cars,” by Alves Dixon, claim agent
El Paso (Tex.) Electriec Railway, was read by E. C.
Carpenter in the author’s absence. An ahstract of this,
together with one of a communication sent by H. G. Winsor
and read by T.. S. Hoffman, appears elsewhere in this issue.

In the informal discussion of the subjeet William
Tichenor, Indianapolis, Ind., told of the experience of his
company with safety cars in Terre Haute, where the cars
are very popular. He said: “The people like them ; and
if the pcople like them, I am for them: anything to get
the people on good terms with the company.” E. F.
Schneider, Cleveland, Ohio, said that in Elvria one-man
cars have been in operation for two years without a single
platform accident. While the experience of the company
in this field has been limited, it has had good success with
the cars from the accident standpoint.

Following the discussion on one-man cars, Mr. Tichenor
proposed certain changes in the standard classification of

President-Elect

accidents and, after discussion showing that the members
appreciated the importance of the subject, a motion was
passed referring the matter to the joint committee of the
Accountants’ and Claims Associations on standard classi-
cation of accidents and accident accounts. Mr. Tichenor’s
motion was printed in the earlier report.

Tuesday’s Session

At the session held on Tuesday afternoon L. J. Tynan,
attorney Public Service Railway, Newark, N. J., read a
paper on ““ The Advisability of Fixed Schedules for Injuries
to Persons Other than Employees.” In prefacing his
paper, Mr. Tynan said that his conviction was that when
a corporation or person has, either through negligence or
willfulness, caused an injury, full compensation for that
injury should be made; further, that the classification of
injurics according to their mere physical characteristics
and the fixing of a price thereon that shall pay for the
damage ean never meet the requirements of making good
the injury to the person hurt. An abstract of his paper
appears elsewhere.

Mr. Tynan’s paper was scheduled for discussion opened
by E. P. Walsh, St. Lous, Mo. Mr. Walsh was unable to
be present, but he wrote stating that the position taken
by Mr. T'ynan is the only logical one and he agreed heartily
with Mr. Tynan in his conclusions. The discussion was
then opened by C. G. Rice, Pittsburgh, Pa.

Mr. Rice began by urging that something should be done
to call the attention of the higher officers 1 the railway
companies to the work of the claims men, in order that the
latter might more nearly approach the position of respect-
ability and dignity to whieh they are entitled but seldom
rcach. He also gave the results of an investigation which
emphasized the seriousness of the matter of settlement for
accident eosts. A canvass of a large number of cities indi-
cated that nearly 5 per cent of the total gross revenue goes
for this purpose. and he pointed out that if the directors
and other officials in the company would give proper atten-
tion to these sources of loss, it would be easier for the claims
nien to solve some of their problems. His idea was that the
cost of aecidents ean be reduced by reducing their number,
and by having passengers pay for insurance, just as they
do when traveling on steam roads or when checking baggage.

Mr. Rice did not take the same position as Mr. Tynan,
for he said that if workmen’s compensation is fair, then why
should not the same prices to the public be fair? His
thought, however, was that there ought to be some kind of
limitation to the liability for damage by accident to persons
other than employees, as it is manifestly unfair on a 5-cent

contract to have the possibility of collection of a verdict of, -

say, $75,000, in cases where the liability is disputed. John
J. Reynolds, Boston, Mass., supported Mr. Rice, stating that
fully ten years ago, Russell A. Sears, general attorney of
Boston Elevated Railway, considered this subject from the

-
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standpoint of lessening damage cost. Tor himself Mr.
Reynolds said that from discussion of the subject with the
leading casualty managers and attorneys in Boston he
knows that they consider the principle of reducing cost of
accidents under a compensation scheme to be sound. If it
can cver be applied, it will effectually abolish the “ambu-
lance chaser.”

In closing the discussion Mr. Tynan called attention to
the fact that in the matter of damages the pedestrian and
the passenger are in entirely different classes. It might be
possible, he thought, for the state to allow a transportation
company to limit the damages recoverable by passengers
through the negligence of a motorman or conductor or other
servant of the company ; but even the state could not permnit
us to limit the amount recoverable by passengers hecause of
the negligence of the company as a company. For example,
if a car 1s derailed because of defective rail that is a com-
pany matter, but if a car hits another car and a passenger
is thrown to the floor the accident in this case 1s due to the
negligence of the motorman.

Wednesday’s Session

Mr. McDougall opened the meeting on Wednesday after-
noon by reading his paper on ‘ Organization for Public
Acecident-Prevention Campaigns.” This and the discussion
on the paper by (. B. Procter, Memphis, Tenn.. are
abstracted elsewhere. The paper elicited a vigorous discus-
sion. In response to a question as to the cost of the
Rochester campaign, Mr. McDougall said that at the start
the sum of $400 was raised by contributions. When the
general campaign was undertaken in 1918 a fund of several
thousand dollars was raised, the National Safcty Council
sending Julian II. Harvey to act as secretary. The city
money was spent simply for hall rent, moving pictures,
publicity, ete. For the next six months’ expenses, the sum
of $6,000 was raised by contributions from the Chamber of
Commerce, the utilities and other business concerns. Be-
ginning with May, 1919, the sum of $1,000 per month has
been contributed from the city “war chest,” which after
the termination of the war was continued as a community
chest to take care of all hospital, charitable and general
welfare enterprises of the city.

Another question brought out the statement that among
railway employees the company co-operated in the campaign
by having appropriate addresses delivered before the men,
by holding meetings of the inspectors where precautions as
to danger points, questions as to the reasons for accidents,
ete., were considered.

Following Mr. McDougall, H. O. Allison, New Brighton,
Pa., told of the wonderful results of publicity in reducing
accident claims in the Beaver Valley. Special advertising
regarding accident claims was fruitful and the company
settles its claims with practically no lawsuits. He caid that
in his opinion the secrccy which surrounds accident settle-
ments has a tendency to exaggerate the ideas that people
have regarding possible collections from the companies.
Mr. Allison said that it is his.practice, as safety engineer of
his company, to get suggestions after every accident as to
how a repetition can be prevented. IHe had found that,
supplementing the hulletin service of the National Safety
Council, it is very effective to use bulletins regarding acei-
dents that have occurred to men on the company’s lines.

Mr. Rice said that any safcty movement must be sys-
tematic and persistent ; that « the brass band method is not
worth a cent.” It does not matter how people are brought
to think of their own safety as long as this is done. TRefer-
ring to the Rochester campaign, Mr. Rice said that a much
larger one was put on in St. Louis under the direction of
the Safety Council with even more far-reaching results.
The work has also been inaugurated in western Pennsyl-
vania with a section of the National Safety Council which
is doing splendid work. The funds for this work will be

raised through the finance committee, the intention being
first to raise $15,000. The Pittsburgh Chamber of Com-
merce, the County of Allegheny, the City of Pittshurgh
Council and other agencies will contribute.

Mr. McDougall then read a letter from Charles Hardy
of St. Louis, telling of the result of accident-prevention
work in that city. Last year at the time of the National
Safety Congress in the city a safety week was “staged,”
with a material reduction in the fatal and other accidents.
On motion it was also decided to incorporate in the minutes
a copy of the paper presented by C. M. Talbot before the
National Safety Congress on the subject: “ The St. Louis
Plan of Public Safety.” The same action was taken with
respect to an article quoted by Mr. Rice in his informal
remarks; and to a paper written by J. J. Reynolds for the
mecting of the association proposed for 1918 but not held,
on the subject: “ Advantages Derived from Definite Prin-
ciples and Policies in Claims Work.”

The meeting then adjourned to the Tippodrome, where
A. J. Van Brunt, Newark, N. J., showed a moving picture
film entitled “ Comrades of Success,” which had been
prepared for the Public Service Railway.

Thursday’s Session

The first item on the program Thursday afternoon was
the statement by President McDougall as to the use which
the membership is making of the Hooper-TTolmes Index
Bureau. It appears that during three years past nearly
11,000 inquiries have been sent to the bureau by members
of the association, and the bureau has been able to report
back on mnearly 2,000. Mr. MeDougall pointed out that
the association is paying $500 a year for this service and
the members ought to make use of it.

E. C. Carpenter, chief claim agent Northern Ohio Trac-
tion & Light Company, Akron, Ohio, then read his paper
on “ Speed and Its Relation to Accidents.” This, together
with a written discussion prepared and read by H. K.
Bennett, Boston, Mass., is abstracted elsewhere. In sup-
port of the eontention made in his paper, Mr. Carpenter
quoted recent experience in Akron where, after motormen
had been found to be exceeding the proper maximum
speed of their cars a series of arrests and fines resulted in
a decrease in accidents by 40 per cent. George Carson,
New York City, while agreeing with operators who contend
that high speed shonld be used when it can be used safely,
supported Mr. Carpenter in regard to the dangers of
overspeeding. '

At this point President Pardee of the American Asso-
ciation eame in and complimented the Claims Association
on the work that it had been doing. MMr. Bennett then
presented a resolution to the effect that the incoming execu-
tive committee be requested to appoint a standing committee
on accident prevention to co-operate with other national
bodies interested in the samre work. This was passed. In
response to a question Mr. Van Brunt explained the work-
ing of a company section.

The next business was the election of officers for the
ensuing year, which resulted as follows: President Samuel
B. Hare, Altoona, Pa.: first vice-president John .J. Rey-
nolds, Boston, Mass.; second vice-president C. G. Rice,
Pittsburgh, Pa.; third vice-president, Wallaee Muir, Lex-
ington, Ky. ; secretary-treasurer John S. Kubu, Utica, N. Y.

Mr. Hare then took the chair and reccived a motion,
which was passed, to the effcet that the executive committec
be instructed to redraft the plans and purposes of the
organization along broader and more construetive lines,
and to report the result at the next convention. Messrs.
Rice, Carpenter and MeDongall were appointed as a com-
mittee to take up this matter and report at the mid-wintesr
meeting of the executive committee.

President Rice then proceeded with the appointment of
cominittees. He stated that the executive committee will
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comprise H. D. Briggs, chairman, E. L. Lindemuth, C. B.
Procter and H. G. Winsor. Among the general committees
was the new committee on accident prevention, composed
of Messrs. McDougall, Rice, Weh, Drown and Bennett.

A Claim Agent’s Experience with
One-Man Cars*

By Arves Dixox
Claim Agent El Paso (Tex.) Electric Railway

FBALIZING that there is no more important subject

confronting the street railway claim agents of the
country than acmdent prevention, and with a full apprecia-
tion of the responsibility of presenting my experience and
opinions to this association, I have carcfully analyzed my
records and will, so far as T am able, discuss one-man car
operation with absolute impartiality. I make this explana-
tion in the beginning for the reason that I am afraid that I
might let my bias in their favor influence my opinion and
cause me to make statements not altogether in keeping with
the facts. To avoid this, I have classified all accidents
occurring on our lines during the time we have had the one-
man car in operation, and will present them to you with
such comment as may be necessary to the proper under-
standing of them.

At the outset I was confronted with the proposition that
comparisons between one-man and two-man cars on a mile-
age or “ passengers-hauled ” basis are misleading, for the
reason that the one-man cars are run on thickly congested
lines where the probability of accident is many times greater
than it is on the lines serving outlying sections in which
the heavy, double-truck cars are still being used. Despite
this fact the figures are decidedly in favor of the one-man
cars, and collisions with automobiles are not nearly so
destructive. The light weight of the one-man cars, and
the ease and promptness with which they can be slowed
down are large factors in their favor in congested districts.

Step accidents, in so far as they apply to cars in motion,
have been practically eliminated, and the formerly frequent
accident arising hecause passengers left the cars while the
conductor was flagging at a railroad crossing is a thing of
the past. A prominent union official, in a recent attack on
the one-man car, drew a horrible picture of the danger of
collisions at railroad crossings, with the passengers penned
up “like rats in a trap.” Could anything be more absurd ?
In an experience of more than twelve vears, I have never
known of a passenger on our lines killed or even seriously
injured in collisions with steam trains, except in several
cases where they jumped from the car. If it is safe for a
man in an automobile to cross a railroad without stopping,
certainly there should be no question as to safety when a
motorman stops his car and looks in both directions before
crossing.  We believe that the undivided responsibility
which exists with the one-man car will practically eliminate
collisions between street cars and trains. In connection
with past accidents at railroad crossings I cannot recall an
instance in which there was not a dispute between the
motorman and the conductor as to whether or not the latter
had given the signal to proceed. During one and one-half
vears of operation of the one-man cars, we have had but one
collision or, rather, “ close call ”” of collision with a train.
That was due to the “loss of his bearings” by a new man
who ran into the side of a freight train on a dark night.
Possibly if the car had been of the two-man type the con-
ductor might have come forward and told the motorman to
stop for the crossing, but this is hardly probable.

It’s an old saying in our business that “ accidents occur
when they are least expected.” This, of course, is obvious;
if they were expected, necessary means to avoid them would

* Abstract of paper read at meeting of American Electric Railway Claims
Association, Atlantic City, N. J., Oct. 6, 1919.

be taken. Accidents on “big days” are rare, generally
speaking, because every man is on the alert, expects trouble
and avoids it. With the one-man car, the operator has no
chance to become sluggish ; he is always keyed up. He can-
not put the responsibility on the man on the other end of
the car, and no arguments are possible. His responsibility
keeps him busy ; his undivided attention is necessary to the
successful operation of his car. With his mind on his work
the probability of accident is greatly reduced.

The data for our property are given in the accompanying
table. Derailments, accidents near cars, and accidents to
employees except while operating cars, have been omitted
and only those attributable to actual operation are included.

ACCIDENT DATA, EL PASO ELECTRIC RAILWAY
FirsT FOUR MONTHS OF SECOND YEAR (APRIL 1 TO AUGUST 1, 1919), COMPARED
WITH First YEAR (Aprin 1, 1918, To ApRIL 1, 1919), SHOWING BoTH
ONE-MAN AND Two-MAN CAR OPERATION

Total mileage one-man cars April 1, 1918, “to April 1, 1919.......... 1,065,922
Total mileage one-man cars April 1, 1919, to Aug. 1, 1919 ........... 428,147
Total mileage two-man cars April 1 1919 to April 1, 1919...... oo, 1,362,992
Total mileage two-man cars April 1, 1919, to Aug. 1, 1919, Rty ert 274,020
AccipENTs PER 10,000 CAR-MILES
Omne-Man Two-Man
First First
Four Four
Months, Months
First Second First Second
Year Year Year Year
Collisions with pedestrians.............. 0.13 0.07 0.09 0.34
Collisions at railroad crossings.......... 0.01 Qi 0.01
Collisions between cars of company...... 0.26 0.09 0.41 0.45
Collisions with automobiles............. 1.57 1.42 1.17 1.46
Collisions with other vehicles........... 0.26 0.21 0.18 0.33
Collisions with animals...........0.0u. 0.01 000 0.08 0.11
EQuipment & s o o s sm o 6w o 5 080 @ 5w 0.02 0.07 0.04 0.07
Boarding (Cars’ u s v s mws s s s w0 s 5 @us o & wwe 0.13 0.11 0.33 0.49
TN IESEOTIICATS v o1« reietqt o o Fo el o s ol sYalntats 0.27 0.34 0.51 0.56
Alighting from cars........coovevnvvnnns 0.13 0.18 0.46 0.73
PFalling from, €ars.. s cwivsssmesssane o coa one oee
Stealing £1des w: s« wwe v s wwre o 45w o o 9 o 0.01 b 0.02 Soo
Doors, gates, guard rails........cov0uvn wat 0.16 500 0.19
Ejectments and disturbances............ 0.08 0.09 0.08 0.21
MisCellaneoUs o amis. s s iwie s 3 iitin 5 o bibiern s 0.20 0.21 0.35 0.36
Totals oveisssmwssnmesss smms s smmas 3.03 2.95 3.95 5.30

The outstanding feature of this comparison is that while
the two-man car shows a considerable increase in total acci-
dents per 10,000 car-miles, the one-man car shows a slight
decrease. During the first four months of the second year
of one-man-car operation there was a decrease in one-man-
car collisions with automobiles and an increase in the
two-man car automobile collisions. The constant increase
in the number of automobiles from month to month and
the heavy automobile pleasure riding during the summer
months necessarily increased the accident hazard for this
four-month period compared with an entire year, and the
two-man car having already been developed to its capacity
was unable to show any improvement. The one-man cars,
notwithstanding the increased probability of accident, con-
tinued to gain in efficiency.

During both periods covered the one-man car shows a
smaller number of collisions with automobiles per 10,000
car-miles, and this although it operates a much greater
proportion of its mileage through the congested business
districts than does the two-man type, with consequently
greater collision hazard. During both periods practically
all collisions with animals were with the two-man cars,
indicating that they make more mileage in the outlying
districts where the “animal ” hazard is far greater and
where the “ automobile ” hazard is consequently less. Even
in the item of “ejectments and disturbances” the one-
man car makes the better showing, probably because the
operator is too busy to engage in argument with his
passengers.

In my opinion the one-man car is not an absolute panacea
for the accident evil. It has wonderful possibilities which
even yet have not been thoroughly developed, but its opera-
tion requires serious study. Like a musical instrument, it
cannot do it best work wuntil it is thoroughly understood
and its capabilities mastered.



October 11, 1919

EvrEcTrIiICc RAILWAY JOURNAL

V21

Written Discussion on Mr. Dixon’s Paper
By H. G. WINSOR

Claim Agent, Tacoma Railway & Power Company
Tacoma, Wash.

HI statistics presented by Mr. Dixon show that he

has studied the subject very carefully with a full realiza-
tion of the importance which such a radical change in the
operation of equipment has in connection with accident
costs. While I do not agree with him in somc of his views,
it may be that our experience has been so limited and that
there are so many phases to be considered, that full and
frequent discussion and data covering a period of years will
be necessary before we can judge as to the advantages and
disadvantages of the one-man car from a claims-cost stand-
point.

The success of the one-man car seems to be demonstrated
and its utility in providing satisfactory service for short-
haul business is generally accepted by the public as an
improvement over former conditions. Consequently we
can safely anticipate a general adoption of this type of
equipment, whatever the results may be so far as the acci-
dent hazard is concerned, for we must consider that our
total claims expense is such a small percentage of the total
costs involved that it can be considered only as subordinate.

It is our business, then, not to approve or condemn the
equipment but to search out the defects which increase
accident costs, and to endeavor to correct such as we find
without impairing the economy of operation.

Mr. Dixon gives his opinion that comparisons between
one-man and two-man cars on a mileage or passengers-
hauled basis are misleading and not comprehensive. I can-
not agree with this view because the unit of hazard in
accident costs is the individual passenger regardless of
whether he is carried on a one-man or a two-man car. A
car carrying a capacity load of 100 paying passengers safely
to their destinations is certainly entitled to more credit
than one carrying one-half that number.

Our company has been operating one-man cars for
practically the same period as that covered by Mr. Dixon’s
statistics and with approximately the same general results.
However, we do not feel safe in assuming that comparative
figures under the conditions of the past two years are reli-
able enough to warrant a conclusion as to the real merits
of the new type of car, for the following reasons: First,
a large percentage of our most reliable and experienced
men were selected to operate one-man cars, leaving the men
of less experience for assignment to the older type of equip-
ment on which their duties are not so exacting or compli-
cated. Second, a comparison between results obtained in
1918, when a large number of our best men were in the
army, and 1919, during which we have been rapidly return-
ing to normal conditions, would likely be misleading.

If each member company operating a considerable num-
ber of one-man cars would submit to the association during
the next two years statistics similar to those given in Mr.
Dixon’s paper, with the possible addition of costs per 1000
passengers carried, we could make some valuable deduc-
tions and profit materially by the information received.
Such a course would undoubtedly disclose the danger points

and enable our companies to take whatever action is deemed

necessary.

Undoubtedly we all agree with Mr. Dixon when he states
that the undivided responsibility in one-man car operation
is beneficial, provided that the mental and physical capa-
bilities of the operator are in all cases equal to service
requirements. It is obvious that an efficient operation of
any vehicle under present traffic conditions should demand
the service of an intelligent person, that care should be
exercised in the selection of operators and that strict
obedience to traffic rules should be insisted on.

In the operation of the one-man car we have found a
rather serious condition in an increase of boarding and
alighting accidents which apparently failed to develop until
after our safety cars have been in service for some time.
While the door mechanism is supposed to prohibit the open-
ing until after a car comes to a full stop as well ag the
starting of the car before doors are closed, the history of
the “ auto-motoneer ” has been repeated, and it now seems
to be a pleasurc for operators to defeat the purpose for
which Mr. Birney gave us the electrically-controlled door.
Consequently, one of the most expensive types of accident
has increased rather than diminished. T have been advised
that some companics, to guard against this trouble, have
required operators to finish collecting fares in all cases
before starting cars. This, however, congests traffic on
busy streets where cars run on headway of say one minute
or less, although it may possibly help to some extent so far
as boarding accidents are concerned.

A particularly dangerous condition in one-man car opera-
tion is in “ wye-ing ” at points where traffic is to any extent
congested. The danger incident to this condition can be
avoided only through the exercise of the greatest caution
by the operator.

A point which in the final analysis may have considerable
effect on accident costs is the difficulty experienced by opera-
tors in serious injury cases where immediate attention
must be given the injured party; of course this duty must
be performed first with the result that few if any witnesses
are secured.

As Mr. Dixon states: “the one-man car has wonderful
possibilities ”; speaking generally, its success is assured.
We must study its advantages and profit by them; discover
its disadvantages and if possible correct them. Co-opera-
tion in working out these problems will bring the desired
results quickly and effectively.

A Fixed Schedule for Injured Persons Other
Than Employees *

By L. J. TyNax
Public Service Railway, Newark, N. J.

N MOST STATES there are compensations for injuries
Iunder fixed schedules in workmen’s compensation acts,
and doubtless the thought has arisen that the principle, so
far as concerns a schedule, might be applied to our relations
to the general public. But the circumstances and conditions
that surround our relations with our employees are so dif-
ferent from those that surround our relations with the
public that one case is no guide or precedent for the other.
In my opinion a fixed-schedule plan applied to the general
public would be impracticable and unfair, and would con-
flict with the federal Constitution.

The schedules contained in workmen’s compensation laws
are based, in most states, upon implied contractual relations
existing between the employer and the employee. If the
law provided simply that the employer should pay certain
moneys to an injured servant, regardless of whether or not
the employer was to blame for the injury, I am confident
that such a taking of the employer’s property would be
unjustified under the constitutions of most of the states.
In New York, after one workmen’s compensation act was
declared void, the people adopted a constitutional amend-
ment providing in effect that the constitutional protection
afforded to private property should not control the relation
of master and servant in accident cases. The New York
Legislature was therefore enabled to enact a workmen’s
compensation law without resorting to the expedient of an
implied contract between the parties to bring the law
within the constitution.

* Abstract of paper read at meeting of American Electric Railway Claims
Association, Atlantic City, N. J., Oct. 7, 1919.
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In workmen’s compensation, in the absence of a constitu-
tional amendment permitting such statutes, and in the
absence of an implied contract such as has been resorted to
in New Jersey, there are two points of conflict with those
provisions of our federal and state constitutions which aim
at the protection of private property. Iirst, the employer
is compelled to pay, whether he 1s to blame or not. Second,
the schedule of compensation compels the employer to pay a
fixed sum for an injury, regardless of whether or not the
injury is worth that amount; and the same schedule com-
pels the workman to accept that fixed amount, even when
the damage is worth more. I have no quarrel with work-
men’s compensation laws; they have done, and are doing
great good, and they denote substantial social progress. I
merely point out the elements underlying the fixed schedules
of compensation in those laws to demonstrate that they in
no way form a precedent for fixed schedules in dealing with
the public. We cannot make a contract, expressed or im-
plied, with each member of the public that we will pay for
an injury whether we caused it or not, even though we
limited the agreement to injuries received on our respective
properties.

There is a federal employer's liability act relating to
inter-state commerce, which contains no schedule. The
injured man must prove negligence, but the statute pro-
vides that the common-law defenses, such as for example
as the fellow-servant defense, cannot be raised. The injured
man is given an open road if he can prove negligence on the
part of the employer, and the question of the amount of
damages is left to the jury. There would doubtless be con-
stitutional difficulties in the way of the fixing of a definite
schedule by Congress. There would be no justification in,
and no reason for, a fixed schedule under the federal law
unless the law also adopted the plan of compelling payment
for injury whether blame existed or not.

One of the possibilities which mdustry has to face is that
workmen’s conrpensation laws may some day do away with
the schedule, and give the injured employee such compensa-
tion as a jury shall fix. This should be a great burden on
industry. We are able to get along under the present work-
mien’s compensation laws because, while we probably pay
twice as olten as we would if our payments were limited
to cases in which we were to blame, each time we pay only
about half what the damages amount to, and thus we secure
an average that docs not greatly exceed the old system.

In cases of injuries suffered by the general public we
shall necessarily continue to pay only when we are to blame,
and when the injured person has not been guilty of con-
tributory negligence. It follows as a matter of course that
when the injured person does recover damages from us, he
is entitled to recover full compensation for the injury he
has suffered. Compensation for damages has so many
intricacies that an attempt to make a fixed schedule is out
of the question. The tip of a finger might be of vast impor-
tance to a musician, but might be of relatively little worth
to the iceman. These arc matters for a jury.t

Working, as we all are, under a federal constitution which
forbids deprivation of property without due process of law,
any legislature which attempted to fix the amount of money
which would be allowed to an individual for a given injury
would be enacting an unconstitutional statute. It is true
that in a number of states damages recoverable for death are
limited by statute. The rcason that such a limitation can be
made in death cascs, whereas it could not be made in other
cases, is that at common law no damages could be recovered
for the death of a human being. As a result damages for
wrongful death are allowed only by virtue of statutes, and
it follows that the legislature enacting a statute allowing
actions for damages for death, can make such conditions in
those statutes as it pleases, for damages for wrongful death

t+ At this point Mr. Tynan gave a number of citations to show the basis of
compensation for injuries.—EDbs.

are not among the things which, under our federal consti-
tution, can be classified as property. However, none of
these states, so far as I know, fixes an amount to be paid for
a death ; they fix merely the maximum, leaving the amount
to the jury.

Another fact to be borne in mind is that juries often com-
promise verdicts, and this has a bearing on the question of
fixed schedules. Of course, a jury strictly speaking has two
functions; to determine whether the defendant is to blame
and, if he is to blame without any contributory negligence
or other such defense to relieve from the consequences of
that blame, to take up the subject of damages. In actual
practice jurors blend their two duties; comparative negli-
gence enters into their consideration. Considering what
juries are and what evidence, as it is heard in the courts
from day to day, is we must consider compromise verdicts
as an actuality.

A fixed schedule would have a peculiar bearing on the
subject of settlements. If the injured person was in a
position where he would get, as a fixed and statutory fact,
$5,000 or nothing, so that the only question open to debate
with him was whether or not we were negligent, and whether
or not his negligence contributed to the result, we should
have a hard time to convince him that he should give us a
release for $1,000 instead of $5,000. Furthermore, new
legal questions might arise, for no settlement would carry
with it full payment for an injury. A compromise would be
on the question of liability alone. If we should pay any-
thing, we should pay all; and we would have to be careful
that the payment and release did not raise an inference of
liability that might result in the release subsequently being
attacked for not having sufficient consideration to support it.

Workmen’s compensation cases, owing to their fixed
schedules and the fact that compromises are not allowed,
present an unusunally difficult problem to the legal depart-
ment. In accident cases involving the public, the opinion
of the legal department often is inconclusive. A settlement
up to say 50 per cent of actual damage may be advised, with
the further advice that if the case cannot be settled for that
then it should be allowed to go to trial. In workmen’s
compensation cases that sort of position cannot be taken as
the amount is fised. There is nothing to settle. Under the
New Jersey statute no release by the claimant for less than
the amount due him is of any avail as a defense. We pay
in full, or we do not pay at all. If a fixed schedule was
arrived at for the purpose of dealing with the public, settle-
ments for less than the schedule, as compromises of ques-
tions of liability, would presumably be countenanced instead
of being forbidden as they are by workmen’s compensation
statutes.

In conclusion, I am convinced that fixed schedules for
settling damage cases with the public would result in
injustice, and would be contrary to the provisions of the
federal constitution.

Speed and Its Relation to Accidents #

By E. C. CARPENTER

Chief Claim Agent Northern Ohio Traction & Light Company, Akron, Ohio

N CONSIDERING the matter of schedule speeds, from

the accident-hazard standpoint, it is convenient to divide
cities into four classes, namely: Those with 500,000 or
more population, having surface and elevated lines and
subways ; those with populations between 250,000 and 500,-
000, having surface lines and subways ; those between 50,000
and 250,000 population, having surface lines with congested
districts, and those having less than 50,000 population,
having surface lines with the usual conditions of opera-
tion in a small city. Interurban operation, with single
and multiple-unit cars, must be studied with relation to

* Abstract of paper read at meeting of American Electric Railway Claims
Association, Atlantie City, N. J., Oct. 8, 1919.
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eonditions on eity streets, on country highways and on
private right-of-way.

In determmmd speed schedules certain elements must
be kept in mmd, as follows: (1) Speed limits set by city
ordinanees; (2) the demands of the public; (3) competi-
tition ; (4) length of line; (5) number, type and headway
of ears on re<mlar schedules and during rush hours;
(6) average number of stops; (7) physical condition of
cars, track and grade ; (8) width of streets; (9) congestion
caused by other vehicles and pedestrians; (10) extra haz-
ardous points in business, school and residential districts,
and (11) the human eclement, including employees, pas-
sengers and public.

It is a well-recognized faet that the traveling public
measures the distance between given points by the time
necessary to travel between them. The result is that many
are inclined to take ehances on speeds that are not always
consistent with safety. Every city has congested districts
and danger zones, in which the hazards from the operation
of surface lines, particularly, require attention in fixing
speed schedules.

The human element must not be overlooked in consider-
ing this question. Whenever the running time is shortened
and speed increased to a point where it keeps the train-
men wrought up to a high nervous tension, the tendency
will be for them to run their schedules regardless of con-
sequences. 'They are apt to take undue ehances by starting
cars before passengers are safely on or off, by running too
elose to cars ahead, by depending too much upon the gong
or whistle to elear the track of vehicles instead of ha\mfr
the cars under control. Before any high-speed schedule
is fixed for city transit lines, all data applylng to local
conditions should be secured and thoroughly digested.

Our conclusion is that accidents will increase or decrease
largely in proportion as the scheduled speed is changed
from normal, particularly on city lines. The careful oper-
ating official will give due consideration to these and other
matters bearmo dlreetlv and indirectly upon his schedules
before ¢ puttlng on too much speed.”

Written Discussion on Mr. Carpenter’s Paper
By 1. K. BexxNErT

General Claim Agent, Eastern Massachusetts Street Railway, Boston, Mass.

PEED is the predominant factor which enters into

almost every line of action which mankind pursues. To
outstrip the other fellow, to think ahead and act accord-
ingly, 1s what makes the development of speed in business
an ever-ehanging game. As a race we are never satisfied
with our achievements, but are constantly reaehing out
to advance a step further, to accumulate just a bit more,
to arrive just ahead in order that our present ambitions
may be gratified.

In our particular line of business we must recognize the
fact that people desire to be transported to their destina-
tions as quickly as possible and they leave the question to
those who operate the railways, satisfied if they arrive on
schedule time, disgruntled if they are late. Yet, when an
accident oceurs the passengers forget their desn‘e to arrive
at their destination quickly, and sometlmes say that the
motorman was running too fast. Now “ running fast *” and

“ running dflngerouqlv fast ” are widely distinct. There
are times and places where speed ean be used without
danger of detrimental results, such as on open stretches
not crossed by intersecting streets or roadways or on inter-
urban lines on private right-of-way. There is danger, in
my mind, in a schedule which ealls for speed, because in
the desire to keep up to the mark motormen sometimes use
speed in the wrong places, causing accidents which would
have been avoided had a little more judgment been used.

The street railway of today is confronted with jitney
competition and undoubtedly it is the speed with which
these vehieles eover the ground that appeals to those who
are content to sacrifice safety for speed. In my judgment
we should not he competitors as to speed, but rather as to
safety. We cannot sacrifice safety for speed, for if we do
we lose sight of the fundamental principle which is the
foundation of our organization—safety first.” We can-
not afford to lend ourselves to any new departure that puts
safety in the background.

As we must have speed on our electric railways, there
are factors which enter which must be taken into considera-
tion. In the very able paper presented by Mr. Carpenter, the
clements which must he given recognition in making up
speed schedules are carefully considered. While T heartllv
indorse his ideas T wish to reiterate that the tracks must be
in the best possible condition, that the cars must be of such
a type as to stand the increascd strain placed upon them
and that the mechanical operating devices of the cars must
be in such a condition as successfully to care for the un-
usual load which they must carry.

Recognizing speed as one of the clements with which we
must contend, it 1s hoped that those who have to do with
making up schedules will not lose sight of the underlying
principle of safety. With the ever-changing personnel of
train crews, and the varied temperaments of men and their
varying ability to do the right thing at the right time, the
problem of safeguarding both the public and the company’s
intercst is a serious one.

Organization for Public Accident-Prevention
Campaigns *
By R. E. McDovcALL

Claim Agent New York State Railways, Rochester, N. Y.

HIS paper is not intended as a brief in favor of any

particular plan for an organized public accident-pre-
vention campaign, but is merely the story of a campaign
along such lines that has been carried on in Rochester for
the past two years. In 1912 there was appointed by the
Chamber of Commerce a safety committee of ten members
comprising executives and representatives of manufactur-
ing and public utility companies, to plan for reducing acci-
dents, particularly in the industrial plants. This com-
mittee did good work, but after it joined hands with the
National Safety Council in 1914, organized the * Rochester
Safety Council ” and undertook an intensive campaign in
the industrial plants and schools, much interest was dis-
played by employees and employers and a good deal of
enthusiasm was aroused.

Early in 1918 a public accident-prevention canipaign was
decided on and an organization was provided. At present
this comprises a president, a vice-president, a secretary and
an executive committee of twenty-six members. This com-
mittee is selected from among the city officials, schools (both
public and parochial), utilities, manufacturing, profes-
sional, insurance and mercantile establishments of the city.
The only paid employees of the committee are the secre-
tary, a stenographer and the publicity agent.

Meetings of the executive committee are held every month
at the call of the president. These are usually luncheon
meetings, at which matters pertaining to the work of the
council are discussed or some special report of oue or more
of the sub-committees is presented.

In addition to the executive committee there are sub-
committees on program, finance, membership, publicity,
statisties, education, industrial safetv and publie safety.
The last-named has twenty-one members and the others

* Abstract of paper read at meeting of American Electric Railway Claims
Association, Atlantic City, N. J., Oct. 8, 1919.
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ELECTRIC RAILWAY ACCIDENTS IN ROCHESTER, N. Y.
Entire Year First Seven Months
1918 1919

1917 1918

Collisions with vehicles.......0. 2,249 1,639 948 811
Collisions with pedestrians....... 210 155 97 62
Collisions with ecars.....cco0cevns 530 294 192 68
Deraillnents ..c.ceveececoccenca 583 334 182 174
Employees injured .............. 291 316 189 125
Alighting from car.. wow 098 521 302 305
Boarding car ....... 719 502 265 301
Falling from car.... o 13 9 q 4
Injured on car... ... 435 394 240 276
Controller trouble ....... ses 260 153 98 46
Electric shock ......eca0. srer 11 6 1 4
Miscellaneous accidents . oo 404 379 174 266
Incidents and other............. 1,634 2,283 455 741

TOkA] s 2 5 5wl & 8 wiery o o omiots 8,042 6,985 3,150 3,183

from three to five each. Meetings of the sub-committees
are held monthly or more frequently if necessary.

The personnel of the public safety committee includes
representatives from the folowing city departments and
organizations: Bureau of public safety, police department,
judicial department, automobile club, public schools, paro-
chial schools, Boy Scouts, State labor bureau, strect rail-
way, department of public works, amusement houses,
coroner’s office, fire department, ete.

The public safety committee has at present nine sub-
divisions as follows: Sub-committees on parking, on traffic
law and regulations, on publicity for pedestrians and motor
vehicle drivers, on playgrounds, on police, on schools, on
Boy Scouts and on street cars, and a vigilance committee.

The members of the last-named sub-cominittee, appointed
recently, report to the chief of police thc names of drivers
of vehicles who deliberately violate ordinances, such as those
relating to cutting corners, passing street cars which are
taking on and letting off passengers, speeding, etc. They
send to the “chief ”” the license number of the automobile
or the name of the owner of vehicle, together with the date
and place of the incident and a short memorandum regard-
ing it. This information is treated as confidential by the
“ chief,” but he sends for the offender and warns him. If
reported the second time the offender is arrested and taken
before the police judge.

The secretary of the council attends to the details of the
work of the various committees and sub-committees, acts as
secretary of all committees, keeps a record of work finished
and stimulates the committees to keep up their work. He
also follows up safety suggestions that have been submitted,
personally investigates conditions reported to him to be
dangerous and does what he can individually to have un-
satisfactory conditions improved. He arranges for safety
rallies, and often addresses them. The publicity agent’s
duties are to prepare newspaper articles and get them into
print, to look after advertising, etc. The membership of
the Rochester Safety Council is now 110 firms and corpora-
tions employing from 48,000 to 50,000 persons.

A record of the accidental deaths for the years 1917 and
1918, taken from the coroners’ records, shows that in the
year 1918 he investigated 140 death cases due to accident as
against 166 in 1917, a reduction of 16 per cent. The
records for the first six months of 1919 compared with the
same period of 1918 show fifty-three accidental deaths in
1919 and sixty-five in 1918, a reduction of 18.5 per cent
for six months.

The work done by the police department, particularly
among the school children, deserves special mention. The
“ chief” had a large number of slides prepared showing
dangerous practices that result in accidents in the streets
and homes. A police captain and several of the officers
visited the schools during the first six months of the cam-
paign, showed the slides and talked to the children regard-
ing safety and accident prevention. The number of acci-
dents to children was reduced in 1918 and we attribute it to
the work done by the police and the teachers. The police
also gave special attention to dangerous corners and to con-
ditions generally about the city that might cause accident,

and they have done everything possible to see that the traffic
laws and ordinances have been observed.

The best kind of co-operation has also been received from
the police court, the newspapers, “ movie” theaters, the
automobile association, school authorities and teachers, and
the Boy Scout organization.

The results of the Rochester campaign are reflected in the
electric railway data given in the accompanying table.
While it is not claimed that the improvement indicated is
due entirely to the accident-prevention work, it is true that
the results show what can be done by organized effort. On
the electric railway property we have reduced our mileage
and we have been able to secure a better class of employees
than we had in 1917.

It is not necessary that the Rochester plan be adopted
elsewhere to insure good results in safety campaigns, but it
is necessary that each community awake to the cost in life,
limb and suffering in its midst every year and learn how to
prevent it. For years past railway claims men have carried
on accident-prevention campaigns, but with indifferent suc-
cess. This may be attributed to the fact that prevention
was a side issue with them. In order to get results, public
accident prevention has got to be divorced from railway
operation. In cur work we had the assistance of the
National Safety Council, and the plan of campaign was
submitted, and many of the details worked out, by Messrs.
(‘ameron and Price of that organization. The organization
appears now to be a permanent basis.

Written Discussion on Mr. McDougall’s Paper
By C. B. ProcTor

Claim Agent Memphis (Tenn.) Street Railway

R. McDOUGALL’S paper furnishes an excellent

plan for the organization of a successful public
accident-prevention campaign, but few of us are so fortu-
nate as to be located in cities where the conditions are as
favorable as are those in Rochester for a really extensive
campaign. The average city has a chamber of commerce.
That body always has a safety committee; but how often
does this committee ever accomplish anything? Tt gener-
ally meets a few times when first appointed, does a lot of
talking and passes some resolutions; then goes to sleep for
the remainder of the term. In the average city there is
no systematic concentrated effort made to reduce accidents.
The industries, the public service corporations and the
police department work along independent lines.

I shall take up briefly what the street railway can do
toward changing this state of affairs; what assistance it
can render towards creating public sentiment favorable
to an accident-prevention campaign.

First the street railway must reduce its own accident to
a minimum and bring its own organization to a high state
of efficiency. We must remedy our own deficiencies before
we can ask help from the public. Safety organizations
among the company’s employees will be of wonderful assis-
tance in doing this. Through membership in the National
Safety Council, valuable assistance can be had. The rail-
way can, through its safety committee, effectively reach
reckless chauffeurs and drivers, calling their attention to
specific cases of negligence. The schools and the Boy
Scouts will be found always ready to co-operate with the
company’s safety committee, if they are given a workable
plan by which the idea of safety and self-preservation can
be taught.

Street railways should, therefore, concentrate upon de-
veloping their own safety organizations, persist in main-
taining them, do everything possible to sustain the interest
of employees in accident prevention. While all this is
being done and as a reduction in number and severity of
accidents results, then in order to arouse public interest in
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similar work the railway should publish from time to time
information as to what it is accomplishing and advertise
why all should enlist in a movement to prevent accidents
and the destruction of property resulting from careless-
ness.

In the average city practically everyone is mildly in favor
of accident prevention, but it is difficult to find a man or
organization sufficiently enthusiastic on the subject to devote
to it the necessary time, thought, and money to produce

results. The street railway should be more interested than
others in accident prevention, and is better fitted to start
a movement for a publicity campaign than any individual
or other organization. By systematic effort on its part,
with the assistance of the National Safety Council, a cam-
paign similar to the one outlined by Mr. McDougall can
be conducted in practically every city in this country. The
benefits to be derived are so obvious that they need no
discussion.

City Representatives

Organize

Association Is Formed at Atlantic City to Comprise City
Representatives of Electric Railways—Robert P. Woods
of Kansas City Elected President—New President
Discusses Inaividual Situations and Offers
Suggestions for Improvement

organized at Atlantic City during convention week,

Oct. 6-10, with the name of American Association of
City Representatives of Electric Railways. A number of
these representatives were in attendavce at the convention
of the American Electric Railway Association, and after
an informal gathering at the Traymore Hotel it was decided
that it would be helpful to have an organization. The
new association will be entirely independent of the Ameri-
can Electric Railway Association, as it doubtless should he.
Its purpose is to provide a better working arrangement
among those who are carrying on the work of city super-
vision either over privately-owned street railways under
the service-at-cost plan or municipally-owned roads This
seems to be developing into a new profession and jts prob-
lems take a slight slant from that of electric railway
executives.

The following officers were selected :

President: Robert P. Woods, city member, Board of
Control, Kansas City, Mo.

First vice-president: Thomas Murphine, superinten-
dent of public utilities, Seattle, Wash.

Second vice-president: M. M. O’Shaughnessy, director
of Municipal Railway, San Francisco, Cal.

Secretary: W. C. Culkins, director of street railroads,
Cincinnati, Ohio.

The two other members of the executive committee will
be named later. As there will be no dues, no treasurer
will be necessary.

A copy of the constitution and by-laws follows:

THE latest electric railway association formed was

CONSTITUTION

1. Name.—The name of the organization shall be The Ameri-
can Association of City Representatives of Electric Railways.

2. Objects.—The purposes of the association are twofold:
First, the promotion of co-operation, and the interchange of
information and experience among the members. Second, the
improvement of electric railway transportation service and
facilities, and of the relations of the public to its transportation
systems and to its city representatives.

3. Members.—The membership of this association shall con-
sist of those individuals who are officially designated to repre-
sent the public in cities having direct representation in the
control, management or operation of their electric railway.
Applications for membership shall be addressed to the secre-
tary. All applications shall be referred to the executive com-

mittee, a two-thirds vote of the members of the executive
committee being necessary to election.

4. Amendments.—This constitution may be amended by a
twu-t_hirds vote of the members present at a regular meeting,
provided that the proposed amendment shall have been ap-
proved by two-thirds of the executive committee, and provided
that a copy shall have been sent to each of the members at
least thirty days prior to the date of the meeting at which the
proposed amendment is to be acted upon.

. By-Laws

_1. Officers and Executive Committec.—The officers shall con-
sist of a president, first vice-president, second vice-president,
secretary and two others, who shall constitute the executive
committee.

(a) The executive committee shall have the entire charge
and management of the affairs of the association. The officers
of the executive committee shall be elected by ballot at each
annual meeting of the association, and shall hold office until
their successors shall be elected; they shall hold meetings at
the call of the president, and, upon his absence, at the call of
the vice-presidents in their order. In case of resignation, or
death of any of the officers or members of the executive com-
mittee, the vacancy may be filled for the remainder of the
term by the executive committee.

(b) The officers and executive committee members shall be
elected at the annual meeting of the association by votes of
members present at the session. Members not present may
forward their votes by letter to the secretary, and such votes
shall be cast by the secretary. A majority of votes cast shall
be necessary to an election.

(c) At a suitable time before the annual meeting, the presi-
dent shall appoint a committee of five to act as a nominating
committee to nominate the officers and executive committee for
the following year. When such nominations have been made,
the secretary shall mail to each member, not less than two
weeks before the annual meeting, a copy of such nominations.
Additional nominations may be made by members, but all must
be made for an entire ticket and presented to the secretary in
writing, signed by not less than six members, not less than
three days before the annual meeting. The secretary shall, at
the annual meeting, present such additional tickets in nomi-
nations.

2. President.—The president shall preside at all meetings, ‘f
present, or in his absence one of the vice-presidents in order, if
present, shall preside at all meetings of the association, and of
the executive committee.

3. Secretary.—The duties of the secretary shall be those
usual to such an office in similar organizations.

4. Ezecutive Committee.—The executive committee shall hold
a regular meeting before each regular annual meeting of the
association and shall hold such special meetings as may be
necessary. Such special meetings may be called by the presi-
dent, or any three members of the executive committee. A
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vote of the executive committee may be taken by mail when
deemed necessary by the president.

5. Meetings—Regular annual meetings of the association
shall convene at the time and place to be approved by the
executive committee.

A paper read by Mr. Woods at the meetings follows:

City Representation in Electric Railways

By Roserr P. Woobs
Newly-Elected President Ameriean Association of Representatives
of Electric Railways

N THE resettlement franchises granted to the electric

railways in a number of cities of late vears, the tendency
has been to give to the eity or state more or less direct con-
trol in the management and operation ot the system and an
opportunity as well to purchase the property.

The kind, character and extent of this control varies con-
siderably in the different grants. Some have stressed
rehabilitation and extensions, others the character of the
serviee and ultimate city ownership of the property. Sev-
eral have accented serviee at cost, and in these is shown
wide latitude in the inclusion of the clements of that cost.

Direet city representation in electric railways of a sub-
stantial character began in February, 1907, with the
(‘hicago Surface Lines. Since then and in order of their
adoption are the grants in the cities of Cleveland, Febru-
ary, 1909; Kansas City, Mo., July, ]‘)H' Des Moines,
January, 1916 Dallas, September, 1917: Montreal, Jan-
nary, 1918: Boston (Elevated), .Tuly. Wlb, Youngstown,
Ohio, January, 1919: and DBoston (Bay State). Febru-
ary, 1919, lu addition, the city of San Francisco began
“its operation of munieipal lines on Deeember 28, 1912, and
the city of Secattle took over the ownership and operation
of the local street railway system on March 31, 1919.

There are other cities now going through the process of
revamping their street railway fldll(‘]ll\f‘\. and they natur-
ally are considering the ])01t1n( nt factors embraced in the
settlements made in the cities mentioned.” Nome of the
resettlement grants was entirely catisfactory to hoth parties
when made, but each was the best obtammable under the
circumstances. s time elapsed the conditions of the conn-
try have undergone such radical economic changes that
there iz searcely an existing resettlement railway franchise
today but what there are strong and reasonable demands
for modifications of vital elements in it.  For several vears
attempis have been made to ehange the Chicago grant, and
a new one was agreed upon between the traction company
and the Common Council, but when put to a referendum
on Nov. o, 1918, it was defeated.

In Cleveland modifications have been under dizcnssion,
with the city desiring greater control over the property and
the company wanting additional returns. s a cort of
round-up of the matter, both partics, a few months ago.
agreed to an extension of the existing franchise for fifteen
vears. The company, however, is still seeking its additional
refurns.

The terms of the Kansas Citv grant have. temporarily
at least. been modified hy the State Public Nervice (C‘om-
mission, whose authority has been confirmed by the State
Supreme Court.  The change consists of permitting the
company to charge an 8-cent rate of fare instead of the
3-cent rate specified in the franchise. Owing to the poor
finaneial condition of the company and its necessary com-
panion, insufficient serviee, the Chamber of Commerce ap-
pointed a committee of 100 whiclr is making an exhaustive
investigation of the matter, and it may recommend modi-
fications of the franchise.

Everything is not lovely in Des Moines, for the company
is asking the court to revoke the franchise. Nor can the
Boston grants be considered harmoniously self-sustaining,

when the Common Council is on record for a decided
change.

The Dallas situation is also complicated in that the
franchise specified a fixed fare, and it has not produced
sufficient revenue to meet expenses.

It might appear from what has been stated that all of
these franchises are mistakes, but such is not the case.
Kach has bad specks on it, but there really is a lot of good
in the worst of them, and just a little bad in the best of
them. The addition of more good elements and the elimi-
nation of the objectionable ones would help the situation.
The panacea for present troubles will not be meteoric but
rather will come gradually, because the remedy lies in the
co-operation of the different interests involved. Knowledge
and its application are the tools with which to secure it.

WirtaT Sxouvrp BE DoNE

Nothwithstanding the fact that conditions ought to be
bettered, so that the company may receive the expense of
operation and proper returns, yet the public demands
proper serviee now and at no increase in rates, and when
rates are raised they decrease their patronage. Do they
decrease their patronage when prices are raised on com-
modities other than street railway transportation? No,
decidedly mot.  Other business is growing by leaps and
hounds, regardless of increased cost, even that of steam rail-
road transportation. Why should this situation exist?
The true answer would be a difficult one, but I venture a
cuess that it exists because a fault on the part of street
railways has existed that has not been explained away. Tt
is not primarily the making of the present operators. It
may have been true or false of their predeccssors, it runs
far back, but note this: It is the duty of the individuals. of
today who have to do with the running of street railways,
temporarily at least to set aside the truism that they be
justly eomponsatod, and zealously and honeqtlv analyze the
question “why the public opposes them ”; then proceed by
co-operation tooth and mail, to correct the fault, and the
proper financial returns will be secured.

The interferences with car service in various cities dur-
g the war and during the last year especially have shown
clearly the vital relation of eity transportation serviece to
the very stability of business and publie life, and those
cities wherein the public has direct representation in the
personnel of the street railway system should have a better
understanding of its present condition because of that rela-
tionship. This representation is usually delegated to an
individual, or as in larger companies to a board of trustees.
As never before these agents of the public are becoming a
more important medium in obtaining good transportation
for the people.

The number of cities wherein control of the management
of the loeal street railway service is directed in whole or in
part by the city or state is increasing.

The duties and responsibilities of those acting for
municipalities are also increasing, and it would appear that
greater success would attend their work if there were
co-operation and exchange of ideas among them.

There are about a dozen street railway properties in this
country that are operating under franchises wherein the
public has a direct representation, and by forming an asso-
ciation these representatives would not only derive mutual
benefits of inestimable value but would be able through such
an association to obtain hetter service for the communities
thev represent.

The real purposes of such an association would be the
promotion of co-operation and the interchange of informa-
tion and experience among its members, and to the improve-
ment of electric railway transportation service and facili-
ties, and of the relations of the public to its transportation
svstems and to its city representatives.
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Concurrent efforts and labors of practically all street car
companies during the industrial turmoil and peculiar con-
ditions following the war, in their various conferences with
themselves, public committees and boards, shows wisdom
and has given them greater strength.

As the companies have found that in union there is
strength, so the representatives will find that in eo-opera-
tion there is knowledge, which would not otherwise be
* obtainable.

I believe that every street railway franchise of today will
be changed in some substantial part, within a comparatively
short time, and those persons representing the public should
be possessed of pertinent information, concerning the
worthy and unworthy provisions in their own and other
franchises, for use when needed. This can best be obtained
from those in intimate contact, with direct responsibilities,
in the actual operation of a franchise over a period of time.

[etters to the Editors

More Passengers Better Than Too-High Fares
Loxpoxy CouNty CouxciL TRAMWAYS

LoxpoN, ENGLAND, Sept. 27, 1919.
To the Editors: )

Mr. Madgen’s article in your issue of August 30 expounds
a sound theory backed up by lucid argument. It appears,
however, only to deal with one method of placing British,
or for that matter American, tramways on an adequate
commercial footing. Fortunately there is another side
to the story.

In analyzing the expenses of British tramways Mr. Mad-
gen divides them into two parts, standing charges and run-
ning costs, and arrives at the cost per passenger under each
item, but there is such a wide variation between the results
on the various tramways that an average is really of little
value in attempting to assess a minimum rate of fare. In
the case of municipal tramways the proportion of standing
charges to the whole is mueh greater than that of company-
owned tramways, owing to the fact that the former have to
pay off their capital as well as to pay interest on the out-
standing debt. Although that is a point which does not
affect the principle of charging the passenger such mini-
mum fare as will cover the cost of readiness to serve, it has
a considerable bearing on the amount of such minimum.

The crux of the matter is the number of passengers
carried. On Mr. Madgen’s figures a passenger must pay
at the rate of 1.32d. per mile for 1 mile in order to cover
expenses, but the result of that in most towns would so
reduce the number of passengers that the cost would rise
again and call for a new basis. The proper way to improve
revenue 1s to reduce the cost of carrying each passenger
by earrying more of them, and the greatest possibility in
large towns is to increase the number of short-distance
passengers. Further increases in fare will not attract more
passengers, but good service and low fares will do so and
may yet prove the salvation of the electric tramway.

Mr. Madgen states that very low fares for short distances
discourage families from moving outward. It is difficult
to accept this statement, although it may be readily agreed
that very high fares for long distances discourage families
from moving outward. After all, if the family lives a long
distance from the business center, there are only one or two
breadwinners who travel the whole distance every day.
The rest will probably make short journeys for shopping
or pleasure, and the rate of fare will deeide whether the
journeys are made on foot or by car. Therefore, high

initial fares are not necessarily calculated to bring about
a desirable state of affairs.

So far as can be gathered, practically all tramway
authorities in Great Britain and America have bheen busy
during the past few years in either raising fares or attempt-
ing to do so. The result is far from being universally suc-
cessful. The restrictions on material for permanent way
and rolling stock are disappearing, and labor, if dear, is
plentiful, so that there is little excuse for not improving
services and making the experiment of offering attractive
fares as a means of reducing the cost per passenger.

With regard to a decimal coinage, the adoption of a.
5-mill coin would be a distinct advantage to tramway pro--
prietors, but an equivalent increase in the length of a penny:
stage should be given, the gain heing derived from those
who are willing to pay for less than is offered to them.

TaEoDORE E. Tioaas.

Buses Carry Large Proportion of

London Trafhic

OuTer TEMPLE, 222, STRAND

Loxpox, W.C., ENxcrLanD, Sépt. 26, 1919.
To the Editors:

In the Erecrric Rainway JournaLn of July 5, in an
article on “ The Zone Fare in Practice ” by Walter Jackson,
reference is made to a paper read by J. B. Ilamilton in
1912 on “ Urban Passenger Transport.” In that paper
Mr. Hamilton did not do justice to the faets, as I eonclu-
sively showed in the discussion of his paper. Mr. Jackson
unwittingly does Mr. Hamilton a displeasure in quoting
him in the paragraph referring to “ Mr. Worby Beaumont’s
alternative ” inasmuch as that paragraph shows how com-
pletely wrong Mr. Hamilton was in 1912 coneerning motor
omnibuses.

Seven years have passed since he gave publicity to those
remarks, and these years have not only proved that I was
right in my estimates of the place that was being taken by
the motor omnibuses in urban passenger transport, but that
the whole tramway world recognizes this now, for there is
not a town of any size in Great Britain that is not now
extensively using motor omnibuses, while some are order-
ing them on a larger scale than ever. My work for some
years from 1906 as responsible advisor {o the Commis-
sioners of Police of the Metropolis is recognized by all those
concerned in motor omnibus design and working, as having
led to the production of the most satisfactory urban ser-
vice fleet in the world. A proof of this is found in the
statistics of the numbers of passengers carried.

These show that in 1914, just before the war, when 2705
London General omnibuses cach carried 283,062 passengers
and the fleet carried at the rate of 765,682,640 passengers
per year.

In the same period the London County Council Tram-
ways carried only between 325,000 and 350,000 passengers
per seventv-cight-seat car, compared with the thirty-four-
seat omnibus. For the year 1918 the returns are 682,000,-
000 passengers by motor omnibus, and for the whole of the
tramways of the several authorities and companies and the-
London County Counecil put together 992,000,000. Of the
353 miles of tramways of the Metropolitan area, the London
County Council opcrates 150 miles with 1662 electric cars
and 158 trailers, and many of the tramears weigh 15 tons.
as against the motor bus 3 tons 12 cwt.

The number of motor omnibuses in use before the war
was 2906, while in May last it was only 1165 and about
100 lorries, fitted for the cmergency of the great population
influx, with seats and cover.

The actual bus-mileage run last year was 73,152,709
miles.
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These are among the facts, to which I might appeal to
show that whatever may have been the assumed require-
ments for Leeds in 1912, the correct anticipation of subur-
ban passenger transport was that of

W. Worsy BrauMoNT,
M. Inst. C. E.

[Nore: In connection with the foregoing comparison of
passengers carried on thirty-four-seat buses and seventy-
eight-seat cars, London tramway operators have made the
point that they are at present practically shut out from
the choicest traffic areas of London. This fact is also noted
in the articles by Mr. Jackson on the London County Coun-
cil and West Ham Tramways, published in recent issues
of this paper.—Eps.]

Association News

Subjects for Investigation by Transportation &
Traffic Association Committees

HE executive committee of the Transportation & Traffic

Association held its first meeting at Atlantic City on
Friday, Oct. 10, 1919, and received the report of the com-
niittee on subjects. The subjects selected and assigned to
the committees for imvestigation and report to the 1920
convention are :

Commaitlee on a code of traffic principles—To prepare
a detailed draft of a code of traffic principles.

Joint committee with the Accountants’ Associalion on
collection and registration of fares—To give special atten-
tion to the collection of zone fares, transfers and base fare,
on both one- and two-man cars.

Commiliee on joinl wuse of tracks and terminals—To
draft a basic contract covering this class of service.

Commdttee on freight and express haulage—(a) To pre-
pare a brief summary of express traffic on typical lines to
llustrate the importance and growth of the business. This
brief to be published in Aera. (b) To make an analysis
of facilities required to give adequate service. (¢) To make
an analysis of the cost of handling express matter to serve
as a basis for rates; this last to be worked out jointly with
the Accountants’ Association.

Committee on schedules—(a) To make an analysis of
sehedules to show the relation of dead time to live time and
the effect of an eight-hour day. (b) To show effect of
increasing schedule speeds on platform expense, on invest-
ment and on traffic. (¢) To outline a proper supervisory
organization with comparative data from the larger sys-
tems. (d) To outline methods of making traffic checks
which can serve as a basis for schedule making.

Committee on merchandising transportation—To outline
various methods of making service more attractive together
with plans that can be used to increase the off-peak riding.

Engineers Make Committee Assignments

ITE following tentative list of committee assignments

for the Engineering Association has been reported by
the committee on subjects, but it may be modified some-
what by the cxecutive committec.

Committee on buildings and structures—Tacilities for
prepayment and post-payment fare collection at terminals.
Investigate use of lag scerews instead of bolts in timber-
deck structures.

Committee on bureaw of standards safety code—Con-
tinue work of committee.

Commitiee on equipment—Revision of standards for
brakeshoes and brakeshoe heads. Continue study of stand-
ardization of motor parts. Report on helical gears.
Investigate feasibility of adopting standard cars. Co-oper-
ate with eommittee on way matters on sections for curved
rail heads.

Committee on power generation—Recommended forms
of contracts for the purchase of power, (a) normal,
(b) emergency. Powdered coal, oil, gas and special fuels
for use in electric railway power plants. Appoint mem-
ber on national committee on standardization of method
for determining the cost of power when this subject becomes
active.

Commitiee on power distribution—Continue revision of
specifications of overhead line material. Revise specifica-
tions for crossings of power lines with railroads, as part
of a joint committee with other engineering associations.
Specifications for catenary line construction. Revision of
specification for standard stranding of cables. Specifica-
tions for standard thread for pins and insulators.

Commitiee on way matters—Complete standard speci-
fications for track spirals. Standard sections for curved
rail heads (in co-operation with committee on equipment).
Study of progress made in rail joints. Revise specifica-
tions for plain, bolted special work.

Toledo Section Pushes On

REPORT from Secretary J. P. Merkle of the Toledo

Section states that the membership is now 1428 made
up as follows: Railway, 876; electric light, 472; district
heating, 31; gas, 22 ; associates, 7. The work is well organ-
ized for the fall, but Chairman Melvin Sommerville has big
plans ahead. Among the activities are a bowling league
with ten teams meeting weekly, a basket ball league with
four teams which hold weekly meetings, a glee club meet-
ing weekly, monthly dances, welfare work ot a far-reaching
character with speeial attention to individual needy cases,
educational work, an orchestra which functions on every
possible occasion. Monthly or bi-monthly entertainments
are given of a rather elaborate character and plans are
under way to hold such entertainments at Sylvania as
well as Toledo for the benefit of the Toledo & Western
men. The four sub-sections meet monthly in successive
weeks. The railway sub-section will be headed this year
by F. M. Sommerville.

Center-Entrance, Single-Truck Surface
Passenger Car

HE Municipal Railway of San Francisco has invited

bids for a sample single-truck, center-entrance car of
a type which it is proposed to use on the lines of this com-
pany. The car is to be 29 ft. in length and 8 ft. 6 in. wide.
Entrances are provided on both sides and access is gained
by three steps. The floor level of the car is uniform
throughout.

The city will select the truck, electrical equipment and
air brakes and make arrangments for their purchase. Two
50-hp. motors are specified for use with 26-in. wheels. The
car will have a seating capacity of thirty-two passengers.
Provision is to be made at each end of the car so that the
motorman may leave it through a small door, below which
strap steps will be mounted.

The building of but one car is contemplated at this time,
to permit of trying out the design in actual service before
additional cars are purchased. Changes may be made dur-
ing the course of construction or after the car has been
tried out, following which not less than nineteen additional
cars will be ordered.
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Recent Happenings'in Great Britain

Labor Apparently Checked—New Ministry of Transport Established
—Omnibuses Chief Topic Before Municipal Railway Men

(From Owur Regular Correspondent)

In the closing days of September all
other matters in Great Britain were
thrown into the shade by a general rail-
way strike which threatened to paralyze
the country. It was soon apparent, how-
ever, that the government arrangements
for food supplies and distribution were so
good that there was no danger of famine,
but industries of all sorts were slowed
down and threatened to come to a stand-
still. This is the first general railway
strike to take place in Britain. The near-
est approach to it was the strike in 1911
which though widespread was far from
universal and it was of very short dura-
tion.

REVIEW OF DISPUTE

The question in dispute may be indi-
cated briefly. Negotiations have been
going on for some months between the
government and the executives of the
National Union of Railwaymen and the
Society of Locomotive Engineers and Fire-
men as to fixing standard rates of wages.
The drivers’, firemen’s and cleaners’ cases
were settled some time ago, the skilled
men getting better proportionate terms
than the cleaners. Then the National

- Union of Railwaymen wanted the same
proportionate terms for all their members
as those given to the drivers and firemen.

The government, distinguishing between
skilled and unskilled men, resisted and
offered conditions which the men said
would mean a reduction of pay to some of
the lower grades. The government
pointed out that in the very worst case,
men who before the war got only 18s. a
week would be guaranteed to have £2,
while if any reduction on the additional
war bonuses of 9s. took place it would not
occur till after six months and only then
(by agreement or arbitration) if the cost
of living showed material reduction.

The National Union of Railwaymen
executive abruptly broke off the negotia-
tions and without balloting their members
called a strike on Sept. 26. The drivers’
and firemen’s union struck “ in sympathy "
and the whole London city system was
stopped.

GOVERNMENT TAKES FIRM STAND

The government declared that was war
on the community and announced it would
fight it to the bitter end. The great road
motor transport organization which had
been prepared to meet emergencies was at
once mobilized, and in a day or two it
was clear that the plot to starve the nation
and the government into submission had
failed. Limited railway services, manned
partly by volunteers and partly by men
abandoning the strike, began and im-
proved every day. Electric railways like
others were stopped, but tramways and
omnibuses were not affected. The strain
on the two latter services was enormous
and in London many people had to walk
long distances to and from business.

The Transport Workers’ Federation and
other trade unions, recognizing that.the
railwaymen’s attempt to paralyze the
country had failed, instead of coming out
on strike in sympathy, formed a body of
about a dozen representatives to act as
mediators. Conferences went on and after
two or three failures a settlement was
reached on Oct. 5, under which the strikers
returned to work on the following day.

3

Negotiations as to standard rates of pay
are to be resumed and are to be com-
pleted before Dec. 31. Meanwhile wages
are to be stabilized at present levels until
Sept. 30 next year, instead of until March
31 next as the government originally pro-
posed.

This is the only concession of any con-
sequence. No adult railwayman is to re-
ceive less than 51s a week so long as the
cost of living is not less than 110 per cent
above pre-war level. This is 2s. a week
more than originally offered. Both sides
profess to be satisfied, but it is freely said
that the men could have got the same
terms without striking. The trade unions
and the ‘“direct action” men have got a
nasty jar, and the country has suffered
enormous loss. The general national strike
notion has had a heavy set-back.

< STRIKE APPARENTLY TIMED

Whether by accident or design the rail-
way strike was timed to begin just when
the new Ministry of Transport was about
to commence its work. It is some little
time since the act constituting the Min-
istry was passed, but it was not till Sept.
24 that Orders in Council were issued
under which the powers of the Board of
Trade in regard to railways, tramways,
etc., were transferred to the Ministry of
Transport. On the following day the
Railway Executive Committee (consisting
of railway company managers who for the
Board of Trade controlled the railways
during the war and since) tendered their
resignation. Sir Eric Geddes, Minister of
Transport, in reply asked the committee to
continue its services for a short time
longer. He also said that it was inevit-
able that there should be some change in
the position of the committee. He looked
forward, however, to the creation of an
organization which would enable the com-
mittee to give to the new Ministry much
of the invaluable assistance which it had
rendered to the Board of Trade during the
past five years.

The arbitration over the claim by Brit-
ish tramway workers for an advance in
wages of 12s. a week, referred to pre-
viously in these notes, was concluded so
far as the hearings were concerned on
Oct. 4. It was arranged that parties
should be heard at London, Bristol, Man-
chester and Glasgow. The municipalities
owning tramways and the tramway com-
panies argued that it was not possible to
give the increase unless fares were greatly
raised or unless a levy to meet the defi-
ciency were made on the rates. In some
cases it was contended that it was not pos-
sible to raise fares further, and in others
it was pointed out that the tramways were
already on the rates and that the latter
stood excessively high.

The arbitrators’ award was issued on
Oct. 8, and it gave an additional war bonus
of 4s. per week to employees of eighteen
years of age and over, and 2s. per week to
those under eighteen. The condition pro-
duced is serious. The secretary of the
Municipal Tramways Association esti-
mates that the additional cost to muni-
cipal undertakings alone will be about
£700,000 a year.

The annual conference of the Municipal
Tramways Association, which was held in
Dundee from Sept. 17 to 19, attained to
something of the proportions which it had

before the war, and was highly successful.
As was perhaps to be expected under pres-
ent circumstances, engineering subjects
were rather in the background, attention
being chiefly devoted to matters of finance,
labor, operation, and so forth.

In his presidential address T. B. Good-
yer, general manager of Croydon Corpor-
ation Tramways, made a general survey
of the present situation and the tramway
industry. In the course of his remarks
he hopefully anticipated that tramway
necessities would be even better looked
after by the Ministry of Transport than
they had been by the Board of Trade. He
also welcomed the formation of the Joint
Industrial Council for the tramway in-
dustry.

Mr. Kelly, convener of Glasgow Corpor-
ation Tramways Committee, in a paper
called ‘“Where Do We Stand,” made a
number of suggestions on a variety of
topics. A most interesting and practical
paper, and one which should be of value
to American electric railwaymen as well
as to their colleagues here, was that pre-
sented by A. R. Fearnley, general manager
of Sheffield Corporation Tramways, on
“ Motor Omnibus Services.” The munici-
pality of Sheffield has for several years
worked motor omnibuses as auxiliaries
and extensions of the tramway system,
and the fruits of the experience were given
by Mr. Fearnley.

There are no statutory maxima for om-
nibus fares in this country, and Sheffield
Corporation has claimed absolute freedom
to charge such fares on omnibuses as it
thinks fit. It was with that important
fact in view that Mr. Fearnley arrived at
the following conclusions: The motor om-
nibus is (1) an excellent vehicle for acting
as a feeder and in connecting up tramway
routes and services; (2) an unusable ve-
hicle for satisfactorily dealing with heavy
.town traffic; (3) quite inadequate for deal-
ing with peak loads; (4) financially im-
possible for workmen’s traffic at reduced
fares; and (5) in regard to average speed
maintained throughout the day has no
advantage over the electric railway. He
cox.lcluded that the motor omnibus is not
going to supersede the electric railway,
but that it can serve a most useful pur-
pose, (1) for connecting up tramway
routes for cross-town traffic; (2) for re-
lieving congested tramway routes by
diverting part of the traffic along other
routes; (3) for connecting up villages and
rural districts with tramways and rail-
ways, and thereby providing such dis-
tricts with regular and direct transport
facilities.

OPINIONS OF MANAGERS

The following among other opinions
were in the coursé of the discussion ex-
pressed by managers of important tram-
way undertakings. J. B. Hamilton, Leeds,
said his belief was as strong as ever that
electric traction remained unrivalled.
Alfred Baker, Birmingham, speaking from
experience, said that the omnibuses were
improving in reliability, but he saw no
reason to despair of tramways yet. J. M.
McElroy, Manchester, said that it would
be a physical impossibility for omnibuses
to cope with the great tide of morning and
evening peak-load tramway traffic in the
city of London.

At the annual business meeting of the
Association, Sir John Courtis, chairman of
Cardiff Corporation Tramways Committee,
was elected president, and W. Holford,
general manager of Salford Corporation
Tramways, was elected vice-president for
the ensuing year.



News of the Electnc Railways

FINANCIAL AND CORPORATE c

PERSONAL MENTION

TRAFFIC AND TRANSFCRTATION

De:ver Settlement Defeated

Failure of Traction Issues at Special
Election Apparently Compli-
cates Matters Again

On the face of thie unofficial returns at
the election in Denver, Col., on Oct. 22,
both the service-at-cost plan and the so-
called elastic 6-cent fare measures in the
interest of the Denver Tramway appear
to have been lost. The vote on the service-
at-cost proposal was close. That count
stood 10,505 for the plan and 10,740
against it. In other words, a bare
majority, of an insignificant minority of
the wlhole vote, voted down the main
proposition for a settlement. Close to
100,000 persons were entitled to vote. 1t
is generally estimated that out of seventy-
odd tlhiousand that should have voted,
barely 11,000 voters said on their ballots
that they did not want the service-at-cost
plan. On the elastic 6-cent fare proposal
the count was 4,577 for the plan and 10,884
against it.

SITUATION COMYVLICATED

In consequence of tliis outcome the
situation in Denver has again become very
thireatening. It will be remembered that
last summer the Council passed a tem-
porary ordinance restraining the 6-cent
fare for ninety days. This time expires
on Oct. 29. It had been hoped that the fare
question would be settled by the special
election. Accepting the election returns
on their face, tliere would seem to be no
way out except to go back to 5 cents.

The tramway has all along announced
that if the fare drops, it must cut the
wages of its employees. The employees
have announced that if their wages are
cut they will strike immediately. A wage
cut would reduce the men to 34 cents an
hour from the present scale of 48 cents.

The company, through F. W. Hild, gen-
eral manager, said that the tramway
would not nmiake any statement until after
the official count had been finished. The
Mayor also said that he could not discuss
the matter until the defeat of both pro-
posals had been declared officially. Un-
less some solution can be speedily arrived
at a strike would seem to be inevitable.

CASE REVIEWED

The election just decided is merely a
phase of the uplieaval which followed the
decision last July by the Supreme Court
of Colorado reaffirming that court's former
decision holding that in liome rule cities
the Public Utilities Commission was with-
out jurisdiction. The 6-cent fare ordinance
in Denver was accordingly repealed and
the tramway announced reductions in
service and a return to the 1917 wage
scale. The city retaliated by authorizing
jitneys to operate and the trainmen went
on strike. Charges followed by the city
in wlhich collusion was alleged between
the company and the men. The situation
was reviewed at length in the ELECTRIC
RarLway JournaL for July 12, page 95,
and July 19, page 131.

On Oct. 23 City Auditor F. D. Stack-
house came forward with a plan for the
settlement of the fare problem. This plan
provides for the enactment of an ordinance
by the City Council, providing for a con-

tinuation of the temporary 6-cent fare or-
dinance, which was enacted last July as
a compromise nmeasure to end the strike
of the trainmen. He also suggests thie ap-
pointment of a committee of seven which,
through auditors, shall watch the earnings
of the tramway and distribute excess earn-
ings obtained by a 6-cent over a b5-cent
fare between the company and its men.
The ordinance as agreed upon by the
city authorities and the tramway fixing
and adjusting fares as submitted to the
electors at the special election provided:

1. That from the date the ordinance becomes effec-
tive, the company shall be entitled to receive 6 cents
for a single passage on any of the company’s lines
within the city aud county of Denver, provided that
children under six years of age when accompained by
a paying passenger shall be carried free of charge,
and children over six years of age and under twelve
years of age, at half fare.

2. The company shall at all times transfer its
passengers fromy one to another of its lines for a
continuous passage without any charges, provided
the company shall not be required to transfer pas-
sengers to adjacent lines.

3. Whenever the wage schedule shall be increased
or decreased by the company, the fares to be charged
may be increased or decreased to take care of such
increase or decrease in wages.

4. A board of control of three members, one ap-
pointed by the Mayor, another by the City Council,
and a third by the board of directors, shall be ap-
pointed for a term of four years. The appointments
to be made within ten days after this ordinance be-
comes effective.

Whenever this company shall increase or decrease
the present schedule of wages it shall advise the Board
of Control, who shall investigate and act thereon
within ten days aund authorize or order an increase or
decrease in fares to be charged by the company to
correspond to the increase or decrease in wages.

The records and accounts of the company, con-
cerning its wages and fare receipts, shall be open to
inspection at all times by the Board of Control, and
the company shall furnish the board with.any and all
information which the company has relating to wages
or increase or decrease in fares. If increase or de-
creases in fares are authorized or ordered by the
Board of Control, they shall be at such rates as will
produce an amount not more than said wage increase
and not less than the wage decrease; and successive
increases or decreases in tare in the discretion of the
board may be authorized or ordered by the board as
the facts and couditions warrant; provided always,
that the board shall not authorize any increase in
fares in excess of that necessary to take care of
increases in wages in Denver based upon the average
of the hourly schedule paid to railway men in St.
Louis, Omaha, Kansas City, Minneapolis and St. Paul.

Fare increases authorized or decreases ordered by
the Board of Control shall be put into etfect not later
than ten days after the date of such authority or order.

Louisville Strike Over

The strike of the employees of the Louis-
ville (Ky.) Railway remains only as a
matter of local history. Despite political,
city and other interference, business in-
terests stuck with the company, criticis-
ing the Mayor for his attitude toward the
company and generally adopting resolu-
tions condemning the closed shop. The
company prevented the closed shop idea
from becoming effective, and although it
had lots of trouble, and many cars were
damaged, it is now giving full service on
all lines, with more than 1,200 new men
in its employ.

All strike breakers are gone and police
protection is no longer necessary. The
present force is considered very efficient.
Various unions have recently lifted the
ban against union men riding on cars.
Pickets have been withdrawn by the
union. The strike was declared on Aug.
18. The ban against union men riding on
the cars was lifted during the week of
Oct. 20.

.

Franchise Plan at Detroit

Service-at-Cost for Detroit United Urged
by Street Railway Commissioners—
Extensions Outlined

On Oct. 22 the Board of Street Railway
Commissioners of Detroit, Mich., sub-
mitted a report on the present condition
of transportation facilities in that city to
the Mayor and Common Council. Barclay
Parsons & Klapp acted as consulting engi-
neers for the commissioners.

SERVICE-AT-COST RECOMMENDED

Briefly, the report recommends that the
city enter into a service-at-cost franchise
with the Detroit United Railway, and that
future construction be on the basis that
the city build the proposed downtown sub-
way and all future rapid transit lines,
while the company will build the surface
lines and supply all equipment.

The report includes a recommendation
that during the next two years the com-
pany buy 300 motor cars and 260 trailers
and build the necessary power houses and
substations for the operation of these cars
and 92.88 miles of track.

The subway proposed would relieve the
traffic congestion on Woodward Avenue.
There would be a short section on Fort
Street. The proposed surface extensions
would be crosstown lines. They were
grouped as three classes; namely, (a) nec-
essary for immediate construction, 71.43
miles; (b) next in importance, 21.45
miles; (c¢) recommended for construction
as traffic develops, 64.66 miles.

PasT REPORTS REVIEWED

The report reviews the plans considered
in the past to settle the franchise situa-
tion, including various votes on municipal
ownership. It points out that the three-
fifths vote necessary in Detroit to carry
through any detailed plan is a handicap
to the settlement of the railway problem
and to other municipal problems as well,
and if this provision has to remain an ap-
propriation should be made for publicity
to insure an accurate presentation of the
facts to the voters.

In conclusion the report recommends a
service-at-cost plan for the Detroit United
Railway on a basis somewhat similar to
that in Cleveland. It says that if this
receives the approval of the city the com-
missioners will enter into negotiations
with the company to work out the details.
of such a plan.

RECOMMENDATIONS ON EXPENDITURE

A summary of the recommendations as
to expenditures, the city to build the sub-
ways mentioned and the company to do
the rest of the construction and purchase
the equipment, follows:

Subways on Woodward Avenue and Fort

]2 0 R S T 6 o 5 O 00, G O s $8,500,000
Surface line extensions................. 6,926,650
300 motor cars at $10.000............ .. 3,000,000
260 trail cars at $5,000.,:cc..0cvvaeainis 1,300,000
Carhouses, substations, connections, and

electrical feeders .....c.ceccoviieoonn 1,200,000

Total ..o iae ol e et $20,926,650
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Conferehce on New York Affairs

Railway Representatives and Public Service Commissioner Confer—
Plan Presented for Discussion—Mayor Refuses to Attend

Public Service Commissioner Lewis
Nixon, of the First District, has issued
a general invitation to the Mayor, Comp-
troller and other city authorities, and to
the traction interests, to meet with the
commission in a general conference to
map out, if possible a method by which the
transportation systems in New quk City
can be saved from complete dlslntegr.a-
tion. Commissioner Nixon pointed out in
his letter that the people of the mpy were
face to face with vast losses, and in addi-
tion with a lowering of the standard of
service, the physical deterioration of the
property and equipment, and demoraliza-
tion of organization. For temporary con-
cessions extended to the companies, he
pointed great and lasting benefits could
be secured to the city. )

‘What the situation needed, according to
Commissioner Nixon, was constructive
and business-like handling, such as that
which might have been forthcoming sev-
eral months ago, and would have avoided
the present crisis and saved to the travel-
ing public the system of free transfers
then prevailing. ] )

Mayor Hylan and other city officials de-
clined to attend the fare conference. The
Mayor gave out a letter to the press at-
tacking the commissioner for “worrying
about increased fares for the traction cor-
porations instead of paying attention to
the overcrowding of passengers on the
transit lines.” This thrust brought forth
a hot rejoinder from Mr. Nixon, who de-
clared that he was “ personally capable
of regulating the city’s traffic and of using
the maximum of safe service in rush
hours.” Mr. Nixon said: “ As to the pro-
priety of my taking the initiative, I am
the judge, not you.”

The railway officials on Oct. 3 accepted
the invitation to the fare conference.
Forty officials attended. Mr. Nixon intro-
duced the subject by reading a long sj:ate-
ment containing comments on the situa-
tion and suggestions for concessions
which he thought might meet the demands
of the city administration and lead to
modification of franchises and contracts
which would bring about higher fares.

It was decided to hold a second confer-
ence on Oct. 15. Mr. Nixon’s plan is as
follows:

The consolidation of all systems into one corpora-
tion with unified control. This suggestion has been
made before, and a way to accomplish it has been
studied by at least one of the receivers.

A uniform fare except in isolated sections, such as
Staten Island.

Abolition of holding companies, such as the Brook-
Iyn Rapid Transit and the Interborough Consolidated.

Perpetual franchises to be replaced by terminable or
indeterminate franchises.

The institution by the city of an inquiry to deter-
mine the value of each of the railroad properties.

The termination of all leases such as those held by
the New York Railways and of all underlying con-
tracts.

The city to have the option of acquiring the railroad
properties within a fixed time at agreed valuations. It
is suggested that the purchase price be paid out of
earnings.

The establishment of a flexible fare, automatically
adjusted to meet the cost of service, which must cover
interest on money invested.

A reserve fund to meet variation in costs and the
sale of tickets at less than 5 cents to those buying in
quantity. The ocecasional passenger would thus pay
more than the regular one,

The city to be represented on ail boards.

Mr. Nixon explained that the sugges-
tions were tentative and were offered as
a basis for discussion. He said that when
the various contracts were made the 5-cent
fare was fixed because that was then the
best known plan for controlling rates, and

that, while comprehensive plans for con-
trol of the railroads had since been
worked out, the rate restriction stands.
Therefore, he argued, if the city surren-
dered this right the companies must yield
something of equal value—for example,
their perpetual street rights.

Then Mr. Nixon proposed two commit-
tees, one on unification and the other on
differentials and guaranteed payments.
He suggested that these committees con-
sist of Transit Commissioner John H.
Delaney, the Comptroller, a representative
of each of the companies, and a representa-
tive of the city’s franchise committee. If
the Board of Estimate declines to name a
representative Mr. Nixon suggested that
the public should be represented by a man
selected by the Chamber of Commerce,
the Board of Trade and Transportation,
and the Merchants’ Association.

After Mr. Nixon had read his statement
suggesting that all of the lines be placed
under one management and making other
suggestions as a solution of the problem,
he said:

[ have no power. The power will vest in the Transit
Construction Comimissioner who sits here. If there is
ever a redraft of these contracts application niust be
made to him.

Commissioner Nixon held a second con-
ference with the traction officials on Oct.
15, at which plans for the financial relief
of the companies were discussed. Mr.
Nixon plans to take each company’s needs
under consideration in turn. At present
he is considering the situation as it affects
the New York Railways. He held a con-
ference with the officials of the company
on Oct. 20.

Federal Judge Mayer on Oct. 6 ordered
Francis G. Caffey, United States District
Attorney, to prepare papers accusing
Charles L. Craig, Comptroller of New York
City, of contempt of court. The action
followed the reading of a letter from
Comptroller Craig by Public Service Com-
missioner Nixon at the meeting of traction
officials in Mr. Nixon'’s office.

Buses were operated over the Manhat-

“tan Bridge beginning Oct. 4, replacing the

Brooklyn & North River Railroad cars.
Up to Oct. 4, Grover Whalen, commissioner
of plants and structures, had not applied
to Mr. Nixon for a certificate of conve-
nience and necessity permitting bus oper-
ation. Operation of the cars ceased at
midnight Oct. 4. The bus line runs from
the Flatbush Avenue extension at Fulton
Street, Breoklyn, across the Manhattan
Bridge, through Canal Street to Vestry
Street, to Greenwich Street, to the Des-
brosses Street Ferry. The route is cov-
ered in about twenty minutes, or ten
minutes less than it took the traction cars.

Washington Wages Adjusted

Employees of the Washington Railway
& Electric Company, Washington, D. @,
agreed on Oct. 23 to accept the increase
of 3 cents an hour which the management
of the company offered them in answer to
a recent demand of the employees for a
substantial increase in their wage scale
and recognition of the union by the com-
pany. The 3-cent increase raises the pres-
ent scale of 43, 46 and 48 cents an hour to
46, 49 and 51 cents an hour for the three
classes of men operating cars.

The agreement reached between the em-
ployers and the men operating cars was
that an increase of 3 cents an hour should

 working

be accepted, said increase to be retroactive
to Oct. 1, and the company to make pay-
ments up to date on that basis not later
than Nov, 5.

The employees who are members of the
Amalgamated Association accept the in-
crease in the wage scale as an evidence
of recognition of their union by the em-
ploying company.

Ten-Day Strike

Oakland Men Break Agreement—Service
Resumed.Pending Negotiations or
Arbitration of Dispute

A strike of 1500 carmen of the San
Francisco-Oakland Terminal Railways,
Oakland, Cal., which had completely tied
up service for ten days, ended on October
11, w}1en the men voted to return to work
1)9ndlng settlement of the points at issue.
Normal service was resumed on October 12.

The State Railroad Commission and
federal concilaters brought the company
and the men together by representing to
them the public’s rights to service. The
agreement provided for immediate return
of the men at their old ratings, a confer-
ence between the company and union offi-
cials to discuss all demands, and the
submission to arbitration of all points
which cannot be readily settled between
both sides.

The men went out on October 1, al-
though the company had agreed to submit
to a board for settlement all the demands
made by the men in their communication
addressed to the company on August 30.

The ‘demands of the men were most ex-
traordinary. They requested a wage in-
crease alone ranging from 56 to 94 per
cent. Other demands were for an eight-
hour day and radical changes in other
conditions. The new wages
would mean $6 for an eight-hour day on
the so-called traction division and $7 a
day for an eight-hour day on the so-called
ral_lway division. The company promptly
pointed out that these demands would in-
crease its payrolls $1,613,600 a year, thus
practically doubling them. In effect the
demands, if granted, would require the
public to pay 8 cents for a city ride, 20
cents for a ride across the bay and $5 for
a commutation ticket. The company ad-
vanced as susceptible of proof the state-
ment that it was actually $78,888 worse
off on August 31 than it was on the same
date in 1918 for the corresponding period,
notwithstanding the car riders paid an
additional cent in fare.

Qn October 6 the representatives of the
union assured a committee acting in the
interest ot a settlement that if the com-
mittee could sccure written assurance
from the directors of the railway that all
men would be restored to their former
positions and rating and that contract re-
lations would be restored as before the
strike, with all claimg submitted to
arbitration immediately, they would
recommend to their associates that the
proposition be accepted and that the men
return to work at once.

The company’s reply was a flat refusal
of these conditions. It declared that it
had not been justified in its belief that the
men would at least observe the oath they
had taken to accept arbitration before go-
ing on strike. The company did, however,
suggest that the men be advised to return
to work in reliance upon “that sense of
fairness which the company has always
shown them and with the assurance that
any request for a conference with them or
their representatives will in the future, as
in the past, be immediately granted.”
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Bay State Program Outlined

Statement of the Company’s Policy and What It Is Hoped to Accom-
plish Under Its Contract for 100 One-Man Cars

After nearly four months of experience
under the public control act, during which
the Bay State Street Railway, Boston,
Mass., has been thoroughly reorganized
and made much more efficient, there ap-
pears to be a widespread and constantly
growing feeling among the people through-
out the system that the public trustees
are indeed public servants.

Since Fall River, Lowell and Taunton
furnished the most concrete proof of this
feeling by refusing to permit unfair com-
petition by jitneys, the public trustees felt
that these-cities were entitled to first con-
sideration in fare reduction experiments
and the following plans are now in opera-
tion:

Fall River—Three dollar monthly ticket, fifty rides,
good for one person, with transfer privilege to any
part of city zone. Rate of single fare, 6 cents. Effec-
tive Sept. 15.

Lowell—One dollar monthly ticket, sixteen rides,
good for one person in central city zone with transfer
privilege between Boston & Maine Railroad Station
and center of city. Rate of single fare, 6} cents.
Effective Sept. 25.

Taunton—One dollar ticket, fourteen rides, good for
more than one person and not limited to use within
one month, with transfer privilege except on certain
lines. Rate of single fare, 7 1-7 cents. Effective
Sept. 20.

JirNey COMPETITION OPPOSED

In no city have the public trustees
pleaded for the elimination of the jitneys
out of sympathy for the trolley cars.
Their argument has always been that
street railways and the jitneys cannot both
live in the same community because of
the numerous unfair burdens imposed by
law upon street railways, from which jit-
neys are allowed to escape.

They have repeatedly pointed out that
in case of accident street car riders are
protected against financial loss resulting
from injuries while jitney patrons are not;

That street railways pay heavy taxes to
the state and city which jitneys do not;

That street railways are safe, sanitary
and are "operated on regular schedules
while jitneys are not;

That street railways spend thousands of
dollars plowing snow from the streets and
opening pathways for traffic in the winter,
while jitneys do not;

That street railways are under state
regulation and held to strict account for
conditions of operation, while jitneys are,
in most instances, under the loosest kind
of local control and run how, where and
when they please, regardless of public
comfort and convenience.

The public trustees say they are confi-
dent that under the home-rule plan, which
provides that each one of the twelve oper-
ating districts shall have its fare deter-
mined by its own receipts and expenses,
the hostile feelings of the past will be
removed and close, friendly relations will
be established between them and the
public.

That they are confronted by the task of
removing causes of public grievances of
long standing in years gone by, the public
trustees say they are well aware. The
only request they make of the public is to
keep in touch with their work.

Already they have reduced the over-
head expenses of the Bay State System
thousands of dollars by the consolidation
of several offices. At the suggestion of
many city and town officials they have
awarded a contract for 100 one-man safety
cars which they hope to have in operation
within a month, and they have also voted

to buy 100 more one-man cars which will
be ready by March 1.

By abrogating their lease of the offices
at 245 State Street and removing to
1 Beacon Street they will save $11,000 a
year rental.

By reducing the office force in Boston
they will save $100,000 annually, and by
discontinuing non-paying lines they have
reduced the burden on paying communi-
ties thousands of dollars annually.

They are staunch advocates of local
operation of cars with practically un-
limited powers to district managers. They
are going to make many experiments in
fares and intend to give each district the
lowest possible rate consistent with satis-
factory service,

No Injunction for Minneapolis
Mayor

The injunction sought by Mayor J. E.
Meyers, of Minneapolis, Minn., to prevent
submission of the cost-of-service franchise
for the Twin City Rapid Transit Company
to the citizens of that city at a special
election on Dec. 9, was denied in a deci-
sion filed by District Judge J. W. Moly-
neaux on Oct. 9. Assuming that the case
will be taken to the higher courts, Judge
Molyneaux does not go into detail on t}le
question of the issues involved. His opin-
ion holds:

That the Mayor has not the veto power, as claimed ;

That the ordinance does not purport to grant a
perpetual franchise, as claimed, but does grant a
franchise for the term of twenty-five years, commenc-
ing on Jan. 1, 1920, with the privilege to the city to
purchase as prescribed by the enabling act both dur-
ing the term of twenty-five years and after the expira-
tion thereof ; .

That the Council was acting within its power in
granting a franchise to the company holding the
existing franchise, making the new franchise, if
ratified, commence on Jan. 1, 1920, and canceling the
old franchise at the time the new franchise goes into
effect ;

That the ordinance complies with the enabling act
in reference to submitting the adoption of the pro-
posed franchise to the vote of the people, and the
ordinance does provide for such submission to the
vote of the people according to the terms of the en-
abling act;

That the power to regulate is not contracted away ;

That the price which the city would pay in case
of condemnation is not fixed in the proposed franchise ;
that the proposed franchise only purports to fix the
price in case the property is purchased by the city
under the contractual ordinance.

Mr. Hedley Announces Policy

Frank Hedley, elected president of the
Interborough Rapid Transit Company,
New York, N. Y., to succeed the late
Theodore P. Shonts, issued a statement
on Oct. 21 in which he declared his inten-
tion to do everything in his power “ to the
end that the people of New York City shall
have the safest, the most convenient, and
the most efficient rapid transit in the
world.”

Mr. Hedley said:

In becoming president and general manager of the
Interborough Rapid Transit Company, my policy will
be very simple. It will be:

1. To do everything I know how to do to the end
that the people of New York City shall bave the
safest, the most convenient, and the most efficient
rapid transit in the world. We carry practically a
million and a half people to their business every
morning and then carry them bome at night. To do
this safely and without delay constitutes, as I see it,
a public trust of the bighest order.

2. To imbue the personnel of this company with a
feeling of enthusiasm in their work and with a sense
of their responsibility to the public for a loyal and
efficient performance of their duties.

Satisfactory service to the public can only be
attained through loyal and efficient effort on the part

of all eniployees of the company, and the employees
themselves can be greatly aided through public co-
operation with them.

Helpful criticism of our service will always be
welcomed whether from employees or from the publie,
and I want to express the hope that I will receive the
co-operation of everybody concerned in seeing to it
that for the people of New York City it continues to
be possible to maintain and operate the safest and best
possible rapid transit service.

_Mr. Hedley announced that he had de-
cided on a policy of full publiéity, and that
he would hold conferences with newspaper
men on Wednesday of each week. In the
first of the conferences held under this
new policy, he said:

We have no secrets in so far as the true condition
of the road is concerned. The road is owned by the
city and by private interest in almost equal parts,
and I see no reason why the city and its represen‘a-
tives should not be entitled to as much information as
are the private interests.

Improved Service Proposed for
Philadelphia

The Philadelphia (Pa.) Rapid Transit
Company has submitted to the Philadel-
phia Qity Council drafts of four ordinances
containing measures projected for the im-
provement of the company’s service, and
the draft of a fifth incorporating a form of
lease for the Frankford elevated railroad,
now under construction.

In the lease submitted, the company as-
sumes that the Frankford elevated can be
completed by July 1, 1920, and proposes to
begin operation of the line July 4 of that
year. The most important of the other
four ordinances deals with the proposition
recently advanced by Thomas E Mitten,
president of the Philadelphia Rapid Tran-
sit Company, at a hearing before the State
Public Service Commission, that in return
for an abolition of 3-cent exchange trans-
fers, the city remit the annual payment of
$785,000 now made to it by the rapid tran-
sit company under the terms of the agree-
ment of 1907

Another of the ordinances would impose
regulations on traffic upon streets occupied
by car tracks. Its prinecipal provision is
that all streets over which a single line of
street cars is operated in the district em-
braced by the Delaware and Schuylkill
rivers and Oregon and Erie avenues shall
be one-way thoroughfares for all vehicular
traffic.

The fourth ordinance is to authorize the
relocation of the car tracks encircling the
City Hall from the middle of the streets to
a position adjacent to the curb line sur-
rounding the building, while the fifth
seeks authority for the construction of
turning loops at the Pelham car barn to
enable the company to operate green cars
on the Germantown and Chestnut Hill
route. .

A general explanation of these measures
and their purposes was given in a com-
munication addressed by Mr. Mitten to the
members of the Select and Common Coun-
cils. This communication, a copy of which
was delivered to every councilman, said
in part:

Philadelphia street cars carried 550,000,000 people
in 1912, at which time the inadequacy of the transit
facilities was recognized, and in 1913 a plan for a
system of subway and elevated lines was developed.
None of tbe new lines then planned is available to
assist in carrying the traffic of 1919, which bids fair to
exceed 850,000,000 passengers.

The approaching Christmas holiday season will bring
the heaviest transportation requirement the city has
ever known, and unless the greatest possible use is
made of existing facilities a most uncomfortable condi-
tion of overcrowded cars will be upon us.

We now ask your help and co-operation in making
effective certain changes and improvements as herein
set forth. i ;

Mr. Mitten then proceeded to outline his
solution of the traffic problem. The Coun-
cils have taken the matter under con-
sideration.
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Strike on Indiana Road Ended

A strike of employees of the Chicago,
South Bend & Northern Indiana Traction
Co., South Bend, Ind., caused by the
discharge of two men, has been ended as a
result of a conference between a citizens’
committee, Mayor Foster, officers of the
company and ten of the strikers. The
men have agreed to resume work under
the old conditions and the company has
consented to re-employ all except the two
discharged men. The latter withdrew
from the union to relieve their fellows of
the embarrassment of standing out in
their behalf.

News Notes

Easton Lines Tied Up.—The lines of
the Northampton Traction Company, Eas-
ton, Pa., and its associated companies
were tied up on October 14 as the result
of a strike of motormen and conductors
to enforce demands for increased wages.

Service Resumed on Berkshire Road.—
Service was resumed on the lines of the
Berkshire Street Railway, Pittsfield, Mass.,
on October 1 after an interruption which
had lasted seven weeks. An agreement
with the men led to the reopening of the
road.

Service Resumed at Muscatine.—A vote
of the City Council of Muscatine, Ia.,
granting of a 7-cent fare to the Clinton,
Davenport & Muscatine Railroad, con-
trolled by the Tri-City Railway & Light
Company, Davenport, Ia., has been fol-
lowed by the resumption of service in
Muscatine after an interruption lasting
seventy-nine days. The trainmen signed
an agreement for a maximum wage scale
of 52 cents an hour, as compared with the
maximum scale of 60 cents for the Rock
Island, Ill., trainmen of the Tri-City Rail-
way following their recent strike. The
Muscatine men had been idle since Aug. 1,
when the Rock Island trainmen struck.

Higher Pay for Kansas City Men.—The
Kansas City (Mo.) Railways on October 15
put into effect a new scale of wages involv-
ing an increase of 5 cents an hour except
for three-year men, whose increase is
6 cents. The ultimate wages are 50 cents
an hour, becoming effective at the end of
the second year. The minimum wage for
extra trainmen has been $93 a month; it
is now $105 a month, based on a thirty-
day month. One-man car operators re-
ceive 5 cents above the scale, and mail car
operators 4 cents above the scale. Stu-
dents have been getting $1.50 a day; they
now get $2. All employees received in-
creases on July 1.

Olean Strike Settled.—The Western
New York & Pennsylvania Traction Com-
pany, Olean, N. Y., came to an agreement
with its striking trainmen effective on
Oct. 18 after service had been suspended
for sixty-seven days. The new contract
carries about the same privileges and con-
ditions as prevailed previous to the or-
ganization of the men. It permits col-
lective bargaining through a committee
representing the employees and made up
of employees of the company only. By
Oct. 23 most of the old men had returned
to their former positions. Those that still
remained out at that time had until Oct.
25 to report for duty, after which time
they could return only as new employees.

Financial and Corporate

Doing Better With Ten Cents

Statement of Public Trustees of Boston
Elevated Railway For the Quarter
Ended Sept. 30

In presenting their report for the
quarter ended Sept. 30, the trustees of
the Boston (Mass.) Elevated Railway
state that receipts under the 10-cent fare
which went into effect on July 10 in-
creased steadily until in the closing days
of September they were sufficient to meet
all expenses. This improvement has been
sustained during the past three weeks and
warrants the belief that the railway is
now self-supporting.

The financial exhibit of the company
shows that during the quarter the actual
deficit from operation was $928,694. The
deficit in July was $599,198; that in Au-
gust $227,029; and in September the
actual operating loss was $12,942. The
statement for that month, however, in-
cludes also an item of $89,524, which rep-
resents an adjustment on account of track
work and taxes.

The item of $450,000 appearing at the
end of the exhibit represents a deficit that
really belongs to the preceding year. It
grew out of the retroactive character of
the arbitration award made in July, which
increased wages of employees for the
months of May and June.

It is to be noted that the 10-cent fare
did not go into effect until July 10; that
an unusually large amount of track work
for the entire year necessarily has to be
performed in this season; that the four
days of strike entailed a very heavy loss
of revenue; and that with the installation
of the higher fare there was an immediate
loss in patronage, which has since been
gradually.returning.

TrUSTEES CONFIDENT

The trustees are confident that during
the next three months, in which expendi-
tures for track work are ordinarily small,
a large part of the deficit incurred during
the last quarter will be eliminated, and
that unless some extraordinary and unfore-
seen event should occur, the year closing
June 30 would show no outstanding deficit
to be assessed upon tax-payers. Any
change in the wording of the statute in
relation to the procedure in the matter
of deficits which may be necessary to se-
cure this can be seasonably made.

The public control act calls for an auto-
matic increase in fare at the end of every
quarter during which there has been a
loss from operation even though the fare
in force at the end of the quarter is meet-
ing expenses, and there is no reason to
believe that under a continuance of that
fare a deficit will again occur.

When in July the trustees inaugurated
the 10-cent fare, and, as required by the
statute, established grades above and be-
low that fare, they were confident that
although receipts would fail at first to
meet expenses, they would prove sufficient
to meet them before or soon after the end
of the quarter. The next grade above the
10-cent fare therefore was established
through a charge of 1 cent for transfers at
certain points where the use of transfers
would be light, this change being deemed
a sufficient compliance with the law.

Now that operation has reached a sound

business basis in which expenses, includ-
ing suitable provision for obsolescence,
depreciation and maintenance, are being
met by revenue, the problem left for con-
sideration is that of fare. The trustees
ask: ‘“Ought there not to be made pos-
sible as soon as may be a reduction in the
flat 10-cent fare?”

In concluding their statement, which is
dated Oct. 23, the trustees say:

There are disadvantages which distinguish the ser-
vice here that are not remediable. But there are
other disadvantages which are remediable. Capital
imperatively needed is not available. Its lack and the
other burdens like that of subway rentals, which in
the opinion of the trustees constitute a discrimination
against the car rider, ought not to be left outstanding
so as to prevent in the near future a material reduc-
tion from the 10-cent fare. This situation is now
under study by the Street Railway Commission, which
is soon to make its report to the Legislature.

Cleveland Dividend Arbitration

The hearing of the Cleveland (Ohio)
Railway’s request for an increase in divi-
dends from 6 per cent to 7 per cent has
proceeded in a casual way before a board
of arbitration for some time. A number
of witnesses were examined in an effort to
ascertain whether an increase is neces-
sary.

Milo R. Maltbie, New York, stated that
if it became necessary for the company to
raise a large sum of money for improve-
ments and extensions, the rate of divi-
dend should be advanced. He thought,
however, that it was unwise to make exten-
sive improvements at this time. For this
reason he was of the opinion that the
present rate should be continued. He was
a witness for the city. It is possible that
the arbitrators will render a decision» be-
fore long.

oy

Chicago Reproduction Figures
Presented

On Oct. 6 the Chicago (I1l.) Surface
Lines submitted before the Public Service
Commission of Illinois several volumes of
figures showing the reproduction value of
the properties, exclusive of land, as being
$193,370,612 as of Jan. 31, 1919. These
figures do not make any allowance for
depreciation, the companies contending
that the amount of money in the renewal
fund are sufficient to keep the properties
at 100 per cent of operating efficiency.

The valuation was made jointly by
A. L. Drumm & Company and Stone &
Webster. Among the larger items included
in the schedules are $60,527,984 for tracks;
$45,802,852 for rolling stock; $17,635,003
for paving; $15,519,430 for electrical dis-
tribution system; and $14,795,085 for
buildings. Later the attorneys for the
Chicago Surface Lines announced that
there was no intention to claim the right
to a return on more than the ordinance
values, approximately $158,000,000.

Besides the representatives of the firms
which made the valuation, other wit-
nesses, including M. E. Cooley and George
Weston, testified in support of the com-
panies’ claims. At one of the hearings
President L. A. Busby urged that the re-
newal fund requirement be restored to
8 per cent of the present gross earnings
rather than 8 per cent or the earnings
on a 5-cent fare basis as directed by the
commission. The city objected and this
point was not decided.
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San Francisco Readjustment Plan Modified

New Company Will Have $47,973,000 of Securities as Compared
with $82,411,600 Now Out

The two committees representing the
holders of the 4 per cent bonds of the
United Railroads, San Francisco, Cal., have
agreed to further changes in the plan for
the readjustment ot the finances of the
company. The present company has se-
curities to the amount of $82,411,600 out-
standing while the successor company, the
Market Street Railway, will have $47,973,-
000 of securities outstanding.

The original plan tor readjusting the
finances was dated Sept. 22, 1916, and was
amended on April 26, 1917, It is explained
now that the former amended plan, which
was approved by the owners of $22,514,000
out of a total of $23,500,000 of bonds, has
become impossible of being carried out
owing to the great loss of earnings and
the increase of expense of operation of the
railroads whicli occurred in the fall of
1917, and many other conditions and cir-
cumstances beyond control.

The holders of the $23,500,000 of United
Railroads 4’s will receive $3,525,000 of
Market Street Railway bonds, $11,750,000
of prior preferred stock, $1,175,000 of pre-
ferred stock, $2,350,000 of second preferred
stock and $4,700,000 of common stock.
Thus for each $1,000 bond the holder will
receive $150 in Market Street bonds, $500
in prior preferred stock, $50 in preferred
stock, $100 in second preferred stock and
$200 in common.

Following the United Railroads 4's there
are $46,613,600 of junior securities. These
consist of $1,925,000 of 7 per cent notes,
$740,000 of 6 per cent notes, $1,000,000 of
5 per cent notes, $5,000,000 of preferred
stock, $20,000,000 of second preferred stock
and $17,948,600 of comnion stock, largely
owned by the California Railway & Power
Company. For these securities there will
be exehanged a total of $12,175,000 of se-
curities, consisting of $3,825,000 of pre-
ferred stock, $2,350,000 of second preferred
stock and $6.000,000 of common stock.

The capitalization of the present United
Railroads and of tlie Market Street Rai!-
way as successor company after reorgani-
zation will be as follows:

Market St. Rwy.

Present After
United Reorgani-
Ruailroads zation
Underlying bonds ......... $5,200.000  ........
Market. Street Rail
(exclusively of ¢
pledied) oaieswu s e 7.098,000 $10,623,000
New Notes (secured by $5,-
200,000 Market Street
Railway bonds and Sutter
Street, Sutro Railroad and
San Mateo properties. ... ....co.. 5,200,000
United Railroads 4 per cent
R S e ecaior o 2 ke it = 28,500:0000  iceevsse
7 per cent, 6 per cent ¢
5 per cent notes......... 3,665,000  ........
First. preferred stock (and
accrued dividends) ..... 3,000,000  .....c0n
Prior preference stock...... ........ 11.750,000
Preferrel Stodk mwsassmans s mmnas 5,000,000
Second preferred stock (and
present accrued dividends) 20,000,000 4,700,000
Common stock ........... 17,945,600 10,700,000
Total .....evveen....882,411,600 $47.973,000

Under the new proposed plan the fixed
charges of the Market Street Railway will
be as follows:

Interest on Market Street Railway bonds

now issued, $7,098,000 at 5 per cent. $354,900
Interest on Market Street Railway bonds
to be issued, $3.525,000 at 5 per cent. 176,250

Sinking fund requirements of Market

Street Railway bonds.............. 160,000

Interest on new $5,200.000 notes at
BUPET CETIL e o7 6rtia 3 § 5 miwile slataie aisters 312,000
Sinking fund requirements of new notes. 160,000
$1,163,150

The carrying out of the plan requires the
consent of the present holders of the un-

derlying bonds to the exchange of their
securities for new securities and cash.
E. H. Rollins & Sons are now soliciting
these bondholders and report that the
owners of more than 65 per cent of all
the underlying bonds have agreed to the
exchange and that they are confident the
entire exchange will shortly be arranged.

The $5,250,000 of 6 per cent notes to-
gether with $520,000 in cash will be ex-
changed for or used to acquire the follow-
ing matured underlying bonds to a like
aggregate amount, namely, $1,800,000 of
the Market Street Cable Railway, $2,000,-
000 of the Omnibus Cable Company, $400,-
000 of Ferries & Cliff House Railway and
$1,000,000 of Sutter Street Railway. All
these bonds have matured. In two of the
instances suits for foreclosure have been
begun. The committee believes that it
would be ruinous to the interests of the
bondholders of the United Railroads if
the proceedings for the foreclosure of all
the mortgages should be conducted upon a
hostile basis.

Noteé Sold_a: Home

$3,600,000 of Milwaukee Notes Sold at
a Large Saving Principally by
Means of Advertising

Several reterences have been made in
this paper to the sale locally by the Mil-
waukee Electric Railway & Light Com-
pany of its recent issue of $3,600,000 five-
vear, 7 per cent notes. The completion of
the sale permits a statement now of the
way tlie plan was carried out and the re-
sults secured.

Sales through newspaper advertising by
the company were supplemented by a
small field sales force working during the
early part of the campaign; by circulars
mailed to investors already interested in
thhe company and by an initial sale of
$400,000 of the notes, negotiated by the
management, to one of the Milwaukee
banks. Tliese supplementary sales meth-
ods, themselves all greatly facilitated by
the home newspaper advertising cam-
paign, are credited with selling approxi-
mately $750,000 of the issue, leaving a
balance of $2,850,000 whose sale is at-
tributable only to newspaper advertising.

The actual selling costs by this method
were: Newspaper advertising, $51,525;
office expenses, sales commissions, etc.,
$22,246; with a total of $73,771.

The company had two purposes in sell-
ing the securities in the way it did. First,
and most important, the company desired
to enlist the co-operative interest of home
investors in the business. Secondarily,
the company desired, if possible, to sell
the issue at less than the usual cost of
marketing such issues through underwrit-
ing syndicates.

The first purpose was achieved to this
extent: The notes were sold to 5,458 buy-
ers, of whom 3,690 are resident of Milwau-
kee, 1,608 residents of other Wisconsin
cities and towns—most of them in the
Greater Milwaukee district served by the
company, and 160 residents of other
states. Of the 5,458 buyers, 1,394 are
women.

The second purpose was also achieved.
At the time the issue was put on the
market—December, 1918—the best price
that a banking syndicate would probably
have felt justified in offering for them
would have been 95, or at most 96 per cent
of par, leaving the syndicate a margin of
4 or 5 per cent for selling expenses and
profit. The actual cost of selling direct,

through home newspaper advertising, was
$73,771. This represents a saving to the
company of $70,228, as compared with a
syndicate offer of 96, or of $106,228 as
compared with a syndicate offer of 95.

The issue was advertised in fifty-six
‘Wisconsin cities, including Milwaukee. It
was sold in 232 cities and towns of Wis-
consin, and in eighty-one cities of other
states. Preliminary advertising of the
issue began Dec. 12, 1918. The notes were
placed on sale Dec. 18. The issue was sold
in nine months of elapsed time, covering
230 business days, at an average daily
rate of $9,696.

Receiver Defaults Interest
Payment

Andrew E. Kalbach, receiver of the Sec-
ond Avenue Railroad, New York, N. Y.,
has reported to the Supreme Court that
about $94,000 interest due on $3,140,000
of receiver’s certificates is in default be-
cause of insufficient funds. Justice Mec-
Avoy stated that ““ the default of receiver’s
certificates in interest is the last indica-
tion of the inability of the road to earn
enough to support a modest capitalization
and the present wage scale and material
costs.” Further the court said: “ The re-
port shows a deplorable state of affairs.
Stock worthless, bonds, principal and in-
terest defaulted, judgments of tort credi-
tors unpaid, taxes of city and state accu-
mulating, without prospect of liquidation.
The receiver must operate the road so
long as any means exists or whatever of
value is left to its franchise may be lost
through the non-user.” Justice McAvoy
said that the receiver’s certificates would
lose their priority as a lien if tort judg-
ment were paid out of the funds in the re-
ceivers’ hands when the interest due on
the certificates had been defaulted. He
decided, therefore, that the receiver had
no funds with which to pay the tort claim.

Chattanooga Lines Running
Behind

The receivers of the railway lines of the
Chattanooga Railway & Light Company,
Chattanooga, Tenn., report $10,400 net
earned in September, but call the atten-
tion of the court to the fact that expendi-
tures as reported to the court do not
cover items for taxes or interest on any
indebtedness and do not take into con-
sideration any amount for the services of
the receivers or their counsel. No amount
is set aside for depreciation of the prop-
erty, according to the report. The sum
expended covers only the cost of operating
the property, they state.

Attention of the court is called to an
item of $16,818, for maintenance of ways
and structures, and an item of $9,781, for
maintenance of equipment. The sums set
out in connection with these two items
aggregate $26,599, which amounts to 34
per cent of the gross receipts for operating
the railway department of the defendant
company.

The receivers also mention the increased
expenses of upkeep of the property. They
state that they thought it wise to do neces-
sary repair work and make expenditures
as set out before bad weather sets in.

The receivers have taken possession of
the Ridgedale and Seventh Street sub-sta-
tions and equipment, they state, and are
making an appraisal of the property with a
view to arriving at a fair and reasonable
rent to be charged for the property’s use
and occupancy by the Chattanooga Rail-
way & Light Company. They request per-
mission to make a separate report on this
matter.
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Pittsburgh Increase Helpful

Company Doing Better Under Recent
Increase, But Figures Indicate
Need for Nine-cent Fare

The 7V-cent fare has increased the reve-
nues of the Pittsburgh (Pa.) Railways at
a rate %that will amount to $2,400,000 a
year, J. A. Mead, auditor for the receivers,
testified at the hearing during the week
ended Sept. 27 of the city’s protest against
the new fare before the Public Service
Commission, sitting in Pittsburgh.

Included in Mr. Mead’s testimony was a
table ‘of the effects on receipts of four
different fares charged by the Pittsburgh
Railways since Jan. 1, 1917. They afford
an interesting view of the change in the
attitude of the public toward the nickel.

Under the old 5-cent fare, in 1917, daily
receipts were $36,132. When a 5%-cent
fare was instituted on Jan. 22 of that year,
receipts fell to $35,662 daily,” a decrease
of $470. On June 20, 1918, the fare was
raised to 5 cents and 7 cents, according to
the area in which paid. This increase
brought daily receipts up to $41,442, a
gain of $5,780. The present 7l4-cent rate
went into effect on Aug. 1 and in the
fourteen days from that time until the
two-week strike, average daily receipts
were $47,960, another gain of $6,518.

Thus since 1917, it will be seen, the
daily revenues of this company have in-
creased $11,828. No increase in fare was
made between 1914 and 1919, so that dur-
ing a five-year period in which average
costs in the Pittsburgh district soared 80
per cent, the electric railway managed to
swell its revenues only a little more than
30 per cent.

To increase its income this much, it
was necessary to raise fares more than
50 per cent, for although the present ticket
rate is 7% cents the cash fare is 10 cents.

PRESENT FARES INADEQUATE

The T¥%-cent fare has increased reve-
nues more than was generally expected,
but it has proved inadequate, according to
Mr. Mead’s figures. The company will face
a deficit of $947,000 at the end of 1920,
at the present rate. His estimates pro-
vide for payment of $3,500,000 in fixed
charges, many of which have been de-
faulted in the past year.

It is upon this fixed charge item that
company and city authorities split. City
engineers on the physical valuation board
which recently.completed its work place
the value of the company’s property at
$48,000,000. Representatives of the com-
pany on the board place the valuation at
$70,000,000.

The city maintained at the hearing that
the present fare is sufficient to return
7 per cent on the $48,000,000 its engineers
hold that the properties are worth, and
allow more for depreciation and mainte-
nance than the company has done before.

Witnesses for the company, however,
contend that the need for a 9-cent fare is
indicated by their figures. Both sides
agree that the War Labor Board award of
a 6-cent increase in wages means an addi-
tion of four-tenths of a cent to the fare.

Separate Operation in Brooklyn

The lines of the Brooklyn (N. Y.) City
Railroad have been separated from the
other lines of the Brooklyn Rapid Transit
Company under an order made on Sept. 29
by Federal Judge Julius M. Mayer.

Under the ruling of the court twenty-six
surface lines have been returned to their
owners, the Brooklyn City Railroad, which
leased the lines to the Brooklyn Heights

Railroad, the surface operating company
of the Brooklyn Rapid Transit System.

Judge Mayer made his ruling after
Carl M. Owen, attorney for Lindley M.
Garrison, the receiver of the company,
had told the court that the Brooklyn
Rapid Transit System could not raise the
$300,000 rental for the lease of the lines
from the Brooklyn City Railroad and that
the Brooklyn Rapid Transit Company was
in a quandary how to proceed.

Philadelphia Net Declines

The income account statement of the
Philadelphia (Pa.) Rapid Transit Com-
pany as released to the press on Oct. 20 is
as follows:

September

1919 1918
()pemtgng revenue ..... $3,030,930 $2,679,001
Operation aud taxes.... 55,298 1,686,461
OPERATING INCOME $975,ﬁ3£ $992,539
Non-operating income .. 42,005 19,886
.GROSS INCOME .... $1,017,638 $1,042,425
Fixed charges ..... 812,279 804,804
NET INCOME ...... $205,358 $237,621

Nine Months Ended

_ Sept. 30 1919 1918
Operating revenue ..... $25,995,430 $23,123,556
Operating and taxes.... 17,888,629 15,089,049
OPERATING INCOME  $8,106,801 $8,034,507
Non-operating income .. 396,095 470,277
_GROSS INCOME .... $8,502,896 $8,504,785
Fixed charges ........ 7,295,944 7,211,062
NET INCOME ...... $1,206,952 $1,293,7:_’;

Results in Chicago in September

A recent report submitted to the Public
Service Commission of Illinois showed for
the Chicago Surface Lines the following
earnings and expenses for the month of
September over a period of years:

Gross Operating
Receipts Expenses Net
1919.... $4,190,527 $3,053,265 $1,119,672
1918...... 2,941,251 2,286,222 620,442
1917.... 2,916,967 1,902,834 961,531
1916.... 2,885,825 1,800,628 1,035,902
Revenue passengers for September,

1919, increased 21 per cent over Septem-
ber, 1918.

The Chicago Elevated Railways also
submitted a report showing that revenues
under an 8-cent fare have increased on a
basis of $2,800,000 a year, while the recent
wage schedule is expected to cost $2,500,-
000 annually. Six months of operation on
a 6-cent fare gave the elevated lines $600,-
000 more revenue, but during the same
period expenses were increased about
$1,150,000.

Since Aug. 8 the 7-cent fares have been
in force on the Chicago Surface Lines and

8-cent fares on the Chicago Elevated Rail-
ways.

Foreclosure Sale and Abandon-
ment

A force of laborers was put to work on
Oct. 25 taking up the rails of the Pasca-
goula Street Railway & Power Company,
thus terminating railway service between
Pascagoula and Moss Point. The prop-
erty of the Pascagoula Street Railway &
Power Company was sold under foreclos-
ure in September to E. J. Ford, and he
recently sold the same to A. Patterson and
associates. The water, light and ice
plants will be remodeled and operated,
but the railway will be abolished, the roll-
ing stock, etc., being sold.

Financial
News Notes

Shore Line Abandons Branch.—The
Shore Line Electric Railway, Norwich,
Conn., has discontinued service between
New Haven and Saybrook.

New York City Company Quits.—The
Brooklyn & North River Railroad, operat-
ing between the borough of Brooklyn and
the borough of Manhattan over the Man-
hattan Bridge, New York, ceased opera-
tions at midnight on Oct. 4. The city is
running buses over the routes of the aban-
doned lines.

Foreclosure Suit Commenced.—The
Guaranty Trust Company, New York,
N. Y., has brought foreclosure suit as trus-
tee under a mortgage made to secure an
issue of bonds of the Broadway & Seventh
Avenue Railroad, part of the New York
(N. Y.) Railways system. Job E. Hedges,
receiver for the New York Railways, is
named as defendant.

Wants Money for Interest Payment.—
Transit Construction Commissioner De-
laney, of New York City, asks an $8,000,-
000 appropriation to pay the interest on
the city’s $180,000,000 investment in rapid
transit lines. A total of $250,000,000 will
be invested by 1921. The first estimate of
$163,000,000 made in 1913 is increased by
$87,000,000 because of higher costs. The
contribution of the Interborough Rapid
Transit Company to the cost of the dual
subway system will be $86,680,000 by the
close of 1920, and the Brooklyn Rapid
Transit Company’s share will be $113-
850,000.

Would Abandon Goshen Service.—A
hearing on the petition of the Chicago,
South Bend & Northern Indiana Railway,
South Bend, Ind., to discontinue its Goshen
City service was set for Oct. 22 by a mem-
ber of the Indiana Public Service Commis-
sion. City service has been in effect in
Goshen about twenty years. The company
declares that the expenses exceed receipts.
Authority is sought to tear up the tracks
and remove the equipment of the Lincoln
Avenue-Eighth Street line. The City Coun-
cil a year ago refused to permit the com-
pany to discontinue its Goshen service and
threatened then that if the city service
were abandoned the operation of inter-
urban cars within the city would not be
permitted. The company then appealed to
the Public Service Commission.

Foreclosure Suit Against Interurban.—
The Guaranty Trust Company, New York,
N. Y., trustee, has brought foreclosure
proceedings against the Kansas City-West-
ern Railway in the Federal Court at
Topeka, Kan., following the default in
September of interest on first mortgage
bonds. A plan of reorganization of the
Kansas City-Western Railway is said to
have been approved by practically all of
the bondholders. TUnder this plan the
bonded indebtedness will be reduced and
a substantial sum provided for improve-
ments. Officers of the company take the
position that under present conditions,
hope for profits is out of the question, and
that the best interests of the bondholders
demand that as quickly as possible the
company be placed on a basis where it will
be giving the kind of service that will
bring in profits.
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Seven Cents in Washington

Commission Grants Increase to All Three
Companies—Four Tickets to Cost
Twenty-Five Cents

The Public Utilities Commission of the
District of Columbia on Oct. 18 issued an
order authorizing the Washington Rail-
way & Electric Company, the Capital
Traction Company, and the Washington-
Virginia Railway to raise cash fares on
their lines from 5 cents to 7 cents. The
order provides for the sale of four tickets
for 25 cents, making the ticket rate 614
cents. The order further provides for the
issuance of free transfers between the
lines of the same company. A 2-cent
charge will be made for inter-company
transfers, as under the present arrange-
ment. The higher fare became effective
on Nov, 1.

The ruling came as the culmination of
repeated attempts to solve the electric
railway difficulties in the national capital.
The Washington Railway & Electric Com-
pany asked the commission for a 7-cent
1are, declaring that it could not pay divi-
dends on its investments unless this in-
crease was granted. The Capital Traction
Company and the Washington-Virginia
Railway, however, asked for no increase,
and the additional fare will enable these
two companies to increase their earnings
even beyond those of last year.

The commission based its conclusion as
to the amount of the increase to be granted
on its contention that the company is en-
titled to earn a 6 per cent return on its
investment. At the hearings recently the
company introduced expert testimony
tending to show that under present condi-
tions at least 8 per cent return should be
allowed. The commission refused to ac-
cept this view.

The commission admits in its order that
it believes the service could be improved
by rerouting of cars on some lines. It
states that this question will be taken up
separately in the near future.

The commission states that it has not
vet completed the valuation of the railway
properties. It points out that the valua-
tion cases, covering the properties of the
companies, so far as the submission of
evidence and argument is concerned, were
completed in April, 1919. The commission
is not yet prepared to issue formally its
findings in the manner contemplated by
all. Basing its findings upon the data
already in its hands, however, it puts a
tentative value on the property of the
Washington companies for electric rail-
way purposes of approximately $14,175.-
000. The net capital expenditures since
July 1, 1914, up to and including April 30,
1919, as shown by the books of the three
companies, amount to $744,427.36.

The commission finds that the intro-
duction of the zoning system as proposed
by William F. Ham, president of the Wash-
ington Railway & Electric Company,
would be inadvisable at this time. It
states that it has given careful consider-
ation to the general question of the zone
system, as well as to the particular one
submitted in the present case. While
appreciating the general benefit to be de-
rived from such a system, the commission
concludes that from a purely civic or com-

munity standpoint, there is great objec-
tion to upsetting the practice established
by Longress and in force for many years,
and under which the numerous subur-
ban sections of the district have been
developed.

The local union of the Amalgamated As-
sociation of Street & Electric Railway Em-
ployees, composed of the carmen of the
Washington Railway & Electric Company,
is expected to insist on the wage increase
of 3 cents an hour recently promised by
Mr. Ham.

Baltimore Charges Seven Cents

Maryland Commission Grants Rate In-
crease—Four Tickets Are Now Sold
for Twenty-Six Cents

The United Railways & Electric Com-
pany, Baltimore, Md., began charging 7-
cent cash fare on Oct. 1 under authority
granted by the State Public Service Com-
mission. The company was ordered to
sell tokens at the rate of four for 26 cents,
thus making the ticket rate 6% cents
per adult fare. There was no change in
the fare for children, this remains at 4
cents. There also was no change in the
rate for commutation tickets. The coni-
mission’s order was referred to briefly in
the issue of the ELECTRIC RAILWAY JOUR-
NAL for Oct. 4.

The installation of the increased fare
caused little trouble, as the company had
made careful preparations for the change.
Every effort was made to provide the
riders with the opportunity to take advan-
tage of the 614-cent fare. Conductors were
supplied with quantities of the metal
tokens and nearly 150 selling agencies
have been established throughout the city
and suburbs, in stores, banks, and other
business places, where they are handled by
the proprietors without compensation for
the convenience of the public. On the first
day of the higher rate a large propor-
tion of fares was paid with the metal
token, showing that the public was thor-
oughly alive to the advantage to be gained
through buying in quantities rather than
paying the 7-cent straight fare.

On account of a limited supply of tokens
some restriction had to be placed upon the
number sold to each purchaser, both by
conductors and at the sales agencies. Con-
ductors were instructed to sell only four
tokens to each purchaser.

The Public Service Commission refused
to extend the city zone on the car lines to
the present city limits. After making a
careful study of the proposition it decided
that such an extension of one fare to the
new city limits would mean a loss in
revenue of approximately $1,176,000 a
year, which would be within $200,000 of
the amount which it was estimated would
be yielded by the new fare, and would re-
quire the addition of another half cent, or
a straight 7-cent fare.

The commission’s order pointed out
that, if there had been no increase in the
rate from 5 cents to 6 cents, the company
would have sustained a deficit of $2,108,-
269 for the year, or $808,142 short of being
able to pay the interest on its bonds and
notes, which, it was stated, showed the
reasonableness of the increase and the
utter unreasonableness of the demand for
a return to the 5-cent fare.

Detroit United Enjoined

Barred from Charging Two-Cent Rate on
Its Interurban Lines—Appeals
to Supreme Court

The Detroit (Mich.) United Railway
and its subsidiaries were restrainede from
charging increased rates of fare on their
interurban lines by a temporary injunc-
tion issued by Judge Howard Weist of the
Ingham County Circuit Court on Oct. 6.
The action was taken upon petition of
A. J. Grosbeck, Attorney General of Michi-
gan, who held that the Detroit United
lines were excluded from the provisions
of the law recently passed by the State
Legislature authorizing increases for lines
whose gross earnings do not exceed $8,000
per mile.

LEGISLATIVE INTENT

The act allows such roads, that is, those
earning less than $8,000 per mile, to charge
rates of 2% cents per mile on their inter-
urban lines. The legislators apparently
intended to bar the Detroit United from
collecting the higher fares by inserting
the proviso regarding revenue. The act,
which is poorly drawn, contains many
ambiguous clauses. The company claimed
that its earnings were less than the stipu-
lated amount and that it was consequently
entitled to charge rates in accordance with
the terms of the néew law.

It, therefore, put a schedule of rates
into effect on Aug. 14 by which interurban
fares were raised to 2 cents a mile. The
increase was referred to at length in the
issue of the ELECTRiIc RAILWAY JOURNAL
for Aug. 16, page 360.

Judge Weist in his opinion upheld the
validity of the act, but denied that it ap-
plied to the Detroit United Railway. He
ruled that the company’s earnings ex-
ceeded $8,000 per mile.

He also held that the State Legisla-
ture’s power to abrogate franchises was
not lost by delegating power to local
municipal authorities to fix rates in fran-
chise rights granted to street or inter-
urban railways, but that this power may
be exercised at any time by the Legis-
lature.

The company filed a petition for per-
mission to charge the increased fares
pending a Supreme Court decision, the
petition also stating the company’s inten-
tion to appeal from the Ingham Circuit
Court ruling. It offered to furnish a bond
for the return of the excess fares collected
during the time which must elapse before
a final decision in the rate litigation could
be reached, the refunds to be made in case
the injunction was sustained by a Supreme
Court action. This petition was denied
by Judge Weist. Attorneys for the De-
troit United stated that the return to the
former rates would reduce the company’s
revenue $1,000 a day.

APPEAL MADE To HicHER COURT

The Michigan Supreme Court refused to
dissolve the injunction pending argument
of the main case as to whether or not the
company should be entitled to the higher
fares. Appeal to the higher court was
made after Judge Weist had decreed that
the temporary injunction should be made
permanent.

In conjunction with the company’s ap-
peal to dissolve the permanent injunction,
company attorneys again made a plea for
permission to continue charging the in-
creased fares and to issue rebate slips to
passengers, to be redeemed in case the
present injunction were sustained by the
higher court. This plea also was denied.
It was agreed that the appeal from Judge
Weist’s decision should be heard as expe-
ditiously as possible.
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Brooklyn Surface Lines Segregated

Brooklyn Rapid Transit System Returns Brooklyn City Railroad to
Owners—Fares Up, Transfers Abolished

Judge Julius M. Mayer in the TUnited
States District Court on Oct. 17 signed an
order directing the Brooklyn (N. Y.)
Rapid Transit Company to return to their
owners the lines of the Brooklyn City Rail-
road. Judge Mayer acted because Lindley
M. Garrison, receiver for the Brooklyn
Rapid Transit Company, was unable to
meet rental payments which were due.
The financial aspects of the case are dis-
cussed elsewhere in this issue of the
ELECTRIO RAILWAY JOURNAL.

The return of the leased lines means
the virtual break-up of the surface lines
of the B. R. T. system. Twenty-six lines
were leased by the B. R. T. from the
Brooklyn City Railroad. These routes,
which traverse the most populous sections
of Brooklyn, made up approximately 75
per cent of the B. R. T. surface system.
Under the lease they were operated as a
unit, along with the lines of other B. R. T.
subsidiaries. The uniform fare on all of
the lines was 5 cents, with free or 2-cent
transfers.

MANY TRANSFERS ABOLISHED

The most significant effect of the
break-up is the abolition of many transfer
points and the installation of higher fares.
A number of the lines were built in sec-
tions under separate franchises, each fran-
chise providing for a 5-cent fare. The
Brooklyn City Railroad is free to collect
a nickel fare for a ride in each of these
zones. In several instances the company
is legally entitled to collect an aggregate
charge of 20 cents or more for a ride on a
single line. As a matter of fact, 10 cents
is the maximum charge now made in any
case.

Independent operation of the lines be-
gan on Oct. 19. H. Hobart Porter, general
manager of the Brooklyn City Railroad,
had previously announced comprehensive
changes in routing. The principal changes
in the rate of fare and in the routing of
cars are as follows:

A 10-cent fare replaces a 5-cent fare on nine lines.

Twenty changes in routes are made hy the Brooklyn
Oity Railroad and elevem hy the Brooklyn Rapid
Transit Company,

Service on three lines of the Brooklyn City Railroad
is discontinued.

Transfer points numhering 450 hetween the lines of
the B. R. T. and the Brooklyn City Railroad are
aholished entirely.

Transfers hetween the lines of the Brooklyn City
Railroad are aholished entirely except at fifteen points
where they are made obligatory hy franchise provisions.

The last change means that passengers
transferring from one line of the Brooklyn
City Railroad to another must pay a
second 5-cent fare instead of a 2-cent trans-
fer charge. The number of points thus
affected is approximately 150. Thus the
total number of transfer points abolished
as a result of Judge Mayer’s order is in
the neighborhood of 600.

The beginning of independent operation
resulted in considerable confusion. Many
riders were unfamiliar with the changes
in routing. Others objected to paying 10
cents instead of a nickel and walked to
zone limits. Still others insisted that they
be given transfers. In such cases con-
ductors issued transfers for 2 cents each,
but when these were presented on cars of
the other company they were not honored.
Officials of the company expressed them-
selves as well satisfied with the initial
results of independent operation.

Public Service Commissioner Lewis
Nixon of the First District issued a state-

ment on Oct. 20 in which he charged
Mayor Hylan with responsibility for the
B. R. T. break-up, because he refused to
consent to an increase in fare of a few
cents to tide the company over its present
difficulties. William M. Calder, United
States Senator from New York, also issued
a statement arraigning the Mayor for
bringing about the disintegration of the
Brooklyn surface lines.

Mayor Hylan was equally outspoken in
his criticism of the arrangement whereby
fares were raised, as he contended, in
violation of law. He directed Grover
‘Whalen, commissioner of plant and strue-
tures, to take steps looking to the estab-
lishment of municipal bus lines to run in
competition with the two-fare routes.

Under Commissioner Whalen’s direction
four such bus lines began operation on
Oct. 27. On the first day of business the
buses carried large numbers of persons,
especially during the rush hours. The
fare is 5 cents.

Officials of the Brooklyn City Railroad
intimated that an injunction would be
sought to bar the bus competition. Inspec-
tors for the company checked up the num-
ber of passengers carried by the buses.

No Rehearing on St. Louis
Fares

Commission Denies City’s Motion—Gov-
ernor Gardner Opposes Move to
Restrict Power of Commission

The Public Service Commission of Mis-
souri has denied the motion of the city
of St. Louis for a rehearing of its recent
order permitting the United Railways of
St. Louis to charge an 8-cent cash fare
and a 7-cent token fare. The case will be
taken to the Circuit Court in St. Louis,
according to Associate City Counselor
Hamilton, and thence, if necessary, to the
Missouri Supreme Court and the United
States Supreme Court. A petition has
already been filed in the Circuit Court
asking for a writ of certiorari.

Opponents of the increased fare have
received another setback in the shape of
Governor Gardner’s refusal to call a spe-
cial session of the Legislature to consider
a bill restricting the Public Service Com-
migsion’s authority to cities with less than
50,000 population and giving each city the
right to regulate local public service cor-
porations. Governor Gardner announced
that he had given no thought to the sub-
jeet of the special session and would not
consider calling one.

One of the effects of the increased fares
on the county lines has been to stimulate
greatly passenger traffic on suburban
trains running into St. Louis from Maple-
wood, Meramac and other towns. The
fare on the steam roads is from 2 cents to
9 cents lower than on the electric lines
and several coaches have had to be added
to each train in order to take care of the
enlarged business. Electric railway offi-
cials admit a noticeable falling off in
traffic on the county lines, but feel that as
soon as tokens come into general use, the
number of passengers will return to nor-
mal, since the electric lines give frequent
service and the steam roads are not able
to run more than one train an hour except
at the rush hours.

The necessity of paying car fares with a
nickel and two pennies has caused a con-
siderable slow-up in schedules. On the
longer runs cars are coming in from five
to ten minutes late. This will be elimi-
nated when the new supply of tokens iz
obtained.

‘ Fare Decision Stands

New York State Court of Appeals Denies

Motion for Readjustment in
Quinby Case

The New York State Court of Appeals
on Oct. 21 denied a motion for a reargu-
ment of the Quinby fare case, in which it
decided, in April, 1918, that the Public Ser-
vice Commissions lack power to raise a
rate of fare fixed by franchise agreement.
The court’s refusal to reopen the case was
in effect a reaffirmation of its previous
decision. This decision was analyzed at
length in the issue of the ELECTRIC RATL-
wAY JoURNAL for April 13, 1918, pages
696-7.

The New York State Railways, Roch-
ester, the company directly affected by the
court’s decision in 1918, filed a motion for
a rehearing some time ago. The attempt
to have the case reopened was backed by
the public service commissioners of both
the first and second districts. Commis-
sioner Nixon of the first district filed with
the court a brief in which he expressed the
view that the commission is empowered to
regulate fares as delegated by the Legis-
lature in section 141 of the State Railroad
law, despite provisions which may be in-
serted in franchise grants by munici-
pal or other local authorities. James L.
Quackenbush, attorney for the Interbor-
ough Rapid Transit Company, New York,
and the New York Railways, also filed
briefs asking the court to reopen the case.

In refusing to entertain the motions the
court said:

This case was decided eighteen months ago by hold-
ing that the Puhlic Service Commission has not heen
given power, on the application of the railroad to
regulate and increase rates of fare on the street rail-
roads when such rates were fixed as conditions to the
consent of the local authorities to the operation of the
roads.

The court’s action is seen as an impor-
tant factor in determining the status of
fare cases not only in Rochester but also
in New York and other cities where fran-
chise provisions impose a maximum rate,
Representatives of the Public Service
Commissions and of the traction com-
panies, as well as city officials, have ex-
pressed themselves as satisfied with the
outcome of the case. In commenting on
the situation Terrence Farley, counsel for
the Public Service Commission for the
First district, contended that the court’s
stand refuted the claim of the New York
municipal authorities that the commission
must keep its hands off all contracts be-
tween railroad and municipalities. He
said in part:

The Public Service Commission does not look upon
the opinion of the Court of Appeals as a defeat. We
intend to fight and we helieve we ultimately will
establish that the commission and not the city is the
proper authority to regulate fares.

Judge Ledyard P. Hale, counsel for the
second distriet public service commission,
after studying the decision, said that in
his opinion the decision only affects rates
of fare in Rochester. He said the decision
in the International Railway case several
months ago, in which the court held that
the legislature had power to permit fare
increases, was directly in conflict with the
decision in Rochester fare case.
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More Court Intervention

Justice Finch Enjoins Commissioner
Nixon in Queens Fare Case—North
Shore Increase up for Review

Supreme Court Justice Finch on Oct. 4,
issued an injunction restraining Commis-
sioner Nixon and the receivers for the
New York & Queens Traction Corporation
from taking any action in the matter of an
increased rate of fare. Justice Finch had
previously issued a writ of prohibition in
the case.

The decision also virtually restrains the
receivers of that corporation, William R.
Begg and Arthur C. Hume, from increas-
ing fares, for it affirms the assertion of
the corporation counsel to the effect that
the contract of the city with the South
Shore Traction Company, the Manhattan
& Queens Traction Corporations prede-
cessor in interest, contained a provision
that 5-cent fares only should be charged,
and set forth that, in case of any violation
of this provision *“the contract may be
forfeited at the option of the city.”

The corporation counsel acted after
learning that the receivers had filed an
application with the Public Service Com-
missioner for a rehearing on the matter
of the corporation’s application for the
right to increase its fares. He secured an
alternative writ, requiring the commis-
sioner and receivers to set forth why an
injunction should not be granted, or to
submit to the operation of a permanent
injunction forthwith. This writ carried
with it a temporary restraining order
which held matters in status quo pending
the hearing before Justice Finch and his
determination. The court said:

The city gave certain rights and privileges to the
South Shore Traction Company. In return, among
other things, it required that the fare for one passenger
upon said railroad was not to exceed 5 cents, and it
was set forth as a franchise provision that in case of
any violation of this requirement the contract might
be forfeited at the option of the city.

Justice Finch then reviewed the state-
ments of the receivers with regard to the
need of an 8-cent fare beyond a certain
point in Queens, and made mention of the
contention of the Public Service Commis-
sion that no injunction was necessary.
With regard to this assertion Justice
Fineh sets forth:

. The commissioner fails, however, to deny the all-
important allegation that he does claim jurisdiction to
increase the fare. This is important in view of the
conceded fact that he assumed jurisdiction and granted
an increase of fare in the caxe of the application of
the New York & North Shore Traction Company,

Commissioner Nixon set forth that he
intended to recommend to the Board of
Estimate & Apportionment, if it should
appear that action was necessary, that it
grant such relief as in its judgment the
railroad corporation seemed entitled to.
As to that point Justice Finch held that
an injunction could not issue.

To REVIEW NORTH SHORE CASE

A writ of certiorari, obtained by Cor-
poration Counsel Burr from Justice Gave-
gan of the Supreme Court, calling for a
review of the order of Commissioner
Nixon permitting the New York & North
Shore Traction Company to establish the
zone fare system, was served on Oct. 27 on
Mr. Nixon. The writ directs him to file
an answer within twenty days.

Mr. Burr said the matter would be pre-
sented directly to the Appellate Division
and that a decision would be obtained as
speedily as possible. His application to
the court stated that Mr. Nixon had no
authority to grant the order; that in doing
so he violated the rules of law to the preju-
dice of the people, and that he acted with-

out sufficient proof and on insufficient
facts.

The order authorizing the company to
establish four zones, in which from 6 cents
to 11 cents could be charged for a continu-
ous ride, was signed by Mr. Nixon on Aug.
28 and the extra charge has been in force
ever since. No comment was made by the
commission on the fact that the franchises
of the company limited the fare to 5 cents.

Commi:sion Overruled

Illinois Judge Reverses Order Which
Granted a Seven-Cent Fare on
the Chicago Surface Lines

Judge J. E. Smith, of the Sangamon
County Court at Springfield, Ill., on Oct. 2
handed down an order reversing the rul-
ing of the State Public Utilities Commis-
sion permitting the Chicago Surface Lines
to charge 7-cent fares. The court’s action
was based on the ground that the com-
mission had refused to allow the city’s
attorneys time to submit evidence as to
valuation of the railway property.

The company on Aug. 8 last raised fares
from 5 cents to 7 cents under authority
granted by the commission after a short
hearing. At the same time fares on the
Chicago Elevated Lines were raised to
8 cents. The latter company is not af-
fected by Judge Smith’s ruling.

President L. A. Busby, of the Surface
L.ines, at once announced that he would
take an appeal to the State Supreme Court.
The city authorities opposed the motion
for an appeal, declaring that they would
insist that the rate of fare be fixed at
5 cents until a proper showing was made
before the commission. Arguments on
the question of valuation were begun be-
fore the commission in Chicago on Oct. 3.
Judge Smith on Aug. 3 allowed the appeal
to the higher court.

The Public Utilities Commission has re-
fused to act on the court’s order, and the
fare will consequently remain at 7 cents
pending the appeal to the Supreme Court.
This will require at least two months,
The city of Chicago has demanded that
the company refund the amount collected
from passengers in excess of 5 cents.

The Surface Lines management con-
tends that an important victory has been
won in the ruling of Judge Smith that
the contract with the city, calling for a
5-cent fare, is not binding as against the
authority of the State Commission to al-
low reasonable rates. The opinion says in
part:

The court recognizes that valuations, income and
expenses are proper and necessary to be considered in
determining the just and reasonable rates to be
charged, and it seems that before this evidence was
produced the order changing rates was premature. A
5-cent fare has been in force. It is a matter of
common knowledge that many have contended that
there should be a 3-cent fare. The condition is not
met by finding there is an increase in wages or ex-
penses. What is there that demands a 5-cent orf a
7-cent fare? A valuation upon which dividends are
to be paid is essential before the necessity of an
increase in fares can be determined.

The court thereupon entered an order
that the ruling of the commission be re-
versed and the cause remanded with direc-
tions to the commission to admit evidence
as to valuations of the properties, the
amount of expenditures, and to enter
proper findings and order thereon.

Mr. Busby declared that the evidence
before the commission showed that the
increase in wages and other expenses
amounted to more than the entire sum
received during the preceding year by the
companies for interest and fixed charges.
This meant, he said, that, on the basis of
a 5-cent fare, the companies could not pay
operating charges and could not continue
to meet the present wage scale.

Transportation
News Notes

Eight Cents in Manchester.—Eight-Cent
cash fares went into effect on the lines of
the Manchester (N. H.) Street Railway on

Sept. 22. Tickets are now sold in books
of ten for 75 cents. Books of forty tickets
cost $3.

Ten-Cent Fare Again Suspended.—The
Public Service Commission of Massachu-
setts has again suspended the proposed
10-cent fare of the Middlesex & Boston
Street Railway, Newtonville, Mass. The
commission is considering the introduc-
tion of the zone system on the company’s
lines.

Ten-Cent Fares for West Virginia
Line.—The Public Service Commission of
West Virginia has authorized the West
Virginia Traction & Electric Company,
Wheeling, to charge a 10-cent fare between
Wheeling and Elm Grove. Books of twenty-
five tickets will be sold for $2, making the
ticket rate 8 cents.

Seven-Cent Fares in Wilmington.—The
Wilmington & Philadelphia Traction Com-
pany, Wilmington, Del., has been author-
ized by the city Board of Public Utility
Commissioners to charge 7-cent fares on
its Wilmington local lines. The company
in its application asked for 8-cent fares.
The higher fares have already gone into
effect, four tickets being sold for 25 cents.
The fare was formerly 6 cents. The com-
pany must submit to the board within
three months a statement of the exact
physical valuation of the property, under
penalty of revocation of the board’s order
granting the increase.

Interchange of Transfers Stopped.—
Commissioner Nixon has granted the ap-
plication of the New York City Interbor-
ough Railway, a part of the Third Avenue
surface system, and the Interborough
Rapid Transit Company, for permission
to discontinue the joint traffic arrange-
ment which has existed between the two
companies upon the basis of an 8-cent fare.
Under this arrangement inter-company
transfers were given at seven points in
upper Manhattan and the Bronx. The
companies stated in their application that
an 8-cent fare divided equally between the
two was insufficient and that each pas-
senger so carried was carried at a loss.

Jitneys Barred in Dallas, Tex.—The
case of the State of Texas against the
City Commissioners of Dallas, wherein
the constitutionality of the ordinance
enacted by the city of Dallas regulating
the jitneys out of existence was attacked,
has been dismissed in the District Court
of Travis County. The state had obtained
a temporary injunction restraining the
city of Dallas from enforcing the jitney
ordinance which prohibited the jitneys
from operating on or upon certain down-
town business streets in the city of Dal-
las. When the State Supreme Court de-
cided what was regarded as a companion
case adversely to the jitney men, it was
decided to dismiss the case in the Travis
County District Court. This dismissal
ends all Dallas jitney litigation.
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Mr. Hedley Made President

Operator of Proved Ability Has Been
Made Chief of New York
Rapid Transit System

Frank Hedley, vice-president and gen-
eral manager of the Interborough Rapid
Transit Company, New York, N. Y., has
been elected president to succeed the late
Theodore P. Shonts. He will continue to
perform the duties of general manager.

Mr. Hedley is very well known in the
electric railway and steam railroad circles
in the East. He is a former president of
the New York Electric Railway Associa-
tion and of the New York Railroad Club,
and has been a regular attendant at the
conventions of the American Electric
Railway Association since he foresook the
steam railroad operating field.

The history of the Hedley family is
probably without parallel in railroad de-
velopment. It includes men of four gen-
erations, all of whom have made important
contributions to the railroad ‘art. William
Hedley, the pioneer and great, great uncle

FRANK HEDLEY

»

of the new president of the Interborough
Rapid Transit Company, built “ Puffing
Billy,” the first successful railroad loco-
motive in the world to run on smooth
rails. Barnabas Hedley, a nephew to
William Hedley, was the first superinten-
dent of the New Castle & North Shields
Railroad. His son, James, the father of
Frank Hedley, also took an active part in
the development of steam railroading in
England. James Hedley was superinten-
dent of the York & North Midland Rail-
way, opened several new railroad lines in
England and frequently acted as locomo-
tive driver for Queen Victoria and other
members of the royal family.

Frank Hedley, the subject of this sketch,
was born at Maidstone, Kent, England, in
1864. He received a common school edu-
cation and learned the trade of machinist
at Maidstone. He came to this country
in 1882 and the first two years was a
machinist in the Jersey City shops of the
Erie Railroad, following which he was
employed in the same capacity in the New
York Central & Hudson River Railroad
shops for a few months. He next became
a machinist with the Manhattan Elevated
Railway, New York, and in 1885 was made

assistant general foreman in the locomo-
tive department of the company.

In 1889 he was appointed master me-
chanic of the Kings County Elevated Rail-
road, Brooklyn, resigning in 1893 to
become general superintendent of motive
power and rolling stock for the South
Side Elevated Railroad, Chicago. A few
months later he was appointed general
superintendent of the Lake Street Ele-
vated Railroad, which was the first ele-
vated railway to adopt electricity as mo-
tive power.

Less than two years after going to
Chicago he was appointed consulting engi-
neer by the late Charles T. Yerkes in addi-
tion to the duties of the other offices, and
retained this position throughout the con-
struction of the Northwestern Elevated
and the Chicago Union Loop. He organ-
ized the operating forces of these three
elevated systems and had charge of the
operation of the lines as general superin-
tendent.

In January, 1903, Mr. Hedley was ap-
pointed general superintendent of the In-
terborough Rapid Transit Company and
the following year hecame general mana-
ger. On July 1, 1908, he was elected vice-
wresident and general manager of the
company, being responsible for thc opera-
tion of all the elevated and subway lines
in the boroughs of Manhattan and the
Bronx and the subway extension to
Brooklyn.

‘When the surface lines of the old Metro-

politan Street Railway, New York, passed
through receivership and foreclosure to
the New York Railways and to financial
interests identified with the Interborough
Rapid Transit Company, Mr. Hedley was
elected vice-president and general mana-
ger of the company in addition to his
duties with the Interborough Company.

Stephen Crute, who for the last two
vears has been general manager of the
Danbury & Bethel Street Railway, Dan-
bury, Conn., has resigned to take an ex-
ecutive position with the National Accept-
ance Corporation, Boston, Mass.

R. A. Leussler, who has been assistant
general manager of the Omaha & Council
Bluffs Street Railway, Omaha, Neb., since
1906, has been appointed general manager
of the company, following the resignation
of W. A. Smith, as noted elsewhere in
this issue of the ELEcTRIc RAILWAY
JOURNAL.

John H. Pardee, president of the Ameri-
can Electric Railwav Association, has
started on a trip to Manila, P. I., for the
purpose of visiting the Manila Electric
Railway & Light Company and other inter-
ests of the J. G. White Management Cor-
poration. He will be absent from the
home office in New York for at least three
months.

W. A. Smith, first vice-president and
general manager of the Omaha & Council
Bluffs Street Railway, Omaha, Neb., has
resigned from the general managership,
retaining the vicé-presidency. He will be
in charge of the affairs of the company
until a successor shall have been elected
to succeed the late Frank T. Hamilton.
Mr. Smith has been general manager of
local traction company since the days of
horse cars.

Charles E. Elmquist has resigned as
solicitor of the National Association of
Railway & Utilities Commissioners. He
will return to St. Paul, Minn., where he
will resume the practice of law as a mem-
ber of the firm of Clapp & Macartney.

Mr. Sullivan at Tacoma

Leaves Mahoning & Shenango System to
Become General Manager There for
Stone & Webster Properties

Richard T. Sullivan, general manager of
the Mahoning & Shenango Railway &
Light Company, Youngstown, Ohio, has re-
signed to accept a position with Stone
& Webster as general manager of their
properties at Tacoma, Wash. Mr. Sullivan
succeeds Louis H. Bean, resigned. The
system of which Mr. Sullivan will be in
charge comprises the Puget Sound Elec-
tric Railway, the Tacoma Railway &
Power Company, the Pacific Traction Com-
pany, and the Tacoma district of the Puget
Sound Traction, Light & Power Company.

Mr. Sullivan became connected with the
Mahoning & Shenango Railway & Light
Company in 1916, and was appointed gen-
eral manager the following year. He was
born in Newton, Mass., where he attended
public school. He later attended the
Massachusetts Institute of Technology and
Harvard University, receiving the degree
of electrical engineer from the latter in-

R. T. SULLIVAN

stitution in 1906, He subsequently be-
came connected with the Stone & Webster
Management Association.

In 1908 he was appointed general super-
intendent of the city and interurban rail-
ways of tlie Houston (Tex.) Electric Com-
pany, retaining that position for eight
yvears. During that time he was engaged
in several investigations for Stone & Web-
ster which involved extended trips to the
principal cities of the North and East as
well as to the Pacific Coast. He resigned
from his position at Houston to join the
Mahoning & Shenango system as manager
of railways.

Leroy O. Gordon, has resigned as gen-
eral manager of the Jackson Light & Trac-
tion Company, Jackson, Miss. Mr. Gordon
will join the engineering department of
the American Public Utilities Company,
Grand Rapids, Mich. He was appointed
general manager of the Jackson Light &
Traction Company in 1916. Mr. Gordon
entered the employ of the General Electric
Company in 1902, remaining with the com-
pany for ten years. He resigned in 1912
to take the position of general manager
of the Valparaiso (Ind.) Lighting Com-
pany.
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Herbert D. Flagg, formerly a captain of
Coast Artillery, has been appointed chief
engineer for the Public Service Commis-
sion of the State of Washington, succeed-
ing D. F. McCurrach, resigned.

Frederick T. Royce has relinquished his
position as general manager of the Brook-
lyn (N. Y.) Rapid Transit Company. Mr.
Royce will act hereafter in an advisory
capacity to Receiver Lindley M. Garrison
on questions of finance and administra-
tion.

William S. Menden, assistant general
manager of the Brooklyn (N. Y.) Rapid
Transit Company, has been appointed gen-
eral manager of the company by Lindley
M. Garrison, receiver., Mr. Menden was
formerly assistant to Timothy S. Wil-
liams, president of the company.

Edward Dana, who became acting gen-
eral manager of the Boston (Mass.) Ele-
vated Railway following the resignation
of C. D. Emmons, now president of the
United Railways & Electric Company,
Baltimore, Md., has been appointed gen-
eral manager of the company at Boston.
Mr. Dana was the subject of a biographi-
cal sketch in the issue of the ELECTRIC
RAILWAY Jour~NaL for Aug. 16, 1919,
page 364.

Charles H. Jones, who succeeds E. J.
Blair as electrical engineer of the Elevated
Railways of Chicago, has spent practically
all of his time, since completing his course
at the Armour lnstitute of Technology in
1909, with his present employer. He
started in as a storage-battery maintainer,
and worked up to substation operator, line
foreman, general foreman of electrical con-
struction, assistant electrical engineer and
finally to acting electrical engineer during
Mr. Blair’s term in the army. On return-
ing to the Elevated Railways, Mr. Blair
was appointed organization engineer and
Mr. Jones became electrical engineer of
the company.

M. G. Stratton, general manager of the
Shore Line Electric Railway, Norwich,
Conn., has resigned. Mr. Stratton joined
the company two years ago after being
connected with the firm of Sanderson &
Porter, New York engineers, since 1913,
Before his association with Sanderson &
Porter he was general manager of the
Northumberland County Gas & Electric
Company, Sudbury, Pa., for two years.
He was graduated from Cornell University
with the degree of Electrical Engineer in
1891. For the next two years he was con-
nected with the New York Edison Com-
pany and for the following four years he
acted as superintendent of the l.awrence
(Mass.) Gas Company. He has been con-
nected at one time or another in various
capacities with several other public utility
companies in the East.

Colonel T. H. Dillon, formerly of the
Engineers Corps, U. S. Army, has been
appointed professor of electrical engineer-
ing of the Massachusetts Institute of Tech-
nology, where he will make a specialty of
instruction in the problems of electric
railways, including the electrification of
steam railroads, and in the problems of
power transmission. Colonel Dillon is a
graduate of West Point in 1904 and has
served in the Engineers Corps in Cuba, the
Philippines, in Panama, and in this coun-
try. In 1918 he went to France as colonel
of the 37th Engineers, a notable electrical
and mechanical engineering regiment, and
in France was deputy chief engineer of
the First Army of the A, E. F. during the
St. Mihiel, Aisne-Marne, and Argonne-
Meuse campaigns.

Mr. Seely, General Manager

Goes to Youngstown to Direct Mahoning
& Shenango System, Succeeding
Richard T. Sullivan

Garrett T. Seely, assistant general man-
ager of the Metropolitan West Side Ele-
vated Railway and the Northwestern Ele-
vated Railroad, Chicago, Il1l.,, has been
appointed vice-president and general man-
ager of the Mahoning & Shenango Railway
& Light Company, Youngstown, Ohio. Mr.
Seely succeeds Richard T. Sullivan as gen-
eral manager of the Mahoning & Shenango
system.

Mr. Seely was born in 1876 at Oswego,
Ohio. Following his graduation from the
University of Illinois in 1899 he was em-
ployed for a time by the Atchison, Topeka
& Santa Fe Railroad. In 1900 and 1901 he
was engaged in engineering work on track
elevation in Chicago. For the next seven
years he served as engineer of mainte-
nance of the South Side Elevated Railroad,
Chicago.

G. T. SEELY

He remained with the company for sev-
eral years, becoming assistant general
manager and later vice-president and gen-
eral manager. He resigned in 1911 to
become assistant general manager of the
consolidated system of Chicago elevated
railways. He is a vice-president of the
Transportation & Traffic Association of
the American Electric Railway Associa-
tion and a member of the Western Society
of Engineers.

Colonel Blair Returns to Chicago

E. J. Blair who served during the war
first as captain and finally as lieutenant-
colonel in the Engineer Corps, has re-
turned to the Chicago (Ill.) Elevated Rail-
ways and has the title of “ Organiza-
tion Engineer.” In his present position,
his task is to develop and carry out a
systematic analysis of the company’s oper-
ations in all departments, and to go into
every detail of the expenditure of money.
It is expected that he will apply the experi-
ence gained in army life to elevated rail-
way affairs, with a view to bringing about
economies and increasing efficiency. The
department of which Mr. Blair is the head
is a new one.

Beforegoing into the United States Army
Mr. Blair was electrical engineer for the
Elevated Railways and up to that time had
been with the company since his gradua-
tion from Cornell University in 1905. Be-
fore the consolidation of the several ele-
vated companies in 1911 he was employed
in various capacities by the Metropolitan

West Side Elevated Railway, for the last
two years of its separate existence, being
its electrical engineer. Before the war he
was very active in the work of the Ameri-
can Electric Railway Engineering Associa-
tion. He served on technical committees
of the association, and also was particu-
larly helpful to the local company section
in Chicago. He early saw in the company
section an opportunity to interest the em-
ployees in each other and in the company
problems, and of making them a part of
the industry as a whole.

Obituary

George W. Elkins, Philadelphia capital-
ist, died at the Philadelphia Country Club
on Oct. 23 after an attack of apoplexy.
Mr. Elkins, who was sixty-one years of
age, had been in poor health for some
time. Among the corporations in which
he was financially interested were the
Philadelphia Rapid Transit Company, the
Union Traction Company, Philadelphia,
and the Metropolitan Street Railway, New
York City. i

James N. Wallace, banker, died sud-
denly of heart disease on Oct. 10.at his
home in Nyack, N. Y. Mr. Wallace, who
was president of the Central Union Trust
Company, New York City, was identified
with a number of electric railway com-
panies, being a member of the board of
directors of the New York Municipal Rail-
road Corporation, the Brooklyn Rapid
Transit Company and the Brooklyn
Heights Railroad.

Eugene Chamberlain, at one time super-
intendent of equipment of the Brooklyn
(N. Y.) Rapid Transit Company, died at
his home in Mount Vernon, N. Y., on
Oct. 2. Mr. Chamberlain, who was
seventy years of age, retired recently
from the position of manager of the equip-
ment repair pool of the New York Central
Lines. Most of his life was devoted to
steam railroad work, except for a period
prior to 1904 during which Mr. Chamber-
lain was connected with the electric Rail-
way system in Brooklyn.

William T. Goundie, who at one time
was vice-president and general manager
of the Kings County Elevated Railroad,
Brooklyn, N. Y., died on Oct. 28 at the age
of seventy-two years. Mr. Goundie was
born at Bethlehem, Pa. He studied rail-
roading, and in 1884 became superintend-
ent of the Manhattan Elevated Railway,
New York. He was made vice-president
and general manager of the Kings County
Elevated Railroad in 1888, and operated
the first elevated train that ran through
Brooklyn. When the road was absorbed
by the Brooklyn Rapid Transit Company
he retired.

John A. Lahrmer, superintendent of the
Columbus, Delaware & Marion Electric
Company, died at his home in Columbus,
Ohio, on Oct. 9. He was born in Jackson
County, Ohio, forty-seven years ago. At
the age of twenty he secured a position
as conductor on the city line at Columbus,
and a few years later was employed as
an inspector on the Ohio Electric Railway.
From this position he went to the Colum-
bus, Delaware & Marion Railway, the pred-
ecessor of the Columbus, Marion & Dela-
ware Electric Company, as superinten-
dent. Mr. Lahrmer had been ill for about
two years.
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Door and Step Control Market
Active

Good Sales Result from Remodeling of
Cars in Many Localities—Manufac-
turing Conditions Satisfactory

A large percentage of the work now
being done in company repair shops is in
the remodeling of cars to have safety
car features. While in many places the
amount of work is in actually installing
door and step control, still considerable
is being done in preparing cars for instal-
lation and in planning and estimating
on cars to be equipped.

The business is being conducted on an
extensive scale and a number of large
orders for equipment have been received
from several central Atlantic cities where
large numbers of cars are being remod-
eled. In the South and Southwest a great
deal of this work is being carried on and
the aggregate of cars being changed over
is considerable.

Deliveries on door engines and step con-
trol equipment are being made promptly.
Great faith is being shown in the one-man
safety car by the continued approval of
these equipments by railway managers.

Prices are being held down as conserva-
tively as they possibly can be. Although
there have been advances in the past, they
were less in proportion than the advances
in the price of raw materials. This was
made possible only through economies in-
stituted in the manufacturing plants. One
large manufacturer who has been making
prompt deliveries on large quantities ad-
vises that no increase in price has been
made in the past six months and that for
the present at least no increase in price
is contemplated.

Good Heater Orders Placed
Recently .

Manufacturers’ Space Taken up For Some
Time to Come on Present Orders

Business in the heater line is good and
manufacturers are having their hands full
to get out orders now going through their
shops. It is known that business has
been better during the past two months
than at any time during the present year.
This is on account of a number of large
orders which have been placed recently
and which will be sufficient to keep the
manufacturers space filled for some
months to come. The volume of business
in repair part stocks has also increased
but is still below normal. Deliveries are
fair, however, with three to four weeks’
time being required on orders of consid-
erable size. On large orders for complete
heating units and on thermostats, one
company advises that it is keeping up with
car builders’ requirements.

Some good business has been looked
forward to in safety car heater equipments
and a number of safety car orders are now
being placed. One of the most important
sales made recently is for 3,000 truss-plank
heaters for the 300 safety cars which are
to be built by the J. G. Brill Company.

These cars are for stock purposes and will
be standard throughout. One-half of the
cars will be equipped with eight heaters
per car while the remainder will have
twelve heaters per car.

Another order of considerable size is one
which has just been placed by the Eastern
Massachusetts Street Railway, for 2,400
heaters and 200 thermostats to be used on
the 200 safety cars recently ordered by that
company. Another order for heaters is to
equip the thirty one-man cars recently
placed by the Virginia Railway & Power
Company. In addition to these sales the
New York Municipal Railway will very
shortly place orders for heaters for the 200
subway cars now under construction. The
requirements are for thirty heaters per car
or a total of 6,000 heaters.

TLabor conditions, although not entirely
satisfactory, are considered fair. Manu-
facturers generally find it difficult to keep
good help, but this is true at the present
time in nearly every industry. One com-
pany which has had a strike in its plant
for several weeks has settled its difficul-
ties amicably.

It is believed that with good orders on
the books and with prospects of consider-
able amount of business being placed
within the next few months, the heater
business is considered to be in a very
satisfactory condition. On requirements
now going through manufacturers’ plants,
one company has advised that it is ahead
of the schedule on heaters for the 200
safety cars being built by the J. G. Brill
Company for the Brooklyn Rapid Transit
System.

New Engineering Firm

Harry Barker and Robert C. Wheeler
lhave opened an office as consulting engi-
neers at 170 Broadway, New York City.
Special attention will be given to public
utility engineering, including valuations,
rates, operation and management; to hy-
draulics; to powerdevelopment and utiliza-
tion; water supply and purification; sew-
erage and sewage disposal; municipal
problems, including city transportation
and civic improvements; development of
new processes, and reports for investors.
Mr. Barker for several years was an editor
of Engineering News and Engineering
News-Record. He is also the author of
the treatise “Public Utility Rates,” pub-
lished in 1917 by the McGraw-Hill Book
Company. During the war he was assist-
ant engineer depot officer at the New York
port of embarkation, and an engineer of
camp maintenance and utility operation
in the cantonment and construction divi-
sions. Recently he has been associated
with the Engineers’ Valuation Board for
the Pittsburgh Railways. Mr. Wheeler
has for ten years specialized as an engi-
neer in the design, construction and oper-
ation of water supply and purification
plants, sewers and sewage disposal works.
His earlier work was in railroad construc-
tion. During the war he served as Assist-
ant Port Utilities Officer at Newport News,
Va., and in June, 1919, was appointed
chief of the water supply section of the
construction division of the army.

Malleable Iron Users Face
Difficulties

Line Material Manufacturers Greatly
Hampered by Uncertain Delivery
Situation—Labor Shortage Seri-
ous and Growing Worse

The malleable situation is serious. The
industry is facing a labor shortage in the
foundries with a result that deliveries are
being held up. Line material manufac-
turers have long since split up their re-
quirements among a number of different
foundries but conditions in one place are
not much better than in another and hence
there is a considerable amount of work
continually being held up, due practically
entirely to the unprecedented labor short-
age which confronts the manufacturers.

The best estimate received on malle-
ables for orders of precedence which are
now going through the shops is two
months, although a considerable amount
of business is being quoted on longer de-
liveries.

Malleables for trolley fittings and line
material are coming through in from six
to eight weeks, according to one manufac-
turer, but there is no telling what the con-
ditions will be a month from now. Al-
though deliveries are now generally said
to be two to three months, it must not be
forgotten that there have been times when
deliveries were far worse than that at the
present time. For instance, in the early
part of 1917 and even later, deliveries were
quoted at from five to eight months. One
large malleable manufacturer advises that
its plant capacity is booked ahead for
months and that it will be unable for a
long time to take care of some of its
present orders.

Much is heard of malleable capacity idle.
In connection with the insistent demand,
the American Malleable Casting Associa-
tion reports that this condition has been
anticipated and that ample facilities have
been provided for both the present and
future expansion of the industry. At the
present time, however, the shortage of
unskilled labor will not permit this great
capacity being used.

The result is that fully 200,000 tons
of malleable capacity is today idle but
would be immediately available if the
necessary labor could be secured. Im-
provement in this direction is not looked
forward to with any great hope until the
activities of other industries are cur-
tailed or until there is a flow of immi-
gration sufficient to build up a supply of
labor available for foundry work. This
means, therefore, a large percentage of
capacity idle continuously in every plant
regardless of heavy unfilled orders that
may be on hand.

One cause for delay in production sched-
ules is the unprecedented demand of the
automobile trade for malleables. The
volume of this business is so great that
it is everywhere crowding out other lines,
and shop space in foundries which was
formerly devoted to railway or allied lines,
are now turning out castings for the auto-
mobile industries. Under the circum-
stances, therefore, the deliveries which
are quoted above do not seem unreason-
able.
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Rolling Stock

Trade Notes

Havana (Cuba) Central Railroad is
building fifty cars in it shops.

Danbury & Bethel Street Railway, Dan-
bury, Conn., has ordered two safety cars.

Harrisburg (Pa.) Railway has recently
ordered five safety cars from the J. G.
Brill Company.

J. G. Brill Company, Philadelphia, Pa.,
expects to start shortly on 300 safety cars
which it will build for stock purposes.

Austin (Tex.) Street Railway has
placed an order with the National Safety
Car & Equipment Company for three
safety cars.

Nashua (N. H.) Street Railway will
shortly receive four of the eight one-man
cars recently purchased from the Wason
Manufacturing Company.

Bombay (India) Electric Tramway
Company is reported to have purchased
150 railway trucks from the J. G. Brill
Company, Philadelphia, Pa.

Rio Janeiro (Brazil) Tramsways is
building fifty cars in its shops and has
placed orders for equipment and acces-
sories with the J. G. Brill Company.

Montgomery Light & Traction Com-
pany, Montgomery, Ala., through its re-
ceiver, Ray Rushton, has been authorized
by tlie court to expend $55,000 for the pur-
chase of ten new cars.

Eastern Massachusetts Street Railway,
Boston, Mass., noted in the Aug. 2 issue of
the ELECTRIC RAILWAY JOURNAL as having
placed an order for 100 safety cars with
the J. G. Brill Company, has ordered an
additional 100 cars from tlie same com-
pany. The details of the 200 cars now on
order is as follows:

NUMDET Of CATS v v o v voieia v aseeessssissoesassuns 200
Date of Order. . s o« wiove 5 & s & 5 posse 100—20\ 2

100—Sept. 23, 1919

Dates of delivery....100 cars Nov. 10-Dec. 20, 1919
100 cars Dec. 20-Jan. 20, 1920

) 34011 L] RS IA J. G. Brill Co.
IEVPIE v« = o v 5 8 £ 8 it 1 = B RGER 2 5 3 8 Birney Safety
ADZCILY: 5 65 3500 6 05 5iee 55 0w o 6 53 190 6+ 155760 & w o @ Tovim o7 = 0 & 2/
T 1 by R R Approx. 16,500 1b.
R e h Pl R e e e e e 28 ft. 4 in.
T ruck Wheellase ....o.eouewosiininssomssis R ft. 0 in.
Wit over allaceiinaesuamms s smwissams 8 ft. 0 in.
Fleiielit < cosusssmmage s mman s smmas s o ome sn 12 ft.. O in.
TROAN" o s v o o vt o 9 i o5 = 0 it o1 i i 3 e = S Steel
Fatenion S . oo o ommer o oo mm o o mimni s o i o 0 Cherry
Headlining . ......ooieien... Gise H A EERA Agasote
ROBE. . o8- ¢ ¢ astes 35 5 osin s & & et 58 wemei & 84 5 50 4 + g sAneh
NI BEARES ¢ 5o s r g wvem o o 5mm 065 win s m g w et DH10
AXLET s ;o wrons v w6 5 e v et w3 o ... Refinished—O01Id

Car sipng] SYstem . s uw e « o oo e .. ..Consolidated
Trolley bases........100 Cars G ; 100 Cars West,
Trolley: seheels OF SOk, & uv v s 4 sise o s wie 3 & 5 Hie Wheels
TEUOKS . cniro . s i m o e Rebuilt trucks to be used
NENGIIAHOrS o o s nose o 5555 c 5 5 omio @« giersio = Brill exhaust

Conduits and junction boxes......... 100 cars G. E.;

100 Cars West.
(67371 2770) PP TS S R R e K-10
CIONDIETS & pspe 7 @ wUER £ 25 650 61 5 5 0% % 5 F fs1osei 6 s Drawbars
BASEUEES 5 5 5 sz = 0 vorosay o v s oo 6w w0 Curtain Supply
Cuntain MIAtertall o cie o o e oin mken: s 2 o o Pantasote
Designation signs .........c.0iviiiiiieeans Hunter
Door o erating mechanism. .. .Safety Car Devices Co.
PATe ORS¢ ¢ 55 o5 5 5 9k £ 5 555 # § § S7ES 8 518 ware 5 e Johnson
PONdersi o » « ssems 6 % 6 =00 0600 o awamw & ...H. B. Lifeguard

Gears and pinions...100 cars G. E.; 100 cars Nuttall
TTANE DEAKSS o v e ovcomin o o moni g s mom 5 8 n ol 5.8 osfiiet 3 5 Brill
Henter equipiiient : « s s v wme s v s me Consolidated
Headlights . .::xmazcomnss Crouse-Hinds incandescent
Journal BexXes .. . e « e .. ..Peckham Standard
Lightning arresters....100 cars G. E.; 100 cars West.

MOEOTS 53500 585 -0 5 5 4680 535 100 cars—2 West. 508 ;

100 cars—2 G. E. 264
MOTOTR 5 nzere i %z § & ¥ Silsre & 4 & ssrei s ¥ vt o oo v Outside hung
i SN e P 0ld Dutch system
REPISLEPS| 1 < it o v n coiceun ot o1 o e saies, o o hosn 2o 3 2 mzaie International
SANACES oo e muntlc o intt sl e Ohio Brass Co.—pneumatic
Sash BXUITES cvoscc: o os s mma s i sees mo sy Edwards
SOAEE mue 5 5 & s o 2 8 6 2ug 5 51 bR 1 S eho o ot 16 Brill cross
Seating MAteTiaAl: o« msesw o » ofabaial o) hesarslohs Rattan finish
SIACK AATOSEOT ox ¢ o ¢ aionaiaiaisiane s sln osersl o o o ajaial 3 6 5o 8 None
SEED: t1eads: : :. ssies - vims o o0 s & s bris o s Bt @ Ferralun

Trolley retrievers .........oooeees Wilson retrievers
Wheels « .oz o o 1 ol hets 6/ Foauize ot aar s e 26 in. steel

Ward Leonard Electric Company, Mount
Vernon, N. Y., is building a two-story
addition to its factory.

American Transformer Company, New-
ark, N. J., has prepared plans for altera-
tions and improvements in its plant, esti-
mated to cost $5,700.

United Electric Construction Company,
Ltd., New York, contracting electrical
engineers, has opened a Cleveland office in
the Hippodrome Annex.

Page & Hill Company, Minneapolis,
Minn., has recently purchased at 15-ton
Browning locomotive crane to facilitate
tlie more rapid handling of poles.

J. H. Parker & Son, Inc., porcelain
manufacturers, have opened a New York
office at 50 Church Street, with J. \W. Tomp-
kins as manager. The Trenton office has
been discontinued.

E. B. Badger & Sons Company, Boston,
manufacturer of spray washers, cooling
towers, etc., has opened an office in Chi-
cago with Harry E. Wheeler as manager.

American Insulation Company, Roberts
and Stokley Streets, Philadelphia, will
represent the Philip Carey Company, in
the Philadelphia district in all Carey lines.

Diesel Engine Company, St. Louis, Mo.,
announces that it has opened an Eastern
sales office at No. 60 Broadway, New York,
in charge of George D. Pogue, Eastern
sales agent, and Stanley Wright assistant.

Schutte & Koerting Company, New
York, N. Y., announces that H. W. Phil-
brook, tormerly with the General Electric
Company of Schenectady, N. Y., has been
appointed district manager of its New
York office, 50 Church Street.

Curtain Supply Company, Chicago, lll.,
announces that T. W. Holt, its new assis-
tant general manager, has been elected a
director and secretary of the company in
place of William S. Estell, resigned.
Mr. Holt formerly was with the Pressed
Steel Car Company, having charge of its
munitions work during the war.

Roller-Smith Company, New York,N.Y.,
announces the appointment of the Alfred
Collyer Company, 83 Craig Street West,
Montreal, Canada, as its agent for the
Dominion of Canada and Newfoundland.
It will handle products of instruments and
circuit breakers. The latter company has
a branch office at 183 George Street,
Toronto.

James S. Hearons has become affiliated
with the Gustin-Bacon Manufacturing
Company, Kansas City, Mo., as railroad
representative. Since his return .from
France in July, where he held a commis-
sion as captain in the 49th Railway Engi-
neers, Mr. Hearons has been with the
Garlock Packing Company, St. Louis, with
which he was connected prior to his en-
tering the service.

Dugald C. Jackson and Edward L.
Moreland, consulting engineers, announce
that after their absence in France in the
Engineers Corps, U. S. A,, they have now
resumed their practice at 387 Washington
Street, Boston, Mass., which was formerly
conducted in association with William B.
Jackson, now retired, under the firm name
of D. C. & Wm. B. Jackson. Arthur L.
Nelson has become associated with the
firm for the purpose of giving particular
attention to the design and the supervi-
sion of construction of power plants and
transmission systems.

Templeton, Kenly & Company, Ltd.,
Chicago, Ill., announces that H. W. Ross,
formerly a major in the Motor Transport
Corps and member of the General Purchas-
ing Board in charge of engineering and
purchasing in France, has been elected
vice-president of the company and will
take charge of the general sales manage-
ment of Simplex jacks. Before returning
to this country, Major Ross closed out the
government’s immense accumulation of
motor cars and equipment as officer in
charge of sales of this type of equipment
with the United States Liquidation Com-
mittee.

Columbia Machine Works & Malleable
Iron Company, Brooklyn, N. Y., announces
the appointment of J. L. Whittaker as its
New England representative with head-
quarters in Boston. Mr. Whittaker will
look after this territory in place of the
late W. R. Kerschner, formerly vice-presi-
dent of the company. Ernest Keller,
formerly with the Westinghouse Electric
& Manufacturing Company, will handle
Pennsylvania, District of Columbia, Mary-
land, Virginia, West Virginia and a part of
New York State. S. A. Redding will repre-
sent the company in Brazil.

Ernest Keller has resigned from West-
inghouse Electric & Manufacturing Com-
pany to.become sales representative for
the Columbia Machine Works & Malleable
Iron Company. Mr. Keller has been con-
nected with the former company for the
past ten years and received his early
training in the electric railway field in
the shops of the Brooklyn Kapid Transit
Company. He entered the employ of this
latter company in May, 1897, as stock
clerk, and was advanced rapidly through
the mechanical department as wireman’s
helper, road inspector, wireman, controller
man, assistant foreman, and finally fore-
man of the eastern division inspection
shop, which maintains the elevated equip-
ment for thal division.

New Advertising Literature

Electric Service Supplies Company,
Philadelphia, Pa.: Booklet on floodlight-
ing projectors.

Wilson Welder & Metals Company,
New York, N. Y.: Booklet about the re-
pairs made by its electric welders.

Engineer Company, New York, N. Y.:
Bulletin on the construction and applica-
tion of Turner baffle walls for boilers.

Lux Manufacturing Company, 123 East
Kinney Street, Newark, N. J.: Booklet
containing prices, engineering data and
general information about Lux lamps.

Curtain Supply Company, Chicago, Ill.:
1llustrated ecircular on the ring curtain
fixture, showing the principles involved
and the types which are manufactured.

Westinghouse Electric & -Manufactur-
ing Company, East Pittsburgh, Pa.: Pub-
lication No. 1572-A about it$ protective re-
lays and their use on alternating-current
systems.

American Steam Conveyor Corporation,
Chicago and New York: Mailing folder
entitled “ A Pertinent Ash Pile Question,”
explaining the advantages of its steam ash
conveyor. &

Condit Electrical Manufacturing Com-
pany, South Boston, Mass.: Bulletin No.
413-2 descriptive of type E-3 oil switches
and circuit breakers. This publication
supersedes Bulletin No. 413.





