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To Indianapolis e RS
for the Midyear Conference

T IS indeed a fitting tribute to Pres}dent Robert L.

Todd that the association has dec1ded to hold the mid-
year conference in Indianapolis. ‘As a mattér of- fact
it appears that no other city was considefed or even
proposed.

The decision is wise from another viewpoint, for
Indianapolis is the center of a large interurban rvailway
activity; in fact, more interurbans radiate from there
than from any other one point, and the program for
the meeting contemplates a substantial treatment of the
problems of this part of the industry. It is a typical
mid-Western city, easy of access to all electric railway
men. It has accommodations which are ample and it
can be assured that the dinner in all its aspects will not
only satisfy but please.

Another point as to this midyear conference. It is
going to be a real conference on the live questions of
the day. Those who attend—and a record attendance is
predicted—must come prepared not to listen to speeches,
but to take part in active discussion of the subjects be-
fore the meeting.

Remember the date—Tuesday, Feb. 28. Headquarters
will be at the Claypool Hotel.

The Tax Exempt Bond
Given Another Blow

NE of the many admirable features of President

Harding’s message to Congress on Tuesday of this
week was the telling blow delivered against the tax
exempt bond. “I think,” said President Harding, “our
tax problems, the tendency of wealth to seek non-
taxable investment and the menacing increase of public
debt—federal, state and municipal—all justify a pro-
posal to change the constitution so as to end the issue
of non-taxable bonds.” Senator Smoot and Representa-
tive McFadden already have proposed such an amend-
ment in the two houses of Congress.

The President does well to call the attention of Con-
gress and the public at large to the uncontrollable drain
upon the available capital of the country this class of
security is causing. The income tax is apparently here
to stay and properly so. This makes it all the more
necessary to remove any obstacles from the proper levy-
ing of the income tax, not only in the interest of equity
between individuals but for the even greater purpose
of providing for the general good of all.

Some tax experts hold that a constitutional amend-
ment is not necessary to effect a change in the law
as the provision of the federal constitution which is
supposed to exempt municipal, county and state bonds
has never been officially construed to have that effect
by the United States Supreme Court. Whether this
view is correct or not the effect of the exemption now
made is undoubtedly injurious. To use President Hard-
ing’s own words: “The drift of wealth into non-taxable
securities is hindering the flow of large capital to our
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industries, manufacturlng, agg;&u{tur‘al and carrying,
until we are discouraging the very ~ activities which
, make our wealth.” This is particularly and poignantly
true in the public utility field with its regulated and
limited rate of return. -

As has been urged in these columns before, the elec-
tric railway industry has a peculiar interest in this
problem. Railway men should take every possible
legitimate step to bring the matter forcibly to the atten-
tion of senators and representatives by individual effort.
It is sound business for the nation, and it will assist
railways directly in the search for new capital.

How the Pass System

Differentiates the Passengers

HE pass system as employed at Youngstown, Racine

and some other cities is such a novel departure
from previous methods of fare collection that its effects
are now only beginning to be understood. Considerable
has been published in regard to methods of its installa-
tion, basis of charge and effect on riding, but there are
other points in connection with it which as yet have
hardly been discussed.

Under the customary flat-fare system of this country

" the street railway’s contact with the patron is so fleet-

ing that practically nothing is known of his habits
unless a traffic survey is deliberately made for that
purpose. In a general way, it is known that weather,
degree of employment, amusement and shopping activ-
ities have a bearing on the ups and downs of the travel,
but there are no simple bases for figuring how much
each class of riders, such as holiday, short-haul, off-peak
and rush, is affected by different factors. Foreign dis-
tance-fare roads are much more fortunate in this
respect as their returns tell them the fluctuations in
traffic according to fare paid by each class of rider.
Also where, as in London, a special low rate is granted
for off-peak hours (10 a.m. to 4 p.nd.) still further data
of value are obtained by the management on the travel
habits of its customers.

An equally interesting differentiation of passengers
is being furnished by the operation of unlimited-ride
weekly passes. In Racine, where this pass has been in
use since August, 1919, sufficient evidence has accumu-
lated to prove that pass purchasers are the most depend-
able class of riders. In late months the revenue from
cash and token riders has dropped 25 per cent or more,
in comparison with the same months of the year before.
On the other hand, the revenue from the pass riders
has shown increases as high as 10 per cent. From this
it is fair to assume that the average pass purchaser
is a more provident or prosperous type than the other
passengers; also that a part of his riding is compulsory.
He does not have to take the four rides a day, which
he actually averages, but he does have to take more
than sixteen rides a week to come out even on his pass.
If it is assumed that two of the four rides per day are
taken in the rush hours the other two rides necessarily
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come during off-peak periods, when the company would
prefer to supply them.

Further differentiation is afforded by the operation
of the pass at Youngstown, Ohio. Within a period of
seven weeks the pass sales have increased 50 per cent.
During this time there was only one noteworthy setback
in sales despite much greater fluctuations in the sales
of cash and ticket transportation. This was during
election week. It seems that when a holiday comes early
in the week 2 to 3 per cent of the pass buyers reckon
that they will save by buying their rides at.retail that
week. On the other hand, the earnings from the other
classes of passengers went up during the very same
week, as these classes may have been increased by elec-

tion excitement, holiday games, good weather, ete. In,

general, however, the revenue from the pass riders is
the most dependable from week to week and month to
month. A pass buyer has paid for his transportation
for a week in advance and therefore is more inclined
to ride on each and every occasion, and to use the cars
only. If he does stay home the railway loses nothing.
This is not the case where people buy one car or jitney
ride at a time.

When the pass became effective at Youngstown, it
was found that the chief inroads were in the sales of
tickets at six for 50 cents or at 8} cents each. The
number of 9-cent cash-fare riders was affected so little
by the pass that after a few weeks there were as many
cash riders as in the weeks just preceding the pass.
About one-third of the ticket riders seemed to have
become pass riders, but owing to the general increase in
the business of the Youngstown Municipal Railway the
ticket sales after a few weeks were only one-sixth be-
low the old figures. In the meantime, the pass was
building up a new source of revenue that is now about
one-fourth of the total gross.

Naturally, the recapture of riders who had been using
the jitneys makes it impossible to say what proportion
of each class of the present riders was originally car
or originally jitney. Probably a certain number of
jitney riders went directly from cash-fare jitney to
pass-fare car. It is also probable that the number of
cash-fare and ticket riders has been increased by the
fact that a person accompanying a passholder, as in
going to a theater, would also use the cars and make a
one-time payment for riding on the same. Neverthe-
less, there is one outstanding deduction, namely, that
despite the extremely liberal rate for the pass ($1.25
a week) about one-half of the original pre-pass clientele
should continue as cash-fare customers. Improvidence
or poverty cannot account for much of this. What is
far more probable is that many of these riders are so
situated that they do not have to use the cars recularly
twice a day.

From this it would seem clear that in any large city
there are a great many people so close to their work that
they do not have to ride unless they choose to. ‘When
some occasional town-edge affair like a football game
occurs a number of these people are attracted out of
their usual orbit and become riders. They are also the
people who change from walking to riding when the
weather is disagreeable. If business from this special
element is to be increased the attraction must lie in a
short-haul fare rather than in a pass. The principle
of good business is not only to make a reduction to the
wholesale purchaser who buys more than he actually
needs but also to provide an inducement for that class
which ordinarily has no need for transportation service.

Expenditures for Publici‘ty
Fully Justified

EVERAL times recently expenditures made by elev

tric railways for advertising and publicity purposes
have come under public scrutiny. The concern just
at this time is not with the question of whether these
particular expenditures were ill advised or not com-
mensurate with the results attained, but rather with
the general policy back of such expenditures. Adver-
tising and publicity are generally accepted as proper
charges to doing business in all lines of merchan-
dising, and in the electric railway business they
are as much a part of the expense for developing
traffic as the printing of time-tables, the maintenance
of comfortable cars or a great many other ways of
gaining passengers which come to mind. Money, of
course, can be unwisely spent in advertising, but that
is true also in the other ways mentioned.

All publicity, whether for more traffic or higher
fares or to stimulate good will, is special pleading in
the sense that it is an effort to sell at a profit some-
thing which the advertiser possesses or to acquire
something he wishes to gain. While there may be
some reason in specific instances to question the total
of expenditures for publicity by electric railways,
there can be no question about the right of any com-
pany to go before the public direct with the story of
how much riders are getting in return for the fare
they pay and how well their interests are being look
after by the company they patronize. The expenditure
is also a proper one that has for its purpose contro-
verting statements made publicly that serve only to
vilify a company and destroy good will which the
company is constantly seeking to keep and to increase.
Who, for instance, would be rash enough to attempt
to place a monetary value on the output of the cre-
ator and perpetrator, if you will, of Pheebe Snow?
And who would say, whatever the cost may be to the
Lackawanna Railroad of its advertising, that the ex-
pense of the company in this connection is not a
merited one! The good will of the public is no less
important to a railway than it is to the store selling
general merchandise. Nowhere does the purchaser
get more for his money than he does in buying electric
railway transportation.

Exchange Not the Only

Ruling Factor in Export
“HTH the low exchange rate existing abroad a

considerable handicap must be overcome by our
manufacturers in export trade. In the countries
where the low exchange rate exists, the apparent
cost of American manufactures seems increased in
direct proportion with the rate of exchange between
that country and America. In countries with a more
nearly equal exchange, manufacturers here are
brought into direct competition with those in the low
exchange countries. It has been said that the chief
advantages on which the manufacturers of this country
must rely are ingenuity and low cost due to mass
production.

Fortunately for the home manufacturers of the
electric railway equipment, both of these factors are
present in that industry. There is no country in-the
world which at all approaches the United States in
miles of track or number of electric cars in operation.
The manufacturers of essential maintenance parts
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used in electric railway service can therefore be con-
ducted in this country on a scale far beyond that
possible in any other. The same condition naturally
stimulates the improvement of equipment. The mar-
ket is so large that inventive genius is encouraged.
Another incitement to improved equipment is the
readiness with which American operators will discard
what they have if the savings from the new machinery
are sufficient to amortize the scrapped parts within a
reasonable time.

For these reasons export business in electric rail-
way lines is not so hopeless as the rate of exchange
would suggest. As the need for railway equipment
throughout the world grows, this country should sup-
ply a goodly part of that required.

The Motor Bus
for Owl Service

HAT motor buses for complementary and supple-

mentary service in connection with electric railway
lines are a practical proposition seems to be pretty well
demonstrated by this time. That being the case, it is
worth while examining all possible wayvs in which the
buses, once secured and placed in service, may be used
to the maximum advantage. One way which is sug-
gested is that they be used for all-night service. The
furnishing of owl service has proved to be a pretty
burdensome problem for many electric railway com-
panies, and a service which they have usually given
grudgingly or through the enforcement of statutory
requirement.

It would seem that right here is a virgin field for
the motor bus. Of course in some cities this has been
the cream of business for the taxicab, but there seems
to be no reason why buses that are used for feeder
service during the daylight hours should stay in the
garage all night when they might well be used to ad-
vantage on the streets. This done, the power plant
could be shut down completely in these hours, with a
material saving in expenses. The elimination of four
or five hours of boiler-room labor and engine-room
watches will figure out a pretty neat sum. Furthermore
it would give an opportunity for repair work and over-
hauling around the plant, which with twenty-four-hour
operation is done under considerable handicap, if at all.
Emergency line crews need not be kept on duty, and
probably other opportunities for savings would be
worked out.

There are some companies in places where all-night
service is not required which do close down entirely
for several hours, with very material advantage to
themselves in reduction of costs. They find no diffi-
culty in arranging their car inspection and minor repair
work around the carhouses to conform to the hours when
the power is off.

Perhaps this possibility will appeal more strongly to
the smaller traction companies than to the larger ones.
In the very big citiés conditions are more complex and
the volume of traffic, even in the early hours, is of
goodly proportions. But for transportation companies
in the moderate-sized and smaller cities this idea of bus
operation is well worth considering. An investigation
of this proposal as a “way out” of the burden of owl
service is suggested to those companies already operat-
ing buses, or considering them for the immediate future.
An example of such an instance of bus operation is
given in the ELECTRIC RAILWAY JOURNAL, July 9, 1921,
page 51.

Lessons Learned
by Des Moines Citizens

OTING two to one for the new franchise, the people

of Des Moines have confirmed the action of the City
Council in accepting a service-at-cost contract and have
thereby re-established electric railway service. This
action came as the result of an eighty-four-day experi-
ence without the street cars, during which the people
got their fill of 5-cent jitney transportation and came to
realize that there had been more sincerity than selfish-
ness in the efforts made by the Des Moines City Railway

“to secure terms from the city authorities under which

it could somehow avoid cessation of service. It was a
hard lesson for Des Moines, for merchants and other
business men were becoming desperate at the loss of
trade resulting from the terrible inadequacy, discomfort,
indecency and hazard of the service provided by the
jitneys. All classes of people earnestly avoided any
activity that involved a ride on a so-called bus, and the
business of the city dwindled correspondingly. But the
suffering, inconvenience and financial loss to the people
and city may not have been in vain if the lesson learned
is remembered and the railway is thus permitted to go
forward and to give and develop its service to the people
free from the vicious limitations imposed by constant
political abuse. ‘

Three things in particular were brought home to Des
Moines citizens as the result of this famous eighty-four-
day period. First, they became convinced that they had
to have electric railway service; second, that they had
to pay for it, and, third, that they would have to deal
with the present company.

The buses failed signally to provide adequate, regular
or convenient service. The bus men were long on
promises as to what they would do if given a franchise
and the City Council was anxious to give such a fran-
chise upon reasonable assurance of financial strength
equal to the undertaking. But the bus men were unable
to coax any substantial amount of capital into their
hands with the 5-cent fare limitation, and no respon-
sible interests came forward with a proposition to take
the job at a 5-cent fare. Consequently there was no bus
transportation undertaking on a scale which the situa-
tion demanded. Rather, for a traffic requiring at least
500 buses, there were only a hundred or less buses of
all kinds and descriptions driven by individual owners
trying to cope with the situation. Even though they
had schedules and routes somewhat systematized
through an association, the service was hopelessly in-
adequate. The people were thus convinced that they
must have the street cars back.

Previous to the shutdown a general feeling had pre-
vailed that the company was bluffing in its statements,
but when the threatened shutdown actually became a
painful reality this feeling was quite dispelled. After
a few weeks the people were finally convinced that the
electric railway could not go on indefinitely giving serv-
ice for less than cost and that if service were to be had
it must be paid for.

Lastly, after considerable dickering, the officials and
the public in general found out that no one else could be
induced to come in and give transportation service under
any terms. Therefore it became evident that, because
the present company had its investment at stake, not
only could the best proposition be obtained from it, but
that it was the only possible agency through which to
secure any reliable proposition to supply any kind of
continuous transportation.
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Railways’ Financial Cycle Has Come

Robert I. Todd, President American Electric Railway Association, Is Full of Optimism Over the Electric
Railway Outlook—Points to Substantial Status of Industry—Says Public Generally Recog-
nizes Necessity of Railways——Spirit of Co-operation Exists on Both Sides—
Discusses Outstanding Problems Now Requiring Attention—The
Bus the Largest Unsolved or Undetermined Question

An interview with President Robert 1. Todd

¢ Y F THERE is one
I point that I
% would stress
above others in my
analysis of present-
day conditions of the
electric railway indus-
try it is that the rail-
ways’ financial cyele
has come around
again and that we
have good reason to-
day to be optimistic
in our predictions for
the future of the in-
dustry.” President
Robert I. Todd was
very much in earnest
when he said these
words during the
course of a most in-
teresting and inspir-
ing discussion of the
electric railway indus- =
try which the writer
enjoyed having with
him recently. And
the words were not false to his manner, either. It was
easy to sense his optimism and actually to see his con-
fidence, even though our discussion centered around the
most pressing problems still before the industry, and
even though he recognized that he was undertaking the
burdens of leadership of the industry as he commenced
his term of office as president of the association.

But President Todd is a man who does not flinch from
problems; rather he approaches them in a quiet, deter-
mined manner, bound to find the right solution to each
one in as quick and efficient a way as possible. He is
willing and anxious to discuss his problems with others
and obtain the best advice there is, but having decided
on the best method of procedure, he goes ahead without
quibbling. There is nothing spectacular about Mr.
Todd, but there is a sincerity, a thoroughness, a perse-
verance about him which gives confidence to one in
contemplating the result of the coming year’s work
under the direction of this quiet leader. He has reason
to be optimistic in his outlook of the work of the asso-
ciation this year. It was just after the October meeting
of the executive committee that our discussion reported
below occurred, and that meeting was enough to put
confidence in any incoming president. Past-president
Gadsden worked well—perhaps better than he knew—
when he insisted before the reorganization committee
upon the cardinal principle of monthly meetings of the

by Harold V. Bozell

RoBERT 1. Topp, PRESIDENT AMERICAN ELECTRIC RAILWAY ASSOCIATION—
AT His WoORK DESK IN His OFFICE AT INDIANAPOLIS,
THE INTERURBAN CENTER

executive committee
so that there would be
real active manage-
ment of the associa-
tion’s affairs by its
selected officers. Pres-
ident Todd was more
than pleased, as would
have been every mem-
ber of the industry
had he been there, at
the manner in which
the new executive com-
mittee is undertaking
its responsibilities and
starting the year’s
work, if that meeting
of the executive com-
mittee proves a typical
example. President
Todd feels the encour-
agement of an active
working executive
committee with its
various sub-commit-
tees and special com-
. mittees. The recorded
results of the coming year will, of course, prove the
value of the administration. But if a prediction may be
permitted, it is that the association will receive tangible
and practical benefit during the present administration
from the new form of management under President
Todd’s direction. {

But this is supposed to be a tale of President Todd’s
opinion of the industry, not mine of him. Continuing
his discussion of the general situation, he said:

“The industry in general is through what might be
called its period of tribulation. People do recognize
that the electric railway is necessary. They believe in
railways as a necessity. The work which the industry
has done since the close of the hearings of the Federal
Electric Railways Commission in telling the public the
story of the railways has had a real effect and there
is everywhere evidence that electric railway problems
are better appreciated by the public as a whole.

“At the same time there has been an awakening on the
part of railway men themselves to some of the shortcom-
ings, not so much of their operations as of their relations
to the public, their former reticence occasioned by their
absorption with operating problems and a more or less
thoughtless assumption that the public knew more than
it did about railway operation.

k
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“There is certainly everywhere today a very evident
desire on the part of railway men to do what the public
wants done in the way of furnishing transportation.
This is true not only from an operating standpoint but
from a public policy and financial standpoint. In other
words, there are signs all over of the public and the
railway operator ‘getting together’ for their mutual
good.

“The industry is substantially sound. It has come
through trying days and even now, in what is probably
the bottom of the valley of depression after the war, it
is in much better condition than most general indus-
tries, and there is every sign of continued improvement
everywhere in the industry. It has proved itself a most
essential industry.

“Only last week I was talking with a leading banker
dealing with public utility securities who called my
attention to the difference in market value of many
millions of dollars’ worth of railway securities now
compared with two or three months ago and I was sur-
prised, to put it mildly, to note the substantial increase.
I was assured by this banker that this was no sudden
rise, no peak, in a curve of prices, but a point on what
was apparently a gradually rising curve. It was he who
called my attention to the fact I have just told you,
namely, that the utility—the railway—financial cycle
had come around again.”

He OUTLINES BUS SITUATION

' President Todd in his analysis or discussion of the
. more pressing or outstanding problems before the in-
dustry today debated a while between the bus and labor
and finally said: “I think the bus proposition, perhaps,
presents the biggest problem to the transportation in-
dustry today. We don’t know yet exactly how to tackle
the problem. It is really a knotty one. Every one is
interested in it, the railways, the public, the commis-
sions—yet it is a most difficult proposition to discuss
intelligently because we lack so much information and
because there are so many tender spots where unre-
stricted competition and other factors have caused such
an irritation that an intelligent, quiet study cannot be
made.”

“It is true there are tender spots,” I interjected, “but
how can anything be accomplished if we do not talk—
if some intelligent effort is not made to relieve the ten-
der spots, How, in your estimation, is the problem to
be settled. I am thinking now of those areas in which,
or contiguous to those in which, railways operate.
Should independent operators start up in co-operation
and co-ordination with railways? Should all competi-
tion be crushed and the bus banned from consideration?
Should the railways take up the bus and use it experi-
mentally to find its proper sphere?”

“The last, by all means. In such areas, certainly, it
seems to me, the railways should take whatever respon-
sibility should properly exist for bus development to
supplement or complement their existing services if
such supplementary or complementary service is desir-
able in the interest of the best transportation for the
community. This, of course, does not mean that every
railway should use the bus. It merely means that my
own belief is that if there is any place in a community
for bus service—and in many communities I think there
is such a need—it should be the railways that should
undertake that development, for they are the transporta-
tion experts of the community. From a business stand-
point they handle the transportation business of the

community and so should, as a matter of good business,
undertake to provide and sell all the transportation to
a community. The very fact that railways are today
more and more doing this is indicative both of the legiti-
mate sphere of the bus in certain areas and of the
farsightedness and good business judgment of those
railways which develop the bus themselves, when it is
needed in their community, thus retaining both their
transportation monopoly of the community and the good
will and the confidence of the publie.”

“What about areas where there is no rail develop-
ment? Do you not see an opportunity for a real bus
transportation service there?”

“There are certainly some areas where no right think-
ing railway man would ever try to build a rail system,
but where highway transportation would probably pay,
though usually on a much higher fare basis than is
possible by rail transportation in most communities.
On the other hand, there are examples such as the Shore
Line community in Connecticut where bus service does
not seem to retain any stability even after the cessation
of service by rail. In other words, the fact that rail
transportation did not pay is a pretty fair indication
that the situation should be carefully examined to see
if bus transportation will pay. However, in small com-
munities and in many interurban services on the in-
creasing network of highways, there is probably a legiti-
mate opportunity for independent bus operation to give
an organized transportation service. I have naturally
not analyzed situations like that. My study has per-
tained principally to electric railways, to the transpor-
tation problems of urban communities and heavy inter-
urban traffic and to the relation of bus transportation
to them.

“In some of these smaller communities, where the
question is the adoption of the bus or the retracking of
the rail system, there is a real serious problem at the
present time, but there is no doubt of the fact in my
mind that bus operation cannot be substituted for rail
operation on good existing track no matter how light
the traffic.

“In new undertakings I understand that the claim
is made that it takes five dollars investment for one
dollar gross earnings on rail as compared with one
dollar investment for a dollar in earnings with the bus.
This latter ratio seems very doubtful, but this is one
aspect of the situation which must be considered. If it
is a commercial proposition, it must be taken up.

“But this much I do want to emphasize again—that
we haven’t enough data upon which to base any judg-
ment as yet. We must not—and no one else should—
base any judgment on a comparison of illegitimate, un-
regulated, untaxed bus service with organized, respon-
sible continuous rail service. The full facts, compared
on equivalent responsibilities for service, taxes, claims,
etc., must be first obtained. This, of course, I think the
railways are interested in and anxious to do.”

CONFIDENCE CREATED BY DIRECT DEALING
WITH EMPLOYEES

Turning. from his discussion of the bus, President
Todd took up a topic which is really more interesting
and absorbing to him and upon which he has done a
great deal of thinking, namely, the labor problem of the
electric railway.

“T have indicated that possibly the bus is the biggest
problem which confronts the industry, but I believe the
labor problem is perhaps the most serious with which
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we have to deal, particularly with reference to wages
and to the improvement of the economic status of the
employees, and also with reference to stabilization of
relations between the employees and employers.

“As to the former, much as we desire it for the em-
ployees, it is impossible for most electric railways to
operate on wages which were established by the War
Labor Board and the Amalgamated Association. I feel
very strongly that motormen and conductors should re-
ceive wages as high as it is possible for the industry to
bear, but I doubt if in normal times it will be possible
to make it seem fair to the public to pay motormen and
conductors wages equivalent to those received by
machinists and other skilled workmen who spend three
to five years learning their trades so long as the public
sees motormen learning how to ‘operate cars’ within
one or two weeks. Not that I think that one or two
weeks is a period in which a motorman and conductor
can become a skilled motorman or a skilled conductor,
but there is a difference in training which cannot be
entirely overlooked. I would like very much to take a
different view of this situation, but since the wages
must come out of fares we must realize that the public
is not yet, at least, willing to pay the motorman and
conductor a scale comparable to the skilled mechanic. If
by united action of railway employers and employees the
public mind can be changed in this respect, and the
public be willing to pay such a rate of fare as will make
high wage scales possible, this would be an end greatly
to be desired.

“We cannot forget that the labor cost is the major
part of the cost of furnishing transportation which
must be paid for by the public out of fares—and in that
way only. But, as I said before, the public does not
now take kindly to paying skilled mechanic wages to
motormen and conductors.

“If only the wage question could be once satisfac-
torily settled most other difficulties between operators
and labor would automatically disappear.”

“What, if anything, in the way of bettered economic
status will come to street railway labor out of the re-
adjustment period we are passing through?”

“Frankly, I don’t know. The men are now getting
116 per cent more wages than in 1913, according to
A. S. Richey’s index number for November, though not
that much in buying power perhaps. But I believe that
the present economic cycle will end with railway labor
having a purchasing power of perhaps 25 to 50 per
cent above its 1913-14 status. In other words, the gen-
eral level of cost of living will, I believe, be lower than
the general level of railway labor wages when we have
finally settled down again economically. The only way
we can maintain this is from the growth in travel and
revenue which must compensate for the increased pay
to labor. The fact that the railway industry generally
throughout the country, and the public as well, has
got away from the basic 5-cent fare as a requirement is
a factor in this. The industry has certainly suffered
financially the past five or six years, but is now getting
back to a normal basis. Materials are going down and
other factors of expense are going down and there
should be sufficient added increase to carry the added
cost of labor’s increase.”

“The other angle to this labor question, as you have
mentioned, is that of the relation between employer and
employee? How do you think that will adjust itself in
the railway field?”

“Tn anything I say on that question I would surely

want it understood that it is only my personal opinion.
That opinion is, quite shortly stated, that I favor what
is known as the American plan or the individual con-
tract method of direct negotiation and dealing between
employee and employer. Through such mutual relation-
ship it is possible to create the greatest confidence and
most satisfactory conditions on both sides. To point
to the extreme of the opposite kind of arrangement there
are some situations of which I know in which the own-
ers tell me that the labor situation is intolerable; the
wage is so high that they cannot even pay operating
expenses. They are no longer operating their proper-
ties, they say. The labor unions are doing it.

“My conclusion on this subject has been reached not
from antagonism but from long extended observation
and sincere conviction. I am convinced that the best
results in the operation of electric railways cannot be
secured under domination by any organization such as
the Amalgamated, first, for the community; second, for
the men; third, for the company itself. The Amalga-
mated organization may be actuated by what it believes
to be its desire to provide for the men an adequate
wage and satisfactory working conditions; I am for
that, wholeheartedly, but I differ, however, on the best
method by which I think the object we all really desire
may be obtained.

“The Amalgamated has been a strong, forceful body
with intelligent leadership for the purposes it wished to
accomplish. We all know the history of its growth, how
railway by railway the employees have been added.
With a strong, organized body, individual properties
could be added one by one and nothing else could be
expected. On the other hand, the railways are not
welded together like the Amalgamated and there should
be thorough study of the problem by the individual rail-
ways for the purpose of bringing about better and closer
labor relations between railway operators and their
employees.”

“To be more specific, what exactly do you mean by the
individual contract and what has been your own experi-
ence under it?”

“The contract, I think, should provide that there
should be no lockout on the part of the company and no
strike or interruption of the service on the part of the
employees, and if there should be any difficulties upon
which agreement cannot be reached they should be
referred to the Public Service Commission as a board of
arbitration. This seems a just and sensible American
way to deal with men, and intelligent employers are
more anxious than any one else for satisfactory labor
relations, as they realize the best business results can
be obtained only by having satisfied and loyal employees.
I am sure the general public would support such a plan
and it will ultimately prove most beneficial to the
employees.

“From our own experience I think our men are among
the most contented employees in the country. We have
a reasonable wage scale, considering the general living
conditions—and cost of living—around Indianapolis. No
outside organizer wholly unfamiliar with local condi-
tions comes in to try to solve things better solved at
home. Without such outside influence the men interpret
things for themselves and deal directly on a fair and
manly basis with their employers.”

“How do you deal with grievances?”

“The men have the right to come direct to the super-
intendent or to the president. In Indianapolis we have
four carhouses and at each house there is a system of
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selection or voting for trustees, four from each house
for a term of one year. If any man thinks that he is
not properly disciplined he has the right to select three
men, one from each carhouse except his own, who, with
the superintendent and the assistant superintendent,
vote on the case and their decision is final. You see
that the men themselves have the majority vote as there
are three men from the other houses and the company
is only represented by the superintendent and the
assistant superintendent. With the exception of two
or three cases, all such appeals have been decided in
favor of the company; that is, the fairness and justice
‘of the company’s action has been recognized and sus-
tained. The men have an organization, but they devote it
to beneficial purposes only, to provide sick and death
benefits.”

“Is there any provision for the men to discuss ques-
tions as a group or to be represented as a group?”

“Naturally the men can appoint committees to take
general problems up with the company. If the question
of wages comes up, for example, they select a committee
and come in and talk things over.”

“Of course there is one other part of this subject
in which labor is particularly interested, and that is
working conditions and security of employment.”

“Perfectly true and rightly so. As to the former,
I do not believe that the eight-hour day is feasible in
railway work. The railway business is one in which its
own working conditions must be analyzed and the
answer made to fit the requirements of the case. I
think a logical basis—the best for the men themselves—
is nine or ten hours of work with a maximum spread,
which even in so-called split runs will not exceed six-
teen hours. This must naturally be arranged on a basis
of providing satisfactory working relations, working
conditions, surroundings and atmosphere, but as to the
actual schedule, I very strongly believe that an eight-
hour day is an economic impossibility.

“But the other point is frequently overlooked in dis-
cussing electric railway labor, namely, the continuity
and stability of employment. The electric railway is a
public necessity; it must furnish continuous service
which cannot vary much in amount; it therefore pro-
vides continuous employment. The employee who per-
forms his duties with reasonable efficiency is assured
his position. He counts on that, purchases his home
and is assured that even depressions which cause so
many ups and downs elsewhere will not deprive him of
his job. The large number of satisfied employees who
have been with the various railways in this country for
years and years is an earnest of this thought.

“I shall not leave this subject without paying a
tribute to the railway employees, organized and unor-
ganized, for the intelligent manner in which they have
met the necessary readjustments of the past few
months. In many cases they have approached the prob-
lem as real partners in the business.”

GooD SALESMANSHIP IMPLIES GooD UNDERSTANDING
WITH PUBLIC

Our conversation then turned from this absorbing
human problem, which is today an outstanding one in
all industries, to the subject which was the keynote,
or at least the ever-present topic of conversation, at
the recent convention—salesmanship in transportation.

“I am afraid my thoughts are of little value on this

subject,” said Mr. Todd. “It seems to me that the plan
outlined by Mr. Goodwin in the ELECTRIC RAILWAY
JOURNAL (see issue of Sept. 24, page 466), though, is
the way to introduce salesmanship into the industry.
That is, on most properties, as I see it, the president or
general manager or some vice-president should person- °
ally be or embody the sales manager—should instill
salesmanship and a commercial aspect of the business.

“But the best salesmanship of all, and I recognize
this as a part of Mr. Goodwin’s idea, is to have a clear
understanding with the public—to have a frank and
open dealing with the public on problems of the rail-
way. And it is due the public that there should be
such a close and frank understanding.”

“How about financial reconstruction?”

“The way many people talk of that appeals to me as
being a dream of Utopia. I don’t think that there is
any one more in favor of the principles outlined by Mr.
Frothingham at the Atlantic City convention of a gen-
eral reorganization and plan of refinancing for all com-
panies, but outside of going through a receivership and
reorganization or through that rare thing, a voluntary
reorganization, I don’t see how we can arrive at the end
desired. Speaking of our own city company, we reor-
ganized voluntarily, although we could not get the ratio
of stocks to bonds as we desired to have it. There is
no question but that where possible it is the right policy
to clarify the financial structure. The ideal condition
for a property to be in, as I conceive it, is to have its
outstanding capitalization divided 50 per cent bonds and

50 per cent stock.

VOLUNTARY REDUCTION OF CAPITAL DIFFICULT

“There are so many complications in many of the
companies that a voluntary reorganization is very diffi-
cult to bring about and receiverships and reorganiza-
tions under them are usually not good for the industry
and are expensive for the individual property and to
the general public. But there is no doubt that it is a
serious question and one upon which the individual
company can work to advantage, knowing that any im-
provement in financial structure will be a strong factor
in creating a great improvement in public relations.”

“What are you going to do in cases where the valua-
tion is very much less than the capitalization and you
wish to reduce the latter?”

“Usually I do not think a reduction can be effected
except when there are just a few security holders and
they . will accept the reduced face value of their hold-
ings. The public must remember that present capitali-
zations were made in good faith and according to
accepted principles, and further that it is valuation and
not capitalization upon which we earn. It is, however,
desirable, from a public policy standpoint, when it is
found that capitalization considerably exceeds physical
value, to effect a reduction if practicable. But take
some of the larger companies where there are thousands
of security holders. It is a physical impossibility to
get consent to a reduction in the capitalization.

“I don’t know what the answer is unless just to let
properties work themselves out. If a railway gets in a
situation where it is desirable to reduce its capitaliza-
tion to its value or adjust capitalization and value, one
possible way to do it is to declare no dividends for a
few years and put what should fairly be paid in divi-
dends into the property so that the value will eventually
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work up to the capitalization. Meanwhile, of course,
there is no return on the property paid out in dividends,
but eventually the best interests of the stockholder may
be served and he is no loser. If there is no receivership
and if there is no voluntary reorganization this is the
only way that I see.”

MUNICIPAL OWNERSHIP LARGELY A DEAD ISSUE

“Do you
ownership ?”

“As a matter of fact, as I view it, the tendency is the
other way. Municipal ownership at present is a dead
issue in most cities. Municipalities are educated and
enlightened. A few years ago the situation was dif-
ferent, and I think the result is largely attributable to
the experience under government operation of the rail-
roads. Personally, I think that the general public
agrees with the views expressed by almost every
investigating body, and with the opinion of railway
operators themselves, that private operation under intel-
ligent regulation provides the best service in the end.”

“It has been said, you know, that the fiscal volicy
of the government, with the graduated income tax
and with the continued supply of tax exempt govern-
ment and municipal bonds, would drive the public to
have to supply the additional ecapital necessary for
utilities to grow and thus force municipal ownership.
Have you any opinion on that? Do you think such a
result is likely from that course?”

“No, I don’t. It seems to me that should munic-
ipalities go into the transportation business the money
rate would go up for them, for the investor will
appreciate that the municipalities are rather stretching
their credit for such purposes.

“There is another angle to this, of course, and that
is that there is a feeling that the tax exempt feature
of municipal securities may soon be removed. There
are some who express the opinion that this feature may
be determined to be retroactive; in other words, that
present municipal securities may be taxed, and of course
present purchasers take the chance on that. But on the
whole, I think that the situation will soon change so
that the damage now being done by the tax exempt
municipal securities will be minimized or largely
eliminated.”

see any tendency toward municipal

PRESENT COAL SITUATION AN OUTRAGE

“What else looms up before yvou as an outstanding
problem for the industry?”

“Well, the coal question, which is one that I am most
deeply interested in. The present situation seems to me
to be an outrage. The utility companies, as well as
the general public, are entitled to have a continuous
and dependable supply of. coal at a fair price without
being continuously subjected to the dangers and inter-
ruptions of coal supply or to periods of exorbitant
prices, no matter how caused. We in Indiana live right
on top of the question and perhaps get more interested
in it than those who are farther from the actual pro-
duction of the coal.

“But it is a question of real importance to the entire
industry because the price of coal has such a material
effect on the power cost and therefore the car fare
and because the continuity of supply affects our con-
tinuity of service or forces us to make larger expendi-
tures to maintain adequate coal reserves.

“Of course, I recognize that the coal industry has a
labor problem of its own of no small proportions. It has

been sufficiently aired in the newspapers, however, so
that I need not discuss it. But when a 1912 price of
$1.15 per ton delivered is compared with a 1921 price
of $4.05 per ton delivered there is enough to indicate
a serious interest in this problem by railways.

“To many utility properties in the Midwest it would
be their salvation if they could secure their coal at a
fair cost of mining and profit to the producer, this on
account of the large quantities of coal which must neces-
sarily be used in the production of power.

“I am very hopeful with reference to the most recent
developments in straightening out the coal situation.
If this is cleared up it will mean something to the coal
bill of the electric railways, but it will have a broader
significance to industry as a whole which should be very
beneficial.”

From the nature of Mr. Todd’s discussion thus far
it is apparent that he is not one to “dodge the issue.”
These are all debatable subjects which Mr. Todd
analyzes and upon which he presents his own views for
what they are worth to the iridustry in its grappling
with the problems before it.

Our talk soon turned toward what the American
Electric Railway Association as an organization could
do to assist in some of these problems.

“The association can certainly do a great deal to bring
out the correct analysis of the trackless trolley and the
bus. I also think that it can as an organization do
something of value on the question of wages and labor.”

“Do you think this latter is a question which it is
advisable for the association to deal with?”

ASSOCIATION SHOULD STUDY FARE QUESTION

“Yes, I think it is. Certainly some fundamentals
might be uncovered by study. I do not propose to
suggest this as a topic for the association at this time.
I realize that there are divergent views on the subject
and I don’t know if it is possible for the association
to tackle it at all, but how are we ever going to find
out if it is possible unless some one does study it
with the expectation of finding some solution of the
problem?” .

“How about the subject of fares? Is not this so-
called period of deflation an excellent time for the
industry to make an intelligent study of modification
of city fare schemes, if any are possible in the various -
areas, as a means of adjusting fares to public policy,
if such a figure of speech is allowable?”’

“I think this is a subject on which the association
should do some very useful work. I think we must get
down to basic facts, and in my own judgment we must
get down to a low basic fare for short rides. I think
it is extremely important that we keep the short rider,
and we cannot keep him, at least in Indianapolis, with
a high basic fare. My own judgment is that we must
work out some sort of a low basic fare with an added
fare for increments or zones, as they may be called.
This means real work, and the association might in
some way aid in the solution of the problem as its vari-
ous aspects are presented in different localities.”

“What do you think of the unlimited ride ticket, or
the pass, as it is called, as a factor in this situation?”

“A doubtful experiment. To me it seems a step back-
ward to the days of flat rates for incandescent lamps or
flat unmetered gas rates. In both these cases lamps
were burned continuously. Of course, I may think dif-
ferently after we have more experience with it in
various cities, but that’s the way I look at it now.
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Perhaps I look at things principally from a standpoint
of Indianapolis, but I think that we should have started
with a central zone for a short rider, with an added
charge for additional distance traveled or service ren-
dered. On our interurban property we used to have
5-cent fare zones, now we have 3 cents per mile and
each rider pays for exactly the mileage that he travels.
This seems more logical and it appears worth while to
attempt to work out something with similar logic for
cities if it is possible for us to do so.”

“What will the public opinion of the average Amer-
ican city and its flat fare policy or philosophy have on
this question?”

“I don’t know. I think, though, that we are coming
some time to a form of measured service. I don’t know
how it is going to be done and for that very reason
the question needs study and analysis. I know in our
own community we presented a zone system with a low
base fare with 2-cent increments and the commission
indicated that it was scientifically correct, but that the
community had been built up on a 5-cent flat fare basis
and didn’t want to change.

“There must be a good deal of educational work
done with the public on this, but some of it has been
done in some places. I might say that I favor, so far
as I understand it, what is being done in Boston, namely,
as prices come down leave 10 cents for the long haul and
reduce short riders to 5 cents. That, of course, is not
actually done universally in Boston, but the principle
to a certain degree is applied there and that appeals
to me as a possible way to start the plan, or at least
as one way to apply the principle I have in mind of a
differentiation between the fare for a long rider and the
fare for a short rider.”

“What else do you have in mind that the association.

will do during the coming year, or can do effectively
at this time?”

“I think the association, as I find it now, is doing
a fine work. It will be very valuable to continue the
consideration of such questions as were outlined by Mr.
Frothingham. There is a growing realization of many
of the points which he brought out, but the work is
by no means ended. While some realize the situation,
others are less serious in their contemplation of the
financial problems. It appears to me that we must work
toward a 50 per cent stock ownership of our properties
as the most healthy one for the properties themselves
and the best for the interests of the public. The greater
portion of this that can be owned in the community,
naturally, the better, thus giving the individual rider a
personal interest in the welfare of the company.”

“By the way, what do you think about complete pub-
licity on the question of finances and all financial state-
ments ?”’

PUBLICITY AND PUBLIC RELATIONS

“If the public were all financial experts I think the
plan would be excellent. But on the whole, the people
generally get financial statements all mixed up and,
from my observation, complete publicity of matters
which are so technical in some ways as to be beyond the
grasp of the average intelligence, or at least beyond the
grasp of a cursory reading which the average person
gives it, usually does more harm than good. Theo-
retically, I am for it. Practically, until the reading
public is in general better educated to understand
financial statements, I doubt its wisdom, except that
simple statements and interviews should be given the

press from time to time, keeping the public generally
informed as to the problems confronting the company
and its financial conditions.

“But, as I said earlier, the public on this and other
railway matters has been educated to so great a degree
compared to the situation a few years ago that one
grows'conservatively optimistic as he studies the future.
So many of our general problems are so intimately
connected with public relations, and these, on the whole,
have improved so much recently that the future, while
not looking ‘rosy,” at least appears to promise really
substantial economic success.

“We speak of the railways as ‘coming back’—they
are back if they ever really went away. There have
been troublesome times. It has been difficult at times
to overcome the inertia to get public approval for
necessary fare increases. But, as evidenced by the uni-
versal expression of public utility commissioners, there
is now a real desire on the part of the public to give
the railways an opportunity to rehabilitate themselves
in order to give better service to the public. The
commissioners have given voice to their realization of
the necessity of continuing at least present fare levels
for a period sufficient to allow the railways to build
up their resources so that they may restore operation
to its previous efficiency, or rather improve it to meet
the 1922 model.

“T would be rash to predlct a rate of growth or a
rate of increase of traffic comparable to that of fifteen
yvears ago. Our problems now are principally operating
and conservative expansion of rail service. But we all
recognize the necessity of maintaining our operating
equipment, such as cars, overhead, track, car supplies,
ete.,, so that our product, - transportation, is of the
highest quality and most salable, and so that our profits
may be realizable and not imaginary.

“As stated in the beginning, T am convinced that the
clouds which have lowered upon our industry are
gradually being dispelled and that there is a better
appreciation on the part of the public of the indis-
pensable factor which electric railway service is in their
daily lives and activities.”

Six Years of Trackless Trolleys

N A RECENT issue of Elektrische Kraftbetriebe und

Bahnen, Max Schiemann, one of the pioneers in track-
less trolleys, gives some facts about a line started near
Hamburg in 1911 and operated successfully until 1917.
It then had to be abandoned on account of the conditions
brought about by the war. The run was about 1% miles
and the cars weighed about 7,000 Ib. including a live
load of twelve seated and ten standing passengers. The
wheels had solid rubber tires and were driven by one
15-hp. motor with worm drive. The trolley was pivoted
on the roof of the car in such a manner as to give a
range through 360 degrees, permitting the car to deviate
as much as 10 ft. from its route. On week days a half
hour schedule with one car was maintained, on Sundays
two cars ran every 15 minutes. Each car traveled on
the average 75 miles daily. A pay-as-you-enter fare
system was in use.

The author admits that a trackless car requires on the
level from two to three times more power per ton, de-
pending on the kind of surface operated over, but claims
that this is compensated for by the two to three times
smaller weight. He also says that at normal conditions
the first cost of an electric railway is about three times
that of a trackless system.
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Trolley Buses Recommended for

Seattle Municipal Lines

Railway Superintendent, After Country-Wide Investigation,
Advocates Trolley Buses in Place of Motor Buses
for Complementary Feeder Service

ECLARING that trolley buses would be efficient,

satisfactory and economical in outlying districts,
D. W. Henderson, superintendent of the Seattle (Wash.)
Municipal Railway, recommends that the city purchase
and try out a number of these vehicles. He proposes
to operate them as feeders to existing rail lines, so as
to provide service in such districts as Beacon Hill,
Cowen Park, Thirty-fifth Avenue S.W., Tenth Avenue
N.E., and Fifth Avenue N.E. and Woodland Park Ave-
nue north of the Green Lake line. The trolley bus on
these routes, he claims, would be more efficient, more
satisfactory to the public and to the railway division
than the present gasoline buses now being used. A
much less investment would be required than if rails
were laid and street cars bought to take care of these
outlying districts.

These were the outstanding features of the report
to Mayor Hugh M. Caldwell of Seattle made by Mr.
Henderson, who made an extended trip to Eastern
cities to study first hand permanent as well as experi-

TABLE I—ESTIMATED ANNUAL EARNINGS AND EXPENSES
GRACE STREET “TROLLIBUS” ROUTE—RICHMOND, VA.

(Cash Fare—No transfer)

Unit 7-Cents 6-Cents 5-Cents
Length of line................ Miles 3.36 3.36 3.36
Bus-miles operated........... ...o.uen 444,312 444,312 444,312
Estimated passenger traffic*... ........ 2,221,560 2,221,560 2,221,560
GroSI TeVENUe. coveennrevarans toeeoses $155,509  $133,294  $111,078
Operating expenses........... 15 cents per
bus-mile $66,647 $66,647 $66,647
Depreciation reserve.......... 2 cents per
bus-mile 8,886 8,886 8,886
Total cost of operation............o.vue $75,533 $75,533 $75,533
Wk Sarnings: ; cope s o ivessswmsn ks s 5w sunse 379,976 $57,761 $35,545
Estimated investment
Overhead line construction and
twelve trolley buses....... $130,000 $130,000 $130,000

* Based on Birney car operation of five passengers per car-mile.

mental installations of trolley buses. He also pointed
out that the cost of operating this type of vehicle in
Richmond and Norfolk was much lower than that of
either the motor bus or the trolley car in Seattle and
that it was the consensus of opinion of railway men in
Eastern cities that the trolley bus has its place in the
street car transportation field as a feeder.

For the most part the report consists of a detailed
description of the experimental trolley buses at Detroit
built by the Trackless Transportation Corporation and
the Packard Motor Car Company and also the one at
Philadelphia, built by The J. G. Brill Company. Mention

TABLE 11—OPERATING STATISTICS OF “TROLLIBUS” 1N
RICHMOND, VA.
Period July 12 to July 31, Inclusive, 1921

Per Bus-  Per Bus-
Unit Actual Mile Hour

Length of route ... Miles 0.69 ; e
Headway...... . Minutes .10 fo
Seating capacity. . Passengers 30 .
Standing capacity . Passengers 15 %
Bus-hours operated . Bus-hours 284 i
Bus-miles operated. . . Bus-miles 2,363 s
Schedule speed............... 1.p.h 8.32 8.32
Passengers carried. ... ........ Total 44,394 156
Power consumption®.......... Kw.-hr. ,448 s

Operating Costs
Maintenance overhead lines.... ........  ......
Maintenance buildings. ....... ........ .. ....

Maintenance of Equipment
Bus equipment and shop ex-

PODSCB, . s wovrri ¢« ecorernse bR $33.56 ® 1.42
TirerenewalS..o.o.vveviiene cvnneees auiass (@ 1.00
Cleaning, inspection, ete....... ........ 23.39  0.99
Cost of power at 6.5 cents per

1 $15.91 (b 0.67
Wages of operators. .. ... 52} cents per hour 148.39 (b)) 6.28

General and Miscellaneous

Expenses
General eXPeNSeSi .. «  suueis s« it S LRI (@) 1.06
Damages and legalexpenses.... ........  ...... (@) 0.92

TOtAL 2y ¢ 4 wrmesssuroresnmer o svale oo SR T PSP RPN 13.20

# Equipment one 25-hp. G. E. 258 motor. No heaters; two 5-light circuits.
(a){Estimated, no charges to date. (b All costs to date charged.

is also made of the installations on Staten Island, New
York, as well as the experimental lines in Richmond
and Norfolk. Descriptions as to the equipment and
operation of all these installations as outlined in the
report have appeared more completely from time to
time in the columns of the ELECTRIC RAILWAY JOURNAL.

In commenting on the method followed in mounting
the equipment on the two vehicles in Detroit, Mr. Hen-
derson contended that the location of the motors would
not prove satisfactory for the reason that the water
would run from the hood into the motors. Also the
motors were not properly protected underneath from
the water of the street. Comment was made of the

 type of current collector used in each installation and

Mr. Henderson seemed to realize that here lies the
success or failure of the trolley bus. The rolling con-
tacts as used on the Imperial and Packard vehicles
would be rather hard to keep on the wires, he said,
when passing under overhead special work. The slid-
ing contacts used by the Atlas buses on Staten Island
were also unsatisfactory. The swivel sliding-shoe col-
lector on the Brill rail-less car was, in his judgment,
the most practical at this time.

The report contains operating statistics—Tables I
and II—of the experimental trolley bus operation in
Richmond as furnished by C. B. Buchanan, formerly vice-
president and general manager of the operating com-
pany, as well as estimated revenues for a specific route
under three different rates of fare. Interesting esti-
mates as to the cost of building overhead trolley lines
per mile of route using either span or bracket construc-

TABLE 111—ESTIMATED COST PER MILE OF ROUTE FOR OVERHEAD TROLLEY CONSTRUCTION FOR
“TROLL1BUS" OPERATION AS OF JULY, 1921

-Span Construction—30-Ft. Poles

Bracket Construction—35-Ft. Poles———

. ~—Iron Poles—  Concrete Poles —Wood Poles— ~Iron Poles — —Concrete Poles— —Wood Poles—
Unit Double Single Double Single Double Single Double Single Double Single Double Single
Route Route Route Route Route Route Route Route Route Route Route Route
Poles per city block. cu..cvvvesensnsnsovsssvvnvssess 6 6 6 6 6 6 3 3 3] -3 ) 3
Spans or brackets permile...........cooiiiiii it 50 50 50 50 50 50 50 50 50 50 50 50
Cost of Materia
Poles. .. comee. 0 e @ s e $4,000 $4,000 $3,000 $3,000 $1,000 $1,000 $2,250 $2,250 $2,250 $2,000 $1,100 $850
Galvanized span wire—fs-in. 100 100 100 100 100 100 100 100 100 100 50 50
Llnf.: materials. . ..ooes s 400 200 400 » 200 400 200 400 200 400 200 400 200
Paving blocks......oovevennnnnnn.. 2,000 2,000 2,000 2,000 500 500 1,000 1,000 1,000 1,000 250 250
IADOT. . i alals oo o ohanaiaiaia s s biass 1,600 1,400 1,800 1,600 1,200 1,000 1,100 900 1,200 1,000 900 800
Miscellaneous eXpense. ... ceveeeeerosesnsnneseneeas 1,000 1,000 1,000 1,000 800 800 850 850 850 850 750 750
. N $9,100 $8,700 $8,300 $7,900 $4,000 $3,600 $5,950 $5,300 $5,800 $5,150 $3,450 $2,900
Phono-electric 00 trolley wire at 23 centsperlb......... 2,00 1,000 2,000 1,000 2,000 1,000 2,000 1,000 2,000 1,000 2,000 1,000
Ordinary 00 trolley wire at 15 cents per 1b 3 650 1,300 650 1,300 65 1,300 650 1,301 650 1,300 650
Total cost with Phono trolley...........ocenvnen.... $9,700 $10,300 $8,900 $6,000 $4,600 $7,950 $6,300 $7,800 $6,150 $5,450 $3,900
Total cost with copper trolley......covvvvuvnnnennnns 10 9,350 9,600 8,550 5,300 4,250 7,250 5950 7,100 5,800 4,750 3,550
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tion on iron, concrete or wood poles is given in Table III.
The cost of operating trolley cars and motor buses
in Seattle is considerably in excess of the figures pre-
sented by Mr. Buchanan. These costs are 28.56 cents
per car-mile for the trolley cars and 19.93 cents for
motor buses as against trolley bus costs of 16.37 cents
in Norfolk, Va., and 13.20 cents in Richmond, Va., per
bus-mile. From these figures it is readily seen that
the expense of operating the trolley bus is much lower
than that of the motor bus or the trolley car.

The consensus of opinion, Mr. Henderson says, of all
the railway managers with whom he talked at Atlantic
City at the recent convention of the American Electric
Railway Association was that the trolley bus had its
place in the street car field as a feeder. On account of
the much smaller investment for installation than that
of the street car, and but very little more than that of
the gasoline motor bus, the trolley bus as a feeder will
be the coming means of transportation in outlying dis-
tricts. When traffic becomes greater than can be han-
dled by the trolley bus the poles and wires can be incor-
porated as a part of the rail system that would have to
be installed.

Following are the conclusions which Mr. Henderson
presented before the City Council and Mayor of Seattle:

“My recommendation would be that if the Mayor and
City Council can see their way clear without any legal
entanglements to secure some of these buses and give
them a try out, I am satisfied that they would prove
satisfactory. And, if there are any legal entanglements
whereby the city could not purchase these buses at the
present time, I would recommend that the matter be
put to the vote of the people at the next general elec-
tion to decide whether or not they would give the city
government the authority to go ahead and purchase
buses as part of the street railway system; that is, for
the railway to have the right to operate cars or buses.”

A “Trackless-Trollicar’ Is the Latest

St. Louis Car Company Has Utilized Its Car Building
Experience in the Design and Construction of
the Most Recent Rail-less Vehicle

HE fifth trolley bus to make its appearance is now
being tested in Detroit, Mich. It is a twenty-nine-
passenger vehicle weighing approximately 10,500 Ib.,
designed and manufactured by the St. Louis Car Com-
pany. The car body, which is permanently attached to

LONGITUDINAL SEATS ARE PLACED OVER WHEELHOUSES

the chassis, has been standardized, while the chassis
itself, as far as motive power is concerned, is con-
vertible so that the bus may be used as a trackless
trolley or adapted to be driven by a gasolene motor. By
adopting underslung spring suspension on both front
and rear axles it has been possible to overcome the fault
common to so many rail-less vehicles of having too
high a floor level. The distance above the roadway of
the car floor of this machine has been kept to 30 in.
The step has been placed at a height of 17 in. above
the street, but ordinarily the distance will be but a few
inches, since most passengers will enter from the side-
walk level. No drop platforms were necessary with this
low body level. The entrance and exit at the front are
controlled by means of the manually operated folding
door located in the customary position at the front right-
hand corner. The door operates in the stationary step
well and folds inward_toward the front when open.
When shut it entirely incloses the step. An emergency
hinged door swinging toward the front will be located
either at the center of the rear end of the car or at
the rear right-hand corner, according to the desires of
the purchaser. The body is electrically illuminated and
heated. The upper part of the sash is stationary, while
the lower part can be raised to the level of the vision
line, a distance of about 50 in. above the floor level.
The motive power consists of two 25-hp., 600-volt
motors of either Westinghouse or General Electric make.

Two VIEWS OoF THE UNDERSLUNG, LONG WHEELBASE ST. Louls “TR OLLICAR.” INSERT SHOWS THE PAIR
OF SWIVELED TROLLEY W HEELS
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The motor units, connected in tandem, are mounted
underneath the chassis approximately half way between
the front and rear axles. A full universal joint con-
nects the two motors as well as the rear motor with
the drive shaft. A worm gear is used to transmit the
torque to the rear axle. The control equipment,

rheostats, switches, etc., are mounted underneath the’

hood as was done with the Packard trolley bus, which
was adapted from a gasoline truck. The control equip-
ment consists of a pedal-operated master controller
connected to a motor-control sequence switch, which
automatically operates the magnetic line breaker and
rheostat switches. The master controller is arranged
to provide two running speeds through action of the
pedal, making it unnecessary for the operator to notch
up the controller.

Current collection is accomplished with two standard .

trolley poles and two trolley wheels held in specially

GENERAL DIMENSIONS OF ST. LOUIS
“TRACKLESS TROLLICAR"

Length over alll o . e s sre o < o5 nns e s e s e o fo3 o toit 1/m wlins o

WVBRECUDASE .+ v v e mr e e io o ot s i o om iy o a1 o st m oms o 500 3500 3 0 6 9 16 ft 2in
Length Of DoAY . : s sy ez seaimsmsmesossssssiasasazs 21 ft. 6 in.
Width over alls e esisscswsesmy "l (LY 6in
Wildth inSide ., wv e mmiaw- e 6ft. 118 in
Tread of rear wheels......... 5 ft. 4in
'Pread of front WHeels v . s v s s e s s e o ms oo s 5ft. 10in
Height of floor at entrance 2 ft. 6in
HeiPht 0f TIPEE SteDaica . s« o oo s e 105 & ¢ s s i3 £ 10 65 1 ft. 5in
Height of step to flo0T: s wsws + o siv sio 5w 1w o w5 wis s 40w s 1 £t 1lin
Height from floor to ceiling at center............ 6 ft. 4% in
Height from roadway to top of roof.............. 9 ft. 3in.
POst SPACING <o vis sin i s aiomsmas s s ms we oim i wn s 2ft. 4%in.
S AT SDACIIIE 7 vy o st s sst»itos o a8 51003 0o 12151 512 fat 1o} o 203 & oo o oot o i o) 2ft. 43%in.

1ft. 6in.

WA th . Of N ATSLE i ions 5 s s i oo # D dl e 8 i e 3161 o6 S 540 B

devised harps. Each pole is mounted separately on
regulation trolley bases. In place of two poles a single
pole with a sliding shoe mounted on a specially designed
harp with the pole supported on a single regulation
trolley base can be furnished.

The electric equipment of the St. Louis trackless trol-
ley car includes the following: Two motors, one master
controller, one sequence switch, one magnetic switch
group, one rheostat, one complete current electric unit,
one main fuse, one reverser and one double-pole mag-
netic line switch, with overhead relay, cable and neces-
sary details.

The general dimensions of the trackless trolley car
are as shown in the accompanying table.

EQUIPMENT DETAILS

Motors: Two 25-hp. Westinghouse or General Electrie.

Control: Pedal series-parallel type with auto-magnetic
switches.

Steering Gear: Ross screw and nut type with 22-in. wheel.

Wheels: Artillery.

Tires: Firestone cushion—Front, 34 x 6 single. Rear,
34 x 5 dual.

Brakes: Service brakes on both front and rear wheels.

Emergency brakes on rear wheels only.

Axles: Front, drop forge “I” section with ball-bearing
steering knuckle spindles. Rear, worm-drive mounted on
ball bearings. Gear ratio 6% to 1.

Springs: Compensated semi-elliptic.
rear 3 in. x 56 in.

Propeller Shaft:
and on drive shaft.

Headlights: Two standard incandescent lights mounted
on frame.

Windshicld : Smith “Rain Vision” or other approved make.

Bumper: Biflex type.

Passenger Signal: Type “B” push buttons mounted on
molding over center of each window space, wired in connec-
tion with Faraday high-voltage car signal buzzer installed
at front of car.

Curtains: At each side window, of double-faced O’Bannon
hair cloth, mounted on all metal rollers and equipped with
automatic bottom holding fixtures.

Front 3 in. x 42 in.;

Spicer double universal between motors

Draw Hooks: Provided front and rear for towing.

Main Lighting Circuit: Two circuits of five lights each
within the trolley car body and one additional circuit con-
sisting of two headlights, one steplight, one dashlight and
one tail-light.

Emergency Lighting Circuit: Consisting of two sidelights,
two lights within the trolley car body, one tail-light con-
nected with acecumulator in series, with main lighting circuit
and arranged so that these auxiliary lights automatically
cut in in case of failure of trolley circuit.

Fare Box: Support for fare box furnished and installed
at front entrance; box to be supplied by purchaser.

Gong: One 10-in. alarm gong electrically operated from
power circuit by means of “Handy Ring” mounted under
steering wheel.

Heaters: Eight electric heaters arranged in two circuits
to be provided with necessary cut-outs and fuses.

Seats: Eight stationary cross seats, two longitudinal
seats over wheel house, one rear longitudinal seat full width
of body. Seat cushions ventilated spring type. Backs padded
type. All upholstered and covered with imitation leather.

Signs: One illuminated destination sign mounted at center
over windshield.

Tail and Marker Lights: One combination line and bat-
tery tail lamp mounted on chassis frame at rear. Two clear
marker lights mounted in front dash.

Ventilators: Four Peerless ventilators installed on roof.

Inside Finish: Doors, sash, moldings, ete., of soft yellow
poplar of mahogany finish.

Trackless Trolleys for the Italian Army

CCORDING to a recent article in Elektrische Kraft-
betriebe und Bahnen the scarcity of coal in Italy
during the war compelled the military authorities there
to do everything they could to relieve the railroads of
unnecessary transportation of freight and men, and to
utilize more than ever the country’s abundant water
powers. First, an attempt was made to use electric
storage battery trucks, but the great weight of the
batteries made their efficient operation under the condi-
tions impossible.

Better results were achieved with trackless trolley
lines, of which seven, aggregating 135 miles in length,
were installed, for the most part in mountainous dis-
tricts. Particulars of a typical line, that between Pri-
molano and Enego, follow:

The line was 7% miles in length. The average grade
was 6 per cent, and the maximum was 11 per cent.
There were many sharp turns on the line and radii as
short as 163 ft. The two trolley wires were suspended
18 ft. above the road on wooden poles, set in concrete.
The overhead line was divided into sections about 1%
miles long, each with a horn-gap lightning arrester.
Two substations of 60 and 90 kw. fed from a 30,000-volt
trunk line supplied 500 volts direct-current to the over-
head system. The power supply was sufficient to
operate five cars up hill and five cars down hill at a
time. KEach car was driven by a 10 to 15-hp. motor.
On the termination of hostilities all of these lines were
abandoned.

Test of Sprague Train Control System

RRANGEMENTS have been made between the New
York Central Railroad and the Sprague Safety
Control & Signal Corporation for an extended test of
the auxiliary train control of that company to be con-
ducted on one of the tracks on the electric division of
the New York Central Railroad between Ossining and
Tarrytown. The control system is of the magnetic
type and has been developed by Frank J. Sprague. It
is expected that the test will be begun within the next
month or six weeks. The system is adapted to both
steam and electric locomotives.
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Trackless Trolleys at Work Abroad®

In This Article the Results on the Two Most Recent Installatfons, Tees-side and York, Are Presented,
Together with Some General Data and Notes on the Over-Running
Trackless Trolley of the Vienna Municipal Tramways

BY WALTER JACKSON
Consultant, Mount Vernon, N. Y.

side Rail-less Traction Board is of outstanding

interest because it is the only all rail-less installa-
tion and second because it is new throughout, as service
was only established on Nov. 8, 1919,

At the time decision had to be made with regard to
the method of propulsion the rail was held to be hope-
less for the density of traffic to be served. This was due
to the fact that the cost per single track-mile for paved
track had risen to £12,500 to £15,000 exclusive of loops
or sidings. The gasoline bus was also suffering from
rapidly rising prices for fuel, namely, 50 cents per
gallon and more. On the other hand, electricity was
available at the low cost of 1.5 cents (0.75d.) per kilo-
watt-hour for ten years with an option of another five
years. This meant a saving of 8 to 9 cents per mile on
the fuel bill, and this difference alone offered an over-
whelming reason for choosing electric operation.

The general traffic situation also tended to favor
trolley bus operation, inasmuch as there was available
but one important highway, 85 ft. wide, to connect the
towns of this iron-working district. The question there-
fore of a possible shift of traffic in the future did not
enter. The 45,000 population served is concentrated for
the most part in a number of small industrial towns,
viz., North Ormesby, Middlesbrough, Cargo Fleet,
South Bank, Grangetown, Normanby, etc. But few of
the population live in the open country intervening.
Thus, while there are seventeen request stops in the 3.5
miles between North Ormesby and Grangetown, the
actual stops average but two per mile. The usual free
running speed is 13.5 m.p.h., and the schedule speed,
with twenty-eight-seat buses averaging 9.9 passengers
boarded per bus-mile, is 7 m.p.h.

POWER AND LINE

The Tees-side rail-less line is 5.1 miles in length,
all four-wire construction using No. 000 SWG (British)
hard-drawn copper trolley wires. Triple insulation is
used between the positive and negative wires. Double
insulation is maintained between the positive and nega-
tive wires. Double insulation is maintained between
the positive wire and the poles and but single insulation
between the negative wire and the poles. The negative
wires are on the outside to save insulation. Suspension
is from concrete-set tubular steel poles and bracket
arms. The poles vary in weight according to the strains
imposed, light on tangents, medium on easy curves,
heavy on sharp curves and terminal loops. Section
insulators are installed every half mile. At these insu-
lators the positive wires are connected to pole switch
boxes by means of an insulated cable carried inside the
pole, thus permitting half-mile sections of the positive
wire to be cut out if desired. Tangent trolley ears are
18 in. and curve ears are 24 in, long. Overhead guard
wires are installed throughout and are connected to the

’ I \HE trackless trolley system known as the Tees-

*This is the second of two articles summarizing some of the
author’s observations in Europe during the past spring and summer.

NEW DoUBLE-TROLLEY TRACKLESS BUS AT TEES-SIDE

negative wires according to the usual Board of Trade
specifications. Indeed, all overhead construction con-
forms to these national regulations, aside from the
extra insulation demanded by the use of the double
trolley.

Drawings on page 1029 show the two forms of ter-
minal loops—the symmetrical one at Normanby, where
there is ample turning space, and the asymmetrical one
at Grangetown, where the buses turn in a cross-roads
intersection. The one junction on the system (at South
Bank) is also shown.

Tests conducted on the best setting of trolley base
positions, under the direction of J. B. Parker, general
manager Tees-side system, and N. Clough, director of
Clough, Smith & Company, London, who built the over-
head line, show that the base should be placed over the
center of the wheelbase. This location showed
superiority in keeping the poles on the wire as compared
to setting the base further forward. This base location
will be standard on all future buses, including the
thirty-six-seat bus now being built.

Power at 550 volts direct current is supplied from the
plant of the Cleveland Iron & Steel Works, which is
about 0.25 mile from South Bank on the way to Grange-
town. To maintain favorable voltage conditions, the
trolley wires are supplemented by bare copper feeder
cables of 0.2 sq.in. cross section for part of the run.
As noted, the cost of power is but 1.5 cents (%d.) per
kilowatt-hour. The total power requirements per bus-
mile operated, including office and carhouse lighting,
but no bus heating, runs from but 1.89 to 1.41 kilowatt-
hour. The maximum grade, which is macadam paved,
is 5 per cent, but this is only a few hundred feet long. A
variety of paving exists such as stone setts or block
between South Bank and North Ormesby, wood block in
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Middlesbrough, brick at Cargo Fleet and tar macadam
in poor condition elsewhere. The block paving is rather
hard on solid tire usage, while if smooth paving were
used throughout the energy consumption, including car-
house and office lighting, would drop to 1 kw.-hr. per
bus-mile for the present buses.

TEES-SIDE EXPERIEN.E FAVORS ONE-MOTOR DRIVE

The first equipment comprised ten twenty-eight-seat
single-deck buses, each with two 23-hp. motors with
series-parallel control and with a reverser which could
be used for braking assistance rather than for emer-
gencies. In this equipment both the controller and the
steering wheel are hand-operated, which appeared a
rather awkward arrangement for the driver. Each
motor drives one rear wheel through a worm gear
reduction and live axle. This calls for short propeller
shafts between the motors and the driving wheels, and
as their universal joints are in constant use there is a
strong tendency for them to work out of line. The buses
weigh 10,080 1b. empty, but a load of forty passengers
is not uncommon. The seating capacity of twenty-eight
is based on the official government allowance of 16 in.
per passenger. A reduction in the seating capacity to
twenty-six means a saving of £12 per year per bus in
taxes. The general seating plan is cross seats for most
of the space, with longitudinal seats in the corners.
Much care is taken with regard to insulation for the
protection of passengers. Three-ply rubber hose pro-
tects the trolley poles against short circuits, and wooden
instead of metal stanchions are used inside the bus body.

These buses have two sets of brakes. The service
brakes, which are operated either by foot or hand, work
on the rear wheels, while the emergency brakes, which
are operated by pedal only, are applied to the propeller
shafts. Easy riding was sought by suspending the
bodies on long springs, supplemented by auxiliary
springs that function when the bus has a full load. In
future buses still longer springs are to be used to better
the present suspension, aside from the fact that the bus
is to be longer. The rear springs will not be fixed with

. shackles but are to slide in housings. It is also planned
to interpose 123 in. rubber blocks between the chassis and
body to reduce vibration and thus minimize the chafing
of the body against the chassis.

The second group of buses ordered consisted of six
twenty-eight-seaters weighing 9,968 1lb. with but one
GE-258 25-hp. motor and electric foot control. These
buses have the control drum itself within the driver’s
seat and the resistors on the platform. The motor and
worm shafts are in a direct horizontal line with the
propeller shaft. The universal joints come into play
only upon the deflection of the front and back axle
springs instead of being in constant operation, thereby
reducing driving friction. Apparently this was respon-
sible for the drop in average energy consumption from
1.41 to 1.39 kw.-hr. after the six single motored buses
were added. However, if a schedule speed of 10.5 m.p.h.
over the 3.12 mile route, with an average of three stops
to the mile, is to be maintained, at least a 40-hp.
capacity motor is required. The average length of
stops is eleven seconds and a five-minute lay-over at
the end of the run is embodied in the schedule.

On the first ten buses the positive and negative
trolley bases are mounted separately. On the six later
buses, however, they are mounted on the same vertical
pin, thereby reducing weight and increasing the reach
of the poles, which are 18 ft. long. Heretofore 17-ft.

poles had been used. These lengths are for the Board
of Trade trolley-wire height of 21 ft. A spring tension
of 30 to 85 lb. is used in the trolley base to allow a pos-
sible maximum speed of 20 m.p.h. without dewirement.
The collectors on both types of bus are 41 in. Parker
patent, spring-cushioned, non-fouling wheels which can
swivel all the way round. Rings below the sockets
allow the trolley poles to be drawn down with bamboo
rods to the level of the trolley standards. With the
center-base arrangement it is possible to make a clean
reverse by jockeying the vehicle around while maintain-
ing contact successively with the two sets of trolley
wires in succession. The poles did not leave the wire until
the bus was more than 12 ft. off center, whereas the
usual deviation for a stop at the curb is from 8 to 10 ft.

In the latest type bus, designed by Mr. Parker in co-
operation with Mr. Clough, put into operation late this
year, the seating capacity has been raised to thirty-six.
The illustration shows this bus to be of front-entrance
and exit type so that eventual one-man operation is pos-
sible, although the traffic is unusually heavy. This bus
has the 18-ft. positive and negative trolley poles
mounted on a single base and revolving from one center.
This base is mounted centrally over the wheelbase. This
amidship position reduces to a minimum the move-
ment transmitted to the base in the steering of the
vehicle. The two standards are fitted with ball bearings
that allow equal freedom of the trolley poles in both
directions.

The bus body has twelve cross-seats for twenty-four
passengers, with a rear-end seat for five passengers and
with two front longitudinal seats, the one opposite the
entrance seating five and the one alongside the entrance
seating two. Besides the sliding door at the front, there
is an emergency door in the rear. The body is 25 ft.
4 in. over all with 180 in. wheelbase and 8 ft. overhang.
Except that the wheelbase is lengthened 6 in. and the
position of the starting rod changed to allow a wide
front door, the chassis is practically the same as the
standard Starter Squire gas-driven unit. This avoid-
ance of a special chassis is expected to play a large part
in reducing the maintenance cost of buses of this de-
sign. The unusually long springs used, combined with
substantial body construction, are reported by Mr.
Parker as meeting all his expectations as to absence of
rattle and vibration. He writes that the new bus rides
like a motor car and that it has caused quite a sensa-
tion among the Tees-side patrons.

The tires are known as the Dunlop “super-resilient”
type, being a compromise between the pneumatic and
ordinary solid kinds. Their estimated cost of upkeep
varies from #d. (1% cents) to 1d. (2 cents) per mile
compared with 3d. (6 cents) for a pneumatic tire good
only for 10,000 miles and still in the doubtful stage for
vehicles of this capacity.

There is but one 35-hp. motor of Brush type. The
drive has metal instead of fabric universals, experience
having proved that when a fabric joint becomes dis-
torted through strain the propeller shaft begins to whip.
The controller is of the foot-operated type with rheo-
static braking for forward and reverse. This gives the
vehicle hand, foot and electric brakes. The foot-
operated controller is not only less awkward than hand
control, but also allows the driver to have both hands
free for steering. A watt-hour meter and speedometer
are installed as an aid to economical and careful driving.
IMumination is furnished by ten 16-cp. 110-volt lamps.
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A 60-amp.-hr. battery takes care of the two head and
tail lights in case the trolley supply is interrupted.

The estimated weight, empty, of the new bus is 11,200
l1b. and with thirty-two passengers, 15,688 lb. Its energy
consumption is placed as 1.25 kw.-hr. per mile, inclusive
of line losses, but exclusive of the lighting of the bus-
house and offices.

The Tees-side “Property and Assets” account, ex-
clusive of £2,558 stores, for the year ended March 31,
1920, shows a total of £71,430 made up as follows:

Permanent way (bridge) ......ccveeecvaeenconns £14,034

Electrical equipment of line .......ccv0eveneenees 13,572
ILEsl o o A R R P e &0 2,152
IBlildiags - and AXtUres ......coveeeeeons 6,428
‘Workshop tools and sundry plant 585
@ars (lrackless DUSES) «uesic s owenesissass 28,823
OLher rolling STOCK .« . wvws v owswesssossssssiosss 486
Miscellaneous equipment ............c.c00. co 551
Office TUrniture .. .c..voo.ssironsananomens b1 0 99
Parliamentary eXDENSES & oo« s i oeess o essssss 3,655
BRI IMATY N EXDEIISES (ol oiaie e s alis o fsel s o wie s sl s falols 545

£71,430

Although the Tees-side installation is but two years
old appreciable improvement has been made not only in
the method of drive and current collection but also in
body mounting to decrease

2.5d. to 3d. (5 to 6 cents) per mile.

especially as the type used on the present buses is not
standard with a quantity output manufacturer. Nightly
examination and tightening of tie rods is one pre-
ventive. The management also hopes to anneal such
axles every year in accordance with the practice of the
London General Omnibus Company. One of the prin-
cipal reasons for adopting a gasoline chassis for future
vehicles is to be able to purchase replacement parts on
a more reasonable basis than is possible when every
detail is special.

With reference to the upkeep and depreciation of
future rail-less vehicles, Mr. Parker anticipates that
general repairs and maintenance will work out to about
As to depreciation,
the income tax authorities have allowed a seven-year
basis for all the trackless trolley vehicles as against
their five-year allowance for gasoline motor buses. Mr.
Parker rightly points out that stated mileage would be
a better guide. He considers 30,000 miles per annum
or 210,000 miles in seven years a fair performance. If
200,000 miles be taken as the basis for the life of
vehicles costing £2,000 each, the depreciation allowance
per mile would be 2.4d. (4.8 cents). If the latest type
proves capable of 400,000

vibration. Attention has

Normanby Road

Y miles, the writing-off cost

also been given to improved
lighting and ventilation.
As customary in Great
Britain heating is not a
factor.

In presenting the costs
for the first full year ended
March 31, 1921 (Table 1),
it is but fair to mention
that when Mr. Parker came
to the property July 31,

would be reduced to 1.2d.
(2.4 cents) per mile.

In connection with the
table of operating costs, it
should be explained also
that the buses have both a
motorman and a conductor,
which fact brings the plat-
form expense to 13.26 cents
(6.63d.) an hour. The
motorman receives 33 cents

......

Holden

* Overhead Loop at Grangetown Terminus '

Middiesbrough ©

T

Arrangement of Overhead Wires at Single Junction

Tyres or OVERHEAD CONSTRUCTION AT L.00PS AND JUNCTIONS

1920, or after nine months operation, he found that no
provision had been made for regular inspection and
maintenance of the vehicles. Two-thirds of the buses
were laid up and no tools were on hand with which to
make repairs. This fact should be taken into consider-
ation when noting that repairs and maintenance of
buses cost 11.33 cents (5.66d.) per mile.

So far as the electrical equipment is concerned, there
has been no trouble of any kind that could not have been
prevented by ordinary inspection. Buses are now in-
spected every week and as little work as possible is done
at night. Once a month each bus is in for three days,
following a one-day guidance overhaul the week before.
Rear axles, broken through crystallization, come high,

and the conductor 31 cents an hour with free uniforms
and a week’s holiday with pay. One-man operation
would, of course, make a substantial saving, cutting the
total operating expenses from 36.78 cents (18.39d.) to
say 30 cents.

As at Leeds and Bradford, the cost of maintaining the
overhead line is an insignificant item, hardly more than
1 cent per mile. The entire staff for maintaining the
line, sixteen buses and one tower wagon, comprises four
machinists, four electricians, including the foreman, one
overhead man, two laborers, four washers, one oiler and
one controller and trolley head boy—a total of seven-
teen, or one man per vehicle, counting in the tower
wagon. Briefly, the cost situation is as follows:
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The principal future savings are, first, in platform
expense through one-man operation or larger buses;
second, through lower maintenance charges obtainable
through technical improvements and the purchase of
replacement parts on a quantity production basis.

TABLE I-—OPERATING DATA TEES-SIDE RAIL-LESS TRACTION
SYSTEM — YEAR ENDED MARCH 31, 1921

Revenue from Operation

Traffic T VeIUe: « s 5 & 5 « & s 5 £ 5 & 2550 £ 55 5 § G058 5 9 5 555 S §

Expense of cperation:
Traffic expenses:

1n Pence per Bus-Mile
19. 64

Wages of motormen and conduetors. ................... 6.63

Cleaning and oilingbuses. ... ........ [, . 0.61

Fuel, light and water fordepot. .................... 0.05

Ticket check (including inspection and tickets) 1.09

Uniforms.............. S T D G 0.02

Miscellaneous. . .............. ..1...... 0.19 8.59
General expenses:

Salaries of general officers and staff. ... .. 0.82

Roents (%) coimmmm v s o3 g o . 5 0.00

Ratesand taxes............ 0.70

Printing and stationery. .. .. .. . 0.23

Fuel, light and water for offices. . ....... . . 0.01

Accident insurance and compensation. .. ... 0.20

Fire and other insurance. ... ... 0.09

Miscellaneous. . s sz s < pucmyesiins - 0.27 2.3]
General repairs and maintenance:

Electrical equipment of line. . . . .. 0.52

Buildings and fixtures.. . ... .... o 0.08

Workshop tools and sundry plant. ... .. . 0.17

Trackless cars, chassis and body . . . 5.66 6.43
Power expenses:

Costofourrent... ... ................... 1.06 1.06
Total........ooovviiii . 18.39
* Nominal rents of £1 1s. 2d. only.

TEES-SIDE TRAFFIC COMPARATIVELY HEAVY

The earnings and expenses shown in Table I were
obtained in operating 364,798 bus-miles and carrying
3,614,857 passengers, which gives the high density of
9.9 passengers boarded per bus-mile with a twenty-eight-
seat vehicle. About one-half of these passengers were
carried at the 2d. minimum, the remainder being divided
among 1d. and 3d. tickets and workmen’s reduced rate
round-trip tickets costing up to 4d. The earnings per
bus-mile were 19.645d. or 39.29 cents. This left only
1.25d. to be carried to net revenue account, a situation
which could have been remedied if the Parliamentary
legislation relating to fare increases had not overlooked
the existence of an all-trackless system. The total
traffic revenue was £29,860.

Thus the Tees-side was obliged to continue the fare
of 2d. initial rate and 1d. per mile thereafter, with work-
men’s fares as low as #d. per mile. This handicap was
overcome in part by a rearrangement of stages whereby
the shortest stage is at the heaviest loading point, North
Ormesby. Although this stage is only 1,050 ft. long,
few people undertake to walk to the boundary of the
next zone as this would deprive them of a seat during the
heavy hours. The result is that for the 2 miles between
South Bank and North Ormesby the fare is now 3d.
instead of 2d. The average fare per mile is 0.875d.
(1.75 cents) and per passenger, 1.96d. (3.9 cents).

On the whole, the Tees-side system is meeting the
transportation requirements as desired. Fog and sleet
have each been responsible for one interruption to serv-
ice, but otherwise operation has proceeded smoothly.
In the beginning the schedule of the buses was 6.5
m.p.h., but now 7 to 8 m.p.h. is readily obtainable.
Improvement in the reliability of the service is shown
by increases in earnings and traffic during the more
recent months, accompanied by reduction in energy con-
sumption through insistence upon coasting to stops
‘wherever possible. Taking every point into considera-
tion, the Tees-side system, with either relief in fares

or a reduction in working expenses, will be able in the
future to stand forth as a conspicuous example of all-
trackless operation.

Bus OPERATION AT YORK

On Dec. 22, 1920, the York Corporation Tramways
opened a 1.25-mile trackless trolley route which runs as
such all the way from the Market Square (Parliament
Street) to Heworth (Stockton Lane), a suburb with
some new housing development. The management had
already had some experience with self-propelled vehicles
and had concluded that the storage-battery kind was
too slow and gasoline too costly. The deciding factor in
this instance in choosing rail-less operation was, stated
J. W. Hame, then general manager, the great saving
possible in power inasmuch as the lighting department
was prepared to sell electricity at 13d. (3.5 cents) per
kilowatt-hour. While this was more than double the
Tees-side rate of 4d. (1.5 cents), it still compared favor-
ably with the 1920 British price of gasoline, which varied
between 80 cents and $1 or more per imperial gallon
(277% cu.in. against the American gallon of 231 cu.in.).
Prices are decidedly different today, the August, 1921,
quotations being almost 50 per cent of the prices a
yvear earlier.

Aside from the great saving in power, based on the
highest gasoline figures, Mr. Hame expected lower
maintenance costs in the driving mechanism; also a
simpler store-keeping system, inasmuch as the control,
motors and trolley collectors were of the railway type.
There was also but one class of maintenance men, a
desirable consummation on a property with but thirty-
eight cars and 14.5 miles of single track. From the
public’s viewpoint trackless trolley buses were prefer-
able because of greater cleanliness and quietness of
operation.

York, although a compact city of 82,500 popula-
tion, is a good city in which to get lost. It is
one of the few places in England that has clung
tenaciously to the picturesque characteristics of
the municipalities of the Middle Ages, such as forti-
fication walls and narrow streets and lanes. The
route of the trackless trolley is typical of the older
thoroughfares, being so narrow that there are places
where span suspension from building rosettes is used
instead of sidewalk poles. The trolley wires are from
21 ft. to 24 ft. above the ground. The cost of the over-
head system was placed at £3,688 for 1% miles or
£2,950 per mile.

The capital expenditure included four buses at an
estimated cost of £8,000. Total investment for the
quarter ended March 31, 1921, shows £12,541. This
sum includes expenditures of £605 for street work and
other changes necessary to permit trackless operation;
£71 for carhouse changes, and £260 for alterations in
the position of telephone and telegraph circuits. While
the anticipated cost of the buses was £2,000 each, the
actual cost approximated £2,400 each, due in part to
faults in construction, the correction of which was
to be charged against the contractor. These cost figures
indicate that prices of buses are fairly comparable on
both sides of the water. It would seem, though, the
British makes would cost a little more if they were built"
as sturdily and upholstered as comfortably as the
American types, even if some allowance is made for
recent drastic cuts in the prices of British type chassis.

These trolley buses were built for one-man operation,
as was the case with the York battery and gasoline



December 10, 1921

ELECTRIC RAILWAY JOURNAL

1031

buses. They seat twenty-four passengers on side and
end longitudinal seats. Transverse seats are impracti-
cable due to the narrowness of the bus, which is but
75 in. The body is of wood. The vibrations of the body
in operation disclosed defects which have made it neces-
sary to reinforce the sills with T-iron the full length,
in addition to roof reinforcing irons on the car lines.
Two stanchions were also added, the object being to
stiffen the roof, which was of # in. board, enough to
prevent it from obvious bobbing up and down.

Noiseless operation, a thoroughly commendable
advantage of trackless trolleys, did not obtain because
of the rattling of the small ventilator sash due to the
use of what the Britisher calls “penny bazaar” fixtures.
When these sashes were held tight running was prac-
tically noiseless. This rattle was being corrected by
the use of stronger fixtures.

The chassis frame is of pressed steel and laminated
springs are used. The front axle is a solid steel frame.
The worm and sector steering gear is inclosed in a dust-
proof casing. Propulsion power is furnished by two
23-hp. series-parallel control motors, each motor driving
one of the rear wheels by means of worm gearing, no
differential being used. The rear axle is fitted with
roller and ball bearings. The weight of the vehicle,
which is 11,200 Ib. (light), is taken by the axle casing.
Hand and foot service brakes are provided on the rear
wheels and a foot emergency brake on the motor shafts.
-The wheels are of hollow-spoke, cast-steel road type
with single solid tires on the front and dual solid tires
on the rear. The cam-controlled current collectors allow
for a deviation of some 15 to 17 ft. on each side of the
wires. They appeared entirely suitable for the condi-
tions on this route since the run of 11 miles is made in
ten minutes, yielding a schedule speed of 7.5 m.p.h,,
exclusive of layovers.

Table II covers 9,402 bus-miles operation for three
months ended March 31, 1921, showing the cost of the
principal items:

TABLE II — RESULTS OF TROLLEY BUS OPERATION YORK COR-
PORATION TRAMWAYS, THREE MONTHS ENDED MARCH 31, 1921

Actual Per Bus-Mile
S. d.

REVEIIULS. « 00 s saanervneeteceeosnsnanannncsnas 696 15 17.79

Cost of cperation:
PIEREORIORW AL 9. 1 » oeisisiatat s s 5 dlsiatuisiais o 6 o o miooiaioiate 159 15 4.10
T8 E e 0 0.0 0ol o O O S D B0 B S S ESAR S 114 4 2.90
Maintenance of vehicles. 90 4 2.30
Line repairs 3 2 0.08
Way-leaves (rosettes, ete.)..coeenveiiennennn. 9 5 0.23
TiCETISES, 0. wine v o o v o oaibiois 66 5 5 & ioiain o 3 8 = susiaiatts 48 0 1.22

Miscellaneous. ...oooovvvrenineeeenennnnnns 2 2 0.70

B GATMIININ oo s ohe 6 rsperomsi s/l hmuniosmtinalolal o nisiakeisd £451 12 11.53

The platform wages are based upon the pay-
ment of 218d. per hour (43.25 cents); power upon a
charge of 1.75d. (3.5 cents) per kilowatt-hour; license
charges include registration fees and road maintenance;
line repairs is the sum of repairs to overhead wires and
cost of way-leave privileges in connection with the
rosette type of suspension. It will be noted that inspec-
tion, management, office and other general charges of the
character detailed in the Bradford accounts (See ELEC-
TRIC RAILWAY JOURNAL for Nov. 12, 1921, page 860)
have not been definitely prorated against the trackless
service. On a small system, naturally, such general
charges per mile operated must be higher than on a
system like Bradford, which ran 387,543 trolley bus-
miles in the fiscal year ended March 31, 1921. Assum-
ing that the Bradford general costs were applied to

York, we would have to add a number of accounts like
the following:

Pence per Bus-Mile

Superintendente, ssuess s weie s 08 b e s § 55 SeEE 8 88 8 0.043
Wages of other trafficemployees. . .................. 0.311
THoket Cheek: s s i - o v otimnin g o s o msinnin o o0 onmnismn £ 64 = 0.441
Salaries of general officers and staff - 0.454
SHOTE EXPOIISES. ¢ v v e v vt eeeens e eneenenneneneenesasnasnen 0.076
Rates and taXeBumys « ¢ 5 5 5 s o 4 § & 5 = Sumime 5 5 6 SiER 85 45 65D 0.409

BB s v 4 5 i 55665 5 55 Simmiion o 5 0 2 mommimin & 0 0 s 2 pommindl 66840 1.734

This does not exhaust the list, but enough prorating
accounts are given to indicate that the actual operating
expenses were at least 12.5d. (25 cents per mile) for
three twenty-four-seat, one-man vehicles within the first
three or four months of operation. The actual mainte-
nance of these brand new buses, it will be noted, was
2.3d. (4.6 cents).

Total over-all costs available since March 31, 1921,
show 18d. (36 cents) from one source and from another
source 19d. (38 cents) per mile. These cover all operat-
ing charges, taxes, overhead, depreciation, etc. On the
basis of 6 per cent interest on the capital expenditure
of £12,541, the fixed charges alone work out at 4.8d.
(9.6 cents) per mile operated. This is a heavy burden
to carry because the long headways of fifteen (a.m.)
and thirty minutes (p.m.) yielded only 9,402 miles in
three months operation or a little more than 100 miles a
day. In this case, one must conclude that a similar
service at present gasoline costs and motor bus chassis
prices would preferably be straight gasoline. Some
thing like this seems to be in the mind of the York
Tramways Committee, which in October, 1921,
appointed a sub-committee to report as to the cost of
running omnibuses and trackless trolley vehicles before
it decides on a proposed service to Clifton. This situa-
tion shows how viewpoints as to the desirability of
the trolley bus or gasoline bus are bound to shift as
the price of power fluctuates.

NOTES ON VIENNA’S CARRIAGE COLLECTOR SYSTEM

The trackless trolley route of the Vienna Municipal
Tramways is of the over-running type. The installa-
tion comprises a 2-km. (1.24-mile) route between Pots-
leindorf, a Vienna suburb, to Salmannsdorf. This
route was opened in October, 1908. The original Stoll
buses have been in use ever since.

As regards the question of bus drive, it is pertinent
to note that hub-mounted direct-drive motors have not
proved satisfactory for anything but undesirably low
speeds. Roadway conditions lately have not been good
for this style of drive. Less than one-third of the run
(about 600 meters) is well paved, the rest being macad-
am in poor shape. In the future buses will have. chain
drives. This drive if kept thoroughly lubricated and
encased in a steel housing is expected to be noiseless.

There are but five regular stops in this 1.25-mile run.
The trip is made in twelve minutes, giving the low speed
of but 6.25 m.p.h. between terminals. There is no occa-
sion for hurry, however, as the shortest headway is
fifteen minutes. At other times the buses are run on
hourly headways. The buses seat sixteen and stand
eight passengers, yet nine or ten passengers per bus-
mile have not been uncommon in recent years. This
must have led to crowding at times. However, no one
needs to be told that the Viennese management has
been and still is struggling with unparalleled difficul-
ties. Car windows had to be patched with odds and
ends of glass. Even wooden tires were used as a war-
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time expedient. The enlargement of wheel sizes caused
thereby led to the overheating of the two 10-hp., 600-volt
motors per bus. Nothing daunted, Ludwig Spingler,
general manager, made the motors stand up under their
heavier work by equipping them for self-ventilation.
These buses are 6 meters (23.6 ft.) long, and because
of the narrow roadways, only 1.7 meters (80.4 in.)
wide. They weigh about 3,200 kg. (7,040 1b.). The new
ones are expected to be of like weight, the wooden body
alone weighing 1,000 kg. (2,204 lb.). Their estimated
life is figured at ten years.

The Vienna Municipal Tramways may also lay claim
to having been the first to adapt the gasoline type
chassis to trolley bus operation, an old one being em-
ployed to that end. The resistors are mounted under
the hood.

So far as current collection is concerned, no serious
difficulties have arisen at the moderate speeds in vogue.
The overhead entrance switches are much more com-
plicated than the like structures for the under-running
trolley. The only branch-off on the line is at the bus-
house. Here wheel and chain drives on poles are pro-
vided to permit the connecting structure to be shifted
as a unit in order to leave the main line unbroken.
The wheels on the over-running collector carriage have
a side play of about 0.75 in. each. Because of roadway
and grade conditions, no buses are operated in very
bad weather. Each bus is provided at the rear with
two diagonal rods or struts which can be let onto the
ground as a safety measure when the bus stops on a
grade.

While the bus fleet numbers four, it is customary to
run only two buses daily and three on Sundays and
holidays. About 750 passengers are carried daily. Fares
in July, 1921, were 15 kroner on Sundays and holidays
and 8 kroner on week-days. Commuters who possess
an identification card with photograph, as vouched for
by the local police, pay only 3 kroner. At current rates
of exchange these fares were but sorry fractions of a
cent. Any cost figures translated into dollars at the
present fluctuating rate of exchange would serve no
useful purpose for comparative costs.

So far as Austria is concerned, the trackless trolley
should prosper there once the great hydro-electric pos-
sibilities of the republic have been developed.

Telephoning from a Moving Car

The “Carrier Current” Communication System Is Demon-
strated by Telephoning from One of the Schenectady
Railway’s Cars to a Substation
Three Miles Distant

DEMONSTRATION of what is known as the “car-

rier current” system of communication was given
at Schenectady on Dec. 1. These tests were the
culmination of development work extending over a
period of ten years, followed by practical tests made on
the Chicago, Milwaukee & St. Paul Railroad, where
communication was effected up to 60 miles.

The system makes use of a second current superim-
posed on the same trolley wire which supplies current
to operate the electric car. This “carrier current,”
which is generated at higher frequency than the power
supply, serves to transmit messages along the wire from
which it is picked up at any convenient point and made
to energize a telephone instrument. The demonstration
took place on the Schenectady Railway, 5 miles from the
city, and was arranged by the railway department of

the General Electric Company, which is interested in
the development of the new system.

From the moving electric car the railway men were
enabled to talk successfully with a substation on the
line several miles distant and also to listen to conversa-
tion from the operator in the station. The second
feature of the demonstration was listening to the con-
versation of the substation attendant at a waiting room
2 miles from the substation, the messages being trans-
mitted over the trolley wire and amplified in the wait-.
ing room by a loud-speaking telephone instrument.

The demonstration was designed primarily to show
the application of the system to communication on elec-
tric railways, especially as regards expediting train.
operation. The apparatus used for carrier current
communication is small and simple of operation. It
consists essentially of vacuum tubes used as oscillators,
rectifiers and detectors, making up a telephone equip-

TELEPHONING FROM CAR TO SUBSTATION

ment equaling in sensitiveness and simplicity the most
modern apparatus.

Among the participants in the tests-at Schenectady
were members of the radio committee of the American
Railway Association, headed by J. D. Jones, chairman
and superintendent of telegraph and signals Pennsyl-
vania Railroad, Eastern region.

Commenting on the tests, W. B. Potter, engineer of
the railway and traction department of the General
Electric Company, said: “These tests at Schenectady
and on the Chicago, Milwaukee & St. Paul Railroad
indicate the early perfection of a practical telephone
system, utilizing the power wires as a conductor, which
will provide for the usual call and telephone communica-
tion between different cars or trains. This system is
equally applicable to communication between the train
dispatcher and the trains in operation under his direc-
tion. This is an important development which we feel
sure will contribute materially to the facility and safety
of railway operation.” '
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Features of Des Moines Franchise

The Twenty-five Year Grant Has a Sliding Scale for Rates of Fare and Return on Investment—The
Operating Deficit Is to Be Taken from Revenue

. accepted by the Des Moines (Iowa) City Rail-
: way.. It was approved by the City Council on
Oct. 24 and passed upon favorably by the people at a
special election on Nov. 28. The franchise is now to
be tested in the State Supreme Court to verify some
question as to its legality under the Iowa laws and
thereafter will presumably be the contract under which
the company will operate in future. It is expected that
a decision of the Supreme Court may be had before the
end of January. The action of the City Council and
voters rescinded a twenty-five-year franchise entered
into late in 1915, which provided for a fixed 5-cent fare
and had other features which proved to be impossible
to carry out.

The new service-at-cost franchise is granted for a
term of twenty-five years. It permits the operation of
interurban cars over the streets and the sale of power
to interurban companies by the Des Moines City Rail-
way. The haulage of freight, baggage, mail, express,
ete., over the city tracks is authorized, provided that
freight cars will not be permitted to stop on a street
crossing or to stand on a public street for any purpose
except such as may be necessary in the operation of
trains. The handling of such freight and express cars
must not delay the operation of passenger cars, and no
such car is to be allowed to stand on any track or siding
located .in the public streets for more than one hour
without the consent of the department of public safety.
These restrictions, however, do not apply between the
hours of 1 a.m. and 5 a.m.

In regard to the extension of lines, the contract pro-
vides that extensions must be made upon petition in
writing to the City Council by a majority of the adult
residents of the district to be served, when this body,
after due investigation, shall have passed a resolution
declaring that the extension is a proper and necessary
one to be made by the company. It is stipulated, how-
ever, that the City Council must find in its study that
the returns of the company will be sufficient to pay at
least the cost of operating the cars over the extension,
including the ordinary maintenance of track, cars and
overhead, together with a reasonable depreciation upon
the cost of the extension and the equipment used, and
all reserves provided for later in the contract. Having
satisfied itself that this is the case, the Council may
direct the extension to be made and the company is
then required within a reasonable time to build the line
at its. own expense. But if the company and city cannot
agree that the extension can be made under these condi-
tions, then the question of whether or not the line shall
be extended shall be submitted to arbitration and the
award of the board of arbitration is binding on both
parties. :

On the subject of paving and maintaining paving of
streets, the franchise reads that “Whenever the city
shall grade, pave, gravel or macadamize any street, and
so long as the statutes of the state of Iowa do not
authorize another or different method therefor, the com-
pany, under the conditions in-this ordinance contained,
shall grade, pave, gravel or macadamize such portion of

. ! FRANCHISE of the service-at-cost type has been

said streets between the rails of its track and 1 ft.
outside thereof.” The same requirement as to repaving
is made conditional upon the present statutes of Iowa.
The company is required to sweep, clean and sprinkle
the portion of the street used by the company only
where the need for cleaning results from construction
work, sanding rails, ete. But it must remove snow and
ice.

In regard to the motive power that may be used, the
contract mentions the use of electricity, applied cither
by overhead or underground trolley, “or any other mod-
ern and improved system, or by any other modern and
improved motive power, except steam locomotives; pro-
vided, however, before any motive power other than
electricity may be used, consent and permission therefor
shall be first granted by the city.”

A “city supervisor” of track stations is to be clected
by the City Council to hold office at the pleasure of this
body and with a salary which shall not exceed $5,000
per year at any time. This is fixed by the City Coun-
cil and paid by the company. The company is to pro-
vide and pay for his office, office fixtures, stationery and
clerical help, but the cost of clerical help shall not ex-
ceed $100 per month to begin with, but this may be
increased in the same ratio as the gross receipts of
the company increase. The company is also to select 2
person to be known as the ‘“‘company supervisor” and
these two supervisors shall determine what acts shall
be done and orders made affecting the quality and quan-
tity of service, fixing of schedules, routes and terminals,
the character and equipment of cars, the places at
which they shall be stopped for passengers and other
similar operating questions.

Any differences arising between the company and the
city in regard to any provisions of the ordinance or
the rights and power reserved to and conferred upon the
company or the city, or if the two supervisors fail to
agree upon any question, over which they have super-
vision, then either the city or the company may require
that these questions be submitted to arbitration. It
is agreed that the individuals comprising the board of
railroad commissioners of Iowa shall constitute the
board of arbitration, and if this board fails or refuses
to act as arbitrators, then it is agreed that the board
shall consist of three disinterested persons who must
be non-residents of Des Moines and appointed by joint
action of the chief justice and the two associate justices
of the Iowa Supreme Court.

SCALE OF FARES AND RETURNS

The initial rate of fare is to be 8 cents cash with
ten tickets for 80 cents. The contract provides that
this may be adjusted either up or down in half-cent
increments as shown in the accompanying table, which
also shows the rate of return to be allowed on common
stock. Children between the ages of six and twelve
years are to be carried for one-half fare and high and
grade school pupils actually on their way to and from
school may ride on special tickets so!d to them at the
school for 2} cents each. A charge of double the cash
fare in force may be made on owl cars as the company is
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not obliged to accept tickets for passage on such cars.
Once a rate of fare is placed in effect it must remain
in effect for a minimum of thirty days.

Dividend

on Com-
Fare mon Stock
9 cents cash, 10 tickets 90 cents. ... ......viiieiiunnneeerennennnnn 0 per cent
9 cents cash, 10:tickets 85 CeNtS: - « wniwm a5 55 = @iin « & 5 = wesin & 2 & & Fegeis o & 0 per cent
8 cents cash, 10 tickets 80 cents™. . .. ... ... ...ttt 0 per cent
8 cents cash, 10tickets 75 cents. . .......ouunvrinereennnnnnenannnn 0 per cent
Z centaicash, T0tickets: 70 ConbS: 5 & 5 wumm 27 5 5 e d § & 55 B 7 8 & 6 Woes 98 3 percent
7 cents cash, 10 tickets 65cents. ........ ..o iiiiiiiiiiiiii 3 per cent
6 cents cash, 10 tickets 60 cents. . ..........c.ocvivivinienninne... 44 per cent
6 cents cash, 10 tickets 55 CENES. ... vvunr e iein e e ennnans 43 per cent
5 cents cash, 10 tickets 50cents. ...... ..ottt 6 per cent
5 cents cash, 10 tickets 45cents. . ................ .. ..., 6 per cent
5 cents cash, 10 tickets 40CentS. . ..veverivrereisiunnoesnionensss 7 per cent
5 cents cash, 10 tickets 35 Cents. ... ... . onvson e 7 per cent

* Present rate,

The initial rate of fare of 8 cents cash and ten tickets
for 80 cents is to continue in force until there has been
accumulated in the “fare adjustment fund” the sum of
$150,000. Thereafter the rate of fare shall be changed
to the next higher step whenever the balance in this
fund shall be lower than $100,000. The next lower step
shall be put into effect when the amount in the fare
adjustment fund is $200,000. A notice of five days must
be made before any change in the rate shall become
effective. The maximum and minimum figures already
noted are to continue as long as the number of passen-
gers carried annually by the company is 30,000,000 or
less.

When the annual number of passengers is between
30,000,000 and 40,000,000, the fund is to vary between
the limits of $133,333 and $266,666; for between 40,-
000,000 and 50,000,000 annual passengers, the fuund is
to vary between the limits of $166,666 and $333,333;
50,000,000 to 60,000,000 passengers, $200,000 and
$400,000; 60,000,000 and 70,000,000 passengers, $233,-
333 and $466,666; 70,000,000 and 80,000,000 passen-
gers, $266,666 and $533,333; 80,000,000 and 90,000,000
passengers, $300,000 and $600,000, and thereafter if
there are further increases in the number of passengers
carried in any fiscal year, the same progression of maxi-
mum and minimum amounts will be carried out.

The company is to be entitled to earn dividends on
its common stock now issued and outstanding and on
such common stock as may be issued to retire the first
stock now issued and on common stock that may be
issued to provide funds for extensions, improvements, or
betterments as noted in the above table.

For the purpose of determining the basis upon which
the rate of fare is to be established, it is agreed that
the gross income of the company shall include income
from all sources. Operating and all deductions from
gross income shall be in accordance with good account-
ing practice as prescribed by the American Electric
Railway Accountants’ Association and the company shall
at all times be entitled to earn net earnings (gross in-
come less operating expenses and taxes of all kinds)
sufficient to pay the following seven items:

1. The interest on its bonded indebtedness as of
Oct. 1, 1921, and on notes now issued and to be issued
and now consisting of $4,651,000 of 5 per cent general
and refunding bonds and $1,309,709 of 7 per cent notes,
issued and to be issued.

2. The interest on any additional interest-bearing in-
debtedness similar to that listed under (1) that may
be created subsequent to Oct. 1, 1921.

3. Dividends at the rate of 7 per cent per annum on
any or all preferred stock which may at any time be
outstanding, of which there is now $250,000 outstand-

ing and $1,100,000 of debentures to be converted into
preferred stock, and such other preferred stock as may
be issued as authorized.

4. Credit to a common stock dividend reserve account
to the extent permitted to be earned under the terms of
the section relating to the rate of dividend on common
stock.

5. An amount which is to be accumulated in equal
monthly installments during the first five years after
this ordinance shall become effective to offset the oper-
ating deficit existing at the date of taking effect of
this franchise. The accumulated amount thereof as of
Oct. 1, 1921, was $572,737.

6. Fifty thousand dollars of working capital which
shall be accumulated before any amount shall be set
aside for the fare adjustment funds, or before any re-
duction in the rate of fare first above established shall
become effective, and shall be in addition to stores and
supplies aggregating approximately $240,000 in value,
which represents the value of the stores and supplies
on hand Oct. 1, 1921.

7. Any other amounts arising after Oct. 1, 1921,
properly deductible from net earnings. All above
accumulations are to be considered as an expense in con-
nection with the establishment of the rate of fare.

After all of the reductions provided for in these seven
sections have been made from net earnings, debits or
credits are to be made to the fare adjustment fund.

The company agrees to secure a fund of $100,000
within thirty days after the adoption of the ordinance
for the purpose of making additions, betterments, and
improvements or in construction work in so far as the
cost is properly chargeable to the capital account. The
company is to be permitted to execute its notes for this
amount which will bear interest at the current rates
and are to be retired when the company is able to issue
and sell securities as provided by the ordinance. It is
also agreed that the city will not require the company
to make improvements or additions during the first yvear
after the adoption of the ordinance requiring expendi-
tures in excess of this $100,000. Similarly, the com-
pany agrees during the second and third years of the
franchise, to provide and spend an additional $100,000
each year, provided it is unable to issue and sell secur-
ities and provided that all of the items provided by the
ordinance are earned. It is also agreed that if these
conditions prevail, the city will not press the company
to spend in excess of $100,000 chargeable to capital
account.

In connection with the sale of securities, the expense
of the sale of stock or of the sale and discount on bonds
or notes now outstanding or to be issued shall be amor-
tized out of the earnings of the company in equal
monthly amounts during the life of such securities.
On the matter of depreciation, the contract is indefinite,
the provision being that “the company shall charge as
a part of the expense of said business and set up a de-
preciation reserve sufficient to cover replacement, obso-
lescence and renewals of the property of the company,
and installations necessary to maintain such property

provided that the reserve shall be apportioned
and used 50 per cent for way and structures, 25 per
cent for equipment and 25 per cent for power. It is
also stipulated that the company shall not be required to
make any expenditures in excess of the amounts thus
provided.”

An interesting clause in the contract is that relating
to corporate existence which provides that ‘“the company
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and each successor corporation shall remain
and shall be an Iowa corporation and it shall maintain
its principal office in the city of Des Moines and shall
not remove such principal office or any of the books of
the company, records, accounts, contracts or original
vouchers of receipts and expenditures beyond the limits
of the said city, and shall maintain such principal office
within such city so long as the company continues oper-
ating any part of the street railways mentioned and
provided for in this ordinance under the provisions
hereof, and the provisions of this section shall apply to
all the company’s lessees, successors and assigns.”

One section of the contract contains provision whereby
the company waives all rights and claims except those
allowed by this ordinance, agrees to pay all interest due
on any bonds secured by lien on the property existing
Aug. 1, 1921, and to pay thereafter all such interest on
bonds as it becomes due, with the condition that upon
failure to pay such interest resulting in the foreclosure
of the liens, the rights of the company under the ordi-
nance are thereby forfeited. This section also stipulates
that the company is to cause all foreclosure suits now
pvending against the city or the company to be dismissed
without cost to the city, and the company is to pay its
bond in the amount of $54,000 which fell due April 1,
1921. It is also to pay or refund on other bonds now
outstanding, secured by lien upon the property, at or
before maturity, none of which bonds mature later than
the year 1936.

The franchise gives the city the right, during the time
of the franchise, to purchase and take over free and clear
of all liens and incumbrances the entire street railway
system upon giving six months notice. If the company
and city cannot agree on the purchase price, the latter
is to be determined by a court of competent jurisdiction.

DISPOSITION OF COMPETITIVE BUSES

Immediately upon the acceptance of the franchise, the
city agreed to cancel all licenses issued for the opera-
tion of jitney buses engaged in carrying passengers on
any street on which street cars are operated. The city
also agrees that it will not permit any jitney bus opera-
tion on streets occupied by cars under the franchise,
provided, however, that jitneys may be licensed to cross
such streets at right angles with the car line and in
addition may travel over such space as far as it is
necessary to cross bridges. It is further provided that
the buses may have a terminus in the business district
and that for the purpose of going to and from this
terminus the buses may travel over such portion only
of the prohibited streets as is necessary to connect
directly with the licensed route of the buses on streets
on which there are no street car lines.

French Railway Strike Ended

EPORTS to the Department of Commerce recently

told of the termination of the street railway strike
in Calais, France. Service was suspended entirely dur-
ing two weeks. The company finally granted the de-
mands of the employees for an increase of 50 centimes
per day, for two days vacation per month with full
pay and for the establishment of a joint committee
with power to pass finally on all differences between
the street railway management and its employees.
The joint committee is to be made up of representa-
tives of the employer, the employees and the street
railway committee of the City Council.

" Average time per car,

Car and Bus Speeds in Chicago

Comparison of Car Speeds Operating Through Tunnels and
Over Bridges Was Presented in Chicago Fare Hearing—
Also Data on Speeds of Buses and Cars
in the Loop District

OME rather interesting speed comparisons were

brought out in the hearings of the Chicago Surface
Lines before the Illinois Commerce Commission in con-
nection with the recent fare case. The special engineer
for the city, George W. Jackson, had recommended in
his proposed plan of speeding up service the taking of
cars from the tunnels and routing them over bridges.
The company therefore introduced the following evi-
dence to indicate the relative speed of cars in tunnels
and over bridges. For the Clark Street bridge and
La Salle Street tunnel the observations were made on
Oct. 15, and the distance over which the cars were
timed in each case was taken between Randolph and
Illinois Streets. For the Madison Street and Adams
Street bridges and the Washington Street and Van
Buren Street tunnels the observations were made on
Oct. 18 and the distance covered was between Franklin
and Clinton Streets in each case. The results of the
observations follow:

CAR SPEEDS OVER BRIDGES VS. THROUGH TUNNELS

Clark Street Bridge La Salle Street Tunnel

11:35 a.m. to 12:55 p.m. 11:36 a.m. to | p.m.
ars Minutes Cars Minutes
73 336.00 122 241.00
Average time per car, 4.603 e 1.975
Madison Street Bridge Washington Street Tunnel
1:30 p.m. to 4:00 p.m. 1:36 p.m. to 4:00 p.m.
Cars Minutes Cars Minutes
264 715.75 137 231.00
Average time per car, 2.711 - 1.686
dams Street Bridge Van Buren Street Tunnel
1:58 p.m. to 4:02 p.m. 1:44 p.m. to 4:00 p.m.
Cars Minutes Cars Minutes
103 221.75 199 304.75
2.153 say 1.531

Another study was made to show the speed of cars
in the Loop district, as bounded by the river on the
north, Wabash Avenue on the East, Harrison Street on
the South and the river on the West. The cars on
Dearborn Street from Harrison Street to Polk Street
were also included and all lay-overs at stub terminals
in the Loop were included. The observations were
made on Oct. 12, 1921, from 4:30 p.m. to 10:30 p.m.
The system average schedule speed based on schedule
running time between terminals and excluding lay-over
time was given as 10.64 m.p.h. The Loop data follow:

SPEED OF CARS IN LOOP DISTRICT, CHICAGO
Average Speed

Hour Car-Miles Car-Hours M.p.h.

4:30 p.m. to 5:00 p.m. 520.31 107.70 4.83
5:00 p.m. to 5:30 p.m. 595.62 120.76 4.93
5:30 p.m. to 6:00 p.m. 511.47 91.75 5.57
6:00 p.m. to 6:30 p.m. 389.15 54.85 7.09
6:30 p.m. to  7:00 p.m. 331.43 44,27 7.49
7:00 p.m. to 7:30 p.m. 316.74 40.34 7.85
7:30 p.m. to 8:00 p.m. 312.48 43.47 7.19
8:00 p.m. to 8:30 p.m. 305.03 43.52 7.01
8:30 p.m. to 9:00 p.m. 279.95 37.08 7.55
9:00 p.m. to 9:30 p.m. 211.86 29.87 7.09
9:30 p.m. to 10:00 p.m. 206.73 28.50 7.25
10:00 p.m. to 10:30 p.m. 154.32 20.72 7.45
4,135.09 662.83 6.24

For the sake of comparison some observations were
made of the operating speeds of the Chicago Motor Bus
Company’s buses. These observations were divided into
three groups, covering speeds from the north terminals
into the loop to the points at which the buses are turned
back; in the downtown district, and outside of the Loop
district. These data are presented herewith in three
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tables. The observations were made on Oct. 19 and
20, 1921.

Limited observations of the motor bus service given
by the Depot Motor Bus Company, operating between
Carson, Pirie, Scott & Company’s store on State Street
and the Northwestern and Union stations on the west
side, showed that these buses operate at an average
“speed of 5.85 m.p.h. The distance is 0.78 mile each way.

SUMMARY OF SPEED AND STOPS OF CHICAGO MOTOR BUS
COMPANY'S BUSES, OUTLYING AND LOOP
. DISTRICTS COMBINED
BSOS ceiaier e - v =00 v o 0 o sominin = = & aioibin 6 § 3 8 SN 5 4 8 SEEE T4 RS

8.11
IVDEHEC s & 55 5 5 Breeon: &5 8 55 GEOEREE 4 4 & 5 3 WS WOywaRngan o & povwins o w0 o 86.66
D O a0 e o taaniuid s el e slivdacat 8 ok e Reiioim i el el o e o i o ol ol ok ke Re s o 284
Duration of Stops—=8eCONdS. . .v.vveeeereenernenenneonens 3,335
Average runniBZ spPeed. .. ..ot vttt e 10.70 m.p.h.
Averape NUMbBer 0f 8Y0DS i s o - vie 550 5 s smwsss wamasis s 3.28 per mile
Average time per stop........ P S OIS § ¢ Tesesteuet s 4 e e 11.74 seconds

SPEED AND STOPS OF CHICAGO MOTOR BUS COMPANY'S
LOOP DISTRICT ALONE

BUSES,

it o g = 8 S
EEN 2 = ES o= 8 28 £s¢
- fos 2 [ zw ¢ w <VJ
Jackson. .. 9:10 a.m. to 9:25 a.m. 1.824 15.50 13 228 7.06
Madison... 11:16 a.m. to 11:27 a.m. 1.229 11.50 11 186 6.42
Monroe.... 1:335p.m.to 1:53 p.m. 1.473 18.00 17 326  4.91
* Monroe.... 3:43 p.m.to 4:00 p.m. 1.473 17.00 15 336 5.20
Monroe.... 5:24 p.m.to 5:43 p.m. 1.473 19.25 18 448 4,59
Jackson.... 7:33 p.m.to 7:48 p.m. 1.824 14.75 15 164  7.41
Total. . oo . e 9.296 96.00 89 1,688
AVETAPes  SPEEA . .. .. e i o o 8 Bumpeniis 5556 SR G 6 HRO S ES 5.81 m.p.h
SUODSTPEr MILE: i 5 5 5 6 wiwis v = 5 & vioiss sxete 6 v o weust v @ 9.57 m.p.h

IBuTat OREOIES AR R P N

SPEED AND STOPS OF CHICAGO MOTOR BUS COMPANY'S
OUTLYING DISTRICTS ALONE

BUSES,

E = : & ¢ B ‘é gﬂ”:,c
= e 2 s BaA 28 = ¢
25 % EE 2 ;S Bos §ie
Ze a 6% 2 g% gEu ZUE

Devon Ave... NB 9:25 a.m. 36.00 8.45 4 32 14.09
Devon Ave... SB 10:25 a.m. 50.50 8.45 30 301 10.03
Wilson Ave... NB 11:27 a.m. .50 5.96 19 105 14.01
Devon Ave... SB 12:5] p.m. .50 8.45 30 255 11.60
E.B. Hotel... NB 1:53 p.m. .50 6.90 11 76 11,65
Devon Ave... SB  3:00 p.m. .00 8.45 18 232 11.78
Edg. B. Hotel. NB  4:01 p.m. .00 6.90 3 46 12.16
Edg. B. Hotel. SB  4:49 p.m. .00 6.90 18 129 11.82
Devon Ave... NB 5:43 p.m, .25 8.45 39 298 11.20
, Devon Ave... SB  6:48 p.m. .25 8.45 23 173 11.20
S A 390.50 77 36 195 1,647 sec.
Average: Speed....... ... .. i 11.87 m.p.h.

Stops per mile........

] 2.54 m.p.h.
Duration of stop

8.45 seconds

Front Drive Trolley Bus
RECENT issue of the Electric Railway & Tram-
way Journal of London contains a description of
a front-drive trackless trolley bus recently built for
_use in Leeds, England. This bus is in two parts, some-
what like the Chicago type of gasoline bus, the forward
part carrying the motor and the two driving wheels and
the rear part the body of the bus and the two trailing
wheels. The two portions are attached to each other by
six bolts only, so that the front portion, or tractor, can
be very easily detached. This is considered an impor-
tant point where a company desires to keep a number
of trolley buses in constant service, as it is only neces-
sary to have one or two spare front parts which can be
slipped into place whenever required. As there is no
part of the motive equipment or driving mechanism
under the car body, the floor of the bus can be kept
very low. Actually in the bus built for Leeds the car
floor is only 14 in. above the surface of the ground.
Thus the center of gravity is low and the factor of
safety for a double-deck vehicle running on an ordinary
road surface is correspondingly increased.
The drive is provided by two 25-hp. motors, hung in
the regular railway manner and each geared to one-half
of the axle. Brakes are applied to all four wheels.

Lttono e €lobave

“Bus Transportation” Approved

Important Railway Managers Recognize a Field for Buses
in Urban and Interurban Transportation and Welcome
Establishment of Bus Paper by McGraw-Hill Co.

HE policy of the publishers of the ELECTRIC
RAILWAY JOURNAL in deciding to start a bus paper
has met with the hearty approval of all of those electrie
railway executives who have expressed themselves on
the subject. In answer to a request for opinions on this

a number of replies have been received. From these
"quotations a few are printed below, with the pnrm1s-

sion of the writers.

OPINIONS ON “BuUS TRANSPORTATION”

Henry G. Bradlee, of Stone & Webster, Inc., Boston,
Mass., writes:

“] have read with great interest the editorial in the
ELECTRIC RAILWAY JOURNAL for Oct. 29 and have
been intending to write to you offering my congratula-
tions on this new step that you are taking. It meets
with my hearty approval.

“We need a responsible publication that will set forth
the facts and keep us all posted on development in the
field of bus transportation. I am sure that no one can
handle this as well as the McGraw organization.

“I have only one suggestion to make, namely, that
you have constantly in mind the desirability of ulti-
mately combining as a single publication the ELECTRIC

"RAILWAY JOURNAL and the new BUS TRANSPORTATION,

-adopting at that time a new title for the combined

magazine which will indicate in some way that it covers
broadly all branches of urban and suburban transporta-
tion. The temporary publication of BUS TRANSPORTA-

“TION as a supplement is no doubt wise, but I do think

_be combined as one.

that this should be temporary and that eventually the
two should be again combined.

“In your editorial of Oct. 29 you say:

“All of the studies which have been made and data which
have been collected tend only the more firmly to fix the
idea that the best transportation for the community can
be obtained only by the co-ordination of the various trans-
portation facilities and not by indiscriminate competition.

“This is exactly the thought I have in mind in making
my suggestion that ultimately the two magazines should
I think we should from every
standpoint try to convey the idea to the. public that
satisfactory public service can be obtained only through

"a single co-ordinated system whether this operate on

rails, on rubber tires, or part on each. The street rail-
way companies should do this in the conduct of their
business, and you, I think, could help by ultimately
treating in your publications all forms of urban trans-
portation as a single problem.

“A few weeks ago we held a convention in Boston of

-the district and local managers from all of our proper-

ties. In a talk that I made at this convention I referred
briefly to the street railway problem, and I think you
will be interested in what I said on this subject, a
copy of which is inclosed.  While I had not read your
editorial at-the . time; our thoughts are clearly running

-along the same general lines. - 4

“As T see it, the constructive thing that we should do
at the present.time is to emphasize in every possible
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way and bring constantly before the public the fact that
urban transportation in whatever its form must be con-
ducted as a unified system to give public satisfaction,
and that any new developments along transportation
lines should be brought into use as a continuation of
those now in existence rather than as a separate and
independent proposition. This you can do through your
publications, we through our operating efforts in the
field and through any public statements that we may
make.

“Again my congratulations to you and my best wishes
for success in the new enterprise.”

MR. BRADLEE’'S REMARKS ON BUSES To LOCAL
AND DISTRICT MANAGERS

The street railway is the real problem, a problem concern-
ing which people are sometimes very pessimistic. I want
to give you this thought. We always speak of ourselves
as being in the street railway business and usually have
in mind only the electric railway. When some other form
of urban transportation is suggested a shiver runs down
our spine and we wonder whether we are to be driven from
the field. Let us change our point of view and, in the
future, let us always say: We are in the transportation
business. True, we are at present operating electric rail-
ways, but our business is to furnish transportation. The
method may change from time to time, but if it does we
are prepared to meet the situation; if any new and more
efficient methods are devised we are prepared to adopt
them and continue our service to the public.

Personally I believe that we are going to operate electric
railways for the next twenty-five years and then for an
indefinite period after that. There is nothing in sight as
far as I can see to take the place of the urban electric rail-
way except in small communities or in outlying districts
of larger communities. I think we may to advantage use
other forms of transportation to supplement our street rail-
way except in small communities or in outlying districts
travel is light. When the traffic increases, electric railway
service will be substituted. In all cases the backbone of
our system will continue to be the electric railway. But
suppose I am wrong. Suppose, for example, the electricity
is to be superseded by some other form of power. Still I

“believe we will operate on tracks because I believe that is
the only way that adequate service can be given in an
urban center. We will simply change over our motors or
our rolling stock and use the new source of power, what-
ever this may be. But suppose I am wrong again. Suppose
that tracks have outlived their usefulness and are to be
abandoned. Still I would say: We are in the transporta-
tion. business and we should furnish service in whatever
way is most efficient, whether it be by motor cars, by trolley
buses or by aeroplanes. I say this because I am satisfied
that there must always be some systematic and co-ordinated
method of urban transportation. The people must be
carried back and forth between their homes, their business
and their places of amusement. That is a necessary feature
of our modern life that cannot be done away with. It must
take place in some form. To have that service satisfactory
and economical it must, in my judgment, be conducted by
some single organized system. Competition in public serv-
ice has been shown repeatedly to be extravagant and waste-
ful. In the early days there was competition between horse
car lines and later between electric railways, but this was
economically unsound and gradually disappeared. As I
told you a few minutes ago, we bought eleven street rail-
ways in the city of Seattle and we combined them into a

" single efficient property. We bought them because eleven
street railway properties could not exist in Seattle and
properly serve the public. What has been true of horse car
lines and of electric railways will be true of any future
method of transportation. Good service and efficient opera-
tion will compel a unified system.

Then take that other bugaboo, municipal ownership. We
have just seen how the government came out with the steam
railroads. You know and I know that municipalities in a
democracy can never successfully operate street railways.
There may be sporadic attempts as there are now in Seattle
and a few other cities, but this will pass. Sooner or later
these properties will return to private operation as did the
Philadelphia municipal gas plant. Already the difficulties
of these cities are becoming known, and today it would be
pretty difficult to sell a street railway to a city. Most
cities do not want them at any price.

Our problem then is to keep abreast of the times, to be
familiar with every improvement in the art of transporta-
tion and to apply these improvements to our properties
whenever this will produce better service or more efficient
operation.

If we are open-minded and alive to our possibilities, if
instead of fearing improvements we are quick to seize and
apply them to our own use and the service of the public,
we need have no anxiety for the future.”

From Harry Reid, president Interstate Public Service
Company, Indianapolis, Ind.

“I wish it [Bus TRANSPORTATION] every success and
trust that its policy will be such that there could be no
cause for complaint by any of the patrons of the ELEC-
TRIC RAILWAY JOURNAL and I am sure that this would be
the case.”

From J. W. Welsh, executive secretary American Elec-
tric Railway Association:

“I am very much interested in noticing the announce-
ment in the ELECTRIC RAILWAY JOURNAL for Oct. 29
relating to your institution of the Bus TRANSPORTATION.

“I think this is a very forward looking step, and I
wish to extend to you my best wishes for success in
this new undertaking.”

From Britton I. Budd, president Chicago, North Shore
& Milwaukee Railroad, Chicago, Ill.

“I see absolutely no objection to your starting a bus
journal; in fact, I think it is decidedly to the advantage
of the electric railway industry. The sooner the com-
panies realize that they will have to use, in part, the bus
as a medium of transportation in order to take care of
the needs of certain districts not served by electric rail-
ways the better it will be for the industry.”

From J. H. Hanna, vice-president Capital Traction
Company, Washington, D. C.

“I was very glad to see the announcement in the
ELECTRIC RAILWAY JOURNAL regarding its new publica-
tion, Bus TRANSPORTATION. There can be no doubt in
my mind that trackless transportation of passengers in
cities and suburbs is a factor which must be given care-
ful consideration in the future. It is important that
electric railway operators get information on which
they can rely regarding the operation of existing lines
and the possibility of establishing others. Your publica-
tion should help in filling that requirement.”

From P. H. Gadsden, vice-president United Gas Im-
provement Company, Philadelphia, Pa.

“I was very much interested in the editorial of Oct. 29
regarding your new publication, BUS TRANSPORTATION.
I believe the treatment of this subject in the way you
suggest will be very helpful.

“The auto bus, in my judgment, is destined to play
an increasingly important part in urban transportation
as time goes on. Whether it shall be as a competitor
of street railways, or as an auxiliary, will depend largely
upon our attitude toward the subject. In order that
we may make no mistake in such a highly important
matter we must keep ourselves thoroughly informed.
The ELECTRIC RAILWAY JOURNAL, through its Bus
TRANSPORTATION publication, ig in the very best position
to keep the electric railway industry informed of the de-
velopment of this special form of transportation. Your
treatment of the subject from the standpoint of trans-
portation requirements of the various communities will
greatly aid in arriving at a proper conclusion.”
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How to Keep Cars on Time

Representatives from the Transportation and Equipment Departments of New
England Companies Give Their Views at Club
Meeting Held in Boston

THE meeting of the New England
Street Railway Club on the after-
noon of Dec. 1 was devoted to the ques-
tion of how to keep the cars on time.
Abstracts of the two papers presented
on the subject appear below.

Troubles of Keeping Cars on Time

By Howarp F. WHITNEY
Assistant to the President Spring-
field (Mass.) Street Railway

SHALL confine my remarks in this

paper to those delays outside of
schedule making which I believe we
can help to reduce.

In Massachusetts, Section 84 of the
revised laws says that “whoever will-
fully obstructs a street railway com-
pany in the legal use of a railway
track, or delays the passing of cars
thereon, or abets in such obstruction or
delay, shall be punished by a fine of
not more than $500 or by imprisonment
for not more than three months.” 1
know of several cases on our own prop-
erties where cars were willfully de-
layed, and a case which recently came
to my attention is probably typical of
others. A truck broke down on a
single-track line, and the driver of the
truck refused to allow the crew or the
inspector, who later arrived on the
scene, to move the truck until the
proper repair part arrived from a near-
by town and was duly installed, when
the truck moved off the track under its
own puwer. In this case the company
considered itself fortunate in collecting
from the owner of the truck one-half of
the cost of the delay, but I do not
think that we would have received that
much if the car that was delayed had
not been carrying the U. S. mail. I do
not believe in the policy of looking for
a fight, but a few cases of willfully
delaying cars, taken into court, would
give the public a wholesome lesson in
the rights of the street railway, and if
we insist on these rights, we shall win
the respect of our various communities.
. There has seemed to me a tendency
in recent years for street railway oper-
ating officials, instead of riding on the
cars themselves and obtaining first-
hand knowledge of the conditions, to
step into their automobiles at their
homes and either be driven to the office
by a .chauffeur or to drive themselves,
avoiding the.car tracks near their home
so that they will not have to pass up
their friends waiting on the corner for
a street car.

I have heard one official say that he
drove to work in his machine to avoid
the constant criticism to which he was
sub‘]ected.while a passenger on the car.
The public, upon whom we depend for
a living, should not get the idea that
we cannot use our own cars to go to
and from our office because they are too
slow, even if some little time is taken
—wasted perhaps you may think—in
using the street car. I believe that
every street railway official should use
the cars as much as possible. I have
seen a great many times in the

People’s Forum”—and you undoubtedly
have also seen them—letters signed

Strap Hanger,” ete., stating that if
the street railway officials rode on their
own cars, they might occasionally get

some first-hand knowledge of the condi-
tions. Suppose that you had deposited
your savings in a certain bank and
found upon investigation that the presi-
dent, vice-president, secretary, treas-
urer and most of the other officials of
the bank deposited their money in a
bank across the street. Would you not
be afraid that there was something
radically wrong with the bank and that
you had better withdraw your funds
and deposit them in the bank across
the street? It is exactly the same with
our patrons on the street cars. If they
find that the street cars are too slow
and too crowded for the officials of the
company, why aren’t they too slow and
too crowded for the passengers?

The automobile is probably the cause
of more delays than any other one
thing, and the congestion caused by
the automobile on our downtown streets
is becoming a great problem not only
to the street railway companies but
to the city government as well. I be-
lieve that every street railway company
should endeavor to have ordinances
passed by the various city governments
to stop the parking of automobiles on
the main streets, especially during the
rush hours. This may meet with stiff
opposition from the merchants on the
main streets, but when it is known that
from recent traffic surveys in various
cities it has developed that the auto-
mobile averaged only 1.9 persons to
each machine, while our cars, especially
during the rush hours, will average well
up towards 100 people, it would seem
as if the city officials could be made
to see that the greatest good to the
largest number lies in giving the street
car the right of way. This, however,
will never be done unless the street
railway company itself brings it to the
attention of the city government.

The city government should also stop
the practice of allowing left-hand turns
by automobiles on our main streets.
All traffic should be routed straight
across or by right-hand turn, and the
street railway company should do its
share to relieve the congestion by re-
routing some of its own lines.

The Massachusetts Legislature, a
year or two ago, passed the so-called
8-ft. law. This law has been very bene-
ficial in making it easier for our pat-
rons to reach the car, but it has also
materially increased the congestion, es-
pecially where the streets are narrow
and automobiles are parked at the
curb, as it has forced the automobile
onto our tracks so that after one car
has stopped at a white pole the sec-
ond car cannot get anywhere near the
stopping place because of the auto-
mobiles lined up behind the street car.

A better way would be to have the
city prohibit the parking of automo-
biles within 75 ft. in front of a white
pole, and then by means of iron stanch-
ions and light chains rope off a load-
ing area 4 or 5 ft. from the track,
and have the rule enforced that auto-
mobiles are always to go to the right
of the roped-off space. This will per-
mit the automobiles to keep moving
while the car is being loaded and al-
low the second car to come up behind
the first car and load at the same
time. We find in Springfield that the

8-ft. law has practically eliminated the
usefulness of the two-car stop, because
of the congestion of automobiles on the
track, If the roped-off area which I
mentioned could be used, the two-car
stop will again be of great advantage
to us.

Another cause of many delays are
poor track conditions. As rapidly as
the companies get onto their feet
again, we should spend our money in
rehabilitating the tracks. In fact, good
track will permit of higher schedule
speeds and stop many of our delays.

DELAYS IN LOADING

The odd unit of fare is another cause
for delay, as a great many people
have to make change, and with the
prepayment car—which has come to
stay—the car is forced to stand until a
large number of people have received
their change. However, some things
can be done to help in this. In re-
modeling old cars for prepayment cars
we have placed the fare box in such a
position that, with the usual crowd
standing on the back platform, it is
next to impossible for passengers to
get by the box. Would it not be well
to widen out the aisle so that access
to the body of the car is not blocked
by the box and the heavy iron stanchions
which go to hold it in place? We should
do all that we can to accelerate en-
trance into the car.

Today our business is surrounded
with so much machinery that on some
of our cars it is next to impossible
to get onto the car. We force our
passengers to climb a flight of stairs,
crowd by folding doors which never
open quite to their full width, and
then crowd through a narrow passage-
way usually blocked by men and boys
standing on the back platform. We
ask them to have a nickel and one
or two pennies ready to pay their fare,
and then wonder why our cars are de-
layed.

The delays in loading may in some
measure be relieved by street collectors
which are being used quite extensively
in various parts of the country. These
street collectors could very materially
assist the loading at congested points,
especially on the one-man cars, if the
car was equipped with some device by
which the street collector could open
the rear door. This, of course, would
have to be so connected that the oper-
ator could not start the car until the
rear door was closed.

During the war an extensive drive
was made for the reduction in number
of white poles or stopping points, but
I find on our own properties that the
white poles are gradually creeping
back until in a few years the condi-
tion will be as bad as it was before
the war. Where we are confronted
with jitney competition, of course, the
tendency is to stop at every street cor-
ner. These white poles, however,
should be kept to a minimum, if we
are to increase our schedule speed and
stop delays.

I have tried to show that the delays
of which we complain are not entirely
beyond our control. I realize that a
great many delays are due to the pub-
lic. but while we are appealing to the
public to help us keep our cars on
time we should do all in our power to
obtain the same object. Let us, as
far as possible, clean our own house
first and then go to the public and
say that we have done all that we can
and ask for their support.’

3
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Keeping Cars on Time

By W. C. BoLr
Superintendent Rolling Stock and Shops,
Eastern Massachusetts Street Railway,
Boston, Mass.
N ELECTRIC railway may be
likened to any other manufacturing

and sales organization. The motormen
and conductors represent the sales or-
ganization, and the rolling stock em-
ployees represent the manufacturing
organization. There must be close co-
operation between these two depart-
ments or the service will not be ade-
quate and cars will not be on time.

Our electric car of today is a very
much different piece of machinery than
the electric car of early street railway
days. The first electric vehicle com-
prised a simple car body with open
platforms, hand brakes, two simple
motors and contactors. Contrast this
equipment, if you please, with the
highly complicated modern electric rail-
way car of today—a car equipped with
folding doors, folding steps, door en-
gines, electric signals, electric buzzers,
illuminated signs, electric heaters, heat
control, electric or pneumatic contact-
ors, control and motor switches, emer-
gency valves, engineer’s valves, pneu-
matic sandlng equipment, and a great
many other details.

MAINTENANCE OFTEN COMPLICATED
BY VARIETY OF EQUIPMENT

The maintenance of cars is often
complicated by the variety of equip-
ment in use on each property. It is
not at all uncommon for a large street
railway to have between ten and fifteen
types of motors in active service at the
same time. A similar condition exists
with practically every other principal
unit. With this diversity of equipment
it-becomes very necessary for the roll-
ing stock department to be in a posi-
tion to be able to prepare specifications
for new cars and to recommend the
service to which each type of car is
best adapted. It was not until the
advent of the safety car that an at-
tempt was made to use a standard car
and construct schedules to fit the car,
rather than to construct a car to fit
the schedules.

The second and most important func-
tion of the rolling stock department is
that of maintaining car equipment in
a high degree of reliability. The gage
by which the efficiency of the depart-
ment is generally measured is the rec-
ord of cars removed from service, or
number of “car pull-ins.’

Adequate car inspection becomes the
most important means by which these
can be reduced. On the Eastern Massa-
chusetts Street Railway cars are thor-
oughly inspected about every 1,000
car-miles and are overhauled at ap-
proximately 380.000 car-miles, or its
equivalent in kilowatt-hour energy con-
sumption, where cars are equipped with
automatic recording meters.

FuLL COMPLEMENT OF SNOW-FIGHTING
EQUIPMENT NECESSARY

To keep cars on time during the
winter months every property must be
equipped with a full complement of
snow-fighting equipment. The invest-
ment in snow-fighting equipment be-
comes an obligation to enable passenger
car equipment to perform its proper
function and for the electric railway to
give proper service to the publlc An-
other important factor in keeping cars
on time as viewed from the rolling stock
department is to have the established

line voltage uniformly maintained to
prevent undue injury to motors, re-
sistances, ete. Bad track, bad joints
and broken special trackwork are all
serious interferences in maintaining
schedules. The bad results on the con-
dition of rolling stock equipment
through low line voltage, bad track con-
ditions, I do not believe, are sufficiently
reallzed by many operatmg' managers.

Abuse of equipment on the part of
operators and motormen is always one

of the reasons given by rolling stock
maintenance men for equipment fail-
ures and can be eliminated only by
means of a thorough system of follow
up and check. All of this in the ulti-
mate analysis is a matter of discipline.
If cars are reasonably well maintained
by the rolling stock organization and
schedules have been properly con-
structed, equipment failures will be
materially less when cars are kept on
time.

Four Committees Meet at Indianapolis

President Todd’s Home Town Scene of Association Activities for One Day—
Executive Committee Decides to Hold Midyear Conference in
Indianapolis on Feb. 28.

HE American Electric Railway

Association is forging ahead rapidly
in its business with the mcnthly meet-
ings of the executive committee. At
Indianapolis on last Friday, Dec. 2, the
executive committee put into practice
the policy of holding some meetings
away from New York and some of the
other committees followed suit, meet-
ing in Indianapolis on the same day.

Executive Committee Meeting

The executive committee held an
active session in President Todd’s office
on Friday morning. As was contem-
plated in the revised constitution, there
was a large number of commlttee
reports to present to the executive com-
mittee for its information for it to take
action on.

One of the most important reports
considered at this meeting was that of
the subjects and meetings committee
presented by its chairman, C. D. Em-
mons. As a result of this report and of
that of the special dinner committee
presented by its chairman, Harry Reid,
it was decided by the executive com-
mittee to hold the mid-year conference
at the Claypool Hotel, Indianapolis,
Ind., on Tuesday, Feb. 28 1922.

The subject and meetma% committee
presented a tentative program which
provided for consideration of some of
the most important subjects before the
industry at this time. This program
was approved by the executive commit-
tee with instructions to the subjects
and meetings committee to make final
plans along those lines. One important
feature of the subjects and meetings
committee report was the provision for
plenty of time for active discussion.
The subjects chosen were such as would
lend themselves to discussion in the
meeting.

The special dinner committee re-
ported that it had made satisfactory
arrangements with the Claypool Hotel
for a meeting hall for the morning and
afternoon sessions and for a real
Indiana dinner in the evening. The
management of the Claypool Hotel had
promised to warn all other people away
from it on Feb. 27, 28 and March 1, so
that the association would have full
sway for the conference.

The special dinner committee an-
nounced the appointment of H. J. Ken-
field as chairman of its sub-committee
on transportation, M. B. Lambert
chairman of its sub-committee on pub-

licity, and S. W. Greenland as chairman
of its sub-committee on reception.

As the result of the report and
recommendation of the finance com-
mittee submitted by J. G. Barry, one of
its members, the committee was author-
ized by the executive committee to en-
gage Arthur Andersen & Company as
auditors of the association’s books.

A progress report of the membership
committee, presented by its chairman,
F. R. Coates, was read. It was recom-
mended by the executive committee that
the membership committee and the com-
mittee on co-operation with state and
sectional associations work together in
bringing to the attention of the rail-
ways scattered over the country the
advantages of membership in the asso-
ciation.

A report was heard from the special
committee on co-operation with manu-
facturers, presented by its chairman,
E. F. Wickwire, and the plans approved
for enlisting the more active education
of manufacturers’ employees as to their
relation to the electric railway in-
dustry.

REPORT OF PUBLICITY COMMITTEE

A report of the publicity committee
was received, presented to the executive
committee by Labert St. Clair, of the
advertising section. Attention was
called to the new pub11c1ty section in
Aera, to the co-operation between the
advertising section and the various
state public utility information com-
mittees, and to the activity of the adver-
tising section in connection with
various local situations which have a
national importance.

Some tentative plans for the future
were submitted. A sub-committee to
pass on all proposed advertising copy
was appointed. The members of this
committee are: J. N. Shannahan, chair-
man; B. G. Collier, vice-chairman; P.
H. Gadsden and L. S. Storrs.

Upon recommendation of the pub-
licity committee, the exacutive com-
mittee approved the plans: to prepare
an article or statement to be submitted
to the executive committee setting forth
an interpretation of the attitude of the
association on the motor bus; to assist
in the formation of state committees on
public utilities information in states
where they do not now exist; and to
notify companies of its readiness to
review proposed national public utility
publicity campaigns for which financial
assistance is asked.
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Formal approval was given to the
admission of the following associate
members, Class 1: Stone & Webster,
Boston, Mass.; Day & Zimmerman,
Philadelphia, and H. L. Doherty &
Company, New York.

The names of some two railway com-
panies and nine manufacturer com-
panies who indicated desire to resign
from the association were referred to
the membership committee.

The committee referred the question
of payment of expenses of special
representatives of the association and
affiliated associations when traveling
on necessary work for the association—
not including committee meetings of
the association—to the finance com-
mittee for recommendation.

Progress reports were also heard
from the public policy committee and
the national relations committees.

Those present at the meeting were:
Robert I. Todd, president; C. D. Em-
mons and F. R. Coates, vice-presidents;
L. H. Palmer, president affiliated asso-
ciation; H. E. Chubbuck and W. H.
Sawyer, operator members at large;
C. R. Ellicott, J. G. Barry, and L. E.
Gould, manufacturer members at large;
A. N. Brady and C. L. Henry, past-
presidents; and J. W. Welsh, executive
_secretary.

Special Dinner Committee
Meeting

A meeting of the special dinner com-
mittee was held in the office of Harry
Reid, chairman, on the morning of Fri-
day, Dec. 2, in Indianapolis. Various
details of the arrangements for the
dinner on Feb. 28 were discussed and
a report drawn up for presentation to
the executive committee. The special
dinner committee has been given the
duty of providing all entertainment for
the evening and something out of the
ordinary is promised, but naturally
plans will not be revealed until Feb. 28.

The following members, the total
committee membership, were in attend-
ance: Harry Reid, chairman; L. E.
Gould, E. C. Faber, S. W. Greenland,
and M. B. Lambert.

Meeting of the Committee on Co-
operation of Manufacturers

A meeting of the special committee
to enlist the co-operation of manufac-
turers in spreading electric railway in-
formation to their own employees and
through them to the general public was
held at the Claypool Hotel, Indian-
apolis, on Friday morning, Dec. 2.

It was brought out by this committee
that there is a real opportunity to put
into play the ideas expressed by Mr.
Wickwire at the October convention
and the committee took very definite
plans to enlist the various manufac-
turers in this work. This committee
also had its full membership present:
E. F. Wickwire, chairman; E. C. Faber,
Frank Gale, P. N. Jones, and J. C.
McQuiston.

Meeting of the Committee on
Membership

The meeting of the membership com-
mittee was held in President Todd’s
office on Friday afternoon, Dec. 2.

A complete survey of the present
membership of the association was
made and particular attention was paid
to the analysis of individual member-
ship situations on account cf the modi-

fied provisions of the constitution as
well as to the new classes of member-
ship created, namely the three divisions
of associate members.

Some new and vigorous methods of
placing the advantages of membership
before the various classes of individuals
-and companies who are eligible for
membership were discussed and definite
plans made by the committee to carry
them into execution. The committee
has set certain definite goals for itself
this year and non-member companies of
the association, both operating and
manufacturing, may expect to hear
from the membership committee with
telling arguments.

At the close of the meeting one mem-
ber remarked that most membership
committee meetings of most associa-
tions were perfunctory and ended about
where they started; but that this meet-
ing of the membership committee of
this association had been the most in-
structive of any he had ever attended.

Members of the committee in attend-
ance were: F. R. Coates, chairman; L.
E. Gould, P. N. Jones, M. B. Lambert,
E. F. Wickwire, and Frank Gale for
E. P. Waller, and H. V. Bozell for H.
H. Norris.

President Todd Entertains
at Dinner

President Todd entertained the com-
bined personnel of all committees meet-
ing at Indianapolis on Friday, Deec. 2,
at a wonderful Indiana chicken dinner
out in the country. He ran his special
car No. 600, into the terminal so that
the party had exceptionally fine trans-
portation out to the farm house of local
renown for its chicken dinners. Every-
one in attendance authorized the state-
ment that if this was a sample of
Indiana culinary art, there could be no
better place selected for the mid-year
dinner.

Traffic & Transportation
Committees Appointed

RESIDENT PALMER of the T. &

T. Association has announced the
appointment of the following commit-
tees. The personnel named indicates the
committees in so far as they have been
appointed.

COMMITTEE ON MERCHANDISING
TRANSPORTATION

E. M. Walker, chairman, Terre Haute
Traction & Light Company, Terre
Haute, Ind.

G. H. Clifford, sponsor, Northern Texas

Traction Company, Fort Worth, Tex. -

Edward Dana, sponsor, Boston El-
evated Railway, Boston, Mass.
W. R. Alberger, San Francisco-Oakland
Terminal Railway, Oakland, Cal.
W. H. Boyce, Beaver Valley Traction
Company, Beaver Valley, Pa.

Victor S. Curtis, The Connecticut Com-
pany, New Haven, Conn.

F. C. Lewis, Boston & Worcester Street
Railway, Framingham, Mass.

V. L. Lloyd, Cleveland Railway, Cleve-
land, Ohio.

A. Stuart Pratt, Stone & Webster Man-
agement Corporation, Boston, Mass.
Samuel Riddle, Louisville Railway,

Louisville, Ky.

F. W. Shappert, Chicago, North Shore
& Milwaukee Railway, Chicago, Ill.
K. A. Simmon, Westinghouse Electric &
Manufacturing Company, East Pitts-

burgh, Pa.

J. B. Stewart, Jr., Youngstown Muniec-
ipal Railway, Youngstown, Ohio.

S. L. Vaughan, Grand Rapids, Grand
Haven, . & Muskegon Railway Com-
pany, Grand Rapids, Mich.

H. B. Weatherwax, United Traction
Company, Albany, N. Y.

COMMITTEE ON ONE-MAN CAR
OPERATION

C. E. Morgan, chairman, Brooklyn City
Railroad, Brooklyn, N. Y.

J. V. Sullivan, sponsor, Chicago Surface
Lines, Chicago, Ill.

F.- G. Buffe, Kansas City Railways,
Kansas City, Mo.

S. W. Greenland, Indiana Service Cor-
poration, Fort Wayne, Ind.

R. B. Hull, Conestoga Traction Com-
pany, Lancaster, Pa.

C. W. Kellogg, Stone & Webster, Bos-
ton, Mass.

Dudley Montgomery, Madison Railways,
Madison, Mo.

D. A. Scanlon, Northern Ohio Traction
& Light Company, Akron, Ohio.

COMMITTEE ON PERSONNEL
AND TRAINING

J. E. Wayne, chairman, York Railways,
York, Pa.

Arthir Gaboury, sponsor, Montreal
Tramway Company, Montreal, Can-
ada.

J. K. Punderford, sponsor, Connecticut
Company, New Haven, Conn.

F. L. Butler, Georgia Railway & Power
Company, Atlanta, Ga.

Edward M. Graham, Bangor Railway &
Electrie, Bangor, Me.

Dr. John Leeming, Chicago Surface
Lines, Chicago, Iil. i

A. P. Norris, Rochester & Syracuse
Railroad, Newark, N. J. 5

-H. H. Norris, ELECTRIC RAILWAY JOUR-

NAL, New York City.

Dr. Arthur J. Rowland, Employees
Mutual Benefit Association, The Mil-
waukee Electric Railway & Light
Company, Milwaukee, Wis.

COMMITTEE ON TRAFFIC REGULATIONS

Herbert B. Flowers, chairman, United
Railways & Electric Company of
Baltimore, Baltimore, Md.

T. C. Cherry, sponsor, Rochester &
Syracuse Railroad, Newark, N. J.
H. O. Butler, United Railways of St.

Louis, St. Louis, Mo.

F. R. Cogswell, Pittsburgh Railways,
Pittsburgh, Pa.

F. P. Edinger, Chicago Surface Lines,
Chicago, Il

W. H. Maltbie, Baltimore, Md.

_Fielder Sanders, Street Railroad Com-

missioner, Cleveland, Ohio.
Paul E. Wilson, Cleveland Railway,
Cleveland, Ohio.

COMMITTEE ON SAFETY WORK

W. H. Boyce, chairman, Pittsburgh &
Beaver Street Railway, New Brigh-
ton, Pa. .

J. R. Blackhall, Chicago & Joliet Elec-
tric Railway, Joliet, Il

D. E. Parsons, East St. Louis & Sub-
urban Railway, East St. Louis, Il

R. M. Reade, Quebec Railway, Light
& Power Company, Quebec, Canada.

E. D. Reed, Chattanooga Railway &
Light Company, Chattanooga, Tenn.

C. B. Scott, Chicago Edison Company,
Chicago, Ill.

G. T. Seely, Pennsylvania-Ohio Elec-
tric Company, Youngstown, Ohio.
Claude C. Van Aucken, Electric Trac-

tion, Chicago, Ill.
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City and Company Agree

Operating Arrangement Perfected by
the City of Detroit and Detroit
United Railway

Negotiations between the Detroit
(Mich.) United Railway and officials of
the city of Detroit have resulted in
an agreement which will give the city a
unified railway system with a universal
transfer. Although the company had
stated that it would not agree to the
transfer arrangement, the city’s de-
mands in this respect were finally met
and passengers will be granted trans-
fers between Detroit United Railway
and city cars on all lines.

WOODWARD AVENUE CASE SETTLED

Another agreement reached at the
conference between representatives of
the company and city officials provides
~for the operating of cars of the munic-
ipal railway on Woodward Avenue,
Fort Street and the Hamilton, Trum-
bull and Fourteenth lines on a day-to-
-day rental basis. For the privilege of
-operating over the company’s tracks the
city will pay 20 cents per car-mile. The
company will pay on the same basis for

operating over the municipal lines. The-

city will pay for operating over 69
miles of Detroit United Railway tracks
while the company will operate over
‘approximately 35 miles of city lines,
including the 29 miles of Detroit United
Railway lines to be taken over by the
city according to the day-to-day agree-
ment under which they were built.

Negotiations will be continued for
the -lease of the Detroit United Rail-
way’s entire city system on a day-to-
“day rental basis. The proposal to lease
the lines was made by Mayor Couzens
as it is desired to have the complete
system operated under city control un-
_til a purchase plan can be submitted
to the people.. The Mayor’s proposal
to lease the lines with a view to ulti-
mately purchasing them is the first
serious discussion along that line since
1919 when the purchase proposition was
voted down.

DAY-TO-DAY LEASE

No details as to the rental to be al-
lowed the company or the price to be
paid for the lines have been disclosed.
The lease under which the city proposes
to take over the entire system will be
.on a day-to-day basis subject to ter-
mination at any time by the City Coun-
.cil. In 1919 the company offered to sell
the complete system to the city for
.$31,500,000. The plan to purchase at
that price was voted down.

Under the present arrangements the
city will operate cars over more than
150 miles of tracks and will have con-
nections at both the east and west sides
of the city as well as a route to the
down-town section. It was announced
following the last conference that there
~would be no change at present in the
conditions of transfer arrangements.
_The Detroit United Railway will con-
tinue to collect the 1-cent charge for
each transfer and the city will issue
_transfers on the same basis. When
transfers are issued from one system

PERSONAL MENTION

to the other the 6 cents resulting from
the 5-cent fare and 1-cent transfer
charge will be divided equally between
the company and the city. Traffic on
Fort Street and Woodward Avenue, the
two lines from which the people voted
to oust the Detroit United Railway,
will be divided by operating alternately
company cars and city cars. No inter-
ruption of service is to be made while
the details are being completed and the
company has announced that the trans-
fer arrangements will be effective on
Dec. 12.

PETER WITT CARS TO BE USED

The city plans to use the 128 cars
taken over under the day-to-day agree-
ment to match up with the company’s
cars on Fort Street and Woodward Ave-
nue. It is not intended to use the one-
man safety type cars on lines where
the Detroit United Railway is oper-
ating large cars, but the Peter Witt
type cars now in the possession of the
city will be used. The even division of
traffic on Fort Street and Woodward
Avenue, two of the important lines,
is expected to increase the city’s car
revenue materially.

The unified operation of all lines will
give the city a very satisfactory rail-

way service it is believed by city offi- -

cials, in view of the fact that the
municipal lines will be connected with
the Detroit United Railway system and
these lines supply railway facilities to
sections of the city which were previ-
ously without railway service. Con-
siderable new territory is tapped by the
municipal lines.

The meeting on Dec. 1 which evi-
dently ended the controversy was prac-
tically without friction between the two
parties. The conference was held be-
hind closed doors. On two occasions the
negotiations were interrupted while one
of the parties withdrew to confer pri-
vately. The company was represented
at the conference by Allan F. Edwards,
vice-president, Alex Dow and Jere C.
Hutchins, directors; Elliott G. Steven-
son, chief counsel; E. J. Burdick, gen-
eral manager. The city officials pres-
ent besides Mayor James Couzens were:
G. O. Ellis and H. H. Esselstyn, mem-
bers of the Street Railway Commission;
Ross Schram, secretary of the commis-
sion; Clarence E. Wilcox, Corporation
Counsel and Joseph S. Goodwin, gen-
eral manager of the Detroit Municipal
Railway.

No definite date has been set for fur-
ther conferences and it is not antici-
pated that the details of the proposi-
tion to lease the complete system will
be worked out for some time.

Paterson Has Ambitions!—The City
Plan Commission of Paterson, N. J..
has invited the cities of New York and
New Jersey tc a conference on Dec. 15
to consider a unified transportation
plan for both states. The proposals in-
clude additional tubes under the East
and Hudson rivers, electrification of all
passenger lines and an interstate
through-routing plan which will take
New Jersey trains to Westchester and
Long Island and vice versa.

‘ payment have been made.

TRAFFIC AND TRANSPORTATION

$2,000,000 for Improvements

Expert Retained by City of Seattle Sees
Great Need for Large
Improvements

Peter Witt, retained by the Council
of Seattle, Wash., as a consulting ex-
pert, has proposed to that body that a
conference be entered into with the
fcrmer owners of what is now the
Seattle Municipal Railway who at
present are holders of bonds of the
city that would lead to a virtual re-
writing of the contract under which the
city took over the road. He favors defer-
ring for ten years the payment of the
purchase installments so as to give time
for the absorption of $2,000,000, which
he considers should be spent on the
lines to improve them.

Mr. Witt’s formal report has not yet
been presented. He made a prelim-
inary statement, however, to the Coun-
cil recently which is accepted as show-
ing the trend that his formal report
will take. He is quoted in part as fol-

lows:

I have come to definite conclusions as to
certain things that I shall deal at length
with in my written report. I have asked,
however, for this privilege of coming before
you now that we may benefit by an oral
discussion.

I have taken the position that it can’t be
any of my business how the city todk over
this property from its former private own-
ers, or how its previous arrangements for
Personally, 1
can't see why the car rider should pay for
this property, and I feel that all any street
car rider should be forced to pay for when

- he contributes to the fare box should be the

maintenance, the overhead and the oper-
ating expenses. TUnder the provisions of
your contract, however, you are decreeing
that the car rider shall pay.

As your street car situation appears, it
anticipates that wall future capital outlay
charges shall be met by issuance of utility
bonds. Presumably, it is going to be impos-
sible to sell any more bonds against this
property.

But your property has to have new money.
It must have replacements—not only ordi-
nary replacements but extraordinary re-
placements—before it can_ever be possible
to bring about better service at less cost.

I am going to recommend the expenditure
of several million dollars immediately for
new equipment. For instance, there is only
one place for many of the large, heavy
cars—the junk pile.

Money must be raised some way to meet
these necessary replacements. The only
way that I see is for the city of Seattle to
have a conference with the owners of the
bonds and arrange for the replacement of
the old bonds with new bonds. The new
bonds should be issued for a longer period,
say twenty-five years, and for at least ten
years there should be no payment on prin-
cipal required. In these ten years the
replacement costs can be repaid from the
earnings.

The principal of $15,000,000 should not_be
written off at the rate of $1,000,000 a vear
for the last fifteen years. The payment
should provide for a lower amount in the
early years and «a larger amount in the
later years, so that your property should
have time to rehabilitate itself, and should
be paid for in the end hy the much
increased population your city is destined
to have.

Councilman Fitzgerald, chairman of
the finance committee, in discussing
Witt’s remarks, said:

Personally, I think Witt did the wise
thing to take this matter up now. We
can talk it all over, call the Mayor into
our conferences and mavbe we can eet

somewhere and accomplish something that
will actually relieve our situation.

Mayor Caldwell declined to comment
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on the Witt report.
nave said:

Witt is hired by the Council and is
ceporting to it. T will let the Council do
all the commenting on it.

The finance committee, consisting of
five of the nine members of the Coun-
cil, approved the plan suggested by Mr.
Witt and by a unanimous vote directed
the Corporation Counsel to draft a reso-
lution, authorizing the city law de-
partment to negotiate with the holders
of the securities. When the matter
was about to come before the Council
meeting, Councilman Fitzgerald an-
nounced that it had not been introduced,
and it was abruptly dropped, due, it
is believed, to the storm of protest from
the public at the proposed invasion of
the general fund of the city.

DEFERRED PAYMENT PLAN
BROACHED IN SEPTEMBER

. Corporation Counsel Walter F. Meier,
m.dan opinion on the proposed plan,
said:

. At the time when a bill was proposed
in the last sessfon of the State Legislature
authorizing cities to refund utility bonds, I
was of the opinion that under existing
statutes it is doubtful whether such bonds
can be refunded with anything but general
obligation bonds, and T think it is still
doubtful, there having been no change in
the statutes.

The plan to defer payments on the
city’s $15,000,000 debt to the Stone &
Webster interests was first broached by
Mr. Fitzgerald last September, in con-
nection with the movement to reduce
fares on the railway. Subsequently
Mr. Witt was engaged to survey the
rallway_ system, and his first recom-
mendation was that the city negotiate
with the bondholders for the purpose
of obtaining their consent to the de-
ferred payment idea.

When asked the probable effect of
the proposed payment refunds upon
fares, Mr. Witt replied:

Carfare cannot interest me. It was
always dependable upon the cost of serv-
ice. * * * Of necessity, the rate of fare
is always involved in any transportation
question. It has been the great problem for
several years all over the country. Per-
sonally T am utterly opposed to the plan
making the car rider buy this property.
Better than 1 cent of every fare paid this
last year has gone not for service, but for
payment of the debt. * » *

This property must have some changes.
and T don’t see how you can get the money
unless the payments on the principal are
deferred. Tt was a most unusual situation
in which this property was acquired. T
never heard of such a purchase, but how-
ever that may be, this other money must be
obtained. The city of course would not be
asking the bondholders to do anything that
would hurt them, because it would greatly
improve the property. I can't see any
chance of anyone purchasing any more
bonds on the utility on account of the
large first lien, and 1 understand there is
no chance of issuing general bonds. The
broperty which is worn out should be
replaced by the car rider—the car rider

has worn it out and the car rider should
repay.

He is reported to

Pay of Interurban Men Reduced

The wage dispute between the East
St. Louis & Suburban Railway, East
St. Louis, Ill., and its employees, mem-
bers of the Amalgamated Association,
has been settled by the board of ar-
bitration. Men employed on the inter-
urtan were reduced from 60 to 573
cents an hour. The old scale had been
in effect seven months in 1920 and up
to April 80, 1921. Although all three
arbitrators signed the award, the one
chosen by the company submitted a
separate opinion in which he stated:

. In my opinion the award reflects the opin-
ion of a layman who has become unduly

impressed with the importance, in the scale
of crafts, of the position of motormen and
conductors on electric interurban railways.

Approximately $2,500 back pay will
be paid the fifty employees affected, on
account of the award being 6% cents an
hour more than has been paid the men
since Aug. 1. At that time W. H.
Sawyer, president of the company,
agreed to reimburse the men if they
got a larger award. The decision is
retroactive to May 1, of this year, but
up to August the men were paid 60
cents. Since August the pay has been
51 cents an hour.

Trackless Trolley Proposal
Contemplates Local
Ownership

At a recent meeting of the board of
directors of the Virginia Railway &
Power Company, Richmond, Va., it was
decided to organize the Richmond
'L'rackless Trolley Company and to set
about at once putting in a line of
buses along a route suggested in an
application made to the Council.

This route will require ten buses to
operate on a five-minute schedule and
will necessitate the purchase of twelve
buses—two for spares to insure con-
tinuity of service. To accomplish this,
the company says, will require an in-
vestment of approximately $150,000.

Since it is not possible for the com-
pany in its present status to finance
this plan it has been proposed:

1. To organize the Richmond Track-
less Trolley Company with capital
stock of $150,000—$75,000 of 8 per
cent preferred stock (preferred as to
both dividends and assets), and $75,-
000 of common stock.

2. To offer the preferred stock lo-
cally to investors, the officers of the
Virginia Railway & Power Company
being authorized to use treasury assets
to borrow $75,000 with which to sub-
scribe to the common stock of the
Richmond Trackless Trolley Company.

The ability of the company to make
this loan and to interest local investors
is, of course, predicated upon the Coun-
cil’s offering a contract that will secure
the investment and insure an adequate
return thereon.

The offer of the company is for a
complete line of transportation from
Ninth and Grace Streets westward
through the smooth-paved residential
district where adequate and reliable
transportation is greatly needed.

The application of the company for
the right to operate under the plan
just outlined was filed with the Council
on Oct. 3. At that time the company
said to the Council:

Assuming that you can offer a contract
which the Virginia Railway & Power Com-
pany can use as a basis for the loan and
on which the public is willing to invest in
the preferred stock, the buses, we under-
stand, can be secured in ninety days and
the overhead construction can be done while
the buses are being constructed, so that
no long time should elapse after the nec-
essary and satisfactory action by the
Council before the service can be available
to the public.

The entire proposal has been ex-
plained to the public recently by means
of advertisements inserted in the daily
newspapers. As indicated in the ELEC-
TRIC RAILWAY JOURNAL for Dec. 3,
page 1005, the application of the com-
pany for trackless trolley rights has
been referred to the street committee
of the Council to be considered along
with the new blanket franchise for the
company itself.

Mr. Maloney Seeks Sources of
i Original Information

Commissioner Paul Maloney of the
Department of Public Utilities of New
Orleans, La., has addressed letters of
inquiry to the executive heads of two
hundred cities in the United States,
Canada, the British Isles and Australia,
asking for information regarding the
operation of their public utilities. The
questionnaires are intended to furnish
him with knowledge regarding electric
railways, gas, electric light and power,
motor and telephones, of other com-
munities under any and all conditions.

He is especially anxious to secure
data as to the rate of fares which obtain
in each city, the issuance of transfers
whether free or charged for, the char-
acter of the service, whether good, bad
or indifferent; also the prevailing rates
charged for gas, electric light and
power; water and telephone for resi-
dential and commercial purposes and the
service tendered, as it is Mr. Maloney’s
belief that low rates or low fares do
not necessarily imply good public serv-
ice or successful operation.

The questionnaire also includes gen-
eral matters such as the earnings of
the utilities and whether same are sat-
isfactory to the investor; whether ex-
isting rates have been determined or
are still open for adjustment; does the
city or state exercise rate making pow-
ers; whether the utilities in communi-
ties where they are public owned, are
operated at a profit.

These are the problems which Mr.
Maloney since assuming the office of
Commissioner of Public Utilities at New
Orleans has encountered and has had
to solve, in the pending utilities tangle
of the New Orleans Railway & Light
Company. He feels that the informa-
tion will be of great assistance to him
in dealing with the matter intelligently
and permitting him to profit from the
experience of other communities.

French Railways to Be Electrified
and Reorganized

According to a cable received at the
Department of Commerce recently from
Economist Consul Westcott at Paris,
plans and estimates are in preparation
for the electrification of 5,000 miles of
French railways. It is also under-con-
sideration to have the six main line
railways of France rehabilitated and re-
organized under a single agreement
with the State. .

The bill under the provisions of which
it is intended this work shall be carried
out provides for pooling of net revenues
into a common fund, from which any
deficits of weaker lines will be paid:
Maintenance of this fund at a specific
figure, after an initial contribution by
the State, by periodic advances or re-
ductions of tariffs, as required: Fix-
ing of maximum rates by the govern-
ment, and the layout of a broad policy,
in which the government will exercise
a supervisory control for operation of
the roads.

A supreme council, in which the op-
erating companies, the government and
the people will be represented, will
formulate the future policies of the
roads. Actual administration and op-
eration will be by the corporations.
The State guarantees operating ex-
penses, bonded indebtedness and pre-
ferred dividends, the corporations to
raise the capital for the necessary im-
provements and extensions.
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Brooklyn Officials Sign Waivers

Testimony Helpful to Commission Given by Officials of Brooklyn Company—
President Williams on Stand

Timothy S. Williams, president of the Brooklyn (N. Y.) Rapid Transit Com-

pany since 1903, took the witness stand before the Transit Commission on

Dec. 7, for a long examination about company finances and particularly the 1917

dividends.

He unhesitatingly signed a waiver of immunity.

Nicholas F.

Brady, chairman of the directorate of the company, joined President Williams in

signing the waivers.

In presenting these documents the Transit Commission

followed its policy established with the Interborough Rapid Transit Company
directors, who, however, declined last week to sign and were not examined.

R. WILLIAMS put much of the

blame for B. R. 'I'. receivership on
the city’s failure to finish dual system
construction on time. He denied that
the 1917 dividends—the last paid by his
company—had any material effect on
the corporation’s financial troubles the
next year, when Lindley M. Garrison
became receiver.

At the afternoon session Mr. Wil-
liams was questioned about the alleged
over-capitalization of the Brooklyn
Rapid Transit. He said that the total
capitalization was $144,385,159.37, and
asserted that ‘“every dollar of stock
issued and every dollar of bonds issued
represents an actual cash investment at
par.” Mr. Williams was glad to have an
opportunity to dispute the charge that
Brooklyn Rapid Transit securities were
“watered.”

“Looking back on it now,” asked Mr.
Shearn, counsel to the commission, of
Mr. Williams, “wouldn’t you frankly
say that it was a grave mistake to
have followed the policy of declaring
dividends during a year (1917) when
your expenses were mounting and when
you were confronted with a receiver-
ship if you could not market these
$57,000,000 in notes maturing in July,
191877

“Not in the light of the information
before us at that time,” replied the
Brooklyn Rapid Transit president, “I
am frank to say that personally I
would not have changed my attitude in
the slightest. The mistake we made,
for which we are to be criticised, if we
are criticised at all, is in the fact that
in 1902 when we created our $150,000,-
000 refunding mortgage we limited the
rate of interest to 4 per cent. At
that time we- thought it was wise to
do so.”

Mr., Williams went on to explain
that it was intended to refund all
existing mortgage loans and to provide
.a continuous source of funds for capital
expenditures. The mortgage was made
on the advice and with the assistance
of such well known financiers as E. H.
Harriman, Norman B. Ream, Governor
Flower, A. N. Brady and H. H. Porter.

Mr. Williams said that the Brooklyn
Rapid Transit had difficulty in market-
ing the 4 per cent, bonds with conse-
‘quent financial difficulties which cul-
minated after other developments in
receivership. The witness said most
railroads have to make back loans even
when they are in good condition. He
‘said he did not know of any road in the
country ‘“unless it is some particularly
rich railroad company—and I don’t
"know of such nowadays—that carries a
‘sufficient working capital for all needs.”

Asserting that he considered obliga-
tions to investors “equally sacred with
-obligation to your employees or to the
public so far as extending facilities are
concerned,” the witness said, “we might
"have stopped the extension and im-

provement of our facilities. That un-
doubtedly would have been a public
disadvantage, but inasmuch as we were
attempting to develop a system so that
it would be a service to the public and
a profit to its security holders, why we
tried to please both sets of people at
the same time.”

After explaining that refusal of the
War Finance Corporation to help the
company in 1918 also hurried the B. R.
T. receivership, Mr. Williams said he
believed “if we had shown on our books
an accumulating surplus of from
$5,000,000 to $6,000,000 a year never ex-
pended except for capital purposes,
the banking community would have
been rather suspicious of our book-
keeping. There have been companies in
the past showing large surpluses, and
bankers who depended on these book
surpluses have been sadly fooled.”

CoMMISSION PLAN CRITICISED

During the course of his examina-
tion President Williams read into the
record a long statement in which he
offered many suggestions for the modi-
fication of the tentative plan of the
commission for the reorganization of
the traction lines and practically pre-
sented an alternative plan. Limitations
of space prevent more than this refer-
ence to the statement at this time, but
it is proposed to publish an outline of
his remarks in the issue for Dec. 17.

Howard Abel, comptroller of the
Brooklyn Rapid Transit Company, was
examined on Dec. 6. He testified with
respect to the earnings of the company
for the six months ending Dec. 31,
1916. He said that although the gross
revenue of the period increased $832,-
224, the net result was that there was
$585,849 less income available for
dividends. This showing was due to
the largely increased amounts charged
for taxes and interest, taxes showing
an increase of $391,206, or 45.72 per
cent, and interest showing an increase
of $441,312.

Notwithstanding these additional
burdens, the net income of the system
for dividends was more than $500,000
in excess of the dividend requirement
at the rate of 6 per cent per annum
for this period. Mr. Shearn, for the
commission, sought to show that about
this time the excess of bills payable by
the Brooklyn Rapid Transit Company
to subsidiary companies over the bills
receivable from those companles was
$5,678,805. At this time however the
treasurer’s statement of cash balance
of the system on deposit was $1,260,900.
On Feb. 25, 1918, the executive com-
mittee adopted a resolution to the effect
that although the company’s net profits
justified a declaration of the usual
dividend payable on April 1 the com-
mittee believed that in view of the
maturity on July 1 of that year of

$57,735,000 of secured gold notes, issued
for rapid transit purposes, it would
be wise to withhold action on the
dividend. The directors approved this
recommendation. The last dividend was
declared Dec. 1917, payable on Jan. 1,
1918. On the last day of that year
the road was thrown into the hands
of Lindley Garrison as receiver.

Judge Shearn read in evidence a cir-
cular signed by Chairman Brady and
President Williams dated Jan 31, 1919,
showing that during the twenty years
which ended with the last fiscal year
the net profits of the system from
operation were $51,043,824, of which
$29,022,334 was distributed to stock-
holders in dividends. Practically all the
remaining $22,021,490 had gone back
into substantial property improvements.

Before leaving the matters connected
with the Interborough Rapid Transit
Company counsel for the New York
Transit Commission on Dec. 6 called
as a witness James R. Sheffield, receiver
of the Interborough Consolidated Cor-
poration, the successor to the Inter-
borough Metropolitan Company. He
corroborated the statement brought in
previous testimony that $800,000 had
been transferred from the Interborough
Consolidated Corporation to the use of
the Interborough Rapid Transit Com-
pany on March 20, 1919, the day before
he had been appointed receiver.

Mr. Sheffield doubted the legality of
the transaction, but as at that time he
was only a receiver in bankruptcy, he
had very limited powers. As soon as he
became trustee in bankruptey, however,
he referred the matter to his counsel
who after considering the matter ad-
vised him that in their opinion the
transaction was illegal and he should
take steps to recover the money.

This he did and the late Mr. Shonts,
president of the Interborough Rapid
Transit, replied by letter that it was the
opinion of counsel for that company that
the loan was in all respects legal and
proper. On the representation of Mr.
Shonts that the $800,000 could not be
paid at once, the situation that con-
fronted Mr. Sheffield, he said, was either
to begin an action to recover or to ac-
cept the equivalent of the $800,000 in
proper collateral. Some of the bond-
holders were opposed to pressing suit.

Finally a petition was presented to
the court by the receiver in which he
stated all of the essential facts. The
court instructed Mr, Sheffield to refrain
from instituting proceedings to test the
legality of the transaction. An agree-
ment was made, however, that the
money should be paid back on or before
Dec. 1, 1919. On Nov. 8, 1919, Mr. Shef-
field received principal and interest to
the amount of $248,000 to apply to the
indebtedness. On Nov. 29, he received
the sum of $605,875, being the payment
of the $800,000 in full with interest.

That fulfilled all the obligations under
which that agreement was drawn with
the exception of the payment of the
$500,000 which had been borrowed in
1918, and that amount was paid on Dec.
22, when he received $502,395, thus clos-
ing out the transaction.

A few days after receiving this pay-
ment, the Interborough Consolidated
Company loaned $1,000,000 to the Inter-
borough Rapid Transit Company. This
was done on order from the court after
a conference of all the interests in-
volved. Counsel Cook said it was a
hectic New Year’s eve. As he recalled
it it was Dec. 31 when the order was
received from the court. According to
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Mr. Cook it was a question of a receiver-
ship or a Happy New York.
Memoranda made by J. P. Morgan &

Company, and Lee Higginson & Com-"

pany of Boston, advising the Inter-
borough Rapid Transit Company greatly
to reduce its dividends in order to meet
charges, were introduced as evidence in
the hearing on Thursday morning. Mr.
Ficher, secretary of the company, pre-
sented the data as the first witness of
the day.

The first of the data presented was a
letter dated July 6, 1917, from E. A.
Hallowell, of Lee Higginson & Com-
pany, to A. M. Anderson, of J. P. Mor-
gan & Co., which contained statistics
showing how much the Interborough
Company was running behind and the
recommendation that “it is advisable
for the Interborough Rapid Transit
Company to reduce its dividends to meet
the interest charges.” The letter con-
tinued, “It seems a certainty that this
dividend must be suspended sooner or
later.”

In a memorandum dated Aug. 1, 1917,
from Mr. Anderson to the Interborough
Company, the former pointed out that
the liability of the company under the
contract with the city for construction
was limited to some $58,000,000, but
that the company’s liability for equip-
ment was unlimited. A final estimate
had placed it at $44,000,000 which was
an increase of $23,000,000 over pre-
liminary estimates. Other figures
proved that for a period of years the
actual gross earnings had been much
less than the estimated earnings. Par-
ticularly was this true of 1915, and the
memorandum stated that in all proba-
lrility there would be a larger diver-
gence in the coming years. It further
recommended that the dividend rate be
reduced to 10 per cent, the amount
needed to pay interest on Interborough
Consolidated Company’s 43s.

In reply, the Interborough brought
out certain errors made in estimating,
which swelled the estimate and reduced
the actual operating figures. For ex-
ample, revenue from the elevated lines
was included in the estimate for 1913,
whereas the new elevated lines were
not put in operation during that year.

Mr. Garrison, the next witness
after Mr. Fisher, in reply to Judge
Shearn’s question to “describe the
break-up of the system since your ap-
pointment,” said that the company was
suffering from several troubles. The
war affected the labor market through
the infiltration of incompetent men,
prices increased out of all proportion,
and the contract with the city made
cperation so expensive that the prop-
erty could not be run economically. Mr.
Garrison then continued with a history
of changes in transfer systems on sub-
way and surface lines and the discon-
tinuance of operation of certain lines.

Saginaw Votes in Favor of Buses

At a special election on Dec., 7 the
voters of Saginaw, Mich., rejected the
proposal for the return of street cars
and decided in favor of motor buses
by a majority of 869. Less than half
of the registered vote was cast. Buses
received 6,028; electric cars 5,159. Al-
though this was an advisory vote, it
is believed that the Council will proceed
to have a motor bus system established
in Saginaw, and there will probably be
no further conference at this time with
representatives of the bondholders of
the Saginaw-Bay City Railway, which
ceased operations on Aug. 10.

New Franchise Proposal Made
in Houston

The Houston (Tex.) Traction Com-
pany has made a new proposal to the
City Commission in the franchise and
fare controversy. It has proposed to
the city that the fixed valuation and
guaranteed net earnings, on which the
company won its fight in the Federal
Court, be abandoned and that in re-
turn the city grant a franchise ex-
tension to which is added a guarantee
to spend $1,200,000 in extensions and
improvements.

The franchise fight has waxed warm
in the City Council meeting, some
members apparently being in favor of
giving the company a fare that will
yield an adequate return. At the last
meeting Tax Commissioner H. A.
Halverton charged that “somewhere,
somehow, somebody is trying to kill
the railway, and if such is the case,
let him be frank enough to speak up.”
Mr. Halverton’s charge went unchal-
lenged.

In the informal negotiations looking
to the submission of new franchise
proposals representatives of the com-
pany told Mayor O. F. Holcombe that
the new plan with the contemplated
improvements would add something like
700 men to the company’s pay roll.
They also told the Mayor that efficient
service in Houston is one of the chief
aims of the traction officials.

Labor and Tax Problems
Discussed by Presi-
dent Harding

The matters of greatest interest to
electric railway executives touched
upon by President Harding in his mes-
sage to Congress were the reiteration
by him of the right of labor to or-
ganize and the need for ending all is-
sues of non-taxable bonds. President
Harding said:

The right of labor to organize is just as
fundamental and necessary as is the right
of capital to organize. The right of labor
to negotiate, to deal with and solve its par-
ticular problems in an organized way,
through its chosen agents, is just as essen-
tial as is the right of capital to organize,
to maintain corporations, to limit the lia-
bilities of stockholders.

As we have great bodies of law carefully
regulating the organization and operations
of industrial and financial corporations,
as we have treaties and compacts among
nations which look to the settlement of dif-
ferences without the necessity of conflict in
arms, so we might well have plans of con-
ference, of common counsel, of mediation,
arbitration and judicial determination. in
controversies between labor and capital. To
accomplish this would involve the neces-
sity to develop a thoroughgoing code of
practice in dealing with such affairs. It
might be well to set forth frankly the su-
perior interest of the community as a whole
to either the labor group or the capital
group. With rights, privileges of immuni-
ties and modes of organization thus care-
fully deflned, it should be possible to set
up judicial or quasi judicial tribunals for
the consideration and determination of all
disputes which menace the public welfare.

I think our tax problems, the tendency of
wealth to seek non-taxable investment and
the menacing _increase of public debt, fed-
eral, state and municipal, all justify a pro-
posal to change the Constitution so as to
end the issue of non-taxable bonds. No ac-
tion can change the status of the many
billions outstanding, but we can guard
against future encouragement of capital’s
paralysis, while a halt in the growth of
public indebtedness would be beneficial
throughout our whole land.

Such a change in the Constitution must
be very thoroughly considered before sub-
mission. There ought to be known what
influence it will have on the inevitable re-
funding of our vast national debt, how it
will operate on the necessary refunding of
State and municipal debt, how the advan-
tages of nation over state and municipal,
or the contrary, mayv be avoided. Clearly
the states would not ratify to their own

apparent disadvantage. I suggest the con-
sideration because the drift of wealth into
non-taxable securities is hindering the flow
of large capital to our industries, manu-
facturing, agricultural and carrying, until
we are discouraging the very activities
which make our wealth,

Cities Co-operate to
Retain Service

Community committee meetings, com-
posed of representatives from Elgin,
Aurora, Batavia, St. Charles, Dundee
and other Illinois cities touched by the
Aurora, Elgin & Chicago Railway have
been held during the past few weeks to
ascertain if the communities themselves
could not find a way to keep cars of the
railway company in operation. If not,
the company may be ordered by the
court to discontinue its service. The
controversy between the railway com-
pany, which seeks an order to discon-
tinue service on Fox River valley in-
terurban and the city lines of Aurora
and Elgin, and the cities which would
be affected, has been noted previously
in the ELECTRIC RAILWAY JOURNAL.

Related to these meetings are sev-
eral important developments. First,
Elgin voted on Nov. 26 to adopt the
“home-rule” policy whereby the city
itself will regulate utility rates. The
legality of the election has since been
attacked by Attorney General Brund-
age, but city officials declare the Coun-
cil will act on rates as soon as the
company asks for a franchise. Second,
Elgin may have one-man cars. This
much is the expressed opinion of Mayor
Arwin E. Price, formed after a confer-
ence in Elgin with officials of the com-
pany. Third, there is little possibility
that railway service will be discontinued
on the Aurora-Elgin lines, according
to the announcement of Attorney Al-
schuler, representing the receiver for
the company. Fourth, a uniform fran-
chise for all the cities and the company
iz the plan proposed by Judge Evan
Evans.

The community committee meetings
were the result of Judge Evans sugges-
tion that the communities themselves
try to settle the problem. A uniform
franchise has been considered almost
impossible to conclude, since many
Aurora streets need paving, and Elgin
streets do not, with a few exceptions.
The city administration of Aurora,
however, has announced through its
counsel that it would waive the future
paving assessments providing the com-
pany gave lower fares; paid up its past
obligations of $5,000 for its share of
the cost of paving Linecoln Way and
South River Street, and other indebt-
edness, making a total of $25,000; and
cut down salaries now paid to the man-
agement of the road. i

A sub-committee composed of repre-
sentatives of the various communities
concerned, investigating the finanecial
affairs of the company, preparatory to
working out some agreement as to a
franchise found that Elgin lines had
been operated at a small profit, but
that the interurban lines of the Fox
River division had operated at a loss.

Home-rule in Elgin now gives that
city the right to govern rates. It
formerly possessed only the right to
govern on what streets the railway could
operate. Now the commerce commis-
sion will act only in case the ecity and
traction officials fail to agree on a
schedule of fares rates. The Commerce
Commission promulgated the home-rule
provisions about five months ago, and
Elgin is the first city to adopt them.
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$20,602,766 Estimated Value
Toronto Railway

Item of $1,558,574 Included As Cost of
Bringing Bare Property Into Going
Concern

Testifying before the board of arbi-
tration in Toronto, Ont., on Nov. 25, A.
L. Drum, consulting engineer. Chicago,
said he had made an appraisal of the
property of the Toronto Railway and
found the value on the basis of cost to
reproduce new less depreciation as of
Sept. 1, 1921, to be $20,602,766. This
valuation is on the basis of applying
average unit prices for the three years
from Aug. 31, 1918, to Sept. 1, 1921,
to ithe quantity inventory as of Aug.
31, 1921. A second similar appraisal
was submitted by Mr. Drum on the
basis of unit prices prevailing Sept. 1,
1921. The following table gives a com-
parison of the two appraisals:

physical property, Mr. Drum added
$1,558,5674 as an estimate of the actual
cost of placing the physical property
in operation, which he contended is an
element of cost that is encountered in
creating a street railway system and
bringing the bare physical property
into an efficient, operating and going
concern. This cost includes the cost of
creating and training the existing
operating organization of the company.

The basis used for determining this
estimate was that a fair measure of
such cost is an estimate of the loss of
interest that would accrue on the cost
of the property during the period of
time that would be necessary to bring
the property to an efficient, operating
going concern; that is, the develop-
ment period of the property. Such
loss would be equivalent to a loss of
interest averaging 2 per cent per year
for the three-year development period,
this being the period estimated to

Electrical distribution system
Rolling stock ! 5
Power station equipment...........:..0 e
Substation equipment...... .. .. o el b .
Shop tools and miscellaneous equipment. ..........
Buifziings ............................. ;

Furniture and fixtures..............cc.o00500000
Contingencies and omissions. ..........ooereeee.e
Engineering and superintendence . ...........
Administration, organization and legal expense
Taxes during construction. ..
Interest during construction.

Sept. 1, 1921

Three Year Average per Cent of

Aug., 1918, to Three-Year
Aug., 1921, Inclusive Sept. 1, 1921 Average
$1,655,484 $1,655,484 100.00
2,782,823 2,728,692 98.05
94,922 94,922 100,00
1,566,246 1,385,024 88.43
5,928,309 5,742,407 96.86
70,145 554,971 97.33
1,335,254 1,310,170 98.12
344,642 309,844 89.90
1,834,768 1,864,542 101.62
53,750 45,687 85.00
288,324 278,827 96.71
592,940 575,610 97.08
674,800 674,800 100.00
151,600 151,600 100.00
1,170,185 1,142,063 97.60
$19,044,192 $18,514,643 97.22
1,558,574 . 1,514,647 97.19
$20,602,766 $20,029,290 97.22

The appraisal of the property was
made in accordance with the special
act of. the Canadian Parliament
enacted in 1891, and under which the
city of Toronto took over the property
of the Toronto Railway on Sept. 1,
1921. The valuation clause in the
statute, which covers the basis of the
appraisal, is as follows:

In determining such value the rights
and privileges granted by the said agree-
ment and the revenue, profits and divi-
dends being or likely to be derived from
the enterprise are not to be taken into
consideration, but the arbitrators are to
consider only the actual value of the
actual and tangible property, plant, equip-
ments and works connected with and
necessary to the operation of the railways,
which is not to include any land, property
or rights acquired or used in connection
with the said street railway, and which
do not actually form a part of the said
street railway undertaking necessary to the
carrying on of the same.

In arriving at such value the arbitrators
are to consider and award only the value
of the said several particulars to the city
at the time of the arbitration, having re-
gard to the requirements of a railway of
the best kind and system then in opera-
tion and applicable to the said city.

In determining the actual value of
the physical property to the city, Mr.
Drum found the present value on the
basis of depreciating the existing
physical property from the standpoint
of existing depreciation due to wear
and use, giving due regard to age and
remaining economical service and life
of the several component parts of the
property. To the value of the bare

elapse between the beginning of opera-
tion and the time when the business
will earn operating expenses and
taxes and a fair return on the cost of
the property.

Reorganization Details Being
: Worked Out

Plans are expected to be announced
before the beginning of the new year
for the reorganization of the Spring-
field Terminal Railway & Power Com-
pany, Springfield, Ohio. The property
has already been sold, but the com-
mittee in charge of the proposed re-
organization has not progressed far
enough, however, to be able to submit
a reorganization plan. The representa-
tives of the bondholders are confident
that the property can be made to show
an_earning capacity ample to pay the
Ermcipal and interest on the proposed

ond issue from the outset with pos-
sibilities of a much greater earning
power in the course of a little time.
. The desire now is so to reorganize the
line as to prevent ultimate loss to any
of the bondholders. The holders of the
first mortgage 6 per cent serial gold
bonds of the company are represented
by a protective committee consisting of
R. F. Hyney and Guy L. Emerson of
Hyney, Emerson & Company, Chicago,
and Edward A. Farmer and S. M. Sor-
rey, with Guy M. Walker as counsel.
The depositary is the Ft. Dearborn
Trust & Savings Bank, Chicago, Ill.

Stock Dividend Refused

Michigan Commission Declines to Ac-
cept Cooley Appraisal As Conclu-
sive Proof of Utility’s Value

The Public Utilities Commission of
Michigan, in an order issued on Dec. 2,
denied permission to the Detroit United
Railway to issue a stock dividend of
$334,000, “with which to regain the
confidence of its stockholders.” The
opinion was written by William W.
Potter and concurred in by the other
members of the commission. It denied
the company’s contention that the ap-
praisal and audit recently completed
by Dean Mortimer E. Cooley of the
University of Michigan had been recog-
nized by the State.

Officers of the company who appeared
before the commission asked permission
to issue the stock from the company’s
unissued securities, pointing out that
the company has $35,281,000 in bonds,
$4,748,000 1n notes and $5,375,000 in
stock outstanding, and that the com-
pany has properties of a book value of
$62,400,000 and of an appraised value
considerably in excess of this.

It appears that the figure of $62,400,-
000 for the property was set by Dean
Cooley at an expense to the company
of $300,000. An officer of the company
is reported to have said before the com-

- mission that “we assume that the State

would not cause us to spend $300,000
for an appraisal and then not be bound
by the appraisal.” Mr. Potter, for the
commission, retorted that this was pre-
cisely the claim he thought the com-
mission would make, whereas, he said,
“the record will show that the ap-
praisal was made at the request of the
company and not the commission. The
commission said:

. The commission having gone further than
it should at the request of the Detroit
United Railway to  accommodate it, the
petitioner now alleges that this commssion
put the company to an expense of $300,000
in making this inventory and appraisal;
that the appraisal is the commission’s
appraisal, made on behalf of the State;
that this commission is bound by it, and
that without proof of its accuracy it is
sufficient in and of itself to establish a
prima facie case of its own correctness.

. An appraisal made at the petitioner’s
request, at its own expense, for its own
purposes, by men of its own selection,
without any proceeding pending before the
commission, in pursuance of an order made
without jurisdiction, has no such standing
as a public document as to make it, of
itself evidence of anything.

I think the Cooley appraisal a private
document and entitled to no force as evi-

dence until its correctness and accuracy
are proved.

Representatives of this commission are
engaged in the inventory, appraisal, audit
and study of the interurban properties of
the Detroit United Railway, in pursuance
of Public Acts 115, 1921. When this shall
be done, if petitioner is entitled to the order
requested, one should issue.

It is set forth in the opinion that
with Detroit United Railway stock not
now earning a sufficient sum to pay
cash dividends, and “its stock selling
on the market at from 60 cents to 70
cents on_the dollar, to issue more stock
now without increasing its assets
would normally tend to further depre-
ciate its stock.”

The cases of the Bay City-Sagi-
naw Railway, now in bankruptcy. and
the Muskegon Traction & Lighting
Compan_v, which recently asked for
permission to cease service, are cited
in the opinion as ample evidence that
an electric railway company should not
be permitted to declare a stock dividend
“becaqse some time in its prosperous
past it invested surplus earnings in
property.”
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Money Cheap Under
Service-at-Cost

Montreal Tramways Floats $1,750,000
Loan to Net 6.5 Per Cent to Pay
for Improvements

The Montreal (Que.) Tramways has
just floated through Harris, Forbes &
Company, New York, N. Y., an issue
of $1,750,000 of 5 per cent first and
refunding mortgage gold bonds to pay
for improvements authorized and made
during the year ended June 30, 1921.
The offering price was 83% and inter-
est, yielding about 6.50 per cent. Ac-
cording to the bankers, this was the
first time in several years that an of-
fering of street railway bonds has been
made in any considerable sum. The
issue is non-callable before 1941 except
in full. All of the bonds were sub-
scribed before the public offering.

It is understood that competition for
the issue was keen among the bank-
ers, showing that in instances where
existing fares are capable of produc-
ing sufficient revenue to meet the con-
ditions of operation the electric rail-
ways can secure loans on terms as
favorable as any other class of bor-
rowers. It is true, of course, that in-
terest rates have been declining stead-
ily for some time now, but the success
of the railway in placing the new loan
is attributed largely to the element of
stability which the service-at-cost
grant of the company lends to its earn-
ings and to the fact that the tramway
has been able materially to cut the
cost of operation since the termination
of the last fiscal year. In the first
place, materials have declined in cost
and then the company has been able to
utilize more hydro-electric power at a
figure very much lower than steam
power can be generated.

During its last fiscal year the com-
pany paid 10 per cent on its common
stock in addition to paying a deferred
dividend of 5 per cent. At the present
market price the yield on the common
stock is only 7 per cent, but by some
Montreal brokers the stock is consid-
ered an investment with possibilities
of considerable further appreciation in
price, particularly in view of prospec-
tive future “rights.”

The bankers reported earnings of the
company for the year ended Oct. 31,
1921, as follows:

Gross @arnings «iwenwmivonasns $11,784,965
Operating expenses, taxes and

MANEENATICE w20+ u o et s mi a atii s 9,058,208

Net earnings :c:iccwmsmsviaas $2,726,757
Annual interest charges on all

bonds outstanding .......... 1,051,533

Balance $1,675,224

The service-at-cost franchise under
which the company holds the exclusive
right until 1953 is unique in that
fares must be so adjusted as to pro-
duce revenue sufficient to meet (1)
operating expenses and taxes; (2)
maintenance and renewals; (3) 6 per
cent per annum on a capital value of
$36,286,295 as established by a valua-
tion based on reproduction cost new,
less depreciation using 1917 prices;
(4) 7 per cent on addition capital sup-
plied during the war and for a fixed
period after the termination of hos-
tilities; (5) 6 per cent on working capi-
tal; (6) 0.5 per cent of $36,286,295
capital value per annum ($181,431) to
cover expenses incurred in providing

additional capital; (7) rental of $500,-
000 per annum during the life of the
contract for the city for the use of the
streets but payable only when earned
after all prior charges.

The conditions worked out as fol-
lows for the fiscal year ended June 30,
1921, on a basis of $11,773,005 gross
earnings:

Revenues:
Allowance from con-
fract .s:acsmsmenan $2,355,970
Other revenue ...... 55,359
3TOSS TeVENUE ...veivnunsons $2,411,329
Less the following expenses:
Interest on bonds....$1,082,418
Interest on debentures 850,313
Other expenses ..... 17,540
Total expenses ...,.....e.... $1,950,272
Net income available for divi-
dendS meuwuwemime e s iy e $461,057
Dividends paid (10 per cent on
$3,891,310 common stock)..... 389,131
Surplus for year .w:wsus:um:wes $71,925
Surplus for year June 30, 1920... 941,175

Total profit and loss surplus..§1,013,100

From this surplus the company has
paid the quarterly dividend of 2% per
cent due the quarter ended March 31,
1919, which leaves now outstanding
only a 5 per cent deferred dividend to
meet all dividend payments in full.

This ability to pay deferred divi-
dends demonstrates the value of the
new franchise from the credit point of
view and although these deferred divi-
dends were paid from the profit and
loss surplus neverthless they were
made possible only by the assurance
that the recurring annual dividends
would automatically be met by fran-
chise allowances which also provided
for the continuing the excellent physi-
cal operating condition of the property.

Among improvements to be paid from
the proceeds of the sale of $1,750,000
bonds is the new Cote substation.

Consolidation of Charleston
Lines Planned

The executives of the Charleston (W.
Va.) Interurban Railway and the
Charleston & Dunbar Traction Com-
pany are of the opinion that the sys-
tems can be operated more efficiently
and effectively by consolidation under
one management and have petitioned
the State Public Service Commission
to permit the companies to merge
under revised rates and schedules to
go into effect after January. The
Charleston Interurban recently effected
a lease of the Charleston & Dunbar
Traction Company.

The combined organizations propose:

1. To lease all lines of the Charleston
Dunbar Traction Company to the Charles-
ton Interurban for an unnamed period of
vears, these lines to be operated by the
interurban as a part of its own system.

2. To abandon tracks of the Charleston
& Dunbar line on Pennsylvania Avenue and
on Roane Street.

3. To connect the Kanawah Valley Trac-
tion Company’s tracks on Virginia Street,
business district, and the Summers Street
line of the new consolidation, so that cars
may be sent in a continuous loop from the
east to west side of Elk River.

4. To operate city cars east of Capitol
Street in three loops, one going east as far
as Smith Street, the middle loop turning at
Ruffner Avenue, and the other and third
Joop extending to Duffy Street. Revised
schedules to go into effect in the city.

5. To raise the rate of fare on all
Charleston & Dunbar lines from 6 cents to
7 cents, in conformity with the 7-cent rate
on the interurban lines.

Cleveland Deficit Reduced

Improved Business Conditions There
Reflected in Railway Company’s
October Statement

Signs of improved business conditions
in Cleveland, Ohio, are indicated in the
October report of the Cleveland Rail-
way. On Sept. 1 the deficit in the com-
pany’s interest fund, which is the fare
barometer, was $206,158. During Sep-
tember this deficit was decreased by
$10,165, while in October the deficit was
reduced to $23,785, making the deficit
in the fund on Nov. 1 $172,207, a net
reduction of more than $33,000 in two
months.

In addition to this indication that the
bottom has been touched in the general
business depression in Cleveland, the
Cleveland Railway’s directors learned
that $43,094 was added in September
and $80,777 added in October to the
company’s operating reserve as sur-
pluses, making the total in the operat-
ing reserve $415,235.

Since, under the Cleveland plan of
operation, all the accruals in the va-
rious funds must be transferred to the
interest fund at the end of the ordi-
nance year, March 1, there is now a
prospective balance in the interest fund,
anticipating the transfer to be made, of
$230,000.

That the balance in this fund will be
considerably greater before March 1 is
foreseen from the fact that the operat-
ing allowance of the company has been
in excess of expenditures each month,
due to the reduction in the wage scale
of operatives and other economies af-
fected by the company.

No prediction is being made at the
offices of the company or by the city
street railway commissioner as to when
any change may be made in the rate
of fare, but in both quarters it is felt
that the worst effects of the general
industrial depression are over.

This is further evidenced in the traffic
figures for October. During this month
32,740,409 riders were carried, as
against 38,726,694 in October, 1920, a
decrease of 15.46 per cent. The de-
crease in the preceding month had been
17.56 per cent. <

The street railway committee of the
City Council was scheduled to meet on
Dec. 5 to consider increasing the com-
pany’s allowance from 10 cents a car-
mile to a figure that will extinguish an
accumulated deficit of close to $700,000
and at the same time provide for neces-
sary improvements.

The Council at its last meeting
authorized the company to take more
than $200,000 from earnings for the
purpose of writing off obsolete tracks
in the downtown section and obsolete
equipment at the West Twenty-fifth
Street battery house, abandoned since
the company began purchsaing most of
its power.

Reorganization Plan Declared Ef-
fective.—Notice has been given that
the plan of reorganization for the
Monterey Railway, Light & Power
Company, Monterey, Mexico, has be-
come effective and binding on the
holders of the 5 per cent first mortgage
debenture stock. Holders of the
debenture stock are called upon to de-
posit the certificates for their stock at
the office of the British Empire Trust
Company, Ltd., London, for exchange
for new securities which will be issued
in accordance with the reorganization
plan. %]
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New Company Formed to Operate
Shore Line

The report that a new company has
been formed to operate the Shore Line
Electric Railway from New Haven
through Saybrook and Chester, Conn.,
has been officially confirmed. The Shore
Line Traction Company has been in-
corporated and will take over all the
assets of the old operating company, the
Shore Line Electric Railway, in the
territory to be served. Under present
plans service will be maintained from
6 a. m. to 10 p. m. on a one-hour sched-
ule. Ford, Bacon & Davis, New York,
N. Y., will superintend all operations.

In their report the engineers estimate
that it will require at least four months
and possibly longer to restore the road
to a successful operating basis. The
work of rehabilitation of the line, which
has not been in operation for two years,
involves the installation of new power
house equipment, the overhauling of all
rolling stock and the cleaning and re-
pairing of track and working equipment.

The cost of this work has been esti-
mated at approximately $900,000. To
secure the capital the company has pro-
vided a $1,000,000 issue of first mort-
gage 7 per cent gold bonds, with a
thirty-year maturity. The capitaliza-
tion of the new company is less than
half that of the old. The latter earned
all its fixed charges and carried a sub-
stantial amount of surplus during
favorable years. With a substantial re-
duction in the burden imposed on the
company in the form of fixed charges,
the success of the line is said to be
practically assured.

The net revenue from operations it
has been estimated will exceed $110,000
a year. This affords a liberal margin
of safety for the interest requirements
of $63,000 of the bonds to be outstand-
ing. A large part of the bond issue has
already been subsecribed by individuals
and corporations whose homes or busi-
lr!ess properties will be served by the
ine.

Lines Seek Partial Abandonment.—
The San Jose (Cal.) Railroads have
petitioned the State Railroad Commis-
sion for permission to abandon the
Santa Clara line running from the
Southern Pacific depot at Santa Clara
to the south town limits known as the
depot line. The Peninsula Railway,

operating suburban lines in Santa Clara
County, wants to abandon service on
part of its Naglee Park line,

$5,000,000 Gain in Net
Operating Revenue

Although the operating expenses of a
group of electric railways, whose earn-
ings represent approximately 25 per
cent of the total earnings of the indus-
try, shows an increase of about $800,000
for the first nine months of 1921 over
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A  GRAPHIC PICTURE OF BUSINESS AND

EARNINGS OF REPRESENTATIVE
ELECTRIC RAILWAYS

the corresponding period of last year,
the net operating revenue during that
time totals about $8,000,000 more. The
table below compiled by the Amer-
ican Electric Railway Association, in-
cludes the reports from 72 companies
for the group of the first eight months
and 62 for the ninth month. When these
figures are totaled it is revealed that
the operating ratio for 1921 has fallen
from 76.7 to 75.5.

. The accompanying chart will serve to
picture the trend of the electric rail-
way industry in regard to the number of
passengers carried, operating and net
operating revenue.

Reorganization of United Rail-
ways Investment Company
Considered

Plans relative to a reorganization of
the United Railways Investment Com-
pany, Jersey City, N. J., are being con-
sidered and an attempt made to bring
the interests of the company together
in such a way that the accumulated
dividends on the preferred stock may
be liquidated.

These dividends now amount to 75
per cent, for no payments have been
made on the outstanding $16,000,000
of 5 per cent cumulative preferred
stock since 1907. United Railways In-
vestment has $20,400,000 common stock
outstanding also. The company owns
58 per cent of the $42,943,000 com-
mon stock of the Philadelphia Com-
pany, which derives its income almost
wholly from dividends.

San Francisco Asks Price on
Market Street Railway

The Board of Supervisors of San
Trancisco, Cal., on Dec. 6 decided to
request the Market Street Railway to
name terms and conditions upon which
it will turn over its railway system to
the city to be operated in conjunction
with the present municipal railway
system. A charter amendment adopted
a year ago permits the city to take
over the public utility and pay for it
out of the earnings of the utility. In
case a price can be agreed upon, it is
not proposed to issue bonds for the
purchase, but to take over the proper-
ties on the pay-as-you-go plan.

The purchase is being urged by the
Chamber of Commerce, Civie League of
Improvement Clubs, Building Trades
Council, Downtown Association and
other organizations.

If an agreement is reached as to the
price to be paid, the matter would still
have to be submitted to popular vote in
September. )

City Engineer O’Shaughnessy esti-
mated the value of the company’s rail-
way system at $40,000,000. The Rail-
road Commission’s valuation is about
$41,500,000. The company itself has
placed the figure at $51,800,000.

Some of the company’s most impor-
tant franchises expire in about ten
vears, while others continue for twenty-
five years.

COMPARISON OF OPERATING REVENUE, OPERATING EXPENSES, PASSENGER REVENUE AND REVENUE PASSENGERS
OF SEVENTY-TWO ELECTRIC RAILWAYS MONTH BY MONTH FOR THE FIRST NINE MONTHS OF

1921 AND 1920
January Februar - March
Per Cent v Per Cent Per Cent
. 1921 1920 Inerease 1921 1920 Increase 1921 1920 Inecrease
Operating revenue.............. $27,581,198  $24,712,598 11.6 $25,046,916  $22,498,452 11.3 $27,940,298 $25,500,359 9.6
Operating expenses.............. 21,009,454 18,846,047 11.5 19,307,654 17,990,835 7.3 20,849,874 19,294,557 8.1
Net operatingrevenue. . ceeee 6,571,744 5,866,551 12.0 5,739,262 4,507,617 27.3 7,090,424 6,205,802 4.3
Operating Patiol . e oivsses s g 76.29, 76.1% 0.1 77.2% 80.09% 3.5 (d 74.6% 75.6% 1.3
Passenger revenue.............. $26,735,211  $23,876,612  12.0 $24,229,453 $21,718,302  11.6 $27,078,330 $24,632,467 10.0
Revenue passengers............. 361,546,245 362,229,993 0.2 (d) 327,076,392 328,782,242 0.5 (d) 365,493,508 373.081,771 2 0(ad
. Per Cent Per Cent J Per Cent
N . 1921 0 Increase 1921 I Inecrease 1921 2 Increase
Operating revenue. ............. $26,743,454  $25,627,551 4.4 $27,424,197  $27,021,052 1.5 $26,590,202 $26,169,820 1.6
Operating BXDENBER. » 44 v o 4 » misieiis 20,075,345 18,781,559 6.9 20,274,181 19,802,057 2.4 20,006,325 20,162,854 0.8 (d)
Net operating revenue. . . 6,668,109 6,845,992 2.9(d) 7,150,016 7,218,995 1.0(d) 6,583,877 6,006,966 9.6
Operating ratio.....cccvueeennnn. . 75.2% 3.4% 2.5 4,29, 73.4% 1.1 75.2% 77.2% 2.6(d)
Passenger revenue....... S.0... $25,889,883  $24,709,943 4.8 $26,557,004  $25,986,203 22 $25,607,552 $25,183,835 1.7
Revenue passengers 349,781,601 373,598,840 6.4 (d) 356,876,091 387,099,601 7.8(d) 344,775,722 374,406,617 7.8(d)
Per Cent, ~———— August ————  Per Cent ——————*September Per Cent
] . - ’ 0 Increase 1 Inerease 192 1920 Increase
Operating revenue. .. ..co....... $26,510,903  $27,655,426 4.1 (d) $26,363,501 $27,727,414 4.9 (d) $23,617,527 $25,139,793 6.1(d)
Operating expenses........ pVogs i s 20,088,668 22,055,726 8.9 (d) 19,800,524 21,584,202 8.2 (d) 17,583,710 19,646,307  10.5 (d)
Net operating revenue..r........ 6,422,235 5,599,700 14.7 6,562,977 6,144,212 6.8 6,033,817 5,493,486 9.8
Operating ratios.wse s veaesiee oo % 75.8% 79.8% 5.0 (d) 75.0% 78.0% 3.9 (d) 74.67; 78.2% 4.6 (d)
Passenger revenue. ............. $25,564,568  $26,620,025 4.0 (d) $25,401,494  $26,696,993 4.9 (d) $21,267,213 $22,593,767 5.9 (d)
Revenue passengers. . ........... 342,403,463 372,586,593  8.1(d) 338,984,874 372,063,589 8.9 (d) 303,516,114 333,601,903 9.1 (d)

() Only sixty-two companies are represented in the summary for September.

(d) Decrease.
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Merger Petition Renewed

The Indiana Electric Corporation has
filed with the Public Service Commis-
sion an amended petition for the con-
solidation of seven public utility
companies in the State, three of which
companies the corporation now owns.
The petition sets out that “the fair
aggregate value of the properties of
the utility companies described is not
less than $18,500,000.” The petition
also asks authority for the corporation
to issue $5,500,000 in bonds, $3,000,000
in common stock and $1,500,000 in pre-
ferred stock. The service commission
set Dec. 14 for the first hearing on the
new petition.

The property valuation of the com-
panies, as set out in the petition, is
$250,000 higher than the valuation of
the properties as set out in the former
petition of several months ago, which
was denied by the service commission.

The corporation in the first petition
proposed to have outstanding approxi-
mately $21,000,000 in securities. In
the amended petition the corporation
proposes to cut this figure to $18,500,-
000, an amount equal to that placed
in the petition on the valuation of the
property, or a reduction of approxi-
mately $2,500,000 from the former
figure.

The new petition requests authority
to issue $3,000,000 in common stock, a
reduction of $1,000,000 as requested in
the former petition. In the old peti-
tion authority was asked to issue
$750,000 in notes, due one year after
issue, but the new petition does not
ask authority to issue any notes. In
the amended petition authority was
asked to issue preferred stock of the
par value of $1,500,000, which is a re-
duction of $350,000 from the amount
fixed in the former petition. Figures
covering the valuation of several of the
companies also are slightly changed.

The companies which the corporation
plans to consolidate are the Merchants
Heat & Light Company, Indianapolis;
the Elkhart Gas & Fuel Company and
the Valparaiso Lighting Company,
which are now owned by the corpora-
tion, and the Indiana Railways & Light
Company, Kokomo; the Wabash Val-
ley Electric Company, the Putnam
Electric Company and the Caluga Elec-
tric Company.

The Public Service Commission on
Sept. 13 declined to authorize the
merger of the companies on the first
petition of the corporation, holding that
the property valuation of the utility
companies was not sufficient to warrant
the issuance of the securities for which
permission was asked. The new peti-
tion also requests that the commission
set aside its order on the former
petition.

Service Suspension Allowed

The Muskegon Light & Traction
Company, Muskegon, Mich., is author-
ized to discontinue service on Dec. 30, if
jitney competition is not eliminated by
that time. The order was issued by the
Public Utilities Commission on Nov. 20
and requested that within thirty days
Muskegon and Muskegon Heights should
hold an election to decide on the ques-
tion of jitney elimination.

Following this decision, officials of
both cities set Dec. 14 as the date for
the election. If the electors vote to
retain electric railway in service city
officials must terminate bus lines which
compete with the railway. In case the

vote is in favor of jitney service, the
traction company may cease operation
on Dec. 30.

The railway claims that it can operate
only at a loss with bus competition, but
could be successful without it. Both
city officials and the company are said
to be satisfied with the decision of the
commission.

Defunct Line May Be Operated

Gasoline cars may be operated over
the Plymouth-Norwalk line of the San-
dusky, Norwalk & Mansfield Electric
Railway, Norwalk, Ohio. This is the
latest development since the purchase
of the road by the Wilkoff Company,
Youngstown, Ohio, as reported in the
ELECTRIC RALWAY JOURNAL for Nov. 26,
1921. The new owners will wait five
weeks before junking the road, to give
the stockholders and patrons an oppor-
tunity to decide whether they shall buy
and operate it.

Chances for operating the road are
considered better than for some time,
for the present owners will sell any
part of the road and junk what they do
not sell. If the stockholders decide to
operate the road with gasoline cars
they would purchase only the road bed,
track and ties.
would then junk the equipment not
needed for the operation of gasoline
cars. While the court had custody, the
road had to be sold in its entirety, but
now that it is owned by private inter-
ests, the advocates of gasoline cars may
have some success, it is said.

Financal

News Notes

Detroit United to Pay Bonds.—Fifty
thousand dollars of first mortgage 5
per cent gold bonds of the Detroit
(Mich.) Railway, due on Dec. 1 will be
paid at the office of the People’s State
Bank, Detroit, Mich.

Stockholders’ Meeting Postponed.—
The meeting of stockholders of the In-
terborough Rapid Transit Company,
New York, N. Y., which was scheduled
for Nov. 29, has been postponed until
Dec. 29.

Receiver for Line in Pennsylvania.—
Walter C. Graeff has been appointed
receiver of the Ephrata & Lebanon
Street Railway, Lebanon, Pa., operated
by the Ephrata & Lebanon Traction
Company.

Seeks to Issue Stock—The West End
Street Railway, Boston Mass., has peti-
tioned the Massachusetts Department
of Public Utilities for permission to
issue $2,700,000 of thirty-year 7 per
cent bonds to refund a similar amount
maturing Feb. 1, 1922,

Paving Assessment Upheld. — The
Supreme Court of North Carolina has
affirmed the right of Durham to col-
lect $102,942 from the Durham Pub-
lic Service Company as its part in the
pavement of Main Street, on which the
company has a street railway line.

Abandonment Authorized. — Permis-
sion has been granted to the Hopatcong
Shore Railroad by the Board of Public
Utility Commissioners to abandon its
line and to sell its property and assets.
The corporation was organized in 1911,

The present owners,

but discontinued service on Sept. %,
1917. The line provided passenger
service between the Morris County
Traction Company’s terminus at Land-.
ing and Bertrand’s Island, Lake Hopat-
cong, a distance of approximately 2
miles. In its petition the company set
forth an operating loss of about $5,000
from 1911 to 1917, exclusive of any
return on either stock or bonds.

Maturing Bonds Extended.— An-
nouncement has been made by Dillon,
Read & Company, New York, N. Y.,
that the $5,000,000 first consolidated
mortgage bonds of the Minneapolis.
(Minn.) Street Railway, issued jointly
with the Minneapolis, Lyndale & Min-
netonka Railway, and which mature
Jan. 15, 1922, have been extended to
Jan. 15, 1925, with interest at the rate
of 7 per cent from Jan. 15, 1922, They
will be secured by the original lien.
Bondholders are offered the privilege
of extending their bonds to Jan. 15,
1925, bond for bond, with the payment
to them of $10 for each bond.

May Resume Interest Payments.—
The improved financial condition of the
Third Avenue Railway, which, accord-
ing to the last statement of the treas-
urer, had $1,770,871 in cash and
$1,419,000 in Liberty bonds and United
States certificates of indebtedness, led
President Huff to state that, if normal
improvement continues, the resumption
of interest payments on the company’s
adjustment income bonds might be
started within the next few months.
It is the policy of the company to keep
a large surplus on hand to meet such
conditions as arose last winter when the
interest on underlying bonds could not
be paid by the current earnings.

Stock Issued for Power Plants.—The
Indiana Public Service Commission is-
sued an order recently approving the
issuance of $4,500,000 of common stock
and $1,250,000 of bonds by the Indiana
Hydro-Electric Company to finance con-
struction of electric power plants to
utilize water power of the Tippecanoe
River in northern Indiana. The com-
pany is to issue $1,125,000 of stock at
once to finance the construction of the
first unit at Norway, near Monticello,
county seat of White County. The com-
pany is backed by Eastern capitalists
and by the Insull interests. Governor
McCray has instructed R. Lieber, di-
rector of the state department of con-
servation, to make an investigation of
the plans of the company.

Court Fixes Status of Bonds.—Fed-
eral Judge Mayer has answered the
request for advice made by counsel
for the Guaranty Trust Company,.
trustee of the first mortgage of the
New York (N. Y.) Railways, as to
what property of the defendant was
covered by the mortgage. This infor-
mation was needed in the foreclosure
proceedings instituted by the trustee.
Judge Mayer found that the most
valuable assets of the company, the
franchises and equipment, together
with odd items, were subject to the lien
and then, summarizing the various
properties owned by the railways, said
the property, consisting of stock of the
various companies in the system,
should be held for the benefit of the
general creditors. Judge Mayer said
his opinion on the various proper-
ties at this time could be considered
only as advisory because of the many
other undetermined questions that
must be answered before a final decree
was entered.
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Fare Increases Denied

California Commission Says Further
Advances at San Jose Would
Drive Business to Autos

Expressing its belief that increased
fares would reduce earnings by driving
travel to the automobile, the Railroad
Commission of California on Nov. 30
denied the applications of the San Jose
Railroads and the Peninsular Railway
for 10-cent fares in San Jose and Palo
Alto. The companies also proposed a
7-cent token fare when five are bought
at one time. Both lines desire to in-
crease school children’s commutation
fares and to make a number of minor
adjustments. The present city fare is
6 cents. The Peninsular Railway did
not ask any increase in its interurban
fares or freight rates.

Both lines are owned by the South-
ern Pacific Company. San Jose Rail-
roads operates local service in the city
of San Jose, the town of Santa Clara
and in unincorporated parts of Santa
Clara county. The Peninsular Rail-
way operates electric interurban serv-
ice, passenger and freight, between
San Jose, Palo Alto and Los Gatos.
Local service is also given in San Jose
on the Naglee Park Line and between
Palo Alto and Stanford University.

The commission recommended to the
San Jose Railroads that it put into ef-
fect service and other recommenda-
tions, made by the engineering depart-
ment of the commission after a survey,
and expressed the belief that the
revenues of the road would continue to
increase with the growth of the com-
munity. The company claimed a net
loss of $89,432 for the nine months
ending Sept. 30, 1920, but it was point-
ed out by the commission that this in-
terest on a funded debt of $2,423,000
issued against a historical reproduction
cost of $1,523,933.

The commission proceeded to point
out that applicant’s so-called financial
requirements are not a proper basis
for computing rates, adding, that the
company under existing rates is mak-
ing a substantial operating income. In
referring to the future prospects of
the road the commission said:

While there has been no apparent in-
crease in business this is, no doubt, a tem-
porary condition. San Jose has a good
record of growth in population, with no in-
dication that such growth has been ar-
rested. The number of passengers and
revenues should increase; operating ex-
‘penses because of declining costs of labor
and materials should decrease. 'The esti-
‘mated net income of over $84,000 is greater
‘than that of any year except 1913 and 1914,
before the general use of the private auto-

mobile. Returns in the future, then, should
be greater and not less than 5.55 per cent.

In the case of the Peninsular Com-
pany the commission pointed out that
the Palo Alto city lines which are
operated separately from the interur-
ban system are earning 8 per cent on
the company’s own valuation and with
economies a return of 9.5 per cent is
possible. The commission declared that
patrons of the line between Palo Alto
and Stanford University should not be
compelled to pay a higher rate in or-
der to enable the company to make a
small increase in its net return on the
investment of its entire system.

.

The commission declared that it
could not subscribe to the doctrine ad-
vanced by the railroads that they had
a right to assume the risk of loss of
business through increased fares. On
this point the commission said:

When rates are too high, they not only

retard and reduce the earnings of the car- -

rier but result in loss to the traveling pub-
lic, who either go without the service en-
tirely or turn to the other channels of
travel. In a situation of this kind it be-
comes the duty of this commission to deny
increases in fares which we believe would
have the effect of further reducing passen-
ger earnings by driving travel to the auto-
mobiles.

United Railways Asks
Fare Extension

Continuation of the 7-cent fare is
asked in a petition of the United Rail-
ways & Electric Company, Baltimore,
Md., filed with the Public Service Com-
mission on Nov. 29. The order for a
7-cent fare will expire on Dec. 31, and
the company asks for its extension
until the order “shall be further modi-
fied, extended or repealed.”

The rulings of the commission in
1919 state that the company’s rate
should be such as to yield a net surplus
not exceeding $1,500,000 and not less
than $1,000,000. The company points
out that its net income for the ten
months ended Oct. 31 was $475,445
which would indicate a net balance to
surplus for the entire year of 1921 of
$609,870. This amount is $1,045,772
less than one-half its fixed charges for
that year and $390,130 less than the
minimum of $1,000,000 allowed by the
commission, based on the fixed charges
of 1919.

The decline in passenger traffic is
laid to the recent depression in business.
Revenue passengers for October of this
year showed a 10 per cent decline as
compared with those of October, 1920.

Commission Against 10-Cent Fare

The Interstate Commerce Commission
in decision of Nov. 8, 1921, just pub-
lished, holds that the 10-cent passenger
fare between Louisville, Ky., and New
Albany, Ind., on the lines of the
Louisville & Northern Railway &
Lighting Company, was unreasonable
and that the 10-cent rate for the future
will be “unreasonable to the extent it
exceeds or may exceed 10 cents per
passenger for a single trip and a com-
mutation fare of 9 cents per passenger
upon the purchase of not exceeding
twelve tickets.”

The case was called to the attention
of the Commerce Commission by the
complaints filed by the city of New
Albany on Dee. 17 and 18, 1920. At
that time the defendant corporation
operated two separate and distinet divi-
sion of interurban electric railway, but
since the hearing, the Interstate Public
Service Company, an Indiana corpora-
tion, has acquired all the rights and
property of the defendant company. In
March, 1919, the fare was increased
from 5 to 7 cents between Louisville
and New Albany, and in 1920, a 10-cent
cash fare was instituted and no com-
mutation tickets were sold. The total
distance of the route was 4.76 miles.

Routing for Kansas City, Kan.,
Before the Court

After many meetings and many de-
lays it now appears that the original
routing suggested by John A. Beeler
for the Kansas City Railways will be
adopted for use in Kansas City, Kan.,
with slight modifications. The whole
matter is now before the courts as
the result of the rejection by the Board
of City Commissioners of Kansas City,
Kan., on Nov. 8 of all four plans of
rerouting presented from time to time
during the last several months by the
Kansas City Railways. At that time
Francis M. Wilson, one of the re-
ceivers, said:

I cannot say what we will do now, but
it is a general practice for the receivers
to ask the advice of the court when they
have proceeded as far as they can along
any one certain line and failed to obtain
results, We very likely will ask the advice
of the court in the matter, as we have
done all that we can do. We tried earnestly
to adjust the matter to the satisfaction of
all parties concerned and to give to Kansas
City, Kan., the same high-grade service
we are giving to Kansas City, Mo., obtain-
ing desired economies at the same time.
It is apparent from the vote of the com-
missioners we have failed.

Later Mr. Wilson carried the case to
the court. A hearing was held before
Judge Kimbrough Stone in the fed-
eral court at Kansas City, Mo., on Nov.
25. F. G. Buffe, general manager of
the railways, answering a question as
to which plan the company preferred,
produced the revised Beeler proposal,
decided on by the company on Nov. 23.
He said that the Beeler plan, with
some modification, would allow the
company to put into effect some of the
economies it has desired to put into
practice and still give the people first
class service. Mr. Buffe explained the
Beeler plan would save the company
$147,000 a year.

It was declared by both Mr. Buffe
and Mr. Fennell, the traffic manager
for the company, that operation of a
modified Beeler plan in Kansas City
would eliminate about thirty cars a
day. Their explanation was that cars
would be transferred from points
where the travel was light and pressed
into service where travel justified.
Both insisted no cars would be trans-
ferred to relieve Kansas City, Mo.,
traffic.

Throughout the hearing Judge Stone
indicated the liveliest interest in the
points raised and gave particular at-
tention to the matter of checks and
suggested turnbacks and changes in
routes, all plans therefore being dis-
cussed. He said:

In the last analysis, rerouting of the
street cars, if done at all, must be by the
balance of two factors, one of which s
proper -service of the public and the other
economies in the operation of the property.

Judge Stone questioned officials of
the railway closely relative to routes.
character of travel over them and of
comparative importance of localities,
residential and business, as relating to
both Kansas City, Kan., and Kansas
City, Mo., showing especial interest in
theories advanced as to possibility of
a greater and more rapid growth for
Kansas City, Kan., along lines sug-
gested under the original Beeler plan.

Favors Bus Franchise — Geneva
(N. Y.) Chamber of Commerce re-
cently adopted resolutions favoring a
franchise permit by the Common Coun-
cil to the Geneva and Auburn bus line.
The proposed line is to operate between
Geneva and Waterloo.
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Argument Completed in Chicago Case

Burden of Proof in Fare Reduction Proceeding Placed on Illinois Commerce
Commission—Wage Question Injected in Hearing

The 8-cent fare still prevails on the Chicago Surface Lines, and hopes of
immediate dissolution of the injunction writ against the restoration of a 5-cent
fare did not look bright at the close of arguments in the United States District

Court on Dec. 2.

Attorneys for the companies, the commission, the city and

the Attorney General spent the day in presenting their side of the case before

Federal Judges Baker, Carpenter and Page.

They were told to file briefs by

Dec. 8, after which the matter would be taken under advisement.

HE judges announced early in the

proceedings that the only point of
interest to them was the question of
the sufficiency of the 5-cent fare and
they cut short the city’s legal repre-
sentative whenever he attempted to
wander into other phases of the situa-
tion.

Judge Baker presided. He made the
caustic comment at the close that if
the city and state were really solicitous
of the interests of the car-riding pub-
lic the city would forego “levying a
tax” by having the companies collect
55 per cent of the net earnings. “Street
car fares,” he said, “should be the rate
which would enable the company to
pay its operating costs and leave an
honest return on a fair valuation. That
is the total amount passengers should
be required to pay.”

Judge Baker said that, in addition
to this, Chicago is putting on a special
and discriminatory tax and requiring
the companies to collect it for them.
If Chicago wants this extra money it
should collect from the proprietors of
stores, not from the clerks in the stores
and other riders who do not enjoy the
use of private automobiles.

Another pointed comment was made
by Judge Baker on the matter of rate
of return. “Why should not the com-
panies be held to the 5 per cent limit
of return fixed by the ordinances?”
inquired Attorney Cleveland for the
city. “Because the United States Con-
stitution says nothing about 5 per cent,”
answered the court. Attorney Cleve-
land had also made reference to the
overcrowding of cars and its possible
result in damage claims against the
companies.

The commission had evidently taken
this point of view in declaring that the
present payments of the companies for
damages were extravagant and should
be cut in half. “The burden is on you
to point out facts,” said Judge Baker,
“not to make nebulous statements.
Where in the record is there a figure to
show that the claim department paid
more than ought to be paid by a pru-
dently, efficiently managed claim de-
partment?” The city lawyer was silent
on this subject.

Attorneys for the company, however,
had taken advantage of the suggestion
by filing an affidavit from Joseph V.
Sullivan, assistant to the president,
showing that the commission had come
to this conclusion without any evidence,
whereas figures which he produced
showed the Chicago companies were
paying out less than other large prop-
erties both in per cent of gross earn-
ings and in cost per 1,000 passengers
carried.

By the court’s ruling, the positions
of the city and the companies were re-
versed. By the companies’ flat chal-
lenge to the city to prove a single find-
ing by the commission which was based
on evidence, the court held that the

burden of proof had been shifted to
the city. An unusual event during the
hearing was the appearance of Frank
L. Smith, chairman of the commission,
whose order was under review. He in-
sisted on explaining the reasons for
the order.

Mr. Smith stated that the commission
in arriving at its decision considered
not only whether a fair return on capi-
tal was to be allowed, but whether a
rate of return for improvident man-
agement should continue to be main-
tained. The judges made it plain that
all they were interested in was whether
the 5-cent rate was confiscatory, not
whether the 8-cent fare was excessive,
and that the commission should have
shown in dollars and cents how savings
could be made sufficient to offset the
loss of $23,000,000 in revenue which
would follow a reduction of 3 cents in
the rate per passenger.

Attorney H. E. Wood, for the com-
mission, cited some of the data which
the commission had in mind to make up
this total, but all he presented at the
hearing amounted to about $10,000,000,
which included about $5,000,000 al-
lowed each year for renewals.

The court said that apparently the
commission wanted the companies to
experiment with a 5-cent fare while
endeavoring to reduce costs. “Evi-
dently,” sald Judge Baker, “because you
believed the companies committed mis-
feasance under their contracts and be-
cause they violated service orders of
the commission, they were to be pun-
ished by rate less than compensatory.”

While the temporary order of the
court continues in force, transfers are
being issued as rebate slips. It is
said that not a great proportion of
riders insist on getting a final transfer
to be held for this purpose.

Throughout the hearings before the
Illinois Commerce Commission, the
city’s representatives and the commis-
sioners refused to be led into a sug-
gestion that wages of employees of the
Surface Lines be reduced. They, there-
fore, had difficulty in making a showing
before the federal court as to how a
large saving could be made.

A few days after arguments had
been concluded one of the newspapers
announced apparently with authority
that the commission contemplated a
direct cut of $5,176,000 in wages when
it entered the order. The total possible
savings considered by the commission,
according to the newspaper in question,
were listed as follows:

Savings Amount
“Tiavoverttimelsar e ooy 1,740,000
Official and other salaries ... 1,014,000
Maintenance ............... 451,000
Materials: o . eiascs e ais 55 s 5s 6 900,000
Renewalsh waieeigi ... . 4,853,000
Damages cceecceccncnne ...1,000,000

Rerouting, new cars, wages.. 6,177,000

$16,135,000

. It was made plain by the federal
judges that the city lawyers would have

to show from the record that such sav-
ings could be made. It developed
during the hearing that the city and
the commission were not in agreement
on several of these items.

Advance of New Jersey
Case Asked

The Supreme Court of the United
States has taken under advisement the
motion of Attorney General Thomas F.
MeCran and the Board of Public
Utility Commissioners of New Jersey
to expedite the argument on the gppeal
of the commission from the 8-cent fare
recently granted to the Public Serv-

ice Railway by the special statutory _

court.

The motion of Mr. McCran was filed
with the clerk of the court on Dec. 6.
Frank Bergen, general counsel of Pub-
lic Service Railway, in reply, filed a
memorandum, which stated that the
railway was as anxious for an early
determination as the utilities board,
but it would ask the court, in disposing
of the motion, to allow a reasonable
time to prepare for the argument. Mr.
Bergen said this could not be charac-
terized as opposition to Mr. McCran’s
motion to advance, but merely an in-
sistence that the cause be not unduly
rushed.

In his brief on the motion Mr. Mec-
Cran first sets out the facts of the
controversy between the Public Serv-
ice and the Utilities Board, up to and
including the action of Judge Rellstab
at Trenton in naming former Judge
Haight to take testimony and to make
a report to adjudge whether the pre-
liminary injunction ordering the 8-cent
fare to be put into effect shall be made
permanent.

Reduce Service to Lessen Deficit

The Columbia Railway, Gas & Elec-
tric Company, Columbia, S. C., which
during the first ten months of 1921
suffered an operating loss of $91,000,
has petitioned the City Council to dis-
continue service on Gadsden and Rich-
land Streets, which connect Elmwood
and Main by way of the Governor’s
mansion. .

Officials of the company, in advertise-
ments in the daily papers, have set
forth the problem the company faces,
and have asked for the co-operation
of the citizens in solving the finanecial
difficulty. This the company hopes to
do without resorting to increasing the
fare to 10 cents. F. H. Knox, president
of the Columbia company, said that the
installation of one-man cars would
hardly relieve the situation because of
the heavy expenditure, and that the
company hoped to avoid a drastic re-
duction in wages of the employees.

All the lines of the company showed
a loss in October.

Railway Wants Permanent
Fare Settled

The Duluth (Minn.) Street Railway
has petitioned the State Railroad &
Warehouse Commission to set a date
on a hearing for a permanent fare.
Engineers for the city and the company
have completed their valuations.

The actual valuation and a fair rate
of return will probably be argued at
length. TUnder the law passed last
winter, the permanent fare must allow
the company a fair return on its valua-
tion.
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Monthly Pass for Joliet

Ten-Cent Cash Fare Retained but Lower
Rate Authorized for Regular
Riders

The present 10-cent cash fare of the
Chicago & Joliet Electric Railway in
Joliet, Ill., is to be reduced for the regu-
lar patron by the addition of a monthly
pass selling for 75 cents which will en-
title the holder to ride upon paying a
5-cent cash fare. There will be no ad-
vantage in the monthly pass to anyone
who rides only sixteen times a month,
but if a person rides fifty times in a
month, the average rate of fare will be
6.5 cents and 5.75 cents if 100 rides are
taken in a month.

J. R. Blackhall, general manager,
applied for this reduced rate of fare
for the regular riders on the morning of
Dec. 1 and the Illinois Commerce Com-
mission heard the case and entered an
order approving the same day. Mr.
Blackhall estimates that with an in-
crease in traffic of 5 per cent over that
of 1921 on the Joliet city lines, and
with the probability that 25 per cent of
the total fares will be on the ticket plan
and resulting in an average fare of 7
cents, which is conservative, the revenue
of the company from transportation will
be reduced approximately $50,000 as
compared to 1921.

Mr. Blackhall comments that not-
withstanding a large deficit from opera-
tion of the property this year, he felt
that some concession would have to be
made to the regular riders on account of
the reductions in wages of from 10 to 25
per cent that have been made in the past
several months. If the gross earnings
from operation for 1922 are approxi-
mately the same as for 1921, it will re-
quire a reduction of $100,000 in the pay
roll and $100,000 in all other operating
expenses to make it possible to earn the
fixed charges.

The contract with the organized em-
ployees of the company was entered
into July 1, 1921, and expires this Dec.
31. A reduction of 5 cents an hour was
made on July 1 and it is now proposed
to make a further reduction by Jan. 1.
A 20 per cent reduction in wages would
be necessary in order to effect a reduc-
tion of $100,000 for the year in the pay-
roll expense.

New Routing and Fare Collections
in Effect

During the negotiations for the
service-at-cost franchise in Youngstown,
Ohio, the City Council, acting upon the
advice of its street railway expert, de-
cided that all railway lines in the city
should terminate at the Public Square,
thereby dividing the city, so far as elec-
trie railway service was concerned, into
four distinet sections, namely, north,
south, east and west.

This method of operation was con-
tinued until Nov. 27, 1921. On that date
the Youngstown Municipal Railway,
operating the lines in Youngstown,
placed in service twelve additional
Birney one-man safety cars and routed
three of the lines operating on the west
side of the city through to the easterly
section of the city.

Prior to that date the fares had been
collected on the inbound trips as the
passengers entered the car and on the
outbound trips as the passengers left the
car. This method of fare collection was
very simple and easily understood by the
publie, but when the cars were through-
routed it became necessary to devise a

new system of fare collection. It was
suggested that a trial be made of the
“pay-as-you-leave” system on through-
routed cars, and after considerable in-
vestigation and discussion this system
was placed in effect and is working out
satisfactorily.

Commission Ends Long Time
Litigation

The Pennsylvania Public Service
Commission recently handed down a
decision establishing a 7-cent fare for
the Reading Transit & Light Company
in Reading, Pa. The order also allows
eight tickets for 50 cents. Patrons in
Reading have been fighting for a 5-cent
fare.

The commission at the same time
upheld the 9-cent rate on the Norris-
town division, dismissing the com-
%eraindts of residents of the Twenty-first

fard.

Asks Reduced Fare Schedule

" The Empire State Railroad Corpora-

tion, operating between Auburn and
Syracuse, N. Y., whose rates of fare
are fixed by an order of the Public
Service Commission which runs out on
Dec. 31 of this year, has filed a new
schedule of rates with the commission,
asking that the new schedule go into
effect on one day’s notice.

In its new schedule so filed it asks
for a reduction in its city fares from
8 cents to 7 cents and in fares from
Auburn to Owasco Lake of from 10
cents to 7 cents. The order requested
by the company will be granted by the
commission this week. This is not a
general reduction in fares but a change
in the fare schedule.

More Passengers at Five Cents,
but Greater Operating Loss

With an increase of more than 100,-
000 passenger fares, there was a de-
crease of $6,470 in receipts on the lines
of the Bridgeport division of the Con-
necticut Company in the first week of
the 5-cent fare with transfers.

The report sent to the Public Utilities
Commission by L. S. Storrs, president
of the company, is as follows:

The following is a statement of the oper-
ating results of the Bridgeport Division
for the week ending Nov. 26, being the
first week under the fare test as com-
pared with revenue on like days for the
preceding week in which at flat 10-cent
fare was charged, this covering the entire
revenue of the Bridgeport Division.

5-Cent Fare 10-Cent Fare

Nov. Nov. $4,479
Nov. Nov. $5,903
Nov. Nov. $5,490
Nov, Nov. $5,722
Nov. Nov. $5,641
Nov. Nov. $5,568
Nov. Nov. $6,455

During the periods we carried a total
of 406,659 5-cent passengers and 125,672
10-cent passengers.

Of course, it is impossible to compare
the number of passengers carried, for dur-
ing the 10-cent fare period every individual
riding within the 10-cent fare area within
the city of Bridgeport was counted as a
single passen%er, whereas under the pres-
ent scheme it is quite possible that many of
the individuals are counted twice by reason
of the fact that they have crossed the
fare limit in the center of the city.

You will note that the revenues show a
decrease of $6,461 over the revenues ob-
tained for the preceding week, and as
revenues heretofore obtained have been in-
sufficient to pay operating costs, the re-
sult of this first week’s test is materially
greater losses sustained by the operation
of the street car service in this community.

Court Divided on Jitneys

New Jersey Tribunal Split on Question
of Property Rights of Electric
Railway

The refusal of the Court of Chancery
to restrain the operation of jitneys in
New Jersey in three test cases brought
by the Public Service Railway was up-
held by the Court of Errors and Appeals
on Dec. 2 by a divided vote of seven to
seven.

In refusing the injunction sought by
the railway Vice-Chancellor Griffin held
that the Public Service Railway, not
having an exclusive right in the streets,
had no standing to ask for injunctive re-
lief. The unusual situation of an affirm-
ance of that ruling by an equally divided
court precludes any majority opinion
by the Court of Errors.,

JUDGE MINTURN EXPLAINS

Justice Minturn, however, who voted
to reverse, filed an opinion concurred in
by Chief Justice Gummere, Justice Ber-
gen, Justice Katzenbach, Judge Heppen-
heimer, Judge Williams and Judge
Gardiner, all of whom voted with him.
'The Minturn opinion expressed the view
that the company occupies a legal
status, entitling it to present its griev-
ances to a court of law or equity and
obtain a hearing. Judge Minturn said:

It is not contended that as against the
state under its reserve power other forms
and methods of transportation may not be
inaugurated and utilized as progress and
ipublic necessity may require. But such a
contention cannot be revoked by a mere
trespasser (the jitneur), whose hands are
soiled with usurpation, and who, in defiance
of the provisions of the law recognizing
and regulating his business, raises this
question against a legitimate State agency.

The impression seems to have gained
ground rapidly with the public that the
decision settled the question as to the
right of the buses to operate in the
public streets without having secured a
franchise under the limited franchise
act. What the Court of Errors passed
upon was not the rights of jitneys, but
whether the Public Service Railway,
because of its franchise to do business,
had the right to challenge the jitneys
in the courts.

The fact is that the application of the
Public Service Railway for an injunc-
tion against certain jitney owners on
the ground that they were operating
illegally and were competing against
the railway came before Vice-Chancel-
lor Griffin originally. He merely reached
the decision that the Public Service
Railway had no standing in court—that
is, that the company had no property
right involved that warranted it in ask-
ing for the injunction. No other legal
question that had been raised in the
litigation was passed upon by the vice-
chancellor. S

VERDICT A NEGATIVE VICTORY
In this connection it is explained:

The one question that came before the
Court of Errors on appeal was whether the
vice chancellor’s decision as to the right
of the Public Service Railway to seek an
injunction was correct. It was on this
question that the fourteen members of the
state court of last resort who voted were
evenly divided. One-half of them believed
that the railway had a property right that
was necessary to sustain the injunction
proceedings, and the other half took the
opposite view.

Unless there should be a request for a
reargument of the case, these proceedings
are at an end, and if the legal points
raised are to be decided some new method
of bringing them before the courts must be
tried. As the case now stands, the rail-
way has suffered a defeat, while the Jit-
neys have won a negative victory that may
later be reversed.
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New Bus Line Operates
in Toledo

Does Not Parallel Railway Lines, but
Other Companies in Direct
v Competition

A new bus line began service in To-
ledo, Ohio, on Nov. 28, operating on
streets not served by trolleys. Six own-
ers form the operating company, which
will provide six-minute service from 5
o’clock in the morning till midnight.
The route to be covered extends from
Detroit and Bancroft Streets to De-
troit and Buckingham, to Junction,
Belmont, Ontario, Monroe, Superior,
Adams, Summit, Monroe and return. At
several points the route crosses car
tracks. Those in the operating com-
pany are H. A. Schmuhl, C. F. Daine,
Ralph Streeter, Burdell Taylor, Otto
Steve and John Andrews.

Before the new bus service was in-
stalled sixty-five buses were operating
in Toledo. They quite generally dupli-
cate trolley service and follow almost
the identical routes. Buses charge a
5-cent fare and give no transfers, while
the electric railway charges 7 cents and
gives transfers for 1 cent. Interurban
buses are also competing strongly with
the electric railways, radiating from the
city.

The Toledo Bus Transportation Com-
pany was recently organized to unite
a number of bus drivers. Busmen have
thrown their equipment into the com-
pany and received stock in the company
equivalent to the value of the equipment
they contributed. Operation has been
directed from central offices and reve-
nues and expenses managed centrally.

The Monroe-Lincoln-Bancroft route
of this company serves a community
which is only partially taken care of by
the electric railways. It has been suc-
cessful from the start. It was fostered
in the beginning by real estate inter-
ests. The success of this route has led
officials of the Toledo Bus Transporta-
tion Company to declare that they do
not intend a warfare with the electric
railways, but rather would seek to de-
velop new routes of their own.

City and electric railway officials esti-
mate that the buses which do operate
on streets where there are railway lines
carry approximately 15,000 passengers
daily and divert $30,000 a month from
the revenues of the railways. ’

The new passenger bus of the Ace
Motor Bus Company, Newark, Ohio, is
now in operation between Toledo and
Sylvania and in direct competition with
the Toledo & Western Railroad. The
receivers for the electric railway re-
ported in the federal court that the in-
roads of the buses had reduced their
gross receipts about 30 per cent.

The Commissioner of Street Railways,
Wilfred E. Cann, has appealed to the
city administration several times to
enforce the bus regulations, which he
claims are violated every day and by
most of the bus drivers. Only two or
three violations have been reported by
the police.

It is generally believed that the new
administration is more favorable to
limited competition between the two
methods of transportation. Mayor
Schreiber, the outgoing Mayor, fought
the traction interests through ten years
of connection with the city government,
and it is felt that his leniency has made
possible the infractions of the ordi-
nances against overloading, schedules
and routes.

The buses used are not uniform.
Many are converted from truck chassis
;;Vhlle a few are modern, newly built
uses.

Bus Advertising Centralized

In northern New York State all motor
bus advertising is taken care of by one
company. This company, the Rochester
(N.Y.) Bus Line Advertising Corpora-
tion, has exclusive advertising privi-
leges for a period of years in all motor
buses operated in intervening territories
from Niagara Falls and Buffalo, on the
north and west to Watertown and Bing-
hamton on the south and east. The
buses in this territory are being
equipped with advertising sign racks so
as to carry the standard size street car
advertising card. The company reports
that it will soon start solicitation for
advertising to fill these places and that
it will not only attempt to sell to the
merchants in the town through which
the buses run, but will go after national
advertising. Information on hand in-
dicates that this company can reach 102
different towns by means of its adver-
tising service.

Motor Buses in Columbus, Ohio

The Ohio Motor Bus Company, with
offices at 30 North Water Street,
Columbus, Ohio, operates a bus line
between Columbus and Westerville, a
village about 15 miles northeast of the
city. Three buses are in operation and
they have been successful from the
start. The president of the company
is T. C. Robinson and R. E. McCullom
is general manager.

Another route is operated on East
Broad Street, Columbus, connecting the
business center with Bexley, a suburb.
Four buses are operated on this line
and an 1l-minute headway is main-
tained. It is understood that at first
the buses were not financially success-
ful, but in October, 1921, they had be-
come able to earn the cost of service.
The buses were manufactured by the
American Motor Truck Company, New-
ark. They are known as the “Aces.”
The bodies are built by the same con-
cern, but have been especially designed
for use in the Buckeye capital and
have a capacity of 30 passengers with-
out crowding. The entrance is at the
front opposite the driver, who collects
the fare.

After a service of six weeks the
four buses on East Broad Street were
carrying about 60,000 passengers per
month. The Waesterville line, which
charges 20 cents. each way, or 18 cents
when tickets are brought, is somewhat
cheaper than the traction line operating
over the same route. The fares on the
East Broad Street line are 5 cents
straight to Franklin Park and 10 cents
to Bexley or intermediate points.

The Columbus Coach Company, an-
other Columbus concern, on Sept. 23
started a twelve-minute service on
Bryden Road. This route is about 3
miles long and serves streets not cov-
ered by electric railway routes. The
same type of buses is used on this line
as that used by the Ohio Motor Bus
Company. The fare is 5 cents. John
B. Gager is general manager of the
Columbus Coach Company, which is
a partnership.

These two motor bus concerns main-
tain a large garage and service station
at 564 East Mound Street, where the
buses of the two companies are stored.

Restricted Bus Service
Qiscussed

Los Angeles Hearing to Settle Dispute
between Pacific Electric and
Interurban Lines

Curtailment of the interurban service
of motor transport companies which
have competed stiffly with the Pacific
Electric Railway, Los Angeles, Cal., will
be discussed by officials of the affected
cities and the railway and engineers of
the California Railroad Commission.
The conferences were arranged for at
the hearing before the California State
Railroad Commission at Los Angeles,
Nov. 14, 15 16.

The Pacific Electric Railway eclaims
that 60 per cent of the business de-
veloped by the bus lines in competitive
territory takes $2,000,000 annually from
the railway.

At the hearing the commission’s engi-
neers presented a report recommending
that the Pacific Electric supplement the
present trolley service with motor
transportation, and in some cases sub-
stitute motor service entirely. The com-
pany made known its intention to insti-
tute such service in more or less new
territory or as extensions of present
trolley routes and as feeders to exist-
ing rail lines. In some cases it will
amount to giving additional service to
people now using rail lines but who go
some distance to reach them.

The report of the commission’s engi-
neer, Richard Sachse, stated that it
would be impossible to dispense with
service on electric lines running be-
tween the outlying cities. Traffic would
block a fleet of motors during rush
hours and delay the schedule. More-
over, it was brought out that the
greater carrying capacity of the large
type of electric interurban car, the
quicker service possible in getting out
of the cities on a private right-of-way
and the better facilities of permanent
terminals favor the continuation of the
electric lines.

A further argument brought against
the motor bus was that it was of doubt-
ful economic service because of the
small investment and the lack of stand-
ardization of buses.

Mr. Sachse stated that municipalities
wishing to keep the Pacific Electric
alive must decide at an early date to
what extent they are willing to curtail
motor transportation activities.

Motor carriers claimed in their pro-
test filed with the commission that they
were unfairly represented by the com-
mission in its engineers’ report and
stated to the commission that when bus
lines give a service that electric lines
cannot give or when they come into
competition with electric lines and give
lower rates than the electric carrier
they should not be interfered with by
any governing body. :

The commission does not have juris-
diction over jitney operation in any par-
ticular city, but it does have control
over autos doing intercity business and
has been trying to figure out for some
time how best to deal with the inter-
city lines. There were in existence, be-
fore the law regarding auto stage serv-
ice in the State went into effect, nine-
teen buses running between Sawtelle,
Santa Monica and Venice in competi-
tion with the electric railways. These
were automatically left in business, but
persons since then establishing bus
service between cities have had to ob-
tain certificates from the commission.
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Buses Operated by Toronto
Transportation Commission

The Toronto Transportation Commis-
sion, which on Sept. 1, 1921, took over
the entire transportation system of the
Toronto (Ont.) Railway, has begun to
operate vehicles other than those which
run on rails. A motor bus line has al-
ready been opened up in the north-
eastern part of the city over Hummber-
side Avenue on which eight buses will
be necessary to take care of the traffic.

The commission announces also that
it has placed an order for four Packard-
Brill trolley buses using Westinghouse
Electric equipment throughout. "The
route over which these vehicles will
be operated is approximately 1.25 miles
long and extends from Yonge Street,
North Toronto, where connection is
made with the Metropolitan Division of
the Toronto & York Radial Railway,
east through Merton Street and thence
north out Pleasant Road as far as
Eglington Avenue, east.

This route is over a newly bound
macadam road and will serve a terri-
tory not otherwise reached. Free trans-
fer arrangements are to be made with
trolleys so it will be possible to ride
over any part of the whole system of
the Toronto Transportation Commission
upon payment of a single fare. Tem-
porary housing facilities are being
built on Merton Avenue.

Poughkeepsie to Improve
Bus Terminal Service

The Retail Merchants’ Association at
Poughkeepsie, N. Y. is considering plans
for improving the bus terminal service
in the city by the enlargement of the
waiting room and the addition of all
needful services and conveniences. The
plan is to move the present waiting
room back into an addition which is now
being erected and to fit up the basement
underneath to form a part of the gen-
eral waiting rooms. The terminal is
located on New Market Street and
Main.

The bus companies are to co-operate
by assuming a part of the necessary
expense of fitting up the new station
and maintaining it, and an agreement
will probably be established by which
the buses may line up at the curb under-
neath a shed or coping where passengers
boarding or alighting from the buses
will be protected from the weather. The
directors of the Chamber of Commerce
have approved the general plan.

Bus Company Files Objections
to Ordinance

Action against the city of South Bend,
Ind., to restrain it from putting into
force a city ordinance passed on Oct.
24, naming certain streets preferential
traffic streets, was filed by the Elkhart
& South Bend Bus Company in Circuit
Court recently. The suit also asks that
thgdnew ordinance be declared null and
void.

The complaint holds that the ordi-
nance is discriminatory in that it pro-
vides that certain streets over which
electric railways operate shall be
preferential traffic streets and that
taxis, jitney 'buses and other (buses
operating within the limits of the city
may use the streets, but that the inter-
urban bus company is barred therefrom.

The suit also sets out that a license
fee of $500 is unreasonable.

No 5-Cent Fare for Lowell

Lowell, Mass. need not expect a b5-cent
fare, though Fall River now rides
twenty times for $1. This is the attitude
of Homer Loring, chairman of the trus-
tees of the Kastern Massachusetts
Street Railway, which was expressed in
a letter to Mayor Perry D. Thompson
of Lowell. The deficit of $82,329 for the
period from Jan. 1, 1920, to Nov. 1, 1920,
will not permit a fare reduction in
Lowell, but Fall River, with a surplus

of $62,865 for the same period, could-

stand it, Mr. Loring said.

Transportation

News Notes

Jitneys Charge Six Cents.—A 6-cent
fare on jitneys operating in Houston,
Tex., became effective on Nov. 21. This
was the first step in the plans of the
city to improve transportation faecili-
ties. A 5-cent fare is now charged by
the Houston Electric Company with
twenty tickets for $1. This change was
referred to in the ELECTRIC RAILWAY
JourNaL for Dec. 3.

Separate Bus and Trolley Routes.—
Except in minor instances, bus routes
will not duplicate trolley routes in De-
catur, Ill.,, according to the recent an-
nouncement of the City Council. Final
announcement of the streets on which
buses may operate will soon be made,
and thereafter the Commerce Commis-
sion will probably issue certificates of
convenience, it is said.

Wants Approval for Buses.—An ap-
plication has been filed with the Com-
mon Council of Syracuse, N. Y., by
C. R. Winslow for approval of seven
different auto lines. Mr. Winslow pro-
poses to establish bus lines at once from
Oswego to Syracuse, Watertown to
Syracuse, Rome to Syracuse, Ithaca to
Syracuse, Geneva to Syracuse, Norwich
to Syracuse and Cato to Syracuse.

Bus Travel Increases.—Buses in
Camden, N. J., carried 59,040 more
passengers in October than in Septem-
ber, according to figures obtained from
City Treasurer George A. Frey. Re-
ports showed jitneys carried 446,717
persons in September and 505,757 dur-
ing the month of October. Members of
the Camden County Bus Association
are elated over the increase in patron-
age on their buses.

Red Versus White.—The State Road
Commission of West Virginia, has taken
under consideration the application of
Toney Alloy and Walter Moore, of Beck-
ley, for a license to operate a line of
buses between Beckley and Thurmond
to be known as the Red Star line.
Their application was contested by
counsel for J. Queensberry and Walter
Holliday, who are operating a line of
buses between the same points under
the name of the White Star line.

Fourth Bus Line Started in Hartford.
—The Connecticut Company, New
Haven, Conn., beginning Sunday, Nov.
27, at Hartford started another bus
line, making the fourth such service to
serve the city., The new line is from
Barnard Park, the south central part
of the city, to the Connecticut Insti-

tute for the Blind. It is a two-hour
schedule most of the day, buses leav-
ing the institute at 6.30 a.m., 8.30 a.m.
and then every two hours until 6 p.m.

Lower Fares in Effect.—Reduction
of passenger fares amounting to 40
per cent effective after five o’clock in
the evenings was put into effect on the
line of the Indiana Railways & Light
Company, Kokomo, Ind., about Dec. 1.
Under this reduction fares will be
based on a rate of 1.8 cents per mile

-and will be good only on round trip

tickets. The purpose of putting this
reduction into effect is to stimulate
evening traffic and will benefit farmers
and many others.

Railway Complains of Bus Operation,
—The Southern Pennsylvania Traction
Company, Chester, Pa., has protested
before Public Service Commissioner
Benn against the granting of certificates
of convenience for the operation of
buses in the company’s territory. An of-
ficial of the company stated that there
were fifty-two jitneys operating in
Chester which took about $120 a day
from the railway. The matter will be
referred to the commission.

Buses Serve as Feeders.—The Twin
City Rapid Transit Company, Minne-
apolis, Minn., has decided to try out
motor bus transportation as feeders to
its railway system. The first bus be-
gan on Nov. 7 to serve suburban com-
munities, with one fare and transfer
service to electric lines. The company
also has promised to try out a new
type of motor bus running on paved
streets without rails on any street
which the Minneapolis City Council
may designate.

Steam Line Adopts Motor Bus.—A
new type of motor bus which runs on
rails, self propelled, has been tried out
by the Northern Pacific Railway on
its branch between St. Paul, Minn.,
and White Bear Lake, a distance of
about fifteen miles, with some twenty
officials of northwest railroads as pas-
sengers. The experiment was highly
successful and the White Bear road
was selected because of its steep, wind-
ing grades. The bus is designed for
branch lines and suburban traffic.

New Ticket Scheme in Effect.—Be-
ginning Dec. 3, the Tacoma Railway &
Power Company, Tacoma, Wash,,
placed on sale twelve car tickets for $1,
in place of the present rate of twenty-
five for $2. City Attorney Charles
Dennis is investigating to find out if
the State Public Works Department at
Olympia authorized the change with
slight boost in fares. The company an-
nounced the new ticket sale in a large
display “ad,” urging the public to “use
the street car and save money.”

Washington Bus Routes Granted.—
Two motor bus companies in Washing-
ton, D. C., have been granted permis-
sion to open new routes by the Public
Utilities Commission. The Washington
Rapid Transit Company, by the grant,
will operate from Union Station to
Sheridan Circle on Massachusetts Ave-
nue, and the Northern Virginia Motor
Transportation Company will run buses
from Fairfax, Va., to Twelfth and C
Streets, over the chain bridge and
through Georgetown. The latter can
carry only passengers who intend to
cross the District line. The Rapid
Transit Company’s route was changed
to compete less with the existing elec-
tric railways.



1054

ELECTRIC RAILWAY JOURNAL

Vol. 58, No. 24

Rerouting Deferred.—The Wlsconsm
Railroad Commission has issued an
order granting the Milwaukee Electric
Railway & Light Company an exten-
sion of time of ninety days to effect the
rerouting in the Milwaukee down-town
district of the Vliet and Third Street
lines. This rerouting was to have gone
into effect on Dec. 1, 1921. At the same
time the commission announced that
similar rerouting of the Walnut Street
line will be postponed un_tll the commis-
sion has had an opportunity to pass upon
the application of the Milwaukee Safety
Commission for a reconsideration of
the commission’s order in so far as it
affects the routing of the Walnut Street
line. The postponement in the case of
the Vliet and Third Street lines was
due to the inability of the company to
wet special work by Dec. 1. The original
order of the commission was reported in
the ELECTRIC RAILWAY JOURNAL of Oct.
22, page 7517.

Fare Reduction Offered in San An-
tonio.—Fares in San Antonio, Tex., will
be reduced from 8 cents to 6 cents under
proposals made to the City Commission
by the Public Service Company, which
owns and operates the railway lines.
The acceptance of the proposal by the
city brings a settlement to a con-
troversy that has been in progress be-
tween the city and the company over
fares for several years. The company
went into Federal court seeking relief
from what- it termed confiscatory fare
regulation, and won its case. The 8-
cent fare was the result. Since that
time the city has been seeking by
various means to force a reduction, and
litigation on the part of the city to bring
about the desired fare cut was in pros-
pect. The company’s proposal is con-
tingent on the city stopping the opera-
tion of jitney buses in all parts of the
city except to Camp Travis, which is
not served by the railway. It is ex-
pected the reduction will become ef-
fective early in 1922,

City Prevented from Running Buses.
—On the ground that it was to the best
interests of the city to have only one
transportation system, the Legislature
of British Columbia on Nov. 26 refused
permission to the city of Vancouver to
operate motor buses. It was asserted
by members that two transportation
systems would be a calamity. Other
members said that competition in city
transportation would lead to the chaotic
conditions there had been in Seattle.
The leader of the opposition, W. J.
Bowser, charged the members of the
government party with playing the
game of the British Columbia Electrie
Railway as this would give that com-
pany a perpetual monopoly, but At-
torney-General Farris replied that the
private bills committee lost interest in
the city’s petition when the rumor be-
came current that the city did not really
wish to enter into competition, but
merely to hold its power over the head
of the electric railway as a club. An-
other member asked the house to con-
sider the effect on the credit of the
province if the city were allowed to
step in over the head of the electric rail-
way. The city’s petition was prompted
by the railway refusing the demand of
the residents of West Broadway for a
railway line. The company has offered
a motor bus service in connection with
its railway system, provided the city
will pave the street, an expenditure the
city is not likely to incur at present.

Mr. Brendel Promoted on
Michigan United
Railways
Wallace W. Brendel has been ap-

pointed superintendent of the Northern
and Southern divisions of the Michigan

United Railways, Jackson, Mich. Mr.
Brendel assumed the position made va-
cant a short time ago by the resigna-
tion of Dean McLaughlin, who accepted
a position with Ohio Brass Company.

Mr. Brendel’s connection with the
Michigan United Railways began in
June, 1916, when he was appointed
train dispatcher on the Northwestern
division at Holland, Mich. He continued
in this capacity for a year and a half,
when he was made chief train dis-
patcher of the Southern Division at
Battle Creek, Mich. It was from this
latter position that he was promoted
about a month ago to superintendent
of the Northern and Southern divisions,
which are composed of the interurban
lines operating between Jackson, Battle
Creek and Kalamazoo, and Jackson,
Lansing and Owosso.

Before his connection with the Michi-
gan United Railways in 1916 he was
for several years in the service of the
Union Traction Company of Indiana as
train dispatcher. Mr. Brendel entered
the service of that company in 1905
as a motorman.

Frank Adair a Division
Superintendent

Frank Adair, Lebanon, Ind., has been
appointed superintendent of the Ben-
Hur division of the Terre Haute, In-
dianapolis & Eastern Traction Com-
pany, Indianapolis, Ind., succeeding H.
H. Arnold, who held the position for
four years, recently resigning to accept
another position. The appointment be-
came effective Nov. 30. Mr. Adair has
appointed Fay Caldwell of Lebanon as
chief train dispatcher on the division.
Mr. Adair will retain his residence
there, but Mr. Caldwell has removed to
Indianapolis.

Mr. Adair’s appointment is a de-
served promotion. He has been con-
nected with the Northwestern division
since its organization. Previous to that
he was an operator with the Western
Union Telegraph Company. He held
the position of chief train dispatcher
for several years, until he resigned to
take charge of the live stock traffic
department, which he will continue to
manage, with E. G. Crane and R. R.
Rogers as assistants.

C. Coxon has been promoted from
meter superintendent of the Albany
Southern Railroad to the position of
chief engineer.

J. B. Webber, former treasurer of the
Kankakee & Urbana Traction Company,
Urbana, Ill, has been made secretary
of the company, while his position as
treasurer is now filled by U. G. Fowler.

E. F. Herrick, mechanical engineer,
and Frank Miller, master mechanie, are
no longer connected with the Chatauqua
Traction Company, Jamestown, N. Y.
J. Alson has been appointed chief en-
gineer and C. F. Cole has been ap-
pointed electrical engineer

E. W. Alexander, general manager
of the Charleston & Dunbar Traction
Company, Charleston, W. Va., has
offered his resignation, effective Dec.
10. He will assume the position of
general manager of the Tygart’s Valley
Traction Company, Grafton, W. Va.

William M. Crowe has been elected
secretary of the Springfield Railway
Companies, Springfield, Mass., follow-
ing the resignation of F. P. MclIntyre.
This company controls the Springfield
Street Railway, and is in turn controlled
by the New England Investment and
Security Company.

Charles K. Bowen, assistant engineer
of the Pacific Electric Railway, Los
Angeles, Cal., has been appointed
special engineer of the Southern Pacific
Railroad of Mexico. He will be asso-
ciated with H. B. Titeomb, vice-presi-
dent of the Pacific Electric Railway
until he was recently made president
of the Southern Pacific of Mexico. Mr.

Bowen took up his duties with the chief
engineer of the latter road on Deec. 5.

Henry J. Davies Dead

Eminent Authority on Accounting Was
Prominent in Solution of Cleve-
land’s Traction Problem

Henry J. Davies, for thirty years
connected with the electric railway
transportation system in Cleveland, died
Sunday afternoon, Dec. 4, in St. John’s
Hospital, where he had been confined
for two weeks.

Mr. Davies’ death will shock electric
railway executives throughout the
country as there are few men in the
industry who did not have his acquaint-
anceship, due to his lengthy service with
the American Electric Railway Associa-
tion. Mr. Davies was one of the found-
ers of the American Electric Railway
Accountants’ Association and served in
the year 1902-03 as president of that
body. A tireless and conscientious
worker, Mr. Davies’ name was always
to be found on one of the important
committees of the A. E. R. A, He was
probably the most eminent authority
on the subject of insurance risks in the
railway industry.

In Cleveland he was, throughout his
railway career, a dominant figure in as-
sisting to supply this city with electric
railway transportation. Much of the
Tayler grant that ended ten years of
street car warfare in Cleveland and
which was the first service-at-cost fran-
chise in the country was the work of
his genius. He was the author of a
monograph of the accounting features
in this grant.

Mr., Davies was sixty-two years old
at the time of his death. Born near
Toronto, Canada, on July 26, 1859, he
became a resident of Cleveland four
years later when his family moved to
that city. After being educated in the
common schools of Cleveland he be-
came a shorthand reporter and for a
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number of years was an expert court
reporter.

In 1889 Mr. Davies entered the elec-
tric railway business when he became
private secretary to the late Tom L.
Johnson, who was subsequently to be
elected Mayor of Cleveland and to wage
a bitter fight for a 3-cent fare in Cleve-
land. In January, 1890, Mr. Davies was
elected secretary of the old Brooklyn &
South Side Railway, Cleveland, Ohio.
Two years later he was one of the hard-
est workers in arranging for the
eleventh annual convention of the Amer-
ican Electric Railway Association, which
was held in Cleveland that year.

The Brooklyn & South Side Street
Railway was the first Cleveland rail-
way to electrify and Mr. Davies took a
leading part in promoting this electri-
fication. In 1893, when the Broadway
& Newburgh line, then operated by the
late Horace Andrews and John J. Stan-
ley; the East Cleveland Railway, owned
by Dr. A. Everett and the Brooklyn
line were merged into the Cleveland
Electric Railway. Mr. Davies became
secretary of the new company.

Between 1899 and 1901 Mr. Davies

HENRY J. DAVIES

was not engaged in the electric railway
business, which was during the perlod
when the Stanley and Andrews inter-
ests were out of the active operation of
Cleveland lines. In 1901 he returned as
secretary of the Cleveland Railway. As
such he prepared much of the com-
pany’s case in the negotiations that led
up to the final settlement of the electric
railway fight in Cleveland.

Mr. Davies was a contributor of a
number of articles to the ELECTRIC
RAILWAY JOURNAL on accounting and
financial subjects.

E. F. Schaaf, superintendent of trans-
portation Northwestern Elevated Rail-
road, Chicago, died of double pneu-
monia Nov. 13. He had been with the
elevated railroads for nearly thirty
years, entering the service first in 1895
on the Oak Park Elevated Railroad
when the motive power was being
changed from steam to electricity. He
was transferred to the Northwestern
“L” in the spring of 1900, about two
months before this road was placed in
operation. He was shop foreman and
in charge of the mechanical work until
1903, when he was made inspector of
motive power. In 1906 he was given
the additional duties of roadmaster and
in 1909 became trainmaster as well.
He was made superintendent of trans-
portation upon the installation of uni-
fied operation of the various elevated
companies in 1913.

Manufactures and the Markets

DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE
MANUFACTURER, SALESMAN AND PURCHASING AGENT

ROLLING STOCK PURCHASES

BUSINESS ANNOUNCEMENTS

Resistor Deliveries Back to
Normal Basis

Current buying of resistance grids
on the part of electric traction com-
panies is quite different from what it
was at about this time last year. Manu-
facturers now have a fair supply on
hand and deliveries are no longer a
question of innumerable delays in the
receiving of raw material by the manu-
facturers and of numerous interrup-
tions in the various stages of produc-
tion. The output of the different manu-
facturers is on a more normal basis
since they no longer must contend with
the difficulty in obtaining grey iron for
castings. Am analysis of individual
orders placed by electric railways will
reveal, it is stated, that traction com-
panies, as has been their custom in
the last few years, are placing orders
which follow requirements very closely.
In spite of small and numerous orders
the aggregate demand is quite large.

Railway stocks of reserve grids are
said to be low and even with cold
weather at hand when the breakage and
burnouts of resistors is very large, rail-
way purchasing agents feel that the
improved raw material, manufacturing
and transportation conditions make it
unnecessary to take the precautions
required last year to prevent a pos-
sible shortage. It is quite probable that
the actual requirements this winter will
not be different from those of last year
though apparently the more evenly dis-
tributed buying this year give the ap-
pearance of slack buying.

Prices, it is pointed out, are from 10
to 15 per cent lower than they were a
year ago. This reduction of course fol-
lows from declines in raw material,
labor, ete., all along the line. A portion
of this reduction, some claim, can be
attributed to a reduction in breakage
losses in the process of manufacture.
This breakage has always constituted an
excessive overhead and is one toward
the reduction of which efforts have been
continuously directed.

Spanish Electrification Contract
for General Electric

A contract for the electrification of
40 miles of the Spanish Northern Rail-
way is announced by the Sociedad
Iberica de Constructiones Electricas,
Madrid, Spain., one of the associated
companies of the International General
Electric Company, Inc., New York.
This initial order constitutes the most
recent and one of the largest European
railway electrification projects now
under development.

The Spanish Northern electrification
will employ the high-voltage direct-
current system, which has been adopted
in Europe as standard for the rail-
ways also of Great Britain, France and
Holland.

The equipment to be supplied by the
Sociedad TIberica de Constructiones
Electr'lcas will consist of six 78-ton
(metric), six-motor locomotives, two
complete substations, each comprising
two, 1,500-kw., three-unit motor-gen-
erator sets, transformers and switch-

gear and the material necessary for
line construction.

The first electrification project of
the Spanish Northern comprises about
40 miles of the Leon-Gijon line, run-
ning through the mountains between
Ujo and Busdongo. Although this is
a single-track line, traffic is extremely
heavy, as it is a link between the min-
ing district and the northern seaboard
through a mountainous region with
many tunnels, considerable grades and
severe climatie conditions.

The electric locomotives on order

will be for freight service. They are
of the following dimensions:
Length over bumpers...... 46 ft.
HelZht o sm oo s s o s 13 ft. 11 in.
Width of cab «:usssssesss 9 ft. 8 in.
Rigid wheelbase ......... 11 ft. 6 in.
Maximum wheelbase ...... 35 ft

The locomotives, arranged for regen-
erative braking, will operate at 3,000
volts. The locomotive speed at con-
tinuous rating is 35 km. per hour.
Pantograph collectors, having a double
contact shoe, which is a type similar
to those on the Chicago, Milwaukee &
St. dPaul Railroad locomotives, will be
used.

Country Rapidly Making
Economic Progress

While the United States just at this
time is experiencing a seasonal slump,
the country is making economic progress
and is much better off than at this time
a year ago. Business is improving
gradually and is being built on a sound
basis. Europe is better off than at any
time since the armistice, with one broad
reservation—fiscal finance in most coun-
tries is going backward. The railroads
are operating actively. There is a rea-
sonable sufficiency of food and fuel.
Agriculture and manufacturing are back
to nmormal. The political and social
status are much more stable. These are
the opinions of an authority in a posi-
tion to be particularly well advised on
these subjects. Further views from the
same source follow:

The degree to which Europe’s eco-
nomic rehabilitation can go depends
greatly on the reductions that can be
made in the expenses of land arm-
aments. Governmental deficiencies in
Europe -represent almost exactly the
same sum as do the costs of land arma-
ments.

Despite the fact that Germans seem
to have made a greater profit out of the
world, in the sale of the ordinary ex-
ports, in the disposition of marks to
speculators abroad and by sending much
removable property out of the country,
and despite the fact that they do not
have to support an army, it is apparent
that the reparations payments cannot
be met. The situation in Germany is
trending more and more toward a finan-
cial débacle. It is very evident that
world currencies will have to be
stabilized at about present levels. Infla-
tion must stop. Taxes must meet
expenditures.

The United States is now suffering as
much from German competition as it
can. Germany some time ago reached
its maximum strength as a business
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competitor. It is now having difficulty
in holding its trade. One of the worst
effects of the war on Germany was the
destruction of its skill. Now that its
plants are running at full capacity there
is a great shortage of skilled labor, and
as a result there is very general failure
of quality in German goods.

France has attained a strong eco-
nomic position. During the war there
was a large manufacturing develop-
ment in the south to replace that of
enemy held territory in the north. Since
the armistice, the mills in the north
have been rehabilitated. To these have
been added the industries of Alsace-
Lorraine. France does not feel the
effects of the international storm as
do England and the United States,
where larger percentages of the popu-
lace are dependent upon manufacturing
and foreign trade. .

The reduction of naval armament will
go through. The announcement of the
Hughes proposal caused all exchange to
go up. An enormous movement of
goods would have been necessary to
create that effect upon it. It was
caused by the increased confidence which
it engendered. The economic results
which will follow such an agreement are
immeasurable. It makes war between
the United States and Japan an impossi-
bility and removes that cloud which has
‘hung over business so long. While there
is serious doubt if much progress can
be made in the reduction of land arma-
ments at this time, there is every reason
to believe that the danger of another
war in this generation has been re-
moved.

Consumers Have Forty-three
Days Coal Supply

An inventory of coal stocks as of
Nov. 1, taken jointly by the Depart-
ment of Commerce and the Geological
Survey, shows that there was at that
date a total of about 47,400,000 tons
of coal in the hands of consumers, or
approximately forty-three days supply.
This compares with stocks as high as
63,000,000 tons in the past. The esti-
mated average number of days’ sup-
plies in various consumers hands are
as follows:

BATIINANS vy v o555 s s mes v o = w08 days
Steel plants and coke industry. . days
Other industries ............. days
GAS WOTKS <sasmscissovans@ins days
Blectric public utility .........=E days
Coal «dealers: .....ccwomeemonss 47 days

It must be borne in mind that these
are averages and that many individual
industries and dealers are far below
the average.

Electric Railway for Norway

The Norwegian Storthing has granted
a concession to “A/S Akersbanerne,”
according to the Electrical Times, for
the construction of an electric railway
from the center of Christiania to
Ostensjo, a distance of about 8 km.
Work on this line will probably com-
mence simultaneously with the con-
struction of the Majorsteun-Sogn-
svandet railway, a concession for which
was granted recently.

Engineering Advertisers’ Asso-
ciation Publishes Monthly
Bulletin

The Engineering Advertisers’ Asso-
ciation of Chicago is now publishing a
monthly bulletin in the interest of its

members. The bulletin gives a digest
of the speeches made at the various

‘verts,

meetings and also includes other in-
formation and facts regarding the
movement of goods from industry to
industry, personal notes, ete. At the
present time there is a limited number
of extra copies of the “bulletin” which
will be sent upon request to the adver-
tising concerns selling technical or
engineering products.

T

Rolling Stock

Rockford City Traction Company, Rock-
ford, Ill., has placed an order with the
White Company, Cleveland, Ohio, for six
motor truck chassis to be equipped with

bus bodies. Delivery is to be made on
Jan. 15, 1922, The cost will be about
$42,000. They are to be operated as feed-

ers to the street railway lines.

Track and Roadway

Los Angeles (Cal.) Railway was recently
ordered by the City Council to build tracks
from First and Olive Streets to First and
Hill Streets.

Pacific Electric Railway, Los Angeles,
Cal.,, has received permission from the
State Railroad Commission to construct a
spur track at grade across Palm Avenue,
in Orange, Orange County.

Public Service Railway, Newark, N. J.,
will be asked by the Camden City Council
to relocate its tracks and poles from the
Cooper River to River Avenue, Camden,
The poles are now in the street and will
be placed along the sidewalk.

American Public Service Company, Abi-
lene, Tex. has expended $110,000 in re-
habilitating its lines. The improvements
include new trolley poles, new roadbed and
rails. The company has pledged an exten-
sion of about half a mile to McMurray
College, now being constructed.

Scioto Valley Traction Company, Colum-
bus, Ohio., will buy 15,000 new ties and
have them delivered at intervals during the
winter months. This property is also look-
ing after the condition of its bridges, cul-
rails, stations and overhead equip-
ment and is preparing to repaint four
hridges the coming spring.

Cliicago (X1L) Surface Lines will order
promptly for the four-track special work
quadrants necessary to place in effect the
loop district rerouting plan recommended
by John A. Beeler and approved by the
1llinois Commerce Commission in connec-
tion with its recent 5-cent fare order. This
rerouting plan was described in ELECTRIC
RAILWAY JoURNAL for Nov. 26, page 938.

Power Houses, Shops
and Buildings

Gulfport & Mississippi Coast Traction
Company, Gulfport, Miss,, will soon re-
instate a turbine which has been at the
manufacturers for repairs. Since the en-
gine was disabled some time ago, the one
remaining engine has carried a heavy over-
load to supply power for the entire coast.

Corpus Christi Railway & Light Com-
pany’s {Corpus Cliristi, Tex.), power
houses and all electrical equipment were
destroyed by fire that caused damage
amounting to $75,000. The plant will be
rebuilt at once, but the owners say it may
be three weeks or longer before current is
available for the resumption of car service.

Los Angeles Railway, Los Angeles, Cal,,
has completed the first substation of a
$450,000 series. The station is located at
Vernon Avenue and Pacific Boulevard and
houses a 1,000 kw. converter. The struc-
ture is 42 x 52 feet and cost $58,000. New
feeder cables will be installed and officials
of the companyv plan to have the station
serving power before the Christmas rush.

Cincinnati (Ohio) Traction Company,
which contracted for electric current from
the Union Gas & Electric Company for the
operation of a majority of its cars, is now
receiving power at its Price Hill, Cummins-
ville and Hunt Street substations. The
substations at Hartwell, Norwood and
Walnut Streets are being put into shape
and_ will be ready for use within a few

weeks. The traction company is planning

to abandon all its power houses with the
exception of the Pendleton plant, which is
modern and well equipped.

Trade Notes

Railway Service Corporation, Indian-
apolis, Ind., has changed its name to the
Railway Service & Supply Corporation.

Blaw-Knox Company will move its New
York office from the City Investing Build-
ing to the Carbide & Carbon_ Building, 30
East Forty-second Street, on Dec. 15,

Okonite Company, Passaie, N. J., has
opened a branch office in Atlanta, Ga,
Room 1513 Candler Building. E. A. Thorn-
well has been appointed Southeastern
sales representative, and John L. Phillips
manager. Their territory will be North
and South Carolina, Georgia, Tennessee,
Alabama, Florida and the city of New
Orleans, La.

Fred H. Ogden severed his connection on
Dec. 1 as sales manager of the Interna-
tional Steel Tie Company, Cleveland, Ohio.
On that date Mr. Ogden became general
sales manager of the Wyrick Register Cor-
poration, Detroit, Mich. This concern will
begin marketing on Jan. 1 a self-printing
autographic register, which will turn out
printed forms in either duplicate or tripli-
cate. Mr. Ogden has had nineteen years’
experience in electric railway engineering
work and in the sale of electric railway
supplies.

Habirshaw  Electric Cable Company,
Inc.,, Yonkers, N. Y. and two affiliated
companies the Electric Cable Company and
the Bare Wire Company, were placed in
the hands of receivers on Nov. The
debts of the companies aggregate about
$5.000,000, and the assets, it was stated,
are in excess of §$7,000,000. It was ex-
plained that the reason for the receivership
was a lack of liquid assets to meet matur-
ing obligations. John B. Johnston and
John S. Morley were the receivers for the
three concerns, named by Judge Knox of
the federal court.

Westinghouse Electric & Manufacturing
Company has made its Salt Lake City
service department a branch of the Den-
ver office under the direction of A. F. Mac-
Callum, district service manager, Denver.
M. R. Davis, formerly district service
manager at Salt Lake City, will remain
there and devote his time to sales service
work and to securing repair business for
both shops. There have been changes also
in the Seattle office, according to the an-
nouncement of the company, B. B. Burketi
having been appointed district service
manager to succeed N. P. Wilson. Mr.
Wilson has been transferred to sales serv-
ice activities in the Seattle territory.

Hardinge Company, 120 Broadway, New
York, which recently acquired the pulver-
ized fuel department of the Quigley Fur-
nace Specialties Company, has made the
following announcement in regard to the
new organization: H. A. Kimber, for-
merly of the Quigley Furnace Specialties
Company, is now in charge of the sales of
the Quigley pulverized fuel department of
the Hardinge Company. L. W. Marso,
who is in charge of the branch office lo-
cated at 427 Oliver Building, Pittsburgh,
Pa., has now become associated with the
company and will continue in the Pitts-
burgh office under the name of the Har-
dinge Company. O. M. Rau, formerly con-
sulting engineer to the Philadelphia (Pa.)
Rapid Transit Company, has now become
associated with the company and will
specialize in the handling of pulverized
fuel systems as applied to boilers. W. O.
Renkin has become associated with the
company in the capacity of managing en-
gineer of the fuel department.

New Advertising Literature

National Tube Company, Pittsburgh, Pa.,
is now ready to issue the ‘“National” Bulle-
tin No. 8C which deals with a protective
coating for pipe that is intended to be used
in underground service or in other loca-
tions where it is subject to excessive cor-
rogion.

Westinghouse Lamp Company, 165
Broadway, New York, has issued bulletin
E-101 with the title, “Illumination Values
and Their Measurements.” It contains
tables of present standards of desirable
illumination for various purposes, illustra-
tions of instruments for measuring the in-
tensity of the illumination, ete.





