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Appl!ing an Old Principle 1/ .... ..:.1.1 •·\ ~ . ~t,"C/-,The art of the sc_hedule maker is not an easy one. 

ID New Ways at Camden ;f . ~ -.~ "f,_ n the. first place_, 1~ too few cars a r e run, possible 

IN AN ADDRESS before the American~ ~ibi \lfait.Y traffic is lost , while if too many are scheduled, there 
way Association at Atlantic City last ' totter -aft1~ is a waste in car-miles. The schedule maker has not 

Schreiber of the Public Service Railway o N~ ersey only to determine the right 11umber for the different 
impressed his auditors with the fact that he appreciated hours of the day and where the cars are to be turned 
to an unusual degree the importance of co-operation in back but also how the schedule must be varied accord
organization. Moreover, he aimed to apply this prin- ing to the weather, the day of the week, and the season 
eiple in his own way on the portion of the Public and special events. Then he has t o fi t the desirable 
Service property of which he had then recently been car schedule so determined with a suitable crew sched
appointed manager. ule, and then allow provision so that both can be changed 

Already Mr. Schreiber has been able to try out some quickly in case of emergency or blockade, without dis
of his ideas, and the results are as expected. A number turbance to the operation of the cars on the rest of the 
of the things that have been done are outlined elsewhere line. At the same time he must keep within the run 
in this issue. The article may be considered the ELEC- limitations and outside time of workday set by agree
TRIC RAILWAY JOURNAL'S supplement to the Atlantic ments with employees. This work is arduous and com
City convention address. plicated, since it demands a constant scrutiny of the 

The best single "stunt" is the maintaining of close factors whose change may affect existing conditions. 
contact between the "service committee" comprising Nevertheless, perhaps because it calls for this vigilance, 
principally the heads of departments, a·~d the actua l it is fascinating and carries an especial appeal to the 
problems of the property. This is accomplished in part man who likes to solve problems in a field that is con
by taking the committee bodily to the places where the stantly changing, as is the case with city traffic . 
problems originate. Such procedure requires a little Personally, we believe that graphical methods could 
time, but this expenditure is soon repaid through the be used in drafting and checking scheduled headways 
economies achieved as a result of the conferences. The and car flow over crossings and through congested dis
minutes of the conferences, which are kept in detail, tricts to a much grea_ter exte~t than has been done in the 
show that this plan for holding committee meetings is past. The problem is essentially one of proportion and 
mentally stimulating. the adjustments of various factors to each other so as to 

Camden is a city which presents unusually compli- give a harmonious whole, and for problems like this 
cated transportation problems. The traffic is largely of graphical methods are particularly suitable. They not 
the "rush-hour" variety, involving a low "load factor" only supply the means for obtaining an answer but they 
in the use of the rolling stock. The difficulties were seem also better adapted to expose any serious defect in 
particularly acute during the war period. The condi- a pro~osed schedule than if a numer ical method was 
tions render close teamwork on the part of the per - exclusively used. 
sonnel especially desirable. Those who ought to know 
say that such teamwork is conspicuous at Camden. The C E R A A k . . . . wa ens to 
result will undoubtedly show on the ledger in due course. Renewed Purpose and Activity 

Making the Schedule 
More Scientific 

THE urgency of decreasing the ratio of outgo to 
income in electric railway operation has become so 

acute that schedule making now assumes a position of 
prime importance. It comes down to the proposition 
of giving good and constantly better service on one 
hand, while relatively increasing the revenue passen
gers per car-mile operated without unnecessary over
crowding. 

There is today perhaps no greater opportunity for 
economy in electric railway operation than in correct 
schedule making. Savings at this point, at the present 
prices for labor, quickly r each so large a sum that any 
possibilities of improvement in this line warrant the 
most careful study on the part of the t ransportation 
department . But good schedule making requir es expert 
schedule makers, of a type not needed, or not known 
t o be needed, a few years back. 

MUCH important history has been made in the past 
by the Central Elect ric Railway Association, but 

with the trying conditions faced by many of the mem
bers at home dur ing the past three years the association 
could not be as much of a· factor in their affairs. Hence 
it is not surpris ing that the program of the recent meet
ing at Toledo should have included as one t opic for 
consideration "The F uture of the C. E. R. A." It is 
pleasant to record t hat th is t aking stock of past ac
complishments and fu t ure activities r esulted in such a 
rejuvenation of the spirit of t he association that t he 
meeting took on the interest and impor t ance which was 
characteristic of the association gatherings before 
the war. 

Far from having served its purpose and being no 
longer vital, there developed a consciousness that the 
association is more than ever needed by t he members 
and that it has only made a start on the great work to 
be done. Realizing t his, the members laid plans for the 
future which bid fa ir aga in to make important history 
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in the development of t he great interurban railway sys
tem of t he central st at es. 

Chief among t he plans tentatively proposed and upon 
which the executive committ ee will take act ion at it s 
next meeting are t he p r ovision for separ ate meet ings 
for t he engineering and operating officials and the em
ploym ent of an executive manager of the association . 
This manager wou ld be t he active head in execut ing all 
work planned by t he organization, in directing and fol
lowing up the work of all committees and in relieving 
committee chairmen of a large pa-rt of t he deta il now 
incumbent upon them, and which in many instances t hey 
have been unable to handle adequately either t h rough 
lack of time or faci lities. 

It would seem t hat the goal of operating efficiency 
and development to which the Central E lectric Railway 
Association should logically st rive would be so to unite 
t he m ember companies in standa rdizing operating prac
tices, equipment and construct ion t hat they would be 
operated as one great electric ra ilway syst em, with a 
service of kind and quality :rnrl extending where and 
when the natural lanes of travel of the public would 
di cta t e. An executive manager of t he right caliber 
wo uld be of g r eat value to the association both in 
the degree of attainment towa r d t his desi r ed' goal and 
in shor tening the t ime which would be required for 
t hat accomplishment. 

T he provision fo r separate meetings for t h e eng ineers 
will a lso be an important step in hastening more effi
cient and more prosperous days for the member com
panies, a nd it is a plan which this paper has strongly 
advocated on several occasions. The very fact t hat t he 
subject has been brought up repeatedly at association 
meetings and has not been stifled by the failure of the 
executives to meet the suggestions of the operating men 
in a· measure bespeaks the worth of the plan. Just what 
form of organization should be arranged is of less im
portance than the primary idea of providing gatherings 
at which men may meet with other men who talk the 
same language and are struggling with the same 
problems. 

The plan suggested by the ELECTRIC RAILWAY JOURNAL 
in the issue of Dec. 11, 1920, it is believed, would be 
suitable. There it ,vas proposed that the executive 
committee simply authorize meetings, in the nature 
of committee8 of the ,vhole, of the equipment, track 
and electrical men respectively, at which problems 
pertinent to their particular work could be freely dis
cussed without the feeling of restraint which many men 
have in the presence of their boss, as in the me~tings 
of the main association. Each of these group commit
tees ':'ould have a chairman appointed by the president, 
who m turn could appoint subcommittees to take up 
special problems. The chairmen would also bring up in 
the general session any matters approved by the com
mittee requiring association_ approval. These group 
meetings could be held independently of t he regular 
association meetings, or, better, in conj unction with 
them, or both plans could be followed if more m eetings 
seem ed desirable. 

Whatever ,vay may be devised, it is certainly to be 
h oped that t he executive committee will now provide 
definitely for gatherings which will serve t h e purposes 
of the engineers and manufacturers, for it has been 
pretty well established by the experience of other railway 
associations that such meetings are of very great value 
t o the individual compan ies, to t he m en wh o take par t 
in t hem and to the industry. 

Higher Municipal Expenses 
Increase Taxes 

GOVE RNOR MILLER'S recent message to the New 
York Legislature contained one sentence which 

if fully a ppreciated by the public, would puncture th~ 
balloon in which many a political demagogue hopes to 
r ide t o office . This s tatement was as follows: "The 
p eop le w ho ride in the subways do not realize that, 
in a ddition to thei r fa res, they are paying to main
tain $200,000,000 of subway bonds, and it does not 
matt er w hether they a re taxpayers or rentpayers." 

Nearly every per son is a t axpayer or a rentpayer, 
a n d if he is not in either of these classes he is an 
indirect contribu tor as a fo od consumer. In other 
w ords, he is a n unconsciou s taxpayer, and for this 
r eason he sh ould be interested in a ny prop~sal to add 
to t he tax burden of his community. The statement 
g iven refer red t o t he s it uation in New York City, but 
t axpayers and r entpayer s a r e not confined to that com
m un ity. Wherever a city plans to increase taxes or takes 
steps which may increase them every citizen is con
cerned. 

Chicago is such a city , because just now there is 
pending in the Illinois St a t e Legis lature a bill for the 
creation about Chicago of a " local t r ansportation dis
trict," a new taxing body designed by Mayor Thompson 
to t ake over an d oper ate t he surface lines. This " dis
trict" would have a ut hori ty to issue bonds to an amount 
not exceeding 5 per cen t of t h e va lue of t axable 
property. The limit of t h is t axing power has been 
estimated as be ing a nywhere from $80,000,000 to 
$160,000,000, and the taxes thereby raised would be 
available to make up any mu nicipal rai lway deficit not 
covered by a fa r e which is not to exceed 5 cent s. Sup
porters of t he T hompson plan have assured some doubt
ing persons t hat there is not m uch possibility of having 
to resort to the taxing powers of t he " distri ct." 

It is quite poss ib le that if t he proposition gets as 
far as a public referendum it . wi ll be indorsed , be
cause a majority of the car riders wo ul d like t o get 
back to the 5-cent fa re a nd f eel that t h ey need not 
worry abou t t h e, "other f ellow 's" taxes. They say, 
"Let the property owner worr y." Neverth eless, t h e 
rentpayers of Chicago, like those of most other cities 
are just now clamoring fo r re lief against increasin~ 
rental s. The landlords argue tha t rents would not be 
so high if taxes and other expenses were lower. Rents 
certainly will not decline w h en taxes are bein g in
creased. So the tenant who votes for a 5-cent fare 
under a plan where deficits may be covered by gen
eral taxation is ver y likely to find that he is paying 
par t of those taxes and that by the end of a year he 
has contributed m or e than would have been the case 
under a higher rate of fare without taxation. 

W h en vot ers come to a fu ll underst anding of this 
fact it will not be easy to fo ol them. It is n atura l 
that they sh ould want t o h ave t ran sportat ion a t the 
lowest p ossib le cost. T h e report of a municipally 
operated railway system sounds att ractive because 
bookkeeping met hods w ill often permit of disguising 
expenses such as t axes which other companies have 
to ch arge against the rate of fa re. The turning point 
will come w hen t he unconsciou s taxpayer realizes 
that he is helping the direct taxpayer to carry the 
b urden , a nd t o make him understand this is an im
portant part of the educational work to be done by 
the comp anies . 
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A Full Understanding 
Should Precede Wage Readjustment 

EVERY electric railway company will soon have to 
decide what it will do in the matter of wage re

adjustment. Unfortunately for the industry, not 
much attention has been paid to t hi s subject in recent 
assoc iation meetings, n ational or sectional, in open 
session or private conference. The need for such a dis
cussion is not that there shall be concerted action, but 
t here should be an understanding by individual man
agements of the principles which ought to govern, be
cause the policy followed in one city will undoubtedly 
have effect elsewhere. 

Wage reductions will probably come fir st with two 
classes of roads . One consists of those p roperti es 
where st rong labor action h as forced the sca le to un
usually high levels. The second compri ses those com
panies where the fare increases have been s light. In 
t he former case, the discrepancy between the railway 
wages and those paid in other industries w ill be so 
marked that public opinion as we ll as the se lf-interest 
of the company will require a reduction. In t he latter 
case the cut in wages will have to be made because 
further fare increases will be difficult to obtain. 

The fact that wages in other lines are being re
duced is not necessarily a good reason for electric 
railways to do the same immediately or reduce to the 
same extent. A delay will help to secure and hold 
to the company the better grade of men obtainable 
under a generous sca le and make up for some of the 
poor- labor that had to be put up with when the high 
wages of industrials robbed the railways of many of 
t heir best workmen. 

In the case of companies operating under a service
at-cost fra nchise, a reduction of wages would lower 
t he rate of fare automatically, and eventually the 
same result will follow with companies not having a 
service-at-cost franchise, if a profit is being made. 
It would be eminently fair, however, for the railways 
to have a certain amount of economic lag between re
duced expenses and reduced income, just as there was 
such a lag during the upward drive of prices. Such 
an interval or period of grace on the downward part 
of the cycle would permit the companies to do something 
to rehabilitate their physical properties, something 
now greatly needed. Such a policy in turn would 
help to keep down fares in the future, because the most 
economical operation is obtained with property well 
maintained. In the final analysis, of course, the wages 
paid by electric railways 
will have to be based largely 

a tely to the r eductions in wages in other industries. 
Su ch a condition would be unfortunate, because, judged 
by t he average turnover on many electric railways 
before the war, t he wages for platform men at that 
t ime were too low. 

As has been pointed out in these columns, the fact that 
wages will have to be reduced does not mean that a hor
izontal reduction of the present sca le proportionate with 
the decline in t he cost of living should necessarily be 
made or that all of the reduction should be made by a 
horizontal cut. Much can be done in the way of 
tightening up on bonus time, on lay-over time and 
on time paid for but not worked, and perhaps by a 
s light adj ustment of the maximum and minimum day. 
If such changes will mean greater efficiency, labor 
should be for them. Another relief measure would 
be to add severa l lower steps to the present scale of 
wages, as by beginning new men at a lower scale and 
lengthening out the period of service before the pres
ent high rates are reached. A longer scale period 
than the one or two years established by the War 
Labor Board is justified, and this is one way of se
curing it. 

Whatever is done, managements should not be with
out a thorough appreciation of the labor point of 
view. It is believed that a reasonable reduction can 
be secured without trouble, but the companies should 
not attempt a return to those days of extremely low 
pay when service was given at the expense of the em
ployees and of maintenance and depreciation reserve. 

Let the Suburban Roads 
Do the Suburban Traffic 

AT THIS time last year there was a shortage of 
approximately 150,000 freight cars and shippers 

were urged to economize by taking the shortest time 
possible for loading and unloading ca-rs and shipping full 
carloads. According to a recent report of the Car Serv
ice Committee to the Interstate Commerce Commission 
there were at that time 358,065 surplus freight cars on 
the railroads of the country, and it is obvious to any 
one who does much traveling that the passenger busi
ness has also fallen off. With these conditions it would 
not be surprising if the steam railroads, which in the 
past have affected to scorn the short-distance suburban 
business, would make an attempt to cultivate it. 

Such a plan would not be in the interest of real econ
omy. The steam railroads, with the expensive terminals 
which they use for this short distance travel, undoubt

edly lose money on it when 
it requires facilities which 
otherwise could be used for on the market price for 

work of that same general 
nature, and it should be 
remembered that while em
ployees for platform service 
have to meet rather strict 
physical, moral and mental 
standards, the period of 
apprenticeship required to 
qualify for work is far less 
t han in what are known as 
the skilled trades. This does 
not mean that electric rail
way wages will soon be at 
their pre-war level or even 

Quotation Jrom the 
Federal Electric Railways 
Commission Report 

No. 10 the profitable part of their 
business, long-distance pas
senger and freight haulage. 
On the other hand, the 
interurban electric lines 
can conduct this business 
at a profit. Steam rail
roads which now have a 
commuter business may not 
be prepared to abandon it, 
but further investment, 
particularly in property 
like terminals, which cannot 
be used elsewhere, should 

will be red uced proportion-

T HE full co-operation of labor is essential to the 
highest prosperity and the usefulness of the industry. 

The employees engaged in this occupation should have 
a living wage and humane hours of labor and working 
conditions. They should have the right to deal col
lectively with their employers, through committees or 
representatives of their own selection. All labor dis
putes should be settled voluntarily or by arbitration, 
a nd t h e award of such a board should b e final and bind
ing upon both parties. It is intolerable that the trans
portation service of a city should be subject to occa
sional paralysis, whether by strikes or by lockouts. 

be considered askance. 
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Better Transportation for Camden 
A New Organization Takes Hold of the Southern Division of the Public 

Service Railway of New Jersey - An Active Effort Being Made to 
Promote a Spirit of Co-operation in Personnel of the Division

Formation of a Company Section of American Associa -
tion Considered Highly Desirable in This Connection 

THE SERVI CE: CO l\11\IITTE:E: I N FRONT OF ITS MOVABLE MEETING QUARTERS 
Left to rig ht. T. E:, Babcock. F. B. Summers, H . C. Stev enson, Ma rtin Schre iber. C ha irma n; R. A , McAr thur, J. \\' a lt er , v right, 

J . Hanf, J . N'. \\'at ers, C. V. ,va n ace, G , A. Rothery, Secretary, and WHliam H. W r ight 

THE Southern Division of the Public Service Rail
way, which centers in Camden, N. J., is in many 
ways like a detached property because it is sepa

rated by a considerable distance from the divisions which 
comprise the main mileage of the property. During the 
war the shipbuilding and other abnormally a ugmented 
industries brought unusual prosperity to t he di strict, 
which, however, did not extend to the railway company, 
but it is now suffering somewhat of a post-war slump. 
However, there are many substantial manufacturing 
properties within the Southern Divis ion territory, such 
as that of t he Victor Talking Machine Company, and 
there is heavy traffic to and from Philadelphia, a part of 
t he suburbs of which the Camden region is. 

The Southern Division operates 155 cars and employs 
about 1,000 persons all told. Last summer Martin 
Schreiber, chief engineer of the company, was appointed 
manager of this division, with sufficient authority to 
apply ~uch methods as he deems wise. Since then he 
has had opportunity to apply a number of them on the 
property. 

The groundwork of the scheme now under way in 
Camden was first explained in a paper by Mr. Schreiber 
before the convention of the American Electric Railway 
Association at Atlantic City last October. The plan is 
based first on a carefully selected, progress ive, super
Yis ing organization. This organizat ion is so co-ordi
nat~d with the rank and file that every man has a voice 

in t he creating of the orders under which he labors, as 
well as in t he carry ing out of h is particular part of the 
transportation work. 

The organization "heads up" in a "service committee," 
comprising principally the heads of departments. This 
meets weekly fo r the purpose of discussing principles 
and details of t he work of t he several departments. The 
meeting place is a special car belonging to the divis ion, 
which is taken out over one line at a t ime, visiting points 
of administrative interest. The meetings consume about 
t hree hou rs on the morning of Friday, the day preceding 
the weekly conference of general department heads at 
Newark, which is at tended by Mr. Schreiber. 

MAKE-U P OF SERVICE COMMITTEE 

The make-up of the service committee at present com
prises, in addition to the manager, the following : R. A . 
McArthur, superintendent of transportation ; T . E. Bab
cock, claim agent; J. Hanf , master mechanic; J. W. 
Wright, superintendent of maintenance of way ; C. V. 
Wallace, superintendent of employment and instruction ; 
F. B. Summers, storekeeper; J. N . Waters, engineer ; 
W. H. Wright, super intendent of dist r ibution, and G. A. 
Rothery, chief clerk and editor of "All-Together," an 
employees' periodical leaflet. H. C. Stevenson, who is 
ass istant to the president and is in charge of public 
relations of t he Southern Division, a lso sits in with the 
committee. 

" 
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Mr. Rothery acts as secretary of the service commit
tee meetings and keeps full and accurate minutes, which 
are of great value in conserving the many excellent 
suggestions made by heads of departments. 

SPEEDING LOADING AT THE FERRY TERMINAL 

The point of greatest traffic congestion on the South
ern Division is at the Philadelphia ferry terminal in 
Camden. Here many of the lines terminate, and the 
installation of a prepayment inclosure for the two loop 

Public Service Railway Company 
Ce.mden, N. j. 

Vol. 1 1 No. 2. 
·j:fr;. Decembe r lo, 1920 • 

. ::r,; ALL-TOGETHER 
IIERRY XIIAS • 

• ,ti.; As tbie ie our Chrietmae edition, we take this oppor t unity 
0£ wi ehing each and every one a Merry Christmde and true t t hat old man 

• -~a'1ta brings you al 1 you want and then eome. 

~ i TRE FIRST EDITION. 

•~ All we oan do ie offer apologies to thoee who did not receive 
a copy of the firet edition of ALL-TOGETHER, but arrangements are being 
made to have euffic ient f'rom now on. 

10¢ FARR APPLICATION. 

According to the papere, a number ot people are going to try 
to etop our getting a fare increaee, apparently on general principale 
and nothing elee. Are there any legitimate reaeon e why we ehouldn't 
get ft? Why, Philadelphia is •uppoeM to be the cheapest operated rail
road &round., and they are now gett ing seven cente cash fare and if you 
uet an exchan11e +i,..1ro+ that coet 0 •• ,..., three cents ..,,....... making a 

A Sl\IALL BUT Al\IBITIOUS EMPLOYEES' BULLETIN 

terminals is under consideration. In the meantime, 
however, the handling of traffic is being facilitated by 
the sale of fare receipts on the street to expedite rapid 
boarding of the prepayment cars. This plan, which 
originated in Camden, has proved so successful that it 
has been adopted elsewhere at congested points on the 
system. 

One receipt booth was also erected, and at present 
four street ticket, or receipt, sellers are employed from 
3 p.m. through the rush h<;mr. On the first day that 
this plan was inaugurated 700 tickets were sold, and 
the number increased rapidly to about 8,000 on Satur
days. The result was a reduction of the time of loading 
to 1.47 seconds per passenger. A count showed that 80 
per cent of the patrons now use the tickets. When this 
result was ascertained the company posted the following 
notice at the ferry terminal: 

Co-operation Wins 
An official record taken at the ferries shows an 

average loading time of 1.47 seconds per passen
ger. This means shorter headway, faster tim~ 
and improved service. 

Public co-operation made this possible. 

THANK YOU 

Public Service Railway 

One thing that the management has resolved to do 
is to reduce the time lost through car delays. To this 
end an emergency truck, a Maxwell line truck, has been 
detailed to duty for emergencies. It is manned with a 
crew of three, representing respectively the track, shop 
and line departments, although it is under the supervi
sion of t he distribution department. It is the duty of 
this crew to repair promptly to the scene of any delay 
and by the use of expert knowledge clear up the blockade. 

The service committee is endeavoring to formulate a 
logical publicity policy. Under war conditions the serv
ice became unpopular, due partly to the influx of aliens 
to the war industries. It became quite the thing to do 
to "knock" Public Service. To counteract this the com
mittee is endeavoring to take the standpoint of the 
public and has adopted an emblem containing the slogan 
"Public Service- Safety, Service, Satisfaction. " The 
last three words were chosen because they r epresent 
what the public wants of the rai lway and what the rail
way is trying to furni sh . 

AN ALL-ROUND EMPLOY MENT DEPARTMENT 

Coming now to the employees, the first point of inter
est is the department of employmen t and instruction for 
the entire body of employees. It is what might properly 
be called a personnel depar tment, and is highly organ
ized. This department is in charge of C. V. Wallace, 
who previously was engaged in somewhat similar work 
for the Philadelphia Rapid Transit Company. 

The functions of the department are these: (1) De
velopment of sources and channels of labor supply; 
(2) selection of suitable applicants for positions on 
requisition by a head of a department; (3) introduction 
of new employees into service; ( 4) supervision of train
ing and following up of new employees; ( 5) transfers 

TYPICAL S H OP I NTERIOR, PUBLIC S E R VICE RA I L " 'AY, 
CA:.I DEN 

and promotions as between departments ; ( 6 ) mainte
nance of individual records of all employees with issuance 
of badges and other forms of identification; (7 ) main
tenance of close relationship with the medical depart
ment; (8) maintenance of an active interest in all 
activities of a social nat ure ; (9) the interviewing of all 
employees leaving service with a view to conserving 
labor and giving data for analysis of causes of leaving. 

The record cards for the several classes of employees 
are distinguished by colors, but are identical in form. 
Mr. Wallace has devised a complete set of r ecord forms 
for his work, some of which have not been used before. 

On the Southern Division it is the practice to play one 
evening a month. Two minstrel shows have been given 
at the Camden carhouse. They proved very popular and 
served to create a fri endly feeling among the employees. 
As this article is in preparation a masquerade ball is 
being planned. 

The service committee desires to get suggestions fro m 



436 ELE C TRI C R A ILWA Y JOURNAL Vol. 57, No. 10 

t he men r egarding the people. P lease tell 
our patrons that the 
company welcomes any 
communication by word 
or by letter of any com
plaint, criticism or com
mendation about the 
railway and such com
munication will be ac
knowledged and receive 
sincere, careful and in
t elligent consideration. 
Of course, a letter 
would be preferred, but 
verbal communications 
for example may be re
ported by the trainmen 
to the inspector, who 
will be glad properly to 
pass the word along. 
Cultivate the feeling 
that the company wants 
to please its patrons. 

improvements in t he 
service and has pre
pared a fo rm entit led 
the "Co-workers' Sug
gest ion Blank," copies 
of which have been 
dist r ibuted under the 
a uspices of the em
ployees' union. The 
union loca l also is en
deavoring to co-oper
ate with the manage
ment through honor 
a nd saf ety committees 
in every possible way. 
The r eceipt of every 
suggestion r ece ived is 
a c k n o w }edged and 
those that a re useful 
ar e noted in the serv
ice commit tee minutes. 

~· , - ----- ~. -:-: >- ~ 
In order that the 

s e r v ice committee 
shall be kept up to 
date on public opinion 
as f a r as possible, 
clippings are made re

c;.,-.' .-~ ·~ 

~ _:;...-':'° ~~- - , .,, 

It was noted above 
that H. C. Stevenson, 

TH E PUBJ.IC' SERVICE HEADQUARTERS IN CA:11I DEN 

in charge of pu blic relations, also is a member of the 
ser vice committee. The closest co-operation is thus 
ma inta ined between the public relations and the actual 
operation of the pro perty. It is t he policy of the ser vice 
comm,ittee to cons ider the necess ity of gain ing and hold
ing confidence and good will of t he public as well as 
actually furni shing service. F or example, sometimes the 
service committee s its as a public relations committee 
to cons ider some emergency matter, like the compa ny's 
application for a 10-cent fare. Wherever poss ible, repre
sentatives of the ser vice committee appea r personally a t 
meetings of municipa l and civic bodies th roughout t he 
divis ion t o present t he· company's side of the trolley 
question. 

The employees' leaflet, "All-Together ," that has been 
mentioned, is simply a let ter multigr aphed on both sides 
and sent to t he men 's homes. It discusses in an intimate 
way the problems of the proper ty and has a human 
touch through men t ion of per sonal happenings. "All
Together " is also a strong factor in producing better 
teamwork and better public relations. The fo llowing is 
an excerpt from a recent issue : 

Teamwor k between t he company a nd its employees, hav
ing shown g ood r esults in improving discipline, which is t he 
backbone of safe a nd satisfactory ser vice, let u s now make 
a drive fo r future co-opera tion between the company a nd 

A CA:\ID E N STREET SCENE, F EAT U RING PUBLIC 
SERVICE ROLLI NG S T OCK 

garding matter s pertaining to the trolley company, 
in the office of the assistant to the president, and 
each clipping is pasted on a standard letter-size sheet of 
paper. The clipping is sent in order to each member of 
the service committee, who initials it, and it is finally 
returned to the orig inal office for file and reference. 

The ser vice committee has also established what is 
known as the " Booster File." Any commendatory let
t er s rece ived, for one cause or another, are filed alpha
betically by municipalities. 

A company section of t he American Electric Railway 
Associat ion has also been formed at Camden, with• the 
t itle "Public Serv ice Railway Camden Section." It was 
organized with seventy-five members. C. V. Wallace, 
superintendent of employment and instruction, is presi
dent. The service committee believes that the key-word 
of the section is " Education," and education to the effect 
that no boss can be bigger than his men collectively nor 
any company bett er than its employees. The company 
section will be an open fo rum where all subjects, includ
ing operating as well as public relations, will be dis
cussed. The me n will be handed the truth first hand and 
t he company sect ion is expected to have its good effect in 
promoting better public relations. 

Accident reduction is another problem before the 

CAl\lDE N SHOPS OF P U B LIC SERVI CE RAlLvVAY, 
IN C H ARGE OF J . H ANF 
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service committee. Already some things have been 
done and accidents have been reduced through better 
supervision. The important plans thus far used are 
these: 

Standardized warning signs have been placed near all 
curves. Alternate white and black bands have been 
placed on the poles, up to five poles from the curve, the 
number of bands indicating the number of poles that 
the curve is away. 

A safety bulletin board has been installed at the office 
of each department head for the posting of timely 
notices. 

Safety signs have been placed on the car doors. 
The service committee has also given attention to 

inspection during the "wee, small hours." Formerly 
there was no inspection from 1 to 6 a.m. Now a night 
inspector, furnished with an automobile, appears at any 

entered on errors correct ed, punch same in the column 
marked "Closing Number of Transfer" in space of partic
ular trip in which you have boarded car, being careful not 
to cancel any fi g ures appearing thereon. 

IM PORTANT 

When making a register check or box check for conduct or's 
work and conductor offers free passes or 7-cent tickets a s 
part of his work, punch one impression in center of these 
tickets, which will sig nify you have inspected same, thereby 
preventing conductor from utilizing these tickets and sub
stituting them for cash fares received on later trips. 

This punch can be made an important adjunct in your 
work and with proper use of same, a considerable number 
of irregularities on the part of conductors will be overcome. 

A successful effort has been made to reduce pull-ins, 
which formerly occurred often on slight provocation. 
Block number s have also been placed on both ends of 
each car to identify it more readily. 

The servi ce committee also believes that it would be a 

SCENE AT THE FERRY TERMINAL, CAMDEN, vVITH TICKET BOOTH AND COLLECT OR I N EVIDENCE 

point of the division without warning. Any infraction 
of the rules is promptly reported and the off ender is 
disciplined the next morning. 

Inspectors are also furni shed with punches having 
characteristic forms, which are used by them in inspect
ing conductors' returns. Examination of the sheets thus 
shows by the punchings just what each inspector has 
done. The following instructions to inspectors give 
more details regarding this matter: 

On Dec. 6 a number punch will be added to your equip
ment, which is to be used by you when inspecting the work 
of conductors. 

The day card used by the conductor should be examined 
thoroughly to see if same is properly filled out in every 
detail. 

Give particular attention to the columns marked "Sched
ule Time" and "Leaving Time" as well as columns "From"' 
a nd "To," and if cars operate from different terminals 
than scheduled, see that proper note of same is made on 
day card. 

Pay close attention to the reverse side of day card, noting· 
whether conductor has properly fi lled in car and farebox 
numbers and check the readings of registers with com
mencing numbers on car record. 

Note whether conductor is making a proper record of 
letter carriers, policemen and firem en on the reverse s ide 
of day card. 

After day card has been properly inspect ed and omiss ions 

payi ng proposition to make provision for pressing the 
uniforms of the platform men on account of the better 
impression that would be made upon the public. 

Measuring and Removing Rail Corrugation 

FRANZ SCHREY, civil engineer and head inspector 
of the Vienna (Austria) Municipal Tramways, has 

just issued a twenty-page pamphlet on the subject of 
rail corrugation. He describes the use of a motor-car 
grinding apparatus, employing a sliding stone device 
which is effective in eliminating corrugations. 

Of special interest is Mr. Schrey's account of an 
instrument for measur ing and recording corrugations 
on an enlarged scale. It cons ists of a carriage, which 
slides on a long bar held on the rail. The carriage 
carries on the top an arm, with a tracing point on the 
outer end, and below a plunger which makes contac t 
with the rail surface. The upper end of the plunger 
pushes upward in t he recording a rm and is placed at 
such a point with relation thereto as to give t he des ired 
amplification of motion at the end of the lever. The 
plunger is forced downward by means of a spring a nd 
the recording arm is suitably weighted. 
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Electrification in Central Europe 
The Question of System Is Being Studied in All Countries-Switzerland and Austria Are the Only Ones 

that Are Extending Their Single-Phase Lines - Scarcity of Coal Makes Electrification 
Highly Desirable - A Resume Is Published of the Conditions that 

Exist in Germany, Sweden, Norway, Holland and Italy 

BY E. C. ZEHME 
Berlin, Germany 

INTIMATELY involved with the present status of the 
electrification of the principal railroads in the central 
European countries is the unanswered question as 

to the best kind of current to be used. It has been cus
tomary to consider Germany, Switzerland, Austria and 
Sweden as the advocates of the single-phase system, but 
they are not so today. Only Switzerland and Austria 
are at present extending their single-phase roads, 
whereas no definite conclusions have as yet been reached 
as to a standard system in Germany, Sweden, Norway 
and Holland, and even in Italy. The renewed doubts as 
to the best system are aroused by the conspicuous 
success in the operation of the American high-voltage, 
direct-current railways. The final preference in France 
for the direct-current system is due to the same cause, 
while the direct-current has also come off victorious in 
Great Britain. Some details of the situation in each of 
the middle European countries mentioned will be of 
interest. 

GERMANY 

For the present the electrification of German main 
railroads has been confined to two lines, the Magde
burg-Halle-Leipzig lines via Dessau and Bitterfeld, 
with 108 miles of route and 346 miles of single 
track, and the Lauban-Konigszelt line, with 171 miles 
of route or 311 miles of single track. Both of these 
lines suffered badly during the war, and only the small 
stretch between Konigszelt and Dittersbach was in elec
tric operation. Strenuous efforts are now being made 
to re-establish operation on these lines, the principal 
difficulty being with the overhead wire. During the 
war all copper wires were removed and are now being 
replaced, but as an experiment part of the overhead is 
being restored with iron wire. Regular operation has 
begun between Konigszelt and Hirschberg on the 
Silesian Mountain roads, and it is expected that trains 
will be running as far as Lauban during the present 
spring. 

The necessary authorization for the connections east 
to Breslau and west to Gorlitz has been issued. Service 
will undoubtedly be begun very soon on the Saxonian 
line between Magdeburg and Leipzig. 

The decision made in 1913 to electrify the entire 
Berlin rapid transit system is now beginning to bear 
fruit.* 

At first the two northbound lines between Berlin and 
Hermsdorf and Berlin and Bernau respectively will be 
electrified. · 

As on all present state railroads, the single-phase 
system has been adopted here, to avoid complication of 
systems. However, as the entire Berlin rapid transit 
system in itself is detached from the State Railways 
and could be operated independently electrically, taking 

*See issue of ELECTRIC R AILWAY JOURNAL for July 3, 1920, 
page 20 . 

power from the main r ailway power line, it would seem 
as this would not be a controlling consideration. 

Obviously, t he war greatly retarded the development 
of electrificat ion on the main railroads in Germany. This 
was undoubtedly partly due also to the experimentation 
which was indulged in by the former State Railway 
Department administration. The experiments referred 
to included the use of locomotives for urban rapid 
transit rather than multiple-unit motor cars, t he use of 
short cog rails to assist in starting trains to offset the 
small adhesive weight of the locomotive, the use of 
single contact points instead of a continuous wire for 
power supply, with contact-making strips the length of 
the train, and finally a scheme for a hydraulic trans
mission gear between the motor and the locomotive axle. 
Several of t hese ideas were incorporated in experimental 
equ ipment. 

Recently doubts have been advanced from several 
sides as to t he practicability of the single-phase system 
for the main railr oads of Germany. An induced voltage 
of 4,000 has been effected in the 50 miles of the feeder 
line in the cables carrying low voltage signal current on 
the Silesian Mountain road, destroying the cable 
rapidly. Furthermore, t he locomotives with their 
single-phase commutat or motors placed high and driving 
the wheels through connecting rods are at present re
quiring excessive maintenance work. Nevertheless 
the authorities still manifest a preference for the 
single-phase system and have decided to call an inter
national congress this year in Germany to go over the 
whole matter, presumably hoping that the p resent view
point of the Prussian State Railways in regard to the 
system will be justified. 

Skepticism has developed also with regard to the 
advisability of using electric locomotives on t he Berlin 
rapid transit lines, and some test trains consisting of 
motor cars and trai~ers will be built to demonstrate 
locally the practicabilit y of the system which elsewhere 
has been long established. 

There are now all told about 472 miles of electrified 
lines, or 940 miles of single track, on the main roads in 
operation in Germany; that is, in Prussia, Bavaria and 
Baden. These installations were all made by German 
electrical manufact urers. 

AUSTRIA 

The electrification bureau of Austria is actively at 
work, and a bill has been introduced in the national 
congress for the use of electric traction on the state 
railways, embracing and standardizing all existing 
individual plans. This bill, which has now been passed, 
r ules that, conforming with the laws passed Dec. 20, 
1919, and May 20, 1920, all work already under way 
should be act ively pushed so as to permit electric opera• 
tion if possible not later than June 30, 1925, on the 
following lines: 
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1. Arlberg line (Innsbruck-Landeck-Bludenz) and 
Vorarlberg line (Bludenz-Bregenz-Lindau) and branch 
lines. 

2. Salzkammergut line (Steinach-Irdning-Attnang
Puchheim lines). 

3. West line (Salzburg-Schwarzach-St. Veit-Worgl 
lines). 

4. Tauern line (Schwarzach-St. Veit-Spittal-Mill
Stattersee lines). 

The total length of these lines will be 363 miles, and 
with the extensions which have been planned for later 
addition, the total will be 1,108 miles, or 40 per cent of 
all state roads operated in Austria. 

Of these lines, 658 miles are single track and 450 
miles are double track. 

The electrification of these lines is considered of 
urgent importance, because Austria today produces only 
16 per cent of the coal which it requires, and electrifica
tion would permit the saving of 50 per cent of the 
demand. Under the influence of Prussia, the Austrian 
State Railway Administration has adopted single phase 
with 15,000-volt contact line potential at 16§ cycles. 

The power supply will be taken from the newly erected 
station at the Spullersee (for the Arlberg line), at the 
Stubachtal and on the Mallwitz, and the hydro-electric 
plant on the Rutzbach (Mittenwald line) will be 
enlarged. The Salzkammergut road will be supplied 
from the existing power plant. 

The electrification of the Arlberg line, with its 
maximum grade of more than 3 per cent, has already 
been begun. The locomotives have been ordered from 
German-Austrian firms. In these the weight upon any 
one shaft will· not exceed 14½ metric tons, and the total 
weight will be 2.1 tons per foot of over-all length. On 
the freight locomotives the single-phase commutator 
motors will drive the coupled axles by means of gears. 
On the passenger locomotives the motors are geared to 
a jackshaft which is rod-connected with the drivers. 

Omitting the lines in contemplation, there are 250 
miles of route of electrified main lines in operation in 
Austria, or 358 miles of single track. Of these two
thirds are operated single phase and one-third direct 
current. 

SWEDEN AND NORWAY 

The present total length of electrified railway in 
Sweden is 90 miles, of which 81 miles is single phase 
and the remainder direct current. In Norway the 
respective mileages are 45, 28½ and 16½. 

The Swedish State Railways have actively pushed 
their electrification program. The Riksgransen Road 
from Kiruna to the Swedish-Norwegian border in the 
north has been in operation with its heavy ore trains 
since 1914. It is a single-phase road operated at 15,000 
volts, 15 cycles, and takes its power from the Porjus 
hydro-electric station. 

Electrification of the southern extension of this line 
from Kiruna to Lulea, 190 miles, is at present under 
construction. The northern extension from the border 
to the port of N arvik is being planned by the Norwegian 
State Railway. The electrical equipment for this will 
be furnished by Siemens-Schuckert and the Allgemeine
Elektrici ta ts-Gesellschaf t. 

The Swedish State Railways plan to electrify addi
tional lines, principally in the south, and primarily for 
passenger traffic. Here the question of system has 
again been studied very carefully and the following 
estimates have been reached as to comparative merits 

of: Three-phase rotary converters, converting alter
nating current to di r ect current; (b) three-phase motor 
generators, converting three phase to single phase; ( c) 
straight single phase. The over-all efficiency from power 
plants to tra in is placed at 54 per cent, 55 per cent and 
64.7 per cent in the three cases r espectively. The cor
responding building investment would be 100 per cent, 
94.5 per cent and 97.2 per cent, while the operating cost 
would be 13.2 per cent, 13 per cent and 12.6 per cent. 

In Sweden, although it would be possible t o obtain 
power from the general three-phase system of the 
country, it is considered safer , although more expensive, 
to generate the railway power in separate plants. 

Although the single-phase system is estimated to be 
somewhat more economical than the other, the dif
ference is small and is being considered in connect ion 
with the inductive disturbances in telegraph and tele
phone lines caused by the alternating-current operat ion. 
A special commission on this subject has studied the 
phenomena carefully, together with the remedy fo r the 
trouble, and has presented a long report. This is 
unfavorable to the single-phase system. The matter is 
now being taken up again because the Swedish 
Reichstag has accepted a project to electrify the Stock
holm-Gothenburg line. In accepting an alternating
current project for this line, the understanding was 
that a satisfactory method be found to prevent dis
turbance in existing telegraph and telephone lines. 

HOLLAND 

The Holland State Railways intend to electrify all 
their lines and are now debating the question of system. 
To date 32 miles of track have been electrified, 12 with 
high-tension direct current (1,200 volts) and 20.5, from 
Rotterdam to Scheveningen, with 10,000 volts single
phase current, 25 cycles. Both of the present electri
fications are old and cannot be used as examples for 
new projects. The single-phase line was built in 1908 
and the direct-current line in 1911, both by the Siemens
Schuckert works. 

The Holland State Railways have appointed a com
mission to study the railway systems of the world, 
including the American direct-current lines and the 
Swiss alternating-current systems, with a view t o 
prescribing for the country's needs, with due reference 
,to the lack of coal and the necessity for avoiding induc
tive disturbances. 

ITALY 

Italy is a country lacking coal but rich in wate1· 
power, and hence has long been interested in electrifica
tion of its railways . Today there is an electrified track 
mileage of 640, of which 265 are operated by direct cur
rent, 198 by three-phase current and the remainder by 
single-phase current. 

The principal lines a re those using three phase, a 
field in which Italy did pioneer work. The foundation 
for this system was laid by Ganz & Company (Buda
pest), with the Valtellina line employing 3,000 volts and 
15 cycles, installed for the Italian State Railways. This 
work was continued by the Westinghouse Company at 
Vado, Ligure, under t he direction of Mr. Kando, while 
Swiss builders equ ipped the Simplon line, contributing 
_to thi s development. 

The direct-cur rent lines a r e mostly west of Milan, 
toward Varese. The s ingle-phase roads center around 
Rome and Naples, but a few short three-phase lines can 
also be found in northern Italy. 
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The present critical coal situation has brought elec
trification to the front with a new impetus. A program 
has been prepared for the electrical equipment of all 
th_e principal lines, of a combined length of 1,160 miles, 
which will eventually give Italy a total of 1,860 miles of 
electrified road. · The first two groups of 826 miles will 
be built by the state and include lines near Genoa, 
Trieste, Pisa, Parma and Verona, a ll in northern Italy. 
The third group, involving 505 miles, will be built by 
private capital. Up to the present Italy has favored the 
t hree-phase system and from the records it must be 
admitted that it has worked out very well, especially on 
account of the success of regeneration on the southern 
s lope of the Alps. As a result, this system will be used 
for the present, but the possibility of changing over to 
another system is being kept in mind. Good results are 
expected to fo llow the close co-operation of the govern
ment with the privately built railways. 

vVhen the Valtellina road was electrified ( 1900-1902), 
followed by the Simplon tunnel (1905), the use of gears 
between motor and axles had not yet come into favor, 
and in the Valtellina contract gears were specifically 
excluded. Later, such good results have been achieved 
with gears, as for example on the Lotschberg electrifica
t ion :md in America, that they will be considered in 
future electrification plans of Italian railways. This 
will permit the use of a higher frequency and possibly 
a curren1: supply from existing power plants. On two 
lines near Rome three-phase current of a frequency 
h igher than fifteen cycles will be used. 

SWITZERLAND 

The country of Switzerland was des igned by nature 
for electric traction, and here there is an electrified 
mileage of 535, divided a s follows: 177.5, high voltage 
direct current; 71.5, three phase, and 286 miles s ingle 
phase. The government's commission for the study of 
the electrification of the federal railways has recom
mended the use of single phase at 15,000 volts, with 15 
to 16J cycles. This was adopted more than four years 
ago. The system was first used by the Oerlikon Com
pany on the experimental track between Seebach and 
Wettingen in 1905 to 1907 and was later adopted by the 
Prussian State Railways. 

The Swiss Federal Railways constitute 75 per cent of 
a ll the railways in the country. In 1913 it was decided 
to electrify the Gotthard line, after the Bernese Alpine 
system had electrified the Lotschberg line in the same 
year with 15,000 volts, 15 cycles. The first locomotives 
for this road were of Oerlikon make. 

In 1918 the Federal Railways took up a large elec
trification program and, as previously explained in this 
paper, divided the entire mileage into t hree groups. Of 
these the first comprises 705 miles, of which 14 miles 
have already been electrified. The second group involves 
a mileage of 376, and the third one of 637, a grand total 
still to be electrified of 1,704. 

In the original plan a period of ten years was allowed 
for the electrification of each group, but this will 
undoubtedly be modified. On July 1, 1920, the first 
freight train went through the Gotthard tunnel, and on 
Sept. 15, 1920. the first passenger train went through. 
Regular operation experienced a setback owing to an 
accident in the Ritom power house. After rev:lirs, 
service was resumed in November, 1920. The locomo- · 
t ives for t"he Gotthard tunnel were built in part by the 
Oerlikon works and in part by Brown, Boveri & Company. 
(See ELECTRIC RAILWAY JOURNAL, Aug. 7, 1920, page 
256.) 

Among the important private electrifications in 
Switzerland may be mentioned the Rhaetian Railway, 
opened in 1920, and the Bernese Alpine Railway. 

Cost of Pavement Maintenance and 
Resurfacing in Chicago 

INCLUDED in the forty-fourth annual report of the 
Department of Public Works of Chicago for the year 

1919 are some figures on the cost of maintenance 
and resurfacing various kinds of pavements. By "re
pair" in t he following table is meant the patching of 
holes, cracks, etc., as they appear, while resurfacing 
is the tearing up the surface and relaying: 

PA Y EMENT REPAIR COSTS 
Cost per 

Square Yard 
S h eet Aspha lt . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $1.94 
Briek . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1. 53 
Cr eosote bloek . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2. 25 
,va t er-bouncl m aead a m-oil ecl . . . . . . . . . . . . . . . . . . 0.45 
Asph a ltie-eonc-1·e t e . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1.90 
Granite bloek . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 0.96 

RES L' HF ACING COSTS 
Cost per 

Squ a r e Ya r d 
Asphalt ie -con c- 1·et... . . . . . . . . . . . . . . . . . . . . . . . . . . . . $1.9-1 
:\Iaeacla n1 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1. 69 

The cost of asphalt delivered to the job obtained by 
averaging the outputs of three separate plants is: 

ASPHALT COSTS 
Cost per Ton 

T op . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $9 .4 6 
Bincle1· . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 6.88 
Aspha lt ie-eon c-1·et e . . . . . . . . . . . . . . . . . . . . . . . . . . . . 7.28 

The average cost of oi li ng macadam pavements in 
Chicago was $0.013 per square yard. 

Jitney or Bus Competition 

J F. McLAUGHLIN, writing under the above caption 
• in the Stone & W ebster Journal for February, 1921, 

states that during the height of t he unregulated jitney 
craze in 1915 from 6,000 to 10,000 machines were in 
operation in this country. He stated that it soon became 
apparent to municipalities and other regulatory bodies 
t hat the unregulated jitney congests traffic, impairs 
the proper functioning of the street railway system, 
and, in fact, destroys instead of adds to the existing 
transportation facilities of the community, and there
fore must be regulated. The development of regulation 
has caused in many places the complete elimination 
of this form of competitive transportation, so that at 
present there are estimated to be only from 2,000 to 
3,000 jitneys operating. Three-fourths of these are 
charging fares in excess of 5 cents. 

This competition, Mr. McLaughlin ~tates, has been 
a costly experiment to many communities and traction 
companies, but has taught the following lessons: (1) 
That street railway service and jitney or bus service 
cannot both exist for any length of time as competitors 
in the same field . (2 ) That with jitney or bus com
petit ion the whole or a large part of a community pays 
a higher fare than would be necessary if the total 
traffic were handled by the street railway. (3) That 
when operated under conditions similar to the street 
rai lways, the jitney cannot meet the transportation 
requirements of a community as satisfactorily or as 
cheaply as the street railway,:;. (4) That the jitney 
or bus cannot supplant the street railway as a means 
of supplying urban transportation, 
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New Type of Cars for London Subways 
New Steel Rolling Stock Has Been Received by Three of the Railways Operating Rapid Transit Lines 

in London-These Are the Metropolitan, the Metropolitan District Railway and the London 
Electric Railway-More Rapid Handling of Passengers by Multi-Side Door Arrange-

ment and Longer Trains Is Expected to Relieve Present Congestion 

-·~" 
)'Ill,:~ 
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THE THREE-DOOR TYPE OF CAR RECENTLY ADDED TO THE DISTRICT RAILWAY 

BOUT the middle of December the London Electric 
Railway received the first consignment of some 

.J.... forty new cars of an improved design to supple
ment the rolling stock on the Piccadilly line. At almost 
the same time deliveries were begun to the Metropoli
tan District Railway on its order of 100 new cars from 
the Metropolitan Carriage, Wagon & Finance Company 
of Birmingham, and the Metropolitan Railway Company 
has just put into service one train of new cars of an 
improved design. The Metropolitan District Railway's 
order i::; made up of forty motor cars and sixty trailers, 
twelve of which have control equipment and cabs for 
operation. Deliveries of these cars are expected in 
installments at short intervals. This new equipment 
will be used during heavy traffic hours in eight-car 
trains made up of three motor cars, four trailers and 
one control trailer. At times of lighter traffic these 
trains will be cut into three- and five-car trains. The 
seats of the motor cars are arranged to accommodate 
forty, those of the control cars forty-four, and of the 
trailers forty-eight. The order of the Metropolitan 
Railway is made up of twenty motors and thirty-nine 
trailers. Over-all dimensions of these cars are given 
in the accompanying illustrations. 

STUDIES OF DOOR ARRANGEMENT 

A considerable amount of experimenting has been 
going on in regard to door arrangement on the London 
underground railways. The problem was to devise such 
an arrangement and number of doors in each car as 
would provide the most speedy entrance and exit of 
passengers without materially reducing the seating ca
pacity of the car. Hitherto the multiple-unit cars of 
the Metropolitan Railway and the Metropolitan District 
Railway, which operate in open and covered cuts, have 
had end doors entering into vestibuled platforms and 
additional center side doors. On the so-called "tubes," 
or deep-tunnel lines, end doors furnished the only means 
of entrance or exit. This practice was departed from 
recently in the case of the joint rolling stock of the 

Baker Street & Waterloo Railway and the London & 
Northwestern Company's line from Willesden to Wat
ford, which has side doors . 

Some time ago the Metropolitan Railway found as the 
result of tests that during the busy periods of the day 
the average duration of station stops when the cars of 
the trains had end doors only was from forty-two to 
sixty-two seconds. In the case of cars with additional 
center side doors the time was reduced to from forty
two to thirty-nine seconds. About a year ago an experi
ment was made with a train having five single doors on 
each side of each car. Experience revealed certain dis
advantages, among them being that passengers tended 
to congregate near the doorways and to interfere with 
free egress and ingress. 

Based upon this experience, this last order has pro
vided for three double doors on each side of the car 
and the end vestibules have been dispensed with, the 
space thus saved being used to give additional seating 
accommodations. Seats are provided for fifty pas
sengers and are arranged transversely on both s ides 
of the aisle, with here and there a double seat between 
them. The door and seating arrangement is much the 
same as on the cars of the New York Municipal Rail
way. Strap-hanging, as on other recent cars, has been 
abolished by the provision of steadying rails at a con
venient height and by using grab handles at the a isle 
corners of seats. 

Another innovation is the provision of a glass sc1·een 
flanking each door, which, in addition to giving passen
gers immunity from draught, has the effect of break
ing up the interior of the car into a series of semi
compartments. In connection with the design of the 
new cars the Metropolitan company hai:; made modifica
tions under which it expects that there will be a marked 
improvement in the heating and ventilating arrange
ments and in smooth running as compai-ed to previous 
types . The undel'frame is constructed entirely of steel 
and the floor is covered with steel plates, over wh ich is 
a layer of fireproof cement. The weight of the trai ler 
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OXE OF THE ?sEW THREE-DOOR CARS FOR THE ::\IETROPOLlTAN RAlLWAY 

car is 22 tons and that of the motor car 46 tons. The 
builder is the Metropolitan Carriage, Wagon & Finance 
Company, Birmingham. ~ 

FEATURES OF DISTRICT RAILWAY'S NEW CARS 

The new type of car for the Metropolitan District 
Railway is shown in the accompanying illustrations, and 
from them the new door arrangement can be seen. Each 
car, like those described above, has three double sliding 
doors per s ide for passenger use. On the motor cars 
there are also two single doors at each end into the 
motormen's compartment and likewise two for the one 
compartment of a control car. These cars are about 
one foot wider than the older ones, the body width 
extending almost to the edge of the step board of the 
earlier type. They exceed cars of previous design in 
length by a few inches. By the omission of the vestibule 
single doors and their replacement by double doors about 
10 ft. from the car end, all 
seats now fall within a dis
tance of 9 ft. from an exit, 
which d i st a n c e, it was 
fou nd , is about the maxi
mum distance that people 
will go from a door. This 
introduction of a larger 
door to serve both direc
tions will result, it is ex
pected, in the more expe
ditious handling of crowds 
and, consequently, in a 
shorter stopping time. 

reduction of weight, without sacrifice of strength and 
stiffness. No truss-rods are employed to reinforce the 
car frame . Improved spring arrangements insure easy 
r iding. The motor cars, being higher powered than 
their predecessors, will have both an increased speed 
and rate of acceleration. On "non-stop" runs a speed 
of 45 miles per hour can be attained. Improved brak
ing equipment will help speed up the service by short
ening the braking time. 

By reason of their added width, these cars are much 
more roomy than the old. There are no straps, but hand 
rai ls and posts are conveniently placed at points near 
doorways and open spaces for the support of standing 
passengers. As an aid to patrons, the company has pro
vided these cars with two sets of train indicators, one 
on either side of the center door. These contain the 
stations at which the train stops and a passenger can 
see at a glance before boarding the train whethe r or not 

a station stop is made at 
hi s destination. 

In the structural design 
of the bodies they have 
been treated as hollow 
girders, which results in 
economy of material and IXTERIOR OF NEW PlCCADILL Y ROLLIXG STOCK 

The London E l e c t r i c 
Railway, as already men
tioned, is also adding new 
rolling stock to its equip
ment of the Great North
ern, Piccadilly & Brompton 
line. In order to increase 
the service on the three 
"tube" railways owned by 
the company, namely, the 
Great Northern, Piccadilly 
& Brompton, the Charing 
Cross, Euston & Hampstead 
and the Baker Street & 
Waterloo, all to six-car 
trains for the rush hours 
of the day, forty new 

3~ Class Smoking 
Seating accomodation 

40 passengers 

ft,''cork linoleum on floor 

L =--"'== -' 

FLOOR PLAX OF ::\:IETROPOLITAN DISTRICT R A ILWA Y'S NEW l\IOTOR CAR 
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trailer cars were ordered. The first four were delivered 
in December, and the remainder will follow at the rate 
of about two per week. The slow delivery of this 
equipment has been due to strikes and unfavorable in
dustrial conditions. As fast as deliveries will permit, 
improved service is to be given by gradually building 
up a six-car train service during the peaks. 

The general dimensions of the new cars for the 
London Electric Railway are almost identical with 
those now used, due to limitations imposed by tunnel 
section and curves. An elliptical roof replaces the clear 
story or monitor roof of the older cars. Special atten
tion has been given to the lighting scheme, the lights 
being so arranged in groups of two down the center of 
the car as to provide well distributed illumination for 
passengers to read. Both the location of the 
lights and the restricted space allotted to roof adver
tisements have produced 
improved light reflection. 
Cross seats have been aban
doned altogether, while the 
straps for standing passen
gers have been replaced by 
vertical poles. A great deal 
of attention has been de
voted to the design of the 
seats. As a result a seat 
upholst ered in pegamoid 
has been produced so that 
to be comfortable a passen
ger must sit upright and, 
at the same time, this de
creases the tendency to 
block the standing area by 
drawing in his feet. 

arrangements for the Piccadilly cars these have been 
fitted with a wide double-center door and a single door 
at each end. The middle door allows four people abreast 
to pass, while the end door permits but one person to 
enter or leave at the same time due to limitations im
posed by the seat-box over the truck. Sliding instead 
of hinged doors have been adopted for the first time on 
"tube" railways. On account, however, of the low height 
of the car it has been necessary to extend the top of 
the door into the car roof. Because of this enforced 
construction, the doors could not be hung from the top 
in the ordinary way, but are carried on ball-bearing 
wheels running on the floor track, while rollers at the 
top act as guides. 

The doors are all operated pneumatically by a device 
designed by the company's engineers, which presents 
several departures from standard practice in London, 

After a careful study with 
models of permissible door G E N ERAL VIEW OF INTERIOR OF THE M ETROPOLIT A.N'S 

LATEST A DDITION TO ITS E QUIPMENT 

but which is similar to that 
followed by the New York 
subways. The front edge 
of each door is made of a 
resilient material on four 
cars already delivered. Ex
periments in this connec
tion, however, have not yet 
been completed. As at pres
ent arranged the door edge 
consists of a channel section 
connected to a rod oper
ating, through t he door it
self, to a clutch mechanism. 
If, while closing, the door 
strikes a passenger, the 
pushing back of the edge 
operates a three-way valve 
connected to the rod. The 
valve, when operated thus, 

if_ 

~~--4:~-=~---~~-:=~-:---~-==!~~-!~!~~s_e~~~=-_-:::-51~,~~~:: ~~~::::.~~t;-~---:=t!~-l_~jt_6_:ea!:)_-:_-:~~~--~--
FLOOH P L AN OF METROP OLITAN TRAIL ER 



444 ELECTRIC R A ILWAY JO UR NA L Vol. 57, No. 10 

reverses t he direction of t he door, which goes back to 
the end of its travel and then starts closing again. As 
a resu lt of experience with the four cars delivered 
further experiments are being made with the view of 
making t he sensitive edge still more sensitive. To do 
th is, however, it is preferable to perfect the compara
t ively simple mechanical device that is already in use 
t han to resort to some more complicated electric 
apparatus. 

It is hoped with trains made up of these new cars 
to reduce the number of attendants other than the 
motorman to two per train, one at the front door of the 
rear car and one at the rear door of the forward motor 
car. Now five gatemen are employed with a six-car 
t rain, but under the new method the rear gateman will 
close all doors except the rear door on the front motor 
car, which is separately controlled by the other gate
man. On each door is fit ted a brightly pa inted yellow 
semaphore which juts out horizontally when the door is 
open, but f s forced down out of sight by the door in 
closing during t he last half- inch of its travel. The 
front gateman, on receiving t he signal from the one in 
t he r ea r and noticing all the semaphor es pushed down, 
s ignals the motorman to start. By this means and with 
t he aid of t he ordinary platform staff it is expected 
that t he length of stops at busy stations will be materi
ally r educed. 

In addition to the four trailers just received two of 
t he older motor cars on the Piccadilly line have been 
converted to t his arrangement, so that one train is in 
service with identical door control on each car. The 
ra ilway r egards th is train in the nature of an experi
ment, and, as a result, certain modifications may be 
fo un d desirable in the remaining new cars to be de
livered. 

Each of these cars seats forty-four passengers instead 
of fifty-four in the ones of older type. These forty ears 
will mean an addition of 2G per cent to the existing cars 
of the Pkeadilly line and will provide 21,000 additional 
seats during the rush hours. They are built in the shops 
of Carnmell, Laird & Company, in Nottingham, and cost 
about £120,000. 

Interest in Trackless Trolleys Growing 

T HERE seems to be an indication of the revival of 
interest in the rail-less traction system, according to 

C. J. Jewell, Yorkshire Electric Tramways, Wakefield, 
England, in view of the heavy expenditure necessary in 
laying clown the track structure for a street railway. 
Estimates for a street railway track are now in the_ 
neighborhood of £25,000 per mile of single track. Where 
the traffic is dense enough to warrant this expenditure, 
tramways are already being operated, but it is neces
sary to find some alternative method of furnishing 
other less densely populated routes with transportation 
service at a cost which ,vill permit the giving of self
supporting and reliable service. 

Leeds and Bradford are two pioneer cit ies wh ich have 
taken up this question with a view to cater ing to routes 
that would not warrant t he heavy capital expenditure 
of permanent way. Their experience with the trackless 
t rolleys shows that notwithstanding the small seating 
capacity and the poor ser vice, the costs of operation 
are much lower than the average cost of rail cars on 
these respective systems. Improvements to overcome 
these defects are now being made and it is expected that 
in the near future this method of traction will be con
siderably extended. 

Electrification of Quebec 
Railroads Urged 

The Present Period of High Cost of Coal Has Emphasized 
the Economic Necessity of a Definite Plan of 

Water-Power Development and Electrification of 
the Railroads in Canada 

IN AN address recently given before the Rotary Club, 
Quebec, H. E. Weyman, manager Levis County (Que.) 

Railway, told why Canada, in the near future, would 
have to decide upon some comprehensive plan for the 
development of its water power and for the electrifica
tion of its railroads. He went on to say that in Central 
Canada, and espec ially in the Province of Quebec, there 
are no coal deposits, but nature has remedied this by 
providing enormous water powers. These at present 
are not being utilized to any great extent, but wasted 
while huge sums are paid to obtain coal from outside 
t he count ry. Electrification in other countries, even 
t hose which have enormous coal deposits, has advanced 
to such an extent with in the last few years that plenty 
of data a re available on electric operation. Using the 
operating costs of the Chicago, Milwaukee & St. Paul 
Railway, Mr. Weyman showed how great an economy 
could be effected by similar operation of Canadian rail
roads. 

Within the zone of the Province of Quebec 15,000,-
000,000 ton-miles of haulage is done by steam locomo
tives per annum. This requires more t han 2,250,000 
tons of coal pe1· year, costing at present $8 to $10 a 
ton, t he total eoal bill therefore being from $14,000,000 
t o $15,000,000. This coal, purchased outside the prov
ince, has to be hauled from the mines on an average 
of 400 miles. involving about 700,000,000 ton-miles of 
non-revenue ha ulage, or 5 per cent of the total ton
miles of haulage per year. 

The energy requir ed to operate the railways in the 
zone mentioned would be about 720,000,000 kw.-hr. an
nually, or at the probable load factor the power plant 
capacity would be 100,000 kw. When it is considered 
that there are several water-power plants in the province 
of 300,000-kw. capac ity, t his figure appears compara
tively insignificant. The total cost of power for electric 
operation would be about $7,000,000, as against twice 
t hat amount now spent fo r coal. Besides this elec
trification would save $1,000,000 annually, resulting 
from the elimination of non-revenue haulage. 

All new railroads, said Mr. Weyman, to be con
structed in the future should not only for their own 
but also for their country's sake be operated by elec
tricity. Future development of white coal also demands 
that all electric power be st andardized so as to permit 
power ·plants to be interconnected, thereby permitting 
a constant and reliable supply and giving the whole 
structure a solid financial footing. Thus the financing, 
development, rate of return and individual initiative 
would be assured no matter what abnormal conditions 
may come. Every one realizes that the past war re
sulted in in juring the credit of all public utilities and 
r ailroads. The whole question is huge, but certainly 
such a scheme as outlined will have to be undertaken. 

American Engineering Council, the executive organ 
of the Federated American Engineering Societies, is 
making a study into the causes of labor unrest and 
industrial defects in the country as part of its effort to 
eliminate waste in industry. Herbert Hoover is presi
dent of this organization. 
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Old-Time Interest at C. E. R. A. Meeting 
The Association Took Stock of ItseJf and Formu]aterl Plans for Increased Activities, Which Are Cal1ing

for an Executive Manager and Separate Meetings for E ngineers- Optimism Was the Keynote Dur
ing the Entire Two-Day Meet ing-Much Interest Was Shown in the Topics Discussed, Which 

lnc]uded Preservation of Line Poles, Service and Salesmanship and the Promotion of Traffic 

IN AN annual meeting at Toledo Feb. 24 and 25, 
notable for the interest manifested, the high 
caliber of papers and constructive t h inking and 

planning, the Central E lectric Railway Associat ion got 
back into its old pre-war stride. Right from t he start, 
in President Robert I. Todd's address, a note of 
optimism and action was sounded, and this prevailed 
with constant strengthening to t he end of t he two-day 
meeting. Separate meetings for the eng ineers and an 
executive manager for the association are among the 
things which the execut ive committee will act upon by 
vote of the convention within t he next sixty or ninety 
days. 

Another important step taken was t he vote of 
the meeting directing t he appointment of a commit
tee on mer chandising t ransportation to devise ways and 
means of educating platform employees as t he best 
medium thr ough which to reach t he publi c. The plan
ning of a boat trip should also be mentioned, as it 
will renew interest in the summer meeting of the 
association. 

ADDRESS BY MR. TODD 

Pres ident Todd opened the meeting on Thursday 
morning with about 125 in attendance. In his address 
he spoke of the opportunity now, with the restoration 
of peace, for the association to take up its former 
act ivities. He pointed out that the 1920 membership 
included fifty-six railway lines, representing 4,711 miles 
of line, and, in addition, two steamboat lines. He 
reviewed briefly the activities of the association dur
ing t he past year and suggested that the decision to 
have but two meetings annually instead of three, as 
heretofore, would seem to be a· step in the right direc
tion for the association to take. Continuing his address, 
Mr. Todd said: 

The most important problem before the street and inter
urban railways at the present time is the restoration of 
their financial credit with the bankers and the investing 
public. Emerging as they now are from a period of de
pression and financial starvation due to a lack of co-opera
tion and appreciation of their true situation on the part 
of the public, and, in many cases, a ruinous indifference on 
the part of federal , state and city authorities, the financi a l 
condition of many of those companies is very precarious. 
Yet without the financial oxygen, which was so freely 
administered by the Federal Government to the steam rail
roads and numerous manufacturing industries during th0 
.late world war, the electric railways of the country have 
heroically struggled for several years past for their very 
existence, all the time faithfully serving the public while 
their stockholders have suffered heavy, and in some cases, 
irreparable losses. 

If our electric railways have thus shown such staying 
powers in t he midst of what seemed insurmountable ob
stacles, is it not positive proof that with adequate fares and 
just regulation they will be able to render such service in 
t he carrying of passengers and fre ight as will contr ibute 
perhap s m ore than a ny other one fac t or to the g reat un
building of our American cities and town s a nd p lay a most 
important part dur ing the present a nd coming period of 
r econstruction? 

This fact is recognized by some of t he greatest fin a nciers 

of t he country, who have freely expressed the opinion that 
with proper rates of fare, electric railway securities will 
be a mong the most stable and solid investments anywhere 
to be found and compare favorab ly with municipal bond':l 
and other fi rst-class securities. If this be true, as it un
doubtedly is, a great civic and moral responsibility rests 
upon rate-making bodies everywhere to see t hat such fare s 
are a llowed in the interest and welfare of t he great body 
of the public a nd the growth and upbuilding of the cities 
and towns. 

The fare question is one which is now engrossing the most 
careful attent ion of the heads of a ll electric rai lway com
panies. If t h ose which are still solvent are not to follow 
the financial disaster which has befallen hundreds of others, 
rates must be allowed which will provide a fair return on 
the investment a nd afford means for efficient operation and 
necessary extensions. This must be clone whatever the rate 
plan may be. City and state authorities sometimes fail to 
recognize this very evident fact, and very recently in Louis
ville, Ky., the federa l court was appealed to on the ground 
that to require a company to furnish transportation facili 
ties at a loss was confiscation of property. The court recog
nized the merits of this appeal and promptly permitted the 
company to charge a rate of 7 cents. 

FEDERAL DECISIONS ON RATES 

Recent federal decisions which make steam railroad pas
senger and freight rates in the states of Ohio, Indiana and 
Illinois conform with interstate commerce rates, namely, 3.6 
cents per passenger-mile and approximately 40 per cent ad
vance on freight rates, are bound to have a favorable effect 
upon interurban passenger and freight business either by 
diversion to the interurbans of many intrastate passengers 
or by giving basis for an increase in interurban freight 
rates and fares, or both. 

In the readjustment of prices of commodities, in order to 
get back to normal conditions , it is clearly evident that labor 
must bear its fair share in the general reduction. An equal 
distribution of financial burdens is imperative if we are t o 
reach a sound, economic basis. 

THROUGH PASSENGER AND FREIGHT TRAVEL 

A matter calling for our serious consideration is the de
velopment and encouragement of through travel over long 
distances without change of cars. Experience has shown 
that with proper facilities and publicity such service can 
be made very popular and profitable. Where such service 
has once been established, and for one reason or another 
temporarily discontinued, it has taken great effort to re
establish it . We believe that through, fast interurban trains 
are in demand, particularly between points where steam rail
road trains are infrequent a nd unsatisfactory. Excellent 
through interurban service is now being furnished by some 
of our member companies. Perhaps the greatest recent de
velopment along these lines is that inaugurated by the Inter
state Public Service Company of Indiana, which has just 
added to its equipment a number of handsome and commo
dious steel passenger ears with trailers which r un at fre
quent intervals between Indianapolis and Louisville. 

No less important from a revenue standpoint is the oper
ation of through freight and express cars which will avoid 
the delay and los s caused by transferring shipments en 
route. 

Local freig·ht serviee should also be improved. If 
interurban companies are to recoup their passenger losses 
on account of automobile travel, they will find it imperative 
to greatly develop their freight business. This fact I think 
is recognized by all. 

A committee of this association is already considering 
motor truck competition and will make its report in due time. 

While we are now passing through a period of "hard 
times," the future is full of promise. No line of industry 
has had t o bear more bu rdens during the last few years 
t ha n the electric railways of th is country, and no industries 
have shown more grit, loyalty and determination in the face 
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of what seemed almost insurmountable obstacles. This gives 
hope for the future, so muc~ so, that P~esi.dent. Gadsden of 
the American Electric Railway Association rn a recent 
address assured us that: 

"With the revenues of electric railways adjusted so as to 
cover the cost of operation and provi?e an adeq?ate _return 
upon investment at all times, the cr~dit of electric r~ilways, 
provided we have the proper financial structures, will rank 
next to municipal securities." 

SERVICE AND SALESMANSHIP 

After a few minutes devoted to the business of the 
association James P. Barnes presented a paper on 
service and salesmanship, which was very enthusiasti
cally received. In the course of the discussion which 
fo llowed the association voted to have the paper printed 
and given a wide distribution among the association 
members and employees. The paper appears in full 
elsewhere in this issue. 

One of the points made by Mr. Barnes which evoked 
a good deal of discussion was that the employees of 
a railway company formed the most effective means 
through which to reach the public. C. L. Henry, presi
dent Indianapolis & Cincinnati Tract ion Company, 
agreed with Mr. Barnes that this was the best method 
of developing good relations with the public, but that 
it was the very hardest plan to carry out. He spoke 
rather hopelessly of the difficulty of educati ng the plat
form men and suggested that Mr. Barnes write 
another paper telling just how it could be done. Mr. 
Barnes retaliated, good humoredly, by saying that if 
he had a definite plan for doing this he could sell it . 

S. B. Hutchins, Westinghouse Traction Brake Com
pany, suggested that something could be accomplished 
by calling in a few of t he best platform men and talk
ing with them about the suggestions in Mr. Barnes' 
paper, with the idea that they could be asked to bring 
up the matter in employees' meetings and induce their 
understanding and co-operation. 

Prof. D. D. Ewing, Purdue University, said that 
much could be accomplished, in his opinion, if the 
association would maintain a bureau of facts which 
could disseminate information generally to the news
papers and could function as a· source of reliable in
format ion upon which the public press and civic bodies 
could call. He sa id that the greatest need was to 
overcome the publication of misinformation and that 
this bureau might serve as an important corrective 
measure. 

M. B. Lambert, Westinghouse E lectric & Manufac
tt1ring Company, expressed the feeling that where there 
is a will there is a way to accomplish the co-operation 
of employees. He contended that the problem is that 
it is not so much the ignorance of the trainmen and 
the people generally as it is that they know so much 
that is not so. He spoke of the American Electric 
Railway Association work along the line of merchandis
ing transportation and said that the first phase of the 
work which the committee assigned to that task is to 
take up is that of training the employees. He then 
suggested the appointment of a C. E. R. A. committee 
on merchandising transportation, whose duty it would 
be to devise ways and means of educating the em
ployees, and then put this in the form of a motion, 
which was passed by the association. 

A. Schwartz, Toledo Railways & Light Company, sug
gested that a committee be appointed to work up 
effective posters for use in the cars of the member 
companies, but this was not acted upon. 

Thursday Afternoon Session 
A motion picture, "From Tree to Trade," was shown 

at the opening of the afternoon session in conjunction 
with a paper by R. R. Cunningham, Long-Bell Lumber 
Company, Indianapolis, Ind., on the "Conservation and 
Preservation of Line Poles." In his paper Mr. Cun
ningham reviewed some of the fundamentals in con
nection with the preservation of poles by treating with 
creosote and cited the long life which has been derived 
as a result. He also explained the process of treating 
used by the Long-Bell company, which consists of first 
subjecting the timbers after air-seasoning to a pressure 
treatment of creosote in a closed tank, followed by the 
application of a vacuum for withdrawing practically all 
of the surplus oil from the timber. In answering a 
question he explained that this method had been found 
to be more effective and less expensive than the earlier 
process wherein the timber is first subjected to a 
vacuum, followed by the pressure treatment. 

THE FUTURE OF THE C. E. R. A. 

The association then entered upon an extended dis
cussion of the Central Association, whic~ was in the 
nature of taking stock of the position of the associa
tion and what its future course should be. President 
Todd called upon C. L. Henry to start the discussion. 
Mr. Henry commented that he had watched the devel
opment of the association from its very beginning and 
expressed t he feeling that its career had been about 
as perfect as human minds could make it. He said 
it s activities had always been marked by harmony 
and uni ty of purpose, to which might be attributed 
much of t he success attained. He said it was about 
the first association to take in the supply men and 
manufacturers as members and that this act had been a 
great success. He urged, now that the number of 
meetings had been reduced to two, that they should 
each be made unusually strong. He thought the sum
mer meeting should be attended by as much pleasure 
and fun as possible, and that the winter meeting should 
include a banquet at which the biggest men in the 
industry should be secured to speak. He also recom
mended that there should be a· meeting of the execu
tive committee in between these two regular association 
meetings. 

He spoke of t he strength and accomplishments of the 
subsidiary traffic association and suggested a wider 
work. He expressed the opinion that the railways em
braced by the associat ion are on the eve of a splendid 
development in the freight, express and passenger trans
portation business. He said it was remarkable how 
much preference people show for interurban travel, 
and mentioned t he act ion of the Indiana farmers in 
securing the passage of a state law permitting the haul
ing of live stock through the streets of any city in the 
state in interurban cars. He declared that the harvest 
is now ripe and that the electric lines can secure a 
splendid increase in all classes of business if they go 
after it. He also urged that there should be further 
standardization. 

Turning his remarks to present conditions, Mr. Henry 
vigorously admonished the manufacturers to bring down 
the prices of equipment. He contended that there can
not be any success in the electric ra:ilway business until 
the manufacturers take this course. He cited an in
stance where a manufacturer had written urging that 
the railway give an estimate of its requirements for 
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the following year of a certain material, in order that 
the manufacturer might be in a position to meet them 
and stating that the price was so much and there was 
no prospect of any lower price. As the material had 
been satisfactory and the company desired not to make 
any change, the company promptly placed an order. 
The next day a letter was received from the manufac
turer quoting a price of 10 cents a: pound less than that 
at which the order was placed and saying there was a 
supply on hand for immediate delivery. 

Mr. Henry spoke of the great reductions in the prices 
of raw materials and contended that these reductions 
had not been passed along to the consumer purchasing 
ma:nufactured articles. His remarks were general in 
character and applied to manufacturers in general lines 
of merchandise as well as to those supplying the electric 
railway field, his criticism being that all along the line 
they were not willing to bring prices down. But he 
warned -that they would have to for the people had 
stopped buying, citing as an indication of this fact that 
on his property alone, the tonnage shipments of freight 
had been 34 per cent less in last N ovembe'r than in the 
corresponding month the year before, 38 per cent less 
in December and 40 per cent less in January. He in
sisted that the manufacturers have got to come down, 
that the people will not purchase freely until prices are 
properly adjusted. 

M. B. Lambert explained that Mr. Henry's wail is 
virtually the one which the manufacturers are making 
to those who supply the raw materials, and to the 
railroads because of the extremely high freight rates 
and passenger rates, and to the hotels and all along the 
line. He ref erred to the determined effort which the 
manufacturers are making to bring about lower prices 
and said that his company, the Westinghouse Electric & 
Manufacturing Company, was following the lead of its 
bigger contemporary with a 15 per cent reduction in 
wages. He thought Mr. Henry's criticism was too broa:d 
in character and said that it would be impossible for the 
manufacturers to make wholesale reductions, but that 
they were hoping that broad economic conditions would 
bring prices down and that they were doing everything 
possible to hasten this time. 

C. E. Sawtelle, Tool Steel Gear & Pinion Company, 
endeavored to show that the labor cost is the determin
ing factor in the prices of material and equipment and 
explained that the living costs of employees have de
creased but very little and that it was not fair to make 
material reductions in wages, and that until this were 
possible it would be impossible to make ma:rked reduc
tions in the prices of gears. 

L. G. Parker, Cleveland Frog & Crossing Company, 
said the manufacturers in the steel industry are using 
the best minds in an effort to bring about price reduc
tions. He quoted a prominent steel man as saying that 
perhaps the best way to reduce prices was for them to 
sell below cost, for, judging from past experience, they 
would then find a way to produce below that price. Mr. 
Parker also pointed out that it is the consensus of 
opinion in the business world that, first, prices will 
never return to the pre-war basis, and, second, that the 
new normal price will be from 40 to 50 per cent above 
the pre-war basis, on account of the increase in taxes, 
the new level of wages, the higher railroad rates, etc. 
He pointed out that the price of steel is coming down, 
and that as this affects nearly everything else there will 
probably be seen in the next six months a gradual reduc
tio1; in the prices of manufactured articles in general. 

Getting back to the discussion of the future of the 
association, Harry Reid, president Interstate Public 
Service Company, proposed the employment of an execu
tive manager for the association whose primary job it 
would be to execute the work of the association. He 
indicated that this matter would be taken under con
sideration by the executive committee at its next 
meeting. 

S. W. Greenland spoke of the reorganization of the 
National Electric Light Association and the enga·gement 
of an executive manager and said that while this had 
resulted in an increase in dues of 100 per cent, he had 
paid the present dues more cheerfully because he was 
getting more out of the association. He thought that 
such a· man in charge of the Central Association work 
would be able to get a great deal more out of the com
mittee activities than is accomplished at present, and 
he should a:lso be a person competent to supervise the 
work of committees. 

George H. Kelsay, superintendent power and shops, 
Cleveland Southwestern & Columbus Railway, made a 
plea that the engineers be given some form of organiza
tion whereby there could be a greater and freer ex
change of ideas and experience. He commented that it 
would seem that the work of the engineers was just as 
important as that of the traffic men and accountants, 
who now have separate subsidiary associations. He 
ref erred to the success of the meetings of the Assoeia
tion of Electric Railway Men, which comprises the 
mechanical men of Ohio and Pennsylvania. 

H. A. Nicholl, general manager Union Traction Com
pany of Indiana, thought that the association had taken 
a step in the wrong direction when the number of 
meetings was changed from three to two and that, if 
anything, a change in the other direction would have 
been desirable. He also commented that the meetings 
were characterized by too much discussion by execu
tives and recommended that programs be arranged for 
the men who actually are in charge of the operation of 
the properties. He thought that such programs would 
be conducive to better results from the association 
meetings. He suggested that an opportunity be given 
men who are reticent about speaking to prepa·re their 
discussion of papers in advance. He also urged that 
men should not accept appointment on committees unless 
they intended to do their share of the committee work, 
not expecting the chairman to do it all. 

An engineer for one of the traction companies ex
pressed the view that under the present arrangement 
the engineers have practically no voice and they feel 
that it is not worth while for them to attend the meet
ings. He said that the upkeep of the cars is exceedingly 
important, for they are the stock in trade of a trans
portation company and he felt that the equipment men 
had not been getting proper encouragement in their 
work from the higher officials. 

Professor Ewing also indorsed the idea of a' subsidi
ary association for the engineers and operating men, 
for it seemed to him that the men responsible for the 
actual operation of the properties were not having a 
voice in the developments made through the association. 
He thought it was desirable to have some form of meet
ing where it would not be necessary to write a paper or 
to make a speech in a formal meeting, particularly in the 
presence of the boss. 

In order that this matter, which had already been 
proposed at several previous meetings, should receive 
definite consideration, Mr. Kelsay made a motion, at the 
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suggestion of M. B. Lambert, that a committee be 
appointed to report to the executive committee a pro
posed plan for meetings of the engineers. This motion 
was passed. While it was before the association, Mr. 
H utchins remarked that now that all of the "commen
dations and indictments" had been expressed, he wanted 
to urge the adoption of some plan which would bring 
the engineers back into the meetings. He felt that in 
the past the work of the standardization committee had 
not been properly encouraged and that it had fallen 
down for lack of support. 

Mr. Henry moved that the president be requested to 
call a meeting of the executive committee in the interim 
between this and the next meeting to consider the vari
ous matters which had been suggested, and the associa
tion so voted. 

Friday Morning Session 
In the absence of Mr. Todd, A. C. Blinn, first vice

president, presided at the morning session on Friday. 
A paper on traffic building was read by Bert Weedon 
and followed by prepared discussions by L. M. Bro\\'11, 
F . D. Norviel and J. H. Crall. These papers will be 
published, in abstract, next week. 

C. 0. Sullivan, traffic manager Western Ohio Railway, 
Lima, Ohio, emphasized the importance of co-operation 
between the transportation and traffic departments. He 
said that the traffic men must know about the limita
tions and capacity of the transportation department 
when they go out to get business so that they will not 
contract for business which will result in a loss to the 
company, or make promises which the transportation 
department cannot perform. He also thought that the 
traffic men ought to be in a position through their con
tact with the public to make valuable suggestions to the 
transportation department as to schedules and service. 

C. L. Van Aucken, editor Electric Traction, prepared 
a discussion which was read by Mr. Henry, in which 
he emphasized points made by Mr. Weedon that the 
traffic man must know his competition and that his 
success depends on the service he has to sell. He said 
that the transportation department should turn heaven 
and earth, if necessary, to carry out the promises of the 
traffic department. He suggested that perhaps better 
co-operation between departments could be secured by 
having the men work a certain length of time in the 
other departments and by having frequent conferences. 
He told the traffic men to keep out of their swivel chairs 
except after 6 p.m. 

In response to a question, Mr. Weedon said that more 
money could be made in handling carload shipments 
than I.c.l. merchandise. A careful study of the cost of 
handling l.c.I. shipments on the Interstate lines had 
shown that the best that could be done was to break 
even on this class of business, when a reasonable return 
on the equipment and property used was included. He 
spoke of the recent installation of overnight freight 
service between any points on the line between Indian
apolis and Louisville and said that this resulted in an 
increase in the first thirty days of something between 
30 and 40 per cent. As t o how more business could be 
secured, he said that it was purely a matter of service, 
and that whatever success is attending the efforts of the 
Interstate Public Service Commission is entirely a result 
of trying to give the communities what they want. 

Mr. Greenland spoke of t he need not only to get rev
enue but t o conserve it after it is earned. He said that 
during the war, when business was very heavy, there 

had been many claims for damages and lost freight. 
The number of such claims had been greatly reduced 
and a much better feeling toward the company created 
by arrangement for handling such claims promptly. A 
special man was assigned to the task of investigating 
each claim and settling at the first possible moment. 
He said that in some cases the company had actually 
paid for damages before investigating a claim, where 
it wa·s reasonably sure that the claim was correct. Mr. 
Greenland commented that if a settlement can be made 
before a claim is entered it results in the development 
of an excellent feeling. He felt that this prompt settle
ment plan was one of . the best things his company has 
done. 

EXCESS CHARGE ON FARES 

Commenting on the proposal in the paper by J. H. 
Crall to collect an excess charge where cash fares are 
paid on the cars, Mr. Blinn said that 10 cents additional 
was being charged for cash fares on the limited trains 
of the Northern Ohio Traction & Light Company, but 
he was surprised to hear that the Ohio Electric Railway 
was refunding this additional charge, and he wondered 
upon what theory this was being done. 

Mr. Sullivan explained that the Western Ohio Railway 
has been charging an excess of 10 cents for more than 
two years and refunding the chaTge where application is 
made for it, to comply with the order of the utilities 
comm1ss10n. Before the 10-cent excess charge was 
inaugurated, the cash receipts of the company were 60 
per cent of the total receipts, but within three months 
after the excess charge w·as inaugurated this was cut 
down to 20 per cent. In other words, the plan was 
effective even though the excess was refunded. The 
reason the commission ordered the refunding of the 
excess wa·s that if it were not refunded it would be 
equivalent to a rate of fare in excess of 3 cents per mile, 
which was the limit set by law. 

J. F. Starkey, Lake Shore Electric Railway, said that 
his company was charging an excess for payment of cash 
fares. The present tariff provides for a' ticket fare of 
2.7 cents per mile one way, or 2.5 cents per mile for 
round trip, and 3 cents per mile for a cash fare paid on 
the car. He raised the question of whether it would 
not be advisable to petition for a cash fare rate of 3.6 
cents per mile, or equal to the steam road rates, and 
retain a ticket rate of 3 cents per mile. In reply Mr. 
Blinn commented that he was afraid that a general 
increase to 3.6 cents per mile on the interurban lines 
would result in diminishing earnings. Mr. Sullivan 
said that some of the Ohio lines were now taking up this' 
question informally to see whether they cannot file a 
rash fare tariff of 3.6 cents per mile, leaving the present 
3-cent rate in force for ticket fares. 

Another member said that in Michigan the legal rate· 
of fare is 2½ cents a mile, and as the interurban 
companies are charging this limit at the present time,. 
it is impossible for them to impose a 10-cent excess 
charge for cash fares. He also spoke of soliciting 
freight business by going through a manufacturer's 
plant and seeing what he makes and then trying to get 
him to do business either with a consumer of his 
product or a producer of his raw materials located on 
the interurban line. 

MOTOR TRUCK COMPETITION 

P. H. Conroy, Tool Steel Gear & Pinion Company, 
brought up the subject of motor truck competition and' 
said that the manufacturers should co-operate with the 
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electric lines in educating the public to the true situa
tion in this connection. He pointed out that it costs 300 
per cent more to build highways today than it cost thirty 
years ago to build railroads. He said also that the main
tenance of these highways is two or three times as great 
where they are subjected to heavy trucking as it is 
where they are used only for pleasure vehicles, and the 
people should know this. Ref erring to Mr. Weedon's 
comment on the absence of profit in handling Le.I. 
shipments, he sai'd that the cost could be reduced by 
greater volume of business, because the same crew can 
handle more cars with the same labor cost. One way 
to get a greater volume of business is to arrange for 
more interchange between companies. 

Mr. Greenland said it might be well for the companies 
generally to take up the slogan adopted by one com
pany of "Ship by Trolley and Save the Highways." C. J. 
Munton, president Fort Wayne & Northwestern Railway 
and receiver of the Winona Interurban Railway pointed 
out that perhaps the association members should go 
slow in condemning automotive vehicles and the use of 
the highways for shipping, for they may want to do this 
themselves later on. He said that his company was 
considering the advisability of connecting up all the 
small towns within a radius of 15 or 20 miles with motor 
bus and motor truck lines, acting as feeders to the 
electric line. He said that these motor bus lines may 
show no profit in themselves, but will contribute to the 
gross business of the electric line, which can be done 
profitably. He said that one line will probably be 
established in the near future to try it out, a line which 
will operate over a state concrete highway and serve a 
community which now has no way of making direct 
shipments to and from Fort Wayne. It now takes one 
week to get a freight shipment from Fort Wayne to 
this point, only 30 miles away. 

T. A. Ferneding, general manager Dayton, Spring
field and Xenia Southern Railway, said that the motor 
truck people should not be permitted to operate in com
petition with the electric lines without being forced to 
pay a proper tax for the use of the road. He contended 
that this was unfair competition, for the electric lines 
contribute very heavily through taxes to the cost of 
road construction, from which the motor truck com
panies under present conditions derive full use with 
almo_st no charge. If the motor truck company must pay 
its share it cannot exist on a fair competitive basis. 

Mr. Star~ey commented that a number of truck com
panies in competition with his company had started in 
business, but that most of them had failed and ceased 
to operate. He also spoke of an ordinance passed in 
Sandusky which placed the jitneys under control and 
caused them to disappear. In this case the ordinance 
was drafted at the invitation of the city. He also 
expressed a skeptical opinion on the advisability of 

. increasing electric rates to the steam road level. He 
believes the interurbans are doing more business now 
because of the high steam road rates. 

Mr. Barnes expressed the view that the companies 
should find out what the people want and give it to them. 
He thought that it would be impossible to make any one 
pay for the use of the public road, for the freedom of 
this is an age-old custom which cannot be changed in a 
f ew years. He ref erred to the paper presented at 
Atlantic City last fall by George M. Graham, vice
president Pierce-Arrow Motor Car Company, in which 
the industry was asked whether it would have the auto
mobile as an ally or competitor. Mr. Barnes sa-id that 

every means of transportation is our means of doing 
business, but in this case it was a question of whether 
we would have co-operation or competition. He thought 
the former was much better, and said that it was freely 
offered by this prominent manufacturer, who probably 
\'oiced the feeling of the automotive industry, and that 
it was up to us to make a choice, but that we must do it 
soon or the opportunity would pass. 

ELECTION OF OFFICERS 
In his annual report Secretary-Treasurer L. E. Early

wine pointed out that the financial status of the associa
tion is the best since its organization. C. L. Henry, 
chairman of the nominating committee, then made the 
following report on officers for the ensuing year, which 
was confirmed by the association: 

President, A. C. Blinn, vice-president and general 
manager Northern Ohio Traction & Light Company, 
Akron, Ohio ; first vice-president, S. W. Greenland, gen
eral manager Indian~ Service Corporation, Fort Wayne, 
Ind.; second vice-president, G. T. Seely, vice-president 
and general manager Pennsylvania-Ohio Electric Com
pany, Youngstown, Ohio. 

For members of the executive committee the following 
were named: F. D. Carpenter, R. I. Todd, C. L. Henry, 
H . A. Nicholl, C. N . Wilcoxon, W. S. Rodger, F . W. Coen, 
J. F. Collins, Harry Reid, H. C. DeCamp, W. D. Hamer 
and A. R. Baxter. · 

In accepting this office Mr. Blinn made a few remarks 
which are reported in the personal columns of this 
issue. He then brought up the subject of the summer 
meeting and said that there was such a general feeling 
that the association should again have a boat trip that 
he would like to have the matter discussed at this time. 
He then appointed the following committee on arrange
ments: S. D. Hutchins, Westinghouse Traction Brake 
Company, Columbus, Ohio, chairman; Harry L. Brown, 
ELECTRIC RAILWAY JOURNAL; John Benham, Interna
tional Register Company; L. E. Gould, Economy Electric 
Devices Company, and C. Dorticos, General Electric 
Company. 

Mr. Henry expressed himself as being strongly in 
favor of the boat trip, saying that the association had 
never hit upon anything which was so completely satis
factory from both a pleasure and business standpoint 
as the boat trips which had been taken in previous years. 
After other enthusiastic discussion a motion was made 
directing the committee to determine at the ea:rliest 
possible moment whether the boat trip could be had 
without prohibitive cost, and if so that the boat trip be 
adopted as the plan for the summer meeting. This was 
unanimously adopted on a rising vote. 

Railway Electrification in Japan 

THE Department of Railways of Japan, satisfied that 
railway electrification has been already tested out 

in that country sufficiently to assure success, proposed 
a bill last July in the Diet for the completion of the 
extensive power system along the Shinano River. 
According to a statement in the Trans-Pacific this bill, 
calling for an expenditure of 100,000,000 yen, fa iled 
by a narrow margin, although railway officials foresee 
the consummation of their plans in the near future 
by presenting it in a different form. The development 
of this project will permit the electr ification of about 
400 additional miles of Japan's state railways. The 
scheme for widening the gage and the alternat ive for 
double-tracking were both dropped early this year. 
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Sincerity, Service and Salesmanship* 
A "Sermon" on Relations with the Public -The Best Way to Reach the 

Public Is Suggested by the Expression "One of the Conductors 
Told Me, and He Ought to Know" 

BY JAMES P. BARNES 
Pl'esid ent Lou isville (Ky.) Ra ilway 

X 
THE midyear dinner of the Amer ican E lectric 

Railway Association former Chairman Wi lker
son of t he Illi nois Public Utilit ies Commission 

talked, straight from the shoulder, the kind of t alk that 
rai lway operators need today to hear and ponder. His 
address followed a day devoted to the presentation 
of papers dealing with all phases of electric rai lway 
finance. President Gadsden in closing t he business ses
s ion of the meeting spoke most earnestly of t he loss 
to t he industry wh ich resulted from the failure of asso
ciation members to discuss fully and vigorously t he 
s ubject matter of papers and resolutions placed before 
them for consideration. His remarks were especially 
.apropos, for the association had just adopted by viva 
voce vote and without discussion what is probably the 
most important and far-reaching resolution that has 
ever come before any of its meetings. The report of a 
special committee on the findings of the Federal Elec
tric Railways Commission and the public utilities com
mittee of the United States Chamber of Commerce had 
j ust been adopted, and by it the association bound it
:self to, first, a recognition of the fairness and sound
ness of the analyses in these reports; second, a recom
mendation to electric railways to accept t hese reports 
as a working basis, and, third, a policy of the most com
plete service at the lowest possible profitable fare. 

Here are three planks which, taken with the code of 
principles adopted by the association in 1914, form a 
platform of complete frankness and uprightness in deal
ing with the public. And now arises the pertinent 
question: "What shall we do about it all?" 

Many of the men in this room were in attendance at 
Atlantic City when that code of principles was adopted 
and all of us remember the publicity it obtained. The 
code was adopted without dissent and bound the asso
ciation, among other things, to a policy of "full and 
frank publicity-to the end that proper information 
may be available to the investor and the public." Again 
the pertinent question: "What shall we do about it 
all?" 

That was more than six years ago. What did we do 
about it? Was there a general adoption of the policy 
of "full and frank publicity" regarding company af
fairs? Was all proper information made available to 
the investor and the public? Will we now whole
heartedly adopt the policy laid down in our resolution 
of latest adoption and sincerely meet the public repre
sentatives on the program laid down in the two report s 
of the federal commission and the Uni ted States 
Chamber of Commerce? 

If we do not do these things then the t ime has come 
for us to hand in our resignations and let our better 
qualified successors be cJiosen, for only on the basis 
of fair-minded, clean-handed open dealing can the trac
tion problems of this country be solved in the future. 

* Address presented at the a nnual meeting of the Central Elec
tric Railway Association, T ol edo, Feb. 24, 1921. 

Mr. Wilkerson in the address referred to summed 
up our s ituation in the language of a man familiar 
with that of which he spoke and toward the close of 
his address made this significant statement: 

You m ust organize a nd you must fight. I know that 
some good work has been done, but I know that you will 
pardon me when I say that my observation has been that 
it has not been car r ied on with the zeal that the righteous
ness of t he cause r equires . . . There is need for 
straightforwar d and emphatic expression. . . . You 
must reach t he people. . . . Make no mistake. The 
cou rts c~nnot save you.. . . . If you get the people back 
of you, if you can convmce them that you have been right 
and are right . . . they will take care of the politicians 
a nd the dishonest newspaper s. 

llere,summed up in the words of a thoughtful, ex
perienced utility· commissioner, is the golden rule for 
the conduct of a g r eat public service. Built on the 
foundation of right, honesty, fai r dealing, and good ser
vice, the structure of our ut ilities shall stand and serve 
as long as society requires transportation. 

How SHALL THE PUBLIC BE REACHED 

Now it is one matter t o say "convince the public that 
you are right" and quite another to do that thing. But 
it is not impossible. Here applies with double force 
Mr. Wilkerson's criticism of our lack of zeal. Often 
have we overlooked the obvious and neglected the avail
able means of carrying our problems home to the people 
we serve. 

Chairman Jackson of the board of trustees now oper
ating the Boston E levated Railroad recently remarked 
that in his two years on that board he had received and 
reviewed many service complaints of all shades of in
tolerance and crit icism. "But," said he, "I do not re
member ever t o have seen a complaint from a motor
man or conductor of the treatment he had received 
from a passenger." The universal application of this 
expression of the one-sided practice of patience in
volved in everyday service will be recognized by every 
railway operator. Truly, compared to many of the uni
formed men whose daily life consists largely of "fares, 
please," "transfer?" and " please step forward," Job· 
was an amateur. 

Many a superint endent and instructor has concluded 
his remarks to t he new employee with "and remember 
when you get out on your car and go up against the 
publi c you've got to be prepared to co-operate for two." 
And generally t he instructions are well received and 
thor oughly executed by the "boys in blue," who, after all 
is said, compose the forces which wield for better or for 
worse t hat powerful two-edged sword of public opinion. 

We a re prone t o forget these first-line troops of ours, 
however. We forget that they are in action day after 
day and the impr ession made by that parting injunction 
of t he "super" will not forever outwear the friction 
of continuous contact with the riding public. Most men 
mean t o be cheerful in the course of their daily con
cerns, but on the back platform especially one's inclina-
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tion in this direction frequently suffers purely from lack 
of example. Example is better than precept, and the 
need of an example of cheery compliance with the law 
of service for the greatest convenience of the greatest 
number must be met- if not by the public then by 
the public servant. 

We are all prone to forget how many passengers 
form their opinion of a company solely from the treat
ment they are daily accorded by its employees as they 
travel to and from their places of business. Public 
opinion-much considered and discussed but too elusive 
and intangible for definition- is nevertheless the foun
dation of successful traction, and properly to under
stand and analyze its qualities we must know what it 
says and whence it springs. Its criticisms must be met 
fairly and openly and, when j ust, satisfied. The ex
ample of cheerful and respectful hear ing, consideration 
and action must come from the officers and be carr ied 
down through subordinates t o the men actually in close 
daily touch with the public, whence spring t hese cr iti
cisms. 

More fully than has been gener ally r ecognized the 
public opinion of this industry is the opinion of t he 
people who ride. Too often our ears are open and our 
attention a lert t o catch the comment of the so-called 
" influential citizen," and too seldom to heed the com
plaint of that great body whence come the 5, 6 or 7-
cent increments of our life's blood. 

Too often are our explanat ions and appeals directed 
t o the ears of the few and not t o t he many who are the 
r iders and supporters of our business. Too often a r e 
we in the position of the large retailer whose t rade is 
cosmopolitan but whose advertising is carried in the 
medium of exclusive circulat ion. We tell our t roubles 
t o the banker, the fin ancier, the manufac tu rer, and 
forget that time-worn expression, "Tell it t o a pol ice
man, everybody's friend." 

Our message is, and must be if it is to be success
fu l, fo r the ear s of everybody. When everybody has 
f ull information and all reasonable explanation of 
mooted points Utopia will not, perhaps, be r ealized, but 
a t least, we shall be better off than now. Not until 
we get t his habit in t hought and in deed of " t elling 
it to everybody" will we get our message completely 
across, and even then we may have all the t r ouble, and 
more, that Peter Grimm had with his comparatively 
s imple story. 

We serve the people more frequently and more per
sonally, perhaps, than any other utility, and we must un
derstand and be under stood if the great intangibles, 
"public convenience and necessity," are to be allies in
stead of enemies. 

We er r if we do not grasp ever y opportunity and 
utilize every agency to bring about the complete under
standing of and sympathy with our problems which 
must be the foundation of t hat m agn ificent super struc
t ure--co-operation-which is t he design and a im of us 
all. We have suffered much and learned much in the 
trying t imes of t he last few years. Bitter lessons and 
costly have been ours, and to the credit of t he industry 
be it said that they have been learned with a maximum 
of fortit ude and a minimum of complaint. 

The sun of optimism which peeped t h rough the clouds 
of adve rsit y at Atlantic City last Oct ober for the first 
time in many weary mont hs has been encouraged more 
t han by any other t hing by the work of our association 
and individuals in bring ing about public understanding 

of our s ituation. We have learned to use the associa
tion, the committee reports, the newspapers and many 
other agencies of publicity, but have we not neglected 
the most useful and the most available agency, per
haps because it lay at our very door? 

MAKE THE MOST OF TH E TRAINMEN'S PUBLIC CONTACT 

We enjoy in marked degree t he privilege most eagerly 
sought by all progressive sales organizations-that of 
frequent (in our case a lmost contin uous) contact be
tween our sales force and our cust omers. Twice a day 
do most of our customers t ransact business over our 
far e-box counters, and each time an opportunity is pre
sented for the making or unmaking of favorable opinion 
of our bus iness methods. 

Every street car conductor is a salesman for his 
company, and upon his handling of h is passengers 
depends t he quality of public opinion for the particu
la r group t hat he meets. More frequently than we 
realize the plat forms of our street cars become the 
public forums for discussion of t he good and ill of 
street-car service, and many an opportunity is opened 
for t he well-informed man to correct popular misunder
standings, and interject the "soft answer which turneth 
away wrath." A phrase or sentence here or there is 
passed on until it reaches the dignity of the oracle 
backed by t he authority of "one of the conductors told 
me, and he ought to know." There's the rub-He ought 
to know-but do we always give him the opportunity 
to find out? A well-informed conductor becomes a 
boosting publicity agent if h is information consists of 
sound ideals of service; and if it doesn't we had better 
change the ideals, and do it quickly! 

To ment ion only one of many matters prominent in 
the platform discussion may illustrate: Rates of fare 
and transfer rules are based upon reasonable consid
erations, else commissions would not permit their con
tinuance. How often is the street-car platform dis
cussion of the questions enlightened by true explana
t ion, based on facts? Not often enough. Then whose 
fault is it? What would we say in criticism of the 
sales manager who sent his salesmen out to sell with
out fi rst mak ing sure that the nature and prices of 
their goods were understood by them? What would 
we say of the sales manager who assigned to his men 
no reasons for t he r ules and regulations under which 
they must sell their wares? Is it sufficient reason that 
t he orders r ead t hus and so, that there need be no rea
son for t he orders? And if the reason is a good one, 
does not the telling of it strengthen the order ? Pub
licity never weakened a righteous cause or lost a just 
fight. The reason why can still the fretful "why not." 

Those from whom we would have frankness in deal
ing are enth led to frankness in return, and if rules, 
rates or regulations are attacked t hen, in all fairnes s, 
we should fu rnish ammunition for defence or r evise the 
off ending text. 

A famous hotel-keeper has built a fortune around the 
text "The guest is always right." Present-day methods 
in mail-order houses, department stores and other con
cerns dealing directly with large numbers of individuals 
have prospered by similar means. How much good will 
has been added to the nation's daily life by the in
clus ion of the word "please" in the invariable telephone 
greet ing from central? How much more might be added 
if the nation's street-car business were put on a cor
responding plane of "the voice with the smile"? 
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Truly, our sales problem has become that of selling 
ourselves to our employees. If we truly stand on the 
platform of the best service to all comers we will turn 
our attent ion and our best efforts to the problems of 
selling this ideal to ourselves from top to bottom of 
t he organization. Let every street car be a mart where 
service is measured by the Golden Rule, and t here will 
be service and satisfaction r un together to the goal 
of public content and a new dawn will break over the 
industry. 

In another sense have we a sales problem. That of 
selling our proposition to ourselves! Deliberately I say 
that we do not know all that we should of our own 
properties and problems and those of our neighbors. 
No railway man with open mind can take his pair 
of eyes and pair of ears to such a meeting as this 
without bringing back ideas gleaned from h is fe llows, 
which will improve his own operation. That man who 
has reached a point where he feels his operation is 
not susceptible to improvement has indeed started back
ward and we may eliminate him from our discussion as 
the industry will eliminate him from its ranks. 

It would be strange indeed for a newcomer in the 
ranks of this association, known throughout the coun
try as an active, effective, working unit, and a monu
ment to its builders, to come forward with suggestions 
or criticisms regarding its plans and methods. Criti
cism is far from my purpose, and suggestion in con
crete form is beyond my capability. This is the first 
C. E. R. A. meeting I have been privileged to attend. 
My reference to association activities must then be in 
general terms and in form of inquiry. 

Are we, in this association, doing all we can to serve 
as a clearing house for information so that our mem
bership may be kept advised by correspondence, by dis
cussion, and by personal interviews of the kaleidoscopic 
changes of daily occurence in our territory and through
out the country? Are we giving to our subordinate of
ficials all the opportunities that could usefully be given 
for interchange of ideas and mutual improvement? Are 
we furnishing the means for the experience of each of 
us to be made quickly, fully and intelligently available 
for the good of all? Are we providing means for t he 
application to any particular ·problem, local or general, 
of the averaged and balanced results of the experience 
of all of us? 

If these things are not now being accomplished then 
our discussion of the future of the association should 
surely take the form of a discussion of ways and means 
to bring these things about that each may assist all, 
a ll assist each and the whole plan of our activities r un 
to the one ultimate object-Best Service to the Public. 

Superpower Plans Outlined 
Secretary Payne Explains in Progress Report the Present 

Requirements, the Expected Savings and a Possible 
Financial Plan-Complete Report Expected to Be 

Finished by June 30 

ON FEB. 24 Hon. John B. Payne, Secretary of the 
Interior, submitted to President Wilson a progress 

report on the superpower survey being conducted by 
W. S. Murray and staff as part of t he work of t he 
Geological Survey. The complete repor t, it is expected, 
will be finished by June 30, 1921. 

According to the preliminary report the survey has 
found that there are in the area under consideration 
14,500 miles of track of Class A steam railroads, 36,000 

miles of total trackage a:nd 10,000 steam locomotives 
and that there was a total coal consumption for rail
r oad purposes during 1919 of 19,000,000 tons. About 
33 per cent of this trackage can be economically electri
fied and this mileage will carry from 50 to 60 per cent 
of the traffic. This electrification will mean an · annual 
saving of 6,000,000 tons, or $40,000,000, besides an 
annual saving of $50,000,000 in engine repairs and 
maintenance. The total cost of this electrification would 
be $40,000 per mile of main track, which for 12,000 
miles would be $500,000,000, and $300,000,000 for tracks 
and siding electrification. There would be a salvage of 
$150,000,000, and the return on the $650,000,000 re
quired would be approximately 14 per cent on the in
vestment. 

It is expected that the superpower system in 1919 
would have saved the industries in the a·rea mentioned 
between six and eight million tons of coal and that by 
elect r ification the anthracite mines would have saved 
6,500,000 tons in addition. The utilities in the section 
covered by the survey use 8,000,000,000 kw.-hr. of 
energy generated from coal at an avera:ge coal consump
t ion of 2¾ lb. per kilowatt-hour. The expected reduction 
to H lb. by the superpower plan would effect an annual 
saving here of 4,000,000 tons annually. 

Water power available in the zone could supply 12,-
000,000,000 kw.-hr. and for a minimum year 8,360,000,-
000 kw.-hr., the plant capacity required being 2,300,000 
kw. It is expected that in 1930 the total requirements 
will be 48,000,000,000 kw.-hr., of which the superpower 
system could supply 36,000,000,000 kw.-hr., so that the 
water power supply in the ultimate system can be but 
from 20 to 25 per cent of the total. 

FINANCIAL PLAN CONTEMPLATED 

The financial plan in bare outline provides for a 
superpower company with a non-pa·r stock as its only 
class of security. The public utilities within the Bos
t on-Washington zone would be entitled to subscribe 
for this stock pro rata, based upon capacity demand, and 
load factor and stock not taken by these customers of 
the superpower system will be offered to public sub
scr iption. 

A contract between the superpower company and a 
local public service company would be a selling contract 
or a buying contract, while in many cases both buying 
and selling of current would be involved. '):'hese con
t racts, on which the state regulatory bodies would pass, 
would be adjusted from time to time to meet the progress 
of the art a·nd changing conditions, whether favorable 
or unfavorable to costs of operation. Returns upon the 
st ock of the superpower company, according to the plan, 
should be limited by specific provision to a fair division 
of the benefits der ived from its operation between the 
investing public and the consumers. This divi:Sion 
would be attained by a rule under which the customer 
companies shall pa·rticipate equally with the stockholders 
in any distribut ion, at stated intervals, of net earnings 
in excess of a specified rate of return, which itself should 
be more liberal than is commonly contained in the idea 
of public regulation. Thus efficiency in management 
would be rewa:r ded and the public interest directly 
served. To secure the participation of the ultimate 
consumer in this division of benefits it is suggested that 
the superpower stock held by any public service com
pany should be r egarded as representing an extension 
t o its existing station capacity rather than an outside 
investment security. 
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Electrification an Economic 
Necessity 

Heavy Traction Expert Outlines Broad Principles Which 
Must Be Considered in the Application of the Elec-

tric Motor to the Solution of This Country's 
Transportation Problems 

AT A well-attended meeting of the electrical section 
of the Franklin Institute, held in Philadelphia on 

Feb. 24, A. H. Armstrong, chairman electrification com
mittee General Electr ic Company, Schenectady, N . Y., 
read a paper on the economic a:spects of heavy electric 
traction. W. C. L. Eglin, chairman of the section, 
presided . . Mr. Eglin is electrical engineer of the Phila
delphia Electric Company, which supplies the power for 
the Philadelphia-Paoli-Chestnut Hill electrification of 
the Pennsylvani:t Railroad. During the delivery of the 
address an interesting series of appropriate lantern 
slides was shown. These depicted recent snow scenes 
on the Milwaukee electrification, as well as typical heavy 
electric traction scenes in this country and abroad. 

Mr. Armstrong began by pointing out that it is a 
matter of grave national concern properly to diagnose 
the true character of the ailment affecting our trans
portation system and to prescribe the treatment of 
greatest promise for its future recovery. The conges
tion on main lines is in many cases a:cute, and under 
such conditions the steam locomotive imposes its limi
tations on the physical and economic showing of a 
railway property. We want, hei said, cheaper and 
quicker transportation over existing tracks, more reli
able service, less congestion at terminals and proper 
provision for future growth of traffic. 

Continuing, he pointed out the apparent impracti
cability of making such fundamental changes in rail
way operation and economics as are necessary to accom
plish the desired results simply by investing still 
greater sums in the old steam engine facilities, which 
have, in the opinion of many, failed to advance with 
the needs of the times. Furthermore, during the past 
twenty years serious competition has entered the field 
of the steam railway transportation in that electric 
railways have talrnn over the short-ha:ul passenger traf
fic and have created new traffic, while the gas motor 
truck has captured much of the short-haul express 
movement at the expense of both the steam and the 
electric railways. When comparatively small trucks 
bumping over public highways, not too well maintained 
at the taxpayers' expense, can successfully compete with 
rail transportation something evidently has occurred 
during the past few years which calls for a readjustment 
of previous ideas of t r ansportation. The question then 
arises, has the railway operator, in his effort to reduce 
ever-increasing operating costs, been too busily con
cerned in running his huge transportation machine fully 
t o observe the industrial needs of the country and to 
appreciate the evident value placed by the shipper upon 
speed ? Our present railways do not properly serve the 
more congested districts through which they pass, and 
our railway directors have themselves to blame if they 
do not profit from a r ecognition of the facts underlying 
the growing menace of motor truck competition. 

Coming to the place of the electric motor in the solu
tion of the transportat ion problem, Mr. Armstrong said 
that electricity has amply proved its effectiveness in t he 
operat ion of light high-speed tra ins in congested zones. 
Steam traditions of a "busy t rack" have been shattered 
by electric train performance. Not only is the electric 

motor pre-eminently fitted to meet the needs of short
haul, frequent-stop service, but it gives opportunity to 
relocate and redesign the whole terminal ra:ilway prop
erty along lines impossible with the steam engine. This 
is illust rat ed by the development which has taken place 
in New York City at the Grand Central terminal of 
the New York Central Railroad, and at the Pennsylvania 
t erminal in the same city. And in addition to the pas
senger terminal development, the way has been sh own 
to the solution of t he equally vital problem of handling 
freight and express matters in city terminals. The 
steam t erminal is not immediately adjacent to the ship
per or center of dist ribution in a large city, nor is it 
well adapted to the expeditious or economic handling of 
freight. The electric t erminal, on the contrary, may 
be located with proper regard to the needs of the ship
per in the very center of t he cit y if necessary. 

THE E LECTRIC L OCOMOTIVE H AS SEVERAL 

INTRINSIC V IRTUES 

Taking up the electric locomotive, Mr. Armstrong 
rated it as the most efficient and flex ible known means 
of transforming potential into mechanical power. Based 
upon the performance of sixty huge elect ric locomotives 
operating over nearly 700 miles of route on the Mil
waukee Railroad and on other data of record, it has 
been estimated that the passenger and r evenue fre ight 
tonnage of the United States could be hauled by elect ric 
locomotives for one-third the coal now burned under 
steam engine boilers. The electric locomotive also offers 
great advantages for relieving the congestion on moun
tain-grade divisions, which has reached such a point 
that additional rails must be laid to obtain the needed 
r elief with continued steam operation. In comparison 
with the steam locomotive the electric locomotive can 
not only develop equal pull but can sustain full tractive 
power at double the speed. It furnishes the oppor
tunity to enter into an era of real unrestricted railroad
ing with the "motive power lid removed." The develop
ment of the more powerful electric locomotive is t he 
determining factor in the matter of grade revision, 
double tracking and mountain division operation. 

Another marked advantage of the electric locomotive 
which was pointed out is its great reliability and con
sequent low cost of maintenance. For a per iod of ten 
years, or until the "high cost of living" st r uck the elec
tric locomotive, the 120-ton New York Central electric 
locomotives were maintained for approximately 3½ cent s 
per mile run, a noteworthy achievement when compared 
with the upkeep of steam engines of equa:l power. E ven 
during 1919 the Milwaukee locomotives, weighing nearly 
300 tons and making some 60,000 miles a year, were 
maintained for approximat ely 15 cents per mile, or less 
than one-third the upkeep of Mallet engines of equal 
tractive power. Again, cold weather does not affect 
the electric locomotive, in striking contrast to the frozen 
steam engines of the winter of 1917-18, while its greater 
safety and reliability on grades a re matters of record. 
The possibility of regenerating power also should not 
be forgotten. 

Summing up, Mr. Armstrong said that electrified 
t erminals to large cities should revolutionize present 
st eam engine practice and not only effect economies in 
operation but greatly stimulate t r affic by introducing 
r adical improvements in fac ilities. With no immediate 
prospect in sight of any material reduction in the price 
of labor, its output must be increased, and electric 
operat ion has demonstrated its effectiveness in this 
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direction. In addit ion, locomotive division points may 
be indefinitely extended. All of these improvements 
in the electrifie d railway property will cost large sums 
of money, although in some items of operating ex
pense, such as fuel, crews and maint enance, direct sav
ings are effected of such magnitude as t o show a r eason
able return upon new capitrrl charges incurred. The 
argument for electrification, however, is built upon a 
broader foundation than a direct return upon t he 
investment. It has to do with t he vital question of the 
f uture growth of our t ransportation system and its 
effect upon our national prosperity. 

After the reading of the paper Mr. Armstrong was 

asked several questions, particularly relating to electrifi
cation cost s and mileages. He said that the original 
440-mile electrification on the Milw3'Ukee cost about 
$13,000,000. This included forty-two regular and two 
switching locomotives . This figures out at about $28,000 
per route-mile or $18,000 to $19,000 per single-track 
mile. The regular locomotives cost about $130,000 each 
and they r eplaced 112 steam locomotives, worth new 
about the same in total as the electrics; hence the 
items of locomotives about offset each other . The last 
220-mile electrification on thi s road cost more, having 
been carried out in wartime, the increase being roughly 
of t he order of 50 per cent. 

Mr. Beeler Studies Traffic in Paterson 
Makes Exhaustive Report on Existing Conditions Together with Suggestions for Relieving· 

Vehicular Congest ion t hat Is Stagnating Paterson 's Main Thoroughfare-Local-
ized Traffic Centers for Dual Transportation Systems and Through Rout-

ing of Trolleys Among the Recommendations 

IN A TWO volume report, with maps and tables, 
Joh n A. Beeler, consulting engineer, New York, 
analyzes existing traffic and congestion in Paterson's 

business district and make suggestions for rerouting 
trolley cars and jitneys that now get in each other's way, 
with the result that during t he evening rush hour all 
vehicular traffic in the center of the city moves at a 
rate of less t han 3 m.p.h. 

Paterson, the third largest city in the State of New 
Jersey, has a business district of but three main streets 
to serve a quarter of a million people. All trolley routes 
focus on the section of Main Street between Market and 
Broadway, from which most of the cars return to their 
point of origin via loops, while a few only are through 
routed. The safety cars that have been installed recently 
on all the local lines on shorter headway have caused a 
consequent increase in the number of cars in the central 
section. In addition, many jitney buses enter the heart 
of the congested district to deliver passengers and on 
their outbound trips practically all go through Main 
Street. 

The accompanying diagram indicates car speeds in 
this central section. The average speed for a three and 
one-half hour period was but 2.7 m.p.h., wh ile for a 
single fifteen-minute period it dropped as low as 1.9 
m.p.h. This is obviously slower than walking. An 
abstract of Mr. Beeler's findings follows: 

In the business district the designated passenger car 
stops average fifteen to t he mile, wher eas eight st ops per 
mile is good practice. The stops in the central districts 
should be so relocated as to be convenient and safe, yet 
reduce to a minimum the interference with other 
vehicular traffic. Thus the number of stops can be 
brought down from fifty to thirty-seven. Double berth
ing of cars is recommended at t he fourteen busiest 
stops, raised loading platforms to accommodate two 
cars each at three points and safety zones marked with 
stanchions at certain stops. 

Repeated observation has revealed that the standard 
j itney practice attempts to give the same headway as 
t he car line, with the buses leaving a minute or two in 
advance of the cars. This practice fa ils t o give any 
r eal additional transportat ion service, for it simply pro
s.-ides extra seats that are not needed, as the cars are 
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INDICATED CAR SPEEDS I N THE CE N TRAL 
AREA OF PAT E R SON 

very seldom fill ed to capacity even in t he rush hours. 
The only benefit that could accrue to the city from 
j itney operation would be to have them routed where 
there is no car service. If t he jitneys are unwilling to 
submit t o such a change in routing, it is questionable 
whether they are of sufficient benefit to the ci t y to 
j ustify t hei r r etention . 

All jitney lines now loop in t he business district of 
t he city, with the result that t hey are t urning at t he 
most congested points and are not only delaying vehicle 
t raffic but wasting much of t heir own time. If jitney 
operation is to be continued, a ter~inal loop should be 
used near t he center of t he city but away from the car 
lines. 

Jitney loading is found to cause some delay and con
gestion, largely because they almost invariably stop so 
far from the curb that other vehicular traffic must also 
stop. Loading should be at definite and plainly marked 
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points where other vehicular parking should be pro
hibited. The jitneys should be required to pull in to the 
curb. The present plan of diverting through truck 
traffic from the center of the city can be extended by 
keeping all heavy trucking away from the Main Street 
congested district, except for the necessary purpose of 
loading or unloading to abutters. 

The left-hand turn causes the most delay and confu
sion at street intersections. Observations at Main and 
Market Streets from 5 p.m. to 6 p.m. showed 100 left
hand turns out of a total of 410 vehicles at that corner, 
in addition to 144 street cars. At its widest point, 
Main Street is barely wide enough to allow a row of 
parked vehicles, a row of moving vehicles and a row of 
moving street cars in each direction. At the more 
important intersections the roadway is even narrower. 
As a means of lessening congestion indiscriminate 
parking of motor and horse-drawn vehicles can be lim
ited or prohibited at car and jitney stopping points. 

STREET CARS SHOULD HAVE RIGHT OF WAY 

It has been demonstrated that the maximum amount 
of traffic can be moved through an intersection when the 
street cars are given the right of way. I_n Paterson, 
the proposed car stops have been arranged so that many 
cars are ready to move immediately on the traffic 
officer's signal. Positive stops required only for safety 
purposes should not cause delay, as loading is not to be 
permitted at such points. 

The adoption of these recommendations, the report 
claims, will be followe d by an improvement in traffic 
conditions, for congestion will be reduced even though 
parking privileges have been retained and a dual trans
portation system of street cars and jitneys is operated 
within the confines of such a limited business district. 

Unquestionably the modern street car is the most 
reliable, safest and economical urban transportation 
unit, provided the volume of business warrants the con
struction of track and plant. Were it not for the fact 
that the street railway provides service, whether 
remunerative or not, to all points at any time of day 
and cares well for rush-hour traffic, the unregulated 
jitney would never be tolerated. 

STREET CARS AND CONGESTION 

The loop routing of the street cars at each end of the 
important business section, which is only a short city 
block of 300 ft., is one of the principal causes of con
gestion. All but two of the car lines, which are through 
routed, make one of these loops. In general some 
advantages of the loop system are: 

1. That each section of the city is served indepen
dently, thus confining delays to that section. 

2. Makes for shorter routes. 
3. Allows better adj ustment of service to fit traffic 

conditions. 
In Paterson there are also some disadvantages, which 

are classed as : 
1. Cars must be sent across the congested district 

merely for the purpose of taking the loop, thereby caus
ing congestion and resulting in slow operation in the 
densest traffic. 

2. Causes more transferring of passengers, as all 
crosstown passengers must change cars in the center 
of the city. 

3. Causes duplication of cars and service and creates 
congestion due to loop cars being used entirely for 
unloading or loading, while in the business district, 

whereas compared with through r outed service, loading 
and unloading is done simultaneously when cars pass 
through the business district. 

4. No layover is possible on a common loop used by 
several routes to keep the cars on proper headway. 

The disadvantages outlined for the loop system are 
almost impossible to overcome, but the advantages can 
be incorporated in a system of through routing. In 
Paterson a material gain can be made in reducing con
gestion by through routing all possible lines. 

CHANGES IN ROUTING 

Interurban lines should be routed to give the 
maximum benefit to the communities connected. Such 
routes cannot be entirely successful if compelled to 
handle much urban business or traverse the tracks of 
local urban routes. Experience shows that interurban 
car s have a tendency to block the locals and delay them. 

In Paterson, several lines enter the heart of the city 
from various outside communities. On none of these 
is there any distinction made between local and through 
passengers. In order to provide better service, the 
interurban cars should be run on express schedule, 
stopping for passengers only at designated points. 
These points should be at the principal loading corners 
and all transfer points, but they should average not less 
than 1,200 ft . apart. 

Observations show that on practically all of the local 
lines a large number of passengers ride only a short 
distance from the center of the city. Short line service 
is recommended to give better service on four routes. 
A maximum of service to all patrons will result, as· 
more even service can be given to the outer ends of 
the lines. 

IMPROVEMENTS IN OPERATING METHODS 

Another factor that contributes in no small measure 
to the low schedule speed is the slow fare collection, 
which is caused by excessive change making for a large 
number of passengers compared with the old nickel rate, 
when about 90 per cent of the passengers had the exact 
fare. Some of the advantages of even fares can be 
obtained by the use of tickets or metal tokens sold in 
quantity or used by the conductor in making change. 

The report also suggests that each car should be con
spicuously marked with both route and destination 
signs and that all stopping places in the congested area 
should be plainly marked by car stop signs hung from 
the span wire at the exact point where the front end of 
each car will stop. Signs with the words "Car Stop"
or at double berth stops "Car l" and "Car 2"- should 
appear at the more important loading points and par
ticularly at railroad station stops. Information should 
also be posted at abandoned stops on Main Street direct
ing prospective passengers to the new locations. 

A telephone dispatching system with connections at 
the end of each car line, and other important points 
controlled by central dispatchers to whom trainmen 
report before leaving starting points, will do much to 
keep the cars on proper headway and render the service 
more flexible. This method is superior t o starters at 
terminals, as it keeps all cars in touch with a central 
authority and makes it possible to minimize irregularity. 

The report also recommends that two additional lines 
be equipped with safety cars. This would make for a 
complete installation of cars of uniform design and 
appearance with the exception of the larger cars on the 
interurban lines. 



456 ELEC TR IC RA IL WAY JOU R NAL Vol. 57, No. 10 

Association News I 
Steps Taken Toward Cable Standardization 

T HE representatives of bodies interested in consider
ing the advisability of undertaking the development 

of standards for wires and cables, other than for tele
phone and telegraph use, met on Feb. 2, 1921, at the 
Engineering Societies Building. The meeting was called 
by the American Engineering Standards Committee at 
the instance of the America:n Railway Engineering As
sociation. Practically all the interests invited were 
represented by one or more individuals. Charles R . 
Harte, construction engineer the Connecticut Company, 
was the delegate for the American Electric Railway 
Engineering Association. It was unanimously voted 
that A. A. Stevenson, chairman of the American Engi
neering Standards Committee, who called the meeting 
to order, be requested to retain the chair. A prelimi
nary note regarding the meeting was printed in the 
issue of Feb. 26. More details are given below. 

The first question of whether unification should be 
undertaken was fully discussed by nearly all of the 
representatives present. It was agreed that the specifi 
cations and standards of the various organizations 
working in the field had generally been along simila·r 
lines and that it was desirable that they be unified so 
that uniform national standards might result. T his 
work should be undertaken with a single general plan 
-covering substantially all the more important uses. It 
appeared to be the unanimous opinion that the scope of 
the work should be limited in such a way that it would 
be a unification of specifications and standards already 
in existence rather than an attempt to formulate en
tirely new standards, except in fields not a:lready cov
ered. After a rather full discussion of the details of 
the subjects which should be covered it was decided 
that these should comprise the quality and stranding 
of the conductors, the various kinds of insulation and 
coverings and the sheath and armor. 

It was the consensus oi opinion that in order to pro
mote export trade it would be desirable to have all t he 
American wire and cable standards assembled in a 
single book. This form of publication, while giving 
due credit to the participating organizations, would 
appea-r to foreign wire and cable purchasers as a com
plete book of American standards rather than as the 
standard of societies comparatively unknown abroad. 
This has been done in a very thorough way by the Ger
mans and also to a considerable extent by the British , 
thus placing Americans at a decided disadvantage in 
foreign trade. It was agreed that if such a book were 
prepared and given proper publicity in foreign coun
tries it would remove one of the greatest difficulties 
under which American manufacturers now labor in de
veloping export trade. 

During the discussion of the various matters before 
t he conference frequent ref ere nee was made to memo
randum presented by the representatives of the Ameri
can Institute of Electrical Engineers, summarizing r ea
sons for undertaking the work, outlining what they 
consider a desirable scope for it, and sketching an 
o utline for a committee organization for carrying it 

out. It stated that by far the largest single ifem of 
expense in electrical engineering projects is the cost of 
wires and cables. Also the element involving the great
est risk of life and property and of continuity of indus
t r ial power is in the wire and cable system. If stand
ardization can reduce costs and decrease risks, it is 
obvious t ha t this field presents unusual opportunities. 
Much work of an excellent character along the line of 
st andardization of wires and cables has a'lready been 
done, mostly, however, by organizations working in be
half of special industries. While a spirit of co-operation 
has prevailed, special requirements of those industries 
have created certain divergent tendencies which are 
p robably susceptible of. being reconciled by properly 
organized co-operation . 

Two-Cent Coin Bill Dies 
;\ T A meeting Feb. 26, 1921, in the Washington of

£\. flee of t he association it developed that there was 
practically no chance of the 2-cent coin bill going 
th rough, it being too far down on the calendar to be 
called up. No fu r ther steps will be taken, as the bill 
dies automatically March 4. 

Buildings and Structures Subcommittee 
Meets 

AMEETING of the buildings and structures subcom
mittee No. 2, which is t o report on the design of 

a typical shop building and shop layout, was held at 
association headqua:rters in New York City on Feb. 17. 
Those present were N . E. Drexler, Newport News & 
Hampton Railway, Gas & E,lectric Company, chairman; 
D. E. Crouse, Rochester & Syracuse Railroad, and C. W. 
Squier, ELECTRIC RAILWAY JOURNAL, the last-named rep
resenting the committee on equipment, which is co-oper
ating with the buildings and structures committee on 
shop design. 

After a general discussion of t he subject was had 
the details were divided among the two committees and 
several subjects on which it is necessary to have in
formation were outlined so that this could be obtained 
as soon as possible. The two committees will hold a 
joint session again some time in March. 

Association Aiding I. C. C. in Determination 
of Depreciation Allowances 

ON FEB. 5, 1921, the committee on a standard 
classification of accounts held a meeting at asso

ciation hea:dquarters, in accordance with action taken 
by the executive committee of the American Association, 
to consider the subject of depreciation as prescribed in 
the transportation act of 1920. Those present were 
H. L. Wilson, Boston Elevated Railway, chair man ; 
Robert N. Wallis, Fitchburgh & Leominster Street Rail
way, and P. S. Young, Public Service Railway, New
ark, N. J. 

The transportation act of 1920 amends section 20 of 
the act to regulate commerce by providing that the 
Interstate Commerce Commission is to prescribe the 
classes of property for which depreciation charges may 
properly be included under operating expenses and the 
percentages of depreciation which shall be charged with 
r espect to each of such classes of pr operty. The carriers 
subject to th is act are not allowed to charge to operating 
expenses any depreciation charges on classes of property 
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or a percentage other than those prescribed by the 
commission. 

The depreciation section of the Interstate Commerce 
Commission asked the co-operation of the American 
Association in the determination of these depreciation 
allowances and at the Chicago meeting of the executive 
committee the matter was referred to the committee on 
a standard classification of accounts. The committee 
discussed the subject generally and decided that it was 
necessary to have a conference with F. S. Fowler, chief 
of the depreciation section of the Interstate Commerce 
Commission, before it could proceed further with the 
work. 

Engineering Executive Committee Meets 

AFORMAL meeting of the executive committee of 
the Engineering Association was held at associa

tion headquarters on March 1, 1921, to consider special 
matters that had come up since the last convention. 

Among those present were: President W. G. Gove, 
Brooklyn Rapid Transit Company; C. H. Clark, the 
Cleveland Railway; H. A. Johnson, Metropolitan West 
Side Elevated Railway; C. S. Kimball, Washington Rail
way & Electric Company ; A. B. Stitzer, Republic Engi
neers, New York; J. W. Welsh, special engineer of the 
association, and E. B. Burritt, secretary. 

Among the matters discussed was that of the resig
nation of First Vice-President C. L. Cadle, who is now 
s uperintendent of public works, State of New York. 
Under the terms of the constitution and by-laws it is 
within the power o:( the executive committee to fill this 
vacancy. The consensus of opinion, however, was not 
to fill the vacancy at this time and therefore any action 
was unnecessary. 

J. W. Welsh reported on the work of the several 
s tanding committees. His report indicated that mat
ters were well in hand and that the work for the 
ensuing year was progressing satisfactorily. 

The standing committees had requested executive 
action be taken on several subjects. The committee on 
power distribution had asked for approval of the Ameri
,can Institute of Electrical Engineers being appointed 
sponsor for the specifications of aluminium wire, which 
was granted. 

The request of the committee on way matters for per
mission to co-operate with the American Society for 
Municipal Improvements in the discussion of pavements 
and tracks in general was granted. 

A plan was developed whereby the existing stand
ards of the association may be brought promptly before 
the American Engineering Standards Committee for 
their approval. Under thi s plan each chairman of a 
s tanding committee will select such of his own ex
isting standards as he desires to submit. Each 
standard in the list, accompanied by a history drawn 
in accordance with the rules of the committee, will be 
submitted to the Standards Committee of the asso
ciation at its next meeting. After the selection has 
t he approval of the last-named committee the matter 
will be turned over to the association's representative 
on the American Engineering Standards Committee for 
p resentation to that body and approval. 

The executive committee voted power to the presi
dent to appoint, with the secreta ry of the American As
sociation, representatives with power to act on matters 
before the American Engineering Standards Commit
t ee. On this bas is the appointment of Martin Schreiber 

as the official representative of the association, A. B. 
Stitzer as the association's representative on the sub
committee on terminal markings, C. R. Harte and F. J . 
White as t he association's represent at ives on t he sub
committee on wires and cables and C. W. Squier as the 
representative on the subcommittee on standardization 
of pipe flanges and fittings were approved. 

It is planned to hold the next meeting some t ime in 
the ear ly pa rt of June. 

Cost of Freight Traffic to Be Studied 

THE joint T . & T. a nd Accountants' committee on 
express a nd freight traffic promotion and costs 

met at association headquarter s on March 2 to plan an 
investigation as to what freight t raffic on electric rail
ways actually cost s. 

Those present wer e F . W. Coen, Lake Shore Elec
tric Railway Company, chairman ; A. R. Baxter, 
Indianapolis & Cincinnati Traction Company; T. C. 
Cherry, Rochester & Syracuse Ra ilroad Company; J. 
H. Crall, Terr e Haute, Indianapolis & E astern Trac
tion Company ; L. T. Hixon, Terre H a ute, Indianapoli s 
& Eastern Traction Company; L . E. Lippitt, Auburn & 
Syracuse Electric Railroad Company; C. K. Savery, 
Connecticut Company; T . H . Stoffel, Westinghouse 
Electric & Manufacturing Company ; C. E . Thompson, 
Chicago, North Shore & Milwaukee Railroad ; A . F . 
Van Diense, Columbus, Delaware & Marion E lectric 
Company, and W. K. Zinmeister, Rochester & Syracuse 
Railroad Company. 

The committee considered the classification of ac
counts prepared by Mr . Zinmeister, made certain cor
rections and extensions and finally approved a form 
of classification which will be forwarded t o a selected 
list of companies doing freight or express business. 
They will be requested to keep their freight and ex
press accounts in accordance with this classification 
for a period of three months beginning March 1. The 
purpose of this phase of the committee's work is t o 
secure actual figure s as t o what the cost of this service 
would be. 

The chairman will assign to various members of t he 
committee the duty of taking up the question of the 
adoption of this classification personally with execu
tives of companies in thei r t erritory. 

February Bulletins Now Available 

SIX special reports and compilations were prepared 
by the Bureau of Information and Service of the 

American Association du ring February. One is a com
parative financial stat ement of a large group of elec
tric railway companies for 1920 compared with 1919. 
A second is a summary of replies on the free trans
portation furni shed to employees and others. The third 
is a supplement to the previous compilation on one
man cars, giving information from s ix additional com
panies. 

The t itles of the other reports follow: "Analysis 
of Labor Agreements of Interurban Companies," "Ef
fect of Establishment of 10-Cent Cash Fare," "Percent
age of Ticket Passengers a nd of Free Transfers for a 
Number of Companies Having Various Cash and Re
duced Ticket Rates of Fare." 

In addition, up-to-dat e supplements have been pre
pared to the bulletins on wages of trainmen, cost of 
living and fares. 
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Meeting of Way Committee Well Attended 

A MEETING of the committee on way matters was 
held at the association headquarters in New York 

City Feb. 23. The entire personnel of the committee, 
with one exception, was in attendance, and this one was 
excused from attending due to his long distance from 
New York. Those present were R. C. Cram, Brooklyn 
Rapid Transit Company, chairman; H. A. Abell, New 
York State Railways; C. A. Alden, Bethlehem Steel 
Company; Victor Angerer, William Wharton, Jr., & 
Company; W. R. Dunham, Jr., the Connecticut Com
pany; E. B. Entwistle, Lorain Steel Company; H . F. 
Flowers, Differential Car Company; H. H. George, P ub
lic Service Railway; W. F. Graves, Montreal Tramways; 
E. M. P. Ryder, Third Avenue Railway, and T. B. Skel
ton, Metal & Thermit Corporation. Others present who 
were invited to furnish information and co-operate with 
the committee were H. A. Benedict, Public Service Rail
way; J. C. Jameson, Dayton Meehan ical Tie Company; 
H. F. A. Kleinschmidt, Lorain Steel Company; C. W. 
Squier, ELECTRIC RAILWAY JOURNAL, and R. w. Steiger
walt, Carnegie Steel Company. 

A general discussion of the eight subjects on which 
this year's way committee is to report took place and 
the further procedure necessary for following the pro
gram wa·s outlined. The discussion on results obtained 
from arc-weld joints showed that these vary to quite 
an extent, and it was the general opinion that the skill 
of the operator had a very important effect on the results 
obtained. 

In connection with the subject of substitute ties for 
use in paved street s J. C. Jameson was invited to outline 
the adva11ces and results obtained from installations 
using the Dayton mechanical ties. Other manufacturers 
have been asked to present similar information regard
ing their products at subsequent meetings of the way 
committee. The committee decided that other manu
facturers of substitute ties are to be asked to supply 
the committee with a list of users and that the sub
committee on this subject is to prepare and send out a 
questionnaire to these users for obtaining additional 
information. 

In the discussion of the possible advantages of curved 
contours for treads of new wheels H. A. Benedict rep
resented the committee on equipment and presented 
blueprints of a large number of contours taken from 
worn wheels, which had been prepared by R. H. Dal
gleish, chief engineer Capital Traction Company, Wash
ington, D. C. H.F. Flowers, chairman of the way sub
committee on this subject, presented some blueprints 
arranged to show the theoretical advantages of a curved 
contour as they appealed to him. After an animated 
discussion of the subject, the committee decided that 
discussion and theorizing would produce no beneficial 
results, but the most advantageous course would be to 
have tests made in actual operation and thus determine 
results from practical consideration. The committee de
cided to leave the making of further tests and their 
following up to the committee on equipment. 

The subcommittee on specifications for special track
work reported progress and expects to have a report 
ready for discussion at the next meeting. 

Under the subject of standardization of frogs and 
track center distances it was decided to recommend for 
adoption as "Recommended Practice" the eight dis
tances as proposed in the 1920 way committee report, 
t hese to be recommended for use in special trackwork 

layouts for all track gages. The subcommittee sub
mitted tables and data in connection with the standardi
zation of branch-off frogs and was requested to prepare 
same in suitable form for publication as a progress 
report. Similar tables and plans covering a proposed 
standard method of design for car clearance curves, 
using association spirals, were submitted and referred 
back for further study along suggested lines. 

Considerable progress was made in the study of a pro
posed revis ion of the recommended design of layouts 
for switches and mates. Certain of the switches are to 
be proposed for raising to standard and certain others 
are to be dropped, if the report of the committee is 
accepted by the association. Some of the switches are 
not now used and others have but little use, according 
to data which the subcommittee has secured. 

The subject of standardizing frog angles in crossovers 
and turnouts was brought up and referred to the sub
committee, with the view of reconciling the slight 
differences now found in the designs of the several 
manufacturers. There appears to be no good reason 
why the same frog angles should not be used by all 
companies. 

In connection with the subject of wood preservation 
the subcommittee was ordered to complete its proposed 
questionnaire for issuance as soon as possible. The 
subcommittee has made great progress in assembly of 
specifications for preservative oils, analysis and treat
ment methods. It is hoped to arrange for co-operation 
with several other national societies which have the 
same subject in hand. 

The committee expects to meet again on April 6. 

Camden Company Section Meets 

T H E monthly meeting of the Camden company sec
tion, No. 13, was held on Feb. 17. The speaker of 

the evening was William A. Searle, secretary-manager 
of the Chamber of Commerce of Camden, who in an 
interesting and instructive discourse spoke of the Cham
ber of Commerce as an institution that takes an interest 
in everybody's business without selfish motives, but 
with the main object of serving the city in all capacities. 
The speaker then considered the transportation situa
tion from the point of view of a person outside of the 
railway organization, looking in, instead of on the in
side, looking out. He showed how the motormen and 
conductors can by their courtesy to the patrons of the 
road and by their personal appearance restore the con
fidence of the public in the railways. 

The slogan that Mr. Searle suggested was "A Voice 
with a· Smile." Another suggestion worthy of serious 
consideration was that of having a "Good Morning 
Week." He brought out that a way to seek a personal 
touch with the patrons of the lines is to have a card in 
the car to inform the public whether it wa'S "Dick" 
Jones' or "Fatty" Arbuckle's car on which they obtained 
efficient service and received courteous treatment. In 
driving home his point he did not offend the rank and 
fi le of the men; on the other hand they liked his line of 
argument and were not afraid to come back in the same 
spirit. 

Martin Schreiber, manager Southern Division Public 
Service Railway, in closing the meeti.ng, stated how im
portant it is to hear both sides of the transportation 
question and called attention to the fact that for three 
days 400,000 passengers had been carried in the South
ern Division daily without a single delay. 
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Mayor Denounces Council 
Chief Executive of Seattle Objects to 

Declaration that the Municipal 
Railway Is Making Money 

The City Council of Seattle, Wash., 
has adopted a resolution, with only one 
dissenting vote, declaring that the re
ceipts of the Municipal Railway under 
the present 8~-cent fare are adequate 
to pay all wages, maintenance and in
terest charges, and leave more than 
$1,000,000 a year to m eet the first 
redemption payment on the $15,000,000 
of bonds issued in payment for the rail
way system. The resolution added 
that it was not the intention of the 
Council to resort to taxation to support 
the railways, unless it was expressly 
directed to do so by vote of the people. 
The measure declared that figures based 
on thirty-four days' receipts up to Feb. 
10 showed the lines would make $1,060,-
000 a year above interest charges. 

Mayor Hugh M. Caldwell, in discuss
ing the resolution, denounced the City 
Council for its action in passing such 
an ordinance. Mayor Caldwell said: 

The action of the Council in passing the 
resolution is directly opposite to the r ecom
mendations of the grand jury. Instead of 
taking or a uthorizing som e action t o obtain 
relief from the present contrac t this is de
s igned more secure ly to f aste n it upon u s. 
The resolution will doubtless make its a p
pearance in the litigation now p ending. The 
people may find some solace in the f ac t 
that the resolution of the Council a t least 
agrees with the grand jury r eport in so far 
as it finds that the street railways a r e 
being properly managed. 

The resolution ignores the report of .th e 
dty comptroller showing that the ci t y ex
pended from the general t ax r evenues in 
1919 on account of the municipa l r a ilway 
properties $105,725, and for 1920, $117,803, 
and that estimated on the budget for 1921 
the city intends to exp end from the same 
.source for the same purpose an add iti onal 
$182,777, or for the two years and a frac
tion, from the general tax revenues for the 
nine months of 1919, for 1920 and 1921 , 
$406,305, unless perchance the $182,000 ex
penditure for 1921 is restrained by the 
court. 

I have not been able to find in the resolu
tion even an optimistic forecast of when 
the $83,000 h er etofore borrowed from the 
general fund may find its way back to that 
fund. 

COUNCIL'S FIRST COMMENT 

The resolution was the first expres
sion by the Council on the railway 
situation since the grand jury and 
Mayor Hugh M. Caldwell reported 
some weeks ago on their investigations 
of the city's purchase of the lines. The 
ordinance was referred to the utilities 
and finance committees without debate. 
The text follows: 

Whereas, the financial co ndition of the 
Municipal Street Railway syst e m is being 
misrepresented to the discredit of said sys
tem and of the city ; and, 

Whereas, in fact the r eceipt s of said 
Municipa l Street Railway system during 
thirty-four days, up to and including Feb. 
10, 1921, a nd including the last day's opcra
t:on under the 6¼-cent fare, aggregated 
the sum of $624,525, a d a ily average of 
$18,368.30, or an indicated annual r eceipt of 
$6. 704,642 ; a nd, 

"\Vherea~. the average of the expenditures 

PERSONAL MENTION 

fo1· November and Dcccmbe1·, 19 20, J anuary, 
1921, a ml estimated expenditure fo1· Feb-
1·uary, 1921 , will approximate $470,000 a 
month, which said sum includes a monthly 
a llocation of inte1·est on a ll utility and gen
e ral bonds issued in connection w ith the 
municipal str eet railwa y system, or a pros
pective a nnual expenditure of $5,640,000, 
including all of such inte1·est, indicating 
that during· o ne year's operation on the 
present rate of fares, with s imilar 1·0cc'pts 
a nd expenditm·es, there will be a balance 
r emaining for application towanl the pay
m ent of principal on outstanding bonds 
approximating $1,060,000, or that on March 
1, 19 22, there will b e a n approx ima t e bal
a nce of $1,220,000 for such purposes ; and, 

Whereas, the expen ses of said Municipal 
Street Railway system are decreasing ; and, 

Whereas, the expe1·icnce of the Mun ic ipal 
Street Railway has shown tha t Janua1·y 
a nd Februa1·y are two of the poorest 
months of the yea1· from a revenue s t a nd
point; a nd, 

Whereas, it is apparent from th e fore
going that the revenues to be derived from 
the Municipal Street Railway system will 
be more tha n sufficient to meet a ll a mounts 
properly chargeable thereto. Now. the re
fo1·e, 

MUNICIPAL RAILWAY UP AGAINST 
STONE WALL, SAYS SEATTLE 

"TIMES" 

Be it resolved, by the C ity Council of 
the city of Seattle, that the city railway 
fund ,is a solvent fund, a nd will be more 
than a ble to meet all lawful charges against 
the same. 

Be it further resolved, that it is not the 
intention of the City Council of the city 
of Seattle to resort to taxation or to any 
fund dependent thereon for the purpose of 
maintaining or operating said Municipa l 
Street Railway system nor to pay a n y 
utility bonds, or interest thereon, by taxa
tion or from a n y fund d ependent ther eon, 
unless expressly directed so to do by vote 
of the qualified e lectors of the city. 

Another Wage Cut Proposed 
Officials of the Manchester (N. H .) 

Street Railway have proposed a gen
eral 20 per cent reduction in the wages 
of all employees to become effective on 
April 1. 

Approximately 300 employees will 
be affected. The present rates for 
trainm~n are 60 cents an hour after 
one year of service. Officials of the 
company do not anticipate any imme
diate reduction in the fare, which is 8 
cents. 

This rate, the officials claim, is now 
larger than in most New England cities. 

$4,000,000 Electrification Plan 
Municipal Delegates Consider Change 

in Power on 80 Miles of Grand 
Trunk Railway 

Delegates from all of the municipali 
ties served by the London, Huron & 
Bruce branch of the Grand Trunk Rail
way, operating between London and 
Wingham, Ont., convened at London on 
Feb. 23 to consider a proposal to elec
trify the line as a hydro radial similar 
to the present London & Port Stanley 
Railway. 

DOMINION GOVERNMENT TO BE 
APPROACHED 

They unanimously adopted a resolu
tion requesting the Hydro Electric 
Power Commission of Ontario to "ap
proach the Dominion Government with 
a view to acquiring, leasing or securing 
r unning rights over" the road "on behalf 
of the municipalities through which it 
operates"; and also requesting the 
power commission to supply the munici
palities interested "with a report show
ing the estimated cost of the line, elec
trified, and equipped for satisfactory 
service, together with estimates of the 
probable future earnings, operating 
costs, etc., as provided for by the hydro 
radial act." 

It will now be necessary for the in
dividual municipalities to adopt the 
same resolution before action can be 
taken by the commission. 

The proposal for electrification was 
first advanced by Vice-Chairman Philip 
Pocock of the city of London Commis
sion in charge of operation of the Lon
don & Port Stanley Railway. The meet
ing which followed was held under the 
auspices of the London City Council 
and Chamber of Commerce. All of the 
delegates defined their attitude as 
favorable to the scheme if its feasibility 
from a financial standpoint is proved by 
the reports of engineers that are now 
to be secured. 

OPPOSITION TO SCHEME ALLEGED 

Louis A. Wood, professor of econom
ics of the faculty of Western Univer
s ity, London, Ont., basing his compu
tations on the percentage increases in 
costs of the principal materials re
quired, and the fact that electrification 
of the London & Port Stanley Railway 
cost $20,000 a mile six years ago, de
clared that the cost of the London, 
Huron & Bruce enterprise would be 
$50,000 a mile, or a total of $4,000,000 
for the 80 miles between London and 
Wingham. His calculations were dis
puted. The allegation was made that 
anti-public ownership interests are al
ready further distributing literature 
among rural councils and farmers' 
clubs in an effort to kill the scheme. 
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The movement is regarded in Ontario 
as having political aspects of a most 
important character in view of the fa ct 
that Premier Drury, as chief of the 
United F armers' government now in 
power in that province, has held up all 
hydro-radial plans of the Hydro Elec
tric Power Commission pending receipt 
of the findings of a government royal 
commission that has been g iven widest 
powers to conduct an impartial investi
gation. 

RURAL DISTRICTS FAVOR PLAN 

All rural delegates at the London 
convention declared that their munici
palities would vote the necessary funds 

of the fact that the whole Grand Trunk 
system is now being taken over for in
corporation in the Canadian National 
Railways. 

Disastrous Fires in Boston 
and Levis 

Fir e losses of $630,000 were sus
tained recently by the Boston (Mass.) 
Elevated Railway and the Levis County 
Railway, Levis, Que., in conflagrations 
which destroyed carhouses of these 
companies. The Boston fire caused a 
loss of $400,000 to the Boston "L" and 
the Levis County fire caused a loss of 
$230,000 to the Levis County Railway. 

©International Film Service 
THE T""ISTED WRECK AGE OF THE B OSTON CARS 

if the report proved fa vorable. The 
rural districts are also keenly anxious 
to participate in the benefits of dis
tribution of electricity generated at 
Niagara Falls, and the hope is held out 
that the extra load consumed by the 
railroad would cut farm power costs $5 
to $20 a horsepower a year. 

Several United Farmers' Clubs, which 
are the source of Premier Drury's 
power, have assumed the attitude that 
the project in all its ramifications must 
be proved to them to be highly desir
able before they will approve it, while 
a few others are as yet undecided in the 
matter. 

The road would have to be acquired 
from the Dominion Government because 

Details of the rolling stock destroyed in 
the fires were published in the ELECTRIC 
RAILWAY JOURNAL for Feb. 26, pages 
415 and 429. The fires were particu
larly disastrous, the damage which they 
did completely destroying the plants as 
is indicated in the accompanying illus
trations. 

The equipment destroyed in the fire 
at Levis included fifteen cars, four 
sweepers and two plows, representing 
the entire rolling stock of the company 
with the exception of six cars. The 
equipment which was destroyed at 
Boston included twenty-three articu
lated cars, eight semi-convertible cars, 
four trailers and four miscellaneous 
cars on plows. 

Mayor Couzens Pleased 
Detroit's Chief Executive Well Satisfied 

with Municipal Railway Progress 
-First Lines Now Open 

In Mayor Couzens' recent message to 
the City Council of Detroit, Mich., in
teresting data were presented relative 
to the activities of the city of Detroit 
in constructing the municipal railway. 
The policy of the administration on 
railway matters for 1921, according to 
the Mayor, will be that announced in 
1920 and approved April 5, 1920, by 63 
per cent of the voters. 

RAILWAY'S IMPROVEMENT SHOULD NOT 
BE HINDERED 

The fact is recalled that during the 
past two years $65,000,000 has been 
appropriated for public improvements, 
including $15,000,000 for the municipal 
railway. It is stated that while the 
present problem is to reduce general 
expenditures to a minimum by busi
ness-like judgment the progress of pro
grams already under way should not be 
hindered. 

On Dec. 30 last the Street Railway 
Commission had presented by its man
ager figures showing that the railway 
plan under which they have been work
ing is financially correct as to construc
tion estimates made to the people at 
the election April 5, 1920. The 18½ 
miles of track built during the past 
nine months have cost, including the 
overhead, between $95,000 and $97,000 
r,, mile. The commission is now in a 
position, however, whereby it may build 
the best type of railway construction 
for $62,649 per mile. 

PROGRESS EXPECTED BY END OF YEAR 

Considerable trackage to be built dur
ing the coming spring and summer in 
unpaved streets may be built for as low 
as $35,000 a mile. This will bring the 
average cost of the construction of the 
100.75 miles of track proposed in the 
A and B groups in the ordinance ap
proved last April to a price consider
ably below the $70,000 figure estimated 
last April when the plan was proposed. 

The Mayor stated that the construc
tion progress to date shows that the re
maining 62 miles of track in the A and 
B groups can be built by Dec. 1 of this 
year. 

The first section of the Municipal 
Railway is now in operation. 

T W O PICT U RES SHOWING DEVASTATION BY FIRE AT LEVIS 
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Lower Wages and Fares Planned 
Trustees of Eastern Massachusetts Street Railway, Operating 

730 Miles, Plan to Rewrite Union Contract 

The trustees of the Eastern Massachusetts Street Railway, Boston, Mass., 
have notified their employees who are members of the Amalgamated Associa
tion that they do not intend to renew the existing contract as to wages and 
working conditions. This contract expires on May 1. The trustees sent a 
formal letter to the secretary of the joint conference board of the Amalgamated 
copies being furnished to all the local papers. ' 

T HE trustees call attention to the 
fact that the present wage scale 
was established as a result of ar

bitration last September, giving the 
men a 20 per cent increase based upon 
the then estimated increase in the cost 
of living. The trustees now contend 
that this cost of living has decreased 
more than this percentage, that wages 
in many industries have been decreased 
in accordance with living costs and that 
the public has a right to expect the 
wages of the railway employees to be no 
exception. 

The reduction in wages is justified, 
in the opinion of the trustees, by the 
fact that the United States Labor 
Bureau of Statistics and other authori
ties figure that the cost of living has 
declined more than 20 per cent since 
May 1, 1920. 

BACK TO OLD WAGE 

This reduction will make the basic 
wage what it was prior to the award 
of the arbitration board of Sept. 11 
last, which award was retroactive to 
May 1. An outline of this award was 
given in the ELECTRIC RAILWAY JOUR
NAL. 

The present scale paid is 56 cents an 
hour for the first three months' service, 
58 cents an hour for the next nine 
months, and 62 cents an hour there
after. Prior to the adoption of this 
scale the rates were respectively 46, 
48 and 51 cents an hour. The last in
crease. was approximately 20 per cent, 
and with the bonus of 5 cents an hour 
for one-man cars increased wages 
$1,400,000 a year. 

This is the first step in New Eng
land toward a reduction in electric 
railway wages, and it is said that a 
return to the 5-cent fare is the ultimate 
object of the trustees. The trustees 
a~so plan to reduce fares in many places 
simultaneously with the reduction in 
wages'. 

UNION PLANS COUNTER PROPOSITION 

The presidents of the carmen's unions 
have declared that the men will not 
willingly submit to the cut in wages. 
The union plans to take up the matter 
in special meetings and offer a counter 
proposition and endeavor to secure its 
acceptance by the company. Un
d?ubtedly the controversy will be ear
ned to an arbitration board if an 
amicable settlement cannot otherwise be 
secured. 

In their letter the trustees said• 
The existing a greem ent between. this 

company anrl the Ama lgama ted Associ a tion 
!~~ qie f eJ{ra l divis:ons ther eof n;ns up to 

m e 11 ng Ma y 1, 19 21. Th P publi c 
t r u s tees h ereby notify you tha t th e com -

pany does not desire to 1·enew said a gree
ment a nd that effective May 2 1921 it 
c~ncels an!f terminates each and every s ec
t10 n of said agreement 

The public trustees hive taken this action 
beca~l:!e experience has proved that many 
cond1t1ons. of the existing agreement have 
been detrimental to the best interests of 
the car riders and make it extremely diffi
cult to operate this street railway efficiently 
a nd for the benefit of the public. 

1:he. company W!ll take up with your a s 
sociat10n at a ny time the subject of a n ew 
agreem ent much simpler in form than the 
present agreem ent. 
. Last September an a rb itration award 
increased wages of employees of this com
pany 20 per cent, effective from May 1 1920 
to Ma_y 1 , 19 21. This increase was 'based ~f2S. increased cost of living up to Ma y l, 

According to the United States L a bor 
B ureau of S~a!istics and other authorities 
the cost of hymg has decl ined more tha n 
20 per cei;it smce May 1, 1920. 

Wages m practically every industry have 
b<:en and a r e being reduced in accordance 
with the. decrease in the cost of living and 
the pubhc naturally has the right to expect 
that wages of street railway employees 
sh a ll b e no exception. 

If street railway wages remain at high 
war levels _while the wages of every one 
else are b emg reduced substantially lower 
car fares will b e impossible. 

Therefore, w e a.dvise you that on a n d 
aft er May ~. 1921 ,. the basic rates of war,-es 
tha_t prevailed prior to the last increase, 
which became effective May 1 1920 will be 
restored ; the differential for' one-man car 
opera tors will remain at 5 cents 

Fares will be reduced in every district 
on. the Bay 1?tate System on the day when 
this change m wages takes effect. 

The contemplated reductions will 
affect not only the men employed in 
the car service but also the men in 
other capacities, such as power house 
men, linemen, laborers and other classes 
whose pay now ranges from 62 to 92 
cents an hour. They would also be 
returned to the same basis as before 
the Ogburn arbitration board's award. 
Though all these classes are not treated 
as members of the union their wages 
are maintained in proportion thereto. 

Service-at-Cost Grant Passed 
in Findlay 

By a vote of six to one a service-at
cost railway franchise has been granted 
to the Toledo, Bowling Green & South
ern Traction Company by the City 
Council of Findlay. Under the terms 
of the new agreement the initial fare 
on the lines in Findlay is to be 8 cents 
an increase of 3 cents over the present 
fare. A stabilizing fund of $20,000 is 
set up to regulate fares. 

A commission of three members will 
control service on behalf of the city. 
The commissioner is to be the service 
director of the city. 

The company will receive an annual 
return.of 7 per cent upon the property 
yaluat~on. The company has ten days 
m which to accept or reject the new 
ordinance. 

Councilman J. W. McCormick dis
sented on the passage of the ordinance. 

He has threatened to call a referendum 
on it. He said opposition had been 
growing because the plan released the 
company from paving between tracks. 

Mayor T. M. Mitchell signed the 
ordinance and sent it to the company 
on Feb. 17. It has since been accepted 
by the company. 

Senator Has His Inning 
Mr. Johnson Appears Before Committee 

at Albany in Opposition to 
Utility Bills 

Supporters of the public utility legis
lation fostered by Governor Miller of 
New York outnumbered by far the 
opponents of the relief measures at the 
public hearing at Albany on March 2. 
Mayor John F. Hylan, Comptroller 
Charles L. Craig and President F . H . 
La Guardia of the New York Board of 
Aldermen were on hand to oppose the 
Governor's bill. United States Senator 
Hiram W. Johnson of California, re
tained by the Hylan Administration to 
fight the Governor's transit program, 
easily was the star orator of the oppo
sition. Spokesmen for several up-State 
cities appeared, a majority going on 
record as opposing the bill. 

Former City Comptroller William A. 
Prendergast bore the brunt of Senator 
Johnson's attack. In answer to the 
charge that Governor Miller's bill en
dangered the principles of home rule, 
Mr. Prendergast showed that on one 
occasion Mayor Hylan himself had 
appeared in opposition to a bill to end 
" Death Avenue" in New York and 
caused the power to settle the matter 
to be taken from the Board of Esti
mate. 

Aligned with Mr. Prendergast 
were former Comptroller Herman A. 
Metz, former State Tax Commissioner 
Martin G. Saxe, Joseph Levenson and 
Mrs. Francis H. Kelly, all from New 
York. 

There were fewer than a dozen 
speakers for the opposition. Its prin
cipal spokesmen, besides Senator John
son, were Comptroller Craig, Alder
manic President La Guardia, Corpora
tion Counsel John P. O'Brien of New 
York, and Mayor George R. Lunn of 
Schenectady. 

Senator Johnson declared that the 
Governor's bill violated both the State 
and the Federal Constitution in that it 
proposed to confiscate the 5-cent fare , 
which was "a property right of which 
the people of the city cannot be de
prived, except with the consent of the 
city." 

Senator Johnson said that the r emedy 
of the city's transit evils was t o give 
it a fuller measure of home rule, a 
broader grant of power io manage its 
own affairs, including the transit situa
tion. 

On this point he said: 
This bill makes a m ocker y of home rule 

a n<:1 of sel_f-det erm ination. Who has the 
ultima te right u n der our institutions to 
govern ? Yo u may sa y t h a t th e c it y of 
New York m a y g overn itself ill. Tha t is no 
answer. Under our sys t em-in our democ
racy-every community h as the right to 
gover n itse lf as it S<"es fit-gover n itRP]f 
~veeihere p ray, bu t govern it self ill if it 
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Mayor Hylan fi led a brief setting 
forth his views. Comptroller Craig 
declared t ha t the city of New York had 
rights which antedated and rights the 
State had bestowed upon it, and which 
for this reason could not be taken away 
by the State. Among them, he said , 
was the right to say on what terms its 
public utilities should be operated. 
P r es ident La Guardia of the Board of 
Aldermen denounced the bill as a meas
ure " the dominent note and minor mo
t ive" of which was an increase in fares. 

Prior to the hearing, Governor Miller 
a ddressed a delegation from New York 
City, composed of several hundred men 
and women representing civic societies, 
t rade and taxpayers' organizations. H e 
did not attend the hearing. 

The hearing was had befo re the Sen
a te Public Service a nd Assembly Judici
ary Committees, which have cust ody of 

on the ordinance and according to 
the provisions of the city charter, it 
automatically g oes on t he ballot for the 
Apri l 4 election. 

Responsibility for Connecticut 
Wreck Not Yet Fixed 

No finding has as yet been reached 
in the matter of fixing t he bla me of 
the trolley accident which occurr ed near 
Shelton, Conn., on Feb. 22. An inquest 
was held F eb. 24 by the coroner. There 
wer e present a t this hearing E. I. 
Rudd, chief eng ineer of the U tilities 
Commission, with two a ssistant en
gineers; Manager P orter and Super 
mtendent Kibl ing of the Connecticut 
Company; Motorman Sherman and 
Conductor G. Mills of the northbound 
car , a claims invest igator and many 
passengers who escaped injury. T he 

r 

© I nternat i<>na l F i lm Service 

R U I N S O F CA R I N C OLLISION AT BRIDGEPORT 

t he Transit bill. At the beginning of 
t he hearing two hours were a llotted to 
each side to make its ar guments. 

Purchase Ordinance Passed 
at Detroit 

The ordinance pr oviding fo r the pur
chase of eight lines of the Det roit 
U nited Railway built under the day-to
day agreement was passed by the City 
Council on F eb. 24. It will go befor e 
t he vot ers at the elect ion on April 4. 
Approx imately 25 miles of t r ackage 
a r e involved in the proposed purchase. 

Construction work on the Harper 
A venue line was stopped by the Council 
before the road was ready t o operat e by 
rescinding the agreement under which 
t he line was being built . It is n ot in
cluded in t he lines na med in the pur
chase ordinance. 

P rovision for the payment for the 
day-to-day lines, if purchased, will be 
made from t he $15,000,000 bond issue 
voted las.t year. 

The service-at-cost ordinance passed 
out of the Counci l's hands with the 
expiration of the thirty days consider
ation period. No action was taken 

coroner 's verdict is not expect ed for 
several days. The evidence so far 
br ought out would seem t o indicat e 
t hat the in.flammable contents, of a 
package being carried by a passenger 
of one of the cars really was responsible 
for the high toll of deaths, now number
ing ten. The accompanying illustration 
shows how completely the superstruc
t ure of one of the cars was destroyed 
by fire following the collision . 

Municipal Ownership Election 
Upheld 

The Supreme Court of the United 
States on Feb. 28 declared legal t he 
election held last April at which the 
expendit ure of $15,000,000 was voted by 
residents of the city of Detroit , Mich. , 
for the construction by the city of an 
electric railway. T he case was carried 
to the Supreme Court by the Detroit 
United Railway aft er J udge Tuttle in 
the federal court a t Det roit had ruled 
that no federal question was involved. 
Judge Tuttle had been asked to enjoin 
the city from constructing the railway 
as provided in the plan sponsored by 
Mayor Couzens. 

News Notes 

B. J. Arnold Refuses to Quit.-In 
a letter written to Mayor Thompson 
of Chicago on F eb. 21, Bion J. Arnold 
refused to obey the Mayor's demand 
that he "cease to pretend to act" as 
t he chairman of the Board of Super
vising Engineer s. The Mayor had 
st a t ed t hat the board was without 
authority to act on transportation 
matters because the 1907 franchises of 
the companies had been cancelled. Mr. 
Arnold said he would continue to per
form his duties unt il he had been legally 
relieved. 

City Official Sentenced.-Charles L. 
Craig, Comptroller of the City of New 
York, was recently sentenced to sixty 
days in the Essex County Jail in N ew
ark, N. J., by Judge Mayer in the 
United States Distric t Cour t. Mr. 
Craig was immediately taken into 
cus tody but has been paroled pending 
a n appeal. The charge of contempt of 
court g rew out of a communica tion be
tween the defendant and Public Service 
Commissioner N ixon in which Mr . Cra ig 
is said to have assert ed that federal 
justice prohibited investigation by the 
city into the records of the Brooklyn 
Rapid Transit lines' receiver ships. 

Commission Measure Passed Over· 
Veto.-The veto by Governor Edwards 
of New Jersey of the bill creating a new 
three-man public u tility commission has 
been overridden by the Senate. As soon 
as the House passes the bill over the 
veto it will be a law, and it will then 
be t he duty of the Governor to nomi
nate the commission provided for. 
Under the bill , the power of removal of 
the boar d is t aken from the Governor, 
a nd it was because of this feature that 
Gover nor Edwards vetoed the measure. 
The members of the former commission 
were removed by the Governor. They 
ca rried the ca se against them into the 
courts a nd t he Governor was sustained 
in dismissing them. · 

Chicago Councilmen to Study M. 0.
Members of the local transportation 
committee of the City Council of Chi
cago have arrang ed to make a three 
weeks ' tour of investigation through 
western cities, starting March 4. 
Money for the trip was drawn from the 
traction fund which has been accum
u lated from payments made to the city 
during the past thirteen years by the 
Chicago Surface Lines. The committee 
will make a study of municipal owner
ship and operation of street railways, 
parking regulations, traffic rules, includ
ing those g overning one-way streets, 
and the skip-stop system. The Alder
men will visit Kansas City, Denver, 
Salt Lake City, Los Angeles, San 
F rancisco, Portland, Seattle, Vancouver 
and St. Paul. 
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LFinancial and Corpora~ 
-- - -

Mr. Seaman Loses 
Supreme Court Rules Against Him on 

One Count in His St. Louis 
Receivershi11 Suit 

The Supreme Court of the United 
States has overruled the petition of 
John W. Seaman, represented by At
torney Ephraim Caplan of St. Louis, fo r 
a writ of certiorari to review the de
cision of the United States Circuit 
Court of Appeals, which recognized the 
receivership suit filed by Samuel W . 
Adler against the United Railways, St. 
Louis, Mo., to the exclusion of Mr. Sea
man's earlier suit for a receivership. 

The motion for a writ of certiorari 
was filed in the Supreme Court on Dec. 
17. It was the second of two steps 
which Attorney Caplan took in appeal
ing from the Court of Appeals to the 
Supreme Court. The other and earlier 
step was an appeal in regular form. 
This appeal is still pending. It is not 
known when the Supreme Court will 
pass on it. 

In the Seaman receivership petition 
the United Railways was charged with 
waste of its assets and it was sought 
to hold individual directors responsible. 
While this suit was pending Mr. Adler, 
in April, 1919, filed a receivership peti
tion alleging merely that the company 
was insolvent. The company promptly 
admitted its insolvency and Judge Dyer 
granted a receivership decree and ap
pointed Rolla Wells receiver. 

Judge Dyer later announced that the 
appointment of the receiver was made 
under the Seaman petition. Before any
thing could be done to meet the re
quirements of the Seaman petition, Mr. 
Adler appealed from this decision and 
the Circuit Court of Appeals upheld 
him. This took the case away from 
Mr. Seaman and removed the require
ment for an investigation of the· com
pany's affairs before the receivership 
or for an accounting on the part of the 
directors. No move for any such in
vestigation has been deemed necessary 
under the present r eceiver. 

In the appeal petition, which is still 
pending, the Supreme Court is asked to 
overturn this action of the Court of 
Appeals and to reinstate the Seaman 
petition as the one under which the 
receivership is decreed. If this should 
be done Mr. Seaman's counsel would 
proceed with the movement for an in
vestigation and an accounting. 

Scaling Down of Capitalization 
Suggested 

T. Russell Robinson, manager of the 
Keene (N. H.) Electric Railway, has 
sent out to bondholders and stockhold
er s of the company a proposition for 
the reduction of the financial obliga
tions of the company by about 50 per 

cent and for obta ining $15,000 under a 
prior lien, to be used to purchase new 
equipment believed to be essentia l t o 
enable the road to continue in opera
tion. As a part of this plan the City 
Councils of Keene ha ve been asked to 
make a similar r eduction in a claim 
of about $4,800 against the rail way 
company. 

It is proposed that the payment of 
$80,000 of first mortgage 5 per cent 
bonds due on Oct. 1, 1920, be made by 
issuing the holders proportionally new 
first mortgage 7 per cent bonds of a par 
value of $40,000, to mature in twenty 
years, subject to a prior lien of $15,000 
car trust notes maturing in equal 
monthly payments over sixty months. 
If the bondholders consent to accept the 
new bonds aggregating in value 50 per 
cent of their present holdings, it is then 
proposed to reduce the 6 per cent pre
ferred stock of the company from $70,-
000 to $35,000 and the common stock 
from $75,000 to $35,000 and if neces
sary to issue 7 per cent bonds to a 
certain amount to aid in re-equipping 
the road. 

If the plan of rehabilitation pro
posed can not be carried out, the man
ager! appears to be of the opinion that 
the operation of the road cannot con
tinue for long, and in that case, the 
scrap value of the plant, with its build
ings and real estate , might be con
siderably under $50,000. 

The road comprises in the main 10 
miles of single track with turnouts, 
nine cars, two snow plows, carhouse, 
station and machinery and amusement 
park equipment at Swanzey. 

Massachusetts Commission Will 
Investigate Abandoned Lines 
The Massachusetts Department of 

Public Utilities has been ordered by the 
States Legislature to investigate and 
report on or before April 1, 1921, on 
the necessity and feasibility of restora
tion of service on abandoned street 
railway lines, and also to furnish a 
comparison of costs of transportation 
by street cars and auto buses. The 
order requires investigation of the fol
lowing specific points: 

1. vVha t lines of s treet rn ilwa y , w h e th e1· 
in ope r a ti on now or not. a r e n ecessa1-y t o 
promot e the public w elfa r e a nd con ven ie nce 
in the localities s e r ved ? 

2. I s it necessar y or adv is a ble t o p1·ov id e 
by legis la tion or othe rwi s e fo r the 1·estor a 
tion of s er v ice on a ny discontinued lines? 

3. I s it necessa r y or a d vis a ble t o prov irle 
by legis la tion or oth erwis e for the co ntinu 
a nce of service on s treet r a ilways no w in 
oper a tion a t a popula r unit f a r e , w ith th e 
a dditiona l cost t o be b orn e by th e public' , 
a nd, if so , h ow s h o uld t he cost be a ppo1·
tioned '! 

4. I s it a d v is a ble t o p rov id e b y legis la 
tion fo r the Comm onw ea lth t o ow n a n<.l 
oper a t e lines d eem ed necess a r y fo r th e pub
lic welfa r e a nd convenie nce? 

The department plans to hold a p ub
lic hearing at an early date. 

Three Charters Sought 
Recei ver of S hore Line Seeks to Ex

pedite Retention of Branches in 
Operation 

Division of t he Shore Line E lectric 
Railway of Connecticu t into three parts 
in order better to dispose of the prop
erty and to enable it to continue opera
tions is provided in a bill on which there 
was a hearing in Hartford on Feb. 24 
before the committee on ra ilroads of the 
General Assembly. Robert W. P erkins, 
the receiver, asks for three charter s, 
each charter to apply t o a section of 
the road. 

Edward M. Day, counsel for Mr. 
Perkins, said tha t the line from New 
Haven to Saybrook to Chester had not 
been opera t ed la tely and a section of 
trackage had been sold to Louis Levin
son New York City; that the line in 
Sto~ing ton and Groton was n ow being 
operated, and that the section fr~m 
Norwich to Westerly was in partial 
operation though its discontinuance had 
been authorized by the court. 

Mr. Day said the receiver could not 
sell the entire system, nor sell sections 
of it and give the purchasers the right 
to operate, because the charter covered 
the whole system. The passage of the 
bills before the Legislature would en
able syndicates to purchase the prop
erty very cheaply and to continue its 
operation. 

ORIGINAL PURCHASER IN DEFAULT 

Mr. Perkins stressed the point that 
it was impossible to r eorg anize and 
operate the system as a whole. The 
rails from Chest er to New Haven, pur
chased by Mr. Levinson, were to have 
been taken up by Dec. 31, but Mr. Lev
inson had not done so. Mr . Perkins said 
that h e would like to see Mr. Levinson 
restore the section to operation. 

Marion W. Davis, East Lyme, said 
that he was anxious that trolley service 
continue for that town. The 6-mile 
line to Crescent Beach was used a g reat 
deal by summer residents. 

Charles L. Whittlesey, New London , 
speaking on the advantage of separ~t
ing the Niantic-Crescent Beach ~me 
from the New London-Flanders sect10n, 
said that 85 per cent of the traffic was 
now on the Flanders line while the r e
mainder was for the branch line which , 
he said, was run at a loss last summer . 

POSSIBILITY OF JU N KING ROAD 

Mr. Da vis said that the fare to New 
London was at present 40 cents and 
that he could not see why such a r a te 
should not pay on a run of 11 miles. 
Mr. W'ittlesey's answer was t hat t he 
Niantic section was not paying and t hat 
if some disposition could not be made 
of it between now and next sum mer i t 
would be ripped up and sold for junk. 

James A. Bathgate, a factory owner 
of East Lyme, believed t hat the com
plete line should be r eta ined fo r t he 
development of the community. Select 
man Charles Cone, East Lyme, said , 
that people would be content t o go with
out service when tra ffic was insuffic ien t 
to defra y the cost of operation. 
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Service Restoration Ordered 
Public Sen-ice Com mission Directs 

Syracuse & Suburban to Reopen 
Line-Autos Refused Rights 

The Syracuse & Suburban Railway, 
which suspended operations on Jan . 1, 
1921, owing to the alleged impossibil ity 
of continuing operations a t a profit, 
has been ordered to restore service be
t ween the town of Manlius and t he city 
of Syracuse on March 7. Public Serv
ice Commissioner John A. Barhite 
g r anted the order for the restoration 
of ser vice on the complaint of mem
ber s of the Town Board of Dewitt. 

The board maintained that the rail 
way had illegally suspended operations 
in not gaining the permission of the 
P ublic Service Commission a s r equired 
by law, in which it was upheld by the 
commissioner. Attorney P aul Shipman 
Andrews , who was said t o be the rep
resentative of bus lines inter ests, en
dea vored to impress upon t he judge 
that t he railway could give no assur
a nce of continua l and satisfactory 
ser vice, owing t o its financial condi
tion. 

Judge Ba rhite cited t he statement of 
the compa ny to t he effect that it con
t inued t o r ecognize the j urisdiction of 
t he commission and would t herefore at
tempt t o reorganize by t he stipulated 
dat e if weather conditions and equip
ment would permit. The commissioner 
stated that if it was t hen evident t hat 
t he company could not continue to 
operat e sati sfactor il y complaints could 
be brought against i t and the question 
taken car e of a t the pr oper t ime. 

C. Loomis Allen, general manager, 
sta t ed in r egard t o the possibil it y of 
f urther trouble in negotiating with em
ployees r egarding wages that if it be
came necessar y non-union m en would 
be employed, the Syracuse & Suburban 
forfe iting the right to operate in to th e 
ci t y of Syr acuse, fa r ther t han t he cor
ner of Montg omery and Fayette Street s. 
The car s were form erly oper ated over 
a section of the city lines by special 
a rrangement with the New York State 
Ra ilways, which employs a ll union 
workmen. 

Bus line inter ests were unable t o 
obtain franchises for the operation of 
automobile buses over the old suburban 
route, owing t o the fact that the town 
of Dewitt and the village of Manlius 
opposed any substitut ion for the street 
car s until it was proved that electric 
ra ilway service could not be regained. 

Cali fornia Tax Measure Attacked 
A bill similar to the so-called King 

t ax bill, previously passed in the Sen
a te of California , but defeated in t he 
Assembly , has been advanced for re
introduct ion and consideration in the 
Senate. This measure proposes to raise 
t he $14,000,000 deficit in t he state's 
budget for t he next two years by in
crea sing the tax rates on gross income 
of public service corporations 34.98 per 
cent (railroa ds, street railways, for 
example, from 5¼ per cent to a fraction 
over 7 per cent) and by increasing the 

t axes on banks, franchises a nd insur
a nce companies a like amount. 

The committees in the Senate and 
Assembly called upon the public utili
t ies t o be represented in an open hear
ing in order to discuss this taxation 
measure. These representa tives of t he 
p ublic service corpor ations, by their 
frank submission of f acts a nd figures, 
succeeded in defeat ing the bill a t its 
first int roduction . 

Public service corporations claim thi s 
bill unfair, unwise and unnecessary, as 
t he utilities are a lready taxed more 
in proportion to value t han other 
property. Should the King tax bill be 
approved the Pacific Elect r ic Railway 
would pay 130 per cent increase over 
the taxes it paid the st ate during the 
period 1915-1916 . 

The utilities consider the measure 
unwi se since it would compel them to 
raise their rates if they are t o show 
earnings which will attract capital fo r 
expa nsion. The measure is a lso con
s idered unnecessary if certa in econo
mies a r e practiced by the sta t e. A 
reasonable tax in this situati on is sug 
gested to be one related directly be
tween t he expense of creating and 
mainta ining the st a t e's system of pub
lic highways a nd those who derive the 
benefits t herefrom. For per manent im
provement s, which it is now sought to 
pay out of current r evenues, it is r ecom
mended t ha t bonds be issued. 

Si nce the adjournment of t he first 
session of t he Legislature, Governor 
Stephens has per sonally a nd actively 
stumped t he sta t e in favor of t he Kin g 
tax bill , endeavoring to obtain support 
of t his mea sure when it is brought up 
for reconsideration at the second ses-
s ion of the Legisla ture, convening on 
Feb. 24. 

Only $36,253 Available for Divi
dends in Louisville-Appraisal 

Proposed 
Stockholders of the Louisville ( Ky.) 

Ra ilwa y and the Louisville & Inter
urban Railroad re-elected direct ors and 
offi cers at t he annual meeting on Feb. 
16. J . P. Barnes, president, t old stock
holders that J. G. White & Company, 
New York, had been engaged t o make 
a detailed inventory and valuation of 
the company's u rban property to set 
at rest criticism that the company is 
overcapitalized. 

The bala nce available for dividends 
on stock at t he end of 1920, Mr. Barnes 
stated, was $36,253, a s com pared with 
$157,504 in 1919 and $424,108 in 1918. 
The operations during 1919 were af
fected by t he strike of employees, he 
pointed out. 

Mr. Barnes declared t he policies of 
t he director s a nd officers were shaped 
toward t he carr ying out of the follow
ing obligations: 

1. To render adequate service to the 
public of Louisville. 

2. To maintain an adequate living 
wage scale for our employees. 

3. To pay a reasonable r ate of re
t urn on the amount invested in the prop
erty used in the service of the public. 

Holding Company Eliminated 
$15,000,000 of Stock Wiped Out-Local 

Control for the Buffalo Company 
Under Mitten Management 

The board of directors of the Inter
national Railway, Buffalo, N. Y., on 
F eb. 25 closed a contract by which the 
Mitten Management, Inc., will super
vise the management and rehabilitate 
the International Railway property. 
The undertaking is very similar to the· 
arrangement under which so much has 
been accomplished during the past ten. 
year s in Philadelphia. 

DIRECTORATE UNCHAN GED 

The board of directors of Inter
nationa l Railway remains unchanged •. 
T . E. Mitten is chairman of the execu
t ive committee, H. G. Tulley will con
t inue a s president of International. 
Thomas Penney is the vice-president. 
and genera l counsel, Edgar G. Dickson, 
vice-pres ident in charge of operation , 
a nd C. A. Cha vel, auditor. Carl A . 
Weber is a ppointed secretary and 
treasurer . 

A careful a nd complete survey and 
analysis of the International system 
and service will be at once undertaken 
by Mitten Management experts under
direction of President Tulley, in an 
endeavor to g ive t o Buffalo t he best 
possible rai lway service. To that end 
t he suggestions and kindly co-operation 
of the car r iders and the community is. 
being solicited. 

The International Traction Company 
is now a thing of the past. Its 
$5,000,000 of pr ef erred stock and its 
$10,000,000 of common stock, issued at 
the time of the 1901 consolidation, have 
been completely wiped out. The stock
holders of t he underlying company, 
the Interna tional Railway, have been 
obliged to foreclose and t ake their
propert y back. 

Under t he plan of reorganization 
now made effective, the International 
Railway stockholders were required to
pay in new money. Near ly $4,000,000 
was needed to put the International 
Ra ilway in a position to pay its obliga
tion and to r elay worn out tracks so• 
t hat the city paving of streets might 
be no longer delayed. 

More t han one-half of the entire 
issue of International Railway stock is·. 
now owned in the city of Buffalo and 
vicinity. 

FORECLOSURE PREVENTED 

In the annual report the company's 
operating revenue for the year ending 
Dec. 31, 1920, is given as $11,294,117. 
Operation and taxes amounted to
$9,616,489, leaving an operating income 
of $1,587,628, which when added to the· 
non-operating income, makes a gross 
income of $1,657,207. This gross in
come is entirely wiped out by interest, 
r entals and amortization of discount. 

In setting forth the protective com
mittee's reorganization plan in detail it 
is remarked that the initial responsi
bility confronting the committee was to 
prevent a receivership or foreclosure of 
the International Railway refunding; 
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and improvement 5 per cent mortgage 
in case of default. The committee made 
loans to the company amounting to 
$2,070,189. This debt was afterward 
cancelled by the committee. This act 
r epresented in effect a contribution of 
t hat amount to the company. 

Permission to Sell Stock Ref used 
by Cleveland Council 

Permission to sell approximately 
$1,600,000 of Liberty Bonds held by the 
company is to be asked of the Cleve
land City Council by the Cleveland 
Railway according to announcement 
made by officials of the railway and 
Fielder Sanders, City Street Railway 
Commissioner. The bonds are to be 
sold at current market prices and the 
loss on them is to be amortized out of 
the earnings. 

If the City Council permits the sale 
of the Liberty Bonds, the money will 
be used to take up short time notes of 
the railway now held by Cleveland 
banks. These total almost $1,370,000. 
The proceeds of this loan have already 
been used in making extensions and 
improvements and all but $74,000 of 
the company's Liberty Bonds are 
pledged as collateral for the notes. 

The company's request to sell its 
Liberty Bonds comes as a result of the 
City Council's refusal to permit the 
company to sell $3,000,000 par value of 
new stock at 80 and to amortize the 
discount from par out of earnings. 

Opposition to the proposed sale of 
stock at 80 was led by the Cleveland 
Press. The paper insisted that the 
company should raise new capital 
t hrough the sale of bonds. The com
pany officials, however, are opposed to 
this and say that no extensions, im
provements or betterments can now be 
made. 

Receivers at Spartanburg 
George B. Tripp and J. B. Lee have 

been appointed temporary receivers of 
t he South Carolina Light, Power & Rail
ways Company, owners of the Gaston 
Shoals power development in Cherokee 
County, the gas plant, the street rail
way line and electric lighting system 
of the city of Spartanburg, S. C. The 
appointment was made by Judge H . H. 
Watkins of the United States Court of 
the Western District of South Carolina. 
Mr. Tripp is vice-president and general 
manager of the company and Mr. Lee 
is president of the Bank of Commerce, 
Spartan burg. 

The action of the court was in the 
case of the General Electric company, 
New York, complainant, against the 
South Carolina Light Power & Rail
ways Company, defendant, in which it 
is alleged the company is indebted to 
t he complainant in the sum of $13,358 
the payment of which sum has been 
duly demanded but remains unpaid. 

The court's order naming the receiv
ers concludes by directing the parties 
t o the case to appear on March 17 to 
show cause why the receivership should 
n ot be continued during the pendency of 
the suit. 

$1,333,811 Reduction in P. R. T. Income 
Deficit of Philadelphia Rapid Transit Under Five-Cent Fare Not 

All Made Up by Increased Fare 
The serious fina ncia l condition t hat confronted the Philadelphia Rapid 

T ran sit Compa ny when it actually increased fares in the latter part of 1920 is 
reflected in the repor t of the company for the year 1920. W hile merchandising 
methods did influence riders to some extent to pay double 5-cent fa r es instead 
of using t r ansf ers the gain in revenues was far from being sufficient to meet the 
r apidly accruing defi cit. 

ON NOV. 1 the basic fare was in
creased f r om 5 cents t o 7 cents 
with no change in free t ran sfer 

privileges or 3-cent exchange regula
tions. Reduced r ate tickets were a lso 
established and sold fou r -for-a -quarter. 
During the last two months of the year 
r evenues increa sed $1,304,002 even 
though traffic f ell off 5,223,601 passen
gers over the corresponding period of 
the previous yea r. 

The report reviews the endeavor of 
the company to add to its revenues 
from the time the Stotesbury-Mitten 
manag ement took hold in 1910 to date. 
Among other things, attention is called 
to the average gain in per capita r iding 
of 74 per cent in Philadelphia as 
against 27 p er cent in Detroit, Cleve
land, Buffalo and Chicag o in that pe
r iod. This gain is held to be attribu
table to short distance riding. By m eans 
of consistent educational methods, this 
has grown in 1920 to 180,000,000 pas
sengers a year and represents more 
than $7,000,000 of added revenue. 

As to industrial relations, the repor t 
points out that two changes in wages 
were made during the year, the last of 
which increased the maximum rate t o 

72 ~ cents an hour. This r ate, however, 
although retroactive t o June 1, 1920, 
did not actually become pa yable until 
Nov. 1, when the higher fares became 
effec tive. The back pay with interest 
was disbursed to all employees on Feb. 
1. The basic rates for wages are the 
average of those paid to t rainmen in 
Chica go, Detroit, Cleveland and Buffalo. 
Reduced wages in any of these four 
cities will automatically serve t o r educe 
the wa geR paid in Philadelphia . 

In speaking of the operation of the 
Frankford "L" for the city, the report 
st a t es tha t thi s is made difficult because 
of the misinformation originally fed t o 
the public as to the probable earning 
power of the extension . Even now, the 
Market Street subway-elevated, built in 
days of much lower prices and in opera
tion since 1907, is just beginning to 
earn 6 per cent upon its a ctual cost. 
In t h e meantime real estate operators 
have benefited by this improvement 
an d the assessed values on property in 
W est P h iladelphia have increased $113,-
000 ,000. It is sa id that the increased 
valuation of properties directly affected 
by the Market Street r a pid transit line 
is as much a s 98 per cen t . 

I N COl\IE STAT EMEN T OF TH E PHILAD E LPH IA R APID TRANSIT COl\IP ANY 
P er Cent 

Year ended D ec. 31 1920 I 9 I 9 Change 
Gross p assenger r evenue .... ,....................... ..... ..... $37,989,623 $34,739,589 + 9 . 36 
Other op era ting revenue...................................... 817 ,731 618,88 2 + 32 . 13 

Total railway oper a ting r ev enu e ............................. $38,807,354 $35,358 ,471 + 9 . 75 

Way and stru~tures and equipm ent- Maintenance and r enewals ... . 
Power- m aintenance and opera t ion . ... .. .... . .... . . . .. . ...... . 
Conducting transp or t a t ion ......... ............... . .......... . 
General. .. .. . ... .. ....... .... ............................. . 

$5,595,600 $4,707,012 + 18 . 85 
3, 728,027 3, 450 ,486 + 8 . 04 

13, 748,926 11,387 ,653 + 20 . 78 
3,521 ,359 2,697,09 1 + 30 . 50 

Total r ailway operating exp enses ............................ . 
Net oper a ting r evenu e ... ... ............................... . 

$26,593,912 $2 2,242,242 + 19 . 55 
12,21 3, 442 13, 116,229 - 6. 87 

T axes, including paving t ax ................................ .. . 
Opera ting income ... .... ............................... ..... . 

$2,601,253 $2,345, 750 + 10 . 87 
$9,612,189 $10,770,479 - 10 .7 4 

~~~-s
0fne:i~~~-~~~~~~ ... : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : $592, 986 $681 ,049 - 12 . 90 

I 0,205, 175 11,451 ,528 - 10 .88 

Interest . .. .. ...... .. ................................... ,,,, $976,463 $927 ,926 + 5.24 
Rentals .... .. ...... .. .... . ................................ . 8,726,647 8,687 725 + o. 45 
Sinking fu nd-city contract ............................ ..... . 120,000 120,000 0 . 00 

Total d eductions .... ... .............................. .... . $9,823, 110 $9,735,65 1 + o . 9o 

Net corpora t e income . .................................... . $382, 065 $ 1,715,877 - 77 . 90 

STATISTICAL INFORMATIO N OF THE PHILADELPHIA RA PID TRANSIT CO:\IPANY 

Average tot a l miles operated . ................ ....... .. . ...... . 
R evenue car-miles to car-hours-Epeed in l\I.P.H ...... . 
Revenue p assengers at 5 cent s .... . ........... ............... . 
Revenue p assengers at 7 cent s ............................... . 

Total r evenue passenger,, ................ ................. . 
R evenue ex~hange p a~senger~ a t 3 cent s ( ) . ................... . 
Free transfer p assengers ( b) •••..•.• . . . ..................•....• 

1920 
671 . 77 

9 . 33 
f c) 
( c) 

704,557,608 
55,233, 232 

154,079,623 

T otal p assengers handled ............ .............. . ........ 91 3, 870,463 
Gross p assenger r evenue....... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $37 ,989,623 
Average fare- p er revenue passenger . . . . . . . . . . . . . . . . . . . . . . . . . . . 5 . 40 
Average fare- J?.er t ota l p assengers hand led ................ . . . . . 4 15 
R evenue p er mile of t r ack .. . ........ . . . .. .................... $56,550 
Opera ting ratio-per cent. . . ..... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 68 . 5 
Taxes, p er cent of gross rev enue...... . . . . . . . . . . . . . . . . . . . . . . . . . 6. 70 

(a) 536 p oints in I 9 I 9 and 537 in 1920. (b) 333 points in 19 I 9 a nd 336 in 1920. 

191 9 
Per Cent 
C hange 

671. 42 + 0 . 05 
9 07 +2. 86 

671 ,652,444 

671 ,652,444 
51,675,7 91 

I 49,427 , 164 

872,755,399 
$34,7 39,589 

5 . 18 
3. 98 

$51,800 
63. 0 
6. 52 

+ 4 . 90 
+ 6 . 88 
+ 311 

+ 4.71 
+9. 37 
+ 4 . 25 
+ 4.25 
+ 9 17 
+ 5. 50 
+ o 18 

(c) Not ava ilable. 
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With the increased cost of oper ation 
it is not now thought that the Frank
ford "L" can earn much, if a nything, 
in excess of it s operating cost. For 
that reason the company urges that 
new estimates be made a s t o the earn
ing power of these lines operated in
dependently and as a n integral part of 
the P hiladelphia Rapid Transit Syst em. 

The city is al so urged to a sk the Pub
lic Service Commission t o pa rticipate in 
t he conferences leading up to the execu
t ion of the Frankford "L" operating 
contract. This, if done, sh ould insure 
against a repet ition of t he refu sal to 
a pprove, which was t he fa t e of the pro
posed 1918 city contract , a nd will offer 
opportunity for the considera tion of 
such fare adjustments a s may be n<:ces
sary to assure the payment of the fore
mentioned 5 per cent return. 

The accompanying income statemen t 
for the past two year s indicat es that 
operating expenses have more than 
kept pace with any g rowth in gross 
Tevenue. In 1920, notwithstanding the 
increased faTe during the last t wo 
months, t he gain was fa r fro m being 
suffici ent to wipe out the early losses 
of the yeaT. 

Statistical infoTmation compiled fro m 
various sources indica tes tha t the 
losses in t raffic due t o the 7-cent fa re 
have by n o means been such as to wipe 
out en t irely the norma l increase for the 
year . 

Capital Traction Favors 
Consolidat ion 

Geor ge E . Hamilton, pres ident of the 
Capital Traction Company, Washing
ton, D. C., has set fo r th in a lett er to a 
m ember of the district committee of 
t he H ouse the attitude of the company 
towar d the proposed merger with the 
W ashington Railway & Electric Com
pany. Among t he elements that Mr. 
H amilt on says should be taken into 
account in any such change are cited 
t he following : 

1. A merger sh ou ld include the property 
of both compa nies. the lines within ancl 
w it hou t the Distriet of Columbia, a nd the 
Po tom ac Electric Power Company. 

2. The basis of m er ger should be the 
r e lative earning or exchange Yalue of the 
compa n ies. 

3. A provision for service at cost, in 
o rder that the rate of fa r e might be auto
matically ad justell to co nditions. 

4. A management that w ould command 
the confidence of the public a nd t h e security 
holde r s. and in this management, as w ell 
as in the negotiations for m e r ger, the 
public should have representation. 

5. A plan of m e rger so worked out and 
approved by t h e Commissioners should be 
submitted to the stockholders of the respec
tive companies for the ir consideration, and 
if approved by them r eported back to the 
Commissioners. 

Mr. Hamilton sums up t he matter: 
Congress m ay have the power , but I 

doubt its right. through the imposition of 
excessive taxes and otherwise, to hampe r 
a n d d estroy these properties. It has t he 
power to penalize through taxation, but I 
do not belieYe that Congress. in its wisdom, 
desi r es to so use its power. My bel ief is 
that Congress desires by legislation, helpful 
to the companies and protective to t h e 
public, to encourage and provide for a r igh t 
conclusion and consolidation through a fa ir 
agr eement of merger, and in this effort a n d 
direction it will have our cordial co-opera
tion. l\l )• a ssociates in the company a n d I 
a re in faYor of such a consummation , a n (l if 
Congress would enact a law permittin g a 
merger, I believe t h e w is h ed -for consolida
t ion could be brough t about .-oluntarily in 
the near future by t h e parties in in ter est . 

Financial 
News Notes 

Interurban Decides to Quit.-The 
st ockholder s of the Morgantown (W. 
Va.) Interur ban Railway have decided 
t o discontinue business and surrender 
the company's .char ter. 

Commission Appraising Kalamazoo 
Lines. - The Public Utilities Commis
sion of Michig an is engaged in a ppr ais
ing the lines of the Michigan Railway 
in connection with the fa re case now 
pending before the commission . 

Cars Seized to Secure Payment of 
Fares.-Two cars of the New Paltz, 
Highland & Poughkeepsie Traction 
Company, New Paltz, N. Y. , have been 
seized by the sheriff a nd advertised fo r 
sale for non-payment of taxes amount
ing t o $1,500. 

Interurban Declares Init ial Dividend. 
- The Rochester & Syracuse Railway, 
Syracuse, N. Y., has declared an ini tial 
quarterly dividend of 1 per cent on the 
$2,500,000 non-cumulative preferr ed 
stock , payable on March 15 to stock
holder s of r ecord March 1, 1921. 

Tulsa Lines Plan to Consolida te.
The Tulsa (Okla.) Str eet Railway a nd 
the Oklahoma Un ion Railway, which 
a lso owns and operates at Tulsa, are 
negotia ting for consolidation of the two 
systems. Detail s of the plan ha ve not 
been announced, but it is known that it 
is planned that the Tulsa Street Rail
way will take over the city lines of the 
Oklahoma Union Railway, leaving the 
latter company to opera t e its interur
ban properties w ithout the hindrance of 
the local lines. 

X ote Issue Quickly Subscribed.
Stone & Webst er, Boston , Mass., an
nounce that their Texas property, the 
Galveston-H ouston Electr ic Company, 
has sold $250,000 of five-year 8 per 
cent notes. This issue was offered to 
employees and patrons of the com
pany at par , and within one week was 
ent irely t aken up by this class of in
vest ors . The purpose of the issue is 
to complete needed trackage in the 
downtown district of Houston for the 
purpose of r elieving traffic congestion. 

Southern Pacific Plans Abandonment. 
- The Southern Pacific Company has 
informed the Railroad Commission that 
it proposes to abandon a material part 
of the electric service operating over 
the terminal proper t y a t Oakland, Cal. 
It is proposed to abandon the electric 
lines and service between the property 
along Webster St r eet to a nd across t he 
drawbridge and over San Antonio 
estuary; to discontinue the operation 
of the so-called Fourteenth Street trains 
now operating between Alameda Mole 
and t he Four t eenth Street t erminal 
propert y, together with the operation 
of st reet car s which now run bet ween 
Alameda and t he depot. 

Kansas City Must Act Quickly.-In 
a speech made recently in Kansas City, 
Mo., Francis M. Wilson, one of the 
receivers of the Kansas· City (Mo.) 
Railways, said that only fourteen of 
the thirty-five lines of that company 
a re paying the cost of operation. The 
outlying lines are making no money. 
H e r egards the forced sale of the prop
erties t o be inevitable, unless the rev
enues of the company are built up. If 
t he rece iver s a r e unable to make any 
progress the court will be quick to 
realize tha t nothing more can be done. 
Under forced sale only the first mort
gag e bondholders would be likely to 
receive anything. The second mort
gage bondholders and the stockhold
ers would be wiped out. All claims 
now piled up and pending against the 
company, including those of the city, 
would also be unpaid. He asked his 
audience to contemplate such proceed
ing in its effect upon the city of 
Kansas. 

Preferred Stock Sold to Employees 
and Customers. - The San Antonio 
(Tex.) Public Service Company has just 
placed on the market an issue of $2,000,-
000 of cumulative preferred stock yield
ing an annual return of 8 per cent. This 
stock is being sold to employees and 
customers and the selling is being done 
principally by the employees. At the 
end of the first month approximately 
$80,000 of this stock was sold. In order 
to g ive the customers the best informa
tion possible and the kind of service to 
which they are entitled an investment 
department has been organized. This 
department is in charge of S. J. Ball
inger, commercial manager of the com
pany. Just enough salesmen are kept 
in t he investment department to take 
care of inquir ies a nd assure the proper 
treatment. No effort is made to secure 
experienced stock salesmen. Company 
employees who are familiar with the 
business and know how to be polite and 
courteous t o the public are used as 
special salesmen. 

City to A ppraise Utica Lines.-The 
city of U tica, N . Y ., has retained three 
auditors of Milo R. Maltbie, public 
utility consultant, to appraise the Utica 
holdings of the New York State Rail
ways in the fight of the municipality 
against a n increased fare. The com
pany placed a petition before the Com
mon Council of the city some time ago 
asking for a fare increase on the 
grounds that the present fare was in
adequate and was forcing them to 
operate a t a loss. Following the city's 
refusal to consider the proposition the 
company curtailed service to a consid
erable extent. The corporation coun
sel of Utica procured an order from 
the Public Service Commission in
structing the company to restore nor
mal service. The company then filed 
a demand for a 10-cent fare with the 
commission. To date the railway and 
city officials have been patiently await
ing settlement by the commission. The 
engagement of the accounting experts 
by the city is the first local develop
ment in the tangle since negotiations 
began. 
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Hearing on Jitney Regulation 

I

: I Ii' Demand in Connecticut that Bus Be 

d T • Restrained and Made Subject to Traffic an ransportat1on Same Obligations as Trolley 
The unregulated jitney bus has en -!==~---~~~==~~~==~=~~~----~~~=~~-~~_, countered an added opponent in Con

' necticut through the alliance of the 
Director Stops Increase 

Cincinnati Traction Company Prevented 
by City fron) Putting Nine-Cent 

Fare Into Effect 

A temporary injunction issued by 
Judge Stanley Matthews, of t he Com
mon Pleas Court, on Feb. 24 prevented 
the Cincinnati (Ohio) Traction Com
pany from increasing fares on its lines 
another half a cent to 9 cents on March 
1. In the meantime fares will con
tinue at 8~ cents. 

Walter Draper, vice-president of the 
company, announced the increase on 
Feb. 16. W. C. Culkins, director of 
street railways, promptly announced 
that proceedings would be instituted to 
enjoin the fare increase. The company 
contends that a deficit exists. No 
definite date has been set for the hear
ing. 

CITY CAN REFUTE CHARGES 

The basis of the city's suit to enjoin 
the 9-cent fare was its claim that no 
deficit exists, according to the city's 
way of fi guring. To this Alfred Cas
sett, attorney for the company, 
answered that the company resented 
the implication that it was not acting 
in good faith when it presented figures 
showing such a deficit to exist. 

In rendering the injunction Judge 
Matthews said the company can ask for 
a dissolution of the temporary order 
whenever it is ready to offer evidence 
against the charges of the city, or the 
city solicitor can, whenever he desires, 
ask for a final hearing on his petition 
for a permanent injunction. 

Indications are that in the meantime 
William C. Culkins will attempt to push 
negotiations for a reorganization of the 
company. He believes this will do away 
permanently with conditions that have 
necessitated fare increases in the past. 

In his petition City Solicitor Zielonka 
charges: 

That th e traction compa n y has from time 
to time increased f a r es upon the "pret ended 
c la im that gross rece ipts have been in-

sutpi~~ni;' ca r fares w ere a llow ed to go to 
9 cents the volume of passen ger tra ffic 
would be r ecl ucecl. 

Tha t increa s ed rates would n ot p roduce 
larg-er gross r eceipts . . . . . 

Tha t ther e is n o d efi c iency ex is tin g m 
December a nd J a nua ry gross r eceipts . 

In addition to the traction company 
the Cincinnati Street Railway and the 
Ohio Traction Company were named 
defendants in the suit. Mr. Zielonka 
asserted it was necessary to name all 
the companies because of this int er
relation to one another. 

Officials of the Cincinnati Traction 
Company insist a deficit of about $125,-
000 existed in receipts for December 
and January and that the total deficit 
in operating expenses is more than 
$665,000. 

Commissioner Culkins contends $350,-
000 of the a lleged deficiency is repre
sented in a suit filed by the city to 
recover that amount from the Ohio 
Traction Company, the Cincinnati Car 
Company and the traction company. 
About $333,000 more is represented in 
over-expenditures by the company last 
year, Mr. Culkins says. The traction 
company exceeded its budget by that 
a mount, he says a nd he refused to 
a pprove the expenditures. 

Accidents Diminish with 
Experience 

An interesting exposition of the influ
ence of experience of trainmen on the 
accident record is afforded by the com
parative statistics of the Kansas City 
(Mo.) Railways Company for Decem
ber, 1920, and December, 1919. It will 
be recalled that in 1919 the company 
was going through the ordeal of bui_ld
ing up a completely new transportat10n 
o:r:ganization, made necessary by the 
strike in December, 1918. At the end 
of 1919 a large part of the force was 
still inexperienced, while by the end of 
1920 the turn-over had been greatly re
duced and the average amount of ex
perience had substantially inc~eased. 
The result is clearly reflected m the 
following accident figures for Decem
ber: 

R ailway All 
Yehicle Car Cla 0 ses of "Blind" 

Accidents Colli~ions Accidents Auidents 
1919... 631 87 1,050 61 
1920... 468 31 806 38 

D ecreafe 163 56 244 23 

Des Moines Losing on an Eight
Cent Fare 

In spite of an 8-cent fare the Des 
Moines (Iowa) City Railway did not 
make as much money during January, 
1921, as it did during January, 1920, 
when the 5-cent fare was in effect. Ac
cording t o the report of Scott Goodrell, 
the city supervisor, to the City Council , 
the deficit in January this year was 
$13,923, whereas in January, 1920, there 
was a nomina l profit of $2,767. Costs 
incident to a 40 per cent increase in 
service which was made effective at the 
time the 8-cent fare was authorized 
are blamed for the loss as compared 
to the fi gures of a year ago. Mr. Good
rell is authority for the statement that 
the twenty buses now operating in Des 
Moines are responsible for a cut in 
income of the railway amounting t o 
$21,000 a month. He estimates tha t 
each of the buses is carrying 700 pas
sengers a day. 

The application of the city to nullify 
the 8-cent fare is r eferred to on pag e 
469. 

Federation of Labor of that State with 
the railway interests in support of a 
bill now before the Legislature. At a 
hearing before the judicia ry committee 
at Hartford on F eb. 15 Ira M. Ornburn, 
representing the federation, said that 
the bill was introduced at the request 
of the labor organization. He believed 
the motor vehicles had entered into un
fair competition with the electric rail
ways and argued that they should be 
subject to the ~ame operating tax as 
t he trolleys. He believed further that 
the buses should not be allowed to 
operate on streets where there were 
car lines. 

J. T. L. Hubbard, Bridgeport, attor
ney for the Park City Bus Association, 
surprised the committee by stating that 
he himself favored regulation of the 
jitneys by the Public Utilities Commis
sion. H e picked flaws in the measure 
under consideration with such appar
ent success that the bill will undoubtedly 
be materially amended before it is re
ported by t he committee. Mr. Hubbard 
stated that he had fram ed a bill also 
before ·the Legislature which provided 
for regulation of motor vehicles with 
certain r estrictions and conditions. 
The bill before the committee Mr. 
Hubbard characterized as impracticable 
and impossible of operation . 

L. S. Storrs, president of t he Cou
necticut Company, was asked whether , 
if jitney competition were entirely 
stopped, the railway could pay its 
taxes to the State. He r eplied t hat 
he could not t ell, but stated that if 
the jitneys were eliminated the direct 
revenue to the trolley would be from 
$750,000 to $1,000,000 more tha n at 
present. 

C. S. Brody, Bridgeport, represent
ing another association of jitney men, 
said the supporters of the bill evi
dently thought it more important to 
keep the Connecticut Company alive 
than to serve the public. The bill, he 
said, would eliminate jitneys and the 
people of Bridgeport didn 't want them 
eliminated. He stated that the bus 
owners wer e willing to accept reason 
able regulation and a reasonable tax. 

Ma jor J. Moss Ives, receiver of the 
Danbury & Bethel Street Railway, said 
the road was running behind $40,000 
and $50,000 a year in operating ex
penses due to unfair jitney com peti 
tion. The past two yea rs the road has 
not been able to pay the $12,000 taxes 
due the sta t e, which could have been 
paid had jitney competition been elimi
nated by the 1919 Legislature. 

Shreveport Fare Case Appealed 
Appeal has been taken to the Su

preme Court of Louisiana by t he 
Shreveport (La .) Traction Company of 
the case before Judg e Hand wher e the 
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court held that the referendum election 
of May 18 was illegal in which the 
voters authorized the company to in
crease fares from 5 cents to 6 cents 
until Dec. 31, 1923. The court r uled in 
substance that technical requirements 
of the law had not been met in submit
ting the measure and that the granting 
of a new fare charge or increase in 
rates was the granting of a new fran
chise. In the event that a retrial is 
denied an appeal will be taken to the 
Supreme Court. 

The case against the company was 
brought by H. P. Long, Jr., a member 
of the Shreveport bar. He questioned 
t he validity of both the ordinance and 
the election. 

The request for an advance in fares 
had its origin in an appeal by the em
ployees of the railway last spring for 
an increase in wages. The company 
was then paying motormen and con
ductors 33 to 43 cents an hour. The 
books of the company were opened to 
the men by the railway to prove that 
under the fare then in effect it would 
be impossible to grant the request for 
an advance in pay. The men then sug
gested to H. B. Hearn, president and 
general manager of the company, that 
he go before the people and ask their 
permission to increase fares. This Mr. 
Hearn did with the full approval and 
backing of his employees. 

Nothing Constructive Done at 
New Orleans 

At the instance of Paul H. Maloney, 
Commissioner of Public Utilities of th"! 
city of New Orleans, La., an audit 
made by A. C. Moffat, secretary of the 
Sewerage and Water Board of New 
Orleans, discloses that the service-at
cost plan advocated by Eastern bank
ers, assuming the valuation of the New 
Orleans Railway & Light Company to 
be $40,000,000, would necessitate a fare 
of 6.8 cents, just to pay operating ex
penses and a 6 per cent guarantee to in
vestors. 

The audit of the books of the com
pany covered the period from Oct. 22, 
1920, to Dec. 31, 1920. The 8-cent car
fare went into effect on Oct. 22, 1920. 

The valuation of $40,000,000 was used 
merely as an illustration and is not ac
cepted by the city. The representatives 
of the company fixed the valuation at 
$55,000,000 and the Ballard report fixed 
the value at $35,000,000. 

Mr. Moffat has been asked to make 
an audit through January. 

The critical situation in which the 
New Orleans Railway & Light Company 
now finds itself impelled Judge Rufus 
Foster of the Federal District Court 
to call a conference on Feb. 25 in t he 
federal court building. The purpose of 
the meeting was not disclosed in ad
vance, but it was surmised that the 
probable rejection of the service-at-cost 
plan, advocated by the receiver and 
r epresentatives of the security holders 
makes it imperative that some tempo
rary settlement of the railway situation 
should be r eached at once. The 8-cent 
fare ordinance will expire on April 1. 

ELECTR I C RAILWAY JOURNA L Vol. 57, No. 10 

Routing and Other Changes 
Contemplated at Toledo 

Drast ic changes in routing and sched
ules of t he lines of the Community 
Tract ion Company, Toledo, Ohio, the 
abandonment of some lines, and the 
regulation of jit ney buses may be put 
into effect by t he board of control. Be
fore making any general recommenda
tions, however, Wilfred E. Cann, Street 
Rai lway Commissioner, will probably 
await the report for the fi r st month's 
operation under the Milner service-at
cost ordinance. 

Checkers a t work collect ing da ta on 
the operation of the jitneys discovered 
one day recently t hat 9,414 persons rode 
that day on buses. The check was 
made on the Oak, Cherry, Dorr and a 
few other lines at busy points. F igur
ing the fares of t hese bus patrons a t 6 
cents the jitneys deprived the railway 
of at least $584 of revenue. On the 
basis of this and subsequent counts it 
has been estimated that the jitneys are 
depriving the railway of approximately 
$425,500 a year. 

Commissioner Cann and Law Director 
James Martin have been working on an 
ordinance to regulate the motor traffic. 
The railway officials are not opposed to 
jitney competition on a fair basis and 
are not opposed to the operation of 
jitney lines which do not compete with 
the railway. They are hopeful that a 
form of auxiliary service may be 
worked out for the buses. 

The names of the engineering and 
auditing assistants are given on page 
4 71 of this issue. 

Louisville Badgers Its Railway 
It will probably be at least eight or 

ten weeks before the appeal of the city 
of Louisville, Ky., from the Federal 
injunction permitting the Louisville 
Railway to collect a 7-cent fare, can be 
decided by the Federal Court of Ap
peals at Cincinnati. In the meantime 
the City Council and some of the smaller 
publicity seeking attorneys are do
ing their utmost to harass the company. 
An instance of this is supplied in the 
suit filed against the company for re
covery of 4 cents. 

Another stab at the railway is an 
ordinance which seeks to remove all 
bars from jit ney bus operations. The 
present ordinance provides a license of 
$50 for t he first bus, and $10 for each 
additional. The new ordinance would 
put a flat rate of $10 license on the first 
and all other buses. It would also 
substitute a surety bond in place of t he 
pr esent r eal estate bond of $5,000. 

City Attorney Lawton has been in
vest igat ing t he law t o decide whether 
a mandamus pr oceeding could not be 
brought against Federal Judge Evans, 
at Louisville, t o compel the company t o 
issue receipts for all 7-cent fares so as 
to enable the public t o collect over
charges in t he event the upper courts 
hold with the city against the r ailway. 

The Cit y Council has set aside a 
fund of $25,000 to be used in defraying 
legal expenses in making its fight on 
the railway. Part of t his will be used 

in investigating the assessable value of 
the company's property, with the plan 
of forcing payment of back taxes. 

The county is also planning to double 
or triple the assessment of the com
pany's property for taxation purposes. 

Court Doesn't Propose Railway 
Shall Share Assets with Public 
Federal Judge Robert E. Lewis on 

Feb. 16 granted the city of Denver, 
Col., permission to intervene in the 
Denver Tramway's petition for in
creased fares. The court entered an 
order making the city a party to the 
proceedings evolving from the petition 
filed by Ernest Stenger, receiver for the 
company, asking for a 10-cent fare. 
The city has ten days within which to 
file its answer to the petition. The 
case has been set for final hearing in 
the United States District Court, Dis
trict of Colorado, on March 1. 

Following an application by the city 
of Denver in which it sought to have 
the proceedings instituted by the re
ceiver dismissed on the ground that the 
federal court has no jurisdiction in the 
matter , Judge Lewis ruled that the 
court ha s jurisdiction over the settle
ment and emphatically declared that 
relief of some kind was imperative to 
t he company and that it would be 
granted, st ating in part: 

This court has n e it h er the power nor the 
disposit ion to continue a condition which 
will r esu lt in taking away from the stock
hold ers of the tramway its property and 
distributing it amon g the p ublic. 

Ther e is no commu nit y in the country 
that wants public service furnished it on 
a charity basis. In fact even wer e this 
community willin g to take ser v ice from the 
tramway upon such a bas is, it w ould b e 
discontinued for lack of assets . 

If the contention s of the petitioneer re
garding the con d ition of th e tramway is 
correct. and there is nothing before this 
court to show that such contentions are 
not correct, then r e lief of some sort is im
perative, and this court proposes to see that 
it gets all the reasonable relief possible to 
give it. 

Seven-Cent Fare Asked in Dallas 
The Dallas (Texas ) Railway, having 

been halted in its negotiations with the 
city of Dallas for a r evision of its pres
ent franchise so a s to embody the real 
service-at-cost features under which the 
company would be guaranteed a net 
r eturn of 7 per cent on its invested 
capital, has renewed its request for a 
7-cent fare. A statement is now being 
prepared by the company's officials for 
presentation to the City Commission 
setting forth in detail the financial con
ditions of the company and showing the 
urgent need for an increased fare. 

In discussing the application, Richard 
Meriwether, vice-president and general 
manager, said that if the company 
were forced to go into the federal 
court and seek an increased fare on 
the ground that the present fare is con
fiscatory, an 8-cent fare will be asked. 

J. F. Strickland, president of the 
company, and other officials who have 
been taking part in the new franchise 
negotiations have agreed to let these 
negotiations drop for the present, if the 
city will act on the increased fare 
question. 
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Bondholders Go on Strike 
The Public Service Commission of 

Indiana will rule on the Lafayette 
Service Company's plea for increased 
fare within the next few weeks. Fred 
B. Johnson, commissioner, after listen
ing to the evidence presented by the 
company at a public hearing in Lafay
ette recently, has taken the matter back 
to the commission for consideration. 

The company presented financial 
statements for the seven months' period 
from May 1, 1920, to Nov. 30, 1920, 
in which it was shown several of its 
lines were operated at a loss. The 
company is asking to have the city fare 
increased from 5 cents to 6¼ cents with 
a 10-cent fare for a single ride if tick
ets are not bought. A 20 per cent 
increase in suburban fares also is 
.asked. 

Charles Niezer of Fort Wayne, at
torney for the company, told Commis
sioner Johnson that unless the company 
received relief it would have to suspend 
operations. The track8 are in bad con
dition, and the bondholders, R. W. 
Levering, manager, testified, will allow 
the line to be junked before they will 
invest any more money under existing 
-conditions. Jitneys, operating between 
the city and Purdue University, it is 
said, take more than $100 a day away 
from the railway. 

Transportation 
News Notes 

Seven-Cent Fare Refused.-The Pub
lic Service Commission of Pennsylvania 
has denied the application of the War
ren Street Railway to increase its fare 
from 6 cents to 7 cents. The commis
sion authorized the 6-cent fare in De
cember, 1918. 

Ten Cents Cash in Everett.-By a 
recent order of the Public Service Com
mission fares on the railway lines of 
the Everett Railway & Power Com
pany, Everett, Wash., have been ad
vanced from 5 cents to 6¼ cents on a 
token basis, with a 10-cent cash fare. 
The order became effective on Feb. 3. 

Fare Rise in Mansfield.:-The Rich
land Public Service Company operating 
in Mansfield, Ohio, has been granted a 
fare rise from 7 cents cash to 8 cents 
cash, with seven tickets for 50 cents. 
Recently the company petitioned the 
City Council for a 10-cent cash fare and 
six tickets for 50 cents. The old rate 
was 7 cents cash with four tickets for 
25 cents. 

Fare Rise Approved.-The Alabama 
Public Service Commission in a recent 
order has given permission to the Ala
bama Power Company to charge 7 cents 
on its lines in and between Attala, Ala
bama City and Gadsden despite the op
position of the City Councils of Gadsden 

and Attala. It is provided that ticket s 
will be sold at the rate of 16 for $1. The 
company will be r equired to issue tra ns
fers on any one line to any other line. 

Eight Cents in Findlay.-The Toledo, 
Bowling Green & Southern Traction 
Company, Findlay, Ohio, has accepted 
the service-at-cost grant passed by the 
Council of Findlay. March 17 has been 
set as the date for the new 8-cent fares 
to go into effect. At present the com
pany is permitted to charge only a 5-
cent fare. The new rate of fare will 
prevail for the first three months under 
the franchise. 

Cultivation of Riders Planned.-The 
Tacoma Railway & Power Company, 
Tacoma, Wash., has announced that al
though six months' operation under the 
present 10-cent cash fare, with 8-cent 
tickets, shows the company is not mak
ing enough above operating expenses 
to pay interest on its indebtedness the 
company does not contemplate asking 
for an increase in fares. An effort 
will be made by the company to get 
more persons to ride in cars. 

Five-Cent Fare Ordered Restored.
Judge J. C. Hutchison, sitting in the 
United States court for the Southern 
District of Texas, at Houston, has 
handed down an opinion refusing to en
join the city of Galveston from enforc
ing an ordinance directing the Galves
ton Electric Company to discontinue 
collection of 6 cents from railway 
patrons and to collect the old fare of 
5 cents. The ruling will be reviewed a t 
length in an early issue of the ELECTRIC 
RAILWAY JOURNAL. 

Increased Rate in Guelph.-The Pri
vate Bills Committee of the Ontario 
Legislature has approved an increase 
in fares on the Guelph Street Railway 
from 5 to 7 cents, with four tickets 
for 25 cents. The city solicitor of 
Guelph informed the committee that 
the railway, which is operated by the 
municipality, had a deficit of $13,000 
last year and $11,000 in 1919, and that 
the Hydro Electric Power Commission 
of Ontario had advised increased fares 
as the only means of overcoming the 
deficits. 

Des Moines Case Heard by Full 
Court.-The application of the city of 
Des Moines, Iowa, for a writ in super
sedeas to nullify the 8-cent fare 
ordered allowed by Judge Martin J . 
Wade a few weeks ago, will be heard 
on March 4 at Kansas City by a full 
bench of the United States Circuit 
Court of Appeals. The hearing was 
originally set for Feb. 25, but was post
poned. Efforts of the attorneys for 
the city will be to return to the 6-cent 
fare pending a hearing upon the merits 
of the 8-cent needs. 

Schenectady Fares Increased.-The 
Public Service Commission for the Sec
ond District has authorized the Sche
nectady Railway to discontinue the sale 
of commutation, round trip and other 
special rate tickets on its different divi
sions. The order provides that the 
company may charge $5 for a fifty-four
trip book covering the ride between 
Schenectady and Albany and with the 

city fares of 7 cents in each city the 
rat e is $12.56 against the pr esent rate 
of $10.40. The company in its applica
t ion asked for $13.50. The new rate 
on the Troy line, wher e there was a 
char ge of $10.40, will be $13.50. 

Higher Fares Granted in Sherbrooke. 
- The application of the Sherbrooke 
Railway & Power Company, Sherbrooke , 
Que., for increased fa r es has been 
granted by the Public Utilities Com
mission of Quebec, Canada. The new 
rates went into effect on Feb. 1, a nd 
a re as follows: Adults, cash fare, 10 
cents, or six ticket s fo r 50 cents; chil
dren, cash fare 4 cents, or eight ticket s 
for 25 cents. After midnight, 15 cents 
cash will be the fare for each passen
ger. Transfers are provided w ithout 
extra charge. Under the old schedule 
the cash fare was 8 cents, or f our 
tickets for 25 cents . 

Six Cents in Elmira. - The Public 
Service Commission has granted per 
mission to the Elmira Water, Light & 
Railroad Company, Elmira, N. Y., t o 
advance its rates on lines within city 
limits to 6 cents; Rorick's Glen, Elmira 
Heights and other points outside the 
city will be 7 cents; to Horseheads the 
fare will be 13 cents. The new rates 
went into effect Jan. 30, 1921. Superin
tendent Maloney commenting on the 
commission's decision has said that the 
company will really be no better off 
than it was a year ago with the 5-cent 
fare due to the change in conditions and 
the falling off in traffic . 

Three Cents a Mile in Pontiac.-The 
Bloomington, Pontiac & Joliet Elec
tric Railway has put into effect a 
straight 3-cents-a-mile fare on its 
lines in Pontiac. Last June the Illinois 
Public Utilities Commission granted 
the company permission to increase its 
fares to 3 cents, but another ruling of 
the commission provided that when 
tickets were purchased the fare would 
be 2½ cents a mile, while cash fare paid 
on the cars would be at the rate of 3 
cents a mile. Since the steam roads 
are charging 3.6 cents a mile the Bloom
ington, Pontiac & Joliet Electric Rail
way petitioned the commission for per
mission to charge 3 cents a mile r e
gardless of ticket sales or cash fares. 
The new ruling became effective F eb. 1. 

Seven Cents Authorized in Clinton.
Under a recent ruling of Judge A. P . 
Barker, the Clinton (Iowa) Street Rail
way has been authorized to charge a 
7-cent cash fare with four tickets fo r 
25 cents. The company was collecting 
6 cents and had petitioned for 8 cents. 
The fare controversy in Clinton dates 
back several months when the r a ilway 
raised its cash fare from 5 t o 6 cents 
to m eet the demands of its employees 
who were seeking an increase in wages. 
Prior to this the City Council of Clin
ton had refused the pet ition of t he ra il
way for authority t o raise its fa re t o 
7 cents. An appra isal of the railway's 
property followed and t he opinion of 
Judge Barker permitting the 7-cent 
fare is based on this appraisa l. The 
new rates in Clin ton went into effect 
on F eb. 20. 
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Personal Mention 
II 

Mr .. Seeligsberg, Manager 
L. W. Seeligsberg, execut ive assist 

a nt McGraw-Hill Compan y, has been 
appointed business manager of t he 
ELECTRIC RAILWAY JOURNAL. In t his 
position he succeeds J. E. Mason , w ho 
has been appoin ted bu siness manager 
of Power, one of t he McGraw-Hill 
publications. 

Mr. Seeligsberg, w ho is a graduate 
mechanical engineer of Stevens In
stitute of Technology, and is an asso
ciate member of the American Society 
of Mecha n ical E ngineers, is well ac
quainted with t he electric railway 
field, having been business manager of 
t his paper in 1918 and 1919. H e re
signed t his office during 1919 to become 
manager of t he circulation department 
of t he McGraw-Hill Company, and 
later was appointed execu t ive assistant 
to the president and vice-president of 
the company. 

Mr. Seeligsberg has had an extended 
ex perience in the business affa irs of 
tec hnical papers, having been at one 
time business manager of E11giJ1eeri11g 
Record and also for a number of years 
manager of the service department of 
the McGraw-Hill Company. He comes 
to his present position therefore well 
qualifi ed to carry out its duties. 

F. R. Devlin Elected President 
Frank R. Devlin has recently been 

elected president of the State of Cali
fornia Railroad Commission, the posi
tion held in past years by the late John 
M. Eshleman, Max Thelen, now of the 
Interstate Comm erce Commission and 
E. 0. Edgerton. The post has been 
vacant since Mr. Edgerton's term ex
pired. 

Mr. Devlin was appointed to the Rail
road Commission by Governor Johnson , 
taking office January 3, 1915, and filling 
the vacancy caused when Mr. Eshle
man took office as lieutenant governor. 

During Mr. Devlin's "six years of ser
vice on the Railroad Commission he has 
presided over some of the most impor
tant cases in the history of American 
rate regulation. He has tended to spe
cialize in power and hydro-electric mat
ters, and his decisions in such matters 
as the Pacific Gas & Electric rate and 
finance cases laid down the lines upon 
which will proceed the futur e power 
development of California. 

Equality of payment among pur
chasers of service has been one of his 
outstanding economic policies. In 1918, 
with Commissioner Edgerton, he sat in 
the now famous Pacific Gas & Electric 
surcharge case, out of which developed 
the decision that corporations must 
abrogate contracts giving special rates 
to certain consumers. Many of these 
contracts were of long standing. Mr. 
Devlin took the position that to favor 

one con sumer is merely to penalize a ll 
t he rest, and t ha t contract s of t his sort 
were of t he same ill egal standing a s r e
bating. 

Mr. Devlin is 53 years of age. H e 
resides in Berkeley, Cal. 

Mr. Blinn Heads C. E. R. A. 
Operating 'Head of Akron's Railways 

F oresees Successful Year for 
Central Association 

Alfred C. Blinn, vice-presiden t a nd 
general manager of t he Northern Ohio 
Traction & Ligh t Compan y, Akron , 
Ohio, was elected president of the c~m
tral Electric Railway Association at t he 
a nnual meeting in Toledo on Feb. 25. 

In accepting the office of pre,i d~·1 t of 
the association, Mr. Bl" nn e :;:pre.3sed 

A. C. BLINN 

pleasure at the opportunit y to serve 
that body. H e said it had been his mis
fortune during the past year, on ac
count of the franchise negotiations and 
other difficult matters with which his 
company had been confronted, to be un
able to attend the meetings of the as
sociation. In listening t o the discus
sion which had taken pla ce earlier in 
the meeting in regard to the future of 
the association, Mr. Blinn attributed the 
apparent lack of inter es t and enthusi
asm in some of the m eet ings during 
the last two years to the fact that most 
of the railway men have been so ab
sorbed in their own company affairs 
that they have let association matters 
go. 

Looking ahead, Mr. Blinn expressed 
the hope that an enthusiastic spirit in 
the association work would prevail this 
year, for he questioned whet her there 
ever was a time when ra ilway men 
needed more than now the sympathetic 
underst anding and t he per sonal associa
tion which its conferences bring. H e 

declared that while many companies have 
had their backs to the wall, so to speak, 
the situation is going to be worked out 
somehow becaus~ the industry had been 
proved to be essential. "We are selling 
a service that the public has got to 
have, and some time the people are go
ing to r ealize that they must protect 
the utility companies as well a s control 
them," he said . He hoped to see the 
electric railways nationalized, in the 
sen se that they would become so stable 
a business that their securities would 
be absorbed by the investing public as 
a r e g overnment bonds. 

Mr. Blinn is a native of Ohio, having 
been born at Piqua in 1876. His con
n ection with the public utility field be
gan in the electrical department of the 
Sandusky (Ohio) Gas & Electric Com
pany, of which department he later 
became superintendent and then gen
eral manager of the entire company. 
In 1904 he went to Macon, Ga., as gen
eral manager of the gas light and wa
ter company there, remaining for about 
five years . H e was then made vice
rres ident and g eneral manager of the 
Pu blic U tilities Company, Evansville, 
Ind. In 1917, following the purchase of 
t he Northern Ohio Traction & Light 
Compan y by the Hodenpyl-Hardy inter
ests, Mr. Blinn went to Akron to take 
the posit ion which he still holds. 

New Commissioner in Oklahoma 
E. R. H ug hes was r ecently elected a 

member of t he Okla homa State Cor
poration Commission . Mr. Hughes was 
for several years U nited States Com
missioner at E lk City, Okla. H e has 
for years been a close student of 
conditions in Oklahoma a nd h as shown 
himself to be a man of cour a ge and 
sound judgment. As a member of the 
corporation commission , Mr. Hughes 
w ill substantia lly dig nify the adminis
tration of t hat institution, and can be 
depended upon so to conduct himself 
that credit will be reflected upon the 
state. 

At a meeting of t he members of the 
commission held recently, Campbell 
Russe ll wa s unanimously elected chair
man of t he State Corporation Commis
sion , t o succeed Art Walker, chairman 
for t he past yea r and a half. 

Motorman Made Labor Head 
Geor ge B. Arnold, motorman on the 

Chicago & Oak Park Elevated Railroad, 
Chica go, was r ecently appointed chief 
of t h e Department of Labor of Illinois 
by Governor Small. Mr. Arnold has 
been in the service of the elevated rail
roads since 1897, and during this long 
period has endeared himself to his 
fellow employees as well as to the oper
ating officials by his genial manner and 
strict attention to duty. For several 
years he has been prominent in the 
affai rs of the local division of the 
Amalgamated Association. He has also 
been a member of the Chicago Board of 
Education for the past four years. Mr. 
A rnold was born in Troy, N. Y., in 
1866. 
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Veterans to Operate Toledo Rail ways 
A. Swartz Appointed Vice-President and Superintendent of Transpor

tation-J. M. Enright in Charge of Roadway and Equipment 

Two able traction men, Albert Swartz and Joseph M. Enright of the ?It] 
Toledo Railways & Light Company, will have largely in their hands the operation 
of the Toledo street railway system under the Milner service-at-cost plan which 
became effective Feb. 1, 1921. Both are thoroughly acquainted with the problems 
of city transportation and especially familiar with existing conditions in Toledo. 
In the Community Traction Company, formed under the new plan to operate the 
traction properties of the Toledo Railways & Light Company, Mr. Swartz holds 
the offices of vice-president and superintendent of transportation and Mr. 
Enright is superintendent of roadway and equipment. 

LBERT SW ARTZ is a Toledo boy 
who started his engineering career 
in railways back in 1895 when, as 

a graduate of Toledo Central High 
School, he took a position as chainman 
with the Ann Arbor Railroad at Toledo. 
His engineering work took him from 
that road to the old Lake Shore & 
Michigan Southern Railroad, now a 
part of the New York Central system. 
A few years later, as construction and 
maintenance engineer for the Baltimore 
& Ohio Railroad, he had a large part 

A. SWARTZ 

in the planning of the Washington Ter
minal. From Washington he went t o 
New York as chief draftsman for the 
Erie Railroad and later was appointed 
division engineer at Huntington, Ind. 

After these seventeen years of rail
road experience Mr. Swartz came to 
Toledo as an engineer in charge of the 
maintenance of way of the Toledo Rail
ways & Light Company, and he has been 
connected directly with Doherty proper
ties in that city ever since. In the fall 
of 1913 he was made vice-president of 
the Toledo & Western Railroad and 
served in that capacity with the inter
urban line until Jan. 1, 1917, when he 
came back to the city system a s a ssist 
ant manager of railways and in charge 
of maintenance and transportation. 

Mr. Swartz is 43 years old now and 
is entering upon his new duties with 
the same system as vice-president and 
superintendent of transportation of the 
Community Traction Company. H e has 
direct charge of operation of the ca rs 
a nd handling all employees in the oper
ating end of the business. 

Mr. Swartz belongs to the American 
Railway Association, the American 
Electric Railway Association, the 
American Association of Engineers and 
the Central Electric Railway Associa
tion. 

Joseph M. Enright has grown up 
with the Toledo street railway system. 
Thirty-three years ago he accepted a 
position as the driver of a horse-car on 
the old Erie-Nebraska line and made his 
start in the business of transporting 
persons from one part of Toledo to an
other. Within the first three years of 
his service on the horse-car lines he 
became a conductor and then graduated 
to the motorman's place on one of the 
first electric cars in Toledo in 1889. H e 
served as barn foreman at the old ca r 
barn on Erie Street near Ash Street 
for two years. Promotion to divi sion 
superintendent at the powerhouse a nd 
barns a t Monroe a nd Water Street s 
followed and he served in this capacity 
for eleven years. 

In 1902 he went out to Perrysburg 
fo r a three-year stay as superintendent 
of the Maumee, P errysburg & W a ter
ville line, which is now a part of the 
Maumee Valley lines, Then he came 
back to Toledo and became superintend
ent of transportation of the Toledo 
Railways & Light Company, and wher. 
promoted to manager of railways 
served in that capacity for t en years. 
At the end of this term Mr. Enright 
had been thirty-three years in railway 
service in this community. 

During the formation of the Com
munity Traction Company, to put into 
operation the Milner service-at-cost 
plan, Mr. Enright was made temporary 
president of the company. He is now 
superintendent of roadways and equip
ment and has direct charge of mainte
nance, betterments, the administration 
of repair shops, carhouses and all 
equipment of the company. 

Outside of electric railwa ys he is 
most interested in motor boats . He is 
a member of the Maumee River Yacht 
Club and the Toledo Yacht Club. He is 
a member of the Central Electric Rail
way A ssociation and also of the T oled,J 
chapter of the Doherty Frater ~ity. Mr. 
Enright is 53 years old. 

E. L. Graumlich has been named en
g ineering assistant t o Commjssioner 
Wilfred E . Cann of the Toledo st r eet 
railway system. He has for two 
years been in charge of schedules and 
service in the offi ce of street r a ilway 

commission er a t Cleveland. Mr. 
Graumlich was g raduated as a civil en
g ineer from the Case School of Appl ied 
Science, Cleveland, Ohio, and served 
th rough t he late war as a second lieu
tena nt in the Coa st Artillery Corps. 
He has had two yea.rs' experience with 
the firm of Barclay, P ar sons & Klapp 
on tra ffi c studies a nd rapid transit 
work in Cleveland a n d vicinity and has 
had also five years' experience as a 
traction engineer. 

H . Bailey-Stokes has been a ppointed 
accounting a ssistant to Mr. Cann. He 
is an engineer , a vet eran of two wars, 
and also an expert in street ra ilway 
accounting. He has been associat ed for 
two years with the accounting fi r m of 
Price, Waterhouse & Company, Detroit, 
Mich. 

He was born in San Francisco and 
educated in England a s a mining engi
neer. His first work was in the dia
mond mines of South Africa. At the 
outbreak of the Boer War he enlisted 
and served throughout the war. He 
returned to San Francisco and engaged 
in the practice of accounting after the 
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close of the war. H e also served in the 
World W ar u ntil wounded, then spend
ing the f ollowing two years on a ccount
ing work for the British governmen t 
ship repair works in the city of Glas
gow, Scotland . 

Mr. Goodwin Joins Staff 
of Electrical Society 

W illiam L. Goodwin, well known in 
the electrical field for his ability to 
organize and secure co-oper a tion from 
the various inter ests engaged in manu
facturing a nd merchandising, has joined 
t he st aff of the Societ y for Elect r ical 
Development in the capacity of assist
a nt to the pr esident. Mr. Goodwin and 
James M. W akema n, general manager 
of the society, will direct the activities 
of the society co-ordina t ely, under the 
a uthor it y of the president, executive 
committee a nd board of directors. Mr. 
Goodwin was one of the principal 
speaker s at the December meeting of 
t he Central E lectric Railway Associa
t ion in Indianapolis. 



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

SALESMAN AND PURCHASING AGENT 

ROLLING STOCK PURCHASES BUSINESS ANNOUNCEMENTS 

Heavy Rolling Stock Loss 
in Recent Fires 

Eighty-Four Cars Burned, with Total 
Damage of $1,000,000 in First Two 

Months of Year · 

With the advent of winter and the 
additional fire hazards to electric ra il
ways entailed thereby an increase in the 
number of disastrous rolling stock fires 
may usually be expected. The present 
year to date apparently presents no 
exception to this rule. Since the first 
of the year five fires which caused a 
loss of $50,000 or more each have been 
reported in these columns. The entire 
damage in these instances amounted to 
almost one million dollars while the 
number of cars destroyed totaled eighty
four. There were, of course, other fires 
of lesser importance reported, and un
doubtedly some which did not come· to 
t he attention of the ELECTRIC RAILWAY 
JOURNAL. For general purposes, how
ever, these five are sufficient to illus
trate the tremendous economic loss 
which fires cause traction companies 
and the great need which exists for 
taking precautionary measures. 

All fi ve of the blazes noted occurred 
in carhouses, and in the three most 
damaging fires the flames are said to 
have originated in cars standing in the 
carhouse. In the other two instances 
the cause of the fire is unknown. In 
this connection attention might be call ed 
to the ordinance existing in many mu
nicipalities that cars must be heated 
before leaving the carhouse. The fre
quent practice of leaving cars unat
tended before they leave the carhouse 
while the pole is on the trolley wire 
a nd the heater and lighting switches 
are turned on has undoutbedly g iven 
many fires their start. 

MOST FIRES START IN CARS 

In fact, an examination of the fire 
records of a company which investi
gates and reports on public utility fires 
shows that the majority of fires on 
electric railway properties originate in 
the rolling stock itself, and with few 
exceptions the underlying causes are 
found to be mechanical defects which 
are encompassed for the most part by 
defective wiring, overheated resistance, 
short circuit and broken trolley wire. 

During the year 1920 there were a_p
proxima tely twenty-six fires noted in 
t hese pages. In four instances the 
amount of the damage is unknown, but 
the total loss caused by the twenty-two 
other fires amounted to $2,225,000. In
cluded in this figure was the value of 
313 cars of various types that were 
entirely destroyed, though it is true 
t hat much of the rolling stock burned 
was old and considerably depreciated 

in value. Nevertheless, this total, whi ch 
represents about 9 per cent of all the 
cars purchased throug hout the country 
last year, represents not only an ap
palling monetary loss but a lso a de
cided setback to service. 

Cotton Waste Prices Somewhat 
Easier 

Slightly lower prices are being quoted 
on cotton waste than were g iven a 
month ago. The lowest range on white 
cotton is around 9 and 10 cents, while 
the top is from 12~ to 14 cents. For 
colored cotton waste 7 and 8 cents is 
given as a low fig ure and 10 and 11 
cents a pound in 100-lb. lots as a top 
figure. Spot cotton in New York a t 
this writing is 11.20 cents a pound. 
Buying in the traction fi eld is quiet and 
in small amounts. With the light de
mands from railroads and t he automo
tive industr y the market shows little 
activity and supplies are ample to meet 
quick deliveries. Easing up in freight 
movement and a car surplus of about 
370,000 freight cars is one reason for 
the curtailed buying. Mill supply of 
thread waste is beginning to build up. 

No Blanket Action Against Price 
Guaranteeing 

The Federal Trade Commission on 
Feb. 15 a nnounced that it intends no 
blanket action against the practice of 
guaranteeing against price decline, 
but will consider each complaint upon 
the facts shown in the specific case. 
Any blanket order would have had con
siderable effect on many electrical man
ufacturers. The announcement says: 

" The commission rec eived so many 
complaints about the practice of manu
fac turers in g uaranteeing commodit ies 
in the hands of wholesalers against de
cline in price that an extensive inquiry 
was made, resulting in expressions 
from more than 350 manufacturing and 
selling concerns, including trade asso
ciations whose represented membership 
must be mor e than double the number 
of individual statements. From t he 
scope of t he inquiry and the number 
and variety of replies, t he result shown 
must be taken to be fai rly representa
tive of the difference in business opin
ion on this subject. 

"The Federal Trade Commission , 
therefore, will consider each case of 
complaint of t his charact er upon t he 
facts shown in the specific case, a pply
ing the legal t ests thereto. This act ion 
involves neither approval nor disap 
pr oval of the economic soundness of the 
a rguments advanced before the com
mission for and against this practice." 

Unfavorable Outlook for 
Early Steel Revival 

Demands Necessitated by Wear and 
Tear Alone Only Slightly Under 

Present Rate of Mill Operation 
Steel and iron, two of the fundamen

t al factors in this nation's industry, 
were discussed before the editorial 
conference in New York on Feb. 18 
by A. I. Findley, editor of Iron Age. 
In his address Mr. Findley said in part: 

" What is certain is that the steel 
trade is today in a depressed state and 
that those who in November looked for 
a m oderate revival in the spring of 
1921 a r e now setting the date for any 
marked improvement some months fur
t her on in the year. There is a grow
ing belief tha t present conditions in 
t he U nited States are due more than 
we wer e willing to believe last year to 
the financial and industrial straits of 
E urope. As never before leaders in 
industry a nd finance in this country 
see t hat we are linked up with the 
rest of the world for better or worse. 

STEEL A CRITERION OF BUSINESS 

" In view of its basic character de
velopments in the steel trade are im
portant as a n index to what is to be 
expected in 1921. Today there is about 
two-thirds oper ation of iron and steel 
works, with the possibility that with 
the coming of spr ing a temporary spurt 
in demand may bring the percentage 
up to 75. It has been found in other 
times of dep ression that wear and tear 
alone is g ood for about a 60 per cent 
operat ion in iron and steel. 

"The outlook for an early and ex
tensive reviva l of demand for iron and 
steel is not favorable. The fall in 
prices of agr icultural products, which 
already represents a loss of $4,000,000,-
000 to the farming community, has re
duced very much the demand for agri
cultur al improvements . The railroads, 
which in average times take from 20 
to 25 per cent of the steel output, are 
buying little. Rails and track acces
sories have been in best demand in 
the forms of steel which go to rail
roads. Until the railroads are freed 
from the stranglehold of the wasteful 
labor scheme imposed on them by the 
g overnment they will not be free buy
ers of equipment. Today they have 
many idle cars with no early prospect 
of full use of their equipment. 

" That the country is much under
built has been said over and over in 
the past two years. The automobile 
building program for 1921 can hardly 
be more than 40 per cent of that for 
1920. The automobile industry has 
probably not taken more than 5 or 6 
per cent of the country's steel output 
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on the average, but its ramifications 
into various metal-working and ma
chinery lines are such that it has been 
a very important sustaining factor. 
Shipbuilding demand for steel in 1921 
is likely to be considerably less than 
in 1920. Mining, whether of coal, iron 
or non-ferrous minerals, will be re
stricted in 1921. So far as iron, cop
per and other metals are concerned 
operations of the mines can hardly go 
beyond 60 or 70 per cent of last year. 

"The most favorable indication in
dustrially for the present year is the 
evidence of a return to economic pro
duction methods. It will be a good 
thing for producers to learn again how 
to sell their products." 

Tie Prices Shaded to Buyer 
Who Shopped 

The course of action of a good-sized 
Middle Western traction company which 
was recently in the market for 4,000 
railroad ties affords an interesting ex
ample of the present tendency of buy
ers to shop when prices are considered 
too high. The company in question was 
quoted a price of $1.60 for the best 
grade standard white oak ties, delivered. 
The management deemed this price too 
high and sent an agent scouting around 
for a couple of weeks to look over the 
market. This man came back with the 
information that ties were plentiful and 
railroads were not buying to any ex
tent. Furthermore, as a result of his 
trip a quotation of $1.05 was obtained 
from a commercial tie producer for the 
same quality white oak ties, delivered. 
Second-grade white oak ties were of
fered at a price of 80 cents each. The 
company bought 4,000 ties at the latter 
price and they were shipped immedi
ately from stock. 

Trolley Poles Reduced in 
Price 

Two Manufacturers Drop Quotations 20 
per Cent-Demand Is Light and 

Deliveries Are Good 
Price reductions on seamless-st eel 

trolley poles have been put into effect 
by at least two manufacturers recently. 
The reduction in each case was a gen
eral cut of 20 per cent, effective Feb. 23 
in one instance and Feb. 26 in the other. 
Two other manufacturers of trolley 
poles state that their prices remain un
changed. Steel prices are lower, but 
the cost of labor is said to be the limit
ing factor there. 

The present market is quiet as buy
ing of this product has been light for 
some time. It is hoped that following 
this price decrease and with the ap
proach of spring sales will increase. 

Stocks of trolley poles that producers 
are carrying just now are not large, 
but deliveries are entirely favorable. 
One or two manufacturers complain of 
raw material shipments and state that 
owing to the continued strong demand 
for tubular steel products the supply 
of trolley poles has been somewhat cur
tailed in the past. This condition is 
more than balanced, however, by the 
low volume of orders. 

Equipment Manufacturers Unite 
to Finance Sales 

Electric Railway Equipment Securi
ties Corporation has just been formed 
by the J. G. Brill Company, General 
Electric Company and Westinghouse 
Electric & Manufacturing Company, 
with a capital of $1,000,000. The di
rectors are Samuel M. Curwen, Henry 
C. Esling, W. H. Huelings, Anson W. 
Burchard, J. R. Lovejoy, 0. D. Young, 

Guy E. Tripp, H. H . W estinghouse and 
H. B. Schute. 

The activit ies of the new corporation 
w ill be confined strictly to the financ
ing of t he sale of street r a ilway equip
ment, a nd it is understood its forma
tion does not s ignify any connection be
tween the three manufacturing compa
nies r epresented other than providing 
the means of early payment for their 
product. 

Track and Roadway 

Public Utilities Company, Evansville, 
lnd.-A petition asking that the street 
car service in Evansville , Ind., be ex
tended through Howell, a suburb, is be
ing circulated by people living in 
Howell and will be presented to the 
Evansville Public Utilities Company, 
operating the car lines in Evansville. It 
is proposed that the cars run on Broad
way and several other streets in Howell. 
At the present time the cars only run 
to Barker Avenue and Broadway where 
they turn. It is the contention of the 
patrons that the public would receive 
better service in the event that the lines 
were extended. Many persons are re
quired to walk fully a mile to their 
homes after they leave the cars, it is 
pointed out. Superintendent Gerring
her, of the street railway department 
of the Public Utilities Company, has 
promised to repair the street between 
the car tracks on West Franklin Street 
at Evansville as soon as the weather 
will permit. The city board of public 
works has received complaints that the 
brick paving, especially at crossings, 
was in bad condition. 

Dallas (Tex.) Railway.-Work has 
been resumed by the Dallas Railway in 
laying steel on Masten Street which 

NEW YORK METAL MARKET PRICES OLD METAL PRICES-NEW YORK 

Copper ingots, cents per lb ............ .... . 
Copper wire base, cents per lb .. . .. . . ...... . 
Lead, cents per lb ............. . .. ........ . 
Nickel, cents per lb ........... ... . ........ . 
Zinc, cents per lb ............. ............ . 
Tin, cents per lb .............. ........... . 
Aluminum, 98 to 99 per cent. cents per lb ... . 

Rubber-covered wire base, New York, 
cents per lb ........... .... . . . .... . . 

Weatherproof wire base. New Y ork. cents 
per lb ............ .. ....... ....... . . 

Standard Bessemer Steel Rails , per gross 
ton ..••......•.. .• .... . •.... .. . . .•. 

Standard open hearth rails, per gross ton . . 
T-rail, high (Shanghai), per gross ton, 

f.o.b. mill .. . .............. .. •. ... . .. 
Rails, girder (grooved), per gross ton, 

f.o.b. mill ................ .. .. .... .. . 
Wire nails, Pittsburgh, cents per lb ..... . . 
Railroad spikes, drive, Pittsburgh base, 

cents per lb .......... . ......... .. .. . 
Tie plates (flat type), cents per lb .. .... . 
Tie plates (brace type), cents per lb . .... . 
Tie rods, Pittsburgh base, cents per lb .. . 
Fish plates, cents per lb .......... . .. .. . 
Ant,1le bars, cents per lb ........ . . . .. •.. 
Rail bolts and nuts, Pittsburgh base , 

cents per lb .•..•...•..•..... ..... . .. 
Steel bars, Pittsburgh, cents per lb ..... . 
Sheet iron, black (24 gage), Pittsburgh, 

cents per lb ........... . ....... .. . .. . 
Sheet iron, galvanized (24 g,.ge), Pitts-

burgh, cents per lb ........ ...... .. . . 
Galvanized barbed wire, Pittsburgh , 

cents per lb ............ . . ... . ...... . 

Feb . 3, 1921 
12 . 75 
15. 75 
4. 75 

43. 00 
5. 50 

32.25 
28.GO 

l\lar. 2, 1921 
12.50 
15. 25 
4.00 

41.00 
5. 10 

29.37 
28.00 

Heavy copper. cents per lb . ..... . ..... . 
Light copper, cents per lb ............. . 
Heavy brass. cents per lb .............. . 
Zinc, old scrap. cents per lb ..•.......... 
Yellow brass, cents per lb .•............ 
Lead, heavy, cents per lb ........... ... . 
Steel car axles, Chicago, per net ton .... . 
Old car wheels, Chicago, per gross ton .. . 
Steel rails (short) C hicago, per gross ton. 
Steel rails (rerolling), Chicago, gross t on .. 
Machine shop turnings , C hicago, net ton. 

Feb . 3, 1921 
11 . 00 to 11. 25 
8 . 50 t o 8 . 75 
6 00 t o 6 50 
3 . 00 t o 3 . 25 
4 . 00 t o 4. 50 
4 . 00 t o 4 . 25 

16 . 50 to 17 . 00 
21 . 00 t o 22 . 00 
l 6 . 00 to l 7 . 00 
16 . 00 t o 17 . 00 
7. 00 to 7 . 50 

ELECTRIC RAILWAY MATERIAL PRICES 

Feb . 3, 1921 

18.00 

18.00 

45.00 
47 .00 

·3 j5 
3 . 65to 4.00 

2.75 
2. 75 
6.00 
2. 75 
2 . 75 

5 . 50 
2 . 35 

4 . 20 

5 . 25 

4 . 10 

M ar. 2, 1921 

16.50 

17 .50 

45.00 
47 .00 

3. 10 . t~. 3. 25 

3.65 
2. 75 
2. 75 
6.00 
2.75 
2.75 

5 . 50 
2.00 to 2.35 

3 85 to 4. 20 

4 80 to 5 . 25 

3.85 to 4.10 

Galvanized wire , ordinary, P ittsburgh. 
cents per lb ... ... ..... ............. . 

Car window glass (single st rength), first 
three brackets, A quality, New York, 
discount* . . . ....................... . 

Car window glass (single strength), first 
three brackets, B quality, New York, 
discount ...... ..... . .............. . . . 

Car window glass (doub le strength, a ll 
sizes, A quality) , New York, d iscount .. . 

Waste, wool, cents per lb ... .. .... .. .. . . . 
Waste. cotton ( I 00 lb. bale), cents per lb. 

Whit e . .. ..•........... ..... ..... . .. 
Colored . ................. ... ...... . 

Asphalt, hot ( 150 t ons minimu m), per 
ton doliYered .......•................ 

Asphalt, cold (1 50 tons minimum, pkgs. 
weighed in), per ton ................. . 

Asphalt, filler, per ton ................. . 
Cement, New York, per bbl. .......... . 
Linseed oil (raw, 5 bbl. lots), New Yor k, 

per gal ........................ ... . . 
Linseed oil (boiled, 5 bbl. lots), New York, 

w~i[/f!~;i- ·(1·0·0 ·1'b ... k~gj,' ·N~~ ·y~r·k, 
cents per lb ........................ . 

Turpentine (bbl. lots), New York, per gal. 

Feb. 3, 1921 

3 . 95 

77% 

'17% 

79% 
11 to 17 

IO . 50 t o l 4. 00 
7 . 50 to 12.00 

40 .00 

36 .00 
36 . 00 

4. 10 

.77 

. 79 

. 13 

. 70 

* These prices are f.o.b. works, with boxing charges extra 

M ar 2, 1921 
10 . 25 t o 10.50 
8 . 00 to 8 . 25 
6 . 00 to 6 . 50 
3 . 00 to 3. 12 
4 . 00 t o 4. 25 
3 . 25 to 3. 50 

16 . 50 to 17. 00 
18.00 t o 18.50 
15 . 50 to 16. 00 
15 . 00 to 15 . 50 
6. 50 to 7.00 

l\Iar. 2. 1921 

3. 70 tc 3. 95 

77 '1o 

79% 
11 to 17 

9. 00 tc 14. 00 
7. 00 to I I . 00 

40. 00 

36. 00 
36.00 

4. 10 

.72 to . 73 

.74 t o . 75 

. 13 
57 to . 59 
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will connect McKinney A venue with 
t he business district near Ervay and 
permit the car s now being operated in 
North Dalla s to save full y one mile in 
making their cross- town trips. Under 
the present arrangement these cars are 
rout ed down McKinney A venue t o 
Lamar a nd then traverse the entire 
business district . U nder the new rout
ing made possible by the Masten Street 
line these cars can be routed into a nd 
across t he retail district near Ervay. 
The work of laying steel on M'asten has 
been held up for some weeks on ac
count of paving and other street work, 
but this has now advanced to a point 
where the track work can go forward. 
The work is expected to be completed 
in sixty days. 

Willapa Electric Compa ny, Raymond, 
W ash.-Public Service Commission of 
the State of Washington has ordered 
the W'illapa Electric Company to con
struct and ma intain an extension of 
its railway tracks in South Bend along 
and on Water Street extended from the 
present terminus at the west end of 
Water Street to the office building and 
s tore of the Lewis Mills & Timber Com
pany. The decision of the commission 
was unanimous. 

Tacoma Railway & Power Company, 
Tacoma Wash.-Since t he Tacoma Rail 
way & Power Compa ny plans the ex
penditure of $50,000 t o $60,000 during 
t he yea r in t he repair of pavements 
a long its t r acks in the city t he com
pany has dec ided to refuse to haul 
heavy steam rai lway freight cars on all 
lines west of Com merce Street. 

Brantford (Ont.) l\I unicipal Railway. 
- The Bra ntford Municipal Railway ex
pects within the next month to build two 
mi les of t rack and one mile of over
head work. 

Trade Notes 

Dwight I'. Robinson & Company, Inc., 
N ew York City, has r ecently opened 
bra nch offic es in Montreal , Canada , in 
the Dominion Express Building . Alex
a nder C. Ba rker, vice-president , is in 
charge of the office. 

The Palmer Bee Company, Cameron 
A venue and East Grand Boulevard, 
Detroit , is preparing plans fo r a four
story f actory on Pola nd A venue, to 
cost , including machinery, in excess of 
$350,000. T he company manufactures 
elevating and conveying machinery. 

The l\lidrnle Steel & Ordnance Com
pany, Philadelphia, Pa., earned net 
profits of $12,371,298 in the year 1920, 
according to t he company's quarterly 
r eport. This is equivalent t o $6.18 per 
sha re, compar ed with $10 ,387,418 n et 
profi t s or $5.19 per shar e in 1919. 

William C. Wil son, fo rmerly with 
Taylor-Wharton Iron & Steel Company 
a nd William Wharton , J r. , Company as 
manager of sales, n or theast ern t erri
tory, ha s become associated wi th the 
Pittsburgh Screw & Bolt Company and 
will be located at its New Yor k office, 
50 East Forty-second Street. 

The Clifton Manufacturing Company, 
Boston, has moved into offices in the 
new addition recently made to its plant 
a t 63 Brookside Avenue. The portion 
of the old building made vacant by 
this change will be used for factory 
purposes. The company manufactures 
enamel and galvanized-steel conduits, 
insulating tapes and compounds and 
specialized rubber goods . 

The Conveyors Corporation of Amer
ica, Chicago, announces that S. D. 
Inman has been placed in charge of 
the eng ineering and design of its 
American trolley carrier and monorail 
conveying equipment for handling coal, 
ashes, sand, gravel, etc. Mr. Inman 
has been associa t ed with the company 
in an engineering capacity for over a 
year. 

The Tubular Woven Fabric Com
pany, Pawtuc'ket, R. I., has removed its 
New York office from 61 Broadway t o 
52 Vanderbilt Avenue. This change 
was made necessary because of the 
sal e of " Duraduct" and "Duracord" 
having been combined under one sales 
organization. P. S. Klees has been en
g aged to take care of the combined 
sales in that territory. 

Georg·e J. Blanton, who for the past 
fo ur yea r s has been connected with the 
eng ineering sales department of Chain 
Belt Com pany, Milwaukee, has been 
made New York district ma nager . Mr. 
Blanton has fi g ured prominently in the 
largest installa tion of traveling water 
screens yet on r ecord. Before join
ing t he compa ny he was with the Gen
eral E lectric Company fo r eight year s. 
He is a graduate of t he University of 
Michigan department of mecha nical 
and electrical eng ineering class of 1909. 

The Concrete l\lixer Association of 
the United States, at its annual elec
tion of officer s, held in Chicago, J a n. 
28, elected Clifford F. Messinger of 
t he Chain Belt Company, Milwaukee, 
president; W. B. Knickerbocker of 
the K nickerbocker Company, Jackson, 
Mich., was elected vice-president; A. 
T . Scannell of the Archer Iron Works , 
Chicago , III. , treasurer, and H. E . 
Smith, president of the T. L. Smith 
Compa ny, Milwaukee, Wis., cha irman 
of the executive committee. 

Peru Invites Exh ibits of A merican 
Manufacturers at Centennial. - The 
Peruvian g overnment will this year 
celebrate the centennial of its inde
pendence and has vot ed a sum equiva
lent to about $3,000,000 for this pur
pose. According to the Consul-General 
of P eru a t New York, it has been 
a rranged t o hold an exhibit, probably 
in Lima, of manufactures of other 
countries. Concessions have been 
granted to the Peruvian Centennial Ex
hibits Company, 42 Broadway, New 
York City, and A. Ameraldi, Lima, 
Peru, from whom information as to 
allocations of space and rental charges 
can be obtained. 

'I_'he Toledo Crane Company, Bucyrus, 
Ohw, successor to the Toledo Bridge & 
Crane Company, Toledo, manufacturer 
of "Toledo Cranes," has been chart ered 
under the laws of Ohio. The company 

is now constructing and expects to have 
completed by March 15 a building, 120 
ft. x 320 ft., to be used for erecting and 
assembly purposes; machine shop, 60 ft. 
x 300 ft.; structural shop, 90 ft. x 300 
ft.; pattern shop, 60 ft. x 140 ft., all 
equipped with modern tools and ar
ranged for continuous production, which 
will enable it to maintain former stand
ards of quality and service established 
for "Toledo" cranes. The main office of 
the company will be at Bucyrus, with 
sales offices in New York City, Boston, 
Philadelphia, Pittsburgh, Buffalo, Cleve
land, Cincinnati, Chicago, St. Louis, 
Kansas City, Seattle, Salt Lake City, 
San Francisco, Birmingham and Min
neapolis. C. F. Michael is president 
and W. F. Billingsley is vice-president 

. and general manager. 

New Advertising Literature 

Separators. - The Griscom-Russell 
Company, 90 West Street, New York 
City, is distributing a form sheet de
scribing the new Stratton separator for 
power plants. 

Angle Fittings, Water Heaters and 
Rotometers.-The American District 
Steam Company, North Tonawanda, N. 
Y., has issued bull etins Nos. 151, 152 
a nd 153, describing its "Adsco Rotom
eter," "Adsco" water heaters and 
" Adsco" angle fittings, respectively. 

Catalog.- The Ohio Brass Company, 
Mansfield, Ohio, has just issued catalog 
No. 18 for 1921, a 638-page illustrated 
volume covering the company's line of 
high-tension insulators, trolley line ma
t erial s, rail bonds and tools, third rail 
insulators and equipment specialties. 

Insulation Testing Sets.-James G. 
Biddle, Philadelphia, is distributing a 
fo lder on "Megger Testing Sets" for 
measuring the insulation resistance of 
wires, cables, generators, motors, trans
formers , switchboards , insulators, etc. 

Engineering.-"Achievement" is the 
title of a folder being distributed by 
the J. G. White Engineering Corpora
tion, New York City, dealing with the 
power aud hydro-electric developments, 
transmission systems and other engi
neering projects of the company in this 
and in foreign countries. 

Flooring and Steps.-Irving Iron 
Works Company, Long Island City, 
N. Y., has issued a seventy-two-page 
booklet-catalog with illustrations and 
descriptions of typical installations of 
"Irving Subway" ventilating floorin1s 
and "Irving Safstep" non-slipping steps. 

Boiler Room Manual.-H. S. B. W.
Cochrane Corporation, manufacturer of 
boiler room equipment, has published a 
second revised edition of its 414-page 
manual entitled "Finding and Stopping 
Waste in Mf)dun Boiler Rooms." 

Switches for Battery Charging.---ffhe 
Automatic Electrical Devices Company, 
122 West Third Street, Cincinnati, has 
placed on the market a heavy duty self
closing underload switch ( type M), with 
ratings of 50 amp. to 200 amp., designed 
for charging large storage-battery min
ing locomotives. 




