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recently have been forced to cut wages or shut up shops, 12 • Y 
and in numerous instances employees of late have 
asked for wage cuts in preference to idleness. 

Were it not for the gains in cost reductions incidental 
to the introduction of machinery in the track construc
tion field it is doubtful whether the street railways could 
have borne even ~s well as they have the remarkable 
wage rise in track labor, not to speak of other labor. 
Something would have happened long ago. Reference 
need only be made to C. H. Clark's article in the issue 
of this paper for Feb. 21, 1920, in order to get a clear 
idea of the value of "machine-made" track as a means of 
keeping down costs. 

The Cleveland wage cut may be taken as indicative 
of the arrival of the time when electric railways must 
fall in line with other industries and get back toward 
pre-war "normalcy" in their payroll costs if they expect 
to enter upon the road to financial recovery. Cleveland has 
also shown the way heretofore in adopting machinery 
to offset rising costs of track construction. With re
newed efforts there may be expected still greater cost 
reductions through the use of more and better 
machinery, and the latter, combined with wage reduc
tions, introduced as conditions warrant, should go a long 
way toward putting our utilities upon their feet. 

Electric Railway Work Ought 
to Appeal to Young Engineers 

WHILE construction is at a low ebb on electric rail
way properties at the moment, there is still pre

sented a wealth of interesting problems of an engineer
ing character. Assuming for the purpose of argument 
(and only for this purpose, mind you, for it isn't so ) 
that the pay of engineers in this field is what it ought 
to be, it will be worth while to consider the attractions 
other than financial of the electric railway field for thi s 
class of trained men. Electric railway transportation 
will always rest on a civil-mechanical-electrical engi
neering foundation. It must do so as long as rolling
stock moves over track structure, impelled by power 
mechanically produced and electrically transmitted. 

One might conclude that by this time all of the essen
tial electric railway engineering problems had been 
solved. Far from it! New ideas in car design, track 
structure, paving, shop practice, power generation, 
power transmission, etc., are being evolved now as vigor
ously as ever, although not in such sensational fashion 
as of yore. This means that fresh engineering talent 

Swat the Swindler and 
Save the People's Money 

TH E week that concludes today has been called 
Franklin week because it was hoped thereby to 

revive interest in the homely but wise maxims on the 
desirability of thrift, long associated with the name of 
Benjamin Franklin. The proverbs of Poor Richard are 
especially worth remembering today when the world is 
endeavoring to recover from the most severe upset in 
its history and when on each member of society there 
rests the duty of repairing so far as he can the havoc 
wrought by war. 

But the thrift movement means more than simply to 
save money. It includes also the wise investment of 
the amounts saved, and the need fo r intelligence in 
investment is shown by the recent estimate that $250,-
000,000 is lost by the public each year in bogus stock 
schemes. By a coincidence this sum just about equals 
the requirements of the electric roads in 1921 for 
refunding their maturing obligations. 

It is a sad commentary on the gullibility of human 
nature that fraudulent schemers can get money where 
legitimate enterprises cannot secure it, or can secure it 
only with great difficulty. This leads up to the questions 
(1) how can this stream of investment be turned into 
legitimate channels and (2) how much of it could be 
attracted to investment in utilities. If the present thrift 
movement is at all extended the sum thus to be protected 
from fraudulent promoters will be considerably more 
than $250,000,000. 

As for the first question, education and more rigorous 
prosecution of the swindlers are the best answers. Most 
states now have blue sky laws as a basis for prosecution. 
Education on the fundamental principles of investment 
should also be conducted, and here the local banks and 
such organizations as the Y. M. C. A. and even the 
public schools could help. In such national movements 
no particular form of permanent investment could be 
singled out as being preferable. Nevertheless, while 
the utilities would indirectly profit by any increase in 
investment fu nds, their securities would probably oft en 
be chosen for investments of the kind under cons ide ra
tion. For this purpose they have the advantage that 
they are a well-known form of corporatio n whose 
property is visible, that they supply a necessity a nd that 
their finan ces and capitalization are supervised to a con-
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siderable extent by the state. Moreover, at present 
interest rates their securities can be offered at very 
attract ive prices. The return may not be as high as 
that promised by fraudu lent promoters who have no 
intention of paying back anything, but it is sufficient, 
especially in view of the probability of increases in 
secur ity prices, to constitute a "real bargain." 

Some utilities, especially among the lighting com
panies, have been successful in selling stock, usually pre
f erred stock, over the counter, and it is hoped that others 
will do the same. Such securities will have to be well 
advertised and put out in such denominations as will 
appeal t o the small investor. Some electric railways 
may think that a plan of this kind fo r selling securities 
is not dignified, but they must bear in mind that they 
are endeavoring to reach a different class of secur ity 
holder than in the past . They have a good thing, and 
they ought to know how to sell it. 

Indiana Utilities 
Unite for Common Task 

O EPRESENTATIVES from all classes of public ut ili-
1'- ties in Indiana gathered in Indianapolis on J an. 13 
for the first annual meeting of the Indiana Public 
Utilities Association. This association was fo rmed a 
year ago to finance and sponsor the Indiana Committee 
on Public Utility Information as a means of promoting 
better public relations. The meeting j ust held was 
simply an expansion of this or iginal object, for it has 
been r ealized that much remains to be done in educating 
the ut ility operators themselves in the necessity for 
educating the public, and in how to go about it. 

Planned with this object in view, the first meeting 
proved to be a splendid success. The attendance was 
large and the addresses per t inent and very interesting. 
Many utility operators went back home with a new 
conception of their obligations to the public, a fuller 
realization of why the public has not understood them 
and a better understanding of what activities and poli
cies hold promise of restoring lost confidence. The 
result of this awakening of all classes of utilities to 
their common task should be a considerable uplif ting 
of the public relations situation in Indiana. during the 
next year . 

One of the outstanding addresses of the meet ing 
was that by E . K. Hall, a prominent telephone man. It 
appears in part elsewhere in this issue. Significant 
among his thoughts were these: 

The ut ilities have only recently come to realize that 
it is service they are selling and not telephone instru
ments, lamps, et c. The mistakes made during the de
velopment of the art have been corrected and fully 
atoned for. With this done, the public should be inter
ested now in making and keeping the utilities strong 
enough to do their job; in other words, we are r eady 
to enter the second era of regulation. The only thing 
against which the public now needs to guard is too low 
rat es. Within the fraternity it is the dut y of the 
ut ilities to take to t ask any ut il ity company not playing 
fa ir and square with the public. Every company must 
first be deserving of sympathetic considerat ion before 
geeking favorable public opinion. But deserving this, it 
is the duty of the utilities to expose crank politicians 
who do not r epresent the will of the people when they 
der ide the utilities. And finally, utility men should stop 
sobbing and apologizing and should actively take the 
offensive. 

A Cheering Example of 
Co-operation in New Jersey 

T HE action of the platform men of the Public Service 
Railway in ini t iating a proposition to help the com

pany in meeting the present crisis is worthy of more 
than passing notice. What the men did was explained 
briefly in last week's issue of this paper. In a word, 
they proposed that their basic day be ten hours with 

4 ·pelief for meals, in place of nine hours without relief, 
and t hat the schedules be so arranged as to minimize 
idle t ime. The net result to the company is that mor e 
employees are available to man car s during the rush 
hours when they are most needed and that overtime 
pay is minimized. As for the men, a few of them receive 
less overt ime wages, but the pay is more uniform for 
actual plat fo rm work. Incidentally but very impor tant 
is the fact that by their voluntary action, taken as a 
union local, the men showed a fine desire to help the 
company management solve the jitney and other press
ing problems now confronting it. 

An understanding of the background of · the Public 
Service Railway labor sit4ation is necessary to a proper 
appraisal of the present pleasant incident. To go way 
back before the war, it will be remembered that the 
rela tions of men and management on this property were 
t hen very satisfactory. There was a large propor tion 
of "veterans" among the men and the whole fo rce was 
on amicable terms with the men higher up. 

Then came the cataclysm of 1917 with its demand 
on the country 's citizenry fo r men for war service. This 
demand took 75 per cent of the Public Service platform 
men, naturally those most virile and vigorous. The 
men who remained were loyal but, by virtue of their age, 
less aggressive. New recruits were secured, but many 
were irresponsible and t ransient ; the annual turnover 
reached 200 per cent or more. The new men were 
naturally not acquainted with the t raditions of the com
pany and included some agitators. Together they over
whelmed t he veterans ; t hey secured t he backing of t he 
National War Labor Board in unionizing the propert y 
and there was a short st r ike. 

But that was nearly three years ago and largely the 
outcome of conditions brought about by the war. The 
t ime intervening since the signing of the armistice has 
been employed by men and managers in developing a 
mutual understanding. The older men held the leader
ship in the union from the start, but for a tim•e they 
were outvoted by the newcomers, who had no conception 
of the job of railroading. Gradually the more experi
enced men came into thei r rightful control and the new
comers settled down r eally to learning the business. 

In the meantime the jitney menace became a reality. 
The men came to realize that their occupation, the duties 
of which they like and the stability of which they appre
ciate, was threatened by this competition. This convic
tion 'plus the gradual restoration of normal working con
ditions on the property impelled the recent action. And 
the other employees of the company have shown thf' 
same spirit. The shopmen voluntarily r educed their 
piecework rates some weeks ago and the supervisors 
added an hour to their day's work without compulsion. 

The crux of this whole matter of intra-company rela
tions is a mutual spirit of sympathy. Companies as such 
cannot be sympathetic•, but managers and men can. It 
is only by honest regard by each for the other's welfare 
that collective bargaining can succeed. Before the war 
P ublic Service was a property where informal bargain
ing was the means of settling impending disagreements. 



January 22, 1921 ELECTRIC RAILWAY JOURNAL 1G7 

Superintendents and managers were in close touch with 
the men and appreciated their point of view. Such 
relations take time for development; as was previously 
explained, the war completely upset them in this case. 
They are now happily being restored, and the union 
local is taking a lot of the responsibility for restoring 
them. 

Chicag·o's $180,000 Traction 
Report a Political Document 

,,\NOTHER commis•sion report on Chicago's local 
fi transportation problem is a matter of history. For 
an expenditure of $180,000, the people of Chicago have 
received a fifty-page report which assures his Honor 
the Mayor that his plan for "people's ownership and 
5-cent fares" is not only feasible and practical but 
necessary as the only solution of the tangle, and con
tains a draft of the enabling legislation necessary before 
people's ownership can be had. The writing of this 
proposed law probably would require two or three days' 
time of an able lawyer, but aside from that the report 
as presented to the City Council could have been writ
ten with . equal value in a half day's time by any good 
newspaper reporter who knew the Mayor's wishes and 
was willing to give him carte blanche. True, an engi
neering staff was organized and it accumulated a great 
mass of information, plans and data, but its value is 
doubtful, for the commissioners decided (after spending 
a good portion of the $180,000 total for engineering 
expense) that they would omit from their report "this 
non-essential mass of detail." And in another place the 
report informs the reader that the commissioners "have 
borne in mind that the building of a new system of 
transportation will of necessity be an evolu
tion in practice rather than a theoretical creation," 
and furthermore that "it will be for the trustees [of 
the proposed Transportation District] to determine 
what is the best at that time and to build their system 
accordingly." 

Having thus disposed of the work done by the large 
engineering staff as of no consequence now and of no 
value in future to the new trustees, who must be left 
free to work out their own system, the earlier state
ment that the report could have been written in a few 
hours and for a few dollars is explained. 

While the commission seems very ready to tell the 
Mayor that a 5-cent fare will pay operating expenses 
and all charges, the proposed act gives the Trans
portation District power to levy taxes to pay interest 
and maturities on bonds and any deficit between earn
ings and operating expenses. The assistant office boy 
in the Mayor's outer office could have told the Mayor 
that he can have 5-cent fares if he will pay the deficit 
out of taxes, and it wouldn't 
cost $180,000 to get this 

to 0.256 cent for each fare collected, would help a 
very little toward the 5-cent fare, but the same little 
scheme would deprive the city of the tax income from 
one of its largest contributors. But even with taxes 
removed and the other vast economies which the com
mission's engineer suggests, we wonder if the people 
will not understand that the plan must mean a con- · 
siderable jump in taxes, not only to make up the tax 
income lost from the traction properties, but to make 
up the deficit in cost of a ride above 5 cents, when it 
is known that wages and materials alone now cost 
5.78 cents per passenger carried. 

Nevertheless the new Governor of Illinois, true to 
his election pledges, has recommended in his inaugural 
address that the State Public Utilities Commission be 
abolished, that the enabling legislation for Mayor 
Thompson's plan be passed and that . "home rule" be 
reverted t o in all cities. It remains to be seen if the 
success of the Thompson machine can be made to include 
control of the State legislature. 

Service Below Cost Is Injurious 
to City in Long Run 

MOST cities in this country have reached the con
clusion that one of the essential factors in civic 

prosperity ~~1d the comfort of the public is a transporta
tion system which is in good operating and financia l 
condition. Unfortunately for the city of New York, it 
is not one of these, and the facts in the case do not 
seem to be understood even by all those who should 
realize them. The two arguments against an increase 
in fare most frequently heard in New York are, first► 
that prices are now falling and the present fare will be 
adequate before long if not now. The second is that-. 
the present fare is specified in the franchise of certain_ 
companies, notably the rapid transit companies, and 
"a contract is a contract" and should be lived up to by 
the companies. 

President Hedley of the Interborough Rapid Transit 
Company effectually disposes of both of these arguments. 
in a letter recently addressed to the New York Tribuner 
to which these arguments seemed to appeal. This reply 
points out, in regard to the first point, that there is no 
immediate opportunity for the company to make any 
material reduction in either wages, which amount to 
more than 67 per cent of the company'.s expenses, or in 
the cost of coal, which accounts for 15 per cent of the 
expenses. As to the second point, the fact is clear ly 
brought out that the existing crisis in transportation 
affairs is clearly one in which the city is or should be 
as keenly concerned as the company. This is true not 
only because the city has $250,000,000 invested in the 
present subways, but it needs now and will need still 

more in the early future 
increased rapid transit fa

information. Other inter
esting provisions of the 
proposed act are that all 
property, real and personal, 
of the district would be 
free from taxation and that 
the acts of the trustees 
shall not be subject to re
view by any agency of the 
S t ate government. Of 
course the elimination of 
taxeR, which amount now 

Quotationfrom the 
Federal Electric Railways 
Commission Report 

No. 4 
cilities. Based then purely 
on the ground of self-inter
est, the city is or ought to 
be anxious to have its local 
transportation system con
ducted on a business basis, 
and by solvent companies. 
The announcement by the 
company that it will accept 
a flexible fa re based on the 

T HE necessity for scientific and success ful regula
tion of systems, whether large or small, and es

pecially those which operate through several cit ies and 
villages and in rural territory, leads to the conclusion 
that local regulation should generally be subject to the 
superior authority of the state, whether as a matter 
of original jurisdiction or through the medium of 
appeal. 

cost of service ought to 
make relief by the city easy. 
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Two-Car Trains in Washington 
Old Open Cars Are Being Converted Into Trailers for Train Operation-Extensive Power Consumption 

Studies Indicate a Low Cost of Trailer Operation-To Adapt Two-Car Train to Operate 
on Stub-End Lines, Trailer Is Equipped with Controller and Plow-

Fifty Trailers Now Being Converted for This Purpose 

;>-;EWLY COXSTH L'CTED TRAILER COUPLED TO :\iOTOH CAH IN' OPEH.\.TI ON" 

W
ITH a view to taking advantage of any econo
mies of operation which might accrue from two
car train operat ion, the Washington Railway 

& Electric Company is now converting some fifty old 
open car bodies into closed cars for use as trailers. 
Before the reconstruction program had progressed very 
far full studies were made of the comparative power 
consumption of operating a motor car alone and a motor 
car with trailer to see what economies actually would 
be realized. 

The reconstruction job is proving extremely satis
factory. Four of the cars have been converted at the 
present time and are now being used as trailers. The 
construction has been so arranged, however, that these 
converted cars can be used as motor cars when neces
:sary equipment has been added. The original equip
ment of these open cars was removed a few years ago 
and transferred to closed cars during the winter season, 
for when these cars were used in service the company 
did not have a complete equipment for both summer 
a nd winter operation and was in the habit of ex
changing equipment between cars. These open cars 
have not, therefore, been in service for several years. 

In the reconstruction work the car bodies are stripped 
of seats, steps, grab handles, vestibule hoods and dashes. 
The center sills are cut back to the bulkhead posts and 
the side sills are cut off at the corner posts. New 
end sills r einforced by steel plates are mortised in and 
tieba r s are installed to distribute the drawbar strains 
and add strength to the corners of the body. The side 
sill is further strengthened by an overtruss, which ex-

tends at each end th rough the steel s ide sill and is 
supported by two queen post s, which rest on the ends 
of bolsters. 

In order to provide for s ide sash and to support the 
letterboard the lower portion of the side sills where 
the old seat ends were fastened is filled up with a 
yellow pine furring st r ip. On the outside of the post 
a false post 1 ½ in. thick, also of yellow pine, is bolted 
so as t o extend up over the old letterboard. This post 
is cut to receive an ash beltrail, the posts extending 
over the letterboard form pockets, into which the side 
sash can be raised. The new letterboard is fastened 
to the upper portion of the post and the lower deck 
is extended out to meet it. The whole is covered with 
No. 8 duck. The old car bodies had a stationary seat 
at each end and there was a wide opening at these 
points. In order to make all sash the same size an 
extra post is installed and the narrow space which is 
left is paneled with sheet steel. The new platforms 
are of different lengths and the contour of the car 
body roof has heen changed, so it is not possible to 
use the old hood. 

A new car floor was laid over the old one under the 
seats, and in the center aisle maple floor strips were 
screwed t o the old floor. New maple flooring was 
installed in the vestibules, with Mason safety treads 
on the steps and end sill. 

The car has two door openings at diagonally opposite 
corners. Each opening is equipped with double fold
ing doors and folding steps operated by pneumatic door 
engines mounted overhead. In operation the leading 
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end is used for both entrance and exit. The recon- · 
structed cars have a seating capacity of forty-four. 
The cars are equipped with Heywood Brothers & 
Wakefield seats, Holden & White-Cutler-Hammer type 
car heaters, 0. M. Edwards sash locks, Brill ventilator 
openers, Brill vertical wheel hand brakes with Peacock 
drums, Electric Service Supply Company's light fixtu res 
with opalescent shades, Pant:;tsote curtains, Tomlinson 
couplers with a ir connection, Westinghouse Traction 
Brake Company's type S. M. E. air equipment and 
National Pneumatic motorman's signal door lights and 
conductor's si ngle stroke bell. 

Tlie car body is painted on the outside with the 
company's standard green with aluminum stripes and 
letters and the inside in cherry. The headl ining is of 
agasote. 

This reconstruction work is being done in the shops 
of the company under the direct supervision of R. D. 
Voshall, master mechanic. 

One of these reconstructed cars, No. 1071, ready to 
use as a trailer, was used with motor car No. 749 as a 
t rain. The motor car was equipped with an Economy 
.electric meter and the power consumption measured for 
each trip both with trailer and without, the motor car 
or train, as the case may have been, being operated in 
regular service. 

Previous to June 29, 1920, the train was operated on 
a schedule calling for two morning and two afternoon 
trips, arranged as follows : 

Leave East Capitol barn, 
Leave East Capitol barn, 
Leave East Capitol barn, 
Leav e East Capitol barn, 

Saturday: 
Leave East Capitol b arn, 
Leav e East Capitol barn , 
Leave East Capitol barn, 

7:28 a.m . Leave Fourteenth and F, 
8:17 a .m . LeaveFourteenth andF, 
2:44 p.m. Leave Georgetown, 
4:28 p.m. Leave Georgetown, 

7:28 a.m. Leave Fourteent h and F, 
8: 17 a.m. Leave Fourteenth and F, 
I :02 p.m. Leave Georgetown, 

7:49 a.m. 
8:37 a.m. 
3:25 p.m. 
5: 11 p.m. 

7:49 a.m. 
8:37 a.m. 
1:46 p .m 

Beginning June 30 a new schedule was put into effect, 
as follows: 

Leave East Capitol barn, 
Leave East Capitol barn, 
Leave East Capitol barn, 

Saturday: 
Leave East Capitol barn, 
Leave East Capitol barn, 

7:48 a. m . Leave Georgetown, 
3:36 p.m. Leave Georgetown, 
5: 16 p.m. Leave Georgetown , 

7:48 a. m. L eave Georgetown, 
I :05 p.m. Leave Georgetown, 

8:30 a.Ill, 
4:20 p.m. 
6: 00 p.m. 

8:30 a. m. 
1:46 p.m. 

't::j:j::=========------- -

OLD OPEN FIFTEEN-BENCH C.-\R 

Beginning July 15 a new schedule was put into effect, 
as fo llows: 

Leave East Capitol barn, 
Leave East Capitol b arn, 
Leave East Capitol barn, 

Saturday: 
Leave East Capitol b a rn, 
Leave East Capitol barn, 

7:40 a. m . 
3: 11 p.m. 
4:52 p.m 

7:40 a.m. 
12 22 p.m. 

Leave GPorgetown, 
Leave Georgetown, 
Leav e GeorgPtown, 

Leave Georgetown, 
Leave Georgetown, 

8:23 a.m. 
3:52 p.m. 
5: 40 p.m. 

8:23 a.m 
1:04 p.m 

The train does not run Sundays or holidays. 
From the manifests for the dates corresponding to the 

days on which energy measurements were made the 
number of passengers carried and the cash value of 
receipts were calculated for each trip and each day. 
The number of platform-hours with the corresponding 
cash value was also computed for each trip and day. 

The cost of power consumption in the following 
analysis was based on a unit price of $.00666 per kilo
watt-hour.·* From costs of maintenance of equipment 
of motor cars and trailers, taken from company records, 
a ratio of maintenance of trailers to motor cars of 25 
per cent was used. The cost of maintenance of equip
ment of motor cars was figured at $0.0475 per car-mile. 

From the power measurements and the calculations 
based on the figures given, the analysis of power con-

*Th e present cost is more n early $.008 1wr k ilowatt-hour. 

Tl Bus 

T2Bus 

Motor Coor 

Nofe: 
,S 2 Wire is shorfed 
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sumption and costs was obtained as shown in the 
accompanying table. 

Reduced to a percentage basis, it is thus found that 
the cost of operating the trailer is 42 per cent of the 
cost of operating the motor, and of the total cost of the 
train operation 30 per cent only is chargeable to the 

Kilowatt-hour per car-mile: 

Morning trip .. ... . ... . motor 4 . 65 
Afternoon trips....... . motor 3. 50 

P latform expense per car-mile operated: 
l\Iorniug trip..... .. ... motor $0. 184 
Afternoon trip. . . . . . . . m otor . 20 

trai ler 
trailer 

trailer 
trailer 

0 . 95 train 5.60 
I . 15 train 4. 65 

$0. 092 train $0. 276 
. I O train . 3 0 

Maintenance of equipment expense per mile operated: 
Morning trip .......... motor $0 . 0475 trailer $0 012 train $0.0595 
Afternoon trip ........ motor . 0475 trailer . 012 train . 0595 

Co_,t. of the trips as operated, divided into: 
Power- Morning . . . .. . motor $0 . 38 trailer $0 . 08 train $0 . 46 

Afternoon ... . . motor . 29 trailer .09 train . 38 
Platform- Morning .... motor 2. 25 trailer I. 13 traiu 3. 38 

Afternoou . . motor 2. 43 trailer I. 22 train 3. 65 
Equipment-Morning. motor . 58 trailer . 15 train . 73 

Afternoon motor . 58 trailer . 15 train . 73 
Total c~st of operation: 

Morning trips......... motor $3. 21 trailer $ 1. 36 train $4.57 
Afternoon trips ........ motor 3. 30 trailer I. 46 train 4. 76 

trai ler . These figures bring the cost of transportation 
by trailer approximately equal to that of a light one-man 
safety car. 

The cost per car-mile of mai ntenance of way and struc
ture~ and general overhead expense was not considered 
in the analysis, as these figu res would not be affected by 
the operation of a limited number of trains. 

An a nalysis was a lso made of revenue by trips and by 
days and also the number of passengers .carr ied, and 

JUJ\TPERS ON TR.UN ARR.\NGED FOR 
TY'i'O-END OPERATION 

from this it was 
found that some 
of the trips prior 
to June 30 were 
not earning op
erating expenses, 
but that after 
the change in 
schedule on June 
30 the train was 
much better 
placed with re
gard to traffic 
and made a bet
ter showing on 
the relation of 
revenue to oper
ating expense. 
Specifications of 
the motor car 
and trailer, as to 
weight and di
mensions, a r e 
given in a table 
in order that the 
energy require

men ts may be better analyzed. As a result of these 
energy measurements it was recommended to the man
agement that the most economical method of handling 
rush hour traffic is by train and that the train should 
be composed of but one motor car and one trailer, rather 
t han two motor cars. It was emphasized that a very 
important point is the placing of the trains on the right 
schedules to obtain the best results and that each trip 
should be analyzed to see that that particular trip on the 
schedule is accomplishing desired results. 

These energy studies were made by M. G. Stratton, 
former efficiency engineer of the company, now general 
manager "'ashington-Virginia Railway. 

There were also some lines of the company on which 
the operation of a two-car train seemed justified, from 
the traffic standpoint, but which were stub end and 
therefore not conveniently arranged for train opera
tion. It occurred to some of those interested in the 
studies that the 
trailer might be 
equipped with a 
controller an d 
plow so that the 
train could be 
operated from 
either end. This 
equipment h as 
been placed on 
one of the trains 
and this train 
has been under 
operation f o r 
the purpose of 
making a study 
as to its practi
cability or desi
rability. It was 
found necessary 
to equip the 
trailer with a 
plow rather than 
to use t he plow 
of the motor car 
on account of the 
obvious difficul-

VTE\\" SHOWING LOCATION OF S~'IT CH 
TO l'LTT FROM ONE PLOW 

TO THE OTHER 

ties which would otherwise be encountered in the oper
ation of electric track switches. This also made neces
sary an arrangement for switching from one plow to 
the other, depending on which controller was to be used . 

SPECIFICAT!()'.\18 OF :\!OTOH CA H NO . 749, PAY WITHIN , 
ETHL:\1..\:\1" CA R CO:\IPANY 

Over-all length . 43 ft. 11 ½ in. 
Width . . . . 8 ft. 7 ½ in. 
Height . . . . . . . . . . . . . . . . . . 11 ft. I H in. 
Inside length . . 42 ft . 
Inside height . . . . 8 ft. ½ in. 
Seating capacity . . . . . . . . . . . . . . . . . 48 
Motor equipment . . ..... ...... 4 G.E., 200 K motors 
Control eq uipment ............ K 66A 
Truek . . . . . . . . Brill 76 E 
Wheelbase. . . . . . . . . . . . . . . . . . . . . 4 ft . IO in. 
Truck centers. . . . . . . . . . . . . . . . . . . . . . . . . . 20 ft . 2½ in . 
Wheel diameter. . . . . . . . . . . . . . . . 31 in . 
Gear ratio.. .... ...... 14 to 67 
Weightd •wo trucks . . ...... .. . 12,3001b . 
Weight , ff ur motors ............. . . . . . . . . . . . . . . 8,960 lb . 
Weight of car body . . . . . . . . . . . . . . . . . . . . 24,540 lb. 
Total weight . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 45,800 lb. 

SPECIF ICATIONS OF TRAILER NO. 1,071, PAY WITHIN, RECO:\'
STRlTT E D FROl\I NARRAGANSETT TYPE 

FIFTEE N-BENCH OPEN CAR 

Over-all length. . . . . . . . . . . . . . . . . . . 44 ft. 
W~ili .............. 8ft . 
H eight . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 11 ft . 
Inside length . . . . . . . . . . . . . . . . . . . . . . 42 ft . 
Inside height . . . . 8 ft . 

I in. 
4. jn. 
62 m. 
4 in. 
2 in. 

Seating rapacity . . . . . . . . . . . . . . . . . . . . . . . . . 44 
Truck . .. .. .. .. .. . . .. .. .. .. .. . Peckham 14 B3 
Wheelbase . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 4 ft. 6 in . 
Wheel diameter. . . . . . . . . . . . . . . . . . . . . . . . . 30 in. 
Weight of wo trucks . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 12,000 
Weight csr body .... . . . . . . . . . . . . . . . . . . . . . Approximately 22,000 
Weight of one motor*. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2,850 
Tota l weight .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . Approximat ely 36,850 

* One Westinghouse motor No. 306 was left on these open cars for n oving 
it around the carhouse. 

An accompanying diagram shows the wiring layout 
to accomplish the switching from one plow to another. 
This cut-over switch is placed on the rear platform of 
the motor car; as shown in an accompanying photograph. 

The entire program, involving the rebuilding of the 
cars and the train operation· on the system, is under the 
general direction of J. H. S.tephens, superintendent of 
the company. 
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T his Is the First of a Series of Articles on the Report of the Federal Electric Railways Commission, Written by a Commissioner 

Underlyingi}>rinciples of Public Service 
This Is Best Obtained Under the Service-at-Cost Plan, Whose Natural Result Is to Establish Co-operation 

and Remove Antagonism Between the City and Operating Company-It Also Permits Utilities 
Safely to Become Monopolies and Reduces the Reasons for Labor Difficulties, 

Thus Making Continuous Service More Certain 

BY EDWIN F. SWEET 
Assis t a nt Secreta ry Department of Com m er ce, \Vas hin g t on, 1>. C., 

and Member F ed er a l Elect1·ic Railways Commission 

THE investigation of the 
street railway situation 
made by the Federal 

Electr ic Railways Commiss ion 
brought out many interesting 
facts concerning the industry 
and .its relations to the public. 

The commission was com
posed of eight men of diver
gent interests, and t he fact 
that they were able to reach a 
unanimous agreement after 
considering testimony cover
ing more than 6,000 pages of 
typewritten matter is not only 
noteworthy in itself but is 
gratifying evidence of their 
own fair-mindedness and the 
probable correctness of their 
conclusions. 

Their report, covering about 
thirty pages of ordinary 
book size, can be read in an 
hour. Any one can obtain a 
copy of it at nominal cost by 
addressing a letter to the S.11-
perintendent of Documents, 
Government Printing Office,· 
Washington, D. C. It is to be hoped 
that the desire expressed by the 
President for its wide circulation 
may be fully realized. 

PUBLIC SERVICE-NOT PRIVATE 
PROFIT-THE AIM 

The features of the investigation 
which impressed me as the most im
portant are, first, that the principle 
underlying the street railway indus
try and all other public utilities 
should be public service and not pri
vate profit. This sounds like a 
truism. Almost any one would say, 
"Of course," yet it is an astounding 
fact that heretofore and for the most 
part at the present time service to 
the public has been and is subor
dinated to the pecuniary interests of 
the corporations owning and operat
ing the street railways. 

The service-at-cost plan recom
mended by the commission permits 
a fair return to invested capital and 

EDWIN F . SWEET 

just compensation to labor, but pro
vides for public regulation and 
stresses the point that the primary 
purpose is to serve the public. 

The second feature of the commit
tee's report which impresses me is 
the absurdity of the uniform 5-cent 
franchise or any other fixed fare 
which takes no account of the vary
ing costs of labor and material or the 
changing financial conditions affect
ing credits and the acquisition of 
funds for extensions and improve
ments. Manifestly no industry can 
thrive without freedom to adjust the 
price of the commodity it sells to t he 
cost of production. 

The evidence also shows that the 
cost of operating a street railway is 
not exactly the same in any two 
cities; in fact there are differences so 
wide that it costs nearly twice as 
much in some cities as in others. 
This is a further impeachment of the 
universal 5-cent franchise. 

The establishment of co
operation and the removal of 
antagonism between the city 
and the operating company, 
bred by the obsolete private 
profit plan, seem to me of 
especial importance and to be 
the natural outgrowth of the 
service-at-cost method of oper
ating street railways in the 
public interest. 

Another point of importance 
which has apparently escaped 
observation in the past is t he 
fact that paving between the 
tracks and all other burdens 
imposed upon the street rail
way companies can only be 
raid for out of the fares re
ceived from car riders, and in 
the final analysis, under prop
er public regulation, these bur
dens are borne by the car rider 
while the general public and 
especially automobile riders 
are the chief beneficiaries. 
Broadly -speaking, it is a tax 
upon the poor for the benefit 

of the rich and ignores the plain 
principle that sound public policy 
demands the efficient operation of 
street railways at the lowest possible 
cost to those who cannot afford con
veyances of their own and must de
pend upon the street cars to get from 
place to place. 

Another feature of the report 
which deserves especial attention is 
the importance of the square deal to 
labor, not only because it is right but 
because it makes for courteous treat
ment, safety and satisfactory service. 

MONOPOLIES MAY BE MADE SAFE 

The report of the commission 
makes no mention of the importance 
of restricting the street railway serv
ice of a city to a single company. 
With the public regulation contem
plated in the service-at-cost plan, 
every public utility may safely be a 
monopoly. One street railway com
pany, one telephone company, one 
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lighting company and a s ingle water 
s upply can render better service at 
less cost than two or more competing 
companies. Testimony respecting the 
city of Washington clearly demon
strated this fact . One of the Wash
ington companies appeared to be do
ing very well on a 5-cent fare, the 
other urged and probably needed an 
incr ease. This presented a practical 
difficulty which was solved by grant
ing an increase to both. One of the 
chief reasons given for the financial 
straits of t he less prosperous com
pany was t he extension of its lines 
into unprofitable suburban territory . 

This brought to the attention of 
t he commiss ion the fact that in many 
cities the car rider is penalized by 
having to pay a somewhat higher 

fare because of non-paying ext;en- tire community that street railway 
s ions made at the instance of com- service should be continuous. As the 
paratively few suburbanites or specu
lators in real estate, and in all such 
cases it is the opinion of the commis
sion that the exp::mse should be borne 
by those who profit by it in propor
tion to the benefits received a nd not 
added to the valuation of the prop
erty upon which a return is to be 
allowed, which must come out of t he 
pockets of car riders. 

SERVICE SHOULD BE CONTINUOUS 

The last point in the report of the 
commission to which I call attention 
as especia lly important is the opinion 
expressed with regard to strikes and 
lockouts. 

It is of vital importance to the en-

report puts it, "It is intolerable that 
the transportation service of a city 
should be subject to occasional 
paralysis." If labor disputes cannot 
be settled by conferences between the 
managers of the street railway com
pany and the employees, there should 
be resort to arbitration, and the de
cision of the arbitrators should be 
final and binding upon both of these 
parties . 

This recognizes the principle that 
the primary purpose of street rail
ways is not to afford opportunity for 
the investment . of capital and not to 
provide work for employees, but for 
the benefit of the public, whose inter
est is paramount. 

President Gadsden Sounds Optimistic Note 
In a Statement Issued to the Daily Press, Association President Shows that 

the Electric Railway Industry Is Making Steady Approach to a Stable 
Basis-Shows that the Public, Both Car Riders and Official Regula

tory Commissions, Are Taking Real Interest in Rehabilitation 

R
GHT in line with the statisti
cal information given, and the 
general trend and outlook of 

t he industry interpreted and por
trayed in the Jan. 1 issue of the 
ELECTRIC RA ILWAY JOURNAL, Pres
ident Gadsden of t he American Elec
tric Rai lway Association has just is
sued, for publication in the daily 
press, a n official statement of the 
national condition of t he Electric 
Railway industry, which shows the 
industry to be returning to stable 
conditions. This word of optimism 
coming from the leading figure in 
the electric railway field today is an 
encouraging sign. 

His statement follows: 
An official report on the national con

dition of the electric railway industry 
for the year ending January 1, 1921, 
just compiled by the Am erican Elec
tric Railway Assoc iation indicates a 
gradual and steady approach to a stable 
basis. 

This situation is largely due to the 
fact that regulatory bodies, recognizing 
that granting of the claims of elec tric 
railways for fair rates of return is 
essential to the maintenance of good 
service, have steadily ordered relief 
throughout the country. 

These regulatory bodies also seem to 
be cognizant of the fact that relil.abilita
tion of lines will be a slow process and 
that at least the present advanced rates 
must be maintained for some time even 
if fall ing costs, anticipated but not real
i.zed as yet, should come. A large 
majority of the companies in the last 
fou r years have strained their financial 

PHILIP H . G ADSDEN 

resources to the limit, or created actual 
deficits, by merely meeting· current ex
penses and making abso lutely unavoid
able emer gency improvements. Many 
badly needed improvements have been 
deferred by virtually every company on 
account of a lack of funds. It is nec
essary, therefore, now that fares are 
beginning t o be com mensurate with 
costs, that the present increased rates 
be continued until lines are full y re
habilitated. Unless present fares are 
maintained, indefinite suspension of ex
tensions and betterments will result, 
and this would be almost fatal to 
many properties. 

The report just completed shows that 
548 cities in the United States, repi-e
senting more than 90 per cent of the 
r iding public, are paying fares rang
ing from 5 cents with a I cent transfer 
charge to a flat rate of 10 cents. 

The largest groups are: Cities pay
ing a 10 cent fare, 112; 8 cent fare, 6; 
7 cent fare, 174; and 6 cent fare, 124. 

Other groups follow: Cities paying 
2 9 cent cash fare, 6; 7 cent fare, 1 cent 
transfer, 26; 7 cent zone fare, 8; 6 cent 
city and out s ide zone fare with 2 cent 
transfer charge, 10; 6 cent zones, 5; 
two 5 cent zones, 2; 5 cent city zone, 5 
cent outside, 10; 5 cent city zone, 1 
cent charge for rides outside city zone, 
1; 5 cent fare, with additional charge 
for transfers , 4. 

The immediate result of the wide
spread inclination to adjust rates 
upward to the r equirements of good 
service is found in the low number of 
electric railway r eceiverships for the 
year 1920. 

There were only 16, representing a 
total capital stock of $25,313,655, as 
compared with 48 receiverships, repre
senting a capital stock of $221,259,354, 
in 1919. During the year 450 miles of 
track were dismantled and 308 miles of 
track abandoned. 

Another encouraging sign is found in 
the general public interest in the wel
fare of electric railways. From every 
part of the United States reports have 
reached the association that not only 
are regulatory bodies but car riders 
generally taking the greatest interest 
in the restoration of companies to a 
healthy state. In practically every 
community there appears to be a desire 
on the part of the car riders to co
operate in an effort to make the lines 
self-sustaining and to encourage a flow 
of new money into the industry. Cer
tainly the inclination to prevent com- -
panies from receiving sufficient return 
to maintain good service is confined to 
a small number of persons. 
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A.I.E.E. and W.S.E. Discuss Safety Cars 
Three-Truck Trains Constructed in Milwaukee from Old Equipment Were Described and 

Their Advantages and Disadvantages Pointed Out- Results of Safety Car 
Operation in Waukegan, Ill., Shown to Be Very Gratifying 

-Automatic Substations Briefly Treated 

T A joint meeting of t he Chicago Section , Amer
ican Institute of E lectrical E ng ineers, and t he 
electrical section of the Western Society of Engi

neers in Chicago on Dec. 17 m ore than t wo hundred 
were present to hear a program on "Present Tendencies 
in Electric Railway Development a nd Available Means 
for Improvement." Papers were presented on the devel
opment of the desig n and use of the safety car by 
Harry L. Brown, on the results of safety car operation 
on the Waukegan city lines of t h e Chicago, North 
Shore & Milwaukee Railroad by H . A. Johnson , on t ra in 
operation on urban ra ilways by S. B. Way and on 
automatic railway subst a ti ons by Charles H. Jones. 
Lieut.-Col. E. J. Bla ir, assistant t o the president Chicago 
Elevated Railways, was chair ma n of the meeting. 

All four papers were read and then simultaneously 
discussed. The paper by Mr. Way was published in 
abstract last week. T he others appear elsewhere in this 
issue. In introducing the discussion, Colonel Bla ir com
mented that after hea ring these papers it must be 
evident to those present that the electric railway ma n
agements have been very active in devising ways and 
means to cope with the ever-increasing operating costs. 

MR. ADAMS D ESCRIBES MODIFIED CAR 

H. H. Adams, s uper intendent of equipment Chicago 
Surface Lines, in di sc uss ing the safety car papers, spoke 
briefly of the consider at ion being given to the use of 
safety cars on certain semi-congested lines in Chicago. 
He made the point that for such service it seemed 
highly desirable that t here should be a separate exit 
and" entrance for passengers, in order to avoid the neces
sity to make boarding passengers wait until all leaving 
passengers have got off th e car. He said that a 
detailed study is now being made looking toward the 
development of a safety car fo r Chicago having t hi s 
feature and a little more generous dimensioning in other 
respects, without mat erially increasing the weight of 
the standard ca r. From the present state of the study 
he said it appea red that a design of car could be built 

' with a 24½-in. aisle inst ead of 21:l in., a seat width of 
35 in. instead of 34~ in., a n over-all width of 8 ft. 
instead of 7 ft. 8 in ., a n over-all length 16 in. greater 
than the ' standard car , and a seating capacity of thi r ty
six instea d of thirty-two, without having the weight 
exceed 17,000 lb. This would give a weight of 472 lb. 

,per seat as compared wit h 51 9 lb. per seat on the presen t 
standard double-end car, or a reduction of nearly 10 per 
cent. It is also planned to install some kind of barrier 
to prevent passeugers from entering on the exit side 
for the pu r pose of evad ing paymen t of fare. 

Mr. Adams a lso commented on the reference in Mr. 
Brown's paper to the saving in first cost to purchasers 
of safety cars resulting from t heir standa rdization. 
He sa id that he had not seen a great d 2al of evidence 
of this saving. H e pointed out that the st andard 
safety car weighing 16,600 lb. a nd bought fo r $7 ,300 

was a ccst of 44 cents per pound. The new double-truck 
cars which the Chicago companies are about to pur
chase will weigh 46,000 lb. and cost $15,000, or a cost 
per pound of 32.6 cents, a difference in the favor of 
the non-standard double-truck car of 11.4 cents per 
pound. 

Referring to the plan to use trailers in Chicago, Mr. 
Adams sa id that within six months it is probable t here 
wi ll be avai lable fifty new motor cars equipped for haul
ing t he fifty trai lers now under construction in the 
company's shops. He said that one of the great advan
tages of train operation is that it requires only 20 per 
cent more time for a two-car train to pass an intersec
t ion t han it does for a single-car unit with one-half 
the capacit y. 

AUTOMATIC SUBSTATIONS CO NSIDERED 

Col. Bion J. Arnold reviewed briefly t he history of the 
development of t he a utomatic substat ion as it was 
worked out in the ori g inal inst allation on the E lgin & 
Belvidere E lect r ic Railway, wh ich he owns. Th is dis
cuss ion was g iven in connection with the paper on auto
mat ic subst ations read by Mr . Jones. 

A great deal of interest was manifest in the th ree
t ruck t rain di scussed by Mr. Way. His description of 
this unique equipment and p ictures of the train appeared 
in last week 's iss ue of this paper. 

T H E F IELDS OF T RAI NS AND SAFETY CARS 

A RE CO MPARED 

Wray T . Thorne said that t he development of modern 
couplers and cars prov ided with doors closing up all 
openings while the cars are in motion eliminate t he 
early object ions to trailers. The economies of train 
operation in dealing with mass t ransportation are now 
available and where t he traffic density warrants, and 
other oper ating condit ions are favorable, service can be 
given at less expense t han formerly, or much improved 
service can be rendered at rela t ively small increase in 
operating cost. 

In the safety car we have a new t ransportat ion tool, 
but as in t ooling a plan t, a study and analysis of the 
conditions a re necessary to insure a s uccessful applica
tion. Where t his elementary precaution has been most 
carefully observed t hese cars seem to have been t he most 
successful. 

It is evident t hat there are service conditions where 
such car s will not meet the requirement s. Such, for 
example, are streets or routes whereon the headwar 
with cars of large carry ing capacity is now so close as 
adversely t o affect schedule possibilit ies. 

The one-man safety car apparently has demonstrated 
to many operators the old transportation law that fre
t1uency of service stimulat es traffic. Most operators, 
however , have know n of this law for years, but the cost 
of provid ing such additional service with available eq uip
ment has been prohibitory. 
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Results of Safety Car Operation 
in Waukegan, III/? 

BY H. A. JOHNSON 
Organization Engin eer Chicago, North Shore & Milwaukee 

Railroad, Chicago 

THE rapid growth in the popularity and use of safety 
cars is due, in my judgment, to the fact that r a ilway 

properties operating under certain conditions have been 
able to make a substantial saving in operating expenses 
and at the same time give more frequent service. The 
more frequent service has attracted new business which 
the railway company did not previously enjoy. 

The saving in operating expenses has been chiefly due 
to, first, a large reduction in platform expense due to 
this car being operated by one man instead of two men; 
second, a considerable reduction in the amount of power 
requ ired to operate this car on account of its light 
weight, and, third, a reduction in the cost of main
tenance. 

While the foregoing statements apply in a general 
way to the operation of light-weight safety cars, it is 
impossible to work out any formula or standard set of 
conditions which will apply generally. Because safety 
cars have been a success on one property does not mean 
that every street railway should replace its present 
equipment with them. To determine whether this type 
of car would be economical and serviceable requires a 
detailed study of the operating conditions on the par
ticular property. Accordingly I will confine myself to a 
discussion of the results of installing one-man safety 
cars on the Waukegan city lines of the property with 
which I am connected, rather than try to discuss the 
economic aspects in a general way. 

These lines furnish the street car service for the 
adj acent communities of ·waukegan, North Chicago and 
Great Lakes Naval Training Station. The citv of 
,,·aukegan lies approximately 38 miles north of · Chi
cago, extends along t he west shore of Lake Michigan 
and has a population of 20,000. The town of North 
Chicago adjoins "\Vaukegan on the south and has a 
population of about 5,000. The Great Lakes Naval 
Training Station, located on the shore of Lake Michigan, 
adjoins North Chicago on the south. During the war 
there were as many as 45,000 men in training at this 
station, but at the present time this number has been 
red uced to approximately 10,000. 

The Waukegan city line is composed of two branches: 
One branch, which we shall call the North and South 
Line, extends north from the Great Lakes Naval Train
ing Station through the town of North Chicago to the 
center of the city of Waukegan, a distance of 3.65 miles, 
and then continues north to the north city limits of 
Waukegan, an additional distance of 1.62 miles, making 
a total length of 5.27 miles. The other branch, which 
we may call the East and West Line, connects with 
the North and South Line at the center of the city of 
Waukegan and runs straight west to the wesf city 
limits, a distance of 1.03 miles. 

The traffic on this local system is very similar to the 
traffic in larger cities in that there are heavy r ush-hour 
periods night and morning, with comparatively light 
traffic outside of these hours. This is occasioned by the 
comparatively large number of industries depending 
upon these lines for transportation of their employees. 
There a re nine of these factories, each employing 100 
or more men. Two employ 1,000 men each, one employs 

• * Abstract of paper r ead b efore joint meeting of A. I. E. E. and 
Vi.. S. E .. Chicago, Dec. 17. 1920. 

500 men, one employs 250 men, two employ 200 men 
each, one employs 150 men and two employ 100 men 
each. 

During the year 1919 the service was performed by 
double-truck cars operated by two men and weighing 
approximately 25 tons each. These cars have a seating 
capacity of fifty, are 48 ft. long over all, equipped with 
four motors and multiple-unit control. On the North 
and South Line, cars were operated on a fifteen-minute 
headway, both during the rush hours and during the 
non-r ush hours. During the rush hours, however, a 
second ca r was added, making a two-car train. On the 
E ast and West Line one car was operated during non
r ush hours, making a r ound trip every twenty minutes. 
Dur ing the r ush hours another car was added so that 
the interval was reduced to ten minutes. 

TEN SAFETIES PUT IN SERVICE 

In February of 1920 ten light-weight safety cars 
were put in service on the Nor th and South Line. They 
are t he standard safety car with certain modifications 
in construction and with certain additions in the nature 
of added insulation and heating equipment on account 
of the cold climate in this part of the country. They 
weigh 8½ tons. 

The safety cars were put in service on the North and 
South line, which serves the industries and carries most 
of the traffic. They take care of the basic schedule and 
are supplemented during the rush hours by part of the 
old double-truck cars. The East and West Line is still 
operated with the double-truck cars. Before the safety 
cars were put in service the city a uthorities and the 
public were carefully prepared for the change by pub
licity work which included moving pictures in the 
theaters and there has been no criticism of the cars or 
their operation since the day they began to run. In 
fact, just the opposite is true. The public seems to 
like the safety cars better than the old double-truck cars 
because they are new, of more cheerful appearance, and 
t he step and platform arrangement permits of more 
comfortable and easier entrance and exit. 

Coincident with the placing of the safety cars in 
operation the schedules were changed to provide more 
frequent service. The interval on the North and South 
Line was reduced from fifteen minutes to eight minutes 
during both rush hours and non-rush hours. On the 
East and West Line the interval was made ten minutes 
all day and evening in place of ten minutes for rush 
hours and twenty minutes fo r non-rush hours. 

Immediately after t he safety cars were placed in 
service and the schedules changed, the traffic, which had 
remained practically constant for a long time, increased 
very decidedly. This increase has been maintained up 
to the present time. The increase in traffic and more 
frequent service has resulted in an increase in the 
number of car-miles operated. During the eight months 
following the change 493,856 car-miles were operated 
as compared with 314,535 car-miles during the corre
sponding eight months of the previous year or an 
increase of 57 per cent. The operating revenue for the 
same period increased 42.52 per cent. The operating 
expenses increased 34.16 per cent. The operating ex
penses per car -mile, however, decreased 14.8 per cent. 
This decrease was effected in spite of a general increase 
in wages in all departments of approximately 20 per 
cent and the payment to safety car operators of 5 
cents per hour more than the rate paid motormen and 
conductors on cars operated by two men. 
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On the double-truck cars the· platform expense is two 
men at 60 cents per hour or a total of $1.20 per hour, 
while on the safety car it is one man at 65 cents per 
hour, indicating a saving of 45.8 per cent in platform 
expense for every car-hour operated with safety cars. 
The double-truck car operating on the North and South 
Line consumes electric energy at an average rate of 2.90 
kw.-hr. per car-mile for traction, while the safety car 
requires 1.07 kw.-hr. per car-mile, which is 63 per cent 
less than the energy used by the double-truck car. 

After paying all operating expenses and taxes, · the 
income from operation for the Waukegan city lines cov
ering the period of eight months following the intro
duction of safety cars shows an increase of 342.39 per 
cent. The addition of the ten safety cars has, of course, 
increased the capital account and the annual interest 
charges. If the trainmen's wages during the period 
following the introduction of the safety cars had re
mained on the same level as during the corresponding 
period of the previous year, and if the amount of the 
additional interest on the investment in safety cars is 
charged against the operating revenue, the income from 
operation after introducing the safety cars would show 
an increase of 441 per cent for the same periods as 
prevfously considered. 

Th"e results described have been brought about by a 
partial change to light-weight safety cars. If a com
plete change had been made and all of the double-truck 
cars disposed of, the economies would have been greater. 
The public has been satisfied with the introduction of 
the safety cars because it has received more frequent 
service with clean, fast cars. The railway comparw has 
been satisfied because the passenger traffic has increased, 
the income from operation has materially increased, 
jitney competition has been eliminated and it has the 
satisfaction of giving better service to the communities 
served. 

Advantages of Automatic Railway 
Substations~ 

BY CHARLES H. JONES 
E lectrical Engineer Chicag o , North Shore & Milwa ukee 

Railroad, Chica go 

INSTALLATIONS of automatic railway substations 
have been made on light and heavy interurban serv

ice, light city service, heavy trunk-line service through 
the Detroit Tunnel of the Michigan Central Railroad, 
and recently an installation has been made for the heavy 
city service at Cleveland, Ohio. This last installation 
will be watched with considerable interest by engineers 
on account of its being the first extensive application 
in this class of service. These installations have been 
on equipments varying in size from 300 to 2,000 kw. 
From the foregoing it is apparent that trials have been 
made in all classes· of railway service, yet the develop
ment of this equipment is only in its infancy, and the 
extent to which it will be used is limited only by the 
economical results which can be obtained. 

The advantages of automatic over manually operated 
substations are as follows: 

1. Reduction in cost of substation operating labor. 
This .benefit will be felt in every field of application of 
the equipment and is probably the greatest single sav
ing that can be made. 

2. Reduction in power loss due to elimination of idle 
running time. This saving will be of considerable value 

* Abs tract of paper r ead b ef or e j oint m eetin g of A. I. E. E. a n d 
W . ~- E. , Chicago, Dec. 17, 19 20. • 

to the property on which the service is infrequent and 
where it is impractical to follow the load in a hand
operated station by shutting down and starting up 
the station frequently, which the automatic equipment 
will do. This will be of no practical benefit on a 
system which has a fairly st eady load throughout the 
normal hours of the day, but it will at least be an 
insurance that there are no idle r unning losses. 

3. On account of the increased number of substa
tions in an automatic system, there results a consider 
able reduction in the size and length of feeders, and 
a saving that will go a long way toward paying the 
investment cost in automatic equipment. This reduction 
in the magnitude of the feeder system accomplishes 
considerable saving in line losses. 

4. On city properties the automatic substation will 
have a very favorable effect on electrolysis condit ions 
because of the increased number of substations and 
reduction in length of feeds. 

5. A substantial saving per substat ion can be made 
in the building cost because it is practical to erect a 
cheaper building if the conveniences necessary for a 
hand-operated station are omitted. The small size of 
the building will make it poss ible to put it in places 
that are beyond consideration for a multi-unit hand
controlled substation. 

6. By the use of automatic equipment it is possible 
to raise the load factor on machines, thereby making 
use of smaller units than is possible in the manually 
operated station. This is of considerable importance on 
interurban lines having a high starting peak and low 
average load. 

The limit t o which this equipment can be econom
ically installed is reached when the carrying charges 
on an automatic substation installation, together with 
its feeder system, equal the operating and carrying 
charges on a manually operated substation plus its 
feeder system. Although there is no question about 
the applicability of the automatic station to inter 
urban and small city properties, the advisability at its 
introduction is debatable on a heavy city property which 
has a dense load per square mile, such as exists in the 
Loop and densely populated residential district of 
Chicago. This problem can only be answered by a very 
careful analysis of the situation at hand. 

Probably one of the most extensive field s for the 
automatic stations is in steam railroad electrification 
work, where the conditions are ideal for its application, 
namely, heavy peak service and comparatively long train 
interval. The limitations of both a.c. and d.c. power 
systems of steam roads have been fairly well known 
for some time, but the advent of automatic substations 

. has extended the possibility of the d.c. system to limits 
far beyond those previously set, and it will undoubtedly 
receive very careful consideration in future electrifica
tions. 

RESULTS ON NORTH SHORE ROAD 

The history, condition and general results of auto
matic substation on the Chicago, North Shore & Mil
waukee Railroad are as follows: 

In 1916 manually operated substations were located 
approximately 13 miles apart. On account of t he pur
chase of new car equipment it was necessary to increase 
the power facilities. Consideration was given to three 
methods; namely, addition of feeder copper, increase of 
line voltage and the installation of automatic substa
tions. The two first were prohibitive on account of 
the great cost, and it was decided to install automatic 
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stations located approximately half way between the 
manually operated stations. Two of these were installed 
in 1917, a third in 1918 and a fourth in the spring 
of 1919. One of the hand-operated stations was changed 
to automatic in the spring of 1920 and a fifth station 
is now being installed. 

the operation very closely, so that I have no hesitancy 
in saying that there is no reason why a system such 
as ours could not be operated practically automatic 
throughout, with the exception of the necessary high
tension line switching. I feel that within a very short 
time we shall see very extensive installations made. 

Automatic Railway Substations 
These equipments, wh ich have been in servi'ce from 

one to three years, have been subjected to very heavy 
service and have g iven excellent operating results. In 
several instances we have run into the usual operating 
difficulties t hat are encountered in substation work, and 
the automatic equipment has taken care of these cases 
in a manner just as satisfactory, if not more so, than 
in hand-operated stations. 

It has been our practice to make a daily inspection of 
stations, and by means of recording devices mounted on 
certain pieces of apparatus we have been able to follow 

BELOW appears a list of the automatic substations 
recently installed or on order by the General Electric 

and Westinghouse companies, which supplements a 
similar table published in the JOURNAL for Jan. 4, 
1919. Those installations which, at the time the other 
table was published, had not been placed in commission, 
or regarding which fu ll information was not available, 
are included in the present tabulation. 

.\UT0:11.\TIC :--n,STATIONS INSTALLED BY OR ON ORDER WITH GE:\TER AL ELECTRIC AN D WESTI NGHOUSE CO:IIPAN IES 

Company 
Ohio Electric Railw ay . . 
Conestoga Trar•tion Com pa ll,\ 
New York Stat~ Hailways ..... . 
Conestoga Tradion Company . 
Des l\loines City Hailway .... . 
Cincinnati, Lawrcneeburg & A uroru Eleetrie 

Street Hailw ay ....... . . 
New York Stat., Railways . . . . . . . . . . 
Northern Ohio Traction & Light Company 
Joplin & Pittsburgh Railway .. 
The ShPfficld Comp(!_ny. 
Kansas City Hail ways. . . . . . .... 
C' hieago, North :--hore & l\IilwaukPP Railroad . 
Du luth Street Rai lway ... .. 
Transit Supply Company. . 
Omaha ,I., Cou1wi l Bluffs :O-tre('( Railwav 
Pacific E lcetric Hai lway.... . . . . . ·. 
Salt Luke, Garfie ld & Western Railway . 
Duluth StrePt Railway .. 
Pacific Electric Railway. 
Paeific Electric: Railway ..... . 
.Joplin & P ittsburgh Railway . 
Kansas City Railways ....... ....... . 
:-.Jew South \Vales GovNnment Hailwavs ..... 
C' hieago, North Shore & :llilwaukee Railroad . 
Paeific Eleetl'ie Railw ay. 
Oklahoma l1nion Railw ay. . . . . . 
W isconsin Light, H eat & ·Power C'on1pany. 
Interurban Hailway, D es :lloincs .. .. 
Interurban Railway, D0s :l l oines .. 
:O-acramcnto Northern Railwav. 
Kansas City R ai lways. . . . · . 
Iowa Hailway & Light Company . 
Pacific Electric Hailw av .. . 
l\ I icl,igan Central R ailroad ...... . . 
:IIissouri & Kansas Interurban Railwav . 
C lt>,·eland Rai lway . . . . . . . . . . . . . . 
Lehigh \ 'alley Trnetion Company .... 
St . . Jo,cph R ailway, Light , H eat & Power Co .. 
Iowa Railway ,I.: Light Compa.,y, for Cc,dar 

Rapids & Iowa R ai lway . ........... ... . 
Gran t! R apids, Grand H aven & :II uskegon 

No.of 
:-;ta-
tion::i 

2 
1 
2 
I 
1 
I 
I 
I 
I 
1 
I 
2 
I 
I 
I 
2 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
2 
I 
I 
I 

Hail way.............. ............... . I 
C hicago, North :-ihore & :l li lwaukee Railroad. I 
Indianapolis & Louisville Traction Company. I 
Christ Church Tramway, New Zealand... I 
::sl<>w South \Vales Government Railways. . I 
:-.lew South \Vales Government R ailways. I 
C hi rago & Joliet Electric Railway.. . . . . . . I 
Ironwood & Pessemer Railway & Light Co. I 
Iowa Railway & Light Company I 
Sacramento Northern Rai lway. I 
l ' nited Hail ways of St. Louis. I 
Hershey Cuban Railway . . . . . . . . . 1 
N iagara, St. Catherines Hailway . . . . . . I 
C hrist Church Tramway, New Zealand.. I 
C ity Hailwa)', Los Angeles.. .. . I 
Pacific E lectric Hailway.. . . . . . . . . . . . . . I 
Dayton & We,tern Tract.ion Company 3 
Victorian Railways, ~Ielbourne...... 8 
Interurban Railway, Des ?\loines... - I 
Dayton & Troy Electric Railway . 1 
Hershey Cuban Railway ... . . . . . . . . . 2 
Fort \\' ayne & Decatur Traction Company 1 
C leveland R ail way. . . . . . . . . . . . . . . . . . . . 2 
C leveland R ailway. . . . . . . . . . . . . . . . . 1 
Pacific :\Torthwest Traction Company... . . . . 1 
.:llilwaukee E lectric Railway & Light Company 1 
Toronto Hydro-Electric Company. I 
YorkR~wey.......... .. ...... 2 
Petaluma & Santa R osa Railroad. ..... 1 
Steubenvill e, East Liverpool & Beaver , '~ ll~y 

Traction Company .......... ....... . . 
:IIilwaukee Electric Railw ay & Light Co. 
Northern T exas Traction Company ... 
rnited Railways of St. L ouis .. 
Boston & ;\J aine Railroad ............ ..... . 
Chicago, South Bend & :-.l"orthern Indiana 

Railway .... ............ . 
Los Angeles Railway ..................... . 
::ialt Lake & l-tah R ailroad ............ . 

No. of 
:Ila

chines 

2 
I 
I 

1 
I 
I 
I 
I 
I 
I 
1 
I 
I 
1 
1 
I 
2 
I 
I 
3 
8 
I 
2 
2 
I 
4 
2 
I 
I 
I 
2 
1 

Kilo
watt 

Hating 
500 
300 
250 
500 
500 

200 
300 
500 
300 
500 

1,000 
1,000 

500 
1,500 
1,000 
1,000 

600 
1,000 
1,000 
1,000 

300 
750 
200 
500 

1,000 
300 
300 
500 
300 
300 
750 
500 

1,500 
2,000 

300 
1,500 

500 
300 

300 

350 
1,000 

500 
300 
450 
450 
300 
300 
500 
300 
300 
300 
500 
300 

1,000 
750 
500 

1,000 
750 
300 

1,000 
400 

1,500 
1,500 

500 
1,000 
1.000 

500 
300 

300 
500 
500 
300 
300 

300 
1,000 

500 

Type of :l l achine 
:--ynchronous converter 
:O-ynchronous eonvertcr 
:O-ynehronous converter 
:O-ynehronous conver tPr 
~ynchronous converter 

Synchronous converter 
;-;),n<'hronous c-onverter 
Synchronous conver t er 
s;•nchronous converter 
Synchronous converter 
:-:iync·hronous converter 
Synchronous converter 
Synchronous conver ter 
Svnchronous convertPr 
f;ynehronous converter 
:O-ynchronous converter 
:li-G set 
~vnchronou:-:- converter 
l\i-G set 
:-;ynchronous converter 
Synchronous converter 
Synchronous converter 
Synchronous converter 
Synchronous converter 
sYnchronous converter 
Synchronous conv erter 
l\i-G set 
Synchronous converter 
Synchronous converter 
Synchronous converter 
:-;ynehronous converter 
::iynchronous converter 
:,;ynchronous converter 
l\

0

! -G set 
~ynchronous converter 
Synchronous eonverter 
~vnehronous ronverter 
.:li-G set 

~ynehronou:-- converter 

~ vnehronous convert er 
:-ivnehronous conv erter 
S,·nchronous converter 
::;;'llchronous com·erter 
Synchronous converter 
Synchronous converter 
:-;ynchronous converter 
:11-G set 
~vnchronous converter 
s;•nchronous converter 
Synchronous converter 
Synchronous converter 
Synchronous converter 
Synchronous converter 
Synchronous conver ter 
Synchronous converter 
Synchronous converter 
Synchronous converter 
Svnchronous convert er 
s;•nchronou s converter 
Svnchronous converter 
Synchronous converter 
Synchronous converter 
Synchronous converter 
Synchronous converter 
Synchronous converter 
Synchronous converter 
Synchr onou s converter 
Synchronous converter 

Synchronous converter 
Synchronous converter 
Synchronous converter 
Synchronous converter 
M-G set 

Synchronous converter 
:'\vnehronous converter 
.:li-G set 

,:, The-e ,t:it ions are probably in op<:'ration, though exact dat e i5 not yet available. 

Direct 
Current 
Voltage 

600 
600 
600 
600 
600 

600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 

1,500 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
650 
600 
600 
600 
300 

tOO 

600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 
600 

1,500 
600 
600 

1,200 
1,200 

600 
600 
600 
250 
600 
600 
600 

600 
600 
600 
600 
600 

600 
600 

1,500 

High
Ten::: ion 
Yoltage Frequency R emarks Placed in Operation 

;\' a:v, 1918 
September, 1918 
February, 1919 

33, 000 
11 ,000 
11,000 
11 ,000 
2,25 0 / 4,5 00 

N ~iot,;r· ; ;a:r·t~i 
25 
25 
25 

33,000 60 
60,000 40 
22,000 60 
22,000 60 

2,200 60 
6,600 25 

13,200 /33, 000 25 
13,200 25 
12,500 35 
13 ,200 25 
15,000 50 
44,000 60 
13,200 25 
I 5,000 50 
16,500 50 
33 ,000 25 

6,600 25 
6,600 25 

]3,200 / 23,000 25 
16,500 50 

6,600 60 
06,000 60 
22,500 25 
22 ,500 25 

2,300 60 
6,600 25 

16,500 60 
16,5 00 50 
4,400 60 

33,000 60 
11 ,000 60 
13,200 25 
23,000 60 

33,000 60 

13,500 30 
23,000 ;33, 000 60 
33,000 60 
11 ,000 50 
6,600 25 
6,600 25 

13,2 00 60 
2,300 60 

33,000 60 
2,300 60 

13,200 25 
22,000 60 
12,500 25 
I 0,500 50 
17,000 50 
16,500 50 
33,000 60 

2,000 25 
22,500 25 

6,600 60 
33,000 60 
33,000 60 
I 1,000 60 
11,000 60 
13,200 60 
13,200 60 
I 3,200 25 
13,200 60 
45,000 60 

13,200 
66,000 
13,200 
13,200 
2,200 

25,000 
15,000 
2,300 

60 
25 
25 
25 
60 

60 
50 
60 

i\farch, 1919 
M arch , 1919 

~j~~~~,; :i-;;,;cti~,;.·. ·. 
One-remote control 

Wilming.to,;· ..... 

~i~t o; ;ia:r·t~d : : · 

iie·n~ ~t~ ~0;1t~~J. : · 
Libertyville 
H er m osa .. 

:lloran .. 
Grangf>r . 
P ort ab le. 

~iapi~ xv·e·,;~~.: 
R emote control. . 

i\larch, 
Apri l, 
~ l ay, 
:\fay, 
.June, 
June , 
.June, 
June, 
.July , 
July, 
July, 
August , 
August, 
August , 
A ugust , 
August, 
October, 
November, 
November, 
November, 
.January, 
.Ja nuary, 
.January, 
.January , 
,January, 
l\larch, 
April, 
April, 
May , 
June , 
August, 
September, 
October, 

1919 
I 919 
1919 
1919 
1919 
1919 
1919 
1919 
1919 
1919 
1919 
1919 
1919 
1919 
1919 
I 919 
1919 
1919 
1919 
1919 
1920 
1920 
1920 
1920 
1920 
1920 
1920 
1920 
1920 
I 920 
1920 
1920 
1920 

December, 1920 

:II otor started . 
R avinia P ark 

D ecember, 
.January, 
Januar)·, 

:-i S:r'r~ h~~,;~~~~~·t ~. cmiroi 
Abbot , ford-remote control . 

o ·p ~r~t~ ·i,;·p~;a:1i~1·.: ·. ·. ·. · ... . 
Two units in series .... ..... . 
Two units in series ....... . 
Two units in parallel. . . . 
Two units in para llel . 

•'r'J{r~~~,;-;;~ ~~;;i~~: .' .' .'. ·. 

i\Iotor started ............. . •.·. 
Two units in parallel. ........ . . 

1920 
1921 
1921 

* 1920 
' 1920 
* I 920 
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Progress of the One-Man Safety Car* 
This General Treatise Reviews the Advent of the Light-Weight One-Man 

Safety Car, Points Out the Present Status and the Future Pros
pects of Desig·n and Utilization and Cites the Economic 

and Service Results Which Have Been Obtained 

BY HARRY L. BROWN 
""\Ves t ern Editor E LECTRIC R AI LWAY J OURNAL 

HIGHER schedule speeds, platform expense cut 
in half and energy cost greatly reduced are the 
qualities of the safety car which make it pos

sible to give greatly improved transportation service 
and meet competition of automotive vehicles-private 
automobiles and jitneys. 

Until recently very little information on the energy 
consumption of this type of car was available. Some 
interesting data are now coming to hand, however, from 
companies whose cars have been equipped with Sangamo 
Economy watt-hour meters. In El Paso, Tex., where 
the topography is flat , the energy consumption per car
mile at -the car, averaged over a three-month period, 
was found to be 2.44 kw.-hr. for double-truck cars, 1.45 
kw.-hr. for single-truck cars and 0.95 kw.-hr. for safety 
cars. These figures and those following cover only the 
energy consumption of the main motors. In Kansas 
City on the Westport-Sunset Hill line, operated exclu
s ively with safety cars under service conditions conr 
sidered most severe, the energy consumption averages 
1 2 kw.-hr. per car-mile. At Gary, Ind., the consumption 
has been found to be 1.1 kw.-hr. per car-mile. In Seattle, 
under extremely hilly conditions, the average energy 
consumption over an eight-month period was 1.38 
kw.-hr. per car-mile for safety cars and 3.37 kw.-hr. 
per car-mile for double-truck cars, the data covering 
fifty safety cars and 350 double-truck cars. In Quincy, 
Ill., the average energy consumption for safety cars for 
all lines on the system was found to be 0.95 kw.-hr. per 
car-mile with a system average schedule speed of nearly 
10 m.p.h. At the station buses this energy consump
tion measured 1.78 kw.-hr. per -car-mile. In Vincennes, 
Ind., during a thirty-day period with average loading 
throughout the period of 4.7 passengers per car-mile, 
the energy consumption was 0.75 kw.-hr. per car-mile. 

An interesting side-light on this subject of energy 
consumption is that on the average, for various sys
tems, there is a difference of about 1 kw.-hr. per car
mile between the meter readings on the car and those 
at the station switchboard, representing energy con
sumed in line losses and negative return losses, and 
in running the air compressor, heaters, lights , electric 
buzzers, signals, etc. 

RESULTS FROM SOME INSTALLATIONS 

One of the most interesting installations of safety 
cars that I recall gives a good idea of the many ways 
in which these little cars serve to improve the situa
tion faced by the street railway companies. On the 
Arlington Heights "line, Fort Worth, Tex., which is 4.88 
miles long one way, four 7-ton one-man safety cars 
replaced five 12-ton two-man single-truck cars for the 
base service. With an increase in the schedule speed 

,* ~bs~ra~t ?f paper rend bef,?re joint m eeting of A. I. E. E. a nd 
" . ~- E., Chicago, Dec. 17, lL0. 

from 9 to 11 m.p.h ., the same headway of twelve 
minutes was maintained, this being ample in view of a 
diminishing traffic following the abandonment of a small 
army camp served by the line. The service, measured 
in seats per hour, remained practically the same. The 
track, much of which was open, was in bad condition, 
and while the old single-truck cars rode so roughly as 
to be dangerous, the safety cars, operating at higher 
speed, negotiated the rough track with no discomfort 
to passengers. Furthermore, the voltage drop on the 
line with the old cars was excessive, but with the new 
cars, fewer in number and each pulling less current, 
the voltage drop was not unsatisfactory. Thus the 
installation of safety cars enabled the company safely 
to def e:r: track repair expense and avoid more invest
ment in overhead copper. 

The table below gives a comparison of the cost 
of operation of these lines for · the two weeks just 
prior to the safety-car installation, with that for the 
first two weeks of safety-car operation . Including the 
tripper and extra service in this summary, there were 
operated in the second two-week period eighteen fewer 
car-hours but 157 more car-miles. 

Daily saving in cost of energy ............................. . 
D aily saving in cost of maintenance . . .......... .......... . 
Daily saving in platform exp ense .. ....... .................. . 

Total daily saving in operating expenses ........... ........ . 
Total annual saving in operating expenses .......... ...... . 

$4 18 
7. 75 

55. 66 

. . $67 . 59 
$24,6 70 . 35 

This case illustrates only the economical aspect of 
safety cars, for on this line the twelve-minute headway 
was all that was warranted by the traffic that could be 
secured. 

Table I gives interesting information from other 
cities. 

TABLE I- RELATION BETWEEN INC R E ASE IN C AR-MILES AND IN 
GROSS REVENUE , VARIOUS CITIES 

Increase in 
Car-Miles, 

City Line 
Kansas City, M o ....... Sunset Hill . 
Richmond, Va .. ....... Belmont Ave .......... . 
Richmond, Va ......... L aurel St ... .... ....... . 
Houston, Tex .......... W oodland L a Branch .... . 
E l Paso, Tex. ... . . . . . . . I ..•••• • ••••••.• 
E l Paso, Tex. ... . . . . . . . 2 . ................ . 
Tacoma, Wash ....... .. I .•.•••••••.•.••. 
Tacoma, W ash. ..... . .. 2 .................. . 
Tacoma, Wash. ....... . 3 ............ . .. . 
Tampa, Fla ... . ........ Woodlawn ............. . 
Tampa, F la ... . ........ Nebraska . ............. . 
Tampa, F la ........... West T a mpa. 

Per C ent 
47 
55 
40 
45 
47. 5 
50 
75 
20 9 

3. 4 
60 
52 
70 

Increasf' in 
Gross R eceip ts, 

P er Cent. 
19 
23 
20 
60 
50 
36. 7 
42 
25 . 8 
17 3 1 
62 
51 4 
61 

The car about which we are talking has been called 
the "safety" car. The name was derived from t he 
effort made so to equip it with automatic safe ty devices 
that the use of a one-man crew would entai l no extra 
hazard to passengers. Table II on page 178 g ives some 
detail evidence of how well it has lived up to its name 
in Terre Haute compared with the t wo-man car-:. 

The substance of this study is t hat the number 
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of accidents of all kinds per 100,000 car-miles is slightly 
higher for safety cars than it is for two-man cars, 
but, due probably to the light weight of the safety 
cars, the number of accidents involving expense is 
substantially less. Also, the cost of accidents per 1,000 
car-miles is only about one-half as much for safety 
cars as for two-man cars. Here, again, the relative 
weight of the cars is probably the most important 
factor in the difference. 

THE STANDARD CAR AND TENDENCIES IN DESIGN 

In designing the one-man safety car the builders 
conceived the idea of developing a standard car that 
could be produced on a quantit y basis with resultant 
lower cost to the consumer and better profit to the car 
builder. Standardization of electric railway equipment 
had been a constant topic of association discussion for 
years, but little real progress along this line had been 
accomplished. With the advent of this new type of 
car, however, embodying a radical departure from 
all previous practices, there seemed to be a good oppor
tunity to start standardization in earnest. By tena
ciously holding to t he fundamentals of the design, the 
original designers have succeeded to a remarkable 

TABLE II-ACCIDENT.RECORDS IN TERRE HAUTE FOR SAFETY 
CARS AND TWO-MAN CARS 

Twenty-three Months, Dec. 1, 1918, to Oct. 31, 1920 • 
Safety Cars 1J Two-Man Cars) 

Total accidents reported................. 786 270 
Deduct accidents causing no damage to 

persons or property .................. . 

Accidents involving expense ............ . 
Total cost, a ll accidents ................ . 
Average cost per accident (those involving 

expense) ........................... . 
Average cost per accident (all reported) .. . 
Total car-miles (thousands) .....•...•.•.. 
Number of accidents, all kinds, in each 

100,000 miles . .. .................... . 
Number of accidents, involving expense, in 

each 100,000 miles ................... . 
Or, one in every ....................... . 
Average cost accidents per 1,000 car-miles 
Number of cars operated, beginning of 

period ............................. . 
Number of cars operated, end of period ... . 

553 

233 
$32,259.32 

$138.45 
$81.04 
708. 1 

21. 1 

6. 28 
15,923 miles 
$8. 69 

15 
49 

107 

163 
$22,253.73 

$136 .52 
$82 . 42 

1,376.0 

20. 0 

11.8 
8,478 miles 

$16. 17 

16 
1 

degree in preserving their aim in this direction, and 
hence of being able to build cars for stock regardless 
of the city in which they would ultimately be used. 
In fact , it is now actually possible to order street cars 
from stock almost as one does an automobile. 

The original standard safety car had a practically 
all-steel, arch-proof, single-end body with a 30-in. single 
door at the front end for entrance and exit. It was 
equipped with fourteen cross-seats and an end seat, 
affording capacity for thirty-hvo passengers. It was 
mounted on a single truck with a 9-ft. wheelbase and 
equipped with two 25-hp. mr1r-rs and 24-in. wheels. The 
motors, air-brake system, ri:· compressor, control and 
other equipment were all of a special type, newly 
designed for the innovation in the urban transportation 
world. These first cars, complet ely equipped, weighed 
but 12,500 lb. or 390 lb. per seat-a new low record 
in the industry. 

Desirable as this light weight was from an energy
economy standpoint, it soon developed, after the first 
cars were in service, that they were too frail and would 
have to be strengthened. The demands of the industry 
in this connection, based on experience in using the 
cars, have been so insistent that t he manufacturers 
have been forced to strengthen the car from time to 
time in one member and another, both body and truck, 
until now the standard single-end safety car weighs 

approximately 16,000 lb. or 500 lb. per seat, and the 
standar d double-end safety car weighs 16,600 lb. or 519 
lb. per seat. 

In addition to t hese vital questions of weight and 
str ength in safety-car design, there have been numerous 
other less important t endencies away from the exact 
standard safety car. F or the more northern cities it 
has been necessary to use interior side sheathing and 
headlining to make the car warmer, and in some cases 
extra heating elements have been specified. Double 
flooring has been required for t he same reason in t he 
north, and in other cities managements have insisted 
on this to reduce the noise within the car. Some 
railway managements have insisted on spring-cushion 
seats, and others have requ ired that the interior of 
the car be better finished f or sake of appearance. In 
a few cases, the arrangement of seats has been changed, 
the end cross-seats being turned longitudinally to pro
vide a larger well for standing passengers. There has 
also been some demand fo r a wider aisle, seats a little 
wider, and in general t hat the car should be a little 
more generously dimensioned. 

There is a more important change in the body design 
than t hose just mentioned, which is being advocated by 
operating men in increasing numbers, despite strong 
opposition. It is urged that t here ought to be a sep
arate passageway for the ingress and egress of pas
sengers so that two opposing streams of passenger s can 
be moving simultaneously while the car is standing. 
At present, with the single doorway for both entrance 
and exit, it is necessar y for boarding passengers to 
wait until all the leaving passengers have got off be
fore they can get on. This is an annoyance to 
patrons and lengthens t he stopping time of the car. 
Whether separate exit and entrance are desirable or 
not, the sentiment for t hem has been steadily gaining 
ground. This applies to small and large city users 
alike, and double-door car s have already actually been 
built for Mason City, Iowa; Madison, Wis. ; Fort Wayne, 
Ind., and two or three other cities. In Madison single
door safety cars were r eplaced with new and r ebuilt 
safet y cars equipped with double doors. 

The desirability for t h is change to double doors 
and more generous dimensioning is also closely asso
ciated with the idea of using safety cars on many 
of the lines of the largest city systems. It is felt by 
many that these slight changes would greatly extend 
the field of adaptability of the standard cars. 

There are numerous lines in Chicago as in other big 
cit ies where safety cars could be installed with result
ing improvement in service, better earnings, gross and 
net, and a better pleased public. Where these cars are 
used they should not be permitted to be overloaded 
unduly, for the inher ent skip-stop feature of the- small 
load, and the slow ingress and egress of passengers 
in a jam, would slow up the speed and defeat the 
advantages which otherwise accrue. 

When safety cars a re used on these heavier city lines, 
several t h ings can be done to aid their success or 
enhance the economies and increased earning power they 
afford. One of these is a slight ch_ange in the design 
of the car body, which has already been discussed. 
Another is the use of a street collector at heavy load
ing points to aid t he operator. He should be placed 
either at the rear emergency door, as is done in Kan
sas City, or at the r egular entrance, s imply to make 
change, sell tickets, etc. Still another thing that might 
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serve to speed up the little cars would be to make use 
of a combination pay-enter, pay-leave, fare collection 
system. On runs where there is a scattered loading and 
a concentrated unloading, passengers would pay as they 
enter. On runs with heavy loading concentrated in 
a small district and a scattered unloading, passengers 
would pay as they leave. On many lines this should 
r esult in materially speeding up the service. 

Real Service in a City of 30,000 
Indiana Railways & Light Company, Which Operates In 

and Around Kokomo, Has Found that the Safety 
Car Pays-Some Construction and Oper-

a ting Data Are Given 

BY C . T. DE HORE 
General Electric Company, Cin cinnati, Ohio 

IT IS a real problem to give electric railway service in 
a city of 30,000 population and come anywhere near 

breaking even. Kokomo appears to be1 doing it with the 
aid of safety cars. Up to July 1, 1920, the service on the 
main city line in the city was on a ten-minute headway, 
requiring four double-truck cars, seating about forty
four people and weighing 16 tons. Three or four 

TABLE I-PASSENGER BUSINESS IN KOKOMO BEFORE AND AFTER 
INSTALLATION OF SAFETY CARS 

Month 
July .•........ ........ 
August ....... ........ . 
September ......•...... 
October .............. . 
November ............ . 

1919 
253,779 
267,557 
285,696 
249,528 
253,241 

1920 
314,064 
321,731 
334,949 
315,975 
313,512 

Increase 
60,285 
54,174 
49,253 
66,447 
60,271 

Per Cent of 
Increase 

24 
20 
17 
27 
24 

trippers were put on morning and evening. Generally 
Bpeaking, the service was above the average for cities of 
this size, and the rolling stock was modern and well 
maintained. 

The management of the company, after a study of 
the performance of safety cars throughout the country, 
and particularly in Terre Haute, decided in January, 
1920, to purchase ten safety cars. The cars went into 
service on July 1. 

The four large cars ref erred to were replaced with 
eight safety cars on a six-minute headway. This 

TABLE II-CAR-MILES AS INCREASED BY SAFETY CARS 
IN KOKOMO 

Month 
July . ... ............. . 
August ...•............ 
September ............ . 
October ... ........... . 
November ............ . 

1919 
37,535 
39,845 
38,288 
36,875 
36,184 

1920 
49,160 
49,935 
50,020 
49,070 
46,890 

Increase 
11 ,625 
10,090 
11,732 
12,195 
10,706 

Per Cent of 
Increase 

31 
25 
30 
34 
30 

reduced the schedule speed from 9.6 to 7.5 m.p.h., and the 
round trip running time increased from forty to forty
eight minutes. 

As a result of the new service numbers of passengers 
carried increased as shown in Table I and the car-miles 
were increased as shown in Table II. 

COST OF OPERATION AS AFFECTED BY SAFETY CARS 

The power consumed by the eight safety cars is 
approximately the same as before, except that some little 
additional is required for heating because the new cars 
are better heated. The cost of power is,. therefore, prac
tically only increased due to increase in the cost of coal 
and other items of production. 

The total cost of maintenance of equipment is running 
about the same as before. Up to date repair mater ial 
for the maintenance of the new ears has cost less . 

P latform expense has increased slightly, due to an 
increase in rate of pay. The old rate was 34 to 39 cents; 
the new is 40 to 45 cents. 

The inspection of equipment is very rigid and the cars 
are kept scrupulously clean. Immediately upon the 
development of any defect or irregularity, such as leaks 

THE KOKOMO SAF ETY CAR I S P OPU LAR 

rn a ny of t he air valves or equipment, etc., the inspector 
sends' the car to the shop. The same shop force handles 
the eight safety cars as previously looked after the four 
double-truck cars. One car cleaner has been added. 

The reduction in the schedule speed from 9.6 to 7.5 
m.p.h. was made with the idea of reducing the number of 

TABLE Ill- D E TAILS OF KOKOMO SAFE TY CAR 

Builder. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . American Car Company 
Type....... ..... ... ............................ Standard Birney Safety 
Seats...... . ........ .. . ........................ 32 
Motors. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . GE-264-A 
Control. , . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . K- 10 double end 
Seats............. ... .. ........................ Brill Waylo 
Air compressor. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . GE-CP-25, 10 ft. 
Governor. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . GE-ML-A- 1 
Registers. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . International air operated 
Signs. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . K eystone 

collisions with automobiles and other vehicles. The 
result in this regard has been gratifying, while boarding 
and alighting accidents have been eliminated entirely. 

SOME OF THE "REACTIONS" PRODUCED 

At first the operators were skeptical as to the prac
ticability of the cars, as well as their own ability to 
operate them. Ho,vever, this feeling has since worn 
a,..-ay and the men are now very enthusiastic over thei r 
performance. 

The public is pleased with the new cars and the people 

T A.BLE IV- SU i\li\IARY OF K OK0:110 SA F E T Y CAR DATA 

Number of cars operated 
Number of m en r equired 
Headway . ... . . ..... . . 
:lliles per hour ....... . 
Running tim e .. ...... . 
Car-miles ... .. . ...... . 
Passengers ... ........ . 

1919 
4 
8 

10 min. 
9. 6 

40 min. 
188,727 

1,309, 801 

R at e per hour ........... . .......... . 

1920 
8 
8 

6 min. 
7. 5 

48 min. 
245 ,075 

1, 600 ,231 

I 919 

P ercentage, Percentage 
Increase D ecrease 

JOO 

20 
30 
20 

40 
22 

1920 
34 to 39 cents 40 to 4 5 cents 

of Kokomo f eel that they are being given " r eal service." 
The railway management feels that the demands of 

t he public fo r increased service could not have been met 
in any other way without a material increase in the rat e 
of fare or the incurring of a large operating loss. 

The details of the car are given in Table III. 
The Kokomo installation was made under the di rection 

of Phil II. P almer, general manager Indiana Railways 
& Light Company, who furnished the above data. 



180 ELECT RI C RAIL W AY J O UR NAL V ol. 57, No . 4 

Some Pennsylvania Commission 
Policies 

Chai rma n Ainey in an Address to t he Philadelphia Chamber 
of Comm erce Outlines the Underlying Laws and Policies 

of the P ennsylvania Commission - Commission 
Regulat ion S upersedes Contra ctual Relations 

IN A recent address to the Philadelphia Chamber of 
Commer ce W. D. B. Ainey, chairman of the Public 

Service Commission of Pennsylvania, outlined some of 
t he important features of the organiza tion and authority 
of t he P ennsylvania Commission. -v.- He pointed out that 
with the passage of the public service company law, 
wh ich went into effect J an. 1, 1914, there was inau
gurated an ent ir ely new method of utility control fo r 
Pennsylvania, a lt hough commiss ion regulation had 
existed fo r many years in other st ates . The commission, 
while not strictly a judicial body, as it is an arm of the 
legislative branch of t he government, nevertheless bases 
it s judgment on evidence and not upon private com
munication or peti t ions. 

REGULATION'S P URPOSE1 I s TO P RESERVE U TILITIES 

Mr. Ainey sa id t hat public service regulation would 
have been comparatively s imple when the commission 
started to work, "if all pu blic service corporations could 
ha ve been, on that day, re-cr eated and the program and 
policy of the commission directed solely to the future, 
but nearly all of these corpor ations came into existence 
under general laws or special statutes passed many 
years before. There had been created under them situa
tions which after Jan. 1 would not have been permitted, 
but which under the law theretofore existing were, in 
most instances, perfectly legal." He further pointed out 
that the enactment of the law was in recognition of the 
fact that utility service was impor tant to the Common
wealth and that the preservation, not destruction , of the 
companies was essential to public welfare and con
venience. 

One necessary purpose was to get rid of discrimina
tory or preferential contracts where these existed under 
conduct or contract and the Legislature made certain 
prohibitions with reference to rates and practices. "This 
brings us to a differentiation which, in considering the 
public service company law, we must make between those 
policies which have been (a) legislatively adopted by the 
state and therefore are as binding on the commission as 
they are upon utility companies and their patrons and 
( b ) those which are adopted by the commission under 
t he broad discretionary powers lodged with it." 

The law impressed upon utility companies the char
acter of public servants and almost entirely removed 
them from the realm of corporations, but emphasized in 
so doing that "their services were required by the pub
lic and their preservation was essential for the public 
good." In line with this, limitations were imposed upon 
revenues, limiting them to a fair return, and thus rates 
and service devolved upon the commission. In the 
exercise of this power comes the a pplication of the 
principle that the government m ight interfere with 
charter powers and privileges theretofore granted, if 
the general public welfare is involved, and t h us "con
tracts are no longer inviolate when t hey stand in the 
way of an impor t ant public policy." 

Another point related to this is that any regulatory 

*A s ubsequent article, now in preparation, will describe in detail 
th e organiza tion a nd methods of the Pennsy lvan ia commission. 

policy of the state directed toward the companies must 
likewise regulate their patrons and the public itself, if 
it is to be effective. Thus municipal and private con
t racts fixing rat es and determining revenues and service 
must also give way whenever they are in conflict with 
the aims desi red. On this point he said: 

"I have in mind a street railwa y operating through sev
eral municipalities; in one t here was a 3-cent fare fixed 
in an ordinance, in another a 5-cent f are, and in some 
others no rates of fare were prescribed. The increased 
labor and material costs were such that the operating 
expense exhausted the revenues. It becam e necessary to 
increase the fare s, if service was t o be continued. If the 
legislative hands wer e tied and these cont ract rates were 
continued _ the entire burden of t he increase would have 
~ad to be p laced u pon the riders in the m unicipalities hav
mg no contracts, and the others wou}d be relieved. Ad
mi_ttedly no more unjust, inequitable or discriminator y situ
~tion could arise. The public service company law was 
mtended to conect such inj ustices. P rivate contracts 
afforded opportunity for t he best or more influential trader 
to secure better ra t es than others n ot so aggressive or 
powerful." 

Likewise if there are standards of Rervice and limita
tions of revenues, then any unusual burden "contractual 
or otherwise" which prevents t he preservation of the 
utilities and the rend ition of adequate service at reason
able rates cannot, and ought not, to be continued, in the 
interests of the public itself. 

Mr. Ainey showed that the power thus exercised by 
the state is not unique and he found similarity in the 
eminent domain laws, health laws a nd tax laws. 
"Public service and private rate contracts," he said, "are 
incongruous when they confl ict. Rates themselves can
not be based, if they ar e t o be equitably apportioned 
among patrons, upon private cont racts any more than 
taxes can be fixed by ag reement between tax collectors 
and property owners. There is a striking similarity 
between taxes and public se·rvice rates in so far as the 
bases upon which they are imposed is concerned." 

LAW, NOT COMMISSION, INVALIDATES CONTRACTS 

Again adverting to d istinction between legislative 
policies and discretionary policies which are prescri'.3ed 
by t he commission, Mr. Ainey pointed out that the 
former have become the set tled law of the Common
wealt h, equally binding upon commission and public. 
The commission determines reasonable and just rates in 
ser vice, but when t he r ates are determined, "the law and 
not t he commission declares any conflicting contract 
rateR invalid. The whole duty of the commis
sion under the statute is to ascertain what are the just 
and r easonable rates, and automatically the statute is 
applied as against any other rates arising on contracts." 

Mr. Ainey then showed that the commission had 
within its discretion adopted the "non-competitive rule" 
as a policy, but said that "when the reason for the rule 
fai ls, the rule itself must fail." The theory of this rule 
is that duplication of facilities requires a duplication of 
investment and capital, and there is thus imposed a 
double burden upon the rate payers. All that competi
t ion does is to hold rates to a reasonable basis, and this 
is done by the commission. 

In closing Mr. Ainey said that these public utility 
questions a r e but a part of the great economic questions 
which confront the country today and which demand of 
all the most t houghtful consideration. "There is no 
more patriotic ser vice to which we may give our atten- ' 
tion. The times st ress them upon us. We must approach 
them wit h disinterested and highest motives, but fear- .,., 
lessly and forcefu lly." 
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Indiana Utilities Join in Meeting Devoted 
to Public Relations 

Presidents Gadsden, Insull and Munroe of American Electric Railway, Electric Light and Gas Associa
tions Were Speakers at the First Annual Meeting, Which Was Attended by More than 250 

-Addresses Given by Commissioner Paul P. Haynes and E. K. Hall, American · 
Telephone & Telegraph Company-Charles L. Henry Presided 

l """ H E fi rst annua l meeting of the Indiana P ublic 
Utility Association, formed about a year ago to 
sponsor the India na Committee on Publi c Uti li ty 

Information, proved t o be a conspicuous success and of 
fa r-reaching value. The meeting, with an at tendance of 
mo re than 250, began at 

stitution of t he association, adopted at this meeting, as 
the best expr ession of the object of the assoc iation. This 
article reads as fo llows : 

The object of this a ssociation sha ll be the collection and 
dissemination of info rma tion r ela ting t o t he operat ing, tech-

nica l a nd commercial con
ditions a nd problems affect
ing· public utilit ies, and 
up on those questions affect
ing the r elations between 
public se rvice companies 
and the communities which 
they serve, so a s t o assist 
the companies in the m an
agement of their a ffa irs in 
serving their communities 
and in promoting cordia 1 
r elations between the publ ic 
and t hemselves, and to cul 
t ivate fri endly and social 
relation s b e t we e n the 
officers and employees of 
t he several companies. 

a 12 :30 luncheon in I n-
dianapoli s, J an. 13, and 
extended t h r o u g h t he 
afternoon a nd a dinner in 
the evening. It was de
voted entirely to the con
s ideration of improving 
the relations of the utili 
ties with the p u b l i c. 
Char les L. Henry, presi
dent Indianapolis & Cin
cinnati- Traction Com
pany, as first and re
elected president of the 
new association, presided 
at the luncheon, afternoon 
a nd dinner sessions. The 
program in c I u de d ad
dresses by the presidents 
of the Ame1:ican Electric 
Railway Association, the 
National Electric Light 
Association and the Amer
ican Gas Association and 
by a prominent telephone 
man, a member of the 
Indiana Public Ser vice 
Commiss ion a n d th e 
Mayor of Indianapolis. 
Harry Reid, president 
Interstate Public Service 
Company, Louisville, Ky. , 
a nd v ice-president of the 
Indiana Association, was 
largely responsible fo r the 
papers. 

Six Points Made by 
Commissioner Paul P. Haynes 

at Indianapolis Meeting 

1. The a.verage increase in utility rates during 
the last four years has been substantia lly less 
than the increase in the price of other necessities. 

2. The utilities generally have earned less than 
a fair return on their sound valuation and they 
should now be permitted to recoup reasonable 
losses. 

3. Existing rates are not based on peak war 
costs and therefore considerable reduction in 
prices of commodities will have to be experi
enced before these prices reach the present basis 
of present rates. 

4. During these four lean years there has been 
an immense accumulation of deferred mainte
nance which must be taken care of. 

5. The sum of $100,000,000 should be expended 
in the next two years in Indiana to provide 
needed extensions and improvements, and the 
public should know that this money cannot be 
had unless the credit of the utilities is restored 
through better revenue. 

6. The situation demands a sympathetic under
standing of these facts on the part of the public. 

excellent program of timely 

Mr. Henry also laid 
particular emphasis on 
the point t ha t t he uti lities 
are on trial every day in 
t he year, and that while 
this ci rcumstance places 
t hem in a position which 
is very d ifficult and try
ing men occupied in t h is 
work ought to be very 
proud of their positions. 

Paul P. Haynes, mem
ber of the Indiana P ubl ic 
Service Commission, then 
addressed the association, 
m a k i n g statements t o 
wh ich repeated r efer
ences were made by later 
speakers representing the 
ut ilities. H e said that it 
is the usual contention 

Mr. Henry spoke briefly of the organization of the 
Indiana Public Utili ty Association to include all classes 
of utilities into a compact organization for t he purpose 
of providing a more effective machinery with which t o 
deal w ith the common problem of public relations. H e 
said there will be no attempt to revolutionize things in 
I ndiana, but that the a ssociation will function to bring 
to the citizens of the State the things they ought to 
know about their public utilities. 

that there a re two sides to the utility business, but that 
he was of the opinion that there is but one s ide. Th e 
interest s of the public utilities and of t he public are 
so inextr icably associa ted t hat what is good for the 
public is good for the utility, and vice versa; t hat when 
one prospers or suffers, t he other does likewise. Refer
ring to the work of t he newly formed associa tion, he 
said that t o the extent that the association a pproaches 
the utility problems as public problems, to t hat extent 
will the association's work be successful. 

The commiss ioner t hen explained how utility rate 
increases have lagged far behind t he increases in prices 
of commodities generally. In other words, the orders 
of the utilities commiss ions have not been prompt 
enough to keep t he ut ilities in sound financial condi-

To correct any possible misapprehension Mr. Henry 
pointed out that there was no desire to endeavor to dom
inate governmental agencies or legislation in any way. 
He called particular attention to Ar ticle II of th e con-
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tion. He said that we are now reaching a turning 
point, that prices are very generally on the decline. 
This fact, he said, bids fair to react very unfavorably 
upon the utilities unless the public is brought to under
stand that it would be to the public's own serious 
detriment to insist upon rate reductions immediately. 
Rate reductions must be made in time, but they must 
be made intelligently and with full consideration for 
the defici t s which the utilities have accumulated as the 
result of° the slowness with which increased rates came. 
In this consideration, the commissioner mentioned six 
things which, he said , must be brought home to the 
public: 

( 1) That the average increase in utility rates during 
the last four years has been substantially less than the 
increase in the price of other necessi ties ; ( 2 ) that the 
uti lities generally have earned less t han a fair return 
on their sound valuation and that t hey should now be 
permitted to recoup reasonable losses; (3) that exist
ing rates are not based on peak war costs and therefore 
that cons iderable reduction in prices of commodities 
will have to be experienced before these prices reach the 
present basis of present rates; ( 4) that during these 
four lean years there has been an immense accumula
tion of deferred maintenance which must be taken care 
of; (5 ) that $100,000,000 should be expended in the 
next two years in Indiana to provide needed extensions 
and improvements, and the public should know that 
this money cannot be had unless the credit of the utili
ties is restored through better revenue ; ( 6) that the 
situation demands a sympathetic understanding of these 
facts on the part of the public. 

Mr. Haynes said that rates must come down after 
a while to a level corresponding with what shall be con
sidered normal prices of commodities, but that reduc
tion in rates cannot be expected simply because some 
one reads in the morning paper that prices are coming 
down and hastens to demand that utility rates be ad
justed accordingly. Even if the selfish interests of the 
utilities are eliminated altogether, still, in the best 
interests of t he people, rates should not be reduced 
immediately. He contended that it is the duty of a 
commission to see that the utilities are not ·only solvent 
but that they are maintained in a healthy condition, 
with good cred it and able to give good service. He 
also said that the utility that renders better service and 
has a high regard for the public served should be re
warded liberally. Service is the primary obligation of 
the utility, and it must precede every other considera
tion. The commission cannot do its part unless the 
utility does its part in giving service, with open and 
aboveboard practices. He contended that service first 
should be the watchword of the utilities and thought 
t hat the public would respond to the needs of a com
pany if it is thought that this company is doing its 
best and really striving to meet the needs of the public 
and be a real public servant. 

ADDRESS OF MARTIN J. lNSULL 

Martin J. Insull, president of the National Electr ic 
,..,ight Association, spoke at length with the primary 
object of telling the utility operators what they ought 
to do and say to the public. Speaking of the attitude 
of mind of utility men and the public, Mr. Insull said 
that most of us think ~hat running the utility is our 
business and the public thinks that it is none of its. 
Both are wrong, he contended, and he then endeavored 
to urge upon the utility man the idea that he must 

make it a part of his duty to spread information about 
the utilities to the public and make the public under
stand that it has a real interest in the utility busi
ness. He took issue , with Commissioner Haynes that 
service must be the first and foremost consideration. It 
was his opinion that service and rates must go together, 
for it is impossible to give service unless reasonable 
rates can be charged. He made the point that people 
do not think much about the service received until it 
becomes poor service. The public is so accustomed to 
good service that it has no thought of this matter until 
the time conies when it receives poor service, when it 
is prompt to voice its discoveries. 

Mr. Insull then brought up the question of what it 
would mean if the utilities should shut down, and dis
cussed what the utilities mean in modern business and 
domestic life. He made the observation that if the 
utilities in a community are all run down it is safe to 
say that the community itself is going backward and 
there is something decidedly wrong with it. The growth 
of a community and of its utilities go together; in fact, 
the utility growth should be a little ahead of that of 
t he community. 

He said that now is the psychological time to educate 
the public, and emphasized that not all of this work 
can be done through the printed word, but that a lot 
of it must be done by word of mouth. He referred to 
the treatment received by the railroads and pointed out 
how disastrous and costly to the people, as well as the 
rai lroads, this policy had been. He thought if the utili
ties are to receive a s imilar treatment the cost to the 
public will be even greater. He reiterated the state
ment of Commissioner Haynes that the utilities should 
be allowed to carry present rates for a while in order 
to off set the long period during which they were using 
up working capital, or living off their fat, so to speak. 
In their effort to take care of public demands, they · 
used up all of their reserves and rapidly reached the 
point of losing their credit. 

He compared the rapidity with which money is 
turned over in an ordinary merchandising business with 
the slow process which takes place in the utility field, 
and contended that as a result of this there is no real 
profit in the utility business. There is no surplus to 
be put aside and all new extensions of service must 
be :financed out of new money brought into the busi
ness from outside. But in the money market, which 
is very highly competitive, the utility finds it neces
sary to compete against the highly profitable merchan
dising and industrial businesses. 

Mr. Insull said that the National Electric Light As
sociation is now launching a national campaign of good
will advertising in an endeavor to educate the public 
that the utility business is their business. The public 
controls the rates, the service, the security issues and 
the valuation of the property, and is either directly or 
indirectly an investor in the utility. Then he asked 
in closing: Is the utility business not the public busi
ness? 

ADDRESS OF E. K. HALL 

E. K. Hall , vice-president American Telephone & Tele
graph Company, then addressed the assembly in a 
speech that was replete with humor and able suggestions 
on how to make t he public understand the true situation 
in the utility field. In describing how completely the 
life and business of every community is built around 
its utility service, Mr. Hall compared the utilities to 
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the elevator service in the famous Woolworth Building 
in New York. He spoke of the beautiful architecture of 
this wonderful structure, but said that the value of the 
building as a business enterprise rested entirely upon 
the elevator service, and that without this it would 
be just a monument. Most communit'ies do not realize 
how badly they need utility expansion and improvement, 
and practically all utility companies are now without 
the money to give the service the public wants in its 
own interests. This means that the utilities need more 
revenue in order to get more capital, and the only way 
this can be had is through better rates. But higher 
rates are hard to get. Why? Because the public says 
the service is not good enough to warrant increase in 
rates. The utility then determines to boost up the 
service and tells the public that it will, but finds that 
it cannot do so because it cannot get the money neces
sary. Hence the company is back where it started at 
the beginning of another 
form of vicious circle. 

the bills resulting from these mistakes ever since. Con
sequently, when regulation came it started with a 
hostile attitude. The public conception of regulation at 
the time it went into effect was (1) to see that no rates 
were excessive (and the public thought that all rates 
were excessive and we were not wise enough to explain 
they were not), (2) to prevent unjust discrimination, 
and (3) to prevent the waste, unsightliness and incon
venience of competitive utility systems. 

Mr. Hall compared the position of the utilities when 
regulation thus came to what a similar situation would 
mean to a merchant if told that three of his customers 
wer~ going to begin tomorrow to fix prices on all his 
goods for the rest of his life. Mr. Hall said this 
merchant would have a fit; in fact, he was not sure but 
it would kill him. Yet this is what the utilities have 
had to submit to. 

Whatever reason there was to regulate the utilities 
downward and r estr ict 
their operations, he said, 

Mr. Hall then raised 
the question of what is 
the key to the situation, 
and said that the answer 
was easy. If the utility 
operators could wave a 
magic wand to solve their 
greatest need, they would 
have it produce a unani
mous unqerstanding on 
the part of the public, for 
if this were had it would 
immediately say to take 
care of the utility com
panies. But how can the 
public be made to under
stand? This is the key, 
and we have the knowl
edge and information to 
do it, and in fact have 
been trying to tell the 
public for some time, but 
the public does not under-

Four Fundamentals According to 
E. K. Hall 

was taken care of in a 
few years, and completed 
a long time before the 
war. Then we had to 
stand by during the war 
and permit the very life
blood of these businesses 
to be sapped. Profiteers 
were plentiful in every 
other line of business and 
the public had to put up 
with exorbitant prices all 
around without recourse, 
but not without resent
ment. Then when the 
utility companies asked 
for higher rates, the pub
lic immediately took the 
attitude that at least here 
is one fell ow that won't 
get a chance to profiteer. 
In other words, the re-

1. The interests of the public and utility com
panies are identical. Few people understand 
this. It means co-operation. 
2. The business of the utilities is entirely differ
ent from that of unregulated corporations. 
There is no such thing in the public utility busi
ness as profits in the ordinary sense. 
3. The only possible danger as to rates from the 
public point of view is that they may be made 
too low. If too high, the fact is easily seen, but 
if too low it reacts against the public interests. 
If there is any doubt about the rate, let the de
cision be made on the safe side. 
4. The utilities must have good credit if they 
are to keep ahead of the growth of any com
munity. Good credit is the result of a fair 
return on the investment, plus a margin for 
safety in case of adversity. 

stand because it does not 
believe us. In the case of the railroads, he said, they 
had to wait until the whole transportation system broke 
down before the public would believe there was not a 
"nigger in the woodpile." 

Raising the question, then, of why the public does 
not believe us, Mr. Hall pointed out that the public 
viewpoint is entirely different from ours. He said that 
we did not get wise ourselves to what our job really 
is until the last four or five years. Prior to that time 
we thought that our job was to sell telephone instru
ments and electric light bulbs, but now we know that 
what we are really selling is service. He said that the 
manufacturers were partners in this lack of under
standing, for they were pushing the business in order 
to sell more instruments and supplies. They wanted 
to make dynamos and sell them, but did not care whether 
they were used in giving service to the public after
ward or not. 

Furthermore, he said, the art of all of the public 
utility businesses is very young. No one visualized the 
field ahead very clearly. And through the development 
of the art mistakes were made. Many of the utilities 
put things over on the public and got themselves and the 
honest utilities as well in wrong. We have been paying 

sentment at the real 
profiteers was taken out on 

the utilities, who were farthest from being profiteers. 
Mr. , Hall said that it takes a long time to change a 

lifetime of opinion, and this is the problem the utilities 
now face in changing the general public impression of 
the utility operators. He said we must patiently, 
intelligently and tactfully get the facts before these 
people during the next five years, and then forever keep 
the facts before them. It must be brought home to the 
public that it is through with its job of "spanking the 
utilities." They have been made to suffe r in full for 
whatever transgressions they were guilty of. He com
mented that at last the public utilities in one state have 
awakened to their jobs. In Indiana, at least, they 
have all got together to talk a common language and 
to work together in this common problem of public 
relations. 

If there is any utility company that is not now ready 
to play fair and square with the public, it is the job 
of the honest utilities to bring this one into line 
summarily. If we do not, the public will , and will 
punish the rest of us at the same time. · 

One of the problems of the util ities is to make the 
public see that the whole idea of regulat ion is moving 
into the second era. The punitive era, t he era of 
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teaching the utilities to be good, has gone by and few 
companies are us ing any unfair practices now. The 
second era, or that of making and keeping the utility 
compauies strong enough to do their work, is now here. 
This m ust be the era of co-operation between companies 
a nd public, the era of understanding with the removal of 
distrust . This is the era t hat we are coming into and 
t here a re many ways to hasten it as a reality. 

To better public relations means to better public 
opinion of the utiliti es. This public opinion is the court 
of last resort, and we want it to know our problems a nd 
believe in us. The right conception of our job is to 
give service of t he kind the public wants. But in trying 
to mold public opinion, Mr. Hall thought t hat we have 
not s t a rted near enough to the bottom of the situation, 
tha t we need to talk fund amenta ls and then the details 
will come easy. H e considered that there were four 
fundamentals, upon which, if agreement between public 
and utilities could be secu red, there would be the basis 
of rapid progress in t he unders ta nding of the public. 
His ideas of these f undamentals were as follows : 

1. The interest s of t he public a nd utility companies 
are identical. F ew people understand this. It means 
co-opera tion. 

2. The bus iness of the utiliti es is entirely different 
from that of un regulated corporations. There is no 
such thing in the public u ti lity bus iness as profits in 
the ordina ry sense. 

3. As to rates, the only poss ible danger there is from 
the public point of view is t ha t they may be made too low. 
If they are too high thi s fac t is eas ily seen, but if they 
are too low it takes the hea rt and flesh out of the 
bus iness and reacts against the public interest s . In 
any event the chance of crippling the utilities should not 
be taken, because this is against the public's own 
interest s . If the1·e is any doubt about the rate, let the 
decisio11 be made on the safe s ide. 

4. The utilities must have good credit if they are to 
keep a head of the growth of a ny community. Good 
credit is the result of a fair return on t he investment, 
plus margin enough so that people pot already investors 
in the business, in looking over t he company's securities 
with a view to investing, will see that the companies 
can stand a little adversity, that there is a little some
thing over for safety. 

How TO BETTER PUBLIC RELATIONS 

Before making some suggestions as to how best to 
handle the problem of educating the public, Mr. Hall 
pointed out a few suggestions on how not to do it. 
Do not wait, he said, until you are up against it, until 
the only story you have t o tell is a sad story, for t his 
breeds suspicion. Do not try to get favo rable public 
opinion until ycu have cleaned house and deserve it. 
Do not try to assign the task of informing the public 
to one man with that as hi s special job. No one man 
alone can accomplish much, and it is essential that every 
officer and every employee do a part. Do not leave the 
task to publicity alone. This is good if rightly con
ducted, but it must be supplemented by word of mouth 
and other means of education. 

The place to begin the big task of inducing favorable 
public opinion is at home. It is impossible to accom
plish much unless the whole organization family 
thoroughly understands and is ready by training and 
w illing in mind to spread the tru th. Another ver.v. 
important point is to study and proceed from the public 
point of view. We have not told the public what a t ask 

it is to give serv ice, and it has no conception of the 
magnitude a nd intricacy of the work behind this service. 
It thinks that " it is a cinch." 

Mr. Hall sa id that the public thinks the rates are too 
high because (and this is a commentary on the public) 
individuals th ink that if they were in the business they 
would make the rates too high. A difference of opinion 
also arises because the public thinks in terms of today, 
while the utility operators must think in terms of the 
future. The public will seek an advantage for today 
without regard for the result in the future. The prob
lem of good relat ions is largely a question of mutual 
confidence. Mr. Hall contended that the public is 90 
per cent on the square if it has the facts. The crank 
politician does not 1·epresent the public and it is part 
of our job to bring this fact into the public light. The 
public must also be taught to distinguish between the 
companies that are doing the fair thing and those 
that are not. The public does not have time to learn 
aE of the details of our business, but good treatment 
and thoughtfu l consideration will go a long way toward 
making up for what lack of knowledge there will be. 

There is a hazard in every business, continued Mr. 
Hall, which measures the amount that that business 
has to pay for money. The utility business is not sub
ject to many of the hazards common in other lines. The 
princ ipal hazard in the utility business is that it is run 
on such a sma ll margin that a n increase in operating 
expenses may w ipe out the margin and put the company 
in difficulty, before the machinery for changing the rate 
can be made to function. 

Mr. Hall 's final message to the utility men was to stop 
sobbing and apologizing. He said it is time to take 
the aggressive, that we are in a great service, that 
we have a real story to tell, and that we should tell it 
to employees and to the public and tell it now. 

SPEAKERS AT THE EVENING SESSION 

At the dinner in the evening Mayor Charles W. 
Jewett of Indianapoli s spoke briefly. He sa id that the 
time had gone by when a man can stand on a dry goods 
box and deride t he public utilities. Such a critic fails 
to appreciate how fundamentally necessary the service 
of the utilities is and he does not see that they cannot 
serve if they are financ ially crippled. The appreciation 
of the user of utility service will be advanced as he is 
brought to understand the significance of this service. 
He congratulated the utility men upon the organization 
of the Indiana association to work along this line, and 
he believed that it would result in great good to the 
people of the State as well as the utilities. He said 
that the public authorities and the utilities must work 
hand iu hand for the development and progress of the 
communiti es. 

Charles A. 1\'Iu11roe, president American Gas Associa
t ion, spoke briefly on the fundamental necessity for 
understanding between public and companies. He said 
that in the beginning of regulation the reduced prices 
which were ordered enabled the companies to sell more 
of their product, and while it worked out in favor of 
the customer, it a lso was not altogether detrimental to 
the companies until the time came when operating costs 
began greatly to increase. People do not understand the 
fundamental factors of the utility business, and they do 
not believe that a utility is content to earn only 8 per 
cent; that in reality it must be earning more than this. 
This distrust must be overcome, for the welfare of 
cities and states is dependent on the financial welfare 
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of their utilities. The utility services which were the 
luxuries of yesterday are the necessities of today. These 
companies cannot charge rates which will yield in excess 
of 8 per cent. On such rates they cannot develop the 
property out of earn ings. The development of a utility 
must come from new money derived from the sale of 
securities, and this means that good credit must be 
assured. 

Philip H. Gadsden, president American Electric Rail
way Association, then made the closing address of the 
meeting. This was published in abstract in the Jan. 15 
issue of this paper, page 137. 

ELECTION OF OFFICERS 

During the afternoon a short business session was 
held, at which Thomas Donohue, secretary of the 
association, reported briefly on the work of the Indiana 
Committee on Public Utility Information, which has 
been the principal activity of the association during 
the past year. The reports of the committees on con
stitution and nomination of officers were also read and 
adopted. The following officers and members of the 
executive committee were elected for the following year: 

President, Charles L. Henry, president Indianapolis 
& Cincinnati Traction Company, Indianapolis, Ind. ; 
first vice-president, S. E. Mulholland, vice-president 
Northern Indiana Gas & Electric Company, Ft. Wayne ; 
second vice-president, F. J. Haas, vice-president and 
general manager Public Utilities Company, Evansville, 
Ind.; secretary, Marshall V. Robb, treasurer Wabash 
Valley Electric Company, Clinton; treasurer, Charles C. 
Perry, president Indianapolis Light & Heat Company. 
In addition to these officers the other members of the 
executive committee are Harry Reid, Louisville, Ky.; 
Frank 0. Cuppy, Lafayette ; Thomas Donohue, Lafay
ette; Fred Bryan, South Bend; Frank Wampler, 
Indianapolis, and C. L. Kirk, Indianapolis. 

\ 

Two New Buses for San Francisco 
Municipal System 

TWO new buses have just been received by the San 
Francisco Municipal Railway to supplement and 

serve as spares in connection with the bus service main
tained by that system. The new cars, which were built 
by the Meister Machine Shop of Sacramento, are 
mounted on White automobile chassis provided with a 
45-hp. motor. They have a seating capacity of eighteen 
and driver, and when ready for service weigh about 
8,000 lb. 

In general, the design and arrangement of the new 
buses is very similar to those which have been in serv
ice for some time and which were described in the 
ELECTRIC RAILWAY JOURNAL for Feb. 16, 1918. How
ever, a number of minor improvements have been intro
duced in the new cars which are expected to make for 
somewhat better economy and service. 

As the buses were found to average only about 5 to 6 
miles per gallon of gasoline, the 24-gal. tank, provided 
on the earlier model buses, was considered too small 
and 35-gal. tanks were installed on the new buses, these 
being expected to serve for the entire day's run. The 
lamp hangers mounted on the rear of the old buses 
are replaced in the new design by lamps set flush with 
the body. This eliminates the danger and breakage 
resulting from boys on bicycles hanging on to the buses. 
The headlights have been moved back to the dashboard 
as a means of reducing maintenance. 

No tire racks are provided on the new cars as it has 
not been found worth while to carry spares . The driver 
of the bus, working alone, requires so much time to 
change one of these large tires that it has been found 
more economical to send out a small service truck from 
the garage to make a change when necessary. However, 
less tire trouble is expected on the new cars because 
they are equipped with single 40-in. x 8-in. tires on the 
rear end, in which the rubber and fabric protection 
is such that punctures are very infrequent. 

On t he old plan the cost to equip one wheel with dual 
tires was as follows: 

Two tires, 37 x 5 in. at $81 .59 . . . . . . . . . . . . . . . . .. 
Two tubes, 37 x 5 in . at $10 .00 . ................. . 

Total ... ....... ..... .... .. ............. . 

$163 18-
20 00 

$183 I & 

On the new plan, which is expected to be more eco
nomical, the cost to equip one wheel with single tire 
is as fo llows: 

One tire, 40 x 8 in .......... . ......... . $21 7 . 00 
One t ube, 40 x 8 in ......... . . . . . . . .. . . . 25 . 00 

T ot a l. ... ..... . .' ... ..... . $242 00 

Stockholm-Gothenburg Railroad 
to Be Electrified 

T HE Swedish Government has decided to electrify 
the Stockholm-Gothenburg division of the State 

Railways and has appropriated about $5,000,000 for the 
work to be done during 1921. The division is about 300 
miles long and its electrification will require a total 
expenditu re of about $25,000,000. Although the Riks
gransen division, which is already electrified, operates 
at 15,000 volts, single-phase, it has not been definitely 
decided whether the new electrification will use alter
nating or direct current. In order to determine this 
and other factors which are unsettled a royal commis
s ion is now studying the railroad electrifications in 
this country. A. Granholm is director general of the 
Swedish State Railways, I. Ofverholm is chief electrical 
engineer and A. Enstrom is director of the Scientific: 
Engineering Academy of Sweden. 

Turning Seats on Passenger Trains 

SHALL passengers be permitted to turn seats over 
and place their feet upon seat cushions? This ques

tion was one of those affecting the public's comfort 
brought up at a meeting of the operating staff of the 
Pennsylvania Railroad. The decision was as follows: 

"When there is not a whole seat for every passenger, 
trainmen should see that seats are not turned over and 
an undue amount of space monopolized by any one 
passenger. To go further than this, however, and 
forbid t he turning over of seat s, when there is plenty 
of room, is unnecessary. 

"After all passengers have been provided with seats, 
conductors will exercise their judgment in permitting 
the turning over of seats. Passengers should be re
quired to exercise proper care to prevent the soiling 
of seats in placing their feet thereon." 

A recent preliminary report of the Wiscons in Rail
road Commission, covering the whole S,tate, states that 
the electric railways, property and plants accounts in 
1910 totaled $51,148,324 and in 1919 $84,714,942. The 
total operating revenues amounted to $8,823,996 in 1910 
and to $15,784,993 in 1919. 
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Speeding Up Rail Bonding 
A ir-Operated Drills Receiving Power from Gas-Engine 

Driven Compressor and Mounted on Carriage Make 
Possible Bonding of Eighty Rails per Hour on 

Chicago, Milwaukee & St. Paul Railway 

ON THE Chicago, Milwaukee & St. Paul Railway 
an expanded terminal t ype of bond was used which 

required two i -in. holes t h r ough the web of the rail 
for each bond. The drilling was done with t wo air
operated drills, which received their power from a gas
engine-driven compressor. This compressor was an 

J 

PIPE-CONSTRUCTED FRAl\IE FOR DRILLING RAILS 

"Imperial" Ingersoll-Rand type on a four-tool compres
sor car, originally designed for operating tie tampers. 
Two ai1· tanks, lG in. x 48 m., were added to this outfit 
in order to secure a more uniform pressure and better 
engine operation. While the drills were operating an 
air pressure of 55 to GO lb. was maintained at the 
reservoir of the compressor which furnished power for 
two drilling motors. 

The drilling machines were close-quarter drill motors, 
mounted on a frame consisting of two H-in. pipe guides 
extending from rail to rail. These were separated at 
the ends by two clamp plates of sufficient depth to 
prevent the frame from slipping over the head of the 
rail. The drill motor was supported between the guides 
by two transverse plates separated by sleeves which 
slide on the pipe guides. The drill feed consisted of 
a long lever with a gear segment acting on a rack. 
A downward pressure on the lever forces the whole 
carriage along as the drill bores through the web of 
the rail. The whole frame was supported on four set
screws, one in each corner, resting on the head of the 
rail and furnishing a means of adjustment and leveling 
the frame. 

With an outfit of this type a hole can be bored in an 
average rail in about twenty-five seconds, but in harder 
steel it often takes forty to fifty seconds. Some diffi
culty was experienced with extremely hard steel in the 
rails. It was found necessary to use care in selecting 
the drill bits, otherwise there was considerable trouble 
due to breakage and difficulty in regrinding. One man 
wa~ retained at the shops for regrinding drills, which 
operation required careful attention in order to secure 
bits which would give uniform diameter of holes. 

The drill motors were connected to the compressor 
with a 50-ft. and a 75-ft. section of ¾-in. armored air 
hose. With this hose each drill could work on two 

joints for each movement of the compressor. To clear 
~he track for train· movements the air compressor was 
Jacked up and rolled clear on skidways. The average 
bonding rate was about eighty per hour, and as many 
as 110 have been placed in an hour. The best record 
was 629 bonds in seven hours and twenty minutes' 
drilling time. The actual drilling time averaged about 
five and one-half hours per day, the lost time being 
due to going to and from work, clearing the track 
for trains, etc. This time would vary considerably with 
other working and traffic conditions. For one compres
sor t he usual bonding crew consisted of twenty-one 
men, including t he foreman, drillers, helpers and others 
required for the complete bonding operation. 

Convenient Track Measuring Device 

T HE device illustrated herewith was used by an 
electric railway t o check the track mileage of the 

system. An obsolete single-truck passenger car was 
used and the cone was tur ned from the tread of one of 
the wheels so as to give a flat surface. A wooden wheel 
mounted as shown in the illustration was fitted with a 
rubber tire and adjustments were made so that the 
circumference would measure exactly 10 ft . This 
wooden wheel was arranged to bear against the car 
wheel and be driven by it. By this arrangement the 
distance traveled by the circumference of the wooden 
wheel would be exactly equal to t he track dist ance. 
The frame supporting the wooden wheel was weighted 
in order to increase t he friction between the driving 
and the driven wheel. The axle of the wooden wheel 
was connected by a 
flexible shaft to a 
counting device tak
en from an old kilo
watt-hour meter . 
Each revolution of 
the wooden wheel 
caused the first dial 
of the meter to make 
one revolution and 
as this represented 
10 ft. results could 
be read directly. In 
o r d e r th a t there 
might be no tenden
cy toward slipping 
b e t w e e n the car 
wheel and the track, 
the brushes were re
moved from the mo- CONVENIENT T RACK MEASURING 

tor on that axle to DEVICE 

which the measuring device was attached and the ca r 
was operated with one motor. 

A check of the results obtained showed that on tangent 
track these were as close as 1 ft. in 5,000. Curved 
special work was measured with a tape, measurement 
being taken at the points of t angency of the layout. 
With this device it was found that results sufficiently 
accurate for the purpose desired were obtained. 

About 2,000 of the original white cedar ties laid in 
1869 by the Chicago, Milwaukee & St. Paul Railway 
between North Milwaukee and Cedarburg are still in 
use today. For untreated ties this is an excellent record. 
For the first thirty-three years of service, or up t o 1902, 
the ties did not have even the protection of tie plates. 
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22-Y ear-O Id Track in Good Condition 
Track Consisted of 72-Lb. T-Rail Laid on Michigan Hemlock 

Ties Which Had Been Pressure Treated with Creosote 
-Rail Also Showed Little Deterioration After 

This Long Service 

BY W. L. WHITLOCK 
S uperin t endent of Way the D en ver (Col. ) T ram way 

W E RECENTLY had occasion to open up some track 
which was built in July, 1898, and were much 

impressed by the soundness of the ties and condition of 
the rail after twenty-two years of service. The track in 
question was a tangent double track, 3-ft. 6-in. gage, 

APPEARANCE OF TIES AND RAILS IN TWENTY -T,vo
YEAR-OLD TRACK 

constructed for a distance of 7,700 ft. on Colfax Avenue, 
from Broadway to York Streets. It was laid with 5-in. 
x 8-in. x 6-ft. Michigan hemlock ties which had been 
pressure treated with creosote oil using 12.5 lb. per 
cubic foot. They were so soaked with oil that if stood 
on end the oil would run out. These w€re laid on 6 in. 
of pit-run river gravel ballast and concreted in up over 
the base of the rail. Th€ 72-lb. T-rail, Lorain Section 
No. 331, was fastened to the ties with fir-in. by 4½-in. 
cut track spikes and the joints completed with six-hole 
angle bars, 1-in. track bolts and tie plat es. When in
st alled the tie plates were pressed into the ties accord
ing to a template and the ties transported to the job 
with the plates in place. The four ridges on the plates 

RAIL IN UNUSUALLY GOOD CONDITION CONSIDERING 
LENGTH OF SERVICE 

helped to fasten them to the ties. The t ie plates and 
bottom an<;l sides of the rail were coated with asphalt 
paint as protection against the alkaline soil. The street 
was paved with asphalt, with basalt blocks on either 
side of the rails and vitrified brick nose blocks in the 
flangeway. 

Upon removal of the pavement it was found that the 
ties were soggy on the outside but sound in the heart. 
The tie plates were in excellent condition and the spikes 
had to be pulled out with claw bar s. The rail was 
found to be in good condition except t hat the base had 
commenced to show signs of det erioration from rust. 
The head of the rail was measured with a micrometer 
at several points, ¾ in. back on the gage side, and it 
was found to be uniformly 1 i-z in. thick, indicating a 
head wear of ,}z in. in twenty-two years. 

This track is on one of the heaviest traveled lines 
of the Denver system. While the soil and climat ic con
ditions in Denver a re favorable to long track life, the 
condition of this work demonstrates that a track made 
with t reated ties, tie plates, heavy,rail and good water
proof paving pays in the end. It also brings to our 
attention the necessity of strict inspection during con
st r uction work. 

Detachable Rail Bond 

ATYPE of detachable rail bond shown in the accom
panying illustration is being placed on the market 

by the National Electric Company, Charleston, W. Va. 
It consists of a phosphor bronze clamp coated with tin, 
which is gripped to the rail flange by a bent rod. A 
strip of block tin insures good contact between the 
rail and clamp and these latter are connected together 
with stranded copper cable. Clamps are furnished 

Phosp hor B ronze ) Braze d 

Tinned / 
I 

DETACHABLE TYPE OF RAIL BOND 

either with or without the cable as desired. The 
special features claimed for this clamp are its ease of 
installation and removal and the advantageous position 
afforded for the connecting cable close to the track and 
free from interference. 

Terminal Markings for Electrical Apparatus 

THE American Engineering standards committee has 
under consideration the standardization of terminal 

marking for electrical apparatus and has designated the 
Electric Power Club as sponsor for this purpose. At 
the Brussels meeting of the International Electrotech
nical Commission, held in March, 1920, some of the 
European delegates proposed a method for marking 
terminals for transformers and, as the American dele
gates suggested that it would be preferable to treat the 
more general subject of° terminal markings fo r electrical 
apparatus consistently, they were requested to propose 
a syst ematic plan for the whole subject. It is hoped to 
secure agreement of all interested bodies on a general 
plan, which can be worked out to minimize confusion 
and insure uniformity. 
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Association News 

Notice About the Banquet 

THE speakers at the d inner to be held in Chicago 
on Feb. 10 will be as fo llows: President P h ilip H. 

Gadsden, Hon. John W. Weeks, former United States 
Senator from Massachusetts; Hon. James H. Wilkerson, 
former chairman Public Utilities Commission of Illinois, 
and Charles A. Leedy of the Youngstown T elegram. 
The dinner will be served at 7 p.m., preceded by a recep
tion at 6 :30. The tickets a1·e $10 and the tables will 
seat ten each. 

American Association Committee 
Appointments 

FOLLOWING are the principal American Association 
committees ( with the exception of the Committee of 

One Hundred ) together with their respective member
ships: 

Committee 011 Company .llel!lbe,ship-F. R. Coates, Toledo 
Railways & Light Company, Toledo, Ohio, chairman; 
Benjamin Adams, St. Joseph Railway, Light, Heat & Power 
Company, St. Joseph, Mo.; J. P. Barnes, Louisville (Ky.) 
Railway; H. F. Dicke, Utah Light & Traction Company, 
Salt Lake City, Utah; C. R. Ellicott, Westinghouse Air 
Brake Company, New York, N. Y.; L. E. Gould, Economy 
Electric Devices Company, Chicago, Ill.; C. A. Hall, Eastern 
Pennsylvania Railways, Pottsville, Pa.; E. B. Moore, Mo
nongahela Valley Traction Company, Fairmont, W. Va.; 
H . H. Norris, ELECTRIC RAILWAY JOURNAL, New Yo1·k, 
N. Y.; R. T. Sullivan, Tacoma Railway & Power Company, 
Tacoma, Wash.; E. M. Walker, Terre Haute Traction & 
Light Company, Terre Haute, Ind.; E. P. Waller, General 
Electric Company, Schenectady, N. Y.; E. F. Wickwire, Ohio 
Brass Company, Mansfield, Ohio. 

Committee on Company Sections a)l(l Individual llfemba
ship--Martin Schreiber, Public Service Railway, Camden, 
N. J., chairman; H. H. No:-ris, ELECTRIC RAILWAY JOURNAL, 
New York, N. Y.; Charles C. Peirce, General Electric Com
pany, Boston, Mass. 

Committee on Constitution a 11d By-Laws-Harlow C. 
Clark, Public Service Railway, Newark, N. J.; Thomas 
Casey, National Pneumatic Company, New York, N. Y.; 
Charles L. Henry, Indianapolis & Cincinnati Traction Com
pany, Indianapolis, Ind.; Lucius S. Storrs, the Connecticut 
Company, New Haven, Conn. 

Committee on Jllail Pay-L. H. Palmer, United Railways 
& Electric Company, Baltimore Md.; Charles L. Henry, 
Indianapolis & Cincinnati Traction Com pany, Indianapolis, 
Ind.; G. K. Jeffries, Terre Haute, Indianapolis & Eastern 
Traction Company, Indianapolis, Ind.; R. A. Leussler, 
Omaha & Council Bluffs Street Railway, Omaha, Neb.; 
Louisville (Ky.) Railway; W. S. Rodger, Detroit (Mich.) 
United Railway; C. L. S. Tingley, American Railways, 
Philadelphia, Pa. 

Committee on National Relations-Charles L. H_enry, 
Indianapolis & Cincinnati Traction Company, Indianapolis, 
Ind., chairman; H. G. Bradlee, Stone & ,v ebster, Boston, 
Mass. ; A. ,v. Brady, Union Traction Company of Indiana, 
Anderson, Ind.; Britton I. Budd, Metropolitan West Side 
Elevated Railway, Chicago, Ill.; C. D. Cass, Waterloo, 
Cedar Falls & Northern Railway, Waterloo, Iowa; Edwin 
C. Faber, Aurora, Elgin & Chicago Railroad, Aurora, Ill.; 
W . S. Rodger, Detroit (Mich.) United Railway; Lucius S. 
Storrs, the Connecticut Company, New H aven, Conn.; 
C. L. S. Tingley, American Railways, Philadelphia, Pa. 

Committee on Publicit.11-Barron G. Collier . Barron G. 
Collier, Inc., New York, N. Y., chairman; C. B. Buchanan, 
Virginia Ra ilway & Power Company, Richmond, Va., 
Britton I. Budd, Metropolitan West Side Elevat ed Rail
way, Chicago, Ill .; W. A. Draper, Cincinnati (Ohio ) Trac
tion Company ; C. D. Emmons, United Railways & E lectric 
Company, Baltimore. Md.; Horace Lowry, Twin City Rapid 
Transit Companv, Minneanolis. Minn.: Lucius S. Storrs, 
the Connecticut Company, New Haven, Conn. 

Com mittee on Subjects--J. ,D. Mortimer, the North Amer
ican Company, New York, N. Y., chairman; W. G. Gove, 
Brooklyn Rapid Transit Company, Brooklyn, N . Y.; J. J. 
Lander s, York (Pa. ) Railways; J. J. Reynolds, Boston 
(Ma ss.) Elevat ed Railway; J. N . Shannahan, Newport 
News & Hampton Railway, Gas & Electric Company, 
H ampton, Va .; J. J. Stanley, Cleveland (Ohio) Railway; 
R . P. Stevens, Republic Engineers, Inc., New York, N. Y.; 
Calvert Townley , Westinghouse Electric & Manufacturing 
Company, New York, N. Y. 

Committee on V aluation--Martin Schreiber, Public Serv
ice Railway, Camden, N. J ., chairman; Prof. H. C. Ander
son, University of Michigan, Ann Arbor, Mich.; Cecil F. 
E lmes, Sander son & Porter, Chicago, Ill.; Williston Fish, 
Chicago ( Ill .) Surface L ines; G. W. Gillespie, Associated 
Gas & E lect ric Companies, Ithaca, N . Y.; J. H. Hanna, 
Capital Traction Company, Washington, D. C.; W. H. 
Maltbie, U nited Railways & Electric Company, Baltimore, 
Md.; W. H. Sawyer, E . W. Clark & Company Management 
Corpor ation, Columbus, Ohio. 

Transportation Association Committees 
Commence Work 

THE committee work of the Transportation & Traffic 
Associat ion for 1921 is under way. The committee 

on personnel and training of transportation employees 
held the first meeting a t association headquarters on 
Jan. 18. Among t hose present were J. P. Barnes, chair
man, Louisville (Ky.) Ra ilway; J . E . Wayne, York 
(Pa. ) Railways; John Leeming, Chicago (111. ) Surface 
Lines; J. F. Trazzare, Geor g ia Rai lway & Power Com
pany, Atlanta, and J. K. P under fo rd, the Connecticut 
Company. 

The r eport as planned for presentation at t he 1921 
convention will include a resume of the recommenda
tions of previous committees, in so fa r as such recom
mendations are not obsolet e or unworkable according 
to present-day practice. This will be prepared by J. E . 
Wayne. Another part of t he report will discuss the ad
vantages that accrue to rai lways having employment 
bureaus under the jurisdiction of specially trained exec
utives, together with physical test s a nd specifications 
for various jobs. J. F. Trazza re is responsible for this 
section. A syllabus of mental test s as used by some 
electric rai lways will also be included. This section is 
to be prepared under the d ir ection of John Leeming. 
Another section wh ich will be prepared under the super
vision of Martin Schreiber will bear on the value of the 
company section as a means of educating employees. 

Additional T. & T. Association Appointments 

SUPPLEMENTING the list of committee appointments 
of the Transportat ion & Traffic Association printed in 

t he issue of this. paper fo r Dec. 25, 1920, page 1297, 
the fo llowing list is g iven, including also the personnel 
of joint committees on which this association is repre
sented: 

Committee on Merchandising of Transpor tation--Colonel 
J. H. Alexander, Cleveland (Ohio) Railway, chairman; W. 
H. Boyce, Beaver Valley Traction Company, New Brighton, 
Pa.; F . L. Butler, W innipeg (Man.) Electric Railway; H. C. 
Clark, P ublic Service Railway, Newark, N. J.; F. R. Coates, 
Toledo Railways & Light Company, Toledo, Ohio; A. H. 
Ferrandou, Washing ton Railway & Electric Company, Wash
ing ton, D. C.; B. W . Frauenthal, United Railways of St. 
Louis (Mo.); A. L. Kempster, New Orleans Railway & Light 
Company, New Orleans, La.; M. B. Lambert, Westinghouse 
Electric & Manufacturing Company, East Pittsburgh, Pa.; 
A . Stuart Pratt, Stone & Webster Management Corporation, 
Boston, Mass.; S. L. Vaughan, Grand Rapids, Grand Haven 
& Muskegon Railway, Grand Rapids, Mich. , 

Cowmittee on T raffic Regulation--H. B. Flowers, United 
Railways & Electric Company, Baltimore, Md., chairman; 
F. R. Cogswell , Pittsburgh (Pa.) Railways; R. F. Kelker, Jr .• 
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Board of Supervising Engineers, Chicago, Ill.; W. H. Mat
bie, United Railways & Electric Company, Baltimore, Md.; 
H. B. Potter, Boston (Mass.) Elevated Railway; Fielder 
Sanders, Street Railroad Commissioner, Cleveland, Ohio ; 
Paul E. Wilson, Cleveland (Ohio) Railway. 

Committee on P ersonnel and Training of Transportation 
Employees-J. P. Barnes, Louisville (Ky.) Railway, chair
man: F. G. Buffe, Kansas City (Mo.) Railways; F. D. Bur
pee, Ottawa (Ont.) Electric Railway; John Leeming, Chi
cago (Ill.) Surface Lines; Martin Schreiber, Public Service 
Railway, Camden, N. J.; R. P. Stevens, Republic Engineers, 
Inc., New York, N. Y.; J. F. Trazzare, Georgia Railway & 
Power Company, Atlanta, Ga.; J. E. Wayne, York (Pa.) 
Railways. 

Joint Conwnittee on Economics of Schedules (T. & T. and 
Accountants)-(T. & T. members) Edward Dana, Boston 
(Mass.) Elevated Railway, chairman; Donald Goodrich, 
Twin City Rapid Transit Company, Minneapolis, Minn.; 
E. H. Ives, Detroit (Mich.) United Railway; 1-I. C. Moser, 
Fifth Avenue Coach Company, New York, N. Y.; Samuel 
Riddle, Louisville·/ (Ky.) Railway; J. A. Stoll, United Rail
ways & Electric Company, Baltimore, Md. (Accountant 
members)-A. G. Neal, Washington Railway & Electric 
Company, Washington, D. C., co-chairman; C. B. Jackson . 
Eastern Massachusetts Street Railway, Boston, Mass.; D. J. 
Strouse, Twin City Rapid Transit Company, Minneapoli s, 
Minn.; J. M. Campbell, Atlantic City & Shore Railroad , 
Atlantic City, N. J. 

Joint Committee on E x press and Freight Traffic Promo
tion and Costs (T. & T. and Accountants)-(T. & T. mem
bers) F. W. Coen, Lake Shore Electric Railway, Sandusky, 
Ohio, chairman; T. G. Brabston, Birmingham Railway, Light 
& Power Company, Birmingham, Ala.; W. P. Bristol , the 
Connecticut Company, Hartford, Conn.; J. H. Crall, Terre 
Haute, Indianapolis & Eastern Traction Company, Indian
apolis, Ind.; R. D. Hood, Massachusetts Northeastern Street 
Railway, Haverhill, Mass.; F. D. Norveil, Union Traction 
Company of Indiana, Anderson, Ind.; W. S. Rodger, Detroit 
(Mich.) United Railway; T. H. Stoffel, Westinghouse Elec
tric & Manufacturing Company, East Pittsburgh, Pa. ; C. E. 
Thompson, Chicago, North Shore & Milwaukee Railroad, 
Highwood, Ill.; A . F. Van Deinse, Columbus, Delaware & 
Marion Electric Company, Marion, Ohio. (Accountant mem
bers) L. T. Hixon, Terre Haute, Indianapolis & Eastern 
Traction Company, Indianapolis, Ind.; A. R. Baxter, Indian
apolis & Cincinnati Traction Company, Rushville. Ind.; L. E. 
Lippitt, Auburn & Syracuse Electric Railroad Company, 
Auburn, N. Y.; C. K. Savery, the Connecticut Company, 
New Haven, Conn.; W. K. Zinmeister, Rochester & Syracuse 
Railroad, Syracuse, N. Y. 

Joint Committee on Safety Work (T. & T. and Claims)
(T. & T. members) E. C. Spring, Lehigh Valley Transit 
Company, Allentown, Pa., chairman; W. H. Boyce, Beaver 
Valley Traction Company, New Brighton, Pa.; G. E. Dei
bert, Georgia Railway & Power Company, Atlanta, Ga.: 
C. B. Scott, Chicago Edison Company, Chicago, Ill.; E. M. 
Walker, Terre Haute Traction & Light Company, Terre 
Haute, Ind. (Claims members) R. E. McDougall, New York 
& Harlem Railroad, New York, N. Y., co-chairman; H. K. 
Bennett, Eastern Massachusetts Street Railway, Boston, 
Mass.; H. V. Drown, Public Service Railway, Newark, N. J.; 
C. G. Rice, Pittsburgh (Pa.) Railways; W. F. Weh, Cleve
land (Ohio) Railway. 

Progress in Highway Traffic Regulation 

A DECLARATION of principles to serve as ·a·~ 
for state highway traffic regulation was adopted 

in Washington Jan. 12 after a conference attended by 
representatives of nineteen interested national organiza
tions, including the American Electric Railway Associa
tion. In addition, a complete uniform traffic bill was 
drafted. This draft now goes to the individual 
associations for approval or suggested changes. Neither 
the act nor the statement of principles conflicts with the 
code of traffic principles adopted by the American 
Electric Railway Association in October. 

Among the other associations represented were the 
American Automobile Association, the American Rail
way Association, the International Association of 
Chiefs of Police, the National Safety Council, the 
National Workmen's Compensation Bureau, the Tractor 
and Thresher Department of the National Implement 
and Vehicle Association, etc. 

Letter to the Editors 

The Field of the Trackless Trolley 
MOUNT VERNON, N. Y., Jan. 15, 1921. 

To the Editors: 
As you have pointed out in recent issues, the British 

and continental operators are far ahead of American 
operators in the exploitation of the trackless trolley, 
which J. B. Hamilton, general manager Leeds Corpora
tion Tramways, has felicitou sly termed "putting down a 
tramway on the installment plan." Nevertheless, in 
spite of the more favorable conditions abroad, the track
less trolley has not made any perceptible dent upon the 
foreign street railway, and up to the sensational post
war advances in motor fuel it had not thrown much of 
a scare into the gasoline motor bus. In analyzing the 
causes for this, one must conclude that a primary one 
is that most of the trackless trolley pioneering was 
carried on by firms which did not manufacture standard 
railway motor and control equipment. They offered the 
electric railway man apparatus which was decidedly dif
ferent from the head down to t he feet, so that the argu
ment of interchangeability, standardization and mrn1-
mum parts as compared· with gasoline buses lost much 
of its force. 

It is in apparent recognition of t he equipment 
factors set forth that one of our large American railway 
motor and control manufacturers in bidding upon an 
Asiatic installation, which is already making a success 
of the trackless trolley in narrow streets, laid out the 
following arrangement per bus: 

One standard 25-hp. or 40-hp. railway motor without 
gear, pinion or gear case a nd with t he axle-cap brackets 
cut off, to be susp·ended on the chassis of the automobile 
truck with the armature shaft connected to the driving 
shaft with a universal joint a nd worm gear reduction. 

One rheostatic controller. 
One wooden trolley pole with the base mounted in a 

socket adjacent to the motorman and with two contacts 
connected by flexible cable to the controller, so designed that 
the pole can be raised and lowered or swung to one side 
of the car by a ha ndle of about the same size as those 
used for hand operation of car doors. Such a pole would 
be adapted for use on trolley wires carried 14 ft. to 18 ft . 
above the ground. 

Although, as noted, the foregoing was embodied in a 
bid for a foreign city, there is no reason why the same 
scheme would not be sati sfactory for American condi
tions if it can be shown t hat the trackless trolley is more 
desirable and more economical than either the trackway 
or gasoline. Let us see where it would fit in. 

In his recently completed-r.• studies on " The Place of 
the Bus" the writer set forth the conditions where 
motor bus operation was preferable to the electric track
way, whether such operation was intended to be self
sustaining or simply to minimize the losses incident to 
operating the "suckers" and byways of a co-ordinated 
system of mass transportation. Emphasis was also 
placed upon the fact that the gasoline bus can be 
shifted around from route to route as traffic condit ions 
change and that it can serve also to reinforce the service 
on standard trolley routes by making use of parallel 
streets or of short cuts between workplaces and home. 
For any shifting conditions, consequently, we must grant 

*See ELECTRIC RAILWAY JO UR N AL f o 1· Feb. ~s. A pril 3, Ap1·il 2~. 
~1ay 29, Ju ly 3 , .July 31, 19 20. 
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that the self-contained power vehicle stands in a class 
by itself. Of course, there is sometimes a fighting 
chance for the storage battery bus where power is to be 
had at extremely low prices and where the question of 
schedule speed is not a factor in building up or meet
ing traffic, but on the whole the gas bus is the right 
bus for fluctuating services. 

With regard to extensions of long-established car 
routes, the choice between gas bus and trolley bus obvi
ously should depend upon the density or rather the 
thinness of the patronage. Such service might well 
begin with the gas bus at long intervals, continue with 
the trackless trolley at shorter intervals and conclude 
with the orthodox article. It is always well to bear in 
mind that the absolutely foot-loose character of the 
self-contained motor bus insures the operator against 
any heavy loss of investment. There is no track to pull 
up, no wires to take down nor even a carhouse to 
remove, because a gas bus does not need a wholly special 
building for its retiring place. The buses themselves 
will always find use in some other place. 

It will occur to many, in view of the staggering cost 
of track construction, track upkeep and paving taxation, 
that the trackless trolley ought to have a large field in 
future city transportation over paved streets. There 
is reason to believe that such a service with moderate 
traffic would cost less than either track or gas, be quicker 
and ~afer than gas buses because of the possibility of 
using the labor-saving and door-step interlocking devices 
of modern electric cars and be more acceptable to the 
rider because of cleaner, brighter and cheaper service. 

The fly in this ointment is the retention of poles and 
overhead wires. It having been demonstrated by the 
motor bus that these permanent obstructions are no 
longer essential to transportation over city streets, we 
may expect the same line of objection to operating 
trackless trolleys through residential, and even business , 
streets as in the past when there was no other alterna
tive than the prohibitive conduit system. There is \ogic 
in ~he assertion of the civic welfare man that at least 
a prJrt of a municipal transportation system should be 
fluid so that the community will not be forever com
pelled to grow along the routes made to fit conditions 
now obsolescent. Hence, public sentiment. as well as 
relative construction cost and fares, is bound to deter
mine the character of additional transport facilities, 
even if the trackless trolley is cheaper and safer. 

But no matter what happens in .city practice, any 
worth-while trackless trolley has a large opportunity in 
the conversion of existing highway trolleys and a fair 
chance for any new intertown transportation which does 
not make use of a railed right-of-way. Now it may 
::cour.d fantastic to talk of replacing the old, reliable 
track trollev with the trackless breed, yet consider the 
change in its status that is being wrought by the devel
opment of the private automobile and the motor truck. 

Fifteen to twenty years ago thousands of miles of 
single-track trolley lines were built alongside of dirt 
highways in New England and the Middle Atlantic 
States especially. whereas the Central and Western 
States were enabled, because of cheaper land, to build 
roads on private right-of-way. In the course of time 
part of this highway trolley mileage has been converted 
to suburban and city trackage through the growth of 
towns. The greater part, of course, is still in open 
com~try, but instead of forming part of a quiet and 
unpaved dirtway, the trolley strip is frequently the only 
~ign left of the old days. The rest of the road is paved 

and scores or hundreds of rubber-tired motor vehicles 
are to be seen for every trolley car. 

As the pressure of automotive traffic on these paved 
highways increases, longing eyes are cast by their users 
upon the trolley trail, constituting perhaps one-fourth 
to one-third of the total highway width. In time the 
voices belonging to those eyes will begin to clamor for 
more elbow room (to mix the tropes), and if they can
not get it through the costly widening process they will 
naturally demand that the trolley strip be paved too. 

Here is where the highway trolley's cup o;f troubles, 
already numerous enough from loss of traffic to private 
and jitney automobiles, will be filled to overflowing if 
it attempts to do business in the same old way. Its 
track upkeep would rise enormously in any case once 
the track was paved, not to mention the cost of changes 
in alignment. Even worse would be the later delays due 
to slow-moving motor trucks settling themselves com
fortably between the rails, thereby adding to the sched
ule losses already suffered in passing through towns 
and villages and making "meets" on the single-track 
sections harder than before. 

What other way out will there be for the highway 
trolley so circumstanced than to convert itself to a track
less trolley? At the present selling price of rails and 
copper, new or old, it may be able to gather almost 
enough money to buy the necessary buses and to add 
another wire to the overhead. Its energy consumption 
will be decreased instead of increased, because a modern 
bus will weigh wonderfu lly less than the old-time trolleys 
found in highway service. Its roadway upkeep tax and 
a bit added for the multiple overhead should not total 
more than its track and signal expenses. Yet ev~n if 
the power and maintenance items should be more, they 
will be offset many times over by the enormously in
creased flexibility of the service, for there will be none 
of the. delays and accident possibilities that can be 
minimized but never entirely eliminated in single-track 
operation. This same flexibility in passing an opposing 
trackless trolley bus naturally applies also to going past 
or around any other vehicle. It follows that trackless 
trolley schedules can be made faster and more reliable 
than the single-track line of the past, especially as time 
will be also gained in passing through intervening com
mu nities. Obviously, faster schedules and elimination 
of waits at sidings will improve public patronage. 

A vitally important corollary of such trackless trolley 
operation is that one-man car operation with approved 
safety appliances is feasible. Vehicle for vehicle, this 
would naturally cut down the platform expense. In 
some cases the wiser policy would be to shorten the 
headway to build up traffic. 

In the case of new transportation facilities over paved 
country roads the problem is not so clear, because no 
existing investment or franchise is to be conserved and 
because the self-contained bus cannot be ignored wher
ever the amount of traffic to be expected is either small 
or uncertain. We must figure individually the over-all 
cost of each kind of service, bearing in mind that it is 
up to us to determine that critical point of traffic density 
where the higher operating cost of the gas bus is no 
!onger justified by its unlimited flexibility. And as the 
same Mr. Hamilton whom I quoted earlier is the proud 
operator of track, trackless and gasoline transports, I 
may quote also him at the conclusion of this letter as 
saying that there is a place for each and every one of 
these in accordance with the density and permanence of 
the traffic to be carried. WALTER JACKSON. 
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FINANCIAL AND CORPORATE TRAFFIC AND TRANSPORTATION 

Transportation Area Planned 
Massachusetts Commission Is Looking 

Well Ahead for the Needs of 
Metropolitan Boston 

That the Boston (Mass.) Elevated 
Railway take over the Revere and 
Chelsea line of the Eastern Massachu
setts Street Railway for the purpose of 
improving transportation and bringing 
about a 10-cent fare between Revere 
and Boston, as well as Boston and 
Revere Beach, is recommended by the 
Public Utilities Commission in a report 
filed with the Legislature. The fare 
now from Boston to Revere is 15 cents, 
and from Boston to Chelsea 10 cents, 
witp no transfers a t the Boston end. 

EXTEND EAST BOSTON TUNNEL 

It is also suggested by the commis
sion that the East Boston Tunnel be 
extended to Maverick Square or pos
sibly to Central Square, East Boston, 
a nd that five-car multiple trains be 
operated through the tunnel. To ex
tend the tunnel to Central Square 
would cost something like $2,953,000, it 
is estimated. 

The commission also suggests the 
possibility of electrifying the line of the 
Boston, Revere Beach & Lynn Railroad, 
a nd by operating trains through the 
tunnel, under the harbor, secure con
nection with the rapid transit facili
ties of Greater Boston. 

The work of consolidating the Boston 
Elevated and Eastern Massachusetts 
lines, the department believes, could be 
undertaken through the creation of a 
transportation district. The investment 
cost of the Eastern Massachusetts lines 
in the communities in question was 
$2,618,000. It is believed that the Bos
ton Elevated Railway could handle the 
present business of the Eastern Massa
chusetts Street Railway in Chelsea and 
Revere without material loss. 

LOOKING Tow ARD THE FUTURE 

One of the big obstacles to the plan, 
says the report, is the presence of draw 
bridges at Meridian Street, East Boston, 
and over the Mystic and Charles Rivers 
in Charlestown. The average number 
of openings a day is fifty-six on the 
three combined. It is because of this 
difficulty that the extension of the tun
nel to Chelsea was suggested. 

Continuing its report, the commission 
says: 

The extension of the East Boston Tunnel 
would harmonize with th e future develop 
m ent of the rapid transit facilities for the 
district north of Boston and would pre
par<, the way for the n ext step, which would 
probably be the furth er extension of the 
tunnel under Meridian Street and Chelsea 
Creek to Broadway in Chelsea . a tota l ex
tf'nsion from Maverick Square of about 
H miles. An independent tunn el from 
Boston to Chelsea as sugges ted woukl b e 
a bout a mile longer. 

WlH·n th e capacity of the tunnel as 
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abo,·e extended is r eached the e lectrifica
tion and extension of the Boston, Revere 
Beach & Lynn Railroad under the harbor 
to a connect ion with the rapid transit 
systPm in Boston would then care for a ll 
the traffic from Revere Beach and Boston 
a nd w ould relieve the line through Broad
way in Revere and Ch e lsea by co nnecting 
with the lines now operated by th e Eastern 
Massachusetts Street Railway in Revere 
and Beach St1·eets a nd in Winthrop Avenue, 
Reven· . a n d in Bennington Str eet, East 
Boston. 

This may appear to be a long look a h ead. 
lm t it would seem wise to measure any pro
posed development not only by its prob
ab le results in t h e near f uture , but a lso 
by h ow it wou ld harmonize with a general 
pl an to d ea l with the condition s which are 
likely to arise from the growth and develop
ment of communities some years h ence . 

The report states that the consolida
tion of the lines of the two companies 
is the most appropriate m ethod of 
meeting the s itua tion. In conclusion 
the report says: 

Ther e is no doubt that the orderlv d ev el
opme n t of the Metropolitan street rail
wa~· sys t em r equires that such a consolida
tion as this should be unde1· the Elevated 
svstern a nd thqt it is only in this m a nner 
tha t the compla ints of the present ca n b f' 
m e t and th e best r esults ca n h e obtained 
for th e futur e. 

Legislative Relief Soug·ht 
in California 

The Railroad Commission of Califor
nia will ask the State Legislature, 
which convened on Jan. 3, to repeal the 
law requiring electric railways to pave 
the portions of the streets which they 
use, according to William Clayton, vice
president and general manager of the 
San Diego Electric Railway. Mr. Clay
ton made the statement to the heads of 
various San Diego civic organizations 
at a luncheon, at which he explained the 
problems confronting the electric rail
ways and asked the support of the 
organizations for the repeal of the law. 
Should the Legislature pass the bill, 
electric railways would not be relieved 
from paving obligations, Mr. Clayton 
explained, but the municipalities con
cerned would be enabled to do so by 
vote of the people. 

Mr. Clayton told the business men 
that the company needed $3,000,000 to 
$4,000,000 for reconstruction during the 
next four years, but that no profits are 
being made, therefore no bonds can be 
issued. The only money available is the 
sinking fund and the depreciation fund. 
Those at the luncheon, representing the 
chamber of commerce and other organ
izations , pledged their support to help 
bring about a solution of the railway's 
problems. 

The present California law requires 
electric railways to lay and maintain 
paving between tracks and 2 ft. on each 
side, and pay to the city a franchise 
tax of 2 per cent of the gross revenue. 
Mr. Clayton attacked the franchise tax 
as unjust, as it is passed on to the per
. sons who ride the cars. 

Philadelphia May Reduce 
Mr. Mitten, Seeing Wage Cut Coming, 

Counsels Thrift as Means to 
Painless Readjustment 

"I hope," said Thomas E. Mitten, 
president of the Philadelphia (Pa.) 
Rapid Transit Company, in addressing 
the employees at the annual convention 
of the Co-operative Welfare Association 
on Jan. 13, "that as the cost of those 
things you buy go down, you will reduce 
your expenses of living proportionately, 
because we hear that Detroit and Cleve
land, which are two of the cities upon 
which we base our wage rate, are 
planning reductions, so that in the not 
far distant future our general commit
tee will have to take that subject up 
and make such adjustments in reduc
tions as they made in advances, when 
wages were increased in those cities. 
If you will only take advantage of the 
decreasing costs of the things you buy, 
so that you may cut your living costs 
down while you are still enjoying the 
higher wage, it will be a very much 
easier adjustment to make." 

WELFARE ASSOCIATION PROSPERS 

At the annual convention C. Edward 
Hendrickson, department of r olling 
stock and buildings, was elected presi~ 
dent, succeeding William R. Smith. 
Addresses w ere made by both gentle
men, as well as by Mrs. Rudolph Blank
enburg, W . J. Montgomery, member of 
the executive committee of the com
pany; President T. E. Mitten and Miss 
L. M. Roadifer (Miss Safety First). 

The records showed that 9,567 em
ployees, or 99.71 per cent, were mem
bers of the association. The total sub
scribers to the saving fund are 7,461 or 
79.43 per cent. The annual amount of 
subscriptions to the saving fund is 
$1,116,596. About a year ago the com
pany distributed cards on which the 
men were requested to furnish helpful 
suggestions. Of those received 300 
were considered valuable and more than 
30 per cent of them have been adopted. 

In the welfare association 118 death 
benefits of $1,000 each have been paid, 
and during the twenty-eight months 
since the association was organized the 
number of benefits so paid has been 
302. Of sick benefits there have been 
2,984, or $136,000 in money paid out. 
There are 114 pensions at $40 a month, 
to men who had served twenty-five 
years or are more than sixty-five year s 
of age and unable to perform service. 
Under the original arrangement the 
men contributed $1 a month a s dues 
to the association and the company the 
same sum per m an. Last year the com
pany doubled its subscription and this 
year it will pay $2 per man. 
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Service at Cost Suggested in Detroit nance term-that term being not more 
than thirty years-but may run for any 
lawful longer term, at the option of the 
city, but not exceeding ninety-nine 
years, and city has right to assign 
lease or sublet the leased property. 

An Ordinance Along New Lines Will Be Submitted to the 
Voters at the April Election 

Cla r ence E . Wilcox, Corpora tion Counsel of Det r oit, Mich., has been served 
by Attorney Stevenson with a copy of an ordina nce which the Detroit United 
Ra ilway proposes to submit to the people at the April election with a view t o 
solving the present railway problem. T he ord ~nance was served as r equired by 
the city charter. It embodies part s of plans such as are in effect in Clevela nd, 
and is practically a service-at-cost agreement. 

A sinking fund of 2 per cent on the 
value of th e property is to be invested 
each year by the commissioners in 
either city or company bonds. If the 
city purchase the railway payment may 
be made by converting the sinking fund 
into cash and turning the cash over to 
the company and paying the difference. 

FTER the ordinance has been ap
proved it will be pr inted a nd cir
culated for signatures. When the 

requisite number of s ignatures has been 
secured the ordinance will g o to the 
Common Council with t he r equest that 
it be submitted to the voters a t th e 
April election for their consideration. 

Certain provisions as se t forth in 
th e r ecent proposal to lease the lines to 
the city are included in the ordinance. 
Th e sinking f und cla use, which would 
provide for t he accumulation of a suf
fic ient sum to pay for t he lines a t t he 
end of t hi rty years a nd which was 
opposed by the Mayor and t he Street 
Rai lway Commission, is included. It 
provides that 2 per cent sha ll be takea 
from the r evenues der ived from the 
operation of the ca r s, t o be placed in 
t he sinking fund. 

IMPORTAN T PROVI SIO NS OF O RDI NANCE 

A summary of the important prov i
s ions of the ordina nce follows: 

'l'h e city lines are to be operated by a 
separate compan'Y-Detroit Service-At-Cost 

H ,1 \f~~isti ng· fran chises and rights in the 
city are to be surrendered exc,· tH for one 
or two short lines. . 

As the city limit s are ex te_nded from tm:1,e 
to t ime within a larger te r ritory defined m 
t h e ordinan ce t h e rai lway lines i'!1 the 
a n nexed territory come under t h e ord man1;e 
·1 nd a ll fr anch ise and rights-of-way therein 
~•xcept those above mentioned a1·e sur
render ed. 

The rates of fare are to con tinue as they 
mav be on the day on which the ordinance 
is voted u pon until an inventory and ap
p r aisa l a n d aud it can be completed. The 
rates a r e th en to be fixed so as to pay all 
expenses, costs a nd charges which the Inter
><tate Com merce Commissi_on in its sys~em 
of accou n ts for street railways r ecogniz es 
ns proper, and also such expenses,. costs 
and ch arges as the city under the ordinance 
may require the company to incur and pay . 
In · add ition t h e company is to r eceive 6 
pe r ce n t per -an num on th e value of its 
property used or usefu l in th e pu blic serv
ice. The max im u m valu e of th e p roperty 
which was proposed to he transferred by 
t he agr eement with the city, of March 17, 
l!"l l 9, is l imited to $31,500,000. The r ates 
will go up o r down fro m time to ti m e by 
increments of one-half cent as con d ition s 
may require. 

The value of the pronerty an rl ot1wr 
questions are to be determined under 
a board of a rbitrators. 

Extension s a r e to be built and addi
tional cars pr ovided to any extent that 
may be direct ed by the Common Coun
cil subject t o conditions a s to purch ase 
if bu ilt within the last ten years. If the 
company fails to proceed w ith due dili
g-ence and faithful endeavor it loses 
the 6 per cent until it makes the failure 
good. 

Any municipal lines-subways, ele
vated or surface-may be required bv 
the cit y to be equipued and operated bv 
the company, or the com pany mav be 
r equired to purchase any surface lines. 
or if the city operates th e municipal 
lines the company may be required to 

exchange transfers or cars - tha t is, 
cars may be routed ov er both municipal 
and company lines. All crossings of 
company tracks by municipal tracks ar e 
to be constructed by the compa ny an d 
the cost paid as determined by the a r 
bitrators. 

The rout ing of car s , frequency of 
service, heating and ventila tion of car s 
and all similar matter s a re to be pre
scribed by th e Common Council. 

C ITY TO HAVE VO ICE I N AGREEMENTS 

Th e city is to have a voice in all 
future agreements with motormen and 
conductors a s to wages a nd working 
conditions. 

Th e city has the righ t to buy the 
property at the value shown by the 
inventory and appraisal at t he end of 
a ny year. The city also has the right 
a t the end of fi ve years , or of any year 
ther eafter , to lea se the property at a 
rental of 6 per cent on the value shown 
on t he inventor y and appraisal at the 
end of such year, th e city maintain ing 
t he pr operty during the lease, which 
must r un fo r t he ba lance of the ordi-

A budget is required to be submitted 
by the company to the Board of Street 
Railway Commissioners early in Febru
a r y of each year. 

The City Comptroller and the City 
Tr easurer are to be members of the 
board of directors of the company. 

Mortgages now on the railway cannot 
be renewed or extended or new mort
gages put on without separating the 
city lines from the lines outside the city 
nor can a ll new mortgages on the city 
lines t ogether exceed 80 per cent of the 
value fi xed by the board of arbitrators, 
and all mortgages must be payable at 
any t ime the city purchases the system. 

In 1919 the value of the Detroit 
United Ra ilway property, then proposed 
to be purchased by the city, was fixed 
at $31,500,000-a fi gure which the com
pan y ma inta ins is well under the ac
tual value of the p roperty. Under the 
initia t ive ordinance the price to be paid 
for the same property cannot exceed 
this sum , bu t may be less if the prop
erty is found t o be worth less. 

New York Commission Counsels Care 
Regulative Body Thinks Haste Should Be Made Slowly in Enactment 

of Service-at-Cost Measures 
Detailed sta tements in the body of the report of the Public Service Commission 

for the Second District of New York taken from its general recommendations 
to the L egislature indicate that increased rates on nearly a ll the electric railroads 
in the State have been required during the past t wo year s. Ma ny of the com
pa nies have r eceived more than one increase. The commission thinks that on 
t he whole the public response to the necessities of the railroads for additional 
revenues has been characterized by fairness a nd good sense. 

NATURALLY, says the commis
sion, serious difficulty has been 
experienced in those municipali

ties which have contracts with local 
traction companies legally limiting the 
rates of fare to leve ls which th e utili
ties have found to be unprofitable. 
Many of the communities have waived 
such limitations and thus conferred 
jurisdiction upon the commission. In 
consequence of the situation so pre
sen ted the commission again urges that 
it be clothed with such measure of 
uower over such rates as is still pos
;essed by the Legislature. The com
mission continues t o find embarrass
ment in requiring a full measure of 
service from railroads, as to which it 
lacks the power to regulate rates. 

In general the commission finds t he 
financial condition of this class of 
properties far from satisfactory. In the 
case particular ly of suburban and inter
urban roads the very general use of the 

private automobile has been found to be 
an exceedingly g rave factor. While 
t his com petition also affects the urban 
roads, its effect upon that class of 
traffic is m uch less marked. The com
mission says : 

Too g1·ea t gen erali zat:o n sh ould n ot b e 
indu lged in when rem ed ies for existing con
ditions a r e sought. It is inter esting t o 
note that at its n ext midyear confer en ce 
the Am erican E lect r ic, R a ilway Association 
intends to cen tralize its a tten t ion on elec
tric railway fin a ncing, in clu d ing s u ch fea
tures as the proper p rop ortion of capita l 
securities w hich m ay b e r epr esented by 
interest bearing d ebt, a n d the disadva nta ge 
of the present large deg1·ee of a bsentee 
ownership a n d control. Ind iv idu a l m a n ag e
ment, enterpri se and efficiency, and _the 
acqui sition of the confiden ce of p a trons in 
th·e h on est y a n d fa ir n ess of business m eth
ods, a r e as impor tant in the ir r esults in the 
public utility fi eld as they are in other 
ch a nnels of commercia l endeavor. 

Of the service-at-cost plan the com
mission says: 

Some of the cities have given much study 
t o what is t ermed s erv ice-at-cost plans for 
urban service, the gen eral design being to 
1·egulate fa res b y a n agreement between 
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t he u t ili t )· a nd the c ity b~· Yil' t tt e of w h ich 
the •·at es w ill b e exp ect ed t o c ha ng e a uto
m a t ica ll )· in agTeem ent with th e va r y ing 
incom e OYer and a bove cost s of ope r a t ion , 
the con ectness of t h e accounting b eing 
a ttempted to b e ass 111·ed by th e pa rt icipa 
tion of the c ity a u t h ori ti es in t he m a n age
m en t . 

T his w oulcl m ea n in la 1·ge deg r ee a t least 
th e s u bs titut ion of s o -ca ll ed a u t om a t ic r eg
u la tio n fo1· th a t whi ch is now adm in is t e r ed 
by the com miss ion. It is und e l's t ood tha t 
le g is la ti on des ig ned t o e n la 1·ge th e corpora t e 
powe 1·s uf t he m uni cipa l:t ies a s to perm it 
the il' pa 1·ticipa t ion in s uc h . p la ns w ill b e 
p1 ·esente<l to th e co min g sess io n of t he L eg·
is la tur e a nd th a t th e 1·a il roa d col' pora t io ns 
whos:e r ig h t s a 1·e inyolv ed a l'e u na n imous lv 
in fa YOI' of s u ch legis la t 'on. · 

" ' hilc t he com miss io n has n o inc lin a tion 
t o oppose th e exe1·cise by the comm unities 
of a la 1·ge m eas m ·e of h ome ru le w ith r e
s pect t o th e il· lo.ca l ut ilities w e r es pectfully 
s u g·g·es t t h a t so importa n t a d epa 1·tur e from 
a lon g est a b lis hed policy of r eg u la tion of 
these ut ilities a s m ay be involved in th e 
proposed legis la tion sh ould n ot b e a dopted 
wi th ou t the mos t ca1·e fu l scn1tin :v . 

The commission recomm ends t ha t it s 
powers a nd f unctions with r ef erence to 
a uto bus transporta tion be more clearly 
.s ta ted a nd defin ed. 

Increased fares a nd heavier traffic, 
Rays the commission , :~·ere no t suffi
cient to do more than br ing the con
solidated income st a temen t of the 
·electric railways for 1919 down to a 
1,et loss somewhat smaller tha n for 
1918. Expenses increased in but very 
1ittle grea t er proportion tha n revenues 
a nd the actua l incr ease is less, so that 
net operating revenue was 12.8 per 
cent greate r for 1919 tha n fo r 1918. 
Taxes wer e 8.2 per cent g r ea ter , but 
oper a ting income shows a 15.3 per 
-cent increase over 1918. The g ross 
income, however, was not sufficient t o 
meet inter est charges a nd for the 
·second time in fourteen years the elec
t ric roads a s a whole show a net defi
-ci t , which for 1919 amounts t o nearly 
$3,000 ,000. The car miles decr eased to 
a bout 98,000,000, the lowest fi g·ure since 
1912, but the number of passengers 
-carried increa sed 713,000,000, the 
gr ea test number ever r eported. On this 
point the commission sa ys: 

Of cou rse th e e xact m eanin g of t hi3 last 
figure is rathe r indefinit e a s a m easur e o f 
t r a ffi c, s ince it d ep en ds on th e m ethod of 
fa re collection to som e extent . as w ell as 
on t h e actual number of passen gers. F or 
exam ple, th e in trodu ction of the zone sys
tem w h er e th er e had prev ious ly b een a 
s ingle fare migh t r esul t in two or m or e 
passen gers b e ing r eported fo r each pas
seng-er traveling two or m or e zon es, w h er e 
pr ev iou s lv only one woul d h a ve been r e 
po r ted. It is n ot b elieved. h owe ver, from a 
gen era l k nowled l!'e of t h e t a r iffs w hich h ave 
h een fi led w ith t he com m iss io n. th a t zoning 
1.1ccou n't s fo r a v erv con s id er a b le part of 
the incr ea se sh ow n in passen ger s carried. 

The dec r ea se in elect r ic railway mile
age between 1918 and 1919 was prin
cipa lly due to abandonmen t of opera
tion by the Huntington R a ilroad, which 
formerly had about 19 miles of first 
track. The milea ge g·iven is, as in the 
case of steam railroar.ls, only that 
within New York S t ate, excluding- the 
New York City Line within the juris
dict ion of the fi rst dis trict commission , 
a nd should not be compared with the 
rPvenues, expenses, t ra ffic s ta ti s tics, 
etc., w hich are for the enti r e opera tion 
for the roads r eported. No a ttempt 
has been made to segr egat e accounts 
by state lines. 

Only about 11 per· cent of t he m ile
age of electric roads r eporting to thi s 
com mi ssion is outside of t he Stat e of 
New York . 

Cleveland Seeks Way for Improvements 
Company Would Sell Stock at a Discount to Raise Funds for the 

Carry ing Out of New Work 
Amendment of t he Taylor service-at-cost fr a nchise so as to per mit financing 

thro'ug h t he sale of new st ock at less than its par va lue has been a sked of City 
Council by t he Clevela nd (Oh io) R a ilway. T he request was made by John J . 
Sta nley, president of t he company. In a letter tra nsmitted to Counci l t h rough 
Fielder Sa nder s, City Street Railway Commissioner, Mr. Stan ley asks th~t t he 
compa ny be pe rmi tted to sell $3,000,000, pa r value, of it s s tock a t not less t h.'ln 
$80 a share, with the understanding t ha t the differe nce between the amount at 
which each share of stock is sold a nd its par va lue sha ll be a mortized ou t of 
ea r nings. 

CLE VELAND Railway stock ha s 
been selling on the market at 
Cleveland for around $92 a share 

eYer s ince Clevela nd vot ers, in Aug ust , 
r efu sed to ratify an a mendmen t to the 
franchi se t hat would have permi tted t he 
com pany to pay dividends of 7 per cent 
ins tead of 6 per cent. A provision in 
the p r esen t fran chise forb ids t h·e sa le 
of s t ock a t less than par. 

The City Counc il is going to hold 
public hearing s on the compa ny's r e
quest for a u thorization of t his new 
metho'd of financing. Company direct
or s have already appr oved the pla n . If 
the st ock is sold a t $80, the return to 
buyer s will be n per cent, or ~ per cent 
in excess of t he rate refu sed the com
pa ny by t he vote r s in A ug ust. 

Mr. Sta nley says tha t if the Council 
permits the a mendment the compan y 
will immedia tely purchase fifty new 
motor cars and fif t y new trailer s at a 
cost of a bout $930,000, will extend its 
tracks in several of the outlying sec
tions of the city, will build new t ermina l 
loops for a number of lines, and will 
erect new operation st a tions fo r t he E . 
Thirti eth. E . Seventy-ninth , Kinsman 
Road a nd Cedar Road lines, a nd wi ll 
al so con struct two a ddi t iona l substa
tions . 

A pa rt of Mr. Sta nley's letter to the 
Council foll ows : 

You k n ow as w ell as I k now th e p r esent 
fin a n cial cond itio n o f thi s com pan y a n d of 
gen en1 l bus in ess. You kn ow th a t a dd it iona l 
t racks, C' a r s , m ot o rs , b uild ings, power equ ip
m ent a nd oth e r property a r e n eeded. You 
k now th a t th e ea rni n g·s of t h e compa n y, a t 
t h e present r a t e of fa r e a nd a t p r e3ent 
cost s, w ill n ot p l"Ov id e a s urplus, a nd th a t . 
if the r e w e r e a surplus , lt could n ot b e u sed 
fo r th e acq u is ition o f new prop er t y. 

N e w p1·operty mu s t be pa id for b y n ew 
capita l. This m ea ns th a t w e m us t s ell 
more cap ita l s tock . Our fra nchise Ql'O
v illes that w e mus t s e ll it a t not less t h a n 
pa r a nd limit s th e r a t e of divid e nd t o 6 _p e1· 
cent. Yo u kn ow th a t w e h a ve t l'i ed s in 
cer ely and ea r n es tly t o sell stock in or de r 
t o r aise th e m oney w e need- t ri ed in v a in . 

A y ear a nd a h a l f ago I a sked t h e Cou n
ci l t o pe1·m it us t o r a is e th e r a t e of in
tf> 1•est to ou1· s t ockhold el'S to 7 per cent . 
The Cou nc il clecli ned to do so. T h e May or 
s u g-gest ed t h a t th e 1·equ est b e s ubmitted t o 
a rbi trnt io n . A b oa rd of a rbitra t ion w as 
select ed a nd dec id Pd t h a t 111)' r eques t OUisht 
t o b e gra n t ed . T h e Council , it is t r ue , 
pass ed a n ordina nce , b ut a t a r e fer endu m 
o n A ug. 1 0 th e a me ndm ent w a s voted 
down. 

It w ould he useless for us t o a s k th " 
Counc il aga in t o a m e nd t h e fra nch ise so as 
to pe rmit the pa y m ent of 7 pe r cent or a n y 
hi gh er r a t e on ou r s tock. A 1·a t <' lowe1· 
tha n 7 pe1· ce n t wo uld not h elp u s. 

On m a ny occas ions s ince th e r e fer e11d um 
~·ou a nd I h a ve C'O l'ferred in r ega rd to 
ways a nd m ea ns of obt a ining n ew ca pi_ta l. 
No w ay sa tis factor y to both of u s scenwtl 
feas ibl e. L ast Sa tm·da y (Ja n. 8 l it w ,,s 
s u ggested t h a t a f l'a nch ise a m en d m en t b e 
passed tha t w o u lcl le t u s sell some pa 1·t of 
our 6 per cen t s t ock a t less th a n pa l'. You 
,;Pem ed t o think w e ll of t h e s u g gt>s tio n a nd 

Ra i<l yo u would rcc·o nm1end it to th e Co u n-

c: l. l p rnm isetl yo u t hat I wo uld call a 
m eetin g of the compa n y 's d irect ol's a t once 
a nd s ubmit it to t h em fo1· th ei1· cons id e1·a
t ion a nd a d vice. T hey m et on Monday 
m o1·ning (Ja n . 11 ). 

~ ke lPton 1·esoluti ons expla ining th e pla n 
m o1·c f u ll y th a n I h ave ex phlin etl it in this 
lette r w er e s ubmitt e<l to t h e cl i1·ecto1·s. 
T hey a ppr ov ed th e pla n . T hey sa'd that 
$3 ,000 ,000 of s t oc k cou ld not be sold a t 
mo1·e t ha n 85, poss ibly it wou lll have t o 
b e sold a t 8 0, a nd t lrnt th e a m endm ent 
o ught t o pe1·m it th e sa lt• of tha t a m o un t 
a t 80 . A s tockh ohl e r wh o bu vs our 6 pe1· 
·e n t :3 t o<;k a t 80 w ill l'ece ive. ,a pe1· cen t 

on hi s m vestm en t in t h e s t o ck so pu r 
c ha sPtl . This is n ot a n un reasona b le 1·a t e. 
It is less th a n the m a 1·k et va lu P of mon eY 
a t t his t ime. · 

I 1·eq uest , the l'e fo r e, th a t vou ask the 
Co un cil t o a m entl th e fr a nchise s o as t o 
a u t h ol"ize th <- sa le of $3 ,000,000 of stock 
a t not less th a n $8 0 pe r s h a r e for t h e 
purposes a nd on th e cond iti ons s t a t ed in 
th e p la n th a t w as a pp1·oved by t h e d i-
1·ect o1·s. Of cou1·se, a il secti ons of t h e fra n 
chise tha t r e la t e t o th e sa le of s toc k a nd 
to the r a te of inte1·est s h o uld be a m e nd ed. 
if the Counc il a pproves t he pln n . 

P lease e xpl a in t o th e Coun ci l tha t t his is 
not a pro pos itio n to per m it a hig he1· 1·a t e 
of inte1·es t th a n 6 per cent on th e ca p it a l 
s t ock n ow outs t a nd ' n g , no t' t o RP!I a t les s 
t ha n p a t· m o1·e t h a n th e $3, 000, 00 0 of s tock 
t ha t s hould be s old immediHt ely in o!'d er t o 
e na b le t h e compa n y t o get m on ey t o ria y 
fo1· th e ext ens ion s , bette rm e n t ,;• a nd oth er 
im p1·ovem ents now u1·gen tl y n eed ed fo1· 
p l'ope1· se1·vice. N ot· d oes it m ~a n th a t a n v 
s t ock h eJ'ea ft er s old in e x cess of th e $3 ,000:-
00 0 s h a ll b e sold a t les s tha n pa r or a t a 
hig h e1· r a t e of l' eturn th a n 6 pe1· cent , ;ex 
cept w it h the Coun c il 's a pprova l a t th e tim e 
a ny ne w offe ring is m a d e. It is a p la n t o 
t a ke us th1·oug·h this tim e of s t 1·Pss a n d 
hi g h m oney r a t es. I know of no better o ne . 
I know of n on e so fa ir to a II co nce rn ed 
th a t h a s b een put into e ffec t b )' a n y cor
POl'a ti on in a n~• bus in ess to 1·a ise ne w ca p
it a I. 

Way Being Paved for New 
Toledo Grant 

Present plans of t he Toledo Ra ilways 
& L ight Compan y, Toledo, Ohio, a r e to 
t urn over ra ilway pr opert y to the Com
munity Traction Comp::i n y, about F eb. 
20, t he date of expiration of the ninet y
da y period a llowed by the service-at
cost franc hise ordina nce for its legal 
acceptance and prepara tions for opera
tion. 

It had been though t t ha t t he com pan y 
might be ready t o op erate under t he 
new pla n about F eb. 1, but ma n y of t he 
details connected w it h separating t he 
property have been slow in workin g 
out. 

At t he a nnua l meeting of the s tock
holders of t he T oledo Ra ilways & Light 
Company on Jan. 20, fin a l act ion will 
he taken on the ratifi cation of t he new 
franchise agr ee ment. The Doherty 
inter est s of course, cont r ol t he common 
st ock a nd they ha ve furn ished t o the 
city a written agreement to accept the 
or dina nce. 

The board has narrowed down the 
list of applicant s for th e post of t r an s
portat.ion comm issioner to abo ut four. 
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Seattle Outlook Unimproved 
Mayor Insis ts Municipal Railway Shall 

Be Self-Sustaining Out of 
Operating Revenues 

Hugh M. Caldwell , Mayor of Seattle, 
Wash., in a recent letter to George A. 
Leibes, accountan t in t he city comp
tro ller's office, expressed himself as 
opposed to any plan to draw on the 
general fund or any other tax source to 
help fi nance the municipal railway. 

The Mayor declares the $15,000,000 
in bonds issued by t he ci t y in payipent 
for the lines "are not worth anything 
like $15,000,000," and that immedia t ely 
the city undertook to pay railway debts 
out of the tax f und , the bonds " would 
incr ease anywhere from $3 ,000,000 t o 
$7,000,000 in value." The expla nation 
for th is sta t ement would seem to be 
fo und in t he fact that t he bonds are a 
lien on the ra ilway only and if t he 
city is r equired to maintain the r a ilway 
as a self-suppor t ing institution out of 
the ra ilway's earnings it would seem 
now to be a forlorn hope. 

The Mayor sa id: 
If tlw gen eral c r c- clit of the city, or a ny 

part of it, is to Lt' pl acr•d be hind these 
ho l1<l s. the amount should Le r<•(l u ceu to 
som(•W here n r•a r tlw r,•al va l u e of the lin <o>s 
p urc h ased I,y us; ot h c-nvi s<>, we will make 
a p r esent of S<"Yeral million dolla rs to th<" 
com pany by taking· so m e st<: ps not n,quired 
lly t h e con tr11c-t, which ,vou lt.l enhance tlw 
va lue of t l1''Se Lon d s. 

l\Iy position on this matt e r. howevn, is 
t h at t il e city is unde r n ei the r a leg·a l nor 
moral obligation to r a is0 funds from a n y 
ot her sourc<" t h an the rec(• ipts of the rail
way to pay the p r incipa l a nd interest. 
ope1·ati ng and maintena nce expenses; that 
s in e .. Stont-' & , Yelmt .. r made the contract 
a nd agree d to look to t h is source a lon e for 
t h e ir m o ney, t h ey shou lt.l cont inue to look 
to i t, a n d if the cont r act is not capable of 
perfonna n ce> accordi ng to its terms. modi 
ficatio n t he reof mu st be mad e by cons<"nt 
of t h e part ie>s, o r a d ecree of t li e courts. 
s h o Oltl the> matter becom e t h e subject of 
li tigat io n . 

Mayor Caldwell stated that he had 
completed h is investigation of the city's 
purchase of the lines from Stone & 
Webster and would be ready, when the 
Gra nd Jury met on Jan. 17, to proceed 
with t he inquiry begun last November. 
The Mayor's repor t will not be sub
mit t ed to t he Cit:v Council unt il after 
the Grand Jury c~nvenes. 

Wages Advanced in Atlanta 
After several weeks of negotiations 

a satisfactory agreement has been 
reached between t he Georgia Railway 
& Power Company, Atla nta, Ga., and 
its employees, by which more t han 
1,100 men get a higher wage in 1921 
than t hey received iu 1920. This in
cr ease applies to the motormen, conduc
t ors and maintenance-of-way men, 
shopmen and workers in t he carhouses 
covered by former annual contract s. 

It is estimated the incr ease will cost 
t he company $75,000annually. Both sides 
have announced that the new arrange
ment is satisfactory to all concerned . 
The new scale of wages included in the 
new contract is based upon t he number 
of months of serv-ice a nd is graduated 
as follows : 

The first three months' service, 44 
cents an hour. 

The next nine months ' service, 46 
cents an hour. 

After one year's service, 48 cents an 
hour. 

This is a n increa se of 2 cents over 
the scale of 42 cents, 44 cents, a nd 46 
cents, granted the men in the spring of 
1920 by a n arbitration board. The 
scale of 1920 was at first refused by 
t he men, who went out on a four- day 
strike. 

Salaries of Officers to Be Cut 
Reductions of approximately 20 per 

cent in the salaries of all employees of 
the Cleveland (Ohio) Railway from t he 
president down are expected t o be 
announced about F eb. 1, according to 
intimations that have come from t he 
executive offices of the company. Th is 
follows a 20 per cent reduction made in 
t he wages of track laborers t he first of 
t he year , and presages a cut in t he 
wages of t he motormen and conductors 
when t he agr eement of their union with 
t he company expires on May 1. 

John J . Stanley, president of th e com
pany, has a lready announced t hat he 
proposes t o reduce hi s own salary, 
which is $30,000 a year . 

F ear of a strike on May 1 has a lready 
been expressed because union offi cials 
have indicat ed tha t they do n ot propose 
to accept any wage r eduction without a 
struggle. 

Because of the fact that the 6-cent 
rat e of far e is not bringing in t he r ev
enue expected, due to a falling off in 
the number of riders, directors of t he 
Clevela nd Railway at their meet ing late 
this month are expected to r eject an 
ordinance passed by the City Co uncil 
authorizing a half rate of fare for 
school children. 

Wages Reduced in Rockford 
Simul taneously with the order of the 

Publ ic Utilities Commission of Illinois 
for a 1-cent increase in fare cam e the 
announcement of a reduction of ap
proximately 10 per cent in wages of all 
employees of the Rockford City Trac
t ion Com pany and the Rockford & 
Interurban Railway. The cut is t o be 
effective from J an. 15, according to 
Manager W'. C. Sparks. 

The wage reduction, it was said at 
the local offices, is in line with the 
company's policy of retrenchment, 
made possible by lowering cost of 
living . Employees of the transporta
tion companies have been notified of 
the new wage scale. It a ffects shop 
and trainmen and the office force . 

The new wage scale for trainmen on 
the interurban lines will be from 50 to 
53 cents an hour and on regular city 
r uns (two-men cars) from 46 to 50 
cents an hour. One-man car operators 
receive the same scale of pay as inter
urban trainmen. 

The reduction in wages will amount 
to 7 cent s an hour. 

Accor ding to Mr. Sparks, trainmen 
cm t he interurban lines have been paid 
from $175 t o $210 a month and city 
t rainm en from $135 t o $175 a month. 
The cut will r educe the wages f rom $10 
~o $12 a month. 

News Notes 

Inquiry Into California Commission 
Proposed.-Since the California State 
Legisla ture has convened at Sacramento 
a resolution has been introduced in the 
Sena te authorizing a joint legislative 
committee to investigate complaints 
made against the California Railroad 
Commission. It was announced that a 
public hearing on this resolution would 
be held at a joint meeting of the Senate 
and Assembly public utilities commit
tees on J an. 18. 

SI ,191,000 in Improvement in Indi
ana.- Interurban lines in Indiana made 
plant addit ions and reconstructions 
costing approximat ely $1,191,000 dur
ing 1920, according to t he annual re
port of M. D. At water, director of serv
ice fo r the P ublic Service Commission. 
The tota l addit ions and improvements 
in a ll public utilities amounted to $13,-
189,530 during the year. Cit y railways 
spent a total of $2,527,500 during the 
year, mostly in Indianapolis , Kokomo 
a nd Terre Haute. 

Utility Commissioners Unconfi r med. 
- Nominations made by Governor Ed
wards of New Jersey to compose a new 
Board of Public Utility Commissioners 
were not confirmed by the State Senate 
in special session. In a ten minute 
executi ve session , the Sena te by a vote 
of riine to nine, refused to f orce the 
Sena te judiciary committee to report 
t he nomina tions to the Sena te. The 
brief sess ion adjourned without date. 
The nominations, therefore, died with 
the opening of the 1921 Legislature. 

Council Approves Chicago Mayor's 
P lan.-The Cit y Council of Chicago, 
Ill., voted sixt y to one on J an. 19 to 
a pprove Mayor Thompson's traction 
plan and submit it t o the General As
sembly to secure the enabling legis
lation. Many of the Aldermen objected 
t o f eatures of the plan, particularly the 
creation of another independent taxing 
body, but approved the plan because 
t hey did not apparently want to be 
placed in the position of opposing 5-
cent fares and because it wa s under
stood that a pproval meant only the 
placing of the measure before the· 
people fo r their decision. The so-called 
Thompson plan was reviewed a t length 
in the ELECTRIC RAILWAY J OURNAL for 
Jan. 15, page 150. 

Program of Meeting 
P ublic Representati ves of Urban 

Transit 
A meeting of the Public Representa

t ives of Urban Transit is to be held in 
Cleveland, Ohio, on Jan. 25-. The meet
ing is called by W . C. Culkins , local 
s treet railway director a t CincinI}ati 
a nd president of the a ssociat ion . 
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Financial and Corporate 

Steps Toward Reorganization 
Rhode Island Companies Clearing the 

Way for Foreclosure and Sale 
Probably by April 1 

In the Superior Court at Providence, 
R. I., on Jan. 5 steps were taken to 
bring about the foreclosure of the mort
gages on the properties of the Paw
tuxet Valley Electric Street Railway 
and the Cumberland Street Railway. 
The complainant in each case was the 
Central Union Trust Company, New 
York, representing the holders of mort
gage bonds, and motions were filed by 
Richard B. Comstock, counsEI, to con
solidate the proceedings with the re
ceivership of the Rhode Island Subur
ban Railway, owner of both properties 
subject to the mortgages. 

FURTHER RECEIVERSHIPS 

Railway was incorporated July 23, 
1891, with a ca pital of $200,000. The 
charter was amended March 14, 1893, 
and the capital increased to $400,000, 
of w,hich but $247,200 in bonds have 
been paid in. The company conveyed 
all its property, rights, privileges and 
franchises to the Rhode Island Subur
ban Railway on Jan. 1, 1900, the latter 
company guaranteeing the bonds of the 
Pawtuxet Valley company both as t o 
interest and principai. 

The Cumberland Street Railway was 
incorporated on March 1, 1898, with a 
capital of $100,000, and on Jan. 1, 1900, 
conveyed its property to the Rhode 
Island Suburban Railway. There are 
$43,000 in outstanding bonds which ar e 
guaranteed by the Suburban company. 

Another Brooklyn Route 
Abandoned The court issued an order granting a 

hearing on the motions on J an. 19, and The opera tion of the so-called Park 
at that time, if it grants the prayers Slope line of t he Brooklyn (N. Y.) City 
of the complainants, it will appoint as Railroad, ext ending from Borough Hall 
receivers for the P awtuxet Valley and to Coney Island Avenue and Cor t elyou 
Cumberland companies Benjamin A. Road, has been abandoned. As a result 
J ackson and Harold J . Gross, receivers of the receiver ship of the Brooklyn 
of the Rhode Island Suburban Railway, Rapid Transit Company and later of 
included in the system of the Rhode the independent operation of the Brook
Island Company. lyn City Railroad, a number of routes 

This completes the institution of fore- which had been operated over the tracks 
closure proceedings in the ca ses of all of various companies were termina ted 
properties now operated by the Rhode in October, 1919. These suspensions 
Island company and opens the way to inconvenienced the public in many sec
speedy transfer of the properties to the tions of Brooklyn, and in an. effort t o 
United Electric Railways when a plan determine whether relief could be found 
of reorganization shall have been by the operation of cars over tracks of 
agreed upon by the security holders. several companies, it was determined 

If the three protective committees to establish the so-called Park Slope 
r epresenting the holders of bonds agree line, but it was specified that unless 
to accept the jitney ordinance-a meas- there was sufficient riding to give the 
ure upon which there has been in- companies an income which would pay 
sistence as an essential to the railway ! for the cost of the service the route 
reorganization-and to proceed with might be abandoned. The Public Serv
the reorganization, copies of this plan ice Commission a pproved the opera tion 
will be sent to each set of security hold- of the line on these conditions. 
ers and they will have thirty days The operation of the line was com
within which to accept or r eject it. A menced on Apr il 12, 1920, and as t he 
little longer period will be allowed result of seven and a half months' serv
within which bondholders and stock- ice the g ross receipts failed by $9,990 
holders who have not already deposited to meet the operating expenses. The 
their securities with their protective commission was thereupon notified that 
committees may do so. service would be abandoned unless t he 

FORECLOSURE SALE BY A PRIL 1 

Foreclosure proceedings will then be 
hastened in the courts and it is ex
pected that the properties will have 
been put up at public sale and bought 
in for the United Electric Railways 
before April 1. 

The charter of the United Electric 
Railways will expire by limita tion early 
in April if the company has not by 
that time taken over the t raction sys• 
tern, or if the time limit shall not have 
been extended by act of the General 
Assembly. 

The Pawtuxet Valley Elect ric Street 

commission consented to the establish
ment of a shor t er route from Borough 
Hall to Park Circle. The companies 
expressed their willingness to oper ate 
this route for a period, provided the 
receipts were sufficient to pay the op
erating expenses. 

Applica tion was made on Dec. 22 to 
the Public Service Commission for per
mission to operat e on this basis. On 
Jan. 11, however, the commission de
nied the application for approval of the 
proposed agr eement with r espect to the 
line from Borough Hall to P ark Circle. 
As a result of commission's refusal the 
railway has ceased oper ation. 

New Orleans Value 
Undetermined 

Time Approaching When This Matter 
Must Be Settled if Fare Problem 

Is to Be Solved 

The matter of t he valua tion of the 
railway property of the New Orleans 
Railway & Light Company, New Or
lean s, La., is one of the things that 
the knowing ones refuse to discuss. 
Meanwhile, the time is fas t approach
ing when the question of how much· the 
property is worth must be settled. 

The company in one of it s r evised 
estimates placed the valuation at $55,-
000,000. On the other hand the special 
master s in chancery announced that 
they thought the property was worth 
$41,500,000. As none of the three mas
t ers was versed in utility valuation 
matters their estimate does not appear 
to have made a lasting impression upon 
the F eder al Court, for the fi ndings of 
the masters was not even mentioned 
in the court's report . 

The newly elected Commissioner of 
Public Utilit ies has addressed a com
munication t o the receiver to learn ,vhat 
pr ogress, if any, he had made in the 
ra il way valuation matter, and to t hi s 
t he receiver has made answer that he 
is giving the subject due consideration. 

COM PROMI SE APPEARS L I KELY 

The public util ities committee of the 
Associa tion of Commerce has a lso di
rected inquiries to the Commissioner 
of Public Utilities to learn how soon 
a confer ence could be arranged between 
the Association of Commerce, the Com
missioner of Public Utilities and the 
receiver of the ra ilway. His answer 
was : " We ar e waiting on the rece iver.'' 

The consensus of opinion is that the 
valuation of the ra ilway, gas and elec
t ric property when the matter is fi nally 
determined will be around $47,000,000 
against the company's $55,000,000 and 
the master s in chancery $41,500,000. 

Meanwhile, the " r eferendum" people, 
failing t o secure the signature of the 
r equisite 30 per cent of the registered 
voter s for the repeal of the 8-cent fare, 
have petitioned the City Council to re
peal t he ordinance authorizing the in
crease, and have placarded the city 
with poster s, in which it is pointed out 
that the real value of the property is 
only $27,420,410 while its paper value 
is represented to be $70,892,200, leaving 
a difference of $42,768,990, which the 
"referendum people" allege is "water.' ' 

One of the reasons assigned by the 
Commission Council , just expired, for 
advancing the fare from 6 cent s to 8 
cents was that the railway should be 
allowed the increase in order to permit 
it t o meet the increased cost of mate1·ial 
and t he higher r at e of taxation. Under 
the circumst ances much surprise is ex
pr essed at the announcement made on 
Jan. 12 that the company had been noti
fied by the city authorities that its prop
erty would be seized for the 1920 city 
taxes unl ess it · paid its indebtedness 
fo rthwith. Its indebtedness to the city 
for the 1920 taxes is placed at $567,000. 
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Dallas Railroad $635,401 Behind 
Directors Explain Deficit in Authorized Return - Credit Must Be 

Restored So Compapy Can Function Properly 
I 

The Dallas ( Tex.) Railway, in response to the request of the City Commis
sioners, has presented to the membe rs of that body a statement showing the con
dition of its property. The railway recently asked the City Commission to 
pass a regulatory ordinance authorizing a n advance in rates from a 6-cent 
fare to a 7-cent fare, in the hope that the company might increase its earnings 
s o as to establish a basis of credit on which it would be possible to meet its fran
chise obligations, pending the working out of a rea l service-at-cost franchise. 
The city has declined to accede to thi s and has laid the appeal on the table. 

T HE attitude of the company in its 
statem ent is that the railway·must 
be met in a spirit of co-operation 

by the city's representatives if the trac
tion problem of the city is be solved. In 
short, negotiations between the com
pany and the city must be characterized 
by mutual understanding, where sound 
business and economic principles pre
v ail, if Dallas is to be adequately served 
hy its rai lway. 

S OME STARTLING FINANCIAL FACTS 

The statem ents of the company, filed 
monthly with the city, showing its 
fina ncial status, reveal the fact that the 
c ompany has earned in the thirty-eight 
months of operation between Oct. 1, 
1917, and Dec. 1, 1919, over and above 
its actual operating expenses, interest 
charges and accident reserve, only 
:$44 51. The accident reserve as of Dec. 
1, 1920, amounted to $25,189. There 
wer e suits pending at this time amount
ing to $580,588, and in addition many 
unpa id accident claims. · 

The company's cash statement shows 
that the amount of cash in bank at the 
close of business Dec. 27 was $22,437, 
with bills payable and accrued power 
cha rges approximating $125,000. Each 
month the company has set aside and 
charged to operating expenses its esti
mated pro rata pa r t of its ad valorem 
annual taxes, amounting to $119,754. 
This money has been used through the 
year for capital expenditures, and the 
account is to be reimbursed by loans 
which have previously been arranged 
for when the tax becomes payable the 
first part of 1921. 

NOTHING FOR STOCKHOLDERS 

The stockholders of the Dallas Rail
way have received nothing since the 
beginning of operations of the company 
on Oct. 1, 1917, and the company has 
€arned an average rate of return of 
o nly 4.58 per cent on its property value, 
or just about enough to pay its interest 
c harges. 

On the matter of credit the directors 
s aid: 

It is true that the franchise requires the 
Dallas Railway to pave its portion of 
-st r eets when ordered to do so by the cit'Y : 
a nd w e, the directors, assert that the com
pany is willing to do so when eve r it is able. 
It can not d o so without money, and it can 
not get money without c r edit. It can not 
have credit without adequate earnings to 
pay for its operations and the cost of new 
c apital. 

It can r eadily be seen how impossible 
it is to expect investors to become interested 
1n a company whose demonstrated earning 
power is only 4.5 8 p er cent on the propert:1• 
value . · 

The directors then discuss the obliga
tion of the General Electric Company 

toward the railway and the commit
ments made by C. W. Hobson. On these 
points they say: 

The:,e statements a r e facts that can 
be controverted, and w e b elieve that our 
fa ir-m in ded citizenship will concede that 
bo th the G enera l Electr ic interests and the 
D a llas Rai lway have carried out the ir com
mitme nts so fa r as lay in their power. 

On the specific point of the reason 
for their appeal th~ directors say: 

This communication is presented with 
the hope that immediate steps may be in
s tituted whereby the railway ilroblem will 
be approach ed with the desire for a so lu
tion which will be equital,le both to the 
city and the company, and which will per
mit th e immerliate extension of the street 
r a ilwa y fa c ilities so bad ly n eeded. 

On the matter of commitments cited 
as having been obtained from General 
Electric Company interests in case the 
franchise was granted to C. W. Hobson, 
the one calling for the greatest expendi
ture was the proposal for building two 
interurbans into Dallas of not less th:rn 
30 miles each in length . The committee 
says these interurban lines have not 
been built, for the reason that previous 
to the acceptance of the franchise by 
C. W. Hobson, the City Commission was 
notified that as the United States was 
then at war with Germany, it would 
be impossible to fina nce and build the 
two interurbans within the time first 
agreed upon. The franchise was thus 
accepted, wi th the above understanding, 
and the commission from time to time 
extended the time for beginning the 
construction of the interurban lines. 
Meanwhile, the citizens of Dallas voted 
to substitute the Wichita Falls interur
ban line · for the two proposed interur
bans. It was found impossible, how
ever, to finance the Wichita Falls proj
ect, so that it is now being arranged 
to cause the two interurbans as first 
proposed to be built. The time set by 
the commission for starting the two in
terurbans is Jan. 15, 1921. 

The promise was made that the Oak 
Cliff street railway lines, either through 
purchase or lease, would be placed on 
t he same basis and have the same ad
vantages to the citizens of Oak Cliff 
and to the people of Dallas generally as 
would pertain to the lines east of Trin
ity River. The dir ectors point out that 
the Oak Cliff lines are now held under 
lease by tne Dallas Railway and are 
operated by the management as a uni
fied system with the lines owned by 
the compan y. 

The railway has spent, to Dec. 1, 
1920, $1,706,334 of new money on im
provements and extensions to the prop
erty since the beginning- of ouerations 
under the franchise, Oct. 1, 1917. The 

estimated additional amount to com
plete improvements in progress as of 
Dec. 1, 1920, is $134,637. This is more 
than the original commitment. 

The directors point out that the 
promise has been kept that the Dallas 
Railway would be operated under a 
charter issued by the State of Texas 
and managed by local executives. The 
financial condition of the company and 
its showing as to earnings have, how
ever, been such that the owners of the 
equity in the property have not been 
able to refinance it so as to diversify 
the ownership and place its notes and 
certificates of indebtedness, as was 
contemplated. 

Pre-election commitments made by 
C. W. Hobson as to the doing of certain 
work by the Dallas Railway in case the 
franchise was granted are also gone 
into at length by the directors and dif3-
positiorr made _one by one of the extent 
to which the promises have been ful
filled. 

The disposition of the return of 4.58 
per cent earned on the property value 
during thirty-eight months of opera
tion, Oct. 1, 1917, to Nov. 30, 1920, is 
explained as follows: 

Amou nt of r eturn earned ....... $1,2 03,436 
Disposit ion of r eturn earned : 

Rent for Oak C liff lines (three 
years at $115,000 a year, two 
month s at $12 0,000 a year) ... 

Interest on $1,000 ,000 7 pe r cent 
secured notes .......... .. . . . 

Int e rest on $750,000 6 per cent 
in co m e, notes .............. . 

Interest on $2,529,8 68 6 per cent 
income notes ............... . 

Interest to E lectric Bond & Share 
Company on short-te rm loans. 

Interest to local banks on short
term loans totaling $250 ,000 . . 

Inter est to Dallas Electric Com
pany on money borrowed to 
construct addi t io n t o inte rur-
ban t e rmina l .... .... .. .. .. . 

Interest on lease notes, or car 
trust certificates. g iven in con-
n ect ion w ith the purch ase of 
fifty n ew cars .. . ..... ... ... . 

Thr ee monthly payments of $7.-
666, each on prin c ipa l, cos t of 
fifty n ew ca r s .. ........... . 

Monthly payments to Dallas 
J<j lectric Company on princi-
pal of 10 per cent d emand 
notes, as per agreem ent. .... 

Co mmission and exp ense in 
co nnection with procuring n ew 
money .. . ...... . ... ... .. . . 

365,0 00 

134,035 

142,500 

456,217 

1,519 

5, 413 

9,416 

4,135 

23,000 

6,913 

55,284 

$1,203.436 

The total of bonds a nd notes out
standing, as of Dec. 28, 1920, was 
$4,892.288. A detailed exnlanation is 
included in the statement showing how 
these obligations are held. 

Some facts taken from the companv's 
records for the first thirty-eia-ht months 
of operation, to Nov. 30, 1920, follow: 

Railway ea rnings . ............. $7,239.404 
Railway expenses a nd accidents 

a nd repair r eserves. . . . . . . . . . 6,213,984 

Net from r a ilway oper ation .... $1,025,419 
L,nerbu rban terminal ne t earn-

ings and non-operating income 178,016 

:i~f~~a:~~~/o;et~~!iho~~Jir ri~~~~ $1,203,436 
chise, 7 per cent per annum 
on property value, or amount 
invested . . . . . . . . . . . . . . . . . . . . 1,838.540 

Deficit in authorized return..... $635.104 
Rate of return earned on prop-

erty value of investment (per 
annum), per cent........... . 4.58 

Percentage of railway gross re
ceipt expended on mainte
nance (minimum franchise re-
quirement 10 per cent) . . . . . . 17.80 
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10,767,876 More Riders; 2,295,995 Fewer Miles 
Trustees Report Better Results in Boston-No Prospect of 

Reducing Ten-Cent Fare-Railway Fulfilling Purpose 

Pursuant to the provisions of Chapter 185 of the Special Acts of 1919 the 
trustees of the Boston (Mass.) Elevated Railway have submitted their second 
report to the Senate and the House of Representatives. The document covers 
the proceedings of the trustees for the year ended Dec. 1, 1920. The financial 
conditi,m on Dec. 1, 1920, and the results of operation during the entire period 
of public control are set forth in a statement made a part of the report. 

T HE statement shows that for the 
twelve months ended Nov. 30, 
1920, the cost of service exceeded 

receipts by $595,155, while during the 
twelve months ended Nov. 30, 1919 the 
cost of service exceeded receipts by $2,-
585,137. 

next six months. In such case there 
will be no assessment upon tax payers 
next July. 

Operation in 1920 faced extraordi
nary costs in expenses for removal of 
snow, advance in wages and higher 
prices of ·coal and materials. The ab
normal snowfall of last winter cost 
more than the combined snowfalls of 
the preceding nine years. The direct 
expense attributable to removal of snow 
was $600,000; the indirect cost of the 
storms from added expense in mainte
nance of equipment and from loss of 
revenue increased this amount to ap
proximately $1,000,000. 

The wage agreement with the car
men's union expired on May 1 and in 

in more general use as a substitute for 
the street car. 

Though the arbitration award of last 
June advanced wages 16~ per cent, a re
arrangement of working hou rs and con
ditions was effected which benefited all 
concerned and secured a large saving in 
labor costs. "Extra ' blue uniform men 
were assured a fuh day's pay and all 
men are thus guaranteed an eight-hour 
day. Men not having schedule runs are 
required to be available for duty during 
eight-hour periods and to perform with
in their eight-hour periods such work 
as may be assigned to them. 

A substantial economy has also re
sulted from the elimination of unprofit
able mileage without impairment of 
service. Though 10,767,876 more pas
sengers were carried in 1920 than in 
1919 the mileage was less by 2,295,995 
miles. The revenue per car-mile in
creased from 53.74 cents to 64.61 cents 
and the numbe:: of revenue passengers 
per car-mile from 6.066 to 6.548. An 
important factor contributing t o the 
net increase in earnings was the opera
tion of additional three-car trains and 
one-man cars. 

The high cost of coal has in a meas
ure been offset by economies in use of 
power. Coasting recorders have been 

The second year of operation under 
public control closed on June 30, 1920. 
The revenue in that year exceeded the 
expense of operation by $17,079. This 
surplus does not take into account 
$435,348 actually paid in October, 1919, 
but paid under a retroactive wage 
award applicable to the previous May 
and June. This amount would have 
been included in the assessment in July, 
1919, against the cities and towns 
served by the railway had it been known 
in season for that assessment. Should 
this item properly be included in the 
cost of service for the year ending on 
June 30, 1920 there would still have 
been no deficit for that year under the 
budget system which had been adopted 
in accordance with a practice which 
was approved by the Department of 
Public Utilities. 

COMPARISON SHOWING GROWTH OF TRAVEL SINCE 1915 

Under that system the total expendi
ture for the year for maintenance of 
way, structures and equipment is esti
mated at the beginning of the year and 
charged proportiqnately to each month. 
When actual expenditures in any month 
exceed the allotted amount the excess is 
carried in reserve account to be offset 
by the credit arising during any other 
month in which less than the allotted 
amount is expended. At the end of the 
fiscal year the accounts are adjusted 
and show actual expenditures. 

On June 30, 1920, in accordance with 
this procedure $418,343 had been 
charged to equalization and credited to 
operating expense. This amount coupled 
with the surplus of $17,079 would set 
off the item of $435,348 for back wages 
and leave a credit balance on June 30, 
1920, of $75.47. 

The actual cost of operation from 
July 1, 1920, to Dec. 1, 1920, covering 
the first five months of the third year 
of operation by the trustees exceeded 
receipts by $979,012. The results of 
operation in December will show a sub
stantial profit. This, taken with the 
numerous offsetting credits to be made 
by adjustment in closing the book of the 
year, will very materially reduce pre
vious losses. Though the exact figures 
showing the operating deficit on Dec. 
31, 1920, are not yet available, it is 
estimated that it will not exceed an 
amount· which in the judgment of the 
trustees can be absorbed during the 

Year 
1915 ... ... . .. ..... . ........ . . 
1916 .. ... .. ................. . 
1917 ... ..................... . 
1918 ... ..................... . 
1919 ... ..................... . 
1920 .... .................... . 

Average 
Weekday 

992,283 
1,050,038 
1,073,943 

985,384 
934,918 
960,737 

Average 
Saturday 
I, 140,046 
1,218,749 
1,249,588 
1,147,809 
1,078,635 
1_,072,319 

Average 
Sunday 
685,726 
718,804 
728,847 
658,902 
596,182 
591,063 

Average -~.-/- Tot_al . 
Holiday u:r · for -Year 
846,860 352,469,586 
832,962 373,577,908 
857,902 381,017,338 
775,634 348,664,700 
706,429 324,758,685 
703,634 335,526,561 

the absence of agreement as to future 
wages the issue was left to arbitration. 
The employees were awarded an in
crease of 161i per cent. The present 
schedule is effective until July 1, 1921. 
Other agreements with craft organi
zations have expired and have been 
renewed with some advance in wages. 

The abnormal rise in price of coal 
has been most disturbing. The average 
cost of coal in 1919 at the power sta
tions in Boston was $5.90 a ton; in 
October, 1920, the average cost had 
risen to $13.82 a ton; some coal has 
cost over $20 a ton. 

The item expended for taxes, too, 
has been larger than that of the pre
ceding year by about $200,000. The 
taxes of the coming year will un
doubtedly be smaller. 

The growth of travel is shown in the 
accompanying compilation. 

Higher fares though increasing reve
nues cut down riding. The trustees 
point out, however, that no such re
duction has been made in the number 
of persons using cars as to suggest 
that the railway is not fulfilling the 
purpose of its existence in furnishing a 
cheap method of transportation for the 
multitude of people. While between 
10,000,000 and 11,000,000 more passen
gers were carried in 1920 than in 1919, 
600,000 fewer passengers were carried 
on Saturdays, Sundays and holidays. 
The trustees say that the explanation 
for this is found in the fact that upon 
the days la·st named the automobile is 

introduced with good results. It is esti
mated that when the entire system is 
equipped with these instruments an 
economy of more than $100,000 a year 
will be secured. 

The following tabulation shows the 
number of tons of coal burned in 1920 
as compared with that burned in the 
previous year: 

TONS OF COAL BURNED 

191 9 
January ............ . 
February, ........ . . . 
March .. ............. . 
April ............. . ...... . .. . 
May.... ......... . .... . 
June ................... ..... . 
July ................... ..... . 
August ................ ...... . 
September .............. .. , .. . 
October ................. .... . 
November ................ ... . 
December ................ ... . 

28,020 
24,990 
26,440 
24,396 
22,778 
20,775 
18,088 
20,817 
20,609 
23,886 
26,131 
30,740 

Totals. . . . . . . . . . . . . . . . . . . . . 287,670 

1920 
33,874 
26,045 
24,838 
21,073 
17,999 
16,426 
16,693 
16,617 
17,226 
18,953 
22,955 
25,386 

258,085 

The number of pounds of coal con
sumed to generate one kilowatt in 1920 
was 2.346 as compared with 2.835 in 
1919. 

Seventeen miles of track have been 
reconstructed; eighty-one one-man cars 
of the most approved pattern have been 
purchased and put in commission ; 105 
additional center entrance cars have 
been purchased and are t o be delivered 
in the spring; sixty-five new steel cars 
have been bought to replace cars upon 
the elevated structure and a re to arrive 
in the summer; four-car tra ins are now 
running through the r ush hours in the 
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Cambridge Subway and Dorchester 
Tunnel; a new carhouse and new lobby 
have been constructed at Fields Corner; 
additional r otary converters have been 
bought fo r the equipment of substations 
connect ed with the power plant; and 
large preliminary expenditures have 
been made for the extension of yard 
facilities at Forest Hills and the con
struction of much needed repair shops 
in Ever ett. 

MILEAGE RATES IMPROBABLE 

The t r ustees say there is no prospect 
of any immedia t e reduction from 10 
cents as the basic flat fare. Experi
ments have, however, been made with a 
5-cent service without transfer on lines 
where the run is short and where there · 
is little competition with the 10-cent 
lines. 

According to the trust ees some modi
fica tion of the present syst em of flat 
fares with a view to a ra t e more nearly 
proportionate t o the leng th of r ide is 
not improbable when condi t ions are 
such as to warrant it, but it is impr ob
able that the fl a t fare upon the Boston 
syst em will g ive way in the near future 
t o any r a dical change through the sub
s tituti on of mileag e rates. 

CAMBRIDGE SUBWAY PROCEEDS 

The proceeds r eceived from the sale 
of the Cambridge Subway amounted to 
$7,868,000. The disposition of this 
money was made subject in the statute 
to the a pproval of the Department of 
Public Utilities. The board of trus
t ees petitioned the Department of Pub
lic Utiliti es for authority to spend this 
sum for the purposes which the trus
t ees cite in detail, but _the Department 
of Public Utilities after a hea ring di
r ected the application of the fund t o the 
following purposes: 

$ 1,500,000 for payment of Boston E levated Rail
way Company bonds d ue l\larch 1, 
1920. 

$1,581 ,000 for p ayment of West End Railway 
Company bonds d ue August I, 191 9. 

375 ,000 for p ayment of West End Railway 
Company not e due February I, 1920 

1,581, 000 for payment of West End Railway 
Company bonds due August 1, 1920. 

1,561, 245 for payment of permanent additions 
to West End Railway Company p rop
erty. · 

269,754 fo r payment of additions and improve
ments to Boston E levated R ailway 
property. 

1,000,000 appropriated for Forest Hills T er
minal yard and Everett Shops. 

$7,868,000 

Suggestions of legislation desired by 
t he t rustees were duly filed in the office 
of the Secretary of the Commonwealth 
a nd have been printed as House Docu
ment 103. 

LEGISLATIVE C HANGES SUGGESTED 

The trustees also recommend a 
change in Chapter 185 of the Special 
Acts of 1919 that will permit them to 
fi le their annual report on Feb. 1 so 
that it may give the result of opera
tions for a full calendar year. To give 
such a statement it is necessary to 
make the proper adjustment of numer
ous credits and debits which it is im
possible to estimate and for which fig 
ures were not available in season for 
filing such a report on Jan. 15. 

Simplification an Object 
One Company, One Mortgage and One 

Franchise the Aim in Pittsburgh 
Reorganization 

Reorganization of the Pittsburgh 
(Pa.) Railways is in sight, according to 
statements of special Counsel Charles 
K. Robinson to the City Council during 
the week ended Jan. 15. Mr. Robinson 
also informed Council that Receivers 
Charles A. Fagan, S. L. Tone and W. D. 
George of the railway had decided to 
do the paving as well as track recon
struction work involved in the improve
ment of East Ohio Street. This work 
the city had expected to do as the re
ceivers formerly had maintained they 
were not in a position to do it. This 
action will save the city approximately 
$94,000. Mr. Robinson credited the 
present r eceiver s with a desire to co
operate with the city and public. 

For the future, outlining a plan in 
behalf of the city, Mr. Robinson said 
those interested were aiming at a com
plete reorganization of the Pittsburgh 
Railways as one company, with one 
franchise and one mortgage. At pres
ent the railway consists of 200 separate 
companies, holding 500 franchises on 
streets, with a result that the chief 
engineer of the Public Service Com
mission, after two years' work in Pitts
burgh, said the city had the most com
plicated traction situation in the State. 

Joint action with the city of Philadel
phia to obtain better traction regulation 
has been decided upon at Pittsburgh. 
A resolution which has been adopted 
urg ed action before the Public Service 
Commission for the purpose of "secur
ing justice for the people of the two 
largest cities in the State on the im
portant matter of street car transporta
tion." 

With Philadelphia as the complain
ant, a case is due to be argued in April 
before the Supreme Court on the right 
of the city to attack rentals which the 
Philadelphia Rapid Transit Company 
is paying various underlying companies. 
The Public Service Commission upheld 
the city's right to inquire into such 
rentals, but the State Superior Court 
reversed this decision and an appeal 
was taken to the Supreme Court. 

The Pittsburgh Railways similarly 
includes a number of underlying com
panies. The rentals of these, inextric
ably bound up also in the payment of 
bond and mortgage interest, which in 
most cases is guaranteed as part of the 
rental, total about $3,250,000 annually. 
The city's interest. in the Philadelphia 
case is in the principle involved. 

Receivers for North Shore Road 
William Paul Allen, former assistant 

district attorney of New York, and 
John G. Moran, secretary of the New 
York & North Shore Traction Company, 
were appointed receivers of the railway 
on Jan. 19 by Judge Chatfield sitting in 
the Federal Court in Brooklyn. The 
receivership resulted from an action in 
equity by the Ci tizens Savings & Trust 
Company, Cleveland, Ohio. 

Financial 
News Notes 

Service Resumed.-The Eastern Mas
sachusetts Street Railway has resumed 
service on the Somerset and Swansea 
line as far as Swazey's Corner. A tem
porary permit was issued to the com
pany pending the final decree of the 
court hearing which takes place in 
Boston. Service on this line was sus
pended a year ago. 

I. T. S. Subsidiary Financing.-The 
Bloomington & Normal Railway & 
Light Company, Bloomington, Ill., in
cluded in the Illinois Traction · System, 
has petitioned the Illinois Public Utility 
Commission for permission to issue 
$108,000 of preferred stock and $165,-
000 of bonds, of which the sum of $72,-
000 will be first and general mortgage 
bonds. 

Protective Committee Formed.-De
fault having been made in the payment 
of three installments of interest on the 
general consolidated 5 per cent gold 
bonds of the Atlantic Avenue Railroad, 
Brooklyn, N. Y., dated April 23, 1891, 
and due in 1931, a protective committee 
of bondholders has been formed with 
George E. Warren, vice-president of the 
Columbia Trust Company, as· chairman. 
The Atlantic Avenue Railroad is in
cluded in the system of the Brooklyn 
Rapid Transit Company. 

Subsidiary Elects E. M. Walker 
President.-E. M. Walker, Terre Haute, 
has been named president of the Terre 
Haute & Western Traction Company. 
Frank T. O'Hair has been named vice
president and John Beasley, Terre 
Haute, secretary. The directors named 
are E. M. Walker and John Beasley, 
Terre Haute; F. T. O'Hair, Fred Baber 
~nd James Stewart, Paris. The com
pany is controlled by the Terre Haute 
Traction & Light Company, which in 
turn is controlled by the Terre Haute, 
Indianapolis & Eastern Traction Com
pany. Mr. Walker is local resident 
manager at Terre Haute. 

Permission Asked to Extend Bonds. 
- The Fitchburg & Leominster Street 
Railway, Fitchburg, Mass., has peti
tioned the Department of Public Utili
ties for permission to extend for five 
years, from Feb. 1, 1921, maturity of 
$300,000 of mortgage bonds and $100,-
000 of first mortgage bonds of the Leo
minster, Shirley & Ayer Street Rail
way. The company also seeks to in
crease interest rates on these issues of 
securities from 4½ per cent and 5 per 
cent respectively to 7 per cent on both 
issues because of its inability to mar
ket new bonds to meet maturing issues. 
The Leominster, Shirley & Ayer Street 
Railway is a subsidiary of the Fitch
burg & Leominster Street Railway. 
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Refuses to Reduce Fort Worth 
Seven-Cent Fare 

The Northern Texas Traction Com
pany, which operates the local lines 
in Fort Worth, Texas, has declined 
to reduce its fa res from 7 cents to 6 
cents, as asked recently by the City 
Commission. T he refusal t o comply 
with the request was made known to 
t he commission in a forma l communica
t ion from George H. Clifford, vice-presi
dent a nd general manager of the com
pany. The city had requested tha t the 
fare be reduced to 6 cents pending a 
hearing on what would be a fa ir a nd 
equitable rate of fare for the traction 
company. 

Syracuse Case Heard 
Session at Albany Before Commission 

in Ten-Cent Appeal Concerned 
Mostly with Valuation 

Corporation Counsel E. H. Lewis, 
representing the city of Syracuse , 
.cross-examined witnesses for the New 
York State Railways before Public 
Service Commissioner J. A . Kellogg on 
Jan. 7 on the company's application for 
a 10-cent fare in Syracuse. Messrs. 
Gannon and Michell of Syracuse ap
peared for the company. 

Mr. Lewis examined Horace D. Cam
pion, Philadelphia, the engineer who 
made the valuations for the New York 
State Railways, Syracuse Lines, re
production cost, new, at present day 
prices, $21,012,200; ·average costs 1915 
to 1919, $16,663,299; and pre-war costs 
$12,006,134, going into detail concern
ing the various cost figures which Mr. 
Campion employed, particularly in the 
$21,012,200 valuation. Mr. Lewis ob
jected to certain testimony by Mr. Cam
pion covering real estate and buildings, 
the valuation for which had been made 
by R. T. Fredericks and E. C. Cook 
and accepted by Mr. Campion in his 
valuation, but Commissioner Kellogg 
accepted the testimony for what it was 
worth and subject to later supporting 
testimony. Mr. Campion said many of 
his computations were theoretical, 
based on facts and experience. 

ALLOWANCE FOR WORKING CAPITAL 

Mr. Camf,ion told Mr. Lewis, al
though the company's business was a 
cash one, that the company should have 
an allowance for working capital so 
that it could buy materials on favorable 
figures and maintain a necessary bank 
balance. 

At the conclusion of the evidence on 
Jan. 7 the counsel were unable to agree 
on an adjourned date, Mr. Michell and 
Mr. Gannon urging that the hearing 
be continued at an early date . . 

J. M. Joel, the company's auditor, 
was questioned by Mr. Lewis about 
repair and other work at the Wolf 
Street carhouse for Syracuse suburban 
lines, the valuation of which, $450,000, 
was charged to the Syr'acuse lines. Mr. 
Joel said he could not give the com
pany's expenses on the service-at-cost 
plan at Syracuse, but he promised Mr. 
Lewis that he would prepare such a 
statement. Mr. Campion also presented 
a tabulation showing the weekly and 
monthly payroll of the Syracuse Lines. 

COMMISSIONER OVER-RULES CITY'S PLEA 

Mr. Lewis objected to the commis
sion's consideration of the evidence in 
the Syracuse 6-cent fare case, but Com
missioner Kellogg over-ruled the mo
tion. Mr. Lewis said he would want 
t ime in which to examine that record 

as another field was opened up a nd he 
might want to meet something con
tained in it. 

There were a lso present at the hear
ing Walter S. Kernan, Utica, and B. E . 
Tilton, Utica, vice-president and gen
eral manager ; Milo R. Maltbie, New 
York, assisting Mr. Lewis; Ra y B . 
Smith and City Engineer Allen of 
Syracuse. 

Commissioner Kellogg announced 
Jan. 18 as the next hearing da y, with 
all the evidence to be submitted t o the 
commi ssion at tha t time. 

Fares Lower in Wisconsin than 
Average in United States 

Street car riders in Wisconsin are 
paying less than the average fare 
charge throughout the United States, 
according to a comparison, made by the 
Wisconsin Public Utilities Bureau, be
tween statistics compiled for the nation 
by the American Electric Railway As-

The City Commissioners held t ha t 
Mr. Cliffor d's communication was un
satisfactory as lacking definiteness. 
Mr. Cliffor d ma de the plea that t he 
high cost of fuel oil a nd other articles 
used in operation a nd maintenance of 
the car lines, a nd t he city communica
tion in r eply pointed out that t he trac
tion company r aised f a r es from 6 cents 
to 7 cents la r gely on the plea tha t the 
cost of fuel oil had adva nced, but that 
riow the price of fuel oil had declined 
until it was below the level pa id when 
fares were 6 cents. 

Ma yor W. D. Davis suggested to the 
commission at the time the communica-

TABULATION SHO WI NG FARES IN WISCONSI N C ITIES 

Cash T icket 
City 

!fC1~!d~: : : : : : : : : : · : : : : : : : : : : : : : : : : : : 
Beloit ..... ... ........... ............ . 

~~J~1:;t~.1'.~---- --·_-_-:::::: :::::::::::: 

Population 

19,561 
11,334 
21,284 

F ar e 
(Cents) 

5 
7 
5 

Far e 
(Cent s) 

6 j 

B ecame 
E ffective 

2/ 12/ 19 
10/ 16/ 18 

*Fond du Lac .... ......... ........... . 
*Green Bay ....... ........ ......... _ .. 
Janesville .. .... . .. ..... . .. ............ . 
Kenosha .. ... .. .. , ......... .......... . 
*La Crosse .... . .. ......... . .......... _ 
Madison . .. . , .... .. . ..... ........... . 
Manitowoc ........ ....... ...... . .... . 
Marinette. ...... . . . . . . . . . . . . . . . . . . . . 
Merrill. .... ....... ....... . . ....... .. . 

9,130 
20,880 
23,427 
31,017 
18,293 
40,472 
30,363 
38,378 
17,563 
13,610 

6 
6 
8 

10 
10 
7 
7 
6 
6 
7 

7 
7 
7 1/ 7 
6¼ 
6¼ 
5 5/ 9 
6 
5 

"iii' i i iil 
9/ 5/ 20 
1 / 1 / 21 

10/ 29 / 20 
10/ 30/ 20 

12 / 8 / 20 
11 / 16/18 

8/ 9/ 18 
8 / 27 / 20 

12 / 23 / 18 
11 / 2/ 19 
9/ 17 / 20 
9/ 1 Jj20 
12 / 1 / 20 

8,068 7 5 5/ 9 

~h;~le.~: :::. -_-_-_· :_·_-_-_ ._. _. _._._._-_-_-_-_·.:::: 
*Sheboygan . ... . .. ....... ............ . 
Racine ..... ....... ...... ............ . 
Superior .... .. . .... ....... .......... _ . 

457,147 
33,162 
30,955 
58,593 
39,624 

7 6} 
8 7 
8 7 
7 5 5/ 6 
5 

* These cities, Fond du. L ac, Green B ay, La Cr osse, Oshkosh , Sheboygan, have a fami ly ticket rate of 
fifty rides for $3. 

sociation and for the State by the Rail
road Commission. The association's 
figures further show that of the 287 
cities of the United States having a 
population of more than 25,000 there is 
a distinct movement toward a basic 
charge of 10 cents. , 

In Wisconsin nearly all the urban 
population is paying a 7-cent cash fare 
or less. Of the 19 cities having local 
service, only two cities have a 10-cent 
cash fare and their combined popula 
tion is only 49,310. They are, Green 
Bay and Janesville. The ticket fare in 
Green Bay is 7 cents; in Janesville 7 1/7 
cents. 

Of the cities in Wisconsin which have 
a combined population in excess of 
1,000,000 people, three have a 5-cent 
cash rate, five a 6-cent rate, six are 
paying 7 cents, three have an 8-cent 
rate, and two a 10-cent rate. 

A tabulation of present fare charges 
in various Wisconsin cities and towns is 
published above. 

tion from Mr. Clifford was received that 
the resolution prohibiting the operation 
of jitneys be revoked and that the 
operation of jitneys be encouraged as 
a means of forcing the traction com
pany to r educe fares. 

Railway Asks Accident Damages 
Reversing the usual procedure the 

Municipal Railway of St. Pet er sburg, 
Fla., is bringing suit on its own account 
in a case g rowing out of a collision 
between an electric car a nd a n auto
mobile truck. The accident is alleged 
t o have been caused by the reckless 
driving of the man in charge of the 
truck. The electric car, of the one-man 
type, was badly damaged. Char les R. L. 
Ludwig, who is in charge of the Munic
ipal Railway, says that the city "is 
g oing to start and maintain a policy of 
making the other fe llows pay for dam 
age to cars when it is a clear case of 
being the other fe llow's fault ." 
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Outlook Brighter for Louisville 
Fare Increase 

An ordinance has at last been intro
duced in the General Council of Louis
ville, Ky., which promises t o a fford the 
Louisville Railway financ ial r elief . 
This measure, which has already been 
passed by the Board of Aldermen , pro
vides for an increase in the ca sh f are 
to 7 cents for a period of two years. 
The railway is requi red to sell four 
tickets for 25 cents and t o carry 
school children for ha lf fare. Free 
transfers are to be continued. The 
company is to maintain t he pave
ment between the t racks and for two 
feet beyond the outer rails in the same 
state of repair as that in the remainder 
of the street. 

During t he life of the agreement the 
railway is to limit the payment of divi
dends to the following: Accumulated 
dividends on its preferred stock; cur
rent dividends of 5 per cent per annum 
on preferred stock; dividends of not 
more than 2 per cent on its common 
stock. T he company has so far taken 
no steps to curtail its service in spite 
of an announcement by James P. 
Barnes, president, that service would be 
cut 25 per cent on Jan. 1. However, 
if relief is not given shortly, the indi
cations are that service will have to 
be reduced if the railway is to continue 
to operate. 

Eight Cents in Peoria 
The Peoria· (Ill.) Railway on Jan. 12 

raised its fare from 7 cents to 8 cents 
under authority of an order of the 
State Public Utilities Commission. 
Two tickets are being sold for 15 cents. 
Children between the ages of five and 
twelve years are carried for 4 cents. 

When the company sought relief in 
the shape of a higher fare last June, 
to take care of the 25 per cent wage in
crease granted its employees, it was 
estimated that an average fare of 7.72 
cents a passenger would be required 
to yield a sufficient revenue for operat
ing expenses and fixed charges. This 
was on the assumption that there 
would be no falling off of traffic due 
to the proposed fare increase or other 
causes. It was estimated that sh ould 
there be a 5 per cent decrease in num
ber of passengers carried, an average 
fare of 8.05 cents a passenger would 
be needed. 

The company therefore sought a 10-
cent cash fare, with ticket fares r ang
ing from 8§ cents to 7 cents. The 8-
cent fare allowed by t he commission 
means an average fare of 7.5 cents, 
which, according to company officials, 
will not entirely afford the added 
r evenue necessary to care for oper!l.t
ing expenses. Since last June t he rail
wa y has been operating on a straight 7-
cent fare. 

New Rates Effective in Seattle 
The increased fare on t he lines of 

the Seattle (Wash.) Municipal Railwa y 
became effective on Sunday, J an. 8, t he 
new schedule of fare being: Cash fare, 

10 cents; or three rides for 25 cents, 
making the token fare 8~ cents. Six 
tokens are sold for 50 cents, or twelve 
for $1. School children continue to ride 
for 3 cents , or two for 5 cents, with 
school t okens a t the rate of t en for 25 
cents. The 6¼-cent bronze token is no 
longer accept ed, but purchases may be 
traded in for the new "silver" token. 
T he new tok ens are sold on the cars, 
and carmen also sell the tokens at im
port ant downtown t r ansfer points. The 
city purchased 2,140,000 of the bronze 
tokens last J uly when the first increa se 
in fare became effective, at a cost of 
$18,270. More than 1,400,000 had 
been issued at the t ime of the second 
increase. 

Riders Approve Increase 
An unusual occurren ce took place on 

Jan. 7 in Lakewood, Ohio , a suburb of 
Cleveland, with a population of 41 ,732 
people, when the car riders voluntarily 
agreed to an increase in fa re t o 6 cents. 

Because of a separat e franchise con
tract w ith the Cleveland Railway Lake
wood riders, although being hauled a 

For t h e Cle,·e la ntl ra t e o f far e 
and Prese nt Ser v ice 

TEAR Ol<'F THIS EN D 

LAKEWOOO CA R RIDE R S 
You have better street car ser\'iee 
than Cleveland at a less r ate of fa r l' 
and at Jess than COST. Clevela nd 
car riders are vaylng YOU R EXT RA 
COST. 
Cleveland asks you to p ay your own 
way or receive less serv ice. Y ou a re 
not asked to change your 3c. fa r e. 
W ILL YOU BE FAIR , P AY TH E 
CLEVELAND RA T E AN D KE EP 
_YOUR SERVICE'/ 
Jf YES-Tear off the tov of the card 
and hand it to the colledor. 
Jf NO- tear off the bo ttom. 

Against the Cleveland r a t e of fa r e 
TEAR OFF THIS EN D 

"BALLOT" USED IN LAKEWOOD POLL 

greater distance than Cleveland patrons, 
have since the middle of November been 
riding for 5 cents, although Cleveland 
car- rider s have been compelled to pay 
a 6-cent fare. City Street Railway 
Commissioner Fielder Sander s has 
given it as his opinion that the Lake
wood ca r r iders cannot be forced t o 
pay a higher ra t e of fare. However , he 
appealed t o their sense of fairness and 
asked that the car riders themselves 
vo t e on voluntarily paying the same 
rat e as the Cleveland riders . This the 
Lakewood car users did on Jan. 7, with 
the r esult that 6,156 voted in favor of 
paying the 6-cent rate, while only 
2,768 vot ed against increasing the rate 
of fa r e. 

In taking the vote on the cars 
throughout the entire day none of the 
r iders was asked to give his name. The 
r ider merely pulled off a stub, thereby 
approving or rejecting the proposed in
crease, and cast it into a ballot box. 
Now Mr. Sanders is endeavoring to 
have the Lakew ood Council follow the 
expressed wishes of the car riders by 
formally authorizing the company to 
charge 6 cents in Lakewood. 

300 per Cent Increase in Auto
Car Collisions 

Declaring that collisions with auto
mobiles have increased 300 per cent in 
the last seven years and now constitute 
one-half of all accidents that occurred 
during the year on the Pacific Electric 
Railway System, S. A. Bishop, genera.I 
claim agent of the company, has issued 
an appeal to automobile drivers for 
g reater caution in traveling over public 
thoroughfares. The number of fatali
ties reached the peak with seventeen 
deaths recorded for the month of No
vember, 1920, from accidents in which 
the Pacific Electric was involved. In 
not a sing le instance was it shown that 
the company or its employees was 
at fault. 

The company's records show that in 
November, 1920, there was a total of 
301 accidents from interference with 
vehicles, as against 124 during the 
same month in the, year 1913. In step 
accidents, from falling or alighting 
from steps, a decrease from the 1913 
figures was shown, with ninety-six such 
accidents reported. The total number 
of accidents of all kinds for the month 
was g iven at 529, the greatest in any 
one month in the history of the com
pany, and an increase over the 1913 
figures of 102 accidents. Mr. Bishop 
calls a ttention, however, to the fact 
that the increase in vehicular accidents 
of 177 for this period is the most seri
ous and requires earnest thought, at
t ention and co-operation in order that it 
may be r emedied in the interest of the 
community without loss of time. 

Court Approves Double Fares 
The Appellate Division of the Su

preme Court, State of New York, has 
decided that the Brooklyn City Rail
r oad has the right to charge two fares 
on its Flatbush Avenue line, one in the 
old town of Flatbush and another in 
the old town of Flatlands. In conse
quence the eompany began to collect 
such fare on Jan. 17. 

The town line is at Foster Avenue, 
a nd the second fare charge applies to 
passengers boarding the cars of this 
line west of Foster A venue and riding 
to points east of Foster Avenue, or 
vice versa. 

The enforcement of the collection of 
this second fare is under the same con
ditions that prevailed when the com
pany originally endeavored to collect 
such fare and ceased doing so by order 
of the Public Service Commission for 
the First District after vehement pro
tests by car riders. 

The Brooklyn City Railroad occupies 
a very unusual position in that its out
standing bonded debt is probably only 
from 10 to 15 per cent of the value of 
its property, and may be said to be 
approximately equal to the real estate 
owned by the company. Under these 
circumstances a condition which would 
force the average traction property into 
receivership because of its inability to 
earn the interest on its bonded debt 
does not apply to the Brooklyn City 
Railroad. 
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Transportation 
News Notes 

Eight Cents in Rockford.- The Illinois 
Public Utilities Commission has author
ized the Rockford City Traction Com
pany, Rockford, to raise its cash fare 
to 8 c·ents. The fare has been 6 cents, 
with five tickets for 30 cents. 

Six-Cent Fare in Effect.-The Twin 
City Rapid Transit Company, Minne
apolis, Minn., which operates the elec
tric railway lines in Stillwater, Minn., 
has raised its fare on its Stillwater 
lines from 5 cents to 6 cents. The new 
rate was approved by the Stillwater 
City Council. 

Eight Cents in Each Zone. -The 
Westchester Street Railroad, White 
Plains, N. Y., has been authorized by 
the Public Service Commission for the 
Second District to charge an 8-cent fare 
in each zone except in zone 1. The 
company has also been granted per
mission to abandon a portion of its line. 

Straight Nickel Fare to Continue.
The City Council of Akron, Ohio, has 
passed an ordinance allowing the North
ern Ohio Traction & Light Company 
to continue to charge a straight 5-cent 
fare for a period of three months, pend
ing action on the proposed service-at
cost franchise. 'The company was to 
have returned to the practice of selling 
six tickets for 25 cents on Jan. 1. 

Eight CeRts in Streator.-The Illinois 
Public Utilities Commisson has au
thorized the Illinois Light & Traction 
Company, Streator, to charge an 8-cent 
fare on its lines in Streator. The 
People's Traction Company, Galesburg, 
has been ordered by the commission 
to continue its present rate schedule 
between Gales burg and Abing ton. The 
company had applied for an increase 
in the interurban rate. 

Return to Old System of Fare Col
lection.-The Trenton & Mercer County 
Traction Corporation, Trenton, N. J., 
has returned to the old system of col
lecting fares. Rankin Johnson, presi
dent of the company, says that the fare 
boxes have not facilitated the work of 
the conductors to the extent anticipated 
and that the old system of having 
patrons pay the conductors will prob
ably. result in the more rapid handling 
of crowds. 

Ten Cents in Kewanee.-The Illinois 
Public Utilities Commission has author
ized the Galesburg & Kewanee Electric 
Railway, Kewanee, to charge a 10-cent 
cash fare on its Kewanee city lines. The 
company is to sell three tickets for 25 
cents. The fare has been 8 cents with 
five tickets for 35 cents. The commis
sion has authorized the Galesburg Rail
way, Lighting & Power Company to 
continue a 10-cent cash fare and to sell 
three tickets for 25 cents. 

Ten Cents in Green Bay.-The Wis
consin Railroad Commission has au
thorized the Wiscons in Public Service 
Company to charge a 10-cent fare on 
its lines in Green Bay. Tickets will be 
sold in strips of five for 35 cents, with 
commutation tickets good for fifty 
rides for $3. This is not a final order 
of the commission but will be in ef
fect until a study of the r esults ob
tained under these rates can be made 
by the commission. 

Would Charge 10 Cents.-Applica
tion has been made to the State Board 
of Public Utility Commissiohers by the 
Bridgeton & Millville Traction Com
pany, Bridgeton, N. J., for permission 
to raise its fare to 10 cents and to 
abandon parts of its line. The lines on 
which the company seeks to discon
tinue service are between Newport and 
Port Norris and Bivalve, the Church 
Street and Irving A venue line in Bridge
ton and the Tumbling Dam .Park. The 
present fare is 7 cents. 

Will Vote on One-Man Cars.-The 
taxpayers of Saskatoon (Sask.) will 
vote at the 1921 municipal elections on 
a proposal to adopt one-man cars on 
the city-owned electric railway system. 
The City Council was recently com
pelled to raise the fares to 10 cents, but 
a downward revision is promised if one
man cars are permitted. The Brandon 
(Man.) Municipal Railway has raised 
its cash fare 2 cents above the old 5-
cent rate. Limited tickets are sold at 
5 cents and unlimited tickets at 6 
cents. 

Dime Fare Denied.-The City Com
mission of Owensboro, Ky., has denied 
an application of the Owensboro City 
Railroad for an increase in fare from 
7 cents to 10 cents. The commission 
took the stand that to increase the fare 
at this time would reduce the number 
of car riders materially. The company 
has announced that it will discontinue 
service to Hickman Park, one of the 
principal parks of the city, and that it 
will introduce other economies. The 
fare was raised from 5 cents to 7 cents 
about a year ago. 

Trolley Rights Not Exclusive.-Hold
ing that the citizens of the State have 
the right to use of the streets either 
with their individual conveyances or 
collectively in conveyances hired by 
them so long as they do not interfere 
with the rights of others, Merrit Lane , 
counsel for the jitney owners in their 
fight with the Public Service Railway, 
has filed his brief in the Court of Chan
cery. Mr. Lane argued that the public 
was not bound to use railways as a 
means of conevyance and that the jit
neys had as much right to the streets 
as trolley cars. 

Mayor Demands Fare Reduction.
Benjamin Bosse, Mayor of Evansville, 
Ind., in his annual message to the City 
Council of that city, has suggested that 
the Indiana Public Service Commission 
be requested to reduce the fares in 
Evansville to 5 cents. The city lines 
are operated by the Evansville Public 
Service Company, which also operate s 
from Evansville to Patoka, "ind. The 

company now charges 6 cents for city 
fares, but a patron is permitted to pur
chase twenty tickets for $1. The Indi
ana Public Service Commission is ex
pected to pass upon the ma tter in the 
near future. 

Ticket Counterfeiting Plot Unearthed. 
-In the Quincy Division of the Eastern 
Massachusetts Street Railway a coun
t erfeiting plot of such proportion has 
been unearthed that it has become 
necessary to call in a nd exchange the 
blue form tickets heretofore used under 
which twelve rides were sold for $1. A 
new form of ticket was put on sale for 
several days at the same rate in the 
rooms of the Chamber of Commerce 
and such blue tickets as were "real" 
were exchanged. Officials of the rail
way company have offered a r eward of 
$1,000 for the apprehension of the 
counterfeiters and also $250 for in
formation leading to the arrest and con
viction of any one selling the counter
feit tickets. 

City Prepares for Fare Appeal.-The 
City Commission of San Antonio, Tex., 
has voted to retain Robert J. McMillan 
as special attorney to prosecute the city's 
suit against the San Antonio Public 
Service Company, which operates the 
local I railway system, to compel the 
company to reduce fares. The case is 
now pending before the United States 
Supreme Court on an appeal. The case 
originated when the company, under 
authority granted by the Federal Court 
after a hearing before a special master 
in chancery who held the forme r rates 
were in effect confiscatory, raised its 
fares from 5 cents to 8 cents. The 
higher fare was made effective in an 
a rbitrary_ order by the company when 
negotiations with the city failed. 

Merchants Favor ,vorcester Increase. 
- Clark V. Wood, president of the, 
Worcester (Mass.) Consolidated Rail
way, has notified the city authorities 
that the - company must secure addi
tional revenue if it is to continue to 
furnish service of the present quality. 
Mr. Wood states that the 7-cent fare 
now in effect has proved inadequate 
and that it will be necessary to raise 
the rate to 10 cents on the city lines 
and to 7 cents on the suburban zones. 
Mr. Wood's plan has been indorsed by 
the local C}lamber of Commerce. Mr. 
Wood recently stated that for the 
eleven months ended Dec. 1 the in
creased revenue under the 7-cent fare 
was $384,389, while operating expense 
for the same period showed $569,387, 
a nd the road had a surplus of but 
$2,861 at the end of the eleven 
months' period. This is only the differ
ence between revenue r eceived and 
operating expense, not providing for 
payment of taxes and interest. H e 
gave as an estimate figures for oper
a ting expense for the year 1921, based 
on the 1920 figures , and providing for 
increased taxes and the wage in
crease, as $5,087,290. Citing the esti
mated revenue of 1920 at $2,365,540, 
he maintained the road must have in
creased revenue sufficient to make up 
the estimated deficit fo r 1921 of ap
proximately $721,000. 
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Mr. Butler in Atlanta 

Personal Mention 
Manager Winnipeg Electric Railway 

Made Manager of Railways Georgia 
Railway & Power Company 

Mr. Crecelius in New Work 
Superintendent of Power at Cleveland 

Goes Into Consulting Engineering 
and Construction for Himself 

Lawrence P. Crecelius has resigned 
as superintendent of power of the 
Cleveland (Ohio) Railway and will 
be head of a new engineering firm to 
engag e in consulting engineering, con~ 
struction and operation of properties. 

Mr. Crecelius has been with the 
Cleveland Railway as power superin
tendent since 1910. Previous to that he 
held the same position for two years 
under the receivers who operated the 
Cleveland traction lines. From 1900 t o 
1906 he was electrical engineer for t he 
United Railways, St. Louis, and for a 
year following that was assoc ia t ed w it h 

L . P . CRECELIUS 

t he Public Service Cor poration of New 
Jersey. He has become well known to 
engineers throughout the country for 
his original work in the design of elec
trical equipment, in particular 60-cycle 
rotary converters. He holds a large 
number of patents covering types of 
rail bonds and methods of bonding, and 
has done much original work in the 
design of boiler settings and the oper
ation of boiler plants. 

Mr. Cr ecelius was one of the first to 
recognize the desirability of the pur
chase of coal upon a heat value basis 
with deductions for excessive am ounts 
of sulphur and ash. The Cleveland 
Railway's coal contract, which was 
drawn up by him, has been copied by 
many other companies through the 
country. Another innovation in Cleve
land during his t enure of office was the 
extensive use of the r einfor ced concr et e 
t rolley pole designed by Mr. Cr ecelius 
a nd copied in hundreds of differ ent 
towns and cities. Mr. Crecelius was 
among the first to make a careful study 
of the question of electrolysis mitiga
tion, including thorough potential sur-

Frank L. Butler, manager of the Win
nipeg (Man.) Electric Railway, has 
tenrlered his resignation to accept a 

veys. As a result of his activity the position as manager of the railway de
damage to underground structures due partment of the Georgia Railway & 
to electrolytic corrosion has been much Power Company, Atlanta, Ga. Mr. 
mitigated in Cleveland. Butler will take over the duties until 

Within the last year the attention of recently performed by w. H. Glenn. 
engineers and railway operators has Mr. Glenn resigned as vice-president of 
been directed to the new automatic sub- the Atlanta system on Dec. 1 last to 
station of the Cleveland Railway. This become president of the Shippers Com
is the largest automatic substation so press Company. Mr. Butler will assume 
far put into commission and it repre- his duties in Atlanta about Feb. 1. 
sents a long step forward in the status In his new position Mr. Butler will 
of this art. The development of this have charge of the operation of one of 
substation has been carried forward the most extensive railway properties 
under Mr. Crecelius' direction. Since in the South. The Georgia Railway & 
1912 the Cleveland Railway has in- Power Company owns and controls 
stalled altogether six new substations. more than 230 miles of track and serves 
The_ design of th~se substations and t?e . Atlanta and nearby cities. 
eqmpment u sed m them have been dis- Mr. Butler returns to the United 
cussed from time to time in the ELEC- States after an absence of three years, 
TRIC RAILWAY JOURNAL. during which time he served with the 

Mr. Crecelius is a past-president of 
the American Electric Railway Engi-
neering Association and has for many 
year s been very active on the com
mittees of this association of the Amer
ican Institute of Electrical Engineers, 
and of other eng ineering organizations 
an d societies. His papers and articles 
have frequentl y appeared in engineer
ing society transactions and in the 
technica l press. 

Until a bout April 1 Mr. Crecelius ' 
address will be the Leader-News Build
ing, Clevelan d. After that date his 
offi ces will be loca ted in the new Hanna 
Building, Clevela nd. 

S. S. Vandenburgh, Safety 
Manager 

Spencer S. Vandenburgh has been 
appointed manager of the newly creat ed 
Safety Council of Louisville, Ky. Mr. 
Vandenburgh is an electr ic railway man 
of many years' experience. P rior to 
his appointment at Louisville he was 
assistant engineer in charge of offi ce 
and field engineering of the Schenec
tady (N. Y.) Railway. He was born 
in Schenectady in 1884. H e r eceived 
his early education in the public schools 
of t hat city, later completing a scien 
tific course at the Union Classical In
stit u te, and studied at Union College. 
During his vacations h e was employed 
at various times in machine shops and 
on the er ecting floor of the American 
Locomotive Company at Schenectady , 
later entering the drafting depa rtment 
of t he General E lectric Company. 

In 1903 Mr. Vandenburgh joined the 
Schenectady Ra ilway in connection 
with the constr uction of the twenty
two-mile interurban line between Sche
nectady and Sa ratoga Springs. Two 
years later he entered the employ of 
the New York Central Railroad on 
grade crossing elimination work, and 
other branches of field and office en
g ineering. In 1906 he returned to the 
Schenectady Railway. 

F . L. BUTLER 

Winnipeg Electric Railway, first as gen
eral superintendent, and more recently 
as manager. He was born in Ten-e 
Haute, Ind., in 1874. At the age of 
twenty years he entered the employ of 
the Vandalia Railroad, now a part of 
the Pennsylvania system. He was em
ployed in various capacities in several 
t owns along the line of the Vandalia 
Railroad until February, 1909. He then 
resigned to become superintendent of 
the Denver & Intermountain Railway, 
Denver, Col. He subsequ ently became 
vice-president of the company. 

Mr. Butler resigned on Sept. 1, 1911, 
to accept the position of general man
ager of the Alton, Jacksonville & Peoria 
Railroad, then under construction. 
Shortly thereafter he was a ppointed 
receiver of the company and later com
pleted the line as far as Jerseyville, Ill. 
In July, 1913, he became general man
ager of the Chicago & West Towns 
Railway and of the Suburban Railway. 
with headquarters in Chicago, and re
mained in charge of those properties 
until April 1, 1918. He then resigned 
to join the Winnipeg Electric Railway. 
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M. B. Stewart has t aken a position 
as assistant to S. L. Duckett, chief con
st r uction engineer of the Southern Pub
lic Utilities Company, Charlotte, N. C. 
Mr . Stewart is a g raduat e of Berry In
dustrial School and Berea College. He 
was connected with the construction de
partment of the Eastma n Corporation, 
at King sport, Tenn., before joining the 
Southern Public Utilities Company a 
short time ago. 

P. B. Sawyer has been elected presi
dent of the Lehigh Valley Transit Com
pany, Allentown, Pa., to succeed Har
rison R. Fehr. Mr. Sawyer has been 
a vice-president and director of the 
Lehigh Valley Transit Company and its 
subsidiaries for the past three years. 
He is a vice-president of the Lehigh 
Power Securities Corporation, which 
controls the Lehigh Valley Transit 
Company. He will continue to reside 
in New York. 

Joseph Russell, superintendent of 
railways of the Eastern Texas Trac
tion Company, Beaumont, Texas, has 
resigned to become electrical engineer 
for the Gulf Refining Company with 
headquarters in Houston. He has been 
succeeded at Beaumont by W. A. Rob
ertson. Mr. Robertson has for some 
time been in the employ of the Houston 
Electric Company and has served as 
superintendent of transportation of the 
Galveston-Houston Electric Railway's 
interurban line. 

E. C. Ryder, president of the Bangor 
Railway & Electric Company, Bang·or, 
Me., for the past five years , has re
signed and will devote his time to the 
practice of law. Mr. Ryder is a well
known Maine attorney. He has been 
general counsel in that Sta t e for the 
Canadian-Pacific Railway and the East
ern Trust & Banking Company. He has 
been closely associat ed with the growth 
and development of the Ba ngor Railway 
& Electric Company and its subsidiaries 
for many years. Mr. Ryder w as born 
in Readfield, Me., in 1854. H e attended 
Colby University and was admitted to 
the practice of law in 1882. He has 
lived in Bang or since 1894. Mr. Ryder 
has served in the Stat e Legislature and 
as solicitor for the city of Bangor for 
two terms. 

Thomas K. Bell has been appointed 
Civil Inventory Chief, U. S. Navy, with 
offices in the Bureau of Supplies and 
Accounts, Navy Department, Washing
ton, D. C. Mr. Bell is now making a 
survey of the system of inventory used 
by the General E lectric Company, with 
a view t o its development for u se by 
the Navy. F rom December, 1919, to 
January of the present year Mr . Bell 
served as appraiser for the Fourth 
Naval Distr ict. H e was formerly gen
er al manager of the St. Petersburg 
Light & Power Company and the St. 
Pet ersburg & Gulf Railway, St. P et ers
burg, Fla. Prior t o tha t t ime he was 
for many years eng ineer of Wtilliam 
Wharton, Jr., & Compa ny, Inc., Phila
delphia, Pa., and was connect ed with 
the Interstate Railways, Philadelphia, 
and the Philadelphia Rapid Transit 
Company. 

H. C. Stevenson Advanced 
Will Represent President McCarter of 

the Public Service Railway in 
Southern N ew Jersey 

Harry C. Stevenson has been ap
pointed assist ant to the president of the 
Public Service Railway of New J ersey. 
Mr. Stevenson will act as the personal 
representative of President Thomas N. 
McCarter in t he Southern Division of 
the company's property. H e will serve 
in a similar capacity with the Public 
Service Gas Company and the Public 
Service E lec t r ic Company. He will 
ma ke his headquar t er s at the r a ilwa y's 
offices in Camden . 

Mr. Stevenson has been connect ed · 
with the Public Service Corporation of 
New Jersey ever since its organization 
in 1903. H e began his career in the 
public utility fi eld in 1897, when he 
became secretary to the late Thomas C. 
Barr, then president of the Worcest er 
Traction Company. Later he served as 
auditor of the Elizabeth, Plainfield & 
Central Jersey Railway, which was 
finally absor bed by the Public Service. 

H. C. ST E V ENSON 

After serving in a secretaria l 
capacity under several executive officers. 
Mr. Stevenson, in J une, 1907, was made 
assistant secretary of the P ublic Serv
ice Corporation and of its underlying 
companies. In April, 1917, he was made 
assistant to Vice-President Edmund W. 
W a kelee of the railway. 
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William H. Sayre, president of the 
American Abrasive Met a ls Company, 
died suddenly a t his home in Glen 
Ridge, N. J., on Jan. 6, from a severe 
heart a t tack. Before engaging in man
ufacturing Mr. Sayre was connect ed 
with the construction of railroads and 
at one time was assoc iated with the 
late John B. McDonald, who had the 
contract for t he construction of t he 
original subway in New York. Later 
Mr. Sayre was elected president of the 

Int er national Contracting Company, 
which executed many impor t ant dredg
ing contrac t s. He subsequently orga n
ized and became president of the Amer
ican Abrasive Met als Company. 

B. A. Buckheist er , superintendent of 
ra ilways of the South Carolina Light, 
Power & Railways Company, Spartan
burg, S. C., was shot and almost in
stantly killed on t he evening of Dec. 
17 by George W. Putnam, a former em
ployee of the railway. Mr. Buckheister, 
in a dying condition, was r ush ed t o the 
Spartanburg Hospital in an a mbula nce, 
but expired on the way. Mr . Buck 
heister was one of the best known men· 
in Spartanburg. H e was a nat ive of 
Charleston, S. C. He went to Spartan
burg about t wenty-five years ago, and 
with the late F. W~ McEowen had a 
large par t in t he building of the ra il
way system in that city. He had been 
superintendent of the lines since the 
beginning of operations. Mr. Buck
heister was fifty years of age. 

Alexander J. Hemphill, chairman of 
the board of directors of the Guaranty 
Trust Company, N ew York City, and 
a director of a number of u t ility com
panies, died at his home in New York 
recently. Mr. Hemphill was recognized 
in business and banking circles as one 
of the foremost financiers in the United 
States. He had been associated with 
the Guaranty Trust Company fo r more 
than fifteen years, first as vice-presi
dent, later as president, and finally as 
chairman of the board. H e was a direc
tor of the Hudson & Manhattan Rail-· 
road, the Interborough Rapid Transit 
Company, the Interborough Consoli
dated Corporation, t he Unit ed Gas & 
Electric Corporation, t he Unit ed Rail
ways Investment Company, the Electric 
Bond & Share Company, t he California 
Railway & Power Company and of 
other corporations . 

William A. Anderson, secretary t o 
J ob E. Hedges, receiver of the New 
York Railways and secretary to H. H , 
Vreeland, direct or of welfare of the 
Int erborough Rapid Transit Company, 
New York, N . Y., died recently follow
ing an operation for appendicitis. Mr. 
Anderson was born in Toronto, Ont., 
in 1876. He entered the service of the 
old Metropolitan Street Railway eight
een years ago as a stenographer in the 
legal department . Two year s later he 
became secr etary to Mr. Vreeland, t hen 
president of the company, r emaining 
in this position until the receiver ship in 
1907, when he beca me secretary for 
t he r eceivers , Messr s. Douglas Robin
son and Adrian H . Joline. When t he 
lines were sold under forec losure in 
1912 and r eorganized as t he New York 
Railways Mr. Ander son ag a in be
came secretary to Mr. Vreela nd as 
director of welfare of the Inter 
borough Rapid Transit Company and 
th e New York Railways. When Mr . 
Hedges was appointed receiver of the 
latter company, in March, 1919, in ad
dition t o act ing as secretary of the de
partment of welfar e Mr. Ander son ah;o 
was appointed secretary f or t he re 
ceiver. 



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

SALESMAN AND PURCHASING AGENT 

ROLLING STOCK PURCHASES BUSINESS ANNOUNCEMENTS 

Light Market for Signal 
Apparatus 

Manufacturers Differ on Effect of Safety 
Cars on Demand-Prices Steady 

with Good Deliveries 

Despite the recent statement of a 
1·epresentative manufacturer of railway 
s ignals that his volume of sales for 
1920 exceeded every other year since 
1911 a survey of the field does not re
veal similar conditions. The producer 
in question attributed his good sales 
in part to the development of the safety 
car within the past year or two, and 
t he realization of operating men that 
t he handling of such cars should be 
made as nearly automatic as possible, 
especially where one-man cars are op
erated on single track or with short
ened headway. 

Other manufacturers, however, do not 
state that the growth of safety car 
operation has favorably affected the 
signal business. In fact several repre
sentative producers state that the year 
1920 was considerably below the aver
age for installations of signal appa
ratus, both on s team a nd electric rail
ways. This is said to be a result of 
money stringency and the compara
tively s mall mil eage of new t rack laid. 
J ust now the market for signals re
mains quiet. ·whether the present year 
will result in g ood sales or not is rather 
uncertain. Manufacturers are hoping 
but not expressing overly much confi
dence as yet. Prospects for electric 
railway buying are rather indefinite, 
but a good volume of orders may de
velop from steam roads. 

Manufacturers are in excellent shape 
to make prompt deliveries. In a few 
instances at least, standard equipments 
a re being made on a moderate scale for 
s tock. Prices of signal apparatus have 
u ndergone no change and there seems 
to be little prospect of any material 
change in price at present. Raw mate-
1·ial is plentiful but the cost of malle
a ble castings and of cast-iron remains 
comparatively high; labor is high and 
the benefits of mass production are not 
easily obtained in this field. 

Good Demand for Gear Cases 
Orders for gear cases were good the 

past year and electric railways have 
endeavored to anticipate their needs 
for the present winter so far as their 
buying power permits. Stocks have 
r emained low following the extra large 
number of replacements that were nec
essary last year. Another factor in
ducing depleted stocks has been the 
sh ortage of sheet steel and malleable 
iron that prevailed for many months. 

Sheet steel is now plentiful bu t manu
facturers are avoiding stocking it on 
a declining market. The ma lleable iron 
supply while bet ter is still not n orma l. 
Prices on malleable cases have re
mained steady following advances made 
early in the year owing to increased 
raw material costs but sheet st eel gear 
case prices have shown a slight break. 
Deliveries of malleable cases the end of 
the y('ar were quoted at for ty- fi ve t o 
ninety days and sheet iron gear cases 
at thirty to seventy-five days, with no 
stocks in sight. 

Purchasing of Lightning 
Arresters Only Fair 

Relatively Short Deliveries Can Be 
Made ~n Car Types- No Change in 

Price Reported 

Demand for railway type lightning 
arr esters was only fair t hroughout the 
year and as a result good deliveries 
prevailed. Expectations that st ocks of 
lightning arresters which had accu
mulated previous to the spring demand 
would be quickly wiped out did not 
materialize. An important factor in 
this is thought to be the financial situa
tion in which many of the lines found 
themselves. It is known that traction 
companies were more willing to take 
a chance on not providing protection 
for cars, especially the smaller safety 
type in large use. Deliveries in gen
eral throughout the buying season va
ried from stock up to six weeks' t ime. 

Present c.emand is only spasmodic , 
a lthough scattered orders are being 
placed. The buying certainly is not up 
to normal. There are, however, many 
attractive inquiries and propositions be
fore the manufacturers and these should 
come to a head before the spring sea
son. 

On the more popular types of car 
arresters shipments can be made from 
stock, in small quantities, up to about 
three weeks, depending on the manufac
turer. No changes in price have been 
reported. 

Large Power Stations at Durban 
Among the most important g overn

ment construction work in Brit ish 
South Africa to be undertaken during 
the next year or two, the United States 
consul a t Durban r eports, a re the 
equipping the main line of railroad 
from Durban to Pietermar itzburg and 
the building of large pow er st a tions 
along t he way, particularly th e initial 
one at Durban. Besides the w ork men
tioned above, the city of Durban has 
under consideration the construction of 
a new and much larger power plant. 

Easier Supply of Paint Mate~ 
rials Available 

Prices in General Have Shown Heavy 
Decreases~Return of Market Ex

pected to Start Upward Trend 

Although electric railways were not 
especially heavy buyers of paint, enamel 
and va r nish, the market for these ma
terials on the whole remained under
supplied throughout the greater part 
of last year. The story is one of cur
tailed supplies of raw material and 
rising costs due to such factors as the 
coastwise shipping strike that sent the 
price of t urpentine at New York as 
high as $2.50 per gallon on April 10. 
Hence stocks of the finished products 
remained badly broken, with irregular 
shipments. 

In th e la st quarter of the year, how
ever, general demand for paint slack
ened mat erially, transportation tie-ups 
eased and the four months' volume of 
back orders existing in many cases be
gan to be reduced. From that time on 
deliveries improved, with supplies now 
available from stock in some cases. 
Prices have recently been on the down 
grade, too, under the influence of low
ered costs of t urpentine and also of 
linseed oil. 

Turpentine is quoted now a t 75 cents 
a gallon, although a couple cents under 
this price has been taken for some sales. 
Spot stocks are reported to be not large 
and it is expected that a g ood buying 
movement would soon r esult in much 
higher prices. Better buying is looked 
for soon. White lead in oil in 100-lb. 
k egs is down t o 13 cents a pound in a 
quiet market. Linseed oil too is hold
ing on a rela t ively low level, 77 cents a 
gallon in car-load lots being quoted. 

Price reductions on paints of a week 
or so ago w er e short lived, and even 
then t here was little activity in the 
market. Better business is felt to be , 
in prospect in the near future, accord
ing to representative paint producers. 
Higher prices also are looked for in the 
dry colors, some slight advances al
ready having taken place. 

Buying of Car Wheels Has Been 
Up to Standard 

Orders for chilled iron and rolled 
st eel car wheels on the part of electric 
railways the past year, while not extra 
heavy, were about up to the standard 
of other seasons. A distinct tendency 
is noted, however, to make wheels serve 
a longer period without making replace
ments. 

Car shortages, which have delayed 
supplies of fuel and raw material, 
served to pile up unfilled orders at the 
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factories as long as sixty days, while 
.deliveries in some cases ranged at times 
as long as three months. The shortage 
of scrap iron wheels holding over from 
t he war period also served to curta il the·

1 

supply of chilled iron wheels. The:, t, 
factors were minimized by the wide dis 
tribution of wheel factories over the 
country, however, and by the policy of 
producers of maintaining reserve stocks 
for regular customers. As production 
conditions improved along with freer 

•transportation and better supplies of 
material orders for wheels were filled 
in good time. Demand for the most 
-part, of course, was r enewal in char
acter. 

Steam railway buying, a long with 
that of the traction companies, is such 
that present mill capacity is going in 
_good shape, and is being added t o in 
e ertain instances. Especially on the 
part of steam roads forward bookings 
are quite heavy. Orders last fall for 
new rolling stock have provided winter 
and spring business so that quick re
quirements on the part of traction com
panies might only with difficulty be 
filled. 

Insulation Prices Drop 
'Treated and Untreated Fabrics and 

Compounds Off About 25 
Per Cent 

With the general decline in cotton 
and silk fabrics, there has just been a 
drop in price of at least one brand of 
finished insulations, treated and un
treated, and in compounds and var
nishes averaging about 25 per cent. 

Buying of insulating materials is 
r unning along on a level only sufficient 
t o keep up with the demand at present 
existing in the apparatus field. This is 
quite light as evidenced by the r educ
tion in orders placed with manufac
t urers of electrical equipment. 

Orders for Repair Seatings 
Rather than Seats 

Manufacturers of car seats report a 
rather light demand for finished seats 
from electric traction companies in the 
year just past, but buying of seating 
material for repairs was fairly good. 
Many car builders now make their own 
seats, and this of course affects the de
mand there somewhat. Steel was very 
difficult to obtain and seats with steel 
underframes consequently were slow in 
delivery, especially those employing 
plush, leather or imitation leather. 
These materials were all very scarce. 

Rattan, however, remained in fairly 
g ood supply, in some cases fair-sized 
s tocks of repair material being main
tained, while in others deliveries ranged 
as long as six weeks during the sum
mer. The latter delay was partly due 
to a scarcity of ship bottoms with 
which to transport rattan from the Far 
East. 

At the same time high freight 
rates prevailed and the cost of native 
eastern labor has been on the increase. 
Manufacturing facilities are now good 
and an adequate supply of car seats 

and seating material is expected to be 
available to meet the good demand that 
seems to be anticipated in the spring. 

Armature Coil Market Quiet 
Some Companies Have Dropped Price 

5 to 10 per Cent in the 
Last Two Months 

Activity in the market for armature 
and field coils r epresents only the buy
ing for present needs. To date the 
winter has been pretty free from snow 
and this has had a big effect on orders 
for this equipment for maintenance. At 
this time a year ag o the market was 
quite reversed and deliveries were 
longer than at present. 

Safety-car equipments are becoming 
rather standardized and some coil man
ufacturers have wound for stock to take 
care of rush orders should heavy storms 
cause burnouts. On the other hand, 
from other quarters up to four weeks 
is required to fill orders for safety cars. 
For coils to fit the larger types of rail
way motors from four to eight weeks 
is the quotation for shipments. 

Following cotton and copper prices 
down at a respectful distance December 
saw about a 10 per cent reduction in 
price of these coils in some instances, 
while in other instances no reductions 
were made until the middle of January , 
when a 5 per cent cut was made. From 
still other · directions no change is 
reported. 

General Electric Finds Cut in 
Force Necessary 

With a payroll reported to be the 
highest in its history, and with book
ings of new business at a rate of about 
$200,000,000 at this time, while early in 
1920 they were at the rate of about 
$350,000,000, it is not surprising to 
learn that the General Electric Com
pany finds it expedient to make reduc
tions of about 10 per cent in the work
ing force in the factory departments 
of its various apparatus and supply 
plants. At the same time there is a 
sufficient volume of back orders to keep 
the plants working for several months. 

Rolling Stock 

The Cleveland (Ohio) Railway, it is 
reported, will purchase fifty new motor 
cars and fifty new trailers at a cost of 
$930,000 if the Council permits the 
amendment to the company's franchise 
allowing it to dispose of new stock at 
less than par. 

Franchises 

Indiana Service Corporation, Fort 
Wayne, Ind.-An extension of the city 
lines of the Indiana Service Corpora
tion of Fort W ayne1 Ind., will be made 
in the Bloomingdale section of the city 
this coming summer, following the r e
cent approval' by the Fort Wayne 
board of puhlic works of a franchise, 

g iving the corporation the right to lay 
new t racks on various streets in that 
city. The franchise calls for the estab
lishment of a line from the present 
t erminus of the Huffman Street line 
down Franklin Street to Third Street 
and out Third Street to Runion Avenue. 
Robert M. F eustel, president of the cor
poration, expects to begin work on the 
new tracks within a comparatively short 
time. 

Track and Roadway 

Calgary, Alta.-Request for ext ension 
of the white car line route in East 
Calgary from the end of the present 
line to make a loop round· by Twenty
second Street and Seventeenth A venue 
will be r evived by the East Calgary 
Ratepayers' Association. 

Louisville (Ky.) Railway. - The 
Louisville Railway plans to tak e up 
and relay the curved track at Third 
and Liberty Streets, Louisville. The 
work of rearranging the track and 
shortening the curve will be expedited 
as far as possible because of traffic 
congestion and the possibility of acci
dents resulting from the torn-up con
dition of pavement. 

Louisville (Ky.) Railway.-The Mar
ket Street Merchants' Association has 
placed before the Louisville Railway 
an offer to build two car tracks a dis
tance of two blocks to connect Third 
and Jefferson Streets with Third and 
Main Streets if the railway will route 
the Indiana interurban cars through 
Third Street and down Main instead of 
west on Green Street. No action has 
been taken on the matter so far. 

New York, Westchester & Boston 
Railway, New York, N. Y.-It is ex
pected that the New York, Westchester 
& Boston Railway will extend its elec
tric line to Port Chester. This is a 
step in the project to connect New 
Rochelle and Larchmont. The route 
for this line runs parallel to the New 
York, New Haven & Hartford system 
and so far the plans include a double
tracking to Larchmont. 

Dallas-Terrell Interurban Railway, 
Terrell, Tex.- Citizens of Terrell, Tex., 
have taken action looking to insuring 
the building of the proposed Dallas
Terrell interurban line, which has been 
considered as one of the lines to be 
built by the Dallas Railway under its 
commitments to the city of Dallas. A 
committee of Terrell citizens has been 
appointed to secure right-of-way for 
the line from Forney to Terrell, a dis
tance of about fifteen miles. Citizens 
of Forney will guarantee right-of-way 
from Forney to the Dallas County line. 

Dallas (Tex.) Southwestern Traction 
Company.-E. P. Turner, president of 
the Dallas Southwestern interurban , 
organized to build from Dallas to Irv
ing, thence to Cleburne and Glenrose, 
has requested an extension of time 
from the City Commission of Dallas 
for building t

0

he line. Mr. Turner ex
plained to the commisiion 'that he had 
been unable to complet e fi nancial de-
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ta ils, and that he had found it impos
sible to complete the line within the 
time set. Eight miles of the line have 
been graded, but no other work has 
been done. The extension of time has 
been granted. 

Houston (Tex.) Electric Company.
The Houston Electric Company will 
agree to remove its tracks from Ma:n 
Street and lay new double track line 
on Fannin Street, one block removed, 
if the public desires such a change, 
Luke C. Bradley, district manager for 
Stone & W,ebster, has told the Hous
ton City Council. Mr. Bradley asked, 
however, that the tracks be left on 
Main Street for the time being and 
that the Fannin Street route be tried 
as an experiment until the general pub
lic had decided if they preferred Fannin 
Street to Main Street. Mr. Bradley's 
proposition was accepted by the City 
Council. The removal of the tracks to 
Fannin Street will cost about $200,000. 

Peterborough, Ont.-The construction 
of a suburban car line on Monaghan 
Road is being urged on the Utilities 
Commission. 

Hydro-Electric Power Commission, 
Ont., Canada.- A by-law to turn over to 
the H ydro-Electric Power Commission 
of Ontario the management and opera
tion of the local street railway in 
Guelph for a term of fifty years was 
carried by ratepayers. 

Power Houses, Shops 
and Buildings 

United Railways Company, St. Louis, 
l\lo.-Special Master Lamm in the re
ceivership of the United Railways of 
St. Louis ha s announced that he will 
recommend to the United Sta tes Dis
trict Court that Receiver Rolla Wells 
of the railway company be authorized 
to spend approximately $325,000 for the 
installation of fiye au tomatic substa
tions for the distribution of power. 

Interstate Public Service Company, 
Indianapolis, Ind.-The Interstate Pub
lic Service Compa ny ha s notified the 
Public Service Commission of Indiana 
that within thirty days the company 
will begin service over a new high ten
sion, single-phase electric power line 
from a plant at Monticello toward 
Logansport. The company will serve 
Idaville and Burnettsville, in White 
County, with electric power. This line 
will be a three-phase eventually. 

Interstate Public Sen;ce Company, 
Indianapolis, Ind.-Announcement has 
been made bv officials of the Interstate 
Public Servi~e Company that in a short 
time a part of the electric current used 
on transmission lines in southern and 
central Indiana will be supplied by the 
water-power generating station at Keo
kuk, Iowa. The Interstate Company 
operates three transmission lines out 
of Seymour, Ind. One extends to Indi
anapolis, another to Louisville, and a 
third to the company's water power 
station at Williams, in Lawrence County. 
Before the t ransmission lines were con-

st r ucted the company maintained a g en
erating plant in each city. 

Salt Lake & Utah Railroad, Salt Lake 
City, Utah.- The Salt Lake & Utah 
r a ilroad has ordered from the Westing
house Electric & Manufacturing Com
pany equipment for a 500-kw. auto
matic substation . The converting equip 
ment consists of an induction motor 
driving a 500-kw. 1,500-volt direct 
current generator . 

Trade Notes 

The Yale & Towne Manufacturing 
Company, Stamford, Conn. , has made 
~rrangements for increasing the manu
facturing facilities of its cha in block 
and electric hoist wor ks at Stamford. 

E. A. Palmer has been appointed 
manager of the rai lway division of the 
San Francisco office of t he Westing
house Electric & Manufactur ing Com
pany. 

H. l\I. Byllesby & Company, 208 
South La Salle Str eet, Chicago, invest
ment bankers, engineers and managers, 
are distributing a new booklet describ
ing the scope and services of the or
ganization. 

Vinton Sm ith, who has been con
nected for several years with the San 
Francisco office staff of the Standard 
Underground Cable Company, has been 
a ppointed assistant Pacific Coast man
ager, reporting to Richard G. Harris. 

The Allen-Bradley Company, 284 
Greenfield A,·enue, Milwaukee, Wis .. 
has increased its authorized capitaliza
tion from $186,000 to $250,000 to pro
vide for expansion to its business. The 
company manufactures electric con
trol devices. 

The Cutler-Ham mer l\Ianufacturing 
Company, Milwaukee, ,vis .. announces 
the opening of a St. Louis office in the 
Railway E xchange Building, in charge 
of Harold Phillips, formerly of the 
engineering department of Chicago and 
later office manager of the Chicago of
fice. This new office is a branch of 
the Chicago distric t office. 

The James T. Hessel Company, New 
Haven, Conn., has been appointed dis
tributor for the State of Connecticut for 
the "National" renewable fuse. This 
recently established organization, with 
headquarters at 19- Prout Street, New 
Haven, has just enlarged its warehouse 
to accommodate a complete stock of 
pole-line hardware, crossarms, etc. 

N ati,mal Railway Appliance Com
pany, 50 East Fourty-second Stre2t, 
New York City, with branch offices 
in Boston and Washing ton, and the 
Hegeman-Castle Corporation, Chicago, 
III., announce that the selling agency 
for the Clapp F ire Resisting Paint 
Company, Bridgeport, Conn., has been 
discontinued as of Jan. 14. 

The Great Western Contracting Com
pany, Kansas City, Mo., representatives 
for t he Conveyors Corporation of 
America , Chicago, has chang ed the 
name of its organization to the Rawl-

ings Industrial Equipment Company. 
This organization is sales engineer for 
the manufacturers of power plant 
machinery. The Rawling s Industrial 
Equipment Company, besides handling 
coal and ash conveyors, is also repre
sentative of the Springfield Boiler Com
pany and the Cooling Tower Company. 

The Foreign Trade Supply Corpora
tion has been organized with its main 
office at 17 Battery Place, New York 
City, of which E. C. Morse, former 
director of sales, War · Department, is · 
president, A. LaMar, former assistant 
director of sales, War Department, is 
vice-president and Paul Klopstock is 
cha irman of the board of directors. The 
corporation will engage in a general 
merchandise brokerage exporting and 
importing business and in the buying 
and selling of foreign securities. 

International G. E. Moves Headquar • 
ters.-The headquarters force of the In
ternational General Electric Company, 
Inc., which has been housed in the main 
office building of the General Electric 
Company, has just moved into its new 
office building erected on what was for
merly the Westinghouse property on 
River Road, Schenectady, N. Y. This 
change places under one roof about 400 
person s in the following departments: 
Executive, European, the Americas, Far 
East, merchandising , service and ac
counting. The building is six stories 
high wit h a basement under half of it . 
The total fl oor space is approximately 
70,000 sq.ft., each floor being about 60 
ft. X 220 f t. 

Robert E. Horton, Harry Barker, and 
Robert C. Wheeler have become asso
ciated under t he fi r m name of Horton , 
Barker & W heeler, t o continue their 
consulting eng_ineering practices for
merly carried on under the names of 
Robert E. Horton , consulting hydraulic 
eng ineer, Albany, N. Y. , and Harry 
Barker and Robert· C. Wheeler, engi
neers, New York City. The new com
pany will have it s headquarters in 
Albany, N. Y., with offi ces in New York, 
Harrisburg, Pa., and an engineering 
laboratory at Voorheesville, N. Y. It 
will specialize in power development 
and transmission, water supply, sewer
age and sewage disposal, public utility 
rates and valuation. 

New Advertising Literature 

Industria l Locomotives.-Bulletin No. 
44251 of t he General E lectric Company 
is on locomotives for "Indust rial Haul
age." 

Car Seats.-Supplement to the r ever si
ble-seat bulletiri No. 246 g ives " Im
provements in Brill Winner Seats," pub
lished by The J . G. Br ill Company, 
Philadelphia, Pa. 

Heavy Oil Engines.-The Dodge 
Sales & Engineering Company, Mish
awaka, Ind., has published a small 
catalog describing its heavy oil station
ary engines, heavy oil marine engines 
and heavy oil engine-driven electric 
genera ting units. 




