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Company Section Activities 
Are Due to Begin 

DURING the war period there was a necessary let-up 
in the work of the American Electric Railway Asso

ciation company sections. Meetings were maintained 
against all kinds of opposing influences. As a result, com
paratively few papers of conspicuous merit were presented, 
and there was a marked tendency to devote the meetings 
largely to social relaxation, presumably as an offset to the 
depressing effect of war. Now is the time to forget the 
past and to plan for an aggressive campaign for the win
ter season. We hope that, without neglecting the social 
features, the chief emphasis will be placed upon construc
tive and inspiring addresses and papers, with the object 
of conveying information that the hearers want rather 
than that which the speakers are most anxious to impart. 

One trouble with the company section paper, speaking 
broadly, has been that it was either over the heads of the 
audience or outside of its range of interests. It requires 
a peculiar knack to tell a story in terms that the listeners 
will understand. We suggest that in inviting speakers 
for the coming season, the program committees ask them 
well in advance to study carefully the prospective audiences 
which they will later face. 

Connecticut Company Zone Plan 
Seems to Be Working Smoothly 

A S THIS editorial is written the zone system has been 
in operation on the lines of the Connecticut Company 

for nearly two weeks. As was explained in an earlier edi
torial, the plan was adopted only after very careful traffic 
study 'and analysis of all possible methods of increasing: 
the company's revenue. Although there have been numer
ous protests against the increases in fare which accom
panied the inauguration of the zone system, and although 
there will undoubtedly be requests for investigation which 
the Public Utilities Commission will be obliged to heed, 
on the whole the clientele of the railway company has 
taken the situation reasonably. It will now be up to the 
public to show that the rates of fare are so high as to bring 
an undue financial reward to the company, or are dis
criminatory as among different classes of patrons. To do 
this will, in our opinion, be difficult because, obviously, the 
company has worked out its rate schedule on the basis of 
charging no more than is actually necessary to keep the 
property going and giving the needed service. 

The minimum fare on the Connecticut Company's sys
tem is 6 cents, as compared with 5 cents on the Public 
Service Railway, but the Connecticut Company officials 
were convinced that they could not give service in what 
appeared to them to be the ideal zone layout for this fare, 
and in view of the fact that the 6-cent fare has been in 
use in Connecticut for two years it seemed best to give 
the maximum service that could be given for that fare. 

Those who are convinced that the zone system is right 
in principle and can be made right in practice, the number 
of whom we believe is increasing, will be encouraged by 
the results so far achieved in Connecticut. While all may 
not agree as to the details of the plan used there, it must 
be conceded that as it is highly important to have a num
ber of properties operating under this plan in order that 
the imperfections may be worked out and public confidence 
may be secured the Connecticut Company is to be com
mended for getting something started. The plan which 
was adopted seems to us to be fundamentally sound, and 
we hope that it may appeal to the sober judgment of our 
friends of the Nutmeg state, or as the people themselves 
prefer to call it, " The State of Steady Habits." 

As far as one can judge from observation of the new 
plan in practice and from discussion with employees of 
the company, the Connecticut Company firmly believes 
that it is practicable on this property. Such conviction 
will go a long way towards convincing the public. Although 
a great deal of general educational work has been done 
by way of advertising, verbal explanation, etc., it will be 
up to the platform men of the company, largely, to "sell" 
the plan to the public. For example, its motormen can 
hand zone checks to incoming passengers in such a way as 
to make the passengers feel that they have been the recipient 
of courtesy, or the motormen can makE; the passengers feel 
that it is an imposition to bother them with zone checks. 
Again, the conductors can very greatly facilitate the pay
ment of fare and the alighting passengers, or they can 
develop any incipient tendency that the passengers may 
have in the direction of a "grouch." In other words, if 
the company management cannot sell the zone plan to its 
employees, it cannot sell this plan to the public. In Con
necticut every effort was made to show the employees, 
apparently with success, that if the plan is good for the 
company it is good for them. We feel that the demonstra
tion will have been as much an achievement in good sales
manship as in giving good service if the Public Utilities 
Com.mission ultimately puts its stamp of approval on the 
zone plan. · 
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Bus Facts 
Versus Bus Fancies 

THERE is already a distressing amount of evidence 
that we are facing an era of bus-line promotion that 

threatens to repeat the worst features of the hey-day period 
of the electric railway. The undoubted utility of electric 
railways was exploited in the old days by more than one 
promoter whose enthusiasm lead to the building of the 
roads but not to the paying of the promised roseate divi
dends. So, too, the undoubted value of the motor bus 
is the starting point for a later generation of what The 
Spectator used to term "projectors." 

These thoughts are prompted by an examination of 
recent financial literature on the motor bus. The result~ 
with new routes are predicated upon returns obtained else
where under far more favorable conditions and in a far 
more favorable period of costs. For example, the motor 
bus operations of London are quoted as being highly profit
able, whereas the rate of return has been badly below bank 
interest in the last two years or more, while the operations 
of the current year show a deficit. Of course, the reason 
is that labor and material costs have gone up much faster 
than income. To offer bus stock as a good investment upon 
the basis of what some other company earned in pre-war 
times is as misleading as it would be to try to sell street 
railway stock on the same basis. Indeed, the bus has suf
fered even more than the electric railway through increases 
in the dominant item of wages because the number of pas
sengers per bus operative is decidedly less than per car 
operative. 

The bus promoter is also likely to be too sanguine about 
the item of depreciation and obsolescence. The latter, in 
these days of rapid development of vehicles, actually may 
lead to the scrapping of the bus before it is worn out because 
the public will always be making comparisons between the 
bus for which their patronage is solicited and the latest 
automobile. Such comparisons are more hurtful to the 
bus than to the street car, since the bus is primarily a 
vehicle which makes its appeal largely on the grounds of 
more luxurious and more direct service and on which a 
high fare should naturally and can properly be charged. 

Just as the bus promoter overlooks the effect of the 
recent enormous increases in wages and underestimate~ 
depreciation and obsolescence, so does he err in estimates 
of bus mileage and bus earnings. One estimate calmly 
assumes a performance of 40,000 bus-miles per annum; 
yet the actual pedormance of the same type has under 
similar conditions in another city averaged only 27,000 
miles. While we may grant that a bus can average or 
slightly exceed a schedule of 9 m.p.h., its over-all perform
ance through the year will be less than that of electric cars 
for two reasons. First, the bus day is shorter because of 
the smaller amount of early morning traffic; second, the 
bus spends more time in the shop undergoing inspection 
and repairs. In view of the fact that 40,000 miles per 
annum is good electric car performance, we would hardly 
expect more than 30,000 to 32,000 miles from the more 
complex bus. So in this item alone, we see that the bus 
man expects to handle his business with but 80 per cent 

of the buses he readily needs, and his first costs, buildings, 
etc., are affected in proportion. 

But most misleading of all can be the estimates of traffic. 
It is easy to multiply the estimated mileage by the estimated 
passengers per mile and rate of fare, and come through 
with a triumphant 20 per cep.t return upon the investment. 
Analysis shows, however, that the optimistic promoter 
expects to build up in one year against competition as 
much business as other bus lines have built up in ten years 
with every condition of non-competition, short riding, dense 
population, etc., in their favor ! 

Far be it from us to decry the many ways in which buses 
can be made an adjunct to and a part of the popular 
transit facilities of a community. The bus has a place, 
though a limited one, in city transportation, as we pointed 
out editorially in the issue of Sept. 20. But the present 
plight of the street railway is overwhelming proof that 
utility to the public and profit to the investor are by no 
means one and the same thing. Therefore would we say 
to the man who is asked to go into a bus company: There 
is no more financial magic about gasoline than there has 
proved to be about electric t ransportation. Don't put a 
dollar into the bus until you are satisfied that every lesson 
of electric railway experience-such as unchangeable routes, 
rising costs, the need for a service-at-cost basis, etc.-has 
been taken into consideration. 

Referendums Usually a Failure 
in Deciding Economic Questions 

TH E failure of the Denver electorate to indorse either 
of the two plans submitted at the election on Oct. 22 to 

settle the railway franchise question in that city leaves the 
situation as it was. Two plans suggested were designed to 
put the transportation system on a permanent basis, and 
both involved certain elements of service at cost, although 
one was known officially by that name and the other as the 
"elastic 6-cent fare plan." The referendum was preceded 
by an extended publicity campaign on the merits of each 
plan by citizen committees, while the company remained 
neutral, asking only for some reasonable and permanent 
settlement. Yet in spite of this campaign, only 40 per cent 
of the registered voters took the trouble to go to the polls. 
In the vote cast, the " service-at-cost franchise," recom
mended by the committee of fifty-five, lost by only 244 
votes according to the returns, while the elastic 6-cent 
fare ordinance was defeated by a vote of 10,884 to 4,577. 

The election in Denver illustrates again the weakness of 
the referendum for settling the economic questions of a 
municipality. Such matters, especially where they involve 
the question of justice to others, should not be determined 
by popular vote. In the first place, the average citizen will 
not take the time and trouble to give them the considera
tion they deserve or often even to vote. But even if he 
should attempt to study the question carefully and decide 
impartially he is after all an interested party, and it is a 
maxim in jurisprudence that no man should act as judge 
in a case in which he is interested. Our greatest wonder, 
therefore, is not that the franchise was defeated but that it 
came within 244 votes of being carried. 
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If, then, such questions should not be ref erred to popular 
vote, who is to decide them, and is not a denial of the refer
endum in cases of this kind an imputation against the fair-

. ness of the American voter ? By no means. The question 
of a proper fare should be settled by fill expert and an 
impartial commission, assisted in its determination of lega] 
matters by the courts. When this is done, the public, like 
any othe1· good litigant, will accept an adverse decision if 
it is satisfied with the fairness of the judges, and such 
willingness is just as good evidence of good citizenship and 
far more reasonable to expect than that the public will 
decide against itself in a question of how much it shou]d 
pay for a necessary commodity or ser vice. 

St. Paul's Cascade Electrification 
Will Soon Be in Full Operation 

OWING to the war there has been some delay in the 
completion of the plan of the Chicago, J\Iilwaukee & 

St. Paul Railway for electrifying its Caseade Division. 
In a very few weeks now, however, the new passenger loco
motives will be hauling the famous " Columbian" and 
" Olympian " across the Cascade Range, and the stored 
,energy in these trains will be flowing back into the com
panies lines or even possibly •into the transmission lines 
of the Washington Water Power Company as the trains 
go down the grade. When the new passenger locomotives 
have been delivered. for the Rocky Mountain Division and 
the present high-speed locomotives on that division have 
been regeared for freight operation, the St. P aul Railway 
will have two splendid electric zones, separated by a shor t 
steam division of which the early electrification would seem 
to be inevitable. The steam division will be in a sense 
isolated, and from the standpoint of operating economy 
it will be necessary to eleetrify it. A stretch of more than 
1000 miles of electrified track would certainly furnish a 
fine demonstration of the possibilities of heavy electri~ 
traction. 

At a recent gathering of railroad men and others an 
operator high in the motive power department of one of 
,our principal railroads said that some years back he had 
been prejudiced against electrification, but observation of 
the results secured from the St. Paul had entirely con
verted him, and he is now an enthusiast for it. :J\fay his 
tribe rapidly increase! Results such as those secured on 
this road, on the Norfolk & Western Railway and others 
are convincing the "doubting Thomase.s" that at least 
for surmounting ranges of mountains, electrification is the 
thing. To be sure, they insist on reminding us that con
temporaneously with the improvement of the electric loco
motive the steam locomotive development has not been 
slow. On fairly level track where there are no long tunnels, 
the competition between the two types of locomotive is 
bound to be increasingly keen. Mounting cost of coal, 
however, is going more and more to force conservat ion of 
this precious mineral. Electrification of all power-con
suming devices is bound to come, and heavy t raction is 
intimately tied in with this development. The approach
ing completion of the electrification of the western end of 
the St. Paul system is a milestone in the path of progress. 

Protect the Car Storage 
Yard Adequately From Fire 

TH E fire hazard in an electric railway car storage yard 
is one worthy of even more serious consideration than 

it has received. We occasionally read of a holocaust, but 
there are many minor fires which receive no publicity but 
which in the aggregate cause the loss of much greatly 
needed equipment. As it is not uncommon to have rolling 
stock to the value of $1,000,000 accumulated in one yard, 
the urgency of insuring suitable fire protection for this 
valuable equipment is obvious. The same principle applies 
in yards even where the possible loss is comparatively 
small. 

Where conditions render it practicable, some such ar
rangement as that described by A. E. Harvey in an article 
appearing in the issue of this paper for Dec. 28, 1918, is 
highly desirable. In this article the writer explains why 
and how monitor towers were installed in a rearranged 
yard in Kansas City, so that any point in the yard could 
be reached without stringing hose across the tracks. In 
Mr. H arvey's yard the purpose in eliminating the hose 
was to obviate danger of interruption of the water supply 
by the cars which were being moved out of the danger 
zone. I n the storage yards of lines which use third-rail 
there is an additional danger of electrical shock to fire
men and others when hose is strung across the tracks. 
There are cases, however, where there are no fire hydrant 
connections of suffieient capacity in t_he immediate vicinity 
of a storage yard to permit the use of towers or hydrants, 
so that ,some other form of protection against fire must be 
resorted to. 

An illustration· of this last case was discussed in the 
issue of this paper for Oct. 18, namely, the practice of the 
E levated Railways of Chicago, which has adopted cars 
equipped with chemical apparatus for the protection of 
yards not supplied with water. While these cars are not 
often called into service they have at times proved to be 
very effective means of protection. As the cars are not 
equipped with motors and control and were built by the 
company in its own shops, the investment cost was not large. 

There is also very little maintenance expense, and the 
depreciation is practically negligible. The fact that the 
cars are not equipped with motors and control does not 
decrease their availability or flexibility, for whenever there 
are any cars lying idle in the yard one is always attached 
to a fire car. This motor will not be needed in service 
until all cars have been withdrawn from the yard, after 
which t ime there is no further use for the fire car. 

These examples of reeent progress in safeguarding equip
ment in the storage yard are cited simply by way of illus
tration of the general principle. While the insurance com
panies nat urally exert all possible pressure on their policy
holders to reduce fire hazard, it is a good thing for the 
electric r ailways themselves to exert their initiative in this 
direction. The question is not merely one of keeping down 
the danger of loss of property, but also one of preventing 
the possibility of the company being hampered in the 
giving of good service. 
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London's Tubes and Buses-II 
Bus] Time-table] Practices-Zone! Fare'. 'Auditing-Methods'iof J Payment-Bonus Systems

Training, Welfare W ork and Other Features Relative to Employees 
on London's Tubes and Buses 

BY WALTER JACKSON 

IN VIEW of the importance of bus service to the trans
portation facilities of London, a few particulars about 
time-table practice may not be out of place. 
Bus drivers and conductors formerly were paid on a 

mileage basis, the rates per mile varying according to the 
character of the route. Thus, " C," the highest rate, was 
for operation through congested districts; " B," the lowest 
rate, was for operation through districts where higher 
speeds are possible, and " A " was the intermediate rate. 
An addition to the rate is also made according to the record 
and seniority of the employee; also an extra payment of 
ls. per hour is granted if the spread-over exceeds twelve 
hours. Layovers, therefore, do not enter into the calcula
tions of wages paid. At the in-town end, layovers are 
only two or three minutes; at the outer end, they are 
somewhat longer, to average say ten to twelve minutes 
per round t rip. Under a new agreement drivers and con
ductors are paid by the hour. 

In general, the time-tables are prepared upon the basis of 
three crews for every two buses, namely, early, late and 
relief spells. On the table, buses which go out of the garage 
fi rst have an odd number and those which are started an 
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PORTION OF STANDARD BUS TIME-TABLE SHOWI NG ALLOCATION OF 

WORKING TIME FOR DIFFERENT CREWS 

hour or so later have an even number. Letters are used 
to identify the garage. The first spell of an odd-number 
bus is handled by the early crew which, after one hour's 
relief, take their second spell on an even-number bus. The 
second spell of the odd-number bus is taken by the late 
crew which, afte r one hour's relief, takes the third spell on 
the even-number bus. The relief crew begin by working 
during the relief period on the even-number bus, and after 
they have had their own relief, they take care of the third 
spell on the odd-number bus. To illustrate this more 
clearly, the following figures are quoted from the accom
panying reproduction of part of a standard t ime-table: 

Early crew on APl from 5.44 a. m. to 12.34 noon, then 
on AP2 from 1.39 p. m. to 5.05 p. m. 

Late crew on APl from 12.54 noon to 4.20 p. m. and 
on AP2 from 5.25 p. m. to 8.54 p. m. 

Relief crew on AP 2 from 6.24 a. m. to 1.19 p. m. and 
on APl from 4.40 p. m. to 8.11 p. m. 

In an accompanying illustration is shown a graphical 
represent ation of the division of crew times on an odd and 
even-number bus. In the original, red represents the early 
crews ; green, the late crews, and yellow, the relief crews. 

The subdivision of spread-over time, etc., is tabulated at 
the bottom of the graph. 

The schedule, previously shown, covered the work of the 
individual buses of a garage but did not designate the 
crews, the detail of their t rips, their working periods, mile
age made, spread-overs, etc. This character of data will be 
found on the "Drivers' and Conductors' Duty Schedule" 
reproduced. At the top of the table will be noted a tabula
tion of wages (under the old system) for drivers and con
ductors based- upon classification "C," the intermediate 
group. Reference to the mileage column shows that ten
hour spreads give about 65 bus-miles and fourteen-hour 
spreads about 82 bus-miles. It is to be observed also that 
the wage calculat ion was prepared in advance. 

In accordance with British practice, each bus carries a 
time-card, as illustrated, front and back. The front simply 
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GRAPHICAL REP RESENTATION OF THE DIVISION OF CREW TIME ON AN 
ODD AND EVEN NUMBERED BUS 

shows terminal times. The back of the card supplements 
these by a printed statement of the number of minutes 
allowed for point-to-point operation before 9 a. m., dur
ing the busy hours of week days and Saturdays and during 
the slack hours of week days and Saturdays, all detailed as 
shown in the accompanying reproduction of the Victoria
Seven Kings route. In this instance the difference between 
maximum and minimum running times is 9 per cent. 

In addition to run numbers, such as APl, AP2 carried 
on the side of the buses, these vehicles must also show 
bonnet, police and license numbers. 

When a transportation company is using 2,000,000 
t ickets a day on scores of routes and in denominations from 
l d. to ls. 6d. etc., it may be said to be constantly on its toes 
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DRIVERS' AND CONDUCTORS' DUTY SCHEDULE 

to find ways and means of simplifying the ticket and reduc
ing its cost. Here, too, as in other affairs, the spur of war 
necessity accelerated improvement. The order had gone 
forth to save paper, and save paper the company did. 
Tickets that were 4 to 5 in. long because they showed all 
the stages over a given route were shortened to 2½ in. by 
"splitting " the ticket, namely, issuing say a ld. t icket for 
one-half the route and a second ld. ticket on which the 
stages of the remaining half were shown. Of course as the 
denomination of a ticket rises, its stages cover greater dis
tances and are therefore fewer in number. H ence, tickets 
from 4d. up are only 2½ in. x 1¼ in. and the cheapest tickets 
now do not exceed 3 ♦-in . length by 1¼-in. width. All but 
the most popular or penny tickets are colored, and the price 
appears both in small black type and large red surprint. 
The higher rates are due to the long runs into the country. 
In fact, on a route like Golder's Green-St. Albans, the 
long-distance riders exceed the short riders, since the run 
is through open country in competition with the rail
ways. Several tickets are reproduced on page 818. 
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In addit ion to the letter and serial numbering of the 
tickets, it is essential to make a further subdivision accord
ing to routes or " services." The service numbers are 
printed at the side of the tickets in some cases and at the 
top in others, according to space conditions. The ticket 
is also identifiable by the names of the stages on the particu
lar route. For use in emergencies, there are printed at the 
bottom of the tickets a number of letters. These letters 
serve several purposes, such as for indicating rides between 
stages that have just been established and which will ap
pear on the new ticket when the old type is exhausted ; or 
they may be used for indicating rides between the st ages 
temporarily established for the long pleasure rides, for 
sudden changes in the lengths of ride for a given fare, for 
special runs out of certain garages, etc. On the higher
priced tickets, these emergency letters embrace the entire 
alphabet, thereby giving these tickets great flexibility. 
Numbers are also used for emergency conditions, but not 
to show standard stages. · 

I n standard tramway practice, it is customary for the 

Point to Point Time Gard f or Service No. 25 : 

VIGTORIA STATION and SEVEN KINGS, 

9 a.m.t1 Arte, 
WEEKDAYS. 7.30 P•~• 7,30 p.rn, 

-
POINTS, Before 

Sais. orily Sals. enly 
9a.m. afte,i 

9a.m. to3p,m. 3 p.11, 

Victoria ~/ Hyde Park Corner . 4 . 5 . 5 
Hyde Park Corner Oxford Circus 10 . 12 •. 11 
Oxford <!:i rcus . Tottenham Ct. Rd. . 4 . 4 . 4 
Tottenham Ct, Rd. . Chancery L ane 5 . 6 . 6 
Chancery Lane - Bank - 8 ,. I 11 . 9 
Bank - Aldgate 

0

Station 5 . 6 . 5 
Aldgate Station Mile End ,Gate 7 8 7 
Mile End Gate - Burdtltt Road - 6 . 6 - 6 
Burdet t Road . Bow ~ ridge • • 6 - 6 . 6 
Bow Bridge Stratford Broadway 7 - 7 - ~ Stratford Broadway - P rincess Alice · 7 - 7 . 
Princess Alice - Manor Park Bdwy. " 6 - 6 - 6 
Manor Par~ Bdwy. - Ilford Broadway 7 - 7 - 7 
Ilford Broadway - Seven Kings - 9 - 9 - 9 

91 _- 100. 95 

BOTH SIDES OF TIME-POINT OARD CARRIED IN BUS 
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conductor to punch the destination stage. On the Lonrl~n 
General Omnibus tiekets, however, the stages are :,;o ar
ranged that the punch mark shows both the entranee stage 
and, direetly opposite, the destination stage. 

For through booking with the Underground Eleetric 
Railways, the duplex type of t icket is being superseded by 
a , single tieket of the general bus design in order to save 
work for the conduetors. When a bus passenger buys sueh 
a ticket, it is pm1ched in the entrance seetion as usual. 
On alighting at the underground station indieated on the 
tieket, he presents the ticket for a seeond punehing whieh 
,cancels it against reuse. He giYes up the ticket on eomplet
,ing the underground ri(le exactly like any other subway 
r ider. It should be adtlecl that the ticket also shows the 
names of the farthest stations to whi ch he is entitled to 
ride, as for example: '' P assengers change at Finsbury 
Park for Kings Cross (or) Russell Square, Holborn." 

Passengers who book from the mlllergrouncl li nes to the 
hm; lines purchase a twu-part tieket as wi ll be deseribecl 
in a later article on undergrourn1 railway tickets. 

i 
.l 

.'S '. ' . 
" f • . ,,, 

•--.-:--,-.. -.tfi 
R~ rq;1 1 ~ ,~ .. 

tt·w~~-!·! 
~t , iil:i* 
. l ,;•.~·, r~: 

speetion._ Par_t of_ the in_spectors constitute a flying squad 
fo1: th~ mtens1Ye rnspeebon of routes whieh appear to re
quue 1t. In one week early in 1919 there were 10 930 
tieket inspeetions on the entire system at a time when' 198 
men were on full time and 1439 men on part-time tieket 
cheeking. 

The usual punch and tieket boxes supplied to eonduetors 
on graduated fare systems are furnished on this under
taking through garage elerks who are listed as "seeond 
assistant opera ting foremen." 'l'here are about twenty-five 
of these men . 'l'heir time is eharo-ed ao-ainst the item 
" TI . f l b b unnrng o c epot staff " and not against the tieket sys-
tem sinee the issuance of ticket boxes is no greater burden 
than handing out transfer pads to-conduetors in an Ameri
can carhouse. 

The tickets are put up in advance by the tieket depart
ment according to the estimated needs of eaeh eonduetor. 
While one box is out in serviee another is being replenished. 
The boxes bear the usual identification of eonduetor's 

:Ad 085{ 
·•11UJt.ll t1 tl:'H'Ttd O 'J.•'19 l.;V, 

~- L or f ·• · JI , 

number, route number and station 
(garage) number. Five motor lorries 
are required for ticket-box distribution. 

Concluetors turn in their eash but 
once a day, not to the seeond as_sistant 
operating foremen but to cltpot eashiers 

f;PEC'DIE XS UF LO:\'DO:N" BUS T ICKET8 

The tiekets are :-:upplil'd by the Bell Punc-h & Tic-ht Com
pany of London. 'l'he lower rat e t icket s are stoc·kel1 for 
:.ix to eight ,reeks ahcac1 and the higher rate ti c-kets for 
longer periods. A(lverfo:ing on thl' baek nf ti ckets is 
kmdle<l directly by the t icket pr inter. 

TICKET CnECK Wrrnor.--r _\.:~rn '\YITIIE 

It is obvious tha t in a city like London the enormous 
fluetuations in traffic and th~ large number of emplo~-ees 
demand a greater proportion of supenisory personnel tha11 
in smaller cities where traffic c-hanges are less violent and 
where there is a closer relationship l1et11een the platform 
employees and the management. This faet must be taken 
into aec-ount when it is stakcl that there are G50 inspeetors 
for 3400 conductors. 

Howewr, only 30 per c-ent of the time of inspectors is 
charged against the ticket c-heck ac-c·ount. These men begin 
the clay':; work as timekeeper,.: at terminal points, and eYen 
during the hours \Yhen they are ·' jumping the bu:-es .. 
their duties coyer the whole range of time and traffic- super
vision. In faet . sixty-nine so-eallec1 inspeetors are women 
who are engaged exclusiYely a,.: timekeepers. If clue allow
ttnce is made for this . it will be found that the number of 
outside inspectors is 381 and that 30 per cent of their time 
is equiYalent to the employment of 1, + full-time ticket 
inspeetors. These men board the buses at irregular inter
vals, examine the c-onductor\: tickets and waybills to get 
the serial numbers. then Yise the tickets of the passengers 
~nd finally initial the waybill as an indieation of their in-

who rec-ei pt therefor hy signing the conductor's cash total 
~beet where designated, in reel ink. The cashiers bank the 
money locally a11cl forward the receipts for their deposits 
to the head cashier. 

This eash total sheet is a record of the conduetor's finan
eial operations on ly. It is entirely independent of his trip 
sheet or waybill which is prepared for the transportation 
department. It is on the cash total sheet, whieh aecom
panies his box, that the tieket department makes the eusto
mary entries of t ickets issued, etc., as shown on the form 
itself. Each eash total sheet is eopied into a book r~eord 
before it goes out with its box. 

Of all the undertakings visited, none appears to go into 
the matter of ticket eheck to so great a degree of refinement. 
As the t iekets faken from stoek are entered on the eash 
total sheet and placed in the box, they are eountereheeked 
fare for fare by a second girl instead of depending upon 
one clerk alone. In aeeordanee with the usual praetiee, 
each c-onclnctor's supply comes from one bin so that the 
cheaper tickets at least are furn ished to him in serial order. 
Although a c-onductor must always work off his own re
mainders these remainders are carefully inspeeted to see 
that no intermediate tickets have been withdrawn or lost. 
This check is espeeially important on the bus system beeause 
of the fact that the fares run up to sueh high denominations. 
It is quite possible, also, for the bottom tieket of a pad 
to drop off, in which event the conductor must turn in 
a speeial lost t ieket memorandum if he wants the debit 
aga1nst him wiped out. 
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Following the ticket check, the register reading is tal
lied against the ticket total. As one girl calls out the num
ber shown on the punch, her mate responds with the total 
shown on the cash total sheet . Ordinarily, the punchings 
are counted only in the case of discrepancies, no matter 
how small these may be, but if a conductor is under sus
picion the punchings will be counted even if there are no 
apparent discrepancies. Due to these refinements some
thing like 500 to 550 counts out of 3000 punches are made 
every day. After the punches have been opened and 
inspected, they ar e Teset to zero and sealed for Teissuc. 

The last step in the handling of the box returns is to 
convert all ticket values to pennies as a t ally against t he 
cash statement. These extensions are made without the 
help of calculating machines except following a holiday, 
when the work is doubled. The machines are comptometers 
and are borrowed from the comptometer depar tment which 
is Teferred to in the next paragraph. 

The purpose of the comptometer department is to derive 
from the cash total sheets such traffic data as the daily, 
weekly and monthly earnings of the individual routes ac
co,rding to the denominations of tickets sold. Incidentally, 
the calculations of the comptometer department serve to 
check the count of the ticket department against the cash 
earning sheets forwarded by the garage cashiers. The 
individual service or Toute statements of the comptomet eT 
department also includes the totalizcd shOTts and overs. 
T he garage cashiers restore overs to the individual conduc
tors only upon the order of the chief cashier, following 
the movement of the conductors' cash total sheets through 
the ticket department and the counter-checking comp
tometeT department. 

FoT the handling of 2,000,000 tickets a day, the auditing 
and cash return of 3,000 conductors' cash total sheets and 
the posting of traffic and diffeTent classes of ticket sales 
on more than 100 Toutes, the following central office per
sonnel was required as of March 10, 1919: 

General clerical st aff . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 16 
Forewomen . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 5 
Assistants to forewomen. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3 
Cash and regist er clerks. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 17 
Punch clerks . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 17 
Ticket clerks . .. ...... . ................. , . . . . . . . . . . . . . . . 79 
Messroom st aff (meals furnished on premises) ..... . . . . . . . . . . . 4 
Porters (male)' . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 9 
Comptometer operat ors . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 8 

Tot al . .. . ......... ...... . ......... ... .. . ......... ... 158 

THE LONDON GENERAL OMNIBUS Co., Ltd.-Cas h Total Sheet, 
Service No. ______________________ _ 

Oate nuty N• Punch No. 

S, d. 

1<!. 1-----t 
1 d. 

1d. i-:::-c='---'-j 
1 d. 

2d. 1----- -t 
f--,--- 2d, 

3d. I----,-,--< 3d. 

10d. ,o1 ••• 111ar1-, o. , 10d. 

11 d. 101)11 .. 1\ltvt., 0.1 11 d, 

11- 1---'---'-j 11· 

Cash paid in • £, ___ _ TOTAL NUMBER OF TICKETS SOLO •. . .£ 
Coupons collected ___ _ 

Conducto11a Signalure,_~ _ _ Badge No, __ 
FOR OFFI CE U S!!: ONLY 

TOTAL.____ Total I 
o••· 'MOUNTPAIOIN .£,____ Cashier'sSlgnalure____ O,er I 

.___, _ _ _ _________ ______ ,_s_hor_t ... I-'--'--~ij}I 

CONDUCTOR'S CAS H TOTAL SH EET 

INSPECTOR CHECKING TICKI;TS OF 
WOMAN CONDUCTOR 

The general AmeTi
can impression that 
BTitons aTe physically 
deliberate w o u 1 d be 
quickly dispelled by 
observing the flying 
leaps to and from buses 
taken by both sexes 
and all ages of Lon
don's population. No 
marvel then that the 
London General Omni
bus Company and its 
associated companies 
had to anticipate the 
wideT campaign which 
the London S a f e t y 
First Council has been 
carrying on for two 
years. The OTganiza
tion of this council of 
trnnsportation com
panies, 1 a r g e em-
ployeTs, etc., along ouT 

own lines of co-operative safety work has, however, the 
merit of getting a better and wider hearing from the public 
than could the best possible campaign · of individual 
concerns. 

Two plans aTe used by the L. G. 0. to enlist the co-opera
tion of its employees; one is to reward the individual and 
the otheT is to maintain a spirit of emulation among the 
foTces of the twenty-tluee garages. The conductors who 
have been free from accident receive lc1. a clay bonus pay
able quarterly. The drivers Teceive not only this bonus 
but another 2s. 6cl to 15s. quarterly depending upon 
their number of woTking days and whctheT they had one, 
two, three or more mishaps during the period. FOT the 
quar ter ended SeptembeT, 1918, the total accident bonus 
amounted to £2,466 of which £48~ was the penny-a-clay 
increment for conductors. 

In the case of garage competition, a safety fost shield is 
displayed by the garage which can show the least number of 
accidents per 10,000 miles every calendar year. For the 
year 1917-1918 the rating was shown pictorially by a party 
of mountaineers, each climbeT TepTesenting the Teiative 
position of a garage. T hose garages which fell back a bit 

TWO-JOURNEY , at Mo. u c 1 ... . , Dar 

EXCHANGE 

TICKETB, 

RAILWAY 1 • tNo,at C!ouofi;tav 

EXCHANOE 
TICKETS. 

BUCKWALL 
TUNNEL 

EXCHANOE 
TlCKETS. 

1at No. •t ■t•l'tof0,ay 

1•tNo.•tO~ • fDar 

1 •t No,•t ■tal'tofDar 

NUMBER OF 
TWO-JOURNEY 
TICKETS RECEIVEO. I 
RE■ARKS. 

NUMBER OF 
RAILWAY TICIETS 
RECEIVED. 

TOTAL WUMBER OF FARE TICKETS SOLO .• 

f--.-
1----

I---

I---

1 NUMBER OF 2nd HALVES: I 
OF BUCKWALL TUNNEL 
TICKETS AECEIVEO. 

GRANO TOTAL 

'fheCon1h1clor \1ill Le hdJ ~aponsiblt for rvcry Ticketisaul!J to him, nnd 11.ny uol eold or retUrbr(l wili bl! ct.Alll'IN for, 

Thi! l'unch nn'J tho rl'11ul ining Ticket.II musl h<' returned. in tho Tin Box to (he'OffieC", 

R et p the T icl.el Box in \he cuphonrd nnd the cnpbontd lock~d. TI1is Bill to be hn"mlcd to tl1c Co.shier with the money, 

All 'I' idcctA i'Mn!ld in error to flfl.l!.<1engl'tA m11at h.i rer;irwrl on 11. " P{_l'inl report form nJdrn,<1ed lo Tirkcl Su peri iil.-ndent 

f'ondndor~ mn~t elt'-11.rly ~U\111.l l'A IIMI rnd give DllnH111nd oddrl"'~ of p11 1111ens<lr nnd rclnm report in hiw Tm Rox 

CON DUCTOR'S CLASSJPICATION OF TICKET SALES 
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compared with last year are shown out of the perpendicular 
on the cartoon. In the preceding year, the relat ive per
formances were shown by means of the old-time sledge
hammer and scale, as also reproduced. 

Unfortunately, it is impossible to reproduce satisfactorily 
the most interesting stimulator of all, namely, the r ace 
course. At each garage there is mounted a model of a 
race course comprising an inner ellipse for the order of 
merit in the preceding year and an outer ellipse for the 
order of merit during the current year. Each " horse" 
is a wooden oval bearing the name of a garage and is 
placed in the same relative position as the order of merjt 
in freedom from accidents for every 10,000 miles oper at ed. 
The outer course is brought up to date every month. The 
best garage showed in 1918 a record of only 0.99 accident 
per 10,000 miles-a most remarkable achievement at any 
time, but all the more creditable because it was made dur
ing a year when lighting restrictions were still in force 
and in a city whose fogs are proverbial for density "and 
frequency. Furthermore, it should be stated that the word 
"accident" includes even such trifling mishaps as a broken 
window. 

In addition to the usual warning signs placed on the 
buses, the company's appeal to the public includes a variety 
of cartoons and posters issued independently and many 
like publications issued il'l co-operation with the London 
Safety First Council. Among the latter are the two posters 
"Tips and Cues for Pedestrians" and "Look Around 
Before Crossing," shown in accompanying illustrations. 

Returning to the matter of emulation between garages, 
it may be added that an efficiency shield is displayed by 
that garage which during the preceding year ran the great-

Ao accurately turned Billiard Ball will always 

=8ok.. Q~un'½ 
n ~?}~';:,n your back lo lbe lraHic when crossing a streel, 

Don'I dodge behind lhe vehicle !rom which you have jusl 
allghled. Ahli• nn1 ,.,, •b• kerli ud-

Don't dart slralght across a road. bul lel your course be 
.. V .. shaped. Bur nn, .• lbr rlP1. ~ •• Ole ldl a, lh1s melbo<II. lbt lrtfll( ti 
&lM&.11 IIUd ,\I l~e ~-• ll.1ll .... 

Don'I rall to use reruges wherever available. n.~ ,,.. round •• 
mW b1111i1 cra.slnC p\llC-. dd JIWl.fJ U ialeullle ol JOW' JourtltJ II lllot Ihm Ill I.DJ c.ue· 

Don'I cross a slreel al a polnl where a side slreel inlersecls. 
\tallr ...,.,, you a.-. w.l• rro• llMI tntlk la bolb CII.IJ.I a.ad 1,10, 1,1,...11 Ul4. metapbonu.lJJ 
I.lilt ltilP BlilJf.r-d S.U 

Don'I allempl 10 squeeze you r way lhrough a block In lhe 
lr8 Ulc. Tb• tl.hldG 1111)' COCDIIWIClt 10 mott. ILDO JOI would Ul611 rw, lbr rl$11 ol Ml.II& 

crl,!Ml..:I ,\hu11 . 
Don'I omll to keep a sharp look-out !or oii-comlng Lra!!ic. 

a.ien1.1,pp1A£0N~,.,.,.► · 

Don't ran lo lake special care;at nigh! lime. o-ou ,.., , ""'• 
Gou.et 19W' lbcuapts. .U· 

Don'I allempl 10 board, or anghl rrom, a vehicle unlil you 
arecerlaio the road ls clear. S1cadJo101&Toerra..at11a11011tpan:.i. ■ojj• 

D~ ~;!led 10 look lnlb W3¥S before crossing a road. 1a 

Oon'I ran lo warn other pedeslrlaos who may be walking 
lnlodanger lbe7U1.1Jbl!sbot1~td..-..t.N' ■buolmla41d Sl&WlO lbc.mlo 

Don't forget that an essential principle or 
"Safety First" is lo 
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BILLIARD LANGUAGE APPLIED TO ACCIDENT PREVENTION 

est number of consecutive days without loss of mileage. 
Further, the order of efficiency in the consumption of 
petrol in miles per gallon is posted on boards on a week to 
week basis. 

P hotographs of drivers, male and female, taken outside 
the Mansion House last April to receive "Freedom from 
Accident " competition badge and award of the London 
Safety First Council are shown in accompanying views. 

Co-OPERATION B ETWEEN COMP ANY AND EMPLOYEES 

The following are some other methods employed by the 
company in securing the co-operation of the staff, stimula
ting their interest and encouraging them to develop res0urcc 
and initiative : 

(a) Suggestion Scheme 

Suggestions are invited from all members of the staff on 
every aspect of the work, and awards are made if the sug
gestion is approved. During 1917 and 1918, 1,000 sugges
tions were received from the staff and awards made number 
230. T he minimum award is 10s., as high a figure, how
ever, as £50 has been paid for a suggestion. 

(b) Lost Mileage, Accidents 

The men at the garages are encouraged to discuss with 
the foreman matters relat ing to lost mileage, accidents, etc. 
two views on page 822 show a group of men looking at the 
daily Running Record, the figures of which have just been 
chalked in by the foreman, and details of the record board. 

These figures for all garages are compared from time to 
time, and there is keen competitive interest as to the num-

AFETY fl~S 

A DANGER WARNING IN BLACK AND WHITE 
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her of days which can be run without any miles being lost. 
Frequently the garages have run 200 days without losing 
any miles at all, which is a remarkable record considering 
the surface condition of the routes, during the war the 
maintenance of which had been set back. 

( c) Efficiency Meetings 

Efficiency meetings are held during the winter in the 
company's cinema hall at the training school, Chelsea. 
Between 300 and 400 of the control and inspecting staffs 
attend. Papers are read, followed by open discussion. 
These meetings have been held during the last four winters 
and the fi fth series was begun in October, 1919 The 
following subjects were taken at the series of 1918-1919: 

1. Cinema lecture " Some Topical Cinema Productions 
in Connection with the Underground Railways and 
L. G. 0 . Co." 

2. Bus maintenance. 
3. " Problems of My Official Life." ( Seven short papers.) 
4. " A Day in a Traffic Controller's Office." (Three 

papers by the three traffic controllers.) 
5. Railway maintenance-civil engineering. 
6. "Safety First "- the progress and possibilities of acci

dent prevention work. 

( d) Records of S taff 

Individual attention is devoted to the records of service 
of the staff and entries are made thereon for special merit. 
Commendation received frorri the public is also carefully 
noted, and frequently the men are brought t o the chief 
office for personal commendation by a higher official. 

THE ANNUAL OLIMil FOR THE " SAFETY FIRST" GARAGE SHIELD 

The Omnibus Athletic Club has a membership of over 
1,000 and includes cricket, football, tennis, swimming, 
dances, whist drives, concerts, summer outings. A horti
cultural society was formed in 1918 and has a membership 
of 500. · 

Two shows have already been held, the entries number
ing 500 produce exhibits and 100 rabbits. The rifle club, 
with a membership of 400, is a flourishing phase of the 
athletic side. Seven ranges in various parts of London 
are provided and keen interest is taken in the com
petitions and matches arranged internally and with outside 
clubs. The company has fifteen billiard rooms and facili
ties for other indoor games. A photograph of one of the 
billiard rooms is reproduced. 

The Athlet ic & Social Institution issues monthly its 
Athletic & Social News, 10,000 copies of which are dis
tributed among the staff. 

SPECIAL CONST.A.BULA.RY 

In 1914, a division of the Metropolitan Special Constabu
lary of London 'was formed, known as the "L. G. 0 . C. 
Division," consisting of 450 of the staff, all of whom were 
obliged to pass . a proficiency drill examination. Their 
duties were mainly allocated to the protection of the com
pany's property and of the public during the air raids. A 
detachment of fifty of the corps stood by at the company's 
chief office every night during 1917 and 1918 to take duty 
at a moment's warning. In addition to this, the remainder 
of the corps were available on all occasions of air raids, 
;ind, wi,th the use of the company's omnibuses, were sent 
to the various points of London to control the street crowds 

THE LONDON GENERAL DM~IBUS COMPANY, LTD. 

ACCIDENTS PER 10.000MILE:S 

HAMMERI NG AT ACCIDENT PREVENTION IS A FAVORITE OCOUPATION 
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LIGHTLESS ~ TCHT S AXD RUTF UL ROAW, DID XOT PREVENT THESE BUS 
DRl\' ERS FRUM RUN:S IN G ACCIDE NT FR EE 

during the time of air raick They have also been called 
out for duty on occasions of processions, and the following 
is an extract of a letter received from the chief staff officer: 

I take advantage of the approaching official v is it of the 
Inspec-tor-Gen era l of Divis ions t o th e L . G. 0. C. Detachment 
of the Metropolita n Special Constabulary to express to the 
commflnder, hi s officns a nd m en , my high appreciation of the 
valuable public service they have a lways given in t h e force. 

Every duty a ssigned to the detachment has been per formed 
promptly, r egularly and well. and I ac-knowl edge with sincere 
t hanks the time, effort and other contributions to the service. 

However exacting the duty , it has a lways been done with th e 
utmost cheerfulness and good will. 

It is with very great pleasure tha t I congratulate the com
mander a nd all r a nks serving under him upon the high parade 
effici ency of th e L. G. 0. Detachment. 

O PEHATI i\ll l) n •_\H T}l EX 'l'
0

S 'l'BAl X I ~G S CHOOL (FROM 

.\ X L. G. 0 . Son·E)l"In BooKLET) 

'l' he trainillg sl' l10ul an<! employment lnucau of the 
Lornlon General Omnilrn :c: l 'ompany. Limited, is si tuated 
in Chelsea. S. \Y. The area site ocl·upies some 31.0-~,O sq. 
ft., f>, 3% of whieh L"omprise an open yard, in "·hich various 
hazarcls, sueh as dummy refugc•es, pede::; tal:-: , etc.. are 
placed. in comwctiun " ·i th the train in~ of l1riYeri' to arnid 
such oLstades, to n •,·n ~e. l't( ·. 

'l'he bnilc1ings l'Olnp ri se: 
(a.) Five class room s, in which lectures a r e given . In the 

driYers' rooms, various parts of the bua chassis and an actual 
section through one of the engines are exhibited, so that 

learners may obtain a knowledge of the mechanical equipment 
and then be able to remedy small breakdown defects without 
having to send for assistance; 

In the conductors' rooms, operation of the punch and tickets 
is taught, the fare stages explained and other parts of their . 
duty discussed; 

( b) The cinema hall, with seating accommodation for 400, 
where educational films of their work are shown to the men 
and women in training, actual conditions of service working, 
points in connection with avoidance of accidents, etc., being 
clearly discussed during the lectures; 

( c ) A m ess room for the provision of food at practically cost 
price to learners; 

( d) Small covered yard; 
( e ) Office accommodation; 
( f) Photography section; 

Adjoining the actual training school premises, are: 
(g) Chemical laboratory; 
( h) The clothing store, the h eadquarters of the clothing de

partment, which is also under the control of the superintendent 
of employment , a competent tailor being in charge of the sec
tion, assisted by a staff of six storekeepers, clerks and tailor
esses. All uniform clothing necessary for the company's 
10,000 drivers, conductors and inspectors is dealt with here, 
both in r egard to r eceipt, s torage, issue and record. 

The tailor's shop is fitted with staff and machines for 
dealing with minor alterations to garments. The meas-

" \\'HEN CONSTABULARY DUTY'S TO BE 'DONE, TO BE DONE," THESE 
L . G. 0. MEN :MAKE GOOD 

urements of the staff have been co-ordinated into twenty 
1-tock sizes, tlnu; doing mrny with the difficulties of indi
Yidual measurement of so large a number. This has been 
of material assistance in cost, delivery and speed in fitting. 

As many as 600 men have been supplied and fitted with 
,Yell-tailored suits in one day, and out of a total issue to 

EXAMINING COMPARISONS OF LOST MILEAGE AND EFFICIENCY IN FUEL USE, AND A CLOSE-UP OF THE EFFICIENCY RECORD BOARD 
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NOR ARE GOOD LOOKS A BAR TOWARD WINNING MEDALS AS CAREFUL 
DRIVERS DESPITE AlR RAlDS APLENTY 

the 10,000 men and women concer;1ed, only twenty re
mained which required alteration. 

The office accommodation includes the headquarters ar
rangements of the twenty-three mess rooms and institutes, 
which have been established in connection either with the 
garages or terminal points in different parts of London, 
where the employees have special arrangements made to 
enable them to purchase refreshments at practically cost 
price, the company bearing the expense of accommodation, 
lighting, etc. About 3,800,000 purchases wern made by the 
employees during 1917. 

TRAINING OF DRIVERS 

The following is an outline of the procedure in connection 
with the engaging and training of drivers: 

are then taken into streets carryillg heavier t raffic. After 
being finally tested by one of the chi ef instrnctors, they 
submit to the Scotland Yard police test, which inclur1e~ 
an examination in a short arm rever se and actual driving 
through the busiest West End thoroughfares. 

The average time taken to train a dr iver to become fully 
competent is twenty-eight days . 

TRAINING OF CONDUCTORS 
Conductors are not employed under twenty years of 

age, or less than 5 ft. in height, thi s minimum height being 
fixed by the police. No man or woman is acceptecl for 
employment unless he or she is physica.lly som1d in all 
respects, but the medical test is not so severe as in the 
case of drivers. Learners are required to attend at the 
training school to hear lectures on tickets, avoirlan ce of 
accidents, and on general traffic work, and to see the 
cinematograph films. They are allocated to garages and 
begin their service work with an expericncecl condu'ctor, 
in order to obta.in practice in the use of the punch, tickets, 
handling of cash and the general duties of a conductor in 
actual service conditions. The average time taken to train 
as conductor is fourteen days. 

Learners, both drivers and conductors, receive a food 
allowance while under tuition, this being for a maximum 
period of twenty-eight days with drivers and fourteen days ... 
with conductors. 

INSPECTOR OUTPUT OF SCHOOL 
Inspectors are promoted from the staff and attend at 

the training school for instruction and examination in 
regard to their new and more important duties, particularly 
in connection with dealing with the public and the staff, 
and a knowledge of traffic observation. 

The following are the numbers of men and women passed 
~out from the training school for service with the company: 

'11 he company does not accept new drivers for employ
ment under twenty-five years of age, or over forty-five, and 
the minimum height measurement is 5 ft. 6 in. The medi
cal examination is strict, particularly in regard to sight 
and hearing, and men who find it necessary to use spec- 1l 
tacles are not accepted. '11 he services of the most capable 
and experie11ced drivers i11 the e111ploy of the con1pany are -;; 
utilized as instmctors, and these, with special learners' 
buses, are attached to the various garages. 

Drivers 
,---- _,A_-----..... 

On duplicate 
New types of bus. 

To Dec. 31, 1913. . . • . . . . . . 4 84 
Year ending Dec. 31, 1914 .. 1,149 994 
Year ending Dec. 31, 1915.. 650 278 
Year ending Dec. 31, 1916.. 74 87 

Conductors 

528 
521 

1,922 
],717 

inspectors 
1 

91 
83 

127 
After men have been accepted for tuition, they are allo

cated to ga.rages as near as possible to their homes, and are 
put through the first stages of their training at the training 
school, where, contemporaneously with lectures, practical 
lessons are given in gear changing and general control of 
the vehicle. 

Driving instruction is first given on the school premises, 
and, subsequently, in quiet neighborhoods, where there is 
little or no traffic. Subject to satisfactory progress, learners 

THEY PLAY REAL BILLIARDS ON l\lAN-SIZF, Ti\BLES IN LO NDON 

Year ending Dec. 31, 1917.. 44 53 

Year ending Dec. 31, 1918 .. 
To date, 1919 ...•.....•.•. 

251 
659 

19 
161 

106 
:Male Female 
410 ],245 15 
884 12 

Publicity Men Get Definite Organization 

PRESIDENT PARDEE of the American Electric Rail,
way Association has appointed the members of the 

executive board of the publicity men as elected at the 
Atlantic City convention, to be the members of a perma
nent standing committee of the parent association. This 
gives the publicity men a definite organization through 
which they can proceed to work out an instrumentality for 
the compilation and dissemination of data and informa
tion in a manner to ampliiy the value of the publicity 
men's work to the industry. Leake Carraway, Virginia 
Railway & Power Company, is chairman ancl the other 
members of the committee are E. R. Kelsay, Luke Grant, 
W. P. Strandborg and A. D. B. Van Zant. 

A meeting of this committee of five men has hecn 
called by the chairman for Nov. 15 in the association office 
in New York for the purpose of laying plans for future 
activities. Then it is planned to have a meeting of the 
"committee of the whole," that is, of all publicity men, 
at the time and place of the mid-yea.r meeting of the 
American Association. It is desired that all publicity men 
connected with the industry take membership in the com
mittee of the whole and lend their support to the develop
ment of a system for the interchange of ideas and data. 
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Utilities Commissioners Discuss Railway Probleni. 
Thirty-first Annual Convention Hears Many Committee Reports, Some of Which Are 

of Interest to Railway Men and Are Here Abstracted 

TH E thir ty-first annual convention of the National 
Association of Railway and Utilities Commi ssioners, 
of which Charles E. Elmquist , of Minnesota, was 

president, was held in Indianapolis from Oct. 14 to 17. 
The convention was addressed in its opening session by 
President Elmquist and by Governor Goodrich of Indiana. 
At the close of his address, the president announced his 
resignation as a solici tor of the association and his inten
tion to return to law practice in St. Paul. The closi ng 
session elected Walter A. Shaw of I llinois president of the 
association and James B. Walker of New York secretary 
for another term. 

Of the twelve standing committees, six did not make any 
report. Abstracts of those made, which are of interest in 
the electric rai lway field, are pref-ented herewith: 

REPORT OP 'fHE Col\UUTTEE ON PUBLIC OWNERSHIP 

AND OPERATION 

The movement toward public ownership and operation 
has rcceiveJ s1wcor from a wide variety of sources. The ar
gumellt that the public should hold . in its name the fee 
and title of those activities which serve the public and which 
the puLlic regulates is an argument which many people 
accept as the last word on the subject. The argument that 
the public can do as it pleases with that which is its very 
ow11 i~ in many quarters equally conclusive. One of the 
arguments that is seldom used, and never can be truthfully 
usccl, i::; that puhlic ownership and operation is more effi
cient than printe ownership and private operation. In
starn·cs do exist where a well-managed publicly-owned 
propcrt.y is more efficient than a poorly-managed privately
owned property, but these are rare and do not in any way 
weaken the statement that the final desideratum in a public 
property is that degree of efficiency which is being obtained 
under private ownership and operation. 

There has been considerably more agitation for public 
ownership during the past few years than ever before. The 
underlying reasons are many, and may perhaps all be traced 
back to the war and the conditions growing out of it. Local 
uti lit ies haYe been affected fully as much as railroads and 
wire lin eR . 'l'he reasons for the impetus given to the move
ment for public ownership and operation may briefly be 
summarized as fo llows: 

l. The propaganda started by the governmental control 
of wire lines and railroads. It was but natural that once 
the bicrcrer utilities were taken over by the government, the 
move1~~11 t should be reflected in the effort to municipalize 
water, gas and electric utilities. 

2. The failure of utility managements to meet the in
creased demands 1tpon them. This refers as much to 
service, depleted and depreciated, as to rates. It was no 
uncommon thing to find ,a gas or electric company, or even 
a water utility ,L unable to cope with the situations which 
arose. and too often the managements were prone to charge 
their . own shortcomings against the regulatory body which 
had control o,·er them. Ineffici€ncie-s in plant operation 
were brought to light which the general public never knew 
existed. 

3. The failure of regulatoi-y. bodi~s, either sta~e or !~q,l, 
to sense the seriousness of the sifoations and to give utilities 
the needed assi.stance in time to avert disaster. This is 
not meant as a reflection upon any commission, nor upon 
its policies, but the fact is that in the flood of applications 

for increases in rates which were necessary to keep utiliti~s 
alive a regulatory body was not able to discriminate as it 
should. 

4. The inherent thought with many people that public 
ownership and opera.tion is a panacea for all ills. So with
out thought or examination of the possible effect, with the 
propaganda praise of it ringing in our ears, many people 
became adherents of, and shouters for, public ownership. 

5. Increased rates have had a great effect. In the case 
of street railways, especially, people have come to believe 
that a municipally-owned transportation system would be 
able to cont inue to give the people a low fare. In many cases 
the companies have asked to be relieved of their paving obli
gation or some measure of taxes in order to be able to con
tinue a 5-cent fare. These requests have led people to be
lieve that were the system municipally owned the fares 
would continue low. 

T here has been considerable legislation enacted, and still 
more introduced, which tends.to make the process of munici
palization or · public ownership easier. New J ersey, Cali
forn ia, J\Iontana, Nebraska, Washington, Oregon, Nevada, 
Wyoming, Iowa and Wisconsin have all passed such laws. 
In Pennsylvania, Governor Sproul vetoed a bill which 
granted municipalities the right to own and operate st reet 
railways beyond their municipal limits. In New York, 
Governor Smith vetoed a measure authorizing the city of 
Buffalo and the International Railway Company to enter 
into a contract providing for the operation of the street 
railroads in the city of Buffalo. 

This report cannot attempt t q go in to all or even part of 
the proposed legislation. Suffice it to say that the tendency 
toward ownership or a supervision which cannot differen
tiate between regulat ion and management has been marked. 
While the figures obtainable show little or no increase in 
the number of utilities municipalized, and fo r some utili
ties a decrease is shown, there is no question but that 
there is a quite decided awakening of public interest in the 
matter. Whether this public interest is a flurry as a result 
of unsettled economic conditions only time can t ell. 

There is another phase of the public ownership question 
which we have but mentioned, and which is probably the 
most prominent of the whole situation. Municipalities 
must have t ransportation systems. The financial status of 
the great majority of urban railways has become such that 
they have been unable to make extensions or to better the 
service they are rendering. And the increase of fa re does 
not always wholly alleviate the situation. The people de
pendent upon the street railways are thos~ least able ~ ~ay 
an increased fa re. The constantly mountmg cost of hvmg 
and the consequent raising of wages affect the street railway 
systems more than other utilit ies, because between 40 pe,r 
cent and 50 per cent of the operating expenses of street 
railways are the labor costs. 

The President deemed the situation serious enough t~ 
appoint a commission to investigate the subj_ect and _m~ke 
recommendations. For some months now this comm1ss1on 
has been hearing evidence from all sides,- from the oper
ators, the bankers, the mayors of communities served, and 
from labor. No recommendations have yet been made. But 
the hearin crs developed that the street r ailway problem was 
of utmost importance. Communiti~ now realize it, al
though heretofore they have been prone to feel that the 
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companies were crying unnecessarily. Street railway secur
ities are nearly a drug on the market. It is almost impos
sible to get new captial into the industry. 

Many remedies have been suggested, and many have been 
tried without avail. The solution in many instances has 
not been found. We cannot junk the street railway as 
obsolescent. For the welfare of the community it serves 
it must live. How best to keep it alive and giving adequate 
service is not only the problem of its owners and operators 
today, but it is the problem of the community. The higher
fare solution is not working out to the best advantage. The 
additional expense of four or six cents a day to the average 
patron seems to be a matter for serious consideration. 
Rather than pay it he will walk to his labor, or will move to 
a neighborhood where it will not be necessary to ride to 
work. The result will be a congestion in certain districts 
which will react on the health and morals of a eommunity. 
The so-called zone basis of rates has a tendency to bring 
about a like result. 

Two new street car rates have recently been ordered by 
the Wisconsin Commission, the results of which are being 
watched with a great deal of interest. One is at Racine, and 
should be designated as entirely experimental. This is an 
optional rate of $1 per week to be paid by the holder of the 
ticket for unlimited riding. The ticket is transferable, 
and it is only necessary that the holder show it to the con
ductor as he boards the car. This has been in use less than 
two months and the company has been sellin_g an average 
of about 1000 tickets each week. The results have not been 
as flattering as the company hoped, and it is doubtful as to 
whether they will eare to continue it mueh longer. The 
other rate is 'in use at Oshkosh and Fond du Lac, and results 
reported are very satisfactory. It consists of a 7-cent cash 
fare, six tickets for 35 cents, and fifty tickets for $2.50. 
The :manager of this property feels that he has very definite 
evidence that the rate is actually producing new traffic. 

So the problem has beeome a social and economic one 
of whieh, reluctant though it may be to do so, the com
munity must take heed. On every hand we see evidences 
of the cities awakening to the gravity of it. Already munic
ipalities have discontinued paving charges, fran chise and 
other taxes, but there are many instances where even these 
reliefs fail to help. The result is that many city authorities 
see no way out but to purchase. On the other hand, some 
of the operators see no other salvation. Other cities have 
hesitated in taking over the systems but have tried some 
sort of contract whereby the company is guaranteed a 
return on its investment in return for continuance of low 
fares. This latter proposal, however, is often but a pre
liminary step to acquisition. 

However, we may view the reasonableness or the wisdom 
of municipal acquisition of public utilities, we cannot but 
feel that the situation affects intimately every regulatory 
body here represented. We are all more or less familiar 
with the troubles of street car operation. It is our duty 
to use our best offices in helping solve them. Whether or 
not we believe in public ownership and operation it is 
important that we lend our aid in framing legislation whieh 
will give the eommunities that measure of service which 
is essential to their welfare. 

REPORT OF Col\nfITTEE ON GRADE C nossINGS AND 

TRESPASSI NG ON RAILROADS 

Your eommittee has no recommendation other than this 
-that the members of this organization as individuals and 
as members of regulatory bodies keep awake to the tendency 
and see to it that whatever legislation is perfected to help 
solve the problem be the result of experience and study. 
We do not believe that when a plant is taken over by a 
municipality it should be freed from the supervision now 
given privately-owned plants. Rather, we believe that we 

should pay greater attention to the newly acquired muni
cipal utility than to one privately owned, that it may be 
able to render that degree of service which the people expect 
and to which they are entitled. 

The recommendations of this committee in its 1916 
report were seven in number. They were decided upon at 
a conference with a special eommittee of the American 
Railway Association which was held for the purpose of 
formulating some uniform method of protecting all cross
ings where railroads and public highways intersect. 
Be-cause of their great importance and the desirability of 
earrying them into effect, the recommendations referred to 
are herewith reproduced, as follows: 

1. That every grade crossing should be protected by an 
approach warning sign to be placed in the highway at a dis
tance not less than 300 feet on each side of the railroad tracks, 
the sign to be a circular disc not less than 24 in. in diameter 
painted white with a black border and black cross lines with 
the letters "R. R." . . . Where deemed necessary this approach 
warning sign to be properly lighted at night. 

2. That the railroad companies maintain, within the limits 
of their rights of way, proper cautionary signs such as are now 
in use or authorized by law, and where deemed necessary such 
sign sha ll be equipped with a red light at night. 

3. That all lights displayed at night towards the highway at 
grade crossings shall be red. 

4. That all crossing flagmen use during the day a uniform 
disc 16 inches in diameter painted white with a black border 
and the word "STOP" painted thereon in black letters about 
5 in. high instead of the vari-colored flags which are now being 
used. 

5. The uniform painting of all crossing gates with alternate 
diagonal stripes of black and white. 

6. That the railroad companies, wherever practicable, be re
quired to m aintain their property at grade crossings free of 
a ll obstructions to vision: a lso that the highway approaches to 
crossings sh all be so graded that the free passage of vehicles 
shall n ot be impeded. 

7. That the National Association of Railway Commissioners, 
the American Railway Association and the American Auto
mobile Association, consider the advisability of agreeing upon 
whatever legislation m ay be necessary in the several states to 
make thoroughly effective the protection of grade crossings; 
and that it is our opinion that a uniform law requiring vehicles 
approaching such a crossing to reduce speed to a safe limit at 
the warning approach sign is advisable. 

Appropriate legislation has been enacted in several of 
the states putting into effect the uniform crossing· protec
tion regulations, but the majority of the states have taken 
no definite action in the matter. 

In addition to the recommendations in 1916 whieh were 
endorsed by the assoeiation, this committee strongly urges 
the adoption of standard signs showing the hours on duty 
of crossing; watchmen and stop signs which shoulc1 be dis
played when such crossings are left unprotected, similar 
to those approved by the Public Utilities Commission of 
Connecticut. 

The automobile has revolutionized the travel on the pub
lic highways and by means of this instrumentality citizens 
travel from state to state and go into new surroundings 
where they have no knowledge of the presence of traeks 
and know nothing of the schedule of trains. Therefore; 
it is very essential that uniform warning signs be employed 
as a protect ion for grade erossings. 

Within recent years eonsic1erable attention has been given 
to swinging or oscillating signals as a means of proteeting 
crossings, which rlisplay a reel banner or disk by rlay and a 
reel light by night, thus conveying the universally clanger 
signal. These automatie flagmen, as they are sometimes 
ealled, ean be equipped with bell abrms which begin ring
ing when an approaching train starts the visual signal in 
motion and keep it up until the clanger is past. A great 
many cities and towns have automatic devices of this kind 
as a protection of grarle crossings and they have proved 
satisfactory in most instanees. 

It is eontendec1 by the advocates of the automatic flag
men that it is not only necessary to let people know they 
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are approaehing a railroad crossing, but what is more 
important, to tell them when a train is coming. However, 
as long a:-, grade crossings exist, there will be aceidents at 
such places in spite of every precautionary measure on the 
part of the railroad management, the state commissions 
or the local authorities. Fool-hardy motorists and drivers 
of horse-drawn vehicles will go across the tracks even when 
an approaching train is plai;ily visible and as so often hap
pens will miscalculate the speed of the train with disastrous 
results. 

Force-stop humps in the road or a pile of rocks in the 
eenter of the highway calling attention to the proximity of 
a grade crossing undoubtedly do a good job of abruptly 
checking the speed of an automobile bowling along toward 
t11e crossing at a lively clip, hut they are at best crude 
,levices and temporary expedients. It is questionable 
whether they are more of a menace than an aid to safety. 
Although they may he life-savers, as they were intended to 
be, nevertheless they are not infrequently provocative of 
wrath and profanity, and when ·a man gets swearing mad 
he generally throws caution to the winds and becomes care
less of consequences. 

The carriers in the opinion of this committee should spare 
no pains in making their crossings safe and at crossings 
in cuts there should be dugouts or yards to provide an 
avenue of escape in the event of an impending collision. It 
might be well to haYe all crossings at right-angles where 
possible as a further means of safety to give a motorist or 
<lriver an opportunity of getting out nf a tight place should 
such an emergency arise. 

Some of the states already lrnYe laws providing for the 
prorating of expenses i11curred in the elimination of grade 
erossings for the removal of the old crossing and the estab
lishment of a new roadway. The commissions of most 
states probably can apportion the expense between the 
railroad companies an(l the public when grade crossings are 
ordered eliminated or separated. 

Probably the most pretentious program for the separa
tion of grade crossings this year is being cariecl out in the 
city of Indianapolis in connec-tion with the construction 
nf new terminal facilities. EYery grade crossing in the 
c-ity will be eliminated, including those of interurban rail
ways. Elevated tracks will be used. 

R EPORT OF TH E CmnnTTEE ON PuBI,IC UTILITY R ATES 

The financial condition and outlook for electrie railways 
may be described as bad in most localities, and in others, 
very much worse. They are not prosperous anywhere. In 
many sections they are in the hands of .receivers, and in 
some sections they are being discontinued. 

Rates have been increased in a great variety of ways, flat 
rates from the historical 5 cent fa re to 6, 7, 8, and 10 cents, 
but it has not yet been determined what fare will produce 
the largest revenue. Very likely it will differ in different 
localities. As a business proposition the street railways 
must cease to carry passengers 5, 10, 15 or 20 miles for 
a single fare, as is done in many instances. The cost of 
conducting the business has become so great that it is no 
longer possible to fix a fare on the old basis of fare limits, 
or lack of fare limits, that " rill produce sufficient r eYenue 
to cont inue the operation of many if not most of our street 
railways. The lower the fare the larger the number of 
riders, espeeially short-distance riders, and the higher the 
fore the smaller the number of riders, especially the short 
distance riders, and short-distance riders are a most impor
tant faetor in the success of the street rai lway. 

Within city limits publie policy may require a uniform 
fare to encourage a wide distribution of residences, but it 
is an important question then whether the losses on the 
long-distance riders should be made up by the short dis-

tance riders or by the general public by way of as_sistance 
to the railway through relief from street expenses, taxes, 
or otherwise. 

In general there must be a close connection between cost 
and value of the service and the fare charged. Increases 
in flat rates from 5 to 6 or more cents have been disap
pointing in the small increases in revenue. 

Some increase has been secured by reducing the length of 
the fare sections to 2 to 2½ miles in length and using a 
5- or 6-cent fare, but there is a considerable element of 
dissatisfaction in the case of patrons who live a half mile 
or so from the fare limit and have to pay two fares to ride 
a mile or two, when neighbors living at the fare limit ride 
an equal or greater distance for one fare. This inequality 
is very much lessened by dividing the fare section into 
two zones. The Massachusetts Northeastern Street Rail
way has arranged its interurban lines in fare sections of 
from 2 to 2½ miles in length with two zones to a section, 
and sells tickets good for three consecutive zones at section 
rates., e. g. , if the fare is 6 cents, five-ride tickets are sold 
for 25 cents. The use of tickets simplifies fare collections 
and establishes approximately a workable mileage system 
over which officials of the company are just now 
enthusiastic. · 

From the standpoint of the traveler the straight mileage 
system is most satisfactory, but from the standpoint of the 
rai lway the terminal charge should be considered in 
some way. 

By order of the Public Utilities Commission of New J er
sey, the Public Service Railway prepared a plan whereby 
the method of charging might be revised by an equitable 
zoning system, proper consideration being given to all of 
the elements to more properly relate the cost of service 
with the length of haul and value of service. The report 
covering the study made, filed on March 5, 1919, adds very 
much to the available data on the subject. 

All urban electric railways must be continued for the 
welfare of the whole public, and the problem of securing 
sufficient revenue to continue service is likely to be solved 
in some cities by a single fare within city limits with such 
munieipal assistance as may be necessary, and in others by 
a mile zone system with or without municipal assistance. 
When these methods fail, public ownership is inevitable, 
and it seems probable that in some cases that time is not 
far away. 

W elding Society Begins Season's Activities 
The American Welding Society held its first fall meet

ing on Oct. 24, at the Engineering Societies' Building, 
New York City. President C. A. Adams delivered an 
address, after which papers were presented describing a 
theory of metallic arc welding by R. G. Hudson; on the 
repairing of a lighthouse, by .J. H. Deppeler, and on gas 
welding during the war by H. S. Smith. The Metal & 
Thermit Corporation also showed a moving-picture film 
illustrating the repairing of the steamship Northern Pacific. 

Norwegian Elect~ification Progressing 
The Norwegian government has accepted bids for the 

eleetrification of the railway from Christiania to Dram
men. For this eighteen standard-gage electric locomotives 
will be constructed in Christiania. This is the first definite 
step to be taken in the plan for the electrification of the 
entire Norwegian r ailway system. The power is to be ob
tained from the Hakavik power station, which is located 
not far from Kongsberg, Norway, where about 25,000 hp. 
ran be produced. 
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NEW 3000-VOLT DIRECT-CURRENT GEARLESS PASSENGER LOCmlOTIVE, WEIGHI NG 265 TONS, FOR THE ST. PAUL CASCADE ELECTRIFICATION 

St. Paul Locomotive Tested at Erie 
New Type of Machine with Bi-polar Motor Demonstrates Capability of Handling High-Speed 

Passenger Trains on Othello-Seattle-Tacoma Electric Zone 

IN 'rHE PRESEN"CE of railroad experts and others 
gathered at Erie, Pa., on NOY. 7 to witness the demon
stration, the 3000-volt, direet-current locomoti ve built 

by the General Electric Company for the Chieago, l\[il
waukee & St. Paul Railway was given a series of operat-
ing tests. Thi s machine is of the passenger type and is 
designed for use on the new Caseade eleetri:fieation. It is 
equipped with bi-polar motors, gearless type, with motor 
armatures mounted directly upon the L1riving axles. In 
this fundamenta l feature the new loeomotive follows the 
design of the gearless machines in use on the X ew York 
terminal of the New York Central Railroad. 'rhe :five 
machines of this type ordere,1 hy the railway arc now eom
plete anrl will be delivered at the rate of about one a week, 
going into commission immediately. 

The tests were earried out on a 3½-mile traek owned 

83 

by the manufacturing eompany and used largely for this 
purpose. A eonsiderable part of the locomotive work of 
the company is now done at the Erie plant, making the 
possession uf test faeilities quite necessary. The program 
l'omprised a number of speed TUJ1s up to about 60 m.p.h., 
the limit for the lcngih of traek, a series of regenerative 
runs, and a, "tug-of-war " against two pow-erful New 
York Central loeomotives. 

In the speed runs a eouple of light passenger coaches 
only were attached, the purpose being to demonstrate the 
accelerating qualities of the machine, as ,rell as its riding 
qualities. In regenerating, the eleetrie loeomotives was 
driven by the steam loeomotives already referred to, and 
the regenerated current was held at such a valve as to 
maintain a speed of about 25 m.p.h. Under these eondi
tions the ammeter in the substation, through whieh the 

----7 r-·---
i ----------------- - j 

ARMATURE OF ST. PAUL LOCOMOTIVE MOUNTED BETWEEN WHEELS ON DRIVING AXLE 
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FRANK .J :-:PRACUE, WHO HAS AL\VA YS BEEN AN ARDENT ADVOC_\TE 
OF IHRECT-CUHHENT TRACTION, IS AT THE LEFT. THE TWO AT 

THE RIGHT ARE OTTO G. HITCHCOCK AND J. B COX 

test track was supplied with power, showed a eurrent of 
from -100 to 500 amp., at a voltage of 3000, indicating a 
return of 1200 kw. or more to the "upply circuit . 

In the backing or '' tug-of-war" test the steam locomo
tives were first allowel1 to push the electric maehine for 
a short cfo;tm1ce, when the latter was notched up in 
"reversl','' gradually bringing the steam locomotives to rest 
ancl ultimately backing them up. 

A preliminary account of the gearless locomotive for 
the St. Paul was giYen by A. H. j_rmstrong in a paper 
read bcCore the New York Railroad Club last spring and 
printed in the issue of this paper fur ~larch 23, 1918, page 
561. Additional details are now available. The locomotive 
weighs 2G5 tons, of which '?29 tons are on the driYers. 
There are fourteen axles, hrnlve of whieh are driYing axles 
and two guiding axles. -

The gearless drive was adopted to giYe simplicity of 
mechanieal design, eliminating gears, armature and sus
pension bearings, j ackshafts, side rods, ete. The weight 
of the armature and wheels is the only dead weight on 
the trac-k, amounting to approximately 9500 lb. per axle. 
T his is about 25 per cent of the total weight per driYing 
axle, which is 38.166 lb. 

To show the position of the armature relative to the field 

poles ,a eross-seetion of some of the motors is reproduced. 
The cross-section of the locomotive in the vertical plane 
of the a.rmature axis gives further information as to the 
motor mounting. These views appear at the foot of 
page 827. 

An important feature of the locomotive is the design 
of the leading and trailing trucks and the method of sus
pension of the eab weight upon them. The successive 
t rucks are coupled together in such a way as to "dead-
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CIIARACTERl STIC CURVES OF GEARLE SS LOCOMOTIVE FOR THE 
ST. P AUL 

heat " or break up any lateral oscillation which may be 
.caused by inequalities of the track. The weight of the 
main cab is so supported on the front and rear trucks that 
any lateral thrust or kick of the leading or trailing wheels 
against the track is cushioned by the movement of the 
main eab, which increases the weight bearing down on the 
wheels at the point where the thrust occurs and automati
cally reacts to prevent any distortion of the track. This 
design is said to result in very satisfactory riding qualities 
at high speeds. 

Exhaustive tests on the General Eleetric Company's test 
tracks at Erie, Pa., have demonstrated excellent riding 
qualities of the new locomotive at speed up to 65 m.p.h., 
the limit on the length of the test track avai lable. The 
tests also indieate that the loeomotive will operate at much 
higher speeds equally well. 

T he loeomotive is designed for handling in normal ser
\'ic-e a twelve-car train weighing 960 tons trailing against 
a grade of 2 per cent at 25 m.p.h . To do so requires; 
,36,500 lb . tractiYe effort, equivalent to a coefficient of 
adhesion of 12.3 per cent o-f the weight upon the driving 

GROUP OF RAILROAD MEN GATHERED AT ERIE, PA., TO WIT NESS DEMONSTRATION TESTS OF ELEO 
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axles. 'l'hi s allows a margin between the operating trac
tive coefficient and the slipping point of the wheels ~uffi
cient to permit the locomotive to hold trains contain:ng as 
many as fourteen cars in emergencies, and the motors have 
corresponding necessary extra capacity. For continuous 
operation the locomotive is designed to operate at 42,000 lb . 
tractive effort at a speed of 27 m.p.h. 

The principal data for the new locomotive are given in 
the table on page 830. 

p ART OF THE l\foTORS FURNISH E XCITATION DURING 

R EGENERATION 

In most respects the control equipment of the new loco
motive is similar to that in use on the locomotives which 
have been operating on the St. Paul for nearly four years. 
An important difference, however, is in the means used 
for exciting the motors which are acting as generators 
during regeneration. Four of the main motors are utilized 
for this purpose, which is possible because eight motors 
are ample to supply all of the generator capacity required 
· on down grades. 

By thus utilizing some of the traction motors it has 
been possible greatly to reduce the size of the motor-
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COMPARISON OF EFFICIENCY CURVES OF GEARED AND GEARLESS 
LOCOMOTIVES FOR THE ST. PAUL 

generator sets used for control, accessories and train light
ing. An appreciable reduction in the weight of the control 
equipment is obtained and at the same time provision is 
made for effectirn regenerative electric braking on down 
grade. 

The motor-generator set furnishes control current for 
operating the contactors and for charging an 80-volt stor
age battery which supplies light as well as power for the 
~ccessory apparatus. 

F. C. PRATT TALKING OVER THE FINE POINTS OF THE LOCOMOTIVES 
WITH H. F. F. ERBEN, J. M. SH ERWIN AND M. GRISWOLD 

The master controller is constructed in three sections, 
arranged for both motoring and regenerating, all of the 
cylinders being suitably interlocked to prevent incorrect 
mapipulation. For full-speed operation the twelve motors 
are connected three in series with 1000 volts per commuta
tor. Control connections are also provided for operating 
four, six, or twelve motors in series. Additional speed 
variation is obtained by tapping the motor fields in all 
combinations. Cooling air for each pair of motors is 
supplied by a small motor-driven blower, an arrangement 
which was adopted to avoid the heavy duct losses en
countered when a single large blower is used. 

AUXILIARY APPARATUS Is WELL DISTRIBUTED 

The 3000-volt contactors and resistors are mounted in 
the curved end cab at each end of the locomotive,. In 
one of these cabs there is also the 3000-volt direct-current 
air compressor and storage battery. In the other is a small 
motor-generator set and the high-speed circuit breaker. 
The operating cabs contain the master controller, indicat
ing instruments, and a small air compressor (in the No. 2 
cab) operated from the battery circuit with sufficient capac
ity for raising the pantograph. N ea,r the controller 
are the usual air-brake handles for standard braking 
equipment. 

TRIO LOCOMOTIVES FOR THE CASCADE DIVISION OF THE CHICAGO, MILWAUKEE & ST. PAUL RAILWAY 
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l'lWFILE OF ST. PAUL RAILWAY OVER WHICH GEAR LESS ,PASSENGER 
LOCOJIOTIVES WILL OPERATE 

The eenter cab is occupietl by the oil-fired steam boiler 
fo r heating passenger trains, with accessories including 
tanks for oil and water, circulating pumps, and a motor
,1 riven Glower to furnish forced cl raft. A slider panto
graph similar in construction to those now in use is mounted· 
on each end of the operating cab. This pantograph had 
t wo sliding contaets, giving a total of four points per 
slitlPr with the <louble coutaet wires. The pantograph and 
Hoxihle twin c-ontact-,Yire c01rntruc-tion enable the loco
motiws to collect current as high as 2000 amp. up to 
fiO m.p.h. without noticeable arcing at the contact points. 
The ser·ornl pantograph is hel,1 in reserve. Sand boxes 
with pipes lratJing to each pair of driving wheels are located 
,lirec-tl_v beneath the pantograph outside the operating cab. 

PHINC'IP,\L D .\L\ OF GEARLE:,,:,; LOCOl\lOTIVE FOR C., M. & ST. P. RT. 
Length inside knurkle, ..... ..... ..... .................... ... 76 ft. 0 in. 
Length over cab ..... ...... ........................ .. .... ... 68 ft. 0 in. 
Total wheelbase .... ..... ............................... ... 67 ft. 0 in. 
Higid w heelbase .. , .. .... ......................... ......... 13 ft. 11 in. 
D iameter dri viug wheels. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 44 in. 
Jl ia111eter gui<li11g wheels ............... ................. , . . . 36 in. 
Weight electric-a l e<juipment............ .................... .. 235,000 lb. 
Weight mechanical e<Juipment.. . . . . . . . . . . . . . . . . . . . . . . . • . . . . . 29 5, 000 lb. 
Weight complet e locomotive...................... ............ 53 0,000 lb. 
Weight on drivers................... . . . . . . . . . . . . . . . . . . . . . . . . 458,000 lb. 
Weight on gui<ling axle............... ................... .... 36 ,000 lb. 
11·eight on each d rh ·ing axle................ ................. 38,166 lb. 
~umber of motors. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 12 
One-hour rating ................... ....................... , 3240 h. p. 
Conti nuous rating . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2'760 h. p. 
Tracth·e effort-one-hour rating... . . . . . . . . . . . . . . . . . . . . . . . . . . . . 46,000 lb. 

· Tracth·e etfort- continuou8 rating. . . . . . . . . . . . . . . . . . . . . . . . . . . . 42,000 lb. 
Trac-th·e effort- 2 per cent ruling grade with 9G 0-ton trans........ 56,500 lb. 
Coefficient of adhesion ruling grade ...................... ...... 12.3 per cent 
Starting tracti\' e effort- 2,j per cent coeffic ient of adhesion. . . . . . . . 115,000 lb. 
!fate of aC'celeration starting 2 per cen t ru ling g racle .......... 0.48 111. p . h. p. s. 

The new locomotiws will operate over the section be
t ween Othello, ~eattle and Tacoma, including 17 miles 
of 2.2 per cent grade from the Columbia River west and 
19 miles of 1. 7 per cent grade between Cedar Falls and 
the summit of the Caseades. The traffie over this division 
c-onsists of the heavy main-line transcontinental passenger 
trains" Olympian ''and" Columbian," earrying from eight 

TWO POWERFUL -STEAM LOCOMOTIVES PUSHING E LECTRIC LOCOMO· 
TIVES l N REGULATION TESTS · 
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TOP, AT LEFT, H IGH-SPEED CIRCUIT BREAKER , SIDE VlEW, WIT H COVER S AND ARC CH UTE REMOVED. TOP, .\ T RI GHT , CONTA CTOR 
GHOUP W1 TH ARC CH UTES IN P LACE. BOTTOl\l, AT LEFT, GROUP OF AIR -OPERATED CONTACTOHS. BOTTm I 

AT RWHT, s\lR-OPERATED PANTO GRAP H 

to twelve steel passenger eoaehes whieh will be handled 
over the maximum grades without helpers. Freight pushers 
are already in operation on a 2.2 per eent grade, using 
two of the locomotives from the original electri fieation. 
It is expeeted that eleetrieal operation during the eoming 
winter will assist in overeoming many of the delays whieh 
are eommonly met with during winter operation in this 
distriet. 

Dr. Whitten on Zone Fares and 
City Planning 

Zone Fares Would Tend Toward More Economical 
City Development and A void Highly 

Congested Centers 

A MO N G the witnesses for the League of Munieipalities 
in the Publie Serviee Railway's zone fare ease last 

summer was Dr. Robert H. Whitten , teehnieal advisor to 
the City Plan Commission of the City of Cleveland ancl 
formerly with the New York Public Serviee Commission 
of the F irst Distriet. 

In diseussing the eomparative merits of the flat versus 
the zone fare from the eity planning stanr1po-int , Dr. Whit
ten said the fl at fa re was advantageous for wider spreading 
of the population and industry. A faetory could loeate 
anywhere and draw its labor supply from the entire eity 
beeause the laborer eould be earried for a single uniform 
fare from any plaec to any plaee. The physic-al develop
ment of the American eity has been molded in very large 
measure by the flat fare system. Its developmen t, eompared 
with a European eity, was distinetly seattered. The sprawl
ing development of sueh Ameriean ei ties was, however , 
uneeonomie from the eity planning viewpoint. It called 

for more miles of track, water pipe, gas pipe, electri e wir
ing, sewers, pavements, ete., thus increasing the cost of 
supplying the city with the neeessary uti lities . 

The application of the zone fa re would tend toward more 
eompact development and also to develop sub-centers for 
local retai l trade, amusement and soeial purposes. These 
centers would draw from a 1- to 2-mile radius am1 would he 
benefite<1 if the initial fare was 3 instead of 5 cents. 

While the Amer iean eity as a whole was less eompaetly 
developcl1 than the Briti sh eity, there was nevertheless in 
the largest Ameriean eities a eompaet or even eongested een
tral development that was sometimes even more pronouneec1 
than in British eities of like size_ In spite of the effc et 
of the transit lines in spreading out population, a large 
proportion of the people from ehoiee or necessity lived elose 
to the heart of the city. As far as the poorer elass was 
eoneerned, this was largely due to a desire to live within 
workin.0; distanee of the largest number of opportunities 
of employment. It was possible that this tendency towan1 
congestion in the central area. wi th its many li o·ht manu
facfnr ing plants has been acrentuated by the flai fare. A 
zone fare plan with a low initial fare would probably t enc1 
to reduce eongestion in the eentral areas as many families 
would he able to li ve a mile or two further out from the 
center than under a 3 or 7-ccnt flat rate. 

The population spot maps shown by Dr. Whitten in
cluc1ec1 New York, P hiladelphia, Olevclan<l , Chieago, 
N L'wark, Boston, London, l\Ianchestcr, Glasgow, Berlin and 
P aris. All w0re on a scale of :3 miles to the inch with one 
<1ot repr0senting 1000 people. N cw York hac1 a marked 
congestion on the lower east sic1c of Manhattan I sland _ 
Whi le ecntra l Phila<1elphia showed no sueh marked eongcs
tion as lower J\Ianhattnn, it was congestc<1 in eomparison 
with eC>ntral Paris or London. 
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Plan Views Showing Substation, Structure and Position of Equipment 

ELEVATION AND PLAN OF CEDAR AVENUE SUBSTATION, 
CLEVELAND (OHIO) RAILWAY 

i 1---·------~--~ 
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ELEVATION AND PLAN OF BELVEDERE SUBSTATION, UNITED 
RAILWAYS & ELECTRIC COMPANY, BALTIMORE, MD. 

ELEVATION OF SYNCHRONOUS CONVERTER SUBSTATIO:N' FOR S?>1ALL PLAN OF SYNCHRONOUS CONVERTER SUBSTATION FOR SMALL UNITS 
UNITS (SEE TABLE I) ( SEE TABLE I) 
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A TYPICAL HI GH-GRADE SUBSTATION BUILDING-CEDAR AVENUE SUBSTATION, CLEVELAND (OHIO) RAILWAY 

Some Elements in a Satisfactory Substation Building 
BY C. F. LLOYD 

Manager substat ion Section Power Department Westinghouse Electric & Manufacturing Company 

IN DRAWING up plans for a substation building, there 
are a number of factors which should receive considera

tion in the design. Some of these are mentioned in the 
following paragraphs : 

Arrangement of the apparatus should be made to econo
mize space aud reduce to a minimum the quantity of low
tension cable required. On the other hand, sufficient space 
must be allowed arouml the apparatus to prevent inter
change of radiated heat, to provide for efficient cleaning 
and to penni t the making of repairs. 

Careful study of the venti lation problem should be made, 
and good ventilation cau be had with but very slight in-

crease in the cost of building. This will materially pro
long the life and increase the output of the apparatus. 
Good ventilation increases the efficiency of the transform
ing and converting apparatus, since copper losses arc lower 
at lower temperatures. Often conditions are such also, 
that the load factor can be improved. Good ventilation 
also improves the efficiency and alertness of the operator.• 

The ideal system of ventilation is to take the air in at 
the base of the machine or the transformer and allow it to 
pass out through the roof by means of monitor construc
tion or metal veniilators. The height of the exit opening5 
must provide for the circulation of air, although usually 

TABLE I-SYNCHRONOUS CONVERTER SUBSTATION S FOR SMALL UNITS* 

Table of Dimensions-600 Volts, D. C.-22000 Volts, 60 Cycle A. C. 

Size, Kw. A B C D E F G H L .'1 

300 . . . . . . . . . . . • . . . . . . 17 ft.-0 in. 
500 ....... ........... 18 ft.-3 i in. 
750 . . . . • . . . . . . . . . . . . . 22 ft.-0 - in. 

1000 .................. 25 ft.- 0 in. 

13 ft.-3i in. 
15 ft.-0 - in. 
17 ft.-3 lt in. 
20 ft. -3½ in. 

* Letters refer to dimensions indicated in plan and elevation. 

24 ft. 
24 ft. 
27 ft. 
33 ft. 

9 ft. 
9 ft. 
9 ft. 

12 ft. 

INTERIOR OF CEDAR A VENUI~ SUBSTATION, CLEV l~LAND (OHIO) 
RAILWAY 

7 ft. -6 in. 
7 ft .-6 in. 

, 9 ft.-0 in. 
!J ft.-0 in. 

11 ft.-9 in. 
12 ft. -0 in. 
12 ft .-9 in. 
1 ::! ft .-4 in. 

31 ft. 
34 ft. 
40 ft. 
4fl ft. 

25 ft. 19 ft. 18 ft.-tl in. 
27 ft. 21 ft. 20 ft .-6 in. 
27 ft. 21 ft. 20 ft. -6 in. 
28 ft. 22 ft. 21 ft .-11 in. 

INTERIOR OF BELVEDER E SUBSTATION, UN IT ED RAILWAYS & 
ELECTRIC COMPANY, BALTIMORE, l\ID. 
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the required head room will place these openings sufficiently 
high to produce the circulation. Unlike the window method 
of ventilation, this plan will operate during all kinds of 
weather. 

Noise from the machines, especially where substations 
are located in residence sections, is the next consideration. 
A noisy substation may become a nuisance, rendering it 
possible for neighbors to obtain injunctions causing shut
downs. The method of ventilation mentioned above is par
ticularly recommended from the noise standpoint. 

While the window area should not be excessive, the build
ing should be well lighted by day to facilitate repairs and 
inspection. The use of ribbed glass is very desirable, as it 
eliminates glare and thus facilitates the reading of instru
ments, gages, etc. Artificial illumination should approach 
natural lighting, as repairs often have to be made at night. 
Arrangement of the lighting units should be made with 
particular reference to the easy reading of switch-board 
meters, transformer and machine-bearing oil gages, ther
mometers, etc . 

. The building should be constructed throughout on a 
fireproof basis. In some cases it may be desirable either 
to seeure Tecluction ' in insurance rates or to provide a 
greater insuraucc against interruption, to increase the cost 
of the building by installing a fire wall to isolate the trans
formers and oil switches from the converters and 
~witchboarcls. 

Every provision should be made for possible extension 
of the substation. even though at the time the design is 
made it appears that no future extension will be necessary. 
This refers to symmetrical arrangement of apparatus on 
the unit system and to the proper construction of roof 
framing. 

'11l1P hnilcling shoulc1 be simple and substantial, with 
just sufficient paneling on the exterior to relieve the monot
ony of a plain wall. An attractiYe building can be erected 
at tfo, same cost as an unattractive and poorly designed 
one if :,:ufficient attention is given to this point. 

French Commission Returns 
One Member Comments on American Electrifi

cations and Compares Conditions with Those 
Which Are to Be Found in Europe 

T II I~ visit of a commission of French railway engineers 
to this country last spring to study American elec

trification insta llations and methods was mentioned in thi:3 
paper at that time. The party was thirteen in number, and 
a greater part of the mission left Paris on April 15 and 
returned on July 22. The Journal Official on Aug. 13 
contains a report of the trip by A. Mauduit, one of the 
members. A copy of this report appears in L e Gewie Civil 
for Aug. 30. "\Vhile an unofficial communication, the 
report says that the conclusions expressed are in general 
representative of those of the other members. All of the 
heavy electric traction installations were visited, including 
those in the neighborhood of New York; the Norfolk & 
Western ; the Pennsylvania; the Baltimore, Washington 
& Annapolis; the Chicago, Lake Shore & South Bend, and 
the Chicago, Milwaukee & St. Paul. 

One principal object of the trip was to learn whether 
there was any system of electric traction for trunk lines 
so superior to the others that it could be used for all of 
the proposed electrifications in central and southern 
France. 

The ;:;tudies of the commission were devoted to the single
phase, three-phase, single-phase-three-phase (" monotri
phase '') and high-Yoltage direct-current 1systems. The 
commission had examined the three-phase system in detail 

in Italy before coming to Ameriea. In that country it is 
used largely, but not to an appreciable extent elsewhere. 
The single-phase system, also, had been examined on the 
Midi Railway in France and the Loetschberg line in 
Switzerland, and is in immediate prospect on the Swiss 
Federal Railways, which have adopted it for the progre&sive 
electrification of their entire system and have the Gothard 
line under actual construction. The other systems men
tioned exist only in America, hence were the principal 
objects of investigation by the commission. At the same 
time the opportunity was taken to study the 25-cycle single
phase system for sake of completeness, the French lines 
being 16 cycle. 

The result of this study was in favor of high-voltage 
direct current after seeing what the writer called the 
"remarkable results " obtained by the Chicago, Milwaukee 
& St. Paul Railway. In fact, he say;;; that he does not hesi
tate to express himself formally in favor of the adoption 
of this system. which he believes to be actually the only 
one suitable for trunk-line operation. It is possible, he 
concluded, that the single-phase system which presents at 
first sight the advantage of being adopted to a large variety 
of combinations, will reach one day a satisfactory condi
tion, but without doubt this point has not yet been reached. 

Direct current presents the disadvantage of being a little 
more expcnsiYe at the start on account of the rotary ;,;ub
stations, although it ought to be said that to gain any 
economy in this respect with the single-phase it would be 
necesrnry to generate the latter at the low frequency of 
16 cvcles . 

.A; regards the expense;,; of operation, only a carefully 
prepared romparison would determine this question ex
actly. ,but the writer does not think the difference would 
be so great as to determine the choice of system. The eom
plete absence of telephonic and telegraphic interference, 
however, is a very grea t advantage possessed by the direct
eurrent system. 

Commenting on the different insta llations, Ur. Mauduit 
compliments the ,skill with which the difficulties of the early 
years on th e New Haven were overcome. These difficulties 
consisted largely of 6hort-circuits on the trolley line or 
feeders, and inductive interference with neighboring tele
phone and telegraph lines . The cost of doing so, however, 
has been great, maintenance cost is ,still high and the 
motors arc delicate. This electrification was interesting 
because, save for frequency, it is analogous to the French 
)Iidi system. 

After reviewing the mean;,; employed by the N cw Haven 
to mitigate inductive interference Mr. Mauduit says that 
these arc complicated and difficult to maintain although 
they solve the problem. The arrangement of thirty auto
transformer compcnsators insures low voltage drop, an 
advantage as compared with the "suction transformers-?' 
( transformatenrs-sucuers) used to confine return current 
to the rails on the Midi system. 

The motor& on the Pennsylvania Railroad are of a more 
modern type and of better commutation. Inductive inter
ference has been overcome to a considerable extent though 
not entirely. 

Taking the single-phase system as a whole Mr. Mauduit 
does not consider it as far advanced in America as in 
Europe, due to the higher frequency which must be em
ployed here and to what he considers the less satisfactory 
development of the single-phase motor in thi;;; country. 
On the other hand, he praises the catenary contact wire 
suspension as used here and says that the struggle against 
inductive interference with telephone and telegraph lines 
has been pushed to a considerable degree. This last-named 
item would be con;:;idered very important in the selection 
of a system for France. 

On the Norfolk & Western Railway the locomotives were 
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found to be flexible and powerful, but the mechanical 
design of the locomotives was criticised. The transmission 
of power from the motors to the axles, by jackshaft and 
eonnecting rods, occasions rapid wear of the bearings, dis
alignment of the trucks or fracture;:; of the crank pins, 
because of the enormous power transmitted. From the 
electrical ,standpoint the principal points criticised were 
that the phase converter did not give equally balanced 
phases and the water rheostat did not equally divide the 
load between the motors, thus causing high maintenance 
cost. Moreover, the phase converter because of its mag
netizing current reduced the power factor. To overcome 
these troubles, excepting the inequality of load distribution 
among the motors, the designers are proposing the use of a 
,synchronous converter, although its actual value for this 
purpose remains to be determined. 

Summing up the situation regarding the single-phase
three-phase system, while he feels that the ;:;ystem has been 
somewhat of a disappointment, the principle at first sight 
is very interesting. It permits the use of single-phase 
locomotives or motor cars for use direct with light or high
speed trains, .and the single-pha.;e-three-phase locomotives 
with heavy and slow trains, all fed from the same contact 
wire. 

Some of the comments made on1 tlrn Milwaukee installa
tion by Mr. l\fauduit have already been mentioned. In 
emphasizing the freedom of neighboring telephone and 
telegraph lines from inductive disturbance, he says that 
telephonic communication is good without protective 
devices, although the telephone wires parallel the railway 
line for the entire distance. He also mentioned a t est 
made with a multiple telegraph printing circuit normally 
operating between Spokane and Helena, a distance of 170 
miles. The metal .;ide of this circuit was switched over so 
as to be carried on an unused wire on the railway pole line 
while the otl1er side of the circuit remained, as usual, an 
earth. connection. Nevertheless, the telegraph circuit 
worked perfectly for eight days in spite of the fact that 
three short-circuits were made intentionally between the 
railway trolley wire and the rail, in the immediate neigh
borhood of the telegraph wire. 

Commenting on other operating points of the Milwaukee 
system, the author says that with a double contact wire and 
double shoe ( four contacts) it has been po;:;sible to eollect 
by pantograph without difficulty 1500 to 2000 amp. at 
speeds of from 50 to 60 m. p. h. and 4000 amp. at 16 m. p. h. ; 
also that, although the traffic is light-only two passenger 
and three or four freight trains each way a day-the con
sumption of energy at the substation amounts to 39 .2 
watt-hours per ton-mile. This corresponds to an over-all 
efficiency, from the point at which energy is purchased to 
the point where it i.; used, i. e., at the locomotive drawbar, 
of 50 per cent. 

Mr. l\fauduit concludes his Genie Civil article with this 
summary of econop}ic considerations with regard to electric 
traction : " From the economic point of view the informa
tion which we have brought back from America is much 
less complete and exact than the technical data. 

"On the other hand, it is necessary in applying Ameri
can experience to the future of European electric traction 
to make considerable modifications in the data on account 
of the two constant principles which differentiate the devel
opments in the two countries: 

"First, in America the couplers employed have a ruptur
ing strength of about 149 tons ( of 2000 lb.) and it is per
missible to use tractive efforts up to 44 tons. In Europe 
the couplers are of two types, with rupturing strengths 
respectively of 38½ and 61 tons, and the tractive efforts are 
limited to 11 tons, although under exceptional circum
stances 13 to 16} tons clrawbar pull i;:; permitted in 
Switzerland. 

" Second, in America all passenger and freight cars are 
equipped with air brakes. 

"The result of the above is that in America locomotives 
are employed that are two or three times more powerful 
than those in Europe, the freight trains are correspond
ingly long and heavy and the crews are relatively larger. 
Exact calculations made by the companies, and above all 
the results of the pioneer electrifications carried out and 
the con;:;ideration of the actual cost of coal, alone will pc:r
mit us to determine under what conditions electric tractiou 
will be more economical than steam. It is known, however, 
that the economy will be greatest on the lines with steep 
grades and heavy traffic and it is probable that on many 
lines where these conditions do not exist electric traction 
would be more burdensome than steam. 

"Above all the increasing necessity for economizing coal 
and the great advantage of electric traction which are well 
known render necessary the mo;:;t rapid prosecution of the 
electrification now under way in France, in view of the 
progre..ssive electrification of the Paris-Lyons-1\Iediter
ranean and the Midi railways." 

Association Ne~ 

Chicago Section Resumes Work 

ONE HUNDRED members attended the opening meet
ing of the Elevated Railways company section in 

Chicago on Sept. 16. The following diversified program 
was given: Dr. H . E. Fisher, chief surgeon, spoke on first
aid work with the aid of lantern slides; J. H. Mallon, gen
eral superintendent of transportation, followed with a brief 
talk on the necessity for keeping fire apparatus in proper 
working condition ; E. J. Blair, organization engineer, gave 
an illustrated story of his army experiences in France, and 
finally there were, as entertainment features, some amus
ing songs and stories. A nominating committee was ap
pointed to make recommendations to be acted upon at the 
October meeting. 

Connecticut Company Section Considers New 
Zone System 

THE program of the meeting of the Connecticut Com
pany section, held on Oct. 21, was taken up praeti

cally entirely with a discussion of the details of the zone 
system of operation which is to be inaugurated on that 
property on Nov. 2. The speakers were L. S. Storrs, presi
dent of the company; J . K. Punderford, general manager; 
W. J. Flickenger, assistant to the president, and C. H. 
Chapman, chairman of the section. By means of diagrams 
the essential features of the new plan were explained. 
These will be covered in an article to be published in an 
early issue of this paper. 

A personal feature of the meeting was the presentation 
of appropriate gifts to Harold Bates, assistant construction 
engineer, who is leaving the employ of the company to join 
the t echnical staff of the Winchester Repeating Arms Com
pany. Charles R. Ha1;te, construction engineer, described 
the fine work which Mr. Bates ha.; done for the company 
during the more than ten years during which he has been 
connected with the engineering department. 

As usual the meeting was preceded by a dinner, during 
the serving of which there was instrumental and vocal 
music. This meeting was held at New Haven. 
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No Desire for Ownership 
Norristown Men Won't Take Railway, 

Meet Obligations of Company and 
then Pay Themselves 

The trainmen on the Norristown divi
sion of the Reading Transit & Light Com
pany, Reading, Pa., are satisfied with the 
idea of a "fair day's work for a fair day's 
pay." They do not want to accept the offer 
of the company to turn the division over 
to them for operation. The company had 
offered the division to the men in lieu 
of an increase in pay of 4 cents an hour 
or $2.•(0 a week. 

Before the war, the trainmen on the 
Norristown division, which takes in Chest
nut Hill, Roxborough, Boyertown and Nor
ristown, were getting a maximum wage 
of 26 cents an hour. 

That was the wage paid the men who 
had been with the company for two and 
a half year s or more. New men received 
5 cents less per hour. Then the war came 
and wages went up to 46 cents for the 
two-and-a-half-year men and 41 cents for 
the beginners. Last Au gust the men de
cided they wanted 4 cents an hour more, 
making the maximum wage 50 cents an 
hour. 

In the meantime fares had been raised 
from 5 cents to 6 cents, and then to 7 
cents a nd finally to 8 cents. And with 
each increase in fare, so company officials 
say, there was a falling off in the pa
tronage, which was already no more than 
the economi c law of existence calls for . 

The company, through its president, E. 
L. West, told t he men there could be no 
increase in wages. Mr. West told the men 
that the company th en was holding on to 
the Norristown division with an annual 
loss, to the extent of $25,000 or $30,000. 

" Boost the far es to ten cents and raise 
our wages! " cried the men. 

" It can't be done! " retorted the com
pany. 

"·why not? " queried the men. 
" The people will not pay it. They'll 

walk instead," came back the company. 
But th e men still persisted that they 

wanted that extra 4 cents an hour. So 
Mr. West wrote a letter to Joseph Piele, 
president of the union in Norristown, and 
offered the trainmen-not the 4 cents in
crease-but the whole railway included in 
the Norristown division. Mr. West told 
the men that because the company was 
losing money he would go to New York 
financiers for them and arrange that they 
be backed to the extent of $25,000 for one 
yea r , at least. 

The men would not even consider the 
proposition. The Philadelphia Ledger 
quotes Mr. Piele, speaking for the union, 
as follows: 

We aren' t in favor of fighting out things in the 
newspaper, but I'll tell you the men don't want the 
line. What would we do with it after we got it? 
I'm sure I don't know why they want to give it 
to us. 

We had a few real radical fellows here that were 
fo r going into tbe thing right off the bat. If they'd 
bad their way, they'd have taken the line over in 
a minut e. We had a pretty bard t ime keeping them 
in check. 

But we decided we wanted time to think it over, 
and we' re st ill thinking. 

No, we never even took it up at any: of our meet
ings a nd we never will. We don't want the line, 

PERSONAL MENTION 

and I think tbe company's just trying to get from 
under, and pass the buck to us. That's the way I 
look at it. 

And Mr. Piele's views were backed up 
with talks by the men on the cars. One 
after the other they said they didn't want 
the line. In fact, they wanted to inter
view rather than be interviewed. As soon 
as they were asked what they thought of 
the proposition, they would come back 
with: 

"What do you think of it?" 
And there the matter stood. They all 

seemed to have a rather suspicious atti
tude. 

"But the Socialists say the working
men should own everything and get full 
return from their efforts," was the proposi
tion put to one of them. 

"Yes, but we ain't Socialists," came back 
the ready reply. "We're just plain, com
mon, ordinary conductors and motormen, 
and we don't want to be capitalists either 
-just now, at least." 

W. T. Burns, of the company, in the 
absence of President West, made the fol
lowing statement : 

Of course, the men would have to take over all 
the company's obligations. You see, the Norristown 
di vision is made up of several underlying companies 
t o which the Reading Company pays rentals, and 
these rentals would have to be met by the men just 
as we have to meet them. 

Second Link in Rapid Transit Line 
The Rapid Transit Commission of Cin

cinnati, Ohio, on October 3 instructed City 
Auditor George P. Carrell to advertise a 
bond issue of $600,000 to provid e funds 
for the second link of the proposed rapid 
transit line. Bids for the work will be 
asked as soon as the funds are in the 
t r easury. This section lies between 
Charles Street and Oliver Street and in
cludes the station at Liberty Street. 

Work on the first section will be begun 
as soon as a dam is built across the canal 
at Ludlow A venue. The commission has 
ordered the canal diverted into Mill Creek 
on October 15. The John Reuble Construc
tion Company was instructed to build the 
Ludlow Avenue dam immediately follow
ing the draining of the portion of the 
canal to be used. 

City Engineer Frank S. Krug's estimate 
of the cost of the second section of the 
line is $513,500. Earth from the excava
tions will be used to raise several low 
streets in Camp Washington and this will 
reduce the cost somewhat, since other dis
position of the earth would have been 
added otherwise. 

Claims of those who had leases on the 
water rights of the canal have been com
promised by the commission as follows: 
Pierce-Atkins Company, $22,500; Paul 
Fagin estate, $15,383; Kilgour estate, 
$22,000. Attorney John C. Rogers recently 
informed the commission that he would 
bring suj.ts to enjoin payment of any 
amounts on these claims, as they were 
only for the surplus water and become 
void when the water is diverted. Freder
ick S. Spiegel, attorney for the commis
sion, said the city's contract for the use 
of the canal bed provided that water 
leases must be taken care of by the city. 

Power Contract Upheld 
Agreement of St. Louis Company With 

Water Power Plant Decidedly Ad
vantageous to Local Railway 

The power contracts of the United Rail
ways, St. Louis, Mo., which constitute one 
of the principle issues in the suit by the 
John W. Seaman, New York, a stockholder, 
which put the company in the hands of a 
receiver, are declared favorable to the 
United Railways in a report submitted to 
the r eceiver by the H. M. Byllesby & Com
pany, Chicago. 

The inquiry was started by Receiver 
Wens for the purpose of determining the 
wisdom and profit to the United Railways 
of contracts by which it receives hydro
electric energy from the Mississippi River 
Power Company ( Keokuk Dam) through 
the Union Electric Light & Power Com
pany. Byllesby & Company assigned W. B. 
Rittenhouse to pursue the investigation. 
In the opinion of the receiver he was a 
di·sinterested party. 

Mr. Seaman alleged the contracts were 
made by an interlocking directorate for 
the benefit of the North American Com
pany, which controls the United Railways 
through ownership of the common stock 
of the company. He asked that the re
ceiver be instructed to inquire into the 
advisability of cancelling the present con
tract, and negotiating directly with the 
dam company. 

Mr. Rittenhouse bases his conclusions on 
valuations of the properties in question, 
and, in summing up his report, enumerates 
three salient fea tures of the contracts as 
follows: 

The Keokuk dam is entitled to approximately $430,-
850 more annually than it now receives for hydro
electric energy sent to St. Louis. This figure i8 
$180,850 in excess of the amount the Keokuk Com
pany has indicated it is willing to accept in a tenta
tive agreement with the Union Electric, 

The Union Electric is entitled to $138,597 more 
annually than it now receives from the United Rail
ways for the portion of Keokuk power it furnishes 
the railway, This amount is $40,153 less tjian the 
Union Electric now asks. 

The net added return suggested for tbe Union Com
pany is $9,000 yearly. This amount is arrived at 
by subtracting the added cost to the Union Company 
of the power, whicb it furnishes the railways. 

Finally, the possession of the water-power con
tracts by the railway effects a yearly savings to the 
system of $436,918 over the cost of an equal amount 
of steam-generat ed power in the most improved plant 
that could be erected at this time. 

With reference to the conclusion of the 
engineer that the railway pays $40,153 less 
than the Union asks, it is explained the 
result of the investigation was to disallow 
the claim of the Union Company for its 
transformer at Lewis Street. On the othe<r 
hand the lines that connect it with the 
Page A venue station, where the power is 
received, should be included in the valua
tion of the properties needed to serve the 
railways. In summing up, the report says: 

It is clear the Union Electric Light & Power Com
pany bas made a favorable contract the benefit of 
which will accrue to the United Railways, since 
the purchase price of the power constitutes by far 
the greatest item in the Union Company's charge 
to the United Railways. 

Col. A. T. Perkins, manager for the 
receiver of the United Railways, believes 
the power contract one of the best assete 
of the United Railways, stating if the 
company was forced to furnish its own 
power, it would increase the operating 
costs 71 per cent. 
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Toledo a Tractionless Metropolis 
Ohio City Which Baited Its Railway for Seven Years Hard Put by 

Withdrawal of Cars 
After the withdrawal of electric railway 

service in Toledo, Ohio, by the Toledo 
Railways & Light Company, r eferred to 
in the ELECTRIC RAILWAY JOURNAL for Oct. 
25, Henry L. Doherty, of H . L. Doherty & 
Company, operating managers for the com
pany, left for Kansas City. 

The cars and other equipment with
drawn were stored at Toledo Beach and 
points in Michigan and the current was 
turned off the trolley wires. As a result 
interurban cars cannot enter or leave the 
city. They are being turned at the city 
limits. 

m il. If all these will lend aid in carryinv the pub
lic, the emergency will be met. 

If t he cars are st ill off the streets Monday morn
ing t he public will be surprised at t he rapidity with 
which temporary arrangements have been advanced 
to meet t he sit uation. 

The Council meets Monday night and it may be 
that I shall convene that body at even an earlier 
hour. I trust the public will not at all be swept 
off its feet. Whatever is best will be done, always 
in t he public interest . 

E. H. Mallory, of t he H ighways Trans
porta tion Company, has been appointed 
commissioner of transporta t ion to have 
cha rge of automobiles and truck s t h a t 
m ay h aul passengers. An a ttempt w ill be 
m ade to k eep charges down as low as pos
sible, but it is said that ch a r ges of f rom 
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10 to 50 cents are being made fo r one-way 
trips. 

The extended conten tion between the 
city and the compan y over the renewal of 
t he franchise is familiar to readers of 
the ELECTRIC RAILWAY JOURNAL. Toledo 
played with fire for seven long years. Ap
par ently it h ad come to t hink itself im
mune from burns. The cit y is scotched 
now and scotched badly. It was only 
th rough the exceeding good graces of the 
management of the railway that the day 
of reckoning which has now came was de
layed so long. The fate that has now 
befallen the city was delayed in its coming 
last August only by the concerted efforts 
of the business m en of the city. The com
pany had been ordered by the Coun cil to 
cease operating on July 31, but a referen
dum petition , initiated by the business 
men, resulted in the matter being put be
fore the voters a t the election on Nov. 4. 

Mr. Doherty later wired from Kansas 
City to Toledo that he was willing to re
sume operation at any time the city r e
quested it. He wanted assurances, how
ever, that the city was willing to grant a 
fair franchise. Negotiations for the past 
seven years, he said, had come to nothing 
and the company could see no other step 
to take than comply with the decision of 
the voters which makes the ouster ordi
nance binding. The company had been 
ordered to remove its tracks from the 

Citizen's Committee Acts in New York 

, str eet at once. 
A statement by the company follows : 

We have given careful consider~tion to the. situa
t ion that now confronts us all with. the offie1al an
nouncement made that the ouster ordmance has been 
adopted by a vote of the people. . 

We have concluded that to continue to operat e m 
spite of this ordinance, whi<;h has been carefully 
considered and legally passed, 1s not a proper observ
ance of law and order and subjects us to many grave 

da;:r~ave therefore decided to cease operations. 
For sev~n long ~nd trying years the present 

'management has struggled with this problem and so 

farw:it~:et J ~~~es:~erything it has been possible to 
do to secure •a settlement of t his matter: We can
not again attempt t o operat e our cars until a perma
nent settlement has been r eached, or is assured. 

We cannot believe t his is a final verdict and t here
fore, have already st ar ted peti~ions t o !nitiate the 
ordinance we submitted to the City Council last July. 

If citizens want the cars operat ed, we suirgest t h3:t 
they have the City Council rescind the ouster ordi
nance and pass the franchise we have already sub
mitted to them. 

If t he ordinance submitted by us is n?t accepta!Jle 
t o the city we suggest that t hey submit one which 
is acceptabi e and t hen provide for t he earliest pos-
sible election. . 

If we must salvage our propertr, we desire . t o do 
so now while second-hand material can readily be 
sold and at good p rices. 

We re!ITet that apparently we have not been able 
to satisfy even a majorit y of t he voters of Toledo. 
We have done the best we could. We accept t he 
verdict which has been rendered. If we cannot be 
winners, we want to be remembered as good losers. 

Mayor Cornell Schreiber , at whose in
stance the ordinance was passed, made the 
following appeal to the citizens: 

The company's midnight removal of its cars with
out even a moment's warning to eit her t he city or 
t he public will rrnt appeal t o any one, not ~ven to 
the company's fri ends. It was an act typical of 
the hour selected for its performance. 

My understanding with P resident Coates last 
Wednesday was t hat t he cars shoul~ continue 1:<J 
operat e unt il notification froll!- the c1tr t hat t heir 
operation should cease. The city has !Pven no such 
notice. The action of t he company 1s therefore a 
plain breach of fai~h. . . . 

It will in due time receive t he reward it merits. 
I presilme t hat t he bompany's object is to attempt 

to compel the Council to repeal t he oust er ordin3:nce 
which t he people approved at t he recent elect10n. 
The method which the company select ed in t hs effort 
to bring about t hat result will not be graciously 
met in the public mind. 

The company's breach of faith will receive the 
public condemnation which it deserves. 

It is just such act s a5 t his that have brought pub
lic service corporat ions into disfavor and caused the 
public to view with suspicion, whatever claims public 
utilities may advance. 

The last card, however, has not yet been played. 
The public is not helpless, and the rights of the 
public will be fully protected. 

In the meantime this is an appeal to all truck 
owners, jitney bus owners, auto owners, factory 
owners and every one to let a neighborly spirit pre-

Retains Charles E. Hughes to Seek Solution of Problems Confronting 
Electric Railways in New York City 

The Merchants ' Association of New York 
announced on Nov. 12 that a committee 
formed a t its instance h ad secu red the 
services of Charles E. H ughes, t o make a 
thorough inquiry into the traction situa
tion in the city with the view of finding 
some solution of the financial problems 
which threaten to destroy the t ranspor ta
tion syst em s. Mr. H ughes, it w a:s said, 
would have a free hand in the selection 
of his own assistants and of conducting 
the inquiry until every important fact 
bearing upon the situation was disclosed. 

It was expla ined that t h e idea of insti
tuting such an investigation grew out of 
corresponden ce between t he association 
and Federal Judge Mayer who appointed 
the receiver s of the Brooklyn R apid 
Trans it Com pany, the New York Railways 
Compan y an d t he Interborough Consoli
da ted Cbmpany. 

A let ter t o Judge Mayer from the asso
ciation on Oct . 16 called a ttention to a 
statem ent of the judge that every facility 
would be accorded to both public officials 
and civic organizations t o satisfy th em 
selves in r espect to the actual financial 
and other conditions confronting the r a il
r oad companies. The associa tion gathered 
from sta t ements by the court that the 
s it ua tion was crucial. Judge Mayer 's re
ply confirmed this thought and suggested 
that the af::sociation could r ender ser vice 
of a high value and a id the public an d t h e 

. court if it could ca r r y out the following 
program : 

1. Examine and report upon: 
(a) The estimated cost for t he twelve months 

beginning Sept. 1, 1919, of operating each of t he 
several transit syst ems now under t he jurisdiction of 
t he United States District Court, including in such 
cost, operating expenses and sue~ other outlays . as 
must necessari ly be made t o contmue t he operat10n 
of t he several lines. 

(b) The est imated revenues for each of such sys
t ems during t he same period. 

. (c) The · estimated net earnings or deficit from 
operation of each of such syst ems during the same 
period. 

2. Through qualified engineers and accountants, 
check , t est , verify, and report upon any valuations 
of t he physical properties of t he several tract ion 
systems which may be presented to the court, or 
affixed as a basis fo r equitably adjusting the future 
relations between transit corporations and the public. 

3. Make a study of t he t ransit field, with relation 
to existing franchise and contract rights ; possible 
consolidat ion or consolidations of existing lines or 
syst ems ; legal , fi nancial, and operating conditions; 
a nd such other factors as may be germane, with a 
view to fo rmulating a pla n for the permanent, 
equitable, and beneficial readjustment of the relations 
bet ween t he public and t he t ransit corporations which 
serve t hem. 

Before proceeding further with the mat-

ter the Merchants' Association obtained 
t he co-operation of other large commercial 
organizations in the city and a preliminary 
committee was formed consisting of the 
pr esidents of the Mer chants ' Associat ion, 
Chamber of Commerce, New York Board of 
Trade and Transportation, Brooklyn 
Chamber of Commerce, Chamber of Com
merce of Queens, and the Bronx Board of 
T r ade. This committee sent an identical 
letter to more than 100 leading men in 
various walks, who were selected to form 
a cit izens' trall'sit commit tee. The letter 
set fo rth that the city was th reatened with 
a condition of chaos in r elation to its 
t ran sit fac ilities ; that railr oads were not 
earn ing en ough to pay proper operating 
costs, and that it was feared that some of 
th e lines would have to cease operating. 
T he letter from the committee said: 

The committee will make an adequate, unbiased and 
wholly dispassionate invest igat ion fully t o develop 
all the pertinent fact s, and to fo rm constructive 
plans for the reorganization of t he city's t raffic facili
t ies on a basis which shall be substantially equitable 
to all interests. 

An executive committee wa s named 
wh ich w ill have cha rge of all of the de
tails of the investigation. 

The announcement of the Merchants' 
As·sociation contained no information as 
to when the inquiry is to begin, but the 
presumption is th a t no time will be lost. 
Th e committee will have no power of sub
poen a , so that witnesses may be called and 
compelled to test ify. It is presumed that 
a ll of the information gathered by Judge 
Mayer will be placed a t the committee's 
d isposal and any vital information needed 
wh ich the committee cannot command may 
be pr oduced t hrough the ass is tan ce of the 
court. Investigation of the various com
panies has been made by t he Public Ser 
vice Commission, which will a lso, it was 
said, assist t he committee in every possible 
way. 

Winnipeg A ward Announced 
The so-called Mathers board of concilia

tion , which has been considering the 
matter of wages for th e conductors and 
motormen in the employ of the Winnipeg 
(Man .) Electric Railway, has pr escr ibed 
t h e following rates of pay: First six 
months, 46 cents an hou r; second six 
m onths, 49 cents an hou r; second year , 52 
cen t s an hour; third year and ther eafter, 
55 cen ts an hour. 
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~ M~s~chusetts Program Nearing Completion, "' 
Forecast Made of&Legislation~ in . the.._Interest; of Electric.1Railways 

Proposed by Special Committee of Legislature 
The commission is reported to be fast 

completing its work which has been en
gaged during the past three months in 
an effort to agree upon legislation which 
will permit the transportation systems of 
Massachusetts to escape the financial dif
ficulties against which they have been 
struggling for some time. It consists of 
fifteen members, of whom five were ap
pointed by Governor Coolidge, five by 
Speaker Warner of the House, and three 
by President McKnight of the Senate. 
Former Congressman Charles G. Was
hurn, Worcester, is chairman of the com
mission. 

WOULD PROHIBIT STRIKES 

A sub-commitee has prepared a report, 
upon which the full commission is to 
act, but inasmuch as the subject matter 
was ful!y discussed before the sub-com
mittee began its work, it is believed that 
this r eport will be adopted by the com
mission . 

A bill to prohibit strikes by employees 
of electric r a ilways is the outstanding 
fea tv.re of the report which is being con
sidered by the commission. The anti
strike bill makes it illegal for two or 
more persons engaged in electric railway 
ser vice, by concerted act ion or agreement, 
to threaten or prevent the continuity of 
such service. It carefully safeguards the 
right of any employees to leave his em
ployment if it is distasteful to him, but 
provides that h e may not do so for the 
purpose of tying up service. Any person 
thus conspiring against continuity of ser
vice is to be held to h ave been discharged 
from his position, and his re-employment 
in any capacity in such service is to be 
prohibited for a period of on e year, to be 
fixed by the Public Service Commission. 

It provides that every electric railway 
shall enter into an agreement with each in
dividual or group of its employees, stipu
lating that every dispute as t o wages or 
compensation, hours of labor or working 
conditions, and ever y other dispute, sh all 
be submitted to arbitration. In case of 
failure to agree upon a board of a rbitra
tion, the dispu te is to be referred to the 
Public Service Commission for settle
ment. 

The r eport recommends that every r ail
way be permitted t o initiate changes in 
fare without waiting for permission from 
the Public Service Commission. At pres
ent, whenever additional revenue becomes 
necessary, the Public Service Commission 
is required to approve an advance in 
fares. 

EXTENSION' OF CREDIT BY STATE 

The r eport recommends that legislation 
be passed permitting the establishment 
of transportation areas in communities 
where existing companies find it unprofit
able to operate. In such areas the Public 
Ser vice Commission would control elec
tric r ailway operation, through a local 
manager for each area. Fares would be 
fixed by the commission , and any deficit 
would be made up out of general t axation 
in the communities comprising the trans
portation area. 

For the benefit of electric railway cor
porations whose credit has been ex
hausted, the commission recommends that 
the credit of the commonwealth or of its 
sub-divisions may be extended. 

The commission advises that the pres
ent system of priyate ownership and con
trol should be retained whereiver adequate 
service can be maintained with a reason
able fare. For such companies as are 
unable to meet these requirements, it 
recommends private ownership and public 
control, as is now the policy with respect 
to the Boston Elevated Railway and the 
former Bay State systems; and only 
where this method proves ineffective does 
the commission favo~ public ownership. 
It urges, however, that if there is to be 
public ownership, it should be by the 
communities and not by the common
wealth. 

Removal of all taxes upon electric rail
ways, except the tax on real estate and 
machinery and the franchise tax, is r e
commended by the commission. In
cluded in this recommendation are all 
charges for construction and repairs of 
streets and bridges. 

CURB F OR JITNEYS 

It is r ecommended that no jitneys be 
permitted to operate unless the Public 
Service Commission shall certify that 
their operation is a matter of public con
venience and necessity. 

With respect to the, former Bay State 
Street Railway, the commission recom
mends that the excise tax, amounting in 
1919 to about $277,000, be abolished; that 
the temporary immunity given the com
pany from th e payment of paving, bridge 
and certain other construction expenses, 
be made permanent; that the public trus
tees be given the righ t of eminent domain, 
in order that they may eliminate some, of 
the curves which add to the depreciation 
of equipm ent, increase the running time 
and inconvenience passengers. It is also 
recommended that the amount which any 
city or town may contribute to offset any 
operating deficit be increased to the 
equivalent of $2 upon each $1,000 of val
uation. At present, a city is restricted 
to an appropriation of 50 cents on each 
$1,000 of va luation, and each town to an 
appropriation of $1 on each $1,000 of 
valuation. 

Detroit Apparently Doing Better 
The report on the audit of the Detroit 

United Railway's accounts for August, by 
the city's auditors ha s just been received 
by the city officials. It is not expected 
that the figures for the month of Septem
ber, the final month of the trial period, 
will be in the hands of the board of arbi
tration before November. 

The audit fo_r August shows the net re
turn of the railway for the month was 
approximately 400 per cent greater than 
for the month of July. Of this amount, 
the company claims an allowance of $75,-
000 for depreciation. This, however, is 
not agreed to by the city. 

The arbitration board will decide accord
ing to the results of the three months 
trial period, July to September inclusive, 
whether or not the company is receiving 
a fair return on the money invested, under 
the present system of fares., The com
pany's contention for a charge of 1 cent 
for each transfer issued, which was ad
vanced at the time of settling the strike 
in June, will probably be the first question 
to be taken up by the board of arbitration. 
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The City Council named Mayor James 
Couzens to represent the city on the board 
of arbitrators in place of William H. May
bury, who resigned because of other public 
duties. Mayor Couzens will act with John 
J. Stanley, Cleveland, the Detroit United 
Railway's representative, and Frank H. 
Goddard, who was chosen by the first two 
representatives appointed. 

No More Women 
New York Companies Forced to Replace 

Them With Men by Terms of Law 
Limiting Hours of Work 

Women workers have disappeared from 
New York City's subway and elevated 
lines. The Interborough Rapid Transit 
Company and the Brooklyn Rapid Transit 
Company have completed the discharge of 
women formerly employed as ticket agents 
and guards and have filled their places 
with men. This change was made neces
sary by the passage by the New York Leg
islature of the Lockwood-Caulfield act 
aimed to improve the conditions unde~ 
which women were employed. 

. This act, signed on March 15, 1919, pro
vides that no woman shall be· employed 
for more than nine consecutive hours or 
after 10 p. m. An attempt was made to 
eliminate the " swing" system under 
which hours of work are spread out over 
a considerably longer period, by requiring 
that women be paid from the time of re
porting for work, regardless of the time 
at which they went on duty. 

The law does not bar the employment of 
women on r apid transit lines, but merely 
limits the length of time during which 
they may work. This restriction, how
ever, was sufficient to make the discharge 
of a ll the women, except those employea 
in clerical positions, unavoidable. The 
nature of the work made it impossible so 
to arrange schedules that women should 
not be employed after 10 p. m. or for 
more than nine hours at a stretch. 

The companies employing women as 
ticket chopper s, guards, conductorettes 
and elevator operators , began discharging 
these workers soon after the Lockwood act 
was passed. No attempt was made to dis
charge them all at once. The Brooklyn 
Rapid Transit Company, which had been 
employing women as ticket agents for a 
number of years, found itself compelled 
to discharge employees, some of whom had 
been with the company for more than 
twenty years. At the time the law was 
passed there were approximately 800 
women in the company's employ. Every 
effort was made to find other positions 
for them. By October 1 only thirty-two 
women remained in the service. 

The Interborough was in a somewhat 
different position. Unlike the Brooklyn 
Rapid Transit Company, it had begun em
ploying women only as a war measure. 
Even had the Lockwood act not been 
passed, the company would have had to 
discharge some of these women workers, 
since the men who returned to their 
former positions after the armistice se
cured their former seniority ratiµgs, thus 
forcing the discharge of many substitutes. 

The company applied to the State Labor 
Bureau for a ruling as to the length of 
time allowed in which to replace its women 
workers. On September 5 the bureau or
dered the company to comply with the con
ditions of the law forthwith. By that 
time the number of women employees had 
been reduced from 1100 to 500. At the 
end of the following week only 200 re
mained. These have since been dismissed. 
The company had no difficulty in replac• 
ing them with men. 
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Electrical Workers to Get More 
The State Board of Conciliation of 

Oregon has handed down its decision in 
the case of the local electrical union 
workers versus the Portland Railway, 
Light & Power Company, in which a 
higher wage had been demanded by the 
union. The decision of the board will be 
binding and retroactive to Oct. 1. 

Under the award the minimum wage 
for men engaged in electrical work for 
the company will be $5, instead of $3.60 
as heretofore. The minimum asked by 
the union was $5.90. The highest paid 
employees will henceforth receive $9 a 
day instead of $7.15. The union in its 
proposed wage scale demanded . $9.15 for 
these m:en. 

The decision as rendered will mean an 
increase in daily wages paid by the com
pany of about $350. The original de
mands of the union would have called for 
an increase of $440 a day. 

In spite of the additional expense which 
the decision will place upon the company 
in the way of wages, the conciliation 
board held in its decision that no in
crease in rates will be justifiable on the 
part of tbe company, it being stated that 
investigation showed that the power and 
light branch of the business, in which 
these electrical workers are engaged, has 
been profitable. 

The decision was reached after two 
weeks' consideration of the problem. 

Progress of Electrification in 
Brazil 

Early in the year 1919 the Minister of 
Communications of Brazil approved plans 
for the electrification of certain portions 
of the Central do Brazil Railway, owned 
by the Government. The estimate for 
the electrification of the trunk line from 
Barra to Pirahy has been definitely fixed 
at $4,675,000. The director of the Central 
do Brazil believes that this work can be 
completed in time for the centenary of 
Brazilian independence, in 1922. Plans 
are also being made to enlarge the rail
way shops, and estimates for this work 
will be included in the current year's 
appropriations. 

Increase for Spokane Men 
An increase of pay for conductors and 

motormen of the city lines of the Spokane 
& Inland Empire Railroad, Spokane, 
Wash., was one of the first steps taken by 
the new owners of the property, the bond
holders' committee, represented by George 
H. Taylor, of Chicago. Mr. Taylor said: 

We have instructed Mr. Connor, the receiver, who 
will look after the property for us for the time being, 
to give the traction men the same increase given by 
the Washington Water Power Company to its men, 
8 cents an hour. This increase is to date back to 
Nov. 1. We bave also asked that improvements be 
made where needed and betterments in the service 
introduced at once. We mean to put the affairs of 
the Inland on a good footing, as I believe the out
iook in Spokane justifies our efforts. 

Reconstruction of Guelph Radial 
Proposed 

At a special meeting of the City Council 
of Guelph, Ont., on Nov. 3, a report was 
presented by the Hydro-electric Power 
Commission covering the question of put
ting the road into good physical conditi'on 
and improving the service. Sir Adam 
Beck accompanied by F. A. Gaby, chief 
engineer, was present. Sir Adam ad
dressed the Council. 
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The report stated that $150,000 would 
be required to put the line into good run
ning condition. Three different methods 
of operation were presented; in each case 
the net loss annually would be from $5000 
to $7000. 

Sir Adam told the Council that if the 
latter wanted the commission to operate 
the road on behalf of the city, the com
mission would be willing to do so, but the 
city would have to assume all financial 
obligations. Sir Adam stated that the line 
could be ma de to pay if it was operated 
in conjunction with the proposed system 
from H amilton to Galt and Kitchener. 
He was assured by his engineers that such 
a line could be m ade to pay even if it had 
to parallel the tracks of the Grand Trunk 
Railway, which he did not think it would 
have to do. 

The City Council ordered the report to 
be sent on t o the railways and manu
facturers ' committee for considyration. 

Pay Increase on Pacific Electric 
Increa·aes in the pay of empl oyees con

nected with th e oper ation of th e r oad wer e 
announced r ecently by the Pacific Electric 
Railway, Los Angeles, Gal. , to go into ef
fect on Nov. 1. The strike was declared 
ended. 

The new schedule of wages includes 42 
cents an hour for the first year for city 
service. This is an increase of 2 cents 
over the pay fo r t he first three months of 
service. The pay for t h e nine fo llowing 
months of t he yea r rem a ins the sam e. 

On inter urban service the company 
makes no change, paying as before 2½ 
cents m or e than fo r city service. On cer
t a in single track lines an increase of 2½ 
cents is made over the present r a te. All 
men in the employ of th e freight service 
receive an increase of 3 cents an hour. 
The twelve-day vacation each year and the 
pass priv ilege after five years' service ar e 
granted as heretofore. 

The statement announcing the increase 
was signed by H . B. Titcomb, vice
president of the company. He sa id that 
all service was normal and tbe places of 
the striking employees had been filled. 

Interurban Wages Adjusted 
Danger of a strike on the Chicago, 

Ottawa & Peoria Railway, included in the 
Illinois Traction System, Peoria, Ill. , ha s 
been averted. Ballots cast by the train
men showed tha t they were in fa var of 
accepting the company's offer of 55 cents 
an hour as a top wage instead of 58 cents 
as had been demanded. 

The men h a d been paid 45 cents an 
hour and r a ised their demands to 75 cents 
an hour. The company agreed upon 55 
cents an hour as a fair wage while the 
men scaled their demands down from 75 
cents an hour to 58 cents. Australian 
ballots were used to determine how the 
m,en stood. The new wage scale will be 
as follows: 

From Sept. 1, 1919, to Nov. 1, 1919, first
year men, 41 cents an hour; second-year 
men, 45 cents, and employees more than 
two years, 50 cents, with brakemen 37 
cents. From Nov. 1, 1919 to Dec. 31, 1919, 
first-ye ar men, 46 cents an hour ; second• 
year men, 50 cents; more than two yea rs, 
55 cents, with brakemen, 42 cents. F r om 
Jan. 1, 1920, to Dec. 1, 1920, first-year 
men, 46 cents, more than one year , 55 
cents, with brakemen 42 cents. Dis
patchers will r eceive 58 cents an hour 
from Sept. 1, 1919. All employees will r e
ceive their back pay from Sept. 1 of this 
year. 
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News Notes 

Suburban Line Increases Pay.- The 
motormen a nd conductors in the employ 
of the New Jersey-Pennsylvania Tract ion 
Company, Trenton, N. J., h ave been 
gr anted an increase in pay. The n ew r at e 
is 46, 48 and 50 cents an hour. When the 
one-man cars a re placed in operation the 
operators will receive 55 cents an hour. 

Wage Increase in Yakima,-The trains 
men of the Yakima Valley Transporta
tion Company, Yakima, Wash., on Oct. 28 
were awarded a wage increase by which 
the minimum salary becomes 45 cents an 
hour, and the m aximum, reached after 
being in service eighteen months, 1 50 
cents. Formerly the minimum was : 40 
cents and the m a~imum 47, r equiring 
three years service . . · ,The r a ise was 
gr anted by the compan y without any : :i;e-: 
quest _from the m en . The compa:q.y

00
,~~ ) 

opera tmg on 10-cent fa res. ,: .-•~qO• 

New Company Paper in Norfolk, V1:~.','t : 
Leake Carraway, director of publicity 1J' 
the Norfolk-Portamouth Division of the 
Virginia Railway & Power Company, has 
begun the publication of a new leaflet ' !or 
dis t ribut ion on t he cars. Tb e fi r st issue 
appeared without a name and offering $10 
in gold to th e person who suggested t he 
m ost appropria te t itle. The 20,000 copies 
which were run disappeared in two days, 
and dur ing the week about 250 suggestions 
regarding names were received. The first 
issue was an eigh t-page leaflet measuring .. 
about 2½ in. x 5 in. , printed on fa irly 
h eavy paper. It was expected t o issue 
semi-month ly, bu t t he demand for th e first 
number may lead to its publication every 
week. 

Opponents o f Railway Elected.- At 
th e las t election in Buffalo, N. Y., at 
which three a ldermen of the city were 
elected, two of the men who have been 
fighting the In ternational Ra ilway's at
t empt to get a higher fa r e wer e elected 
by large m ajorities. One, a Socialist, was 
elected on the pla tform tha t he would 
appeal the fare case t o the United States 
Supreme Court-and tbe other , Senator 
Ross Graves, has a lways opposed the rail
ways at Albany. H e is an advocate of 
municipal ownership. There is now a 
majority in the Ci ty Council opposed to 
the Interna tional Railway. The Mayor 
was elected on a platform of opposition · 
to the compan y and h e has opposed t he 
International Ra ilway for the last three 
years. 

Engineering Section of Safety Coun 
cil.-In accordance with the action of the 
annual m eeting of the National Safety 
Council on Oct . 1, th e executive committee 
of the Council has approved the organiza
tion of an engineering section whose pur
pose is to bring together t he civil , 
mechanica l, elect rical, mining an d chemi
cal engineers in th e council's m ember ship, 
so th at they m ay con tribute more effec
tively toward·;, t he solution of t he purely 
engineering pr oblems so freq uently en
counter ed in safety work . The E ngineer
ing Section will help to meet the technical 
demands of the various industrial sections, 
perform technical services for the National 
Safety Council, and conduct meetings as 
part of the annual Safety Congress or 
oth erwise. 
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Financial and Corporate 

.l Montreal Short $1,364,111 
Statement Made of Operations in 

Canadian City for Sixteen Months 
Under New City Contract 

The directors of the Montreal (Que.) 
Tramways in submitting their eighth 
annual r eport, point out that for the first 
period of operations, under the new city 
contract, being from Feb. 10, 1918, to June, 
30, 1919, the revenue was insufficient to 
meet the r equirements under the new 
contract, the shortage being $1,364,111, of 
which amount $692,694 is payable to the 
city of Mont real , when received. 

EARNINGS Ul'iDER NEW CONTRACT 

The statement of operations of the com
.parry under the new contract for the 
period from Feb. 10, 1918, to June 30, 
1919, is as follow: 
Gross earnings ...................... $11.572,210 
Operating expenses a11d taxes .. $6,6 40,71 5 
Operat ing profit . . . . . . . . . . . . 4!i.927 
•Maintenance a nd re1H,wals .... 2,098, 120 

Total 8,784,76 3 

Balanee ..................... ... $2,787,446 
Allowances ,Jue company: 

G per cent on c:1pital Yalt1e.$3, 01 8,224 
,; per eent on worki ng 

capital . . . . . . . . 40.6 4.j 
7 per ,·ent on addit ions t o 

capital . . . . . . . . . . . . . . 32,91fl 
Expenses ot financing . . . . . . 251. 353 

Total 3,3 43, 14 2 

Bain nee . . . . . . . . . . . . . . . . . . . . . . . . $555,695 
rl;'avab le when ea rned : 

City of l\lontreal rental. . . . $G92,694 
Contingent re.,en-e . . . . . . . . . 115,72 2 

Total . . . . . . . . . . . . . . . . . . . . . . . . . . . 808,416 

Balance .................... .... !!,1,36 4,111 

The gross income accruing to t he com
pany from all sources for the year 
amounted to $2,303,783, a nd the expenses 
to $1,800,537, leaving a balance carried to 
the credit of the general surplus account 
of $503,246. This added to the amount of 
$536,571 at the credit of this account last 
year, after sundry deductions, makes a 
total of $1,039,817. 

Under the authority of a resolution of 
the shareholders of the company, adopter;l. 
on Sept. 30, 1911, the directors during the 
year authorized an issue of $4,000,000 of 
'5 per cent debenture stock of the com
pany, to be disposed of from time to 
time as r equired. Of thi s amount, $1 ,-
000,000 was sold during the year. 

The board expresses regret that the in
crease in the rates of fares during the past 
year did not provide sufficient r evenue to 
meet the whole of the company's interest 
a llowance. In consequence the regular 
quarterly dividends on the common stock 
for the vear were deferred. 

Last january the employees of the com
pany made a general demand for an in
crease in wages to start from Feb. 1, 
but in view of the conditions of the 
franchise, under which the necessary al
lowances for expenditures are provided 
fo r yearly, t his could not be entertained. 
Upon th e demand of the employees a 
board of conciliation, as providing under 
t h e Industr ial Disputes Act, 1907, was 
au thorized. The board, after considera
tion , authorized a general increase in 
wages to a ll employees, effective from 
July 1, 1919, of approximately $1 ,100.000. 

The Montreal Tramways Commission, 
after due consideration of the operations 
of the past year, and after taking into 
consideration the r equirements for the 
forthcoming year, r endered its decision 
on Aug. 29, last, granting a further in
crease in the rates of fares, which deci
sion has been appealed from to the Que
bec Public Utilities Commission by the 
city of Montreal a nd some of the other 
municipalities, and this company. 

Interborough Earnings Show 
• Increase 

The lnterborough Rapid Transit Com
pany, New York, N. Y., reports earning;; 
for September and for the three months 
ended September as follows: 

September 1919 1918 
Gross operating revenue .... $3,842,198 $3,176,577 
Operating expenses ......... 2,512,214 2,007,701 

Net operati ng revenue ..... $1,329,984 $1,168,876 
Total t axes . . . . . . . . . . . . . . . 213,536 424,296 

I ncome from operation .... $1, 116,4 47 $744,579 
Non-operating income . . . . • . 42,985 43,399 

--~--
Gross income . ........... $1,159,433 $787,979 

Interest, rentals, etc. , includ-
ing Manhattan guarantee 1,644,155 1,429,407 

Xet corporate income ex-
cluding accruals .... .. *$ 484, 722 *$641 ,427 

Add accrua ls under contract 
No. 3 and related certifi-
ca t es . . . . . . . . . . . . . . . . 912,655 547,$40 

Net corporate income in-
eluding aceruals .. . , . . $427,933 *$ 93,587 

* Deficit. 

Three months ended September 

Gross operating revenue .... $10,964,269 $9, 435,624 
Operating expenses . . . . . . . 7,031,204 5,613,625 

Net operating revenue., .. $3,933, 065 $3,821,998 
Total taxes . . . . . . . . . . . . . . 64 0,609 1,081,04 2 

Income from operation.,. $3,292,4 55 $2,740,9 56 
Non-operating income 134,946 124,620 

Gross income .......... $3,427, 401 $2,865,576 
Interest, rentals, etc., in-

. eluding Manhattan guar-
antee . . . . . . . . . . . . . . . 4,951,608 4,198,557 

Net corporate income ex-
cluding accruals ..... *$ 1,52 4,207 *$1,332,980 

Add accruals under cont ract 
No. 3 and related certifi-
cat es .............. , 2,807,601 1,456,661 

Net corporate income in-
cluding accruals . .. .. $1,283,3 94 $123,680 

* Deficit . 

The company explains that the compara
tive incre2se in e3. rnings is due to abnor
mal conditions prevailing during this 
period lar.t year , caused by the influenza 
epidemic and the peak of war activities. 

Receiver for "Hay" Company 
On appeal of the Northampton Trust 

Comp2ny tr ustee for the holders of first 
mo:·t gage bonds of th e Northampton Trac
tion Company, Chester Snyder, president 
of the F irst National Bank, Easton, has 
been appointed r eceiver for the Northamp
ton Traction Company, Easton, Pa., con
tro lled by the Hay interests. The com
f'2n y owns the line3 between Easton and 
Nazareth and Easton and Rangor. It has 
;l: 400,000 of first mortgage bonds outstand
ing. The employees of the road have been 
on strike for a month. 
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Inland Empire Foreclosed 
Property Purchased on Nov, 1 by the 

Representative of the Bondholders
Purchaser's Statement 

George H. Taylor, Chicago, Ill., acting 
for bondholders, purchased the property of 
the Spokane & Inland Empire Railroad at 
receiver's ·ilale in Spokane, Wash., on 
Nov. 1 for $3,600,000. The property was 
also sought by the Great Northern Rail
road, a Spokane & Inland Empire creditor. 
Bidding against Mr. Taylor for this com
pany was Judge F. V. Brown. He an
nounced as his final offer for the property, 
$3,510,000. 

During the early part of the bidding, 
Judge Brown made his first tender on the 
Coeur d'Alene and Palouse interurban 
lines, the Nine Mile power plant and the 
transmission lines. When he reached $2,-
900,000, he announced that he was bidding 
on t he property as a whole. 

PURCHASER ISS UES STATEMENT 

Mr. Taylor made the following state
ment: 

The Inland sale was made as the result of proceed
ings to foreclose the first and refunding mortgage of 
the Spokane & Inland E mpire Railroad, amounting 
to $3,680,000, of which the bondholdersl committee 
represented a ll save $61,000. More tban 1000 indi
vidual bondholders are represented by these holdings, 
located in all parts .of the country and in Europe. 
To the amount of the mortgage has been added 
unpaid interest, bringing the total t o a round 
$3,900,000. 

There are $699,000 of underlying or prior mort
gages on the Coeur d'Alene line, the Terminal Com
pany and the Spokane Traction Company, which 
were l].Ot involved in the suit and are assumed by 
the purchaser. These underlying bonds are appor
tioned: $422, 000 on t he Coeur d'Alene line, $1 76,-
000 on the terminal property and $81,000 on the 
Traction lines. 

F. E. Connor, the receiver, will continue in charge 
of the property for the time being. H e has given 
satisfactory service, for under his management the 
condition of the property was greatly improved, 

One traction system is enough in a city of this 
size. We realize that during the receivership the 
service on some of the city railway lines has not been 
all that people desired, but with the termination of 
the receivership we mean to improve conditions, 
While E. H. Rollins & Sons are not opera tors, but 
bond buyers, we propose to see that this property 
is put into first-class condition while we manage it. 

EXTE'.',T OF PROPERTY O UTLI NED 

Involved in the transaction on Nov. 1 
were 212.5 miles of railroad, of which 
182.3 is in Washington and 30.2 in Idaho. 
The main line trackage is 134.3, the re
mainder being distributed as follows: 
Second tracks 78.2 yard tracks, sidings and 
spurs, 48.1. The mileage in Washington 
iil distributed as follows : Traction lines 
in city, 44 miles; terminal division, 1 mile; 
Coeur d'Alene division, 20 miles; Inland 
division, 115 miles. The mileage in Idaho 
is distr ibuted in the following way: Coeur 
d'Alene division, 21 miles; Inland divi
s ion, 9 miles. 

In anticipation of the possible purchase 
of the property by the Great Northern 
Railroad the City Gommi'ilsioners placed 
in the hands of Judge Brown, represent
ing the Great Northern, a type-written 
schedule and a map of the city property 
of the Inland that the city would need in 
the event that the deal with the Great 
Northern was carried out. The properties 
listed by the city included the Nine-Mile 
power plant, the Bowl and Pitcher power 
site, the Spokane city lines, carhouses and 
other property, 

Regardless of the outcome. of the nego
tiations with the Great Northern, Mayor 
Fassett believed the proposed amendment 
authorizing the City Council to acquire a 
municipal lighting and power plant should 
be submitted to a vote on Nov. 4. The 
City Commissioners · were practically 
agreed on this. 
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East St. Louis Fare -Case Valuation 
Testimony by Chicago Engineer Covers Appraisal Conclusions 

Based On Normal Price Trend and On Present Price Level 

The East St. Louis (Ill.) Railway has 
a sked the Illinois Public Utilities Com
mission for an increase in fares. The 
company wants a cash fare of 8 cents in 
order that it may be able to meet recent 
increases in wages and the higher cost 
of the materials. An extended hearing 
has been had in the matter in East St. 
Louis and further testimony will be taken 
before the case is ready for the commis
sion's study and opinion. 

MR. HAGENAH T ESTIFIES 

The testimony is being taken by H . M. 
Slater, transportation rate expert of the, 
commission. Testimony covering the 
value of the railway property, its annual 
requirement for depreciation and th e 
measure of a reasonable r eturn was 
offered on behalf of the company by W. J . 
Hagenah, Hagenah & Erickson, public 
utility analysts and engineers of Ch~cago. 
Exhibits covering the earnings and ope,r
ating expenses of the company, the effect 
of the increases in wages granted and the 
extent of increases in the prices of sup
plies were presented to the commission by 
G. W. Welsh an official of the company. 

The East St. Louis Railway owns and 
operates an electric railway in the city of 
East St. Louis, serving an estimated popu
lation in excess of 75,000. The lines of 
the company consist of 35.8 miles of track, 
including track represented by curves and 
special work. The company does not own 
any power plants, carhouses or repair 
shops, such facilities being supplied by 
affiliated corporations. The company does, 
however, own a modern four-story office 
building. The rolling stock consists of 
ninety cars. 

The inventory and appraisal of the prop
erty was made as of July 1, 1919. The 
inventory was made in detail from field 
measurements and inspection, supple
mented by the records of the company, 
the itl!ms of property in each case being 
distributed and classified according to the 
classification of accounts prescribed by the 
Interstate Commerce Commission. I n 
connection with the inventory of the prop
erty, an inspection was made of the var
ious units and their component parts to 
determine the degree of maintenance or 
upkeep in service. An examination was 
also made to ascerta in with respect to 
each item of property the extent of the 
wear and tear which had occurred and 
also the extent to which other factors 
€Xisted which reduced the efficiency of the 
unit or affected its future usefulness in 
s ervice. 

WORKING C APITAL AND GOING C ONCERN 

Two separate appraisal conclusions cov
ering the physical property were pre
sented to the commission, the first based 
on the so-called normal trend of prices, 
a nd the second based on the level of prices 
which has developed from conditions 
growing out of the war, m odified to re flect 
the average level or pr ices as it is likely 
t o be for some years in the future. 

It developed at the h earing that the 
level of labor and material prices as 
a dopted for the appraisal based on the 
normal t rend of prices was less than the 
aver age of such prices for the last five 
year period and that the trend basis as 
used by the engineer s did not reflect in 
a ny way the ext reme prices of basic com
m odities occasioned by war condit ion s. 

In a ddition to the appraisa l of t he 
physical property, Mr. Hagenah testified 
in r egard to t he working capital of the 
company and also its going concern value. 
Extended testimony was taken r egarding 
th e bases on which his est ima tes were 
fo unded and the data which had been 
compiled in the course of the investiga
tions covering these two subjects. 

The following table shows t he reproduc
tion cost of the proper ty as testified to by 
Mr. Hagenah when the appraisal r esults 
a re ( 1 ) based on the normal trend of 
prices, and (2) when based on t he level 
of prices and wages in effect at the presen t 
time and as such prices and wages will 
probably be some years hereafter: 

Way a nd Strn~ture.; : 
Engineering and superinten-
dence ............... .... . 
Other land used in electric 

railway operations ..... . 
Grading ................ . 
Ballast ................. . 
Ties .................. .. . 
Ra!!~, rail fastenings and 

Jomts ................ . 
Special work ...... ...... . 
Track and r oadway labor ... . 
Paving ................. . 
Roadway machinery and tools 
Bridges, trestles and culverts 
Crossings, fences and signs . . 
Signals and interlocking ap-

paratus ... .. .... ...... . 
Poles and fixtures ......... . 
Distribution system ...... . 
General office building ..... . 
Stations, miscellaneous build-

ings and structures ...... . 

Reproduc
Reproduc- t ion Cost 
tion Cost on. Present 
on Tr enrl Leve I of 

l{a s is Pri ces 
$61,666 

12,600 
73,209 

306,129 
71, 866 

251,499 
109,134 

68,336 
327,094 

6,969 
24,396 

94 

4,334 
30,235 
97,909 

129,198 

50 

$88,840 

12,600 
91,511 

446,082 
79,806 

48 5, 91 5 
196,441 
102,253 
409,626 

9,050 
25,972 

272 

5,634 
39,278 

115,988 
190,898 

69 

Total ............... $1,574, 718 $2,300,235 
Equipment: 

Passenger and combination 
cars .................. . 

Service equipment 
E lectric equipment of cars .. 
:Miscellaneous equipment of 

cars .................. . 
Furniture ......... ...... . 
Miscellaneous equipment .. . 
Sun·eying instruments .... . 

314,276 
15,860 

149,191 

53,350 
30,495 
5,835 

663 

442,541 
19,535 

178,380 

60,000 
41,337 
7,150 

995 

Total . . . . . . . . . . . .. . . . $569,670 $749,938 
General and l\Iiscellaneous: 

Law expenditures 
Int erest during construction. 
Injuries and damages .. ... . . 
Taxes .................. . 
llliscellaneou& ........... . 

$21,172 
133,510 

31,758 
10,586 
44,461 

$30,502 
192,344 

45,753 
15,251 
64,05!4 

Total . . . . . . . . . . . . . . . . $241,487 $347,904 
Working capital . . . . . . . . . . . . $55,000 $55,000 
Going concern value.......... 150,000 150,000 

Grand total .......... $2,590,875 $3,603,077 

Pessim istic Forecast of Baltimore 
Outlook 

In the finan cial review which appeared 
in t h e Baltimore Sun of Nov. 8 ther e ap
peared the following comment on the 
a tti t ude of trader s toward the stock of 
t he United Railways & E lectr ic Company, 
Baltimore: 

Attention was attracted to the further sharp de
cline in the stock of the United Railways in the deal
ings at the Baltimore Stock Exchange. These shares 
fell to 12. This is the low record for many years. 
While 12 was bid at t he close, there were additional 
offerings at 12½, 

This stock has b'een steadily declining ever since 
t he financial position of the company became known 
and even before the application was made to the 
Public Service Commission for an increase in fare. 
1'he company has not been benefited apparently by 
the increases allowed, because few believe that even 
the higher rate gives any promise ·of a return of the 
shares to a dividend basis in t he near future. In 
fact, from the later stat ements of the company of its 
financial needs a nd the requirement of the commission 

841 

that it spend more in maintenance many have become 
convinced that a dividend may be some time off, 
un less the company is able to obtain still further 
relief. 

The actual results of the 6½-cent and 7-cent fares 
have hardly had time to show what the increased 
revenue will actually be, but from the efforts of the 
company to have some modifications made in the order 
handed down it is taken for granted that they are not 
more t han meeting requirements as laid down by the 
commission. 

It is true the stock comes out sparingly, but the 
fact t hat even these small offerings can only find a 
buyer a t marked concessions is a straw indicating tbe 
general feeling toward it as a dividend yielder. It 
is also thought that the banks may not now regard 
this stock as good collateral for loans. It is not 
known that any of it has been refused as collateral, 
but when accepted it has to be mixed with other 
securities to effect a loan. All these factors tend 
to timidity among the small holders and it seems to 
be this element which is seeking to sell. The fact 
that the big interest s in the company are already 
carrying large blocks of the stocks may keep them 
out of the market as buyers. None of these interests 
is selling its shares, however, but tbey are sitting 
tight on the situation. It is difficult to interest the 
person of small means in a stock which is not paying 
dividends and most of the local traders and investors 
in and around Baltimore are already carrying some 
of it. It is believed to be more widely distributed 
than any of the other shares dealt in on the local 
board. Tbis likewise tends to narrow tbe demand and 
makes it difficult to effect sales when forced, except 
at concessions, which some of the holders seem willing 
to grant. 

Financial 
News Notes 

Nominal Capital for Bay S tate .- The 
Bay Stat e St r eet Railway, Boston, Mass., 
t he pr edecessor of the Eastern Massachu
setts Str eet Railway, has asked the Public 
Ser vice Commis'sion for authority to make 
a 99 per cen t reduction in its outstanding 
capital s tock s. 1 t was explained to the 
commission by Artemus C. Townsend, as 
counsel for the com pany, that the company 
has ceased to be an operating company and 
all its interests have been di·sposed of. 
The pr oposed reduct ion of stock, he said, 
is merely for the purpose of aiding in the 
final dissolut ion of the company. 

American Ligh t & T raction Doing 
Better.-The American Light & Traction 
Company, New York, N. Y., has made a 
st a tement of earnings to shareholders for 
t he year ended Sept. 30 last. While t he 
earnings show a decrease of $832,579, as 
com pared with the year ended Sept. 30, 
1918, $689,968 of the loss occurred in the 
quar ter ended Dec. 31 last, leaving a de
crease for the first nine months of 1919 
of only $142,611. In this latter period the 
increase in cost of materials, labor taxes 
and miscellaneous items, which were be
yond the control of the management, 
amounted to $1,163,473. The usual divi
dends in stock and cash were declared. 

Elevated Acts to Protect Stockhold
ers.-It was announced following the 
annual meeting of the Manhattan (Ele
vated) Railway, New York, N. Y., on 
Nov. 12 that a new committee had been 
appointed to protect the interests of the 
company and its stockholders, in view of 
the fact that there i'S the possioility of a 
default by the Interborough Rapid Transit 
Company on the payment of the Manhat
tan Company dividend due Jan. 1, 1920. 
The members of the committee a re: 
Alfred Skitt, chairman; W. A. Day, Alvin 
W. Krech, J. H. McClement, S. J. Murphy, 
and Frederick Strauss. The committee de
cided that it was not necessary at this time 
to call for a deposit of stock. Mr. Strauss 
and E. L. Ballard were elected as new 
members of the board of directors. 
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T raffic and Transportation 
30. 1922, is estimated at $5,326,000. At 
a 6-cent rate the estimated loss for the 
same period is fixed at $3,296,000. The re
port says: 

Neither 6-, 7-, nor 8-cent fare, will be sufficient in 
view of t he recent 25 per cent wage inC'rease, to pay 
expenses, t axes, and the fixed chaqes, including 
rentals on leased property, even with the transfer 
charge in effect and sucb addibo:>al economies as 
appear feasible. 

Chicago Rate U nchanged 
Commission Re fuses to Suspend Seven• 

Cent Fare Order Pending City's 
Appeal to Supreme Court 

Supported in its conclus ions by an opin
ion from the Att orney Gener al of the State, 
the I llino is P ublic Utilities Commission 
on Nov. 10 refused to suspend its 7-cent 
fa r e order for the Chicago Surface Lines 
which has been in effect •aince Aug. 8. It 
a lso refused t o heed the petition of tbe 
city author it ies for r eparation a nd im
pounding of excess fa res. This action was 
based on t he theory that the Illinois 
Supreme Court a lone h as a uthority to 
suspend the 7-cent fa r e owing t o the pen
dency of the or igina l case on appeal. 

Thi'a decision of the commission came 
as a surprise to the city's lawyers because 
apparently authentic statem ents had been 
published to t he effect that some reduction 
in the rate of fare would be made at once 
although hearings on the valuation and 
permanent rate have not been concluded. 
It was announced that the city would im
mediate ly fil e a bill in court to enjoin the 
collect ion of any fare above the 5-cent rate 
s pecified in the ordinance. 

The commission in ita decis ion held that 
the advance in r a tes allowed last August 
was necessary to meet the high wage scale 
following a strike and tha t the r efusal of 
s uch assistance would h ave m eant confra• 
cation. It also held tha t the State through 
thi s commission had the right to cancel 
or m odify the cont ract ordinance under 
which the Surface Lines opera t e. The 
city, according t o this decis ion, h ad n eg
lected its opportunity to ask the Suprem e 
Court to su spend the 7-cent fare, and -;:;ince 
the appeal was pending even the commis
sion could not r e instat e the old rate. It 
was, ther efore announced that the taking 
of evidence would proceed. 

ATTORNEY GENERAL UPHOLDS POWER OF 
Co:Ml\IlSSlON 

Attorney General Brundage , who had 
been asked by the commission to give his 
opinion on the case, took the stand that 
the commission, while it could not ·aus
pend its ord er, was free to proceed with 
the taking of evidence with a view to fix
ing a permanent rate. He held, however, 
that the commission's order was temporary 
in its natu re and that ther e was not hing 
to prevent the issuance of a per manent 
order based on a thorough valuat ion of 
the company's property. At the sam e t ime 
he ruled tbat the Illino is Supreme Court 
bad unquestioned authority to suspen d the 
pr esent rate. 

Mr. Brundage said in h is opin ion : 
In the first question you ask whether the Supreme 

Court, during the pendency of the appeal, has 
authority t o suspend the commission's order of 
Aug. 4, 1919, and thereby annul for the time being 
the schedules which authorize the collection of a 
7-cent fare. 

I am clearly of the opinion that with the entire 
proceeding now pending in the Supreme Court of 
Illinois, said court bas full authority and jurisdic
tion to ent ertain a motion by the city of Chicago 
to suspend the order of your commission during 
the pendency of the appeal, as provided in section 
71 of t he public utilities commission law. 

In your second question you desire my opinion 
as to whether, during the pendency of the appeal , 
the Supreme Court is the only tribunal whicb is 
authorized to suspend your commission's order. 

For the same reasons your commission is itself 
without authority to suspend, modify, alter or rescind 
the order which your commission entered on Aug. 4, 

1919. The subject matter of that order has passed 
f rom your control, and is now vested in t he Supreme 
Court of Illinois, and t hat tribu nal is, in my opinion, 
vest ed with t he sole j urisdiction upon the existing 
st at e of the r ecord, to suspend the operation of your 
order, or t o t a!.e sueh notion in respect to the same 
as shall seem proper in the discretion of the cou rt. 

It is not my intent ion, however, by t he fore
going opinion t o indicate that your commission is 
without power and aut hority to say what fa res 
shall now be charged and collect ed by the Chicago 
Surface Lines. It is my understanding that sub
sequent to the entry of said order of Aug. 4, 1919, 
additional t est imony has heen received oy your 
commission as t o the valuat ion of the companie, ' 
proper ty and the receip ts and disbursements of opera
tion under the 7-cent fare, and it is respP~:ully sug
gested that upon showing being maci r: made of the 
existence of a new and different st ate of fact s, not 
contemplated when your fo rmer order was entered, 
your commission may t hen, in the light of the morP. 
complete information before you enter a new ordP.r 
g ranting such relief to the public as all of the fact , 
and circumstances may warrant. 

CITY STILL VVANTS TRANSl'ORTATIO >' 
DISTRICT 

On the same day that t he commission 
refused to suspend the 7-cent fa re, the 
City Council endorsed Mayor Thompson's 
traction p lan. Although the Council will 
have no authority until next J anuary to 
vote the required appropriation of $250 ,-
000, the Mayor a nnounced t hat he would 
assum e responsibility fo r employin g engi
neers a nd others who are to make pre
liminary studies for carrying out h is plan . 

T his plan, mentioned in previous issues 
of the E LECTRIC RAILWAY JOURNAL, con
templates t he forming of the Chicago 
Transporta tion District and the election 
of five trustees to t ake charge of a ll elec
tric railway matters. The question of 
paym ent for the properties and the secur
ing of new en abling laws are expected to 
take considerable time. 

The city authorities appeared to be em
barrassed by the decision of the United 
Sta tes Supreme Court on the same day 
dismissing the city's appeal in the ser
vice case affecting the Chicago Surface 
Lines. This ruling appeared to sustain 
the State Supreme Court in h olding th a t 
the contract ordinances a re subject to 
modification by the Public Utilities Com
mission. This is t he main point against 
which the city's lawyers h ave been a r gu
ing in the pending fare case. 

Brooklyn Needs Eight Cents 
The fina l r eport of Stone & Webster, 

the exper ts employed by direction of Fed
eral Judge Mayer to investigate the finan
cial condit ion of t he various railroad 
pr operties in New York in the hands of 
receiver s, has been completed so far as it 
r ela tes t o the su r face lines of the Br ook
lyn Rapiu Transit System. According to 
t he figures compiled by the experts, 
nothing less than an 8-cent fare will 
suffice to r est ore the lines financially, and 
perhaps the fare would even have to be 
increased to 10 cents. Tables of figures 
in the report disclose the various addi
tional earning power of a 6-, 7- an d 8-cent 
fare. 

An 8-cent fare, beginning Jan. 1, 1920, 
t he r eport sta tes, w ould leave the com
pany with a defici t for it s surface lines 
on June 30, 1922, at the rate of $1,262,000 
a year. The deficit at a 7-cent rate would 
be $1,974,000. But if the fare rem ains at 
5-cents the loss for the year ending June 

Concerning the transfer situation the 
·report sayh ._ hat the expected additional 
r ev en ae coming from the elimination of 
the 15,000,000 tranfers between surface 
an d r apid transit lines will amount to 
abc11t $27,000, and that if all t: ansfers 
bes ween surface lines were elin,inated, 
including those for which a charge of 
2 cents is made, the estimated increase 
in revenue would be from $875,000 to 
$1,050,000. The introduction to the re
port explains that while the figures dif
fer slightly from those in the preliminary 
r eport submitted to Judge Mayer in Sep
tember t he changes "do not alter but 
rather emphasize the conclusions of the 
earlier r eport." 

Reference is a lso made for the need for 
the same rate of fare on the rapid transit 
lines as t ha t obtained by the surface lines 
in Brooklyn . 

Safety Car Problems Solved 
R ichmorrd Has No Difficulty With Segre• 

gation of Passengers-Little Cars 
Push 57,000-lb. Cars 

The negro problem in rela tion to the 
insta lla tion of one-man ca r s has caused 
some concern to C. B. Buchan an , general 
manager of the Virginia Railway & Power 
Compan y, R ichmond. The cars thus far 
insta lled in Norfolk and Richmond have 
been operated on lines on which the negro 
travel was light. Mr. Buchanan says that 
as long as the negroes constitute not more 
t han 30 to 35 per cent of the total popu
lation, the ordinary method of segregation 
works out satisfactorily with the safety 
cars. On lines where t he negro percent
age is higher than this, he was of the 
opinion that it migh t be necessary to make 
ever y third car a " Jim Crow" car, or to 
resor t to some plan of segregation. 

In Petersburg, wh ere the lines are also 
operated by the Virginia Railway & Power 
Company, twenty safety cars are giving 
practically 100 per cent of the service, only 
two tripper s being operated morning and 
night for one trip each with double-truck 
cars. This town has a large negro popula
tion, but the distances are short and the 
negroes do not ride very much. 

In R ichmond, the eighteen safety cars 
in oper ation at present make up the com
plete equipmen t on two lines. For a dis
tance of 1½ miles through the center of 
the cit y, these two lines run over the same 
tracks as five other lines on which the 
cars are all of the double-truck type, and 
there is a lso a very heavy grade. These 
conditions have presented no difficulties 
and th e safety cars have not in any way 
delayed the double-truck cars. 

In connection with this mixed service, 
Mr. Buchanan had some misgivings as to 
what might happen if one of the big cars 
(some of them weighing 57,000 lb.) should 
stall and a little safety car should be the 
next car to come along. This apprehen
sion was completely dispelled by tests 
made a t the shops and carhouses. It was 
found that one of the big cars stalled in 
t he middle of a sharp curve could be 
coupled and moved with apparent ease by 
one of the safety cars. It is expected that 
by Dec. 1, there will be sixty safety cars 
in operation in Richmond. 
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Public Service Accepts New Zone Rates 
Commission Again Rejects Railway's Appeal for a Return to 

the Flat Rate Fare 
ject to continue the t rial of the present zone plan 
for a limited time with t he modified rates of fare 
recommended by the board. The company t akes 
t his position in the hope t hat t he board, t he pub lic, 
and its employees will all co-operate with it in this 
further trial of t he zone plan, so t hat t here may be 
no di fference of opinion about its success or failure. 

The company, tlierefore, st at es that on Sunday 
next, Nov. 16, 1919, the p resent zone rates charged 
will be modified as r ecommended by t he board, so 
that on and after that date t he rates will be 5 cents 
for the first 2 zone mi les or fraction thereof traveled 
on one car, and 1 cent for each additional zone mile 
or fraction thereof traveled, with an additional charge 
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of 1 cent for a transfer t o be used only in connect ion 
wi th a continuous t rip, upon t he payment of the 
rate of 1 cent for each zone mile or fraction t hereof 
tr~veled; school tickets to remain as at present; 
children under seven years of age when accompanied 
by a n adult paying fare, t o be carried free; super
imposed sei:vice a nd continuation tickets to be con
tinued in operation wherever now effective. 

The company agrees to this plan a nd t hese rates 
in accordauce with its underst anding of tbe board's 
i nt ention, only as a trial for a lim it ed period, and 
accepts the conditions set forth in the report of the 
board dated J uly 30, 1919. The result of this further 
trial under the new rates will he carefully noted by 
the_ 1:ompany and pla~ed before the board, and every 
fac ility and opporturnty to study and check up this 
trial will be furnished by t he company to the board 
and its representatives. 

The company, in accepting t his recommendation of 
tlie_ board, and the condit ions as statec;l above, reserves 
to itself 3;11 and every one of its legal r ight s, includ
mg the n ght to apply for further or other relief. 

On Oct. 30, the Board of Public Utility 
Commissioners of New Jersey again re
jected the, Public Service Railway's second 
application for a return to the 7-cent flat
fare. The board instead demanded the 
acceptance of its r ecommendation for a 
fare of 5 cents for the first two zones with 
a 1-cent charge for a transfer and a 1-cent 
charge per zone after the second. The 
reasons given by the board for dismissing 
the application for the 7-cent fare were 
that no new facts had been brought out 
by the company since its first application 
had been passed upon and that the second 
application was not made in good faith be
cause there could only result further ap
plications for increases in flat fare. 

Fare Decision in Abeyance 

OTHER FARE METHOD NEEDED 

From the facts brought befor e, the board, 
as to value, it is apparent that with the 
continued existence of the high costs of 
operation some other method than that 
of the flat rate must be considered. The 
board r eiterates its conclusions contained 
in its former r eports, th at it is highly de
:!!irable that the zone plan be permitted 
to have a fair trial ; that a fair trial would 
be more likely t o be h ad under the sched
ule of r ates r ecommended by the boar d 
than under any other r ates proposed, and 
that said schedule of rates would yield to 
the company as much r evenue as the 
7-cent r ate with 1 cent for a transfer would 
yield under existin g con dit ions. 

Continuing, the board said that in pro
posing various schedule,s of r ates, the 
pr esident of the railway sta ted at the 
hearing of Oct. 21, that the company was 
willing to try out any reasonable method 
that the board might suggest , but the 
day of experimenta:tion with the railway 
is pretty nearly at an en d. The rates 
now recommended by the board, in its 
opinion, will produce approximat ely as 
much revenue as the ,alternate flat rate 
last suggested by the company and will 
probably do much toward restoring nor
mal traffic. 

Commissioner Gaul fil ed a dissenting 
opinion, in which h e said that " for the 
reasons heretofore expressed, I am of the 
opinion t hat the zone far e should be 
abrogated, and the 7-cent fare with 1-cent 
for a transfer should be put into effect." 

On Nov. 11 the railway filed with the 
commissioners a t emporary acceptance of 
the rates suggested by them. 

The new zone fare rate-5 cents for the 
first two zone miles, 1 cent for each zone 
mile thereafter and 1 cent for a transfer
was to go into effect on Nov. 16 on all 
Public Service Railway lines. 

COMPANY ACCEPTS PLAN 
The company's acceptance of the order 

of the Board of Public Utility Commis
sioners is as follows: 

The Board of Public Utility Commissioners has 
~xpressed t he opinion that t he zone system of fares 
now in force on Public Service Railway has not had 
a fair t rial , and has r ecommended a furt her trial 
of the syst em with a modification of the schedule of 
rates. 

The company fil ed a st atement , showing the results 
of the operation of t his plan, and expressed t he 
opinion, based on these facts, t hat t he zone system 
was a failure as applied to t his property. This con
clusion was st ated with great reluctance because all 
concerned had boped t hat t he plan would furn ish 
t he basis of set tlement of the st reet railway problem. 

Tbc company, however , has no pride of opinion 
in the matt er, and is willing, out of deference t o 
the expressed opinion anrl recommendation of the 
board as set forth in its last two reports on the sub-

W isconsin Commission Withholds Rac ine Increase Pending Trial 
of Safety Cars-City's Attitude Undetermined 

In September, 1918, the, Railroad Com
mission of Wisconsin rendered a decision 
on a petition of the Milwaukee Light, Heat 
& Traction Company, a subsidiary of the 
Milwa ukee Electric Railway & Light Com
pany, for an increase in fares in Racine. 
It granted a cash far e of 6 cents, ch ildren 's 
fares of 3 cents, with five tickets for 30 
cents good for transportation in all hours 
an d with ten tickets for 55 cents good for 
transportation between the hour s of 6 
a. m . and 8 a. m. and 5 p. m . and 7 p. m. 
On a subsequent application of the com
pany the commission authorized the issu
ance of dollar t ickets permitting unlimited 
riding within the period of one week . The 
latter aspect of the situation was referred 
to in the ELECTRIC RAILWAY JOURNAL for 
Sept. 6, page 502. 

Since that t ime a dispute has arisen in 
the transpor ta t ion department of the com
pany in regard to wages. This dispute 
was decided by the Board of Conciliation 
which filed its r e,port with the commis
sion. According to the laws of the state 
it remains with the commission to approve 
or reject the decision of the board and 
issue an order accordingly. 

Th e fare situat ion in th e city of Racine 
is n ot satisfactory. The present fares are 
unsatisfactory to the city, while the com
pany insists that the revenues are insuf
ficient to pay a r easonable return. The 
company has taken the position that it 
will insist upon compliance with the pr o
visions of Chapte,r 530 of the laws of th e 
sta te, and will not gr ant the wage in
cr eases foun d r easonable by the Board of 
Conciliation unless granted an order giv
ing r elief provided by said chapter . 

The hope of ch eaper service r ested upon 
the possibility of using one-man cars, and 
a committee appointed by the Common 
Council of Racine has made a study of 
this question , but does not feel ready to 
pass upon it a t the present time. The 
city has asked for an extension of time 
for consideration of the use of the safety 
car , its position being that the r ates when 
adjusted should be such as would insure 
th e company a r easonable r eturn; that, 
in the meantime, in view of th e negotia
t ions, and the strong probability that the 
city would co-operate with the company 
along the lines desired, it was reasonable 
to r equest the company to put in effect 
the wage scale fixed by the Board of Con
ciliation and to hold the, matter of fares 
open for a short period, pending final 
settlement and adjustment. The company 
contends that it has been losing mone,y and 
not getting a r easonable r eturn, and will 
be st ill farther from a reasonable r eturn 
when the wage scale goes int o effect, and 

that it is unreasonable to request it to 
conti nue the present fares pending such 
negotiations. 

In judging of the n ecessity of providing 
increased r evenues to enable the company 
to pay the wages established by the Board 
of Conciliation , the commission said : 

I n some cases which we have st udied there appear 
t o have been cycles in maintenance work whicli makes 
the . use of !he m~intenance . expenses as of any 
particular per10d decidedly unfai r. There are periods 
when maintenance is unusually low. It would be 
unfair t o the ~tility t o base rat es fo r the future upon 
such low mamtenance costs, and t bere are times 
when maint~nance is unusually higli, and it would be 
equally unfru r t o t he public. 

REDUCES MAlXTEXANCE ALLOWANCE 
From studies which it has made in the 

Milwaukee system of the same company 
the commission has deemed a fair allow
ance for mainten an ce expenses for equip
ment and way and structures to be 5.15 · 
cents per car m ile. F igures submitted by 
the company for the eight months ending 
Aug. 31 show this amount to have been 
9.6 cents per car mile. The commission 
has therefore considered itself justified in 
reducing the company's figures by $37,204. 

In the recent Milwaukee case the com
mission also made an allowance, of 2. 78 
cents per car mile for general and undis
tributed expenses. The figures submitted 
by the company for the first eights m onths 
of 1919 showed this figure to be 4.17 cents 
per car mile. The commission therefore 
considered itself justified in reducing the 
company's figure by $11,647.70. 

The, commission said : 
It does not appear t o us that it is unreasonab le to 

the company to base t he allowances fo r t he Pacine 
city syst em on t he allowances made in t he recent 
Milwaukee case. The allowances made for t he Racine 
city syst em are even higher in proportion t o t he indi
cated value of the property than the allowances 
made for the Milwaukee system. They are t he same 
allowances per car mile as those made fo r t he Mil
waukee system, and the number of car miles per year 
per dollar of property value is higher in Racine than 
for the Milwaukee city syst em. 

With the adjustments made accordingly 
the return on the total utility capital as 
r eported by the company would be 6.1 per 
cent for eight m onths or a t the rate of a 
little more tha n 9 per cent a year. 

APPROVES ONE-MAN CARS 
The commission stated that just what 

the saving from the operation of one-man 
cars will amount to cannot be foretold, 
but that there seems to be no question 
that the saving w ill be very material and 
in the opinion of the commission will be 
a t least sufficient to offset th e, increased 
wages resulting from the award of the 
Board of Concilia tion. The commission 
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states that were it in a position to make 
a defin ite order in regard to the use of 
one-man cars in the city of Racine, it is 
certain that no modification of the present 
rates of fare in the nature of an increase 
would be warranted. 

Continuing, the commission said : 
In this order, however, we sha,1 in the first instance 

act on the assumption that when the city has made 
this investigation it will deem it to be wise public 
policy to agree to the use of one-man cars in the city 
of Racine with supplementary service to take care of 
the heavy traffic during rush hours. On the assump
tion that this will be the final decision of the city of 
Racine we find at this time no reason to provide for 
increased rates of fares in the city of Racine. That 
the time intervening before the one-man cars may he 
installed may he made as brief as possible, a final 
decision on this question should be reached within 
about two weeks from the date hereof. If it shall be 
the judgment of the city that it does not desire the 
use of one-man cars in the city of Racine the city will 
notify this commissi on to that effect on or before Nov. 
17. In that case the commission will establishe a 
revised schedule of fares if such shall be found neces
sary. 

The commission confirmed the report of 
the Board of Conciliation fixing the fair, 
equitable and just wages in the trans
portation department of the Racine city 
railway system, and the company was 
ordered to make such wages, hours of 
labor a nd working conditions effecyive. 

Relief in Sight For San Antonio 
Judge Duval West or the United States 

District Court on Nov. 3 issued an in
junction restraining the city of San 
Antonio, Tex., from interfering with the 
collection by the · San Antonio Public Ser
vice Corporation of fares in excess of 5 
cents. Judge West held that the revenue 
derived from the present 5-cent rate is 
insufficient to provide a fair return upon 
the company's investment. City Attorney 
R. J. McMillan has announced that he 
will appeal from the court's decision if 
the company installs a 7-cent fare . 

The injunction came as the climax to 
a long-drawn-out legal battle between the 
city auth orities and the company. The 
latter more than a year ago applied to the 
City Commission for permission to charge 
a 6-ceht fare. The request was refused, as 
was a second appeal to the commission. 
T h e company then brought suit to have 
the city r estrained from enforcing ordi
nances which provided that the fare 
should not be raised above the 5-cent 
rate stipulated in the franchise agree
ment of 1899. The case was heard before 
Frank H. Booth, master in chancery, who 
recommended that it be dismissed for lack 
of jurisdiction. 

Judge West held that under articles 5 
and 14 of the Federal Constitution the 
court had jurisdiction. H e therefore over
ruled l\Ir. Booth's finding as to jurisdic
tion, and accepting the master's estimate 
of revenue derived by the company under 
the 5-cent fare, ruled that the fare was in
sufficient and that the company was en
titled to r eli ef . 

First Mortality Among Buses 
G. A. Whalen, Commissioner of Plant 

a nd Structures of New York, has explained 
thnt the bus line known as the Bay Ridge
Fort Hamilton line, had gone out of busi
n ess because of lack of patronage. It was 
the first failure of one of l\layor Hylan's 
lines , and the commissioner said the line 
had been started at the r equest of the 
people of the Bay Ridge section. He said 
if individual owners of buses could not 
earn en ou gh to support themselves and 
t hei r conveya nces they would have to 
quit. Other bus lines being operated by 
th e city, he sa id, h ad been financially 
successful. 
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Transportation 
News Notes 

Six-Cent Fare Continued.-The State. 
Public Utilities Commission has a uthor
ized the Kankakee (Ill.) E lectric Rail way 
to continue in effect until Jan. 7, 1920, the 
present 6-cent fare in that city. Nineteen 
tickets will continue to be sold fo r $1. 

Reserves Decision on Fare Increase.
The Public Service Commission for the 
Second District has reserved decision on 
the application of the Buffalo & Lake Erie 
Traction Company, Buffalo, N. Y., for an 
increased fare and cancellation of the 
transfer privilege with the International 
Railway. The application for increased 
fare is based on a physical valuation of 
$1,143,553. 

Fare Case Carried to I. C. C.-Leroy 
Browning, Corporation Counsel, of East 
St. Louis, Ill., following the rejection of a 
petition to reopen a hearing on an injunc
tion granted by Federal Judge George W. 
English of the Eastern Illinois District 
permitting the East St. Louis & Suburban 
Railway, East St. Louis , Ill., to increase 
its fares, proceeded a t once to Washington 
to present a protest against the increased 
rates before the Interstate Commerce Com
mission . 

Cites New York Decision in St. Louis.
The Civic League of St. Louis, Mo., which 
has declared that the Public Service Com
mission exceeded its authority in increas
ing fares in St. Louis while the city has a 
contract for 5-cent service, has called the 
attention of City Counsellor Daues to the 
order issued by Justice Finch of the New 
York Supreme Court restraining Public 
Service Commissioner Nixon from giving 
New York surface lines relief in higher 
fares on a similar theory. 

Seven Cents in Wilmington.-The Wil
mington & Philadelphia Traction Com
pany, Wilmington, Del., has installed 7-
cent cash fares on its Wilmington local 
lines under authority granted by the 
Wilmington Board of Public Utili ty Com
missioners. The company had asked for 
an 8-cent fare. Under the commission's 
ruling metal tokens are sold at the rate 
of four for 25 cents, and free transfers 
a r e given. The higher fare was made 
necessary by a wage advance of 10 cents 
a n hour made to trainmen some time ago. 

Jitneys and Higher Fares.- Addressing 
the Board of Trade of Abingt on, Mass., 
recently, P. F. Sheehan of the Brockton 
division of the Eastern Massachusetts 
Street Railway, stated that jitney competi
tion was taking $4,600 a week from the 
company's earnings in Brockton, $1,600 at 
Whitman and several hundred dollars in 
other communities. Mr. Sheehan said 
that lower fares could be put into effect if 
jitney competition were eliminated, prob
ably 6-cent or 7-cent fares in place of the 
present 10-cent rate. 

Fare Increases in Bay State.-The East 
Taunton (Mass.) Street Railway has 
adopted a 7-cent fare on its lines under 
authority recently granted by the State 
Public Service Commission. The company 
had asked for an 8-cent fare. The new 
rate will remain in effect for three months. 
The commission has also approved the 
petition of the Milford & Uxbridge Street 
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Railway for authority to charge 8-cent 
fares. The Eastern Massachusetts Street 
Railway has filed with the commission 
a supplementary rate between Stone 
Bridge and the state line under which it 
proposes to issue five tickets for 35 cents. 

Bloomsburg Seven-Cent Fare Stands.
The Public Service Commission of Penn
sylvania has dismissed a complaint against 
charging of a 7-cent fare by the North 
Branch Transit Company, Bloomsburg. 
The company, which operates lines be
tween Danville, Berwick, Bloomsburg and 
Catawissa, some time ago increased fares 
from 5 cents to 7 cents. Even under the 
higher rates there was a deficit for the 
first six months of 1919 of $3,817. The 
company has paid no dividend, on its 
capital stock of $525,000 and has de
faulted on interest on its $532,000 bond 
issue since Jan. 1, 1915. It is now in the 
hands of a receiver. 

Traveling Agent Will Investigate Ser
vice.-The Monongahela Valley Traction 
Company, Fairmont, W. Va., has created 
the position of traveling passenger and 
express agent and has appointed C. H. 
Hardesty to the post. His duties will be 
to travel over the entire system with a 
view to ascertaining the character of the 
service. He is to investigate complaints 
of insufficient or poor. service and to recom
mend improvements. He will also ar
range for transportation in connection 
with conventions and will investigate the 
company's express service. The traveling 
agent will have access to all operating rec
ords. He will report directly to the gen
eral manager. 

New Transfer System for Seattle.-The 
Seattle (Wash.) Municipal Street Railway 
will put in effect a new system of trans
fers, which it is believed will save the city 
about $500 daily. The new transfera will 
be about the size of a theater ticket, of a 
different color for each day of the week, 
and will be stamped with the hour. To 
support his claim that the passengers on 
the municipal lines have been riding too 
far for a nickel, Thomas F. Murphine, 
superintendent, recently sent a man out 
with instructions to see how far he could 
ride on one fare. Starting at 9 a. m., he 
was still riding at 4 p. m., without having. 
stopped for lunch. It is said that he 
could have continued longer. 

A Profit to all Merchants Handling 
T okens.-Letters announcing the addi
tional delivery of fare tokens before Nov. 1 
were received by every merchant in St. 
Louis, Mo. The merchants were asked 
whether they would handle the tokens and 
sell them to the public. As an inducement 
to the merchants the United Railways 
promised to supply tokens in lots of fifty 
at 7 cents each, and not to require any 
payment until the tokens had been dis
posed of by the deal er. Consequently any 
dealer who sells two tokens at the rate 
set by the Public Service Commission, 
two for 15 cents or seven for 50 cents, 
will clear a profit. It is thought by rail
way officials that this inducement will 
widen the- distribution of th e tokens 
among the merchants. 

Another Increase Asked.-The Wash
ington-Virginia Railway, Washington, D. 
C., which was recently allowed to in
crease fares on its interurban lines by 
the Interstate Commerce Commission, 
has petitioned that body for a still fur
ther increase in rates. Tl1e commission 
on Oct. 15 authorized an advance in fares 
amounting to approximately 10 per cent. 
The company, which operates lines in the 
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District of Columbia and Virginia, now 
asks that the cash fare between Washing
ton and Alexandria, Va., be increased 
from 15 cents to 20' cents and that rates 
between other points be increased pro
portionately. To eliminate delays caused 
by the payment of cash fares, the com
pany has suggested to the commission 
that a penalty of 5 cents be imposed on 
such !ares. 

Cars Unheated, Coal Saved.-The East 
St. Louis (Ill.) Railway is sending out all 
of its cars without heat until the present 
coal crisis is over. An average of six car
loads of coa.l is consumed at the plant 
daily and it is hoped to reduce this con
sumption to four carloads daily by econ
omy. Much of the power used by the com
pany is supplied by the Keokuk Power 
Company, but it is impossible to secure all 
that is needed from this source and some 
must be supplied by the local plants. 

Service Soon Over St. Louis Bridge.:_ 
The Municipal Bridge Commission of St. 
Louis, Mo., has decided to place in imme
diate operation the city-owned cars over 
the Free Bridge. Director of Public Utili
ties Hooke has been directed to establish 
the system. He said it would be in com
plete operation inside of twenty days. 
The operation of the line will follow a 
delay of nearly eighteen months, while 
the city has been waging a legal fight 
in the Illinois courts to prevent the city 
of East St. Louis from collecting an $18,-
000 tax on the part of the bridge extend
ing over East St. Louis property. Under 
the schedule prepared by Chief Engineer 
Butts of the Bridge Commission it is 
planned to establish car service over the 
bridge between 6 a. m. and midnight. 
There will be no " owl service." The fare 
will be 5 cents each way for adults and 
2 cents for children under twelve years. 

Jitney Service Attacked.-James W. 
Synan, of the Massachusetts Highway 
Commission, recently addressed an ex
tended letter to the North Adams Tran
script, pointing out the value of the ser
vice recently resumed by the Berkshire 
Street Railway and stating that no jitney 
service could be compared with it, figured 
on any basis of eighteen hours a day and 
365 days a year, and usually at a thirty
minute or at most an hour's service be
tween communities. Commissioner Synan 
declared that by no possibility can jitney 
and electric railway service be maintained 
in competition in the Berkshire district, 
and urged the public to eliminate at once 
jitney competition with the company in 
Berkshire County. He stated that if it 
became necessary to again shut down the 
Berkshire Street Railway, the county 
would be set back thirty years in its 
cevelopment. 

Ten Cents Asked in Augusta.-The 
Augusta-Aiken Railway & Electric Cor
poration of South Carolina, Augusta, Ga., 
has filed with the Railroad Commission 
of Georgia a petition for an increase on 
car fares from 6 cents to 10 cents on its 
Augusta city lines. The company pro
poses to sell ten tickets for 75 cents. An 
increase in power and light rates is also 
asked. The petition was the answer of 
the company to the recent complaint of 
the city of Augusta, filed before the com
mission, in which the city declared that 
the rates for light, power and fare in Au
gusta were varied and haphazard and 
were not fixed on scientific calculation. 
In its answer the company admits that in 
some measure the city's complaint is true, 
but declares that the present high costs 
of operation require an increase in fares. 
A hearing has been set by the commission 
for Nov. 25. 
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II 
Personal Mention 

II 
W. L. McCloy, Jr., formerly general su

perintendent of the Philadelphia Com
pany, Pittsburgh, Pa., has been promoted 
to the position of general manager of the 
company. Mr. McCloy succeeds Carroll 
Miller, resigned. He has been connected 
with the company for many years. 

R. L. Warner, formerly vice-president of 
the United Railways, St. Louis, Mo., has 
been elected vice-president and treasurer 
of The. North American Company, New 
York City. Mr. Warner has for twenty 
years been actively identified with the 
development and financing of public utility 
properties and railroads, more particularly 
in New England and the South. 

F. S. Chamberlain, who for the last six 
years has been district engineer of elec
tric operation for Henry L. Doherty & 
Company, has been appointed general 
manager of the Mansfield Public Service & 
Utility Company, Mansfield, Ohio. Before 
joining Henry L. Doherty & Company, Mr. 
Chamberlain was connected with the 
American Gas & Electric Company. 

J. Sigfried Edstrom, president of the 
General Electric Company of Sweden is 
in this country to attend the Internatio'nal 
Labor Conference as a delegate of his gov
ernment. Mr. Edstrom was at one time 
connected with the General Electric and 
Westinghouse Companies in this country. 
He also took an active part in the con
struction of the tramway systems in 
Zurich and Gotenburg. 

James G. Nellis has resigned as mana
ger of the Quincy division of the Eastern 
Massachusetts Street Railway, Boston, 
Mass., and will engage in other business. 
Mr. Nellis joined the company at the time 
of its recent reorganization. Previous to 
h~s _appointment as manager of the Quincy 
d1v1s10n, he was for ten years superin
tendent of the Amsterdam division of the 
Fonda, Johnstown & Gloversville Railway, 
Fonda, N. Y. 

Maurice E. McCormick, who resigned 
last July as assistant general manager of 
the New Brunswick Power Company, St. 
John, N. B., has been appointed manager 
of the Quincy division of the Eastern 
Massachusetts Street Railway, Boston, 
Mass. Mr. McCormick succeeds James G. 
Nellis, whose resignation is noted else
where in this column. He was formerly 
assistant general manager of the Bangor 
Railway & Electric Company, Bangor, Me. 
He entered the employ of that company in 
1896 as an a pprentice. 

L. H. Bean, who has been general man
ager of the Tacoma Railway & Power 
Company, Tacoma, Wash., for the last 
nine years, has resigned. Mr. Bean has 
joined the staff of Dwight P. Robinson & 
Company, New York City, as a construc
tion engineer. Before becoming connected 
with the Tacoma Railway & Power Com
pany, a Stone & Webster property, he had 
represented the latter organization at 
Baltimore, Seattle and Bellingham, Wash. 
He has been acting as the chairman of 
the board of trustees of the Tacoma Em
ployees' Association. 

H. Brobecl<, who has been appointed 
superintendent for the Eastern district of 
the San Francisco-Oakland Terminal Rail
ways, joined the company in 1902, wh en it 
was known as the Oakland Traction Com
pany. In 1905 he was transferred to the 

Key division as motorman, and in 1906 
was appointed inspector on all lines of t he 
Oakland Traction Company. In 1908 he 
was appointed assistant superintendent of 
the Key division, which position he fill ed 
until 1915, at which time he was appointed 
chief clerk to George H. Harris, general 
superintendent. 

F. H. Dewey has resigned as president 
of the New England Investment & Se
curity Company, Worcester Mass. and its 
subsidiaries. The electric ~ailway system 
of which Mr. Dewey was formerly the 
head includes the Worcester Consolidated 
Street Railway, the Milford, Attleboro & 
Woonsocket Street Railroad, the Inter
state Consolidated Street Railway, and 
the Attleboro Branch Railroad. He will 
retain an interest in the corporations. 
Mr. Dewey was elected president of the 
Worcester Consolidated Street Railway in 
1898, and of the New England Investment 
& Security Company in 1915. 

Clark V. Wood, president of the 
Springfield (Mass.) Street Railway and of 
the New England Investment & Security 
Company, Worcester, Mass., has been 
elected president of the Worcester Con
solidated Street Railway, a subsidiary of 
the latter corporation. Mr. Wood has also 
been chosen president of the Milford 
Attleboro & Woonsocket Street Railroad'. 
the Interstate Consolidated Street Rail
way, and the Attleboro Branch Railroad 
all subsidiaries of the New England In~ 
vestment & Security Company. He suc
ceeds F. H. Dewey, Worcester who has 
resigned. Mr . Wood became h~ad of the 
New England Investment & Security Com
pany last July, following Mr. Dewey's 
resignation from that office. 

Elbert G. Allen, who has been appointed 
advisory engineer of the Stone & Webster 
organization, was educated at the Massa
chusetts Institute of Technology. He re► 
ceived the degree of B. S. in mechanical 
engineering in 1900 and E. E. in 1901. 
From 1901 to 1907 he was employed by 
Stone & Webster on various kinds of engi
neering work. He was superintendent of 
construction for Stone & Webster at 
Dallas, Tex., in 1907 and then returned to 
the Boston office, where he has since had 
charge of much of the important steam 
and electrical work done by the company. 
In 1918 he was made assistant engineer
ing manager. His new appointment as 
advisory engineer will leave him free from 
routine matter so that he can devote him
self to consultation and special problems. 

Obituary 

A. M. Moore, superintendent of equip
ment of the Georgia Railway & Power 
Company, Atlanta, Ga., died at his home 
in Atlanta on Sept. 28 after an illness of 
several weeks. Mr. Moore, who was fifty 
years of age at the time of his death, had 
been connected with the company for 
many years. He was formerly its master 
m echanic, and was appointed superintend
ent of equipment in 1916. 



Manufactures and the Markets 
DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE MANUFACTURER 

SALESMAN AND PURCHASING AGENT 
ROLLING STOCK PURCHASES BUSINESS ANNOUNCEMENTS 

Varnished Insulations Show 
Advance in Price 

Increased Costs Send Cotton and Silk 
Products Up from 10 to 2 0 Per 

Cent Under Good Buying 
Several kinds of insulation materia ls 

increased in price about Nov. 7. The r ise 
of 2 cent s a pound on friction tape was 
individual ra ther than general, but the 
expression was not individual that a fur
ther rise might be expected before the end 
of the year. Jobbing houses of electrical 
su pplies are as a rule well supplied with 
tape, and many will not be in the market 
for new stocks until the end of the first 
quarter of the new year. 

Varnish ed cambric in sheet and tape 
form h as advanced in the neighborhood 
of 10 per cent, with about a 2 point higher 
rate on the tape because of the additional 
labor necessary to get it into that•form. 
Cotton in the r aw state has advanced to 
around 40 cent s a pound, and this increase 
plus the added cost of labor to get it woven 
has been g iven as the cause for the ad
vance in the finishecl insulation. White 
cotton tapes, on the other hand. have not 
advan ced, as fa r as could be learned. 

S ilk insulation has taken a much higher 
jump: in fac t , the supply for this purpose 
is so limited that more often than not it 
is n ecessary to get a price according to 
the amount of stock which can he secured 
to fill a definite order. The most recent 
a dvan ce on s ilk tape is that of about 20 
per cent on Nov. 7. The s ilk cloth , var
nished, is somewh at lower." Prices are ex
tremely uncertain, h owever, and likely to 
increase at a n y time. 

r- Good Sales Recorded m 
Portable Track Grinders 

Produc tion Is Graduall y Catchin!{ U p to 
Norma l- Deli veries A re Made in 

O ne to Two Weeks 
The amount of busine;;;s being trans

acted in portable track grinders is good 
and has been improving right along for 
several months past. Grinder stocks are 
in good shape, and are sufficient to meet 
normal demands for a period of four 
weeks. Production has fall en behind 
from a number of different causes, but is 
gradually catching up and will be suffi
cient to take care of all demands unless 
some unforeseen obstacle arises. Recent 
sales show considerable improvement and 
the prospects are promising for an in
crease in -.sales for the n ext three months. 
Sales for the past six months are double 
those for the corresponding period of last 
year. The buying appears to be regular, 
and no advance in prices has been made 
recently. Furthermore, no advances are 
looked for this year. 

Present stocks are in such -.shape that 
deliveries on track grinders can be made 
in ten days of receipt of order. One com
pany advises that one to three machines 
are available for immediate delivery. 
Although large individual orders are 
scarce, a manufacturer has recently sold 
six to ona company. l\Ianufacturing con-

ditions a re good at the present time and 
no troubles from labor sources are looked 
fo r at the present time. With one or two 
exceptions, r a ilways are m eeting their 
bills a littl e more pr om ptly than has 
been the 'custom in the past year. 

Steel Rail Prices May Advance 
Firs t Quarter Quotations are Withdrawn 

by a Large Producer-The Pig 
Iron S ituation Is Unsettled 

On the s trength of a possible increase 
in the price of pig iron, at least on e large 
producer is holding back quotations on 
first and second quarter delivery of stand
a rd rail sections. 

At the present writing there is no in
formation availabl e to the effect that the 
s teel interests will advan ce prices, al
though several large sales of pig and 
foundry iron have been made a t increases 
of from $2 to $3 a ton over the old prices. 
T-rails and g irder rails are holding firm. 
No present manufacturing conditions are 
satisfactory and a prod uction close to 
normal is assured. Good quotations for 
delivery can be made on certain types 
of special work, although a ll orders are 
subject to mill conditions. 

The general trend in rails is upward, 
and it is believed that on account of h eavy 
steel requirements of t he first and la t er, 
a congestion will result such as was ex
perienced during the early part of 1918, 
when unfilled orders ran up as high as 
9,500,000 tons. The production of rails , 
which in 1918 amounted to more than 
2,500,000 tons, is expected to show a great 
increase in 1919. This is on account of 
the small amount of rails purchased in 
the past five years. Present indications 
a re that highe r prices a nd longer de
liveries than at present may be the r ule 
next year, and that those companies which 
are able to place their requirement s 
should make every effort to do so n ow in 
order to be assured of deliveries later. 

Pole-Handling Tool and 
Supply Prices Higher 

Heavy Buying of Peavys, Pikes, Climbers, 
P liers, Etc., Reduce Local Stocks

Shipments Good 
Adva nces have just been reported in 

the price of representative lines of pole
handling equipment and tools u sed in con
nection with pole construction. The ad
vance amounted to 20 to 25 per cent and 
was applied to such equ ipment as peavys, 
cant hooks, pikes, etc., and climbers, pliers 
and kindred tools. Order s h ave been 
heavy this fa ll for construction equipment, 
and local stocks a r e low. Nevertheless, 
manufacturers can make almost imme
diate shipment from fact ory stocks. 

Pole hardware buying has been pa rticu
larly heavy, and in some quarters stocks 
are virtually gone. Shipments which a r e 
in transit from manufacturers should soon 
relieve the local shortage. Factories are 
shipping in from two to t h ree weeks. 
Prices show no change bu t there is an 
apparent tendency upward before t he year 
closes. 

Thirty Days Best Delivery on 
Snow Plows 

Two Months Quoted on Certain Types
Some Fair Sales Made-Old Equip

ment Being Repaired 

The volume of business in snow sweep
ers and plows has failed so far to come up 
to the mark set by last year's business 
or of the previous year. While there have 
been order s from different companies in 
No'r thern a nd Northeastern states, the ma
jority of ra ilways a re not purchasing thei 
additional snow-clearing equipment which 
t h ey n eed. A number of large companies 
have placed inquiries on fairly heavy re
quirements, a nd it is expected that some 
of these will materialize within the next 
few weeks. 

For a lim ited number of equipments in 
one of sever al types, such as a combina
tion nose plow a nd sweeper or with nose 
plows or sweeper on both ends, deliveries 
can be made by the first of the year or 
shortly thereafter . If prospective pur
chasers order certain equipment now in 
s tock, deliver y in as quick time as thirty 
days can be made. These a r e the best 
delivery dates available, a lthough some 
manufacturers are quoting delivery of two 
to th r ee months, and longer. Another 
large manufacturing com pany a dvises that 
owing to a large amount of work going 
through the shops, i t will be unable to 
build the sweepers and plows for this 
yea r 's delivery. 

Orders for repair parts on snow sweep
er s have been light so far this season. 
Old equipments a r e being put into shape, 
but the repair ing is of the home-made 
variety. Som e order s for long brooms and 
for broom materia ls have been placed, but 
in small volume. 

Davi& Steel Wheel Sales Show 
Improvement 

No Price Increases Recently-Sales for 
First Half Show Slight Decrease

Deliveries Good 
Sales of Davis steel wheels for August, 

September and October show considerable 
improvem ent over previous months, al
though t h e buying is . still of an irregular 
nature. Sa les for the first half of this 
year, according to reports, are less than 
fo r th e corresponding period of last year. 
This period of slackness was naturally 
expected, however, coming as it did after 
t h e heavy war orders were filled. 

P rices h ave not advanced in the past 
three months, but there is no telling what 
m ay be expected during the first quarter 
on account of advanced quotations on pi~ 
iron for future delivery and the present 
s ituation in the steel industry. Present 
reports indicate that the situation is grad
ually becoming better, and that the end 
of the trouble may come within the pre
sent month. 

There is no decline in the raw material 
market. Manufactliring conditions are 
good and have not held up deliveries as 
might be expected. Deliveries at the pres
ent time are being made in from six to 
eight weeks. 
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Rolling Stock 

Sacramento (Cal.) Northern Railroad, 
has ordered two 60-ton electric locomo
tives. 

Capital Traction Company, Washing
ton, D. C., expects to purchase forty new 
double-truck cars to cost $500,000, and to 
reconstruct and repair its tracks and pro
vide additional power-house equipment, 
totaling in all an expenditure of approxi
mately $1,100,000. 

Recent Incorporations 

San Francisco & Sacramento Railroad, 
Oakland, Cal.-The San Francisco & 
Sacramento Railroad has been incorpo
rated as the successor to the Oakland, 
Antioch & Eastern, the Oakland & Eastern 
and the San Ramon Valley Railroads. 
The new company is capitalized at $5,· 
500,000. 

Spotsylvania Railroad, Richmond, Va.
The Spotsylvania Railroad has been char
tered to build an electric line three miles 
long in Spotsylvania County, Va. The 
officers of the company are: C. B. Lathrop, 
president; J. D. Patton, Jr., secretary, 
Joseph Baker, Edward McAuley, Clarence 
Stutz, E. I. Dunkman, M. Davis and Lewis 
Durham are directors. 

Franchises 

Pacific Electric Railway, Los Angeles, 
Cal.-The City Council of Los Angeles, 
Cal., has passed an ordinance permitting 
the Pacific Electric Railway to construct 
a single-open track upon and across Cen
tral Avenue. 

Pacific Electric Railway, Los Angeles, 
Cal.-The City Council of Long Beach, 
Cal., has passed a franchise ordinance em
powering the Pacific Electric Railway to 
construct double and single tracks adja
cent to the Los Angeles County flood-con
trol district in the city of Long Beach. 

Stephensville, Tex.-Construction of a 
railway line from Stephenville to Desde
mona, a distance of about 30 miles in the 
west Texas oil fields, is proposed by a com
pany now being organized by business 
men of the two towns. The line will be 
electrified as soon as a power plant and 
transmission line can be built, but in the 
meantime the road wl.11 be operated as a 
at~am ,line. EngbJ.eers are now in the field 
making surveys for the line. 

Track and Roadway 

Pacific Electric Railway, Los Angeles, 
Cal.-The Pacific Electric Railway has 
applied to the Railroad Commission of 
California for authority to construct a 
second track at grade at three points 
across the Wilmington-San Pedro Road 
and across Harbor Boulevard, San Pedro. 

Sacramento Northern Railroad, Sacra
mento, Cal.-The Sacramento Northern 
Railroad plans to extend its tracks from 
Sacramento for a distance of five miles 
down the Sacramento River. 

San Francisco, Cal.-The Board of 
Supervisors of San Francisco has granted 
John A. Fears a spur track permit to 
switch electric cars across Mission Street 
at Twelfth Street. 

ELECTRIC RAILWA Y JOURNAL 

Connecticut Company, New Haven, 
Conn.-The Connecticut Company has r e
laid its tracks from North Main Street, 
Southington, to Buckland Street, Plain
ville. 

Connecticut Company, New Haven, 
Conn.-The Connecticut Company has be
gun laying the rails for its new track 
across the P laza, Bridgeport, Conn. 

Carolina Beach Electric Railway, Wil
mington, Del.-Ground will be broken 
about Dec. 1 for the construction of the 
Carolina Beach Electric Railway from 
Wilmington to Carolina Beach, a distance 
of 13 miles. The road will be ready for 
operation before the next summer season. 
The authorized capital of the company is 
$650,000. 

Greenview Electric Light & Power 
Company, Sweetwater, Ill.-The con
struction of an electric railway in Sweet
water, is contemplated by the Greenview 
E lectric Light & Power Company. 

Binghamton (N. Y.) Railway.-The 
Public Service Commission for the Second 
District , has issued an order approving 
construction by William G. Phelps, re
ceiver for the Binghamton Railway, of an 
extension of the company's Port Dickin
son line to the plant of the Hire's Con
densed Milk Company in the town of 
Fenton. 

Brooklyn (N. Y.) Rapid Transit Com
pany.-An order has been issued by Tran
sit Construction Commissioner John H.De
laney, directing the receiver of the Brook
lyn Rapid Transit Company to proceed 
with the construction of the last section 
of the Culver Line, involving the right-of
way from Sheepshead Bay to the Coney 
Island terminal. 

Eastern Massachusetts Street Railway, 
Boston, Mass .-The Eastern Massachu
setts Street Railway is laying new rails 
on its Maltapan line in Randolph, Mass. 

Eastern Massachusetts Street Railway, 
Boston, Mass.-The Eastern Massachu
setts Street Railway plans to relay its 
tracks in Market Street, Boston. 

Eastern Massachusetts Street Railway, 
Boston, Mass.-The Eastern Massachu
setts Street Railway has reconstructed the 
tracks in Winter Street, Lynn, Mass., at 
a cost of $15,000. · 

Detroit (Mich.) United Railway.-The 
Detroit United Railway is rerouting its 
Hamilton line cars preparatory to aban
doning its tracks in Ledyard Street and 
Cass Avenue. 

Detroit (Mich.) United Railway.-A 
delegation of one hundred persons, repre
senting the section of Detroit east of the 
present Warren Avenue terminus, re
cently requested the Detroit City Council 
to make an agreement with the Detroit 
United Railway whereby the car line pro
posed for their section of the city could 
be built without delay. 

Northern Ohio Traction Company, 
Akron, Ohio.-The Northern Ohio Trac
tion & Light Company has accepted a 
twenty-five-year franchise on the Canton
Massillon road. It must now be approved 
by the Stark County commissioners and 
by the property owners along the line. 

Cincinnati (Ohio) Traction Com -
pany.-Street Railway Director Calkins 
of Cincinnati, Ohio, has addressed a com
munication to the City Council asking for 
a n investigation of the engineering and 
financial feasibility of replacing the pres-
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ent double trolley system with the stand· 
ard single system in connection with the 
possible adoption of single-truck, one-man 
cars on certain lines. 

Cincinnati (Ohio) Traction Company.
It was decided at a meeting of the Cincin
nati Rapid Transit Commission on Oct. 3 
that work on the construction of the rapid 
transit loop should commence on Oct. 15, 
by turning off the canal wate<rs. 

Lake Shore Electric Railway, Cleve
land, Ohio.-During the present year the 
Lake Shore Electric Railway has spent 
approximately $225,000 on repairs and ex
tensions to its Lorain city line. Tracks 
have been extended to the Cromwell steel 
plant and the main line has been im
proved. Work on the elimination of the 
loop at Erie Avenue and Broadway has 
been completed. 

Harrisburg (Pa.) Railways.-The Har
risburg Railways has finished the relay
ing of its tracks in Second Street between 
North and Reilly Streets at a cost of 
$44,904. 

Power Houses, Shops 
and Buildings 

Chicago, North Shore & Milwaukee 
Railroad, Highwood, 111.- The Chicago, 
North Shore & Milwaukee Railroad has 
leased the two-story building at 209 South 
Wabash Avenue, Chicago, for use as a 
passenger waiting room. 

Toledo Railways & Light Company, 
Toledo, Ohio.-The Toledo Railways & 
Light Company has put off opening its 
new building a t Superior Street and Jef
fe rson Avenue. The structure, which con
tains nearly two acres of floor space, will 
be used for offices. 

Trade Notes 

Joseph H. Towle formerly with the 
Railway Improvement Company, New 
York City, severed his connection with 
this company on Sept. 1. He was formerly 
with the People's Railway, Dayton, Ohio, 
and the Springfield (Ohio) Railway. Mr. 
Towle has now formed a new company 
with T. A. Calhoun known as Towle & 
Calhoun, which will be located at Grand 
Rapids, Mich., and will act as the dis
tributer of the Willys farm light through
out western Michigan. 

Belgian Purchasinf!" Agencies.-C O • 
operative purchasing bureaus have been 
established in Belgium under the auspices 
of the Belgian Ministry of Reconstruction. 
For supplying iron, steel or metal-working 
equipment, manufacturers should address 
the Societe Co-operative, Association des 
Vicinaux de Belgique, 32 rue Eloy, Bruxel• 
les, for interviews; Societe Co-operative, 
Federation des Centrales d'Electricite de 
Belgique, 158 rue Royale, Bruxelles, for 
power plan ts, and Societe Co-operative, 
Association des Tramways Electriques des 
Belgique, 15 Avenue de la Toison d'or, 
Bruxelles. 

Western Electric Company, New York, 
N. Y., announces that Frank Gill, who 
started in the telephone business in 1882 
and has performed important work in 
many different countries, has been ap
pointed chief engineer in Europe for the 
company, J. P. McQuaide, after about 
twenty years of continuous service at 
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Philadelphia, h as been transferred to Cin
cinnati as stores manager. F. H . Van 
Gorder, a power appara tus specialist, has 
been appointed manager of the Newark 
store. A. H. Ashford is in ch arge of com
pany's br anch at J acksonville, F la. 

E. L. Sullivan has been a ppointed t o 
represent the Green Engineering Compan y 
in th e P ittsburgh district, including wes t
ern Pennsylvania, eastern Ohio and west
ern West Vi rginia. Mr. Sullivan has been 
a special r epr esentative for the McDon
ough Regulator Company for th e past ten 
years in Chicago and Pittsburgh. He has 
devoted a ll, of his time to special investi
gations pertaining to the securing of more 
efficient boiler and furnace operation . Mr. 
Sullivan will maintain the company's 
present offices at 2545 Oliver Building, 
Pittsburgh, where he will serve in all mat
ters pertaining to the sale of Green chain
grate stokers, seal flex arches, steam-jet ash 
conveyors, cast-iron ash tanks and replace
ments for the same. 

S. A . Redd ing, mecha nical and electri
cal engineer, who has been with the 
Georgia R ailway & Power Company, At
lanta, Ga., for fifteen and a half years, has 
established a special technical service in 
South American countries and will make 
commercial, industrial and financial re
ports. As general superin tendent of the 
Georgia Railway & Power Company, he 
had general supervision over the steam 
and water power production, transmission 
lines, and all operating and maintenance 
in the electrical department as well as all 
engineering and construction. He will 
represent the following companies: Ohio 
Brass Company, Delta-Star Electric Com
pany, Crouse-Hinds Company, Cheatham 
Electric Switching Device Company, 
Nachod Signal Company, G & W Electric 
Specialty Company and the Columbia Ma
chine & Malleable Iron Company. 

E. M. Cutting, formerly Western mana
ger of the Edison Storage Batter y Com
pany, has been appointed manager of the 
railway department with headquarters at 
the factory, Orange, N. J . In 1888 he com
menced working for the Southern Pacific 
Company in its signal department and in 
1897 was promoted to be supervisor of the 
Western division of the road. In 1905 he 
r eceived charge of the electric lighting of 
the passenger-train cars of the system, 
st ill retaining the position of Signal 
Supervisor. Three years later he was ap
pointed engineer of train lighting, heating 
and ventilation of the entire system. H e 
resign ed from the Southern Pacific Com
pany Dec. 31, 1912, to become manager of 
the newly created Western branch of the 
Edison Storage Battery Company. 

Economy Electric Devices Company , 
Chicago, Ill., announces the r ecent sale 
of Economy power-saving watt-hour me• 
ters to an electric railway company in 
Arequipa, Peru, South America, to the 
Eastern Texas Electric Company, Beau
mont, Tex.; to the Eastern Massachusetts 
Street Railway, Boston, Mass., an d to the 
Chicago, North Shore & Milwaukee Rail
road, Highwood, Ill. The twenty-eight 
meters furnished the Eastern Massachu
setts Street Railway included special fea
tu res designed to serve in measuring 
energy transmitted between the various 
parts of the d. c. distribution system. 
The power depar tment s imilarly with 
other departments of the company h as 
been divided into twelve uni ts and these 
are tied together through the Economy 
meters. 

E L ECT RI C R A I LWAY JO U R NA L 

. John Kelly, who for a number of year s 
was New York district m anager of the 
Edison Stor age Batter y Company, has 
been appointed general sales m anager of 
the Edison Storage Batter y Company, with 
h eadquar ters at Orange, N. J . This pro
motion for Mr . Kelly follows closely upon 
his previous promotion, on July 1 of this 
year, to the position of assistant genera l 
sales man ager. Mr. Kelly br ings to h is 
new posit ion the exper ience of a lon g and 
varied career in the storage-battery, elec
tric vehicle and accessory business. F or 
nine a nd one-half years he was district 
ma nager of the New York office of the 
Edison Company. Before that he had 
been a salesman for the Westinghouse 
Storage Batter y Company, for the Swine
hear t Tire & Rubber Company, fo r the 
Firestone T ire & Rubber Company a nd 
for the New York E dison Company. 

Electrolytic Oxy-Hydrogen Laborator
ies , Inc., New York City, announce the 
formation of a sales and manu facturing 
company under the name of the Electro
labs Company. This will give them an 
opportunity to increase t heir organization 
to meet the increasing demand of their 
business. Electrolytic Oxy-Hydrogen 
Laboratories, Inc., will continue in 
charge of the laborator ies and maintain 
a t echnical supervision over the work of 
the new company. The general offices an d 
works of both companies have been moved 
from Dayton , Ohio, into larger quar ter s a t 
2635 Penn A venue, Pittsburgh, Pa. The 
facilities for production of the n ew plant 
will be many times greater than th e old 
plant a nd will make possible even better 
deliveries than in the past . The genera l 
sales offices are being continued at 15 Wil
liam Street, New York City, and branch 
sales offices have been opened in Morris 
Building, Philadelphia, and the Merchants' 
Exchange Building, San F rancisco. I. H . 
Levin continues in charge of techn ical 
and r esearch work and D. J . Tonkonogy 
in general charge of sales. 

New Advertising Literature 

R. V . Hubbell, Bridgeport, Conn.: Cir
cula r No. 184 on its reflectors. 

W . N. Matthews & Brothers, St. Louis, 
Mo.: A mailing folder on its Holdfast 
lamp guard. 

Dictograph Products Corporation, New 
Yo rk , N. Y. : An illustrated folder on 
office telephones. 

Vaile-Kimes Company, D ayton, Ohio : 
Catalog F on elect r ically operated water 
supply systems. 

Blaw -Knox Company, Pittsburgh, Pa. : 
A fo lder about its s ingle-line clam shell 
au tomatic buckets. 

Brenkert Light Proje cti on Company, 
Detroit, Mich.: Folder on its "Crescent 
B " spot floodlamp. 

Allis-Chalmers Manufacturing Com• 
pany, Milwaukee, Wis.: Bulletin No. 1104 
on " Steam Turbine Blading." 

M. W . Dunton Company, Providence, 
R. I. : F ourth edition o f " Soldering 
Kinks," a 116-page booklet. 

Cutle r-Hamme r Manufacturing Com
pany, Milwaukee, Wis. : Booklet " J " de,
scribing its r ectangular magnets. 

Cutler-Hammer Manufacturing Com
pany, Milwaukee , Wis. : Booklet on "Elec
trical Opera tion of Gate Valves." 

Bailey Mete r Company, Cle veland, 
Ohio : Bulletin No. 30 on "Fluid Meter s 
for Low Pressure Gas and Air." 
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National Carbon Company, Inc., Cleve• 
land, Ohio: Brush Bulletins 11 and - 12 
dealing with carbon brush setting and 
friction. 

Thompson Electric Company, Cleve• 
land, 0.: Pamphlet "How to Make Reflec
tors Reflect " on safety discc,nnecting 
hangers. 

United Smelting & Aluminum Com• 
pany, New Haven, Conn.: A 150-page 
book on " Side Lights on Aluminum and 
Non-Ferrous Metals." 

Jeffrey Manufacturing Company, Co• 
lumbus, Ohio: Bulletin No. 273 supple
menting catalog No. 244 and coverin~ 
Jeffrey standard bucket elevators. 

Toledo Pipe Threading Machine Com• 
pany, Toledo, Ohio: An illustrated cir
cular about its portab le motor for operat
ing pipe threading and cutting tools. 

Trumbull Electric Manufacturing Com• 
pany, Plainville, Conn. : Circular No. 46 
on its " Circle T " exter nally operated 
engine switches and meter protective trim. 

Herman H . Sticht & Company, New 
York , N. Y .: A leaflet on " Standco,. 
hand tachoscopes and " Standco " h and 
tachometers. 

J. H . Williams & Company, Brooklyn, 
N. Y. : Seventeenth edition cat alog, on its 
Vulcan, Agrippa and Falcon brands of 
drop forgings and drop forged tools. 

British Aluminum Company, W . To• 
ronto, Can.: A 12-page pamphlet on the 
use of aluminum sheet, describing its 
manufacture, finishing and applications. 

Bennage Company, Cleveland, Ohio : A 
bulletin describing the Sepco system made 
by the Steam Electric P roducts Company 
of generating steam for heating devices, 
by electricity. 

Stow Manufacturing Company, Bing• 
hamton, N. Y.: Bulletins 103 on motor
driven tools of every type and description. 
Bulletin 104, portable tools, drills and 
flex ible shaft grinder s. 

Condit Electrical Manufacturing Com• 
pany , South Boston, Mass. : Bulletin No. 
414-2 on type E-4 oil switches and circuit 
breaker s whose maximum ampere capac
ity has recently been increased to 800. 

Under-Feed Stoker Company of Amer• 
ica, Detroit, Mich. : A thirty-one page 
booklet containing much in teresting in• 
formation regarding coal from various 
geographical sections of the country. 

Belden Manufacturing Company, Chi• 
cago, Ill. : Bulletin No. 1208 on "Belden
mold," descript ive of material, terms and 
conditions covering quotations, orders and 
production of synthetic molded insula tion. 

A lli s-Chalmers Manufacturing Com• 
pany, Milwaukee, Wis.: Bulletin No. 1091 
on its " Type OB-4 Governor" for auto• 
matic regulation of pressure for air brake 
equipment and s tationa ry or portable air 
compressors. 

General Electric Company, Scbenec• 
tady, N. Y. : The Geco resistor for incan
descent h eadlights for 500 t o 600 volt cir
cuits, giving lamp ·data, weight, dimen
sions, description of mounting, and dia• ~ 
gram of connections. 

Metal & Thermit Corporation, New 
York, N. Y . : A folder entitled "How 
Thermit Cured My Diseased Neck," illus
trating a repair on the 16-in. diameter 
neck of a lar ge roughing-mill pinion used 
by the Universal Rolling Mill Company, 
Bridgeville, Pa. • 




