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Rigid Periodical Inspection 
Should Be Insisted Upon 

i ·,\ siderable diversity of opinion on its merits. Generally 
· · 1~ speaking, the tax has been favored by the financial, 

THE evils of haphazard inspection, of inspec;t_ion , · manufacturing and retail interests of the country with 
which is not thorough and rigid, was brought forci- certain notable exceptions, however, and has been op

bly to attention the other day while details of a certain posed by the agricultural and labor interests, and others 
truck were being examined. One of the motor bearings who have proposed other taxes in its stead. This, in 
had collapsed and broken and was on its way out of the fact, is the position of Secretary Mellon, whose recom
housing in pieces. It was caught just in the nick of mendations made public May 2 include increases in 
time by the accident that this particular truck, out of corporation taxes, increased stamp taxes and licenses 
a large number, was selected to be removed for the for the use of automobiles. 
study being made. Most properties, and this one is As between the excess profits tax and the sales tax, the 
doubtless no exception, have a regular schedule for in- interest in the matter by electric railway companies so 
spection, but since inspection is by human beings, mis- far has been largely academic. Very few electric rail
takes will be made. way companies have been affected by the excess profits 

In this case, something was overlooked which points 
to the necessity of equipment superintendents and 
master mechanics insisting upon not only periodical 
inspection but rigid and thorough inspection. The me
chanical side of the economies and safety of operation 
of rolling stock is up to the equipment men. Constant 
inspection to catch every fault before it becomes serious 
is the basis of this part of the business. This also 
emphasizes to the executive the value of a well trained 
engineer in cha:i;ge of the equipment. He is always 
worth more than most companies can afford to pay him. 

How Some Proposed Taxation 
Would Affect the Industry 

ONE of the questions which the present Congress 
will have to settle is that relating to future taxa

tion. A repeal of the excess profits tax seems to be 
generally demanded, partly because of its complexity 
and partly because, with present business conditions, it 
is so much less productive than during the hectic years 
of business ended by 1920. In its place the substitutes 
principally recommended have been the sales tax, an 
increase in the normal tax, as levied on corporations or 
individuals or both, and a modified tax on corporation 
profits. 

Various forms of "sales tax" have been suggested, but 
a common form, if not the most common form, provides 
a tax of 1 per cent each time the merchandise is sold, 
whether in the course of the manufacture of manufac
tured articles, or in the course of the distribution of 
merchandise among wholesalers, jobbers and retailers. 
Thus, in any merchandise which passes through several 
hands, the tax would be added each time, but some of the 
advocates of the sales tax have estimated that this cumu
lative tax would not amount to more than an average 
of about 3½ per cent on the cost of the article to the 
ultimate purchaser. It is generally expected also that 
the tax would not be laid on sales of certificates of own
ership, such as stocks, bonds or notes, or on payment 
for services, either personal or those furnished by util
ities, or on sales of real estate. 

The discussions on this tax at the recent meeting of 
the Chamber of Commerce in Atlantic City as well as 
discussions on the tax elsewhere have disclosed a con-

tax, because they had no excess profits, and the nature of 
their services would exempt them from the sales tax as 
usually proposed. In fact, it would be impossible for the 
electric railways to collect from their patrons 1 per cent 
on a 6-cent or a 10-cent fare, and it is the understood 
purpose of the sales tax that it should be paid by the 
consumer. 

The effect on electric railway companies of an increase 
in the normal tax or of an added corporation tax on net 
profits would depend entirely on the form and extent of 
the latter tax. The most serious possibility would be 
any considerable tax on undivided surplus. No matter 
what one may think of the principle of taxing the 
undivided surplus of ordinary corporations, such a pol
icy if applied to the utilities would be detrimental, both 
to them and the public. It is only by the use of this 
surplus to finance essential improvements that many 
companies during recent years have been able to serve 
their growing communities at all adequately. From one 
point of view such a policy has been hard on the stock
holders, but they have had the satisfaction of knowing 
that their property was continuing to fulfill its public 
functions and that, in some critical cases, this plan was 
better than to borrow money for extensions at the very 
high interest rates which would have to be paid for it 
during these abnormal times. 

Should Periodical Re-examinations 
of Employees Be Held? 

IN THE issue of this paper for Dec. 18, 1920, there was 
an editorial reference to the necessity for physical 

and mental examination of prospective employees. This 
was in connection with a forthcoming report of the 
committee on personnel of the American Electric Rail
way Transportation & Traffic Association. Since that 
time some of the larger electric railway companies have 
extended the scope of such examinations with results so 
satisfactory that an "experience meeting" in connec
tion with the next convention should help to impress on 
the railway representatives the importance of giving 
more attention to this feature of successful manage
ment. 

It is an easy matter for a railway company to require 
all prospective employees to submit to a physical and 
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mental examination before entering the service. This 
affords an opportunity to weed out undesirables before 
they have come under t he protection of a workmen's 
compensation act and without g iving t hem a chance to 
endanger t he lives of passengers. It is an entirely dif
ferent matter to carry out a policy of re-examination of 
employees after t hey have been working for some time. 
This involves the question of what to do with an old 
employee who has been found wanting in som e ser ious 
particular as to physical requirements. Sha ll he be 
carried on a pension roll , or transferred to some less 
hazardous occupation, or summarily dismissed ? 

Adherence to a high physical standard undoubtedly 
would be an advantage to t he r iding public, to the 
company and to the employee himself. But if in the 
carrying out of such a policy a workman faces di s
charge after twenty or thirty years of faithful service, 
it is worth while to consider what can be done. F ew 
ra ilway companies are sufficiently prosperous to be able 
to set aside an 2.dequate pension fund for employees. 
In some cases where the employees are strongly union
ized objection has beP.n raised by their repr esentatives 
to the establishment of a company pension plan. This 
probably is due to fear that the men would be won over 
to a company organization. The alternative plan of 
fi nding work for the disabled employee in some other 
department would be all right until all possible jobs 
were fi lled. The last alternative of dismissing t he work
man meets with objections from the h umanitarian 
standpoint, yet it is one which will have to be faced 
in a serious recognition cf t he duty owed to the public 
of furnishing safe men as well as safe equipment . A 
defective wheel or brake would have to be discarded. 
What about the defective employee? The subject opens 
up a broad field for discussion. 

Is It Better to Cut Wages in a Lump 
or By Installments'? 

T HE Boston E levated Railway employees have fallen 
in line with those of Cleveland in accepting without 

strife a decrease in their basic rates of pay. Conditions 
goveming the decrease, which amounts in all to about 10 
per cent, call for its being made in installments. For 
men on the surface lines in service more t han one year, 
in other words for those in this class receiving the 
maximum pay, the hourly wages will be decreased 2 
cents per hour on July 1 and 3 cents per hour addi
tional on Jan. 1, 1922. This corresponds to a total r educ
tion of 7.14 per cent from the present rate of 70 cents. 
Elevated motormen and guards have reductions of from 
4 to 6 cents per hour, also in two installments of six 
months each. 

It is this method of reduction which makes t he Boston 
program of especial interest. Those who favor the plan 
will doubtless argue that the division of t he reduction 
into two installments more easily permits t he employee 
to adj·1st his scale of living to his income, hence that t he 
plan is a wise one. Those opposed will probably decla re 
that where a reduction in wages is no more than in the 
cost of living no adjustment by the employee in his scale 
of living is nece.ssary. Such changes, t hey argue, should 
be definite for a definite time and future periods can 
very properly be cared for on their merits whenever 
there is a material change in living costs. 

The more general practice of using the immediate 
settlement plan of adjustment seems to indicate its 
g reater popularity amo1:g railway men. But this is not 

conclusive, as it is not known that the installment plan 
was thought of and considered in other cases. It is 
worth examining. 

Another interesting departure in wage agreements 
is the recent arbitration award in the case of the New 
York pr essmen, handed down this week and accepted 
by both sides. This award calls for a reduction in wages 
of about 12 per cent and is made retroactive to April 1. 
Retroactive wage increases are common and there is no 
r eason against retroactive reductions, but they are not 
frequent. The men expect to pay pack the sum thus 
awarded by deductions from their payroll during May. 

Philadelphia Co-operative Spirit 
Carries Down as Well as Up 

TH E present problem of effecting necessary reduc
t ions in wages, no matter by what detail it is 

actually carried out, places a test on the satisfactory 
nature of the relations of management to men on elec
tric rai lway pr oper ties which is probably as severe as 
any which has ever been applied to this relationship. 
There has already been comment in these columns on 
some cases which have arisen, Cleveland being an out
standing one. Other recent cases are Altoona, Pa.; 
Albany, Ala.; Hudson, N. Y.; Saginaw, Mich., and 
Boston, Mass., commented on above. Another case of 
interest to t he industry is Philadelphia, where wages 
have been determined according to contract with the 
men by ave raging the r ates in effect in Buffalo, Cleve
land, Detroit and Chicago. The method of computing 
the P hiladelphia wage is of course a mere mechanism 
and may be open to the criticism of ".letting George do 
it," but it seems to have worked successfully. 

The manner in which the men are reported to have 
accepted th is reduction, voluntarily, is an indication, 
possibly, of their sense of• partnership in the enterprise, 
certainly of the understanding of the necessity for and 
justness of the decrease. The way was paved for this 
present reduction, however, last summer when the last 
increase went into effect. Mr. Mitten warned the men 
at the time that this was all temporary and that they 
should cons ider the increase in income as "velvet" and 
store it away, not est ablishing a scale of living based on 
the new wage, for this was bound to come down soon. 

Each proper ty will develop its own relations in this 
respect largely as the result of the individual character
istics of the men on both sides. Indications are that 
these relat ions a r e improving all over the country, in 
spite of the strain on them caused by the past several 
years. Philadelphia's record of ten years of industrial 
peace, recently celebrated there at the tenth anniversary 
of the successful co-operative plan on the P. R. T., is 
one instance to prove this . 

Has Paris Solved the "Incentive" Problem 
in Railway-City Contracts? 

Ir IS universally admitted that the most pressing prob
lem before bot h the electric railway and its com

munity t oday is to find a means of combining an 
at tractive rat e of return to the investor with a con
tinued growth in the usefulness of the transportation 
system. The service-at-cost and public trusteeship plans 
are steps in that direction, but many of these agree
ments are t hus far on the wrong side of the ledger and 
on the wrong side of the traffic count. If, then, the 



May 7, 1921 ELECTRIC RAILWAY JOURNAL 841 

present agreements do not look like the last word on 
the subject, what can we learn from those who have had 
longer experience with contracts of that kind? 
· Fortunately, a most interesting experience in this 

direction has come to hand through the changes now 
taking place in the Paris metropolitan district. Here 
contracts in which fares went up or down according to 
traffic density were made as early as 1910. However, 
it seems that they failed the public before the war in 
-producing the expected enlargement and betterment of 
service and that they failed the company during the war 
in proving flexible enough to meet the situation in 
wages and materials, brought about by the war. Then, 
too, the division of the territory among six companies, 
although only one dominated Paris proper, was a hin
drance to progress. 

It is not necessary to set forth here the detail terms 
-0f the superseded contracts and the agreement with the 
new State-backed operating company, as these are pre
sented elsewhere in this issue, but it is pertinent to see 
what weaknesses were disclosed during the operation 
of these early agreements. From the public's point of 
view, the weakness lay in the fact that the company's 
rate of return depended too closely upori a definite and 
undesirable density of traffic. Therefore, as a business 
proposition, the company hesitated to do anything which 
would impair this density of traffic, whether in exten
sions of routes or shortening of headways. From the 
-company's point of view, conditions had reached the 
point where the rate of return was no longer insured 
by bearable increases in rate of fare. The mere re
linquishment of the city's percentage of gross earn
ings would have been but a drop in the bucket. 

The community, which includes the districts contigu
-0us to Paris, therefore found it necessary to devise a 
plan whereby the profit possibilities of the transporta
tion system would be made secondary to its usefulness. 
Obviously, private capital could not be expected to run 
a transportation system on that basis. On the other 
hand, direct government ownership and operation did 
not off er any definite guarantee of efficiency. So it 
comes about that the plan evolved is one which places 
the capital invested in the leasing company upon the 
same plane as a government bond and elevates the man
agement and the employees to the position of supreme 
responsibility for results. 
Now what are the results 

not expect that the most able management will be able 
to show a surplus for some years to come, but it is 
determined to make the transportation system as valu
able to the community as possible without incurring 
extravagance. Hence there is seen a system of awards 
based upon both greater usefulness and technical pro
gressiveness. 

In sum, the outstanding features of this contract, in 
contrast with the usual service-at-cost plan, are that 
the rate of return will not have to come out of more 
revenue from less riders at higher fares, usefulness of 
the mass transportation system being predominant, and 
that a reward for attaining this enlarged usefulness 
will go to those whose brain and brawn are most 
closely responsible for results. 

Use Judgment in 
Welding Reclamation 

EVERY one knows of the great importance and value 
of welding in the reclamation of electric railway 

equipment. Welding has virtually saved the lives of 
many companies, both in its ability to keep the wheels 
turning and more permanently in the fine economies 
effected. During the war the inability often to get 
new equipment at any price justified the use of the 
welder to an extent that would not be considered good 
practice from the standpoint of either safety or economy 
in normal times. Times now are perhaps not normal, 
but conditions have eased sufficiently so that there is no 
longer any need to carry the reclaiming work to the ex
tremes that were formerly necessary. The master me
chanic particularly should check up on the welding work 
he is having done with two considerations in mind, 
namely, safety and cost. The more important of these is 
safety, for even though an economy may be shown it is 
inadvisable, at least with the present limited knowledge 
of the art, to weld at vital points such parts as car 
axles, flanges of wheels used in high-speed service and 
other parts that are subject to high strain and the fail
ure of which might mean a serious accident. 

The principal points of breakage of axles are between 
the gears and hub and between the journal bearing and 
hub of the wheel. These points are the vital points of 
a car axle, and as these parts cannot be increased in 

size above normal, because 
of the necessity for a 

expected? Does the gov
ernment expect that there 
:shall necessarily be a sur
plus big enough to meet the 
cost of operation and all 
-Overhead, including the 
sinking fund payments to 
amortize the securities of 
the superseded companies 
and 6 per cent to the share
bolders in the new com
pany? No. The mark of 
-efficiency will be primarily 
in enlarging the usefulness 
,of the undertaking-in get
ting more riders; and sec
•ondarily in taking advan
tage of any improvements 
that will lower costs but 
not decrease service. The 

Quot al ion Jrom the 
Federal Electric Railways 
Commission R~porl 

No. 19 
machined finish at these 
points, it appears inad
visable to attempt weld
ing repairs at such loca
tions. Until there is more 
definite knowledge about 
the molecular effect of 
welding upon the metal 
greater caution may well 
be used. 

_government frankly does 

THE commission is not pessimistic as to the future. 
The electric railway problem admits of a satisfac

tory solution, once the elements that compose it are 
made known and the principles of ordinary economic 
and business common sense are applied. 

The duty both of the public authorities and of those 
who control the electric railway enterprises of the 
country is plainly indicated. The time has com e for 
stable and satisfactory settlements of traction diffi
culties. 

The commission can go no further than to point out 
the principles upon which readjustment should be 
based. The task is really that of the state and local 
authorities upon the one hand and of the companies 
upon the other. Failure to rehabilitate the industry and 
the service is possible only if those upon whom the 
responsibility rests fail to undertak e the work or pursue 
it in a spirit that makes settlement impossible. 

While one's pride may 
be flattered by the state
ment that "we never scrap 
anything," still it is a 
very easy matter to be 
fooled about the relative 
economy of welding a bro
ken or worn piece of equip
ment versus the scrapping 
and replacing it with a 
new one. 
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The Baby Electric Railroad Is a Buster 
Recently Electrified Short Railroad Line in Northeastern Oklahoma Imme

diately Proves Advantages of Electrification-Gives Excellent Freight 
and Passenger Service to Zinc and Lead Mining Communities

Contemplates Early Extension to Much Larger System 

THAT is probably t he latest member to enter 
the electric rai lway field is t he Nor t heastern 
Oklahoma Railroad Company, located in the 

northeastern corner of t he State of Oklahoma and feed
ing what is probably the largest lead and zinc field in 
the world. As was noted three or four months ago in 
this paper, this railway started electrical operation about 
the first of February this year. It had previously been 
a steam road, which had been operating for about eight 
years, but whose service had been growing more and 
more unsatisfactory to the mining companies. During 
the latter part of 1919, in order to purchase the steam 
rai lroad property, the Northeast Oklahoma Railroad 
Company was formed, largely from m ine operators and 
b u s i n e s s men in 
Miami, the principal 
termin us and location 
of the main offices of 
the company. J. F . 
Robinson, president 
of the company, is 
also president of the 
Commerce Mining & 
Oil Company, t h e 
largest mining group 
in the Miami field. 
The road was for
merly known as the 
Oklahoma, Kansas & 
Missouri Railroad. 

,_I ~~.ll ,'~ . 41, :L'l ''.J 
___ - 11 ' 

l ll 

\ •f · 
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not unusual. The wr it er had the opportunity of going 
over this interesting terr itory in March to inspect the 
rail road and its community. Mining activity has, of 
course, now ceased in many of these mines and here lie 
the large groups of frame houses or shacks, practically 
all one-story in height, mak ing up these mining towns, 
with populations which a r e ever variable. 

Miami itself has a populat ion of about 8,000 and 
North Miami of 600. This is rather st able population. 
If a normal figure can be set on the population of the 
other towns, it is about as follows: Commerce, 3,500; 
Tar River, practically a part of Commerce, 4,000; Picher, 
10,000; Century, 1,500, and Treece, a town just above 
the end of the spur which reaches up into Kansas, 

3,000. The officials of 
t he r oad figure on a 
population of about 
45,000 on the line and 
in the contiguous ter
ri t ory . F r om this, rec
ords show a passenger 
business of about 
75,000 per month. 

The accompanying 
map gives some indi
cation of the cha rac
ter of t he layout of 
t h is road. T he entire 

l\IAIN STREET, MIAMI, SHOWING CATENARY OVERH EAD 
·w1TH CONCRETE POLE CONSTRUCTION 

As this te rritory 
grew, the old steam 
road extended its lines 
to many of the mines, 
as did also the Miami 
Mineral Belt Railroad, 
which came in from 
the east to tap the 
field. This road also 
has connection with 
the Frisco and K. 

The m a in offi ce of the compa n y a nd a pa ssenger w a iting room are 
in the la r ge building in the foreground 

area shown on this map is practically as flat as a table 
top and twelve or thirteen years ago was Indian fa rm 
land of no particular importance. About 1911 lead and 
zinc were discovered and developed at and around Com
merce, t hough there were some little developments north 
of t hat. It was at this t ime t hat t he Oklahoma, Kansas & 
Missouri Railroad was started to handle t he traffic from 
this new mining field to the St. Lou is & San F rancisco 
and the Missouri, Oklahoma & Gulf ( now the Kansas, 
Oklahoma & Gulf) Railroads at Miami. During t he 
world war the demand for lead and zinc caused a rapid 
expansion of this field, until at the close of the war there 
were some 280 lead and zinc mines operating here. Im
mediately these mining towns took on a new importance, 
for these are mining towns in the truest sense and 
remind one very much of the early days of Leadville, 
Cripple Creek and other centers of mining activity, 
busy with the creation of considerable new wealth . Prac
tically all of these mines are located on land whose 
mineral rights have been leased from Indians, who hold 
title to the land under government supervision. Some 
of t he Indians had fabulous incomes during 1917, 1918 
and 1919, tales of $20,000 to $50,000 per month being 

0. & G., as shown. 
Miami is a Western town which would surprise most 

people who have not been to Oklahoma. It has wide 
streets, 90 per cent of which are paved. It has excellent 
schools, is the home of one of the state mining schools, 
has one of the best hospitals in a radius of several 
hundred miles and is t he t rading center for a large area 
with which it is connected by excellent roads made from 
the chat which is the refuse from the lead and zinc 
mines. Mountains of this chat, by the way, surr ound 
each of the mines and give one t he impress ion that the 
topography is not so flat after all. Thi s chat, t oo, forms 
one of t he sources of revenue for t he company, for it 
can be secur ed and hauled away at very low cost for 
use in paving and in concrete work. Miami is also the 
home of a new industry of tripolite pr oducts, used for 
polishing purposes in the metal trade and also for fac
ing casting molds. The great Krupp works in Essen, 
Germany, are said to secure their tripolit e from the 
Miami field. 

As to the road itself , the original equipment con
sisted of four st eam locomotives, six passenger cars, 
used as t railers on t he steam trains originally and re
tained as emergency trailers, and four General Electric 
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gasoline-electric passenger cars, in addition to freight 
equipment described later. The steam locomotives are 
being put into shape to sell, except that one will prob
ably be held to operate work trains in case of making 
any extensions to the system, as planned, in the next 
five or six years. The four gasoline-electric passenger 
cars are also being repaired and overhauled for sale. 

The entire system has been overhauled and track re
graded and rehabilitated by the new management. The 
rail is standard 70-lb. rail on r ed and white oak ties, 
some of which are treated. The ballast is of the ever
present chat and averages a depth of 12 in. under the 
tie. The maximum grade in passenger service is 1.26 
per cent; in freight, 1.05 per cent ; the maximum cur
vature on the main line is 8½ deg. and in yards 16 deg. 
All rail joints are bonded with 0000 strand bonds and 
cross-bonds of the same capacity are placed every 
thousand feet. The entire line is constructed on private 
right-of-way varying in width from 150 ft. at stations 
to 40 ft. at other points to suit conditions. 

Necessary sidings, most of which are at least 1,500 ft. 
long; spurs, wyes, etc., were in the original layout or 
have been added so that the railroad can adequately 
take care of all necessary traffic. 

The overhead, and all of the electrical work, is 
naturally new and has been added by the present man
agement. The overhead construction, some illustrations 
of which are shown herewith, was designed by the Ohio 
Brass Company and is of the flexible catenary type. It 
is an example of how to put up overhead. The distribu
tion scheme, with a substation at Picher and with one 
at Commerce, consists of a 500,000 circ.mil Roehling 
feeder cable installed the full length of the main line 
electrification. A 0000 grooved trolley, hard-drawn cop
per, furnished by the Standard Underground Cable Com
pany, forms the contact wire and is suspended from 
the catenary by hangers spaced 15 ft. apart. The feeder 
is attached to the trolley wire every 1,000 ft. and light
ning arresters have been placed at this same spacing. 

Western red cedar poles have been used, spaced 
120 ft. on tangents, and on curves spaced to suit• the 
curvature. These poles have been butt-treated, with 
hot application and then cold application, both brush 
applied. All poles are set 6 ft. in the ground, whether 
35 ft. or 40 ft. in length. In the city of Miami, in place 
of wooden poles, reinforced concrete poles have been 
used both as a feature of artistic appearance and to give 
necessary strength. The transverse spans on Main 
Street, shown in one of the accompanying illustrations, 
are 60 ft. long, and in order to hold the overhead as 
rigidly as desired are under very heavy strain. The 

VIEW SHOWING FREIG HT SIDINGS A N D OVERHEAD, 
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MAP OF THE N OR THEASTERN OKLAH OMA COMPANY-
THE ORE LINE (IN DICAT ED BY HEAVY B L ACK LINES) 

concrete poles used here are what are known as the 
1,500 class furnished by the Massey Reinforced Con
crete Products Company. They are 33 ft. long, with a 
15-in. butt and 5-in. top, round, and reinforced the 
entire length with six longitudinal rods and also with 
annular rings of steel. 

A telephone line runs the entire length of the main 
line of the road. To reduce interference to a minimum, 
this telephone line has been placed on the inside end 
of the cross-arm, the feeder being on the outside end; 
in addition to this, the telephone line is transposed 
every third pole. 

Electrical energy is purchased from the Empire Dis
trict Electric Company at 33,000 volts, three-phase. In 
order to have equipment furnished on time, it being 
found impossible to get satisfactory shipping dates from 
manufacturers on new equipment, the substation equip
ment was purchased from the Cincinnati & Columbus 
Railway. Only one substation is now operating, but the 

A TYPICAL MINE, A T P I CHER, WITH T HE NUMEROUS 
ONE-S T ORY MINERS' S H ACKS I N THE D I STANCE 
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OUTSIDE SUBSTATION NUJ\IBER 2-AT PICHER
N OW OPERATI N G 

other will be put on the line very soon. The one operat
ing is located at Picher and contains one 400-kw. G.E. 
converter, fed from three 145-kw. General E lectric trans
formers. The other substation, located at Commerce, 
contains two 400-kw. General Electric converters and is 
being equipped with three 250-kw. new Pittsburgh trans
formers. The original transformers, from Ohio, had 
been w,ed at 16,500 volts, and it proved desirable to 
make a new installation for satisfactory operation at 
t he higher voltage rather than try to use the old trans
formers. 

Both stations are being equipped with Westinghouse 
electrolytic lightning arresters. Both are equipped with 
Burke remote-control, high-tension switches. 

The rolling stock of the company was likewise pur
chased from other railways, in order to secure it on 
time. Two large motor cars for passenger service were 
purchased from the old Blue Grass Line at Nash ville, 
Tenn. These are equipped with four 100-hp. G.E. 205 
motors and are of the interurban high-speed type. Four 
smaller cars, purchased from the Cincinnati & Colum
bus Railway at Ohio, are used for lighter traffic. Thesr 
are equipped with four 50-hp. G.E. 57 motors. The 
road also has one Westinghouse-Baldwin 50-ton loco
motive and the former freight equipmrnt of the steam 
road, namely, ten gondolas, three flat cars, one ice car, 
two cabooses. The third caboose inherited from the 
former management has been converted into a line car. 
There is also a motorized package freight express 
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INS IDE SUBST ATION NUJ\IBER 1-AT COMMERCE-. 
NOT YET OPERATING 

and baggage car which is used for handling small pack
age shipments. 

The regular schedule calls for sixty-six passenger 
trains per day over the line and freight service as 
demanded. The passenger traffic is largely composed 
of miners, many of whom commute daily from their 
homes in Miami to the mine, and also an interchange 
of miners from the other towns back and forth. The 
average passenger car-miles per day are something over 
850. The exact figures for the month of February 
were 24,922. Already the officials of the road have 
some statistics which show the advantage of electrical 
operation. Measured at the substation, and including 
station loss, conversion, etc., the watts per car-mile are 
estimated to be about 3.87 in passenger service. At the 
present cost of electrical energy, this figures about 7.3 
cen ts per car-mile anrl. about 0.7 cents per passenger
mile. With the former operation of motor cars, the fuel 
cost alone was about 18 cents per car~mile. 

On the freight side February showed 2,088 loaded 
car-miles and 2,196 empty car-miles handled with a loco
motive mileage of 629. On a basis of 40 tons per car 
dead load, with the weight of the car not included, the 
cost of coal in January figured $3.50 per car, whereas 
the cost of electrical energy for February figured $1.27 
per car. 

The pas;=:enger traffic is handled on a fare base com
posed of 5-cent units, vrith, however, a 10-cent minimum 
fare. The fares are, figured from Miami: To Com-

\ 

TYVO VIEWS ON THE RIGHT-OF-WAY SHOWING OVERHEAD CONSTRUCTION ON CURVES AND 
GIVING SOME IDEA OF THE NATURE OF THE LINE 
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merce, 4 miles, 10 cents; to Blue Goose, 7 miles, 15 
cents; to Cardin, 8 miles, 20 cents; to Picher, 10 miles, 
25 cents, and to Century, 13 miles, the end of the main 
line electrification, 30 cents. A commutation book, with 
100 5-cent coupons, is sold for $4. Only about 10 per 
cent of the fares are paid by the use of these coupons, 
however. 

The business of this road, as seen, depends almost 
entirely upon the activity of the lead and zinc industry, 
and particularly of the Miami field which this road 
feeds. Traffic in the latter part of 1920 and the early 
part of 1921, for instance, is considerably off from 
what could be considered normal. Of course, it is prob
nhly never expected that the war-time conditions of 
two twelve-hour shifts of seven days in the week will 
reappear. Road building should give some impetus, 
however, to traffic in this field on account of a possible 
demand for chat. 

More than 4,000 carloads of this chat were shipped 
over the lines of the Northeastern Oklahoma Railroad 
alone during 1920. 

But there are opportunities for diversifying the busi
ness . of this railroad near at hand. Some 150,000 acres 
of coal land lie southwest of Miami; large coal lands also 
lie near Columbus, Kan., just to the north of the pres
ent lead and zinc field. As this territory becomes more 
and more developed by lease from the Indians or as the 
Indians obtain the right to sell the land and it becomes 
more attractive to outside capital there is a large terri
tory which has no railroad facilities at all and which 
will offer opportunity for this newest addition to the 
electric railway field to expand. While no definite plans 
have been made, yet the ,management of the road real
izes the situation and is awake to the possibilities of 
expansion, which it will probably undertake during the 
next four or five years. 

And all of this expansion will be under electric trac
tion, for the operating personnel of the road is thor
oughly convinced of the efficiency of electrification. Com
pared with operation under conditions prevailing pre
vious to electrification, the certainty of schedule, the 
decreased running time, the savings in power and other 
operating expenses, the general increased operating effi
ciency of the personnel itself are all features which 
have come on account of electrification and appeal to 
the management of the road. 

Baltimore Tries Loading Platforms 
Experimental Platforms Have Now Been in Use for Several 

Months-Results Show Their Value for Relieving 
Congestion and Also for Speeding Up Traffic-

Thirteen Installed So Far 

SOME months ago the subject of loading platforms 
was actively discussed in Baltimore between the pub

lic authorities and the officials of the United Railways 
& Electric Company and an experimental pair of plat
forms 5 ft. wide, 100 ft. long and 9 in. high were erected 
at North Avenue, at its intersection with Charles Street, 
which at this point is a thoroughfare 110 ft. wide be
tween curbs, with the car tracks located in the center. 
On this pair of platforms rigid pipe railings were in
stalled. These railings were carried 3 ft . above the level 
of the platform. 

The results attending this original installation were 
very satisfactory, from the viewpoint of safety and 
convenience of passengers, from the standpoint of 
control of traffic by the police department and because 
of operating advantages to the railway company. There
after additional platforms were put in, until at the 
present time thirteen have been installed. A number 
of these were put in at the direct request of the Police 
Department. 

Queue loading is recognized as a very desirable and an 
effective aid to the rapid handling of passengers onto a 
car. One very satisfactory development from the use 
of these loading platforms has been what might be 
called automatic queue loading, as the comparatively 
narrow platform, with chains or rails on its outer edge, 
by its very construction promotes the unconscious adop
tion of the queue form of loading. 

Plans were laid also for the installation of quite a 
few more platforms, but the Fire Department objected 
to their being put down in the narrower streets, be
cause it felt that it would interfere with the opera
tion of fire apparatus. 

As a result of the Fire Department's objection the rail
way was unable to put platforms in at a number of loca
tions where a study of conditions at the present time 
indicated their desirability and the Police Department 
had requested their installation. The co-operation of 
the Police Department has been of great assistance in 
successfully working out the plan, and the results from 

LOADING PLATFORMS ON NORTH AVENUE AT CHARLES STREET 
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AT LEFT, PLATFORMS PRODUCE AUTOMATIC QUEUE LOADING. AT RIGHT, PLATFORM 
ON LIGHT STREET AT BALTIMORE 

t he public and operating standpoints have been very 
satisfactory. 

On the original installations pipe rails were erected, 
but latterly chains have been used attached to upright 
stanchions, instead of the continuous pipe railing. This 
was found to be more desirable, because occasionally 
automobiles run into the platforms, and where the 
stanchions are connected by chains less damage is done 
than where a rigid rail extends the whole length of the 
platform. On the platforms and safety zones the 
Police Department supplies and maintains red oil lan
terns during the night hours. On the ends of the plat
forms diagonal black and white stripes, similar to those 
used on railroarl crossing gates, have been painted. 

At a number of places where the company has been 
unable to get permission to install platforms because 
of the narrow streets isles of safety have been estab
lished. These were originally constructed with stan
chions and iron pipes, making them rigid, but, for the 
reasons stated ~bove, piping has been abandoned and 
the stanchions are now joined by chains. In some loc:i.
tion s these stanchions had been in use before platforms 
were introduced, but recently the number of isles of 
safety have been materia lly increased. 

A special study of traffic conditions at each location 
was made before platforms were laid down, and where 
practicable they were located around the corner from 
congested streets, this necessitating in some instances 
changing from the standard near-side stop to a far-side 
stop. This has been of value in relieving congestion. 

The platforms are constructed of heavy planking laid 
on wooden sills and fastened to the street surface with 
drift pins. Consideration has been given to construct
ing them in a more permanent manner, with concrete 
curbs, either filled in with crushed stone or with an all
concrete surface, but for the present, until the experi
ment has gone further or the present platforms begin 
to wear out, no change will be made. 

The accompanying illustrations indicate the method 
of locating these platforms and the additional safety 
which this improvement in the street car facilities of 
Baltimore provides for the traveling public. 

Foreign exchanges record the inauguration of a track
less trolley line H miles in length and with four buses 
in York, England. The Bradford Corporation Tramway, 
which already has a number of these car s, has in con
templation a six-wheel trackless trolley bus, with seat
ing capacity of fifty-seven, as well as some one-man 
buses with seating capacity of thir t y each. 

Trackless Trolley Demonstration 

IN VIEW of the general interest in trackless trolleys, 
principally because of the present high cost of rail

way construction and competition from the motor bus 
a practical demonstration of a new type trolley bu~ 
will be made at t he Schenectady works of the General 
Electric Company t he latter part of May. 

A thirty-passenger type car, similar in external ap
pearance to t he front-entr ance t r olley car except that 
it has rubber-tired wheels, will be equipped with trolley 
pole, controller, motors and other necessary apparatus 
for the public demonstrat ion. Suitable trolley wires 
have been strung, form ing a loop for demonstration runs. 

General Electric engineers estimate the cost of in
stalling a single-track trolley line on an unpaved street 
as about $35,000. On a paved st r eet, where the trolley 
company is forced to pay for t he pavement between its 
rai ls and 2 ft. outside, t he cost jumps to $75,000 per 
mile. The overhead for a s ingle t r ackless trolley costs 
from $5,000 to $7,000 per mile, and where a double 
set of wires is strung the cost will average from $7,000 
to $9,000 per mile. Comparing the operating cost with 
the motor bus, gas and oil cost s on an average of 5 cents 
per mile, whereas with the t rackless trolley the cost of 
electricity is but 2 cents a mile. The maintenance of 
equipment, including tires, averages 9½ cents per mile 
for the motor bus as compared with 4 cents for the 
trackless trolley. For depreciation, figuring the life 
of the motor bus at five years, as computed from sta
tistics supplied by nine leading auto bus manufacturers 
the cost per mile is 3.4 cents, compared with 1.9 cent~ 
for the trackless trolley, based on a life of ten years. 

Totaling t he above figures, the saving in favor of 
the trackless t r olley is 10 cents per bus-mile. Figur
ing that the average bus runs 35,000 miles per year 
this means a saving of $3,500. From this amount there 
should be a slight deduction because of the lower initial 
cost of t he mot or bus, interest on money invested, etc., 
which, according to railway engineers, brings the sav
ing in favor of t he trackless trolley over its gas-driven 
competitor to $2,700 per car per year. 

With a sliding trolley pole the trackless trolley has 
a leeway of 18 f t ., 9 ft. either side of the trolley wires. 
This gives it ample facilities t o pass other vehicles on 
the street. Directly over the head of the driver is a 
lever by which the trolley pole can be pulled down from 
the wires without the operator leaving his seat. 

Af ter test and demonstration in · Schenectady the car 
will be sent to Richmond, Va., for trial. 
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Features of the New Paris Franchise 
Earlier Agreements, Similar to American Service-at-Cost Franchises, Failed to Stand War 

Strain-New Deal Involves Consolidation of Properties, 4.9 per Cent Net Return 
to Investor Guaranteed by the State and Rewards to Management and 

Men Based on Increasing Traffic and Achieving Economies 

T HE city of Paris and the Department of the Seine 
(in which Paris is located) have approved a con
solidation and refinancing of the local street rail

way and motor bus facilities of the most far-reaching 
nature. At last accounts, the new plan required only 
the formal consent of the stockholders of the absorbed 
companies before going into effect. The terms of the 
new arrangement will best be understood if a brief 
account is given of the conditions leading up to this 
franchise. 

THE AGREEMENT OF 1910 

The General Omnibus Company, organized late in 
1854, was a consolidation of several small horse
omnibus companies, and soon after it was founded 
received a franchise for buses and also for street rail
ways. Under this franchise, which was for fifty-five 
years, the company not only built a great many street 
railway lines and extended its bus system but had a 
practical monopoly of all surface transport within the 
walls of Paris itself, and it was the only system (except 
the later underground railways) with which the 
Municipality of Paris had actual contractual relations.* 
The exceptions to this monopoly were certain bus lines 
which the steam railroads were permitted to operate 
to carry passengers to and from their railroad stations 
and several street ·railways which were permitted to 
enter Paris upon payment to the General Omnibus Com
pany of certain royalties. In consequence of this latter 
development there were in 1910, when this franchise 
expired, thirteen street railway companies in Paris and 
vicinity, and these companies were operating with every 
conceivable form of propulsion-horses, trolley, conduit, 
storage battery, compressed air, steam, etc. 

In 1910 the Municipality of Paris concluded an agree
ment with the General Omnibus Company which con
tained a number of features of general interest, aside 
from the provisions for motorization of the buses and 
electrification of the street railways, partly to trolley 
and partly to the conduit system, the latter being com
pulsory within certain areas. Among these features 
were the following :t 

Change from Unit to Two-Fare System within City. 
. -Although there had been no startling rise in costs 
by 1910, the General Omnibus Company seems to have 
realized that a continuation of the unit fare with free. 

· transfer was uneconomic on a system with an ever
growing increase in average length of ride. The unit 
fares of 15 centimes (3 cents) second class and 30 
centimes ( 6 cents ) first class ( the latter including 
transfer privilege) were replaced by a zone system in 
which the base fare was 10 centimes (2 cents) second 
class and 15 centimes (3 cents) first class. 

*For f urthe r pa rticula r s of this fra n chis e s ee S TREET R AILWAY 
JO U RNAL, J a nuary, 1897, page 16 ; M a y, 1899, page 27!i , a nu J a n. 4 
1902, page 18. ' 

tFor further pa rtic ula r s of this f r a n chis e see E LECT RI C R AILWAY 
JO U RN AL, Oct . 1, 1910, page 505. 

Capitalizatfon.- The capital of the General Omnibus 
Company was increased from 17,000,000 francs to 
80,000,000 francs to take care of the reconst r uction 
and electrification expenses: The company was r equi red 
to set aside annually a sum amount ing to not less than 
5 per cent of its net profits to r etire each year a 
portion of its stock, though the holders of the stock 
thus retired r eceived "participat ion" cer tificates, en
titling them to shar e in the profits after an in it ial 
dividend of 5 per cent had been paid on the unamortized 
stock and also to participat e in any surplus after all 
stock had been retired at par when the company should 
be liquidated. 

R eturn to the Ci ty.- In the agreement prior to 1910, 
the return to the city appears to have been confined to 
the usual paving upkeep tax and a tax based upon t he 
number of cars . The agreement of 1910 retained the 
paving charge, but replaced the car tax by a charge on 
gross earnings. It was agreed that the bus system 
should pay the city 3½ per cent of gross earnings, with 
a maximum of 4 per cent if the receipts exceeded a 
certain set figure. On the other hand, the street railway 
system was to pay 3½ per cent minimum, if the return 
to stockholders was not more than 5 per cent, up to 6 
per cent maximum according to the increase in return 
received by the stockholders. The city could call for a 
reduction in fare if the earnings per car-mile or bus
mile exceeded 32 cents and 33 cents respectively. This 
figure was based on the size of car then in use, but was 
to be changed accprding to a specified formula if cars 
of different capacity were put in service. The bus con
tract stated that the company would not be obliged to 
install certain additional routes until the average earn
ings per bus-mile attained a stated figure. So, too, the 
company was entitled to apply for higher fares if the 
average earnings fell below 33 cents per bus-mile, pro
vided it operated a stated minimum mileage per annum. 
If all such payments to the city plus the local fuel tax 
( octroi) exceeded 6 per cent of gross earnings, the 
General Omnibus Company could apply for a reduction. 

Full Regulation Retained.-The Municipality of P ar is 
retained all rights to regulate routes, timetables and 
fares and to exert other police powers, such as approval 
of rolling stock and other equipment affecting the 
public safet y and convenience. The company 's accounts 
were to be audited by the city, city inspectors were to 
be carried free and the company was to pay all regu
latory expenses up to a stated maximum per mile of 
route. Fines and fo rfeiture clauses to put teeth in t he 
regulatory ordinances were also provided. 

WHY TH E 1910 A GREEMENT B ROKE DOWN 

The three or four years following the 1910 agreement, 
including the change to zone fa res, saw heavy increases 
in traffic despite the large amount of reconstruction 
going on and the growing competition within old Paris 
of the underground railways. The public, however, felt 
that the company was not expanding its facilities and 
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improv ing its service as had been anticipated. In all 
likelihood, t he extens ive r ebuilding program of the com
pany did not tempt it to develop exper imental ser vices 
which would lower t he average return per vehic'.e-mile 
to uneconomic levels. 

With the arrival of the war in August , 1914, all 
progress naturally had to cease. In fact , it was neces
sary t o make t r emendous cuts in service because of 
man-shortage and other difficul t ies incident to the wa r. 
By 1916, also, t he increase in wages, fuel and materials 
had become so great that t he company applied for relief. 
It was not until 1918, however, that the first increases 
in fare were gr anted upon recommendation of a com
m ission which had been appointed by the Prefect of 
t he Department of the Seine to study both the matter 
of immediate relief and a permanent sett :ement . 

TERMS OF RECAPTURE AND CONSOLIDATION UNDER 

GOVERNMENT AUSPICES 

At t hi s time there were six surface systems in t he 
Paris metropolitan a rea as follows: The Gener al 
Omnibus Company, Tramways-Nord, Tramways-Sud, 
Est-Parisien, Chemin-de-fer-Nogentais and Rive
Ga uche, with a total of 943 km. or 584 mi les of route. 
T he capital investment of these companies totaled 
420,900,000 francs, or approximately $81,000,000 at pre
war exchange. The General Omnibus Company alone 
constituted practically one-half of this tota l. Both t he 
city and the department were agreed that unified oper 
at ion of a!l these lines was the indispensable basis of 
a ny post-war arrangement. To purchase t hese li nes 
outright and operate them jointly offered a host of ad
m in istrative entanglements. 

Aside from t his it did not seem feasible to t he dom
inant political parties to go to direct community opera
tion if it were possible to devise a plan whereby the 
bus iness management of the lines would be retained 
without inj ury to t he !if e and business growth of the 
community. 

A plan was fi nally worked out and proposed which 
was built on t he bas is of private management. Fol!ow
ing this plan, a contract was first made by the depart
ment with the city to reimburse t he latter for payments 
in t axes, etc., which it would have continued to receive 
under t he old franchi se. Also by agreement with the 
city, the depar tment purchased from t he General Omni
bus Company as of Jan. 1, 1921, all franch ises and 
such properties and equipment as were of direct use 
in operating the lines. A special clause in t he agree
ment reserved for the city council all powers necessary 
for the fixing and modification of schedu'.es, fares and 
routes. Certain supplies, cash on hand and in bank 
remained the property of the company, but the suppl ies, 
under the t erms of agreement, could be purchased at 
cost of manufacture. The terms of sale were to be 
fixed by a group of experts, three named by t he Min
ister of Public Works, three by the company recaptured 
and three by the unanimous consent of t he first six. In 
case of failure to choose t he last three, t he judges of 
t he Court of Appeals were t o be asked to name the addi
t ional experts. The payment was to be made in sixty 
semi-annual installments and, in accordance with rules 
applying to pr opert ies operated fifteen years or more, 
was to be based upon the net average earn ings of the 
best five years out of t he last seven years pr eceding 
t he sale, but in no case was t his amount to be less t han 
the net receipts of the last of the seven years of the . 
test period. 

The capitalization of the companies included was: 

General Omnibus Compa n y .................. . .. . 
Tra mways -Nord .... .. .. . ............... . ..... . . . 
Tram ways-Sud ..... . .. .. ..... .. ............. . . 
Est-Paris ien ....... .. .. .. . .. ... . .... .... ... ... . 
Nogen tais .......... ............... . ..... . .... . 
R ive-Gau ch e ....... ......... . .... , ............ . 

Capita lizat ion , 
Fra n cs 

:? 00,000 ,000 
81,300,000 
65,200 ,000 
H,4 00,000 
21,000,000 
12,0 00 ,000 

THE LEASE AND THE LEASING COMPANY 

While t he actual contract wi th the leasing and oper
ating company is made by the Department of t he Seine, 
the city and t he depar tment have an agreement for the 
purpose of retaining for the city such rights as " long 
possession confer and vital r ights demand." By this 
agreement a certain exchange of j ur isdict ion is also 
accompli shed so that t he city obtains additional j uris
diction over departmentally licensed r ailways within 
the city limits and t he department over parts of munic
ipally franchi sed lines which extend beyond the limits. 

Most important of the provisions which fo r m Article 
3 of t he covenant between the two are: The depart
ment shall endeavor to make such modifications of 
tramway lines within the city limits as t he city council 
may demand by special resolut ion, after consultation 
with t he commission which will supervise the working 
clauses of t he lease; a similar provision r egarding a uto
bus routes; an agreement to submit all such changes 
proposed by t he department to t he city counc il ; and 
t he city fares cannot be raised or lowered wit hout a 
special joint r esolution of t he municipal council of 
Paris and the council of the department. 

The city is also to be the judge as to standards of line, 
track and paving upkeep, and is to receive certain cost s 
plus a 10 per cent or 15 per cent payment from _ the 
company for work done in connection with t hese mat
ters. Snow removal costs are to be shared equally. 

The operation of t he superseded companies has been 
taken over through contract with the Depar tment of 
t he Seine by a new company formed under the direction 
of Andre Mariage, director-generator of the General 
Omnibus Company, subject to various conditions as set 
fo rth July 12, 1920, by t he P refect of the Seine in 
a st atement to t he municipal and departmental councils, 
and abstracted her ewith : 

The leasing company is to have a capital of 60,000,-
000 francs, of which 6,000,000 francs is to be a 
guarantee fund, pr ovision being made for increasing 
this fund as the mileage of the railway and bus routes 
is enlarged. This 6,000,000 francs must be invested in 
city of Paris bonds or other similarly stab!e securities 
approved by the depart men t. The stockholders of the 
former companies have the fi rst right to subscribe to 
the new company's stock on an equitable pro rata basis. 

The company is t o be guar anteed a gross r etu r n of 
6 per cent on it s investment, but the act ual return, 
after income tax deductions and the like, is 4.9 per 
cent, which is less than the current rate of r eturn on 
French government bonds. 

The department expects that deficits will prevail fo r 
some years to come, but it does not wish the company's 
management to do an ything that will limit the useful
ness of t he system to the public . It has therefore pro
vided two forms of incentive for the operators. 

A Reward for Increased Business.-ln addition to 
the guarantee t he company is t o r eceive a bonus for 
increasing t he gross receipts. This bonus is 0.75 per 
cent of t he annual gross receipts . up to 250,000,000 



May 7, 1921 ELECTRIC RAILWAY JOURNAL 849 

francs and 1 per cent of the gross receipts in excess 
of this amount. From this fund must be paid the 
salaries of the executive officers and of the directing 
board and inspectors of accounts. Good management is 
defined as consisting, in effect, of serving the largest 
population possible; and it is added that any economies 
r ealized must not result in a reduction in the number of 
passengers. (The actual French for the last eight 
words reads "de la compression des voyageurs!" 
The rank and file employees will receive a premium 
equivalent to 4 per cent of the gross receipts from traffic 
and advertising. 

A Reward fo r Operating Econn111ies.-The company 
will also be entitled to reward for any operating econ
omies that do not lower the standard of service. This 
reward may be expressed by the formula: 0.04 X 
(R - 0.65 E ) in which "R" represents the gross re
ceipts and "E" respresents "operating" expenses as 
defined hereinafter. Out of this fund, 300,000 francs a 
year must be placed in a special reserve fund until 
t he latter attains 3,000,000 francs and it must be kept 
at that amount. The purpose of tltis reserve is to have 
funds to make payments to the guarantee fund as the 
lines grow and to pay any penalties which may be 
levied against the company. 

If the earnings, after subtraction of the awards, per
mit an 8 to 10 per cent dividend on stock or addition 
tQ surplus the extra above 6 per cent is to be divided 
between the department and the company. If there is 
enough to pay 10 per cent or more, the department 
will get three-fourths of the remainder. 

ACCOUNTING METHODS 

The accounts are divided under three heads as 
follows: 

Financial, operating and remuneration. "Finan-
cial" covers all charges relating to the recapture 
annuities, certain minor war annuities, interest on re
construction loans advanced by the department, etc. 
"Operating" not only includes the usual items connected 
with running a transportation system, but also include 
the cost of governmental regulation, of certification of 
accounts, of amortization of new investment in thirty 
years, of interest on guarantee and reserve funds, in
surance, maintenance, renewals, and generally of all 
items not included under "financial" except the 6 per 
cent guarantee on investment and the efficiency awards 
which come under the head of "remuneration." 

The company in taking over the properties guarantees 
to leave all employees undisturbed in their wages, 
seniority, privileges, etc., reserving merely the right 
to make changes in the case of employees receiving 
more than 25,000 francs per annum. It also agrees to 
continue the system of Workers' and Discipline Councils 
which were a characteristic of the General Omnibus 
Company's relations with its men. All employees must 
be French and must be chosen, so far as possible, from 
those who have lived at least three years in the 
Department of the Seine or in the contiguous depart
ments; in the case of the latter the proportion of em
ployees engaged should be in proportion to the mileage 
in their native department. 

While the lease is for thirty years, the Department 
of the Seine reserves the right to annul the contract 
any sixth year upon two years' notice. In this event, 
the company will be reimbursed by the department for 
any capital not amortized and will receive the following 
amounts which are intended mainly to indemnify the 

executive officials; possibly to liquidate long-term con
tracts with these officials: 

2,000,000 francs if annulment occurs Jan. 1, 1927. 
1,750,000 francs if annulment occurs Jan. 1, 1933. 
1,500,000 francs if annulment occurs Jan. 1, 1939. 
1,000,000 francs if annulment occurs Jan. 1, 1945. 

· The Prefect of the Seine will form a consulting board 
made up of an equal number of represent:;ttives from 
the city and departmental councils plus representatives 
from the company, various government departments, 
commercial and labor bodies, etc., but these outside 
members must not outnumber those from the two coun
ci ls. The chairman, also named by the Prefect, will cast 
the deciding vote in case of equal division. The func
tions of this board are purely advisory and cover only 
such topics as the Prefect assigns to it for considera
tion. This commission will study the allocation of the 
4 per cent gross receipts bonus previously mentioned. 

A more important commission is the control board 
made up only of representatives from the two councils 
a nd the administrative staff of the Prefect. This board 
will be the actual regulatory body so far as operation, 
audit and changes in executive personnel are concerned. 

Trackless Trolleys in Germany 

ARECENT inquiry in regard to trackless trolleys in 
Germany shows that before the war there were 

only three such lines in that country, one in Saxony, 
one in South Germany and one in Westphalia. Of 
t hese three lines only the first mentioned is now in 
operation, while the two others stopped work during 
the war. These three lines had only a total of 12 miles. 
The line now in operation is used as an auxiliary exten
sion to the electric railway system of the town of 
Wurzen in Saxony. The two other lines served as com
munications between small towns. 

As to financial results, the cost of installation was 
found to be only one-fourth to one-third of an ordinary 
line with tracks, but the maintenance of rolling stock 
cost 25 per cent more. The runn:ng expenses were 
found to be somewhat lower than in the case of motor
bus lines. A prime condition of the trackless trolley is 
a well-paved road surface and no attempt has yet been 
made to use this form of traction with unpaved roads. 
The cost of installation of the overhead wire before 
the war was 16,000 marks per mile, and is now from 
100,000 to 160,000 marks a mile. 

The line in Saxony is using cars of 3 tons in weight, 
with space for from twenty to twenty-four passengers, 
ten to fourteen of whom can be seated. The cars have 
solid rubber tires. In times of ordinary traffic they are 
rnn with one man. The cars are using a short-circuit 
brake, trolley poles of the most simple design and 
motors of 15 to 25 hp. with worm drive. The cost per 
c2,r before the war used to be 40,000 marks and is 
now 100,000 to 125,000 marks. The present wages paid 
to the attendants on the Wurzen line are 5 to 7 marks 
per hour. The fare, which before the war was only 
5 to 10 pfennigs, has, in the case of the one line in 
operation, risen to 30 pfennigs. Only in one case are 
d::ita given as to total cost of running operations and 
revenue per kilometer. The first was 21 ½ pfennigs, and 
t he second 24~ pfennigs in 1912. The German Street 
Railway Association, which collected these data, de
clares that trackless trolley lines have found little 
favor in Germany and there is no likelihood of their 
development in the future. 
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No Reason to Change Standard 
Birney Safety Car Design 

An Analysis of the Situation Is Convincing Proof that the 
Presen t Standard Should Be Retained Until Some 

Definit e and Reasonable A rguments 
Ar e F orthcoming 

BY W. H. H EULINGS, J R. 
Vice -President and General Sales l\Ianage r the J. G. Brill Compan y 

THE art icle by J. C. Thirlwall, General E lectric Com
pany, which appeared in the April 16 issue of t he 

ELECTRIC RAILWAY JOURNAL under the caption "Why 
Alter the Standard Safety Car Design ?" was an excel
lent presentation of sound and sensible fac t s which de
serve the thoughtful attention of all officials of street 
railways having safety cars in service or in contem
plation. 

The advantages of standardization to railway com
panies are so great that every precaution should be 
taken that no change in safety car design should be 
requested which will destroy the manifold advantages 
of the present standard design by increasing the weight 
of the car, the cost of operation and the cost of produc
tion and by lengthening the time of delivery. 

WILL BUILD S.PECIAL SAFETY CARS 

The J. G. Brill Company built the eight special double
door safety cars for Madison and the four double
door cars for Lancaster, these being the only cars out of 
2,839 safety cars our plants have built which have double 
doors. The remaining 2,827 cars have the standard 
single door and are responsible for the remarkable sav
ings and earnings which have been attributed to 
safety cars generally. We do not recommend anything 
but the standard Birney safety car as designed, but 
where demanded we will make changes at a higher cost 
and longer delivery, but we certainly advise against 
such deviations from standard. 

SMALLER CARS AND MORE OF THEM 

From reports received from Madison it is evident that 
both the public and the railway company are satisfied 
with the double-door arrangement on the cars which 
we built for them. It would be foolhardy to deny t hat 
the simultaneous ingress and egress of passengers is 
quicker than with the single door, but what does t his 
amount to? If the time saved is sufficient to warrant 
the additional expense and the loss in power saving 
which results from the increased weight, then t he 
double-door car possesses an economic advantage. This 
is, in my judgment, very uncertain; in fact, I should 
almost say, "It certainly is not." Our exper ience with 
the safety car indicates that railways making their in
stallations on ratios which mean more frequent service 
to the public have had the best results, and there is no 
overcrowding as there is sufficient space fo r the stand
ing passengers on each car. 

PUBLIC MUST BE CONSIDERED 

In installing safety cars on a car-for-car bas is ad
vantage is taken by the operating company of the sav
ing in platform wages and power consumption, but the 
public loses car space. They may get t he same number 
of seats, but if t he same number of standing passen
gers are jammed into a smaller space natu rally they'll 
be dissatisfied and no one can blame them for kicking 
loud and long. 

It is true that Madison tried out five standard Birney 

safety cars but, as stated in the March 12 issue of the 
ELECTRIC RAILWAY JOURNAL, the installation was made 
on a car-for-car displacement basis. This should cer
tainly be taken into consideration when analyzing the 
safety car experience in that city. 

SAFETY CAR MUST BE SMALL 

To increase the length and other dimensions of the 
st andard safety car is simply to defeat its object. · .In 
order that operating companies may reduce headways 
to compete with other forms of transportation by run
ning more cars it must be possible to do this at less total 
cost than previous service, and this is only possible with 
the use of smaller light-weight units. 

Mr. Thirlwall referred t o another installation where 
the manager of the r oad changed some of his cars to 
a double-door plat fo rm type. This company had already 
improved its service by r educing its headways and it 
was only t he desire on t he part of the manager to 
speed up loading and unloading by the simultaneous 
ingress and egress of passengers that prompted him 
to convert t hese cars t o a double-door arrangement. He 
soon found that t he advantage in loading and unloading 
time gained was offset by other difficulties which are 
attendant to double-door operation on one-man cars and 
then rechanged his cars to the smaller standard single
door platform. 

It is therefore evident that there has really been no 
convincing argument advanced that a change of •the 
standard design of the Birney safety car to a double
door platform arrangement would satisfactorily meet 
general operating conditions and at the same time re
tain for t he railway companies the maximum economies 
in initial cost and in cost of operation. 

The city of Ter re Haute, Ind., has certainly made a 
success of safety car operation, and since the safety cars 
have been in service this city has been visited by rail
way manag'3rs n•Jt only from cities in this country but 
also from fo r eign countries, and the fact must not be 
lost sight of that, during the course of an address at 
the convention of the American Electric Railway Asso
ciation in Atlantic City last year, E. M. Walker, gen
eral manager of the railway lines, stated,. "We attribute 
our success wit h safety cars principally to the fact that 
we have stuck religiously to the standard car." 

Changes Proposed in British Classification 

ACOMM ITTEE of British accountants of tramway 
undertakings has been considering revisions in the 

standard form of t ramway accounts. The present form 
was drafted in 1904 by a joint committee of the Insti
tute of Municipal Treasurers and Accountants and the 
Municipal Tramway Association, and since has been 
adopted by pract ically a ll municipal tramway under
takings and some of the companies operating tramways. 
Time has shown t hat different interpretations have been 
placed upon the directions given in the standard form. 
In consequence, t he municipal tramway managers at 
Leeds, Sheffield and Manchester and the London group 
of company-owned tramways arranged for a conference 
of the accountants of those organizations. The ac
countants met in December of last year and have now 
recommended some alterations and additions to the 
standard form, without, however, fundamentally chang
ing it. 

Lists of accounts were also recommended for motor 
bus operation and trackless trolley operation. 
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The Engineer and Eminent Domain* 
Legal and Engineering Problems in Condemnation Procedure Analyzed 

and Various Pitfalls Pointed Out-Determination of Advisability 
of Condemnation Sometimes Difficult-Complete History Is 

Given of One Condemnation Case, with All Documents 

BY CHARLES R. HARTE 
Cons truct ion Engineer th e Connecticut Compa n y, New H a ven, Conn. 

EMINENT domain is the right or power of a sov
ereign state to appropriate property to particular 
uses for the purpose of promoting the general wel

fare. Whether, as was said by the Supreme Court of 
Connecticut, it "is a reserved right attached to every 
man's land, and paramount to his right of ownership," 
or whether, as is more generally held, it is a power which 
the state may exercise for the welfare of the com
munity, is of much less consequence to the engineer 
than the fact that there is a power by which property 
needed to promote the general welfare of the public 
may be taken from the owner when for any reason he 
is unwilling to dispose of it at a fair price. Unlike 
the police power, however, which regulates the use and 
enjoyment of a man's own property by himself so that 
he shall not interfere with the general welfare of his 
community and compels him to submit, without com
pensation, to any inconvenience or loss he suffers in con
sequence of that regulation-the Volstead act being a 
shining example-eminent domain is a forcible 
exchange, and the taking can be effected only when 
just compensation is made to the owner. 

THE LEGAL SITUATION 

The power is a legislative one and may be delegated 
by the Legislature, to any one properly authorized, to 
promote the general welfare of the public. Unfor
tunately, however, the courts have been by no means 
agreed as to just what is such a proceeding, and while 
the Legislature delegates the right and must therefore 
decide upon what it considers a public use, the correct
ness of this opinion is subject to the decision of the 
courts, and as one perplexed judge said, "No question 
has ever been submitted to the courts upon which there 
is a greater variety and conflict of reasoning than that 
presented as to the meaning of the words 'public use' 
as found in the different state constitutions regulating 
the right of eminent domain." A striking example of 
this difference of opinion is seen in Connecticut and 
Rhode Island decisions. In the first state a transmission 
line between the power and substations of an electric 
railway is a public use, and, provided of course the com
pany is authorized to exercise the right of condemnation, 
the necessary right-of-way may be taken by eminent 
domain. In the sister state just east, however, "that 
which pertains simply to means of supply is the private 
business of the company," and the Rhode Island Subur
ban Railway was consequently unable to exercise the 
power that way. And because the power is an unsuual 
and a "harsh" one, the courts quite generally have been 
very critical both to be sure that the company or person 
actually had been delegated the power and that its 
exercise was in strict accordance with the rights it had . 

From the legal standpoint, then, in case condemnation 

•see "The Engineer and the Right-of-Way," by Mr. Harte , 
ELECTRIC RAILWAY JOURNAL, Jun e 26, 19 20, page 1301. 

is under consideration, it is essential to know, first, 
whether the company actually has received the right 
from the Legislature; second, whether the proposed use 
of the property desired is one which the courts of the 
state in which it is, have accepted as "public," or, at 
least, is not one they have classed as a "private" use, 
and, finally, that the proceeding itself is in strict accord
ance with the requirements of the state. It is therefore 
highly important that the legal advisers be not only good 
lawyers but that they be also familiar with condemna
tion proceedings as administered in the state involved. 

Is CONDEMNATION WISE? 

Before condemnation proceedings are started, it is 
well for a company to consider what is involved and 
what is to be gained. 

In delivering the opinion of the United States Supreme 
Court in the Minnesota rate cases, Justice Hughes said 
of the railroad: "It is equipped with the governmental 
power of eminent domain. In view of its public purpose 
it has been granted this privilege in order to prevent 
advantage being taken of its necessities. It would be 
free to stand upon its legal rights, and it cannot be 
supposed that they would be disregarded." 

Unfortunately, while this is perfectly true from the 
legal point of view, it disregards a practical fact that 
is often of the greatest importance. Under favorable 
conditions the proceedings may be short and sweet, and 
in a few states after a preliminary hearing the company, 
upon -depositing an approved bond with the court, may 
proceed with the work while the lawyers fight out the 
questions of the final settlement. In the large majority 
of the states, however, it is possible for the owner to 
prevent possession for a very considerable time. If the 
proceedings have been started well in advance of the 
date on which the property is necessary, this may cause 
but little trouble; more usually these cases arise at the 
last minute. Of course, if the owner refuses to sell on 
any terms, and the project is not to be abandoned, there 
mm,t be condemnation or relocation. Such cases, how
ever, are comparatively rare. The trouble usually arises 
over the amount. It then becomes an interesting ques
tion what to do; namely, (1) condemn, and have the 
expenses of the proceeding and the interest on the 
investment kept idle until possession is obtained, and in 
many cases the increased cost of the work which has to 
be done in an adverse time because of the delay to be 
added to the award for the land, or (2) pay out of hand 
the price asked and save the costs and annoyances of 
the holdup, but establi sh a precedent which may make 
trouble later on, and is unfair to those who sold at a 
reasonable price. 

At the time of the Minnesota rate cases, although 
every one who had had experience in buying right-of
way knew that its cost averaged materially higher per 
acre or square foot than similar adjacent land, there 
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were available no defini te proofs of the claim made by 
Mr. Cooper of the Northern Pacific, t ha t while city land 
co::; t but little more per unit when bought fo r right-of
way than for other purposes, farm lands averaged in 
cost three times as much for the one purpose t han for 
the other. The court refused to accept his belief, but 
recent investigations in connection with the federal 
valuation of the rail roads, however, indicate t hat Mr. 
Cooper was quite right. Ju view of the facts that the 
ratios for the several classes of land do not materially 
vary in different parts of the country, it may fairly be 
considei·ed that the costs of condemnation and the con
sequent delays, but not including the normal price of the 
land condemned, in the case of farm lands are at least 
double the normal price of all t he farm lands of the 
right-of-way; that in the case of suburban land the 
extra cost is equal to the normal price, while in city land 
the excess is about one-fourth, normal price referring to 
the price which would be paid for similar land in 
ordinary parcels and sales. 

The moral of this is that condemnation is expensive, 
.and the possibility of adjustment in a different way 
s hould be carefully considered before it is employed. 

THE ENGINEERING S ITUATIO N 

If it has been decided that condemnation must be 
resorted to, the engineering features demand considera
t ion. While there are wide differences of opinion as to 
many legal features, the authorities are quite generally 
agreed that the actual taking must very closely follow 
the petition. 

If the taking describes a strip of suffic ient width for 
all structures there will be little difficulty provided it is 
not held unnecessarily large- some of the states are 
very strict in this respect- but particularly in the case 
of a transm ission line ; locations for the individual 
poles, guys and other elements can usually be obtained 
with far less trouble and expense, and if the description 
is properly made and includes right of accesi-, such a 
taking serves as well as a strip unless changes are 
necessary at a later date. 

.Just what should be included in the description 
depends upon the attitude of the courts. In some states 
it has been held that the right of the company to exer
cise the power of eminent domain should be most care
fully considered, but once its right to employ it is 
e:stablished the intent of the Legislature rather than a 
literal interpretation should be considered. In others 
a most exact compliance with all the forms has been 
insisted on. As it is desirable to have the taking as 
elastic as may be safe, this is a rmatter which calls for 
close co-operation between engineer and counsel, and 
the former should not forget that the owner's tit le 
extends above and below the surface of t he gr ound, and 
that the wires between the poles, the over hang of the 
cross arms, and the undergrou nd port ions of anchors 
and braces occupy the property no less than the poles 
themselves, and, further, that the r ight of location does 
not of necess ity carry with it the r ight of entry a.t a 
later dat e for the purpose of maintenance and replace
ment. Still f ur ther, it should be r emembered that a 
long pole cannot be taken around a sharp bend in a 
narrow r ight -of-way without overhanging adjacent land 
and that a right of access to the line fo r the purpose of 
maintenance may be held to apply only to the land of 
the grantor, and not to give the right to team or go 
over it to reach a part of the line on other land unless 
it is so stated. F inally, not only should there be set out 

the right to trim to ~ definite distance from the center 
line all existing trees, but it should also be borne in 
mind that old trees grow and new ones are planted from 
t ime to time, and the right should definitely provide for 
proper future t rimming. In New York "the right to 
t r im such trees as may be necessary to protect said line 
from interference" was held too indefinite a statement 
to permit the determination of the damage to be com
pensated for. 

It should not be supposed that every case of condemna
tion involves such complications, however. Probably in 
nine cases out of ten, even with a very faulty taking, 
no questions will -be raised, but in case of trouble the 
matter may prove very ser ious, as there have been 
decisions holding that one condemnation exhausted the 
power, and it is the part of wisdom to be sure rather 
than sorry. 

THE A CTUAL TAKING 

The details of the actual taking differ materially in 
different states, but there are certain general features 
common to nearly all . It is generally necessary to state 
that the parties cannot agree upon a price, and there 
must be a vote by the proper parties that the property 
in question, so described as to definitely fix it, be taken. 
Thereafter come such hear ings, viewings, determination 
of damage, awards, appeals, and final decisions as may 
be required by the state in which the land or property 
is located. 

It may be of interest to see just what steps were 
followed in a case in Connecticut, where, however, the 
award was not appealed. 

PROCEDURE FOLLOWED IN C ONNECTICUT 

In 1917 the Connecticut Company found it desirable to 
build a transmission line between New Haven Station 
"A" and North Haven, and having made a location, on 
July 21, 1917, filed with the P ublic Utilities Commission 
a petition (Exhibit I) for the approval of the location 
and the method of construction, whereupon the com
mission appointed (Exh ibit II ) a date for a hearing 
when all parties might be heard, and, following the 
hearing, made a finding of approval (Exhibit Ill). 

Most of the desired location was secured with little 
trouble, but one John S. P almer, while not hostile to the 
company-in fac t , the action was rather a friendly one
asked a price which seemed all out of reason. Accord
ingly on Nov. 3 the directors of the Connecticut Com
pany voted (Exhibit IV) to locate upon and take the 
necessary land. The petition to the commission for the 
taking asked a reapproval of the plans, since the first 
plan did not show the necessary detail for condemna
t ion. This petition and the notice of a hearing on it 
were repeated in the finding of necessity (Exhibit V). 
Then followed a petition (Exhibit VI) to t:he Superior 
Court to appoint appraisers; the court order (Exhibit 
VII ) for a hearing on the taking; the hearing, at which 
appraisers were presented to the court and accepted 
( taker and owner each select one and these t" o choose 
a th ird) ; the formal court approval ( Exhibit r!II) ; the 
trips of the appraisers to the spot to view the land and 
determine the damage; and, finally, the retu ru (Exhibit 
IX) of the appraisers to the court, which has the effect 
of a court judgment. It will be seen that from the vote 
of the directors on Nov. 3 to the judgment was a trifle 
over sixty days. This was a friendly suit, speeded by 
all, with no appeal. In the Stevens case, also in Con• 
necticut, the matter was dragged out for five years. 
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Documentary Exhibits in the Palmer Condemnation Case 
Exhibit I-Petition for Approval 

T o THE HONORABLE P UBLIC UTILITIES 
COMllll SSIO N OF THE STATE OF CONNECTICUT. 

Th e v ctit ion of the Co nnecticut co mp an y 
r esp ectfHll!J r epresents: 

1. Tha t it is. a compa n y 01·gani zed a n d 
existing u nder a nd by v irtue of a ch a rter 
g r a nted b~· th e Gen er a l Assembly of the 
Sta t e of Conn ecticut , fo r the p urpose of 
constructin g a nd oper a ting s treet r a il ways, 
a nd h aving its principa l office a t N ew 
H aven in said Sta t e. 

2. Tha t · it h as the l'ig ht t o cons tl'uct a 
transmiss ion line cons is ting of two Cil' 
c uits , each of three s t1·a nded 2/0 copper 
cables on porcelain ins ula t ors w ith m et a l 
pins bolted to 3~ x 4:i y ellow pine cross 
a 1·ms having angl e iron braces , a ll on 
"Class B " ch estnut poles , d et a Hs be in g 
shown on the a ttached s k e tches, s a id line 
to run fl'Om Station A of sa id Connecticut 
Company in New F{aven on th e poles car 
rying the present Branford tra nsmiss ion 
line as far as Middletown Avenue, New 
Haven, and thence on pl'iva t e w a y a nd 
aiong and across highways as shown on the 
accompanying plan to the North Haven 
substation of said Connecticut Compa ny. 

3. That it has caused to be made a pla n 
showing the hi,ghways in and through and 
ovel' which it proposes to build said tra ns-
mission line and also detail plans showing 
the construction at highway, railroa d and 
wire line crossings, which first named 
plan is entitled, "The Connecticut Com
pany-New Haven Lines-Office of Con
struction Engineer, New Haven, Conn.
Proposed transmission line-Station A, 
New HaV'en to Nol'th Haven substation
Scale 1: 20,000 Date July 21, 1917," and 
which detail plans, of which four show 
pole top construction and twelve show 
crossings set forth in their !'espective titles, 
the location of each kind of construction 
and of each crossing. 

WHEREFORE, it prays your Honorable 
Body, after public notice and h eal'ing the!'e
on, to accept and a dopt s aid pla n, a nd 
make all necessary ol'ders to r ende r ava il
able the location of said tra nsmis s ion line 
and its structures as a pproved by y our 
Honorable Board. 

Dated at N ew Have n, Conn., this twenty 
fl1 ·st day of July, 1917. 

T HE CONNECTIC UT COMPANY, 
by Charles Rufus H a 1;t e, 

ConstJ·uction E n g ineer. 

Exhibit II-Notice of Hearing by Public 
Utilities Commission 

P UBI,IC' UTILITIES COMMISSIO N STATE OF 
C ONNECTICUT DOCKET No. 2, 43 7. 

In the m citter of p etition of th e Connect
i cut Company for approval of p r oposed 
m ethod and manner of construct-ion of a 
transmission line from station " A " of sa id 
petitioner in the city of N ew Haven to .Mid
dletown A v enue in said city, and thence on 
private way and along and across h i ghways 
in the town of North Haven. 

On July 23, 1917, the following p etition 
was pres ented: 

STATE OF CONNECTICUT, OFFICE OF THE 
PUBLIC U TILITIES COMMISSION. 

Upon the foregoing it is 01·dered that 
s ame be heard at the office of the commis
sion in Hartford, Room No. 47, State 
Capitol, on Monday, July 30, 1917 , a t 
11 :30 o'clock in the forenoon a nd that 
notice of the time and place of said hear
ing be given to the petitioner, to the city 
of New Haven, to the town of North Haven 
and to the various pole line companies 
whose wires it is proposed to cross, by 
Henry F. Billings, secretary of this Com
mission, by forwarding by registe r ed mail, 
true and attested copies of said petition 
and of this order of notice for hearing, ad
dressed one to Victor S. Curtis, secreta ry 
the Connecticut Company, N e w Haven, 
Conn. , one to the Mayor and Board of 
Aldermen of the city of N ew H a ven, Conn., 
one to the Board of Selectmen of the town 
of North H a v en, North Have n Conn., one 
to the Southern New England T elephone 
Company. N ew Haven, Conn., one to the 
United Illuminating Company, N ew Haven, 
Conn., one to George M. Yorke, vice-pres i
dent W estern Union Telegraph Compa ny, 
No. 195 Broadway, New York, N . Y., one 
to S. L. Hays, general foreman Western 
Union T elegraph Company, N ew Haven, 
C onn., one to Postal Telegraph-Cable Com
pany, Connecticut Mutual Building, H a rt
ford; Conn., a nd one to Arthur E. Cla rk, 
secreta ry the NPw York, N ew Haven & 
Hartford Railroad, N ew H a ven, Conn., on 
or before the twenty-fourth day of July, 
1917, a nd due return m a k e he r eon. 

Da ted at Hartford, Conn., thi s tw enty 
third d a y of July, A . D. , 1917.' 

P UBLIC U1'ILITIES COMM ISSION, 
By H en ry F. Billings, 

Secretary. 
H a rtford Co unt)', ss. 

H a 1·t fo rd, July 24, 1917. 
Then I d e pos itecl in the post office in 

H a !'tford, b v r egis t er ed m a il, t r ue a nd a t
test ed copies of the f or egoin g. all dressecl to 
the pa rties as dil"ect ed in sa id order. 

A ttes t: 
H cnry F'. B ilfrnr1s_. 

Secn,tary. 

Exhibit III-Finding of Commission on 
Petition for Approval 

P UBLIC UTILITIES C0 MMISSIOX STATE OF 
CONNECTICUT, DOCKET No. 2437. 

In th e matter of p et i t i on of t h e Con
n ecticiit Company for app1·oval of p rov osed 
m ethod and manner of construc t ion of a 
transmission line from stati on A of sa id 
p etitioner in the City of N ew Haven t o 
Middletown A v enue in said city, and t h en ce 
on priv ate way and along and acr oss h i gh
w ays in the town of North Haven . 

On July 23, 1917, the following p etition 
wa s presented. 

(Her e followed the petition in full.) 
The foregoing petition was duly ass igned 

for h eal'ing at the office of the Commission 
on Monday, July 30, 1917, at 11 :30 o'clock 
in the forenoon, at which time and place 
the parties appeared and were fully a nd 
finally heard. Several of the compa nies 
whose lines will be crossed b y the proposed 
const1·uction appeared a t said h earing but 
offered no objection to the granting of said 
petition. Petitionel's sta ted the g eneral 
purposes of the proposed const1·uction a nd 
the specifications under which it would 
be carried out. Blue print pla ns l'eferred 
to in the p etition w ere expla ined at said 
n eal"ing. It was stated that in gen er a l the 
m ethod of cons truction would follow the 
specifications approved by th e United 
Sta tes Bureau of Standa rds a s s et forth in 
the National Electl'i c Sa f et y Cod e , s o
called, issued Novembel' , 1916. It w a s 
s t a t ed tha t th e no!'mal length of s pa n b e
tw een poles would be 1 2S f eet but tha t 
owin g to topog raphical cond ' tions a nd pres
e n ce of s tructures of oth e r compa nies , the 
s pa n dis t a nce would b e s omewha t inCJ·eased 
a t certa in points , but th a t in s uch cases 
t he extra span length would b e com pen 
sat ed fo1· by additional s tren g th of con 
s truction. 

U pon consider a tion of all th e fac t s s h own 
a t sa id hearing w e a r e of opinion a n d find 
tha t a pprova l should be a nd it h er eb y is 
g iven f or the construction by the Connecti 
cut Company of a transmis sion line from 
Sta tion A, so-called, of s a id Connecticut 
Company in N ew H a v en, on poles carry ing 
the pres ent Branford transmission line of 
s a id company, as far as Middletown A ve
nue, New H.aven, and thence on privat e 
way and along and across certain high
ways to the substation of said Connecticut 
Company, in the town of North Haven, as 
s hown on blue print pla n on fil e in this 
offic e and made a part h er eof, which plan 
is entitled: "The Connecticut Company, 
New Haven Lines, Office of Construction 
Engineer, New Haven, Conn. Proposed 
transmission line Station A N ew H a v en to 
North Haven, Substation. Scale: 1 /2 00.-
000, July 21, 1917. Drawn by A. L. C. 
Traced by A. L. C. Approved Charles 
Rufus Harte, Constructi-on Engineer." Said 
construction to be in accorda nce with s pec
ifications approved by the United Sta t es 
Bureau of Standards as s et forth in the 
National Electric Safety Code , so-ca lled, 
issued by said Bureau Novembe r 15, 1916, 
and as more particularly shown on blue 
print plans on file in this office a nd made 
a part hereof which plans, consisting of 
four blue pl'int sheets showing pole t op 
construction, one blue print sheet showing 
construction at angle points, anr! thi!'teen 
blue print sheets showing cons truc tion a t 
crossings of highways and lines of othe r 
companies are · sub-titled respectively as 
follows: 

1. N ew Haven-North Have n tra n smission 
line ; pole top construction on spec ia l cross
ing poles wlth 11,000 and 33,000 v olt ci r 
cuits. 

2. Pole top construction on poles w ith 
11,000 and 33,000-volt circuits, wood poles . 

3. Normal pole top construction, wood 
poles. 

4. Pole top construction on specia l cross
ing poles carrying 33,000-volt circuits. 

1. New Haven-North Haven transmiss ion 
line ; construction a t angle points. 

1. P r op osed tra n smission line , s t a tion 
A New H aven t o Nor th Have n s ubs t a tion, 
main high way cross ing. 

2. Cross in g over Northford high way. 
3. Old highway c r oss in g, North H aven , 

Conn . 
4. Cross ings over ma in h ighway a nd 

Connect icut Compa n y t r acks. 
5. Crossin g ove r h ig h way b l"idge near 

Muddy River. 
6. C r ossi n g- over New York, New Haven 

& Ha1·tford Rai lroad at M uqdy R ivet·. 
7. Crossi ng over l\lon towese Railroad 

Sta tion. 
8. C1·ossin g over New York, New Haven 

& H a1·tford Hailroad at l\1iddletown Avenue. 
9. Crossing· over N ew York, New Haven 

& Ha r tford Ra ilroall near Q uin n ipiac R iver. 
10. C1·oss in g over· Ferry Street-Midd le

t own Aven u e. 
11. Main St r eet and Peck a nd B latchley 

4venue cr ossings. 
1 2. Ja m es a nd H umphrey St r eet s a n d 

R a ilroa d cr ossin gs. 
13. Gr a nd A venue c r ossin g. 

the n orma l le ng th of s pa n · bet ween poles 
to be n ot exceeding 1 25 f t . a nd whe nev er 
a longer s pa n is fo un d t o be n ecessar y the 
m ethod of cons truction s h a ll be s uch as 
to accord the s a m e factor of safet y as 
exists under the normal construction with 
125 ft. spa n. 

W e h e!'eby d et e rmine a nd direct that 
notic e of the foregoing b e give n t o the 
petitioner, to the c ity of N ew Haven, to 

Frvink 'M._tlemingwely 

&' 
< 

North Hel ve n 
Ep,s copvi j hurch 

<~--

= lie 
-=..:..__~ ., 

E 
<:; 

-=="-

T. f"rost 

CONNECTICUT COMPANY'S PLAN, SHOWING 
LAND TO BE CONDEMNED AND TAKEN FROl\l 
JOH N S. PALMER. THIS PLA N Is PART OF 

EXHIBIT IV 

the town of North H a v en , a n d to t h e var i
ous pole line compa nies whose wires it is 
proposed to cross, by H enry F . Billings, 
secr et a ry of this Commiss ion, by forwa rd
ing by r egis t er ed m a il, true a nd a ttes t ed 
copies h er eof, a ddressed one t o V ictor S. 
C urtis, secl'e t a r y , the Connec ticut Compa n y, 
New H a v en, Conn., one to the Mayor and 
Boa rd of A lde rmen of the c ity of New 
H aven, N ew H a ven , Conn. , one t o the 
Board of Selectm en of the town of N orth 
H a v en, North H aven, Conn. , one t o t he 
Southern Ne w E ng la n d T e lephon e Com
pa ny , N ew H aven , Conn., o ne t o the U nited 
Illumina tin g Compa ny, N ew H a ve n , Conn., 
one t o Geor ge l\I. Yo1·ke, v ice-p i-eside n t, 
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Weste rn U nion Telegraph Compa n y, 1 95 
Broadway, New York City, on e to S. L. 
Hays, general foreman, W est ern U nion 
Telegraph Company, N ew H aven, Conn., 
on e to Postal Telegraph-Ca ble Company, 
Connect icut Mutual Building, Hartford, 
Conn., and one to Arthur E. Clark , secre
tary, the N ew York, N ew Haven a nd H a rt
ford Railroad Company, N ew H aven, Conn., 
on or b efore the Ninth day of August, 
1917, and due return m a k e h er eo n . 

Dated at Hartford, Connecticut, this third 
day of August A. D., 191 7. 
RICHARD T. HIGGI NS } P UBLIC UTILITIES 
C. C. ELWELL COMMISSION 
Hartford County, ss. : 

Hartford, Aug. 9, 1917. 
I hereby ce1·tify that the f oregoing is a 

true copy or th e origina l order as on fil e 
a nd r eco rd in this offi ce. 

Attest: 
By H enry F . Billings, 

S ecretary. 

Exhibit IV-Vote of Directors to Con
demn Land of John S. Palmer 

At a r egula r m eeting of the direct or s or 
The Connectic ut Compa n y h eld in the g e n
e r a l offices of the compa n y in the Second 
Natio na l Bank B uilding, 129 Church Street, 
New Haven. Conn. , on Saturday, Nov. 3, 
1917 a t 10 : 45 a. m. 

On m o tion, duly secon d ed, the following 
resolution was una n f.m ou s ly a d opted: 

" RESOL\'ED : Tha t in connectio n with 
Authorization No. 2538 to huild a tra n s
mission line h etw een N ew H a v f' n a nd North 
Have n public n ecessity r equires tha t the 
ext ension of the a lready exis ting transmis
sion line be located upon a n d a cross land, 
the r ecord t !tle of wh leh Is In H a rry V. 
Santr y, or New Haven, Conn ., bnt to which 
John S. Palme r. of said New H a v en . claims 
to have Rn Interes t, said la n d h e lng in the 
town of N ew H aven, c ounty o f N ew Haven 
and Sta t e o f Con necticut, a nd bounded and 
d esc ribe<'! as fo llows: 

"'South east b y Middletown Avenue; 
Southwest b y la n d form erly of Albert Good
year, now o f Mary C. Rowe; No rth west b y 
the c 1·eck a nd Northeast h y land forme rly 
of T. Foisic, now of A lice C. M. Cummings; 
C'Ontnining four anti on e-h a lf ( 4 ~) acres, 
m o r e o r less, b ein g s a lt m eadow. A ll as 
•hown on attached pla n , entitled: "The 
Connecticut Compa n y, N ew H ave n, lin es , 
Office of Cons truction Enginee r, New H aven, 
Conn. N ew H ave n -North H a v en Tra n s mls
l!lion Line. Location across John S. Palmer, 
Nov. 3, 1917,"' and 

" RESOLVED: That the Connecticut Com
pa n y locate sa id transmission line upon th e 
land above d escribed, a nd t a k e a ll la nd 
needed tlwrcfor." 

A tru i> copy of record, 
(S igned) r. S. C'1Lr f is, 

Secretary. 

Exhibit V-Finding of Commission on 
Petition to Fix Limits of Taking 

PUBLIC UTILITIES COMMISSI01", STATE OF 
CONNECTICUT, DOCKET No. 2604. 
I n the matter of p etit ion of th e C'onn eet!

c11t company for reapproval of coMtrnetion 
of a transmi.~sion line in th e city of N ew 
Haven and town of North Ha ve n , as ap
pear~ on fil e under Doc k ets Nos . 24"7 and 
fi-'1A , da.t f' cl Aug. -', 1917 and Sept. 1-' 1917, 
n ·spee tively. 

On Nov. 15, 191 7, the following petition 
was presented : 

To THE H ONORABLE PUBLIC UTILITIES 
COldMISSI0N OF THE STATE OF CONNECTICUT. 

The p et ition of the Connecticut Company 
r eapectfu lly r epresents : 

1. That It is a compa ny organi zed a nd 
existing under a nd by virtue of a charter 
granted b y the Gen eral Assembly of the 
State or Connecticut , for th e purpose or 
constructing and operating s treet railways, 
and having its principal office at N ew 
Haven In said State. 

2. That on the eighteenth day of Septem
ber, 1917, after public n otice a nd hearing, 
your H on orable Commission a pproved 
plans for locating, constructing, and m ain
taining certain founda tions, posts, poles, 
and wires a nd all appurtenances thereto 
necessary for the operation or the r a ilway 
of the Connectic ut Company by electricity. 
as more fully appears In Dock et No. 2437 
1tnd Docket No. 24 37 A In the fil es or your 
Honora bl e Commission. 

S. That the location or said f oundations, 
posts. poles, wires and appurten a n ces, calls 
ror the same to cross certain la nd in the 
c ity and county or N ew H aven, the r ecord 
title or which stands In the. n a m e of one 
Harry V. Santry, as more definitely shown 
on blue print hereto attach ed , a n d e n 
titled: "The Connecticut Company, N ew 
Haven Lines, Office or Construction Engi
neer, New Haven Conn. N ew Haven to 
North Haven Transmission Line. Location 
across John S. Palmer. Scale 1" = 100'. 
Approved, Charles Rufus H arte, Construc
Uon Engineer." 

4. Tha t one John S. Palmer, r esiding on 
Qulnnipiac Avenue, in the town of North 
H aven , Conn., also cla ims an inte r es t in 
1aid la n d. 

5. That said John S. Palmer r efus es to 
grant pe rmission to the Connect icut Com
pany to er ect its posts, poles, wires a nd 
other a ppurten a n ces across said land. 

Wherefore, s a id the Connecticut Compa ny 
pra ys your Honorable Body, a fte r notice to 
s a id John S. P a lmer, to re-approve said 
construction a nd to prescribe upon said 
la nd t he limits within w hich rea l esta t e 
li\ha ll h e t a k en for the p urposes approved 
In Dock et No. 2437A. a nd to give written 
approval to s a id the Connecticut Compa ny 
of th e loca tion a s limi t ed hy ~,ou . 

Dat i>d at N ew H ave n, Conn., this fifteenth 
da y of Nove mher, 191 7. 

TH E CON NECTICUT COMPANY, 
By S. 1·V. Baldwin, 

Its Attorn ey. 
STATE OF CONNECTICUT, OFFICE OF THE PUB· 

LIC U TILITIES COMMISSION. 
Upon the foregoing it is order ed that 

11ame be h ea rd a t the offi ce of the Commls -
1ion In Ha1·tfo rd, Room No. 47, State Capi
tol, on Monday, N ov. 26, 1917, at 11 : 30 
o' c lock In the fore noon a nd that notice 
or the time and place of sa id h ea ring be 
g-l v e n to the petition er , t o Harr y V. San
try, In whose n a m e s t ands the r ecord of 
title o r certa in la nd proposed t o be crossed. 
a nd to John S. Palme r, also claiming a n In
t e r es t In said la nd, b y H enry F. Billings. 
11 ecr e t a ry of this Commission, b y f orward
Ing b y register ed m a ll , true a n d att ested 
copies o! said petition and of this order or 
notice for h earing, acldressed one to Victor 
S. Curt!s, sec r et a ry, the Connecticut Com
pany, N ew Haven, Conn., on e to Harry V . 
Santry, 134 Gr a nd Avenue , New Haven, 
Conn., and one to J ohn S. Palmer, Qulnnl
plac Ave nue , North H a v en a nd City or New 
H aven, Con n., on or he for e the nlnteenth 
day o f Nove mber, 1 91 7, a nd due r eturn 
make h e r eon . 

Dated at H a rtfo rd, Conn., this nlnteenth 
day o r November A. D., 1917. 

PUBLIC UTILITIES COMMISSION, 
By H en ry F. Billings, 

Secr e t a ry. 
Hartford County, ss. 

H a rtford, Nov. 19 , 1917 . 
Then I deposited In the post office In 

Hartford, by r egis t e r ed m a il. true a n d a t
t es t ed copies of the foreg-oi ng-, add r essed t o 
th e parties as direct ed in sa:d order. 

Attest: 
H enn; F. Billings, 

S ecr etary. 

Exhibit VI- Petition to Suue r ior Court 
to Appoint Appraisers 

THI! CONNECTICUT COMPANY 
vs. 

JOHN S. PALMER 
Superio r Court 

New Haven County 
/11 th e matter of th e application of th(' 

Connect icut co mpany for the appointment 
of apprais Prs to es timat e damag es for rn.• 
t aking of rea l estate. 
T o THE H ONORABLE JAMES H. ,vEBil, 

a .Jud.oe of the Superior Court: 
The application of the Connecticut Com

pany, a corporation organ ized a nd existing 
under a nd by virtue of a charter granted 
b y the Gen e ral Assembly of the State of 
Connectic ut, ror the purpose of cons truc ting 
and operating street r a ilways, a nd h aving 
Its principal office at N ew H ave n in said 
!ta t e , r espectfully represents: 

1. That your appl icant o n the third day 
of November, 1917, by a vot e of its Board 
of Directors of that d a t e , took for railway 
purposes the land d escribed In said vote, 
f or the construction, m a intenance or opera
tion o f n ecessary and properly s upport ed 
conductors of electricity for the transmis
sion or electricity from New Haven upon 
Its r a ilway where said electricity is g en
erated to North Haven, in said State, where 
sai,d electricity Is to be applied, as m ore 
fully appears in said vote which is a t
tached h ereto, marked "Exhibit 'A,' " and 
made a part h er eof. 

2. That on the twenty-seventh day or 
D ecember, 1917 , the Public Utilities Com
mission of the State of Connecticut, under 
Its Dock et No. 2604, approved the taking of 
said land and limited the location or said 
land to b e taken, as m ore full y appea rs In 
copy or said Docket No. 2604, which I• 
attached h ereto, marked " Exhibit 'B,' " and 
made a part h ereof. 

3. The onl y party now claiming an in
terest in said la nd Is John S. Palmer, w ho 
r esides on Qulnnlpi•ac Avenue, in the Town 
or North Haven, County of New Haven, 
&nd State or Conn ecticut. 

4. Your applicant Is unable to obtain s aid 
land by agreement with said John S. Pal
mer. 

Wherefore, your applicant applies to Your 
Honor to appoint appra isers, as prov ided by 
1tatute, to estima t e a ll damages that may 

arise to any p erson from the taking and 
occupation of the above described real 
estate for railway purposes, and asks that 
Your Honor will further order that rea
s onable notice of this application be £1ven 
to said John S. Palmer . 

Dat ed at New Haven, Conn., this twenty
ninth day or D ecember, A.D., 1917. 

THE CONNECTICUT COMPANY, 
By S. W. Baldwin, 

Its Attorney. 

Exhibit VII-Court Order for Hearing 
on Taking 

THE CONNECTICUT COMPANY 
vs. 

JOHN S. PALMER 
Superior Court 

New Haven County 
In the matter of the application of the 

Connecticut Company for the appointment 
of apprai-sers to estimate damages for the 
taking of r eal estate. 

The foregoing applicati on or the Con
n ecticut Company prayin g for the appoint
m ent of apprais e rs to estimate a ll damages 
t hat m ay a rise to John S. Palmer from the 
t a king a nd occupation o f r eal estate for 
r a ilway purposes, as set forth In said ap
pll ca tlon, h av ing b een presented to me, a 
Judge o f the Superior Court , It is 

ORDERED that the same be heard and 
d e termined before m e a t t en o'c lock In the 
fore noon on the third d a y of January , A .D. 
1918, at the Superior Court Room In New 
H aven, a nd that notice of the pendency or 
1a ld application a nd of this order be e-lven 
t o said John S. Palmer, the party In Inter
est, by some proper officer or Indifferent 
person, by personally presenting to said 
J ohn S. Palme r, or leaving at his place 
or r esidence, a true and attest ed copy or 
said application and of this order, and re
turn m a ke of his doings under this order. 

Dated a t New H aven, Conn., this thlrty
tirst day of December, A.D., 1917. 

(Signed) JAMES H . WEBB, 
A Judge of the Superior Court. 

Exhibit VIII-Court Approval of Choice 
of Appraisers 

In the Matter or the Application 
or THE CONNECTICUT CO MPANY, a 
corporation, or New Haven, 
Connecticut. 

vs. 
J OH N S. PALMER, 
or North Haven, Conn. 

Before 
HO NO RABLE JAMES H. WEBB, 

A Judge of the S1tperior Court, 
N ew Haven County, 

Jan. 3, 1918. 
J UDGMENT 

In the m a tter or the application or the 
Connectic ut Compa ny In the above entitled 
cam~e. dated December 29, 1917, and re
turnable befor e m e as a judge of the Su
pe1·i o r Court on the third day of J anuary, 
191 8, the pa rties, having been duly notl
ft ed, appeared before m e In the Superior 
Court Room In New Haven on said date 
and agreed upon. 

a r.d 

Ernest Brock ett, of North Haven, 
Conn., 

W illiam A. Wright or N ew Haven, 
Conn., 

David B. Andrews, or North Haven, 
Conn. , as the app ra isers. 

W her efore, in accordan ce with the stat
utes in s u ch cases made and provided, I ap
point 

Ernest Brockett, 
William A. Wright, 

and 
David B. Andrews, 

&ppralsers to estimate the damage, If any, 
which may arise to said John S. Palmer 
from the taking and occupation of the 
land in the manner and form as limited In 
Docket No. 2604 of the Public Utilities 
Commission or the State of Connecticut, as 
m or e fully appears In said Docket, a copy 
of which Is to this p etition attached. 

HONORABLE JAMES H. WEBB, 
.A Judge of the Sup erior Court. 

Exhibit IX-Appraisers' Return, Which 
Is F.quivalent to a Judgment by 

the Court 
In the Matter or the Application or 
THE CONNECTICUT C OMPANY, 
a Railway Corporation, or 
N ew Haven, Conn. 

vs. 
JOHN S. PALKER, 
o! North Haven, Conn. 

Before 
HONORABLE JAYES H. WEBB, 

..t Judge of the Superior Court, 
New Haven Count11, 

January, 1918. 
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RETURN OF APPRAISERS 

To the Cleric of the S uperior Com·t in 
11.nd for the County of New Haven, Conn. 

The undersig ned , appointed Jan. 3, 191 8, 
upon application o f th e Conn ecticut Com
pany, by th e Honorable J a m es H. W ebb, a 
Judge of the Superior Court, a ppraisers to 
estimate a nd assess a ll dam ages a rising 
from the t a king a nd occupation of certa!n 
lands, fully described in sa id a pplica tion to 
John S. Palme r, the owne r of said la nds, 
~espectful!y r eport : 

".Chat they gave due n ot ice to said John 
S. Palmer, a nd to the applicant, th a t they 
would m eet for the purpose of th eir a p
pointment on the ninteenth day of J a nua r y, 
1918, at the Superior Court House, in the 
C ity of N e w H a v en, In said New Haven 
County, at t e n o'clock in the forenoon, a nd 
o n said d ay they m et a t the time and place 
named In their notice, a nd w er e duly sworn , 
and met said John S. Palmer and the a p
p licant, who m ade appea rance, a nd on sa id 
day they view ed the premises described In 
the appl!ca tlon, and they fully h eard said 
parties th eir witnesses a nd counsel, con
cernln~ the damages aforesaid. 

That the lands taken a nd occupied by the 
applica nt a r e conta ined in the la nd In the 
city and county of New H aven , S t a t e of 
Connecticut , a nd bounded a nd described as 
Collows: 

Southeas t by Middlet own Avenue; South
west by la nd form erly of Albert Goodyear, 
now of Mary C. Rowe; Northw est by the 
Creek, and Northeast by la nd formerly or 
T. Forsie, now of Alice C. M. Cummings, 
conrn!n!ng four a nd o n e-ha lf ( 4 ½) acres, 
more or less, be ing sa lt m eadow , a nd the 
amount take n Is limited as follows : 

So mu ch of said la n d as m ay be n eces
eary for the er ection a nd m a inten a n ce of a 
transmission l!ne, t ogeth er w ith the n eces -
11ary supports, wires a nd fixtures, over , 
across a nd upon the la nd of said Palmer, 
the la nd necessary to be t aken for thia 
purpose n ot to exceed a t otal width of 
thirty feet ( 30 ft. ), the sam e b eing fifteen 
Ceet ( 15 ft.) in width on either s ide of the 
center line of poles; a nd a r ight of way 
easem ent In said la nd twelve f eet (1 2 ft.) 
In width and running In a westerly d irec
tion a long the souther ly boundary of said 
land, from said Middlet own A venue t o that 
portion of the land h er e!nbefore r efe rred 

to a s n ecessary to b e t a k en for the erection 
and maintenance of said trans miss ion line, 
all as s how n on plan a ttached to the petl
t '.on he r e in and entitled: "The Connecticut 
Compa n y, New Haven Lines. Office of Con
etructlon Engineer . New H aven, Conn. 
N ew Haven-North Haven Transmission 
r,!1~1

r,?.cation across John S. Palmer, No,. 

That said John S. Palmer a ppeared ana 
claim ed dam ages a rising from the taking 
and occupation of said la nd as a b ove de
scribed. 

Wh erefore, th e said appraisers, having 
viewed sa'd land and full y con s id er ed the 
evide nce of sa id parties a nd their witnesses, 
11.nd the c la ims a n d arguments of counsel, 
do estima t e a ll d a m ages a rising to said 
John S. Pa lmer from the taking a nd oceu
pat!on by the applicant , for th e purposes 
■et rorth In said app lication, at on e hun 
dred dollars ( $100 ). 

Dated at New H aven , Conn., this ( ? ) 
d&.Y of January, 1918. 

ERNEST BROC KETT } 
WILLIAM A. WRIGHT Apprai8ers. 

DAVID B . ANDRliiWS 

Equipment and Design Features of 
Metropolitan District Cars 

Improvements Over Cars of Older Design Include Use of 
190-Hp. Tapped-Field Motors, Semi-Automatic 

Acceleration and More Compact Arrange-

concrete example of how Lord Ashfiel i was overcoming 
c·ongestion difficulties in the underground railways. 
The train aroused a great deal of public and newspaper 
interest and comment. 

ment of Auxiliary Equipment 

AN ARTICLE dealing with the new steel rolling stock 
fl received by the three railways operating London's 
rapid transit lines was printed in the March 5 issue of 
this paper. This dealt more particularly with their 
ability to permit rapid transfer of passengers as deter
mined by the number and arrangement of doors. Also 
some attention was devoted to a general description, 
which included the layout of the seats, the replacement 
of straps with handrails and posts and interior fittings. 
Now more detailed information has been forthcoming 
relating to the general design and equipment features of 
the Metropolitan District Railway cars. 

The first cars of the order, comprising 100, were put 
in service in February. During the first few days an 
eight-car train was stationed for a few hours at one of 
the busiest stations, with the view of letting the public 
familiarize itself with the improved rolling stock as a 

The cars are 49 ft. long and 9½ ft. wide. Their height 
is about 12 ft. The motor cars weigh about 50 tons 
each, the control trailers 29 tons and the trailer cars 
27.5 tons. The wheel base of the moto r trucks is 
7 ft . 10 in. 

Much thought has been put into the electrical design , 
for that equipment embodies and co-ordinates the most 
modern apparatus. The motor cars are each equipped 
with four G. E. 260 motors, which are of the interpole 
tapped-field self-ventilating type. They are rated at 
190 hp. for one hour and 182 amperes continuously. The 
motors are fitted with twenty-tooth pinions geared to 
sixty-three-tooth gears. The wheels are 36 in. in diam
eter. Each pair of motors with its control gear consti
tutes a complete unit equipment. The normal rate of 
acceleration will be 1-½ m.p.h.p.s. 

Substantial improvements have, been made in the 
control apparatus. The contactor tips are provided with 
arcing horns a nd a molded arc chute. The interlocks are 
of the disk type, mounted on the back of the contactor. 

RESISTOHS, COMPRESSOR, ISOLATI NG SWlTCH. MOTOR -·FUSB BOX 
AND CI R CUIT BREAKER ARRANGED ON UNDERS I DE OF CAR 

MOT ORMAN'S CAB ON LEFT-HAND S I DE 
01•' CAR-CONTHOLLER COVEH OFF 
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The contactor box with all its contactors, resistances, 
etc., is a unit complete with wiring and has its own 
terminal base. The reverser connected t o the motor 
fields is of the drum type operated by a pair of opposed 
solenoid coils. The control is non-automatic except that 
t he motor field is weakened automatically by the tapped
field relay when the current decreases as the last parallel 
point on the controller is reached. 

The cars are equipped with Westinghouse clasp brakes 
of the standard type and are provided with automatic 
slack adjusters. Hand brakes are fitted to all motor 
cars and control trailers. 

The underframes are constructE.d entirely of steel, 
bulb angles form the sole bars and the center Iongitudi
nals are rolled steel channels running the whole length 
of the frame. The cross bearers at the trucks a re 
pressed channel sect ions. The floor plates are stiffened 
with short angles and pressings across from the sole 
bars to the center Iongitudinals. 

The motor car truck side fram€s are channel sections 
running the whole length of 13 f t. to the headstocks, 
but are cut away on the bottom flange to receive the 
axle boxes. The bolsters are bu ilt up of 8 x 3 in. chan
nels 5½ in. apart and stiffened with ·h·-in. plates. 

The former arrangement of carrying the draft gear 
back to the kingpin has been abandoned and a short 
drawbar fixed to the longitudinal members is substi
tuted. Tight couplings between cars is the result of the 
use of a central spring buffer through which the draw
bar head passes. 

Rules for Track Foremen 

Eastern l\lassachusetts Gins ~ine Suggestions to 
Help Them in T heir Work 

F. B. WALKER, engin eer 1n':lintena11ce of way 
Eastern Massachusetts Street Railway, h1.s 
got out th e f ollO!'cin g nine suggestions for the 
track foreman 011 that system: 

THINGS TO Do IF You ARE TO MAKE A SUCCESS IN 

1921 ON YOUR DIVISIONS 

1. Keep all tools and equipment properly repaired. 
Blaming yo ur tools is a POOR EXCUSE. 

2. Make requisitions and properly reco rd all material used. 
Ta kin g material wit hout requisition is THEFT. 

3. Secure approved authority for all work not current 
maintenance. ' 

T his railwa y has to have SOME SYSTEM. 
4. Know th at proper equip ment and tools and efficient 

men are on every job. 
Lack of these shows POOR PLANNING. 

5. C~n~entrat e on more exte nsi ve and better repairs to rail 
JOlntS. 

Poor joints mak e POOR TRACK and hi gh maintenance 
COSTS. 

6. Weld as many joints as possible with due regard t o 
costs. 

Welded joints are a substantial ECONOMY. 
7. Drain yo ur track at all seasons-DIG. DITCH and 

DR AIN. 
Bad drainage is a CRIME. Its penalty is DEATH to 

track and motors . 
8. Reciprocate in use of tools and cars with other divisions. 

Because you are a GENTLEMAN. 
9. Tea m work means SUCCESS . Secure this by having all 

vour men know, so far as is consi st ent, the costs, 
plans and reasons for doing our wo rk . 

One-Man · Departments Are to Be A voided ·· 

Chamber of Commerce Meeting 
Paper on Arrested Development of Public Utilities Presented 

by Edward N. Hurley at One General Session at the 
Annual Meeting Held at Atlantic City 

T H E annual meeting of the United States Chamber of 
Commerce, held last week at Atlantic City, concluded 

on April 29. On the evening of April 28 Secretary 
Herbert Hoover of the Department of Commerce pre
f.ented an addre:;s. At the fin al meeting President 
Defrees was re-elected president. 

The on ly paper directly related to public utilities was 
on their arrested development and was presented by 
Edward N. Hurley, formerly chair,man United Statei'l 
Shipping Board and now with the Hurley Machine Com
pany, Chicago, Ill. An abstract follows: 

Arrested Development of Public Utilities~ 
BY EDWARD N. HURLEY 

Formel'ly Cha it-ma n U nited States Shippin g Board 

A MERICA today is at the crossroads of electrical 
fi development. It is a question whether we are 
to go forward or stand still. At this very moment the 
electrical industry is suffering from arrested develop
ment. The industry is awaiting the verdict of the 
American people. We like to think of ourselves here in 
America as the pioneers in the science of electricity. 
We have been the pioneers, but the job we started has 
not been half done. There are still fourteen million 
homes in the United States without electric service and 
which eventually will have it. It is authentically stated 
that if the present problem of housing the population is 
to be met, the United States needs 1,500,000 additional 
homes, 500,000 additional factories, 5,000 public schools, 
5,000 churches, 60,000 apartment buildings and 15,000 
theaters. These, too, mean electric service. There are 
150,000 pending applications for power by existing or 
new industrial plants desirous of utilizing electricity. 

PROPER ENCOURAGEMENT NEEDED 

If the proper encouragement is given to the electric 
ligh t and power industry, the industry will spring for
ward in the next decade faster even than in the past 
decade. The result unquestionably will be a lowering of 
the cost of living and the conservation of national 
resources which cannot fail to benefit the whole popula
tion. I think it will be agreed that upon -the develop
ment and application of electrical energy, more than 
upon any other one thing, are dependent both the speed
ing up of production and the conservation of our natu
ral resources. 

The financial standing of a well managed street rail
way, gas or electric lighting plant is as vital to the life 
and development of a community as its banks, and 
should be protected against unfair attacks so that cus
tomers and the investing public will have confidence in 
the properties, resulting in a desire to purchase utility 
securities when offered. The American people must 
realize that confidence in public utility securities cann'ot 
be had by constant, unjust criticism. If the same kind 
of public attack should be made upon national and state 
banks in the same communities where members of state 
commissions and other public officials are now bitterly 
assailing the central stations and street railway com
panies, the public would lose confidence and in a very 

* Abstract of address presented a t the annual meeting of the 
Chambe r of Comme rce of the U nited States Atlantic City N T 
April 29 , 1921. ' ' . .,., 
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short period these banks would be forced to close their 
doors. 

FINANCING FROM EARNINGS IMPOSSIBLE 

No public utility corporation subject to regulation can 
finance its requirements out of earnings. 

For every dollar of additional annual gross revenue 
from the Rale of electric energy by a light and power 
company it is necessary to provide additional facilities 
involving an invest)Jlent of from $4 to $6. Thus a com
pany with a gross revenue of, say, $1,000,000 per year, 
to provide for a growth of 10 per cent per annum 
($100,000), which is a very moderate rate, would have 
to spend $40o;ooo to $600,000 for additional generating 
capacity and distribution facilities . With earnings lim
ited by commission regulation to 8 per cent on the 
invested property value, which is below the actual cost 
of obtaining capital, it will be readily seen that addi
tional capital must be secured if the facilities are to be 
provided to enable the growing service requirements of 
the community to be met, and such capital can be 
obtained only if assured a reasonable, permanent return. 

Therefore, adequate facilities for the transportation, 
lighting and industrial requirements of a growing com
munity can be made available only if the attitude of the 
public and of the commission authorities toward the 
electric enterprise is such as to encourage the necessary 
capital investment and to afford it the security as to 
principal and return without which the investor will 
refuse to become interested in the situation. 

When financing, companies are compelled to make 
provisions for ample reservations, so that today public 
utility securities with substantial reserves are gilt
edged. 

We must use scales to weigh our local utility prob
lems, and withhold public criticism until the real facts 
are thoroughly known. For instance, one particular case 
of snap judgment happened in connection with the 
National War Labor Board during the war. The em
ployees of the street railway in a town of about 250,000 
demanded an increased wage. The War Labor Board 
granted the increase without giving the management a 
chance to present its side of the case. The matter was 
later reviewed after the wages had been put in force. It 
was then found that the street railway company could 
not meet the increase awarded and the interest on its 
bonds. It was suggested that the company increase the 
rate of fare, but it developed that if the rate of fare was 
increased to meet this over-night increase in wages, the 
reduction in the · number of passengers carried-in the 
number of people who would stop riding rather than 
pay this increased fare-would make it impossible for 
the company to meet its fixed charges. This hurried 
decision, in fact, placed the street railway corporation in 
such an embarrassing position that a readjustment of 
wages and conditions was necessary in order to permit 
the street railway to survive. 

GOVERNMENT OWNERSHIP OR PRIVATE OWNERSHIP 

A1though at one time sympathetic toward government 
ownerFhip, I am certain, after a number of years in 
govP.rnment service, that no community can receive the 
industrial service to which it is entitled under municipal 
'lr governmental management. The cause for this fact 
lies in the human element. No city, state or national 
industrial enterprise can expect to obtain from manage
ment, or from men, an average of more than 50 per cent 
of personal efficiency, or more than 50 per cent of per-

sonal interest in their work, and it must be remembered 
that this percentage will gradually decrease the longer 
the individual manager or the individual employee is 
in this industrial government service. 

I say again that it is not humanly possible to obtain 
the same effort or interest from managers or men em
plQyed in industrial government service that exists in 
competitive private ownership, and that as a result, if 
the advocates of government ownership investigate the 
facts carefully and impartially, they will find that gov
ernment operation in industrial service is a flat failure 
from a "service to the public" standpoint. This is true 
not only in America but it is a proved fact throughout 
the world. 

If the members of the Chamber of Commerce of the 
United States of America, with their great power and 
influence, were to take a keen personal interest in public 
utilities in their respective states, insisting that justice 
be given the public and the utilities, a permanent step 
toward solving this most important problem would be 
taken. 

Swiss Comment on American Electric 
Locomotives 

IN A RECENT issue of Schweizerische Bauzeitung, 
A. Laternser, an engineer of Zurich, Switzerland, 

compares the qualities of a number of electric locomo
tives. These, with the conventional designations used 
abroad,* were as follows: General Electric freight loco
motive for Milwaukee Railway (2B + B + B + B2) 
direct current; General Electric express passenger loco
motive for Milwaukee Railway (lB + D + D + Bl ), 
direct current; Westinghouse freight locomotive for 
Pennsylvania Railroad (lC +Cl), alternating current; 
Westinghouse express passenger locomotive fo r Milwau
kee Railway (2Cl + 1C2), direct current; Oerlikon 
freight locomotive for Swiss Federal Railway 
(lC +Cl), a lternating current; Oerlikon express pas
senger locomotive for Italian State Railways (2C2 ), 
three-phase. 

Comparing the geared and gearless types, Mr. Latern
ser disapproves of the latter on account of the low cen
ter of gravity and the former on account of the de
creasing gear efficiency with increase in speed. He also 
objects to the large unsprung load in all three types 
of Milwaukee locomotives mentioned, stating that this 
produces excessive wear of rails, and calls attention to 
the fact that the two leading American firms building 
electric locomotives are not agreed as to the best con
struction for express passenger and freight types of 
heavy locomotives. It seems strange to him that both 
the Gener al Electric Company and the Westinghouse 
rompany have hacl such excellent results with their re
spective types of construction. He considers the Ameri
can designs for regeneration to be complicated and not 
fully reliable, and the whole design of electrical equip
ment of American locomotives to be more comp:icated 
than that of the Swiss Federal type. The two Oerlikon 
locomotives mentioned are the most powerful yet built 
for use abroad and are both equipped for r egenerative 
braking. 

*The wheel arra ngem ent of locomotives is desig na t ed thus: Be
g inning at the fron t end of the locomotive the number of po n v 
axles is d esig n a t ed b y a number , the n the n umber of driv ing axles 
on the s u cces s ive truck s by ' letter s , A r epresenting on e driving a xl e, 
B two axles , C three a xles , e tc., a fin a l number being u sed t o ind i
ca t e the number of pony a xles a t the r ea r. l f ther e a r e a n y inte r 
m ediate pon y a xl es th eir number a nd pos ition a r e indica t ed by 
numbe rs prope rly placed in the s ymbol. 
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EXPERIMENTAL ELECTRIC TRACTOR FOR USE ON 
BERLIN R A PID TRANSIT LINES 

Novel Electric Train Drive in Berlin 
Experiments Indicate Superiority of Multiple-Unit Over 

Locomotive Operation in This Service-~ngenious Appli
cation of Electric Tractor Principle Suggests 

Early Days in This Country 

IN THE article by E. C. Zehme appearing in the 
issue of the ELEC . RIC RAILWAY JOURNAL for March 

5, 1921, page 438, mention was made of some experi
ments in Berlin with rapid-transit trains. In a recent 
issue of the Z eitschrif t des V ercines deutsches lnge
nieure considerable detail is given of the experimental 
multiple-unit train which is in use, and also of the small 
electric tractors. 

Referring first to the tractor, which is of noticeably 
low construction ( being less than 5 ft. high), it is of 
interest to note that a complete suburban train, consist
ing of twelve coaches, has been propelled by two of 
these tractors, one each front and rear, controlled from 
the front platform of the first coach. The tractor draws 
current from a pantagraph mounted on the roof of the 
first coach. 

The tractors contain each a single-phase commutator 
motor of 600 hp., hourly rating, or 580 hp., continuous 
rating, with forced air cooling. This drives a jack
shaft through a reduction gear with a ratio of 1 to 3.54, 
and the jackshaft is in turn rod-coupled to the two 
driving axles. The framework of the tractor is made 
up largely of cast steel, the lower part of the motor 
being part of the casting. 

Directly above one of the axles is mounted t he rmain 
transformer, of 650-kva. hourly rating. It is of t he 
air blast type. About one-sixth of the transformer out
put is required for train heating. A 15-kw. fan pro
vides forced circulation for transformer and motor. On 
the other side of the motor, and above the second axle, 
is located an air compressor for operation of brakes, oil 
switch, pantagraph and rail sanders. Nine taps on t h e 
low-voltage winding of the transformer, two choke coils 
and two small resistors provide for twelve posit ions of 
the controller. 

The wheelbase of the tractor is 9} ft., the wheel 
diameter 4 ft. 5 in., the complete weight about 75,000 lb., 
the "unsprung" load 11,500 lb., the maximum speed 
40 } m.p.h., the maximum speed of the motor 900 r.p.m ., 
and the drawbar pull at the start 21,200 lb. 

The tractor or locomotive plan for operat ing r apid 
t ransit trains in Berlin is, of course, highly experi
mental. It is doubtful if the r ate of acceleration which 
can be produced with t hi s arrangement is sufficient for 

EXPERIMENTAL MULT IPLE UNIT TRAINS I N OPERATION 
IN BERL IN DURI NG PAST FEW M ONTHS 

local conditions. Another experiment which has been 
tried with in the past f ew months is the use of motor 
cars and trailers, each motor car having an hourly rat
ing of about 350 hp. and weighing completely equipped 
about 68 tons. The experimental train which has been 
in successful operat ion during the past winter consists 
of two motor cars and th ree trailers. 

A Small Single-Phase Locomotive for Use 
at Mare Island 

THE San Francisco, Napa & Cali stoga Railway has 
just completed in its shops at Napa a 50-ton single

phase locomotive. I t is to be used to handle govern
ment freight between t he company's connection at Napa 
Junction with t he Southern Pacific Company and the 
government's delivery yards at the Mare Island Navy 
Yard. Mare Isla nd was recently connected with the 
main land by a causeway built by the government and 
electrified by t he railway. 

This locomotive, which was built especially for this 
service, has an over-all length of 35 ft . and a width of 
9 ft. 6 in. The cab itself is 26 ft. long and at each end 
is a 30-in. platform. It is equipped with four Westing
house 132-A moto rs mounted on heavy Baldwin trucks. 
Westinghouse AMM brake equipment is installed. The 
motors are geared with a rat io of 16 to 67 to the 34-in. 
steel-tired wheels. The locomotive takes its power from 
the 3,300-volt, 25-cycle line through a sliding pantagraph 
trolley. A 250-kw. t r ansformer fed through an auto-

THE 50-TON SIN G L E-PHASE LOCOMOTIVE USED ON THE 
MARE ISLAN D CAUSEWAY 
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matic oil circuit breaker provides suitable secondary 
voltage through the usual co~bination of switch groups 
and preventive coils. 

The steel underframe for this locomotive is made in 
one piece. This single casting, weighing 7 tons, has 
13-in. center sills and 10-in. side sills. Buff er plates of 
¾-in. boiler iron were riveted around the ends, dropping 
low enough in the center to carry the pilot and extend
ing around the sides a distance of 30 in. beneath the 
ends of the cab. Standard A.R.E.A. engine pocket 
couplers with 3-in. pins are attached through these 
plates to the steel end sill which forms a part of the 
underframe casting. The floor space provided for the 
equipment is 4 ft. x 18 ft. A structure of 3-in. x 3-in. 
angles with eight posts and suitable screens forms a 
cage for the inclosure of all apparatus. 

Ammeters are placed in the engineer's cab and an 
Economy wattmeter is provided on the high tension 
side of the transformer for metering the total energy 
consumed. 

The locomotive is owned jointly by the San Francisco, 
Napa & Calistoga Railway and the Sacramento Northern 
Railway. 

George A. Hearn, superintendent of equipment, was 
the designing and construction engineer. 

W., B. & A. Has New Terminal 
in Washington 

AS ANNOUNCED in the news columns of this paper 
fi for March 19, 1921, the Washington, Baltimore & 
Annapolis Electric Railroad has begun the use of its 
new terminal in Washington, D. C. The terminal is 
located but three blocks from the Treasury Building. 
The railway purchased approximately one-half of the 

(C) 1/an is & Ew in11, ll'asliinyton, D C 

TAKE ELECTRIC TRAIN HERE FOR BALTIMORE 

city block bounded by New York Avenue, Twelfth, 
Thirteenth and Eighteenth Streets, N. W., laid three 
new 200-ft. tracks into this yard and constructed new 
loading platforms. Buildings which were previously on 
the site have been utilized for waiting room, ticket office 
and news-stand and also with numerous offices on the 
upper floors. 

Previous to the construction of this terminal the cars 
came up only as far as Fifteenth Street on New York 
A venue, and loading was done from the street at these 
locations. The crowds waiting for cars in the streets 
led to such an interruption of traffic that protests were 
constantly being made and there were also general 
objections on the part of the public to the practice of 
loading these large interurban cars from the street. 
The new special trackwork was furnished by the Lorain 
Steel Company. 

Paulista Locomotive Ready for Delivery 

T HE first Baldwin-Westinghouse freight locomotive 
for the Paulista (Brazil) Railway has been com

pleted and tested. The passenger locomotives are near
ing completion. The initial service on the double-track 
line between .Jundiahy and Campinas, a route-mileage 
of 28, will be furnished with eight freight locomotives 

BALDWIN-WESTINGHOUSE 3,000-VOLT DIRECT-CURRENT 
F REIGHT LOCOMOTIVE FOR PAULISTA RAILWAY 

and four passenger machines. Orders for two of each 
type were obtained by the Westinghouse Electric & 
Manufacturing Company. The remaining eight loco
motives are being built by the General Electric Company. 

This electrification marks a milestone in the broad 
application of the natural resources of Brazil through 
the replacement of imported coal for power development. 
These locomotives are to be used in main-line freight 
service on the Paulista Railway, which is the main 
broad-gage trunk line of the most prosperous and pro
cluctive part of the State of Sao Paulo. 

This type locomotive weighs 105 metric tons (231,-
000 lb. ) and has six driving axles each equipped with 
one 280-hp. direct-current motor. The motors are ar
ranged for operation with two in series on the 3,000-volt 
line. Each locomotive is designed to handle trailing 
loads up to 770 tons over a line having a maximum grade 
of approximately 2 per cent. It is equipped with M.C.B. 
couplers for testing purposes, which will later be re
placed with Continental draft gear. Also vacuum train 
brakes will replace the temporary pressure brake. 

Enormous quantities of coffee, beans, rice, cereals 
and cattle are transported over this line by thoroughly 
modern and efficient railroading methods. Electrifica
tion is the latest step in the growth and progress of this 
notable railway, which is one of the most important 
lines in all South America. 

The Denver & Interurban Railroad, Denver, Col., is 
planning to span South Boulder Canyon at Eldorado 
Springs with a suspension foot bridge. This canyon is 
one of the most picturesque chasms of Colorado and t he 
new bridge will afford a wonderful view of the moun
tain scenery. The cliffs rise above the water of South 
Boulder Creek more than 1,000 ft. on the north side. 
On the south side of the canyon Castle Rock Cliff is a 
precipice of only 650 ft., so the bridge will be suspended 
in the air about 600 ft. because of the topography of the 
cleft forming the gateway. The company expects to go 
ahead with the proposition as soon as financial condi
tions will permit. 
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Electric Locomotive Characteristics 
Engineer of Manufacturing Company Discusses Qualities 

of the Several Types of Locomotive Available and 
Outlines the Well-Known Advantages of 

Electric Motive Power 

ON APRIL 14 N. W. Storer, of the general engineer
ing department .of the Westinghouse Electric & 

Manufacturing Company, read a paper before the elec
trical section of the Franklin Institute, Philadelphia. 
With the aid of a large number of lantern slides he 
showed how the electrical and other characteristics of 
d ifferent types of electric locomotives compare among 
t hemselves and with the characteristics of the steam 
locomotive. The accompanying set of curves was one 
of the series which he showed. 

Mr. Storer di scus .:,;ed his topic under a number of 
different heads, listing thus the salient features of the 
electric locomo tive and accompanying the summary with 
comments and illustrat ions. The principal points which 
he made were briefly as follows: 

With t he electric locomotive the power that can be 
applied to a train is in no way limited by the s ize of 
t he individua l motive-power unit. Theoretically the 
locomotive can draw the maximum amount of power 
t hat can be utilized at one point in the train. 

With the electric locomotive the length of the operat
ing division of a rai l
road is no longer lim
ited by the locomotive. 
A record for a contin
uous twenty-four-hour 
run of 766 miles has 
been reached by pas
senger locomotives on 
t he Chicago, Milwau
kee & S.t. Paul. Elec
t rification p e r m i t s 
r a d i c a I changes in 
terminals, due partly 
to the a b se n c e of 
smoke, dirt and noise 
and very greatly to 
t h e application o f 
mu It i p I e - unit car 
equipment f o r th e 
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suburban traffic. The advantages in the use of the 
electric locomotive for long tunnels is obvious. 

Electrification involves conservation in fuel. 
Due to the greater capacity which can be secured from 

t he locomotive unit, electrification results in greater 
effectiveness of labor. 

Increased reliability of motive power is also an im
portant feature of electrification. 

The characteristics of the electric locomotive that 
make it so desirable may be summarized thus: Its 
maximum tractive effort is from two to four times its 
normal continuous running tractive effort. Due to the 
fact that the capacity of the electric locomotive is lim
ited by the heating of the motors, it can easily develop 
considerably more power in cold weather than warm. 
Practically all of the wearing parts of the electric loco
motive have normally a long life. 

Mr. Storer then discussed the characteristics of the 
several types of electric locomotives. He said t hat the 
characteristics of the direct-current locomotive are es
pecially suited for railway service, since the speed curve 
falls rapidly as the tractive effort increases. The alter-

nating-current 'locomotive does not have the ability to
pr oduce the high starting torques which are possible 
w it h t he di r ect-cu r rent locomotive, but on the other 
hand t he speed control is more easily and efficiently 
obtained by voltage var ia tion. The induction-motor 
locomotive utilizes the constant speed cha racteristics 
of t he induction motor. This motor is capable of pro
ducing very heavy starting torques and of carrying 
heavy load, but on heavy loads t he speed is maintained 
at practically constant value and the power r equi r ed 
increas€s practically in proportion to the tractive effort. 
It is necessary, therefore, to have a motor of g reater· 
capacity than with the series motor to take care of peak 
load. Regenerat ive braking may be obtained with any 
of the three classes of locomot ives. It should be ap
plied on locomotives which are to be operated over heavy 
grades, but for level or light grade sections the advan
tage will hardly be worth t he complicat ion . 

Wheel Welding in Terre Haute 

F"'OR two and one-half years M. M. Nash, superin
tendent of railways and mast er mechanic of t he· 

Terre Haute Division, Terre Haute, Indianapolis & 
Eastern Traction Company, has been making extensive· 
use of the resistance type of electric welder in reclai m
ing all manner of rar equipment, including interurban' 
car whP,els and axles. During this period 2,500,000 inter;.. 
urban rar-miles have been operated on t he division and 
only one set of eight wheels has been replaced for 
flange wear. On all other wheels t hin flanges and wheels· 
otherwise worn have been built up and corrected by 
welding without removing them from t he car. Not 
only have flanges been welded but they have been re
welded, and some of them have mileage records ap
proaching 200,000 miles. These wheels are put out on 
the road in fairly fast interurban service j ust as the
welders leave them, without any smoot hing up, as t he· 
company has no wheel lathe in the Terre Haute shop .. 
In exceptional cases a wheel-tru ing brakeshoe is used 
for a short time. Mr. Nash says the wheels are soi:ne
times a little noisy when they are first put out oh the
road, but t he rough surface soon smoothes out and he 
claims he has never had a derailment or flange break
age, more than a small chip, as the result of the weld
ing work. "Railox" electrodes are used for welding the· 
mheel flanges. Where a chip breaks out of the flange
it is filled in again, but t he projection of the new metal" 
is not smoothed off. This t akes car e of itself. 

A further step r ecently devised to prolong the life· 
of a pair of wheels, in the absence of a lathe, is the 
burning off with an acetylene torch of the second flange· 
which sometimes develops on the tread of a wheel. 
After this burning pr ocess is completed no attempt is· 
made to smooth up the t r ead. The tread and flange are, 
merely permitted to wear smooth in service. 

The new Materials Handling Division of the Amer
ican Society of Mechanical Engineers is planning ses
sions for the discussion of design and construction of 
machinery for road building, at the society's spring 
meeting, to be held at t he Congress Hotel, Chicago, May 
23 to 26. F our papers will treat this problem from the' 
viewpoint of the contr actor, the r oad builder, and pos
sible future development of mechanical equipment fo 
road building. The wor k of this division, whose mem
bership is rapidly approaching one thousand, is now:r 
well under way. 
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Removable Tower Used for Making 
Overhead Repairs 

REMOVABLE TOWER I N U SE 

T HE accompany
ing illustration 

shows a removable 
tower used by the 
Edinburgh Corpora
tion T r am w a y s 
which is bolted to a 
lorry for use in mak
ing overhead repairs 
and which is readily 
lifted off when not 
needed. This leaves 
the lorry free for 
o t h e r work. This 
type of tower has 
also been found very 
convenient as an aid 
in the erection of 
some new overhead 
runway in the ma
chine shop extension 
of this road. The 
tower was bolted to 

a low truck to facilitate its being moved about and the 
overhead railing was removed to provide necessary 
clearance. 

One Way to Enlarge 
Oil Boxes 

THE disadvantage of the small oil box on the frames 
of old motors such as the GE.-57 has, of course, 

been recognized for a long time and many ways of 
enlarging these have been tried. 

The Little Rock (Ark.) Railway & Electric Company 
has some of these motors and has found a novel and 
satisfactory way of enlarging the oil boxes. Sections 
of old boiler tubes_ 4 or 5 in. long, 3½ in. in diameter, 
are first squared up and made to fit the opening 
of the box on the motor frame. The section of pipe 
is then welded to the motor frame, thus adding con
siderable capacity to the oil box. A cover, retained with 
a spring, is then put on top of the section of pipe. This 
work was started with the use of the two Indianapolis 
welders which the company has for doing trackwork. 

GE- 57 MOTOR FRAME WITH SQUARED SECTIONS OF 3~-JN. 
PIPE WELDED TO E NLARGE OIL BOXES 

Recently a Wilson motor-generator set was added. This 
is now used for most of the work in the shop and also 
for bonding, and the Indianapolis welders are being 
used for ·trackwork. In an accompanying illustration 
is shown a GE-57 motor frame with the enlarged 
oil box. 

Reclaiming a Cast-Steel Mate 

FOUR accompanying pictures illustrate the success 
which is being obtained in the track department of 

the Dallas Railway under the direction Qf B. R. Brown, 
engineer maintenance of way and overhead construc
tion, in reclaiming bad special trackwork. The par
ticular job pictured shows a cast-steel mate in which 
a hole was broken down through the casting. The 
hole was filled up with slugs of iron and soft metal 
was fused into a solid mass to support the surf ace 
welding. 

The mate was then built up by means of a hard steel 
electrode known as the A-steel of the Indianapolis 
Switch & Frog Company. The plane surface was 
properly finished by means of a reciprocating grinder 
and an Atlas rotary grinder was used for shaping up 
the point and flangeways. This job was done in forty 
hours by a welder and helper. After being in service 
for a period of six months the mate showed no signs of 
deterioration. 

Very good success has also been had in welding solid 
manganese railroad crossings when in extremely bad 
condition. Mr. Brown says that the secret of this work 
lies in the mechanic who does the job and that it is 
simply a matter of knowledge as to how best to handle 
the metal. 

NO. I - HOLE BROKEN THROUGH 
CAST- STEEL MATE IN DALLAS. 
NO. 2-APPEARANCE AFTER HOLE 
HAD BEEN FILLED WITH SOFT 
l\l ET AL. NO. 3 -APPEARANCE 
AFTER THE MA TE POINT HAD 
BEEN FORMED AND WELDING 
COMPLETED. NO. 4 - THE COM-

PLETED JOB AFTER GRINDING 
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Painting Under Difficulties 
Inside of Submarine Pipe Had to Be Painted by Workers in 

Pipe Using an Air Spray Brush-Work Done at 
N ight, When Power Was Off 

PAINTING t he inside of a pipe 36 in. in diameter 
and more than 340 ft. long is a job to be avoided 

rather t han sought, is the probable opinion of the two 
operators who recently completed such a job fo r the 
Connecticut Company at Bridgeport. 

In order to get its feeder cables across t he Pequon-

LOOKI N G DOW N I N T O W EST END OF P I PE, SHOWING 
CAB L ES MOUNTED ON I NSULATORS 

nock River at Bridgeport the Connecticut Company in 
1906 laid down this 36-in . pipe, as shown in an accom
panying illustration. At that time nine 750,000-circ.
mi l lead-covered cables were installed, just laying them 
in the pipe. In 1913 eight 1,000,000-circ.mil cables were 
added, and at that time, in order to arrange the cables 
more satisfactorily in the pipe, th€y were placed on 
insulating brackets, as shown in another accompanying 
illustration. The third illustration shows a view look
ing down into the top of the 45-deg. section of pipe 
on the west side of the river. 

It was found a few months ago that the inside of t he 
pipe was corroding badly and it was decided to paint it. 
On account of the fact that it was desired to have t he 
cables remain insulated from the pipe itself it was 
necessary to use an insulating paint. 

SKE T CH OF F EED ER CA B LE PIPE INSTALLATION, 
SHOWING R E L A TIO N TO RIVER 

The paint was thinned with gasoline and applied with 
an air spray brush. The work was done by two men, 
working four hours at a t ime at night, when the power 
was off; they progressed about 45 ft. per night. 

When the men approached the point where the ver-

tical section of pipe meets that section which goes 
directly under the river, which is the lowest point on 
the who:e system, the men were overcome by the gaso
line fumes, it having been found impossible to force 
air through the pipe satisfactorily. After a day or 
two of r est, they tried it again and were a second time 
overcome. Strenuous efforts to ventilate the pipe were 
made, and finally a suction fan was installed, which gave 
sufficient circulation to allow the men to work in the 
pipe satisfactorily and finish the job. 

About 120 gal. of Sterling insulating paint were 
used to complete the job. 

An interesting side:ight on this installation is that 
after t hese cables were installed on the insulating 
brackets a workman felt a shock, and, upon test, a 
string of five lamps in ser ies were lighted to full bril-

HALF SECTION OF PIPE 
SHOWING 

INSULATING BRACKETS 
AND CABLES 

I 
I 

J 
jl 

I 

I 
I 

liancy between the cable sheath and ground. All such 
tests were made fo r a period of a minute or · more, 
each time, and no explanation could be found. Finally, 
one string of lights was left on for several minutes, 
and it was noted that after about two minutes t~e 
lights went out. This was found always to be the case, 
as the t est was applied to other cables, and it was 
finally decided that there was enough static charge in the 
cable sheath to maintain this current for that length 
of t ime. Accordingly, all cab!e sheaths were grounded, 
through 2-amp. fuses, and. no trouble has been noted. , 
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Association News 

National Electric Railway Day 

T HE association's advertising section for the com
mittee on publicity reports that the success of the 

National Electric Railway Day idea far exceeded their 
anticipations. Much publicity for the industry attended 
the demonstrations both in the papers and by the film 
service weeklies. Where there were no demonstrations 
local papers gave considerable space to stories pertain
ing to the development of the local traction company. 

Of the demonstrations marking the day that of Rich
mond, Va., the home of the electric railway, is prob
ably the most striking. After several weeks' search 
the body of one of the cars used on the original electri
fied line was unearthed, fitted with new trucks and, 
with the Mayor and other city officials as escorts, was 
paraded over the streets used by the original route. 

Other demonstrations of importance were held in 
Minneapolis and St. Paul. Here horse car No. 1, which 
was first put in service in St. Paul on July 17, 1872, was 
driven through the business section of both cities by 
the employees who formerly used the car in their 
daily runs. A score or more persons who also used the 
car when it was in service again rode as passengers. 
The trainmen's band led the demonstration, which also 
showed the growth of the cars used on that system. 

Many of the various news film service companies as 
well as national still life photographers were busy in 
each of these places obtaining pictures for showing all 
over the country in the topical news weeklies. 

In New Bedford there was also .a unique demonstra
tion. The company got out one of the old horse cars and 
in order to arouse enthusiasm on the part of the public 
offered a year's free transportation to the oldest person 
riding on the car. It is understood that there were 
more than a dozen competitors, the oldest one of whom 
was 82, The Boston papers gave considerable space to 
the event. 

The papers also took hold of the news features and in 
many cities a considerable amount of space was given 
over to the history and development of the local traction 
company. A particularly good story concerning Read
ing, Pa., was printed in the local papers. The Eastern 
Pennsylvania Railways made wide use of the folders and 
other publicity sent out by the association. 

The association's department of publicity has asked 
the various railways to send clippings and photographs 
showing what was actually done in their community not 
merely as a matter of record but for use in helping 
others to put over similar ideas at a later day. 

Car Design Committee at Work 
APPOINTMENT by President Gove of the committee 
fl of the American Electric Railway Engineering 
Association authorized at the last convention for the 
purpose of developing "anticipatory standards" of car 
design has been made. Under the direction of the chair
man, H. H. Adams, superintendent of equipment Chicago 
Surface Lines, the work of this committee is already well 
under way. The rest of the personnel of the committee 
is equally divided between representatives of the car 

builders and railway companies, as follows: H. A. 
Benedict, mechanical engineer Public Service Railway, 
Newark, N. J.; J . A. Brooks, chief draftsman the J. G. 
Brill Company, Philadelphia, Pa. ; J . W. Hulme, super
intendent of equipment International Railways, Buffalo, 
N. Y.; G. L. Kippenberger, assistant to vice-president 
St. Louis Car Company, St. Louis, Mo. ; John Lindall, 
superintendent rolling stock and shops Boston Elevated 
Railway; V. R. Willoughby, assistant general mechanical 
engineer American Car & Foundry Company, New York. 

In a recent interview, Mr. Adams summed up the 
objects of the committee as being "to develop uniformity 
of car design out of the chaotic conditions existing at 
present, and ultimately leading up to the question of 
standardization." The committee has started out on its 
work by proceeding to gather information and data 
covering present practices in car design, limiting itself 
at first to a study of double-truck closed city car con
struction. To this end, Mr. Adams prepared a question
naire which was sent to the members of the committee 
only, and which will bring back data to the chairman 
from which a comprehensive compilation of car dimen
sions can be made and analyzed and summarized. 
Through the very generous co-operation of the car 
builders represented on the committee, it will be possible 
readily to secure accurate data on a wide range of car 
designs built during the last five years, without having 
to call upon the railway companies. 

After these data are compiled, Mr. Adams plans to 
call the committee together to make a study of the 
situation and endeavor to arrive at certain uniform 
dimensions to be embodied in car design, such as post 
centers, height and widths of body, side and roof 
dimensioning and Construction, window sizes, seat 
dimensions and numerous elemental parts. Mr. Adams 
is of the opinion that it should be readily possible to 
bring about such uniformity in these details of design 
that cars of varying lengths can be made by simply add
ing or subtracting standard sections. Whether a car is 
of the double-end, center-entrance or Peter Witt type 
does not enter into the consideration, for each of these 
types could be built with a large part of the car body 
made up of the uniform sections. 

C. E. R. A. Committees Announced 

PRESIDENT A. C. Blinn of the Central Electric 
Railway Association has announced the following 

committee appointments for the current year: 
Auditing.-Walter Shroyer, chairman, Anderson, 

Ind.; L. T. Hixon, Indianapolis, Ind. ; E. 0. Reed, Lima, 
Ohio. 

Annual Transportation.-Bert Weedon, chairman, In
dianapolis, Ind. ; C. J. Laney, Akron, Ohio ; J. F . Star
key, Sandusky, Ohio; W. S. Rodger, Detroit, Mich. ; 
C. 0. Sullivan, Lima, Ohio. 

Constitution and By-Laws.-Arthur W. Brady, chair
man, Anderson, Ind.; Charles L. Henry, Indianapolis, 
Ind.; F. W. Coen, Sandusky, Ohio; Frank R. Coates, 
Toledo, Ohio ; E. F. Schneider, Cleveland, Ohio. 

Finance.- James P. Barnes, chairman ; Louisville, 
Ky.; T. A. Ferneding, Dayton, Ohio ; F . R. Coates, 
Toledo, Ohio ; F. W. Coen, Sandusky, Ohio. 

Hotel and Arrangements.- S. D. Hutchins, Westing
house Traction Brake Co., chairman ; Harry L. Brown, 
ELECTRIC RAILWAY JOURNAL; John Benham, Interna
tional Regist er Co. ; L. E. Gould, Economy E lectric De
vices Co.; C. Dorticus, General Electric Co. 
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N ational Safety Council.-Harry A. Nicholl, chai r
man, Anderson, Ind.; J . W. Giltner, Akron, Ohio ; R . A. 
Crume, Dayton, Ohio; A. Swartz, Toledo, Ohio. 

P nblicity.-Harry L. Brown, ELECTRIC RAILWAY JOUR
NAL, chairman ; H. J . Kenfield, Electric Traction; C. J. 
Laney, Akron, Ohio. 

Resolutions.-Robert I. Todd, cha irman, Indianapolis, 
Ind. ; Garret t T. Seely, Youngstown, Ohio; Samuel W. 
Greenland, Fort Wayne, Incl. 

Rules Governing Interchange of E quipment.-.Tohn F . 
Collins, chairman, Jackson, Mich.; F . R. Coates, Toledo, 
Ohio; F . W. Coen, Sandusky, Ohio ; G. B. Dobbin, Akron, 
Ohio; Harry Reid, Indianapolis, Ind. 

Education and Training of Employees.-James P. 
Barnes, cha irman, Loui sville, Ky.: H . C. DeCamp, West
inghouse E lectric & Manufacturing Co.; E dwin M. 
Walker, Terre Haut e, Ind. 

S tandardization. and B ureau of Standards .- H. H . 
Buckman, chairman, Scottsburg, Ind.; P. V. C. See, 
Akron, Ohio; J . W. Osborne, Lebanon, Ind.; G. H . Kel
say, E lyri a, Oh io; John oll , Louisville, Ky.; M. F. 
Skouden, Anderson, Incl.; Charles E lli s, Cincinnati Car 
Co. ; K. D. Leavitt, Dayton, Ohio; R. C. Taylor, Taylor
ville, Albion, Mich. 

Uni f orm Chang es for Repairs to Interchanged E quip
men t.- F. W. Coen, cha irman, Sandusky, Ohio ; J . W. 
Glendenning , Jackson, I\Iich. ; Harry Reid, Indian
apolis, Ind. 

P rogram .- Samuel W. Greenland, cha irman, Fort 
Wayne, Ind.; F. D. Ca rpenter, Lima, Ohio; H. A. 
Nicholl , Anderson, Ind. ; L. G. Parker, Cleveland Frog 
& Crossing Co.; H . C. De Camp, Westinghouse Electric & 
::\Ianufac turing Co. 

Tran sporta tion .- Harry Reid, chai rman, Indianapolis, 
In d. ; C. J. Laney, Akron , Ohio; J . F. Starkey, Sandusky, 
Ohio ; W. S. Rodger, Detroit, Mich.; Bert Weedon, 
Indianapolis, Ind. 

E lectric Rail1cay E xpress.-C. J. Laney, chairman, 
Akron , Ohio; W. S. Rodger, Detroit, I\Iich. ; J. F. Star
key, Sandusky, Ohio; G. K. Jefferies, Indianapolis, 
Ind.; H. A. Nicholl, Anderson, Ind. 

S upply men.-E. C. Folsom, Railway Materials Co.; 
C. B. Arthur, Universal Lubricating Co. ; W. D. Hamer, 
W. D. Hamer Co.; Nie LeGrand, National Safety Car & 
Equipment Co. ; H. C. DeCamp, Westinghouse E lectric• 
& Manufacturing Co.; C. F. Wickwire, Ohio Brass Co.; 
L. G. Parker, Cleveland Frog & Crossing Co.; C. Dorti
cus, General Electric Co.; Myles B. Lambert, Westing
house Electric & Manufacturing Co.; J. E. McLain, 
Trolley Supply Co.; .Tames H. Drew, Drew Elect r ic & 
Manufacturing Co.; F. N. Root, Root Spring Scraper Co. 

Track and Roadu.my.-F. R. H. Daniels, chairman, 
Indianapolis, Ind.; T. H. Sundmaker, Spr ingfield, Ohio; 
L. A. Mitchell, Anderson, Ind.; A. V. Brown, Sandusky, 
Ohio; H. D. Sanderson, Jackson, Mich.; E. D. E ckroad, 
Akron, Ohio. 

These Ties Have Long Life 

SOME facts regarding track laid with cedar t ies in 
1869 by the Chicago, Milwaukee & St. P aul Rai l

road were recently reported by the railway maintenance 
engineer. After fifty-two years about 2,000 of the 
original ties, or 15 per cent, are still in the t rack. The 
ties are in a stretch of 14 miles between North Milwau
kee and Cedarburg. During the period ment ioned the 
t rack has been relaid with several sections of rail, 
and the ties have also undergone one shifting and 
shortening. 

Auto Transportation in California 
Motor Truck and Bus Must Get Permission to Operate for 

Hire Over the State's Improved Highways-
A Veritable N etwork of Auto Lines 

A MARKED feature of the work of the California 
Railroad Commission during the year ended June 

30, 1920, acco rding t o the commission's report, resulted 
from the development of the state's youngest utility
t ransportation by motor t r uck and stage. Given 
impet us during the war by the demand for added 
transportation facilities, the aut o, both freight and pas
senger carrying, developed rapidly as a common carrier. 
Califo rnia's wonderful road system lent itself to this 
development. Today the st at e is served by a veritable 
network of auto lines, and the demand for operating 
permits is ever increasing . The extent of this type of 
ser vice is indicated by the number of certificates issued 
by the commission. There are about 900 legally estab
lished operative rights on file. 

The usual mistakes have been made during the course 
of its development prior to the time jurisdiction was 
vested in the commission . Inexperienced per sons, armed 
only with a desire to enter the auto traffic field, with
out any knowledge of t he clangers that lurk in all new 
businesses, without t raining to fit them for conducting 
a transportation utility ( except ability to drive a truck 
or ca r ), took advantage of the fact that there was need 
for additional carriers and entered the lists. The num
ber of transfers of permits authorized by the commis
sion shows better t han anything else the fate of the 
pioneers. Exigencies of the rapidly growing service, 
resulting from financial needs · and traffic demands, 
which they could not meet, forced them to dispose of 
t heir routes. This later development, under the ex
t ended jurisdiction of the commission, has been care
fully guided. Today the auto transportation field is 
receiving the most careful attention. Haphazard opera
t ion is not poss ible ; permits are issued only on a 
showing that public convenience and necessity require 
additional transportation facilities in the district sought 
to be served. There has been established by this com
mission a high standard of service by auto carrierlil, 
maintained th rough a system of inspection, that insures 
for the traveling and shipping public a maximum of 
safety and comfort and efficiency. Rules and regula
tions have been designed by the commission for the 
guidance and control of the public patronized auto, and 
their enforcement, in the opinion of the commission, 
will ult imately result in the high standard of service 
sought. 

One of the reasons for this auto transportation devel
opment is that in the last nine years the counties of 
Californ ia have spent more than $125,000,000 on high
way development. In this time the state has also spent 
$50,000,000, so that now there is said to be in Cali
fornia five times the mileage of hard surface roads 
that exist in any other state. The climate is con
ducive to all-year -round autompbile travel and electric. 
railways must concede that these two things are bound 
to increase automotive competition. 

Compet it ion, however, is not altogether an urban 
proposition, for it is possible to travel from San Fran
cisco to Los Angeles, a distance of more than 500 miles, 
by auto bus. All motor buses operating outside the 
city limits come under the jurisdiction of the Railroad 
Commission. 
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Recent Happenings in Great Britain 
From 0111' R eg11 lar Correspondent 

Increasing attention a ttaches in England to t he t rackless trolley because 0 f 
the gener~l need for economy a nd the desire to make haste slowly wit h r espe<:t 
to :xpe~d1t u res for new undertakings. In London , on t he other hand, the co
ordm at10n plan fo r the transit lines appears to be off for the pr esent. T he 
news, however , all points to t he spirit of caution with which changes of a ll 
kinds are being approached. 

FROM severa l pa rts of Great 
Britain comes evidence of a pend
ing development of t he use of the 

trackless trolley system. For a number 
of years a f ew installa t ions of this 
system have been in successful u se in 
Engla nd, but hitherto it has not been 
largely adopted. Before t he war tram
way track construction as well as labor 
were comparatively cheap, so tha t a 
tramway could meet expenses though 
t he t r affic was not very hea vy. The 
ra illess car was accordingly u sed on 
routes where traffic was really light. 

Even in district s of that sort some 
traction authorit ies preferred the petr ol 
motor omnibus, partly because it is not 
confined to fixed routes of travel and 
pa r tly because there is no initial ex
penditure on providing and er ecting 
poles and overhead wires. There is a lso 
t he fact that in many cases Parliamen
tary powers a r e necessary to authorize 
the poles and wires, while, except in the 
case wher e a loca l authority is the oper
ator, no Parliamentary sanction is re
quired to r un petrol omnibuses. 

TRACKLESS CAR COSTS Low 

All along, however, the trackless elec
tric car could be worked at a lower 
cost per mile r un than t he automobile 
bus, and since the war th is difference 
has been accentuated owing to the fact 
that the price of pet r ol has gone up 
more than the price of electricity. 

Some tramwa y author ities-indeed 
pr obably a good ma ny of t hem- possess 
Parliamenta ry powers t o construct ex
t ensions which have not been carried 
out owing to the pr ohibitive cost of 
t rack construction. Other tramway 
undertakings would no doubt during 
the last two years have sought powers 
for extensions, but have refrained for 
t he same reason. Most of the contem
plated lines would be on suburban 
r outes of light or medium t raffic. To 
meet this ca se, therefor e, the trackless 
t rolley system is having a favorable 
eye turned on it. 

In Bradfo r d especially there is much 
prospective activi ty in t h is direction. 
There is the drawback that it seems to 
a local author ity even if engaged in 
working tramways cannot work track
less cars without getting specific Par
liamentary authority. ' Even if this is 
so, the difficulty is far from insuper
able. So far, h owever, as Bradford is 
concerned, the powers now exist for the 
Bradford Town Council has already 
r un trackless trolley cars, a nd the same 
is true of several other local authorities. 
The Minister of Transport has agreed 
to Bradford Town Council opera ting 
one-man railless electric vehicles, so 
further economy is in sight. 

R. H. Wilkinson, the bor ough tram
way manager at Bradfor d, has designed 
a car of t he sort which will be driven 
by one electric motor. I t is a single
deck car and will seat thirty passengers. 
To r emove object ions t o t he weight of a 
larger double-deck t rackless car, Mr. 
Wilkinson has got out a design for a 
six-wheel vehicle. Half the weight is 
on the rear axle and the other ha lf 
distributed equally between the other 
twd axles. The seating capacity is 
twenty-four on t he lower deck and 
t hirty-three on the upper, and t he over 
a ll length is 23 f t. 10 in. A 60-hp. 
motor will be u sed. 

The Town Council at Leeds, which 
a lso already r un trackless cars, is 
about t o experiment with a vehicle of 
t his kind fitted with penumatic t ires. 
I t will be double-deck car seating fifty 
passengers in all. A not her novelty is 
t hat t he drive from t he motor will be 
through the front wheels. I n Glasgow 
it is proposed to proceed with the con
struction of some author ized tramway 
extensions, and a lso to experiment with 
the trackless trolley system on one 
route. 

The prospect of a co-ordinated devel
opment of a ll methods of London local 
passenger transportation has again 
been postponed indefinitely. Sir E r ic 
Geddes, Minister of Transport, stated 
in the House of Commons on Ma rch 21 
that a bill for the establishment of a 
London Tra ffic Authority had been 
under consider ation by the government 
but in view of the general need fo r 
economy, both in money and in Par lia
mentary t ime, it had been decided that 
it was not desirable to proceed with 
the bill at present. Moreover , the pro
posal was so highly contentious that it 
seemed impossible to deal with it until 
some of the matters in dispute had been 
eliminat ed. Fur ther, it seemed hope
less t o car ry out the proposal unless the 
British E xchequer financed it , and that 
was a matter of great difficulty at 
present. 

TRAFFIC BOARD FOR L ONDON 

It may be recalled that within t he 
last year or so a select committee of 
t he House of Commons and an advis
ory committee of t he Ministry of Trans
port after inquiries recommended the 
constitution of a traffic board for Lon
don to co-ordinate services and guide 
new development. This pr oposal only 
confir med the recommendat ions of vari
ous expert bodies which examined the 
subj ect in past years. Broadly it may 
be said that the transpor t undert akings 
of the metropolis are in favor of having 
a traffic board, but there are so many 
local authorities a nd other bodies en-

titled to ha ve a say a nd there is so 
much difference of opinion a mong them 
that prospect s of a solution are not 
bright: Apart from t ha t t he govern
ment is no:" engaged in a great econ
omy _camp~1gn. It is cutting down ex
?en_d1ture m many directions, and there 
1s !1ttle cha~ce of any new expenditure 
bemg sanct 10ned except for objects tha t 
::Jre urgently necessary. 

LARGEST B RITISH POWE R S TATION 

O:1e or two int eresting points may 
be cited fro m the speech of R. P. Sloan, 
m ~nager of Newcastle-upon-Tyne E lec
tric _Supply Company, at the a nnual 
meetmg which was held on March 22. 
The company, long a successful one 
~uppli~s electri_city fo r many purposes'. 
mcludmg tract10n. Mr. Sloan said that 
t he profits for the year were £392,643, 
or £144 ,449 in excess of those fo r 1919 
!his wa s a disappointing year, as th~ 
mcrease was only £50,249 above 1918. 
The extensions of Carville power st a tion 
were now complet ed, making this st a
tion, which now had a capacity of more 
than 130,000 hp., the largest electrical 
generating station in operation in the 
United King dom. The Nort h E astern 
Railway ma in line elect r ification scheme 
h_ad not yet mater ia lized, but negotia
tions had been re-opened by t he ra il
way company and there was reasonable 
hope that the scheme could be pro
ceeded wit h a lthough on a somewha t 
smaller scale than was fi r st contem
plated. In the event of the scheme ma
t uring and proving a success ther e was 
every likelihood of its leading to much 
larger developments. 

J . H . Ar mstrong, the chair man , re
ferred to his retirement from that post 
and said that on his suggestion Mr . 
Sloan would become chairman and man
aging director. Mr. Sloan had been 
manager for more than sixteen years. 
He came to the company with the birth 
of t he power scheme-the first one to 
be established in the United Kingdom 
and he believed in the world-and had 
nursed it into the powerful and well
developed being it was now. Mr. Arm
strong will continue in office as vice
chairman of the company. He received 
from the meeting tributes of apprecia
t ion of his services. 

Proposals are being made by Man
chester and by some other places t o 
g ive t he local a uthority power to pre
vent other vehicles from being driven 
pa st tramcars on the nearside when 
the cars are stopped for setting down 
a nd taking up passengers. The idea 
is to secure the safety of passengers, 
an d though the plan has been wor ked 
fo r some time in Glasgow it seems 
likely, in the case of st reets of very 
dense traffic , t o cause much street ob
st r uction. 

Arrangements are being pushed for
ward for elect r ifyi ng the whole of the 
cable tramway system of Edinburgh 
at a n est imated cost of £825,000. The 
manager is of the opinion that the 
saving in working expenses will more 
than cover the in terest and sinking 
fund charges on the new capital. 
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Franchise Surrendered 
Duluth Street Railway Company Goes 

Under New Law, but Rejects Cost
of-Service Proposal 

The Duluth (Minn.) Street Railway 
has elected to opera te under an inde
t erminate permit perpetuating the ex
fr .ing franchise g rants a nd permitting 
fares t o be fixed by the State Railroad 
& War ehouse Commission , under au
thority of a st a tute passed by the 1921 
Legislature. At the same time the 
company has announced its intention 
to r eject the cost-of-service fran chise, 
prepared by a committee of Duluth en
g ineer s. The company's a ttorneys hold 
that the proposed fran chise conflict s 
with the city charter in so far as the 
provision with reference to r ates is 
concerned. 

Request for a n indetermina te permit 
has been fi led with t he city clerk a nd 
u nder t he Jaw recently passed by t he 
Legislature it becomes the duty of that 
officer to furni sh the company with a 
certificat e, which is then fil ed with the 
Secr et ar y of State. The city, in turn, 
is also r equired to issue the indetermi
nate permit. Under the proposed en
g ineers ' franchise the rates would be 
determined by means of a contract be
tween the city and the company pro
v iding that the fare charged should 
vary inversely with t he dividend rate 
a llowed. 

As noted in the ELECTRIC RAILWAY 
JOURNAL for April 30 the r ecent legis
lation gives to the City Council com
pletecontrol over services, extensions and 
routing and makes the local governing 
bodies parties to the valuation proceed
ings before the state commission. The 
s tate commission, however, is given ex
clusive and initial right to regulate 
r ates, subject to appeal to the courts. 
Indeterminate permits are authorized 
to take the place of the present fran
chises of the railways. These permits, 
however, are subject to revocation by 
the Legislature. 

In Duluth the company will with
draw its action now pending in the 
f ederal court by which it hopes to ob
tain a temporary injunction against the 
city from proceeding with an action in 
the state courts to enforce it to give 
additional service on several of its 
l ines, providing that the State Railroad 
& Warehouse Commission looks favor
ably on an application for an increase 
in fares. 

A. M. Robertson, president of the Du
luth Street Railway, has made a state
ment covering the company's views on 
t he matter of the rejection of the pro
posed cost-of-service franchise and on 
its election to proceed under an inde
t erminate permit. He said in part: 

PERSONAL MENTION 

Our a ttorneys h a v e given u s legal opinion 
that the cost-of-service fra n chise prepared 
by the Engineers ' Club, with r ef er en ce to 
1·at e of f a r e , is in direct confli ct with the 
city ch a rter and could not b e m a d e opera
t ive without an a m endment to the c ity 
charter . In v iew of this opinion ther e is 
no other course op en t o the compa ny tha n 
to fi le w ith the c ity clerk written d ecla r a 
tion t h a t it desires tha t its exis ting fra n
chise g ra nts s h a ll become a n inu.et ermina t e 
permit under the provis ions of ch a pter 27 8, 
la ws of Minnesota, 1 921. 

lt is of the utmost impor tan ce th a t the 
com pany obtain fina ncial relief through a n 
inc1·case in f a r e , w hich w ill ena ble it t o 
m a k e n ecessar y p erma n en t im prov em ents, 
1·ender satis factor y service a nd give t o its 
stock h old er s a r eason a ble 1·at e of r etu1·n 
on a fa ir value of the compa ny's property , 
as provided for in t h e s t a t e law. The 
com pany will, as soon as possible, m a k e 
a pp lication to t h e Railroad & •Nar ehouse 
Commission fo r a n emer gency or t empora ry 
rn t e of fa r e p end ing a va luation of the 
property. 

The offi cer s of t h e com pan y beli eve tha t 
the n ew s t a t e law affor ds a foundation 
upon w h ich its cr ed it m ay b e res tor ed a nd 
which w ill p u t i t in a pos ition to meet the 
demands of the city for extensions, a ddi
t ion a l service a n d perman en t imp1·ovem ents, 
as t h e sam e a r e needed from t ime t o tim e. 

As soon as t h e compa ny s h a ll 1·eceive 
the n eeded fin a ncial r eli ef throu gh in
cr eased r ev enues it proposes, in co-oper a 
tion with t h e City Council , t o do firs t those 
things for which t h ere is t he most p ress ing 
<lemand, a n d i t ask s from t h e Cit y Council 
a nd the p eople of D ulut h reasona ble co
opera tion in its efforts to bu ilu. up the 
Pl'O!Jerty to its pre-war phys ical con dition. 

Injunction Invoked in New 
Orleans 

In anticipation of hostile action by 
the State authorities to the collection 
of the present 8-cent fare Receiver 
O'Keefe of the New Orleans Railway & 
Light Company petitioned Judge Fos
ter, of the Federal District Court, for 
a temporary injunction against the At
torney-General and Assistant Attorney
General of the State, enjoining them 
from bringing suit in any form against 
the company. 

The injunction was granted on April 
29, hearing upon the prayer of the 
receiver's petition having been set for 
May 3. Decision was expected to be 
made then whether the injunction will 
be made permanent or set aside and the 
State allowed to proceed with the suits 
which it is alleged Assistant Attorney
General Hall contemplates filing against 
the company. 

The application for a temporary in
junction against the State authorities 
grows out of threats which Receiver 
O'Keefe alleges Judge Hall, Assistant 
Attorney-General, has made in the pub
lic press and elsewhere of taking action 
against the railway or some of its 
units for forfeiture of charters, fran
chises and rights. 

It is further alleged by Receiver 
O'Keefe that such action is contrary 
to the decree of Judge H. B. Clayton, 
issued on April 21, in which the city 
was enjoined from interfering with the 
collection of an 8-cent fare by the 
railway. 

Ambitious Missouri Project 
Preliminaries Being Arranged for Con

struction of Electric Railroad from 
Kansas City to St. Louis 

The Missouri Central Construction 
Company is underwriting and doing con
struction work on an electric interur
ban railway to connect Kansas City and 
St. Louis, 248 miles. The line is to be 
known as the "St. Louis-Kansas City 
Short Line." The company has now 
secured three-fifths of the right of 
way, and more than 30 miles are now 
graded. It is said that $380,000 has 
to date been put into the project. The 
company is moving slowly, with a mini
mum of local publicity through the 
state and at terminal cities. 

Two of the principles governing lo
cation of route hold particular inter
est. The electric line is being located 
to serve rural Missouri between the 
terminals, and therefore (1) avoids 
rather than touches the larger towns; 
(2) does not parallel closely the steam 
lines. 

The company is not selling stock to 
farmers, nor offering it to them, in 
connection with right-of-way negotia
tions. This policy was taken because 
of the possible implications that might 
rest against the company should it make 
stock subscriptions a condition of route 
location. It is said that one of the 
most serious handicaps to present lo
cation and securing of right-of-way is 
the remembrance by farmers of pre
vious similar projects not carried 
through in connection with which stock 
was sold to farmers selling land for 
right-of-way. 

The president of the Missouri Con
struction Company is George R. Col
lins, president of the National Benevo
lent Society, a fraternal insurance or
ganization with headquarters at Kan
sas City. Mr. Collins was active in se
curing a right-of-way between Kansas 
City and St. Joseph, Mo., a suit con
cerning this right-of-way resulting in 
a judgment under which the Kansas 
City, Clay County & St. Joseph Rail
way paid a large sum to Mr. Collins 
and associates, this company eventually 
building and operating an electric inter
urban between the two cities. 

Thomas F. Marshall, vice-president 
of the company, is a capitalist at Mar
shall. He is active in the work of 
securing right-of-way. Harvey D. Tay
lor, secretary, is an attorney. Frank 
E. Lott, treasurer, is a real estate oper
ator at Kansas City, who has been 
active for several years in promoting 
the enterprise. The consulting engi
neer is W. B. Cauthorn, Columbia, Mo. 
The right-of-way office is at 501 Finance 
Building, Kansas City. 
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Philadelphia Wages Cut 
Seven and One-Half Cents Taken Off 

Trainmen Under Wage Average 
Plan 

Announcement was made on April 
28 by the Philadelphia (Pa.) Rapid 
Transit Company that a general reduc
tion of 7½ cents an hour would be made 
in the wages paid to the company's 
trainmen, the reduced wage scale tn 
become effective on May 1. It is also 
proposed to reduce the wages of track 
laborers, trackmen, pavers, rammers, 
switch cleaners and drivers by 14~ 
cents an hour, this cut also t o become 
effective at once. 

The change in wages, it was said, 
will adjust the company's scale to the 
average of the scales of the railways in 
Buffalo, Cleveland, Detroit and Chicago, 
on which average the Philadelphia scale 
is based. In three of those cities a re
duction in wages has been declared, 
thus lowering the average for the four. 
Adjusting the Philadelphia scale to the 
new average, it is said, will enable the 
Rapid Transit Company to save $1,000,-
000 or more a year. The company's 
announcement was as follows: 

The co-operative plan for collective b a r
gaining of the Philadelphia Rapid Transit 
Company provides as a basis for determin
ing wages the average of the wage sca le 
of the street railway companies of Buffalo. 
Cleveland, D etroit and Chicago. 

In conformity with the w age decrease of 
the Cleveland Railway and the Detroit 
United Railway to be made effec tive on 
May 1, 1921, the general committees under 
the co-operative plan agree tha t the scale 
of wages (in cents per hour) of the train
men of the Philadelphia R a pid Tra ns it 
Company to be established effective as of 
May 1, 1921, should be as follows : 

Surface motormen and conduc-
tors . ............. . . . .. .... 60, 63 and 65 

Elevated motormen .......... 63, 66 a nd 68 
Elevated conductors ......... 60, 63 a nd 65 
Elevated guards ............. 60, 62 a nd 63 

In conformity with the decreases m ade 
in Cleveland and Detroit, effective on Jan. 
1, 1921, and in Buffalo to b e m a de effective 
on May 1, 1921, the w age scale of the r eg
ular employees of w ay d epartment track 
forces, namely: track laborers, trackmen , 
pavers, rammers, switch cleaners a nd driv
ers, should be r educed 14½ cents a n hour , 
effective May 1, 1921. 

In conformity with the wage decrease 
of the Cleveland Railway a nd the Detroit 
United Railway the w age rates of other 
employees who received the incr ease of H 
cents a n hour, or $15 a month , effective 
on June 1, 1920, a nd those employees who 
have been engaged a t wage rates including 
the June 1, 19 20 , increase, should be de
creased H cents a n hour or $15 a month, 
effective on May 1, 19 21. 

Wage Cut Rejected in Salt Lake 
Platform, shop and track employees 

of the Utah Light & Traction Company, 
Salt Lake City, Utah, have voted unan
imously to reject the proposal of the 
company to reduce wages, ranging from 
14 to 20 per cent. All other conditions 
of the proposed new working agree
ment, to run from May 1, 1921, to May 
1, 1922, have been accepted by the em
ployees. Arbitration of the wage sec
tion of the new agreement has been 
asked by the employees. H. F. Dicke, 
general manager of the company, 
states, however, that the question of 
arbitration will have to be passed on 
by the directors of the company. It is 
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claimed by Mr. Dicke tha t the arbitra
tion clause in the present contract pro
vides for arbitration of questions con
cerning the present contract, and does 
not cover negotiations in regard to a 
new contract. 

The present shop scale is from 50 
cents to 68 cents an hour. It was pro
posed to cut this scale approximately 
20 per cent, making it from 40 cents to 
56 cents an hour. 

At the present time the trackmen 
are receiving a maximum wage of $5.25 
and a minimum of $4.50 for a nine
hour day. The company proposes a 
maximum of $4.20 and a minimum of 
$3.60 for the same length of workday. 

Platform men are receiving at the 
present time a maximum of 64 cents 
an hour for a nine-hour day. It is 
proposed to reduce this maximum to 
55 cents an hour. The minimum pay of 
trainmen is 57 cents an hour. This it 
was proposed to cut to 48 cents an 
hour. The reductions here are approxi
mately 14 per cent. The proposed 
minimum of 48 cents an hour would 
prevail only for first-year platform 
men, their wage thereafter to be 55 
cents an hour. 

New Utility Bill Submitted 
in Illinois 

Plans for a radical change in the 
Illinois public utilities law will prob
ably come to a head in the Legislature 
of that State in the near future. This 
is in accord with the campaign pledges 
made by Governor Small. A draft of 
the new bill has been submitted and 
while it is subject to change it is ex
pected to be approved with the impor
tant features retained. 

Summarized, this bill provides for a 
repeal of the present public utilities act 
and abolition of the present commis
sion. It also provides that in case a 
contract is entered into between a city 
and a public utility concerning rates 
or service, this cannot be abrogated ex
cept by a majority vote of the people 
in the city affected. The people of any 
community would also be permitted to 
adopt home rule through its council or 
any governmental commission. Like
wise, home rule may be abandoned by 
majority vote of the people. Any pub
lic utilities which are not within a 
municipality and all public utilities 
in municipalities which do not adopt 
home rule are to be placed under the 
jurisdiction of the Illinois Commerce 
Commission. This commission would 
consist of seven members to be ap
pointed by the Governor for terms of 
four years. There would also be eight 
assistant commissioners to hold hear
ings or make investigations. Appeals 
from the commerce commission would 
be taken to the Circuit Court of the 
county in which the case arises. 

The Governor has been working in 
harmony with the Chicago city admin
istration which is endeavoring to form 
a transportation district with electric 
railway service based on a 5-cent fare 
and taxation to make up any deficit 
which may occur. 

Fifteen Cent Reduction 
Final Proposition Made by Manager 

Blinn at Akron-Arbitration 
Likely 

In referring further to a discussion 
which took place on April 14 between 
represen t atives of the Amalgamated 
and officers of the Northern Ohio Trac
tion & Light Company, Akron, Ohio, 
in regard to wages to be paid trainmen 
beginning May 1, A. C. Blinn, vice
president and general manager of the 
company, said in a communication to 
the men dated April 22 that the ques
tion of wages must be determined not 
only by the cost of living, but by the 
company's financial condition. He said 
that it was his understanding that the 
proposal made on April 14 had been 
rejected. A marked reduction from the 
present wage scale was absolutely 
necessary. He submitted as final: 

1. A straight reduction of 15 cents 
an hour from the present scale. 

2. Submission of the entire question 
of wages to arbitration if the proposed 
wage scale was not accepted. 

Under the reduction suggested the 
wages in cents per hour would be as 
follows : 

First year ... .... . 
Second year ..... . 
The reafter ...... . 
Brak em an ...... . 

City 
Lines 

44 
47 
50 
50 

Subur
ban 

Lines 
45 
48 
51 
50 

Interur
b a n 

Lines 
50 
52 
55 
50 

Three cents per hour additional over 
the city scale would be paid for the 
0peration of one-man city cars: 

Mr. Blinn further explained that in 
case the first proposition was accepted 
the following working condition should 
prevail: 

The company reserves the right to make 
a nd ch a nge all schedules; sa id schedules 
to provide for necessary lay over. 

All runs on working schedule shall con 
form to a ten-hour work day as near as 
possible. 

All runs on working schedule to be not 
less tha n eight hours. Working schedule 
sh a ll not include tripper runs. 

Motormen , conduct ors or brakemen work
ing runs of eight hours or more who are 
ca lled to work extra shall b e paid time 
a llowed plus one hour. 

Any motorma n, conductor or brakeman 
assig n ed for work at a specifi ed time, and 
if for a n y reason, not their own, do not 
s t a rt to work at the time specified, sha!l 
be pa id for the time ela psing between the 
time they reported and the time they actually 
s t a rted work in addition to time worked. 

Any motorman, conductor or brakeman 
assigned for work at a specified time and 
on account of the weather or for other 
reasons, not their own, do not do any work, 
sh a ll be a llowed one hour time for r eport
ing. 

Motorman and conductor who properly 
make out accident report or reports, at the 
completion of their day's work and same 
is O.K.d by dispatcher on duty will be p a id 
for one hour's time. 

Mr. Blinn further said that in the 
event the second proposition was ac
cepted the working conditions pre
viously noted should likewise be subject 
to arbitration, the board of arbitration 
to settle the question by May 20. 

The men rejected the company's arbi
tration proposal on Tuesday night and 
threatened an outlaw strike. P. J. 
Shea, international officer, declared the 
charter would be taken from the local 
organization if the men walked out on 
Thursday as threatened. 
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$32,000,000 Terminal Improvement 

Electric Interurban and Stearn Lines at Los Angeles Ordered to Start 
Work at Once on New Union Depot 

The Railroad Commission of California has ordered the Southern Pacific, 
Santa F e, Los Angeles and Salt Lake Railroad Companies and the Pacific 
Electric Railway at Los Angeles to proceed with the construction of a union 
passenger st a tion on the Plaza site. Construction of the station , a s set forth by 
the commiss ion, is considered a s the fir st s t ep in a comprehensive plan of trans
porta tion devel opment in Los Angeles, embracing the g radual elimina tion of all 
t he important g rade cr ossings in the city. 

T HE commiss ion order s tha t the 
ra ilroa d line s, affect ed by the order, 

must na me a joint committee in thirty 
days, whil e pla ns for the union depot 
m ust be fil ed within six months. In t he 
event t hat t he commit t ee is unable to 
agr ee upon a ch a irman, this offi cia l 
w ill be selected by the Railroad Com
mission. 

The com mission states that the Pa
cific E lectric 's most urgent service and 
traffi c p roblems dea ling with th e Hill 
Street and Hollywood situation are not 
affected by the present proceedings and 
nothing conta ined in same will prevent 
or need delay a partial or complete 
solut ion of these difficulties. Both the 
Pac ific Electric and t he Los Angeles 
Railway, said t he commission, will have 
to make provis ion for adequate local 
street ra ilway service to and from the 
new union passenger depot which is 
r,roposed. 

In concluding its reference to the 
terminal con t r oversy, t he commission 
said t hat, in selecting t he Plaza site, it 
"assumes t hat t he city will carry out 
its repeatedly a nnounced intention to 
f urt her in every possible way the con
su mm at ion of th e gener a l p lan, which 
by r esolution t he city a uthorities have 
so strongly urged the commission to 
promulga t e in these proceedings." 

The commiss ion indica t ed that it was 
not practicable at this time to deal ex
tensively with the ma tter of cost a nd 
divis ion of expenditure, and tha t these 
features would be reserved for a sub
sequent decision. The cost of the 
Union Sta tion would be much less than 
that of the entire plan, the commission 
stated, and the figure would be made 
known after the plans of the engineer
ing committee have been filed with the 
commission. The commission declared 
it was not contemplating an unreason
ably large expenditure, and that the 
Southern Pacific and Salt Lake Roads, 
a nd the Pacific Electric Railway 
contemplated the expenditure of ap
proximately $17,000,000 for incomplete 
development. 

The campaign for a union t erminal in 
Los Angeles began in the year 1911, 
following a series of grade crossing 
accidents in the city and county, and 
the Railroad Commission was petitioned 
t o order the elimination of grade cross
ing s. Fearing that it lacked full 
authority to cope with the situation, the 
commission ruled against itself to get 
t he opinion of a higher court. When an 
appeal was made to the State Supreme 
Court the commission was informed 
t hat it h ad full authority in the prem-

ises and t hat it should lose no time in 
satisf ying its petitioner s. 

Richard Sachse, chief engineer of the 
commission, was placed in charge of 
t he work, and with his staff of engi
neer s spent two years in preparing a 
study and survey of t he traffic co nd i
tions in the city of Los Angeles. This 
survey cov0r ed more than 1,000 pages 
when it was fin a lly completed. 

At t he time Mr . Sach se repor ted on 
this union ter minal to be located at the 
Plaza, in accordance with h is recom
mendations , it was stated by him t ha t 
the completed improvements could be 
had for $32,233,445. His report figur ed 
grade crossing elimination a lon g t he 
Los Angeles R iver at $4,596,000: 
carrying th is work t hrough to Pasa
den a, $6,700,000; Butte Street trackage, 
$192,000; union passenger term inal and 
yards, $10 ,933,000; u n ion fre ig ht st a
tion, $2,575,000; new freight yards, 
$2,835,000; doublin g tracking from Los 
Angeles to Colton, $136,000 ( S. P. 
Lines); team yar ds, $629,000; addi
tional trackage, $710,000; subway and 
elevated wor k, $5,741,000; relea.se of 
sites, $2 ,800,000. 

Thr oug hout t he proceedings, all three 
of the s team roads and t he Pacific 
Electric Ra ilway opposed the union 
passenger t ermina l proposed. It is ap
parent tha t the railroads intend to 
appeal to the courts before they sub
mit t o the commission 's order;-that 
the matter will first be carried to the 
Inter state Commerce Commission, then 
t o the highest courts of the United 
States, if necessary, in order to obtain 
r elief from what the railroads term a 
drastic order of the commission. 

Tacoma Company Cannot Pro
ceed with Extensions Now 

At a public meeting held in Tacoma, 
Wash., recently, attended by members 
of the City Council, officers of the 
state department of public works , and 
officials of the Tacoma Railway & 
Power Company, 300 residents of the 
so-called Jefferson Square District, ly
ing between Sixth A venue and the 
Point Defiance car line, presented their 
urgent need of extensions to street car 
service, and received assurances of the 
city and state officials that the matter 
would be thoroughly investigated. 

E. V. Kuykendall, state director of 
public works, stated that the state engi
neering department would take any 
action found necessary by the investi
gation. Tacoma Railway & Power 
Company officials present explained 

that the company had been unable to 
extend the line because its returns 
were insufficient. 

N. L. Robbins, statistician of the 
company, presented figures to show that 
the cost of operating one extension of 
the line would be $51 a day, with esti
mated income of $20.36. He pointed 
out that since 1918 the company has 
been trying by various means, such as 
bus and stage lines, to cover this dis
trict, all efforts being financially un
successful. Richard T. Sullivan, man
ager of the company, stated that 
during the year 1919 the company lost 
$103,000 in operating its lines in 
Tacoma and that while the present 
outlook was more hopeful the com
pany could not be burdened with any 
further expenditures until returns had 
begun to show an increase. He ex
pressed his willingness to co-operate in 
a ny way to secure the extensions. 

Strike Narrowly Averted 
Walkout of Detroit United Employees 

Put Off for Week Pending Resub
mission of Pay Cut 

After employees of the Detroit United 
Railway had voted eight to one in favor 
of suspension of work and the City 
Council had met with the Mayor to 
consider the situation a conference be
tween the company officials and the 
representatives of the four unions re
sulted in a truce which averted for at 
least one week the threatened tieup. 

At the conference the day before the 
company's proposed reduction of 20 
per cent to 28 per cent in its platform 
men's wages was to go into effect an 
agreement was reached whereby the 
company agreed to postpone for one 
week the posting of bulletins annouqc
ing the wage reduction. In event the 
men accept the company's proposal at 
the end of the week the reduced rate 
will be retroactive from May 1. 

After a conference the president of 
the Amalgamated Association and com
pany officials expressed the belief that 
the questions voted on by the men had 
not been thoroughly understood when 
they voted to reject the proposition sub
mitted to them and empowered the joint 
committee to call a strike. The propo
sitions on which the men voted are: 

1. Do you favor accepta nce of the com~ 
pa ny"s proposed working agreement based 
upon the Cleve la n d agreem ent calling for 
a wage scale of 55. 58 a n d 60 cents an 
hour ? 

2. Do you favor submitting the entire 
question of wages. hours and working con
d itions to a board of arbitrators? 

3. Do you authorize a suspension of 
work, if n ecessary? 

According to a report on the ballot, 
273 of the union members voting fa
vored the first plan, 154 were in favor 
of arbitration according to proposition 
number 2, and 3,321 voted to authorize 
a walkout. 

The vote Saturday is the outcome of 
r:egotiations carried on by the company 
and the men since the company an
nounced its proposed wage cut from 
70, 73 and 75 cents an hour to 50, 55, 
a nd 60 cents an hour, effective on 
May 1. 
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The unions voted unanimously to re
ject the cut and offered to arbitrate the 
question of wage reduction only. The 
company in turn insisted that any arbi
tration must include the entire working 
agreement between the company and 
the unions. No agreement being 
reached the company offered a new 
plan based upon the Cleveland wage 
scale of 55, 58 and 60 cents per hour. 

Announcement by Mayor Couzens 
that the street railway commission 
would reduce the wages of employees 
of municipal lines from 70, 73 and 75 
cents an hour to 55, 58 and 60 cents 
an hour was followed by a vote of the 
city employees to follow the union lead. 

It will be explained to the men that 
the offers made by the company are the 
only conditions that can be secured 
without a strike. With this in view the 
representatives of the union asked the 
company to withhold the bulletins for 
seven days and leave the proposition 
that they had submitted stand for the 
men to consider and ballot on again. 
To this the company agreed. 

Elevated Men Accept Cut 
New Agreement between Trustees and 

Amalgamated Involves Reductions 
to Ta'ke Effect in Installments 

The trustees of the Boston (Mass.) 
Elevated Railway have entered into a 
new agreement with their employees 
who are members of the Amalgamated 
Association, involving wage reductions 
of from 7 to 10 per cent, effective during 
the twelve months beginning July 1. 
For blue uniform men who have 
reached the senior grade of pay-after 
one year's service-the reduction is to 
be 7 per cent, divided into two parts, 
approximately half the reduction being 
applied July 1, and the balance Jan. 1, 
1922. For the balance of the employees 
under the Amalgamated agreements 
the straig-ht reduction of 10 per cent 
will be effective July 1. 

As practically all the blue uniform 
men now employed are of the senior 
grade, the company will only save 
about 3 per cent on trainmen's wages 
during the first six months of the new 
agreement. It is estimated that the 
tt>tal savings to the company, under 
this new agreement will be approxi
mately $1,000,000 during the twelve 
months. The total wages for 1920 
were $17,216,445. 

A considerable number of employees 
who are working under agreements of 
the various skilled crafts unions arc 
not affected by this new wage scale, 
but as their various agreements expire 
it is not µnlikely that they may be re
newed with moderate reductions in 
wages to conform to labor market con
ditions in Boston. 

The negotiations attendent upon the 
formation of this new agreement were 
unique because of their brevity and 
l>armonious character. After brief 
preliminaries between the officials rep
resenting the company and the men, the 
wage proposals were submitted to vote 
of the union membership and accepted 
without dissent in less than two days. 

The old agreement expires, as far as 
wage scale is concerned, July 1, and 
sixty days' notice is required of either 
party of any desire to change a ny por
tion of the agreement. 

The wage scale (in cents per hour) 
for blue uniform men as at present an d 
as agreed for the next year follows: 

SU RFACE TRAIN!\IEN 

P r esent 
M inimum (3 m ont hs).. . 58 
Intermediat e (9 m onths) 64 
l\faximum (t hereafter). . 70 

July I t o 
,Jan. I 

52 
58 
68 

.Jan. I to 
,July I 

52 
58 
65 

Operators of one-man cars are to re
ceive a differential of 10 cents a n hour, 
instead of 15 cents as at present. 

It is expected that other tha n the 
wage scale, the old agreement will 
be renewed without any import ant 
changes in working conditions . Minor 

MOT OR l\IEN- R APID TRANSIT T R AI NS 

P resent 
M inimum (3 m onths) .. . 65 
Intermediate (9 mont hs) 66 
Ma xim u m (thereafter) . . 72 

July I to 
J an. l 

61 
62 
70 

Jan. I to 
July l 

61 
62 
67 

GUARD S- R API D T R AN SIT TRAI NS 

M inimum (3 mont hs) ... 
Int ermediate (9 m onths) 
M aximum (t hereafter) . 

Present 
62 
63 
65 

July I to Jan. I t o 
J a n . I July l 

56 56 
57 57 
63 60 

matters are now being negot iated . The 
8-hour day with 60 per cent of a ll runs 
coming inside an 11-hour spread is in 
effect. The trustees issued the follow
ing statement to the men a s indicative 
of their policy: 

In r eaching this conclus ion th e tn1stees 
h ave g iven consider a tion a n d weigh t : 

1. T o the fact tha t a lthough a substa n t ia l 
d ecr ease h as a lready t a k en p lace in m l;).n Y 
item s a ffecting the cost of living t h a t cost 
is not yet upon a n y settled b a s is so t h a t it 
is p eculia rly a fitting time t o p u t in prac
tice the b elief of the trustees th a t to b e con
s istent they should be as delib er ate a n d 
conserva tive in following the cost of liv ing 
w h en it is upon a downward tren d as in 
following it when it is in a n upw a r d m ove
m ent. 

2. To the fact tha t the t r u stees thor
oughly a ppreciate the co-oper a tion tha t the 
m en h a ve given to the m a na gem ent d uring 
the past y ear which h as m a d e poss ible wha t 
would otherwise b e impossible in the saving 
of expenditures amounting to la 1·ge econo
mies ; in other words the exis t ence of the 
s pirit which has financi a l as w ell as other 
value in the conduct of this se r v ice. 

3. The fact that a s public officia ls they 
a re in charge of a public bus iness en t irely 
disconnected from any private or competi 
tive industries and tha t in this a ttitude 
they should be careful not t o a d opt a s a 
sta nda rd for the pay ment of compensation 
a ny other rule than tha t of a full f a ir w age 
for work that is earnestly performed. 

Wages Reduced in Lexington.
Wages of motormen and conductors em
ployed by the Kentucky Traction & .Ter
minal Company Lexington, Ky., have 
been reduced 5½ cents an hour. The 
reduction was made through agreement 
between A. A. Babblitz, Lexington, 
arbitrator for the men, and George 
MacLeod, Versailles, arbitrator for the 
company. The negotiations were based, 
it was stated, upon an agreement be
tween the men and the company which 
provided for changes in the wage scales 
in accordance with cost of living in
creases and decreases as r eported by 
U. S. Department of Labor. The mini
mum wage under the new agreemen t is 
38~ cents an hour and m aximum 4H 
cents. 

Strike Averted 
Eastern Massachusetts Company and 

Employees Agree to Arbitrate 
Wages and Other Details 

Through concessions made at prac
tically the last moment by both the 
company and the employees , t he ex
pected strike on the lines of the 
Eastern Massachusetts Street Railway 
failed to materialize on May 2 a s an
ticipated. The important quest ion of 
the handling of discipline cases was 
settled in confe r ence, and with this 
point finally a g r eed upon, both sides 
consented to lea ve t he question of 
wages and other details to the Massa 
chusetts State Boar d of Conciliation 
and Arbitration. The company with
drew its demand fo r settlement on the 
open shop basis, in view of t he agree
ment on the discipline question. 

A three-cornered agreement has been 
made between the compa ny, t he em
ployees and the State Board, looking 
toward a prompt hearing an d settle
ment of the entire problem. James H. 
Vahey, the attorney for the Amalga 
mated Association, is t o t ake not more 
than two days to present the case Qf 
the employees , the company is to have 
t he next two days, and the State Boar d 
in turn has agreed to r en de r its de
cision on or before Sat urda y, Ma y 14. 
Many of the minor points of the new 
a greement were settled in conferences. 

The handling of discipline and dis
charge cases was the stumbling block 
which kept both sides from getting 
together sooner. Under t he old agree
ment, the trustees found themselves 
embarrassed in maintaining discipline, 
due to the fact that any man discharged 
by the company could go before h is 
local union, demand arbitration a nd 
secure it on a favorable oral vote. 
In its practical application, this meant 
that the management had before it the 
likelihood, if not certainty, of arbitra 
tion in every discipline case. 

In the new agreement, a man who 
is discharged will have the right of 
appeal to the assistant general man
ager. If dissatisfied with his decision, 
he may appeal to the labor committee , 
consisting of four members named by 
the vice-president, the assistant general 
manager, the general counsel and one 
of the trustees. Failing to be satisfied 
with their decision he may g·o before 
his local union and request arbitration. 
If his union sustains him, by ballot , hi s 
case is first to be reviewed by Trustee 
Wadleigh and Attorney Vahey, who 
will make a report on it. If they r eport 
against the man or disagre·e , a~oth~r 
referendum vote of the local umon 1s 
required before the actual a rbitr a t ion 
proceedings are undertaken. 

This procedure is designed t o permit 
of the most thorough r eview before r e
sorting to the expense of a n arbitr a t ion. 

It was not until this point was set
tled on the above described basis, on 
Saturday, April 30, t ha t both sides 
a greed to leave the wage scale and 
other contest ed questions t o the State 
Board of Arbitration . 
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Franklin Medal to Frank 
J. Sprague 

The Franklin Institute of the State 
of Pennsylvania will hold a meeting on 
May 18 for which an interesting pro
gram has been arranged. A certificate 
of honorary membership will be pre
sented to John J. Pershing, General of 
the United States Army. M. Jusserand, 
the French Ambassador, will be pre
sented with the Franklin Medal and 
certificate of honorary membership on 
behalf of his government for Professor 
Charles Fabry, University of Paris. 
Frank J. Sprague will also be honored 
with the Franklin Medal and certifi
cate of honorary membership. After 
other honors have been conferred pa
pers will be read. "Studies in the 
Field of Light Radiation," prepared by 
Charles Fabry, D.Sc., will be read by 
Joseph S. Ames, Ph.D., the Johns 
Hopkins University, Baltimore, Md., 
followed by "Electric Traction-A Re
view," by Frank J. Sprague. 

I 

l News Notes 

~~ 
Accept Wage Cut.-Employees of 

the Auburn & Syracuse Electric Rail
road, A uburn, N. Y., have decided to 
accept the 25 per cent wage reduction 
pending settlement by a board of arbi
tration. The possibility of a strike is 
now averted. Conferences will continue 
between the railway and men and an 
agreement may be reached before arbi
tration proceedings are started. 

Bus Company Makes Improvements. 
-The Central Auto Stage Terminal a 
company organized by twenty-~ne 
motor stage lines operating eighty 
stages out of Seattle, is remodeling a 
two-story masonry building at West
ern A venue, Madison, Post and Marion 
Streets, from which approximately 5 000 
pa~sengers will be discharged and lo~ded 
daily. The company is expending $20 _ 
000 in improvements to the structure.' 

Arbitration in Syracuse.-It has been 
announced that arbitration will be re
sorted to in the wage dispute on the 
Rochester & Syracuse Electric Rail
r~ad, Syracuse, N. Y. T. C. Cherry · 
VIce:president of the road, and unio~ 
officials have agreed on the manner of 
selecting arbiters and names will be 
a~nounce_d soon. The wage adjustment 
will be sunilar to that under which the 
New _Yor~ State Railways' wage dis
pute 1s bemg settled. 

More Em ployees Accept Cut.- Con
d?c.t~rs a nd motormen of the Bay City 
div!s10n of the Saginaw-Bay City Street 
Railway voted to accept a reduct ion 
of 10 cents an hour in their pay from 
May 1. The action was volunt ar y on 
the . part of the men, who said t hey 
r~ahzed th~t the jitney bus competi
t~on, practically unregulated by the 
city, had so r educed the' revenues of the 

company that they could no longer pay 
rat es under which they had a working 
agreement. 

Arbitration in Des Moines.-The Des 
Moines City Railway has appointed B. 
F. Elbert a s its representative on the 
arbitration board which will decide the 
wages of its t r ainmen for the coming 
year. The railway m en's union has its 
representat ive also in line and it is 
expected that a third arbitr ator will 
not be needed. This w ill be the s eventh 
arbitration com mittee which has been 
formed since 1905 to settle disputes 
between t he railway and its men . The 
employees recently rejected the com
pany's wage offer which placed the 
maximum wage at 60 cents. 

Court H ears Attack on Commission.
Justice McAvoy in the special term of 
the Supreme Court on April 27 heard 
argument made by Hiram W. J ohnson, 
as special counsel for the city of New 
York, to restrain George McAneny, 
Major-General John F. O'Ryan a nd Le 
Roy T. Harkness, from acting as t r an
sit commissioners in New York City . 
Mr. Johnson also seeks an order r e
straining the newly appointed com
missioners from taking over t he books, 
papers, etc. Decision in the matter 
was reserved. Justice McAvoy allowed 
the attorneys five days in which t o 
submit briefs. · 

Programs of Meetings 

American Society of Mechanical 
Engineers 

The Wes tern Society of Engineers is 
co-operating with the Chicago commit
t ee in the preparation of a program to 
be presented at t he spring meeting of 
the American Society of Mechanical 
Engineers at Chicago, May 23-26. This 
session will be devoted to a considera
tion of the problems of Chicago as the 
Rail-Water Gateway of the Middle
West. 

This revelation of the magnitude a nd 
complications of one of the wor ld's 
greatest railroad centers will be of 
Yitai importance. The program will 
be supplemented by an address on 
the Development of the St. Lawrence 
Waterway. The titles of the addr esses 
follow: 

"The Relation of Steam Roads to Rapid 
Transit Development," by Bion J. Arnold. 

"The Function of the T erminal Survey," 
by J. R. Bibbins. 

"Some Aspects of the Problem of Chicago 
a s the Mid-Interior Rail-,vater Gateway," 
by J. R. Bibbins. 

"Freight Tunnel System as a Termin a l 
D istribution Agency," by J. R. Bibbins a n d 
E. J. Noon an. 

"Development of Air Rights in Connec
t ion with City F r eight Houses," by E. J. 
Noonan. 

"Freight Movement by Motor Truck s 
View Poin t of Carrier and Public," by Hugh 
B. Youn g. 

W ell developed programs will be pre
sented by t he Professional Divisions of 
the Society devoted t o forest products, 
fuels, machine shop, management, ma
terial handling , power , r ailroad, and a 
specially important session will be 
devoted to Training fo r Industries. 

H. B. Reynolds of the Interborough 
Rapid Transit Company, will present 
t he resulti- 4lf a series of tests on a 

30,000 kw. General Electric steam tur
bine installed at the Fifty-ninth Street 
power house of the Interborough Rapid 
Transit Company, New York. 

Southwestern Electrical & Gas 
Association 

At the opening session of the seven
t eenth annual convention of the South
western Electrical & Gas Association at 
Galveston, Tex., on May 18 the presi
dent's address and report of the sec
r etary will be heard. On May 19 at the 
first session of the Street & Interurban 
Railway Section "problems of the min
ute" in electric transportation will be 
discussed. On the afternoon of May 
19 the first general session will be held 
a t which speakers of prominence in the 
utility and scientific field will make ad
dresses and answer inquiries. Among 
these will be Martin Insull, "The Pub
lic's Business," J. H. Gill, "The Utility 
Association as a Permanently Profitable 
Investment." At the second meeting of 
the Street & Interurban Railway Sec
tion the usual "Round-the-Table" ses
sion will be held. This informal "get
t og ether" method where no technical 
papers are read but where the members 
discuss freely the status of the electric 
railways covered by this association 
( Texas and Louisiana) has proved very 
successful. At the second "general" 
session W. G. Busby, chairman, Mo. 
Public Service Commission, will read a 
paper , " State Utility Commissioners." 
Ther e will also be two addresses on 
" Hometown Financing of Local Utili
t ies," by those who have had recent 
pr actical experience in this matter and 
a n address- from the banking side-on 
t he same subject by a Texas banker. 

International Street & Interurban Rail
International Street & Interurban 

Railway Congress 

A meeting has been called to begin 
May 29 and end June 3, 1921, in Vienna 
of the International Strassenbahn und 
Kleinbahnverein, recently organized in 
Nuremberg. Papers are scheduled on 
the following topics: 

(1) Roller bearings in street railway 
operation, (2) economic condition of 
steam railroads, (3) relation between 
cars and tracks, ( 4) outlook for the 
light railway, ( 5) co-ordination of traf
fi c facilities in large German cities, (6) 
st andardization and maintenance, (7) 
the Copenhagen street railway, (8) 
technical difficulties in operating a rail
way in Amsterdam, (9) car construc
tion, (10) ball bearings for trolley cars, 
( 11) psychological tests for employees, 
(12) proposed electric line in Chris
tiania, Norway, (13) fares and head
ways and their effect on receipts; (14) 
high-tension direct-current railways; 
(15) mercury-arc rectifiers and auto
matic substations, (16) trackless trol
leys, ( 17) one-man car operation. 

The secretary of the association is 
Dr. Arthur Ertel, Favoritenstrasse 9, 
Vienna. The president of the associa
tion is Ludwig Spangler, general man
ager, Vienna Municipal Tramways. 
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Financial and Corporate 

Twin City Earnings 
Company Is Able to Increase Dividends 

Nearly 7 per Cent Gain in Traffic 

The annual report of the Twin City 
Rapid Transit Company, Minneapolis, 
Minn., for the year 1920 indicates an 
improved financial condition over 1919. 
The net earnings of the company for 
t he year were sufficient to declare a 
3 per cent dividend on the common 
stock, in addition to the regular divi
den d on the 7 per cent preferred stock. 

the demands of the cities in return for 
the right to change the basic rate of 
fare. Practically 1917 schedules are 
now in operation. The results for the 
year, so far as traffic was concerned, 
were better in Minneapolis than in St. 
Paul. 

T he accompanying tables give in de
tail t he income account for the year in 
comparison with the year 1919. The 
per centage change is also shown. De
tails of the traffic handled and other 
miscellaneous st atist ical information 
are given in anot her table. 

During t he year the basic fare in 
both St. Paul and Minneapolis was 
r aised to 6 cents. This rate became 
effective in Minneapolis on Aug. 16 and 
in St . Paul on Sept. 13. These in
creases in fare were made necessary 
by a substantial increase in wages to 
the men on the cars. A substantial in
crease in service was also made to meet 

The physical condition of the property 
is being improved as rapidly as the 
finances of the property will permit, 
and it is anticipated that the property 
will soon be restored to as good a phys
ical condition as existed prior to the 
war. Cars are being remodeled to provide 
front exits, for which there is a public 
demand. Other cars are being rebuilt 
for trailer operation to facilitate han
dling rush-hour traffic more economically 
than with single-car operation. During 
1920 nearly 13 miles of track in the 
downtown districts were laid in enlarg
ing the loop facilities. The expenditure 
for these extensions has been justified 
by the company being better able to 
reduce congestion during the rush 
hours. 

During the year ten-year gold notes 
were issued by the subsidiary compa
nies, namely, the Minneapolis Street 

INCOME STATEMENT - TWIN CITY RAPID TRANSIT COMPAN Y 

Year Ended Dec. 31 1920 1919 
Percentage 

Change 
Revenue from transportation...... ... . . . . . . . . . . . • . . . . . . . . . 
Revenue from other railway operations ............ , ....... : : : . 

$12,879,281 $11,351,739 13 . 5 
107,125 90,705 18. I 

Total railway operating revenue .... ................•..... $12,986,406 $11,442,444 13.5 
Way and structures ............. . . .. . ..................... . 
Equipment ....... . ............. ......................... . 

~~f!tl~~~})zjj:i~:~~jj_·:_-:_-;- :- ~ ~ ~::::: ~::::::::: ~:::::::::: 
Transportation for investment-credit ........................ . 

1,234,266 I, 102,568 11. 9 
1,475,076 1,245,070 18. 5 
1,185,182 1,175,293 0. 8 
4,652,777 3,788,711 22. 8 

43,561 62,450 30 .fJ 
1,229,237 1,090,668 12 . 7 

fJ5,fJ66 19,70ft 28.fJ 

Total railway operating expenses ......................... . $9,794, 834 $8,445,059 16 . 0 

Net operating revenue ... . . .... . .......... . ............. . 
Taxes assignable to railway operation ......... . : ............ . 

$3,191,572 $2,997,385 6 . 5 
1,161,507 I, 126,338 3 . I 

N~~~~!~~t1ni:i~~~~--. .' .': : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : 
$2,030,065 $1,871,047 8 . 5 

84,332 51,034 65 . 3 

Re~~r'::'30~1~:~tl ~~;ci.;: .'.'.'.:: : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : 
Interest from funded debt ...... ........................... . 
~~t I<11s miscellan1:ous physical property ..................... . 

ISCe aneous debits ..... .. . . . • .. ... . ...................... 

$2,114,397 $1,922,081 10. 0 
3,000 3,000 

1,080,684 1,087,446 0. 6 
21,264 32.829 35.2 
10,349 10,454 1 .0 

Total deductions from gross income . •.. . ............ •. ' . ... . $1,115,297 $1,133,729 1 . 6 

Net corporate inrome transferred to profit and loss ........... . $999,100 $788,352 26 . 8 

STATISTICAL INFORMATION- TWIN CITY RAPIDTRANSIT COMPANY 

Year Ended Dec. 31 
Total miles, first main track .... . •................. . .... 

T
Total miles, second main track .. . ........................... . 

otal single-track miles (a ll tracks) . .•...................... • . * verage total tracka ge operated per year (miles) ............... . 

T;:~~~~~::~::;:.~~~r.,~~: ·:::::::::::: :: :: :::::::::::: ... . 
Total passengers carried .........•............... .. •. 

' ross passenger revenue .... • ........ . •.•........... . ....... 
Gross passenger revenue per mile of line (average for year) ...... . 

A
Gross pasfscnger revenue per mile single track .• . ....... . ...•.•• 

verage are: 
Per revenue passenger (cents) • •. •......•.... . • .....•....... 

0 
Per t_otal p~ssenger (cents) ... . ........... , ............... . 

Tperatmg ratio (per cent) . .• . .. .. ........................... 

D
~x~ds (per ce~t of gross revenue) . .........•..................• 
1v1 endspaid: 

1920 
249. 79 
184. 82 
466. 86 
454. 17 

238,388,782 
77,531,776 

315,920,558 

$12,792,277 
$53,969 
$28, 166 

5.37 
4. 05 

75. 40 
8. 90 

1919 
243. 07 
177.40 
452. 65 
451. 70 

222, 186,823 
73,458,262 

295,645,085 

$11,179,535 
$47,303 
$24,750 

5. 04 
3. 78 

73. 70 
8. 90 

7percentonprcferred stock ............................... $210,000 $210,000 

Percentage 
C hange 

2 . 9 
4. 2 
3. 1 
0 . 5 
7. 3 
5. 5 

6 . 9 

14 . 4 
14. I 
13. 8 

6 . 6 
7 . I 

(b) I . 70 
(b ) 0 . 74 

On common stock (r1). .... ... .. . . .. .. . . . . .. .. . . .. . . .. . . .. . $660,000 $550,000 20.0 
(a) 3 per cent in 1920. 2.5 per cent in 1919. (b) Differe nce in points. Italics indicate decrease. 

Railway, the St. Paul City Railway and 
the Minneapolis & St. Paul Suburban 
Railroad, as evidence of their indebted
ness to the holding company, the Twin 
City Rapid Transit Company. These 
notes total $9,850,000 and are to be 
held in the treasury of the Twin 
City Rapid Transit Company until such 
time as the condition of the money mar
ket a nd the earning power of the sub
sidiary companies warrant their being 
offered to the public for general invest
ment. 

Return of Trolleys to Steam 
Road Urged 

Return of the stock of the Con
necticut Company, now held by federal 
trustees, to the New York, New Haven 
& Hartford Railroad, its former own
ers, was urged by Vice-President Ed
ward G. Buckland of the railroad at 
a hearing on a resolution containing 
such provisions on April 27 before the 
committee on railroads of the Con
necticut Legislature. 

Mr. Buckland said that the electric 
railway company's lines would continue 
to be operated "if they could be made 
to pay"; and stated that the future 
of the lines, so far as their operation 
was concerned, would not be affected 
one way or the other by the proposed 
transfer of the stock. 

A history of the trusteeship was 
briefly outlined by Mr. Buckland. He 
told of the action initiated against 
the New Haven railroad in 1908 for 
alleged violation of the Sherman anti
trust law; of how the suit was dropped 
during the Taft administration and re
newed under Wilson in 1914. The 
"New Haven" road then agreed to the 
separation of the Connecticut Com
pany because it did not wish to jeop
ardize certain pending financing. Mr. 
Buckland read an extract from a re
port by Howard Elliott, then president 
of the road, to the stockholders in 
which he pointed out that the road con
sented to the separation only under 
financial pressure. 

Richard T. Higgins, chairman of the 
Public Utilities Commission, said he be
lieved that a public utility operating 
only within the state should be under 
the supervision of a state body and 
not of the federal government, adding 
that the stockholders who were most 
interested in the prosperity of the lines 
should be vested with responsibility 
and control. 

George D. Watrous, New Haven, 
counsel for the trustees, said that the 
trustees did not think it necessary t o 
appear before the committee but he 
gave assurance that most of them 
would carry out an order to r elease the 
Connecticut Company's stock. 

While Mr. Watrous and M1·. Higgins 
were disagreeing as to the possibility 
of the trustees disposing of the com
pany's physical property, Mr. Buck
land inteTposed the suggestion that a 
sale of the stock might r esult in t he 
acquistion of the company's proper ty 
by interests "even more u ndesirable 
than the New Haven Ra il road." 
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Canadian Road Does Well abolition of the Public Utilities Com- Monongahela Valley Succeeds 
mission. 

fen Per Cent Increase in Net Revenue 
A llows British Columbia Ele-ctric 

Railway to Pay Dividends 

The annual report of the British 
Columbia Electric Railway, Ltd. , Van
couver, B. C., for t he year ended June 
20, 1920, recently issued, reflects the 
p rosperous financial condition of the 
country fo r that period. As a result 
of the incr eased population a nd trade 
E:xpansion, the revenues of the com
pany increased so that the annual gross 
receipts were the largest in the history 
of the company. Despite the heavy in
creases in the cost of operation a nd 
a proper a ll owance for depreciation , it 
was possible to declare reasonable divi
dends free of income taxes. 

The growth of population has neces
sitated a substantial expendit ure of 
capital during the pas t year. Past fi
nancial management has enabled the 
compa ny to meet this expansion with-
====---=----_- ----

The net income transferred to profit 
and loss from operation and other 
sources during the year amounted to 
£590,971 as compared with £530,327 the 
previous year. Adding the balance of 
the previous year gives a total revenue 
of £4 18,585 as against £369,105 in 1919. 

$466,159 Profit for Interurban 
The annual r epor t of the Utah-Idaho 

Central Railroad, Salt Lake City, Utah, 
shows a net profit of $466,159 for the 
year 1920. T his is $199,277 less than 
the 1919 figure. The company operates 
117 mi les of road. 

The report sh ows total operating rev
enue of $1,056,001 and total operating 
expenses of $690,815. The operating
revenue was $60,871 more than received 
in 1919, and the operating expense was 
$26,259 less t han it was the year before. 

The total investment is $5,221,900. 

~TATE:\IE: :\'T ur 1'-'CU:\IE-BRITI::m CO Lll:\IBIA ELECTR IC HAILWAY , Li l\ IITE D 

Year EnJt'J June 30- 1920 1919 
Per C en t 
Change 

N et reven ue, induJing profit on Pxchange and less deprecia tion in 
seruritiPs .. . ........ . 

Hegistration foes, etc . 

T ut a l r evenue... .............. . . 
Clia rge, against revenue d ur ing the year 

D eprecia tion , s inking fund andrenewa I, . . . 

£609,045 
318 

£53 0, 182 
145 

14 8 
I I 9 . 3 

( >ffi re rent, sa la ries , printing, lega l, :lUllit and agE-nc•y e:q wnse .. 

£ 609,362 

£ 164,745 
18,4 I 3 

877 
13,000 

£530,327 

£ 154,727 
9,898 

864 

14 9 

6 5 
86 I 

I 5 Trustees ' fees .. . .. ... .. . 
Corporation pro fits tax .. 
C a pita l :rnior t iza t ion fu nd 

T o tal cha rges . ....... ........ . 
Ne t revenue for the year from a 11.<ourre, 
.\ dd revenue from previous yea r 

Gross inco me. 
D eductions-

Interest and d ebentures :rnJ d ebenturr· stock . 

£ 197 ,035 
412,327 

6,258 

1,8 18 

£ I 67,307 
363,020 

6, 085 

17 . 7 
I 3 . 6 
2 . 9 

I 3. 4 

- 0 . 08 
Dividend ( 5'<,) on perpetu ,11 p reference stork. . . . . . . . . . . . . . 
Inte ri m Jivid<'nd on preferred ordina ry stork wit h inronH' t ax 

£ 418,585 

132,339 
72,000 

£369, 105 

132,447 
72,000 

t he reon . 65,032 36,000 
Dividend on d efer red orJina ry stork with income t a x t lw reon . 
Dh·idend on preferred ordina r y , tock wit h income t a x thereon . 

£ 11 5,200 
21 ,368 

£ 86,400 
36,000 

80 . 5 
33 i 

- 40 6 

T ota l ckJuction, 

Bala nce t o carry forward .. 

£ 405,939 

£ 12,6 46 

£251,058 

£ 6,258 

61. 7 

IOI . 9 

TR .\FFIC ST.\T ISTIC"S- BRITISll C OLl':\IBI.\ ELECTRIC RAILWAY, LI:\IITED 

Passengers ca rried 
T ons of freight carried . . . . . . . . 
Freight cars interchangeJ wi t h steam rai lroad• 
Light and power customers added 
Ki lowatt-hours of energy sold 
C u .ft. of gas so ld ... . 

1920 
66, 411,030 

430,931 
9,861 
3,981 

I I 6,196, 98 I 
545,191 ,200 

1919 
53,326,288 

331, 794 
7,463 

94.'95\4i4 
431,093,000 

P e r Cent 
C hange 

24 . 5 
30. 0 
32 I 

ii ' 4 
26 . 5 

The tota l amount of stock issued was 
$1,426,640. The funded debt outstand
ing at the close of the year was 
$3,735,000. 

During the year the road carried 
1,036,727 passengers. Three passengers, 
twenty-five employees, and one other 
person were injured during the year 
and one employee was killed. The 
371 persons employed during the year 
received $409,788 in wages. 

6 Per Cent Paid on Preferred Stock 
and More Than $1,000,000 

Put Into Property 

According to the annual report of 
the Monongahela Valley Traction Com
pany, the year ended Dec. 30, 1920, 
was considered to have been a reason
ably successful one. The company 
formerly was engaged solely in the 
transportation service, but at the pres
ent time the railway revenues, amount
ing to approximately $2,610,000, are 
only 44 per cent of the total; electric 
power sales produce 13.4 per cent, 
while gas production and coal mining 
operations provide the balance. 

Eight one-man safety cars were pur
chased and installed in Clarksburg, 
W. Va. , during the year.' These cars 
cost $50,000, or about $6,250 each. 

In the latter half of 1920 the com
pany, according to the report, did not 
have sufficient r ailway equipment to 
carry all of the passenger traffic offered 
a nd this demand can only be met 
through the purchase of additional 
equipment and ext ensions to the rail
way lines. In view of this situation, 
the company officials believe that 
certain rates now charged can be 
advanced so as to permit the company 
more nearly t o earn a f a ir return on 
its investment a nd thereby enable it t o 
market securities with which to provide 
capital for necessary betterments and 
improvements. 

Sunbury Line Sold Under 
Foreclosure 

Bondholders of the Sunbury & 
S usquehanna Railway, Sunbury, Pa., 
represented by John W . Whitaker, on 
April 25 bought the property at re
ceiver s sale for $55,000. This includes 
6 miles of line operating between Sun
bury and Selinsgrove and a mile op
posite the Pennsylvania Railroad yards 
North of Northumberland, and known 
as the Sunbury, Lewisburg & Milton 
Railway. The property has been in the 
hands of receivers for eight years. 

Brooklyn Earnings Improving 
The Brooklyn (N. Y.) City Railroad, 

formerly included in the system of 
t he Brooklyn Rapid Transit Company, 
recently issued a statement of income 
for February, 1921, compared with Feb
r uary, 1920. Income figures covering 
the period of July, 1920, to February, 
1921, also were announced. The earn
ings reported are shown in the accom
panying table. 

out having to issue additional securities. 
It was possible only because the de
bentures are irredeemable and conse
quently a considerable part of the pro
vision for co-depreciation has accumu
lated in cash a nd is now being utilized 
for necessary extensions a nd develop
ments. Had the debentures been re
deemable, much of the provision made 
for depreciation would have been ab
sorbed by the reduction funds , and it 
would have been necessary to ask for 
add itional capital to meet the exten
s ions in the com munity served. 

I.'.\"CO:\IE ACCOl'NT-BR OOKLYN C ITY RAILROAD 

Existing fares, the company says, 
were granted to enable it to meet the 
increased cos t of operation, including 
higher wages. It is still necessar y for 
the continuance of railway operation on 
an efficient basis that there should be 
some authority to whom appeal can be 
made to sustain or increase if neces
sary rates and fares in view of the 

Passenger revenue . 
Other r e\' enue. 

T ot a l. ... . .... .......... . 
Opera t ing expenses and taxes . . 

Gross income ... .. . 
I nrom e deductions .. 

Net corporate incom!'. 
NOTE:-I t31ics den nte deficit. 

Feb . 
1921 

$777,236 
27,256 

$804,492 
753,459 

$50,033 
58,573 

$7,540 

Feb . 
July I, 1920 

to 
1920 F eb . 28, 1921 

$693,780 $6,345 ,329 
23,452 242,045 

$717,232 $6,587,374 
773,585 7,039,877 
---

856,.'153 $45 2,503 
71,560 456,491 

.$Ui,91,'J 8908,994 
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Depreciation in San 
Francisco 

Table Showing Full Depreciation Af
lowances for Municipal Railway 

and United Railroads 
In the last issue of this paper a 

letter was published from the chief en
gineer of the city of Sa n Francisco 
referring to the way in which t he 
depreciation accounts fo r the Munici
pal Railway and the U nited Ra il roads 
of that city were treat ed in one of three 
tables published on page 697 of t he 
issue of this paper for April 9. W hile 
the figures as printed wer e correct, t hey 

addition to the sum included in the 
maintenance accounts . The wording of 
a footnote in the t able as printed may 
have given the impression t ha t t he lat
t er a mount was the total a mount 
charged to depreciation. 

The accompanying table is a reprint 
of the table in question except t hat t he 
sum of $550,000 cha r ged by the U nited 
Railroa ds to its depreciation reserve is 
now included in t he operating ac
count a nd the percentages and other 
fi g ures a r e changed to fi t th is plan. 

In connection with the above ana lysis 
of the opera tions of the Municipal Rail
ways of Sa n F rancisco M. M. O'Sha ugh-

Cleveland Traffic Decreasing 
The report of the Clevela nd ( Oh io) 

Railwa y fo r March showed an ordi
na nce su rplus of $41,335, of which 
$28,234 was a tax refund due t o a 
reduction in t he company's valuation 
ordered by the state t ax commission 
fo llowing a length y dispu te. T h is 
ord inance .surplus reduced t he defi cit in 
t he company's interest fund, which is 
the fare barometer, from $53,425 to 
$12,090. 

D ur ing March the company over-ex
pended its mamtenance a llowance by 
$19,686, making the total current defi
cit in t he maintenance, depreciation and 

CO:\IPAR lSON OF OPERATIONS- YEAR ENDED JV'.\'E 30, 1920 

United R ailroads of ~an Francisco 
P er Cent 

Per of 
C.-M. Per Operating 

Actual Cents C.-H. Hevenue 
Passenger revenue ........................ $8,938,987 34 85 $3 . 08 99. 30 
Revenue from other railway operatiom .... 63, 124 . 34 . 02 0 . 70 

T otal operat ing r evenue ... , ....... , ........ $9,002,111 35. 19 $3 . 100 100 0 
Way a nd structures .............. . . . ......... 423,853 I . 651 $0 145 4 . 69 

t~~~ ci:ri~~.-.-::: ·_: ·. ·.: ·. ·.: : ·. ·.: : ·. ·.: ·.::::::::: 
548, 955 2. 140 . 189 6 09 

(a) 550,000 2. 150 . 189 6 II 

Total maintenance ............... ... . ..... $1,522,808 5. 941 $0 523 16 . 89 
Power . ... . ... . . ................... ........ 1,357,225 5 . 300 . 467 15 05 
Conducting transportation .. . . . ...... ........ 3, 471 ,854 13. 550 1. 194 38. 55 
Traffic ................... -· . . ...... ........ 

i9"5j74 "ii:i40 . "'l:'li General and miscell aneous . . . . .. . . ... ........ 2 . 720 
Add genera l miscellaneous compari,on charge. 

Total general and miscellaneous . .. . . $695 . 874 2 . 720 $0 . 240 7 . 72 
Credit transportation for investment . . 94 ,463 0 .368 0.03!1 1 . 05 

Total operating expenses .. . .. ..... 6,953,298 27 . 150 $2 . 394 77 . 29 
Net operating revenue ... . ... .. .... .. ::· 2, 048,8 13 8 . 040 . 706 22 . 71 
Taxes ........ ··· ·· ·· ··· ··· ···· 5 I 3,200 2. 005 . 176 5. 17 

Net earnings ............ ....... . ... 1,535,613 6 035 0 . 530 17. 54 

Per Cent 
of 

Operating 
Expense 

6 . 08 
7 . 88 
7 . 90 

21. 86 
19 . 52 
49 . 98 

· io :oo 

10. 00 
1. 36 

100 . 00 
29 . 48 
7 . 37 

22 . 11 

~--l\Iunicipal Railway of San Francisco--~ 

Actua l 
$2, 702,289 

10 , 14 7 

$2,712 ,436 
$102,130 

186,947 
378, 429 

$667,506 
348, 383 

1,293,309 
666 

202,55 4 
4,912 

- ~-- -
$207 . 466 

$2,5 17,330 
195,106 
226,535 

31 4!!9 

Per 
C .-l\I. 
Cents 

36 . 41 
. 14 

36 . 550 
I 374 
2. 520 
5. 099 

8 . 993 
4 700 

17 420 
. 009 

2 . 730 
0 . 066 

2 . 796 

33 . 918 
2 .632 
3 058 

0 426 

Per Cent Per Cent 
of of 

Per Opera ting Opera ting 
C .-H. R evenue Expense 
3 . 399 99 . 63 

. 013 . 37 

3 . 412 100. 00 
$0 . 128 3 . 76 4 06 

. 235 6. 90 7 44 

. 476 13 . 98 15. 08 

$0 839 24 . 64 26 . 58 
. 438 12 . 86 13 87 

I. 628 47 . 65 51. 40 
. 001 .03 .02 
. 254 7 . 49 8. 06 
. 006 0. 16 0. 19 

$0 . 260 7 . 65 8. 25 

3 . 166 92 . 83 100 00 
. 246 7 . 17 7 . 76 
. 284 8. 36 9 02 

80 088 1 . 19 1. '!6 
--.,---

Revenue milcs.. ..... . . . . . . . . . . . . . 25,6 10,023 8 . 84 7, 41 9,272 9 . 32 
Revenue hours........ . . 2,9 06,503 795,5 78 

(n) Allowance from pr fit and loss account for the year. Italics indicate deficit. 
The fi gures shown for way and struc .ures and equipment a lso inc lude in p art some allowance for current deprecia•io 1. 

may have been misleading to some 
owing to the difference in pr actice of 
the two systems in the way of treating 
the depreciation account. In t he re
port of the Municipal Railway as g iven 
out by the city and a s printed in the 
table, the full amount a llowed for de
preciation, 14 per cent of the passenger 
revenue, appears in the operating re
port. In the report of the United Rail 
roads for the year ended June 30, 1920, 
$550,000 was charged to the profit and 
loss account as a depreciation reserve in 

nessy, chief engineer of t he cit y, has 
submitted the accompanying fi g u res. 

The company, he states, has, besides 
building two car houses, ext ended the 
original 45 miles of track called fo r in 
the bond issues by 18 mil es, so that 
a t present there are 63 miles of op
erated trackage exclusive of 4 miles in 
car houses, sidings, etc. 

The following figures do not take 
into account the comparison charges 
that are required by the city charter . 
These charges are about $1,000,000. 

FUNDS V OTED BY THE C ITY 
Bon d issues: 

Gea r y S t reet , H per cen t bon ds, d a t ed July 1 , 1910 ..... . ...... ..... . . 
Marke t S treet , 4 ~ per cen t b o n ds, d a t ed July 1 , 19 10 ........... ...... . 
M unic ipa l 5 p e r cent bonds da t ed D ec. 1. 1 91 3 .....•... , .. . .......... . 

Contributi on from G e n e r a l Taxes: 
F rom city a nd county of San Francisco d uring t h e fiscal 

yea r s 1 91 0 t o 1 91 5 inc lus iv e, to meet in te1·est on 
fund ed debt . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $2 39 ,901. 8 3 

Cost of b on d e lectio n D ec. 30, 1 909 , a nd I"e f e r e n d um elec-
tion A pril 22, 1913....... ..... ..... .. ....... .... 29,628.54 

Provis ion a l ch a r ges fo1· legal and c le I"ica I se1·vices 1·en-
d e r ed b y city e m plo_Yees......................... 3 7,0 22. 1 0 

REVENUE RECEIVED 
Tota l r e v e n ue rece ived from t h e ra ilw ay for e ight yea1·~ e nding 

Dec, 31 , 1 9 2 0 ... , . • , , , . .. • ..... .. ...... . , ....... ... . . .... .. ~ 
Operat ing expendi t ures fo1· sam e 1w1·io, l .. ...... ,,., ...... . ........ . . 

Net ea1·nings , excl us ive of t axes a rnl lkprccia t io n ................... . 
D TSTRIErTION OF NET E ARNINGS 

~tJres t ?TI ou tsta ndi l!-g bonds .. . . . .. , . , ............ . .... , ......... . 

~}~]( t~f }iliT~I,1-(II> i i / 
T o ta l 

$1,900,000.00 
120,000.00 

3,5 00 ,000.00 

306,552.47 

$5,82 6, 552. 47 

$15,078,490.49 
9,561,758.6:3 

$ 5,516,731.86 

$1 ,6 42,322.0 3 
8 99 ,3 00.00 

1,1 88 ,1 50.:W 
1, 266,832. 01 

1 56 ,6 28 .69 
1 5 0,578.72 

82 ,1 52.5, 
1 30,76 7.63 

$:'i, 516, 73 1. 86 

renewal account $222,361. The over
expenditure for the mont h of the com
pany in its operating a llowance was 
$30,775, making t he tot a l current defi
cit in the oper ating account $254,638. 

These two defi cits have now reached 
such a consider able sum that company 
officials say they will soon have t o ask 
City Council for some sort of a n ad
justment, particularly in view of t he 
fact that the company 's ma intenance 
allowance and its operating a llowance 
were each r educed 1 cent a car 
mile on April 1 under the t erms of the 
ordinance. The n eed is g r eat fo r car
ing for these defi cits speedily. 

During March t he compa ny carried 
35 ,900,733 riders, a decr ea se in tra ffic 
of 7.04 per cent over the same month 
a year ago. The Febr uary traffic de
cr ea se was about 4 per cent as com
pared with the p r evious year. 

A lthough the compa ny officia ls and 
Fielder Sander s, s t reet r ailway com
missione r, t ook steps t o curta il service 
in proportion to t he traffic decrease 
they could not keep pace w ith the 
rapidly declining number of car riders, 
as the number of car miles run in 
March was 3,157,360, a decr ease of 
only 9.41 over the same month in 1920. 
F urther curtailments of service, how
ever, have been made during April. 

The 20 per cent wage r eduction ac
cepted by the company's trainmen, ef
fec tive on May 1, will resu lt in a 
saving of approx imately l cent a car 
mi le . 
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Twenty per Cent Revenue In
crease with Seven-Cent Fare 

The income statement of the Phil
adelphia (Pa.) Rapid Transit Company 
for the months of February and March, 
tog ether with the three months' period 
ended March 31, is shown in the accom
panying table. Since the inception of 
the 7-cent fare in November, 1920, the 
Philadelphia Rapid Transit Company 
has realized a 20 per cent increase in 
revenue with a corresponding decrease 
in traffic of only 4.1 per cent. In con
nection with the record of traffic 
handled it is disclosed that the number 
of 3-cent exchange tickets sold de
creased about 10 per cent and that joint 
r ate passengers from foreign lines in
creased about 28 per cent. For the five 
months' period ended March 31, 1920, 
with the 5-cent fare in effect 12,644,723 
more passengers were carried than in 
the corresponding period with the 7-
cent cash fare and the four for a quar
ter ticket rate. 

Financial 
News Notes 

New Lease Approved.-A lease of the 
Medway & Dedham Street Railway to 
the Milford & Uxbridge Street Rail
way, Milford, Mass. , has been author
ized by the directors a nd stockholders, 
and approved by the Massachusetts 
Department of Public Utilities. 

Assess ment Still Under Protest.
The County Board of Equalization at 
Louisville, Ky., has reduced the tentative 
assessment of the Louisville Railway's 
property from its first figure of more 
than $14,000,000 to $9,000,000 flat. The 
previous assessment was $4,000,000. 
The assessment of the Louisville & 

I N C O.\IE STATE.:\IENT P HI LADE LPHIA RAPID TRANSIT CO.:\ l PAN Y 

~--M arch- -- Per Cent 
:\Ionth Ended 192 1 1920 C hange 

~ - F eb ruary-~ Per Cent 
1921 I 920 Change 

Operating revenue ... . .............. $3, 757,508 $3, 179,961 18. 2 
Operation and t axes.·............. . . 2,765,136 2,234,354 23 . 8 

$3,207,373 $2,698, 457 18 . 8 
2,442,504 2,049,795 19 . 2 

N Operatin!f in~om e ............... • . $992,3 72 $945 ,607 
on-opera tmg m come ............... 46, 637 45,109 

Gross incom e . ... .. .............. $1,039, 00 9 $990 ,716 
Fixed cha rges ...... . .•............. 820 ,823 816,476 

Net incom e or d efi cit ............. $218 ,186 $174 ,240 

Three months ended M arch 31: 

gg~~~t~~ ;~';{~~:~;_·::::: ::: ·.:::::::::: ::: :::::: :::: :: 
Non~ g~~~t :~~ l~~~~=::::::: :: : : : : : : : : : : : : : : : : : : : : : : : : : 
Fixc~~h~sr~~~~~-e.'.'.' .' .'.·.::: :: :: : : : :: : : :: : :: ::: : : : : : : : : : 

Ne t incom e ...................................... . 
5% r eturn on P . R . T . paid in capital- Three 

months t o l\Iarch 31 , 1921 .... . ..... . ... $3 75, 000 
A mount by which gross revenues were insuffi cient 

t o provide for operating expenses, t a xes, 
fixed charges, and t he 5% return upon 
P . R . T . Stock for the year end ed D ec. 31 , 
1920 . .. ...... ...... .......... .. .... $1, 117,934 

Accumul ated deficit fo r t he fifteen-month period 
to l\I a rch 31,1921 ....... .. ... . ..... . .. . 

4 . 9 
3 . 4 

4 . 9 
0 . 5 

25 . 2 

1921 
$10,583,230 

7,878,546 

$2,704,684 
121,226 

$2,825,908 
2,461,362 

$364 ,546 

$1,492,934 

$1,128,387 

P ASSENGER STATISTICS 

$764 ,869 $6 48 ,662 18. 0 
36,996 38,900 4- 9 

$801,865 $687,562 16. 7 
818,297 813,585 0. 6 

$16,432 8126 .023 87. 0 

Per Cent 
1920 Change 

$8,921,677 18. 7 
6,499,62 7 21.2 

$2,422,050 11 . 7 
123,997 2 . 2 

$2,546,047 11.0 
2,446,666 0 .6 

$99,381 266. 5 

~-Passengers-- P er Cent ~- R e,·enue - - Per Cent 
l\ Iarch 1921 1920 C hange 1921 1920 Change 

~~cent fa res . .............. ......... 4,796,271 $335,738 
, -cent t icket s ..... . ...... ......... 50,658 ,385 3,166, 149 

5-cent far es. . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . . ss ,'8'5's', 900 $i,'9'4"i, 944 
3-~ent exchange tickets .... .......... 4,454,332 4,881,467 8.8 · "1'3°J',i,i9 146,444 8. 8 
J om t ra t e passengers-fo reign lines... 728,297 667,891 9 . 1 29,908 21,271 40 . 5 
Tra nsfers . . ...... . ... .... ... .. . . ... 13,083,915 13,184,661 0. 8 
Fr ees . .. ............. ... .... ... ... 397,173 460,982 13.8 

74 , 118,373 78,053,901 

Five months ended l\Iarch 31 : 
7-cent fa res ................... .. ... 27,316,031 
6¼-cent tickets ............. , ... .. .. 241,613 ,470 ........ . 
5-cent fares . ............... . . .... .. . .... .. . . 281,574,224 
3-~ent exchange t icket3 ...... .. . ... .. 20,968 ,808 23,353,740 
J omt rate passengers-foreign lines... 3,876,8 18 3,010, 147 
Tra nsfers . . .... .. ..... ... . ... . . ... . 61 ,952,081 62,778, 117 
F rees . . .............. ..... . .... .. . 2,101,834 2,184,412 

357,829,042 372,900,640 

5.0 

ii/ 12 
28 . 8 

1 . 3 
3.8 

4 . 1 

$3,665,426 $3,110,660 

$1,912,122 
15 ,1 00 ,841 . .. . .... . 
......... $14,078,7 11 

629,064 700,612 
159,310 95,647 

$ 17,801 ,338 $14,874,970 

PASSENGER EARNINGS 

Ten month, ended Oct ob er 3 1 . ... . ........... ............ . 

~~~·:~i:::::::::::::: :: : ·. ·. ·. ·. ·.: ·.: ·.: ·.: ·.:::::::::::: :: :: :: 
T ot a l for twelve months ............................ . . 

fi~!?l~_:_:_:_:_:_:_:_:_::·:·:··.·-.··.··.··.··.··,-·.··.··.··.··.··.··,-:·:::::::::::: :::::::: 
Fiv e months ended l\Iarch 31 . . ... •.... .... . .. . .•....• 

Ita lics show decrease or deficit 

1920 
$30,522,922 

3,656,497 
3,786,442 

$37,965,861 
1921 

3,552,152 
3,140,821 
3,665,427 

$17,801 ,339 

1919 
$28,564,928 

3,003,672 
3,1 29,467 

$34,698,057 
1920 

2,987,814 
2,643,357 
3,110,660 

$13,874,970 

17 .8 

10 . 2 
66. 5 

19. 7 

Per Cent 
Change 

6. 8 
21 . 7 
20 . 9 

9.5 

18. 8 
18. d 
17 . 8 

19.7 

Interurban Railway was not changed by 
the State Tax Commission, but remains 
at the same figure, $1,750,000. 

Court Orders Interest Payrnent.-The 
United States District Court recently 
ordered Joseph K. Choate, receiver of 
the Aurora, Elgin & Chicago Railroad, 
Aurora, Ill., to pay the coupon on the 
first 5 per cent bonds of that com
pany, which was due on Oct. 15, 1920, 
together with interest thereon from 
that date. 

Colorado Road Gives Up the Ghost. 
- The electric railway property of the 
Durango Railway & Realty Company, 
Durango, Col., is being dismantled. The 
company operated 2.5 miles of stand
ard gage el_ectric railway with five 
motor passenger cars. It is the first 
electric street railway in Colorado to 
give up the ghost. 

Merger May Be Made Compulsory.
A bill which will permit the electric 
railways in Washington, D. C., to effect 
voluntarily the merging of their lines 
is being drafted in the District of 
Columbia committee of the House of 
Representatives. If prompt action does 
not follow the enactment of such leg
ida tion it is expected that another bill 
will be r eported out promptly which 
would, in effect, compel the local com
panies to merge. 

Capital Increased $10,000,000.-Papers 
have been filed with the Secretary of 
State of West Virginia by the Monon
gahela Valley Traction Company, Fair
mont, certifying to an increase in its 
capital stock from $10,000,000 to $20,-
000,000. The same company in filing 
with the New York Stock Exchange an 
application to list notes a change in 
name of the company from the Monon
gahela Valley Traction Company to the 
Monongahela Valley Traction & Light 
Company. It is understood that this 
change was made in order to indicate 
more accurately the field of operation 
of the company, which is engaged in 
railway operation, electric light and 
power service, mining coal and kindred 
activities. 

Approval Sought for Purchase Fin
ancing.-To carry out its plans for the 
purchase of the Sacramento Northern 
Railroad the Wes tern Pacific Railroad 
has applied to the California Railroad 
Commission for authority to issue 
$4,180,000 of its first mortgage 5 per 
cent g old bonds. The bonds are to be 
exchanged for bonds of the Sacramento 
Northern now in the hands of a trus
tee. The Sacramento Northern bonds 
deposited for exchange amount to 
90.906 per cent of the total issue. The 
bonds are to be exchanged on the basis 
of $80 face value in Western Pacific 
bonds for $100 face value of Sacra
mento Northern bonds. Of the Sacra
mento Northern stock issue 90.639 per 
cent, or $4,065,094, has been deposited 
with the trustee. The Wes tern Pacific 
is to pay $27.50 a share for trust certi
ficates representing first preferred 
stock, $15 for trust certificates repre
senting second preferred stock and $6 
for certificates representing common 
stock. 



May 7, 1921 ELECTRIC RAILWAY JOURN A L 875 

Reduced Fares Abolished 

Traffic and Transportation 
Reduced fares at a half-penny per 

mile with a minimum of a penny, which 
wer e applicable under the Tramway Act 
for persons defined as artisans, me
chanics or daily laborers, have been 
abolished and uniform rates are now 
charged on all the city tram cars in 
Glasgow, Scotland. Under the order 
granted by the Ministry of Transporc 
these rates will be in effect until Feb. 
l 5, 1923, unless previously revoked by 
the Minister of T ransport. Any further 
increase in fares made before that date 
will not affect the rates paid by work
men. 

New Jersey Case Concluded 
Counsel Reserves Right of Appeal

Company Must Have Compensa
tory Rate 

Valuation of the property of the 
Public Service Railway, Newark, N. J., 
at $125,000,000 or any other figure will 
not be considered by the Public Utility 
Commission in reaching a decision 
on the company's application for a 
10-cent fare. The Utility Board made 
this announcement on April 22 when 
the rate hearing was resumed, although 
it was indicated at first that the valua
tion figures would be injected into the 
fare case. 

That means the case will be decided 
along the lines laid down by Thomas 
N. McCarter, president of the railway; 
namely, a decision as to whether the 
company can continue operation on its 
present fare, regardless of the valua
tion of property. It is a clear-cut case 
of determining whether the company's 
operating expenses justify a 10-cent 
fare. 

On the day that this decision was 
made the municipalities that would be 
affected by any increase in fare began 
the presentation of their side. George 
L. Record, counsel for Jersey City, in
troduced as a witness Walter Jackson, 
Mount Vernon, N. Y. Mr. Jackson testi
fied as to his study of various rates of 
fare in other large cities, the effect of 
increases in rates upon gross receipts 
and upon the riding habit as shown 
by the index figure. He stressed more 
particularly the fact that while Boston 
had. gone to a 10-cent fare the Boston 
Elevated, at least, had tried to in
crease the usefulness of the system to 
the public by operating 5-cent short 
haul lines. He also urged that any fare 
change that was made should contem
plate the sale of tickets at reduced 
1·ates as a wise merchandising idea and 
that different self-sustaining rates of 
fare should be considered for different 
traffic districts. 

The hearing was resumed on April 
27 with Mr. Jackson again the wit
ness. 

The Public Service Railway called 
in rebuttal both Edward Dana, general 
manager of the Boston Elevated Rail
way under the public trustees, and 
W. J. Flickinger, assistant to the presi
dent of the Connecticut Company. Mr. 
Dana testified that the company was 
getting a reasonable return with a 10-
cent fare. From 5 cents the rate with 
that company went respectively to 7 
and 8 cents, but each time, he said, the 
company knew that it would not be 
enough return and continued its fight 
for a 10-cent rate. 

At the conclusion of the case Ed
mund W. Wakelee, counsel for the Pub
lic Service Railway, said: 

The Public Service R a ilway w ill ask the 
commis sion to fix such r a t e as it a pproves 
as a r easonable fare. 'fhe compa ny s tipu
la tes that it will follow s uch a rate fixed 
by the board, at the sam e time r eserving 
the right to test the v a lidity of w h a tever 
1·a t e may be fixed in the high er courts. 

Present Fares Held Adequate 
The Pennsylvania Public Service 

Commission refused to approve an in
crease in the rates of the Warren (Pa.) 
Street Railway previously established 
by the commission where it appeared 
that the applicant had always been in a 
financial position to pay an annual 6 
per cent dividend. The new rate pro
posed by the company was a 7-cent cash 
fare, with ten tickets for 65 cents. 

The abolition of the lower rates here
tofore conceded to workmen was 
granted on the understanding that the 
corporation of Glasgow would not grant 
sums in relief of rates or otherwise to 
the common good until reasonable pro
vision had been made for the proper 
repair, maintenance and renewal of the 
entire railway property. 

Zone Fare Works Well in San Diego 
Change from 5 Cents to a 10-Cent Zone System with 5-Cent Base 

Has Produced an Increase of 36.9 per Cent in Revenue 
According to an advance copy of the annual report of the San Diego ( Cal.) 

Electric Railway for 1920, furnished through the courtesy of E. J. Burns, "the 
zone system as operated in the city of San Diego has demonstrated conclusively 
that it is entirely reliable, free from objectionable complications and has pro
duced very satisfactory financial results. Operations for the first nine months 
were reviewed in the ELECTRIC RAILWAY JOURNAL for Nov. 13, 1920. 

CONTINUING, the 
significantly that: 

report states 

The zone system did not dis turb r eal 
esta t e v a lues ; was not r espons ible · for 
lowering or raising of r ents; a nd has not 
ch a nged the popula tion insofar as b eing di
rectly or indirectly r esponsible for a ny con
gestion in the closely built-up s ections of 
the city, or at the bounda ry lines of the 
inner and outer zones. In fact , 90 per 
cent of the building activities during the 
year 1920 was confined within the outer 
zon e, and this is also true of contemplated 
future improvements. 

FARE COLLECTION POPULAR AND FASTER 
THAN BEFORE 

It should be understood that the San 
Diego system is not of the multi-fare 
collection type, but a true zone system 
in which but one collection is made for 
the entire trip. It has been found that 
the pay-leave plan for outhound traffic 
and the pay-enter plan for inbound 
traffic actually has speeded up collec
tion and therefore permitted fewer cars 
to handle the peak-load traffic than 

was the case under the old method of 
operating pay-enter always, especially 
on cars with limited loading space. 
The pay-leave plan outbound is pleas
ing to the public inasmuch as it is not 
necessary to shift parcels or packages 
on boarding cars for the purpose of 
paying fares. As to pay-enter inbound, 
the only change due to the zone system 
was the issuing of identification checks 
which has worked out with no incon
venience or complications. 

MORE REVENUE AND MORE RIDERS 

The financial success of the zone sys
tem is indicated by the operating fig
ures for the year 1920. The revenue 
received from the transportation of 
20,909,587 cash fare and revenue ticket 
passengers under the zone system 
amounted to $1,330,275 as compared 
with an amount of $1,026,445, rep
resenting the revenue that would have 

TABLE I- CASH FARE AND REVENUE TICKETS, SAN DIEGO ELECTRIC RAILWAY, YEAR 
ENDED DEC. 31, 1920 
(lncludeE suburban line~) 

Passengers Carried 
5c. cash fares ... .................. . 

IOc. ca~h fares ... .. . ................ . . ... . 
15c. cash fares .... ............. . ... ...... . . 
20c. caAh fares . ... ... . ............. . .... , • • 
25c, cash fares .... ... . ............. ..... , . , , 

Total cash fares .. ............. . .. ..... . ... . 
Revenue tickets: ri~o09~~\~~~~~~~;~t1~;L ::.:::::::: ::: :_::: :_::::::::::::::::::: 

Sixtcn varieties of school and euburban !me tickets . .. . .... , .. ... . 

Grand total. ... · .... , .. . ......... ,,••,••,•• •·· · · ··············· 

Ca,h Fare 
and Revenue 

Tickets 
7,973,635 

695,375 
17,696 
9,887 
6,019 

8,702,61 2 

8,1 39,734 
484,1 27 

3,583, 114 

12,206,975 
20,909,587 

Rate 
5c. 

IOc. 
15c. 
20c. 
25c. 

7 .5c. 
7. 2c. 
I. 660. 
to 
20c. 

Amount 
$398, 682 

69,538 
2, 654 
1,977 
1,505 

$ 474,356 
$610,480 

37,766 
$207,673 

$855, 91 9 
$1,026,445 
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been received from the same number 
of passengers based on the rates of 
fare that existed prior to Jan. 1, 1920, 
an increase of 29.6 per cent. 

The revenue received per passenger 
under the zone system averaged 6.36 
cents, as compared with an average of 
4.91 cents based on rates of fare in 
effect prior to J an. 1, 1920, making the 
a verage revenue per passenger increase 
1.45 cents or 29.53 per cent . Table I, 
in t he company's opinion, indicates tha t 
the California Railroad Commission 
was j ustifie d when it stated: " The 
adoption of the zone syst em is much 
more likely to secure to the company 
the necessary a ddit ion al revenue t han 
a fla t increase," stating for its reason 
t hat " a large amount of short-h aul 
business would be lost to the company 
under a flat incr ease." 

Table II f urther backs up the fo re
sight of the commission , for t herein 

ELE CTR I C RAILWAY JOU RNAL Vol. 57, No. 19 

sengers per car-mile increased from 
5.76 to 5.83 and the revenue and trans
f er passengers combined from 6.70 to 
6.89. The revenue per car-mile rose 
from 27.18 cents to 37.11 cents or 36.5 
per cent. 

MORE REVEN UE PER CAPITA TO OFFSET 
PRIVATE AUTOMOBILES 

It appears from t he r eport t hat the 
banner riding year of San Diego was 
1913 when a popula t ion of 67,700 was 
carried 27,156,415 times (including 
transfer rides ) yielding a revenue of 
$1,001,314, a r iding index of 401.13 
rides per inhabitant per a nnum and an 
average annual revenue of $14 .79 per 
inhabitant. During the following years 
t here has been a steady decline in the 
car-ri.ding index, due permanently to 
t he g reat increase in private a utomo
biles and temporarily to t he jitneys 
which flouri shed fo r two or t hree years. 

under the zone system, has some extra 
clerical duties. 

ZONE FARE RESULTS EXCEED 
COMMISSION ESTIMATES 

The engineers of the California Rail
road Commission estimated that the 
fi nancial results for the twelve months 
following the adoption of the zone 
system would provide approximately 
$110,000 for fixed charges. As a mat
t er of fact, the amount available for 
fixed charges was $219,635 or about 
100 per cent more than estimated. 
However, it should not be expected 
that the zone system of fares will have 
any control over expenditures made for 
maintenance, operation, depreciation, 
taxes, etc. It is a system of fares 
affecting revenue only; and, as will 
appear when the full financial figures 
come to hand, the company must be 
relieved of certain burdens, particu-

TABLE II-CL.\:-;:-; JFICATION OF C..\f;H . .\ND RE\"E~UE TICKET 
PASSENGERS , S:\N DIEGO ELECTRIC R:\ILWA Y, YEAR ENDED 

DEC. 3 1, 1920 

TA BLE III- SHOWI NG POPULATil1N SERVED, REVENUE PASSEN
GERS CARHIED, REVENUE RECEIVED FROl\I PASSENGER TRANS

PORTATION AND AVERAGE RIDES AND REVENUE PER 
CAPITA PER ANNl' :\I , SAN DIEGO ELECTRIC RAILWAY 

Passengers Carried R evenue Collected R evenue Average Average 
Ra teuf Far<' Numb er P er C ent Amount Per Cent a nd Rides Revenue 

1 ]c. t o 2½c .. 703,005 3 . 65 $19 ,909 1. 50 Population Transfer Passenger per Capita per Capita 
Year Served Passengers Revenu e per Year per Year 

3{e .. 1,69 1,060 8 . 09 B ,414 4 . 77 
Sc .... 8,037,5 25 38 44 401 ,877 30 . 21 1913 67,700 27,156,415 $ 1,001,314 401 . 13 $14 . 79 
b ic. tu 6½c .. 647 ,29 7 3. 09 45 ,972 3. 44 19 14 75,800 23,595,0 12 930,089 337. 67 12. 27 
7½c- 8, 140. 449 38. 93 o I 0,533 45 . 90 19 15 80,600 27,587,239 992,552 342 . 27 12. 3 I 

10e ......... 985,892 4 71 98,591 7 41 19 16 86,700 24,525, 162 932,003 282. 87 10 . 75 
12 /c. to 15c .. , .. 5 18,358 2. 48 66, 372 4. 99 I 9 17 90,000 21,9 73 , 154 892, 166 244. 15 9. 91 
I 7½c. to 25c 126,00 I 0 . 6 1 23,607 1.78 19 18 I 00,000 24.660, 128 1,030 ,745 246 . 60 10. 31 

I QJ 9 105,000 23,936.680 1,021,362 227. 96 9. 73 
Tota l. . 20. 909,587 100 00 $ 1)30,27 5 JOO . 00 19 20 I 10,000 24,679,568 1,330 ,275 224 . 36 12. 09 

it is shown t hat t he 5-cent fares or 
short-haul passenger s consisted of 38.44 
per cent of the total revenue passen
gers, a nd that they produced 30.21 per 
cent of the passenger r evenue. Table 
II also shows that 50.18 per cent of 
the total passengers were carried on a 
f are of 1§ cents to 5 cents, an average 
of 4.62 cents per passenger, and that 
this class of fare produced 36.48 per 
cent of the revenue. Fares more than 
5 cents consisted of 49.82 per cent of 
the passengers carried, and y ielded 
63.52 per cent of the total revenue, an 
average of 8.11 cents per passenger. 
T he total number of revenue passen
gers carried in 1920 was 20,909,587 
compared with 20,538,530 revenue pas
senger s in 1919-an actual increase of 
1.8 per cent despite the combination 
of higher fares and declining activity. 
Indeed, it is interesting to point out 
that the figures for 1919 compared un
favorably with 1918 when the average 
fare was about the same but when war 
camps had stimulated the traffic to a 
total of 21,517,796 revenue riders. 

Further, a comparison of 1920 with 
1919 shows that transfer passengers 
increased from 3,398,150 to 3,769,981 
or nearly 10 per cent, proving that no 
privileges in that direction were with
drawn by the zone fare. The increase 
in reve~ue was from $971,174.04 to 
$1,330,275.54, an increase of 36.9 per 
cent. The number of car-miles in
creased in lesser ratio than the traffic 
(from 3,572,836 car-miles to 3,583,758 
car-miles) as shown by the fact that 
the cash fare and revenue ticket pas-

The zone system compared with the larly paving, before it can show a 
5-cent year ( 1919) immediately pre- better return than 3.34 per cent on the 
ceding has had at least the satisfactory investment. 
r esult of preventing a ny perceptible 
decline in riding due t o increased fares, 
while raising the a ver a ge annual reve
nue per inhabitant t o a higher figure, 
$12.09, than it had been since the period 
1914-1919. This is clearly brought out 
in Table III. 

SALES COMMISSION TO PLATFORM MEN 
EQUALS 7.17 PER CENT 

BONUS ON WAGES 

A second reference to Table II shows 
that fare collection on the San Diego 
zone system is facilitated by the great 
proportion of convenient cash and 
ticket fares. Thus of the total, 38.44 
per cent were 5 cents cash and 38.93 
per cent were n-cent ticket, the latter 
being good for the same two-zone and 
inter-zone transfer ride as 10 cents 
cash. The high percentage of these 
"four for 30 cents" tickets is due to 
their being sold by the conductors on 
a basis of 3 per cent commission which 
is divided among all platform men in 
proportion to the number of platform 
hours worked by each man. The sales 
commissions distributed during 1920 as 
separate checks amounted to $22,220 
or 3.167 cents per platform hour. This 
represents a bonus of 7.17 per cent 
over the regular average wage of 
44.128 cents an hour. It may be of 
interest to add that certain duties, such 
as turning trolley poles, seats, dash 
signs and tail lights are now expected 
of the motorman, as the conductor, 

Jitney Regulation Proposed in 
Birmingham 

Regulation of Jitneys operating in 
Birmingham, Ala., is up before the City 
Commission and it is probable that 
some form of ordinance requiring lia
bility insurance will be adopted. City 
Attorney Fred G. Moore is now work
ing out an ordinance to be presented to 
t he commission for action. Regulations 
adopted by a number of other cities and 
suggestions by local citizens and civic 
organizations are being studied before 
final drafts of the ordinance are pre
pared. 

At a recent meeting of the commis
sion an ordinance was introduced by 
Commissioner H. P. Burruss providing 
for regulation of the jitneys. The ordi
nance was in form of a suggeston to 
the commission and Mr. Burruss asked 
that it be referred to the City Attorney 
to form the ftamework for an ordi
nance to be adopted. 

Liability insurance in the sum of 
$5,000 in the case of an accident result
ing in the injury or death of one per
son and of ~10,000 in the case of the 
injury or death of any number of per
sons was provided in this ordinance. 
It also provided for the protection of 
jitney passengers as well as a pedes
trian and other vehicles. 

Vigorous protests against the adop
tion of the ordinance or any similar or-
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dinance were made by a number of jit
ney operators. They maintained that 
t he insurance would be prohibitive, 
t hough it was provided in the original 
ordinance that any number of cars op
erated by a single owner could be pro
tect ed under a single policy. 

The proposal to regulate the jitneys 
and require insurance has been en
dorsed by a number of the local civic 
organizations. It is pro~able th~t the 
final ordinance will provide for msur
a nce protecting pedestrians and other 
traffic but not jitney passengers. 

Ignorance of Hassenpfeff er 
Kills Ordinance 

After more than an hour of debate at 
the last meetin g of the City Council 
of Toledo, Ohio, an ordinance proposed 
by Commissioner Wilfred E. Cann bar
ring dogs- except crated or lap dogs
from city street cars was laug·hed down 
and defeated. 

Regular fares have been charged f_or 
dogs but recently a conductor was ~it
ten by an unruly dog and compla?nt 
was made against all of the camne 
family. 

Councilman Dominick Foy proposed 
an amendment which would permit dogs 
muzzled and leashed to be carried dur
ing the hunting season. Another coun
cilman went to bat for dog fanciers 3:nd 
championed the Air~dale, of "'.hic~ 
Toledo family President Hardmg s 
"Laddie Boy" is one of the most fam
ous. Another member challenged the 
statement that the Airedale was a 
"hunting dog" or a "one-man dog." 

When an assistant law director 
drafted the amendment permitting dogs 
to ride for full fare during the "hunt
ing season" he made plain that he didn't 
know what hunting season was meant
hassenpfeff er, squirrel, muskrat or any
thinP- else. 

The amendment carried, however, and 
then the whole question was voted 
down and dogs will continue to enjoy 
street car rides as regular 6-cent pas
sengers. 

Sustains Ten-Cent Fare 
Supreme Court Justice MacCrat e in 

Brooklyn on May 2 denied the applica
tion of the city for an injunction re
straining Lindley M. Garrison, receiver 
of the Brooklyn Rapid Transit Com
pany, Brooklyn, N. Y., from continuing 
to charge a double fare on the Broad
way, Reid A venue, Wilson A venue, 
Franklin A venue and Smith Street car 
line. The court said: 

The determination of the Publ ic Se rvice 
Commission, after h earings, is t )13:t th ~se 
lines are now unprofitable. An mJunctwn 
m ay m ean th eir discontinuance. It seems to 
m e b ette r that the p ublic should he trans
ported than that th ey should be forced to 
walk. 

The 10-cent fare was permitted on 
these lines on March 12. The city 
claimed it was illegal. The Brooklyn 
Rapid Transit contended that one fare 
could be charged for a ride within the 
old city limits and another for the con
tinuance of a ride to outlying districts. 

Transportation 
News Notes 

Fares Declared Lawful.-The Inter
state Commerce Commission hehl on 
April 26 that the one-way round-trip 
and commutation fares between station s 
on the Washington, Baltimore & Annap
olis Electric Railroad, Baltimore, Md., 
were not unreasonable or otherwise un
lawful. The complaint was made by the 
commuters' club. 

Advertising Campaign in Dallas.
The Dallas (Tex.) Railway is conduct
ing a publicity campaign a t this time 
with the object of improving service 
and eliminating any dissatisfaction 
a mong patrons of the company. The 
campaign is under the direction of Dan 
Fisher, assistant to President J. F. 
Strickland. Extensive newspaper ad
vertising is being employed, in addi
tion to personal work among the train
men and large display posters in the 
cars. 

Higher Fares Asked in Helena.-The 
Helena Light & Railway Company, 
Helena, Mont., recently petitioned the 
Railroad & Public Service Commission 
for a IO-cent fare in the city of H elena 
and 15 cents in East Helena. The 
company also asks permission to sell 
commutation tickets at the rate of forty 
for $2, to be used within city limits. 
The present rate of 7 cents with 6¼ 
cents where tickets are used went into 
c-ffect on July 1. The company in its 
petition declares that this award of the 
commission was not sufficient to net 
the railway a reasonable return. 

Motormen and Conductors Praised.
W. H. Sawyer, president of the Alton, 
Granite & St. Louis Traction Company, 
Alton, 111., in a letter to the superin
tendent of transportation and roadway, 
has complimented the motormen and 
conductors for their co-operation in the 
safety work which has been under way 
for some time. Statistics were pre
pared and definite figures show that 
real results are being produced. Com
paring the year 1917 with 1920 the 
total number of accidents has been re
duced approximately 23 per cent 
despite the fact that accidents due 
purely to automobiles have increased 
50 per cent. 

Action on Fargo Fare Expected. -
The North Dakota Railroad Commission 
r ecently arranged to take final action 
on the question of rates charged by 
the Northern States Power Company, 
Fargo, N. D., on its railway. The 
present 7-cent rate now in force in Far
go, village of North Fargo, N. D., and 
Moorhead, Minn., became effective last 
June when the commission ruled that 
the new rate was temporary pending 
final determination of th e company's 
property valuation. The justification 

for continuing the 7-cent rate will de
pend upon the railway's income and 
expense accounts which will be reviewed 
in detail at the coming hearing. 

Interurban Rat" Increased. -The 
P ublic Service Commission has author
ized the Interstate Public Service Com
pany, the Indianapolis & Louisville 
Traction Company, the Louisville & 
Southern Indiana Traction Company and 
the Louisville & Northern Railway & 
Lig·hting Company to increase their 
passenger fare rates basis from 2~ to 
3 cents a mile. These companies all 
operate a continuous line between In
dianapolis and Louisville and their pe
tition said that all other electric trac
tion companies in the State are receiv
ing 3 cents a mile for passenger serv
ice and that railroads were receiving 
3.6 cents a mile. 

Suburban Line Increases Fare.
Under an order issued by the Public 
Utilities Commission the Northern Ohio 
Traction & Light Company, Akron, 
Ohio, began the collection of a 20-cent 
fare between New Philadelphia and 
U hrichsville on March 7. The former 
rate was 10 cents. The change in fare 
follows an application filed by the com
pany six weeks ago. The county grant 
expired at that time and March 7 the 
city g-rant at Uhrichsville expired. Ne
got iations have been going on for some 
time looking toward a new franchise, 
but so far no agreement has been 
reached. Patrons of the line paid the 
fare without complaint. Recently the 
company has been conducting an adver
tising campaign along the line show
ing the cost of carrying passengers. 
These figures indicated that a 20-cent 
fare was necessary. The distance is 
ten miles. 

Suburban Line to Increase Fare. -
J. F. Strickland, president of the Texas 
Electric Railway and also president of 
the Dallas (Tex.) Railway, a nnounces 
that fare on the Trinity Heights line, 
which consists of suburban service 
through the Trinity Heights addition 
to the city of Dallas operated over the 
lines of the Texas Electric Railway, 
will be increased. The present fare to 
Trinity Heights is 5 cents, the rate not 
having been increased when the fares 
in the city of Dallas were raised to 6 
cents. Although the Trinity Heights 
service is operated over the lines of 
the Texas Electric Railway the Trinity 
Heights cars traverse the tracks of the 
Dallas Railway down town and across 
the Trinity River bottoms to Oak Cliff, 
where they leave t he rails of the Dallas 
Railway for the Texas Electric Rail
way. The contract under which the 
service to Trinity Heights was estab
lished about two years ago has expired 
and a new contract must be negotiated 
with the Dallas Railway for the use of 
its tracks, a nd Burr Martin, vice-presi
dent and general manager of the Texas 
Electric Company, and Richard Meri
wether, vice-president and general man
ager of the Dallas Railway, are now 
negotiating for a new contract. The 
fare increase will be started at the time 
the new contract goes into effect. 
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St.earn Road Man Chosen 

I I 
F. H. Wilson of N. Y. C. Elected Presi-

personal Mentl•on dent of Cleveland, Southwestern & 
Columbus Railway 

Frank H. Wilson, for thirty-three ~==================================~ years connected with the New York 

Noted Engineer President 
W. S. Lee, Formerly Vice-Pres ident, 

Has Been Chosen to Head Piedmont 
& Northern Railway 

William S. Lee, Charlotte, N. C., has 
been elect ed president of the Piedmont 
& Northern Railway by the directors 
of that property. Mr. Lee, for some 
t ime vice-president, succeeds the late 
Z. V. Taylor. 

Mr. Lee is vice-president and chief 
engineer of the Southern Power Com
pany, Charlotte, N. C., a position he 
has held since 1905 when the company 
took over other power companies and 
purchased larger power rights. In this 
capacity, with the financial assistance 

"\V. S. LEE 

of J. B. Duke as president of the or
ganization, he has designed and con
structed eight hydro-electric plants and 
four steam stations with an aggregate 
capacity of 280,000 kva. 

It is rather interesting to note that 
Mr. Lee's first practical experience was 
as resident engineer with a small 
street railway in South Carolina, which 
later he left to take up work dealing 
with power generation. Now one most 
naturally associates his name with 
water-power development and electrifi
cation of industries in the South, where 
his leadership and engineering ability 
have accomplished marvels. 

Under Mr. Lee's direction, the Pied
mont & Northern Railway has been 
built up since 1911 so that now it is a 
system operating 130 miles of track. 
A high-speed interurban service is fur
nished, operated at 1,500 volts direct 
current from the Southern Power Com
pany's system. 

The standards devised by Mr. Lee 
through experience in pioneer design 
smd installation of power transmission 
equipment have been widely reflected 
in the practices of other large com
panies. 

About a year ago Mr. Lee established 
<, consulting eng ineering office in New 
York. He a lready had an engineering 
staff in Charlotte which now works in 
ronjunction with the New York office. 

Mr. Lee was born in Lancaster, S. C., 
on Jan. 28, 1872, and was graduated 
from the South Carolina Military Acad
emy in 1894. His early experience was 
with the Anderson Water, Light & 
Power Company, Anderson, S. C., where 
he was engineer in charge of the con
struction of the Portman Shoals hydro
electric plant. There he placed in serv
ice in 1898 the first 11,000-volt gene
rator to be in.stalled in America. His 
record a lso includes association with 
other power companies. Many of these 
companies have since been taken over 
by the Southern Power Company. 

R. W. Meade Resigns as President 
of Detroit Motorbus Company 
Richard W. Meade has resigned as 

president and general manager of the 
Detroit (Mich.) Motorbus Company. 
He formerly was president and gen
eral manager of the: Fifth A venue 
Coach Company, New York. Mr. 
Meade has been responsible for provid
ing in Detroit urgently needed motor 
transportation facilities by supplying 
a service similar to that whicli has 
proved so useful and popular in New 
York. The present scope of the sys
tem and the results of seven months' 
operation formed the basis of an article 
in the issue of the ELECTRIC RAILWAY 
JOURNAL for April 23. 

l\1r. Meade has made no definite plan 
for the future as yet, but he expects 
to remain in the bus business, in which 
he sees a great future . He will not, 
for the present at least, resume his con
nection with the Fifth Avenue Coach 
Company. 

Mr. Meade was formerly a street 
railway man, at one time having been 
connected with the Metropolitan Street 
Railway, New York, now the New York 
Railways, as assistant to the president. 
His previous experience also includes 
long service in steam railroading. 

H. M. Addinsell, Chairman of 
P. S. Securities Committee 

H. M. Addinsell , of Harris, Forbes & 
Company, has been appointed chair
man of the Public Service Securities 
Committee of the Investment Bankers' 
Association of America. Mr. Addin
sell, whose appointment was announced 
by Roy C. Osgood, president of the as
sociat ion , succeeds 0 . B. Willcox, who 
recently r esigned from t he board of 
g overnors. Pier repont V. Davis, of the 
National City Company, was appointed 
chairman of the Railroad Securit ies 
Committee. 

Central and Big Four Railroads, was 
elected on April 26 to fill the position 
of president and general manager of 
the Cleveland, Southwestern & Colum
bus Railway, Cleveland, Ohio. He will 
fi ll the vacancy created at the first of 
t he year by the resignation as president 
of F . E . Myers of Ashland, Ohio, to 
become chair man of the directorate. 

Mr. Wilson becomes general manager 
of the Cleveland, Southwestern & Co
lumbus Railway as well as the presi
dent because of the continued ill 
health of E. F . Schneider, general man
ager. Because of the condition of his 
health Mr. Schneider was g iven a three 
months' leave of absence, which is about 
to expire. Mr. Schneider says he be
lieves he can resume some sort of work, 

F. H. W ILSO N 

while the officers of the company feel 
t hat it will be necessary for Mr. Wil
son to act as general manager, although 
Mr . Schneider will be retained in some 
sort of a capacity. 

Mr . Wilson is a steam road man who 
came up from the ranks. He began his 
r ailr oad career in Indianapolis as a 
messenger boy for the Indiana, Bloom
ington & Western Railway in 1887. He 
spent the next sixteen years climbing 
from one position t o a nother in the 
service of the Big Four. 

Ten years ago he went to the New 
York Central lines as assistant general 
superintendent of the Lake Shore and 
Michigan Southern Railway, and four 
year s ago was promoted to the 
position of general super;ntendent of 
t he Cleveland district , embracing New 
York Central territory from Buffalo to 
Toledo and south. When Mr. Myers 
r esig ned Jan. 1 the directors appointed 
a committee to hunt for a man to take 
his place and on the recommendation of 
the committee the election was made. 

Otto Miller, of H ayden, Miller & 
Company, was elected a member of the 
board and made chairman of its execu
tive committee. 
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President Devlin Leaves Califor
nia Commission 

President Frank R. Devlin of the 
California State Railroad Commission 
on April 26 resigned his position on 
account of his desire to r eturn t o gen
eral practice of law, in which he had 
been previously engaged fo r eighteen 
years. Mr. Devlin formerly was dis
trict attorney of Solano County, Cal. , 
where he had also served as superior 
judge. H e was a member of the 1911 
California State Leg isla ture. Mr. Dev
lin succeeded E. 0. Edgerton as presi
dent of the commission when the lat
ter's term expired recently. Chest er H . 
Rowell replaced Mr. Edgerton on the 
Commission . 

H. Stanley Benedict of Los Angeles, 
an attorney and former member of the 
State Legislature, and an active mem
ber of the State Board of Control with 
offices in Los Angeles and Sacramento, 
has been appointed to member ship on 
the State Railroad Commission as a 
successor to Mr. Devlin. Mr. Benedict 
has been a resident of Los Angeles for 
35 years and has been prominently con
nected with state projects, offices a nd 
politics. 

Successful Mediator on California 
Commission Resigns 

After opening and for eight year s 
managing the Los Angeles office of the 
California State Railroad Commission , 
Miss Janet Converse on April 26 ten
dered her resignation to the Railroad 
Commission in San Francisco. That 
credit for the highly successful work 
of the commission in southern Cali
fornia is due Miss Converse was the 
finding of a committee which r ecently 
made a survey of that commission. She 
is now resigning to engage in business 
for herself in the field of industria l 
surveys and public relations. 

In the eight years Miss Converse ha s 
been in charge of the Ra ilroad Com
mission's work in southern California, 
she has adjusted more than four thou
sand informal complaints without a 
court hearing before the commission
ers. Her policy of inviting parties t o 
a dispute over public service to come to 
her office and there discuss the subject 
freely and openly has done much to 
promote proper understa nding bet ween 
utilities al}d r egulatory bodies a nd the 
public. Such conferences ha ve brought 
executives of the utilities in, direct 
touch with complainants. 

Absence of a standard of service f or 
street railways and other public utili
ties in many communities shows a n im
portant work which ca n benefi t both 
the public and the public utility com
panies, according t o Miss Conver se and 
it is to thi s subject she will devote her 
energ ies. E ach man in a city has a 
different idea of the service the street 
railway should render and a differ ent 
compla int to be made to r egulatory 
bodies. This situation presents many 
difficulties and can be met best by some 
organization or agency acting indepen
dently in a survey of conditions in com
munities where no standard exist s . 

Miss Converse was well experienced 
in organization work when she became 
secretary of the Southern California 
Railroad Commission, having had t he 
honor of directing the first woman 's 
political campaign in Los Angeles. 

Mr. Mathews Leaves B. R. T. 
Superintendent of Surface Roadway in 

Brooklyn Takes Li'ke Posi tion with 
Third Avenue Railway 

warned citizens to suppor t the lines 
or an advance to 9 cents would be
come effective in thr ee months. 

J. H. Libbey, who r ecently resig ned 
as eng ineer of power and electric lines 
of t he East ern Massachusetts Str eet 
Railway Compa ny, has become con 
nected wi th H . M. Haven a nd Willia m 
W. Crosby, engineers and architects, 
Boston, Mass. 

E . L. Mathews has res igned as super
intendent of surface roadway of t he 
Brooklyn (N. Y.) Rapid Tra nsit Com
pany to take up similar duties in th e 
maintenance org anization of the Thir d ' 
Avenue Railway, N ew York . 

Obituary~ 

H. S. Graham Before going to Brooklyn in 1908 Mr. 
Mathews ser ved some t en years as 
superintendent of construction for con 
tracting and eng ineering firm s in Balt i
more, Md., and was in charge of the 
rebuilding of a number of st reet r ail
way lines in that city. Later he was 
superintendent of construction dur ing 
the building of the Philadelphia & 
Western Railway, Nor ristown, P a. In 
1907 he made an ext ensive physical ex
amination of the street r a ilways in 
San Francisco for the firm of Newhall 
& Company, just prior to the m erger 
of a number of properties there. 

In 1908 Mr. Mathews organized the 
track department of the Coney Isla nd 
& Brooklyn Railroad, Brooklyn, N. Y ., 
a nd later became engineer of way and 
structure for that company, holding 
this position until the merger with the 
Brooklyn Rapid Transit System. En
t ering the way and structure depar t
ment of the latter company a s assist
ant engineer in charge of maintenance 
in 1915 he ultimat ely took over the 
active field direction of the surface 
maintenance with the title of super
intendent of surface roadway. 

State's Directors of Providence 
Railway Appointed 

Governor San Souci of Rhode Island 
on April 20 sent to the Senate the a p
pointments of Zenas W . Bliss, of 
Cranston, and George H . N ewhall , of 
Providence, as directors of the United 
Electric Railways, Providence, R. I. 

Mr. Bliss, who is cha irma n of the 
State Tax Commission, is now presi
dent of the temporary org aniza t ion of 
the trolley corporation. Mr. Newha ll , 
state bank commissioner, is the present 
treasurer of the t empor ar y company. 

These appointments ar e ma de by the 
Governor under the act incoroporating 
t he United Electric Railways, passed by 
the leg islature t wo year s ago which 
provides that ther e shall be two mem 
ber s of the board of director s repre
senting the st a t e. 

C. E. Hart has, been named cha ir
man of the Findlay (Ohio) Stree t Rail 
way Commission which took cha rge of 
the operation of the ca rs under a cost
plus form of franchise r ecentl y a p 
proved for that city. Eight-cent fa r es 
a r e in effect, but the commission 

Howard S. Graham, president of the 
Washing ton-Virginia Railway, Wash
ingt on , D. C., died on April 10. Mr. 
Graham was ver y active in public u til
it y wor k a nd was a lso a banker a nd 
broker of great energy a nd enterprise. 

He was probably best known as 
senior member of the banking a nd 
broker age firm of Grah am, P arsons & 
Company, with offices in both P hila 
delphia a nd New York. He had been 
actively engaged in this l ine of business 
fo r many years and his equitable busi
ness policies and integrity of purpose 
had secured for him a warm and sin
cere fri endship in the various walks of 
life. 

Hardin H. Littell 
Hardin H. Littell , seventy-one year s 

old, form erly gener al manager of the 
Louisville (Ky.) Ra ilway, died suddenly 
on Apr il 28 a t his home in Buffalo , 
N. Y ., wh ere he had been p resident and 
gener al ma nager of the Buffalo Ra il
way. He was one of the or ganizer s and 
t he fi rst president of the American E lec
t r ic Ra ilwa y Association a nd was recog
nized as one of the most capable rail
wa y men of America. 

Entering the service of the Louis
ville Railway when 17 years old, Mr. 
Littell rose r apidly t hrough merit of 
his ability. H e resigned in 1891 to 
become head of the Buffa lo car system . 

Born in Cor ydon, Ind., Mr. Littell 
a t tended the country schools of Harri
son County until 12 years old. He 
began his business career as a clerk in 
a drygoods store, later going with a 
jewelr y store. 

In 1864 Mr. Littell became office boy 
in the office of the la t e Gen. J. T. Boyle, 
who fi rst successfull y organized a 
st reet car system in Louisville. At the 
age of 22 Mr. Littell was made super
in tendent. After leaving Louisville Mr. 
Littell served as president of the Buf
fa lo, Bellevue & Lancaster Railway and 
president of t he Cincinnati (Ohio) In
clined P la ne Rai lway. 

He was one of t he larg·est stockhold
ers in the Louisville Rail way Company 
a nd served as a director until the man
agement was ch anged a year ago. He 
retired from business some years ago 
following t he sale of the Buffalo Rail
way t o t he Internat ional Traction Com
pany. 
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Spring Buying of Rail Bonds 
for Maintenance 

Large Producer Reports Demand 
Ahead of Last Year; Others 

Find Less Activity 

Although one of the largest rail bond 
manufacturers reports a demand that 
on the whole is normal and perhaps 
even a little . heavier than last year, 
other producers do not find the market 
especially active this spring. One 
factor in the buying that is noted by 
all interests is that electric r ailways 
are not stocking rail bonds heavily ancl 
are ordering almost entirely for main
tenance work rather than on behalf of 
new tra ck construction. 

,Vhereas most producers, however, 
:=:ta te that maintenance buying is down 
to the lowest possible minimum, the ex
ception heretofore noted repo1ts that, 
inasmuch as repai rs to bonds and other 
track equipment have been neglected so 
muc-h in the past, there is a large 
amount of work that absolutel y has to 
be clone this year. Ra il bond business 
so far a s c-oal mines are concerned is far 
below normal, for with the present 
slack operating conditions in the soft 
coal industry buying from that source 
is light. 

Stocks of the finished product are 
not uniform. Some producers have 
g ood stocks on hand and can make im
mediate shipments, but several others 
do not follow a policy of stocking as a 
general rule and hence are quoting de
liveries of one to three weeks. Produc
tion is cmta iled at present, though at 
least one of the leading manufacturers 
is proceeding to build up a sizable 
stock. This action may possibly be in
fluenced by the steadiness of copper 
prices which have shown some tendency 
to firm slightly. 

Rail bond prices have not changed 
since the first of last December, when 
an increase of 5 points in the discount, 
following several previous recessions 
from the peak price, brought the quoted 
discount to its present level of 25 per 
cent. The opinion is generally ex
pressed that prices have reached bottom 
in view of the position of the copper 
market. 

Steel Corporation Announces 
Wage Reduction 

The United States Steel Corporation, 
through J udge E. H. Gary, on May 3 
announced a wage reduction of 20 per 
cent, effective May 16, in the pay of day 
laborers at the manufacturing plants. 
Since the reduction in price of steel 
by the corporation a few weeks ago, 
the question of a wage reduction has 
been thought by the trade to be merely 

a matter of weeks. Announcement is 
a lso made of a r eduction in the hours of 
production per clay. In some depart
ments the twelve-hour day has been 
abandoned and efforts are being put 
forth to extend this to a ll departments 
before the year is out. Other milla 
have experidiented with the 8-hour day 
innovation with satisfactory results. 

Trolley \Vire Production at 
50 per Cent of Capacity 

Though P resent Buying Is Only for 
}laintenan ce, Producers Are Hopeful 

of Improved Demand Soon 

Conditions in the market for trolley 
wire are apparently uniform with vir
tually all pr oducer s. The general prac
tice is to cut overhead to a minimum 
and wait for business to open up. 
Accordingly operation in most cases is 
at only 50 per cent of capacity, this 
c- urta ilment being accomplished by oper
ating but three days a week in some 
cases a nd by reducing labor forces in 
others. 

Despite this reduced output stocks of 
trolley wire with those producers who 
normally carry a surplus supply, a r e 
in ample shape to make immediate 
shipment on such orders as are coming 
in. Many producer s, especially of plain 
copper trolley wire, do not usually 
stock their product, and in these in
stances orders can be filled in about one 
week. 

Buying is only for repairs and light 
at that. Producers report that electric 
railways are not stocking trolley wire 
t0 any extent, in fact , because of the 
delivery situation this is not necessary, 
and as there are few if any new exten
sions under way, orders cover only 
essential maintenance needs and noth
ing more. There is general optimism 
expressed by wire manufacturers, how
ever, that an improvement in business 
in this line is not too far distant. 
Although the spring is normally the 
buying season for trolley wire there is 
a general view that starting with the 
summer better buying will be felt. The 
basis for this optimism is largely the 
good potential market and the pos
sibility of relief from the pressing ques
tion of labor readjustments in the in
dustry. 

Prices of trolley wire have held 
steady for quite some time and in view 
of the low position of copper with its 
slight tendency to firm in price recently, 
it seems questionable if quotations can 
go much, if any, lower. Producers are 
generally quoting on a 15-cent base 
though one manufacturer whose prod
uct is not all copper is on a 14~ cent 
base. 

Manufacturers Have Low 
Stocks of Turnstiles 

Railways Have N ot Entered Market, but 
Good Demand from Amusement 

Parks Has Reduced Supply 

Prices of turnstiles are still virtually 
at the peak level of last year, producers 
report. The chief item in the cost of 
manufacture is labor, and labor costs 
in this field, it is stated, are no lower 
except as greater efficiency of work
men serves to reduce expenses. The 
price element is not thought to be an 
important factor in the light buying of 
turnstiles this spring, however, as there 
is said to be little likelihood of any 
decrease in price being made this year. 

The m ain factor in the market is the 
fact that electric railways have not the 
money to make new extensions such 
as building stations and terminals where 
turnsti les would be used. There is some 
buying of repair part s of course but as 
t here is never much call for replace
ments of the finished product the mar
ket this spring falls far below that of 
other years. On the other hand, a 
·g ood demand has resulted from pri
vately-owned amusement parks and 
this has either cleared out manufactur
ers' stocks or reduced them to very 
low levels. 

The g eneral policy now is not to stock 
turnstiles. Consequently, some pro
ducers are turning out this product only 
on order while others could produce 
twice as many machines as at present, 
if it were necessary. Deliveries are 
r.ot from stock, for the good reserve 
supply that was built up during the 
past winter has been exhausted, but at 
the same time shipments can be made 
promptly. Inasmuch as turnstiles are 
largely a seasonable spring product, 
there does not seem much prospect that 
the market will open up very much 
later this year. 

Toronto Places $1,270,000 Order 
for New Cars 

The Toronto Transportation Com
mission, which will have jurisdiction 
over the operation of the Toronto Rail
way system when the franchise expires 
next September, at a meeting on April 
26 awarded a contract to the Canada 
Car & Foundry Company, Montreal, for 
100 motor and 60 trailer cars amount
ing to about $1,270,000, exclusive of the 
electrical and air-brake equipment. It 
is expected the latter equipment will be 
purchased either from Canadian or Brit
ish firms or possibly both. Bids on the 
car bodies were received from several 
car manufacturers in the United States, 
but when exchange rates were taken in-
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to consider a tion t he bids submitted were 
not cons idered favor a bl y. 

The cars will have a ll -st eel bodies. 
The motor cars will be 51 ft . 8 in . long 
a nd 8 ft. 6 in . wide while th e trai lers 
w ill be 49 f t . long a nd the same wid t h 
as the motor cars. The seating capac
it y of t he m otors will be 57 pa ssengers 
and the trailer s will seat 61. General 
Manager H . H . Couzens states t hat a 
subst a ntial number of the cars w ill be 
delivered by th e fi rst of next September. 

The seats will be of wpod en slats; 
w indows of pla t e-glass and th e lower 
panels in the doors of wired g lass. 
The price fo r both types is cons ider
ably below the orig ina l fi g ur es r eceived 
py th e Commission . Th e first es tim ates 
were about $27,000, a nd it is expected 
t hat the cars will be placed in service 
next fa ll a t a fi nal cost of between 
$17,000 and $18,000 each . Thoug h the 
contract has been a warded, t he Trans
portat ion Commission; to comply w ith 
the law, m ust submit the specifications 
a nd design for . the a pproval of the 
Ontario Ra ilway and Municipal Board. 
This _will be done immediately. 

Electrification Planned in Jamaica 
A $10,000,000 project for the elec

trifica t ion of t he Government Ra ilway 
is planned by the Jama ican Govern'
ment , a ccord ing to the Tiin es T rade 
Supplement, London. Of this a mount 
it is said t he pipe a nd conduit lines will 
cost about $2,000,000, on wh ich a 5 per 
cent saving can be effected by buying 
from the U nited States. Seven subst a
t i.ons at a cost of $800,000 are sug
gest ed, w hile trolley wire, feeders , 
transmission and communication lines 
w ill t otal $4,000,000. T wenty-one elec
t ric locomotives are estimated at 
$1,250,000. 

Stock Deliveries of Metal 
Culverts 

Railway Buying Small Co mpared with 
Highway Demand-Prices Drop 35 

t o 40 per Cent This Year 

Demand for m et a l culverts with bot h 
steam and electric railways does not 
shape up ver y large in compar ison with 
the general culvert business, producers 
r eport. Some inquir ies are received 
and a f ew order s a r e being placed, and 
t hough even t his spring the raiiway 
demand is probably better than has 
been the case fo r the past few years, it 
is by no means u p t o t he old standard 
of before t he war. Culvert manufac
t urer s apparently believe that a large 
potentia l market exis t s in the railway 
field, however, as some of them are 
do ing considerable circularizing and ad
vertising th ere. 

At t he beg inning of this year the 
culvert business looked good in view of 
prevailing lower prices, better railroad 
faci lities, improved operating conditions 
and quicker deliveries. Since then there 
seems t o have been a general slowing 
down of bu ying , thoug h the demand 
from highways still causes tot al sa les 
to ho ld up to about normal volume if 
we eliminat e from consider ation t he 
abnormal demand of last year. P r o
ducers are quite generally optimist ic 
t hat t he present year on th e whole will 
yield g ood results. Extensive r oad 
building programs are u nder way 
t hroughout the country, t hough the 
work is t emporarily set back awaiting 
a new congressional appropriation fo r 
Federal aid in road building. 

Little possibility is seen that deliver
ies will be in anywise pushed for long 
to come. St ocks of fini shed culvert s a r e 
being kept up well so that immediate 

sh ipment s can be quot ed on st andard 
materia l at pr esent, wh ile sheet mills 
are keen for business and compete with 
each other in giving culvert m anufac
turers prompt shipm ents. There is 
likewise considerable competit ion among 
culvert producers for la r ge orders , even 
for t hose which yield only a small mar
gi n so tha t plants may be kept running 
at the pres~nt nor mal rat e of operation. 

Prices in this market are decr easing 
in a n orderly way commensurate with 
t he drop in mat eria l costs. A repre
sentat ive producer who increased prices 
fro m 15 to 25 per cent during 1920 has 
lower ed quotations from 35 to 40 per 
cent thus far t h is year. In general 
culvert prices are on a ver y r easonable 
basis compared with pre-war prices. 

Rolling Stock 

The Uni t ed Railwa ys and Elect ri c 
Compan y of Baltimore, l\ld. , on Apr il 
25 placed an order with th e J. G. Brill 
Company fo r t en safety car s. 

?llun icipal Railwa y of San Franci sco, 
Cal., is making fi nal arrangements t o 
purchase thirtY. light-weight, single
t r uck, center-entrance str eet car s. They 
will be 29 ft. long, will weight 13 tons , 
a nd will be equipped with two 50-hp. 
motors. 

Worces ter (l\lass.) Con solid a ted 
Street Railway Compan y is equipping 
twen ty of its r egula r double- truck cars 
for one-man operation. The ca r s , which 
a r e being refitted in the company's own 
shops, will not be equipped with st a nd
a rd safety devices . A manual door con
trolling handle and an original safety 
device for passengers to r elease the car 

. doors by pulling a lever if neces sary, 
a r e being inst a lled. 

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 p er lb ................ .... . .. . 
Zinc, cents per lb . .................. ...... . 
Tin, cents per lb .. . ................ .... . . . 
Aluminum, 98 to 99 per cent, cents per lb ... . 

Mar. 30, 1921 
12 . 75 
15 . 00 

4.10 
41. 00 

5. 15 
29.37 
28 . GO 

M ay 4, 1921 
12.62½ 
14 . 50 
4 . 75 

41. 00 
5 . 45 

3 I .87½ 
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, C hicago, per gross ton . . . 
Steel rails (short) C hicago, p er gross ton . 
Steel rails (rerolling), Chicago, gross ton . . 
Machine shop turnings , C hicago, net ton. 

Mar. 30, 1921 
9 . 50 to 10.25 
7.00 io 8.50 
5 50 to 5 75 
2 . 87 to 3. 00 
4.00 to 4.25 
3. 25 to 3. 50 

1 4. 50 to 15 . 00 
13. 50 to 14. 00 
12.00 to 12 . 50 
12 . 00 t o 12 . 50 

5 . 50 to 6 . 00 

ELECTRIC RAILWAY MATERIAL PRICES 

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

Weatherproof wire base, N ew York , cents 
per lb . . .. ........ .. . .. .... .. .... . . . 

Standard Bessemer Steel Rails, per gross 
t on . ... •......•..•...•. . .......... . 

Standard open hearth rails, per gross ton . . 
T -ra il , hi~h (Shanghai), per gr oss ton, 

f.o.b. m ill. .. . ... . .......... . .. ... .. . 
Rails, girder (gr ooved), per gross ton, 

f.o.b. mill ......... . ..... . . . ... ..... . 
·Wire nails, Pittsburgh, cents per lb . ..... . 
Railroad spikes, d r ive, Pittsburgh b ase, 

cents per lb ......... .. . .. .... ..... .. 
Tie p lates (flat type), cents p er lb ..•.... 
Tie plates (brace type), cents per lb .... . . 
Tie rods , Pittsburgh base, cents per lb .. . 
Fish p lates, cents per lb . .... . .. ...... . . 
An~Ie bars, cents per lb .. . .... . ..... .. . 
R ail bolts and nuts, P ittsburgh b ase , 

cents per lb .. .. . ......... . ... .. . ... . 
St eel bars , Pittsburgh , cent s p er lb ..... . 
Sheet iron, black (24 gage) , Pittsburgh, 

cents per lb .. .. .. .. ... . ............ . 
Sh eet iron, galvanized (24 gage) , Pitts-

burgh, cents per lb .. . . . . . ..... . .... . 
Galvanized b arbed wire, Pittsbu rgh, 

cents p er lb ..... . ..... .. . ... . .... . . . 

l\Iar. 30 , 1921 

16. 50 

17.5 0 

45 . 00 
47 . 00 

3 . cici t~ ·3 25 

3 . 65 
2 . 75 
2 75 
6. 00 
2 75 
2. 75 

5. 00 
200 to 2.35 

3 70 to 4. 20 

4 55to 5.25 

3 85 to 4. I 0 

;\lay. 4, 1921 

16 . 00 

15 .50 

45 . 00 
47 . 00 

. 3: i5 
3. 40 
2 . 75 
2 . 75 
6.00 
2. 75 
2 . 75 

4. 50 
2. I 0 

3 . 85 

4. 55 

4 . IO 

Ma, . 30, 1921 
Galvanized wire, ordinary, Pittsburgh , 

cents per lb............ . ... . ........ 3. 70 t o 3. 95 
C ar window glass (single strength), first 

three bracket s, A quality, New York, 
discount* ...... .. ... . .. . .. .. ...... . . 

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

Car window glass (double strength, a ll 
sizes, A quality), New York, discount . . . 

Waste, wool, cents per lb ... . •... .. .. . ... 
Waste. cotton ( 100 lb. bale), cents p er lb. 

Whi te .. • .......... . .. .... .. ... .... 
Colored .. .. . . .... . . .. . ... •. • •••• ··· 

Asphalt, hot ( 150 tons minimum), per 
ton delivered . .... . .. ... .. . . . ...... . . 

Asphalt, cold ( 150 t ons minimum, pkgs. 
weighed in), per t on ... .. ... . . ... .. . . . 

Asp halt, fi ller, p er ton ........... .. .... . 
Cement, New York, per bbl. .......... . 
Linseed oil (raw, 5 bbl. lots), New York, 

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

per gal. ...... . .................. •·· 
W hite lead ( 100 lb. keg), New York , 

cents per lb . . ...................... . 
T urpentine (bbl. lots), New Yor k, per gal. 

9 
7 

77% 

77% 

79% 
I I to 17 

00 to 13 . 00 
00 to I I. 00 

40 00 

36 . 00 
36. 00 

3. 50 

.68 1 o . 70 

. 70 to . 72 

. 13 

.54 

* T hese pricesar ef.o.b. works, with boxing chargeR extra. 

;\lay 4, 1921 
10 . 00 to 10.50 

7 .50 to 8.00 
5 .50 to 5.75 
2 . 87 to 3. 00 
3. 75 to 4 .00 
3.75 to 3.90 

14 . 00 to 14.50 
13 .50 to 14.00 
13 . 00 to 13 . 50 
12 . 50 to 13. 00 
5 . 00 to 5. 50 

!\l ay. 4, 192 1 

3 . 70 

82 1., 

83% 
I I t o 17 

9 00 tc 13 . 00 
7 00 to 11. 00 

33. 00 to35. 00 

33.00 t o 36. 00 
36. 00 
3.20 

. 63 

.65 

. 13 
.I.J7 to .68 
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Recent Incorporations 

Texas Interurban Railwuy, Dallas. 
Tex.-The Texas Interurban Railway of 
Dallas, Tex., has been granted a char
ter by the Secretary of State at Austin. 
This is the company organized by the 
Strickland interests for the building of 
an interurban line from Dallas t o Ter
rell, under the commitments made in 
the charter granted by the city of Dal
las in 1917. The company is capitalized 
for $2,500,000, and the purpose as given 
in the charter is to construct and oper
ate an electric interurban line from 
Dallas to Terrell, Tyler, Greenville, 
Paris and Denton. The incorporators 
are J. F. Strickland, C. E. Calder and 
C. W. Hobson. Other directors are: 
R. L. Thornton, Dallas; Walter Allen, 
Terrell; L. E. Griffith, Terrell; L. J. 
Rodney, Forney; J. C. Rugles, Mes
quite; Schuyler Marshall, Mesquite. J. 
F. Strickland, president of the com
pany, said that only the Terrell line 
would be built now, but that the com
pany later may undertake the construc
tion of other lines as provided for in 
the charter. 

Track and Road way 

Company expects to build a new car 
line which will extend from Indiana 
Street out Sixth or Seventh Street to 
connect the city with residential sec
tions now without service. 

Dallas-Wichita Falls (Texas) Inter
urban.-Early construction of the Dal
las-Wichita Falls Interurban line has 
been abandoned, due to inability to 
finance the line at this time. This ac
tion is being taken now that the Dallas 
Railway has already begun construction 
on the Dallas-Terrell line under com
mitments made in the 1917 charter. 
The plan was to have the Dallas Rail
way build the line to Wichita Falls in 
lieu of the shorter lines for which it 
was committed. Under the preliminary 
financing details, a fund of $1,000,000 
was raised in Dallas and $500,000 in 
Wichita Falls. The General Electric 
Company then agreed to donate an 
equal amount and $4,500,000 first mort
gage bonds was to be sold. Promote1·s 
of the line failed to dispose of the first 
mortgage bonds. Funds collected in 
Dallas and Wichita Falls are now being 
returned to the donors by Wiley Blair 
of Dallas, chairman of the interurban 
committee. 

Power Houses, Shops 
and Buildings 

Cleveland (Ohio) Railway. - The 
headquarters of the Cleveland Railway 
are now located in the new Hanna 
Building, Euclid Avenue and East 
Fourteenth Street. 

Lawton Railway & Lighting Com
pany, Lawton, Okla.-Extension of the 
car lines of Lawton, Okla., to Fort Sill 
and Medicine Park is proposed by the 
Lawton Railway & Lighting Company, 
according to announcement by B. S. 
Stephens, its president. The proposed Henryetta, Okla.-R. D. Long, former 
extension will pass through the mili- manager of the Muskogee (Okla.) Elec
tary reservation of Fort Sill and ex- tric Traction Company, is attempting 
tend about nine miles beyond to Medi-· to finance a mammoth power plant pro
cine Park, which is fast becoming "the posal with a network of interurbans 
playground of Oklahoma." Plans for connecting Oklahoma City with Henry
financing the extension, which will cost etta, Okmulgee and Muskogee. He is 
about $300,000, contemplate the sale supposed to have the assurance of East
of $60,000 of 7 per cent bonds of the ern capital to insure completion of his 
present company to the people of Law- plans. The proposed power plant is to 
ton, and when this is done St. Louis be located at Henryetta , in the heart 
capitalists have promised to carry the of the coal producing section of the 
project through by advancing the $240,- state. The proposition is to supply 
000 remaining. Construction of the most of the cities and towns of east
line will begin as soon as the financial ern Oklahoma with power from this 
details are completed. plant. 

Dallas (Tex.) Railway.- The question 
of forcing the Dallas Railway to com
ply with commitments made when the 
charter was granted in 1917, for the 
building of a double-track concrete via
duct across the Trinity River bottoms 
for the Oak Cliff lines, is being agitated 
by the Oak Cliff Commercial Associa
tion. The traction company soon after 
the franchise was granted constructed 
a portion of the viaduct, that portion 
over the tracks of the steam railways, 
t hus eliminating a dangerous grade 
crossing, but building the rest of the 
viaduct was delayed on account of the 
cost of material. The traction company 
has done no further work toward the 
building of the viaduct, and the Oak 
Cliff citizens are growing restive and 
want immediate action. 

Wichita Falls (Tex.) Traction Com
pany. - The Wichita Falls Traction 

Trade Notes 

The Franklin Railway Supply Com
pany, Inc., has moved its New York 
offices from 30 Church Street to 17 
East Forty-second Street. 

The Connecticut Blower Company, 
Inc., Hartford, Conn., contemplates the 
construction of a manufacturing and 
foundry building, for which plans have 
been prepared. The cost is estimated 
at $62,500. 

The Johnson Fan & Blower Company 
has been organized, with headquarters 
at 115 South Clinton Street, Chicago. 
A. J. Johnson, formerly assistant gen
eral manager of the Ilg Ventilating 
Company, Chicago, is at the head of the 
new concern. The company will manu
facture ventilating fans and blowers. 

The American Forge & Manufactur
ing Company, 2433-41 West 48th Street, 
Chicago, has announced its readiness to 
supply copper forgings of all sorts, 
those for motors and motor control ap
paratus being its specialty. Production 
was started Oct. 1, 1920, and according 
to the announcement has reached the 
point where all orders can be filled. 

The Eureka Stone & Marble Com
pany, 179 West Maple Street, Colum
bus, Ohio, has been incorporated in the 
State of Ohio at $350,000 to take over 
the assets, good will, contracts and all 
other manner of business of the Eureka 
Marble & Tile Works Company, at the 
same address. Standard moisture-proof 
switchboard will have a special space 
and the company hopes to double its 
output in their manufacture. 

The Black & Decker Manufacturing 
Company, Towson Heights, Baltimore, 
announces that its New York branch 
office, formerly at 141 Broadway, is now 
in the Printing Crafts Building, Eighth 
A venue and Thirty-third Street, where 
a service station with stocks is also lo
cated. The Detroit branch office has 
been removed from 19 Selden Avenue to 
27 Watson Street. The Atlanta branch 
office is now at 1508 Candler Building, 
where Thomas W. Peters, branch man
ager for the Southern territory, will 
make his headquarters. 

New Advertising Literature 

Engineering. - Warren D. Spengler, 
engineer, Hanna Building, Cleveland, is 
publishing a series of "Engineering 
Service Talks." 

Foundry Sand Cutter.-The Whiting 
Corporation, Harvey, Ill., is distributing 
a four-page folder describing its motor
driven sand-cutting and screening ma
chine for use in foundries. 

Signals.-Magnetic Signal Company, 
Hellmann Building, Los Angeles, Cal., 
has issued an illustrated bulletin en
titled "Safety With Economy," show
ing the principles and method of appli
cation of its magnetic "flagman." 

Flexible Cords and Cables.-The Sim
plex Wire & Cable Company, 201 De
vonshire Street, Boston, has developed 
solid-rubber-covered reinforced two
conductor and three-conductor portable 
cords and cable for heavy duty. 

Track Grinding Machines.-Railway 
Trackwork Comp any , Clementine, 
Thompson and Mercer Streets, Phila
delphia, has recently issued a loose-leaf 
bulletin on railway track equipment, 
g iving detailed illustrated descriptions 
of reciprocating and rotary rail grind
ers. 

Regulation.-"Progress in Regula
tion" a brief resume of the present 
trend of opinion among the regulating 
bodies, is being circulated by Harris, 
Forbes & Company, New York. An 
account is given of the increases in 
rates awarded to public utility com
panies and extracts are published from 
decisions of commissions in several 
states. 




