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To the Honorahle Senate and House of Representatives in General Court

assembled.

We respectfully submit the third annual report of the Public

Service Commission :
— ^





COMMISSIONEES' EEPOET.

During the year the personnel of the Commission has under-

gone material change. George W. Anderson resigned on Octo-

ber 31, 1914, and was succeeded, on January 25, 1915, by

Joseph B. Eastman. On May 18, 1915, Clinton White, who

had been a member of the Commission since its inception and

a member of its predecessor, the Board of Railroad Commis-

sioners, from 1902, retired under the provisions of section 3

of chapter 532 of the Acts of 1911, having reached the age of

retirement. On November 16, 1915, he was succeeded by

Charles A. Russell.

The plan of organization under which the work of the Com-

mission is carried on has not, in general, been changed. Al-

though this plan has been indicated in previous reports, it will

bear restatement, as the various departments have important

functions and it is desirable that the people of the Common-

wealth should clearly understand what work they are equipped

to undertake and how their services may be utilized.

The Inspection Department is in charge of George W. Bishop.

Besides Mr. Bishop, there are nine inspectors and four assistant

inspectors. The duties of the department are inspection
. , , -n • •! • 1 1 ' * Depaxtment.

varied and numerous, rrimariiy, its business is

to keep informed as to the physical condition of the railroads

and railways and to take such steps as are necessary to enforce

the specific requirements of the statutes relative thereto and

to protect the public safety in general. An allied duty is the

investigation of all fatal and serious accidents and of all acci-

dents caused by defective track or equipment or involving

collisions of trains or cars, whether serious or not. Since the

proper inspection of railroad bridges requires special technical

knowledge, this work falls within the province of the Engineer-

ing Department and has for many years been delegated to an

engineer specially employed for the purpose. More recently

his duties have been extended to cover street railway bridges

and the signal systems on both steam and electric roads, and
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a second engineer has been employed to assist him. The

present bridge and signal engineer is Prof. Lewis E. Moore,

formerly of the Massachusetts Institute of Technology.

The inspectors are all men who have had extensive practical

experience in railroad or railway operation, for the most part

in responsible positions. Some of them are also trained civil

engineers. Of the number, four inspectors and two assistants

are assigned solely to steam railroad work; three inspectors

and one assistant, solely to street railway work; and two inspec-

tors and one assistant, to both railroad and railway work. Of

those who have railroad work alone, one inspector and one

assistant are assigned to locomotives and one inspector and one

assistant to passenger and freight cars.

The work of the department, however, is not confined to

routine inspection work and accident investigations. Informal

complaints as to service or accommodations are investigated

and adjusted, often without the necessity of action by the

Commission. In the more important and formal cases, the

inspectors are frequently used in making special traffic studies

and investigations, and they assist, also, in valuation work.

Many of them are competent to pass upon unit prices and

costs of carrier property.

The work of the Engineering Department, other than the

supervision of bridges and signals, which has already been

Engineering referred to, is in charge of Henry W. Hayes. He
epaxtmen

. ^^^ ^^^ assistant engineer, appointed during the

current year. This department has important duties in capi-

talization cases. Whenever a company seeks approval of an

issue of stock or bonds to cover the cost of work done or to be

done, it submits a schedule of the work in great detail and

this is thoroughly investigated by the Accounting and Engi-

neering departments. Accounts, vouchers and contracts are

examined; the property in question is inspected; the amount

of actual additions or betterments, as distinguished from re-

placements, is determined; and reasonable costs are ascer-

tained. Prolonged and laborious investigation is often neces-

sary. Besides this, the Engineering Department, aided by

inspectors, is frequently used in making inventories, appraisals

and valuations. It also examines and passes upon engineering
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plans submitted by the companies, and at times prepares plans

of its own, having to do with the rapid transit system in Boston,

with the abolition of grade crossings, and with other similar

railroad or railway work.

The Rate and Tariff Department is in charge of C. Peter

Clark. It is the repository of the numerous printed schedules

of rates and charges which the carriers are required Rate and°
. .

^
Tariff

by law to file with the Commission. Many thou- Department,

sands of such schedules are now in its files. It is the duty of

this department to examine and docket these schedules, or

tariffs, to make sure that they are in proper form, and to

notify the Commission and the public when any important

changes in rates are proposed. At the time when the depart-

ment was established, many of the companies under the super-

vision of the Commission were not in the habit of preparing

such schedules and educational work was necessary to bring

order out of chaos and reduce their rates and charges to defi-

nite and classified form. This work has not yet been completed,

but notable progress has been made. The department is at

the service of shippers and others who desire information in

regard to tariffs, and many informal complaints as to rates are

investigated and adjusted by Mr. Clark without formal action

by the Commission. The department is also used in securing

data and statistics desired in the consideration of the more

important rate cases.

The Accounting Department is in charge of Justin W. Lester,

and under him are two assistant accountants. The work of

this department in capitalization cases has already Accounting

been described. This is but a part of its work.
®p^^™®'^*-

An important duty is to secure annual returns in proper form

from all the companies under the Commission's supervision

and see to it that the companies keep their books and accounts

in the manner prescribed. Recent investigations have shown

that the accounting methods have, in a number of cases, been

careless and inadequate and that there is much to be done to

correct such conditions. The department also prepares the

statistics which are published in the annual report and many
additional statistics which are required from time to time by
the Commission, in connection with pending matters. Ere-
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quently, in rate cases and similar proceedings, it is called upon

to make special examinations of books and accounts. It is

gradually accumulating a mass of data in regard to company

equipment, contracts, construction work, and costs in general,

which promises to be of great value in future work.

The Telephone and Telegraph Department is in charge of

William H. O'Brien. Under him are two assistants, both of

Telephone whom have had extensive practical experience in

Telegraph tclcphouy. The investigation of all telephone and
Department,

-j-giggraph matters is primarily in the hands of this

department. In this field it combines many of the functions

exercised by the Inspection, Engineering, and Rate and Tariff

departments in the case of transportation companies. It is

the repository of the telephone and telegraph rate schedules;

it collects and prepares data and statistics; it conducts special

investigations of facilities and service, either upon its own

initiative or upon complaint or by direction of the Commission.

In particular, it investigates and adjusts many minor com-

plaints and is prepared even to receive and act, without loss

of time, upon complaints brought to its attention by telephone

message.

The secretaries of the Commission have charge of the records,

correspondence, accounts, publications and much of the routine

work. One of them also has charge of the library, which

already contains a collection of the reports of other commis-

sions throughout the country and of special works dealing with

transportation and allied questions. It is the purpose of the

Commission to develop this library further on specialized lines.

It is always open for public use.

Unlike the Interstate Commerce Commission and the com-

missions of several other states, the Commission has no Legal

Department. The strictly legal questions which arise in the

course of its work are numerous and difficult and have to do

with a field of the law in which few attorneys, outside the

employ of the utility companies, have specialized knowledge.

A Legal Department would simplify and accelerate the dis-

position of the questions of law with which the Commission

has to deal, and would enable it, in important cases, more

nearly to separate the functions of judge and public attorney,
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which it now combines, and to delegate much of the probing

work of inquiry and investigation to counsel. Although the

statutes give the Commission the right to call upon the Attor-

ney-General for advice, his department has a great variety and

increasing number of onerous duties in connection with all

branches of the State's work. The employment of regular

counsel is authorized and contemplated by the Public Service

Commission Act. While, in the interest of economy of admin-

istration, no present recommendation is made, the Commission

hopes that financial provision for such a department may be

found practicable in the near future.

In the appendix are given the names of departmental em-

ployees and their respective qualifications for the positions

which they occupy. The division of territory among the

inspectors is also indicated. It is the intention of the Com-

mission to make these departments readily available for public

service without red tape or formalities. A complaint by letter

or by word of mouth is sufficient to set in motion the machinery

of investigation. Often the complaint of a single individual is

but the outcropping of a general grievance and is of as much

significance as if it were openly expressed by many. ' Provision

has recently been made for the more efficient handling of such

informal complaints. Under the present arrangement, com-

plainants have the benefit of an independent investigation by

the appropriate department, where the facts require investiga-

tion, as well as of the answer of the company and are given

clearly to understand that they have the right to bring the

matter to the attention of the Commission itself by formal

petition if no satisfactory adjustment can be reached through

the departments.

In rendering opinions and decision upon important matters

during the year, the Commission has endeavored to follow the

principle that the public is entitled to know all the facts relied

upon and how conclusions are reached. In the absence of such

knowledge, no intelligent judgment can be formed as to whether

the action of the Commission in any particular case is right or

wrong; and helpful, constructive criticism of its decisions be-

comes impossible. Such criticism is essential to improvement

and progress.
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Railroads.

During the year the Commission allowed the Boston and

Albany, Boston and Maine and New York, New Haven and

Kate Hartford railroads to revise their one-way passen-

ger fares and their rates for certain commutation

and trip tickets. The opinion in the case is printed in full in

the appendix. The one-way fares are now based upon a rate

of two cents a mile in the Boston suburban district and two

and one-half cents a mile elsewhere, corresponding to the

mileage ticket rate of two and one-quarter cents a mile. This

revision of the one-way and commutation fares resulted on the

Boston and Albany and New York, New Haven and Hartford

railroads in an average increase of about one-quarter of a cent

a mile in the one-way rates, with no substantial change in the

commutation rates, and on the Boston and Maine railroad in

an average increase of about one-half of a cent a mile in trip

ticket rates with no substantial change, except in the way of

equalization, in the one-way rates.

This was the last of a series of increases of freight and

passenger rates which were inaugurated in 1913 at the time

when Commissioner Prouty of the Interstate Commerce Com-

mission, the Public Service Commissioners of Massachusetts,

New Hampshire and Vermont, and the Railroad Commissioners

of Maine met in joint conference to consider "the proposition

of the Boston and Maine Railroad to increase its rates of

transportation." Since that time the three railroads above

mentioned have increased their local class freight rates and

commodity tariffs, their joint interstate freight rates with other

carriers, and their passenger rates, both interstate and intra-

state. The result is partially shown in the increase in the

average rate per passenger mile from 1.72 cents in 1914 to

1.81 cents in 1915 and in the increase in the average freight

rate per ton per mile from 1.16 cents in 1914 to 1.18 cents in

1915. It is not wholly shown, however, for many of the in-

creases were not in effect throughout the year. In the process

of increasing the rates, far greater uniformity has been secured

than theretofore prevailed and many local inequalities and

discriminations have been eliniinated.
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Along with the increase in rates, passenger service has been

substantially curtailed, more particularly upon the New York,

New Haven and. Hartford and Boston and Maine service

railroads, a curtailment made necessary by the

financial difficulties of the companies. In view of the fact that

these difficulties were in no small measure due, not to causes

beyond control, but to past mismanagement, the forbearance

and patience of the travelling and shipping public in the face

of the higher rates and the lessened service has been note-

worthy. In the past few months railroad earnings have taken

a turn for the better and it may be hoped that the time is not

too far distant when the financial conditions of the companies

will permit a more liberal treatment of both the owners and

the users of their properties.

Chapter 158 of the Resolves of 1914 provided for an inves-

tigation and report by the Commission "on the relations of

railroad companies to the statute laws of this changes in
the General

commonwealth and of other states." The report Laws,

made in response to this Resolve is printed in full in the ap-

pendix. It resulted in the enactment by the General Court of

three acts applying to all railroads in the Commonwealth, and

of one act applying to the New York, New Haven and Hart-

ford Railroad Company alone. Chapter 298 of the General Acts

of 1915 related to the "issue of fractional shares by railroad

corporations." Chapter 299 authorized the issue of preferred

stock by railroad corporations under suitable conditions and

restrictions. Chapter 303 amended the law relative to the

issue of stock, bonds, notes or other evidences of indebtedness

by railroad corporations. It made clearer the provision defining

the indebtedness which must be secured by any mortgage

executed by a railroad company, and it also placed further

limitations upon the right of such companies to issue bonds

and like securities in excess of the amount of paid-in capital

stock. Somewhat similar acts were passed in Connecticut and

Rhode Island, the legislation in all three states resulting in

more nearly consistent statutory provisions relative to the issue

of stock and bonds and the execution of mortgages. The

Connecticut and Rhode Island acts appear in another part of

this report.
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Chapter 383 was a special act dealing with the New York,

New Haven and Hartford Railroad Company. It validated

New York, the portion of its stock issued under Connecticut
New Haven
and Hartford, laws, and without Massachusetts authority, sub-

sequent to the so-called "Validation Act" of 1910 (St. 1910,

c. 652), and also authorized the funding or refunding of the

company's indebtedness. This action was safeguarded so that

the right of the Commonwealth to regulate rates and charges

should in no way be prejudiced nor the legal status of the

company's investments under our laws in any way be affected.

The chief purpose of the legislation was, in brief, to make it

possible for the company to fund its floating debt at lower

interest rates without placing behind its securities anything

resembling, even remotely, a guarantee by the Commonwealth.

The 228,991 shares of its own stock held by the company in

its treasury were not validated, but were cancelled at the

recommendation of the Commission.

Full authority was given to the Commission in the act, which

was formally accepted by the company, to examine the prop-

erty, books and records and secure full information in regard

to the condition, management and operation of every subsidiary

corporation controlled by this railroad, and even to prescribe

systems of accounting for such corporations, in the cases where

no system has already been prescribed by other public author-

ities. Inasmuch as the great majority of these subsidiaries are

not Massachusetts corporations and own no property in this

Commonwealth, the extent and importance of this power may

readily be appreciated. The act further provided that the

company should be subject to the same supervision in the

expenditure of funds obtained from the sale of any stocks or

securities of other companies which it holds or in which it has

a beneficial interest, as it is subject to in the case of funds

obtained from the issue of its own stock or bonds.

In the Commission's report it was suggested that legislation

by Connecticut, curtailing the extremely broad powers there-

tofore granted in that State to the New Haven Company,

ought reasonably to precede a special act in Massachusetts of

the character above described. It is gratifying to report that

such legislation was enacted in Connecticut. It is an indication
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of the possibilities of friendly co-operation between neighboring

states. The Commission also recognized, in its report, that

much still remains to be done to bring this great railroad

system, suffering from its career of reckless expansion and

corporate manipulation, into proper harmony with the laws of

this Commonwealth and to assure conformity with the policy

of those laws and a sound and effective system of public

regulation for the future. At its suggestion, therefore, the

General Court authorized and directed the Commission, by

section 8 of the aforesaid chapter 383, "to make such investi-

gation as in its judgment the public necessity requires of the

capital expenditures and investments of the New York, New
Haven and Hartford Railroad Company and its existing con-

tingent liabilities and the validity thereof under the laws of

this commonwealth and under the laws of any other state under

which said company is organized, and to report its findings,

together with any recommendations as to legislation or other

action by or in behalf of the commonwealth, to the General

Court not later than the first day of February, 1916." The

Commission has been carrying on this investigation since the

passage of the Act, and will, within the near future, m ike a

special report to the General Court as directed.

The affairs of the Boston and Maine Railroad were also the

subject of prolonged consideration during the year, ^o^^on and

In its first annual report the Commission said (pp.
^^^"®-

112-114): —
Assuming that the Boston and Maine Railroad system is to be sep-

arated from the New Haven, the Boston and Maine system itself requires

a radical reorganization. It is organically unsound in the disproportion

of its fixed charges to its normal income. At par values the equity of

the stockholders of the Boston and Maine Raihoad hardly exceeded

20% of the capitalization of the entire system. Many, if not all, of the

leased hnes should have been consolidated with the parent company.

The present unfortunate condition of the stockholders of the Boston

and Maine Railroad shows the intrinsic unsoundness of permitting one

corporation to guarantee dividends upon the stocks of some twenty other

corporations, many of which are inferior in value and earning capacity

to the leasing company itself.

It is true that the organization of the Boston and Maine system through

leases of connecting lines was done under full legislative sanction, and it

is probably true also that the organization of the system could not have
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be; and its terminal and junction facilities are in many cases

antiquated, inadequate and inefficient. This is particularly

true of the passenger and freight terminals in metropolitan

Boston. If New England is to prosper as it ought to prosper,

this railroad system must be transformed into a modern and

efficient agency of transportation. There seems little prospect

that this transformation will be effected without some such

financial reorganization as the Federal trustees have been trying

to bring about. No railroad is soundly organized unless it is

prepared, not only for periods of prosperity, but for times of

stress. The present financial structure of the Boston and Maine

Railroad, with its leased lines and its disproportionate load of

fixed charges, has shown its weakness in the face of adversity.

The question of milk transportation has been a bone of

contention in the Commonwealth for many years. At the

Milk Trans- present time there are two distinct systems of trans-
portation,

portation, one for intrastate shipments and the other

for interstate shipments. This is due to the so-called " Saunders

Act" (St. 1910, c. 633). Section 202 of Part II of chapter 463

of the Acts of 1906, as amended by this Act, is as follows: —

A railroad corporation shall not receive, forward or deliver milk in

large quantities over any portion of its line, or permit others so to do,

under contract, lease or hiring of cars or otherwise, without at the same

time providing, as regards time, care and preservation of the milk and the

return of the empty cans, equal facilities and advantages for receiving,

forwarding and delivering milk by the can over the same portion of its

line; nor Avithout estabhshing a tariff for the milk by the can which is

the same rate which it charges or receives as aforesaid for milk in large

quantities.

As a result of this legislation, in intrastate business the

"open car" system prevails, — that is, the railroads provide

cars which they ice and care for and in which they carry the

milk of any and all shippers at a uniform rate per can. In

interstate business, on the other hand, the "leased car" system

prevails. Under this system the milk is carried very largely in

cars which are leased at so much per car per year to the so-

called "milk contractors," the railroads, in general, operating

no cars which they ice and care for themselves and in which

milk may be shipped at a uniform per can rate.
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It seems to be a prevalent opinion that this dual system

operates to the disadvantage both of the milk consumers and

of the milk producers of Massachusetts, although views differ

as to which of the two systems is the more desirable. Certainly

the production of milk in the Commonwealth has steadily

decreased in recent years and the supply has been coming into

the state from more and more distant points. The claim is

made that the "leased car" system tends to give the contrac-

tors monopolies in the buying territory and that the transpor-

tation charges under this system are relatively lower. It seems

to be in use nowhere else in this country; it has apparently

always been in disfavor with Massachusetts farmers; it was

openly opposed in 1911 by Governor Draper and the Attorney-

General; and the Boston Chamber of Commerce, as a result of

a recent investigation of the milk situation, has declared

against it. On the other hand, the Interstate Commerce
Commission in 1912, in the case of Albree ?;. Boston and Maine

Railroad (XXII I. C. C. 303), reached the conclusion that the

abolition of this system was not at that time wise.

On September 16, 1915, the Boston and Maine Railroad filed

with this Commission and with the Interstate Commerce Com-
mission tariffs increasing its rates for milk transportation, both

intrastate and interstate. These tariffs were suspended and at

a public hearing on November 3, 1915, the Commission opened

up the whole question of milk transportation and of the two

systems under which it is now conducted. It has also requested

the Interstate Commerce Commission to take similar action.

In the opinion of the Commission, the decision by the Inter-

state Commerce Commission in 1912 ought not to be considered

conclusive, but the relative advantages and disadvantages of

the "open car" and the "leased car" systems ought to be

thoroughly investigated in the light of the experience since that

decision, both of milk users and of milk producers, with a view

to determining the best system that may uniformly be applied

in the public interest both for intrastate and interstate ship-

ments. It seems fairly obvious, also, that that system should

prevail which encourages the production and shipment of milk

ill localities relativel}' near to the point of consumption.
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Under the Act of Congress, passed in March, 1913, the

Interstate Commerce Commission is making a vahiation of all

Railroad property owned or used by every common carrier

subject to the provisions of the Act to Regulate

Commerce. The term "common carrier," as it is used in this

Act, apparently includes all interstate transportation compa-

nies, certain pipe line companies, and interstate telegraph, tele-

phone and cable companies. A special division of valuation has

been formed, under the charge of former Commissioner Proutj^

and a very large force of men has been engaged for some

months in preparing inventories of the property to be valued

and in making other necessary investigations. The Act re-

quires the Commission to ascertain, so far as possible, in the

case of each piece of property, the original cost to date, the

cost of reproduction new and the cost of reproduction less de-

preciation. It also requires much further data relative to the

corporate and financial history of each company to be sepa-

rately ascertained and noted. From the information thus

assembled, the Commission must eventually reach a conclusion

as to the fair value of all the property of each carrier; but the

Act lays down no rule or theory whatever to be applied in

reaching such conclusions. All final values made by the Com-

mission are to be regarded as prima facie evidence of the value

of the property in all proceedings under the Act to Regulate

Commerce before the Commission or before the courts.

It is obvious that this valuation is a matter of the utmost

importance to the people of every state in the Union. The

theories upon which the final values are determined will have

an important effect, not only upon regulation of interstate

rates, but also upon local state regulation of all public service

companies. If, for example, the attempt should be made to

base the "fair value" of right of way, station and terminal

grounds, for rate-making purposes, not upon cost but upon

market values of adjoining property, there would be cause for

grave concern in the more thickly settled sections of the

country, like New England. In this connection, certain of the

comments of the Commission upon the cost of reproduction

theory of valuation made in the Middlesex and Boston rate case

deserve repetition (2d Annual Report, pp. 106-108) :

—
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The reproduction cost theory has during recent years become a fashion-

able one among many attorneys and managers of pubhc service corpora-

tions. Not very many years ago such counsel and managers would have

denounced it as utterly confiscatory. It is obvious that in recent years

the rise in prices has greatly increased the hj^pothetical cost of repro-

ducing much of the property used in the pubhc service. Beyond this,

particularly in the west, the fair value theory involves capitalizing, as a

basis for rate purposes, enormous quantities of land given to the railroad

corporations, besides fixing rates high enough to furnish a return upon

the unearned increment of land which was originally purchased at a small

price. A fair application of this theory to Massachusetts conditions

would be to rule that the Boston and Providence Railroad Company is

now entitled to charge fares adequate to make a return upon its right of

waj'' into Boston reckoned at the present market values of Back Bay land

for residential or business purposes. It would ignore the fact that the

railroad originally came into Boston on a right of way consisting of piles

driven into a marsh and having, if any, a very small market value.

It is a matter of common knowledge that in Massachusetts during

recent years this reproduction cost theory as a basis for rate making has

been urged on behalf of certain public utility companies, mostly gas

companies, that have accumulated out of excess earnings or unearned

increment upon land values, large amounts of property not represented

by the original capital invested or by the stocks and bonds issued under

our anti-stockwatering laws.

Undoubtedly in rate cases and other cases involving the conflicting

rights of the rate-paying public and the investing pubhc, the cost of re-

production may frequentl}'' be a fact desirable to be ascertained and

sometimes it illuminates important aspects of the problem presented;

it is often the best method of checking up unsatisfactory accounting,

particularly when deaUng with depreciation. But as a fundamentallj^

controUing principle, no theory could work out grosser injustice — to

the rate-paying public in some cases and to the investing pubhc in other

cases— than the reproduction cost theory. In cases where rates have

for years been too high, so that the companies have accumulated out of

excess rates paid by the public large amounts which have gone for capital

purposes, this theory requires the rate-payer to pay a rate adequate not

only for a return upon the capital furnished by the investor or stock-

holder, but adequate also to furnishing capital and a return upon the

capital furnished; it would authorize the capitalization of excessive

rates and a return upon that capitalization. This is to put a premium

upon extortions, past and prospective. On the other hand, this theor}-

is grossly unjust to prospective investors in that even when the invest-

ment is made with entire honesty and with reasonable prudence, — yet

if, pending the building up of the new business, the plant depreciates

IjoIow the fair cost to investors, rates must, under this theory, be made
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adequate to make return onlj^ upon the reproduction cost of the propertj^

in its depreciated condition. This amounts to sajang that money lost

diu^ing the earher stages of a pubhc service enterprise is irretrievably lost

by the stockliolders; that if, perchance, rates have been fixed so low that

the rate-payer has for a period of years obtained a service at less than cost,

this is the permanent misfortime of the stockholders — and that the

public should never at any time and under any circumstances, be called

upon to make up a deficit thus incurred. On this theory copper put into

the telephone service at 25 cents a pound is now to be reckoned as Avorth

about half that sum. Every fluctuation in prices involves the ascertain-

ment of a new rate basis.

It is entirely clear that in the long run the rate-paying public as well

as the investing public will be best served if regulation makes as its fim-

damentally guiding principle an attempt to protect investments honestly

and prudently made and wisely managed. Any other theory involves

essential injustice, tends to make the development of our public utility

companies a speculation and not an investment, operates as a premium

upon various kinds of fraud; invites into the pubhc service undesirable

manipulators instead of sound, level-headed business managers; makes

every rate case an almost interminable and labjo-inthine inquiry into

values with endless conflicts between so-called experts.

Efforts are being made to establish in Washington a bureau

representing the various state commissions which will enable

them to keep in touch with the progress of the valuation work,

so that they may be prepared to act from time to time w^here

action is desirable to protect the public interest in their respec-

tive states. The Commission believes that the establishment of

such a bureau is wise and will do what it can to co-operate in

such a movement.

Street Railways.

The year has been marked by a pronounced movement

toward an increase in street railway fares. In all, six com-

increases of panies have sought to raise their rates. One peti-

Faxes.
^j^^ ^^^^ withdrawn, two are now pending and

three were granted in modified form. The companies which

were allowed to increase their fares were the Blue Hill, the

Norfolk and Bristol and the New Bedford and Onset. All

three are small companies operating in country districts.

The Norfolk and Bristol and the New Bedford and Onset

were both permitted to increase the unit cash fare from five to
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six cents. In the case of the former company, however, work-

mgmen's tickets, good in the morning and evening rush hours,

are sold at the rate of five cents each, and tickets good at all

hours of the day are sold at the rate of about five and one-half

cents each (eighteen for one dollar). In the case of the latter

company, tickets good at all hours of the day are sold at the

rate of five cents each. In the Blue Hill case the unit fare was

already six cents and the company sought to increase it to

eight cents. While the need for increased revenue could be

demonstrated, the Commission felt unable to approve so high

a unit fare as eight cents, but allowed the company, for a

period of one year, to increase the number of its zones from

three to four, reducing the unit fare from six cents to five cents

in all but one of these zones. This change had the effect of

actually reducing the charge for short distance rides but, on

the other hand, increased the charge between other points

from six cents to ten cents. The result has not been wholly

satisfactory, apparently, either to the company or to the public

and further modifications at the end of the experimental period

may prove desirable. It is possible that this company has

reached the point where the law of diminishing returns applies

and where attempts to increase rates can prove of little advan-

tage to it. The opinions rendered by the Commission in all

three of these cases are given in the appendix.

The two cases now pending before the Commission involve

the Bay State Street Railway Company and the Massachusetts

Northeastern Street Railway Company. The for- The Bay

mer is in many respects the most important fare

case ever tried out in Massachusetts. The Bay State company
operates nearly one thousand miles of track in more than ninety

cities and towns of eastern Massachusetts, including such large

centers as Lynn, Lowell, Lawrence, Haverhill, Salem, Brockton,

Taunton and Fall River. It has a line to Nashua, New Hamp-
shire, a line to Newport, Rhode Island, and one line penetrating

to the heart of Boston. It proposes a thorough revision of its

fare system, including an increase in the unit cash fare from

five to six cents, the abolition of many special ticket rates, and

a readjustment of many of its fare zones. According to the

company's own estimate this revision, if allowed, might mean
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an additional burden upon the traveling public of upwards of

$1,500,000. The Commission realizes the vital importance of

the case to the people of the commonwealth and will spare no

time or effort in making its investigation thorough and com-

plete. When it is realized that the company has spent nearly

two years and many thousands of dollars in preparing its case

for presentation, the necessity of ample time for consideration

by the public authorities is obvious.

The fare cases have brought into prominence the question of

depreciation. While an appropriation for depreciation is as

clearly a proper charge against operation as is the
Depreciation.

^ r- i- o s>. r-

cost of coal or the wages of motormen, the deter-

mination of what are the reasonable requirements for this

purpose is far from easy. In the pending cases this question

will demand close attention. It does not appear that this very

important business matter has been given, until recently, any

very careful consideration by the great majority of the com-

panies. Without undertaking at this time to deal more ex-

tensively with the question, a word of caution is necessary.

There cannot be two standards of depreciation, one to be ap-

plied in presenting evidence in favor of a proposed increase or

against a proposed reduction of rates, and the other to be ap-

plied in the ordinary course of business in determining the net

earnings each year applicable to dividends. Whatever standard

is finally applied in rate cases must consistently be followed in

the ordinary course of business.

Chapter 149 of the Resolves of 1914 directed the Commission

"to make a complete investigation and study of the transpor-

Metropoiitan tatiou nccds, present and future, of Boston and
transporta-
tion, other cities and towns served by corporations

having a terminus within the metropolitan district . . . with

particular reference to all problems relating to capitalization,

revenue, revision of fares and depreciation of property, the

consohdation of companies and the advisability of electrifica-

tion of any part of the railroads of any corporations operating

within said metropolitan district." In connection with this

investigation the Commission secured the services of Mr.

William B. Bennett, assistant chief engineer of the Railroad

Commission of Wisconsin, who made a study of the passenger
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transportation facilities of the metropolitan district and sub-

mitted a long and carefully considered report dealing with

present and future needs. In the appendix the report of the

Commission is given in full and Mr. Bennett's report, in part.

Elaborate studies of rapid transit and terminal development

in metropolitan Boston have been made at various times in the

past; but net results have been small, owing doubtless to the

fact that no public body has been entrusted with the duty of

following up the recommendations made. Mr. Bennett's report

contained many valuable suggestions for the present and future

improvement of conditions and the Commission strongly urged

the General Court to print it in full, in order that it might be

freely available for consideration by all interested in rapid

transit development. If this were done the Commission felt

that it could, under its general authority, hold public hearings

from time to time and give the various suggestions specific

attention. The General Court, however, did not see fit to

follow this program, and no general consideration of Mr.

Bennett's recommendations by the public has been possible.

Certain of the improvements recommended for the immediate

future have, however, been inaugurated since the report. The

Boston Elevated Railway Company has begun and is rapidly

extending the use of trailer cars on its surface system. Upon

the recommendation of the Commission it has also under way

plans for a transfer station between surface and rapid transit

lines at Egleston square, which promises to relieve some of the

congestion at Dudley street. The situation at the Dudley

street terminal will be the subject of a special report to the

General Court which the Commission is preparing under the

provisions of chapter 61 of the Resolves of 1915. Other sug-

gested improvements of present conditions are now under con-

sideration. Among them is the re-routing of surface cars.

Mr. Bennett believed that long car routes wandering from

district to district should be discontinued in the interest of

economical and efficient operation; that direct radial routes

into the heart of the city should be operated with frequent

service and large, high speed cars; and that cross-town lines

should generally feed into these radial routes at transfer points.

Any change in existing routes, however, interferes with estab-
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lished habits and is apt to meet with opposition. It is also

true that a rule, such as Mr. Bennett has laid down, is subject

to exceptions and that care and deliberation are necessary in

applying it. The company recognizes the need for re-routing

and has been taking steps in that direction. During the coming

year, however, the Commission will continue to give this subject

attention.

On January 25, 1915, the Commission voted to employ

Prof. William L. Puffer, formerly of the Massachusetts Insti-

tute of Technology, to make an "expert investigation of the

subway and rapid transit lines operated by the Boston Elevated

Railway Company, with especial reference to electrical installa-

tion, signals, method of ventilation, fire protection, emergency

exits and other conditions affecting public safety." Professor

Puffer's report is printed in the appendix, together with the

answer to it made by the Boston Elevated company. It will

be noted that the company has accepted many of his recom-

mendations, but differs with him in regard to others. Upon

these disputed points Professor Puffer, w^ith the assistance of

the engineering department of the Commission, is now pre-

paring a supplementary report. When it is received, the Com-

mission will take such action as the public interest seems to

demand.

Chapter 35 of the Resolves of 1915 directed the Commission

to "make a study of the existing statutes relative to the repair

and maintenance of public ways and places in which street

railways are located," and to consider certain specific bills with

reference to this general subject introduced in the legislature

at the last session. A report under this Resolve will be sub-

mitted to the General Court in the near future. Important

questions are involved which in the judgment of the Commis-

sion demand serious consideration.

Section 151 of Part III of chapter 463 of the Acts of 1906,

relative to the annual returns of street railway companies, has

the following provision :
—

Such return shall set forth copies of all leases and contracts made

during the year with other companies and individuals, and shall contain

full and complete information upon the several items contained in the

form prescribed by said board.
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In the past this provision, so far as it relates to contracts, has

not been rigidly enforced. It dates back many years and the

intent is not wholly clear. The Commission has, however,

notified all the street railway companies that beginning July

1, 1915, it will expect them to file copies of all contracts of

every description made with any companies or individuals and

involving an expenditure of at least $5,000. The data received

in response to this notification will be voluminous, but an

inspection of the contracts will no doubt elicit much valuable

information and will enable the Commission to determine more

readily just what kinds of contracts it is desirable that the

companies should continue to file, so that a suitable amendment
limiting the scope of the present statutory provision may, if it

seems best, be recommended.

Jitneys.

The year has seen a rapid increase in the number of auto-

mobiles used for the public conveyance of passengers for hire.

Many of these are used for local service in the larger centers,

and may be classed under the term "jitneys." Others operate

over longer routes and more nearly resemble stage coaches. The
Commission has frequently been asked whether it has juris-

diction over this means of public conveyance; but it is clear

that it has no such jurisdiction under the statutes. It has,

however, felt that it was desirable to furnish the General Court

with information regarding the number of "jitneys" or auto

busses operated in the Commonwealth, the regulations imposed

by the various municipalities, and the forms of regulation

adopted for this class of service in other parts of the country.

A report made by Mr. Charles E. Mann, the executive secre-

tary, with the assistance of the Inspection department, and

embodying this information, is hereinafter printed. A mass of

additional data upon this subject has been collected by Mr.

Mann and has been indexed and filed for public reference. In

securing this data he has had much assistance from municipal-

ities, boards of trade and similar bodies, and also from many
of the street railway companies.
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Telephone and Telegraph Companies.

On February 3, 1915, an order was adopted by the House of

Representatives requesting the Commission to investigate the

relations, contractual or otherwise, between the New England

Telephone and Telegraph Company and the American Tele-

phone and Telegraph Company, and to furnish much additional

information with respect to the rates and service of both com-

panies. The report submitted in response to this order is

printed in full in the appendix. In the brief time available

it was, of course, impossible to undertake any adequate investi-

gation of the matters covered by the order, and the report

consisted very largely of statements submitted by the company

and extracts from the reports made by commissions of other

states in connection with special investigations. It recom-

mended that provision be made for a further and thorough in-

vestigation.

From its study of these reports and from its general knowl-

edge, the Commission is convinced that a broad and thorough

investigation and study, not only of the specific matters referred

to in the order of the House of Representatives, but of the whole

situation with respect to telephone service and rates within the

commonwealth, is desirable in the public interest. The scope of

the inquiry should be made sufficiently broad to permit of an

investigation of the relations of the New England Telephone

and Telegraph Company to the American Telephone and Tele-

graph Company, to other subsidiaries of that parent company

and to its own subsidiary companies; of the theories upon which

toll and exchange rates are fixed; and of the capitaHzation,

finances and operations of both companies in general, as a

basis, not only for such action as is within the present authority

of the Commission, but for recommending such changes in the

existing law as may seem desirable for adequate and efficient

regulation in the future. While the general investigation con-

ducted by the Highway Commission during the period when

telephone and telegraph companies were under its supervision

was of value, it failed to cover much important ground. Nor

have recent investigations in other states been wholly satisfac-

tory. It must be remembered that, while the supervision of
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transportation companies in this commonwealth dates back

to 1869, the supervision of telephone and telegraph companies

did not begin until 1906. It is a comparatively new field of

regulation, not only in New England but elsewhere in the

country.

Such an investigation as is above indicated, however, calls

for special equipment if it is to be carried on with proper expe-

dition and if it is to penetrate beyond the surface and reach

fundamental facts. It would require the services of special

accountants and other experts, in addition to the small force

now employed by the Commission for routine work, and a

special appropriation. These facts were called to the attention

of the General Court at the last session in the report already

mentioned, and at public hearings, but no action resulted.

Further discussion of this matter will be found under recom-

mendations for legislation.

Cases in Court.

On December 16, 1914, the Commission found, in the matter

of the petition of the National Dock and Storage Warehouse

Company, "that the rates on import and export The National

freight destined to or moving from points on the

Boston and Maine railroad in Massachusetts from and to the

wharves and docks of the petitioner are unjustly discriminatory

as compared with the rates on like trafiic between the same

Boston and Maine points and the Commonwealth pier." On
March 29, 1915, the Boston and Maine Railroad was ordered

to remove this discrimination in so far as it related to intrastate

traffic. The discrimination is caused by the absorption of

switching charges to and from the Commonwealth pier and the

failure to absorb the like charges to and from the wharves of

the National Dock and Storage Warehouse Company. The

absorption in the case of the Commonwealth pier came about

through the provisions of a special contract dated July 1, 1912,

to which the Boston and Maine Railroad, the New York, New
Haven and Hartford Railroad Company and the Common-

wealth were parties, in which it was agreed that the flat Boston

rates of the Boston and Maine Railroad should apply to goods

shipped to and from that pier.
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There were two possible ways of removing the discrimination

in comphance with the Commission's order. One was to absorb

the charges in the case of the National Dock and Storage Ware-

honse Company, and the other was to cease to absorb the

charges in the case of the Commonwealth pier. The company

preferred to follow the latter method and filed rates to that

effect during the month of May. It was enjoined, however,

from putting these new rates in force by order of the court

upon the application of the Commonwealth to restrain the

violation of the contract above referred to. Since that time no

further effort has been made by the company to end the dis-

crimination.

The Commission has never assumed that the contract with

the Commonwealth necessitated unjust discrimination on the

part of the Boston and Maine Railroad, or that the company

could avoid its obligations thereunder. On September 13, 1915,

it notified the company of its failure to end the discrimination

complained of and pointed out the manner in which it might

be removed without violation of the contract with the Com-

monwealth or disobedience of the injunction of the court. The

company, however, did not see fit to take any further steps to

comply with the order, and the matter was referred by the

Commission to the Attorney-General to compel action. With

this step the responsibility of the Commission in the matter

ceased.

On September 7, 1915, the Commission found that the Gold

and Stock Telegraph Company, by the Western Union Tele-

The stock graph Company, lessee, and the United Telegram

Company, had without just cause refused to supply

to Calvin H. Foster the continuous quotations of the New York

stock exchange by means of ticker service as furnished and

supplied to others, and that this denial of service constituted

an unjust discrimination. The companies were ordered forth-

with to remove the discrimination. The report in the case,

setting forth the facts and findings of the Commission, is

printed in the appendix. In response to this order the com-

panies in questiort, on September 27, 1915, filed in the Supreme

Judicial Court a petition to annul or modify said order, alleging

it was and is unlawful for the following reasons: —
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(1) That the PubHc Service Commission is "wdthout jurisdiction over

the subject matter of the complaint and that sole jurisdiction is in the

Interstate Commerce Commission under the acts of Congress.

(2) That the companies have no legal right to render the services

demanded by the complainant in view of their contracts with the New
York stock exchange.

(3) That the companies would be required, in order to comply with the

order, to appropriate the property of the New York stock exchange lor

the benefit of the complainant without due process ox law.

The Attorney-General, at the request of the Commission, has

also filed a petition in the Supreme Judicial Court praying that

the companies be compelled to obey the order of the Commis-

sion. Both cases are now pending and will be heard by the

full bench. The decisions of the court, when rendered, seem

likely to clear up many doubtful points in regard to the

status of stock ticker companies under the law, and the limits

of the Commission's jurisdiction.

Statistics.

For many years the annual reports of this Commission and of

its predecessor, the board of railroad commissioners, have con-

tained compilations of statistics taken from the returns of the

various railroad and railway companies and also, in another

place, lengthy tabulations of the figures appearing in these

returns. Inasmuch as the returns themselves are now printed

in full in the second volume of the report, it has seemed to the

Commission that the tabulations were an unnecessary duplica-

tion and that time and expense could be saved by omitting

them. The compilations of statistics have, however, been

retained and a number of new tables have been added compar-

ing the receipts and expenses of the various companies upon a

unit basis. A special report upon the power costs of the various

street railway companies in the fiscal year ending June 30, 1914,

prepared under the direction of Prof. Lewis E. Moore of the

engineering department, has also been included.
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Recommendations for Legislation.

I.

In the estimate of appropriations for expenditures for the

fiscal year 1916 made by the Commission to the auditor of the

Commonwealth under chapter 719 of the Acts of 1912, the

following statement was made: —

While no increase has been requested in the regular appropriation for

the normal work of the Commission, it is urgently recommended that a

special appropriation under suitable restrictions, such as approval by the

Governor and Council, be made to meet the extraordinary expenditures

required for an adequate investigation of important pending and pro-

spective rate cases.

The need for such a provision has been made apparent since the

estimates and above recommendations were submitted to the

auditor, when, in the Bay State fare case, the Governor and

Council allowed from the fund for extraordinary expenditures

the sum of $10,000 for the expenses of the investigation in that

case. The only other specific proposition, so far as may be fore-

seen, which would involve an extraordinary expenditure, is the

proposed investigation of telephone rates, service and finances, the

advisability of which is urged above. To make such an investi-

gation effective the Commission deems necessary and asks for an

appropriation of $25,000.

II.

The last annual report of the Commission contained the

following recommendation :
-^

The provisions of the public service law [Acts of 1913, chapter 784J,

designed to prevent rebates and discriminations between shippers, are so

rigidly drawn as to make it impossible for the Commission either to order

or to permit carriers to make reparation to shippers even where the

equities of the case call for such action. It has been found extremely dif-

ficult to draft a law allowing refunds in proper cases without opening the

door for rebating. If the legislature should deem it proper to enlarge the

authority of the Commission in this respect, the necessary legislation

might be modeled upon the New Hampshire law [N. H. PubUc Statutes

of 1913, chapter 145, section 12 (e)J.

The Commission respectfully renews the recommendation and

urges the enactment of suitable legislation to carry it into eft'ect.
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III.

Sections 46-48 of Part I of chapter 463 of the Acts of 1906

(originally St. 1882, c. 244) provide for the organization of

railroad and street railway relief associations and for their

public regulation. Section 47 is as follows: —

The b}''-laws of such corporation shall be approved by the board of

railroad commissioners, and shall prescribe the manner in which, and the

officers and agents by whom, the purpose of its incorporation may be

carried out, and also the manner in which its property may be invested.

Such corporation shall annually, and as often as may be required by the

board of railroad commissioners, render to said board such statements of

its membership and financial transactions and such other information rela-

tive thereto as said board may consider necessary for a proper exhibit of

its business and standing. Said board may verify such statement by an

examination of the books and papers of the corporation; and whoever,

having charge or custody of such books and papers, neglects to comply

with the provisions of this section shall be punished by a fine of not more
than five hundred dollars.

Questions having arisen in regard to the jurisdiction of the

Commission under these sections, it requested the opinion of the

Attorney-General and received a reply which reads in part as

follows :
—

While the type of corporation authorized by the railroad law in many
respects resembles a fraternal benefit society, as defined above, the powers

granted to it are in other respects different and greater. The fraternal

benefit society is carried on solely for the mutual benefit of its members
and their beneficiaries. The railroad rehef association may apply its funds

for the relief of its members or their families, regardless of any designation

of a beneficiary. The railroad rehef association fills a broader field than

the fraternal benefit society, as it is allowed to pass bej^ond the range of

insurance and furnish relief in case of need or sickness in the family of the

member, even though the member himself may have suffered no disability.

Its purpose enters the realm of benevolence beyond the scope of mere
death or disability benefits.

So far as such corporations may originally have been authorized to

make contracts or enter into the business of insurance, they are subjected

now to the requirements and regulations of St. 1911, c. 628. Section 4 of

that act provides :
—

•

Except as provided in this act and in Revised Laws, chapters one hundred and
eighteen and one hundred and twenty, and amendments to said chapters, the
transaction of an insurance business in this commonwealth is prohibited.
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While it may be very doubtful as to whether St. 1906, c. 463) § 46, is

still in force so far as it may have permitted the formation of new cor-

porations authorized in any way to engage in the business of insurance,

the provisions of that statute regulating those already formed are not

necessarily inconsistent with the provisions of St. 1911, c. 628. Even
though the result may be to require the filing of reports with both the

Insurance Commissioner and the Public Service Commission, or that both

of those departments have the right to investigate the business of the

company, no inconsistency would of necessity result.

Accordingly, although the question is by no means clear, I am of the

opmion that you should regard St. 1906, c. 463, §§ 46-48, as conferring

upon your Board, with relation to corporations already formed under that

statute, the jurisdiction which is therein set forth.

From this opinion it appears that this Commission and the

Insurance Commissioner may both have jurisdiction over

certain of these relief corporations. Whatever may have been

the situation when the statutory provisions above cited- were

enacted, it seems reasonably clear at the present time that the

supervision and regulation of such corporations is a matter

which falls logically within the province of the Insurance Com-

missioner and which is foreign to the purposes which the

Public Service Commission has been created to serve. We there-

fore recommend that the supervision and regulation of these rail-

road and railway relief corporations, under the provisions of the

section above quoted, be transferred from this Commission to the

Insurance Commissioner.

IV.

Under section 25 of the Public Service Commission law

[Chapter 784 of the Acts of 1913] the Commission is empowered

to order two or more railroad or railway companies whose lines

connect or could be made to connect by the construction of a

switch track connection, to establish through routes and joint

rates; and in case of disagreement between the two companies

to prescribe the proportionate part of the through rate payable

to each company, the conditions of operation, and in case of

railways, to grant locations for the necessary switch connection

or interchange track.

Under the present wording and punctuation of this section

the Commission is authorized to grant locations for a switch

track connection of two street railway companies in case they



1916.] COMMISSIONERS' REPORT. xxxv

fail to agree "as to the division of rates or the conditions under

which such through routes or transportation shall be estab-

lished or such cars or other equipment operated," but if the

companies are in agreement as to these matters the Commis-

sion is apparently without authority to grant such locations.

As there is no obvious reason for such a distinction, it is prob-

ably due to a faulty arrangement of words which gives to the

statute a meaning and effect which was not intended. The

experience of the Commission has shown that the exercise of

this power is quite as important and necessary when the com-

panies have agreed as when they have failed to agree in regard

to division of rates and methods of operation. We therefore

recommend that this section be amended so that the authority

of the Commission to grant locations for a switch connection,

in the case of street railways, shall not appear to be con-

ditioned upon a disagreement of the companies as to the di-

vision of rates or other conditions of operation.

V.

Clause 5 of section 68 of chapter 590 of the Acts of 1908

authorizes savings banks to invest in the bonds of Massa-

chusetts street railway companies under the following con-

ditions:—
In the bonds of any street railway company incorporated in this com-

monwealth, the railway of which is located wholly or in part therein, and

which has earned and paid in dividends in cash an amount equal to at

least five per cent upon all its outstanding capital stock in each of the

five years last preceding the certification by the board of railroad com-

missioners hereinafter provided for. No such investment shall be made
unless said company appears from returns made by it to the board of

railroad commissioners to have properly paid said dividends without im-

pairment of assets or capital stock, and said board shall on or before the

fifteenth day of January in each year certify and transmit to the bank

commissioner a list of such street railway companies.

Clause 3 (a) of this same section authorizes investments in

the bonds or notes of Massachusetts railroad companies under

the following conditions: —
In the bonds or notes, issued in accordance with the laws of this com-

monwealth, of a railroad corporation incorporated therein the railroad of
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which is located wholly or in part therein, which has paid in dividends in

cash an amount equal to not less than four per cent per annum on all its

outstanding issues of capital stock in each fiscal year for the five years

next preceding such investment, or in the first mortgage bonds of a ter-

minal corporation incorporated in this commonwealth and whose prop-

erty is located therein, which is owned and operated or the bonds of

which are guaranteed as to principal and interest, or assumed, by such

railroad corporation. Any shares of the capital stock of a railroad cor-

poration leased to such railroad corporation, which are owned by said

lessee corporation, shall not be considered as outstanding within the mean-

ing of this subdivision.

It will be noted that certification by this Commission is

required in the former case and not in the latter, and that, in

making such certification, the Commission must determine

whether the dividends have been properly paid, loithout im-

pairment of assets or capital stock. In making this determina-

tion, however, its investigation is limited to the returns and

what appears therein. From a mere inspection of the returns,

and without an examination of the property and accounts, it is

not practicable to determine whether the provision which a

street railway company has made for maintenance and deprecia-

tion has been adequate. The certification, under the circum-

stances, amounts only to a finding that the net divisible

income, as shown by the returns of each year, has been sufficient

to permit of the payment of dividends at the statutory rate

and that such dividends were actually paid.

In the judgment of the Commission the certification thus

made, under the present provisions of the law, is apt to be

delusive to investors. The fact that it relates merely to the

superficial facts shown by the returns is easily overlooked, and

investors might well be given the impression that the Com-

mission, after a thorough examination of the books, accounts

and property of the companies and a consideration of the

fundamental facts relative to maintenance and depreciation, had

certified that the dividends had been properly paid without im-

pairment of assets.

Such a situation is unfortunate. The Commonwealth cannot

be too careful in avoiding anything that may be taken by

investors to be a guarantee or certification of securities, unless

its action is based upon a thorough consideration of basic facts.
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The eligibility of railroad bonds as savings bank investments, as

will be seen from the provision quoted above, does not rest

upon any certification by the Commission, but is determined

wholly by the payment of a specified dividend on the com-

pany's capital stock for a designated period. It seems to us

that the frank application of a similar standard in regard to

street railway bonds would be preferable to the equivocal pro-

visions of the present law, which do not in any material sense

represent additional safeguards.

Whether the payment by a street railway company of a

certain dividend rate for a prescribed period without any

further requirement should be sufficient to entitle its bonds to

become savings bank investments, the Commission does not

undertake to say. It is not within the province of the Com-
mission to suggest to the legislature substantive changes in the

savings bank law, but in view of the certification required of

the Commission under the present statute it seemed proper

that reference to this matter should be made in this report in

order that the legislature, after consultation with the bank

commissioner, the savings banks and other parties in interest,

may take such action in relation thereto as it may deem
appropriate.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
JOHN F. MEANEY,
JOSEPH B. EASTMAN,
CHARLES A. RUSSELL,

Commissioners.
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STATE OF CONNECTICUT.

Special Acts 1915, No. 339.

An Act amending the Charter of the New York, New
Haven and Hartford Railroad Company.

Be it enacted by the Senate and House of Represe7itatives hi General

Assembly convened:

Section 1. The New York, New Haven and Hartford Rail-

road Company shall not hereafter exercise or possess any of the

rights, privileges, powers or franchises possessed by The Con-

solidated Railway Company prior to the merger of The New
York, New Haven and Hartford Railroad Company with The
Consolidated Railway Company on May 31, 1907, except such

as are possessed at the time of the passage of this act and are

reasonably required (a) for the operation, maintenance, or im-

provement of any property which it then owns or operates, (6)

for the sale, transfer, or other disposition of any property which

at such time it owns, operates, or controls, including privileges,

powers, and franchises incident to the operation of such property,

or (c) in connection with the generation, transmission and appli-

cation of electricity for use in the operation of its railroad, and

except as herein otherwise provided; and said company shall not

acquire, either directly or indirectly, any stock or shares, or any

bonds, notes, or other evidences of indebtedness issued by any

other corporation, company, or association, except as permitted

and in the manner authorised by the following sections. All

ri; hts, privileges, powers, and franchises the exercise or posses-

sion of which are herein prohibited, are hereby revoked.

Section 2. Said company may hereafter make loans to cor-

porations whose property it operates at the time of the passage

of this act, or to corporations in a majority of whose capital

stock at such time it has the ownership or beneficial interest,

but only for the purpose of enabling such corporations to meet

operating expenses, to pay dividends guaranteed by said com-

pany upon stock in the hands of the public, to pay interest on

outstanding indebtedness, to pay taxes or assessments, and to

pay for additions, improvements, and betterments, and may
receive therefor bonds, notes and other evidences of indebtedness

,
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of such corporations, provided such loans when made for addi-

tions, improvements, or betterments shall have been approved by

the public utilities commission, but such approval shall not be

required when such loans are for additions, improvements, or

betterments to property in another state in which said company

is also incorporated and when such loans shall have been ap-

proved by the commission in such other state having jurisdiction

thereof.

Section 3. Said company may hereafter acquire and hold

the stock or shares and the bonds, notes or other evidences of

indebtedness issued by corporations, companies, or associations

whose property it operates at the time of passage of this act or

which at such time it controls through the ownership of a major-

ity of the stock or shares, but, except as provided in section two

of this act, such acquisition shall be made only with the approval

of the public utilities commission after hearing upon a petition

stating the purpose of such acquisition and the terms and condi-

tions thereof, provided such commission shall find that such

acquisition and the terms and conditions thereof are consistent

with the public interest, but such approval shall not be required

if such corporation, company, or association is incorporated or

organized in another state or states in which The New York,

New Haven and Hartford Railroad Company is incorporated and

not in this state, and if such acquisition is authorized by the

laws of such other state or states and shall have been approved

by a commission or commissions in such other state or states

having jurisdiction thereof, but all such acquisitions shall be

reported to the public utilities commission.

Section 4. Said company, for the more efficient conduct of

its business as a common carrier, but only with the approval of

the public utilities commission after public hearing upon a

petition stating the purpose of such acquisition and the terms

and conditions thereof, may acquire and hold stock or shares

and the bonds, notes or other evidences of indebtedness issued by

corporations, companies or associations other than as described

in the two preceding sections, provided such acquisition is not

prohibited by the laws of the other states in which said company

is incorporated and is approved by such commissions of said

other states as have jurisdiction thereof.

Section 5. Said company shall not guarantee the payment

upon liquidation of the stock or shares of any other corporation,

company, or association, or the payment of dividends thereon,



xl PUBLIC SERVICE COMMISSION. [Jan.

or the payment of the bonds, notes or other evidences of indebt-

edness of any other corporation, company, or association, or the

interest thereon, unless the pubhc utilities commission, after

hearing upon a petition stating the purpose of such guaranty and

the terms and conditions thereof, shall approve such guaranty,

and shall find that the purpose, terms and conditions thereof are

consistent with the public interest, nor unless such guaranty is

authorized by the laws of the other states in which said company
is incorporated and shall be approved by the commissions of such

other states having jurisdiction thereof. Nothing herein con-

tained shall affect the status of guaranties, or of contracts to

make guaranties made prior to the passage of this act.

Section 6. Said company shall not merge, consolidate, or

make common stock with any corporation, company, or associa-

tion, unless the public utilities commission, after hearing upon a

petition stating the purpose of such merger or consolidation and

the terms and conditions thereof, shall approve such merger or

consolidation, and shall find that the purpose, terms and con-

ditions thereof are consistent with the public interest, nor unless

such merger or consolidation is authorized by the laws of the

other states in which said company is incorporated and shall be

approved by the commissions of such other states having juris-

diction thereof.

Section 7. Said company may issue shares of capital stock,

bonds, debentures, or notes for the purpose of funding its floating

debt or for any other lawful purpose, and may mortgage or

pledge as security for the payment of such indebtedness a part

of or all its railroad equipment and franchises and a part of or

all its real and personal property, including property to be

afterward acquired. Any mortgage executed by said company

shall secure, on equal terms with any other indebtedness secured

by such mortgage, all bonds, debentures, and notes previously

issued and at such time outstanding of which said company is

the maker or which it has assumed through merger or consolida-

tion with the original and principal obligor, except outstanding

bonds, debentures or notes while and so long as the same are, in

accordance with any promise contained therein, secured by

another direct mortgage; but the term "mortgage" as used

herein shall not include or apply to the pledge of securities

deposited with a trustee as collateral to secure the repayment

of a loan. Its bonds, debentures, or notes may be issued by

said company to an amount which, when added to the amount
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of all the then outstanding bonds, debentures, and notes of which

it is the maker or which it has assumed, shall not cause the ag-

gregate amount of all such bonds, debentures, and notes to

exceed the amount of the capital stock of said company, actually

paid in at the time, as computed in accordance with the pro-

visions of this section, provided bonds, debentures, or notes may
be issued by said company in excess thereof to such an amount

as shall have been previously approved by the public utilities

commission as consistent with the public interest, taking into

consideration the fixed charges of said company, the amount and

character of its contingent liabilities, and other pertinent con-

ditions; but in no event shall the aggregate amount of all such

bonds, debentures, and notes exceed twice the amount of said

capital stock computed in accordance with the provisions of this

section; but such of the bonds issued or to be issued under a

mortgage as are deposited or set aside to retire, at or before

maturity, bonds, debentures, or notes previously issued and

outstanding at the date of such mortgage, while so deposited or

set aside, shall not be taken into account in applying these

limitations. In computing the amount of capital stock actually

paid in for the purpose of determining the maximum amount of

bonds, debentures, and notes which said company may have

outstanding under the provisions of this act, there shall be added

to the par value of the outstanding capital stock all cash pre-

miums paid into said company on all shares issued by said

company subsequent to July 9, 1894. No bond, debenture, or

note payable at a period of more than twelve months from its

date shall be issued unless authorized by a vote of the stock-

holders, and no such bond, debenture or note shall be issued

unless authenticated by a person or trust company appointed by

said company for that purpose. In respect to The New York,

New Haven and Hartford Railroad Company, the provisions of

this section shall be in lieu of the provisions of the public acts

and general statutes in relation to the issue and registration of

bonds and the making of mortgages by railroad companies, but

any such mortgage shall be recorded in the office of the secretary

of state.

Section 8. Before said company shall issue any shares of

capital stock, or any bonds, debentures, notes, or other evidences

of indebtedness payable at periods of more than twelve months

after the date thereof, it shall apply to the public utilities com-

mission for approval thereof, by petition stating the purpose of
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the proposed issue -and the amount thereof, and the public utili-

ties commission shall fix a date within thirty days after the filing

of any such petition for a public hearing thereon, and shall give

public notice thereof, and within thirty days after the conclusion

of such hearing the commission shall render its decision on such

petition. If said commission shall find that such issue is reason-

able and proper for any lawful purpose stated in the petition for

such approval, it shall authorize such issue, or such part thereof

as it may determine, and by its order, or by some subsequent

order shall specify the purposes or any of them stated in said

petition to which the issue, or the proceeds thereof, are to be

applied; but such approval and authorization shall not be re-

quired if the issue of shares of capital stock or bonds, debentures,

notes, or other evidences of indebtedness or the proceeds thereof

are for use wholly in another state or states in which said com-

pany is also incorporated and if such issue shall have been ap-

proved by a commission or commissions having jurisdiction in

such other state or states.

Section 9. The pubHc utilities commission is hereby author-

ized to hold hearings upon the petition of said company and to

make findings, authorizations, and orders in respect to matters

in which said company is required to secure the approval of said

commission under the foregoing sections, and any order, author-

ization, or decision of the public utilities commission in such

proceedings shall be subject to appeal by said company pursuant

to the provisions of chapter 128 of the pubhc acts of 1911 as

amended by chapter 225 of the public acts of 1913.

Section 10. All provisions of the charter of The New York,

New Haven and Hartford Railroad Company, or amendments

thereto, requiring a majority of its directors to be citizens residing

in this state are hereby repealed, but not less than two-thirds of

its directors shall be residents of New England and citizens of

the states in which said company is incorporated.

Section 11. This act shall take effect from its passage as an

amendment to the charter of The New York, New Haven and

Hartford Railroad Company and shall not require acceptance by

such company.
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STATE OF RHODE ISLAND AND PROVIDENCE PLANTA-
TIONS.

Special Act approved March 26, 1915.

An Act in Amendment of and in Addition to an Act, en-

titled "An Act to Incorporate The New York, New
Haven and Hartford Railroad Company, a Corpora-

tion IN this State," Passed by the General Assembly

AT ITS January Session, A.D. 1893.

It is enacted by the General Assembly as follows:

Section 1. The corporate name of the New York, New
Haven and Hartford Raih-oad Company is hereby declared to

be The New York, New Haven and Hartford Railroad Company.

Sec. 2. The New York, New Haven and Hartford Railroad

Company, incorporated in this state under an act, entitled " An
act to incorporate the New York, New Haven and Hartford

Railroad Company, a corporation in this state," passed by the

general assembly at its January session, A.D. 1893, is hereby

declared to be, and ever since the passage of said act to have

been, a legally existing corporation of this state.

Sec. 3. The New York, New Haven and Hartford Railroad

Company is authorized to issue and to have issued and outstand-

ing from time to time bonds, notes and other evidences of in-

debtedness, not exceeding in the aggregate twice the sum of the

par value of its capital stock then issued and outstanding and

premiums thereon actually paid in cash into its treasury; and

authority is hereby given to said company to execute any mort-

gage or mortgages to secure any of its bonds, notes or other

evidences of indebtedness, which mortgage or mortgages may
include a part or all of the property and franchises of said

company in this state, including property to be afterwards ac-

quired; and for the purpose of determining the aggregate amount
to which said company may now issue and have issued and out-

standing, bonds, notes and other evidences of indebtedness, the

capital stock of said company, issued under the authority of

either or both of the states of Connecticut and Massachusetts,

and outstanding on June 30th, 1914, is hereby held and declared

to be 1,571,179 shares of the par value, of $157,117,900, plus

premiums thereon amounting to $19,282,887.50, aggregating
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$176,400,787.50 as shown in the company's general statement

for the fiscal year ending June 30, 1914.

Said corporation may hereafter increase its capital stock by
the issue, from time to time, of such additional shares, either

general (to wit, common) or preferred, or both, as shall be ap-

proved by the public utilities commission, and with such pref-

erences and voting powers or with such restrictions or qualifica-

tions as to such preferred shares as shall be approved by the

public utilities commission; and authority in the premises is

herebj^ conferred upon the said commission. And if and when-

ever said corporation shall so increase its capital stock it shall

pay into the general treasury, for the use of the State of Rhode
Island, such proportion of the tax then imposed by the state

generally upon the increase in the capital stock of corporations

of this state, as the miles of road owned by said corporation in

this state bear to the total miles of road owned by said corpora-

tion, both within and without this state at the end of the fiscal

year of said corporation next preceding the time of such increase

of stock. But the above provision for payment of tax shall not

be construed to impose a tax upon the stock of said corporation

heretofore issued and now outstanding as aforesaid.

No preferred stock shall be issued until the same shall be

authorized by a vote of not less than two-thirds in interest of

all the outstanding stock of the company, at a meeting duly

called for that purpose.

Sec. 4. The sale of the property and franchises of The New
England Railroad Company to The New York, New Haven and

Hartford Railroad Company, under the authority of Chapter

252 of the acts and resolves passed by the general court of

Massachusetts, in the year 1905, is hereby ratified and approved;

and The New York, New Haven and Hartford Railroad Com-
pany shall be vested with the property and railroads of The
New England Railroad Company in this state, and with respect

to the same shall, without limiting or impairing any existing

rights, contracts, privileges and franchises, hereafter have, hold,

exercise and enjoy in addition thereto the rights, contracts,

powers, privileges and franchises, and shall be subject to the

duties, obligations and liabilities of The New England Railroad

Company.
Sec. 5. This act shall take effect from and after its passage,

and all acts and parts of acts inconsistent herewith are hereby

repealed.
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DEPAETMENT EEPOETS.

RATE AND TARIFF DEPARTMENT.

The work of the rate and tariff department of the Commission

has been continued along the Hnes outlined in the second

annual report, recording the constant changes in tariffs pre-

viously filed and filing and indexing new tariffs. The number

of tariffs filed this year is substantially 800. The extent of

changes in the rates aft'ected cannot, however, be. indicated by

the number of tariffs issued, as experience has led to changes

in the method of tariff making. The great number and variety

of tariffs in the file of the department, of course, makes any

detailed reference here impracticable, but the files and indices

are available for public use during the usual office hours. In

addition to the tariff work, complaints in relation to certain

traffic conditions and operating practices of common carriers

have, in many cases, been investigated, after conference with

the parties in interest, and informally adjusted by the depart-

ment.

Passenger Rates.

Increased rates for mileage tickets having become effective

in November, 1914, the railroads made corresponding increases

in the one way and multiple ride tickets. Local tariffs were

filed by the Boston and Albany, Boston and Maine and New
York, New Haven and Hartford roads to take effect on Janu-

ary 1, 1915. The old tariffs were quite irregular in their con-

struction and were based upon rates of from two to five cents a

mile. The new tariffs filed by the three railroad companies

were based upon a uniform rate of two and one-half cents a

mile except within the Boston Metropolitan district, where the

rate was two cents, but each tariff* differed from the others in

the method of computation. The tariff's of all three roads were

suspended by the Commission, hearings were held, the tariffs

were in principle approved by the Commission, the correct
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method of computation was indicated and those tariffs in which

that method had not been employed were revised and reissued,

taking effect on different dates during the spring and early

summer. The new tariffs, uniform on practically all of the

railroad mileage of the state, were computed more accurately

than the old, fractions being figured in the computations and

the published rates differed from the theoretical basis only by

the final fraction of a cent. A full discussion of these changes

will be found in the report of the Commission in the Railroad

Passenger Rate Case, printed in the appendix of this report.

Many so called trip tickets which had been issued for years

upon entirely different bases on different parts of the same

railroad property, have been reissued upon a uniform and com-

prehensive plan, so that the old inconsistencies have largely

disappeared. Some of the old tariffs furnished the minimum

fare when passengers bought a five-ride ticket, while between

other stations on the same division it was necessary to purchase

a 50-ride ticket to secure the lowest rate. Under the new

tariff filed by the Boston and Maine Railroad, as revised by

the Commission, a general basis of 25-ride family tickets at a

uniform mileage rate over the entire system has been substi-

tuted. The work of passenger tariff revision has not been abso-

lutely completed, as some minor adjustments remain to be

made after the distance tables now being prepared under the

direction of the Interstate Commerce Commission become

available.

Freight Rates.

Formerly shippers in certain cases, owing to peculiar local

conditions, were able to obtain special rates, which usually

applied only to one commodity between two definite points.

This custom developed objectionable features, as local influences

tended strongly toward inconsistencies approaching subtle dis-

crimination. The most satisfactory method for handling com-

modities which are not properly cared for by the class rates,

applied in connection with the official classification, appears to

be in many cases the construction of a commodity tariff" upon

a mileage basis. It is evident that such a tariff has the great

advantage of being available between any two points without

requiring the publication of special tariffs, involving a delay of
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thirty days or more. It naturally follows that the substitu-

tion of these general tariffs, which have retired large numbers

of individual tariffs, has placed the business of competing

shippers upon a much more equitable basis.

Express Rates.

The basis of express rates promulgated by the Interstate

Commerce Commission, early in 1914, for an actual trial of

two years by the large express companies, demonstrated that

the amounts allowed for light-weight shipments were insuffi-

cient; and the Interstate Commerce Commission, on July 30,

1915, approved a modified basis to become effective on Sep-

tember 1, 1915. No changes were made in the rates for ship-

ments of 100 pounds or over, although small packages were raised

somewhat, never exceeding five cents on any shipment. The

express companies submitted proof that the cost of collection

and delivery absorbed all, or nearly all, of the amounts received

on small shipments, leaving no provision for the cost of the

rail transportation involved. The original minimum charge for a

one pound package was fixed at 21 cents, of which the railroads,

under their contracts with the express companies, received nearly

one-half. This left about 11 cents for the express company's

part of the service, including collection and delivery, which

required at many points team or motor service for varying

distances which were controlled by local conditions. Out of

the 11 cents received the express company had to pay the

accounting expenses, insurance and return upon capital in-

vested as well as the cost of collection and delivery. Even
with the increase allowed, ranging from one to five cents a

shipment, it is claimed that the collection and delivery condi-

tions must be favorable, both as regards density of business

and distance involved, to avoid a deficit which in the end must

be met from amounts paid by other shippers. It is generally

recognized that, as far as possible, express business should con-

tribute at least its cost of handling, without absorbing revenue

collected upon other shipments.

A revised basis of express rates applicable between points

in Massachusetts and similar to that approved by the Inter-

state Commerce Commission and the commissions of other
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states, was allowed to become effective without hearing, as no

complaint in regard to such rates was made to the Commission.

In an attempt to bring expenses within the income allowed

by the new basis many drastic economies have been employed,

such as the consolidation of offices when located so that motor

trucks can cover the territory, thus saving office expenses.

Where the express company contracts to handle business to or

from a certain address, it may not be of interest to the shipper

whether the goods are taken from or' given to the railroad at

one station or another, but in the matter of shipments, upon

which it is desired to prepay the express charges, the elimina-

tion of offices has in some cases caused inconvenience. It is a

question whether the retrenchments have not sometimes com-

promised the service sufficiently to divert shipments to the

parcel post. There seems some reason for thinking that in the

interest of the companies themselves, as well as of the public,

some of the conveniences formerly furnished should be re-

stored by the companies.

Now that the basis of rates prepared by the large express

companies appears to be settled for the present, conditions

seem to invite the establishment of a uniform basis of rules

and rates for the smaller companies, which have continued to

use the old graduates for small shipments and to issue various

forms of receipts of uncertain value. It is intended to correct

unsatisfactory conditions now under observation in the imme-

diate future.

Street Railway Fares.

The tariffs issued by steam railroads on interstate business

have been regulated by the Interstate Commerce Commission

for over thirty years. The natural result has been the creation

of uniform schedules and practices. The intrastate street rail-

way companies have not profited by this educational work,

the result being that attempts to make definite tariffs upon the

different properties have depended very largely on the personal

views and ideas of local managements. Many of the small

properties were handled through traditions repeated from out-

going to incoming officials and, in the absence of definite rec-

ords, even fare limit locations were sometimes misplaced. The

conditions led to a request by the Board of Railroad Commis-

sioners for blue print records in order to establish official
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records of fares and fare limits. Unfortunately so many indi-

vidual views developed that the result was far from uniform.

Practices vary greatly on different roads, and while on one

line the fares would be collected between certain designated

points from all passengers in or boarding the car within that

section, on other properties it was possible to find in the same

car at one time passengers entitled to ride to three or more

different destinations because of a variety of overlaps and

transfer privileges. To establish a general scheme definite

enough to show briefly and clearly the actual facts as to fares

and fare limits, with sufficient elasticity to avoid causing arbi-

trary changes (interfering alike with the convenience of the

traveling public and the revenues of the company) has proved

a difiicult undertaking. The tariffs of steam railroads cover

transportation from station to station, while the limits of serv-

ice furnished in certain sections of such street railway lines

as operate in city centers, with complicated transfer systems,

make a problem very difficult to handle. After careful study

of the subject and frequent conferences with officials a general

basis was developed, the rates being published first by the

Middlesex and Boston Street Railway Company and later

adopted, with the necessary modifications, by a number of

other lines. Some tariffs not yet fully worked out are well

along, with promise of early completion, and as attention con-

centrates upon the few remaining lines, the work will soon be

completed and the trolley practices covered by as definite and

exact tariffs as can be found upon the steam railroads. Several

street railway companies, following the lead of the steam rail-

roads for higher rates, have filed with the Commission notices

of increases from the five cent to the six cent fare unit. The

tariffs of the Bay State and the Massachusetts Northeastern

companies, which were filed to become effective this fall, have

been suspended for hearing and investigation.

INSPECTION DEPARTMENT.

Railroads.

The inspection of railroads, railroads for private use and

street railways for the fiscal year ending June 30, 1915, was

made under the direction of George W. Bishop, chief of the
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inspection department, representing the Commission. The de-

partment has made a thorough examination of railroad and

railway properties in the commonwealth and the results ap-

pear in this report.

The inspection of steam railroads is less difficult and far

more satisfactory than that of street railways, as the tracks

are in plain view and it is possible to ascertain readily the

physical condition of the roadbed and track. Street railways

are generally constructed in streets or ways used by the public

for other purposes; the tracks are usually paved or back-filled

to the top of the rails, so that it frequently becomes necessary

to remove the covering to learn their true condition.

The condition of steam railroads wdth reference to roadbed

and tracks shows an improvement over the previous year. The

managements of the railroads have, irrespective of financial

difficulties, been generous in providing men and materials for

seasonably making necessary repairs.

The number of cross ties placed in the track during the

year was 2,237,968, as follows: —

Boston and Maine Railroad, 1,048,612

New York, New Haven and Hartford R.R. Co., . . . 895,338

Boston and Albany Railroad, 294,018

The number of miles of track, reckoned as single track, laid

with new rails was 142, as follows: —
Miles

.

New York, New Haven and Hartford R.R. Co., .... 66

Boston and Maine Railroad, 48

Boston and Albany Railroad, 28

The number of miles of track, reckoned as single track, laid

with relay rails was 173, as follows: —
Miles.

Boston and Maine Railroad, 78

New York, New Haven and Hartford R.R. Co., .... 70

Boston and Albany Railroad, 25

The railroads are lacking both in quantity and quality of

ballast to keep the tracks in good surface and alignment.

Only a small proportion of the main line tracks have in recent

vears received new ballast. Much of the gravel and sand
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ballast now in use has become so badly worn and mixed with

cinders that it puddles when wet and pumps from under the

ties when dry. The dust, when disturbed by passing trains,

is a great annoyance to the traveling public and to persons

residing near railroad locations. It cannot be successfully

claimed that track laid on a gravel or sand roadbed, properly

constructed and maintained, is not safe for the operation of

trains or does not ride as smoothly as rock ballasted track. It

is true, however, that rock ballasted track is more free from

dust at certain seasons of the year, and, where traffic is heavy,

the cost of maintenance probably would be reduced by its use.

It is estimated that the life of ties would thus be extended

about two years. Good gravel pits along the lines of railroads

are becoming very scarce, but rocks from which rock ballast

may be made are plentiful. Now that the weights of loco-

motives, cars and loads have been greatly increased, in the

opinion of the department it would be well for the railroads to

use rock ballast more freely.

Seven miles of rock ballast have been installed by the Bos-

ton and Maine Railroad in Massachusetts; the New York,

New Haven and Hartford Railroad Company has installed

thirty-nine miles, reckoned as single track; while the Boston

and Albany Railroad has installed 175 miles. This company,

about 1907, began the installation of rock ballast and has con-

tinued from that time to ballast with rock from thirty to

thirty-five miles of track annually. It is said to be the inten-

tion of the management to continue this work at about the

same rate until the main line tracks between Boston and

Albany and the Newton Highlands circuit are entirely bal-

lasted in this way. The cost of such work is estimated at

from $3,000 to $8,000 per mile, single track, with a probable

average cost of about $5,000 per mile.

The installation of rock ballast on lines of railroad in Mas-

sachusetts where the volume of traffic and other conditions

would justify it will require a large expenditure. In conse-

quence of this, and for the reason that the speed of all trains

must be greatly reduced wherever the change is in progress, it

would be reasonable to assume that the work must be extended

over a period of several years. As already indicated, the use
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of rock ballast will produce more satisfactory results than that

of gravel or sand ballast. This work should be carried forward

to completion as rapidly as conditions will permit.

Forest Fires.

During the inspection of railroads, which began about May
1, 1915, practically all of the lines in the state were covered.

The subject of forest fires on the locations of the railroads and

abutting land along the lines received special attention, and

these locations were carefully observed. It is probably true

that a less number of fires have occurred, supposedly set by

locomotives, during the past season than in any corresponding

period for several years. It is the practice of the railroads annu-

ally to mow and burn the brush and grass within their loca-

tions, and they are thus kept comparatively free from combusti-

ble matter. The companies have kept close watch of the spark

arresters and nettings in their locomotives, and have patrolled

the tracks during the dry season to watch for fires.

The New York, New Haven and Hartford Railroad Company

has given special attention to this subject in the Cape district.

It maintained a gang of about twenty-five men during the

past winter to remove the brush from its own location, and,

where arrangements with the owners could be made, from

abutting land. During the past two years it claims to have

expended about SI 8,000 for this purpose, and apparently now

has the matter well in hand in this district.

If the present policy of the management of railroads to guard

against forest fires is continued in the future, the number of

fires when compared with those of previous years will, without

doubt, be greatly reduced.

Grade Crossings.

Apparently very little attention was given to the subject of

avoiding crossings at the level of highways and traveled ways

in the original construction of steam railroads in this Common-

wealth, with two exceptions: the Boston and Lowell railroad

and the nothern extension of the New Haven and Northamp-

ton railroad. The seriousness of the construction of railroad

and highway grade crossings was not fully realized until the
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number of trains on the railroads and the number of vehicles

and pedestrians using highways had substantially increased.

Following this increase, delays and accidents became more fre-

quent at such crossings until the subject of protection at and

abolition of grade crossings became a live issue. While sev-

eral grade crossings were abolished at various times it does

not appear that previous to the year 1887 any important

progress was made toward reducing the number.

In accordance with the provisions of chapter 99 of the Re-

solves of 1888, the Governor, with the advice and consent of

the Council, appointed three competent and experienced civil

engineers, whose duty it was to investigate and report to the

General Court on or before the first day of February, 1889,

upon the subject of the gradual abolition of crossings of high-

ways and railroads at grade, with such suggestions and recom-

mendations as to the best method of accomplishing such aboli-

tion as should seem to them expedient. This committee

viewed the crossings, and, after giving the subject careful con-

sideration, reported their findings as required by the resolve

under which they were acting. The thoroughness and effi-

ciency of their work has in many instances been evidenced by

the adoption of their recommendations in specific cases where

the elimination of grade crossings has been carried into effect.

From various sources of information they reported 2,267 cross-

ings of highways and railroads at the same grade. Of these

792 were protected by gates, flagmen or bells, while 1,475 were

unprotected.

Closely following this report, the legislature in 1890 enacted

chapter 428, providing for the abolition of grade crossings.

Since that time the number has been reduced to 1,673, a re-

duction of 594 at a cost which was reported to have been, on

June 30, 1914, $41,497,242.52, divided as follows: —
Railroads' share, $25,878,066 04

Commonwealth's share, 10,407,806 27

Cities' or towns' share, 5,173,181 27

Amount paid from metropoUtan park loan fund for Win-
throp avenue crossing, Revere, 38,188 94

Of the remaining 1,673 crossings, on June 30, 1914, 1,029

were protected by gates, flagmen or bells, while 644 were un-
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protected. This indicates a substantial decrease in the num-

ber of grade crossings and also a substantial increase of pro-

tection during this period.

In addition to the protection now afforded by gates, flagmen

and bells, the managements of railroads have, from time to

time, upon order or recommendation of the Commission or of

their own volition, removed earth, trees, brush and other ob-

structions in the vicinity of crossings, to secure for persons

upon the highways a better view of approaching trains. This

work has been practically completed as far as obstructions

upon the railroad locations are concerned and as far as per-

mission from owners of adjoining land has been obtained.

These improved conditions at crossings, wherever such work

has been done, have afforded additional safeguards to the

traveling public.

The improvements made in traveled ways in recent years by

the Commonwealth and by cities and towns and the intro-

duction of automobiles in great numbers have in many instances

changed the course of traffic and greatly increased the use of

many grade crossings. Evidence obtained in recent investiga-

tions of accidents caused by the collision of automobiles with

railroad trains, through which seven persons lost their lives, as

well as from personal observation of narrow escapes from such

accidents in several instances, affords convincing proof that

responsibility rests not only upon the railroad management

but upon the persons using the public ways. The extent to

which railroad companies should be required to provide pro-

tection against the apparent reckless operation of automobiles

when approaching and crossing steam railroad tracks, has be-

come a serious question, and one difficult of solution.

Locomotives.

The number of locomotives operated in this commonwealth

on steam railroads and on railroads for private use is the

same as one year ago. The reports of persons and corporations

operating locomotives upon such roads, showing that their

locomotive boilers have been tested in compliance with regu-

lations prescribed by the Commission, and the monthly re-

ports of engine failures on steam railroads, have been checked

by this department.



1916.] DEPARTMENT REPORTS. Iv

The results obtained from the operation of locomotives in

the Commonwealth would seem to indicate that, while no new

locomotives were added by the steam railroads during the

year, the various companies have made earnest efforts to main-

tain their motive power in a reasonably good condition.

Much time has been devoted to the investigation of com-

plaints having reference to the sounding of locomotive whistles

and the smoke nuisance, seventeen complaints having been

investigated and adjusted in connection therewith; also to the

question of minimizing the number of forest fires supposed to

have been set by locomotives.

The number of locomotive inspections made at various

times and no defects found v\^as 4,4891 The number of loco-

motives inspected and found defective with reference to steam

leaking to obscure the vision of engine men, or having defec-

tive boilers, w^heels, spark arresters and ash pans, and called

to the attention of the proper officials and remedied, was 610.

The number of special examinations of spark arresters and ash

pans was 1,601.

Frog and Switch BlocJdng.

The number of pieces of foot blocking found to be missing

or ^defective, and called to the attention of proper officials and

remedied during the year, was 1,604.

Bridge Guards.

The number of bridge guards found defective, and called to

the attention of proper officials and remedied during the year,

was 959.

Steam Passenger Train Equipment.

During the year 9,519 passenger coach inspections were made
and no defects found. The number of coaches inspected and

found defective with reference to wheels, brakes, lighting, car

seat frames, missing emergency tools, or because of dirty condi-

tion, was 1,787.

Steam Freight Equipment.

Freight cars inspected and no defects found, 675; freight

cars inspected and found defective, 8; caboose cars inspected

and no defects found, 93; milk cars inspected and no defects

found. 111; milk cars inspected and found defective, 9.
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Passenger Stations.

The number of station inspections made at various times

where stations were found to be in good or fair condition was

4,346. The number found defective with respect to platforms,

lavatories, or because of untidy conditions, called to the atten-

tion of proper officials and remedied, was 120.

The repairs on passenger stations during the year were of a

minor nature, apparently little more than to insure safety. It

is to be hoped that a more liberal policy will be adopted to

improve passenger stations during the coming year.

Complaints.

The number of complaints in connection with railroad oper-

ation made to the Commission and investigated by this de-

partment was 36.

Accidents on Steam Railroads.

The number of fatal accidents to individuals investigated

was 273. The number of serious personal injuries investigated

was 44.

The number of derailments of trains investigated was 46.^

Private Railroads.

The records of the office show fifty-four private railroads in

the Commonwealth over which the Commission has supervi-

sion. During the year the management of every corporation,

person, firm or association on record as owning or operating a

railroad for private use has been provided with circulars and

blanks relative to making and reporting boiler tests and to

reporting accidents; also circulars with reference to the proper

maintenance of foot guards and bridge guards, the use of which

will promote the security of persons employed in the mainte-

nance and operation of such railroads and of the public.

Street Railways.

The condition of street railway properties in Massachusetts,

considered as a whole, is not very satisfactory. While several

systems are well maintained, many are in need of substantial

• For detailed statistics in reference to accidents on railroads see under the division " Rail-

road Statistics," supra.
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repairs. The managements of such street railway systems

usually express a willingness to make necessary repairs and

improve their property, but claim that the financial condition

of their companies will not permit it. It is to be regretted

that this claim is too often valid.

Locations for street railways are first obtained from the

ofiicials of the cities and towns in which the company proposes

to construct and operate, or in the case of locations on state

highways from the State Highway Commission, These loca-

tion grants contain varying conditions and regulations and

from the beginning of street railroading have necessitated the

abandonment of the uniformity so much to be desired in con-

ducting an enterprise of this kind. Companies have too fre-

quently, for the purpose of avoiding opposition in securing

locations, agreed to build on locations which involved heavy

grades with sharp curves, action always detrimental to safe

operation. The management of a street railway is often placed

at a disadvantage in not being able to properly elevate the

curves to avoid danger in operation, or excessive wear of track

and equipment and the overhead system.

When tracks are located on the side of the street or highway

the surface water flows upon and along the rails, which softens

the roadbed, leaving the tracks in bad surface and alignment,

while thawing and freezing weather in winter frequently seriously

affects the operation of cars.

Street railway companies are frequently required by munic-

ipalities to rebuild at a large expense sections of track which

with light repairs would be suitable for five or six years more

of wear. This is most unfortunate, as the money thus ex-

pended could otherwise be used to make repairs where they

are actually needed.

During the year the department has devoted a substantial

amount of time to the study of street railway traffic, and to

securing for the Commission information with reference to

"jitney" operation in Massachusetts.

The number of complaints in connection with street railway

operation investigated has been 62; the number of inspections

of new street railway tracks made as a preliminary to issuing

certificates of operation has been 124.
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Street Railway Equipment.

An order prescribing the height of street railway car steps

and fixing July 1, 1915, as the date when all changes necessary

to comply therewith should be completed, was issued by the

Commission under date of July 20, 1914. Several street rail-

way companies petitioned for further time in which to com-

plete the work, and in some instances, for good cause shown,

were granted an extension of time until July 1, 1916. Each

company granted an extension of time also received a copy of

the following letter: —

In granting the Street Railway Company an ex-

tension of time to July 1, 1916, in which to change the steps on its cars to

conform with the order of the Commission under date of July 20, 1914,

it is the expectation of the Commission that on or before the expiration

of the extension given, the steps on the cars of your company will be

changed to conform with the order, and that no further extension of time

will be requested with the expectation of favorable action thereon.

During the year, 3,613 car inspections were made and no

defects found. The number of cars inspected and found de-

fective with reference to wheels, brakes, lighting, car seat

frames, or through untidy conditions was 732.

The number of accidents due to broken or loose wheels,

broken journals and axles reported, was 67; miscellaneous acci-

dents investigated, such as collisions, personal injuries and

faulty operation, 455; accidents caused by spread rails, broken

rails, defective special work, poor surface and alignment of

track, 447. The number of fatal accidents to individuals in-

vestigated was 96.^

The records of the office show that the accidents caused by

persons coming in contact with either fenders or wheel guards,

or both, were: fatal accidents, 15; serious accidents, 16; not

fatal or serious, 252.

Lifting jacks were used eight times to extricate persons

from underneath cars. In five instances the time consumed

was five minutes each, in one instance twelve minutes, in

another nine minutes, in another eight minutes.

1 For detailed statistics in reference to accidents on street railways see under division " Rail-

way Statistics," supra.



1916.1 DEPARTMENT REPORTS. lix

Inquests.

The number of inquests attended by inspectors and assist-

ant inspectors during the year was 384.

The reports concerning the investigation of such accidents

as were specifically called to the attention of the Commission

will be found in full in the appendix to the Commission's

reports.

ENGINEERING DEPARTMENT.

Minor S. Jameson was appointed an assistant engineer in

this department March 1, 1915. Otherwise there has been no

change in the personnel of the department during the current

year.

During the year the department has investigated expendi-

tures on account of additions and betterments charged against

issues of capital stock previously authorized by the Commission

or upon which authority to issue capital stock or bonds was

desired by the Bay State, Boston Elevated, Holyoke, Spring-

field, West End and Worcester Consolidated street railway

companies, and by the Automatic Telephone Company of

New Bedford, the investigations including an examination of

the work done and the additions made to property.

The department has made examinations and valuations of

the property of the Blue Hill and Norfolk and Bristol street

railway companies; has examined the property and checked

the valuation, made by the company, of the New Bedford and

Onset Street Railway Company, and is making a valuation of

portions of the property of the Bay State Street Railway Com-
pany in connection with petitions for increases of fares.

In connection with the reorganization of the Warren, Brook-

field and Spencer Street Railway Company an examination

and valuation of the property was made.

Plans and investigations for the use of the Commission for

its report under chapter 149 of the Resolves of 1914 in relation

to transportation facilities in the metropolitan district were

completed.

In connection with the valuation of the steam railroads

under the direction of the Interstate Commerce Commission,

the department was represented at the hearings before Director
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Proiity at Washington on May 26-29. It has also endeavored

to keep in touch with the railroad valuation work now being

conducted by the division of valuation in this state.

As pointed out in another part of this report an investiga-

tion is being made in connection with the better protection of

the third rail on the Boston Elevated railway.

Under the authority of chapter 527, Acts of 1914, about

thirty-one days have been spent by the engineer attending

hearings and examining statements of expenditure, in connec-

tion with the elimination of grade crossings, for the department

of the Attorney-General.

Railroad Bridges.

Following is a statement regarding the bridges on the steam

railroads of the Commonwealth, accompanied by tables :
—

Table I gives the total number of bridges of each type, on

each of the railroads.

Table II gives the approximate total length of bridges of

stone, wood, and metal, on each road.

Table III gives a summary of the bridge work done during

the year ending June 30, 1915.
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Table II. — Length of Bridging of Wood, Stone and Metal, June 30, 1915.
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list on account of the span having been reduced to less than 10

feet.

On the Boston and Maine Railroad one plate girder span

has been filled; one framed trestle and one plate girder have

been rebuilt as pile bridges, and one I beam has been rebuilt

as a wooden stringer. Six pile bridges, three wooden stringers,

two plate girders and one I beam have been rebuilt in kind.

The following bridges have been strengthened or extensively

repaired, four stone arches, eleven plate girders, four riveted

trusses, four pin trusses, two pile bridges and two wooden

stringers.

On the New York, New Haven and Hartford Railroad three

plate girder bridges and one concrete arch have been built in

connection with the elimination of grade crossings at Clinton,

one two span deck Howe truss bridge at the Water Shops in

Springfield has been replaced by four spans of deck plate

girders, one plate girder has been constructed at Weir River to

allow passage of boats, a new two span reinforced concrete arch

bridge has been constructed at Seaside, one plate girder has

been replaced in kind, four I beams, twenty-seven plate gird-

ers, one riveted truss and eight pile bridges have been strength-

ened or extensively repaired.

On the New London Northern Railroad the usual mainte-

nance work has been continued with no new bridge construc-

tion or heavy repairs during the year.

During the year ending June 30, 1915, the following work

has been done by the bridge and signal department: —
The following statement gives the number of bridges which

have been inspected :
—

Highway bridges carrjang street railways, 175

Bridges used exclusively by street railways, 57

Steam railroad bridges, 422

Total, 654

Repairs were recommended on bridges as follows :

—
Highway bridges carrying street railways, 32

Bridges used exclusively by street railways, 10

Steam railroad bridges, 69

Total Ill
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Of the 2,116 bridges in the state carrying steam roads and

1,130 bridges carrying electric railways, all have been person-

ally inspected by the Bridge and Signal Engineer since January

1, 1914, with the exception of 271 steam road bridges and 551

bridges carrying street railways. Of the 551 street railway

bridges left to be inspected, 227 on the line of the Bay State

street railway were personally inspected by the present Bridge

and Signal Engineer prior to January 1, 1914, so that he is

thoroughly in touch with the situation on this road. If these are

counted out it leaves 324 electric railway bridges and 271 steam

road bridges, or a total of 595 to inspect for the first time.

The rebuilding of two street railway bridges was recom-

mended and one highway bridge carrying a street railway was

condemned and cars were forbidden to use it.

The strength of 128 bridges of all classes was computed.

In addition to this the specifications for bridges issued by

the Commission were revised and reissued under date of March

15, 1915.

The following street railway power plants were appraised in

connection with rate cases :

—
Middlesex and Boston. " New Bedford and Onset.

Blue Hill. Warren, Brookfield and Spencer,

Norfolk and Bristol.

The bridges on the Blue Hill street railway were also ap-

praised in connection with the rate case.

The cost of making changes in the Midland division bridges

between Boston and Readville was estimated in connection with

the study of metropolitan rapid transit by the Commission.

A circular was also compiled asking for certain statistics

with regard to street railway power plants and much informa-

tion was collected from the street railways on this subject, a

digest of which will be found in the Appendix.

Expert testimony was also given in the Worcester grade

crossing elimination case.

The above work was all done personally by the Bridge and

Signal Engineer.

Other work done in the department was as follows :

—
Forty-five interlocking towers and six lever stands were in-

spected. Recommendations of various kinds were offered in
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twenty-five cases of the above. In addition to this some fifty

different cases of changes in signals were investigated and re-

ports rendered where necessary.

Several tentative layouts of signals were made for proposed

extension of rapid transit in the metropolitan district and esti-

mates of cost of same given. A tentative layout of signals was

made for the East Boston tunnel. Three automatic stops were

investigated.

Four accidents which occurred in signalled territory were in-

vestigated so far as the signals were concerned and reports

made. In one case an additional safeguard was recommended

which has been installed.

Besides the above throughout the year at varying times every

mile of railroad in the state which is signalled was ridden over

and the operation of signals observed from the locomotive,

both by day and night.

The above work was done jointly by the Bridge and Signal

Engineer and the Assistant Signal Engineer. In addition to

the above, the Assistant Signal Engineer was engaged on valu-

ation of overhead construction on the Norfolk and Bristol

street railway, the Blue Hill street railway, the New Bedford

and Onset street railway and the Warren, Brookfield and Spen-

cer street railway, this occupying more than a month of his

time. In addition, he assisted Special Engineer Bennett on

traffic studies on the Boston Elevated railway, spending about

two months on this work, and worked on traffic studies on the

Boston Elevated in the vicinity of Meeting House Hill, and on

the Blue Hill street railway, consuming another month.

The replacing of ball signals as ordered by the Commission

under date of June 18, 1913, has progressed, the following

changes having been made during the year ending June 30,

1915: —

Boston and Maine Raihoad:—
North Street, Salem, discontinued.

Gardner, replaced by interlocking plant.

Shelbmne Falls, replaced bj^ semi-automatic yard signals.

North Andover, replaced by semaphore signals.

Tewksbury Junction, replaced by interlocked signals.

7obum, Green Street, discontinued, change made in automatic signal

location.
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There are now thirteen locations in Massachusetts where ball

signals are still in operation. Plans are under way for replacing

these signals and the work is apparently being pushed as rapidly

as circumstances will allow.

TELEPHONE AND TELEGRAPH DEPARTMENT.

The work of this department, which was established in Jan-

uary, 1914, has continued along the lines indicated in the last

annual report.

The Commission is authorized to require adequate telephone

and telegraph service without discrimination. The department,

however, is not yet convinced that it is practicable or desirable

to attempt to achieve that result by setting up definite and

arbitrary traffic and plant standards for telephone service.

While the department believes that this matter is deserving of

further study and consideration, the methods outlined in the

last annual report will, for the present at least, be continued.

These include the inspection of traffic and plant conditions at

various exchanges, either as a result of complaints or upon the

initiative of the department, service tests and canvasses of

subscribers for the purpose of ascertaining the sentiment of

the community as to the quality of service, and conferences

with the company in connection with the adjustment of com-

plaints.

Where complaint is made of any service conditions, such as

excessive delay in the installation of new service or in the

restoration of service after interruption, it is customary to

assign an inspector to examine the records and, wherever neces-

sary, the plant and equipment of the exchange involved. When
the conditions in the exchange visited are found in any respect

unsatisfactory, a report is made to the office of the vice presi-

dent of the company. As a result of such reports many im-

provements in plant and service conditions have been made with

a view to the prevention of similar troubles in the future.

The plant inspector of the department, between May 25

and November 30, made 116 visits of inspection to 5G different

exchanges, 45 of which were in the metropolitan district. Of

these inspections 60 were the result of complaints, and the

remainder upon the initiative of the department. During the
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year the traffic inspector made complete studies at 15 exchanges

and spent seven days and evenings at the company's central

observing board on general observation work. From this

board, it is possible to observe the service in a majority of the

exchanges within the metropolitan district, the average daily

number of exchanges under observation being about 30. In

addition, the same inspector made special observations at local

exchanges as a result of complaints. When complaint is made
either of the service furnished by the Company or of the mis-

use of a party line by other subscribers, the company, at the

request of the department, frequently places lines under obser-

vation for periods ranging from three days to two weeks.

In connection with the work started by the department

during the year 1914 in the matter of excessive use of service

on party lines, the results have been very gratifying and re-

ports have come both to the department and to the company

indicating a general desire on the part of subscribers to co-op-

erate in the elimination of this most serious obstacle to a

reasonable standard of service on party lines.

As to complaints, the following may be cited as illustrative

of the work of the department: —
Mr. X. complains that his application for service has been on file for

some time, and that he is unable, according to the report of the company,

to get service owing to "lack of facihties." Investigated by department,

and service furnished within twenty-four hours.

Mr. Y. reports to the department the loss of a large percentage of in-

coming calls, causing him heavy monetary loss, and that this condition

had continued for a considerable period. /ithin two hours an inspector

from the department had located the trouble.

Mrs. W. reports being xmable to use her hne except occasionally during

the late afternoon and evening, owing to excessive use by another sub-

scriber on the hne. An observation showed that the party complained

of was using the Hne for periods ranging from twenty to fifty minutes on

miimportant social matters, and that the frequent requests by Mrs. W.
and others for permission to use the service were denied, sometimes in

very emphatic language. This matter was adjusted by requiring the

offending subscriber to take a service commensurate with his needs.

Of the complaints received there were some 125 cases requir-

ing the services of an inspector. The complaints cover almost

every phase of telephone service and have, in almost every in-

stance, been adjusted to the satisfaction of the subscribers.
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It has been the aim of the department to encourage the filing

of complaints and inquiries by telephone, with the result that

a large number of such cases are disposed of with a minimum
of delay and red tape.

In the hearings before the mercantile affairs committee of

the legislature on matters affecting telephone rates and service,

the Commission was represented by the chief of the department.

Several of these measures found their way to the Commission

either by legislative reference for investigation and report or

by petition to the Commission. To the more important of

such measures a brief reference may be made. The House of

Representatives requested the Commission to furnish certain

information as to the relations between the American Telephone

and Telegraph Company and the New England Telephone and

Telegraph Company and as to certain other matters affecting

the rates charged by the latter company. The report of the

Commission in response to that request was printed as House

document No. 1856, and will be found in the appendix.

Petitions involving a fundamental inquiry into the rates and

service of the New England Telephone and Telegraph Company
w^ere filed with the Commission after the legislature had found

that no legislation was necessary in relation thereto. These

petitions have been placed on file at the request of the petition-

ers until the question of an appropriation sufficient for the

purposes of such an inquiry has been passed upon by the legis-

lature.

A bill relative to the installation of meters at subscribers'

stations for the registration of measured calls received an adverse

report in the legislature upon the ground that the proponents had

their appropriate remedy through petition to the Commission.

A petition of the same general tenor as the legislative bill was

accordingly filed with the Commission and after hearing thereon

the Commission issued an order, which will be found in the

appendix, directing the company to reduce the annual charge

for such meters from $3 to $1.50.

In the matter of rates for extension sets, which the Commis-

sion has been asked to investigate under chapter 42 of the

Resolves of 1915, several conferences have been held with the

petitioner, and it is probable that a public hearing will have
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been held and a decision rendered before the legislature con-

venes.

In the matter of four-party service, which was restored to

the schedule in 1914 by order of the Commission, subscribers,

on and after February 1, 1916, will enjoy divided ringing, or in

other words they will hear but one ring in addition to their

own. This change was agreed to by the company on recom-

mendation of the Commission.

The toll service of the New England Company was somewhat

demoralized during the summer months. The delay on toll

service between Boston and important toll points in the state

became so general that the inspectors of the department were

directed to make a special investigation of this matter. It

was discovered that the company was short of circuits, that

calls were frequently held up for periods ranging from a half

hour to two hours or more, and that the ordinary supervision

applying to such service was very much reduced.

The department has recently received a lengthy report from

the company showing the conditions under which the service

was handled. The claim of the company in connection with

this failure of service is that it was impossible to have foreseen

the extraordinary traffic which developed during that period

and that provisions had been made to handle the normal

increase. A complete study is being made of this phase of the

service, with a view to making such recommendations as will

minimize the possibility of a recurrence of similar conditions.

It may also be pointed out that it was impossible, during

the continuance of the conditions described, to inform sub-

scribers of the amount of toll charges at the completion of

their calls, owing to the heavy demands upon the operators

because of insufficient circuits to properly distribute a largely

increased volume of traffic. As a result of improvements

already made this particular cause of complaint has been re-

moved, so that it is now possible for subscribers to be in-

formed promptly of the amount of their toll charges.

The chief of the department attended the hearings in con-

nection with the inquiry into the local rate situation in New
York City in the early part of the year, and was assigned by
the Commission to attend the annual convention of the Na-
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tional Association of Railway Commissioners at San Francisco

in October, Avhich was attended by representatives of over thirty

state commissions, and at which important problems of telephone

and telegraph rates and service were made the subject of

report and discussion.

When the American Telephone and Telegraph Company a

few years ago acquired control of the Western Union Telegraph

Company, certain plans were developed for a closer co-ordina-

tion of the two services. The Western Union company at

certain points discontinued the independent operation of the

telegraph service, which it had previously furnished either at

railroad stations or in separate offices of its ow^n, and trans-

ferred it to the offices of the New England Telephone and

Telegraph Company, where it was handled by Morse operators

in the employ of that company under a financial arrangement

with the Western Union Telegraph Company. Early in the

present year the Western Union company inaugurated a

change of policy under which these arrangements with the

New England Telephone and Telegraph Company are being

terminated and the old conditions of independent operation are

being restored.

Similarly under former contracts between the two companies

the New England Telephone and Telegraph Company, acting

as agent of the Western Union company, at certain places

where no telegraph facilities existed, accepted telegraph messages,

whether transmitted by telephone or delivered over the counter,

and forwarded them by telephone to the nearest telegraph sta-

tion where they were received by the Western Union Telegraph

Company and sent through to destination. A similar arrange-

ment existed in regard to incoming telegraph messages, the

telephone company in that case acting as an agent for delivery,

either by telephone message to a subscriber's station or by

messenger delivery. Under this arrangement the telephone

charge was absorbed by the Western Union company and the

amount of the regular telegraph charge was prorated on an

agreed basis between the companies.

The Western Union Telegraph Company has undertaken to

terminate that arrangement by requiring persons using the

telephone in connection with the receipt or transmission of
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telegraph messages to pay the regular telephone charge in

addition to the ordinary rate for the telegraph message. Tariffs

making these new rates effective at certain points were re-

cently filed by the Western Union company. After a hearing

thereon the company at the suggestion of the Commission

withdrew these tariffs upon the understanding that it might

file a complete schedule at a later date, which would be con-

sidered as a whole by the Commission.

A bill was filed in the legislature seeking to require the stock

quotation companies which now furnish ticker service only to

applicants approved by the New York Stock Exchange, to

furnish such service to all applicants without discrimination.

This measure was given leave to withdraw on the ground that

it came within the jurisdiction of the Public Service Commis-

sion. The matter then came before the Commission on peti-

tion of Calvin H. Foster, a stock broker, seeking to compel the

ticker companies, the Gold and Stock Telegraph Company

(Western Union Telegraph Company, lessee) and the United

Telegram Company to furnish him service which he had pre-

viously enjoyed but which had been withdrawn by order of

the New York Stock Exchange. After a public hearing the

Commission found that the action of the companies in this

case constituted an unjust discrimination and ordered them to

cease such discrimination by a restoration of the service. An
appeal from this decision was entered by the companies in the

Supreme Judicial Court, where the case is now pending.

The department organization remains the same, consisting of

a chief and two inspectors. The telegraph inspector, Mr. John

J. Donovan, resigned early in the year, and was succeeded by

Mr. Michael J. Conley, who came to the department after

twenty years of practical experience in telephone plant work.
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EAILEOAD STATISTICS.

Annual returns for the year ending June 30, 1915, have been

received from thirty-six railroad corporations, also one return

has been received from a canal company, and one return from

a sleeping car company.

There was returned the past year a net increase of ,23 of a

mile of railroad line located in this Commonwealth, caused by

additions and remeasurements. There w^as a decrease of 3.01

miles of second main track, .01 of a mile of third main track,

.08 of a mile of fourth main track and an increase of 3.31 miles

of side track.

There are now in Massachusetts 2,125.72 miles of main and

branch railroad line. The total length of railroad track within

the Commonwealth, including second, third and fourth main

track and side track, is 4,928.02 miles.

Statistics.

The following compilations of statistics are from the returns

of the several railroad companies to the Commission for the

year ending June 30, 1915.

The 4.20 miles of road owned by the Hartford & Connecticut

Western, located in this Commonwealth and operated by the

Central New England, are not included in the following tables

and statistics.

The following table gives the length of railroad line and track

in this Commonwealth June 30, 1915, as compared with the

previous } ear :

—
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Railroad Mileage in Massachusetts, 1914- and 1915.

RAILROAD MILEAGE.
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Mileage Operated.

The length of railroad line operated b}^ the Massachusetts

companies, within and without the Commonwealth, including

roads operated under lease or contract as well as roads owned,

is 5,306.29^ miles; and the total length of track so operated is

10,734.97^ miles, — as shown in detail, with the increase or

decrease for the year, in the next table :
—

Mileage Operated by Reporting Companies, 1914 o^*^ 1915.

MILEAGE OPERATED.
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Assets, June SO, 1914 and 1915.

ASSETS.

Road and equipment, ....
Improvements on leased railway property,

Sinking funds

Deposits in lieu of moitgaged property sold, •

Miscellaneous physical property.

Investments in affiliated companies,

Other investments,

Current assets, ......
Deferred assets

Unadjusted debits,

Grand total,

1914.

5508,270,752 63

10,993,351 79

1,721,221 45

8,681,372 29

209,814,422 81

47,171,613 91

44,656,550 31

2,571,269 03

3,756,378 57

$837,636,932 79

1915.

1510,217,951 21

10,207,812 25

1,239,653 83

5,668,141 97

219,845,418 31

42,051,302 68

37,367,007 82

3,844,766 23

4,242,518 18

8834,684,572 48

Increase.

$1,947,198 58

785,539 54*

481,567 62*

3,013,230 32*

10,030,995 50

5,120,311 23*

7,289,542 49*

1,273,497 20

486,139 61

$2,952,360 31*

* Decrease.

Liabilities, June 30, 191 J,, and 1915.

LIABILITIES.

Capital stock, common.

Capital stock, preferred, .

Total capital stock,

Premium on capital stock.

Funded debt,

Notes, . . . .

Open accounts, .

Current liabilities.

Deferred liabilities.

Unadjusted credits, .

Appropriated surplus,

Profit and loss (surplus), .

Grand total.

1914.

$283,641,

25,009,

015 70

800 00

$308,650,

34,602,

350,851,

409,

618,

89,226,

14,023,

18,574,

8,993,

11,684,

,815 70

875 21

100 00

957 98

987 14

517 87

814 30

976 83

555 44

332 32

$837,636,932 79

1915.

$283,712,015 70

25,009,800 00

$308,721,815 70

34,602,875 21

348,692,100 00

175,000 00

632,536 58

92,969,130 60

12,208,957 01

14,970,989 23

8,275,610 22

13,435,557 93

$834,684,572 48

Increase.

$71,000 00

$71,000 00

2,159,000 00*

234,957 98*

13,549 44

3,742,612 73

1,814,857 29*

3,603,987 60*

717,945 22*

1,751,225 61

32,952,360 31*

Decrease.

Capital Stock and Dividends.

The aggregate capital stock June 30, 1915 (not including the

premiums on sale of capital stock as returned in the form of

return), of the thirty-three corporations making returns was
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$308,721,815.70, — an increase of $71,000.00 over the previous

year, resulting from an addition as follows :
—

Addition:—
Nantucket, $75,000 00

Deduction :
—

Boston & Providence, 4,000 00

Total addition, $71,000 00

The total amount of dividends declared during the year was

$7,292,239.75, — a decrease of $2,358,656.75 from the previous

year.

Twenty-one corporations declared dividends varying in rate

from 2 to 14 per cent; the following table gives the name of

the dividend paying companies, the rate per cent, and amount

of dividend declared:—

NAME OF COMPANY.
Amount

of Dividends
Declared.

Attleborough Branch

Boston & Albany,

Boston & Lowell,

Boston & Providence,

Boston, Revere Beach & Lynn

Chatham,

Connecticut River

Fitchburg, »

Holyoke & Westfield

Lowell & Andover

Nashua & Lowell,

New London Northern,

North Brookfield,

Norwich & Worcester, i

Old Colony,

Pittsfield & North Adams

Providence & Worcester,

Stony Brook

Union Freight,

Vermont & Massachusetts,

Ware River,

I Preferred stock only.

12,634 00

2,187,263 75

614,352 00

399,600 GO

51,000 00

3,410 00

323,330 00

943,000 00

36,400 00

56,250 00

72,000 00

142,500 00

2,250 00

240,000 00

1,560,580 00

22,500 00

360,000 00

21,000 00

20,090 00

191,580 00

52,500 00
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The amount of capital stock of the twenty-one dividend-

paying companies was $102,436,725.00^, on which the average

rate of dividend was 7.11 per cent.

The following table gives the total capital stock outstanding

at the end of the year; the net income available for dividends

(after paying all expenses, interest, taxes, rentals and other

charges); the amount of dividends declared; and the average

percentage of dividends to total capital stock, for each of the

last ten years :
—

Capital Stock, Net Income and Dividends, 1906-1915.

YEARS.
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Income and Expenditures.

The total income of the companies from all sources, for the

year ending June 30, 1915, was $152,759,751.50, and the total

expenditures, including dividends declared, were $150,870,641.26,

showing a net surplus for the year of $1,889,110.24 to be added

to the surplus account.

The sources of total income, and the amount derived from

each source as compared with the previous year, were as

follows :
—

Total Income, 1914 and 1915.

INCOME.



1916. RAILROAD STATISTICS. Ixxix

Operating Revenues and Expenses.

The operating revenues and expenses of operation for the

past year are classified, and compared with those of the previous

year, in the following table :
—

Operating Revenues and Expenses, 1914 cii^d 1915.

REVENUES AND EXPENSES.

Freight revenue,

Passenger revenue,

Excess baggage revenue, ....
Sleeping, parlor, and chair car revenue, .

Mail revenue

Express revenue,

Milk revenue,

Other rail-line revenue, ....
Total rail-line transportation revenue.

Water-line transportation revenue, .

Incidental operating revenue, .

Joint facility operating revenue.

Total railway operating revenues,

Operating expenses,

Net revenue from railway operations,

1914.

50

,992,979 43

,874,772 73

306,715 00

588 50

,704,272 70

,687,614 08

578,348 83

,982,612 671,

$130,127,903 94

2,325,839 47

775,589 63

1,229,333 04

,633,342 85

?133,

101,

$31,595,990 19

1915.

$69,664,515 55

50,326,579 00

284,538 01

12,596 58

1,747,252 61

4,642,633 12

848,317 50

1,662,994 95

$129,189,427 32

17,124 86

3,918,734 91

711,647 54

$133,836,934 63

95,884,771 04

$37,952,163 59

Increase.

$328,463 88*

548,193 73*

22,176 99*

12,008 08

42.979 91

44.980 96*

269,968 67

319,617 72*

$938,476 62*

17,124 86

1,592,895 44

63,942 09*

$607,601 59

5,748,571 81*

5,356,173 40

Decrease.

The next table shows the revenue from passenger service and

freight service respectively, the other revenue from operation,

and the total operating revenues on all of the roads for each of

the past ten years :
—
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Total Revenue from Operation for Ten Years, 1906-1915.

YEARS.
Revenue
from

Passenger
Service.

Revenue
from

Freight
Service.

Other
Revenue
from

Operation.

Total
Operating
Revenues.

1906,

1907.

1908,

1909,

1910,

1911,

1912,

1913,

1914,

1915,

$46,862,016

49,029,986

49,038,322

48,458,423

52,995,871

55,602,106

57,142,152

59,553,665

58,984,655

57,861,917

$57,907,011

61,226,631

55,687,041

56,945,111

64,070,157

65,038,750

68,266,492

72,867,194

69,992,980

69,664,516

$1,185,425

1,177,322

1,584,123

2,702,238

3,074,965

3,318,634

3,665,667

4,189,454

4,251,698

6,310,502

$105,954,452

111,433,939

106,309,486

108,105,772

120,140,993

123,959,490

129,074,311

136,610,313

133,229,333

133,836,935

Ratio of Operating Expenses to Operating Revenues.

The following table gives in like manner the total operating

revenues, the operating expenses, the ratio of operating expenses

to total operating revenues, and the net revenue from operation

for all the companies for ten years :
—

Ratio of Operai
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Income and Expenditures of the Theee Leading Rail-

roads IN the Commonwealth.

The following table shows in detail the revenues, income and

expenditures of the three leading railroads of the Common-

wealth as returned for the year ending June 30, 1915: —

Revenues, Income and Expenditures for the Year Ending June 30, 1915.

Boston &
Albany.

'

Boston &
Maine.

New York,
New

Haven &
Hartford.

Revenue from freight,

Revenue from passengers, . . . .

Revenue from other transportation, . . .

Revenue from incidental operations,

Revenue from joint facility,

Total railway operating revenues.

Net revenue from miscellaneous operations, .

Nonoperating income,

Total income, .......
Operating expenses,

Per cent of operating expenses to operating revenues.

Taxes,

Hire of equipment,

Rent of leased roads,

Joint facility and other rents

Interest on funded debt, ......
Interest on unfunded debt,

Other deductions,

Total deductions,

Net income,

Income applied to sinking and other reserve funds,

Dividend appropriations of income.

Rate per cent, ........
Other deductions,

Total appropriations of income,

Surplus for the year,

$8,506,593 81

5,870,212 47

1,485,910 98

623,951 03

65,832 04

$27,042,879 45

15,502,196 69

2,965,788 31

1,159,674 42

2,509 97

$31,179,318 71

27,010,798 83

4,520,810 05

2,025,030 59

643,305 53

$16,552,500 33

353,380 73

$46,673,048 84

1,230,654 29

$65,379,263 71

1,193 34

5,855,051 40

$16,905,881 06 $47,903,703 13 $71,235,508 45

$11,705,313 83

70.72

720,454 64

1,276,813 93

3,141,279 82

202,127 96

1,538 26

$35,909,771 58

76.94

1,978,223 09

1,503,589 35

5,589,405 41

169,705 01

1,732,140 00

1,271,581 00

5,944 26

$44,126,623 76

67.49

2,743,921 47

598,100 97

6,228,999 11

2,932,986 85

9,380,046 38

1,800,276 96

1,116,581 52

$17,047,528 44 $48,160,359 70 $68,927,537 02

$141,647 38d $256,656 bid $2,307,971 43

$77,805 56

$16,571 31

$16,571 31 $77,805 56

$158,218 69d $334,462 13d $2,307,971 43

1 Operations of the New York Central Railroad, lessee. d Deficit.

The miles of track owned, and also track operated June 30,

1915, of the three leading railroads of the Commonwealth, are

stated in detail in the following table: —
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Miles of Track Owned and Operated June 30, 1915.

Boston &
Albany
(Miles).

Boston <S

Maine
(Miles).

New York,
New

Haven &
Hartford
(Miles).

Track Owned.
Main line and branches.

Second track.

Third track

Fourth track.

Side track, ....
Total track owned.

Track Operated.
Main line and branches,

Second track,

Third track, .

Fourth track.

Fifth track, .

Sixth track,

Side track, .

Total track operated,

303.63

218.83

83.87

24.84

382.84

725.43

235.43

2..56

415.78

392.97'

218.83

83.87

24.84

412.23

1,379.20

2,301.90

590.62

8..39

2.02

1,353.75

1,132.74 4,256.68

1,234.66

482.24

62.51

61.76

800.53

2,641.70

2,004.58

834.85

129.97

128.76

9.68

9.64

1,417.78

4,535.26

1 Operated by New York Central Railroad, lessee.

Revenues and Expenses per Mile of Road Operated'.

The average operating revenues and expenses of operation,

and the net operating revenue per mile of road operated by

all the companies for the past ten years and by the three

leading companies for the last year, are shown in the following

tables :
—

Revenues and Expenses per Mile of Road Operated, 1906-1915.

YEARS.
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Operating Revenues and Expenses per Mile of Road Operated (Three Roads)

in 1915.

RAILROAD COMPANIES.

Boston & Albany,

Boston & Maine,

New York, New Haven & Hartford,

Total
Operating
Revenues.

$42,122

20,276

32,615

Operating
Expenses.

$29,787

15,600

22,013

Net
Operating
Revenue.

§12,335

4,670

10,602

Operating Revenues and Expenses per Revenue-Train Mile.

The average operating revenues and expenses of operation,

and the net operating revenue, per total mile run by trains

earning revenue, on all the roads, for each of the last ten years,

are stated in the following table :
—

Operating Revenues and Expenses per Total Revenue-Train Mile 1906-

1915.

YEARS.
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The average gross passenger revenue per passenger-train mile

and the gross freight revenue per freight-train mile, and the

total operating revenues, expenses and net operating revenue

per total revenue-train mile of the three leading railroads of the

Commonwealth are given for the last year in the preceding

table.

The expenses of operation per passenger-train mile and per

freight-train mile, respectively, cannot be stated, because the

operating expenses of the passenger service department are not

kept by the companies separately from those of the freight

service department.

The ratio of operating expenses to operating revenues of the

three leading railroads of the Commonwealth for the year end-

ing June 30, 1915, is given in detail in the following table: —

Ratio of Operating Expenses to Operating Revenues (Three Roads) in 1915.

Boston &
Albany.

Boston &
Maine.

New York,
New

Haven &
Hartford.

Maintenance of way and structures.

Maintenance of equipment,

Traffic

Transportation,

Miscellaneous operations, .

General expenses,

Total operating expenses,

11.86

12.25

1.43

40.77

2.00

2.41

70.72

15.42

14.35

.95

43.26

.43

2.53

76.94

11.82

14.95

.72

36.64

.90

2.46

67.49

Operating Expenses per Revenue-Train Mile (Three Roads) in 1915.
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The next table gives the cost of repairs per locomotive and

per car on each of the same three roads the last year: —

Cost of Repairs per Locomotive and per Car (Three Roads) in 1915.

RAILROAD COMPANIES.
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The next table shows the revenue-train mileage on each of

the three leading railroads of the Commonwealth for the last

year :

—

Revenue-Train Mileage {Three Roads) in 1915.
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The passenger mileage on the three leading railroads during

the last year was as follows :
—

Passenger Mileage {Three Roads) in 1915.

RAILROAD COMPANIES.
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Freight Mileage (Three
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Average Passenger Fare per Mile (Three Roads) in 1900, 1908 and 1912-

1915.

RAILROAD COMPANIES.
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The following table shows the average rate per ton mile on

the three leading railroads of the Commonwealth, taken singly

and as a group, in 1900, 1908, and for each of the last four

years, 1912 to 1915, inclusive: —

Average Freight Rate -per Ton Mile {Three Roads) in 1900, 190S and 1912-

1915.

RAILROAD COMPANIES.
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Average Nuviher of Employees, 1906-1915.

YEARS.
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t^
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In addition to the foregoing, there were reported during the

year 34 accidents which involved serious detention of passenger

trains or damage to property, but resulted in no personal

injuries.

The total number of persons killed and injured during the

year ended June 30, 1915, namely, 480, shows a decrease of

43 from the aggregate number reported for the preceding fiscal

year, and a decrease of 334 from the average number reported

annually for the preceding ten years. Of the total number of

casualties, 232 were fatal, as against 258 reported for the year

ended June 30, 1914, and as against 282, the average number

of fatalities reported annually for the preceding ten years;

while 248 were not fatal, as against 265 reported during the

year ended June 30, 1914, and as against an average of 532

for the preceding ten-year period.

The percentage of passengers, employees, travellers on high-

way at grade crossings, and trespassers killed and injured dur-

ing the year ended June 30, 1915, to the total number of

casualties, is shown by the following table :
—

Killed. Injured. Total.

Passengers,

Employees

Travellers on highway at grade crossings,

Trespassers

other . • .

Total,

4.31

19.40

11.21

59.48

5.60

19.35

41.13

7.26

27.02

5.24

12.08

30.62

9.17

42.71

5.42

100.00 100.00 100.00

Passengers.

Ten passengers were killed and 48 injured during the year.

Of the total fatalities to passengers, all were reported to have

occurred as the result of their own imprudence or negligence.

Of the number of passengers injured, namely, 48, 26 were

reported as injured from causes beyond their control, while 22

were reported as injured through their own imprudence or

negligence. The total number of passengers killed and injured

during the preceding year was 10 and 38 respectively; the

average number of passengers killed and injured annually dur-

ing the years 1905-1914 was 12 and 80 respectively.
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The character of accidents to passengers during the year

ended June 30, 1915, is shown by the following:—

CHARACTER OF ACCIDENT. Injured.

Collision,

Falling,

Crossing track, ....
Getting on or off trains, cars, etc..

Side obstruction,

Other

Total,

The following table shows the ratio of passengers killed and

injured to the total number of passengers carried and miles

travelled by passengers on railroads in Massachusetts during

the years ended June 30, 1914 and 1915: —

PASSENGERS CARRIED, ETC. 1915.

Number of passengers carried in Massachusetts,

'

Passenger miles travelled in Massachusetts, ^

Passengers killed by causes beyond their control, .

Ratio to total passengers carried, ....
Ratio to total passenger miles travelled.

Passengers injured by causes beyond their control.

Ratio to total passengers carried, ....
Ratio to total passenger miles travelled.

Passengers killed by their own fault or want of care.

Ratio to total passengers carried, ....
Ratio to total passenger miles travelled.

Passengers injured by their own fault or want of care.

Ratio to total passengers carried,

Ratio to total passenger miles travelled,

134,601,382

2,367,591,191

10

1 to 13,460,138

1 to 236,759,119

10

1 to 13,460,138

1 to 236,759,119

28

1 to 4,807,192

1 to 84,556,828

127,428,148

2,222,716,274

26

1 to 4,901,083

1 to 85,489,087

10

1 to 12,742,815

1 to 222,271,627

22

1 to 5,792,189

1 to 101,032,558

' The total number of passengers carried and the total passenger miles travelled in Massachu-

setts are estimated to be about 80 per cent of the total number carried and travelled on the sev-

eral roads, both in and out of the State.
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Employees.

During the year 45 employees were killed and 102 were

injured, as against 64 killed and 138 injured during the pre-

ceding twelve months. The average number of employees killed

and injured annually during the preceding ten years was 83

and 347, respectively.

The number of employees killed and injured during the

year ended June 30, 1915, classified by character of employ-

ment, is shown by the following :
—

CHARACTER OF EMPLOY-
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The following table shows the character of accidents to

employees during the year ended June 30, 1915: —
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Tres'passers.

The total number of trespassers killed during the year ended

June 30, 1915, was 138; the number of trespassers injured was

67. During the preceding year 148 trespassers were killed and

73 injured, while the average number killed and injured an-

nually for the preceding ten years was 148 and 64 respectively.

The character of accidents to trespassers during the year

ended June 30, 1915, is shown by the following: —

CHARACTER OF ACCIDENT.

Collision,

Overhead or side obstruction, . . .

Falling, ^

Walking on or crossing track, ....
Getting on or off cars, trains, etc.,

Other,

Total,

Injured.

Other Persons.

Five persons were reported killed and 10 injured during the

year, classified as follows :
—
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EAILWAY STATISTICS.

Annual returns for the year ending June 30, 1915, have been

received from fifty-three railway companies.

A return was also received from the receiver of the Warren,

Brookfield & Spencer for the period during which this railway

was operated by him.

Companies added to the List.

During the year one company was organized under the

general law and added to the list, being the purchaser of the

railway sold at receiver's sale; the Worcester & Warren, pur-

chaser of the Warren, Brookfield & Spencer.

Company dropped from the List.

During the year one company was dropped from the list, as

follows: the Warren, Brookfield & Spencer, the property having

been sold at receiver's sale to a new corporation formed as

before stated.

Operation of Companies.

There were at the end of the year fifty-three existing

companies; of this number, thirty-eight operated their railway

and fifteen were operated under lease or contracts by other

companies.

Railway Mileage.

New Mileage.

There was an increase during the past year in the mileage of

the Massachusetts companies of 16.020 miles of street railway

line, and an increase of 8.412 miles of second track, making a

total increase of 24.432 miles of main track. There was also

an increase of 4.749 miles of side track, making a total

increase of 29.181 miles reckoned as single track.
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Mileage Owned,

The Massachusetts companies now own 2,333.441 miles of

street railway line, 523.526 miles of second main track and

190.504 miles of side track, making the total length of track

owned, reckoned as single track, 3,047.471 miles. All the track

owned is surface street railway track, with the exception of

13.680 miles of elevated line and 13,460 miles of elevated

second track. Of the sidings, all are surface track, with the

exception of 9.713 miles of elevated track. All the elevated

track is located in the cities of Boston and Cambridge.

Mileage Operated.

The total miles of main track (including trackage rights)

operated was 2,952.593, — an increase of 24.889 miles over the

previous year.

The Bay State leases and operates the Nashua, located in

New Hampshire, and the Newport and Fall River, located in

Rhode Island, having a total mileage of 38.430 miles of main

and second track. The Berkshire leases and operates The

Vermont Company, having a mileage of main and second

track of 26.950 miles, located in Vermont. The Massachusetts

Northeastern owns, leases and operates 43.810 miles of main

and second track, located in New Hampshire. Accordingly,

109.190 miles of main and second track are operated outside

of this Commonwealth.

Statistics.

The following compilations of statistics are from the returns

of the several street railway companies to the Commission for

the year ending June 30, 1915.

The following table gives the length of railway line and track

and total reckoned as single track returned by the companies

for the year ending June 30, 1915, as compared with the

previous year: —
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Street Railway Mileage Owned, 1914 <^'^d 1915.

MILEAGE OWNED.
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Assets, June SO, 1914 o"f^ 1915.

ASSETS.

Cost of railway,

Cost of equipment,

Cost of land, buildings, etc.,

Cost of other permanent investments,

Total cost of permanent investments,

Sinking funds

Miscellaneous physical property,

Investments, ......
Current assets, .'

Deferred assets, ......
Unadjusted debits, . . .

Grand total, . . . . .

1914.

8107,274,217 88

37,151,897 24

47,998,468 34

6,101,615 62

$198,526,199 08

189,671 54

1,501,511 45

2,555,909 04

10,826,108 18

1,012,381 60

3,466,097 01

1915.

$113

38

48:

1

979,718 16

197,773 27

548,427 57

844,128 61

$218,077,877 90

$202:

1

2

11

1

2

570,047 61

265,270 87

470,796 54

,287,877 58

,153,352 03

,007,589 65

,788,868 04

$221,543,802 32

Increase.

$6,705,500 28

1,045,876 03

549,959 23

4,257,487 01*

34,043,848 53

75,599 33

30,714 91*

268,031 46*

327,243 85

4,791 95*

677,228 97*

$3,465,924 42

Decrease.

Liabilities, June SO, 1914 and 1915.

LIABILITIES.

Capital stock, common

Capital stock, preferred

Total capital stock, ....
Stock liability for conversion, .

Premium on capital stock.

Funded debt

Non-negotiable debt to afifiliated companies,

Current liabilities, .....
Deferred liabilities, .....
Unadjusted credits,

Appropriated surplus, ....
Profit and loss,

Grand total,

1914.

$87,861

10,332

,975 00

,800 00

$98,194,775 00

6,443,

86,538,

1,318,

18,842,

412,

5,157,

501,

667,

059 23

,700 00

,943 37

,781 40

,636 48

996 31

197 99

,788 12

$218,077,877 90

1915.

$88,283,475 00

10,747,800 00

$99,031,275 00

6,564,951 54

87,717,700 00

1,256,983 66

20,573,401 24

419,064 48

5,561,279 13

293,701 39

125,445 88

$221,543,802 32

Increase.

$421,500 00

415,000 00

$836,500 00

121,892 31

1,179,000 00

61,959 71*

1,730,619 84

6,428 00

403,282 82

207,496 60*

542,342 24*

$3,465,924 42

Decrease.

The^ gross assets, the gross liabilities (including capital stock)

and the surplus of the companies, with the percentage of surplus



1916.1 RAILWAY STATISTICS. cm

to capital stock, at the end of each of the last nine years and of

the nine months ending June 30, 1910, are shown in the follow-

ing table: —
Gross Assets, Liabilities and Surplus, 1906-1915.

YEARS. Gross
Assets.

Gross
Liabilities.

Surplus.

Percent-
age of

Surplus
to

Capital.

1906,

1907,

1908,

1909,

1910,2

1911,

1912,

1913,

1914,

1915,

$156,478,141

161,297,914

170,154,909

177,745,988

185,456,188

191,791,508

205,065,129

216,022,752

217,960,080

221,543,802

$149,672,263

153,847,904

162,034,970

168,628,151

175,470,489

180,368,094

193,660,069

205,149,783

206,974,502

221,418,356

$6,805,8781

7,450,0101

8,119,9391

9,117,8371

9,985,6991

11,423,4141

11,405,0601

10,872,9691

10,985,5781

125,446'

9.56

10.17

10.86

11.29

11.84

13.19

12.80

11.18

11.19

00.12

1 Includes "premiums on sales of stock and bonds" and "sinking and other special funds."

2 For nine months ending June 30, 1910.

' The apparent discrepancy in the surplus for the year 1915 is due to a change in the classifi-

cation of accounts. Premiums on sales of stock and bonds and sinking and other special funds

now appeaj in separate accounts.

Capital Stock and Dividends.

The aggregate capital stock of the fifty-three companies,

June 30, 1915, was $99,031,275.00, — an increase of $836,500.00

over the preceding year.

Dividends.

The total amount of dividends declared the past year was

$4,612,019.74.

Thirty-six corporations declared dividends varying in rate

from 1 to 10 per cent; the following table gives the name of the

dividend paying companies, the rate per cent, and amount of

dividend declared :
—
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NAME OF COMPANY.
Rate Per Cent.

Common. Preferred.

Bay State,

Boston & Chelsea, ....
Boston Elevated, ....
Boston & Revere Electric, .

Boston & Worcester, ....
Brockton & Plymouth,

Concord, Maynard & Hudson,

Connecticut Valley

East Middlesex

East Taunton

Fitchbiirg & Leominster,

Holyoke,

Interstate Consolidated,

Linwood

Massachusetts Northeastern,

Medway & Dedham, ....
Middlesex & Boston, ....
Milford, Attleboro & Woonsocket,

Milford & Uxbridge, ....
Mount Tom,

Nahant & Lynn,

Newtonville & Watertown, .

Northampton,

North End,

Northern Massachusetts,

Plymouth & Sandwich,

Shelburne Falls & Colrain, .

Somerville

Springfield

Union,.

Webster & Dudley, ....
West End

Winnisimmet, .....
Worcester Consolidated,

Worcester & Shrewsbury Railroad,

Worcester & Shrewsbury Street Railway

2^

6

5

2M

4

3

10

5

2

6

1

4

4

5

6

8

720A00

5

2H

6

8

5

7

6

72?ic

5

Amount
of Dividend
Declared.

$677,846 00

7,260 00

1,313,367 00

2,500 00

79,519 50

6,600 00

9,400 00

22,188 00

29,770 00

5,062 50

27,000 00

107,360 00

5,500 00

720 00

16,825 00

650 00

79,480 00

12,600 00

28,000 00

6,000 00

8,000 00

3.600 00

42,500 00

4,125 00

17,750 00

3,420 00

1,750 00

9,180 00

241,026 50

130,000 00

2,500 00

1,422,710 50

3,000 00

281,160 00

2,649 74

1,000 00

84,612,019 74
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Capital Stock, Net hicome and Dividends, 1906-1915.

YEARS. Capital
Stock.

Net
Divisible
Income.

Dividends
Declared.

Percent-
age on
Total
Capital
Stock.

1906,

1907,

1908,

1909,
1910,1

1911,

1912,

1913,

1914,

1915,

$71,216,925

73,280,155
74,737,505
80,728,880
84,345,065

86,639,175
89,118,975
97,284,375

98,194,775

99,031,275

$4,160,073

4,125,185
4,094,977
4,527,547

2,600,375
5,548,479

4,975,801
4,901,291

5,208,407
4,564,342

$3,554,073
3,721,388
3,950,965

4,120,223
2,767,315

4,788,907
4,916,371
5,031,728

5,109,369

4,612,020

4.99
5.08
5.29
5.10
3.28
5.52
5.52
5.17
5.20
4.66

1 For nine months ending June 30, 1910.

Funded and Floating Debt.

The funded debt of the companies, June 30, 1915, was $87,-

717,700.00, — an increase of $1,179,000.00 over the preceding

year.

Floating Debt.

The total unfunded debt was $27,810,728.51, — an increase of

$2,078,370.95.

The gross debt, funded and unfunded, was $115,528,428.51, —
an increase of $3,257,370.95.

The net debt (the gross debt less $11,153,352.03 of cash and

current assets) was $104,375,076.48, — an increase of $2,930,-

127.10.

The funded debt, unfunded debt, gross debt, cash and current

assets, and net debt, at the end of each of the last nine years

and of the nine months ending June 30, 1910, are shown in the

following table: —
Funded, Unfunded, Gross and Net Debt, 1906-1915.

years. Funded
Debt.

Unfunded
Debt.

Gross
Debt.

Cash and
Current
Assets.

Net Debt, i

1906,
1907,

1908,

1909,

1910,:

1911,

1912,

1913,

1914,

1915,

$58,176,000
59,339,500

66,348,500
68,078,000
67,762,000
71,503,700

77,706,700
85,615,700

86,575,700
87,717,700

$20,279,338
21,228,249
20,948,965
19,821,271

23,363,424
22,220,219
26,834,394
22,249,708

22,204,027

27,810,729

455,338
,567,749

297,465
899,271

,125,424
728,919
541,094

,865,408
779,727
528,429

447,216
855,412
170,683
959,339
785,108
231,929
939,172
795,460
189,039

153,352

$68,008,122
74,712,337
79,126,782
75,939,932
82,340,316
85,496,990
96,601,922
97,069,948
100,590,688

104,375,077

1 Gross debt less cash and current assets. 2 For nine months ending June 30, 1910.
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Capital Investment.

The total capital investment (capital stock, premiums and

funded debt) of the street railway companies of the state on

June 30, 1915, was $193,313,926.54, — an increase of $2,137,-

392.31 for the year.

Cost and Capital Investment per Mile.

The following table shows the cost per mile of main track

(including the cost but not the length of side track) of road,

equipment, land and buildings and other property of each of

the fifty-three street railways for the year ending June 30,

1915: —

Cost and Capitalization per Mile of Main Track {including First and

Second Tracks).

RAILWAY COMPANIES.
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Cost and Capitalization per Mile of Main Track, etc.— Concluded.

RAILWAY COMPANIES.
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The average cost of the street railways of the state, per mile

of main track (including the cost but not the length of side

track), as returned by the companies June 30, 1915, was $39,-

895.36 for construction; $13,370.04 for equipment; and $17,-

638.48 for lands, buildings (including power plants), parks and

other permanent propert}^, — making a total average cost of

$70,903.88 per mile of main track.

The following table gives the average cost, classified as above,

and also the average capital investment (amount of outstanding

capital stock, premiums and funded debt), per mile of main

track, as returned by all of the companies at the end of each of

the last nine years and of the nine months ending June 30,

1910:—

Cost and Capital Investment per Mile of Main Track, 1906-1915.

YEARS. Construc-
tion.

Equip-
ment.

other
Permanent
Property.

'

Total
Cost per
Mile.

Capital
Invest-
ment per

Mile.

1906,

1907,

1908,

1909,

1910,2

1911,

1912,

1913,

1914,

191.5,

$28,974

30,064

31,005

31,747

32,481

36,216

37,350

37,294

37,882

39,895

$10,212

10,801

11,103

11,076

11,654

11,760

12,287

12,270

13,112

13,370

$13,616

14,563

15,569

15,757

17,594

16,250

18,866

19,317

19,652

17,639

$52,802

55,428

57,677

58,580

61,732

64,226

68,503

68,881

70,646

70,904

$48,824

49,843

52,745

55,409

56,279'

58,126

60,793

63,872

64,534

66,980

Chiefly lands, parks, buildings and power plants.

For nine months ending June 30, 1910.

Income and Expenditures.

The total income of the companies from all sources for the

year ending June 30, 1915, was $42,230,884.58, and the total

expenditures (including dividends declared) for the same period

were $42,278,562.53, — making a net deficit of $47,677.95 to

be deducted from the surplus of previous years.

The sources of total income, and the amount derived from

each source as compared with 1914, are shown in the following

table: —
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Total Income, 1914- and 1915.

INCOME.
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VoLUiME OF Traffic.

The total number of passengers carried during the last year

as reported by the thirty-eight operating railway companies

making returns to this Commission was 760,464^372, — a decrease

of 6,164,163 passengers from the previous year.

The total number of miles run by street cars during the year

was 132,187,596, — a decrease of 168,229 miles from the pre-

vious year.

The following table gives the total volume of traffic, itemized

as above, for each of the last nine years and for the nine months

ending June 30, 1910: —

Volume of Traffic, 1906-1915.

YEARS.
Total

Passengers
Carried.
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Ratio of Operating Expenses to Gross Earnings, 1906-1915.

YEARS.
Gross

Earnings
from

Operation.

Operating
Expenses.

Ratio of
Operating
Expenses to
Operating
Revenues.

Net
Earning

1906,

1907,

1908,

1903,

1910,'

1911,

1912,

1913,

1914,

1915,

$29,563,892

30,557,862

30,780,962

31,956,007

24,032,236

35,036,997

36,080,237

38,125,693

39,703,706

39,537,443

319,954,000

20,689,668

20,541,577

20,915,728

16,191,893

22,895,804

24.363,903

25,729,054

26,665,220

27,194,899

67.49

67.71

66.73

65.45

67.38

65.34

67.53

67.48

67.16

68.78

$9,609,892

9,868,194

10,239,385

11,040,279

7,840,343

12,141,193

11,716,334

12,396,639

13,038,486

12,342,544

' For nine months ending June 30, 1910.

The following table gives the ratio of operating expenses

(divided into the general operating accounts) to the operating

revenues for the year ending June 30, 1915: —



CXll PUBLIC SERVICE COMMISSION. [Jan.

RAILWAY COMPANIES.

MO

I-

•20

2 *

S 3
03 o

(D •

03 ^^

o

Interstate Consolidated, .

Linwood, ....
Lowell & Fitchburg,

Massachusetts Northeastern,

Middlesex & Boston,

Milford, Attleborough & Woon
socket.

Milford & Uxbridge,

Nahant & Lynn,

New Bedford & Onset, .

Norfolk & Bristol, .

Northampton,

Northern Massachusetts,

Norton & Taunton,

Norwood, Canton & Sharon,

Oak Bluffs,

Plymouth & Sandwich, .

Point Shirley, .

Providence & Fall River,

Shelburne Falls & Colrain,

Springfield,

Taunton & Pawtucket,

Union,

Ware & Brookfield, .

Worcester Consolidated,

Worcester & Warren,

Warren, Brookfield & Spencer,

Average, ....

6.88

4.33

5.46

14.92

8.30

9.44

9.62

18.53

18.36

7.18

13.78

6.39

15.64

12.37

9.75

19.30

14.44

12.35

14.27

7.81

8.96

13.78

22.21

12.44

14.1,9

17.99

15.31

7.93

5.88

13.19

8.75

11.42

5.68

5.37

9.88

10.13

22.59

9.24

9.04

16.74

5.23

9.10

17.25

6.27

21.72

10.01

7.17

8.94

23.98

18.55

20.40

23.50

17.72

18.65

23.00

10.69

18.84

16.33

12.39

22.15

21.10

27.29

17.55

26.12

51.96

24.34

16.63

13.58

34.58

10.78

33.54

11.33

16.66

23.33

30.24

40.23

18.38

24.06

29.12

24.80

25.90

18.20

23.69

28.80

25.76

25.06

28.12

41.72

24.78

27.18

49.62

22.05

21.47

30.95

22.01

29.88

38.55

25.08

20.04

26.49

.07

.83

1.37

.43

.03

.21

1.60

.25

1.27

.43

.32

3.37

22.94

16.78

15.15

9.73

8.34

10.38

7.95

23.81

7.03

16.52

10.51

11.34

16.51

3.94

49.36

29.34

3.44

12.29

12.99

12.31

20.15

9.04

13.70

9.83

5.19

10.72

9.87 7.91 10.42 29.56 .29 10.73

The following table gives for each of the last nine years and

for the nine months ending June 30, 1910, the average gross

earnings, operating expenses, and net earnings from operation

per total mile of main track owned :
—
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Gross and Net Earnings from Operation per Mile of Main Track Owned,

1906-1915.

YEARS.

Average Per Mile of Track Owned.

Gross
Earnings.

Expenses
of Operation.

Net Earnings.

1906,

1907,

1908,

1909,

1910,1

1911,

1912,

1913,

1914,

1915,

Sll,156

11,485

11,507

11,899

8,892

12,877

13,148

13,461

14,017

13,839

$7,529

7,776

7,679

7,788

5,991

8,415

8,878

9,084

9,414

9,519

$3,627

3,709

3,828

4,111

2,901

4,462

4,270

4,377

4,603

4,320

' For nine months ending June 30, 1910.

The following table gives the cost of operating expenses

(divided into the general operating accounts) per car mile.

The cost of power per car mile is based on the actual cost of

power less power sold.

RAILWAY COMPANIES.



CXIV PUBLIC SERVICE COMMISSION. [Jan.

RAILWAY COMPANIES.



1916.1 RAILWAY STATISTICS. cxv

RAILWAY COMPANIES.



CXVl PUBLIC SERVICE COMMISSION. [Jan.

RAILWAY COMPANIES.



1916. RAILWAY STATISTICS. CXVll

RAILWAY COMPANIES.



cxvm PUBLIC SERVICE COMMISSION. [Jan.

Employees and Equipment.

The number of persons employed by the street railway com-

panies, and also the number of passenger cars, other cars and

plows and electric motors ow^ned, are given in the following table

for each of the last nine years and for the nine months ending

June 30, 1910:—

Employees and Equipment, 1906-1915.

YEARS. Employees.
Passenger
Cars.

Other
Cars and
Plows.

Electric
Motors.

1906,

1907,

1908,

1909,

1910,

>

1911,

1912,

1913,

1914,

1915,

16,909

18,181

17,267

17,575

18,839

21,972

23,290

24,136

23,412

23,842

7,336

7,539

7,618

7,546

7,669

7,821

8,004

8,154

8,364

8,296

2,874

2,900

2,890

2,834

2,869

2,907

2,929

2,897

2,927

1,399

14,492

15,626

16,649

16,526

17,586

17,921

18,267

19,623

20,636

20,688

' For nine months ending June 30, 1910.

Street Railway Accidents.

The total number of persons injured, in connection with

street railway operation, as returned by the companies for the

year ending June 30, 1915, was 8,488, of whom 85 received

fatal injuries and 8,403 injuries not fatal.

The number of passengers injured was 6,229, of whom 22

were injured fatally.

The injuries to employees were 761 in all, 10 of w^hich were

fatal.

The number of injuries to travellers and others on the street

was 1,498, of which 53 were fatal.

These figures include a very large number of injuries of a

trivial character that have been returned by the companies.

In the following table the accidents of the last year as re-

turned are classified as above, and are compared with those of

the previous year: —
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Summary of Accidents Reported June SO, 1914 and 1915.
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STREET EAILWAY POWER.

In the course of the investigation of proposed increases in

rates upon various street railways in the commonwealth, it

became necessary to investigate their power plant conditions

and operation, with particular reference to the value of the equip-

ment and the cost of operating it. It became evident as this

work progressed that it was desirable to obtain comparative data

from all of the street railways operating in the commonwealth.

There are numerous difficulties in the way of securing data

which will be fairly comparative between the different roads,

owing to the varying conditions under which their operations

are conducted. For instance, a hilly road would naturally have

a higher power cost than one which is level but which other-

wise has the same general characteristics. There are a number
of different factors which will affect statistics obtained from

street railways operating under dissimilar conditions. Some of

the elements which affect unit generating costs are as follows:

size of railway; compactness; density of traffic; and topo-

graphical conditions. In general large size, great compactness,

and great density of traffic tend to produce lower operating

cost. With regard to the fourth element, the more hilly the

road, the greater its operating cost will be, other things being

equal. As an illustration of the effect of some of these elements,

the cases of the Bay State Street Railway and the Boston

Elevated Railway may be cited. The unit generating cost of

the Bay State is greater than that of the Boston Elevated,

although the former operates the larger mileage. One reason

for this is probably the greater compactness of the Boston

Elevated's system and its greater average density of traffic,

which more than offset the gain which might be expected from

the greater mileage operated by the Bay State Street Railway.

This statement should give some idea of the difficulty of

obtaining figures which are fairly comparative. After careful

consideration a circular was sent to all the street railways
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operating in the commonwealth asking for certain information.

This information was requested for the year ended June 30, 1914,

as it was desired to obtain it at an earher date than would have

been possible had it been completed to June 30, 1915. The

circular sent out read as follows :
—

July 2, 1915.

To the Street Railways of the Commonwealth:

You are requested to furnish the Commission, on or before July 20,

1915, with the following information with regard to power stations owned

or leased by your company and with regard to its power supply in general

for the year ended June 30, 1914. The information is desired, so far as

apphcable, for each primary generating station and for each sub-station.

In case any of the information is not available, please state the reason.

1. Type, capacity and location of each station, as of June 30, 1914.

2. Cost of each station as of June 30, 1914 (a, land; h, buildings; c,

equipment).

3. Cost of transmission lines connecting primary generating stations

with sub-stations, as of June 30, 1914.

4. Average cost of coal per ton f. o. b. plant.

5. Number tons burned.

6. Total fuel cost.

7. Cost of lubricants for power and miscellaneous power plant supphes

and expenses.

8. Cost of repairs and maintenance.

9. Cost of maintenance and repairs of transmission lines connecting

primary generating stations with sub-stations.

10. Cost of water per 1,000 gallons.

11. Total cost of water.

12. Salaries and wages in connection with power supply {a, superin-

tendence and management; h, other salaries and wages).

13. Total expense.

14. Total kilowatt hours generated (not including sub-station gen-

eration) .

15. Total kilowatt hours dehvered to line at station switchboard (a. c,

d. c).

16. Maximum and minimum K. W. H. output on any one day during

year, giving dates (a, for each station; h, for all primary generating

stations)

.

17. Maximum and minimum K. W. H. output for any hour during the

j^ear, giving dates (a, for each station; h, for all primary generating

stations)

.

18. K. W. H. sold (a. c, where metered; d. c, where metered).

19. Rate per K. W. H. sold (maximum, minimum, average).

20. Total revenue from sale of power.

21. K. W. H. purchased (a. c, where metered; d. c, where metered).

22. Rate per K. W. H. purchased (maximum, minimum, average).
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23. Total expenditure for purchased power.

24. Total d. c. delivered to line for traction purposes as measured at

d. c. side of main or sub-station switchboards, in K. W. H.

25. Total car miles run (include all cars operated).

26. If any machinery concerned in generation, transmission or con-

version of power was the property of the respondent and is located on

property not owned or leased by respondent, state where and under what

conditions it was operated. Give description of such machinery and cost

and state whether included in answers to 1 and 2.

27. In case of condition outlined in 26 who paid for wages of machinery

attendants, repairs, suppUes, etc.? If respondent paid, what was total

expense and is it included in answers to 13?

28. If any machinery concerned in generation, transmission or conver-

sion of power was the property of any other party than the respondent

and was located on respondent's property, state where and under what

conditions it was operated. Give description of such machinery.

29. In case of condition outlined in 28 who paid for wages of machinery

attendants, repairs, supphes, etc.? If respondent paid, what was total

expense and is it included in answers to 13?

30. In case of power used in connection with trackage rights give the

following information: Operation by others on respondent (a, car miles;

b, K. W. H. used). Operation by respondent on others (a, car miles; b,

K. W. H. used).

31. Total amount paid for power in connection with trackage rights.

32. Total amount received for power in connection with trackage rights.

J. W. Lester,

Chief Accountant.

The information obtained from the replies to this circular has

been tabulated, and certain deductions and conclusions drawn

therefrom are set forth in the tables given below. In all the

following tables the street railways are arranged in the order

of the number of miles of track operated by them.

In the case of the Fitchburg & Leominster Company, a steam

and a water plant are run in parallel. It was impossible to

separate the costs for these two plants in tables I, II and IV.

Only the twenty-five largest companies are given, as the

remaining thirteen are small and in several of them it did not

appear practicable to obtain answers to all of the questions

asked in the circular, owing to peculiar conditions.

Table I gives the total investment in power stations including

the cost of land, buildings and equipment, and also gives the

various items which make up the operating costs of the different

companies.
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Table II gives the total number of kilowatt hours, direct

current, delivered to the line for traction purposes. This is

measured as it leaves the power house, so that current used for

the operation of station auxiliaries does not appear in these

jfigures. They do include the line losses in transmission from

the power house to the car. In the case of alternating current

transmission systems the figures give the direct current de-

livered to the line at the substations. The second column in

the table gives the total car miles operated on the system

during the year considered. The third column gives the

kilowatt hours per car mile and is obtained by dividing the

first column by the second. It is difficult to generalize very

extensively or to draw any valid comparisons between the dif-

ferent roads on this basis as the size of cars operated and the

topography of the road have a great deal to do with the

results obtained. It may well be that a road in which the kil-

owatt hours per car mile are high operates more economically

than one in which the figures are low, owing to the use of

larger cars and the consequent handling of a larger number of

people per car.

Table II.

NAMES OF STREET RAILWAYS.
Total Direct
Current

to Line for

Traction.

Total
Car Miles.

Kilowatt
Hours per
Car Mile.

Bay State,
Boston Elevated, ....
Worcester Consolidated, .

Springfield,
Berkshire, ......
Middlesex & Boston,
Massachusetts Northeastern,
Boston & Worcester,....
Holyoke
Union,
Northern Massachusetts, .

Connecticut Valley, ....
Milford & Uxbridge
New Bedford & Onset,
Fitchbiirg & Leominster, .

Milford, Attleborough & Woonsocket,
Northampton, .....
Interstate Consolidated, .

Brockton & Plymouth,
Norfolk & Bristol, ....
Norton & Taunton
Warren, Brookfield & Spencer,
Blue Hill
Concord, Maynard & Hudson,
Taunton & Pawtucket,

104,231,942
212,916,787

34,798,924
32,200,994
14,607,001

10,704,763
9,009,113

8,106,080
7,240,980
7,638,466
2,766,090

3,242,928
2,729,069
1,487,793

4,499,161

1,587,624

2,797,600

1,179,960

1,206,100
779,500
564,570
918,699
798,059
671,990

30,612,321

59,199,607
8,996,900
7,946,613

3,726,183
3,755,549
2,545,400

2,122,439
2,134,438
2,788,439
876,871
961,406
765,285

520,322
1,129,396

447,186
747,233
787,754
455,526
463,151
368,003
274,300
374,934

286,077
252,899

3.40
3.60
3.87
4.05
3.92
2.85
3.54
3.82
3.39
2.74
3.15
3.37
3.,57

2.86
3.98
3.55
3.74

2.59
2.60
2 12

2^06
2.45
2.79
2.66

1 No record.
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Table III is fairly comparative between the different roads.

The first column in this table gives the generating cost per

kilowatt hour. This includes all power plant expense including

cost of fuel, water, wages and maintenance. The second column

gives this cost per kilowatt hour after adding 5 per cent per

annum interest on the investment in the power plant including

the investment in land, buildings and equipment. The third

column gives the generating cost per kilowatt hour after adding

11 per cent per annum for interest on the investment and

depreciation of the plant. The last column gives the cost per

kilowatt hour to companies who purchase power. In this case

no plant investment is included, and the costs are simply the

rate paid to the generating company for power. In some cases

the street railways which purchase all or a large portion of their

power have idle stations which are kept in reserve. Interest on

the cost of these stations should properly be added to the

amount paid for power. It has not been possible as yet to

determine what this investment is in all cases and therefore it

has not been included in this column of the table.

Table III.
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Table IV gives the cost of power per car mile in the first

column. The second column gives this cost per car mile after

adding 5 per cent per annum interest on the investment in

land, buildings and equipment. The third column gives the

generating cost per car mile after adding 11 per cent for

interest on investment and for depreciation of plant.

Table IV.

NAMES OF STREET RAILWAYS. Cost per
Car Mile.

Total Cost
per Car
Mile plus
5 Per Cent
per Annum
Interest on
Investment.

Total Cost
per Car
Mile plus

11 Per Cent
per Annum
Interest and
Depreciation.

Bay State,

Boston Elevated, ....
Worcester Consolidated,

Springfield

Berkshire,

Middlesex & Boston, ...
Massachusetts Northeastern,

Boston & Worcester, . . . ,

Holyoke,

Union,

Northern Massachusetts,

Connecticut Valley, . . . ,

Milford & Uxbridge, . . . .

New Bedford & Onset,

Fitchburg & Leominster,

Milford, Attleborough & Woonsocket,

Northampton, . . . . .

Interstate Consolidated,

Brockton & Plymouth,

Norfolk & Bristol, . . . .

Norton & Taunton, . . . .

Warren, Brookfield & Spencer, .

Blue Hill

Concord, Maynard & Hudson,

Taunton & Pawtucket,

2.22

4.30

3.53

2.13

4.76

5.70

4.29

3.49

2.1G

5.92

5. 82

4.60

4.15

4.00

4.44

3.44

5.81

3.26

3.56

4.17

4.16

3.23

4.90

6.31

3.86

3.48

4.33

5.70

5.86

4.31

2.74

6.74

6.66

5.95

5.46

5.10

4.31

5.99

5.49

4.20

5.06

4.68

4.41

6.20

7.38

5.08

4.98

6.98

5.70

7.75

5.30

3.43

7.73

7.66

7.56

7.04

6.42

5.35

6.21

8.17

4.96

6.14

5.30

5.83

7.76

8.67
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Table V gives the average cost of coal per long ton to each

of the companies.

Table V. — Average Cost of Fuel per Ton of 2,2^0 Pounds.

Bay State, .'

4.00

Boston Elevated, 3.56

Worcester Consolidated, . .4.15
Springfield, 4.17

Berkshire, '

. .3.76
Middlesex & Boston, . . 3 . 87

Massachusetts Northeastern, . . .
'

. . . .

"

. .
-

Boston & Worcester, 4 . 62

Holyoke, 4.20

Union, ... 3.76

Northern Massachusetts, 4.40

Connecticut Valley, 5 . 50

Milford & Uxbridge, . . . ~ 4.25

New Bedford & Onset, 3.69

Fitchburg & Leominster, . 4 . 83

Milford, Attleborough & Woonsocket, 4 . 97

Northampton, 4.35

Interstate ConsoUdated,

Brockton & Plymouth, 4.03

Norfolk & Bristol, 4.35

Norton & Taunton, . . . . . .
" 4.48

Warren, Brookfield & Spencer, . 4 . 58

Blue Hill, 4.67

Concord, Majoiard & Hudson, 4 . 63

Taunton & Pawtucket, 4.41
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THE JITNEY BUS.

A Review of Certain Features of the Jitney Bus situ-

ation IN THIS Commonwealth and in the United

States, prepared at the request of the Commission

BY Charles E. Mann, Executive Secretary.

The word "jitney" was first applied to automobile trans-

portation for hire in Long Beach, California, and "jitney bus"

was a term used to describe any automobile or auto-bus car-

rying passengers for a five-cent fare, so that the term has now

become the Western slang which corresponds to our Eastern

"nickel." Some say that the word originated in Eastern Russia

and was used to designate a coin of the value of about three

cents. Others say that it is probably a corruption of the French

word "jeton," a small metal gambling counter which in Los

Angeles acquired a meaning of a five cent piece, so that, when

the automobiles in that city began carrying passengers over

regular routes for pay, the rate of fare was advertised on the

wind-shields by the words "Jitney-Buss." In the eighteen

months within which the use of the term has become familiar

the "Buss," or "Bus," has generally been dropped and "Jit-

ney" has come to mean an automobile travelling over routes

and carrying passengers for pay, whether it be a four or five

passenger touring car or an omnibus and whether the fare be

five cents or a larger sum.

On July 1, 1914, it seems, the first 5-cent automobile, or

"jitney," appeared in the streets of Los Angeles, California, a

city of about 500,000 people. By December 31, 761 cars were

in operation. The renewal date of automobile licenses in Los

Angeles is January 11, and at that time the number fell to 501.

While operators were continually dropping out of the field,

others replaced them and the number continued to be about

500 until July 1, 1915. On that date an ordinance became

effective requiring, in addition to the license fee of $2.50 per

month, a bond of $11,000 and also requiring the bus owner



cxlii PUBLIC SERVICE CO]\IMISSION. [Jan.

to elect the line on which he would operate and always to go

to the end of his route before turning back. This reduced the

number operating to 245, but it gradually increased again to

about 400.

By March 1, 1915, jitneys had appeared in the cities along

the Pacific coast as far north as Vancouver, had entered Texas,

were firmly intrenched in New Orleans and Birmingham and

had crossed the continent, establishing routes in most of the

large cities as far east as Portland, Maine; Boston, however,

being a notable exception. One reason for this exception may
have been that, when the problem was presented to the Police

Commissioner, he could find no authority for issuing licenses

for jitneys except by classifying them as sight-seeing auto-

mobiles. A sight-seeing automobile is defined in section 1 of

chapter 592 of the Acts of 1913 as an automobile capable of

seating eight or more persons, and used or offered for the trans-

portation of passengers for hire.

Early in the year the traction companies of the country

recognized in the jitney a dangerous competitor. The man-

agement of a company usually found that the operators of the

new class of service, instead of making the jitneys feeders to

the car lines, chose parallel routes, more particularly in the

congested sections of the large cities. It is evident from the

press comments that in places where the street railway cars

were overcrowded, especially during rush hours, or where the

service had caused dissatisfaction, the jitneys were warmly

welcomed. A leading New York publication hailed the jitney

as a successor to the street car under the caption, "Getting

rid of the rails." The novelty of an automobile ride for five

cents seemed to appeal to the travelling public everywhere.

Soon the rival to street railway transportation proved itself a

problem not only for street railway managers but for state and

municipal authorities. The reports of street railway systems

showed plainly the effects of the competition. Legislatures

began to consider laws and cities and towns passed ordinances

and regulations for the supervision and control of jitnej^s. In

some states public utilities commissions assumed jurisdiction.

It is interesting to note, in passing, that wherever the au-

thorities required a bond or caused operators to run their cars
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during fixed hours, or upon regular routes, the number of

jitneys generally fell off. In Dallas, Texas, for example, after

a strict ordinance was passed the receipts of the local street

railway system immediately went up $1,000 a day.

Wherever jitneys were allowed to operate without regulation

it was found that the service rendered, as a rule, became very

uncertain. In many places investigation showed that bad

weather would cause the withdrawal of so many machines from

operation that electric cars operating on fixed schedules would

be crowded far beyond capacity. In Fall River, 150 jitneys

were running in April, but on the day before Easter there was

a storm and it is said that only two ran during the day.

Owners of automobiles, also, would ride to their places of

business and then send their chauffeurs out to run their machines

as jitneys until the close of office hours. Other owners would

operate their cars as jitneys at morning and night and attend

to business during the day. After a while cars would be with-

drawn, either because owners found the return for the service

unsatisfactory or for other reasons. As a result of this uncer-

tainty the first popularity of the new means of transportation

has, it appears, diminished. At the annual convention of the

American Electric Railway Association in San Francisco last

September, with members present from all parts of the country,

the opinion was expressed that the jitney bus "craze" had

reached its height and that the wave was subsiding.

The Jitney Bus in Massachusetts.

The motor bus or auto stage has been operating in various

localities in New England for several years. It superseded the

last four-in-hand Concord stage coach line — from North

Woodstock to the Profile House in the White Mountains —
several summers since, and many star route and other stage

lines have carried mail and passengers in automobiles for a

long time. In fact, the jitney, although not known by that

name, was familiar in Lynn, carrying passengers between

Monument square in Swampscott and Market street, and in

Salem, running between Market square and Peabody square, —
in each case following the Bay State tracks all the way — for

at least three years before it appeared in Los Angeles.
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In the early part of the year 1915 comparatively few jitneys

were running in Massachusetts cities. A few had begun to

operate in New Bedford and the service was beginning to

appear in some other places. By midsummer they were run-

ning in great numbers in Lj^nn, Salem, Springfield, Worcester,

Fall River and many other large centers. None had appeared

in western Massachusetts, and, curiously enough, the Berkshire

Street Railway Company has scarcely felt the competition in

any of the cities and towns in which it operates.

During September and October, the Inspection Department

of the Commission canvassed the entire commonwealth and the

results of its work are here presented.

Barnstable County.

Few jitneys have appeared in this county. Two jitneys have
been operated in Barnstable, two in Bourne, one in Chatham,
two in Falmouth, four in Provincetown, and two in Yarmouth.
There were no motor busses or auto stages in operation at the

time of the canvass and no town had passed regulations for the

operation of this class of transportation.

Berkshire County.

No jitneys have appeared in most of the towns in this county.

•Two have operated in Alford; one in North Adams, running

morning and evening between North Adams and Blackinton;

and two in Pittsfield, one running to Pontoosuc Lake and the

other to Morning Side. Twenty-seven licenses have also been

issued to "hackney carriages," which term includes all public

automobiles licensed.

One auto stage has been running from Otis to Lee, passing

through the southern part of Becket, and one from North Adams
to Stamford, Vermont, passing through Clarksburg. One auto

bus has operated as a jitney between Dalton and Pittsfield every

week-day. A large auto bus has made two round trips daily

between South Egremont and Hudson, New York, a distance of

about 20 miles. Four auto busses, seating about 20 each, have

been operated between Pittsfield, Albany and Troy, through the

southern part of Hancock; one auto stage between Pittsfield

and Williamstown, passing through Lanesborough and New Ash-

ford; one auto stage from New Marlborough to Canaan, Con-

necticut; one auto stage from Otis to Lee; and one from Otis
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to Chester. Two auto busses, seating 16 passengers each, have

been running between Pittsfield and Dalton; two seating about

20 passengers each, from Pittsfield to Troy, New York; and

two from Pittsfield to Albany, New York, running through

Lebanon, New York. One auto stage has run daily between

Pittsfield, Lanesborough, New Ashford and Williamstown. In

Williamstown a Ford car meets trains at the station.

No special regulations of jitney or auto bus service had been

adopted by town or city authorities. It may be added that in

this section of the commonwealth autos and auto busses some-

times come from other states to carry passengers locally or to

country fairs. In such cases the owners have paid no fees, as they

are not in the commonwealth long enough to require a license,

and in some cases, as at Great Barrington, they have done a

considerable business.

Bristol County.

In Bristol county no jitneys appear to have been operated,

except sporadically, in Acushnet, Berkley, Dighton, Easton,

Fairhaven, Freetown, Mansfield, North Attleborough, Norton,

Raynham, Rehoboth, Seekonk, Somerset, Swansea or Westport.

Ninety-one jitneys were operating in Dartmouth, but not upon

regular routes. On July 1, 1915, the selectmen of this town

adopted rules for those engaged in the business of transporting

passengers for hire, the rules having to do largely with safety

appliances, overcrowding and the length of time vehicles might

stand in the highways, questions of fares, bonds, etc., not being

covered.

Jitneys to the number of 570 were in operation in the city of

Fall River under "hackney" licenses. Several jitneys have also

been operated between Fall River and New Bedford. In New
Bedford there were 293 licensed jitneys operating under local

regulations classifying these vehicles as "motor busses" and not

as "hackney" carriages; these regulations provided for a license

fee of one dollar, an examination of the vehicle by the chief of

police, fee one dollar; a badge to be worn by the operator;

limitation of number of passengers to the seating capacity; and
other rules, the violation of which subjected the offender to a

fine not exceeding $20.

Taunton had 21 jitneys in operation under traffic regulations

adopted in July, 1914, which included bicycles, motor cycles,

horses and all vehicles on wheels or runners excepting street cars

and childrens' tricycles, carriages or sleds.
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North Attleborough had three jitneys operating to Plainville,

ten to Pawtucket, two to Attleborough, one to Robinsonville and

two or three to Lake Pearl on Saturdays and Sundays. No special

regulations had been adopted.

Dukes County.

Eleven jitneys were operating between Edgartown and Oak
Bluffs and other points on the island. No special regulations

had been adopted.

Essex County.

No jitneys appear to have been operated in Amesbury,

Andover, Boxford, Essex, Beverly, Danvers, Georgetown,

Gloucester, Groveland, Hamilton, Ipswich, Lynnfield, Man-
chester, Marblehead, Merrimac, Middleton, Newburyport, Pea-

body, Rockport, Rowley, Salisbury, Saugus or West Newbury,
one explanation being, perhaps, the large number of motor

busses operating between many of these places and other cities

and towns.

In Haverhill 24 licenses had been granted for jitneys to be

operated locally. On October 9, 64 jitneys were operating in

Lawrence. The city had adopted no special regulations for

these vehicles, nor had special regulations been adopted in Lynn,

but on September 4 about 50 auto bus licenses had been issued

under the general traffic rules. The licenses were issued under

section 30, which provides that no owner or driver of an omnibus

or other vehicle, engaged in carrying passengers for hire and

capable of carrj^ing eight or more persons, shall operate it or

permit it to be operated in a street other than that designated

by the municipal council. In Salem an ordinance was adopted

April 30, 1915, providing that all vehicles carrying eight or more

passengers must have two means of exit. At the time of the

canvass 65 licenses had been issued for passenger automobiles.

A motor bus operated between Swampscott station and one of

the hotels.

On October 9, 17 touring cars or motor busses were operating

between Lawrence and Methuen, 13 between Lawrence and

Lowell, one from Lawrence to North Andover, two from Law-

rence to Prospect Hill and 19 on a belt line. From September

28 to October 1 approximately 100 touring cars ran between

Lawrence and the Rockingham Fair in New Hampshire. Busses

or touring cars have operated from Lynn, as follows: twelve

busses and one touring car to Salem, two busses to Marblehead,

one bus to East Saugus station, one bus and four touring cars
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to Nahant and one bus to Peabody. Newburyport had three

busses and three touring cars operating to Salisbury Beach.

One touring car has operated between Rockport, Pigeon Cove

and Gloucester; six busses have operated from Gloucester to

Magnolia. Three busses have operated between Salem and Pea-

body, one bus and three touring cars between Salem and Beverly.

Eight busses have operated between Haverhill and Salisbury

Beach and one between Haverhill and Groveland. Two busses

have operated between Marblehead and Swampscott. During the

Topsfield Fair two touring cars operated between Danvers and

that town. In Wenham one touring car has operated to Idlewood

lake in Hamilton and a bus has operated to Beverly.

Franklin County.

No special regulations had been adopted in any town in this

county, and no jitneys had been licensed.

An auto bus, seating fifteen passengers, ran from Ashfield to

Conway and another from Ashfield to Shelburne Falls, both

operated as stage lines. An automobile operated as a stage ran

from Greenfield to Northfield via Bernardston. An auto stage

ran from Charlemont through Hawley to Plainfield. Besides the

stage to Ashfield, Conway had an auto running to South Deer-

field, making several trips daily. An auto stage operated be-

tween Colrain and Jackson, Vermont, via South Halifax. In

addition to the bus operating between South Deerfield and

Conway, an automobile ran, during the summer, between South

Deerfield and Sunderland, and another between South Deerfield

and Greenfield via Deerfield.

As many as ten jitneys and auto busses ran between Green-

field and Turners Falls via Suspension bridge. It was found by
count that on September 11 these ten vehicles carried 1,664

passengers and, on September 12, 1,356 passengers, the highest

number carried by any one machine in one day being 295. One
of these machines was operated for a five-cent fare, carrying

193 passengers on September 11, and 116 passengers on Septem-
ber 12. The other machines charged a ten-cent fare. Jitneys

and auto busses have sometimes run between Greenfield and
Turners Falls via Cheapside and Montague City. On September
11 jitneys using the Montague City route carried 47 passengers.

This was in addition to the 1,664 passengers carried by the

direct or Suspension bridge route. One auto stage ran between
Greenfield and Leyden. During the summer an automobile used
as a stage ran from Greenfield to Deerfield and South Deerfield
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and another ran from Greenfield to Northfield via Bernardston.

It may be added that although the town of Greenfield had issued

no jitney licenses and there were no special jitney regulations,

the ordinary traffic regulations limit the rate of speed for motor

vehicles of all kinds in the section near the center of the town

to six miles per hour and in rounding corners in all cases to eight

miles per hour, with provisions as to sounding warning signals.

An auto stage operated from Plainfield through Hawley to

Charlemont. The town of Leverett had one jitney and also one

mail automobile running to Shutesbury. Montague had ten

jitneys and auto busses operated to Greenfield, as stated, an

auto bus between Turners Falls and Millers Falls; and one

between Turners Falls and Montague City, both making one

round trip daily and being patronized largely by workingmen.

An auto stage ran between New Salem Center and New Salem

depot in Northfield. Two automobiles run in the summer be-

tween Northfield and East Northfield station, and an auto stage

(already mentioned) from Northfield to Greenfield, via Ber-

nardston.

In Orange an auto bus seating sixteen passengers made hourly

trips from 1.30 p.m. to about midnight between Orange and

Athol; and an auto stage operated between Orange and Cooley-

ville, and one between Orange and Warwick. Auto stages

operated from Shutesbury to Leverett, Cooleyville and Amherst.

During the summer one automobile ran between Sunderland and

South Deerfield.

Hampden County.

The towns of Blandford, Brimfield, Chester, East Longmeadow,

Granville, Hampden, Holland, Longmeadow, Ludlow, Monson,

Montgomery, Palmer, Russell, Tolland, Wales, West Springfield

and Wilbraham had granted no jitney licenses and no machines

appear to have been operated within their limits. Various

jitneys operated through Agawam from Springfield to Riverside

Park in the summer season. A census taken Saturday, Septem-

ber 4, at the South End bridge showed 57 different cars running

from L50 p.m. to n.l4 p.m., carrying 655 passengers, the greatest

number carried by any one car during that time being 40, while

a similar census at the same point on Sunday, September 5,

disclosed 37 cars running from 11.30 a.m. to 10.59 p.m., carrying

988 passengers, the greatest number carried by any one car

during that time being 74.

There were three automobiles operated from Blandford Center

to the Boston and Albany railroad station and the Springfield
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street railway line at Russell. An auto stage operated from

Brimfield to Wales. One auto carried passengers from Chicopee

Center to Springfield in the morning, making a return trip at

night ; one auto bus, seating twelve passengers, ran from Chicopee

Falls to Springfield, and one made a single trip each day from

Chicopee to Holyoke at 5.30 p.m.

Auto trucks, three in number, fitted with seats, occasionally

ran from the end of the car line at East Longmeadow Center to

German Grove, and an auto stage line operated from East Long-

meadow to Hampden. There was also an auto stage from Gran-

ville Center to Westfield, and one from Hampden to East Long-

meadow.

Holyoke granted 125 taxi licenses in 1915, most of them during

the street railway strikes. Of this number, 113 were said to be

jitneys. These licenses expired October 1, and it was said they

would not be renewed. The only regulations in the city are

such as are applied to vehicles drawn by horses.

The only jitney in Ludlow was one running intermittently to

a park. Four automobiles ran during the summer from West-

field to Lake Congamond, passing through Southwick. Two
were operated between Westfield and Granville Center; and one

ran between Westfield and Springfield during the summer.

In Springfield 403 licenses have been issued since April 1, 1915,

all being classed under the general term "taxi." Included among
these were three auto busses running within the city limits. Two
of these had a seating capacity of 28 each, and one of 16. The
Springfield Street Railway Company made a census of the

jitneys in service in Springfield on May 10, 24, 29, June 12, 26,

September 2 and 5, together with the number of passengers

carried upon each of the above dates. The result of this count

is shown in the following table:

DAY.
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Deductions from a study of the above table are apt to be mis-

leading, because no allowance is made for the weather conditions

and the count was not kept for equal lengths of time upon each

day. For instance, on some days the count began at about 6

A.M. and ended at midnight, while on other days and upon some

lines the count began between 8 and 9 a.m. or even later and

continued until about midnight. In the latter cases the travel

of the rush hours in the morning was not counted. The earnings

shown in the table are based upon a five-cent fare, which is the

same as the street car fare between the same points, but the

jitneys at some times and upon some lines charged higher rates

of fare, in some cases as much as 25 cents.

Hampshire County.

A single city, Northampton, and 22 towns constitute Hamp-
shire county. No jitneys appear to have been operated in any

of the towns and but one in Northampton and no special regu-

lations have been passed relative to the operation of this class

of vehicles. Several of these towns, however, have auto stages.

Two auto trucks ran between Amherst and Leverett sometimes

carrying passengers. An auto stage ran from Belchertown to

Granby and Holyoke. Two auto stages were operated from

Holyoke to Granby, one running through Belchertown. One

automobile carried mail and passengers from Greenwich Center

to the station in that town. One ran between Hadley and

Northampton, and two operated between Huntington and Worth-

ington, one from Plainfield through Hawley to Charlemont, and

one from Westhampton to Northampton; two ran between

Worthington and Huntington.

Middlesex County.

In 44 of the 54 towns and cities in Middlesex county, no

jitneys were found.

Arlington had a motor bus operating between that town and

Belmont. In Ashby an automobile ran to Fitchburg daily for

mail and passengers. A motor bus ran between Waltham and

the Waverley section in Belmont. Two busses operated from

Concord Junction to Waltham.

Everett had granted one jitney license for a motor bus oper-

ating between Maiden, Everett Square and Revere Beach. On
June 14 the city passed regulations for licensed jitneys, one

requiring the filing, with the clerk of the licensing board, of an
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accident insurance policy providing indemnity for persons or

property injured by the careless operation of the vehicle, and

another, that no person should be permitted to ride upon the

running board of the car.

There were nine jitneys operated in Framingham; one motor

bus operated in Holliston, two between Hudson and Marlborough,

one from Hudson to Lake Boone. On September 30, five touring

cars operated from Hudson to Bolton Fair. Littleton had one

touring car operating as a mail carrier between the railroad-

station and the Center, and another carrying school children.

Lowell had four touring cars operating from Merrimack Square

to Gorham street and 14 touring cars operating to Lawrence.

There were no special regulations.

Maiden had granted a single jitney license, motor vehicle rules

and regulations having been passed on June 15, 1915. These are

similar to the Worcester regulations printed in full in the appen-

dix below. A single motor bus operated to Everett and Revere

Beach. Four jitneys operated in Marlborough without licenses^

there being no regulations. Two busses operated between Marl-

borough and Hudson, and a touring car between Maynard and

Hudson on Saturdays.

The city of Melrose, on July 6, 1915, adopted an ordinance on

jitneys. Under this ordinance the license fee is $1, and the

operator is required to deposit v/ith the city clerk a bond in the

sum of $5,000 for the payment of any judgment for injuries to

persons or property by the operation of the car, or in lieu of

said bond, a policy of insurance for at least $5,000 in payment

of any such judgment. The master-mechanic and chauffeur of

the Melrose Fire Department were given the duty of inspecting

and approving licensed motor vehicles. Passengers were pro-

hibited from standing or sitting upon the running board or

guards of the car while in motion, and lights were to be pro-

vided for the interior of all cars at hours when outside lights

are required to be displayed by the laws of the Commonwealth.

A large car, seating about twenty passengers, has operated

between Natick, Wellesley and Framingham; and four auto-

mobiles have done business about Natick and Framingham.

Neither town had special regulations.

On June 7, 1915, the city of Newton adopted jitney regulations

for "hackney carriages", the term including every vehicle except

street railway cars and steam railroad cars, and fixed rates. No
jitney licenses have been issued, but four or five cars have been
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operated into the city from Waltham. Two of the operators of

such cars have been arrested, found guilty and fined, and have

appealed their cases from the local to a higher court.

With the exception of three motor busses and one touring car

operating during the Reading Fair, Reading has had no jitneys.

A single motor bus has operated in Sherborn. There were two

licenses issued in Somerville, but no cars have apparently been

operated in the city. Tewksbury had one touring car operating

to Lowell and one to Wilmington. Townsend had an auto bus.

Wakefield had two busses and six touring cars operating during

the Reading Fair.

Waltham had issued 23 "hackney" licenses and had considered

the adoption of jitney regulations. Two busses operated between

Waltham and Concord, via Kendall Green, Hastings, Silver Hill,

Lake Walden, Concord and the Reformatory; one from Waltham
to Wayland via Tower Hill; three to Newton; six to Water-

town; and two operated about the city. W^akefield had one

touring car carrying school children, and Wilmington had one

car (already mentioned) operating to Tewksbury.

Norfolk County.

To October, 1915, no jitneys had appeared in Avon, Brookline,

Canton, Cohasset, Dover, Foxborough, Franklin, Medfield, Med-
way, Millis, Milton, Needham, Norfolk, Plainville, Sharon,

Stoughton, Wellesley, Westwood and Wrentham. One was

operated in Braintree, three operated in Dedham, two in Hol-

brook, 30 in Norwood, four in Quincy, one in Randolph, 30 in

Walpole and four in Weymouth.
Dedham, Foxborough, Norwood, Quincy, and Westwood had

adopted special regulations for this service, but none of the other

places have taken such action.

Motor busses to the number of 30 were in operation from Nor-

wood through Dedham to Grove street, Boston, where passengers

can connect with the Boston Elevated railway system. Under

the Dedham regulations, these automobiles can stop in the town

limits to discharge passengers, but not to pick them up. All of

these automobiles were licensed in Norwood and operated as

far as East Walpole. The Norwood regulations became effective

June 28, 1915, and were adopted under the provisions of section

24 of chapter 25 of the Revised Laws. Among other rules is one

that all motor vehicles for which licenses are granted shall first

be examined by the selectmen or the general manager of the
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town of Norwood. One section of the rules provides that no

operator shall stop to take or leave passengers within twenty-

five (25) feet of a white pole or other place designated for a

street car stopping place, nor within twenty-five (25) feet of the

intersection of streets. Another prevents any person riding out-

side the body of the car and prohibits racing for passengers or

loud or disorderly solicitation. Section 11 permits the selectmen

to require the applicant to file with the town clerk, before the

license is issued, an acbident insurance policy to the amount of

$5,000, providing indemnity for any person or property injured

by the careless operation of a vehicle. By another rule, an appli-

cant for a license must present satisfactory proof that he is or

has declared his intention to become a citizen of the United States.

Dedham, Westwood and Foxborough have similar rules, there

being some variations.

Between Plainville and North Attleborough three automobiles

operated, and during the summer three operated through the

town from North Attleborough to Lake Pearl in Wrentham.
Wellesley had adopted no regulations and there were no jitneys

operating about the town. An automobile operated from Natick

into the town, receiving and discharging its load on the Wellesley

College campus. The chief of police of the town had been noti-

fied by the selectmen to watch this automobile, and if it picked

up or let off a passenger on a public way, to arrest the driver.

Plymouth County.

During the summer, one jitney appeared in Bridgewater; 113

in Brockton; four in Hanson; 10 in Pembroke; one in Rock-

land; three in Whitman, and five in Scituate. With the excep-

tion of Brockton, no municipality in this county had adopted

special regulations. On June 1, 1915, the City Council of Brock-

ton passed an ordinance providing rules and regulations for the

transportation of passengers for hire by motor-propelled vehicles,

'in addition to those already established for hackneys, cabs and
other carriages. These rules limit the number of passengers to

the seating capacity of the car; prevent any person from standing

or sitting upon any running board, step, fender, dash, door, or

any other part thereof, except the seat; provide that all pas-

sengers must be received or discharged at the curb, excepting a

passenger on a front seat; prohibit a licensee from employing as

driver or chauffeur any person without the approval of the

board of aldermen; prohibit the chauffeur or driver from smoking
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tobacco when he has a passenger and from drinking any intoxi-

cating liquors or being under the influence of liquor while oper-

ating or having charge of a vehicle. A penalty of twenty dollars

($20) attaches to the violation of any of the rules.

An automobile has been in operation between Bridgewater and
Middleborough ; one has operated between Rockland and Scituate;

and two jitneys have operated between Wareham and Onset.

Suffolk County.

Between "T" Wharf and the new Fish Pier in South Boston

three or four auto busses have been operated. These are licensed

as sight-seeing cars, as they seat more than eight passengers (see

Acts of 1913, chapter 592).

For operation from Norwood to Grove street, Boston, 30

automobiles have been licensed under the rules and regulations

for "hackney" carriages. Licenses granted under "hackney"
carriage rules (that is, for automobiles seating eight passengers or

less) have also been issued for a line to operate from Forest Hills

to Hyde Park and Mattapan to Hyde Park. The rules and

regulations of the police department for "hackney" carriages, it

need hardly be said, are not designed to be applied to the class

of transportation now known as "jitneys." One of the rules

compels an applicant for a city license to operate a motor

"hackney" carriage to present a valid license as a chauffeur

issued to him by the Massachusetts Highway Commission; and

it may be added that the Massachusetts Highway Commission

makes no distinction between licenses granted to owners or

chauffeurs intending to operate jitneys, and those seeking to

operate automobiles for private use. When an accident occurs

to an automobile being operated as a jitney, the commission

proceeds to an investigation. In case of a fatal accident, the

license of the driver of the machine is automatically suspended

pending such investigation, and if the license is revoked, the

driver cannot be re-instated as a chauffeur until a period of six

months has expired.

No jitneys or motor busses had been operated in Chelsea, with

the exception of a motor bus passing through the city on a run

from Maiden and Everett to Revere Beach. In the absence of

special regulations, no cars have been allowed to operate within

the limits of the city.

Revere had no special regulations, but six jitney licenses had

been issued; one bus operated from Revere to Scollay Square;
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one from Revere to East Boston; two to Revere Beach; two

to Chelsea. The bus operating from Maiden to Revere Beach,

referred to above, received no license in Revere. No jitneys or

motor busses operated in Winthrop and the town had adopted

no special regulations.

Worcester County.

Of the 59 cities and towns in Worcester county, 43 granted no

jitney licenses and no jitneys were in operation. Seven munic-

ipalities have passed regulations for the operation of this class

of vehicles and 52 have passed none.

In the town of Clinton, 51 "hackney" licenses had been

granted under the local by-laws to automobile drivers. Most of

these automobiles were operated during the Clinton Fair. A
single jitney had appeared in Dudley. Twenty were operated

in Fitchburg under rules adopted June 1, 1915. These rules,

similar to those adopted in many other places, include the pro-

vision for the filing of an accident insurance policy with the city

clerk before the license is issued, with an additional provision

permitting the mayor and aldermen to require the applicant for

a license to file with the city clerk a bond holding the city

harmless for all expense or damage to which it may become

liable by reason of granting of the license for operation of a

motor vehicle.

In Gardner four jitneys were operated; there were six in

Hopedale; two in Leominster; eight in Milford; two in Alford;

one in Shrewsbury; three in Southbridge; one in Upton and 15

in Webster. In the latter town, five jitneys were operated on

week days and ten on Sundays.

The city of Worcester, during the year, granted 186 licenses for

"hackneys," 90 of which were for vehicles to be used as jitneys.

On May 3, 1915, the board of aldermen adopted additional rules

and orders for the regulation of motor vehicles, similar to those

adopted in other cities and towns, including a requirement for

the filing with the clerk of the licensing board, prior to the issue

of the license, of an accident insurance policy, providing in-

demYiity for any person or property injured by the careless

operation of the vehicle. These regulations are printed in full

in the appendix below.

Worcester county had a number of motor busses operated as

auto stages. One auto bus seating sixteen people ran every hour

from 1:30 p.m. until about midnight from Athol to Orange; one

automobile ran as a stage from Athol to Petersham, and another
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from Athol to Phillipston. Three automobiles, and sometimes

four, ran between Barre Center and Barre depot, a distance of

three and a half miles, making nine round trips daily. Two
opposition automobiles have been running over the same route

at a lower fare. An automobile ran as a stage carrying mail

between Barre and Petersham.

Between Blackstone and Woonsocket five jitneys had been

operated. The town had adopted no special regulations. Two
automobiles ran between Dana Center and the Boston and

Albany station in North Dana. An automobile was used part

of the time on the stage and mail route between Hardwick

Center and Gilbertville. An auto stage operated from the center

of Harvard to the railroad station. One motor bus operated in

Hubbardston and two in Lunenburg, where the usual form of

regulations adopted by municipalities near by have been passed.

One jitney bus was in operation in Milford; two in Paxton; one

in Princeton.

An automobile was used on the mail and stage route between

Phillipston Center and Athol and one made daily trips in summer
from Queen's Lake to the Northern Massachusetts street railway

line in the town. One auto bus operated in Rutland; one in

Southborough; one in Sterling and one in Sutton. One made a

round trip per day between Templeton Center and Otter River

Village, doing some miscellaneous service during the day in

Baldwinville. An auto truck carried passengers during the sum-

mer and the holidays between Winchendon and Winchendon

Springs, and sometimes made evening trips.

Effect of Jitney Bus Competition.

The effect of jitney bus competition upon the street railway

systems in Massachusetts, according to statements made by

the companies, has been in some instances severely, and in

others very slightly felt.

The example of the Portland, Maine, system and of systems

in many large cities in other parts of the country where cam-

paigns of education and opposition have been organized, does

not seem to have been followed in Massachusetts, although

many of the larger companies have followed closely the rise

and development of jitney bus competition.

The Rhode Island Company of Providence, which is closely

related to some Massachusetts trolley systems, states that it
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first felt the effect of jitney competition in March, the jitneys

having begun to operate in Providence during the latter part

of February. The receipts of the company for the first seven

days of March showed an increase of 1.28 per cent over the

corresponding period of the previous year, but as the jitneys

increased in numbers the company's earnings fell, until at the

end of the month they were 5.09 per cent behind the previous

year. For the first six months, from March to August, the

Rhode Island Company's receipts showed a decrease in com-

parison with the figures for 1914, as follows:

MONTH. Amount. Per Cent.

March,

April, .

May, .

June, .

July, .

August,

$20,015 35

64,950 71

80,905 60

73,230 72

64,311 45

23,541 37

5.09

15.66

16.65

15.10

12.07

4.42

S326,955 20

Reasoning from general business conditions, the company

feels that, had it not been for the jitneys, the increase of 1.28

per cent received during the first seven days in March, would

have been maintained and would have amounted for the six

months referred to to something like $35,000, and so estimates

its total loss on account of jitneys at approximately $362,000

for the six months. Early in December, 160 jitneys were in

operation in the Providence section. The company's earnings

in September showed an increase of 1.36 per cent, and in Octo-

ber a decrease of .95 per cent.

The Boston Elevated Railway Company has not felt any

effect from jitney competition. It attributes this to the fact

that the jitney bus has been unable to compete with its rapid

transit lines, so that even in the suburban districts no jitneys

have appeared to contest it in its several fields of operation.

The Bay State Street Ptailway Company, early in December,

estimated its daily loss on its entire system at $700, and that

its loss had been on about this ratio since early in the summer.

The company had expected that jitney competition would
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rapidly decrease during the autumn, and attributed the con-

tinuance of its large daily loss to the fact that there had been

no appearance of very stormy or snowy weather up to the

time when the estimate was made.

The Massachusetts Northeastern Street Railway Company
suffered from jitney competition during the summer season be-

tween Haverhill, Merrimac, Amesbury, Newburyport and Salis-

bury Beach, estimating its loss to have been at the rate of

$100 per day for the three months ended September 30, 1915.

At the close of the beach season, however, this competition

largely disappeared, being practically confined at present to

the Amesbury-Newburyport lines. The management made a

count of passengers carried by the jitneys on the latter line for

Saturday, December 11 and Monday, December 13, 1915,

which showed passengers carried for the two days to have been

1,263, and cash collected, $63.15. The estimated number of

passengers carried on Sunday, September 12, was 450, and the

receipts $45.

Upon the Middlesex and Boston street railway system the

passenger receipts during the months of June, July, August and

September were reduced by jitney competition, in the opinion of

the vice president and general manager, by the amount of at

least $10,000.

For the past four years the Northern Massachusetts Street

Railway Company has had more or less competition from auto

busses running between Greenfield and Turners Falls; and the

management says that during the past summer competition

reached the highest point it has seen, there being at certain

times as many as ten machines running, these accommodating

from eight to twenty passengers each. On December 8, four

machines were running between Greenfield and Turners Falls

and the expectation was that these would run as long as the

weather and street conditions vv^ould permit. On a Saturday

and a Sunday in September, a count showed that the number

of passengers going by a common point near Turners Falls

aggregated 3,020. While the management admits that these

busses serve in a small way the territory which its system does

not reach, and that there is more or less riding by people for

the novelty of being in an automobile, it still urges that a
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substantial amount of business is taken which logically should

go to its system. The street railway route between the two

points is approximately five miles in length and the running

time is thirty minutes, while the bus, by taking a more direct

and shorter route, makes the run between the two points in

from fifteen to eighteen minutes. While the Northern Massa-

chusetts and its associated companies has had competition in

some other sections, nowhere has it been as keen or as vital

as here, the towms of Greenfield and Montague having no

regulations; and the company feels that the only relief for

which it can look must either take the form of enactment of

legislation subjecting operators of jitneys to some of the duties

and responsibilities to which street railways are subjected, or

possibly, at some future date, the construction of a street rail-

way line from Greenfield to Turners Falls over the route now
covered by the jitneys.

The management of the Fitchburg and Leominster system

reports that in the early summer of 1915 many "hackney"

licenses were issued in Fitchburg and Leominster and that the

licensees immediately started to carry passengers under the usual

jitney conditions, but that they have since been discontinued.

No estimate has been made of the losses of the company

through this competition. The suggestion is made by the

management that it might be wise to allow the street railway

companies to use a passenger-carrying automobile for limited

service in sections where the street railway equipment would

be too expensive; also, that street railway companies, where

the riding is light and grade not excessive, might be permitted

to use a one-man-operated, pay-as-you-enter single truck car

with transfers issued to main lines of street cars at convenient

points.

The management of the Holyoke and Northampton street

railway system reports that it has had no experience in jitney

competition as yet.

The Union Street Railway Company of New Bedford esti-

mates its loss on account of jitney competition during the

summer months at about $200 per day. During the autumn

months this daily competition largely diminished, being con-

fined, for the most part, to Saturdays and Sundays. During
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five Saturdays in November and early December, the numbers

of jitneys counted upon the main streets were respectively 88,

81, 71, 66, 64, one car passing a given point every three min-

utes, and a rough estimate of the company's loss of revenue

was given as over $100 per day. The management reports

that the interurban line between New Bedford and Fall River

has been, of late, the most seriously affected. While no exact

figures are available, the company reports that passenger

routes have conspicuously declined under generally good

local conditions in such a manner that it is forced to conclude

that the use of cheap automobiles, for both private use and

for hire, is principally responsible for the decrease. It expects

some diminution of jitney business through the winter, but

believes that another summer will find this form of street

transportation in activity again. In making this report, the

president of the company states it to be his individual opinion

that in so far as the jitney service furnishes a form of trans-

portation desired by the public, which cannot be furnished by

street railway companies, the competition is justifiable, if it is

made measurably fair by subjecting the new form of service

to some of the obligations which the regularlj^ established forms

of transportation are by law compelled to observe. Supervision

by a competent public board, he thinks, would seem to be

essential.

A study of jitney operations in Springfield, with a census of

the riding on certain dates, will be found above. The freight

and passenger department of. the Springfield Street Railway

Company has made for the management an estimate that the

loss sustained by that company on account of the jitneys,

during the period from April 1 to December 15, 1915, is ap-

proximately ,S67,402.50.

According to figures received from the management of the

Worcester Consolidated Street Railway System, in a territory

where jitney competition developed very early in the year, the

losses of the company from April 1 to December 15, 1915, were

approximately $28,309; the losses on the Milford, Attleborough

and Woonsocket system during the same period being estimated

at $1,924; while upon the Interstate Consolidated system for the

same period they were estimated at $14,026.
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Regulation of the "Jitney" Bus.

The regulation of jitney bus operation has taken various

forms. In some states the legislature has acted, in others pub-

lic utilities commissions have taken jurisdiction, while in all

parts of the country the effort at regulation has often taken

the form of local rules and ordinances.

On May 22, 1915, the State of New York passed a law de-

claring jitneys to be "common carriers" and placing them

specifically under the jurisdiction of the Public Service Com-

mission. (N. Y. Acts of 1915, c. 667.)

Pennsylvania enacted a law on June 1, 1915, giving cities

and towns the right to designate (a) licenses, (b) rates of fare,

(c) routes, and to regulate the operation of motor vehicles not

operated on tracks and carrying passengers for pay. (Acts of

1915, No. 311.)

Rhode Island authorized cities to regulate carriers of pas-

sengers by motor vehicles by an act approved April 24, 1915.

(Revised Laws of 1915, c. 1263.)

The State of Washington enacted a law requiring a license

fee of $5 to be paid to the Secretary of State, also providing

for $2,500 indemnity bond with any company approved by the

Secretary of State. (Washington Laws, 1915, c. 57, in effect

April 10, 1915.)

In Iowa a law was passed granting to all cities of all classes

and to towns power to license and regulate so-called jitney

busses and all motor vehicles operated upon the streets and

avenues of such cities and towns doing a business similar to

that transacted by street railways.

Tennessee passed a law with a $5,000 bond provision which

declared jitneys to be common carriers. This law gave the

cities power to regulate routes, fares, taxes, etc. Judge Pitt-

man of the state court ruled that the act was unconstitutional,

and appeal from this ruling was taken. On July 17, 1915, the

United States circuit court at Memphis denied an injunction

sought to void this statute on constitutional grounds, the criti-

cism being brought against the requirement that jitney opera-

tors should furnish an indemnifying bond. It was held that

the Tennessee act was not violative of the 14th amendment of
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the federal constitution. Aside from the moral effect on the

appealed case the federal decision simply confined the issue to

state litigation. In November the supreme court of Tennessee

reversed the ruling of the lower court, and held the act to be

constitutional.

The public service commissions of Illinois, Georgia and

Maryland have assumed jurisdiction over "jitneys".

Municipal Ordinances,

One of the early ordinances requiring a franchise permitting

the operation of jitney busses was passed by the city of Den-

ver, January 25, 1915. (Ordinance 7, series 1915, Commis-

sioners' bill 5.) Section 1 of this ordinance reads as follows:

It shall be unlawful for any person, firm, association of persons, or

corporation, either as principal, agent, or emplo3''ee, to use or occupy any

street, alley or other public place in the City and County of Denver, with

any automobile or other vehicle whatever, for the carriage of persons for

hire, and operating for the purpose of affording a means of local street

transportation similar to that ordinarily afforded by street railway, by

indiscriminately accepting and discharging such persons as may offer

themselves for transportation along the way or course on which it is

used or operated or may be running, without first obtaining a franchise

from the City and County of Denver.

The franchise, required as stated above, can only be secured

by a vote of the people of Denver.

On October 23, 1914, the city of Long Beach, California,

passed a jitney ordinance providing an annual minimum license

fee of $25; requiring the filing of an indemnity insurance policy

of $5,000, limiting the number of passengers to the seating

capacity of the car, and making a speed limit of fifteen miles

an hour in the business district.

On November 21, 1914, the municipal council of Pasadena,

California, passed an order making the license fee for jitneys

$30, providing a minimum of $5,000 insurance for the benefit

of passengers, limiting the number of passengers to those who

could be accommodated inside the car, and providing for the

examination of drivers and for interior lighting.

Seattle, Washington, adopted a jitney ordinance January 7,

1915, the license fee being fixed at $2.50, a $2,500 bond being
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required as provided by state law. A medical and efficiency

examination is required for drivers.

The ordinance in Oakland, California, passed in February,

1915, provides for a license fee of $60, a bond of $10,000, defi-

nite routes and termini, limitation of number of passengers

to those inside the car, an efficiency examination for drivers,

and the lighting of routes at night. It also provides that driv-

ers must be eighteen years old, that non-skidding tires must be

used, and that the jitney must come to a full stop before

crossing railroad tracks where there is no guard. The fare is

limited to five cents, and provision is made for emergency routes.

Oklahoma City passed an ordinance February 9, 1915, mak-

ing minimum license fee $50, bond $10,000, fixing both routes

and termini, providing for schedules of operation, limiting

passengers to those inside the car, and making provision for

signs with the name of operator and routes. It prevents op-

eration of jitneys on streets where street cars are in operation.

In addition to the general provisions as above indicated, the

city of Polytechnic, Texas, provided for a schedule of twelve

hours operation a day, that school children should be carried

for half fare, and also for transfers to other busses belonging

to the same owner.

Port Arthur, Texas, limits the number of passengers to 50

per cent over the seating capacity, all to be carried inside the

car, and makes the fee of $1.80 to $7.20 per seat dependent

upon whether cars are used for all day service or during rush

hours only.

Fort Worth limits the hours of operation to twelve per day,

Sunday excepted. The ordinance in Fort Worth which was

passed in February, 1915, was tested in the Criminal Court of

Appeals, the action being known as the "Sullivan Test Case"

and the validity of the first measure was upheld by the Crim-

inal Court of Appeals. On May 31 the ordinance originally

passed on February 15 was amended, by changing the provi-

sion for insurance to one for a $2,500 bond. On June 14, a

rehearing of the "Test Case" was asked on the ground that

the new ordinance revoked the old one. This was denied

June 21. The Federal Court denied the petition to restrain the

enforcement of the ordinance, the petition being applied for
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on the ground of violation of constitutional rights. On June

26 a temporary injunction granted by the District Court was

dissolved, and the ordinance was again put in force on June

28. On July 11, an appeal from the decision of the District

Court (dated June 26) was denied by the Civil Court of Ap-

peals. The Fort Worth ordinance, in its final form, will be

found below.

The ordinance passed by Los Angeles, California, February

27, 1915, was vetoed by the mayor and passed over the veto

on March 4, 1915. It required of drivers not only efficiency

but also knowledge of the city ordinances, and permitted jitney

busses to go outside their regular routes for public functions.

San Antonio, Texas, in its jitney ordinance passed March 8,

1915, included a clause declaring the use of the streets to be a

public franchise subject to authorization by the. city council,

and that the fee should be deemed both a license fee and con-

sideration for the granting, exempting companies already pay-

ing a franchise tax from the license fee, and providing that the

city council might assess the licensee an additional amount for

paving, etc. On March 27, 1915, a temporary injunction re-

straining the enforcement of this ordinance was granted by the

local court. This was dissolved, however, on June 9, by a decision

of the Court of Civil Appeals, which declared jitneys common
carriers subject to every reasonable regulation the city might

impose. On June 29 this decision was reaffirmed, and the mo-

tion for a new trial was overruled.

Savannah, Georgia, passed an ordinance on April 27, 1915,

with the customary regulations. An injunction to restrain the

enforcement of this ordinance was granted. Subsequently the

Georgia railroad commission assumed jurisdiction. A tempo-

rary injunction to restrain the commission from enforcing this

decision was denied by the Supreme Court.

In Louisville, Kentucky, where ordinances of the usua,l

character were passed April 22, 1915, a temporary injunction

was granted May 29. After a hearing the ordinance was up-

held, the ruling being that a municipality has a right to both

bond and license jitneys: but bond provisions which did not

state the exact amount of the bond (the minimum being $5,000)

were enjoined until amended so as to cover this deficiency.
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The New Orleans ordinance contained a provision to make

the bond, the minimum being S5,000, cover all common car-

riers operating on a uniform fare, whether or not in practice.

A temporary injunction was granted which was dissolved by

the Supreme Court of Louisiana on June 28, 1915, the court

holding the law valid.

In Dallas, Texas, where an ordinance was adopted May 22,

1915, an injunction was denied, and an appeal was taken to a

higher court, which, on July 3, upheld the decision of the lower

court, the ordinance going into effect July 19.

El Paso, Texas, prohibited licenses to drivers who had not

resided six months in the city. The operators secured a tem-

porary injunction which was dissolved at a hearing held June

29, 1915.

Philadelphia passed an ordinance on July 2, 1915, contain-

ing the usual provisions; also a provision that the limits of

routes north and south and east and west from the City Hall

should be 6 and 4f miles in length respectively, each carrier

being compelled to operate over the long route, and the police

being authorized to exclude machines from any street. The

fare was limited to five cents.

Similar ordinances have been adopted by many cities out-

side of Massachusetts.

In Massachusetts.

The situation in Worcester early in the year led to a request

that the City Solicitor draft a ]itney ordinance, which was pre-

pared and enacted in May. Soon after, the desire for similar

ordinances in other cities led to frequent conferences of mem-
bers of the City Solicitors Association and, using the Worcester

ordinance as a model, a form of ordinance was drafted which

has since been adopted by several cities, with certain variations

in each case. The principal variation is perhaps the addition

of a provision stating the minimum amount (usually $5,000)

of the policy of accident insurance, or bond, to be filed by the

applicant before obtaining a jitney license. The full text of

the Worcester ordinance will be found in the appendix, below.
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APPENDIX.

JITNEY LAWS AND REGULATIONS PASSED DURING THE
YEAR 1915.

The Iowa Law.

Acts of 1915.

An Act granting to cities of all classes, and towns, power to

license and regulate so-called " jitney " busses, and all

motor vehicles, operated upon the streets and avenues of

such cities and towns, doing a business similar to that trans-

acted by street railway companies.

Be it enacted by the General Assembly of the State of Iowa:

Section 1. Cities and towns including cities acting under the com-

mission form of government, and cities acting under special charter,

shall have power to regulate, and hcense so-called "jitney" busses, and

all motor veliicles operating upon the streets and avenues of such cities

and towns and engaged in carrying passengers for hire, on a plan similar

to that followed by street railway companies; to fix and determine the

streets and avenues upon which they shall be permitted to operate; to

require such vehicles to be operated over reasonable routes, and upon

reasonable schedules; to require the owners or operators thereof to file

T\dth such city or town, a proper indemnity bond for the protection of

the city or pubhc agains.t damages resulting from neghgence in the opera-

tion of such vehicles; and to impose penalties within the Hmits of section

six hundred eighty of the code for the violation of any ordinance enacted

hereunder. Provided that "jitney" busses shall not be excluded from

streets on which street cars are allowed to operate.

Section 2. This act, being deemed of immediate importance, shall

be in effect from and after its passage and publication in the Des Moines

News, a newspaper published at Des Moines, Iowa, and the Cedar Rapids

Republican, a newspaper pubhshed at Cedar Rapids, Iowa.

Approved by Governor April 16, 1915.
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The New York Law.

Acts of 1915, Chapter 667.

An Act to amend the transportation corporations law, in respect

TO stage routes, bus lines and motor vehicle lines carrying

PASSENGERS FOR HIRE IN CITIES.

Became a law May 22, 1915, with the approval of the Governor, Passed,

three-fifths being present.

The people of the State of New York, represented in Senate and Assembly,

do enact as follows:

Section 1. Section twenty-five of chapter two hundred and nineteen

of the laws of nineteen hundred and nine, entitled "An Act in relation to

transportation corporations, excepting railroads, constituting chapter sixty-

three of the consolidated laws," as added by chapter four hundred and
ninety-five of the laws of nineteen hundred and thirteen, is hereby amended
to read as foUows:

Section 25. Additional persons and corporations subject to the public

service commissions laiv. Any person or any corporation who or which

owns or operates a stage route, bus fine or motor vehicle line or route or

vehicles described in the next succeeding section of this act whoUy or

partly upon and along any street, avenue or pubhc place in any city shall

be deemed to be included within the meaning of the term "common
carrier" as used in the public service commissions law, and shall be re-

quired to obtain a certificate of convenience and necessity for the opera-

tion of the route or vehicles proposed to be operated, and shall be subject

to aU the provisions of the said law apphcable to common carriers.

Section 2. Article four of said chapter two hundred and nineteen of

the laws of nineteen hundred and nine is hereby further amended by
adding thereto at the end of said article a new section to be numbered
section twenty-six, to read as foUows

:

Section 26. Consent required. No buss fine, stage route nor motor
vehicle fine or route, nor any vehicle in connection therewith, nor any
vehicle carrying passengers at the rate of fare of fifteen cents or less for

each passenger within the hmits of a city or in competition with another

common carrier which is required by law to obtain the consent of the

local authorities of said city to operate over the streets thereof shall be

operated wholly or partly upon or along any street, avenue or public place

in any city, nor receive a certificate of pubUc convenience and necessity

untU the owner or owners thereof shall have procured, after pubhc notice

and a hearing, the consent of the local authorities of said city, as defined

by the railroad law, to such operation, upon such terms and conditions

as said local authorities may prescribe, which may include provisions

covering description of route, rate of speed, compensation for wear and
tear of pavement, improvements and bridges, safeguarding passengers

and other persons using such streets, and no such operation upon the
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streets of any such city shall be permitted until the owner or operator

of such vehicles or proposed line or route shall if required by such local

authorities have executed and dehvered a bond to such city in an amount

fixed by said local authorities and in the form prescribed by the chief

law officer of said city with sureties satisfactory to the cliief fiscal officer

of said citj^, which bond may be required to provide adequate security for

the prompt payment of any sum accruing to said city, and the perform-

ance of any other obhgations, under the terms and conditions of such

consent, as well as adequate security for the payment by such owner of

any damages occurring to, or judgments recoverable by, any person on

account of the operation of such line or route, or any fault in respect

thereto.

Section 3. This act shall take effect immediately.

The Rhode Island Law.

Revised Laws, Acts 1915, Chapter 1263.

An Act relative to carriers of passengers by motor vehicles and

authorizing the cities and towns to regulate the same.

Section 1. The city or representative council of each city and the

town council of each to"v\Ti by ordinance may provide that no person shall

engage in the business of transporting in such city or town passengers for

hire by means of any motor vehicle, not running on tracks or rails, and

operated for the purpose of affording a means of street transportation

similar to that ordinarily afforded by street railways by accepting and

discharging passengers along the route traversed by such vehicle, without

first obtaining a special annual license for each such vehicle to be em-

ployed by such person in said business from the board of aldermen of such

city having such board, otherwise from the city council thereof, or from

the town council of such town in which said business is to be conducted,

or from such officer, board or commission therein as the city council,

representative council or town council thereof may prescribe. Such a

vehicle so employed is hereby termed a motor bus, and shall not be deemed

a haclmey carriage, but shall be a vehicle subject to all street traffic reg-

ulations in any city or town in which it is operated so far as appUcable

and consistent herewith.

Section 2. The city or representative council of each city and the

town council of each town from time to time may by ordinance make

such general rules and regulations governing said business, and the use

and operation in said business of such motor buses, in the streets and

public places of such city or town, as it may deem necessary or desirable

for the public safety, welfare and convenience; and to that end may

impose special restrictions, requirements and regulations relative to such

business, such motor buses or any class or classes thereof, the drivers

thereof, the number of passengers to be carried at any one time in such
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motor buses, respectivelj'", and especially to prevent congestion of traffic,

may itself, or by such officer, board or commission, as it may authorize,

prescribe and hmit the route or routes to be traveled by such motor buses,

respectively; and may provide that no person shall drive any such motor

bus without first obtaining a special annual license for from the body,

officer, board or commission granting the motor bus licenses; and may
require the payment of a license lee for such motor bus license to the city

or town b}'' which such license is issued of not less than two dollars and

not more than five dollars lor each passenger authorized to be carried in

such motor bus at any one time: Provided, that the maximum fee tor

any such bus shall not exceed ffity dollars; and may vary the amounts

of the license fees for motor buses operated in any two or more cities

or towns; and may provide that no license for such motor bus shall issue

until there is filed with the body, officer, board or commission granting

the same, a bond running to such city or town in an amount not to exceed

five himdred dollars for each passenger authorized to be carried in such

motor bus at any one time, with a surety company as surety, or with

such other sureties as may be approved by it or such officer, board or

commission, conditioned m substance to pay all damages sustained by
any person injured in his person or property or damaged in consequence

of the death of any person caused by any careless, negligent or unlawful

act on the pari, of the principal named in such bond, his agents, employees

or drivers, in the conduct of his said business or in the use or operation of

such motor bus employed by him therein.

The city or representative council of each city and the town council

of each town may create such office, officer, board or commission as it

may deem necessary to carry the provisions of this act into effect; and

provide for their compensation.

Section 3. Every person injured in his person or property by any

careless, negligent or unlawful act of any person, named as principal in

any bond filed in accordance with the provisions of Section 2 hereof, or

of the agents or employees of said principal, or of the person driving,

operating or in charge of any motor bus with respect to which such bond
has been filed, in conducting said business, or in operating such motor

bus, and the executors and administrators of the person injured, and if

the death of any person be caused by any careless, negligent or unlawful

act as aforesaid, the executors, administrators or the beneficiaries author-

ized to bring an action for damages for death by wrongful act in Section 14

of Chapter 283 of the General Laws shall have cause of action upon such

bond for all damages sustained, and shall upon request be furnished with

a certified copy of such bond, and may bring suit in the name of the

obligee named in such bond for his or their use and benefit, against the

principal and surety or sureties named in such bond, and may prosecute

the same to final judgment and execution; Provided, that such action

and its prosecution shall involve the obligee in no expense, and that every

such action shall be commenced and sued within two years next after the
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cause of action shall accrue, and not after; and that in any action on

such bond, brought to recover damages for the death of anj^ person, the

amount recovered shall go to the beneficiaries named and in the propor-

tions prescribed in said Section 14 of Chapter 283 of the General Laws.

Section 4. Wlienever any person who has been granted a license

for the operation of any motor bus in any city or town shall be refused

a license for the operation of such motor bus in an adjoining city or town

where motor buses are licensed, such person may complain of such refusal

to the pubUc utihties commission and said commission after notice as

provided in Section 20 of the pubhc utihties act, which notice in the case

of a town shall be to the resident of the town council, and in the case of

a city shall be to the mayor, shall proceed to investigate and hear such

complaint. If after hearing the commission shall be of the opinion that

the refusal of such license is against the public convenience and interest,

said commission may order such hcense so refused to be granted and such

order shall be served upon the authorities granting hcenses for such

motor buses in such city or town. Appeal from any such order of the

commission may be taken as provided in the public utilities act for appeal

from other orders of the commission, and the commission may take pro-

ceedings to enforce any such order as provided in Section 31 of the public

utilities act.

Section 5. Nothing in this act contained shall be construed to

amend or restrict the operation of the provisions of Chapter 86 of the

General Laws or any acts in amendment thereof or in addition thereto,

and the license fees authorized to be collected by this act shall be in

addition to any and all fees authorized to be collected under the pro-

visions of said Chapter 86 of the General Laws and any acts in amend-

ment thereof or in addition thereto.

The Pennsylvania Law.

Pennsylvania Acts, 1915, No. 311.

An Act authorizing cities to regulate and license certain motor-

vehicles.

Section 1. Be it enacted, &c., That each city may regulate the trans-

portation by motor-vehicles (not operated on tracks) of passengers or

property, for pay, •v\dthin the limits of the city to points beyond the limits

of the city. In such regulation the city may impose reasonable license

fees, make regulations for the operation of vehicles, the rates to be charged

for transportation, and may designate certain streets upon which such

vehicles, if operated, must be operated.

Approved— The 1st day of June, A.D. 1916.
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State of Tennessee.

Jitney Bus Act.

Passed April 3, 1915.

An Act to define as common carriers within this state, persons,

firms and corporations operating certain self-propelled

public conveyances and AFFORDING MEANS OF STREET TRANSPOR-

TATION SI]\nLAR TO THAT ORDINARILY AFFORDED BY STREET RAILWAYS

BUT NOT OPERATED UPON FIXED TRACKS. TO DECLARE THE BUSINESS

OF ALL SUCH COMMON CARRIERS A PRIVILEGE AND TO FORBID AND
DECLARE A MISDEMEANOR THEIR OPERATION UPON STREETS, ALLEYS,

PUBLIC PLACES OF INCORPORATED CITIES OR TO'RrNS WITHOUT OB-

TAINING PERMITS OR LICENSES FROM SUCH CITIES OR TOWNS AND

GIVING BOND TO INDEMNIFY AGAINST LOSS OF LIFE AND DAMAGE TO

PERSON AND PROPERTY: AND TO AUTHORIZE INCORPORATED CITIES

ANT) TOWNS OF THIS STATE TO GRANT PERMITS AND LICENSES TO SUCH

CARRIERS TO OPERATE OVER STREETS, ALLEYS AND PUBLIC PLACES,

AND TO FIX ROUTES, TERMS AND CONDITIONS OF SUCH OPERATION,

AND TO LIMIT SUCH OPERATION IN THE INTEREST OF PUBLIC CON-

VENIENCE AND SAFETY, AND TO IMPOSE A TAX FOR THE EXERCISE OF

THE PRIVILEGE HEREIN GRANTED.

Section 1. Be it enacted by the General Assembly of the State of Ten-

nessee, that any person, firm or corporation operating for hire any public

conveyance propelled by steam, compressed air, gasohne, naptha, elec-

tricity or other motive power for the purpose of affording a means of

street transportation similar to that ordinarily afforded by street rail-

ways (but not operated upon fixed tracks) by indiscriminately accepting

and discharging such persons as may offer themselves for transportation

along the way and course of operation be and the same is hereby declared

and defined to be a common carrier, and the business of all such common
carriers is hereby declared to be a privilege.

Section 2. Be it further enacted, that it shall be unlawful for any

conmaon carrier as defined in section 1,-of this Act, to use or occupy any

street, alley or other public place in any incorporated city or town of this

State without first obtaining from such City or Town a permit or license

by ordinance giving the right to so use or occupy such street, alley or

other pubhc place, such permit or license to embody such routes, terms

and conditions as such city or town may elect to impose; provided, how-

ever, that no such permit or license shall be granted which does not require

the execution and filing of a bond as provided for in section 3 of this Act.

Section 3. Be it further enacted, that any such common carrier before

operating any public conveyance as aforesaid, in addition to obtaining a

permit or Hcense as aforesaid, shall execute to the State of Tennessee and

file with the clerk of the County Court of the County in which the business

is to be carried on, and renew or increase from time to time as may be
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required b}^ such city or toTNTi, a bond with good and sufficient surety or

sureties, to be approved by the Mayor of such incorporated City or town

in such sum as such city or town may reasonably demand (in no case,

however, in a sum less than five thousand dollars for each car operated),

conditioned that such common carrier will pay any damage that may be

adjudged finally against such carrier as compensation for loss of life or

injury to person or property inflicted by such carrier or caused by his

negligence.

Section 4. Be it further enacted, that any common carrier as defined

in section 1 of this Act, which shall use or occupy any street, alley or other

pubhc place in any incorporated city or town of this State without first

obtaining a permit or Hcense to so use and occupy such street, alley or

other public place, or shall operate any such conveyance without first

executing and filing bond as required by section 3 of this Act shall be

guilty of a misdemeanor and shall upon conviction be fined not less than

fifty dollars nor more than one hundred dollars for each offense, and each

day upon which such common carrier shall so unlawfully use or occupy

any street, alley or other pubhc place in any incorporated city or town

of this State, shall constitute a separate offense.

Section 5. Be it further enacted, that all incorporated cities and towns

of this State be and they are hereby authorized and empowered to grant

permits or hcenses to such common carriers to operate over the streets,

alleys and pubhc places of such cities and towns, and to fix in such hcenses

and permits the routes, terms and conditions upon which such common

carriers may operate, subject to the hmitations contained in section 2 of

this Act; provided that no license or permit shall be granted to any such

common carrier without the execution and fifing of bond as required by

section 3 of this Act being required, and all such incorporated cities and

towns are hereby authorized and empowered to impose upon all such

common carriers a tax for the exercise of the privilege granted herein.

Section 6. Be it further enacted, that if any section or part of this

Act be for any reason held unconstitutional or invalid, such holding shall

shall not affect the validity of the remaining portions of tliis Act, but such

remaining portions shall be and remain vahd.

Section 7. Be it further enacted, that this Act take effect from and

after its passage, the pubhc welfare requiring it.

Passed in the House of Representatives on March 31, 1915, Vote 63

to 22.

Passed in the Senate, April 1st, 1915, by unanimous vote.

Signed by the Governor, April 3rd, 1915.
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The Washington Law.

Chapteb 57, Laws of 1915.

An Act relating to and regulating common carriers of passengers

UPON public streets, roads, and highways, providing for the

issuance of permits; prescribing penalties for violations, and
providing when the act shall take effect.

Be it enacted by the Legislature of the State of Washington:

Section 1. It shall be unlawful for any person, firm or corporation,

other than a steam, street or interurban railway company to engage in

or carry on the business of carrying of transporting passengers for hire

in any motor propelled vehicle along any public street, road, or highway,

within the corporate Umits of any city of the first class, without having

first obtained a permit so to do as hereinafter provided;

Provided, That any street or interurban railway or other transportation

company engaging in the business of transporting passengers for hire

in any motor propelled vehicle except street cars along any public street,

road or highway in this State, shall come under provisions of this act:

Provided, further. That the provisions of this act shall not apply to

carriers of U. S. Mail.

Section 2. Every person, firm or corporation other than a steam,

street or interurban railway company, desiring to engage in the busi-

ness of carrying or transporting passengers for hire in any motor pro-

pelled vehicle over or along any pubhc street, road or highway in any city

of the first class and every street or interurban railway or other trans-

portation company desiring to engage in the business of transporting

passengers for hire in any motor propelled vehicle except street cars,

shall apply to the secretary of state for a permit to do so, and such appli-

cant for each motor vehicle intended to be so operated shall deposit and

keep on file with the secretary of state a bond running to the State of

Washington in the penal sum of twenty-five hundred dollars, with a

good and sufficient surety company hcensed to do business in this State as

surety to be approved by the secretary of state, conditioned for the faith-

ful compliance by the principal of said bond with the provisions of this

act and to pay all damages which may be sustained by any person injured

by reason of any careless, negligent or unlawful act on the part of said

principal, his agents or employees in the conduct of said business or in

the operation of any motor propelled vehicle used in transporting pas-

sengers for hire oyer 'or along any public street, road or highway, and

shall pay to the secretary of state a fee of five dollars and thereupon such

license shall be issued to the applicant.

Section 3. Every person injured by any careless, neghgent or un-

lawful act of any person, firm or corporation receiving a permit under

the provisions of this act, or his, their, or its agents, or employees in

conducting said business or in operating any motor propelled vehicle
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used for the canying and transporting of passengers over and along anj'-

public street, road or highway, and his heirs, executors and adminis-

trators shall have a cause of action against the principal and surety upon

the bond provided for in the preceding section for all damages sustained

and in any such action the full amount of damages sustained may be

recovered against the principal, but the recovery against the surety

shall be hmited to the amount of the bond and a surviving husband and

child or children- or if no husband, then the child or children shall have

action for the death of the wife or mother caused by any such negligence.

Section 4. Every person, firm or corporation, other than a steam,

street or interurban railway company, engaging in the business of car-

rying or transporting any passengers for hire in any motor propelled

vehicle along or over any pubUc street, road or liighway or carrjdng or

transporting any passengers for hire along or over any pubhc street,

road or highway in any city of the first class, and every street or inter-

urban railway or transportation company engaging in the business of

transporting passengers for hire in any motor propelled vehicle except

street cars, without having first obtained and having a permit so to do

as in this act provided shall be guilty of a gross misdemeanor.

Section 6. This act is necessary for the immediate preservation of

the public safety, and shall take effect April 10th, 1915.

Passed by the House March 1, 1915.

Passed by the Senate March 4, 1915.

Vetoed by the Governor, March 11, 1915.

Passed over the Governor's veto, March 11, 1915.

State of Wisconsin.

Chapter 546, Laws of 1915.

Duty as Common Carrier. Section 1. There are added to the statutes

seven new sections to read: Section 1797— 62. Every person, firm or

corporation operating any mott)r vehicle along and upon any pubUc street

or highway for the carriage of passengers for hire and affording a means

of local, street or highway transportation similar to that afforded by street

railways, by indiscriminately accepting and discharging such persons as

may offer themselves for transportation along the course on which such

vehicle is operated or may be running is hereby declared to be a common

carrier, and is hereby required to furnish reasonable and adequate service

at just and reasonable rates, and is hereby required to operate over such

general routes or within such territory, and during such hours as may be

reasonably required for the accommodation of the pubUc in accordance

with the following provisions.

Provisions of Bond. Section 1797— 63. 1. No person, firm or corpora-

tion shall operate any motor vehicle for the purposes described in sec-

tion 1797— 62 unless there shall have been filed with and accepted by
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the railroad commission of vVisconsin a good and sufficient indemnity

bond issued by some surety or indemnity company created under the

laws of the State of Wisconsin or duly authorized to transact business

therein, which said bond shall describe such vehicle by factory number,

maker's name, nmnber of passengers capable of being accomniodated

therein at one time, and number of state hcense under which the same

is operated (which said license number when changed by the issuance

of a new state hcense shall be indicated upon said bond by the attach-

ment of a rider thereto) ; said bond shaU provide that the company issuing

the same shah be directly hable for and shall pay all damages, not exceed-

ing two thousand five hundred dollars to any one person, or five thousand

dollars for any one accident that may be recovered against the operator

of the vehicle described therein by reason of the negligent use and opera-

tion of such vehicle.

Insurance and Necessary Provision. 2. The bond provided for bj^ this

section shall be deemed to include any pohcy of insurance or other con-

tract in writing by which any surety or insurance companj^ authorized

to execute such contract shaU assume the habihty prescribed by this

section.

Not to be Operated if Bond Becomes Inoperative. 3. If any such bond

so filed shall become inoperative such vehicle shall not be operated until

a bond meeting the requirements of this section shall have been filed.

Statements in Application. Section 1797— 6^. 1. Such bond shall

be accompanied by an apphcation for the acceptance thereof by the rail-

road commission, which apphcation shall state the name and residence of

the appUcant, the general route, or the territory, over which it is proposed

to operate the motor vehicle described in such bond, the proposed hours

of such operation and the rate of fare to be charged for carriage therein.

Certificate of Commission. 2. If the railroad commission shall deter-

mine that such bond complies with the provisions of section 1797— 63

and that the rates specified in the apphcation accompanying the same

are reasonable for such character of service, and that the proposed general

route, or territory to be covered, and the hours of such operation are

reasonably adapted to the accommodation of the public, it shall, regard-

less of any other service now furnished, accept such bond and shall there-

upon issue to such applicant a certificate setting forth the fact that the

applicant has in respect to the vehicle described therein complied with the

provisions of section 1797 — 63 and section 1797— 64. All such bonds

shall upon acceptance be numbered serially and such certificates shall

be numbered in like series.

Orders Subject to Review. Section 1797— 65. Every order and de-

termination of the railroad commission under the provisions of section

1797 — 64 shall be subject to review in the manner provided by section

1797m — 65 to section 1797m— 71.

Vehicle to be Marked for Identification. Section 1797— 66. It shaU be

the duty of every person, firm or corporation to plainlj'' mark in a per-
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manent manner each vehicle covered bj^ any such bond by painting or

securely fastening in a conspicuous place upon the sides of such vehicle

in letters not less than two inches in height and the lines of which shall

not be less than one-quarter inch in width the words "bonded carrier"

followed by the number of the bond covering the same, so that all vehicles

claimed to be operated under the provisions of these statutes may be

readily identified.

Penalty. Section 1797— 67. Any person, firm or corporation operat-

ing any motor vehicle described in section 1797 — 62 who shall fail to

comply with the provisions of section 1797 — 63 and section 1797 — 64

and section 1797 — 66, shall transport in any such vehicle a larger num-

ber of passengers than the number specified in such bond as the carry-

ing capacity of such vehicle, shall charge a rate of fare other than that

specified in the appUcation accompanying such bond, or shall fail to

operate such vehicle upon the general route, or within the territory, and

during the hours set forth in such application, shall be deemed guilty of

a misdemeanor and upon conviction shall be fined not less than ten dol-

lars nor more than one hundred dollars for each offense and in default

thereof may be committed to the county jail for not less than ten nor

more than ninety days.

Municipality may License. Section 1797— 68. Every city, \-illage or

town within or through which any motor vehicle described in section

1797— 62 shall be operated may require that local consent for the op-

eration thereof be procured and as a condition of such consent may re-

quire reasonable compensation for the repair and maintenance of pave-

ments and bridges, and compensation for the regulation of street traffic,

and for any other expense occasioned by the operation of such motor

vehicle.

Section 2. This act shall take effect upon passage and pubHcation

with the exception of section 1797 — 67, which shall take effect on the

first day of September, 1915.

The Fort Worth Ordinance.

The history of the ordinance ordained by the board of City Conmais-

sioners of Fort Worth, Texas, February 15, 1915, and amended May 31,

1915, with the efforts made to test it, is given above. The full text of the

ordinance and the amendment is as follows

:
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Ordinance No. 448.

An ordinance defining a ''motor bus" providing that it shall be

nt]cessary to take out a special license for the operation

of the same and the provisions under which a special license

MAY BE issued; REGULATING THE RUNNING OF MOTOR BUSSES WITHIN

THE CITY LIMITS OP THE CITY OF FORT WORTH; PROVIDING A PENALTY

FOR THE UNLAWFUL OPERATION THEREOF, AND DECLARING THE UN-

RESTRICTED OPERATION OF SAID MOTOR BUSSES TO BE A NUISANCE

AND UNLAWFUL.

Be it ordained by the Board of City Commissioners of the City of Fort

Worth:

Section 1. Unless it appears from the context that a different mean-

ing is intended the following words shaU have the meaning attached to

them by this section;

(a) The word "street" shall mean and include any street, alley, avenue,

lane, public place or highway within the city limits of the city of Fort

Worth.

(6) The words "motor bus" shall mean and include any automobile,

automobile truck or trackless motor vehicle engaged in the business of

carrying passengers for hire within the city Umits of the city of Fort

Worth, which is held out or announced by sign, voice, writing, device

or advertisement to operate or run, or which is intended to be operated

or run, over a particular street or route or to any particular or designated

point, or between particular routes, or to or within any designated terri-

tory, district or zone.

Any person operating an automobile, automobile truck, or trackless

motor vehicle on the donation plan, or any person operating such a vehicle

who shall receive money or anything of value from any person transported

by him, or any person operating such a vehicle who shall keep or carry

on or about the same any box or receptacle into which any person carried

by such operator of any such motor vehicle can or may donate or deposit

any money or anything of value, or keep, use or put in operation any

other or similar scheme, device, or subterfuge designed to receive money

or anything of value from any person carried on any such motor vehicle

shall be held to be "carrying passengers for hire" within the meaning of

this subdivision of the section.

(c) The word "person" shall include both singular and plural, and

shall mean and embrace any person, firm, corporation, association, part-

nership or society.

Section 2. No person shall run or operate or cause to be run or

operated a motor bus within the city limits of the city of Fort Worth,

without first obtaining a Ucense therefor; and no Ucense certificate shall

be issued until and unless the person so desiring to operate such motor

bus shall file with the City Secretary of the City of Fort Worth, an appli-

cation in writing for a license; which said application shall state:
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(a) The type of motor car to be used as such motor bus.

(6) The horsepower thereof.

(c) The factory number thereof.

(d) The county hcense number thereof.

(e) The seatmg capacitj^ thereof, according to its trade rating. If the

motor car has been adapted for use as a bus, either by converting a freight

carrj^ing truck into a passenger carrying vehicle, or by reconstructing,

modifymg or adding to the body or seating arrangements of a passenger

carrying motor car, a statement of its seating capacity as adapted, and

the methods and materials used in such adaptation shaU be added.

(J) The name and age of each of the persons to be in immediate charge

thereof as driver; and whether or not such person or persons to be in

immediate charge as di'iver of such motor bus uses drugs, or intoxicating

hquor, or has been convicted of violating any traffic ordinance of the City

of Fort Worth.

(g) The termini between which such motor bus is to be operated and

the street or streets over which such motor bus is to be run, both going

and returning.

The City Secretary of Fort Worth shall refer such application to the

Board of Commissioners of the City of Fort Worth, at its next regular

meeting. The Commission may after consideration thereof grant such

application for license as filed, or grant the same in modified form, or if

any such person designated in subdivision (/) of this section be not qual-

ified as to age, experience, habits, or otherwise, or be in the opinion of

the Commissioners, an unfit person to operate such motor bus, or if the

motor car described in the application shall be, in the opinion of the Board

of Coromissioners unsafe, or if in the opinion of the Board of Conunis-

sioners the operation of the particular motor bus over the route desig-

nated by reason of existing traffic conditions would be dangerous or

hazardous to pubhc safety, or if said apphcation be not in compfiance

with the provisions of this ordinance, said apphcation shall be refused.

No Hcense shall be granted to any person whomsoever for the opera-

tion of a motor bus within the Hmits of the City of Fort Worth except

upon condition that the appUcant for such hcense shall enter into a bond,

in the sum of two thousand five hundred ($2,500.00) dollars payable to

the Mayor of the City of Fort Worth, executed by the person in whose

name the license is sought as principal, and a solvent surety corporation,

incorporated under the laws of the State of Texas, or with permit to do

business in this State, authorized to execute such a bond as surety, or

by two or more solvent individuals as sureties; which said bond shall

be conditioned that the principal shall pay all legal damages for injury

to property of, and aU legal damages for injuries sustained by, any per-

son, including injuries resulting in death, on accoujit of the neghgence or

willful act of the owner or operator of such motor bus, or of any agent,

representative or servant of such owner or operator, in the operation

thereof, accruing, occurring or occasioned during the period for which
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such license is issued. And said bond shall further provide that suit

may be brought thereon by any person damaged, in his own name, against

the principal and his sureties in the same action.

Such bond shall be conditioned to be a continuing obligation, and suc-

cessive recoveries may be had thereon until the entire amount thereof

shall have been exhausted; provided the sureties of any licensee shall

never be required to pay more than the penal sum of such bond.

No individual shall be accepted as surety on any such bond unless

and until such surety shall have filed with the City Secretary of the City

of Fort Worth, a sworn statement of the property owned by him, and his

exemptions and habihties. The existence of such bond shall not, in any

suit or action, against the owner or operator of any motor bus, quahfy

or limit his legal liabihty, and this ordinance shall enter into and form a

part of any bond executed and filed hereunder, the same as if fully written

therein.

The bond above provided for shall be by said applicant filed with the

City Secretary, and shall by him be referred to the Board of Commis-

sioners at their next regular meeting, together with the affidavits of the

personal sureties, if signed by individual sureties, and shall thereupon,

or at some later meeting, be considered by the Board of Commissioners

to be in form as required by this ordinance, with solvent and sufficient

sureties, it shall approve said bond, otherwise it shall disapprove the

same. If such bond be disapproved, the apphcant for license shall have

the right, within ten (10) days, to submit a new bond, with other sureties,

or proper in form, as the case may be, which shall likewise be filed with

the City Secretary, referred to the Board of Commissioners by him, and

by them considered and approved, or disapproved, in the same manner

as if such bond had been originally presented by such applicant.

Upon the approval of the bond above provided for by the Board of

Commissioners, the City Secretary shall certify such approval on the

same, and if the application for hcense shall have been granted, the City

Secretary shall certify such action on the apphcation, and the apphcant

shall file the same together with a receipt, if such bond be made by a

surety or indemnity company, showing the premium on such bond, to

have been paid in full for the term for which the license is desired to be

issued, with the City Assessor and Collector, who shall upon payment
of the required license fee, issue a license to such applicant to operate

the motor bus designated in the application for the time, and over the

route, and between the termini named in the order of the Board of Com-
missioners granting the license; such bond, apphcation, and premium
receipt shall remain on file with said City Assessor and Collector.

The surety or sureties on any bond executed under the provisions of

this ordinance may withdraw therefrom by giving written notice of such

intention to the Mayor of the City of Fort Worth, and future liability

on such bond shall terminate at the expiration of twenty-four (24) hours

from the service of such written notice as above provided for, provided,
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however, that future liability shall not terminate until such surety or

sureties shall have returned or tendered to the principal of such bond the

unearned portion of the premium charged therefor. Upon the termination

of future habihty of surety or sureties as above provided for, the principal

in said bond shall have eight (8) days after such release of surety within

which to execute, file and have approved, a new bond conditioned as

required in this ordinance, otherwise the Ucense of such principal shall

be and become cancelled and revoked, and the unexpired portion of

such Ucense fee shall be refunded to such hcensee by the City of Fort

Worth.

The Board of Commissioners may require a new bond or additional

bond from any hcensee whenever the bond theretofore approved, or the

sureties thereon, are by the Board deemed insufficient, or when such

bond shall have been decreased, in account by recoveries thereon. And
such new or additional bond shall in all respects comply with the pro-

visions of this ordinance and shall be filed by such hcensee within eight

(8) days after the adoption of any resolution by the Board of Commis-

sioners requiring such new or additional bond, and the service of notice

of such resolution or action of the Board of Cormnissioners upon such

hcensee; and same shall, before filing, be presented to and approved by

the Board of Commissioners.

The Corporation Counsel, subject to the approval of the Board of

Commissioners, shall prepare a form of application for license, schedules

for personal sureties, and bond required by the terms of this ordinance,

and the Purchasing Agent of the City shall have a sufficient number of

such forms printed, to be furnished free by the City Assessor and Col-

lector, to all apphcants.

The termini or route designated in any hcense issued under the pro-

visions of this ordinance may after the issuance of such hcense be altered

or changed in the discretion of the Board of Commissioners by order of

the Board of Commissioners at any regular meeting, upon apphcation of

the person holding such hcense, for which change a fee of fifty (50) cents

shaU be charged and collected.

Section 3. The hcense fees herein provided for are fixed as foUows:

For each motor bus with a seating capacity of five (5) or less persons,

including the driver, $10.00 per year; for each motor bus with a seating

capacity of seven (7) or less but more than five (5) persons, including the

driver, $20.00 per year; for each motor bus capable of seating more than

seven (7) persons, including the driver, $30.00 per year.

Section 4. The hcense herein provided for shaU be good and in force

and effect only for the calendar year in which same is issued and if cover-

ing a period of less than one-half calendar year, then the fee for same shall

be only half the fee provided herein. License for succeeding years shall be

procured and hcense fees paid before expiration of current year, but the

owners of all auto busses now being operated shall have ten days after

the taking effect of the ordinance to procure license and indemnity con-
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tract as hereinafter provided, and to comply with the further provisions

of this ordinance.

Section 5. It shall be unlawful:

(a) To drive or operate, or cause to be driven or operated, any motor

bus upon or along any street, unless there is in force and effect a valid

license, as prescribed in this ordinance, for tbe operation of such motor bus.

(6) To stop any motor bus, or ^o permit any motor bus to remain

standing upon any street for the purpose of loading or unloading pas-

sengers, except same be brought as near as possible to the right hand

curb of said street.

(c) To drive or operate a motor bus without the city license number

thereof displayed in figures not less than three inches in height perma-

nently painted on or attached to the body or appurtenances of the body

on both the front and rear of said motor bus, and on the rear painted the

word "bus."

(d) To drive or operate any motor bus without having permanently

displayed upon same and permanently attached to same a sign or paint-

ing showing both the destination of and the route of same in accordance

with the provisions of the license covering same.

(e) To drive or operate any motor bus while any person is standing or

sitting upon any rimning board, door or fender thereof, or while any

person is riding on such motor bus outside the body thereof. It shall also

be unlawful for any person to stand or sit upon any fender, door or running

board of any motor bus, or occupy any portion of such motor bus out-

side the body thereof wliile such motor bus is in operation; or for more

than one passenger to ride in the front seat.

(/) To drive or operate a motor bus upon any street in the city of Fort

Worth, unless, and until the owner thereof, or the person in whose name
the hcense or permit is sought or issued, shall have procured and deposited

with the City Assessor and Collector of the City of Fort Worth, a bond
condition, signed and approved, as hereinbefore provided.

Or to drive or operate a motor bus upon any street of the city of Fort

Worth after the expiration of eight (8) days from the service of notice of

the passage of a resolution by the Board of Commissioners requiring a

new or additional bond without having given such new or additional bond
as hereinbefore provided. Or to drive or operate a motor bus upon any

street of the city of Fort Worth after the expiration of eight (8) days

from the release of surety or sureties on the bond of the licensee of such

motor bus without having given a new bond as in such case hereinbefore

provided.

(g) To fail, refuse, or neglect to operate a motor bus between the

termini designated in the license for a period of not less than twelve (12)

consecutive hours out of every twenty-four (24) hours, except on Sun-

days, and a reasonable time for going to and from meals, and in case of

accidents, breakdowns or other casualties, or upon the surrender of said

hcense; or to operate, or permit to be operated any motor bus off of.
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or away from, the route stated and fixed in the license for the operation

of such bus, except in case of unavoidable emergency.

(h) To race with any other motor bus or to drive rapidly to pass one

in order to be first to any prospective passenger or to any one waiting for

a motor bus or other conveyance.

(i) To operate any motor bus at a greater rate of speed than twelve

(12) miles per hour in the business section of the city of Fort Worth, or

eighteen (18) miles per hour in the residence section thereof.

(j) To reconstruct, materially alter, modify or add to the body or

seating arrangements of any motor bus, after the license thereof is issued

without first applying for and receiving the consent of the Board of Com-
missioners.

(k) To run any motor bus, with the top up, between sundown and

sun-up, unless the same is equipped with a fight or fights which shall be

kept burning so as to well light both the front and rear seats of said bus.

Section 6. In the operation and driving of any motor bus, the same

shall be stopped for the loading and discharging of passengers only at

the near side of the streets intersecting the street on which the motor

bus is being operated and only on the right hand of the street, on which

the motor bus is being operated. Said motor bus shaU not be stopped in

such position as would interfere with the use of the cross-walks crossing

such streets, or as to interfere with or access to or from other conveyances

in such street.

Section 7. Any person who shall violate any proAdsion of this ordi-

nance shall be guilty of a misdemeanor, and upon comdction thereof,

shall be pumshed by a fine not exceeding two hundred dollars.

Section 8. In case of the conviction of the owner or operator of any

motor bus, of the violation of the terms of this ordinance it shall be the

duty of the commissioner of fire and police to report such conviction to

the board of city commissioners, together with his recommendation.

The commission shall consider and act upon said recommendation and may
revoke, suspend or continue in force such ficense as it may deem proper.

Section 9. Any person holding a license to operate a public auto-

mobile in the city of Fort Worth at the time this ordinance takes effect

may surrender the same and shall thereupon be entitled to credit for the

value of the unexpired portion thereof, prorated according to the time,

in payment of a ficense fee hereunder. Any person operating a motor bus

as defined herein, prior to the introduction of this ordinance, under a

public automobile license, who shaU file an affidavit stating that he has

elected to retire from such business because of the adoption of this ordi-

nance, shall be entitled to a refund of the value of his unexpired license

prorated according to the time, provided, that said affidavit shall be

made within fifteen days (15) after this ordinance goes into effect.

Section 10. The holding or adjudication of any section or subdivision

of any section of this ordinance to be invalid shall not affect the vaHdity

of any other section or subdivision of a section, but all other sections and

subdivisions of sections shall be and remain in full force and effect.
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Section 11. The operation of any motor bus otherwise than as pro-

vided in this ordinance is hereby declared a nuisance and menace to pubUc

safety, and unlawful.

Section 12. Each and every day's violation of this ordinance shall

constitute a separate offense.

Section 13. All ordinances and parts of ordinances in conflict with

this ordinance shall be, and the same are hereby repealed, insofar as in

conflict and no further.

Obdinance No. 449.

An ordinance amending ordinance No. 65, passed by the board of city

commissioners of the city of Fort Worth on the 9th day of June, A.D.

1908, and ordinance No. 362, relating to the hcensing of carriages, hacks

and other vehicles within the city of Fort Worth, etc., passed on the 11th

day of February, 1913.

Be it ordained hy the Board of Commissioners of the City of Fort Worth:

Section 1. That section 1 of ordinance No. 65, passed by the board

of city commissioners of the city of Fort Worth, June 9, A.D. 1908, as

amended by ordinance No. 362, passed by the board of city commis-

sioners of the city of Fort Worth on the 11th day of February, A.D.

1913, be and it is hereby amended so that the same shall hereafter read

as foUows, viz.:

Section 1. That hereafter all persons operating carriages, hacks,

omnibuses, automobiles or other vehicles within the city of Fort Worth,

for the purpose of carrying passengers for hire, shall first obtain a permit

from the board of city commissioners so to do, and shall make apphcation

to the board of city commissioners in writing therefor stating in such

apphcation the name, street, address, age of the operator, period of ex-

perience of such operator in the operation of public vehicles, the char-

acter of business engaged in by such applicant, whether such person is

addicted to the use of intoxicating liquors or the use of morphine, cocaine

or opium, or any other drug calculated to affect the physical strength

or mind of the operator, and shall also state whether such appUcant is

deaf or partially deaf, or is nearsighted, or is laboring under any other

physical infirmity or . afHicted with any disease of any kind, and that

said application shall also state whether the said applicant has ever been

convicted of any violation of the traffic ordinance of the city of Fort

Worth, and shall also state the place of residence of the applicant for a

period of at least five years prior to the date of making such application,

and the character of the business engaged in by such applicant.

That if the board of city commissioners are satisfied with the applica-

tion, they shall order the assessor and collector of taxes to issue a permit,

upon paying to the assessor and collector of taxes the amount of three

(S3.00) dollars for each carriage, hack, omnibus, automobile or other

vehicle used by him; provided, however, that said board of city com-

missioners shall in no event, be compelled to order the issuance of any

license within less than ten days after the presentation of the apphcation
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therefor to said board; pro^dded, it shall not be lawful to operate, under

the license hereinabove provided for, any motor bus, as the same is de-

fined in ordinance No. 448, passed by the board of city commissioners

of the city of Fort Worth on the 15th day of February, A.D. 1915.

Section 2. Any person or persons, corporation, partnership or as-

sociation of persons violating any of the provisions of this ordinance shall

be guilty of a misdemeanor, and upon conviction shall be punished by a

fine of not less than $5 or more than $10.

Section 3. This ordinance shall take effect and be in force after its

passage and pubhcation, as required by law.

I hereby certify that the above and foregoing ordinance was duly

presented and unanimously passed and adopted by the board of com-

missioners of the city of Fort Worth at a regular adjourned session of

said board held Monday, February 15, 1915.

(Signed) M. P. Harwood, Jr.,

City Secretary.

The Worcester Ordinance.

Under the provisions of Revised Laws, Chapter 25, section 24 and laws

in amendment thereof and in addition thereto, and m addition to the

ordinances, orders, rules and regulations now in force in the City of

Worcester for the regulation of carriages and vehicles used therein, the

Mayor and Aldermen by order hereby make the following additional

rules and orders for the regulation of motor vehicles used in the City of

Worcester, viz.:—
Be it ordered by the Mayor and Aldermen of the City of Worcester

that the following additional rules and regulations for the regulation of

motor vehicles used in the City of Worcester be, and the same are hereby,

adopted.

1. No person, firm or corporation shall operate a motor vehicle for

hire in the city of Worcester without first obtaining a license authorizing

the use ot the same from the Ucense board.

2. All petitions for Hcenses authorizing the use of motor vehicles for

the purpose of carrying passengers or baggage for hire shall state the

owner's name and address, the maker's name and number of the vehicle,

the rated horse-power, the rated number of passengers which such vehicle

is designed to carry, the Massachusetts automobile registry number and

such other matters of information relative thereto as the license board

may require.

3. The person to whom a license for the operation of a motor vehicle

is granted imder the provisions of these rules and orders shall, if the

vehicle is not operated by the hcensee, state in writing the operator's

name, address and Massachusetts license number and shall notify the

Ucense board in writing of any change made in the operator in charge of

such motor vehicle, but if two or more motor veliicles belonging to one

owner are licensed, then the owner shall file with the license board the
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names of the operators employed to operate such vehicles and shall furnish

the information above stipulated as to the operators.

4. AH motor vehicles for the operation of which Ucenses are granted

by the hcense board shall be examined by the license board before the

license to operate the same is issued.

5. All motor vehicles licensed under the provisions of these rules and

orders shall bear upon either side thereof in letters and figures not less

than six inches in length, the number of the hcense granted by the license

board, so that the same can be plainly seen.

6. All motor vehicles licensed under the provisions of these rules and

orders shall be provided with means for Ughting the interior when the

top and curtains are up, and when occupied shall be Ughted from one-

half hour after sunset until one-half hour before sun-rise.

7. The operator of motor vehicles Ucensed imder the provisions of

these rules and orders shall not carry in such vehicle any disorderly person

nor permit any obscene or indecent conduct therein.

8. The provisions of Section 13 of Chapter 23 of the Laws and Ordi-

nances of the City of Worcester, viz.: "no hackney carriage or other

vehicle mentioned in this chapter shall be driven by a minor imless he

be specially licensed" shall be enforced by the license board.

9. The violation of the ordinances or of the traffic rules or of rules and

orders of the Mayor and Board of Aldermen of the City of Worcester now
or hereafter in force, shall be cause for revoking any license issued by the

license board.

10. No operator of a motor-vehicle shall stop to take or leave passengers

within twenty-five feet of a white pole designated for a street car stopping

place, nor within fifty feet of the intersection of streets, and all stops

made to take or leave passengers must be upon the near side of an inter-

secting or crossing street.

11. No operator of a motor vehicle shall create any disturbance or

unnecessary noise to attract persons to the vehicle as passengers.

12. Each operator of a motor vehicle shall wear a badge, giving his

chauffeur's license number, which badge shall be of such size and design

as is approved by the hcense board.

13. The hcense board may require the appUcant for a hcense for a

motor vehicle under the provisions of these rules and orders to file with

the clerk of the license board before hcense is issued a pohcy of accident

insurance, providing, in substance, indemnity for any person or property

injured by the careless operation of such vehicle, which pohcy shaU be

issued for the time during which the hcense is granted and shall be issued

by any Company duly authorized to insure in Massachusetts.

14. Whoever violates the provisions of these rules and orders shall be

punishable by a fine not exceeding twenty ($20) doUars for each offense.

Order adopted.

In Board of Aldermen, May 3, 1915.

Approved May 4, 1915.
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SPECIAL REPORTS AND ORDERS RELATING TO
RAILROADS, STREET RAILWAYS, ELECTRIC
RAILROADS, STEAMBOATS, TELEPHONE,

TELEGRAPH AND EXPRESS
COMPANIES.

THE RAILROAD PASSENGER RATE CASE.

Proposed changes in local passenger tariffs of one way fares filed

by the Boston and Albany Railroad, the Boston and Maine

Railroad, the Central New England Railway Company, the

Grafton and Upton Railroad Company, the New York, New
Haven and Hartford Railroad Company and the New England

Steamship Company.

Proposed withdrawal from sale by the Boston and Albany Railroad

{The New York Central Railroad Company, lessee) of 100-ride

intrastate and 10-ride tickets.

Proposed changes in local commutation rates on the Boston and

Maine Railroad.

[P. S. C. 673, 698, 805.]

DECIDED February 27, 1915.

REPORT.

The Boston and Albany, Boston and Maine and New York,

New Haven and Hartford Railroads filed with the Commission

to become effective January 1, 1915, local passenger tariffs pro-

viding for a general revision of one way passenger fares upon

the lines of these companies within the commonwealth. The

Boston and Albany and Boston and Maine Railroads also filed

passenger tariffs providing for the cancellation and change of

certain commutation and trip tickets. All these tariffs, upon

complaint, have been suspended till March 1, 1915, and several

public hearings thereon have been held by the Commission.
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The tariffs of one way passenger fares filed b}- the three rail-

road companies all purport to be based upon a uniform mileage

rate of 2 cents a mile within the Boston suburban district and

23^ cents a mile beyond, but, as we shall show later, a different

method of applying these mileage rates has been adopted by each

of these companies. The rates proposed represent in some cases

an increase and in other cases a decrease as compared with exist-

ing rates, but the changes taken as a whole constitute a revision

upwards of the present passenger fares of each of these com-

panies.

The tariff of commutation and trip tickets filed by the Boston

and Albany Railroad provides for the withdrawal and cancella-

tion of 10-ride and lOO-ride intrastate tickets. The tariff of

commutation and trip tickets filed by the Boston and Maine

Railroad provides for the cancellation of existing 5, 10, 50, 54

and lOO-ride tickets and also of all 12-ride and 25-ride tickets

except those in the Boston suburban district authorized by chap-

ter 649 of the Acts of 1908, and substitutes a new schedule of

50-ride ticket fares between all intrastate points on its lines at

the uniform rate of 2 cents a mile. As all the tariffs filed con-

template an increase of present passenger fares, the Commission,

under the law, is charged with the duty of determining whether

the several rate advances proposed are just and reasonable.

General Principles.

Some of the more important principles to be applied in the

determination of just and reasonable rates by public service cor-

porations are discussed in the Middlesex and Boston Rate Case

(P. S. C. 553) recently decided by the Commission. Broadly

stated, rates should be so fixed as to yield to a railroad corpora-

tion economically and efficiently managed, revenues adequate to

meet its operating expenses and fixed charges and to yield a fair

return upon the capital honestly and prudently invested. Rates

which are either too low or too high, judged by this standard, are

unjust and unreasonable, either to the company and its stock-

holders or to the travelling public.

Lack of Certain Evidence pertinent to the Present Pro-

ceeding.

The companies rest their claim for an increase in rates upon

two main contentions.

1. The net revenues of the several companies are insufficient
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to yield a fair return upon the capital invested without an in-

crease in rates.

2. Irrespective of the need of a larger net return upon the

entire capital investment, the present passenger fares do not yield

an income commensurate with the cost of passenger transporta-

tion.

Both these contentions are pertinent to the present proceed-

ing, but the}' raise questions in regard to which it is extremely

difficult to find any accurate basis for reaching a sound con-

clusion. The companies have introduced no evidence except the

book value to establish either the cost of their properties or

their present value, and have presented little evidence of any
kind in regard to the amount of their investment in and the cost

of conducting their passenger business.

After the Interstate Commerce Commission has completed the

investigation it is now conducting under recent legislation by
Congress, and has ascertained so far as possible the original cost

and the reproduction cost of all interstate railroads, we will be

in possession of more exact knowledge than is now available in

regard to the property investments of the railroad companie

;

which are parties to this proceeding.

But even if this knowledge were immediately available, it

would be insufficient for the purposes of the present case. The
tariffs filed by the companies apply to intrastate rates only. The
Supreme Court of the United States has apparently decided that

the propriety of such rates is to be determined upon the basis

of the intrastate capital investment, earnings and expenses of the

several companies. (Smythe v. Ames, 169 U. S. 466; Chicago

& C. Ry. Co. V. Tompkins, 176 U. S. 177.) Upon this theory it

would be necessary to subdivide the capital and operating ac-

counts of the several companies so as to show what items should

be credited or debited to intrastate business as distinguished

from that which is interstate or extrastate, but no satisfactory

evidence in relation thereto is available fro*n the books of the

companies or otherwise.

Moreover, as the specific question involved is one of passenger

fares, it would be necessary, in order to deal with the problem in

any fundamentally accurate fashion, to subdivide the total in-

trastate investment, earnings and expenses, and to determine

what part of the same should properly be apportioned to the

passenger traffic as distinguished from the freight, mail and
express traffic. Here again we are left without satisfactory data
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for reaching a sound conclusion, as no attempt has been made

by any of the Massachusetts companies to subdivide their cap-

ital and expense accounts between passenger, freight and other

forms of traffic.

Much study has been given both by the Interstate Commerce

Commission and by various state commissions to the problem of

devising some reasonably accurate method of cost accounting,

with a view to allocating the capital investment, revenues and

expenses of railroad corporations between intrastate and inter-

state business, and between passenger, freight and other kinds

of traffic, but thus far without definite result. It may be pointed

out, however, that the Interstate Commerce Commission in con-

nection with its valuation of interstate railroads is directed to

"show the value of the property of every common carrier as a

whole, and separately the vaiue of its property in each of the

several states and territories and the District of Columbia, classi-

fied and in detail as herein required." This information, however,

is not likely to be available for several years.

The Interstate Commerce Commission is, how^ever, contem-

plating the early adoption of an order, set down for hearing on

March 4, 1915, which would authorize and permit any interstate

carrier to make such subdivision of any primary accounts pre-

scribed by that Commission as may be necessary to enable such

carrier to comply with the requirements of any state or states.

If this order is adopted it may be found practicable to require

carriers hereafter to keep a separate accounting of their intra-

state and interstate revenues and expenses. The Interstate Com-

merce Commission has also recently decided that as early as

practicable all carriers will be required to assign and apportion

all operating expenses between passenger and freight services on

bases which will be prescribed. {In re Separation of Operation

Expenses, 30 I. C. C. Rep. 676.)

The present difficulties in the way of reaching an accurate

basis for the solution of the rate problems now under considera-

tion have been sufficiently emphasized. Similar difficulties con-

fronted the Interstate Commerce Commission in the recent Five

Per Cent Case (I. C. C. No. 5860). The language of the Com-

mission in that case (page 361) is pertinent to the present pro-

ceeding and may well be quoted: —

The reasonableness of the return enjoyed by these carriers cannot be

measured accurately without a more exact knowledge of their property

investments. In our judgment, however, the practical necessities of the
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situation wiU not permit us to defer action, as suggested by some of the

protestants, until our valuation of railway properties shall have been com-

pleted. All things considered, it is clearly our duty to investigate and

determine the important questions now before us in the light of the best

evidence now available.

Net Operating Revenue and Net Corporate Income.

The accounts of railroad corporations under the prescribed

forms are so kept as to show under several main divisions or

groups the total operating revenues and the total operating

expenses. The excess of the operating revenues over the operat-

ing expenses is described as the net operating revenue. The net

operating revenue is further reduced by the payment of accrued

taxes, and the balance is described as operating income. In

addition to the income from operation, a railroad company
derives income from other sources, such as rentals of propert}^,

and dividends on securities held by the company. The aggre-

gate amount of the operating income and other income is de-

scribed as gross income. From this gross income deductions

must be made for rentals of leased lines, interest on the funded

and unfunded debt and other fixed charges. The balance after

such deductions are made is described as the net corporate

income. This sum represents the amount available for dividends

and surplus.

For the purpose of comparison of railroad accounts the sound-

est basis will be found in the net operating revenue. Extrava-

gant or imprudent railroad management is revealed mainly in

the company's capital expenditures, its leases of other lines or

its investments in the securities of other companies. Transac-

tions of this kind affect the amount of the net corporate income

but they exercise little influence on the net operating revenue.

When, therefore, we find a marked decline in the net operating

revenues of these companies, the situation is one that demands
serious inquiry.

Increased Operating Ratio.

All our railroad companies show large annual increases in

operating expenses, without a commensurate increase in operating

revenues. This increase in the ratio of operating expenses to

operating revenues is not, however, peculiar to the three railroads

involved in this inquiry. The same tendency is shown by the

thirty-five railroad systems in official classification territory.

The ratio of operating expenses to operating revenues for these
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thirty-five systems, as compared with the three Massachusetts

railroads during the past ten years, is shown by the accompany-

ing table and chart.

Percentage of Operating Expenses to Operating Revenue.

Year.
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Fuel and Wages.

Operating expenses are divided into five groups, transporta-

tion expenses, maintenance of way and structures, maintenance

of equipment, traffic expenses and general expenses. As the

combined traffic and general expenses usually represent less than

5 per cent of the total operating expenses, they are relatively un-

important, and do not require detailed consideration.

Of the three main groups of operating expenses, the largest is

transportation expenses. This group includes expenses incident

to the actual moving of traffic, and the most important items are

the cost of fuel and the wages paid to employees. The increases

in these two items in recent years account for a considerable

portion of the total increase in operating expenses. Returns

made by thirty of the thirty-five railway systems in official

classification territory indicate an increase in the average price

of coal from 1910 to 1913 of 7.7 per cent, and an increase in the

average daily wage paid in 1913 as compared with 1909 of 9.02

per cent. A smaller percentage of increase in the average price

of coal is shown by the three Massachusetts railroads during the

same period, but the increase in the average daily wage to em-
ployees has amounted to 13.02 per cent. If the increase in the

average daily wage as reported by the companies correctly rep-

resents the increase in the scale of wages, the increased operating

expense due to the latter item amounted to S820,060 on the

Boston and Albany, to $2,941,538 on the Boston and Maine,

and to $3,489,652 on the New Haven. The importance of this

single item is shown by the fact that on the Boston and Maine
railroad the increase in the wage scale as above estimated during

the past four years has been more than sufficient to wipe out the

6 per cent dividend formerly paid upon the capital stock of that

company.

Maintenance Expenses.

The most pronounced increase, however, in the operating-

expense accounts is shown in the amounts expended for main-

tenance of way and structures and for maintenance of equip-

ment. Here again the experience of our railroads is typical of

general conditions prevailing in official classification territory,

as appears from the following tables and chart compiled from the

returns of the companies and showing the amounts expended for

maintenance and the ratio of maintenance expenses to operating

revenues on each of the three Massachusetts railroads and on

the three railroads combined during the past ten years.
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Ratio of Maintenance Expenses to Operating Revenues on Each
OF the Three Companies.
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especially marked during the past three years. The figures for

the last year especially are so large as to raise an inquiry in

regard to the integrity of these accounts.

It has been suggested that the figures showing the net earn-

ings of the companies for the last financial year are deceptive;

that the companies, in order to make a favorable showing for an

increase of rates, have buried their net earnings by charging

maintenance expenses, not only with all the necessary cost of

maintenance, but also with the cost of many new additions which

properly belong to new construction, and represent a capital

rather than an operating expense. The Commission has there-

fore deemed it proper as a test of the integrity of these accounts,

to examine the maintenance expenses of the New York Central, the

Erie and Baltimore and Ohio Railroads, which may be regarded

as fairly comparable with our three Massachusetts railroads.

For the purpose of comparison we have tabulated the relative

expenses for maintenance of way and structures and maintenance

of equipment on these three systems and the three Massachusetts

companies for a period of ten years. The expenses for main-

tenance of way and structures are shown on the basis of the

annual expense per mile of track. The expenses for maintenance

of equipment have been subdivided into locomotive repairs and

renewals, passenger car repairs and renewals and freight car

repairs and renewals, and have been computed on the basis of

the average annual expense per unit.

Maintenance of Way and Structures.

Average Expenses per Mile per Year for the Maintenance of Way and

Structures, Using as a Unit for Comparison the Number of Miles of

Main Track Owned and Leased, Computed as Single Track.

Year.
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Maintenance of Equipment.

Average Expense per Locomotive per Year for Repairs and Renewals.

Year.
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Average Expense per Freight Car per Year for Repairs and Renewals.

Year.
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of the lighter cars, although still in good repair, because they cannot

safely be operated in the same train with the heavier cars of the more

recent tj^De. The use of larger and stronger equipment and the running

of heavier and longer trains has necessitated a heavier rail, stronger

bridges, more and better ballast, more cross ties per mile, larger tunnels,

more ample roundhouses, stronger and larger turntables, machine shops

equipped with larger and stronger tools to handle the equipment, the

raising of overhead bridges, and the enlargement and change in manj"-

other ways of the facilities devoted to the service. In that period also

very large expenses have been incurred in the reduction of grades, in

straightening curves and in relocating bridges. The volume of traffic

also has constantly increased, necessitating the enlargement of yards, and

relocating of switch tracks, the enlargement of platforms and warehouses

and many similar changes and additions to their facilities in order that

the carriers may meet the increased demands made upon them by

shippers. In reconstructing their tracks and in changing and adding

to their facihties in this manner the carriers, wisely as we think, have

endeavored somewhat to anticipate the future and have not limited

themselves to an effort to meet only the current demands upon them

for transportation. In some instances changes of the character described

have resulted in the practical rebuilding of lines, and there are few roads

in the territory under consideration on which work of this nature has not

been done more or less extensively. To provide for these changed con-

ditions the carriers have expended during recent years enormous sums

in the aggregate, much of which has properly been charged to their

capital account; but a very substantial part of these expenditures has

been charged to operating expenses through the maintenance accounts.

(Page 377.)

Large expenditures for reconstruction and renewals must be

made by our railroads in the near future. For the reconstruction

of way and structures there is no depreciation reserve to draw

from. For renewals of equipment the total depreciation reserve

is $2,145,733 for the New Haven, $4,969,160 for the Boston and

Maine, and $332,205 for the Boston and Albany. As a consid-

erable part of the cost of reconstruction and renewals cannot be

capitalized, it must, in the absence of an adequate reserve for

depreciation, be charged to operating expense. The Commission

is of opinion that while the recent maintenance expenses of the

three railroads are relatively large as compared with former years,

they cannot be materially reduced without retarding needed

improvements in service and facilities. It is true that if the

present financial condition of these companies does not improve

they may be forced to reduce their expenditures for the main-

tenance of their properties. ^Yhile this may perhaps be done



1916.] RAILROAD PASSENGER RATE CASE. 15

without endangering safety of operation, the decrease will un-

doubtedly have to be met by still larger expenditures in the

future, and meantime the proper development of railway service

and facilities is arrested.

General Rise in the Level of Prices.

Fundamentally, the increase in the expense of railroad opera-

tion is due in large measure to the general phenomenon of rising

prices. In this connection the language of Mr. Commissioner

Daniels in the Five Per Cent Case may well be "quoted: —
Since 1906 the average rise in the world's price level is estimated by

competent statisticians at from 30 to 50 per cent. It has mirrored itself

in the rising cost of living; it has evoked, and most properly, advances

in wages and salaries; it has coincided with an increase in the nominal

rate of interest where part of the interest so called is but compensation

for the anticipated depreciation of the capital sum later to be repaid.

This rise in the price level must eventually be reckoneti with in rail-

roading. For a time its effects may be masked by adventitious increases

in the volume of traffic, but this temporary relief in its very nature is

uncertain, and sooner or later the difficulty is sure to reappear. For a

time it may be circumvented b}^ extraordinary economies, but in its

nature it is inexorable. (Page 454.)

Possibility of Future Increases in Operating Revenues.

Any substantial increase in the present net earnings of our

railroad companies must in the main come from an increase of

their operating revenues, either through a larger volume of busi-

ness or an advance in rates. The total operating revenues for

1914 show a decrease as compared with 1913 of $1,995,810 on

the New Haven, 11,099,602 on the Boston and Maine, and

$122,326 on the Boston and Albany. While the return for the

six months ending December 31, 1914, indicates that the total

operating revenues of each of these companies for the current

financial year will show a marked decline even below the level

of 1914, we believe that the falling revenues of the last eighteen

months are due to abnormal business conditions now prevailing,

and that a substantial increase in the volume of railroad traffic

may be looked for as soon as the business situation improves.

Having dealt with certain considerations applicable to all

the railroad companies and to the general problem with which we

are dealing, we may now properly consider the proposed rate

advances more in detail by examining the specific increases pro-

posed by each company.
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A. — The New Haven Railroad.

The New Haven Railroad, in its tariffs now pending, has pro-

posed no change in its present commutation and trip ticket rates.

As alread}^ stated, however, the company has filed a tariff pro-

viding for a general revision of its one-way passenger fares on

the basis of a uniform rate of 2 cents a mile within the Boston

suburban district and of 2}^ cents a mile between points beyond.

As all the fares on the company's lines within the Boston sub-

urban district are now on a 2-cent basis, these rates are not in

any way affected by the proposed tariff. Outside the Boston

suburban district varying rates prevail at the present time. On
the larger portion of the company's lines the rate is 23^ cents a

mile, but there are other rates of 2% cents per mile and 21^0 cents

a mile, and on the line between Harwich and Chatham, a distance

of 7.08 miles, the present rate is 5 cents per mile.

Estimated Revenue frovi Projiosed Increase of Rates.

The total revenue received by the company for one-way

passenger fares between intrastate points outside the Boston

suburban district amounted to $1,388,279.75 for the year ending

June 30, 1914. The average rate per mile for this passenger

business was 2.27 cents. If this rate is advanced to 21/2 cents

a mile, it would give the company, on the basis of the same

business, an increased annual revenue of about $140,000 for

intrastate passenger transportation. Tariffs providing for uni-

form one-way passenger rates on the basis of 23-2 cents a mile

have already become effective on the rest of the system. These

increases outside of Massachusetts are estimated to give the

compan}^ an additional revenue of about $860,000. If, therefore,

the rates in this state are allowed to become effective, the com-

pany will receive an annual increase of about $1,000,000 on its

one-way passenger business.

Estimated Revenue from Rate Increases already Allowed.

In addition to the prospective increase from this source, other

rate increases have recently been allowed, which are not re-

flected in the company's revenues for the last financial year.

The increase in mileage tickets from 2 cents to 2}^ cents a mile

is estimated to give the company an additional revenue of

$375,000 for its entire system. The freight increases approved

by the Interstate Commerce Commission in the Five Per Cent

Case are estimated to yield an additional revenue of $225,000.
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Some changes and adjustments have also been made in freight

class rates, which are expected to give the company an addi-

tional revenue of about $300,000. It is also roughly estimated

that the company may increase its net revenues by about

$300,000 through further economies of operation. These esti-

mated increases amount in the aggregate to $2,150,000.

Other Possible Sources of Additional Revenue.

It has also been suggested by the Interstate Commerce Com-

mission that railroad companies should obtain additional revenues

from many special services now being rendered by the carriers to

shippers for which no special charge, or a non-compensatory

charge is made. The special services referred to include spotting,

trap car services, loading, unloading, storage, wharfage and

switching charges. Some additional revenue from this source

may well be expected.

It was also stated by the president of the company that the

United States mail service conducted by the New Haven Rail-

road represents an annual loss of about $1,000,000. This ques-

tion is now being considered by Congress, and it is possible that

the company may receive some additional revenue from that

source. An arrangement which compels the companies to handle

all increases in the mail business for a four-year period without

remuneration seems clearly to call for some readjustment. Any

failure on the part of the federal government to provide adequate

compensation for the transportation of the mails constitutes to

that extent an unjust burden upon ordinary intrastate traffic.

The New Haven's Capitalization not a Reliable Basis for Fixing

Rates.

If the accounts of the New Haven Railroad could be regarded

as furnishing a dependable basis for determining the need of

an advance in rates, the showing of this company during the

past year would seem to call for some immediate action. During

the last financial year the total net corporate income of that

company was .$268,662.87. One quarterly dividend of Ij^ per

cent was paid on September 30, 1913, but this was charged to

Profit and Loss account. In order to pay a dividend of 6 per

cent upon its capital stock outstanding in the hands of the

public the company must have a net corporate income of $9,427,-

074, or more than $9,000,000 in excess of the amount earned by

the company last year.

It is hardly necessary, however, to point out the unreliability
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of this company's accounts for the purpose of fixing rates. The
financial transactions of the company are explained and severely

condemned in the report of the Interstate Commerce Commis-

sion made in response to a Senate resolution and printed as

Senate Document No. 544 of the 63d Congress, second session.

This Commission, in its recent report to the Legislature, pur-

suant to the provisions of chapter 158 of the Resolves of 1914,

also had occasion to comment in some detail upon the same

matter. In that report the Commission summed up its conclu-

sions in regard to the capitalization of the New Haven Company
as follows :

—

Under the circumstances we can see no practicable waj'' of making the

capitahzation of the companj^ square with the principles underlying our

laws, no matter whether the unauthorized stock is or is not vaUdated

and no matter whether the outstanding floating debt is or is not funded.

Under the circumstances, also, the capitahzation of the company cannot

be considered an important factor in determining the fair rates which it

may charge. In the recent Middlesex and Boston case the Commission

laid down the following rule:—
Accordingly, we rule that under Massachusetts law capital honestly and pru-

dently invested, must, under normal conditions, be taken as the controlling factor

in fixing the basis for computing fair and reasonable rates; that if there is mis-

management causing loss, such loss must be charged against the stockholders

legally responsible for the mismanagement; that the reproduction cost either with

or without depreciation while it may be considered, is not, under our law, to be

taken as the determining basis for reckoning rates.

Applying this rule to the New Haven case, it is clear that the capital-

ization of the company, issued as it has been without supervision in this

commonwealth or elsewhere, cannot be regarded as important evidence

in determining the honest and prudent investment in the railroad proper.

That investment must be determined, as best it may be, from all the

evidence available.

Only Accounts Incident to Transportation Business Considered.

The improper transactions of this company relate largely to

its activities as a holding company rather than as a transporta-

tion company. It has therefore seemed to the Commission that

the only practicable method of reaching some standard for pass-

ing upon this company's accounts is to ignore entirely its outside

transactions, its manipulations of the securities of other com-

panies and other intercorporate transactions, and to consider

only those items on the company's books which relate to its

business as an operating railroad company.
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Amount Invested in the Railroad Property.

The annexed table shows the approximate amount invested in

the railroad property only and the rail revenues and expenses

as of June 30, 1914: —

New Yokk, New Haven and Haetfokd Railro.ud Company.

Approximate Amount Invested in Railroad Property only; also the Rail

Revenues and Expenses as of June SO, 1914-

Road, $133,717,718 06

Equipment, $61,823,345 70

Less leased equipment, .... 9,474,943 16

52,348,402 54

362,461 93

6,066,957 80

5,276,068 38

5,642,340 20

552,202 15

General expenditures, .

Cash,

Miscellaneous accounts receivable,

Material and supplies, .

Other working assets,

Advances.

Adams Express Company building, .

Merchants and Manufacturers Exchange, .

Hotel building,

Building for United Cigar Stores, . .

Advances, account New York Central Terminal,

$277,376 44

1,033,743 08

2,682,734 72

159,307 51

1,205,200 00

Rail operation, revenues,

Outside operations (net),

Hire of equipment,

Income lease of road,

Joint facility, rent income,

Miscellaneous rent income.

Revenues.

Rail operations, expenses,

Taxes,

Lease of road, ....
Joint facility, deductions,

Miscellaneous rent, deductions,

Net revenue, ....

Expenses.

5209,324,512 81

$66,617,692 82

85,480 03

244,181 37

129,367 44

82,264 86

497,246 51

$67,656,233 03

$48,515,349 81

3,568,219 04

4,658,542 27

2,461,736 50

222,440 72

8,229,944 69

$67,656,233 03
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As appears from the above table, the amount of the invest-

ment in the railroad property as shown by the books of the

company, amounts to $209,324,512.81. The total capitalization

of the entire system, including the capital stock outstanding in

the hands of the public, and the funded and unfunded debt,

amounts to about $400,000,000. In other words, the investment

of the company in its railroad property represents little more

than half the amount of the capital investment shown upon its

books.

It should be pointed out that we have made no attempt, in

connection with this inquiry, to appraise the value of the rail-

road property, and we have no means of determining the exact

integrity of that account. It is proper, however, to state that

Prof. George F. Swain, the expert employed by the Validation

Commission in 1910, submitted a statement printed as Exhibit

No. 5 on page 133 of that report, showing the present value new
and the depreciated value of the railroad property.

Professor Swain's appraisal shows the total value of the rail-

road property new as $304,601,824, and the depreciated value as

$263,601,136. Since the time that appraisal and report were

made, net additions to property have been made to the amount

of over $19,000,000, and something over $3,000,000 has been

charged off for depreciation of equipment. On the basis of

Professor Swain's appraisal the present valuation of thb rail-

road property in its depreciated condition would be about

$282,000,000, as compared with the book value of about $209,-

000,000 given above. While the Validation Commission did not

find it necessary, in connection with its investigation, either to

approve or disapprove the exact figures submitted by Professor

Swain, and while Ave are not to be understood as accepting the

result reached in this appraisal, or even of approving the basis

upon which it was made. Professor Swain's valuation represents

the only evidence now available in regard to the reproduction

cost of the railroad property. As the Swain appraisal with the

added property investment since 1910 represents a value so

largely in excess of the amount set up on the company's books,

it may be regarded as tending to establish the substantial in-

tegrity of that account. If it were necessary for us to deal with

the other capital investments of the company, it is likely that we

should reach a verv different result.
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Is the Company Entitled to Additional Revenue?

As shown by the above table the net revenue of the New
Haven Company, computed as a railroad company and not as

a holding compan^'^, would amount to $8,229,944.69 as of June

30, 1914. The rate advances proposed by the pending tariffs,

together with other increases in rates recently allowed, are esti-

mated, as we have already shown, to yield the company an

additional revenue of $2,150,000. If this amount is added, it

would make the prospective net revenue of the railroad com-

pany proper $10,379,944.

If the amount of the propert}^ i^nvestment shown by the books

of the company is accepted as reasonably accurate, the com-

pany, on the basis of a 6 per cent return upon that investment,

would earn a net revenue of $12,559,470, or $4,329,526 in excess

of the net revenue for the last financial year. This represents

more than i twice the amount of the estimated increase from the

proposed rate advances and those recently made effective. Mak-
ing every proper allowance for any inaccuracy in the accounts

of the railroad company proper and for prospective increases in

revenue with improved business conditions, we believe that the

company fairly sustains the burden of justifying the rates pro-

posed in the pending tariff which are estimated to yield the

company an additional revenue of $140,000.

Testing Passenger Rates on Cost-of-Service Theory.

The companies, however, also contend that, irrespective of the

need of a larger net return upon their entire capital investment,

the present passenger fares do not yield an income commensu-
rate with the cost of passenger transportation. This contention

rests upon the theory that the rates should be determined by

the cost of the service. Undoubtedly the cost of the service

represents the most important and in many ways the fair-

est basis for fixing rates, but this basis cannot in all cases be

inflexibly applied, owing to the economic necessity for moving

certain traffic which could not be handled at all except at a

relatively low rate. If, however, the rates for a particular

traffic are to be fixed upon a different basis from the cost of the

service, there should be some sound economic reason for so

doinjr.
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Should Passenger Traffic Pay its Otvn Wayf

Can any sound reason be shown for making freight traffic

bear a portion of the expense which is properly incidental to

passenger traffic? An extended discussion of this question will

be found in Buell v. C. M. & St. P. R. Co., Wisconsin Railroad

Commission Reports, Vol. 1, page 324. An extract from this

opinion may appropriately be quoted: —
We are not concerned about what our right might be to reduce the

passenger rates to a point where passengers were being carried at a loss

and to recoup such loss by a species of piracy practiced upon the shippers

of freight. The two classes of service, though carried on by the same

agency, are entirety separate and distinct. From the standpoint of

equity there is no justification for making the passenger contribute toward

the carrying cost of freight; no more is there any justification for com-

pelling the shipper of freight to contribute to the cost of carrying

passengers. The imposition of a tax on the users of one claims of service

for the benefit of those who use another is not consonant with reason or

fair deahng.

But if we wholly disregard equitable consideration between individuals

and take into account the benefit that might accrue to the state from

imposing a burden on the few for the benefit of the many we arrive at

the same result. We beheve that not one good economic reason can be

urged in favor of making the shipper bear a portion of the carrying cost

of the passenger. Low freight rates are vastly more important to the

people of the state than low passenger fares. While it is true that the

number of travelers greatly exceeds the number of shippers of freight,

it is not true that there are as many people who are really affected by

passenger as by freight rates. The passenger rate is brought sharply

to our attention because it is a direct tax. The freight rate is in reality

an indirect tax, sometimes paid by the producer, more frequently by the

consumer. For example, when a carload of coal is shipped . . . the

freight is actually paid bj^ the consumer of the coal, . . . Because the

freight is collected through the coal dealer as part of the lump price that

is made, this particular item attracts no attention. If, however, it is

excessive, it may be more important that it be reduced to a proper level

than that the consumer should have the privilege of riding at two cents a

mile. He must use the coal; he may not want to ride, even at two cents.

The importance of keeping the freight rates of our railroad

companies at the lowest possible level is particularly vital to a

manufacturing State like Massachusetts. This fact is recognized

in the report of the Conference of Railroad Commissioners, rela-

tive to rates on the Boston and Maine Railroad. To quote from

that report: —
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It has seemed to us a very hazardous undertaking to attempt an advance

of what may be known as the long-distance rates of the Boston and Maine

system. Today the industries of New England are in competition with

similar industries in other parts of the United States in almost every

instance, and that competition is keen. To increase the cost of trans-

portation to the New England manufacturer without a corresponding

increase to his competitor would place upon our New England industries

a burden which they are not very well able to sustain.

The propriety of making the passenger traffic pay its own way
is also emphasized by the Interstate Commerce Commission in

its report in the Five Per Cent Case: —

Passenger fares are paid directly to the carriers by those making use

of the service, and they know what it costs them. Payments for freight

charges, while less direct, are none the less actual. The general public

does not know, and probably does not stop to consider what proportion

of the cost of a ton of coal, or of the price of a dwelling, or the rent of

an apartment represents freight charges, but the cost of freight trans-

portation enters into the cost or selhng price of practically everytlaing

used by the public. In many cases, to be sure, freight charges represent

but a small proportion of the total cost of things used or consumed, but

it is quite probable that the average family pays much more in the course

of a year as freight charges than it does for passenger fares. We know
of no provision of law under which we should be justified in increasing

freight rates to provide a return upon property used exclusively in the

passenger service, much less to take care of losses incurred in such service.

In our opinion each branch of the service should contribute its proper

share of the cost of operation and of return upon the property devoted

to the use of the public. (Page 391.)

Accurate Data on Cost of Passenger Service not Available.

Assuming that the passenger rates should be fixed upon the

basis of the cost to the company of furnishing passenger trans-

portation, the difficulties in the way of applying this basis,

owing to the lack of reliable data are enormous. It is true that

the revenues which are derived from freight and passenger

traffic can be kept almost entirely separate. The receipts from

the sale of passenger tickets are kept apart from the receipts for

the transportation of freight. The same is true of receipts from

the transportation of mail, express, extra baggage, and various

other items. Earnings which cannot readily be separated between

the two classes of traffic are so small comparatively that they

may be apportioned on the basis of those receipts which can be

actually separated without materially affecting the accuracy of
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the final result. The passenger revenues can be separated with

substantial accuracy from the freight revenues, and are usually

so separated in the accounts of railroad companies.

The situation is different when it comes to operating expenses.

As we have pointed out in an earlier part of this report, our

Massachusetts railroads, like most other railroad companies,

have made no attempt to subdivide their capital and operating

expense accounts between passenger, freight and other forms of

traffic. This is due to the fact that some of the most important

items of operating expense do not allot themselves between the

tw^o classes of traffic, bvit can only be apportioned upon some

arbitrary basis.

A detailed and illuminating discussion of the problem of allo-

cating the cost of service between freight and passenger traffic

will be found in two cases in the first volume of the Reports of

the Wisconsin Railroad Commission. (Buell v. C. M. & St. P. R.

Company, 324; in re passenger rates, M. St. P. & S. S. M. R.

Company, 540.) In these cases that Commission attempted to

make an exact apportionment to the state of the proper propor-

tion of the earnings and operating expenses of the compan^^ and

also to allot the expenses as between the freight and passenger

business. As a result of the investigation then made, which

occupied nearly two years, and was probably the most thorough

investigation of this subject ever made by any public tribunal in

this country, the Commission decided that a rate of 2}^ cents

per mile for the companies involved in that inquiry was just and

reasonable.

This Commission does not deem it necessary to attempt to

make any such elaborate inquiry in the present case. As pointed

out in an earlier part of this report, more complete knowledge

will soon be available as a result of the recent order of the Inter-

state Commerce Commission, requiring all carriers, as early as

practicable, to assign and apportion all railway expenses between

passenger and freight services on bases which will be prescribed

by that Commission. Meanwhile, evidence of a very general

character only is available.

The total freight revenue of the New Haven Railroad for the

year ending June 30, 1914, was $32,476,373. The total passenger

train revenue for the same year was $31,808,217. It will thus })e

seen that the passenger business of this company yields about

one-half of its total operating revenue.

The average revenue per revenue train mile for freight traffic,

in 1914, was $4.30. The average revenue per revenue train mile
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for passenger service during the same year was .|1.91. As we

have alread}^ indicated, the operating expenses have not been

separated as between the two classes of traffic, but the average

operating expense per revenue train mile, including taxes, for all

kinds of traffic, was $2.16.

As these figures show, the average revenue per train mile for

freight traffic is about two and one-quarter times the average

revenue per train mile for passenger traffic. If the passenger

traffic is contributing its proper proportion to the company's net

revenue, we must assume that the operating expense per rev-

enue train mile is more than twice as great for freight service as

for passenger service. It is extremely improbable that any

accurate analysis of the operating expenses would disclose any

such results.

Discussio7i of Passenger Fares by Interstate Commerce Commission.

The report of the Interstate Commerce Commission in the

Five Per Cent Rate Case contains an interesting discussion on

passenger fares. As that report was made after an elaborate in-

vestigation of the accounts of all railroad systems in official classi-

fication territory, the conclusions reached are highly important.

The Commission refers to a statement submitted to the New
Haven stockholders on April 11, 1914, by Chairman Howard

Elliott, in which he declared that the passenger earnings on that

railroad for the eight months ending February 28, 1914, were

over 50 per cent of the gross earnings from transportation, but

"did not contribute anything directly to taxes and interest,"

while the freight earnings contributed $11,848,089 towards taxes

and interest. In other words, the freight operating expenses

consumed only 44.5 per cent of the freight claim revenue, while

the expenses in connection with the passenger service consumed

approximately 100 per cent of the passenger train revenue.

So far a,s we have been able to ascertain, this statement was

not based upon any exact computation of the cost of passenger

service but represents merely an intelligent deduction from such

evidence as is available in the regular accounts of the company.

Whether or not this statement can be taken as substantially

accurate, it is significant, as the Interstate Commerce Commission

states, that, with a single exception, every railroad in official

classification territory that has undertaken to separate the

freight and passenger expenses shows that in 1913 the passenger

service was relatively very much less profitable than the freight

service.



26 APPENDIX— ORDERS. [Jan.

The Commission also points out that the information available

indicates that not only is the operating ratio of the passenger

train service much greater than that of the freight train service,

but that the ratio of property investment to gross earnings is

very much greater in the passenger service. If that is true, the

ratio of capital charges and usually also the ratio of the taxes

attributable to the passenger service is much greater than the

ratio attributable to the freight service. Thus, on the Pennsyl-

vania Railroad the estimated property investment was $4.29 per

dollar of freight earnings in 1911, and $10.66 per dollar of

passenger train revenue in the same year. The earnings on the

property devoted to passenger train service during that year

amounted to less than 3^ of 1 per cent, while that devoted to the

freight train service earned over 7 per cent.

The Commission sums up its findings in regard to passenger

fares in the following language: —

It is consistent with the evidence of record as to some of these carriers

that the increase shown in the ratio of operating expenses to operating

revenues is attributable wboUy to the increased cost of passenger service;

and it is probable, in the case of every railroad showing a largely increased

operating ratio, that the increased ratio is due, in large measure, to its

passenger service. The unit of cost of moving certain kinds of bulk

freight carried in large volume appears to have been reduced by more

efficient operating methods despite increases in the rate of wages; on

the other hand, the unit cost of moving passengers has been almost uni-

formly increased, independently of the effect of wage advances, through

the use of heavier equipment, the adoption of safety devices and better

service. (Page 387.)

In this connection it may be appropriate to show the average

passenger fares per mile on the three leading Massachusetts rail-

roads in 1870, 1880, 1890, and for each of the last three years,

1912 to 1914 inclusive: —

Average Passenger Fares per Mile.
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These figures show that, in spite of the increased unit cost of

moving passengers, there has been a general downward trend in

the average passenger fares.

Rates Similar to those Proposed already Effective elsewhere.

In considering the propriety of the rates proposed it should

also be borne in mind that one-way passenger rates for these

three companies, on the uniform basis of 23^ cents a mile, have

already been allowed to become effective interstate as well as in

the State of New York, and in all the New England States,

except Massachusetts. While this fact is of no controlling im-

portance in determining the intrastate rates which may properly

be applied within this commonwealth, the approval of similar

rates outside this jurisdiction raises a strong presumption in

favor of their reasonableness.

It may also be pointed out that a one-way rate of 2}^ cents a

mile is recognized as a standard rate for practically all railroad

systems east of the Mississippi River. This fact also is signifi-

cant, especially as several items of transportation cost are higher

on our railroads than on other lines.

Higher Cost of Coal on Massachusetts Railroads.

The cost of coal per ton at the point of distribution is much
higher for the New England lines than for other eastern railroads.

From an examination of the accounts of five other typical com-

panies, it appears that the cost of coal per ton for the Baltimore

and Ohio in 1914 was $1.07; for the New York Central, $1.86;

for Pennsylvania lines east of Pittsburgh, $1.47; for Pennsylvania

lines west of Pittsburgh, $1.41; and for the Erie, $1.58. This

represents an average cost for these railroads of $1.48 per ton.

The cost per ton for the same year for the Boston and Albany was

$2.9.3; for the Boston and Maine Railroad, $2.86; and for the

New Haven, $2.87. If these three railroads had been able to

procure their coal at the average price paid by the five systems

referred to above, it would represent a saving to the Boston and

Albany of $1,078,525; to the Boston and Maine of $2,425,225;

and to the New Haven of $2,633,353.

In other words, the higher fuel cost for these companies more

than offsets the total estimated increase in their revenues from

all recent advances in freight and passenger rates, including those

now under consideration.

As we are unable, in view of all the considerations mentioned,
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to find any sound justification for declaring the one-way pas-

senger fares filed by the New Haven Railroad unjust and un-

reasonable, they will, therefore, be permitted to become effective.

If, however, in the light of more accurate data which may here-

after be available, in regard to the cost of passenger transporta-

tion, or, as the result of a substantial future increase in the net

revenues of the company, due to an increased volume of railroad

traffic, or otherwise, it may be desirable to review the conclusion

now reached, the Commission will be prepared to do so upon

complaint or of its own motion.

B. — The Boston and Maine Railroad.

The tariffs of one-way passenger fares filed by the Boston and

Maine Railroad purport to be constructed upon the same basis

as the New Haven tariffs, namely, a rate of 2 cents per mile

within the Boston suburban district and a rate of 2}/^ cents per

mile beyond, but there are important dift'erences in the methods

adopted by the two companies for computing specific rates.

Proposed One-way Tariffs Disallowed.

In the Boston and Maine tariffs all rates are computed on the

actual distance and raised so as to end in or 5. For instance

the rate from Boston to Somerville, 2.7 miles at 2 cents a mile,

would amount to 5.4 cents, but this rate is arbitrarily raised

to 10 cents.

Moreover the rate between a point in the suburban district and

a point beyond is computed as if the distance traveled within and

without the suburban district constituted two separate journeys,

each of which is computed on the actual distance and then raised

to a multiple of 5, with the result that passengers using such

tickets are penalized by a double adjustment. To illustrate:

The local rate from Revere to Lynn, 5.4 miles at 2 cents a mile,

would figure 10.8 cents, which is rounded up to 15 cents. The

local rate from Lynn to Salem, 4.7 miles at 23^ cents a mile,

would figure 11.75 cents, which is rounded up to 15 cents. The

through rate from Revere to Salem is made by adding these

amounts, and is therefore 30 cents. On the other hand, if the

actual amounts were taken, as in the New Haven tariffs, the rate

would be 23 cents. It may also be noted that the limits of the

suburban zone within which the company's 2 cent rate applies

extend to varying distances on various lines. We believe that

the suburban district, for the purposes of this case, should be the
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same as that defined for the 12-ride commutation tickets by

chapter 649 of the Acts of 1908 and should include "each station

on its lines within 15 miles of its terminal station in Boston." If

this principle were applied, the 2-cent zone on the Eastern divi-

sion, for instance, would extend to Swampscott instead of Lynn.

The method adopted by the Boston and Maine Railroad of

computing its rates results in unjust and arbitrary increases

which are especially burdensome for short distance riding. The

tariffs of one-way passenger fares filed by the Boston and Maine

Railroad are, therefore, disallowed.

Test of Neiv Haven Rate Basis on the Boston and Maine.

The company estimated that its tariffs of one-way passenger

rates, if allowed to become effective as filed, would yield an

additional estimated revenue for intrastate business of $202,708.

If, however, the tariffs of this company were reconstructed on

the New Haven basis, this estimated increase would probabl}^

entirely disappear.

For the purpose of comparison, reference is made to the fol-

lowing tables showing the rates between Boston and all stations

of the Eastern division, and also between Boston and sixteen

principal points on the system, on the basis of the rates filed, the

rates on the New Haven basis, and the rates now in effect.

Comparative Statement showing Rates from Boston to all Massa-

chusetts Stations on the Main Line op the Old Eastern Di-

vision OF THE Boston and Maine Railroad, on the Basis of

THE Rates filed, the Rates on the New Haven Basis, and

the Rates at Present in Force.

Between Boston and —
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Comparative Statement showing Rates from Boston to Typical

Points on the Boston and Maine Railroad on the Basis op

the Rates filed, the Rates on the New Haven Basis, and
the Rates at Present in Force.

Between Boston and — Miles.
Tariff as
Filed.

New Haven
Basis.

Present
Rates.

Lynn, . . . . . .

Salem, ......
Marblehead via Swampscott Branch,

Gloucester,

South Lawrence, ....
North Lawrence, ....
Haverhill,

Lowell

Fitchburg, .....
Gardner,......
Winchendon,

Greenfield

North Adams, ....
Barre

Ware

Northampton, ....

11.6

16.3

17.2

31.6

25.6

26.4

32.9

25.6

49.6

64.7

68.0

105.6

142.4

61.7

74.9

104.7

$0 25

40

40

75

60

65

80

65

1 20

1 60

1 70

2 60

3 55

1 50

1 85

2 60

SO 24

35

33

73

58

60

76

57

1 18

1 55

1 63

2 58

3 50

1 48

1 81

2 55

SO 20

35

35

73

60

60

75

60

1 14

1 55

1 64

2 63

3 61

1 50

1 85

2 60

As a further basis of comparison between the present rates,

the rates filed, and the rates on the New Haven basis, we will

assume that a passenger buys one ticket from Boston to each of

the 140 stations on the lines of the Boston and Maine Railroad

in this state. The cost of these tickets on the present basis

would be $103.54. If the rates filed were made effective, the

cost would be $106.90. But if the New Haven rates were applied,

the cost would be $101. .39, or about 2 per cent less than the

existing rates. This result is of course not exactly accurate as a

measure of the effect of these different scales of fares upon the

entire passenger revenues of the company, owing to the difference

in the volume of passenger business at different stations, and

also because the computation is confined to rates to and from

Boston.

We have also tested these rates by figuring the total volume of

business, for a typical month of 1914, between Boston and 16 of
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the principal stations on the Boston and Maine system on the

basis of the present fares and also on the New Haven basis.

The result is given in the following table: —

Boston and Maine Railroad Single Ticket Business for August,

1914.

Number of

Tickets.
Stations.

Present
Rates.

New Haven
Basis.

Changes.

22,780

6,673

13,739

25,182

12,695

16,952

1,205

451

372

196

299

642

1,717

461

5,960

18,802

128,186

Lynn, .

Fitchburg,

Haverhill,

Salem, .

Gloucester, .

North Lawrence,

Gardner,

Winchendon,

Barre, .

Ware,

Northampton,

Greenfield, .

South Lawrence,

North Adams,

Marblehead, .

Lowell, .

S4,566 10

7,607 22

10,306 34

8,817 56

9,271 51

10,170 90

1,868 78

739 64

558 00

362 69

777 40

1,690 00

1,029 90

1,666 25

2,087 00

11,317 20

$72,826 49

$5,467 32

7,992 14

10,441 26

8,817 56

9,271 51

10,170 90

1,866 78

735 13

550 56

354 76

762 45

1,657 65

995 57

1,615 25

1,966 80

10,939 96

$73,607 60

+$911 22

+384 92

+134 92

—4 51

—7 44

—7 93

—14 95

—32 35

—34 33

—51 00

—120 20

—377 24

+$781 11

+ 1.06%

Application of New Haven Basis to the Boston and Maine would

not affect Company's Present Revenue.

While this statement shows an increase of $781.11, or 1.06 per

cent, computed upon the same volume of traffic, attention is

directed to the fact that Lynn alone shows an increase of $911.22,

owing to the relatively low rate of less than 1% cents a mile

which now applies to that point. This showing must, therefore,

be to some extent fictitious. The company could hardly hope to

control the present volume of travel between Boston and Lynn
under the advanced rates, as a certain amount of it would un-

doubtedly go to the Boston, Revere Beach and Lynn Railroad,

or to the Bay State Street Railway. Despite the slight increase
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of about 1 per cent shown by the last table — an increase which

appears to be more theoretical than real — all the evidence avail-

able indicates that the actual application to the Boston and

Maine of rates similar to those proposed by the New Haven

would be quite as likely to decrease as to increase the company's

revenues, though the amount involved in either case would not

be likely to be appreciable.

General Inequalities in Present One-way Passenger Rates.

The present one-way fares upon the Boston and Maine Rail-

road are built upon so many different bases that it is difficult to

decide what the prevailing rate per mile can be called.

The rates were apparently adopted piecemeal many years ago

by many independent railroads which have since been consoli-

dated in the Boston and Maine system. Old competition long

since disappeared would probably explain some of the confusion.

Rates of less than 2 cents a mile appear, but the larger portion

of the mileage is on a rate of 2, 2}4, 2^ or 3 cents a mile.

The old Eastern division is a good illustration of the chaos

in existing rates. Rates from Boston to Lynn are less than 1^
cents a mile, from there to Salem 3 cents a mile, and from Salem

to the State line 2}^ cents a mile.

The Fitchburg division has a 2-cent basis from Boston to

Waltham, a 23^^ cent basis from Waltham to Greenfield, and a

2^ cent basis from Greenfield to the State line, with branches

where the rate is now 23^ or 2^ cents a mile, or even 5 cents a

mile, which is the rate now in effect on the short Ashburnham

line.

If all these fares were reconstructed on the basis of 2 cents a

mile within the Boston suburban district and 2}^ cents a mile

beyond, and the New Haven basis of computation were used, it

would result in a desirable equalization, without any increase,

of existing fares.

Inequalities of Rates in the Suburban District.

It should be pointed out that certain inequalities in existing

rates may be found within, as well as beyond, the Boston sub-

urban district. While the present one-way passenger fares in the

suburban district average 2 cents a mile, certain variations above

and below this rate are shown in the following table, which gives

the present rate, the rate filed, and the rate on the New Haven

basis, from Boston to all stations within the suburban district.
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Boston and Maine.

Western Division.

From Boston to — Miles.
Present
Rate.

Rate
Filed.

New Haven
Basis.

East Somerville,

Wellington,

Edgeworth,

Maiden, .

Oak Grove,

Fells,

Wj'oming,

Melrose, .

Melrose Highlands,

Greenwood,

Wakefield Junction,

Wakefield,

Reading, .

Reading Highlands,

1.5

3.2

3.8

4.7

5.1

5.6

6.3

6.7

7.5

8.5

9.4

9.9

12.1

12.5

SO 06

08

10

10

11

12

13

14

15

18

19

20

25

27

SO 05

10

10

10

15

15

15

15

15

20

20

20

25

30

SO 05

07

08

10

11

12

13

14

15

17

19

20

25

25

Eastern Division.

Everett, .

East Everett, .

Chelsea, .

Forbes,

Revere, .

General Electric Works,

West Lynn,

Lynn,

East Lynn,

Swampscott, .

SO 07

08

10

13

13

20

20

20

20

25

10
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Boston and Maine— Concluded.

Fitchburg Division.

From Boston to — Miles.
Present
Rate.

Rate
Filed.

New Haven
Basis.

Somer\'ille,

Cambridge,

West Cambridge,

Waverley,

Beaver Brook,

Waltham,

Riverview,

Roberts, .

Stony Brook, .

Kendall Green,

Hastings,

Silver Hill,

2.7

3.4

4.2

7.4

9.3

9.9

10.6

11.5

12.2

13.2

13.7

14.7

SO 05

08

10

15

20

20

20

20

25

27

27

32

$0 10

10

10

15

20

20

25

25

30

30

30

35
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The inequalities shown by this table in present one-way sub-

urban fares are less striking than those which may be found on

other parts of the system, but they seem none the less to call for

a proper adjustment. For example, the length of ride furnished

for an 8-cent fare varies from 3.2 to 4.1 miles; for a 10-cent

fare, from 3.5 to 5.5 miles; for a 15-cent fare, from 5.8 to

7.7 miles; for a 20-cent fare, from 8.6 to 12.2 miles; and for a

25-cent fare, from 10.6 to 12.8 miles.

Application of New Haven Rate Basis Recommended.

For the purpose of equalizing the one-way passenger fares

both within and beyond the Boston suburban district, the Com-
mission is of the opinion that the Boston and Maine should file a

new tariff constructed substantially upon the basis adopted by

the New Haven Railroad.

Commutation Trip Tickets.

In addition to filing new tariffs of one-way fares, the Boston

and Maine Railroad has filed certain passenger tariffs which

provide for the cancellation of existing 5, 10, 50, 54, and 100-

ride tickets, and 12 and 25-ride tickets outside the Boston sub-

urban district, and substitute a new schedule of 50-ride fares

between all stations in Massachusetts, at the uniform rate of*

2 cents a mile.

The commutation tickets which it is proposed to discontinue

represent 20 different rates, varying from less than ^ of a cent

a mile to nearly 23<4 cents a mile. The total revenue received

from these tickets, between points in Massachusetts, during the

year 1913, amounted to $1,034,473.79, and the average rate was

almost exactly IY2 cents per mile.

Estimated Increase of Revenue from Tariffs Filed.

The cancellation of these tickets and the substitution of a

uniform 50-ride ticket on the basis of 2 cents a mile would yield

the company an additional revenue of about $345,000 for intra-

state travel provided the new tickets were used to the same

extent as those withdrawn. This proviso may materially aft'ect

the accuracy of this estimate, as the higher rate proposed and the

larger investment required through the elimination of 5, 10, 12

and 25-ride tickets would be likely to render this form of trans-

portation less attractive, and would result either in a diminution

of travel or in a larger use of other forms of transportation.
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This estimate of the additional revenue which the company
would be likely to receive from the adoption of its proposed com-

mutation tariffs represents, however, as close an approximation

to the actual result as it is now possible for us to reach. The
increase of revenue from this source, which must in any event be

substantial, raises an inquiry as to whether it is demanded by

the legitimate financial needs of the company.

Recent Increases of Revenue from Other Sources.

The total estimated increase of revenue to the Boston and

Maine Railroad from one-way passenger fares already allowed

outside this jurisdiction is $100,000. The recent increase in the

rate of mileage tickets is estimated to yield an additional rev-

enue of about $500,000 for the entire system. The advance in

freight rates authorized by the Interstate Commerce Commis-
sion in the Five Per Cent case represents an estimated increase

of $250,000. The increase in freight class rates authorized by

the New England Conference of Railroad Commissioners is esti-

mated to yield about $500,000 and certain increases in com-

modity rates already made or contemplated are likely to yield

additional revenue to the amount of $350,000. The recent

amendment of the contract with the American Express Company
is likely to increase the revenues by about $235,000. If the pro-

posed change in commutation tickets is allowed in this state,

the additional revenue from this source is estimated at $375,000

for the entire system. The aggregate of these increases for the

system is $2,310,000.

Financial Condition of the Company.

The returns of the company for the financial year ending

June 30, 1914, show a net corporate loss of $2,044,742. The

returns for the six months of the current financial year ending

December 31, 1914, show a decrease in net income, as compared

with the similar six months period of 1913, to the amount of

$150,926. If the same relative showing should be made by the

company during the remaining six months of the current finan-

cial year, the company's net corporate loss for 1915 would be

approximately $2,356,000. As many of the rate increases recently

made or proposed will be effective during less than half of the

present financial year, it is likely that the net corporate loss of

the company for the year ending June 30, 1915, will be in the

neighborhood of $1,000,000.
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During the next financial year, however, the additional rev-

enue from these rate increases, if their amount has been cor-

rectly estimated, and if other conditions remain the same,

should be just about sufficient to wipe out the deficit in the

company's income account. In other words, the rate advances

proposed, in conjunction w^ith others recently allowed, would

probably enable the company hereafter to meet its operating

costs and fixed charges but, in the absence of any increase in the

volume of its business, would be likely to allow no return what-

ever upon the capital investment.

The Capital Stock Represents Honest Investment.

In this connection it is proper to emphasize the fact that the

situation of the Boston and Maine Railroad in respect to its

capitalization is radically different from the New Haven. The
company has confined itself to a legitimate railroad business and

its capital stock and bonded debt have been issued under Massa-

chusetts law with the approval of the Board of Railroad Commis-
sioners.

It is true that the company's contracts with the American

Express Company, and the Pullman Company, and certain other

transactions during the period of New Haven control, have been

justly criticised. It is true, also, that the company is so loaded

down with leases that the margin between fixed charges and

income is too narrow and that the rentals of some of these leased

roads may also be excessive as compared with their earning

power. This situation is one to which the Commission has

frequently called attention and it is gratifying to know that an

attempt is now being made to bring about a reorganization of

the company upon a sounder basis. The fact, how-ever, must not

be forgotten that all these leases were made under the authority

of Massachusetts law and with the express approval of the pub-

lic authorities. The Commonwealth cannot well charge the

company with mismanagement on account of transactions

approved, both as to general policy and specific terms, by the

Commonwealth itself. Moreover, the management of the com-
pany, in the light of the more prosperous railroad conditions

then existing, may well have been warranted in believing that

the leasing of these properties was advantageous to the sys-

tem. Indeed, whatever the effect may have been upon the

stockholders of the company, the bringing of these properties

under a common control has, in our judgment, proved advan-

tageous to the public.
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In so far as any losses of the company are directly attributable

to mismanagement, the statement may fairly be made that such

losses to the company are likely to be offset by the loss of divi-

dends, actual or prospective, of the stockholders.

In the report of the Interstate Commerce Commission in the

New England Investigation the following reference is made to the

capitalization of the Boston and Maine Railroad: —

No especial investigation has been made of the books and accounts of

the Boston and Maine Railroad for the reason that no suspicion has

ever been cast upon the regularity of the bookkeeping cf that company.

Its transactions have been, in the main, confined to the legitimate opera-

tion of its road and it has been assumed that its reports to its stock-

holders and to this Commission fully and correctly portray its financial

operations and condition. ... It should also be noted, in this con-

nection, that much of the stock of the Boston and Maine and some of

that of its lessor companies has been issued for more than par. The
law of Massachusetts in recent years has required stock to be sold at

pubhc auction or to be issued to stockholders at the market value. Boston

and Maine stock and stock of these lessor companies have sold con-

siderably above par. This record shows that the stock of the Boston

and Maine bas netted that company an average of something in excess

of $120 per share. These premiums have gone into the treasurj^ of the

company and have tended to under rather than over-capitahze that

system. . . . All this suggests that the Boston and Maine sj^stem is

not over-capitaUzed and that if the value of a railroad is to be estimated

by what it has cost to construct it or what it would cost to reproduce

it, the value of that system would equal its capital account and that,

therefore, that sj^stem should be permitted to earn a fair return upon its

own outstanding capital stock after paying the rates specified bj^ its

leases.

This statement is a strong vindication of the integrity of the

company's capital account and of the propriety of permitting the

company to earn a fair return upon its outstanding capital stock.

Present Commutation Trip Ticket Rates may Properly he Advanced.

In view of the foregoing considerations we are of opinion that

the Boston and Maine Railroad is entitled to an increase of

rates sufficient to yield additional revenue to the amount which

would be likely to accrue from its pending tariff of commutation

trip ticket rates. The inquiry is then suggested whether the

necessary rate advances may properly be made in the manner

proposed by the company in its pending tariffs.

In the report of the Conference of Railroad Commissioners,
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concurred in by Commissioner Prouty of the Interstate Com-
merce Commission and the commissions of all the northern New
England states, the following statement is made: —

It may not, however, be improper to suggest that in considering what

must, perhaps, finally be done in the way of readjusting the transportation

charges of the Boston and Maine system serious consideration should

be given to the advisabihty of somewhat increasing passenger fares.

. . . We are all of the opinion that these passenger fares require read-

justment and that the statutes of those states wliich might interfere

with a uniform treatment of this subject should be so modified that, if

possible, some just rule applicable to all territorj^ may be formulated.

The question whether passenger transportation is paying its

fair cost of railroad operation has already been discussed in con-

nection with the proposed advances of passenger rates by the

New Haven Railroad. The facts and considerations there pre-

sented are equally applicable to the Boston and Maine Railroad

and it would appear that if an increase in rates is demanded,

this increase should be made in the passenger rates rather than

in the freight rates.

The Commission has already indicated its disapproval of

the tariff of one-way passenger fares filed by the company. A
readjustment of these fares upon the basis of the tariffs filed by
the New Haven would, as we have already pointed out, operate

merely as an equalization of existing fares and would give the

company no additional revenue. The rate for mileage tickets

has already been fixed. Any advance in the rates for season

tickets should be considered only as a last resource. The in-

crease, if any, which is allowed the Boston and Maine Railroad

in its passenger rates must come from the cancellation and change

of existing commutation rates. We believe that an arrangement

of fares under which the typical one-way rate is 23/2 cents, the

mileage rates 2}^ cents, and the commutation rate 2 cents,

represents a reasonable adjustment between the different kinds of

passenger traffic.

Propriety of Special Rates for Commutation Trip Tickets Con-

sidered.

It is to be borne in mind that passengers who are obliged to

ride daily between their homes and places of employment may
avail themselves of the 60-ride monthly tickets which are sold

at a rate which is graded, according to the distance traveled,

from about 1}/^ cents to 3^ cent per mile. It has been contended
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that the one-way ticket, the mileage ticket and the season

ticket represent all the varieties of passenger fares that may be

regarded as necessary or reasonable, and that there is no sound

justification for authorizing commutation trip tickets.

It is true that the economic justification for the monthly

ticket, which meets the requirements of regular riders, is greater

than for commutation trip tickets which are designed for casual

use only. On the other hand, many persons have business en-

gagements which oblige them to make frequent but not daily

trips between the same points. Moreover, while the wage earner

who rides regularly from his home to his place of employment

may secure his own transportation on favorable terms by the

purchase of a monthly ticket, no special form of ticket is avail-

able for the use of members of his family who may have frequent

occasion to travel between the same points. We believe that the

commutation trip ticket would serve a useful and justifiable

purpose for such family transportation. The use of such tickets

upon the lines of the company in this state is also sanctioned by

long custom and the total abolition of such tickets might. In

many cases, work considerable hardship.

Limitations on the Use of Such Tickets Desirable.

There would seem, however, to be no sound reason for per-

mitting the indiscriminate use of such tickets. They should be

limited to the use of the person named thereon and members of

his or her immediate family. Such a limitation could not in all

cases be effectively enforced, but it would tend to discourage

traffic by speculators in this form of ticket. As the justification

for such tickets also rests upon the assumption of reasonably

frequent riding, it seems proper also that some reasonable time

limit should be imposed, so that these tickets should be good only

within a specified period from the date of sale.

Present Commutation Trip Ticket Rates Unjustly Discriminatory.

We have already pointed out that the existing commutation

tickets on the Boston and Maine Railroad comprise 5, 10, 12,

25, 50, 54 and 100-ride tickets. We have also shown that the

rate for such tickets varies from less than ^ of a cent a mile to

about 2^ cents a mile. This inequality of rates between differ-

ent points on the system constitutes an unjust discrimination of

the most pronounced character. If commutation trip tickets are

issued, they should be based on a uniform mileage rate. This
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rate, on the Boston and Maine Railroad, as we have already

indicated, might properly be fixed at 2 cents a mile, as that

rate would give the company a needed increase of revenue and

would also represent an equitable relationship between these

tickets and the one-way rate and the mileage book. This mile-

age rate is the one applied by the Boston and Maine Railroad in

its pending tariff, but these rates are made available only through

the purchase of a 50-ride ticket.

A Uniform 35-Trip Ticket Recommended.

If uniform tickets are to be substituted for the varying forms

of ticket now in use, the Commission questions the propriety of

making these tickets 50-trip tickets. The 100-trip tickets issued

by the company are available only between North Adams and

Williamstown and few of these are sold yearly. The trip tickets

now commonly in use upon this system vary from 5-trip tickets

to 54-trip tickets. To construct all such tickets on the basis

of 50 rides is practically to level everything up to the highest

standard. A 50-ride ticket at 2 cents a mile constitutes an

investment of $1 a mile. As much of this form of riding is for

considerable distances the initial investment in many cases might

prove prohibitive. We believe that the existing tickets might

equitably be adjusted on the basis of a uniform 25-trip ticket.

Pending Tariff of Commutation Trip Tickets Disallowed.

We are therefore of the opinion that the tariff of commutation

trip tickets filed by the Boston and Maine Railroad should be

disallowed in its present form, and that the company should file

a new tariff of 25-ride tickets good within a reasonable limit of

time from the date of sale and for the person named thereon and

for members of his or her immediate family, for transportation

between stations in Massachusetts at fares based on 2 cents per

mile per ride, the minimum fare to be $1.25.

C.

—

The Boston and Albany Railr6ad.

The Boston and Albany Railroad has filed a tariff of one-way

passenger fares based on a uniform rate of 23^ cents a mile, but

has not superseded its present tariff of one-way suburban tickets

which is based on 2 cents a mile. Under the present tariff' the

2-cent fares within the Boston suburban district are limited

tickets good only for continuous passage between the points
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named. The regular rate within the Boston suburban district,

for the purpose of fixing the through rate, is, however, 2}/^ cents

a mile.

Tariff of One-ioay Fares on Different Basis from that of the New
Haven.

In the New Haven tariff the 2-cent rate within the Boston sub-

urban district is applied in the construction of the company's

through tariffs, but. in the Boston and Albanj'^ tariff the 2-cent

suburban rate is not regarded in fixing a through rate. The dis-

tinction between the two tariffs may be illustrated by assuming

there are two stations, "A" and "B" which are, respectively, 15

and 16 miles from Boston. Under the New Haven tariff the

fare to station "A" would be 30 cents and the fare to station

"B" would be computed by figuring 15 miles at the rate of 2

cents a mile and one additional mile at the rate of 23^ cents a

mile or 323^2 cents in all, which would be rounded up to 33 cents.

If these stations were situated on the Boston and Albany line

the limited rate to station "A" would be 30 cents, but the rate

to station "B" would be computed by figuring the entire 16 miles

at 2^/2 cents a mile and would amount to 40 cents.

If the local 2-cent rate of the Boston and Albany were a regular

rate instead of a limited rate, the proposed through rate would

be discriminatory. The exaction by a carrier of a greater through

fare for transportation between two points on its railroad than

the sum of the intermediate local fares exacted for transportation

between the same points is an unlawful discrimination against the

passenger paying the through fare in favor of the passenger pay-

ing the intermediate local fares. The one-way suburban tickets

issued by the company are limited to the extent only of permit-

ting no stop-over privileges between the points named. While

this may be sufficient to distinguish the two tickets technically,

we believe that the situation created by this arrangement is

essentially discriminatory in character, and that a passenger from

station " B," in the illustration given above, should not, in effect,

be compelled to pay 10 cents for the ride of an additional mile

beyond station " A."

Tariff of One-way Passenger Rates Disalloioed.

The fares between specific points on the Boston and Albany

Railroad have also been constructed by reckoning a fraction of

a mile as a full mile. This tariff professes to be constructed
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on a uniform mileage basis and that basis should be equitably

applied by dealing with a fraction of a mile as such, instead of by

arbitrarily advancing it to a full mile. The company should also,

like the Boston and Maine, reform its local and through intra-

state tariffs upon the theory that the suburban district includes

all stations on its lines within 15 miles from its terminal station

in Boston. For the reasons indicated the tariff of one-way

passenger fares filed by the company must be disallowed.

Should the Company be allowed to Revise its Rates on the Neio

Haven Basis?

If the rates proposed by the Boston and Albany Railroad were

allowed to become effective, the company estimated that they

would yield an additional revenue of $158,351. If, however, they

were readjusted on the New Haven basis the estimated increase

would amount to $80,722. The propriety of permitting the com-

pany to obtain an increase of that amount by the adoption of

the New Haven rate-basis may now be considered.

The changes in the company's one-way passenger rates, inter-

state and within New York State, which have already been al-

lowed, are estimated to yield the company an additional revenue

of about $42,000. The recent increase in mileage tickets is esti-

mated to yield about $150,000; the freight increase, authorized

by the Interstate Commerce Commission, about $175,000; and

changes in certain freight class rates, about $95,000. If the one-

way passenger fares of this company were readjusted on the New
Haven basis, the total increase of revenue to the Boston and

Albany Railroad from these and other increases indicated would

amount to about $543,000.

Financial Condition of the Com-pany.

The returns of the Boston and Albany Railroad for the year

ending June 30, 1914, show a net corporate loss of $783,557. As

the Boston and Albany is a leased road the deduction from gross

income in its accounts include the guaranteed dividends on the

stock amounting to $2,000,000. These dividends on the stock are

paid in accordance with the terms of the lease approved by the

Commonwealth. If the Boston and Albany Railroad were an

operating company, the dividends paid on its capital stock would

not be deducted from gross income, but the accounts of the com-

pany would show a net corporate income available for dividends

to the amount of $1,216,443.
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The returns received for the six months ending December 31,

1914, show a deficit of $150,926, as compared with the similar

six months period of 1913. If the same relative showing is made
during the next six months the net corporate income of the com-

pany for the present financial year would show a falling off of

over $300,000, as compared with 1914, making the estimated net

corporate income for 1915, on the basis of the rates prevailing in

1914, approximately $915,000. If the rate increases, recent and

prospective, yield the additional revenue which we have estimated,

the annual net corporate income would be increased by $543,000,

making a total of $1,458,000, which would represent a dividend

of less than 6 per cent upon the company's capital stock.

A Revision of One-ioay Fares on the New Haven Basis toould he

Justified.

The Boston and Albany Railroad is in the fortunate position

that no suspicion attaches to the integrity of its capitalization,

or to the reliability of its corporate accounts. Whatever view

may be entertained in regard to the propriety of allowing the

company the 8 per cent guaranteed by the New York Central

Railroad Company, there can be no question in regard to the

propriety of permitting the company to earn a return of 6 per

cent upon its capital stock. For this reason, ^and in view of the

conclusion already reached that passenger transportation should

contribute its proper share toward any rate increase, we believe

that the company is entitled to the additional passenger revenue

of about $80,000, which it is estimated the company would re-

ceive from a new schedule of one-way fares similar to those

filed by the New Haven Railroad.

Cancellation of 100-Ride Tickets Allowed.

The Boston and Albany Railroad has also filed a passenger

tariff providing for the cancellation of existing 10-ride tickets and

100-ride tickets on the lines of that company. The 100-ride

ticket now in use is limited to six months from date of sale, and

is good only for the person whose name appears thereon. This

ticket is sold at the rate of 1^ cents per mile per ride. The

total intrastate revenue from these tickets for the year ending

June 30, 1914, was $2,470. The limited extent to which these

tickets are used indicates that there is little demand for this

form of transportation. There would seem also to be no par-

ticular justification for continuing the use of a hybrid form of
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ticket combining certain characteristics of the season ticket with

those of the ordinary commutation trip ticket. The Commission

is therefore of the opinion that so much of the tariff filed by the

company as provides for the cancellation of these 100-ride tickets

should be permitted to become effective.

The 10-Ride Tickets should he Retained.

The company also proposes to cancel all the 10-ride tickets now

available between stations on its lines. These tickets are sold on

the uniform basis of ten rides for nine times the local one-way

fare. With the cancellation of the 100-ride tickets, these 10-ride

tickets represent the only form of trip tickets available on the

lines of the company outside the Boston suburban district w4th

the exception of certain special tickets applying from Holliston

and East Holliston on the Milford branch which were introduced

to meet street railway competition. For reasons already stated,

the retention of some form of commutation trip tickets seems

desirable. The 10-ride tickets now in use have been found a

convenience to passengers on this system, and as the concession

from the regular fare is not large, we are of the opinion that these

10-ride tickets should remain available to the public.

In our discussion of the various problems in regard to passenger

fares which are presented in this inquiry we have proceeded on

the theory that the rate for each class of passenger tickets —
whether one-way tickets or commutation trip tickets — should

be fixed upon each system, as far as practicable, upon a uniform

mileage basis. This basis is sound in principle, is easily applied

and understood, and gives little shelter for discrimination. No
hard and fast principle, however, is likely to work exact justice

under all conditions. It may well be that the necessity of meet-

ing street railway competition or other local conditions might

justify the introduction of special tickets between certain points

at some concession from the regular fare. This matter, however,

can best be determined after the adoption of the uniform rates

approved by the Commission. If special conditions should then

develop which seem to require some special adjustment, the

Commission will feel free to deal with them as the public inter-

est may require.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
CLINTON WHITE,
JOHN F. MEANEY,

Commissioners.
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Memorandum.

I have not taken part in the decision of this question. The
increase in passenger fares under consideration does not, it seems

to me, stand alone but is part of a comprehensive program of

rate increases most of whicli have already gone into effect upon

the New England railroads with the approval of public authori-

ties. The general question came before this Commission as early

as the fall of 1913, when the Public Service Commissioners of

Massachusetts, New Hampshire and Vermont and the Railroad

Commissioners of Maine met in joint conference with Commis-

sioner Prouty of the Interstate Commerce Commission to con-

sider "the proposition of the Boston and Maine Railroad to

increase its rates of transportation."

Since that time, and, in part, as a result of that conference,

local class freight rates and mileage ticket rates have been ad-

vanced upon the Boston and Maine, the Boston and Albany and

the New York, New Haven and Hartford railroads and local

commodity tariffs have been revised, on the whole upward. All

these changes, so far as they affected traffic within the common-

wealth, have been allowed to go into effect by this Commission.

In addition, the Interstate Commerce Commission has approved

the so-called " 5 per cent " increase in freight rates upon the rail-

roads in Official Classification territory, including the three New
England railroads just mentioned, — an increase applying to im-

portant joint interstate rates, — and has allowed the advances

in passenger rates under consideration in this case to go into

effect so far as interstate traffic is concerned. Indeed, these ad-

vances have gone into effect on intrastate traffic also in every

state in which these railroads operate except Massachusetts.

It appears, then, that both the Interstate Commerce Commis-

sion and this Commission, to say nothing of similar commissions

in other New England states, have already, in effect, assented

to the proposition that these three New England railroads need

additional revenue and may justly secure it by advancing their

rates. Viewed in the light of what has taken place, it seems that

the increase in passenger rates under consideration, disregarding

details, is a reasonably logical and consistent part of a program

which has already been approved in general and which has

largely gone into effect.

Inasmuch as I did not become a member of this Commission

until January 25, 1915, I had no part in the previous considera-

tion of the general question of rate increases and did not sit,
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indeed, at the public hearings upon the particular increases now

under consideration. I have not, therefore, assented to the basic

proposition that the three railroads may justly secure additional

revenue by raising rates. Nor would I be justified either in as-

senting to or dissenting from that proposition without a far more

thorough investigation of the facts than I have been able to make

in the brief time that I have been a member of the Commission.

In considering any proposed advance or reduction in rates, the

Commission must decide, I take it, what rates are "just and

reasonable." The fact that a corporation is earning little or

nothing upon its capital stock is not proof, necessarily, that an

advance in its rates is "just and reasonable." Its unfortunate

financial condition may be due to imprudent investments, to

other unwarranted expenditures of capital, to the making of im-

provident leases or other contracts, to an improper diversion or

neglect of traffic, to unfair divisions of joint rates, or to the

cumulative effects of other varieties of bad management.

It is probably true that even in such cases an increase in rates,

though unjust and unreasonable per se, may sometimes be ex-

pedient. A corporation in poor financial condition is often un-

able to secure new capital for improvements which the public

interest demands and an increase in rates may be the lesser of

two evils. This, however, is a broad question of policy which, I

am inclined to believe, the Legislature must decide and which it

has not left to the discretion of this Commission.

In the case of the New York, New Haven and Hartford and

the Boston and Maine railroads, a certain amount of mismanage-

ment is admitted. It is possible that, if there had been no such

mismanagement, these companies would still need additional

revenue and there is much evidence pointing to this conclusion;

but, in view of the history of the New Haven road, as it has

been developed in public investigations, and in view of the state-

ments in regard to the Boston and Maine road made in the recent

report (on file in this office) of H. I. Miller to its board of di-

rectors and other allegations in regard to the management of

that company, I do not feel that I could assent to the proposi-

tion that an advance in their rates is "just and reasonable"

without a much more careful inquiry than I have yet been able

to make. I have, therefore, refrained from taking part in the

decision of this matter now under consideration.

JOSEPH B. EASTMAN,
Commissioner.
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ORDERS.

Proposed changes iii local passenger tariffs of one-way fares filed

by the Boston and Albany Railroad, the Boston and Maine

Railroad, the Central New England Railway Company, the

Grafton and Upton Railroad Company, The New York, New
Haven and Hartford Railroad Company and the New England

Steamship Company.

In the matter of proposed changes in local passenger tariffs of

one-way fares, there having been filed with this Commission

tariffs numbered Boston and Albany railroad M. P. S. C. No. 87

and supplement No. 2 to M. P. S. C. No. 43; Boston and Maine

railroad M. P. S. C. Nos. 114, 115, 116, 117, 118, 119, 120, 121,

122; Central New England railway M. P. S. C. No. 20; Grafton

and Upton railroad M. P. S. C. No. 7 (joint rates with the Bos-

ton and Albany railroad); New York, New Haven and Hartford

railroad supplement No. 2 to M. P. S. C No. 112, M. P. S. C.

Nos. 152, 153, 154, 155, 156, 157, 158, 159, 160, 161, 162, 163,

164, 165, 166, 167, 168, 169, 171 (joint rates with the Boston and

Maine railroad), 172, 173 and 174 (joint rates with the Boston

and Albany railroad), 175 (joint rates with the New England

Steamship Company); New England Steamship Company

M. P. S. C. No. 13 (joint rates with the New York, New Haven

and Hartford Railroad); to become effective January 1, 1915,

cancelling and changing local and joint passenger tariffs of one-

way fares between stations on said railroads and upon the boats

of said steamship company; and

It appearing. That the Commission, after due notice, entered

upon an investigation concerning the propriety of the increases

and the lawfulness of the rates, charges, regulations and prac-

tices enumerated and described in the said tariffs; and

It further appearing, That the Commission under an order

dated December 28, 1914, suspended the operation of said

tariffs and the use of the rates and charges therein until the

first day of February, 1915, and under an order dated January

28, 1915, further suspended the operation of said tariffs and the

use of the rates and charges therein until the first day of March,

1915; and

It further appearing, That the Commission on the date hereof

has made and filed a report containing its findings of fact and

conclusions thereon, which said report is hereby referred to and

made a part hereof, — it is
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Ordered, That the Boston and Albany Railroad (The New
York Central Railroad Company, lessee) be hereby notified and

required to cancel on or before March 1, 1915, tariffs numbered

Boston and Albany M. P. S. C. No. 87 and supplement No. 2

to M. P. S. C. 43;

It is further ordered, That the Boston and Maine Railroad be

hereby notified and required to cancel on or before March 1,

1915, tariffs numbered Boston and Maine M. P. S. C. Nos. 114,

115, 116, 117, 118, 119, 120, 121 and 122;

It is further ordered, That the Grafton and Upton Railroad

Company be hereby notified and required to cancel on or before

March 1, 1915, tariff numbered M. P. S. C. No. 7 (joint rates

with the Boston and Albany Railroad);

It is further ordered. That the New York, New Haven and

Hartford Railroad Company be hereby notified and required to

cancel on or before March 1, 1915, tariffs numbered supplement

No. 2 to M. P. S. C. No. 112, 171 (joint rates with the Boston

and Maine Railroad), 172, 173 and 174 (joint rates with the

Boston and Albany Railroad);

It is further ordered, That copies of this order be filed with said

tariffs at the office of the Commission and a copy hereof be forth-

with served upon the Boston and Albany Railroad, The New
York Central Railroad Company, the Boston and Maine Rail-

road, the Central New England Railway Company, the Grafton

and Upton Railroad Company, The New York, New Haven and

Hartford Railroad Company and the New England Steamship

Company.

Attest: ANDREW A. HIGHLANDS,
February 27, 1915. [P. S. C. 805] Secretary.

Proposed withdrawal from sale by the Boston and Albany Railroad

{The New York Central Railroad Company, lessee) of 100-ride

intrastate and 10-ride tickets.

In the matter of the proposed withdrawal from sale by the

Boston and Albany Railroad (The New York Central Railroad

Company, lessee) of 100-ride intrastate and 10-ride tickets, as

specified in a tariff filed at this office, and marked supplement

No. 2 to M. P. S. C. No. 14;

It appearing. That the Commission by an order dated Sep-

tember 22, 1914, entered upon an investigation concerning the

propriety of the proposed changes as stated above and the law-

fulness of the rates, charges, regulations and practices enumerated
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and described in said tariff, and ordered that the operation of

said tariff be suspended and the use thereof be deferred until the

first day of November, 1914; and

It further appearing, That under orders dated respectively

October 29, 1914, December 28, 1914, and January 28, 1915, the

Commission further suspended the operation of said tariff and

the use of the rates and charges therein until the first day of

March, 1915; and

It further appearing, That the Commission on the date hereof

has made and filed a report containing its findings of fact and

conclusions thereon, which said report is hereby referred to and

made a part hereof, — it is

Ordered, That the Boston and Albany Railroad (The New York

Central Railroad Company, lessee) be hereby notified and re-

quired to cancel on or before March 1, 1915, that portion of

supplement No. 2 to M. P. S. C. No. 14 which cancels section 11

on page 9 of tariff M. P. S. C. No. 14 so that the present basis

for the sale of 10-ride tickets shall continue in effect;

And it is

Further ordered, That a copy of this order be filed with said

schedules at the office of the Commission and that a copy hereof

be forthwith served upon the Boston and Albany Railroad and

The New York Central Railroad Company.

Attest: ANDREW A. HIGHLANDS,
February 27, 1915. [P. S. C. 673] Secretary.

Proposed changes in local commutation rates on the Boston and

Maine Railroad.

In the matter of the proposed cancellation and change in rates

of certain 5, 10, 12, 25, 50 and 100-ride tickets and workingmen's

tickets, between stations on the Boston and Maine Railroad, as

specified in tariffs filed at this office, and marked supplement No.

11 to M. P. S. C. No. 3, supplement No. 7 to M. P. S. C. No.

55, supplement No. 1 to M. P. S. C. No. 76, M. P. S. C. No.

107, M. P. S. C. No. 108, M. P. S. C. No. 109, M. P. S. C.

No. 113 and supplement No. 1 to M. P. S. C. No. 79;

It appearing, That the Commission by an order dated Oc-

tober 2, 1914, entered upon an investigation concerning the

propriety of the proposed changes as stated above and the law-

fulness of the rates, charges, regulations and practices enumerated

and described in said tariffs; and
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It further appeariiig, That under orders dated respectively

October 29, 1914, December 28, 1914, and January 28, 1915, the

Commission suspended the operation of said tariffs and the use

of the rates and charges therein until the first day of March,

1915; and

It further appearing, That the Commission on the date hereof

has made and filed a report containing its findings of fact and

conclusions thereon, which said report is hereby referred to and

made a part hereof, — it is

Ordered, That the Boston and Maine Railroad be hereby noti-

fied and required to cancel on or before March 1, 1915, tariffs

marked supplement No. 11 to M. P. S. C. No. 3, supplement

No. 7 to M. P. S. C. No. 55, supplement No. 1 to M. P. S. C.

No. 76, M. P. S. C. No. 107, M. P. S. C. No. 108, M. P. S. C.

No. 109, M. P. S. C. No. 113, and supplement No. 1 to M. P.

S. C. No. 79;

It is further ordered. That a copy of this order be filed with

said tariffs at the office of the Commission and that a copy hereof

be forthwith served upon the Boston and Maine Railroad.

Attest: ANDREW A. HIGHLANDS, .

February 27, 1915. [P. S. C. 698] Secretary.
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THE BLUE HILL RATE CASE.

Notice of the Blue Hill Street Railway Company relative to hi-

crease in Rates of Fare, and Petition of Residents of Canton

for the Sale of Workingmen's Tickets by said Company.

[P. S. C. 886.]

Decided July 31, 1915.

A. Stuart Pratt for Blue Hill Street Railway Company.
James E. Riley

]

George W. Pratt [ For Selectmen of Stoughton.

Cornelius Healy, Jr. J

James S. Russell for Selectmen of Milton.

Joseph J. Murphy, Esq. for Residents of Canton.

REPORT.

On March 9, 1915, the Blue Hill Street Railway Company
filed with this Commission, in compliance with section 20 of

chapter 784 of the Acts of 1913, notice of a proposed increase

in passenger fares to take effect on April 15, 1915. As stated in

this notice, the company proposes to make the cash fare eight

cents for every ride within the limits of any fare zone; to sell

tickets, each ticket the equivalent of one cash fare, at the rate

of seven tickets for fifty cents; and to sell special school tickets,

at the rate of ten tickets for forty cents, to pupils entitled by

law to half-fare transportation. The present unit fare is six

cents and no tickets are sold other than school tickets, which

are now sold ten for twenty-five cents. The proposed increase,

if allowed and if the company's estimates are correct, will pro-

duce from $8,000 to S12,000 additional revenue annually. The

total operating revenues for the year ended June 30, 1914, were

$95,224.38.

On March 19, 1915, the Commission suspended the operation

of the new schedule until May 15, 1915, and later the time of

suspension was extended to August 1, 1915. A public hearing

was given on April 14, 1915, at which the company presented
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its case and remonstrances were offered by selectmen and other

citizens of towns affected. A petition signed by one hundred

and thirty-seven residents of the town of Canton was filed

praying the Commission, if it should deem it advisable to

allow an increase, to order the company "to sell a working-

man's ticket at the rate of five cents, good only on working

days, between the hours of six to eight a.m. and from four to

six P.M."

History of the Company.

The Blue Hill Street Railway Company was organized under

the general laws. on July 21, 1899. The main line runs from

Mattapan square, in the outskirts of the city of Boston, through

the towns of Milton and Canton to Stoughton square in the

town of Stoughton, with a short branch from a point on the

main line near Canton station to the boundary between the

towns of Canton and Norwood, and a still shorter branch from

a point in Blue Hill avenue, Milton, to Readville square in that

part of the city of Boston which was formerly the town of Hyde
Park. The total mileage, computed as single track and including

trackage rights of .22 of a mile over the lines of the Bay State

Street Railway Company, is about 19| miles. The tracks are

laid very largely in the public streets, only 1.32 miles being on

private right of way.

At Mattapan square there is a connection with the surface sys-

tem of the Boston Elevated Railway Company and at one time,

under an arrangement with that company. Blue Hill cars were

carried through to Dudley street station on the Boston rapid

transit lines; but such operation was discontinued some years

ago. At other points there are connections with lines of the Bay
State, Bristol and Norfolk, and Norwood, Canton and Sharon

street railway companies. The road substantially parallels lines

of the New York, New Haven and Hartford Railroad Company.

The following table shows the population in 1900, 1905, 1910 and

1915 of the three principal towns in which it operates, with the

per cent of increase in each case from 1900 to 1915:

Town.
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Evidence in the records of the Commission shows that when

the road was first built its ultimate extension to Providence was

contemplated. It was regarded as the "first link" in such an

interurban line.

A regular half-hour schedule, in general, is maintained on the

main line and an hourly schedule on the Norwood branch. The

Readville branch has for some years been operated only "on

pleasant Sundays" in the summer season and at present cannot

be operated at all, owing to the condition of the bridge over the

Neponset river (Record, p. 51). On Sundays and holidays in

summer a service much more frequent than th^ normal is main-

tained on certain portions of the road to accommodate persons

visiting the Blue Hill reservation, and the company is not always

able to accommodate with its present equipment all of this class

of traflSc which presents itself (Record, p. 43). The cars at pres-

ent are of the single truck, hand-brake type and capable of no

more than a moderate speed. The road was originally equipped

with cars of the double truck, air-brake type, but a fire in .1909

destroyed these and the present cars were substituted for pur-

poses of economy. No attempt is made to carry on a freight and

express business, but some slight revenue ($3,445.78 for the year

1914) has been obtained from the sale of power to the Norwood,

Canton and Sharon company.

The Blue Hill company commenced operation in Canton and

Stoughton on November 3, 1899, and gradually extended its serv-

ice through Milton to Mattapan square and to Readville, after

purchasing the property and franchises of the Milton Street Rail-

way Company, a newly organized road about to begin construc-

tion. This purchase was approved by the Board of Railroad

Commissioners on August 6, 1903. Construction was substan-

tially completed in 1904. The company was promoted and or-

ganized by Stone & Webster, who still own a majority of the

stock, and the road was constructed by or under the direction of

that firm and is managed under contract by the Stone & Web-

ster Management Association.

At the present time there are, on the main line, three fare

zones as follows: —
Miles.

Mattapan square to Ponkapoag, 5.41

Blue Hill to East Sharon, 6.25

Canton to Stoughton, 4
.
22

These zones, however, overlap, the total distance from Matta-

pan to Stoughton being but 12.74 miles. The unit fare was
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originally five cents, but in 1908 it was increased to six cents.

Residents of Stoughton and Canton protested against the change,

so far as it affected travel between the two towns, but on April

14, 1908, the Board of Railroad Commissioners sustained the

action of the company. To quote from its decision (40th Re-

port, Railroad Commission, p. 115): —

The Board, after consideration of the fare complained of, taken in con-

nection with the fare limit and distance tables, is of opinion, in view of the

financial condition of the company, that the existing rate for the distance

travelled is not unreasonable, and therefore makes no recommendation to

the company which would result in any modification of this fare or fare

limit.

The Income Recokd.

The following table shows the results from the operation of the

road, as shown by its annual returns, from the beginning of op-

eration up to and including the year ended June 30, 1914: —
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This record shows that the stockholders have never been paid

a dollar in dividends, that revenues have often been insufficient

to meet fixed charges, and that they have at times been insuffi-

cient to pay operating expenses.

The returns for the year ended June 30, 1915, are not avail-

able, but information submitted by the company shows the fol-

lowing results from operation for the twelve months ended May
31, 1915, as compared with the similar period last year: —
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Accordingl.y, we rule that under Massachusetts law capital honestly

and prudently invested, must, under normal conditions, be taken as the

controlhng factor in fixing the basis for computing fair and reasonable

rates; that if there is mismanagement causing loss, such loss must be

charged against the stockholders legally responsible for the mismanage-

ment; that reproduction cost either with or without depreciation while it

may be considered, is not, under our law, to be taken as the determining

basis for reckoning rates, (pp. 111-112.)

To what extent has capital been "honestly and prudently in-

vested" in the Blue Hill Street Railw^ay Company? The book

assets and liabilities of the company on May 31, 1915, were as

follows: —

Blue Hill Street Railway Company— Balance Sheet as of Mat
31, 1915.

Assets.

Cost of railway:

Road and track $279,751 68

Right of way and organization, . . . 52,576 84

Electric line construction including transmission

lines, conduits, etc., . . . . 63,480 77

Interest accrued during construction, . . 1.3,750 00

Total cost of railway owned,

Cost of equipment:

Cars and other rail equipment,

Electric equipment of same,

Miscellaneous equipment

:

Office furniture, .....
Shop, tools and machinery, .

Barrett jacks for cars, . . .

Total cost of equipment owned.

Cost of land, buildings, etc.:

Land used in operation of railway, .

Power and sub-station buildings and equipment

dams, etc., .....
Stations, waiting-rooms and miscellaneous build

ings, ....-•
Total cost of land, buildings, etc., owned,

Total permanent investments, .

Cash and current assets:

Cash
Bills and accounts receivable, .

Prepaid accounts, .....
Total cash and current assets, ...... 8,734 17



1916. BLUE HILL RATE CASE. 59

Miscellaneous assets:

Material and supplies,

Other assets and property: suspense,

Total miscellaneous assets,

Profit and loss balance— deficit,

,312 77

30 24

$5,343 01

43,202 49

Grand total $717,272 72

Liabilities.

Capital stock, ....
Funded debt, ....
Current liabilities:

Loans and notes payable.

Accounts payable, .

Salaries and wages,

Miscellaneous current liabilities:

Outstanding tickets.

Employees deposits,

Total current liabilities.

Accrued liabilities:

Taxes accrued and not yet due.

Interest on funded debt accrued and not yet due,

Miscellaneous interest accrued and not yet due.

Total accrued liabilities, . . . .

Sinlcing and other reserve funds

:

Accident reserve, ......
Total sinking and other reserve funds.

$158,500 00

2,101 84

1,249 59

224 86

94 49

$1,589 45

2,083 34

17 77

L,411 38

$300,000 00

250,000 00

162,170 78

3,690 56

1,411 38

Grand total, $717,272 72

The records show that all of the stock and all of the bonds

were issued under the supervision and with the specific approval

of the Board of Railroad Commissioners, as follows: —
$150,000 original stock, approved on December 18, 1900.

120,000 additional stock, approved on August 5, 1903.

30,000 additional stock, approved on August 6, 1903 for the purchase

of the property and franchises of the Milton Street Railway

Company.

200,000 mortgage bonds, approved on November 30, 1903.

50,000 mortgage bonds, approved on May 4, 1904.

,000 total stock and bonds approved.

The statutes under which these stocks and bonds were issued

(St. 1894, c. 462; St. 1902, c. 370; R. L. c. 109, sect. 24) made it

necessary for the Board of Railroad Commissioners to find that

the issues were "reasonably requisite" or "reasonably necessary"
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for lawful corporate purposes, before it could give its approval.

In like manner, the statutes under which the property and fran-

chises of the Milton Street Railway Company were purchased

(R. L. c. 112, sect. 86 and c. Ill, sect. 278) made it impossible

for the purchase to take effect until its terms had been approved

by the Board. The approval of these issues by the Board,

coupled with its approval of the terms of the Milton purchase,

must therefore be regarded as conclusive evidence, so far as the

Commonwealth and this Commission are concerned, that the

stocks and bonds so issued represented legitimate investment,

not excessive for the purpose, and as strong presumptive evidence

that the investment was "prudently" made within the meaning

of the rule laid down in the Middlesex and Boston case.

It does not follow necessarily that the company is fairly en-

titled to earnings which will enable it to pay dividends upon its

stock or, indeed, interest upon its bonds. The Commonwealth

has not guaranteed these securities nor undertaken to protect

stockholders or creditors against the consequences of mismanage-

ment. If the company has wastefully or imprudently expended

corporate funds obtained from other sources or has in any other

way been improperly managed, and if such mismanagement is

the cause of a failure to earn dividends or interest, the company

is the author of its own misfortunes and the public cannot justly

be taxed through the payment of higher fares to relieve its em-

barrassment.

This must particularly be borne in mind in the consideration of

floating indebtedness. Street railway companies under our laws

(see St. 1906, c. 463, Part III, sect. 107) are prohibited from is-

suing "stock and bonds, coupon notes or other evidences of in-

debtedness payable at periods of more than twelve months after

the date thereof" without the consent and approval of the Public

Service Commission (formerly the Board of Railroad Commis-

sioners). There is no such prohibition, however, in the case of

evidences of indebtedness payable at periods of twelve months or

less after the date thereof. It was doubtless assumed, when the

"anti-stock watering" laws were enacted, that the danger in-

herent in liabilities of this kind would in itself sufficiently limit

the incurring of debt so evidenced; but such has not proved to

be the case. "Notes payable" are usually a large and important

item in the balance sheets of Massachusetts railroad and street

railway companies, sometimes exceeding the funded debt in

volume. It appears that the Blue Hill Company on May 31, 1915,
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had "loans and notes payable" and "accounts payable" amount-

ing in all to $160,601.84 (equal to 64.2% of the outstanding

funded debt) and that it paid out $8,313.75 in interest on such

indebtedness during the year ended on that date. Incurred, as

it is, at the will of the company and without public regulation,

the existence of a large indebtedness of this nature, apart from

other considerations, makes it essential in a case like this, where

an increased tax upon the public is proposed, to scrutinize the

capital expenditures with great care, even though all the out-

standing bonds and stock have been issued under public super-

vision.

The Company's Capital Expenditures.

The following facts are pertinent in considering the capital

expenditures of the Blue Hill Company: —
(1) A rough test is afforded by a comparison with the similar

expenditures of other street railway companies in the Common-
wealth. A table has been prepared by the Commission's ac-

counting department and has been made a part of the record of

the case, which shows the book value per mile of track (all track

computed as single track) on June 30, 1914, of road, equipment,

land and buildings, and other property in the case of all operating

companies with more than ten miles of track. The totals are as

follows: —

CoirPANY.

East Taunton,

Warren, Brookfield & Spencer,

Interstate Consolidated,

Milford, Attleboro & Woonsocket,

Norfolk & Bristol, .

New Bedford & Onset, .

Norton & Taunton,

Northern Massachusetts,

Ware & Brookfield,

Connecticut Valley,

Concord, Maynard & Hudson,

Massachusetts Northeastern

Milford & Uxbridge,

Brockton & Plymouth, .

Invest-
ment per

Mile.

$18,007

18,316

20,994

21,269

21,627

21,666

22,361

25,389

28,230

28,445

28,730

29,088

30,516

31,004

Company.

Northampton,

Blue Hill,

Lowell & Fitchburg,

Holyoke, . . . .

Providence & Fall River,

Fitchburg & Leominster,

Middlesex & Boston,

Springfield,

Worcester Consolidated,

Bay State,

Union,

Taunton & Pawtucket,

Boston & Worcester,

Berkshire,

Invest-
ment per

Mile.

$32,054

33,483

34,677

35,309

35,685

38,318

38,534

41,916

49,715

50,699

53,072

59,127

61,832

87,126
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These figures must be considered with due allowance for widely

differing conditions. A company operating in a densely popu-

lated territory with heavy traffic needs many more cars per mile

and a relatively larger power supply and more costly distribution

system. Track construction in cities, with heavy girder rail,

concrete foundation and expensive paving, costs much more per

mile than in the country districts. In the cities, also, it is often

necessary to lay feed wires in costly underground conduits. Some
companies purchase all or a part of their power and have, there-

fore, a relatively low power investment. Widely varying expen-

ditures for widening and regrading streets, etc., have been re-

quired by municipalities. Other similar differences in conditions

might be mentioned.

So far as inferences may reasonably be drawn from the com-

parative figures, however, they are not wholly favorable to the

Blue Hill Company. It operates entirely in country districts

upon streets largely unpaved; the traffic which it handles re-

quires comparatively little equipment and power supply in pro-

portion to mileage; there is nothing to indicate that its con-

struction was of a higher grade than ordinary. Yet its cost

figures are almost as high as those of the Holyoke sj'stem, which

handles a city traffic, and distinctly higher than those of many
of the other small country lines.

(2) The road was constructed by Stone & Webster upon a per-

centage basis. It appears that the firm received ten per cent on

construction work in general, that the rate on the trestle over the

New Haven railroad tracks at Stoughton was seven and one-half

per cent, and that the rate on cars and electrical equipment was

five per cent. No percentage was charged on organization ex-

penses, interest during construction, or real estate.

The attitude of the Commission towards construction con-

tracts of this nature was stated in the Hampden Railroad case

as follows: (See 1st P. S. C. Report, p. 210.)

It is true that the practice of selecting a favored contractor, usually

upon the basis of allowing him a specific profit upon the actual cost of the

work, is not uncommon upon other railroads and street railways, both in

this state and in other parts of the country. An arrangement of this kind

may be justified in the case of a rush job, or where thei-e are special con-

ditions which make it impracticable for a contractor to make an intelligent

estimate in advance of what the work will be likely to cost. Except under

such conditions, and there has been no claim that they existed in this

particular case, the selection of a contractor without competition is apt
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to cause a suspicion of favoritism, and to promote wasteful methods of

construction. The Commission is not disposed to view that practice with

favor, either in this case or in any other that may hereafter come before us.

While it is entirely possible to carry on construction work

economically under a percentage contract, the tendency is other-

wise. The fact that in this case the work was done under such

an arrangement is, therefore, an additional reason for close scru-

tiny of the reported costs.

(3) Investigation of the capital expenditures of the road is

hampered by the fact that the vouchers and voucher register

covering the construction period were burned in the car barn

fire of 1909. The detailed expenditures, it seems, were not else-

where recorded. In default of this information, it is possible

that conclusions may be reached which a more exact record of

the facts would show to be unwarranted. Doubts, however,

which arise from the absence of records which it ought to keep

and preserve must, it would seem, be resolved against the com-

pany.

(4) There is evidence that the accounts of the company, and more

particularly its public returns, in some respects have been in-

adequate and misleading. For example,

(a) The return for the year ended June 30, 1914, shows the following

item among the assets : "Interest accrued during construction— $13,750."

Investigation shows that this item, which has appeared in the returns since

1904, is not interest at aU but really "discount on bonds." Discount on

bonds indicates a deficit of property, in comparison with liabilities, and

should be amortized out of earnings during the life of the bonds; interest

accrued during construction is a part of the necessary cost of the property

and a proper subject of permanent capitalization. Returns which confuse

the two things fail accurately to reflect the facts.

(6) It further appears that interest during construction actually

amounted to $17,884.77, but this amount has been buried in sundry

property accounts and has not been segregated under its proper caption.

(c) The prescribed forms for the annual returns have for many years

provided a space for reporting, under "cost of railway ", all "engineering

and other expenses incident to construction." The Blue Hill Company
has never made an entry against this item. It has, however, reported

expenditures, which it has classified as "right of way and organization

expenses ", amounting to $52,576.84, on June 30, 1914. This item, it

seems, is made up as follows: —
Right of way, $27,956 22

Organization, 24,620 62
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The "right of way" payments were for land purchased for use in

connection with the building of the roadbed or for land damages, including

incidental legal expenses. The "organization" payments were for various

legal and other services and expenses incidental to the organization of

the Blue Hill and Milton companies and to the securing of the necessary

locations.

In a letter \\Titten by the company to the Board of Railroad Commis-
sioners on November 11, 1903, on file in the records of this office, the

statement was made, however, that one item entering into the cost of the

road as it existed on that date was "Stone & Webster's charges . . .

$39,086.75" and the following explanation was offered: —

Stone & Webster have not rendered itemized accounts for this charge, nor can

same be furnished at this time. A statement of the work and expense included in

this charge, covering a portion of the organization work, also engineering and pui-

chasing materials required for construction and equipment, also general office

expense, is set out in letter of Stone & Webster to the Treasurer, dated November
6th, 1903, a copy of which is attached hereto. "

The attached letter described in general terms and along the lines above

indicated the work for which the charges were rendered. It is fairly clear

that some of these charges should have been included with the "organi-

zation" expenses and that the remainder were wdtMn the classification,

"engineering and other expenses incident to construction." Yet they

have never been so classified in the returns, but, instead, have been in-

cluded with and buried in various items of property cost.

The Commission has been unable to ascertain whether any further

payments, in addition to these charges, were made to Stone & Webster

in connection with the construction of the road. Mr. Pratt, representing

both the company and the firm, stated his beUef that the charges were

made up of the percentage payments under .the construction contract

and were not in addition thereto (Record, p. 105), but the loss of the origi-

nal records makes it impossible to determine the fact.

(d) On February 21, 1909, the car barn in Canton and its contents,

including all the rolling stock, except six of the passenger cars and certain

work cars, were destroyed by fire. Subsequently these remaining cars,

with the exception of two of the work cars, were sold. At the time of

the fire the property burned stood on the books approximately at the

following values

:

Car barn $19,887 94

Cars 103,218 95

$123,106 89

At the time of their sale, the remaining cars stood on the books approxi-

mately at a value of $31,734. The tqtal book value of the property burned

and sold was, therefore, $154,840.89. From insurance, salvage and the
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sale the Company received a total of $103,781.54, so that the net loss

upon the book values was approxunately $51,059.35. The amount recov-

ered was expended as follows

:

Expenditures.

Right of way, ....
Track and roadway reconstruction,

Electric line construction,

Real estate used in operation of road.

Buildings and fixtures.

Power plant equipment.

Shop tools and machinery, .

Cars,

Electric equipment of cars,

Miscellaneous equipment,

Miscellaneous,

Materials and supplies,

Total $103,781 54

$820
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accounts, therefore, fail to reflect the facts and have been incorrectly-

kept. Whether the company sliould be allowed a retui-n upon the original

investment in car barn and rolling stock or upon the new investment, is

another question which we shall consider later.

(5) In 1903, the company petitioned the Board of Railroad

Commissioners for authority to issue $250,000 mortgage bonds

and, acting on this petition, the Board on November 30, 1903,

approved an issue of $200,000 such bonds. Later the company

asked for authority to issue $71,000 additional bonds and the

Board, on May 4, 1904, approved a $50,000 issue. In both in-

stances, it will be noted, the Board refused to approve the full

amount desired by the company.

The total "permanent investments" of the company, on March

31, 1904, as shown by a sworn balance sheet filed in the latter

case, amounted to $591,389.82. An appraisal of its property as

of November 3, 1903, made for the Board by G. M. Tompson,

showed a total estimated cost of $417,385.59, without allowing

for "engineering, superintendence, general office, legal or organi-

zation expense." Later Mr. Tompson estimated the additional

construction to April 11, 1904, at $62,198.35, making a total

estimated cost to that date of $479,583.94, or $111,805.88 less

than the total "permanent investments" shown by the com-

pany's balance sheet. The bonds finally approved by the Board,

plus the capital stock already authorized and issued, amounted

in all to $550,000, or $70,416.06 more than Mr. Tompson's esti-

mate and $41,389.82 less than the investment in permanent prop-

erty as shown by the balance sheet.

(6) The engineers of the Commission with the assistance of

the inspection department, have estimated the reasonable cost of

the physical property of the company, and their report, dated

May 19, 1915, has been made a part of the record of the case.

In making this estimate, they allowed ten per cent for engineer-

ing, superintendence and miscellaneous expenses in connection

with construction and also allowed $17,884.77, the amount

claimed by the company, for interest during construction. Their

figures compare with the "permanent investments" shown in

the balance sheet of May 31, 1915, as follows: —
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These figures were substantially the same on May 31, 1915,

the chief differences being that the deficit from operation had

increased to $43,202.49 and the notes outstanding, to $158,500.00.

Depreciation.

Before attempting to reach any conclusion, after a considera-

tion of the facts above presented, in regard to the amount upon

which a fair return must be reckoned in this case, it is desirable

to set forth the evidence in regard to the depreciation of the

property. In the Middlesex & Boston case the Commission made

the following statement (2d Report, P. S. C. p. 135) :
—

But for present purposes we can only deal with the petitioner's depre-

ciation in the rough. Among some weU-managed street railway companies

in other states it has, of recent years, been customary to cover depreciation

by charging about 20% of gross revenue to the maintenance of way,

structures and equipment. This is not, of course, an absolutely ac-

curate test, if indeed it is possible to find any accurate test.

Applying this rough test, the accountants of the Commission

have prepared a table, made a part of the record of the case,

giving a "comparison of actual expenditures for maintenance

with an assumed expenditure of 20 per cent of the operating

revenue to cover maintenance and depreciation" for the ten

years from 1905 to 1914 inclusive. An abstract from this table

shows the total maintenance expenditures, in dollars and in per-

centages of revenues, in each of these years as follows: —

Year.
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The total deficiency, as compared with the 20 per cent basis,

for. the whole period, amounted to $35,341.21, or an average of

$3,534.12 per year. The company maintains that, in the case of

a road like the Blue Hill, the assumed percentage should be 25

per cent, instead of 20 per cent. To quote Mr. Pratt, the com-

pany's representative (Record, p. 5) :
—

In a road of larger gross earnings differently situated, 20 per cent might

be a fair figure. Some roads might go lower than 20 per cent and still be

setting aside enough for this purpose. It is a question of judgment as to

what per cent is proper, and that per cent must vary according to the

conditions of the property and the amount of the gross earnings.

The examination of the property made by the engineers and

inspection department of the Commission tends to substantiate

this claim. The engineers made an estimate, not only of the

reasonable cost of the property, but also of its depreciated value

at the present time. The comparative figures are as follows: —

Estimated
Cost.

Depreciated
Value.

Depreciation.

Cost of railway: —

Roadbed and track,

Right of way,

Electric line construction, .

Engineering, legal, etc.,

Interest during construction.

Total

Cost of equipment, .

Cost of land, buildings, etc. :
—

Land

Power station and equipment,

Car barn and other buildings.

Engineering, etc..

Total, ....
Total permanent property.

$187,223 17

23,521 22

54,133 89

26,487 83

17,884 77

$309,250 88

358,831 58

$2,200 00

75,575 00

23,775 00

10,155 00

$111,705 00

$479,787 46

$129,477 24

23,521 22

40,908 99

19,390 75

17,884 77

S231,182 97

$48,959 16

$2,200 00

32,140 00

20,433 00

5,477 00

$60,250 00

$340,392 13

$57,745 93

13,224 90

7,097 08

$78,067 91

$9,872 42

$43,435 00

3,342 00

4,678 00

$51,455 00

$139,395 33

The company has accumulated no fund of any kind to offset

this depreciation. The determination of the amount of deprecia-

tion on any particular date is, of course, largely a matter of judg-

ment. The estimate of the engineers is an outside estimate based

upon observation of the property.
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The following extracts from a report by the inspection depart-

ment, also made a part of the record of the case, indicate the

present condition of the roadbed, track and overhead construc-

tion :
—

The heavier sections of rail are in very fair condition, but the Ughter

sections are becoming badly worn in many places, especially on curves.

It would appear that nearly 50% of the ties in the track are ten or

more years old. These are in poor condition and should be renewed

very soon. Nearly all of the ties, even those renewed in recent years, are

of inferior size as compared with standard specifications.

There are many curves where guard rails should be installed. Other

work connected with the track, such as renewing some of the special work,

improving drainage, etc., should be performed in the next two or three

years. Many poles are nearing the end of their natural life and the trolley

wire will have to be renewed in many places very soon. The fact that

the cars are of the single truck type with long wheel bases makes it the

more important that the rails and ties be kept in proper condition and that

the curves be well guarded.

The department estimates $16,600 as the "average expendi-

tures required per year to maintain track and overhead struc-

tures in a proper condition, judging from the general conditions

as found." The table prepared by the accountants (mentioned

above) shows that the average expenditure per year for main-

tenance of way and structures during the ten years from 1905

to 1914 inclusive has been but $6,448.28, and this includes ex-

penditures in removing snow and ice and in cleaning and sanding

the tracks, for which no allowance was made by the inspection

department in its estimate.

The engineers of the Commission also report that the engines

and generators in the power station "are of types which would

not be installed at the present time to perform this work." They

estimated the depreciated value at but $9,790 in comparison

with the estimated cost of $47,575. It appears that this equip-

ment is rapidly becoming obsolete and that renewals will prob-

ably be "necessary in the comparatively near future.

The Basis of a Fair Return.

The circumstances surrounding the history of the company,

particularly the destruction of its property and records in 1909,

make it difficult to determine the amount of investment upon

which it is entitled to a return. As will later appear, however,

a definite finding upon this point is unnecessary at this time.
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As stated above, the Board of Railroad Commissioners allowed

stock and bond issues totalling $550,000. There is no evidence

sufficient, in the judgment of the Commission, to rebut the pre-

sumption that this amount represented investment "honestly and

prudently" made. The status of the additional investment of

$41,389.82 claimed by the company to have been made prior to

March 31, 1904, is less clear.

Investigation shows that $11,000 of this claimed amount really

represented "discount on bonds" and cannot, therefore, be con-

sidered as "investment" at all. The relation of this item to

future earnings and profits is considered below. With respect to

the balance, the evidence shows that the Board refused in 1903,

and again in 1904, to permit the company to issue the full

amount of bonds desired, and that it based its decisions upon a

careful estimate of the reasonable cost of the property. The

road was new at the time, all of its records were in existence,

and it is a reasonable assumption that the engineer who made

the estimate was acquainted with the difficulties encountered in

construction and with the requirements imposed by the various

towns. There are indications in his reports that such was the

fact. While he made no allowance for engineering, interest and

other overhead charges, the capitalization approved by the Board

exceeded his estimate of reasonable cost by $70,317.06, or 12.8

per cent of the amount ($550,000) so approved. In preparing

their estimate of cost, the engineers of the Commission allowed

10 per cent for such overhead charges on all items except equip-

ment and interest, or 7.7 per cent of the total, and made the

following statement in explanation of this allowance: —

An examination of the returns of ten of the street railway companies

which, on the basis of track owned, may be considered in the same class

as the Blue Hill street railway, shows the charges for engineering, super-

intendence and miscellaneous expenses in connection with construction

as an average of 3% of the total permanent investments, varying from

a minimum of .5% to 9.6%. It therefore seems that the amount al-

lowed in the estimate, 7.7% is Hberal.

Upon present evidence, at least, there seems no basis for a

conclusion that the capitalization approved by the Board failed

to cover all reasonable items of cost prior to March 31, 1904, or

that the additional $41,389.82 claimed by the company repre-

sented, either in whole or in part, investment "honestly and

prudently" made, within the meaning of the rule in the Middle-

sex and Boston case.
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Since 1904, the situation with respect to the property has, as

above indicated, changed in important respects: —
(1) The 'property has depreciated in value. —- The question

raised by this fact is not easy of determination. In a long Hne

of decisions the United States Supreme Court has held that a

public service corporation is entitled to a reasonable return upon

the "fair value" of the property used for the convenience of the

public. This expression, "fair value", as used by the court,

however, has no fixed and narrow meaning. To quote from the

opinion in the Minnesota Rate Cases (230 U. S. 352, p. 434): —

The ascertainment of that value is not controlled by artificial rules.

It is not a matter of formulas, but there must be a reasonable judgment

having its basis in a proper consideration of all relevant facts.

While the court has often taken the cost of reproducing the

property into consideration in determining "fair value", ever

since the leading case of Smythe vs. Ames (169 U. S. 466) it has

recognized that there are other matters equally entitled to con-

sideration and "to be given such weight as may be just and

right in each case." In the Buffalo Gas case this thought was

expressed by the New York Public Service Commission of the

Second District as follows (3 P. S. C. 2d D. 533, p. 644): —

The foregoing considerations point with almost irresistible force to the

conclusion that what is called the fixing of the value of the property in

the pubUc service for the purpose of rate making is not a fixing of value

in any proper sense of that word as it is correctly used in our language.

It is a determination of what under all the facts and circumstances of the

case is a just and reasonable amount upon which the return allowed to

the corporation is to be computed.

It has been well stated, also, by the New Hampshii-e Public

Service Commission (3 N. H. P. S. C. 174, p. 182): —

Fair value must then be the value which, as between the public and the

owners, it is just should be attached to the property for the purpose of

measuring the return which the pubUc shall pay to the owners.

The ruling of the Commission in the Middlesex and Boston case,

it may be said, amounts simply to a determination that in this

Commonwealth, at least, "fair value" may justly be measured

by the amount of "capital honestly and prudently invested"

rather than by the cost of reproducing the property.
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In connection with the doctrine of "fair value", the question

of accrued depreciation has been considered by the court. In

the Knoxville Water Case (212 U. S. 1) its conclusion was

summed up as follows (pp. 13-14): —

Before coming to the question of profit at all the company is entitled

to earn a sufficient sum annually to provide not only for current repairs

but for making good the depreciation and replacing the parts of the prop-

erty when they come to the end of their life. The company is not bound

to see its property gradually waste, without making provision out of

earnings for its replacement. It is entitled to see that from earnings the

value of the property invested is kept unimpaired, so that at the end of

any given term of years the original investment remains as it was at the

beginning. It is not only the right of the company to make such a pro-

vision, but it is its duty to bond and stockholders and, in the case of a

pubhc service corporation at least, its plain duty to the public. If a

different course were pursued, the only method of providing for replace-

ment of property which has ceased to be useful would be the investment

of new capital and the issue of new bonds or stocks. This course would

lead to a constantly increasing variance between present value and bond

and stock capitahzation— a tendency which would inevitablj^ lead to

disaster either to the stockholders or to the pubhc, or both. If, however,

a company fails to perform this plain duty and to exact sufficient returns

to keep the investment imimpaired, whether this is the result of unwar-

ranted dividends upon over-issues of securities, or of omission to exact

proper prices for the output, the fault is its own. When, therefore, a

public regulation of its prices comes under question the true value of the

property then employed for the purpose of earning a return cannqt be

enhanced by a consideration of the errors in management which have

been committed in the past.

This case, therefore, apparently enunciates the principle that

an obligation rests upon the company to keep the value of its

property unimpaired and, if it has for any reason failed to do so,

that no return should be allowed on property values which have

disappeared through depreciation. The same principle is restated

in the Minnesota Rate Cases (230 U. S. 352, p. 458). In both

cases, however, the court was dealing with the cost of repro-

ducing the property. The real import of these decisions, so

far as they relate to depreciation, is indicated by the following

extracts :

—

The cost of reproduction is one way of ascertaining the present value

of a plant hke that of a water company, but that test would lead to obvi-

ously incorrect results, if the cost of reproduction is not diminished by
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the depreciation which has come from age and use. (Eoioxville Water

Case, p. 9.)

It is also to be noted that the depreciation in question is not that which

has been overcome by repairs and replacements but is the actual existing

depreciation in the plant as compared with the new one. . . . And when

an estimate of value is made on 'the basis of reproduction new, the extent

of existing depreciation should be shown and deducted. (Mirmesota

Rate Cases, p. 457.)

The extent to which deduction should be made for accrued

depreciation must, to some degree at least, be determined by the

method employed in ascertaining the gross amount from which

such deduction is to be made. Because a method of dealing with

depreciation may be sound where such gross amount represents

the cost of reproduction new, it by no means follows that the

same rule can be rigidly applied where the gross amount repre-

sents honest and prudent investment. Under the reproduction

cost theory, credit is given to the company for appreciation on

items entering into the estimate of cost (and often for what is

known as "going concern value") and it is entirely consistent

with that theory to make a deduction to the extent of existing

depreciation on other items. On the other hand, if a fair return

is to be measured by the "capital honestly and prudently in-

vested", and if no credit is allowed for appreciation of the prop-

erty through an increase in land values or higher unit costs of

material and labor, it would hardly seem just to deduct the full

amount of the accrued depreciation under all circumstances

and without reference to the causes of the failure of the company

to make due provision for it.

The ruling of the Commission in the Middlesex and Boston

case was accompanied by the express stipulation "that if there

is mismanagement causing loss, such loss must be charged against

the stockholders legally responsible for the mismanagement." In

other words, the company is held to the same standard of hon-

esty and prudence in the management and maintenance as in the

original acquisition of its properties. It must, so far at least as

it reasonably can, keep its investment good. If through some

fault of its own it has failed to make due provision for deprecia-

tion, it cannot reasonably expect the public to pay a return upon

that portion of the investment which it has neglected to pre-

serve. But under a consistent application of the investment

theory, it would seem in general that deduction should be made

for the depreciation which comes from age and use in so far only
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as the failure to make provision for it is due to the payment of

unwarranted dividends or is otherwise attributable to misman-

agement.

In this case, the stockholders have received no dividends what-

ever. In view of the low earnings, the character of the territory

in which the company operates and its past and present efforts

to increase its revenues, and after a careful consideration of its

history, the Commission is of the opinion that the failure to make
provision for depreciation and the virtual loss of invested capital

caused thereby cannot justly be ascribed to mismanagement. To
sum the matter up, the property has depreciated in value in the

public service, and the stockholders have had no dividends. On
the other hand, the public served has been receiving transporta-

tion at less than real cost, and has, in effect, used up a portion

of the property without giving an equivalent in return. As

stated in the Middlesex and Boston case, to hold under these cir-

cumstances that the accrued depreciation should be deducted

would amount to saying— " that money lost during the earlier

stages of a public service enterprise is irretrievably lost by the

stockholders; that if perchance rates have been fixed so low that

the rate-payer has for a period of years obtained a service at less

than cost this is the permanent misfortune of the stockholders —
and that the public should never at any time and under any cir-

cumstances be called upon to make up a deficit thus incurred."

(2d Report P. S. C. p. 108.)

Under the circumstances of the case, then, we rule that, in

determining the revenues to which this company is fairly en-

titled, allowance should be made for an amount equal to a fair

return upon all the "capital honestly and prudently invested"

without deducting accrued depreciation. In ruling to this effect,

however, we must not be understood as deciding that the com-

pany can, if it earns the amount to which it is entitled, properly

pay dividends to its stockholders before the depreciation and

other deficits from past operation have been made good. That

is a question which it is unnecessary to decide at this time.

(2) Property has been destroyed and sold. — If property of a

company is destroyed by fire or some similar catastrophe before

it reaches the end of its usefulness, or if it is voluntarily sold by

the company and a loss results over and above the accrued de-

preciation, it would seem that the amount of this loss should be

deducted in determining the basis of a fair return. Such losses

are risks which the stockholders assume and for which the com-
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pany must be held responsible. In this case the loss on the

property destroyed in the fire of 1909 was inconsiderable; it

appears that the amount recovered from insurance and salvage

was large and substantially equal to the depreciated value. The

facts were otherwise in the case of the cars which were sold.

The selling price was low and the loss, over and above accrued

depreciation, amounted to fully $11,000. In addition, the evi-

dence shows (see above) that the entire amount received from

insurance, salvage and the sale, was not reinvested in permanent

property. To the extent of $21,327.18 it was used in recon-

structing roadbed and track, an expense properly chargeable

against operation. Clearly, funds so used can no longer be re-

garded as part of the "capital invested", whatever bearing they

may have in determining the reasonable charges against opera-

tion.

(3) The operation of part of the property has been virtually

discontinued. — The evidence shows that the short branch line to

Readville has been little used in recent years. To all intents and

purposes it has been discontinued. In the Middlesex and Boston

case the Commission said (2d Report, P. S. C. pp. 115-6): —

We rule that on the present rate apphcation the Middlesex and Boston

is to be dealt with as a single company. But this ruhng is not to be con-

strued to prevent the Commission now or at any time from dealing with

the soundness and prudence of any investment made, either by a con-

soUdated company or by any of its constituent companies, when the

soundness and prudence of such investment is a material question to be

determined in reaching a proper conclusion as to a fair rate. It is only

money honestly and with reasonable prudence invested in a pubUc utiUty

that is entitled to earn a full return. If the Commission finds a street

railway company investing money in building extensions contrary to the

dictates of reasonable prudence and sound business judgment, it is its

plain duty to refuse any, or at any rate a full return upon such invest-

ment.

In that case, although the evidence was indisputable that cer-

tain lines were operated at a heavy loss, nevertheless the Com-

mission was satisfied

That it would not be in the public interest for the Commission now to

rule or to find that any of the capital invested in the creation of any of

these fines was so recklessly and imprudently invested as now to warrant

or require us to adopt a poficy likely to result in abandoning or tearing

up some of these lines, (p. 116.)
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In view of the economic value, in general, to the commonwealth
of even street railway lines whose existence seems hardly justified

from the point of view of traffic, the Commission is not disposed

to deny a return upon investment on the ground that an exten-

sion was built "contrary to the dictates of reasonable prudence

and sound business judgment", except in the clearest cases. The
line in question, however, seems on the evidence presented to be

of so little economic value to anybody that we should hesitate to

approve an increase of rates upon the other lines merely for the

purpose of enabling the company to earn a return upon the in-

vestment in this branch, which probably amounts to about

$25,000. (See above.)

(4) Permanent additions and improvements to 'property have

been made. — The company claims to have invested, since the

time of the last issue of stock or bonds, some $68,603.23 in addi-

tions and improvements to the property. A detailed list of these

expenditures which has been furnished includes a $2,750 item,

representing discount on bonds, but with this exception they

appear on their face to represent investments in permanent

property, including the major portion of the investment in the

Readville branch. The cost estimate prepared by the Commis-
sion's engineers indicates that there have been substantial in-

creases in the investment in roadbed and track and in land and

buildings since the time of the Tompson appraisal, especially if

allowance be made for items of original cost which are not ap-

parent upon an inspection of the property at the present time.

An accurate checking up of the expenditures reported, however,

is practically impossible, owing to the destruction of the records

and of a portion of the property itself in the fire of 1909.

To sum up the situation: Starting with an investment of

$550,000 in 1904, approved by the Board of Railroad Commis-

sioners, the evidence shows that certain deductions and additions

should be made representing property losses and property gains

since that year. If $11,000 be deducted for the loss on the cars

sold and $21,327.18 for the reconstruction expenditures, and if

no allowance whatever be made for additions and improvements

since 1904, including the Readville branch, the amount on which

a fair return must be reckoned would still be $516,262.82. Even

if it were no more than $500,000 the need for additional earnings

can be demonstrated, as shown below. The Commission must

not be understood as deciding or even intimating that $500,000

is the amount upon which a fair return should be based. Our
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finding is merely that the amount is certainly not less than that

sum. Owing to the uncertainty of the records the question as to

the actual amount is left open without prejudice for considera-

tion in any future proceedings. For present purposes a more

definite finding is unnecessary.

The Need for Additional Earnings.

Assuming, then, an investment of only $500,000 (an assump-

tion which we have no doubt is distinctly unfair to the company),

represented by the $300,000 outstanding stock and $200,000

of the outstanding mortgage bonds, and assuming no in-

terest payments during the past ten years except upon such a

bond issue (eliminating the floating indebtedness entirely from

consideration), the net earnings over and above operating ex-

penses and fixed charges would have been as follows: —

Year. Amount.
Per

Cent upon
Stock.

1905,

1906,

1907,

1908,

1909,

1910,

1911,

1912,

1913,

1914,

191S,

488 31

989 95

,662 59

110 82

602 14

393 17

,313 08

,314 87

,053 21

,262 83

,844 01

1.16

4.00

1.88

1.70

3.83

2.80

7.10

7.43

5.35

5.75

4.61

Bearing in mind that the company made no provision what-

ever for depreciation in these years and that this table makes

no allowance therefor or for necessary charges to the profit and

loss account, the conclusion is irresistible that the fare-paying

public has been and is now receiving service at substantially less

than cost. For present purposes it is unnecessary to analyze the

results from operation more closely.

In fairness to the company, however, it should be said that

even if $500,000 be taken as the entire amount of invested cap-

ital upon which a fair return must be reckoned, it does not follow



80 APPENDIX — ORDERS. [Jan.

that no part of the interest paid upon the floating indebtedness

is a reasonable and proper charge upon operation. For example,

(1) While the $21,327 of capital funds used for reconstruction in 1909

can no longer be considered a part of the investment it may be urged that

the company is entitled to have the sum gradually liquidated from earnings

and to receive interest upon it to the extent that it remains unliquidated.

It appears that the reconstruction was necessary and desirable. If the

company had not used available capital funds for this purpose, it would

have had to borrow money (since earnings in any one year were not suffi-

cient to provide for this extraordinary maintenance expense) and to pay

interest upon the debt. It would seem that the amount is similar to an

operating deficit and to be treated accordingly.

(2) While the 113,750 representing discount on bonds hkewise cannot

be considered a part of the "capital invested" the company is entitled

to have this sum liquidated, or amortized, from earnings during the life

of the bonds and to receive interest upon it to the extent that it is un-

amortized. The item means that the bonds were sold for $13,750 less

than face value and to this extent were insufficient to provide the funds

found by the Board of Raihoad Commissioners to be "reasonably requi-

site" for lawful purposes. The deficiency was supphed through floating

indebtedness, and the company is fairly entitled to interest upon this

indebtedness until the impairment of capital so caused has been made
good from earnings.

Other similar considerations may be urged, but it is unneces-

sary at this time to make a thorough analysis of the floating

debt. It is sufficient to note, in connection with the table above

presented that, in determining the earnings to which the com-

pany is fairly entitled for the future, due allowance must be

made for maintenance and depreciation. In the past, not only

has no provision been made for depreciation but it is even doubt-

ful whether due provision has been made for ordinary mainte-

nance. Certainly the report of the Commission's inspection

department indicates that the expenditures for this purpose must

be largely increased during the next few years if proper physical

condition is to be maintained. The total appropriations for

maintenance and depreciation under present conditions should,

we think, at least equal 25 per cent of operating revenues and

probably should be greater.

The need for largely increased earnings is, indeed, patent and

this conclusion might easily have been reached by the Commis-

sion by a shorter route than we have followed. We have gone

into the history of the property at some length because we feel
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that when a company proposes to increase its rates the public

which it serves is entitled to a knowledge of the essential facts

with respect to its history and its operations, and also because

certain of those facts serve to illustrate somewhat important gen-

eral principles.

The Cost of Operation.

Before dealing with the proposed increase in rates one further

question must be considered. To what extent, if any, can the

company reasonably be expected to increase its net earnings

through a reduction in operating expense? As already stated

it is managed under contract by the Stone & Webster Manage-
ment Association, and a copy of this contract, which is renewed

from year to year, is on file in the record of the case. Summed
up briefly, it gives the company the services of certain Stone &
Webster officers, who act respectively as its vice-president and

treasurer, and also the opportunity to secure the expert advice

of the various departments of the Management Association as

occasion requires.

Various other companies are managed in a similar way by this

association. The total expense of the Boston office, it appears,

is determined and the charge to the companies covered by that

office is based on the proportion which the gross earnings of each

company bears to this total expense. In the case of certain of

the more prosperous companies a percentage of profit is added
to the amount thus obtained, but no such profit is assessed in

the case of the Blue Hill company. Its share of the expense for

the year ended June 30, 1914, amounted to $1,616, and the

charges in previous years have been substantially the same.

The total operating expenses per car mile are low in comparison

with the similar expenses of other companies in the common-
wealth. The accountants of the Commission have examined the

detailed expenditures for the 1914 year and find no important

ground for criticism. It appears that $1,129.03 was paid to the

general managei of the Brockton & Plymouth company for

"advising" the Blue Hill superintendent and, in view of the

elaborate contract with the Management Association, it is diffi-

cult to understand the necessity for such advice. On the whole,

however, there seems to be no reason to believe that expenses of

operation could be reduced materially, if at all.
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The Eight Cent Fare.

It remains to consider whether the method of increasing rev-

enues proposed by the company is a just and reasonable method.

In brief, it is to raise the cash fare in each fare zone from six

cents to eight cents.

An increase in rates may be unwise, even though revenues are

inadequate. The fact that an increase is likely to discourage

traffic has, indeed, been recognized by the company in this case.

At the public hearing, Mr. Pratt, the vice-president, made the

following statement (Record, pp. 38-9) :
—

There is an economic demand for transportation at a certain price and

if you have to pass that point, instead of your earnings going up, thej^ are

going down. I do not know of any way to find out except to try. How
can any of us tell whether we will ride more in a year on an 8-cent fare

until it is tried out? I do not know any way to discover a question of that

sort except by trying. We might find that with an 8-cent fare our gross

earnings are less. I do not think so, or I would not be here.

Although an increase to eight cents should mathematically pro-

duce $30,000 or more of additional revenue, the company does

not believe that it will bring in more than about $10,000. To
quote again from the record of the public hearing (pp. 67-8) :

—

The Chairman. If the same number of passengers ride, that ought to

give you an increase of about $30,000?

Mr. Pratt. It may be $10,000 or $12,000, possibly only $8,000. It

will not give us the same ratio.

The Chairman. You assume that the increase in the rate of fare will

be offset to some considerable extent by a decrease in the number of riders,

owing to the change in the fare?

Mr. Pratt. That is my beUef.

The Chairman. You estimate about $10,000?

Mr. Pratt. I should think so. It is only a think. There is no way of

demonstrating. Another man might put it in another figure, but I should

think it would be about that.

The view that the proposed increase in fare, if allowed, is un-

likely to result in a proportionate increase in revenue is con-

firmed by the experience of the Blue Hill company itself in

changing from the fiv? cent to the six cent fare unit in 1908.

The precise effect of this change is problematical, but no one

claims that the 20 per cent increase in fare resulted in a 20 per
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cent increase in revenue. To quote Mr. Pratt again (Record,

p. 92):-

I think that 10 or 12 per cent is the real value that we are getting out

of the six cent fare. The same appUes to the Brockton & Plymouth.

Judged from the point of view of wise management, there is

at least a question whether an eight cent fare would be consistent

with the best interests of the company itself. We have not un-

dertaken to form a definite opinion in regard to this matter,

however, because it is a question of judgment upon which the

officers of the road ought fairly to be allowed, within reasonable

limits, free exercise of their own discretion.

Assuming that the proposed increase would produce as much
as $12,000 additional revenue, and we think this is a very liberal

estimate, there is no ground for a claim that it would result in

excessive and unreasonable profits to the company. If this were

the only test to be applied, the Commission would without hesi-

tation approve the new schedule as filed. But it is not the only

test. It is necessary to consider whether or not the fares pro-

posed would in any respect be "unjustly discriminatory" (see

St. 1913, c. 784, sects. 21 and 22). The question thus raised is

not easy of determination.

Under the system prevailing upon the street railways in this

commonwealth, and indeed generally throughout this country,

fares are not based accurately upon distance travelled, but a flat

fare is charged for any ride, no matter what its length, within the

limits of a particular zone. Strictly speaking, this system dis-

criminates between the long-haul and short-haul rider, but it is

convenient to both the public and the companies and it has never

been considered that the discrimination which it involves is un-

just and unreasonable, so long as the unit of fare is not unduly

high.

The ordinary unit, and the one which still prevails on most of

the street railway lines in the commonwealth, is five cents. Of
late years certain companies have changed to a six cent unit, but

this is the first case which has been brought to the attention of

the Commission where a change to a larger unit than six cents

has been proposed. If the schedule which has been filed should

take effect, the cash fare for any ride upon the lines of the Blue

Hill company, no matter how short it might be, would be eight

cents. To illustrate, a resident of Milton living a quarter of a

mile from Mattapan square would be obliged to pay eight cents
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to ride to the point of connection with the Hnes of the Boston

Elevated Railway Company. With such a unit fare the discrim-

ination between the long-haul and the short-haul rider, it would

seem, is undulj' accentuated. The Commission is strongly in-

clined to believe that the eight cent unit passes the limit of what

may reasonably be allowed in this direction and that it is open

to criticism on the ground of unjust discrimination.

It is unnecessary, however, to decide this question at this time

because the company, while it has not formally withdrawn the

schedule which it originall}^ filed, has indicated that it is not

wedded to any particular scheme for the increase of its revenues

and that it is ready and willing to try an alternative plan if the

Commission should deem it desirable. In this connection it

should be said that the attitude of the company throughout has

been fair and reasonable and that it has cheerfully co-operated

with the Commission in the investigation of its affairs.

The Additional Fare Zone Plan.

In a letter to the Commission dated May 3, 1915, which has

been made a part of the record of the case, the company out-

lined a possible alternative plan. Briefly this plan provides for

an additional fare zone and the reduction of the unit fare from

six to five cents. The zones under this arrangement upon the

main line would be as follows: —
Miles.

Mattapan square to Blue Hill street, 4 . 36

Blue Hill street to Unitarian Parish Hall, 2.61

Unitarian Parish Hall to East Sharon Village, 2
.
85

East Sharon Village to Stoughton, 2
. 85

12.67

The company states that the "fare limit from Mattapan square

to Blue Hill street is too long compared with the others, but the

conditions are such that we think that Blue Hill street is the

only logical point for the termination of this fare limit." To

offset this difference the company suggests special workingmen's

tickets in the morning and evening on the southern end of the

line to accommodate the factories which are located in Stoughton

and Canton. It will be noted, also, that the four zones proposed

do not overlap at any point.

The inspection department of the Commission has made a

careful study of traffic conditions on the Blue Hill system and
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considered, among other things, the probable effect of the addi-

tional fare zone and reduction of unit fare suggested in this letter,

Lipon this point the comments in its report (on file in the record

of the case) are as follows :
—

Using the data on these plates 35 and 36, the relative values of the

present and proposed fares and zones are determined. The proposed four

zones of five cent fares, show an increase in revenue on the main line of

13.4% over the present three zones of six cent fares. The revenue

originating on the Norwood branch Avould be decreased 16f% by
the proposed change in fare. The above figures are based on the assump-

tion that the change in fares would not change the traffic. It is probable

that this change may tend to decrease the volume of traffic on some por-

tions of the line and to encourage it on others. It would seem that the

probable increases would tend to balance, at least in part, the decreases

in traffic. The fact that over 27% of the revenue for the year 1914

was received on Sundays would tend to strengthen this assumption, as

a good part of the Sunday receipts are obtained in the summer due in

large part to the heavy pleasure riding on the northerly end of the line.

The reduction of the fare between Mattapan and the Blue Hill reservation

would probably tend* to increase traffic. Using the above percentages,

table No. 3 is derived, giving the probable earnings based on those for the

calendar year of 1914.

This table shows a probable increase in revenue of about $10,500,

or 11.5 per cent of the 1914 earnings. No allowance, however,

was made for the workingmen's tickets.

The alternative plan has certain manifest advantages. Under
it the fares for short distances would actually be reduced, a

change which should result in encouraging rather than discourag-

ing traffic and which is clearly in the public interest. On the

other hand, it is open to criticism in certain respects. In the

absence of overlapping fare limits, the fare for short rides be-

tween certain points would be increased from six to ten cents.

This is a disadvantage which it is impossible altogether to avoid.

Under the present system, indeed, the fare for comparatively

short distances at certain points is twelve cents. But it is a

disadvantage which can be mitigated, we believe, if certain modi-

fications in the plan are made.

The chief objection relates to traffic between the important

points, Stoughton and Canton station. We think the company
should sell two-part tickets good at all hours of the day for a

ride between these two points, which are only 4.22 miles apart,

at the rate of eight tickets for fifty cents. The first part of the

ticket can be collected in one zone and the second part, in the
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other. This will give a rate between these points substantially-

equal to the present fare and will, on the whole, accommodate

the residents of this territorj^ better than the workingmen's

tickets which the company has suggested, since the two-part

tickets will be good at all times. It will, of course, be possible

to ride between Stoughton and East Sharon village or between

East Sharon village and Canton station for five cents. We think,

also, that the two zones which meet at Blue Hill street should

overlap, so that persons travelling from the southern end of the

road may reach the Blue Hill waiting room without paying an

extra fare after passing Blue Hill street. To offset these changes,

we think it reasonable that the unit fare in the zone between

Mattapan square and Blue Hill street, owing to the length of

this zone, should be six cents instead of five cents.

If these changes are made and the calculations of the inspec-

tion department of the Commission are correct, the new plan

should produce between $10,000 and $12,000 additional revenue,

or substantially the amount which the company estimated would

be produced by the original plan.

It is, of course, possible that, if this new plan with the modi-

fications suggested is introduced, certain inequities will develop

which will demand correction. It is also possible that the cal-

culations as to its effect upon revenues may prove entirely er-

roneous. We believe, however, that the experiment is justified

and that the plan should be tried for at least one year. In the

meantime, the company should observe closely its effect upon

traffic and revenues and keep records which will show this effect

so far as practicable. At the end of the experimental period, the

question of possible further modifications can be taken up by the

Commission with the company and its patrons.

ORDER.

Notice of the Blue Hill Street Railway Company rela-

tive TO Increase in Rates of Fare.

It appearing that on March 19, 1915, an order was entered

suspending until May 15, 1915, the rates and charges stated in

the schedule described in said order; and that said rates and

charges were further suspended to August 1, 1915, by successive

orders dated respectively May 13, 1915, June 12, 1915, and July

13, 1915; and

It further appearing that a full investigation of the matters

and things involved has been had, and that the Commission on
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the date hereof has made and filed a report containing its find-

ings of fact and conclusions thereon, which said report is hereby

referred to and made a part hereof; it is

Ordered, That the Blue Hill Street Railway Company be

hereby notified and required to establish on all its lines, within

thirty days of the date hereof, upon not less than three days'"

notice to the Commission and the general public by filing and

posting in a conspicuous manner in its waiting rooms and cars,

in the manner prescribed in section 20, chapter 784 of the Acts

of 1913, a schedule readjusting its rates and fares and fare limits

for the transportation of passengers upon the following basis: —
The regular rate of fare for the transportation of a passenger

within section A shall be six cents and within sections B, C and

D five cents respectively.

A passenger paying one fare may ride in a regular passenger

car only to the point indicated as the boundary of the section

wherein the fare is paid, unless the tariff definitely provides for

additional service.

Tickets shall be issued, good for bearer, in books or strips of

eight for fifty cents, which shall be accepted for a continuous

journey between Stoughton square and Canton station or inter-

mediate points.

Pupils' tickets shall be issued under proper restrictions, in books

or strips of ten and in accordance with the provisions of the

statutes.

Section A.

Between Mattapan square, city of Boston, and corner of Washington

and Blue Hill streets, town of Canton; including the branch to Readville

square, cit}^ of Boston.

Section B.

Between Blue Hill waiting room, near Milton-Canton town line, and

Unitarian Parish Hall, town of Canton.

Section C.

Between Unitarian Parish Hall, Canton, and corner of Bay and Central

streets, village of East Sharon; including the branch to the Canton-

Norwood town line.

Section D.

Between corner of Bay and Central streets, village of East Sharon and
Stoughton square, town of Stoughton.

Free transfer privileges shall be furnished so that in all cases

passengers may ride between any points located within the sec-
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tions above indicated for a single fare, even though a change of

cars may be necessary.

It is

Further Ordered, That the Blue Hill Street Railway Company
be and is hereby notified and required to cancel the rates and

charges stated in the schedule specified in said orders of sus-

pension, so far as they are inconsistent with the basis of fare

herein prescribed;

It is

Further Ordered, That a copy of this order be filed with said

schedule at the office of the Commission, and a copy hereof be

forthwith served upon the Blue Hill Street Railway Company.

By the Commission,

ANDREW A. HIGHLANDS,
[P. S. C. 886.] Secretanj.
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THE NEW BEDFORD AND ONSET RATE CASE.

Notice of the New Bedford and Onset Street Railway Company

relative to Increase in Rates of Fare.

[P. S. C. 888.]

Decided September 8, 1915.

Henry H. Crapo for New Bedford and Onset Street Railway

Company.
Benjamin F. Bourne for Selectmen of Bourne.

Walter K. Perry for Selectmen of Marion.

James A. Thomas for Selectmen of Middleborough.

Lewis H. Bullard for Selectmen of Wareham.

REPORT.

On April 14, 1915, the New Bedford and Onset Street Rail-

way Company filed with this Commission, in compliance with

section 20 of chapter 784 of the Acts of 1913, notice of a pro-

posed increase in passenger fares to take effect on June 1, 1915.

As stated in this notice, the company proposes

(1) To make the cash fare six cents for every ride within the

limits of any fare zone. — The present cash fare is five cents.

(2) To sell tickets, each ticket the equivalent of one cash fare, at

the rate of twenty tickets for one dollar. — At present such tickets

are sold at the rate of twenty-four tickets for one dollar.

(3) To sell special school tickets, at the rate of ten tickets for

thirty cents, to pupils entitled by laio to half-fare transportation. —

•

School tickets at present are sold at the rate of ten tickets for

twenty-five cents.

On May 25, 1915, the Commission suspended the operation of

the new schedule until July 1, 1915, and later the time of sus-

pension was extended to September 10, 1915. A public hearing

was given on May 5, 1915, at which the company presented its

case and remonstrances were oft'ered by selectmen and other
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citizens of towns affected. A petition was also filed, signed by

sixty-three residents of the town of Mattapoisett, protesting

against the change.

History of the Company.

The New Bedford and Onset Street Railway Company was

organized under the general laws on July 7, 1900. The main line,

about 22 miles in length, runs from a connection with the tracks

of the Union Street Railway Company of New Bedford at the

Fairhaven-Mattapoisett town line, through Mattapoisett, Marion

and Wareham to Monument Beach in the town of Bourne. A
branch, about 15 miles in length, extends from a point in Ware-

ham through a corner of Rochester to Main street in Middle-

borough, where there is a connection with the tracks of the Bay
State Street Railway Company. The total length of line is

36.99 miles and the total mileage (all tracks computed as single

track) is 44.01 miles. Of this mileage 9.27 miles is on private

right of way and the remainder is in the public streets.

The original road ran from the Fairhaven line to Onset Beach

in the town of Wareham and the company began operation on

August 5, 1901, after purchasing the property and franchises of

the East Wareham, Onset Bay and Point Independence Street

Railway Company for $10,305.65. This was a small horse car

line with 3.02 miles of track, operating at a deficit and claiming,

at the time, property with a book value of $21,632.40. The
purchase was approved by the Board of Railroad Commissioners

on May 22, 1901.

On June 11, 1906, the Board approved the purchase of the

property and franchises of the Taunton and Buzzards Bay Street

Railway Company. This company owned and operated what is

now the branch line from Middleborough to Wareham and also

the portion of the present main line from Onset to Monument
Beach. It purchased power from the New Bedford and Onset

and used the tracks of that company from Wareham to Onset,

operating through cars from Middleborough to Monument
Beach. Organized originally in 1901 as the Middleborough,

Wareham and Buzzards Bay Street Railway Company, it

issued $150,000 stock and $150,000 mortgage bonds with the

approval of the Board. In 1903, however, its return showed, in

addition to the stock and bonds, "loans and notes payable"

amounting to the astounding sum of $554,236.29. The Board

refused to accept these figures and pending an investigation the

road went into receivers' hands on March 1, 1904.
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The property was subsequently taken over by a new com-

pany, the Taunton and Buzzards Bay Street Railway Company.

The replacement cost was found to be $319,279 and the new

company was allowed by the Board to issue $150,000 stock and

to assume the old mortgage bonds. In purchasing the property

in 1906, subject to the mortgage debt, the New Bedford and

Onset issued in payment but $50,000 of its own stock, thus

reducing the outstanding capitalization by $100,000, and secured

a reduction in the interest rate on the bonds from five to four

per cent.

The following table shows the population in 1900, 1905, 1910

and 1915 of the six principal towns in which the road operates,

with the per cent, of increase in each case from 1900 to 1915: —

Town.
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the fare from Fairhaven to Onset Beach was at first 20 cents,

but in 1904 the number of zones was increased, making the fare

30 cents. The selectmen of Marion, Mattapoisett and Wareham
complained against this increase, but the compan}'- was sustained

by the Board of Railroad Commissioners on November 11, 1904.

The following extracts from the opinion of the Board in that

case are of interest in this connection (36th Report, Railroad

Commission, pp. 11-14): —

When the New Bedford and Onset Street Railwaj'^ Company was
seeldng locations in IMarion, Mattapoisett and Wareham, the manage-
ment was very sanguine in regard to the prospective business of the com-
pany and assured the selectmen that certain low fares would undoubtedly

be established. The selectmen made these fares a part of the grants of

location, and they were afterward duly put in force by the company and
were maintained until last June, when a general increase in charges went
into effect. The selectmen and patrons of the railway now complain that

this increase in fares is unwarranted.

The jurisdiction of this Board is clearly defined. The' question can

only be whether or not an existing fare is reasonable, but the promise of a

company to maintain certain fares has more or less bearing upon the

reasonableness of a subsequent charge. Full dividends are not ordinarily

expected in the first days of any enterprise. There is a period of experi-

ment which precedes that of the "going concern". When a company
before opening its railway pledges itself to specific fares it may rightly be

asked to experiment with such fares a reasonable length of time, even

though stockholders must meanwhile go without dividends for a longer

period than would have been necessary had no pledges been given. It is

a risk which the stockholders fairly take in authorizing these pledges.

In June last, when fares were advanced, this railway, at the end of

substantially three years of continuous operation, had earned, when proper

charges for depreciation are taken into account, practically nothing for

stockholders, who were then facing a probable loss of capital in a deficit

for the j^ear now closed. Under all the circumstances we believe it would

be unfair to recommend that the company at this time return to the old

fares.

Independent of the assurances given before the railway was built, there

can be no question but that the existing fares are within the bounds of

what are reasonable charges. In fact the experience thus far had with

them points to a yet distant day for the payment of dividends. The
problem of the near future would still seem to be one of maintenance of

property. Should it prove otherwise, and the business of the company
in the future warrant a return to lower fares, the result of the present

inquiry will in no way prejudice the complainants in renewing their

petition.
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In the meantime such concessions as may be made by way of excursion

rates should be given without discrimination against communities and all

reasonable accommodation should be furnished in respect to the number
and running time of cars. We understand that since the hearing some

changes have been made in the car service to meet the suggestions of

selectmen.

The through fare from Middleborough to Monument Beach

over the line originally operated by the Middleborough, Ware-

ham and Buzzards Baj^ company was at first 25 cents. During

the receivership it was increased to 40 cents and after the re-

organization in 1905 was fixed at 35 cents, at which point it has

since remained. (See Record, pp. 8-9.) Since 1905 there have

been no changes in regular rates of fare or in zones upon any

part of the system, except that the reduced rate tickets (sold at

the rate of twenty-four for one dollar) have been introduced.

During the summer the company sells, in conjunction with the

Bay State company, special excursion tickets good from Brock-

ton to Onset Beach via Middleborough. These tickets are sold

at the rate of 40 cents each and the receipts are divided equally

between the two companies, so that under this arrangement the

New Bedford and Onset receives 20 cents for a journey for which

the regular fare is 25 cents.

By chapter 132 of the Acts of 1901 the company was given a

special right, subject to the approval of the local authorities, to

act as a common carrier of merchandise, and it has from the

beginning secured some revenue from this source. Its gross

earnings from the transportation of freight, express and mail

during the year ended June 30, 1915, were $14,773.02. There is

one regular scheduled freight and express car, which makes two

round trips a day in summer and one in winter, running between

Onset and New Bedford. Certain express matter and mail is

also carried on the passenger cars. The same 1901 act gave the

company the right to sell to or purchase electricity from any

other street railway company and by chapter 374 of the Acts

of 1907 it was given a further special right to sell electricity

for light and power in the town of Wareham. During the 1915

year its receipts from the sale of electricity amounted to

$9,166.55. Its chief customer in recent years has been the

Marion Gas Company.
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The Company's Investment Record.

The book assets and liabilities of the company on June 30,

1915, were as follows: —

Park and resort property,

Taunton & Buzzards Bay St. Ry. Co.:

Roadbed and track,

Rolling stock, ....
Electric line construction,

Land and buildings,

Less mortgage M., W. & B. B. St. Ry. Co.

New Bedford and Onset Street Railway Company.

Balance Sheet as of June 30, 1915.

Assets.

Cost of railway:

Road and track,

Right of way, ....
Electric line construction,

Engineering and superintendence.

Interest accrued during construction,

Legal expense.

Miscellaneous expense,

Bridges, .....
Cost of equipment:

Cars and other rail equipment, .

Electric equipment cars, .

Tools, etc., ....
Automobile, ....

Land and buildings;

Land used in operation of railway,

Power, substations, etc., .

Shops, car houses and equipment.

Stations, waiting rooms, etc.,

Other permanent investments:

Cape Cod canal,

Electric Ught expense,

General

$399,668 68
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Miscellaneous assets:

Coal

Sinldng and other special funds,

Total,

$416 27

5,000 GO

$993,921 99

Liabilities.

Capital stock, ....
Funded debt, ....
Current liabilities:

Notes payable,

Audited vouchers and accounts,

Outstanding tickets.

Accrued liabilities:

Taxes, . . . . .

Interest,.....
Sinking and other special funds:

Reserve for depreciation, .

Accident reserve fund.

Electric express reserve.

Premiums account new issue of bonds,

Profit and loss balance — surplus.

$550,000 00

280,000 00

$19,500 00

6,188 43

3,298 89

r,217 01

40 00

$60,000 00

11,544 39

6,158 91

.Total,

$830,000 00

28,987 32

7,257 01

77,703 30

17,675 00

32,299 36

$993,921 99

This balance sheet in one respect is somewhat misleading,

since the $150,000 of Middleborough, Wareham and Buzzards

Bay bonds, the interest on which the company pays, do not ap-

pear as a liability, nor is the full book value of the property

taken over from the Taunton and Buzzards Bay company

included with the assets. The company asserts that it did not

assume the mortgage debts of the Taunton and Buzzards Bay

(made up of the Middleborough, Wareham and Buzzards Bay

bonds), that it is the owner of the equity of redemption only

in that property, and that it pays the interest upon these debts

merely to protect that ownership. This is a question of legal

construction, but for purpose of comparison with other com-

panies, certainly, the Middleborough, Wareham and Buzzards

Bay bonds should be included with the liabilities, and the full

book value of the Taunton and Buzzards Bay property, and not

the value of the equity merely, should be included with the

assets.

The records show that all of the stock and all of the bonds

were issued under the supervision and with the specific approval

of the Board of Railroad Commissioners, as follows: —
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$200,000 original stock, approved on October 25, 1901.

300,000 additional stock, approved on January 8, 1902.

200,000 mortgage bonds, approved on Januarj^ 8, 1902.

80,000 mortgage bonds, approved on February 12, 1902.

50,000 additional stock, approved on June 11, 1906, for the purchase

of the property and franchises of the Taunton and Buzzards

Baj^ Street Railway Company.

$830,000 total stock and bonds issued.

Including the premiums on bonds, amounting to $17,675, and

the Middleborough, Wareham and Buzzards Bay bonds, the

total capital investment is $997,675. The company also has

outstanding short time notes to the amount of $19,500 which,

may also represent, in whole or in part, additional capital

investment.

The liabilities upon September 30, 1906, the year in w'hicli

the last issue of stock or bonds was made, in comparison with

the liabilities on June 30, 1915, were as follows: —

1906.
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The table included in the report of the Commission in the

Blue Hill case, decided July 31, 1915, shows the book value of

the permanent property of the New Bedford and Onset to be

low in comparison with the similar book values of other street

railway companies in the commonwealth, amounting to but

$21,666 per mile. This table, however, was made up from the

public returns and, so far as it relates to the New Bedford

and Onset, is misleading for the reason, above noted, that

the book figures do not indicate the real cost to the com-

pany of the Taunton and Buzzards Bay property, if the neces-

sity of paying the interest on the $150,000 mortgage bonds is

taken into consideration. Making the proper allowance for

this fact, the book value of the permanent property is $25,075

per mile, instead of $21,666. The corrected figure, however, is

still comparatively low, and this is due primarily, it seems, to the

low cost (even if the bonds are taken into consideration) of

acquiring the Taunton and Buzzards Bay property.

It appears that the cost of the original New Bedford and

Onset line was comparatively high. In 1902, when construction

was substantially completed, it amounted to nearly $40,000 per

mile. In the fare case in 1904, the Board of Railroad Com-
missioners made the following comments upon the cost of con-

struction (36th Report, Railroad Commission, pp. 12-13) :
—

The capital stock of the company is $500,000 and its bonded indebted-

ness is $280,000. When this stock and bond issue was under consideration,

the Board made a minute inquiry into the cost of the railway. It was
found that the work of construction had been of a high standard and that

in consequence the company had an excellent roadbed and overhead

equipment, with rolling stock of most modern type. A complete signal

system has since been installed. The power plant was larger than neces-

sary to supply this railway with power, and had been erected with a view

to selling power to what was then and is still a connecting railway. We
do not hesitate to say that if the recent increase in fares was made in order

to secure a return upon any unnecessary investment in power plant, or

to make good a loss in rental of surplus power, or to recoup unnecessary

expense in operating this power plant, we should deem the increase in

fares unreasonable. After careful examination, however, we do not fuid

that this change in fares was made in order to meet any such loss or ex-

pense or to pay dividends upon such investment.

An unusual item of expense in construction was the large outlay for

street improvements, particularly in one of the towns in which locations

were obtained. To the extent that changes in or additions to highways

are made necessary in order to accommodate a street railway, it is clearly

right that the company should pay the cost. To compel a company,
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however, to meet the whole expense of a new highway wliich is to be built

for the use of the general pubhc as well as that of the railway is a question-

able policy. To say notliing of the consequent unequal distribution of

advantages and disadvantages between different towns, it is to be borne

in mind that the travelhng public must contribute in fares to dividends

on the capital invested in this added cost of the railway.

The company has recently made an inventory of all its prop-

erty, together with an estimate of the cost of reproduction new

as of December 31, 1914, and the accrued depreciation. The

engineers of the Commission have carefully checked this in-

ventory and have themselves made an estimate of the reasonable

original cost of the property as it existed on July 1, 1915,

separating what was formerly property of the Taunton and

Buzzards Bay from the property directly constructed or acquired

by the New Bedford and Onset. The report of the engineers

has been made a part of the record of the case. The following

table shows the reproduction cost as estimated by the company,

the reasonable original cost as estimated by the Commission's

engineers, and the book cost on June 30, 1915, as shown in the

balance sheet given above: —
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Onset itself built and add to it the actual cost ($190,901.61)

to it of existing property which it bought from the Taunton and

Buzzards Bay, the total reasonable cost of all the property is

$986,613.11, as compared with a total capital investment (ex-

clusive of short time notes) of $997,675. The difference is very

nearly offset by the cash assets, amounting to $9,791.23.

In making their estimate, the engineers included substantially

the same overhead charges as appear on the company's books

and also allowed about $37,000 more than would ordinarily be

reasonable for the "grading" item, upon the assumption that

the work was done, as the company claims, largely in the winter

season. Yet the book figures exceed their estimate of the

reasonable cost of what may be called the New Bedford and

Onset portion of the property by nearly $140,000. An estimate

of reasonable cost made some years after the construction period

cannot be considered a wholly reliable guide, for legitimate

items of cost enter into the construction of most railways and
railroads which are not apparent upon a subsequent inspection

of the property; but the discrepancy between the estimate and

the book figures, while a substantial portion of it may be due

to this fact, seems too great to be accounted for entirely in

this way. The company's own estimate of replacement cost is

about $40,000 less than the book figures.

With the exception of $50,000 of the stock and the $150,000

Middleborough, Wareham and Buzzards Bay bonds, all of the

outstanding stock and bonds were issued in or prior to the year

1902 in connection with the construction of this part of the

property, the proceeds (including the premiums on bonds)

amounting to $797,675, or slightly more than the engineers'

estimate ($795,711.50) of the entire reasonable cost of this part

as it now exists. Yet the returns indicate that, in addition to

the funds so provided, about $136,000 derived from earnings or

floating debt has gone into its construction or acquisition. The
records of this office show that these stock and bond issues

were approved by the Board of Railroad Commissioners at a

time when it had no power to employ an expert of its own for

valuation purposes and was largely dependent upon appraisals

made by engineers employed and paid by the companies them-
selves, a situation which was remedied by chapter 432 of the

Acts of 1902 (see also 33rd Report, Railroad Commission, p. 37).

It is possible, therefore, although there is evidence that a careful

inquiry was made at the time, that the issues were not restricted
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to the extent that they might have been if the Board had been

provided by the commonwealth with proper expert assistance.

It is also possible that the company may have incorrectly clas-

sified as additions and improvements, property expenditures

since the time of these issues which really represented recon-

struction or replacements; or it may be that it has not written

off, by charges to the profit and loss account, all the items of

property which have since disappeared from one cause or another.

There is, indeed, evidence that certain items on the books

should be charged off in this way (see report of the chief account-

ant of the Commission in the record of the case).

To determine fully the facts would require a prolonged in-

vestigation which, in our judgment, is not necessary at this

time, although it would be essential if the company should in

the future seek to capitalize any of the expenditures for addi-

tions and improvements which it claims have been made from

earnings or from the proceeds of short time notes. As stated

in the Blue Hill case (decided July 31, 1915), the approval of

past issues of stock and bonds by the public authorities of the

commonwealth must be regarded as "conclusive evidence, so

far as the commonwealth and this Commission are concerned,

that the stocks and bonds so issued represented legitimate in-

vestment not excessive for the purpose"; and indeed the evi-

dence indicates that the reasonable cost of all the property as

it now stands is at least equal to the proceeds of these issues.

The amount upon which a fair return should be reckoned is,

therefore, not less than $997,675 (which does not include the

short time notes), unless deduction should be made for accrued

depreciation.

Depreciation.

A table prepared by the accountants of the Commission and

made a part of the record of the case, shows the yearly expendi-

tures for maintenance and depreciation which the company has

made in the fourteen years from 1902 to 1915 inclusive. Stated

in dollars and in percentages of operating revenues, they were

as follows: —
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Year. Amount. Per Cent.

1902, .

1903, .

1904, .

1905, .

1906, .

1907, .

1908, .

1909, .

1910 (9 months),

1911, .

1912, .

1913, .

1914, .

1915, .

Average,

$13,275 20

12,388 68

9,531 12

9,603 83

15,528 23

39,763 35

14,596 98

40,146 92

16,908 28

31,056 50

35,474 70

33,711 08

42,689 87

43,399 31

19.17

13.51

14.60

12.68

16.10

33.73

12.08

33.03

21.02

22.92

24.21

22.02

26.34

27.01

$25,576 72 22.42

These expenditures were all for maintenance with the excep-

tion of appropriations made to the two depreciation reserves,

aggregating $66,158.91. The appropriations to the "reserve

for depreciation" were charged to profit and loss as follows: —

Year. Amount.

1907,

1909,

1911,

1912,

$25,000

25,000

5,000

5,000

$60,000

The appropriations to the "Electric express reserve," amount-

ing to $6,158.91 and intended to cover depreciation upon

property used exclusively in the freight and express service,

were charged to operating expense through the maintenance

accounts. Both reserves have, it seems, been expended upon

the property.

The company has also from time to time written off, through

the profit and loss account, the value of items of property

abandoned or destroyed and has, in a sense, made a partial

provision against depreciation in the low cost at which it ac-
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quired the Taunton and Buzzards Bay property. While a

company, if it purchases property at less than its original cost,

is entitled to a return only upon the actual amount of its invest-

ment, it is fair that depreciation should be estimated on the

basis of the original cost, and the low purchase price is, therefore,

an offset to depreciation.

The company, in its appraisal, estimated the total deprecia-

tion at $421,109.05, making the present value $895,576.91 in

comparison with a cost of reproduction new of $1,316,585.96.

The Commission's engineers placed the depreciation at $408,-

702.70, making the present value $741,053.67 in comparison

with their estimate of reasonable original cost of $1,149,756.37.

Since the depreciation reserves and a portion of the unappro-

priated surplus have gone into the property, however, the de-

preciation in comparison with the investment of $997,675,

represented by the stock, bonds and premiums on bonds, accord-

ing to this estimate is about $256,000.

Any estimate of accrued depreciation is a matter of somewhat
arbitrary judgment, and the question as to what appropriations

from earnings due provision for depreciation would have re-

quired is by no means free from doubt. But, without making

a definite determination of this question, it seems clear in this

case that the company has not made sufficient provision. In

view, however, of the very meagre dividend payments which

have been made in the fourteen years of its history (see below),

its efforts to increase its revenues, and the low price at which the

Taunton and Buzzards Bay property was acquired, it does not

appear that the failure to make due provision for depreciation

can justly be attributed to mismanagement. In determining,

therefore, the earnings to which the company is entitled, allow-

ance should be made for an amount equal to a return upon

the capital investment of $997,675, without deduction for accrued

depreciation. As stated in the Blue Hill case, however, this

must not be understood as a ruling that the company, if it

earns the amount to which it is entitled, can properly pay

dividends until past depreciation has been provided for.

The Income Record.

The following table shows the results from the operation of

the road from the beginning of operation up to and including

the year ended June 30, 1915: —
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This table shows that in the fourteen j'^ears dividends were paid

in four years only and that these were very small, the rate

being but three per cent. No dividends were paid in the year

which has just closed. In the past ten years the net divisible

income, without allowing for depreciation appropriations or

other necessary charges to profit and loss, has had the following

percentage relations to the outstanding capital stock: —

Year.

1906, .

1907, .

1908, .

1909, .

1910 (9 months),

Per Cent.

2.23

3.10

3.21

3.44

0.63

Year.

1911,

1912,

1913,

1914,

1915,

Per Cent.

3.72

3.49

3.05

2.14

1.34

Interest charges upon short time notes and other unfunded

debt have been an insignificant factor in determining these

results. In 1915 these charges amounted to S718.78; in 1914,

to $100.14; and in the three preceding years there were no such

charges at all. It is clear that additional net earnings, either

through a decrease in operating expense or an increase in gross

revenue, are necessary in order to yield an adequate return upon

the stockholders' investment.

Opekating Expenses.

The accountants of the Commission have examined the books

and vouchers of the company for the years 1914 and 1915 and

have found "no charges other than those which are regular and

necessary in connection with the operation of the road" and

that there is "no apparent indication of extravagance or un-

necessary expenditures." The company, it appears, may justly

be criticized for its failure to secure any interest upon its bank

deposits, but the additional income which it might receive from

this source would be small. Expenses of management have been

low, the salaries of the four principal officers in 1915 aggregat-

ing but $3,150. Wages of motormen and conductors have

increased, according to the company's figures, from 2.71 cents

per car mile operated in 1905 to 4.24 cents in 1914, but the

management cannot be criticized for this increase. Other

important features of the company's operations are as follows: —
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(1) Relations with the Union Street Railway Company. — As

already noted, the Union and New Bedford and Onset companies

are practically under common management, and for this reason,

if for no other, the relations of the two companies deserve

careful scrutiny. The Onset cars are taken at the Fairhaven

line by the Union company and are carried into New Bedford

over its own tracks, under its own power and with its own
crews, or with Onset crews which it pays while they are in its

territory. The Union company keeps all the fares collected in

the course of this journey and grants to the passengers the

usual transfer privileges to all parts of its system. It pays the

Onset company three cents a car mile for the use of its cars

and also two cents for every adult passenger delivered at the

Fairhaven line and one cent for every scholar riding on a school

ticket. In 1914 the Onset company received $2,072.69 for the

use of its cars and $3,615.92 for the passengers delivered. The
similar amounts in 1915 were, respectively, $2,090.37 and $3,557.-

47. The car rental of three cents a mile is a usual charge in

such traffic agreements, but the payment for passengers delivered

is unusual, if not unique, in this commonwealth. It is in the

nature of a commission paid for new business furnished, and
is analogous to the division of joint freight rates in certain cases,

where the company on whose lines the traffic originates receives

the larger proportional share. The arrangement is distinctly

favorable to the Onset company.

It appears that the Union company also sells the Onset com-

pany power for use between the Fairhaven line and a point

about one and one-half miles distant in Mattapoisett (Record,

p. 32) at the rate of three cents per car mile with one cent

additional per mile when the cars are heated. For the small

amount used this rate is not excessive. It further appears that

the Onset cars are painted at the Union shops and that the

Onset company buys certain materials and supplies from the

Union, when it cannot buy to advantage direct from the dealers.

For all labor furnished in such cases the Union company charges

cost plus 20 per cent. The materials and supplies are sold at

cost plus 10 per cent. In 1914 the total payments for labor

were $933.30 and the total payments for materials and supplies

$2,697.34. The similar amounts in 1914 and 1915 were, re-

spectively, $974.42 and $1,811.70. The percentages cover use

of tools and shops, storage, purchasing department expense,

etc., and the terms seem in line with the practice of other com-
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panics. The Boston Elevated Railway Company, for example,

states that on such outside work it charges cost plus 25 per

cent, for labor and cost plus 10 per cent, for materials.

(2) The yower contract. — Until recently the company man-
ufactured at its own plant the power which it used, with the

exception of the small amounts purchased from the Union and

Bay State companies, and sold a surplus which it produced to

the Marion Gas Company. The station equipment, however,

was of an "antiquated and uneconomical type" (Record, p. 20),

so that the cost of power, even when the receipts from the sale

of electricity and the comparatively small investment in plant

were taken into consideration, was high. To remedy this situ-

ation the company executed, on May I, 1915, a contract for a

period of a little more than nine years with the New Bedford

Gas and Edison Company for the supply of power. Under this

contract the railway company has shut down its generating

plant and has installed apparatus to transform the alternating

current received from the New Bedford company into direct

current adapted for use on the cars.

The power is furnished by the New Bedford company at a price

per kilowatt hour varying from 1.1 cents to 0.95 cents, or a

trifle less, according to the amount supplied in the course of the

year. The railway company has also executed a contract with

the Marion Gas Company under which it sells to that company

a certain amount of the power received from the New Bedford

company at a price varying from 1.1 cents to 1 cent per kilo-

watt hour according to the amount sold. Under certain con-

ditions the railway company makes a slight profit upon the

power thus sold and under others it makes no profit at all, but

in no case does it lose. Moreover, this arrangement, by increas-

ing the quantity of electricity purchased from the New Bedford

company, makes it possible for the railway to decrease the cost

of the power which it uses itself. Under these contracts no

transmission losses are assumed by the railway company except

between its own substation and its cars.

The contracts have been carefully examined by the Commis-

sion's engineering staff, and it appears that they should result

in a reduction in the cost of power to the railway company,

even if interest upon the new apparatus installed and upon the

idle power equipment be included. It is clear, however, that

this equipment, which is not only idle but antiquated, should be

written off on the books within a reasonable time. To quote
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from the opinion of the Commission in the Middlesex and Bos-

ton ease (2nd Annual Report, P. S. C, p. 130) :
—

A public utility company cannot be permitted to carry permanently

and at the rate payers' expense substantial amounts of dead property. Of

course it follows that money originally soundly and properly invested but

lost in the advance of the art is a proper charge against net revenue.

(3) Maintenance expense. — During the past few years main-

tenance expense has increased rather rapidly, and in 1915 it was

higher than ever before. This was to be expected, for the cost

of maintenance is naturally low in the early years of a new enter-

prise. The inspection department of the Commission has in-

vestigated the condition of the track and structures "with

special reference to the probable cost of maintaining them in

a safe and proper condition for operation." The following is

an extract from its report, which has been made a part of the

record of the case: —
The track was originally laid during the years 1901 and 1902 and is in

fair condition generally. About two-thirds of the original ties are still in

the ground. These should all be renewed within the next four or five

years. There are several steel poles, but the great majority consisted

originally of 30' and 35' chestnut poles. Some of these have recently been

renewed, many of the renewals being owned jointly with other companies.

There are still a large number of the original chestnut poles in use. These

should all be renewed in the next six or eight years. It is the practice of

the company to use the old 35' poles to replace 30' poles so that it is only

necessary to buy the larger ones at present.

The department estimates the average expenditures which should

be made for the next few years "to maintain the track and

overhead structures in a safe and proper condition" at about

$27,800. The expenditure for maintenance of way and struc-

tures during the past fiscal year was $29,498.08, but the average

yearly expenditure during the past five years has been but

$20,538.99. The expenditure for maintenance of equipment

during the past year was $13,901.23 and this was slightly less

than the five year average, which was $14,727.29. The $13,-

901.23, however, does not include the charge for depreciation of

equipment which the Commission now requires street railway

companies to set up in their accounts. The company has neg-

lected to set up this charge as yet, but the matter has been

called to its attention and the omission must be rectified. While,
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therefore, the expenditures for maintenance during the past year

have been somewhat larger than the average for the past five

years, the Commission is of the opinion, in view of the reports

of its inspectors and the depreciation requirement, that annual

expenditures of at least that amount will be necessary for some

years to come if the property is maintained in proper physical

condition.

The Proposed Change in Fares.

There seems to be no reasonable prospect of an increase in

net earnings through a reduction in operating expense, except

so far as the new contract results in a saving in the cost of

power. This saving, however, will be relatively small. The total

net cost of power in 1915 was but $21,114.74. The only other

method of increasing net earnings is by increasing revenues, and

this the company proposes to do by increasing its fares.

Briefly, it proposes to increase the cash fare from five cents

to six cents, to increase the ticket fare from about 4.17 cents to

a flat five cents, and to increase the rate for school children

from two and one-half cents to three cents. The increase in

each case would amount to 20 per cent. Under this new ar-

rangement the cash fare from the Fairhaven line to Monument
Beach would be 48 cents, or about 2.18 cents per mile, while

the ticket fare would be 40 cents, or about 1.82 cents per mile.

From Middleborough to Monument Beach the cash fare would

be 42 cents, or about 1.69 cents per mile, and the ticket fare 35

cents, or about 1.41 cents per mile. Undoubtedly the through

cash fare on the main line would be high, as street railway fares

in this commonwealth go. Under the new schedule recently

allowed by the Commission in the Blue Hill case, the through

cash fare on the main line is at the rate of about 1.67 cents per

mile. The similar cash rate under the new schedule allowed in

the Norfolk and Bristol case is about 1.75 cents per mile.

What increase in revenues the increase would produce is

problematical. Last year the revenue passengers were divided

into the following classes, according to the character of the fare

which they paid: —

Class. Number. Per Cent
of Total.

Cash fares,

Ordinary tickets,

School tickets, .

Excursion tickets,

1,890,022
678,811

128,610
24,433

2,721,876

69.44
24.94
4.72
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Assuming no decrease in traffic and the same relation between

the classes of traffic, the increase would produce about $25,000

additional revenue. There is a decided possibility, however, that

a decrease in traffic might result (see the discussion of this question

in the Norfolk and Bristol case, decided August 19, 1915), and it

seems probable that a larger percentage of the passengers would

use the reduced rate tickets. In our opinion the revenue realized

from the increase would not exceed $20,000 and would be quite

unlikely, indeed, to reach that point. If jitney competition should

be stimulated, the results might actually be unfavorable.

The net divisible income for the year ended June 30, 1915,

according to the advance figures furnished by the company, was

$7,385.71, while the average net divisible income for the past

five years has been $15,111.66. If the company should secure

$20,000 additional revenues from an increase in fares and should

be able to save $5,000 on the cost of power (assumptions which

we believe the facts hardly warrant), its net divisible income on

the basis of last year's figures would be $32,385.71, or about

5.8 per cent on the capital stock without allowing for any depre-

ciation appropriation or other necessary charges to the profit

and loss account. Upon the basis of the average figures for the

past five years, the net divisible income would be $40,111.66,

or about 7.3 per cent upon the capital stock without making

the depreciation and other allowances. Upon neither basis, we
are satisfied, would the company actually earn six per cent upon

its capital stock if it made proper provision for the upkeep of

the property.

It was urged at the public hearing that the company should

first try a flat rate of five cents, without reduced ticket rates,

before resorting to the six cent cash fare, and the claim was made
that the results would be more favorable, not only to the public,

but to the company itself. The plan proposed by the company

cannot, however, be deemed unjust and unreasonable on the

ground that it would produce excessive earnings, nor is it un-

reasonable under the circumstances of this case to charge the

casual rider, who pays cash, more than the regular rider, who
uses tickets. The monthly traffic figures for the past two years

(on file in the record of the case) show that the number of

passengers increases rather sharply in the summer months and

that a smaller percentage use the reduced rate tickets. This

indicates a considerable amount of desultory riding at this

season of the year by persons, doubtless summer visitors, who
do not use the road at all in other seasons. It is not unreason-
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able that such riders should pay a higher fare than the regular

patrons who use the road all the year around. It is possible,

of course, that a six cent cash fare may discourage traffic and

produce less favorable results than a flat five cent rate, but the

wisdom of the change from that point of view is for the manage-

ment and not for this Commission to decide. In any event it

is to be remembered that under the plan proposed, a five cent

fare is still available to the patrons of the company through

the investment of a dollar in the purchase of tickets.

It would be possible, also, to increase rates somewhat by

changing the fare zones, as was done in 1904, and in this process

to equalize the distances on the Middleborough branch and the

main line; but the zones are already short and any readjust-

ment would be difficult and probably unsatisfactory. There was

no suggestion at the public hearing that any of the towns

would prefer such a method of securing additional revenue.

Upon the evidence, therefore, and after a full consideration of

the circumstances of the case, the Commission does not feel

that a refusal to allow the company to put into effect the pro-

posed new schedule would be warranted. In a proceeding like

this the Commission has no arbitrary power and it can refuse

to allow a company to increase its rates only where the weight

of evidence clearly indicates that the increase is likely to prove

unjust and unreasonable. If results prove more favorable than

there seems reason to anticipate and earnings become excessive,

the opportunity to secure a reduction of rates, under the statutes,

is always open. In view, however, of the high mileage rate

represented by the six cent cash fare, we are of the opinion

that every effort should be made to make the reduced rate

tickets available to the regular patrons of the road and to

facilitate their use. The tickets should be sold either by the

conductors on the cars or at convenient points in each of the

towns, and the fact that they are thus sold should be advertised

by a conspicuous notice posted in each car. We also recommend

that the company consider carefully the advisability of installing

a system of collecting and registering fares whereby it will be

possible to collect the fares of through passengers, whose journey

is in two or more zones, in one operation, so that the annoy-

ance of paying additional fares at frequent intervals may be

avoided. We further call the attention of the company to the

fact that, in view of the increase in rates allowed, the patrons

of the road have a right to expect efficient and comfortable

service and an improved condition of the tracks.
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ORDER.

Notice of the New Bedfokd and Onset Street Railway
Company relative to Increase in Rates of Fares.

It appearing that on May 25, 1915, an order was entered

suspending until July 1, 1915, the rates and charges stated in the

schedule specified in said order; and that said rates and charges

were further suspended to September 10, 1915, by successive

orders dated respectively June 28, 1915, July 30, 1915, and

August 30, 1915;

It further appearing that a full investigation of the matters

and things involved has been had, and that the Commission

on the date hereof has made and filed a report containing its

findings of fact and conclusions thereon, which said report is

hereby referred to and made a part hereof; it is

Ordered, That the New Bedford and Onset Street Railway

Company be hereby notified that it may readjust the rates and

charges on all its lines in accordance with its notice filed with

the Commission on April 14, 1915, within thirty days of the

date hereof and upon not less than five days' notice to the

Commission and the general public, by filing at this office and

by posting in a conspicuous manner in its waiting rooms and cars,

in the manner prescribed in section 20 of chapter 784 of the

Acts of 1913, a printed schedule of its rates and charges thus

readjusted.

It is

Further ordered, That the operation of the schedule filed by

the New Bedford and Onset Street Railway Company on April

14, 1915, be further suspended and that the use of the rates

and charges stated therein be further deferred until the said

printed schedule of readjusted rates and charges becomes ef-

fective in the manner above provided.

It is

Further ordered, That a copy of this order be filed with said

notice at the oflSce of the Commission, and a copy hereof be

forthwith served upon the New Bedford and Onset Street

Railway Company.

By the Commission,

ALLAN BROOKS,
September 8, 1915. [P. S. C. 888.] Assistant Secretary.
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THE NORFOLK AND BRISTOL RATE CASE.

Notice of Norfolk and Bristol Street Railway Compan.y relative to

Increase in Rates of Fares and Adjustment of Fare Limits

and Transfer Privileges.

[P. S. C. 907.]

Decided August 19, 1915.

Robert H. Holt, Esq., for Norfolk and Bristol Street Railway

Company.

George R. Ellis for Board of Trade of Foxborough.

Elbridge J. Whitaker for Selectmen of Walpole.

F. I. Sherman for Board of Trade of Mansfield.

James A. Halloran, Esq., for Selectmen of Norwood.

REPORT.

The main line of the Norfolk and Bristol Street Railway Com-
pany runs from Railroad avenue in the town of Norwood, through

Walpole, South Walpole and Foxborough to the railroad station

in Mansfield, with a branch from Foxborough to Wrentham and

a shorter branch from Walpole to East Walpole. It substantially

parallels lines of the New York, New Haven and Hartford

Railroad Company. The total mileage, computed as single

track and including trackage rights of .29 of a mile over lines

of the Bay State Street Railway Company, is 22.02 miles. The

tracks are very largely laid in the public streets, there being less

than half a mile of private right of way.

On March 12, 1915, this company filed with the Commission,

in accordance with section 20 of chapter 784 of the Acts of 1913,

notice of a proposed increase in passenger fares and adjustment

of fare limits and transfer privileges, to take effect on May 1,

1915. Briefly stated, it proposes, as stated in this notice: —
(1) To make the cash fare six cents for every ride within the

limits of any fare zone. — The present cash fare is five cents.
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(2) To charge one cent for every transfer issued. — At present,

no charge is made.

(3) To sell ticket hoohs containing 50 tickets, each ticket the

equivalent of one cash fare, for $2.75, and books containing 100

tickets for $5.50. — At present, there are no tickets of this kind,

but special round trip working-men's tickets are sold at the rate

of 15 cents each, six for 90 cents, which are good on the first two

trips in the morning from South Walpole to East Walpole and

on the 5 o'clock trip in the opposite direction at night. The
regular fare for the round trip is 20 cents. Special round trip

tickets are also sold at the rate of 15 cents each, twenty-five for

$3.75, which are good at all hours between Foxborough and

Wrentham. The regular fare for this round trip is also 20 cents.

Neither class of special tickets can be used on Sundays and

holidays.

(4) To sell for the use of school children, entitled by law to

half-fare transportation, special ticket books containing 34

tickets for $1.00 and strips of ten tickets for 30 cents. — At the

present time, strips of ten tickets are sold for this purpose for

25 cents.

(5) To issue transfers so that passengers may ride from any

point on the East Walpole branch to any point on the main

line between Lake avenue in Walpole and the Norwood town

line, and vice versa, for a single fare plus the one cent trans-

fer charge. — These transfers are given at present without

charge. In addition transfers are issued without charge so that

passengers may ride between the Foxborough-Walpole town

line and Diamond street, on the East Walpole branch, and

intermediate points, for a single fare. Transfers are also issued

so that passengers may ride from any point on the main line

between the Mansfield-Foxborough and the Foxborough-Walpole

town lines and any point on the Wrentham branch between its

junction with the main line and the Foxborough-Wrentham town

line, and vice versa, for a single fare.

(6) To establish fare limits as shown by colored lines on a

blue print plan filed with the Commission. — The present limits,

or zones, are as follows :
—

Main Line. Miles-

Norwood terminus to Lake avenue, Walpole, 5 . 25

Kendal street, Walpole, to Beach street, Foxborough, . . . 4 . 20

Pine street, South Walpole, to Leonard street, Foxborough, . . 4.20

Foxborough-Walpole town line to Foxborough-Mansfield town line, 5 . 28

State Hospital, Foxborough, to Mansfield terminus, . . . 4 . 00
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Wrentham Branch. Miles.

Foxborougli Common to Vine street, Wrentham, . . . . 2 . 90

Foxborough-Wrentham town line to Wrentham terminus, . . 2.317

East Walpole Branch.

Walpole Common to East Walpole, 2.4

These zones overlap, so that on through traffic between Nor-

wood and Mansfield only four fares, not fi\«, are collected. It

is proposed, under the plan filed, to have one zone on the Wren-

tham branch with no transfer privileges, instead of the two

present zones with the transfer privileges above described. It

is also proposed to eliminate the zone between the Foxborough-

Walpole and the Foxborough-Mansfield town lines. This will

not increase the number of fares for through traffic, but will

make necessary the payment of an additional fare for a ride

from any point on the main line between the Foxborough-Mans-

field town line and Leonard street, Foxborough, to any point

between the State Hospital, Foxborough, and the Walpole-

Foxborough town line or to any point between Pine street, South

Walpole, and the Norwood terminus, and vice versa.

After the filing of the above-mentioned notice the company,

after conference with citizens of the towns affected, agreed to

modify the proposed schedule of rates and the Commission

received formal notification to that effect on June 21, 1915.

The modification is as follows: —
In addition to the ticket books and school children special tickets set

forth in the notice, the Company proposes to issue strips of ten (10)

tickets for fifty cents, good for one ride within any fare limit when ten-

dered for a carriage beginning at a point which the car is scheduled to

pass before 8.30 a.m. and between the hours of 5 and 7 o'clock in the

evening.

The company estimates that the changes proposed, including

the above modification, will, if allowed and if there is no decrease

in traffic, produce about $10,000 additional revenue per year.

The total operating revenues for the year ended June 30, 1914,

were $93,978.31.

On April 27, 1915, the Commission suspended the operation

of the new schedule of fares until June 1, 1915, and later the

time of suspension was extended to August 20, 1915. Public

hearings were given on April 27 and May 8, at which the com-
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pany presented its case and remonstrances were offered by

selectmen, boards of trade and citizens of certain of the towns

affected. The Commission has, also, with the aid of its experts,

made its own independent investigation of the affairs of the

company.

History of the Company.

The Norfolk and Bristol Street Railway Company is the

successor of the Norfolk Southern Street Railway Company,

which was organized under the general laws on November 27,

1897. This latter company began operation in the spring of

1899, but on November 22, 1899, went into receiver's hands.

The liabilities at the time were as follows: —

Capital stock, $200,000

Funded debt, 125,000

Current liabilities, 168,000

Total, '
. $493,000

The capital stock had been approved by the Board of Railroad

Commissioners on February 10, 1898, and the bonds on May 31,

1899.

At the time of the receivership a syndicate was formed, made

up of the following unsecured creditors of the road (from a letter

of F. E. Snow to the Board dated January 2, 1902) :
—

National Shawmut Bank.

First Ward National Bank.

First National Bank of Provincetown.

American Loan and Trust Companj^

American Electrical Works.

Their claims aggregated $98,194.18. This syndicate advanced

money to the receiver on receiver's certificates to permit him to

continue the operation of the road — advancing in all some

$30,000 or $40,000 (Record, p. 96). Later, interest on the mort-

gage bonds was defaulted and the road was sold under order of

the court, on October 9, 1901, to the syndicate for $190,000.

It appears that this $190,000 represented the money advanced

to the receiver plus the amount paid by the syndicate to purchase

the outstanding bonds plus interest on the whole. In the Snow
letter, above cited, it is stated that the syndicate's investment

in the road on the date of the letter was
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Original unsecured claims, $98,194 18

Interest on same, November 22, 1899, to January 1, 1902,

at 5 per cent., 10,334 93

Amount paid to purchase bonds plus amount advanced on

receiver's certificates plus receivership expenses plus

$5,000 contributed as cash capital to Norfolk and

Bristol road, with interest at 5 per cent, to January

1, 1902, 192,641 48

$301,170 59

In a later letter (dated March 12, 1902) Mr. Snow claimed addi-

tional expenditures, amounting to $2,500, for appraisals and other

incidental expenses, making a total investment, as claimed by

the syndicate, of $303,670.59.

The Norfolk and Bristol Street Railway Company was organized

on October 23, 1901, and purchased the road from the syndicate

for $345,000 under the provisions of chapter 381 of the Acts of

1900. This act, now sections 144-147 of part III, chapter 463,

Acts of 1906, provides for the organization of new companies to

take over street railway properties sold at receivers' sales. It

contains the following provision :
—

The total amount of the capital stock of the company shall be fixed at

an amount approved by the board of raihoad commissioners, but which

shall not exceed the fair cost, as determined by said board, of replacing the

railway and property so acquired, less the amount of any outstanding

mortgages to which said railway and property may be subject in the

hands of the new company.

This act was fully discussed in the Middlesex and Boston case

(2d Report, P. S. C. pp. 119-120) and it was there decided by

the Commission that the purpose of the provision just quoted is

"to permit the new corporation to have such amount of capital

stock and debts as should fairly represent the replacement cost of

the property," and that it makes illegal any debts incurred in

excess of this amount and representing a part of the purchase

price, and likewise any interest payments upon such debts.

In this case the company, on November 5, 1901, petitioned the

Board for approval of $200,000 stock and $150,000 bonds to

be used to pay for the property purchased; but the bond peti-

tion was subsequently withdrawn without prejudice. The Board,

after an appraisal by its engineer, E. K. Turner, fixed the re-

placement cost at $337,000, to which should be added $5,000

cash capital contributed by the syndicate, and approved the

issue of $200,000 stock on March 12, 1902. The balance of the
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purchase price was covered by an issue of $150,000 short time

notes (Record, p. 98).

It thus appears that the amount of stock and debts of the

new company, allowing for the $5,000 cash capital contributed,

exceeded the replacement cost of the property, as determined by

the Board, by $8,000 and exceeded the total investment claimed

by the syndicate by $46,329.41. Under the ruling in the Middle-

sex and Boston case, $8,000 of the floating debt incurred in the

purchase was, therefore, illegal.

But this is not all. Some time after the new company began

operation, it was discovered that the rails and certain portions

of the car equipment had been purchased by the Norfolk South-

ern on a conditional bill of sale, a fact unknown at the time of

the receiver's sale. The Lorain Steel Company, assignee of the

Johnson Company, the unpaid vendor of this property, sued the

Norfolk and Bristol in tort for conversion and the Supreme

Judicial Court, on March 3, 1905, found (187 Mass. 500) that the

Steel Company was entitled to recover $21,800 plus interest from

June 10, 1902. The return for that year shows that $20,408.13,

representing the judgment on the rails, was charged to profit and

loss. Since no surplus existed at the time, the actual cash was

advanced by the syndicate on a note (Record, p. 100). How
the balance of the judgment was taken care of does not appear.

From these facts it is evident that, when the Board found

the replacement cost to be $337,000, it included in its estimate

property which had never actually been acquired by the com-

pany, which belonged to other parties, and which had cost

$21,800. The actual "fair cost, as determined by said board, of

replacing the railway and property so acquired," to use the

language of the act, was really about $315,200 and not $337,000.

Whether $21,800 of the debt incurred by the company in the

purchase was, therefore, illegal, in addition to the $8,000 above

mentioned, is a difficult question. It is unnecessary for the

Commission to decide it, however, because of what subsequently

took place.

In 1908 the company effected a noteworthy reduction of

liabilities. According to its statement, the earnings at that

time were so low that it was deemed advisable, in order to

facilitate a contemplated issue of bonds, to reduce the floating

liabilities to a certain extent; "so the holders of the notes can-

celled $69,000 of the notes and all of the accrued interest, which

had accrued at that time, making a total cancellation of liabili-

ties of over $140,000" (Record, p. 0). The returns for the year
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ended September 30, 1908, show that $69,408.13 "notes payable"

and $77,760.33 "accrued interest" were credited to profit and

loss during the year, a total of $147,168.46. It would seem

that this cancellation effectively disposes of any question relative

to illegal debt incurred at the time of the purchase. It is inter-

esting to note that the $46,329.41 by which the stock and notes

issued at the time of the purchase exceeded the total investment

claimed by the syndicate (see above), plus the $21,800 judgment

on the rails and other property, very nearly equals the face

value of the notes cancelled.

It appears that the company is still controlled, through the

ownership of stock, by the syndicate which was formed at the

time of the receivership (Record, p. 100). For a time, after the

reorganization," the road was managed by Stone & Webster, but

since 1904 the present management has been in charge. Up to

the present time there has been no increase in fares. One reason

for this may have been the fact that in the original grants of

locations in some, if not all, of the towns there were conditions

restricting the company to a fare of five cents within the town

limits (Record, p. 9). The following table shows the population

in 1900, 1905, 1910 and 1915 of the towns in which it operates

and the per cent, increase in each case from 1900 to 1915: —
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^
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This record shows that stockholders have never received any
dividends except in the years 1912 and 1913, when 3 per cent

was paid. Earnings steadily increased up to 1913, but have been

falling off since that year.

The Company's Investment Record.

^ The book assets and liabilities of the company on June 30,

1915, were as follows: —

•

Table B. — Norfolk and Bristol Street Railway Company, General Balance

Sheet as of June SO, 1916.

Assets.

Cost of railway'

:

Road and track, $231,398 22

Electric line construction, .... 51,507 72

Miscellaneous equipment, . . \ . 292 70

Total cost of railway owned, . . . $283,198 64

Cost of equipment

;

Cars and other rail equipment, . . . $41,112 15

Electric equipment of cars, .... 49,823 35

Total cost of equipment owned, . . 90,935 50

Cost of land and buildings

:

Land and buildings, $40,982 71

Power plant, 59,140 88

Total cost of land and buildings, . . 100,123 59

Total cost of permanent property, $474,257 73

Cash and current assets

:

Cash, $1,019 95

Accounts receivable, 700 52

Unexpired insurance, 1,020 30

Total cash and current assets, . . . 2,740 77

Miscellaneous assets:

Material and suppHes, $5,226 36

Sinking fund, 6,489 52

Total miscellaneous assets, . . .

——— 11,715 88

Grand total, $488,714 38

Liahilities.

Capital stock, $200,000 00

Funded debt, 200,000 00
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Current liabilities

:

Salaries and wages, $325 69

Accounts payable, 1,422 29

Total current liabilities, .... $1,747 98

Accrued liabilities

:

Taxes accrued and not yet due; 1,500 00

Profit and loss — surplus, 85,466 40

Grand total, $488,714 38

The records show that all of the stock and all of the bonds

were issued under the supervision and with the specific approval

of the Board of Railroad Commissioners, as follows: —

,000 original stock, approved on March 12, 1902.

150,000 mortgage bonds, approved on October 3, 1908.

50,000 mortgage bonds, approved on December 15, 1909.

$400,000 total stock and bonds approved.

There are no outstanding notes and only the small current

liabilities of less than two thousand dollars. Since the date of

the last bond issue, the returns indicate that the company has

made permanent additions and improvements to its property

costing $30,009. The funds for this purpose have been furnished

from surplus earnings.

The table included in the report of the Commission in the

Blue Hill case, decided July 31, 1915, shows that the book value

of the permanent property of the Norfolk and Bristol per mile of

track (all tracks computed as single track) is very low in com-
parison with the similar book values of other street railway

companies in the commonwealth, amounting, as it does, to a

total of only $21,627 per mile. A further test of the validity and
soundness of the company's investment is afforded by the report of

the engineer of the Commission dated August 9, 1915, and made
a part of the record of the case. In this report he has estimated

the cost of the property, starting with the cost of the original

railway in its depreciated condition in 1901, estimated at the

prices of material current in that year. The total cost of the

property according to his estimate is $449,837.30, which is about

$24,000 less than the total of "permanent investments" reported

in the company's balance sheet.
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In previous decisions, the Commission has taken the position

that "under Massachusetts law capital honestly and prudently

invested must, under normal conditions, be taken as the con-

trolling factor in fixing the basis for computing fair and reason-

able rates" (see Middlesex and Boston case, 2d Rep. P. S. C.

pp. 111-112). In this case the evidence is conclusive that the

total capitalization in stocks and bonds issued with the approval

of the Board of Railroad Commissioners represents "capital

honestly and prudently invested," and that this amount, $400,000,

should be taken as the amount upon which a fair return must be

reckoned, unless deduction should be made because of failure to

make due provision for depreciation. This question was dis-

cussed by the Commission at some length in its recent decision

in the Blue Hill case. As the failure of the Norfolk and Bristol

company to make adequate provision for depreciation (herein-

after considered) does not appear upon all the evidence to be due

to the payment of unwarranted dividends or to be otherwise

attributable to mismanagement, in determining the revenues to

which it is entitled, allowance should be made, in accordance

with the principle set forth in the Blue Hill case, for an amount

equal to a fair return upon the investment of $400,000 without

deducting the accrued depreciation.

The Need for Additional Earnings.

The income record given above in table A shows that the net

divisible income each year since 1909 over and above operating

expenses and fixed charges has been as follows: —

Year.

1909, .

1910 (9 months),

1911, .

1912, .

1913, .

1914, .

1915, .

Amount.
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financial results of the company's operation unless it appears that

adequate provision has been made for the accumulation of a proper

depreciation reserve and other necessary surplus funds. It is

important also to determine whether the net earnings have been

reduced through unwise or improper expenditures, and to what

extent the financial showing of the company might be improved

by greater economies of management and operation.

(1) Expense in connection with the Norwood, Canton and

Sharon. — The Norwood, Canton and Sharon Street Railway

Company is a small road with about six miles of track, operating

in territory adjacent to the Norfolk and Bristol and connecting

with it at Norwood. Counsel for the Norfolk and Bristol ex-

plained its relations with this company as follows:

Some time prior to January, 1913, Mr. Cavanaugh, as General Man-
ager of Norfolk and Bristol Street Railway Company, arrived at an under-

standing with the directors of the Norwood, Canton and Sharon Street

Railway Company under which it was provided that the Norfolk and

Bristol would do the business of operating the Norwood, Canton and

Sharon. That is, it would allow Mr. Perry, its Superintendent, and Mr.

Cavanaugh to use a part of their time in managing and superintending

the operation of the Norwood, Canton and Sharon. In return for this

the Norwood, Canton and Sharon was to pay the Norfolk and Bristol

such sum per year as should thereafter be agreed upon, or if the parties

faUed to agree such sum as should be arrived at by arbitration. This was

an informal oral understanding contemplating a subsequent incorpora-

tion into a written agreement when the parties had arrived at a settle-

ment as to all the terms.

Pursuant to this understanding Mr. Perry and Mr. Cavanaugh have

exercised the duties of Superintendent and Manager of the Norwood,

Canton and Sharon since January, 1913. Mr. Perry has had charge of

the employes of the Norwood, Canton and Sharon, has kept account of

their time, paid them, has supervised the conduct of transportation, main-

tenance and equipment. Mr. Cavanaugh has acted as Manager, has kept

books, certified bills and has done the general acts of Manager. So far,

no payment has been made to the Norfolk and Bristol for these services,

and no bills have been rendered therefor. It remains for the parties to

arrive at an agreement as to what is a reasonable price to be paid for

these services, and then the Norfolk and Bristol will charge the Norwood,

Canton and Sharon for them. This is really a source of income which is

used to reduce the management expenses of the Norfolk and Bristol.

Over the same period of time the Norfolk and Bristol has sold supplies

to the Norwood, Canton and Sharon and has furnished it with cars in

emergencies. All of the equipment rented and all supplies furnished have

been charged for at definite rates and an itemized bill rendered each month
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which has been paid in due course by the Norwood, Canton and Sharon.

The total amounts of the bills rendered from 1913 have been as follows: —
January 1, 1913, to December 31, 1913, $518 74

January 1, 1914, to December 31, 1914, 842 68

This arrangement is novel in its provisions. The statutes

provide, in the case of connecting street railway companies, that

they "may contract that either company shall perform all the

transportation upon and over the whole or any part of the rail-

way of the other," but the terms of the contract must be ap-

proved by this Commission before it can be valid or binding

(St. 1906, c. 463, part III, sect. 55). They also provide that one

company may permit another "to operate cars over its tracks to

such extent and under such rules and regulations" as this Com-
mission shall determine to be "consistent with public safety"

(Ditto, sect. 36). But this arrangement does not fall in either

category. Under it the Norwood, Canton and Sharon has for

two and one-half years been managed by the officers of the

Norfolk and Bristol and is in debt to the latter company for

the services rendered. In reality, therefore, the operating ex-

penses of the Norwood, Canton and Sharon and the income of

the Norfolk and Bristol have both been understated during this

period by the amount of the reasonable compensation for these

services. The salaries of Mr. Cavanaugh and Mr. Perry aggre-

gate $6,000. Prorated on the basis of gross earnings, the share

of the Norwood, Canton and Sharon would be about $660 a

year. The records show also that the Norfolk and Bristol charges

the Norwood, Canton and Sharon at the rate of 1.5 cents per

car mile for rent of equipment, while it actually costs the Norfolk

and Bristol at least 2.8 cents per car mile for maintenance of

equipment. The amount involved, however, is trifling.

While the matter is not of large consequence from the money
point of view, the transactions between the companies have

undoubtedly been carelessly handled. There was, we feel, no

good reason for the failure to adjust relations on a cash basis

from the start. It surely was not good business, in view of the

financial status of the Norwood, Canton and Sharon, to allow

matters to drift for so long a time without any adjustment at

all. It is clearly incumbent on both companies to reach a speedy

agreement, to settle past accounts, and to adjust their relations

on a definite cash basis for the future, so that the true operating

expenses on the one hand, and the true income on the other,

may appear. Any such contract should, in our judgment, be in
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writing, and should be filed with the Commission. Notice to

that effect will be given by the Commission to the operating

companies in the commonwealth.

(2) Relations with the East Taunton Street Railway Company. —
It also appears that there are numerous inter-company trans-

actions between the Norfolk and Bristol and the East Taunton

Street Railway Company, a small company operating about 11|

miles of track, of which the general manager of the Norfolk and

Bristol (M. A. Cavanaugh) is president. In that capacity he

receives a salary of $400 a year, but states that he gives little

time to the work. From time to time equipment is rented and

supplies sold to the East Taunton by the Norfolk and Bristol,

for which monthly accounts are supposed to be rendered.

These transactions, also, have been handled carelessly. They

are not recorded in the books, except in the cash book when

payments are made by the East Taunton company. Under such

a system it would be strange if errors did not frequently occur,

and there is, indeed, evidence that the Norfolk and Bristol has

not always been properly reimbursed for the supplies which it

has furnished (see report of the chief accountant of the Com-
mission dated August 3, 1915, and made a part of the record of

the case). The Commission recommends that all charges against

the East Taunton company or the Norwood, Canton and Sharon

company, or any other company, be entered in explicit form in

the journal and posted to a ledger account. The inter-relations

of ownership and management of these companies are such as to

demand that accurate and proper methods of accounting be

employed for all inter-company transactions.

(3) The salary of the general manager. — At the public hearing

some comment was made in regard to a charge of $9,600 to

profit and loss in 1913, representing an adjustment of back salary

of the general manager. The company's explanation is as

follov/s :
—

Mr. Cavanaugh took charge of the road in 1904, but the amount of

his salary was not determined. During the first four years he received

two thousand dollars ($2,000) per year, and during the next four years he

received thirty-six hundred dollars ($3,600) per year. In 1912 it was

agreed that his salary should be four thousand dollars ($4,000), and the

difference between that amount and what he had already received was

made up by the payment of nine thousand, six hundred dollars ($9,600)

which appears in the accounts of 1913. This was charged to Profit and

Loss as a proper deduction from that part of the surplus which represented

accumulated earnings.
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In view of the size of the company and its low earnings, this

payment may be open to criticism, but inasmuch as it was made
out of surphis funds it has no direct bearing upon the present

need for additional earnings. Criticism was also made of the size

of the salary. It is undoubtedly somewhat large, as salaries in

such small companies go.

(4) Automobile expenses. — The company owns one three-ton

motor truck, one Carhartt runabout, one Carhartt five-passenger

touring car and one Pierce-Arrow seven-passenger touring car,

costing respectively, $1,525, $1,120, $2,300 and $1,506. Part

of these costs were charged to new equipment and part to

operating expense. The total charge for maintenance of the

company's automobiles, including insurance, was $1,604.80 in

1914 and $2,262.49 in 1915. Both touring cars are kept, we are

informed, at 162 Harrishof street, Boston, the residence of Mr.

Cavanaugh.

It is apparent that the company is overloaded with unnecessary

automobile equipment. Automobile depreciation is very rapid

and maintenance charges are so large that the number of auto-

mobiles purchased should be carefully restricted to the needs of

the service. The purchase and use of automobiles by the officials

of most well-managed municipalities are surrounded with salutary

restrictions. A similar standard in the interest of the economical

management of their properties must be required of public service

companies. Judged by the needs of the service and the practice

of other companies, the motor truck and the runabout kept on

the company's premises at Foxborough are sufficient for all legit-

imate requirements of the Norfolk and Bristol company. If

the company's automobile equipment were confined to these cars

it would result in an annual saving in maintenance and deprecia-

tion charges of not less than $1,500 to $2,000.

(5) The company's accounting methods. — Notwithstanding

the fact that a majority of the entries in the company's books

are correctly made, there is evidence of carelessness and lack of

knowledge of the classification prescribed for street railway

accounts. Certain payments have been made without vouchers,

and some of the vouchers are so lacking in explicit information

as to be of little value. Specific instances are given in the report

(above mentioned) of the chief accountant. The company's

accounts for the year ended June 30, 1915, also show thirteen

monthly payments to the general manager instead of twelve.

As there does not appear to be a lap-over from the previous year

the last monthly payment obviously belongs to the year begin-
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ning July 1, 1915. By reference to the last annual return sub-

mitted it appears, also, that the company neglected to report

the number of automobiles owned, although it mentioned the

auto truck. All automobiles should be entered in the returns

under miscellaneous equipment.

The chief accountant has made an analysis of the company's

returns for 1914 and 1915 and has found a large number of

cases where distributions have been incorrectly made as between

property charges and operating expense and also between the

different subdivisions of operating expense. These errors of dis-

tribution need not be described in detail as they are explained

in his report, which, as already stated, is a part of the public

record of the case. Specific mention, however, should be made of

the fact that the entire salary of the general manager, and a

portion of the salary of the superintendent, has been charged to

maintenance. The salaries of these two officials should clearly

be charged to general and miscellaneous expense, in accordance

with the uniform system of accounts for electric railways pre-

scribed by the Interstate Commerce Commission. The com-

pany's allocations of these salaries to maintenance has to that

extent swollen the amount properly chargeable to the mainte-

nance account. The following table, prepared by the chief

accountant, shows the company's returns for 1914 and 1915 as

compared with the corrected amounts under each subdivision of

the classification: —

Table C. — Comparative Income Statement of the Norfolk and Bristol

Street Railway Company for the Years 1914 (^nd 1915, showing the

Operating Accounts as distributed by the Company compared with a

Distribution as per the Classification effective July 1, 1914-
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Table C. — Comparative Income Statement of the Norfolk and Bristol

Street Railicay Company for the Years 1914 and 1913, etc..— Con.

Equipment:
Superintendence,
Maintenance of power equipment,
Maintenance of cars and locomotives
Maintenance of electric equipment,
Miscellaneous equipment expenses,
Depreciation

Total maintenance of equipment.

Power:
Maintenance of power equipment.
Power plant employees,
Fuel for power, ....
Other power supplies and expenses,
Power purchased.

Total power expenses,

Transportation

:

Superintendence,
Conductors and motormen.
Miscellaneous expenses.

Total transportation expenses,

General and miscellaneous:
General expenses.
Injuries and damages,
Insurance,
Store, garage and stable expense.
Rent of tracks and terminals, .

Total general expenses, .

Total operating expenses.

Net operating revenue, .

Miscellaneous income:
Interest on deposits, .

Interest on bonds in sinking fund.

Total miscellaneous income, .

Gross income less operating expenses.

Deductions from income:
Taxes on real and personal property.
Taxes on earnings, ....
Miscellaneous, .....
Interest on funded debt, .

Total deductions.

Net divisible income,

Gross operating revenue.

Operating expenses, ....
Percentage of operating expenses to operating
revenue,

Maintenance of way,
Maintenance of equipment,

Per cent, of gross revenue,

1914.

As Per
Returns

of
Company.

$1,890 78
542 77

6,404 49
6,100 91

1,410 87

$16,349 82

$4,080 80
11,352 05

138 59
381 40

$15,952 84

$22,398 71

4,708 34

$27,107 05

$2,458 48
1,054 49
3,414 23

704 73

$7,631 93

$79,247 46

$14,730 85

$269 51

$269 51

$15,000 36

$1,045 43
1,969 34

49 67

10,000 00

$13,064 44

$1,935 92

$93,978 31

$79,247 46

84.32

$12,205 82
16,349 82

$28,555 64

30.38

As Per
Classi-
fication

July 1.

$4,334 49
6,100 91

200 79
2,070 00

$12,706 19

$542 77
3,756 80
11,352 05

138 59
381 40

$16,171 61

$22,398 71

3,419 34

$25,818 05

S8,181 96
1,054 49
1,185 00
1,494 10
704 73

$12,620 28

$75,511 SO

$18,466 51

$269 51

$269 51

8,736 02

$1,045 43

1,909 34
49 67

10,000 00

$13,064 44

$5,671 58

$93,978 31

$75,511 SO

80.35

$8,195 67
12,706 19

$20,901 86

22.24

As Per
Figures

submitted

Company.

$348 00

4,113 95
3,818 85
2,396 47
2,167 49

$12,844 76

$3,760 84

9,786 06

$13,546 90

$468 00
21,109 94
4,150 02

$25,727 96

J18,170 97
2,299 85
1,185 01

1,102 13

$12,757 96

$71,804 34

$16,630 76

$116 17
200 00

$316 17

6,946 93

^
$3,068 44

10,000 00

$13,068 44

$3,878 49

$88,435 10

$71,804 34

81.19

$6,926 76
12,844 76

$19,771 52

22.36

As Per
Classifi-

cation
effective

July 1,

1914.

$4,113 95
3,818 85

2,167 49

$10,100 29

$156 66
3,436 84
10,092 15

111 92
642 87

$14,440 44

$21,109 94
4,362 10

$25,472 04

$8,524 72
2,299 85
1,185 01
2,138 74
459 26

$14,607 58

$70,971 01

$17,464 09

$116 17

200 00

$316 17

$17,780 26

$3,068 44

10,000 00

$13,068 44

$4,711 82

$88,435 10

$70,971 01

80.25

$6,350 66
10,100 29

$16,450 95

18.60
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Other criticisms of the accounting methods have been made
by the chief accountant. It is evident that the books, in their

present form, are unsuited to show the operating accounts as

they appear in the classification adopted by the Commission as

of July 1, 1914, and it is recommended that a new set of books

be opened by a competent auditor which will contain all the

accounts necessary to furnish correctly the information now
required in the annual return. Vouchers should also, in the

future, be issued for all payments, should be in sufficient detail

to explain the transactions involved, and should be approved by
the superintendent or the treasurer of the company before pay-

ment is made.

The present bookkeeper of the company receives a salary of

ten dollars a week and an additional sum of about ninety dollars

has been paid during the year 1915 for services in connection

with the keeping of the books. For an additional expenditure

of three or four hundred dollars a year the services of a book-

keeper who could properly handle the accounts of this small

company could easily be obtained. The employment of a com-
petent bookkeeper would make possible various economies which

would more than offset the additional expenditure required.

The Commission recommends that such an appointment be made
as soon as practicable and that all the company's current books

of account be kept on its premises at Foxborough. A correct

method of accounting by public service companies is a funda-

mental requirement for proper public regulation, especially

where, as in this commonwealth, the investment rather than the

reproduction cost is taken as the controlling basis for fixing

rates.

(6) Maintenance expense. — It was urged that the main-

tenance charges of the company have been abnormally high

during the past few years, especially in 1914, and that they are

likely to decrease, thus leaving a larger margin available for

dividends. The returns of the company for the thirteen years

from 1902 to 1914, inclusive, and advance figures furnished by
the company for the 1915 year show the following expenditures

for maintenance of way and structures and maintenance of

equipment, stated in dollars and in percentage of operating

revenue: —
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Table D.

Year.
Maintenance
of Way and
Structures.

Maintenance
of

Equipment.
Total. Per Cent.

1902,

1903,

1904,

1905,

1906,

1907,

1908,

1909,

1910 (9 mos.),

1911,

1912,

1913,

1914,

1915,

Averages,

S2,190 72

2,723 47

3,955 29

14,287 89

13,902 81

7,256 42

3,212 08

4,156 09

3,551 13

10,618 69

11,883 09

10,894 68

12,205 82

6,926 76

S3,655 45

4,804 74

11,159 22

9,951 66

11,442 32

6,701 20

2,796 22

7,543 98

8,782 51

10,674 22

14,922 75

15,635 50

16,349 82

12,844 76

S5,846 17

7,528 21

15,114 51

24,239 55

25,345 13

13,957 62

6,008 30

11,700 07

12,333 64

21,292 91

26,805 84

26,530 18

28,555 64

19,771 52

14.82

13.76

30.02

43.50

37.20

20.22

8.51

15.56

21.68

23.26

28.70

27.63

30.38

22.36

S7,697 49 89,804 60 $17,502 09 24.43

It appears from Table C, given above, that the company's

reports for the years 1914 and 1915, as corrected by the chief

accountant of the Commission, would show a total maintenance

expense for 1914 of $20,901.86, instead of 128,555.64 and for

1915, $16,450.95, instead of $19,771.52 as reported by the com-

pany. While it has been impracticable to- make a similar de-

tailed investigation of the company's accounts for previous years

there can be no question that many of the amounts and per-

centages which appear above in Table D do not reflect true

maintenance, as they include expenditures which should have

been otherwise classified.

Twenty per cent of operating revenues is sometimes taken as

a rough estimate of the proportion necessary to cover mainte-

nance of way, structures and equipment and depreciation under

average conditions. (See the discussion of this question in the

Blue Hill case decided })y the Commission July 31, 1915.) Upon

this assumption it would seem that if the returns of the Norfolk

and Bristol were correct it had made adequate provision for this

purpose. The company's returns, however, for the reasons above

stated cannot be considered a trustworthy guide in this respect.

Moreover, this test applies only to that form of depreciation
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which arises from wear and tear and is at best rough and in-

accurate. It is particularly questionable when applied to a

small road with relatively low gross earnings.

The company had accumulated no depreciation reserve, as

such, until 1915, when the sum of $2,167.49 was charged to that

account. The returns, however, indicate that the company since

the date of the last bond issue (December 15, 1909), has made
additions and improvements to its property costing $30,009

out of surplus earnings. This amount, as well as the smaller

amount charged by the company to the maintenance account

but representing in fact additions and improvements, is really

equivalent to a depreciation reserve fund so long as it remains

uncapitalized ; and the same is true of the sinking fund, amount-

ing to $6,489.52, which has been set aside for the payment of

the outstanding bonds and which must be increased at the rate

of $2,000 per year until the date of their maturity in 1928.

The report of the engineer of the Commission, already referred

to, estimated the depreciation as of June 1, 1915, at $165,782.64,

divided as follows :
—

Railway, •
. . $88,566 37

Equipment, 27,370 GO

Land, buildings, etc., 49,846 27

$165,782 64

This is an outside estimate based on observation of the prop-

erty. A deduction of this amount from $449,837.30, the en-

gineer's estimate of total cost, would make the depreciated

value $284,054.66. As compared with the capitalization of

$400,000, the total depreciation on this basis amounts to $115,-

945.34 and this amount is partially offset by the sinking fund of

$6,489.52 and the depreciation reserve of $2,167.49 already re-

ferred to. Despite the fact, therefore, that the company, out

of its total net earnings has paid out only $6,000 in dividends

to its stockholders and has apparently turned back over $30,000

into the property, it appears that the property may have de-

preciated in value to the amount of nearly $110,000 as compared
with the investment of $400,000.

The accumulation of a depreciation reserve or surplus fund

equal to the entire amount of the estimated depreciation is

perhaps more than good business policy necessarily requires; but

the evidence demonstrates, we think, that while the Norfolk

and Bristol has made sovie provision for depreciation, it has not

made due provision.
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The inspection department of the Commission reports that the

track, rolling stock and power equipment are in fair condition.

The power station, it appears, is not only well designed but

very well maintained. The following is an extract from a report

of that department in regard to track conditions which has

been made a part of the record of the case: —

•

The track was originally built in 1898 and is in fair condition generally.

The records of the company in regard to the renewals of ties, poles, etc.,

are very incomplete, but it would appear that about one-half of the origi-

nal poles are still standing and it seems probable that a very large pro-

portion of the original ties are still in the ground. Practically no rails

and only a small proportion of the trolley wire have been renewed. Some
parts of the roadbed need new ballast.

The department estimates about $14,000 as the average ex-

penditure which should henceforth be made each year for several

years to come "in order to maintain tracks and overhead struc-

tures in a safe and proper condition."

The average expenditure of the company for maintenance and

depreciation of equipment during the past two years has been

about $11,000. We are of the opinion that an annual expendi-

ture of not less than that amount is necessary in the future in

order to maintain the equipment in good operating condition.

It may be assumed, therefore, that the company should here-

after expend about $14,000 a year for maintenance of way and

structures and about $11,000 for maintenance and depreciation

of equipment, which would represent a total maintenance ex-

pense of $25,000 a year. The importance of proper expenditures

for maintenance and due provision for depreciation cannot be

too strongly emphasized. As the Commission said in the Mid-

dlesex and Boston case (2d Rep. P. S. C, p. 134), "Deprecia-

tion is as much an operating charge as are the wages of motor-

men. If ignored, financial ruin is certain to result."

The corrected returns of the company for 1914 and 1915,

given above in Table C, show for the year 1914 a surplus of

$5,671.58 after the payment of maintenance charges to the

amount of $20,901.86, and for the year 1915 a surplus of

$4,711.82 after the payment of maintenance and depreciation

charges to the amount of $16,450.95. It appears, therefore, that

if the company had expended $25,000 a year for maintenance

and depreciation during the past two years it would have shown

a deficit for that period of $2,263.79 or $1,131.89 a year.

In order to make up this deficiency and to permit of a per
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cent return to its stockholders, the company must show an

increase of more than $13,000 over its average net earnings for

the past two years. If it be assumed that a reduction of the

company's automobile expenses and a proper adjustment of its

relations with the Norwood, Canton and Sharon Street Railway

Company, together with other possible economies of operation,

would effect a saving of about $2,500 a year, the company
would appear on this basis to be entitled to an additional rev-

enue of something over $10,000 a year.

It was urged at the hearing that the company is suffering at

"the present time from the effects of a period of financial de-

pression, and that the exigencies of a temporary situation at this

time ought not to be regarded as a reason for permanent in-

crease in rates. There is some force in the contention. In its

report on "Transportation in the Metropolitan District," made
to the general court on April 9, 1915, the Commission said: —

In the first place, without undertaking to analyze or pass judgment

upon the present financial condition of the Boston Elevated company, it

seems clear that the disturbance in general business conditions which has

been prevalent makes present results from the operation of that com-
pany an untrustworthy guide a,s to its underlying financial strength.

It would be unwise to base any conclusion as to the need for a revision

of fares upon a showing made in a period of general financial depression

and still more unwise to adjust such a revision to the apparent exigencies,

if there be any, of a situation which may be temporar}^ onlj^

Broadly speaking, we hold that the normal earning power of a

company, so far as it can be ascertained, should in general be

the controlling basis in adjusting rates. Abnormally good earn-

ings in times of special prosperity ought not to be taken as a

basis for ordering reductions in rates, nor should abnormally

poor earnings in times of financial depression be taken as a basis

for confirming increases.

In this case, however, while prevalent financial conditions

have no doubt been one reason for the poor showing in 1914 and

1915, the evidence does not indicate that the return to the

stockholders, allowing for depreciation and an accumulation of

proper surplus funds, would have been adequate if the earnings

had been more nearly normal. With a steady increase in popu-
lation in the territory served and improving business conditions

and with economies in operation or management it is possible

that the company could in the future earn an adequate return

without an increase in rates, but the Commission upon the evi-
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dence would not be justified in refusing an increase because of

such speculations. The opportunity to reduce rates at any time

if earnings prove excessive is, of course, always open.

Upon the evidence, therefore, the Commission finds that the

need of additional earnings has been demonstrated.

The Six Cent Fare.

The company proposes to substitute for the present five-cent

fare a six-cent regular cash fare, a five and one-half cent ticket

fare at all hours of the day, and a five-cent workingmen's ticket

fare at specified hours in the morning and evening. It also pro-

poses to change somewhat the present arrangement of fare zones,

to restrict present transfer privileges, and to charge one cent for

every transfer issued.

The company has estimated the additional revenue likely to be

derived from these changes at a trifle less than $10,000 per year.

The estimate is based on the fares collected in the year ended

December 13, 1914, and is made up on the assumption that the

changes wall not produce a decrease in traffic. There is evidence

that this assumption is likely to prove incorrect. Data collected

by the Commission show that, where companies have changed

from the five to the six-cent unit, traffic has usually fallen off. The

following table shows the number of revenue passengers carried

by such companies in the year before and in the year after the

change was made: —

Before. After.

Blue Hill

Boston and Worcester,

Brockton and Plymouth, .

Concord, Maynard and Hudson,

Connecticut Valley, .

Lexington and Boston,

Newton and Boston, .

1,680,543
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mate, apart from the question of traffic, seems to have been

made up on reasonable assumptions. It has been assumed, for

example, that 40 per cent of the passengers carried will use the

workingmen's tickets in the morning and evening and that 25

per cent of the remainder will use the five and one-half cent

tickets. In view of the facts above stated, the Commission is of

the opinion that the change will not result in an increase of

earnings in excess of $10,000 and that it is, indeed, most unlikely

to reach that point. Nor do we feel that such an increase, upon

the evidence, is unjust or unreasonable. So far, therefore, as the

essential features of the proposed new schedule are concerned,

they have the approval of the Commission.

The Restrictions in the Location Grants.

It has already been stated that the original location grants

in most, if not all, of the towns in which the road operates con-

tain clauses restricting the fare to five cents for any ride within

the limits of the town. The clause in the grant in the town of

Walpole (a copy of which has been made a part of the record of

the case) reads as follows :
—

29. The rate of fare shall not exceed the sum of five cents for any
distance in one continuous trip within the limits of said town for an}'-

passenger.

Counsel for the town of Walpole have asked us to make a definite

ruling with respect to the legal force and effect of this provision.

The question was fully discussed by the Commission in the

Middlesex and Boston case (2d Report P. S. C, pp. 102-5) and
it will suffice to repeat the ruling made in that case: —
The Commission rules as a matter of law that any alleged conditions

or limitations as to fares contained in original grants of locations or grow-

ing out of agreements or attempted agreements between municipal au-

thorities and the petitioning railway company or any of its antecedent

constituent corporations are not vafid and controlling as against the

rate-making power now vested in this Commission by the Public Service

Act.

The Minor Changes.

While, as above stated, the essential features of the proposed

new schedule have the approval of the Commission, the case is

not so clear in regard to some of the minor changes which are

proposed.
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(1) l^hc charge for transfers. — The company proposes to

make a charge of one cent for every transfer issued. It does not

estimate that the total revenue from this source will exceed $500

per year, and the reason for the charge was stated by the super-

intendent, Mr. Perry, as follows (Record, p. 33) :
—

Q. Will you tell the Commission why you want to charge one cent?

A. We want to put a cash \&\\xe on the transfer and add to the rev-

enue. We find a great manj^ people will take a transfer and not use it.

They simply get it because somebody else gets one. A great many times

you will see transfers in the street, and often you will find them on the

car floors.

Transfer privileges are granted because of the necessity of chang-

ing cars at certain points. If the total length of ride which can

be secured by the use of such a privilege is no longer than can be

secured upon other parts of the system, where cars are routed

through, we fail to see justice in charging for the transfer. It

would mean that a passenger using such a transfer would be

subject to two additional burdens in comparison with a passenger

on a through route; first, the necessity of changing cars and

second the charge for the transfer. In this case, the two transfer

privileges which the company proposes to grant in connection

with the East Walpole branch would give a total length of ride

of 3.1 miles in one direction and of 4.73 in the other. These

distances are about the same as the distances between fare limits

on the main line. Under these circumstances we think that the

transfer charge is not justified.

(2) The sale of ticket books. — The company proposes to sell

books of 50 and 100 tickets, good at all hours of the day, at the

rate of five and one-half cents each. The purpose of these tickets,

presumably, is to encourage traffic and give persons residing on

the line and using it frequently an advantage over more infre-

quent users. Under the system proposed, however, this advan-

tage is open only to persons who are in a position to invest at

one time in at least 50 of those tickets. While this is not clearly

unreasonable we feel that it is desirable, as a uniform principle,

that special tickets like these should be made available upon

payment of a comparatively small sum and that the company

in this case should sell books of 18 tickets for $1.00 as well as

books of 50 tickets for $2.75. It should be said that this change

will probably have the effect of increasing the use of these tickets

and of reducing to that extent the increase in income expected

by the company from the new rates.
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(3) The change in fare zones and abolition of transfer privi-

leges. — The company proposes, in the first place, to reduce the

number of fare zones on the Wrentham branch from two to one

and to abolish the present transfer privileges between the Mans-

field-Foxborough and Foxborough-Walpole town lines and the

Wrentham town line, believing that the distance from Fox-

borough to Wrentham is "not long enough to justify that con-

tinuing as a two-fare zone at six cents." (Record, p. 136.)

This change, we think, is reasonable. The reduction in the

number of zones fairly offsets the loss of transfer privileges.

In the second place, the company proposes to abolish the

present fare zone from the Mansfield-Foxborough to the Fox-

borough-Walpole town line and also to do away with the present

transfer privilege between the Foxborough-Walpole town line

and Diamond street, Walpole, on the East Walpole branch. It

appears that these changes will have a trifling effect upon the

company's revenue and that they are proposed largely from the

point of view of convenience. The necessity for them has not,

in the opinion of the Commission, been sufficiently demonstrated.

If in the future, the company wishes to make these changes and

believes that it can present to the Commission convincing reasons

therefor, the opportunity is, of course, open at any time.

ORDER.

Notice of the Norfolk and Bristol Street Railway Company rela-

tive to increase in rates of fares and adjustment of fare limits

and transfer privileges.

It appearing that on April 27, 1915, an order was entered

suspending until June 1, 1915, the rates and charges stated in

the schedule described in said order; and that said rates and

charges were further suspended to August 30, 1915, by successive

orders dated respectively May 25, 1915, June 28, 1915 and July

29, 1915; and

It further appearing that a full investigation of the matters

and things involved has been had, and that the Commission on

the date hereof has made and filed a report containing its find-

ings of fact and conclusions thereon, which said report is hereby

referred to and made a part hereof; it is

Ordered, That the Norfolk and Bristol Street Railway Com-
pany be hereby notified and required to establish on all its, lines,

within thirty days of the date hereof, upon not less than five

days' notice to the Commission and the general public, by filing
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and posting in a conspicuous manner in its waiting rooms and

cars, in the manner prescribed in section 20, of chapter 784 of

the Acts of 1913, a schedule readjusting its rates and fare limits

for the transportation of passengers in accordance with its peti-

tion filed with this Commission on March 12, 1915, and modi-

fication thereof filed June 29, 1915 (providing for the issue of

certain limited tickets), except in the following particulars: —

1. Substitute in lieu of the proposed one hundred-ride ticket book for

five dollars and fifty cents, a strip or book of eighteen tickets to be sold

for one dollar, each ticket to be good for one six-cent cash fare at any

time.

2. Continue the existing fare zone between the Walpole-Foxborough

town line and the Foxborough-Mansfield town fine.

3. Efiminate the proposed charge for transfers.

4. Continue the existing transfer arrangement between the corner of

Beach and North streets in the town of Foxborough and the corner of

East and Diamond streets in the town of Walpole.

It is

Further Ordered, That the Norfolk and Bristol Street Railway

Company be and is hereby notified and required to cancel the

rates and charges and changes of fare limits and transfer priv-

ileges stated in the schedule specified in said orders of suspen-

sion, so far as they are inconsistent with the basis of fares herein

prescribed.

It is

Further Ordered, That a copy of this order be filed with said

schedule at the office of the Commission, and a copy hereof be

forthwith served upon the Norfolk and Bristol Street Railway

Company.
By the Commission,

ANDREW A. HIGHLANDS,
[P. S. C. 907.] Secretary.
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THE STOCK TICKER CASE.

Petition of Calvin H. Foster concerning inability to obtain "ticker"

service from the Gold and Stock Telegraph Company and

The United Telegram Company.

[P. S. C. 1084.]

Decided September 7, 1915.

P. H. Kelley and J. L. McLean for Calvin H. Foster.

Arthur Lord for The Western Union Telegraph Company,
lessee of the Gold and Stock Telegraph Company.

C. F. Parker for The United Telegram Company.

REPORT.

This petition was filed on March 4, 1915. The petitioner asks

the Commission to order the respondents, one or both of them,

to install a "ticker" or "tickers" in his office in Boston and to

furnish him with the continuous quotations of the New York
Stock Exchange in the same manner and for the same price as

the respondents furnish them to others. A public hearing was

held on April 21, 1915.

The respondents filed separate answers (The Western Union

Telegraph Company, as lessee, answering for the Gold and Stock

Telegraph Company) and both ask that the petition be dis-

missed for the reasons, —
First, that the Commission is without jurisdiction over the

subject matter of the petition, the same being within the sole

jurisdiction of the Interstate Commerce Commission under the

acts of Congress.

Second, that the respondents have no legal right to deliver the

quotations desired to persons other than those approved by the

New York Stock Exchange, as provided in the contract which

each of the respondents has with said exchange.

In his petition Mr. Foster alleges that he has been engaged

continuously in the stock brokerage business in Boston for about
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twenty-five years; that during all that time until the latter part

of December, 1914, he had tickers furnishing him with the quo-

tations of both the New York and the Boston stock exchanges;

that in December, 1914, the tickers furnishing the New York
quotations were removed; that he has been unable since then to

secure this service; that the respondents have stated that they

will not furnish the service unless the application is approved by
the Committee on Quotations of the New York Stock Exchange;

that he has appeared before said committee in New York on two
separate occasions and has given full particulars in regard to his

business, answering every question asked; that, so far as he

knows, said committee has not yet taken action on his applica-

tions; that he has been an approved correspondent of a member
of the New York Consolidated Stock Exchange since the year

1907 and is now a member of that exchange; that, in conducting

his business, he has always complied with the laws of this com-
monwealth; that he does not desire the quotations and service

for any unlawful or improper use, but for use in his legitimate

brokerage business in Boston; and that his business will suffer

irreparable damage if he is unable to procure them.

These allegations were not denied by the respondents. They
stated, however, that the New York Stock Exchange had noti-

fied them that the petitioner's applications had been disapproved

but did not furnish the Commission with the reason or reasons

for such disapproval. It appears that the petitioner's office is

within the district supplied by the respondents with said quota-

tions and service and that he is ready and willing to pay the

same price that other patrons of the respondents pay and to

comply with all reasonable rules and regulations applying

thereto. It does not appear that the respondents, or either of

them, have questioned the right of the New York Stock Ex-

cha,nge to disapprove the petitioner's applications without stating

the reason or reasons therefor. Nor does it appear whether or

not said exchange was notified by the respondents, or either of

them, of this proceeding. The exchange was not represented at

the hearing.

The Commission's jurisdiction over the subject matter of the

petition, if any it has, is under section 2, chapter 784 of the

Acts of 1913, which reads, in part, as follows: —
The Commission shall, so far as may be necessary for the purpose of

carrying out the provisions of this or any other act, have general super-

vision and regulation of, and jurisdiction and control over, the following
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services, when furnished or rendered for public use within the common-
wealth, and all persons, firms, corporations, associations and joint stock

associations or companies, hereinafter in this act coUective'y called com-

mon carriers and severallj^ called a common carrier, furnishing or rendering

any such service or services.

The transmission of intelligence within the commonwealth by elec-

tricity, by means of telephone lines or telegraph lines or anj^ other method
or system of communication, including the operation of all conveniences,

apphances, instrumentalities, or equipment utilized in connection there-

with or appertaining thereto.

Both of the respondents are foreign corporations. The Gold

and Stock Telegraph Company was organized in August, 1867,

under the laws of the State of New York, for the purpose "of

constructing, using, maintaining, owning and operating tele-

graph lines". Its business is the establishment and operation

of plants, or what are generally known as "stock telegraph sys-

tems", in various communities, both within and without the

state of New York, for the transmission and the selling and

furnishing of stock quotations and other market news. The
United Telegram Company was organized in 1890 under the

laws of the State of New Jersey. The objects for which it was

formed are "to receive and distribute stock market and other

quotations and news reports of various kinds, and the perform-

ance of a general district messenger service, all of which is to be

carried on out of this state (New Jersey)." The principal oflfice

or place of business out of New Jersey is given in the certificate

of incorporation as "the City of Boston, Suffolk County, Com-
monwealth of Massachusetts." Both of the respondents have

established "stock telegraph systems" in Boston for the trans-

mission of, and have carried on in Boston the business of selling

and furnishing, stock market and other market quotations.

Each of the respondents has a main office where there are

certain electrical appliances with a keyboard attachment. These

appliances are connected by a system of wires and cables, run-

ning under and across the public ways of the city, with the

"ticker" instruments in the offices of the patrons. The quota-

tions to be distributed are delivered into the main office and
forthwith an employee, operating the keyboard, causes them to

be written simultaneously, by means of the so-called "ticker"

instruments, upon a tape of paper in the office of every patron,

where they can be easily read. The c^uotations of the New York
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Stock Exchange are delivered at the main office of The United

Telegram Company over a wire of the Postal Telegraph-Cable

Company. They are delivered at the main office of the Gold

and Stock Telegraph Company over a wire of The Western

Union Telegraph Company.
On December 14, 1881, as it appears, the Gold and Stock

Telegraph Company leased all of its plants, or "stock telegraph

systems", both within and without this commonwealth, for the

term of ninety-nine years to The Western Union Telegraph Com-
pany, a New York corporation. Since January 1, 1882, The
Western Union Telegraph Company has carried on the business

in Boston formerly carried on by the Gold and Stock Telegraph

Company and has carried it on in the name of the Gold and

Stock Telegraph Company, as it has authority to do under said

lease.

The New York Stock Exchange is a voluntary association,

limited to 1,100 members, furnishing facilities to its members for

the transaction of the business of buying and selling stocks and

bonds. It is now the largest market for securities in this coun-

try, if not in the world, and its importance in the economic

system can hardly be exaggerated. The knowledge of the prices

made in transactions on the exchange has become of great com-

mercial value in the business life of the country in general, and

companies, such as the respondents, exist for the purpose of dis-

seminating or distributing this information. These quotations

when collected are property. See Stock Exchange v. Board of

Trade, 127 111. 153; Kinsey Company v. Board of Trade, 198

U. S. 236; Hunt v. New York Cotton Exchange, 205 U. S. 322.

It is, indeed, a matter of general knowledge that the transactions

and prices quoted on the New York Stock Exchange evidence

the market or current value of the stocks and securities listed

there and that these quotations are not only a commodity in

common use but are of vital importance to those engaged in the

business of dealing in these stocks and securities.

The dissemination and distribution of these quotations is not

a favor to the public granted by the exchange. It is, and has

been from the beginning, a matter of business, a service rendered

which is productive of profits. For some years the members of

the exchange were apparently satisfied, as compensation for these

quotations, with the enhanced profits which they doubtless de-

rived from the increased transactions in the listed securities

which the wider dissemination of the quotations by the ticker
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companies caused; and they allowed the reporters and employees

of these companies on the floor of the exchange for the purpose

of collecting the quotations. This policy, however, was changed

in 1892. In that year the exchange decided to collect the quota-

tions itself and to make a charge for them. On November 19,

1892, it made its first contract with The Western Union Tele-

graph Company, which acted for itself and as lessee of The Gold

and Stock Telegraph Company, whereby it agreed to collect and
furnish the quotations to the Telegraph Company for the sum of

$27,000 per annum, and further agreed that the Telegraph Com-
pany should have a monopoly of the quotations throughout the

whole country except in Boston and in a prescribed area in New
York city.

The contract with this exchange referred to in the answer

of and relied upon by the Gold and Stock Telegraph Company,
acting through its lessee. The Western Union Telegraph Com-
pany, is dated July 1, 1914, and the contract referred to in the

answer of and relied upon by The United Telegram Company
is dated October 1, 1914. So far as they are material in this

case, the provisions of these two contracts are very similar.

In the one between the exchange and The Western Union Tel-

egraph Company, acting for itself and as lessee of the Gold and
Stock Telegraph Company, the exchange agrees, at its own ex-

pense, to furnish to the Telegraph Company full and continuous

quotations of prices made in transactions upon the exchange,

for which quotations the Telegraph Company is to pay S50,000

per annum; and the Telegraph Company may retail or furnish

said quotations to any person, whether a member of the ex-

change or not, anywhere in the United States or Canada, outside

a prescribed area in New York city, provided, however, that

"the Telegraph Company shall not after the first day of Novem-
ber, 1914, furnish quotations by ticker or otherwise in the

volume of a continuous service which is defined to be oftener

than at intervals of fifteen minutes (and is herein referred to as

continuous quotations) to any subscriber therefor unless the

subscriber shall have signed in duplicate an application therefor

addressed to the Telegraph Company, and the subscriber shall

have been approved by the Exchange." In the contract between

the exchange and The United Telegram Company, the exchange

agrees to furnish the Telegram Company the said quotations by
means of a New York Quotation Company ticker installed in

the office of The Postal Telegraph-Cable Company at No. 18
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Broadway, New York City, for which quotations the Telegram

Company is to pay the exchange $9,000 per annum. The
Telegram Company is restricted to retailing or furnishing these

quotations to subscribers in Boston. This contract contains a

provision similar to the one quoted above in regard to the

approval of subscribers by the exchange.

Both contracts contain the provision that "in case any suit or

legal proceeding is brought to enjoin the Telegraph Company
from refusing to furnish quotations to any person, the Telegraph

Company shall at once inform the Exchange of such suit or

proceeding, anj^ shall permit the Exchange to intervene therein,

or to defend the same in the name of the Telegraph Company;
but in such cases, the Exchange shall indemnify the Telegraph

Company against and save it harmless from any and all costs

and damages awarded against it." Both contracts also contain

the following interpretative provision, to wit, "It is understood

and agreed that as to the right of the Exchange hereinbefore speci-

fied, to disapprove applicants for quotations and to require the

discontinuance of the furnishing of such quotations on notice given

by it, it is the intent only to prevent the unlawful or improper use

of such quotations."

The questions involved in this case are largely questions of

law. The underlining question is: Are the respondents, in supply-

ing these quotations by means of "stock telegraph systems,"

engaged in furnishing or rendering a service for public use within

this commonwealth?

There is no question but that the respondents are engaged in

the "transmission of intelligence within the commonwealth by

electricity by means of telegraph lines", to use the language of

the statute. But it is clear that this business differs in kind

from the usual or ordinary telegraph business, which is trans-

mitting messages of the public for hire, and that the duty of

The Western Union Telegraph Company (lessee of the Gold and

Stock Telegraph Company) to the public in its telegraph busi-

ness, as the term is usually applied, is not involved in this case.

This distinction between the ordinkry telegraph business and the

business of supplying or retailing stock and other market quota-

tions and news by persons or companies, by means of "stock

telegraph systems", has recently (1908) been noted by The

Western Union Telegraph Company itself in a suit in Texas

against the company for damages caused by erroneous market

reports. In that case The Western Union Telegraph Company
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set .up the claim that if the plaintiff had smy contract by which

he was to receive market quotations the contract was with the

Gold and Stock Telegraph Company; that Avith reference to

such contract The Western Union Telegraph Company acted

only as agent; and that The Western Union Telegraph Company
is not engaged in the business of gathering or furnishing market

reports but is confined by its charter to the transmission of tel-

egraph messages for the public for hire. See Bradford v. Western

Union Telegraph Co., 114 S. W. 686. In this case the defendant

company was not successful in avoiding the payment of damages,

but the claim of the defendant shows clearly the distinction

between the two lines of business or services.

This distinction was also noted in a case decided in June of this

year in the Supreme Court of New York for Erie county ( Tucker,

et al. v. The Western Union Telegraph Company and The Gold and

Stock Telegraph Company). The following quotations from the

opinion in this case are of interest in this connection: —

If the elements of the business were all embraced in the matters above

outlined, it might be urged that the brokers were the agents of the mem-
bers of the Exchange in procuring business, and through arrangements

definitely made, the Exchange on behalf of the member sending to the

brokers, by means of the Telegraph Companj^, private information to

enable them to do business, the Telegraph Company would therefore be

bound to deliver this information to the persons and to them only, whom
the member or the Exchange should designate; the messages would be

hke ordinary messages, subject to secrecy. Whether they were sent in

the common yellow envelope or were transmitted through the means of

the ticker would make no difference.

But this is not the situation presented by this case. •

If it were, the Exchange would pay the Telegraph Company for every

message so sent, at rates common to all, while the fact is the Telegraph

Companj^ pays the Exchange a large sum, presumably not a gift, but a

payment made for the purpose of acquiring something. If it were the

business of sender and carrier, the Exchange would seek the agents,

assume the work and charge for installing the tickers, while the fact is,

the Telegraph Company has the responsibility of securing the patrons,

installing the equipment and collecting the cost.

The courts of this commonwealth have not passed on the

question, but it seems clear on principle that the respondents

are engaged in furnishing or rendering a service for public use.

The stock and other market quotations which they sell and dis-
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tribute are not only convenient and advantageous to a large

section of the public but are a necessity in certain important

lines of business. These quotations cannot be furnished and

distributed by ticker, or "stock telegraph system", without the

special privilege of using the public ways for the lines and

cables essential to the service. The granting of such a special

privilege, or franchise, indicates that the business carried on

by the respondents was considered public in character. See

Rhinehart v. Redficid, 87 N. Y. S. 789; (Affirmed 179 N. Y.

569); Pierce v. Drew, 136 Mass. 75, 77; Boston v. Richardson,

13 Allen, 146, 160; Neiv England Tel. & Tel. Co. v. Boston Ter-

minal Co., 182 Mass. 397-399; State v. St. Louis, 161 Mo. 371;

Emerson v. Babcock, 66 La. 257.

It was held in New York and Chicago Grain and, Stock Exchange

V. Board of Trade, 127 111. 153 (on p. 163): —
Assuming these market quotations and reports are property and the

private property of the board of trade, yet if they have been so used by

the board, and by the telegraph company with the knowledge and consent

of the board, as to become affected with a public interest, then they are

subject to such pubUc regulation by the legislature and the courts as is

necessary to prevent injury to such public interest. The doctrine in

question has application both to the property of individuals and of cor-

porations, and it is therefore immaterial that any such corporation may

be a mere private corporation. If the interest is public, then it is nec-

essarily, to all alike, common to all and upon equal terms. The doctrine,

as applied to the matter of these market quotations, would forbid that a

monopoly should be made of them by furnishing them to some and re-

fusing them to others who are equally willing to pay for them and be gov-

erned by all reasonable rules and regulations, and would prevent the board

of trade or the telegraph companies from unjustly discriminating in

respect to the parties who will be allowed to receive them.

See also Inter-Ocean Co. v. Associated Press, 184 111. 450.

In the case of Smith v. The Gold & Stock Telegraph Company,

42 Hun 454, in . which the principle laid down in Neiv York and

Chicago G. & S. Exchange v. Board of Trade was sustained, The

Western Union Telegraph Company was made a party defendant.

This was a suit in equity brought by the plaintiff to restrain

the defendants from removing from his offices a stock "ticker",

and from doing or failing to do any act which would in any

way interfere with the receipt by the plaintiff of the quotations

of the New York Stock Exchange. By one of the clauses in the

contract between the plaintiff and the Gold and Stock Tele-

graph Company the plaintiff had agreed that the company might
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forthwith discontinue its service without notice, whenever, in its

judgment, any breach of the conditions of the contract should

have been made by him. The defendants, among other conten-

tions, claimed that they were not chartered to carry on the

business of supplying quotations. In answer to that contention

the Court, by Pratt, J., said :
—

. . . the charter qf the corporation is not solely to be consulted in

arriving at the measure of its obligations to the public. When the charter

provides that a corporation shall engage in some specified public occupa-

tion, no doubt a reference thereto will be an easy way to establish its

obligations to perform such service. But we do not accede to the doctrine

that, when engaged in a business concerning the performance of which

its charter is silent, a corporation is freed from the obligations which

ordinarily attach to a natural person engaging in such occupation.

Had defendants in the present action answered that collecting and

distributing commercial intelligence being foreign to the objects for which

they are incorporated, they had in consequence abandoned that branch

of their business and withdrawn their "tickers" from all offices except

the plaintiff's, we should not hold that they could be compelled to carry

on the business for his benefit. But so long as collecting and supplying

quotations is carried on by them, as it is conceded to be at present, thej^

should render equal and impartial service to those who comply with

reasonable regulations, (p. 455.)

In regard to the above-noted clause in the contract between the

plaintiff and the Gold and Stock Telegraph Company, Justice

Pratt said: —
What regulations are reasonable may not in all cases be easy to de-

termine. But there need be no hesitation in saying that the clause in

their contract permitting them to discontinue the service when in their

judgment a breach of conditions has been had, is not a reasonable regula-

tion and affords no defence to this action. No man can be judge in his

own case, and to justify defendants in refusing to perform service, there

must be a reason that the Court can pronounce .sufficient, (pp. 455-6.)

See also Friedman v. The Gold & Stock Tel. Co., 32 Hun 4

(1884) and Shepard v. Same, 38 Hun 338 (1885).

It is to be noted that these cases against the Gold and Stock

Telegraph Company arose after its plants, or "stock telegraph

systems", had been leased to The Western Union Telegraph

Company, to wit, after January 1, 1882; and also that they

arose before the Exchange inaugurated the policy of collecting

the quotations itself and charging respondents for them, to wit,

before November 19, 1892.
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It is too well established to require further citation of authori-

ties that one engaged in furnishing or rendering a service for

public use cannot, without legal reasons therefor, refuse to fur-

nish such service to a particular customer if the service demanded

be of a character which it holds itself out as prepared to furnish

to the public of the class to which the applicant belongs. The

respondents contend that the contracts between them and the

New York Stock Exchange, providing for the right of approval

by the exchange of the patrons for these quotations and service,

furnish legal grounds for their discrimination against the com-

plainant. This contention we must hold to be unsound.

The provision in the contract which reads, "It is understood

and agreed that as to the right of the Exchange hereinbefore

specified to disapprove applicants for quotations and to require

the discontinuance of the furnishing of such quotations on notice

given by it — it is the intent only to prevent the unlawful or

improper use of such quotations", is most significant. It is a

well-known principle of law that those engaged in the business

of furnishing or rendering a service for public use may properly

refuse to furnish or render such service in furtherance of a pur-

pose or business which is illegal or improper from the viewpoint

of the public. See Bryant v. Western Union Tel. Co., 17 Fed.

825; Metropolitan G. & S. Exch. v. Board of Trade, 15 Fed.

847; Goodwin v. Telegraph Co., 136 N. C. 258. Thus, notwith-

standing the respondents are held to be engaged in furnishing or

rendering a service for public use, the provisions in the contracts

between them and the exchange providing for the approval by

the exchange of the patrons for the ciuotations, read in the light

of the above-quoted interpretative provision, are not only legal

to the extent of retaining in the exchange sufficient interest and

control over these quotations to enable it to appeal to the courts

for aid in keeping them from the hands of those who would pro-

cure them wrongfully or who desire them for illegal and im-

proper use (see Kinsey v. Board of Trade, 198 U. S. 236; Hunt

V. New York Cotton Exchange, 205 U. S. 322), but thfey are

laudable and wholesome, tending as they do to check unlawful

and improper conduct.

And these provisions for approval by the exchange must be

construed in the light of the above-quoted interpretative pro-

vision. This confines to a very narrow area the grounds upon

which the exchange can exercise its right to disapprove applica-

tions. There is no room here for caprice, prejudice or malice;

nor any room for a mere suspicion that the applicant desires the



1916.] STOCK TICKER CASE. 149

quotations for an unlawful and improper use; nor any room for

any reason whatever other than the fact that the quotations are

desired by the applicant for an unlawful and improper use. Un-

less these provisions are so construed they must be held to be

invalid as hampering and restricting those engaged in furnishing

or rendering a service for public use in their duty to the public.

Assuming that the quotations of the New York Stock Exchange

are not affected with a public use or public interest, and that the

exchange may withhold them entirely from the public, yet when

it sells its quotations to the respondents with a view to their

dissemination and distribution it is not making contracts for the

sending of ordinary telegraph messages but is making contracts

with parties engaged in the business of furnishing and rendering

a service for public use, and whose duty to the public is the

supplying and furnishing of market quotations. See Smith v.

The Gold & Stock Tel. Co. et al, 42 Hun 454; New York &
Chicago Gold & Stock Exchange v. Board of Trade, 127 111. 153.

And this duty cannot be hampered or restricted by any arrange-

ment or contract between the parties. When property is sold

or leased to those furnishing or rendering a service for public

use it becomes affected with a public interest and there can be

no restrictive covenants. See Delaivare & A. Tel. & Tel. Co. v.

Delaware, 50 Fed. 677; Commercial Union Tel. Co. v. New
England Tel. & Tel. Co., 61 Vt. 241; Chesapeake & P. Tel. Co.

v. Baltimore & 0. Tel. Co., 66 Md. 399; The Buffalo East Side

R. R. Co. V. The Buffalo St. Railroad Co., Ill N. Y. 132, 140;

Union T. & S. Bank v. Telephone Co., 258 111. 202, 208. To hold

otherwise would be to permit those engaged in furnishing or

rendering a service for public use to commit to other individuals,

corporations and associations, the right to determine their public

duties in respect to furnishing service.

The respondents in support of their contention that their con-

tracts with the exchange furnish a valid reason or excuse for

refusing to supply the complainant with the quotations and

service he desires, strongly rely upon the case In re Renville et

al, 61 N. Y. S. 549 (1899). In this case the petitioner sought

to compel the Gold and Stock Telegraph Company to place a

ticker in his ofHce and to furnish him with quotations from the

New York Stock Exchange. The court denied his application.

That the decision in that case turned upon a different state of

facts and is not to be taken, even by the courts of New York,

as governing the present relations of these companies to each

other and to the public is made clear by the language of the
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court in Tucker et al. v. The Wcster7i Union Telegraph Company
and the Gold & Stock Telegraph Company, supra. Denying the

application of the defendants to vacate a temporary injunction

restraining them from discontinuing ticker service the court in

distinguishing the Renville case said: —

In that case the Court refused a mandamus to compel the Telegraph

Company to furnish petitioner with quotations of the Exchange in the

same manner as furnished to others. This decision was made in 1899,

before Telegraph Companies were brought within the Public Service

Commissions Law. It does not appear that the applicant in that case

conformed to the reasonable rules and regulations, nor that the respond-

ents were not acting within their rights in refusing the service.

The conclusion reached here does not conflict with the law of the Ren-

ville case applied under then existing conditions. It appears in that case

(p. 43) that "this private voluntary association (The Exchange) being

thus in control of its own property, and having the absolute right to give

information as to the deaUngs of its members with each other to whom it

pleases, and upon such conditions as it pleases to impose, gives certain

information to the defendants to be delivered to certain specified per-

sons, and upon condition that the defendants give such information to

such specified individuals and none other."

It appears that by the agreement between the Exchange and the

Telegraph Company then in force, the Telegraph Company had the right

(p. 41) "to serve said reports to . . . all persons, firms, corporations and

organizations in New York City and elsewhere . . . except to persons

who may be directly or indirectlj^ engaged in the promotion or mainte-

nance of 'bucket shops'."

It thus appears that the purpose of the restrictions was to prevent the

furnishing of quotations to bucket shops; that the Exchange retained

control of its own property, and specified the persons to whom it should

be dehvered. It would seem that it would be nearer correct if it stated

the persons to whom it should not be delivered. In the present case the

Exchange does not specify any persons whatever. It delivers the prop-

erty for value to the Telegraph Company with the only legal restriction

that the Telegraph Company shall not specify any persons engaged in

promoting bucket shops. The Telegraph Company has specified these

plaintiffs, who are entitled to the presumption that they are not in the

prohibited class, and moreover it is alleged and not controverted, that

they are not in the business of promoting bucket shops.

See also Heim v. N. Y. Stock Exchange, 118 N. Y. S. 591 (1910)

and N. Y. Laws, 1913, Chap. 477.

The respondents also strongly rely upon Kinsey v. Board of

Trade, 198 U. S. 236, and Hunt v. New York Cotton Exchange,

205 U. S. 322. Neither of these cases tends to establish the con-



1916.] STOCK TICKER CASE. 151

tention of the respondents. Both recognize the right, which is

not controverted here, of the exchanges or markets to protect

their quotations against pilferers, or those who would secure

them wrongfully, and against their illegal and improper use.

But in neither case was it decided, nor was it necessary to a

decision, that exchanges or markets in furnishing or distributing

their quotations through the agency of companies engaged in the

business of furnishing and rendering a service for public use,

could make unjust and unreasonable discrimination as to persons.

In Kinsey v. Board of Trade, 198 U. S. 236, Justice Holmes, on

page 251, referring to the case of New York & Chicago G. & S.

Exchange v. Board of Trade, supra, which held that market quota-

tions when furnished for distribution become affected with a public

interest, says :
" But it is not necessary to consider whether we are

bound by that decision or, if not, should follow it, since in these

cases the claim is not qualified by submission to reasonable rules

or an offer of payment. It is a claim of independent rights and a

denial that the plaintiff has any right at all. The Supreme Court

of Illinois gave no sanction to such a claim as that."

The same year, 1905, that the case of Kinsey v. Board of

Trade was decided, the Supreme Court of Indiana in Western

Union Tel. Co. v. State, 165 Ind. 492, held that where a telegraph

company in connection with other business buys continuous

market quotations and sells the same to others, for such time as

to make quotations necessary to business, it must supply them

to all on equal terms.

The respondents contend that the Commission should assume

that the exchange acted in good faith and disapproved the peti-

tioner's application on the grounds specified in the contracts, to

wit, that the petitioner desired these quotations for an "unlawful

and improper use." It is not, however, for the Commission to

make any such assumption. It is the duty of the courts or cf

any regulating and supervising body established by the legisla-

ture, such as the Commission is, to determine on the evidence

before it whether or not unjust and unreasonable discrimination

is made by persons, natural or artificial, engaged in furnishing or

rendering any service for public use. It was open for the ex-

change to appear at the hearing and submit any evidence it

might have, if any, of the unlawful and improper use for which

the petitioner desires these quotations, and we take it that the

respondents promptly notified the exchange of this proceeding,

as it comes plainly within the spirit if not within the strict letter

of the provisions in the contracts making it the duty of the re-
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spondents to notify the exchange at once of any suit or legal pro-

ceeding brought to enjoin the respondents from refusing these

quotations to any person. But whether or not the exchange was

notified of this proceeding, the Commission must decide the case

on the evidence before it. There was no evidence whatever that

the petitioner desired these quotations for unlawful and improper

use. If the exchange can, by disapproving the petitioner's appli-

cation and without submitting, when its decision is called in

question before the proper authorities, evidence to prove that he

desires the quotations for unlawful and improper use, keep the

respondents from furnishing him with these quotations and ticker

service, it may thus without producing any evidence cut. off from

receiving them any banker, broker or other person for any reason

or, indeed, without reason. Such a power in this country is un-

thinkable. Where a public service or public use is involved there

can be lodged nowhere powers of unjust and unreasonable

discrimination.

The respondents further contend that the Commission is with-

out jurisdiction; that the matter in controversy is "within the

sole jurisdiction of the Interstate Commerce Commission under

the acts of Congress."

The telegraph is an instrument of commerce and as such, for

some purposes, comes within the interstate commerce clause and

postal clauses of the Federal Constitution; and the provisions

of section 3 of the Acts of Congress to regulate interstate com-

merce were, by amendment of June 18, 1910, extended to "tele-

graph, telephone and cable companies (whether wire or wireless)

engaged in sending messages from one state, territory or district

of the United States to any other state, territory, or district of

the United States, or to any foreign country." And this amend-

ment also provides that its provisions shall not apply "to the

transmission of messages by telephone, telegraph, or cable wholly

within one state and not transmitted to or from a foreign

country or from or to any state or territory as aforesaid."

It seems clear that this amendment was intended to apply to

telephone and telegraph companies in their business of serving

the general public as common carriers of messages. There is

involved in this case, as we view it, no question concerning the

duty to the public of a telegraph company in its ordinary tele-

graph business of carrying or transmitting messages ^ to the

public for hire. The business of the respondents which we are

dealing with is, as we have before noted, a public business of a

very different character. There are no messages, in the ordinary
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sense of the word (the sense in which we conceive it to be used

in the amendment referred to above) sent from anywhere. The
respondents purchase in New York city a certain commodity or

property, to wit, quotations of the New York Stock Exchange.

They are under no obligations to the exchange to send this

property or commodity anywhere. In order to resell or to retail

it in Boston the respondents have it convej^ed or shipped to Bos-

ton by the only means by which it can effectively be conveyed,

over fast wire telegraph lines, — in the case of the Gold and

Stock Telegraph Company over the wires of The Western Union

Telegraph Company, and in the case of The United Telegram

Company over the wires of The Postal Telegraph-Cable Com-
pany. It is delivered in Morse code at the main offices of the

respondents in Boston and at these offices is translated into words

and numerals in the ordinary alphabet and sent out over their

respective "stock telegraph systems" to their various patrons.

There is no doubt, of course, that while it is being conveyed

over the wires from New York to the main offices of the respond-

ents in Boston it is a commodity or property moving in inter-

state commerce over which Congress has jurisdiction. But in our

opinion the jurisdiction of Congress ceases when the property is

delivered at the main offices in Boston. After it is delivered

there the respondents are under no duty or obligation to the

ex:change to resell or distribute it. Mr. Justice McKenna said,

of moving picture films shipped into the State of Ohio, speaking

for the court in Mutual Film Corporatio7i v. Industrial Com.,

35 Sup. Ct. Rep. 390 (1915), "There must be some time when
the films are subject to the laws of the State, and necessarily

when they are in the hands of the exchangers, ready to be rented

to exhibitors." There must, likewise, be some time when the

commodity or property in question in this case becomes subject

to the laws of Massachusetts. In our view, it is when the quo-

tations are delivered at the respective main offices of the re-

spondents in Boston.

If, however, we are in error in this view, as there has been no

specific action by the Interstate Commerce Commission dealing

with the subject-matter in controversy in this case, and as it is

not clear that this matter is within the above-mentioned amend-
ment of June 18, 1910, we hold that until Congress or the Inter-

state Commerce Commission takes some specific action this Com-
mission has jurisdiction. Indeed the duty of the companies to

give service with substantial impartiality and without invidious

discrimination is a common-law duty not dependent upon legis-
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lative enactment or administrative order. It would seem beyond

question that in the absence of any specific action by Congress

or the Interstate Commerce Commission there resides in the

State courts and commissions at least concurrent power of

remedial action. The order for the removal of the discrimina-

tion complained of in this case is an enforcement of the common-

law duty of the companies and cannot be said to impose any tax

or burden upon the interstate transmission of the quotations nor

to embarrass, obstruct or impede the full and fair performance of

service to any persons or corporations not within the jurisdiction

of this commission. See Missouri Pac. Rwy. Co. v. Larrabee

Flour Mills Co., 211 U. S. 612, 623. See also Manufacturers'

Light & Heat Co. v. Ott, 215 Fed. 940, where it was held that a

state commission may regulate the price to be charged by gas

companies furnishing natural gas to consumers within the state

although some of the gas supplied is piped from other states.

See also Western Union Telegraph Co. v. James, 162 U. S. 650,

660-1; Vermilye v. Western Union Tel. Co., 207 Mass. 401, and

eases cited. The respondents, if they furnish or supply to any

customer in Boston the quotations of the New York Stock Ex-

change by means of ticker or "stock telegraph system", must

furnish or supply them without unjust and unreasonable dis-

crimination to all customers within the district or districts sup-

plied by their respective services who will comply with all

lawful regulations connected with said service, and who desire

said quotations for lawful and proper use.

ORDER.

It appearing that the Gold and Stock Telegraph Company, by

The Western Union Telegraph Company, lessee, and The United

Telegram Company have without just cause denied, and refused

to supply to, Calvin H. Foster the continuous quotations of the

New York Stock Exchange by means of ticker service now fur-

nished and supplied to others, said denial of service is held to

constitute an unjust and unlawful discrimination, and it is

Ordered, That the Gold and Stock Telegraph Company, by The

Western Union Telegraph Company, lessee, and The United

Telegram Company shall forthwith remove said discrimination.

By the Commission,

ALLAN BROOKS,
Septembee 7, 1915. [P. S. C. 1084.] Assistant Secretary.
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ACCOMMODATIONS, FARES, RATES, SERVICE.

Railroad Rates.

Order suspending proposed changes in local passenger tariffs of one

way fares filed by the Boston and Albany Railroad, the Boston

and Maine Railroad, the Central New England Railway Com-

pany, the Grafton and Upton Railroad Company, The New
York, New Haven and Hartford Railroad Company and the

New England Steamship Company.

In the matter of proposed changes in local passeng'er tariffs of

one way fares, there having been filed with this Commission

tariffs numbered Boston and Albany Railroad M. P. S. C. No.

87 and supplement No. 2 to M. P. S. C. No. 43; Boston and

Maine railroad M. P. S. C. Nos. 114, 115, 116, 117, 118, 119,

120, 121, 122; Central New England railway M. P. S. C. No.

20; Grafton and Upton railroad M. P. S. C. No. 7 (joint rates

with the Boston and Albany railroad); New York, New Haven
and Hartford railroad supplement No. 2 to M. P. S. C. No.

112, M. P. S. C. Nos. 152, 153, 154, 155, 156, 157, 158, 159,

160, 161, 162, 163, 164, 165, 166, 167, 168, 169, 171 (joint rates

with the Boston and Maine railroad), 172, 173 and 174 (joint

rates with the Boston and Albany railroad), 175 (joint rate with

the New England Steamship Company); New England Steam-

ship Company M. P. S. C. No. 13 (joint rates with the New
York, New Haven and Hartford railroad); to become effective

January 1, 1915, cancelling and changing local and joint passen-

ger tariffs of one way fares between stations on said railroads

and upon the boats of said steamship company, the Commission

under an order dated December 28, 1914, having suspended the

operation of said tariffs and the use of the rates and charges

therein until the first day of Februarj', 1915, — it is

Ordered, That the operation of said schedules be further sus-

pended, and the use of the rates and charges stated therein be

deferred until the first day of March, 1915, unless otherwise

ordered by the Commission.

And it is

Further ordered. That copies of this order be filed with said

tariffs at the office of the Commission and a copy hereof be
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forthwith served upon the Boston and Albany Railroad, the

New York Central Railroad Company, the Boston and Maine

Railroad, the Central New England Railway Company, the

Grafton and Upton Railroad Company, The New York, New
Haven and Hartford Railroad Company and the New England

Steamship Company.
Attest: ANDREW A. HIGHLANDS,

January 28, 1915. [P. S. C. 805] Secretary.

Order suspending proposed changes in certain passenger tariffs on

the Boston and Albany railroad {The New York Central

Railroad Company, lessee).

In the matter of the proposed withdrawal from sale by the

Boston and Albany Railroad Company of 100-ride intrastate

and 10-ride tickets, as specified in schedules filed at this office,

and marked supplement No. 2 to M. P. S. C. No. 14, the Com-"

mission by orders, having suspended the operation of said sched-

ules and the use of the rates and charges therein until the first

day of January, 1915, and by an order dated December 28,

1914 having further suspended the operation of said schedules

and the use of the rates and charges therein until the first day

of February, 1915, — it is

Ordered, That the operation of said schedules be further sus-

pended and the use of such rates and charges be further deferred

until the first day of March, 1915, unless otherwise ordered by

the Commission.

And it is

Further ordered, That a copy of this order be filed with said

schedules at the office of the Commission and that a copy hereof

be forthwith served upon the Boston and Albany Railroad Com-
pany and The New York Central Railroad Company.

Attest: ANDREW A. HIGHLANDS,
January 28, 1915. [P. S. C. 673] Secretary.

Order suspending proposed changes in local commutation rates on

the Boston and Maine railroad.

In the matter of the proposed cancellation and change in

rates of certain five, ten, twelve, fifty and one hundred ride
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tickets and workingmen's tickets, between stations on the Bos-

ton and Maine railroad, as specified in schedules filed at this

office, and marked supplement No. 11 to M. P. S. C. No. 3,

supplement No. 7, to M. P. S. C. No. 55, supplement No. 1 to

M. P. S. C. No. 76, M. P. S. C. No. 107, M. P. S. C. No. 108,

M. P. S. C. No. 109, M. P. S. C. No. 113 and supplement No.

1 to M. P. S. C. No. 79, the Commission under an order dated

October 29, 1914, having suspended the operation of said sched-

ules and the use of the rates and charges therein until the first

day of. January, 1915, and under an order dated December 28,

1914, having further suspended the operation of said schedules

and the use of the rates and charges therein until the first day

of February, 1915, — it is

Ordered, That the operation of said schedules be further sus-

pended and the use of such rates and charges be further deferred

until the first day of March, 1915, unless otherwise ordered by

the Commission.

And it is

Further ordered, That a copy of this order be filed with said

schedules at the office of the Commission and that a copy hereof

be forthwith served upon the Boston and Maine Railroad.

Attest: ANDREW A. HIGHLANDS,
January 28, 1915. [P. S. C. 698] Secretary.

Order suspending proposed changes in rates on shipments of milk,

cheese and cream on passenger or milk trains of the Boston

and Maine railroad.

In the matter of the proposed cancellation and change in rates

on milk, skimmed milk, buttermilk, pot cheese, cream, condensed

milk and evaporated milk on passenger or milk trains between

Boston and Maine railroad stations (where the service is per-

formed wholly within Massachusetts) as proposed in B. & M.
tariff M. P. S. C. No. 171, issued September 16, 1915, to become

effective November 1, 1915, and Avhich by its terms cancels tariff

M. P. S. C. No. 14, issued March 16, 1911, effective March 20,

1911, now in force, which change involves certain increases, •—
^ it is

Ordered, That the operation of said schedule be suspended and

the use of such rates and charges be deferred until February 29,

1916, unless otherwise ordered.
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And it is

Further ordered, That a copy of this order be filed with said

schedule at the office of the Commission and that a copy hereof

be forthwith served upon the Boston and Maine Railroad.

Attest: ANDREW A. HIGHLANDS,
October 19, 1915. [P. S. C. 1148] Secretary.

Petition of patrons of the Boston and Maine Railroad relative to

workingmen's tickets between Ballardvale and Andover.

This petition was brought soon after the filing of the Boston

and Maine tariff M. P. S. C. No. 3, Supplement No. 11, which

would have become effective November 1, 1914, but was sus-

pended until a later date. This tariff cancelled the ten-ride

ticket between Ballardvale and Andover which was sold for

fifty cents and was called by the petitioners a "workingmen's"

ticket.

Upon this petition a hearing has been given, and it appearing

that the rates allowed by the Commission in the Railroad Pas-

senger Rate Case decided February 27, 1915, provide for a

twenty-five ride ticket for one dollar and twenty-five cents,

which involves no increase in the fare, so that the complaint of

the petitioners is thereby taken care of, — it is

Ordered, That the petition be dismissed.

Attest: ANDREW A. HIGHLANDS,
May 19, 1915. [P. S. C. 760] Secretary.

Petition of the National Dock and Storage Warehouse Company,

alleging discrimination against East Boston points in favor of

Charlestown and South Boston, by the Boston and Albany

Railroad Company, the Boston and Maine Railroad and the

Netv York, New Haven and Hartford Railroad Company.

In the above entitled proceedings, the Commission, in its re-

port dated December 16, 1914, to all of which reference is made
as if incorporated herein, has found :

—
1. That the Boston and Maine Railroad, in absorbing in its

Boston rates on the freight hereinafter described the rates

charged by railroad carriers between its rails and the Common-
wealth Pier at South Boston and in failing to absorb such rates
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between its rails and the wharves and docks of the petitioner,

charges rates on import and export freight destined to or mov-

ing from points on its railroad in Massachusetts from and to

the wharves and docks of the petitioner which are unjustly dis-

criminatory as compared with the rates on like traffic between

the same Boston and Maine points and the Commonwealth Pier.

2. That the rates charged by the Boston and Maine Railroad

on such traffic between such Boston and Maine points and the

Commonwealth Pier were stipulated for in the agreement referred

to in said findings made July 1, 1912, between the Common-
wealth, the Boston and Maine Railroad and other railroad car-

riers. That, acting in reliance on said agreement, the Common-
wealth made improvements on the Commonwealth Pier, and

made a lease, executed November 21, 1912, of a part of that

pier to the Hamburg-American fine of steamers for a term of

five years, with an additional term of five years at the option

of the lessee, and that this lease contains a guarantee on the

part of the Commonwealth that the Boston and Maine Railroad

shall at all times during the continuance of the lease make all

railroad rates to and from the Commonwealth Pier the same as

made to and from the terminals used by that railroad for export

and import traffic.

As a part of its findings, above referred to, of December 16,

1914, the Commission said:

•

As the whole problem in its practical aspect is one of considerable com-

plexity and difficulty, in view of the importance of the conflicting interests

involved, we believe that the public interest will best be served by per-

mitting the Boston and Maine Railroad, after consultation with the peti-

tioner, the Directors of the Port of Boston and other interested parties,

to develop and submit to the Commission at an early date some plan for

the removal of the existing discrimination with the least possible disturb-

ance of business conditions.

The Commission will therefore enter no order at this time, but if no

satisfactory adjustment is reached in the manner indicated within a rea-

sonable time, not exceeding ninety days, the Commission upon its own
motion or at the request of the petitioner, will enter such order as may be

necessary.

As no plan has been submitted by the Boston and Maine Rail-

road to the Commission and as no satisfactory adjustment in

the manner indicated by the Commission has been reached

within ninety days after December 16, 1914, the Commission

has adopted an order in the form hereinafter set forth. In view
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of the complications arising from the contract, above referred

to, between the Boston and Maine Railroad and the Common-
wealth, the order provides for submission to and review by the

Commission of any plan adopted by the Boston and Maine
Railroad for the discontinuance of the existing discrimination.

Obviously, the order of the Commission can deal with the

conditions which have been found to exist only in so far as thej^

involve discrimination in intrastate rates. In so far as the pres-

ent situation arises out of rates on interstate traffic, the peti-

tioner is left to its remedy upon its petition now pending before

the Interstate Commerce Commission. The question of juris-

dictional limitations upon the authority of the Public Service

Commission to grant the relief sought by the petitioner was not

raised by any of the parties to the present proceedings and

need not now be considered, although it may become pertinent

upon the submission of new tariffs by the company in compli-

ance wath the order of the Commission.

It is therefore

Ordered, That the respondent, the Boston and Maine Railroad,

be directed to file with this Commission, within thirty days from

the date thereof, tariffs to become effective thirty days after

filing, unless otherwise ordered by the Commission, which will

discontinue the unjust discrimination which the Commission in

these proceedings has found to exist, in so far as such discrim-

ination arises from the rates charged by the Boston and Maine
Railroad on intrastate movements of freight to and from the

premises of the petitioner from and to points on the Boston and

Maine railroad in Massachusetts as compared with the rates on

like traffic between the Commonwealth Pier in South Boston and

the same points.

Attest: ANDREW A. HIGHLANDS,
Maech 29, 1915. [P. S. C. 136] Secretary.

Communication.
Boston, September 13, 1915.

Mr. James H. Hustis, President, Boston and Maine Railroad, Boston

Massachusetts.

Dear Sir: — On December 16, 1914, the Commission in its

report upon the petition of the National Dock and Storage Ware-

house Company found, as you are aware, "that the rates on

import and export freight destined to or moving from points on



1916.] ACCOMMODATIONS, FARES, ETC. 161

the Boston and Maine railroad in Massachusetts from and to

the wharves and docks of the petitioner are unjustly discrimin-

atory as compared with the rates on like traffic between the

same Boston and Maine points and the Commonwealth Pier."

The . discrimination is caused by the absorption of switching

charges on such traffic to and from the Commonwealth Pier and
the failure to absorb the like charges on similar traffic to and
from the docks of the National Dock and Storage Warehouse
Company.

On March 29, 1915, as you are also aware, the Commission

followed this report with an order directing the Boston and
Maine Railroad to file within thirty days thereof "tariffs to

become effective thirty days after filing, unless otherwise or-

dered by the Commission, which will discontinue the unjust dis-

crimination which the Commission has found to exist, in so far

as such discrimination arises from the rates charged by the Bos-

ton and Maine Railroad on intrastate movements of freight to

and from the premises of the petitioner from and to points on
the Boston and Maine railroad in Massachusetts as compared
with the rates on like traffic between the Commonwealth Pier

in South Boston and the same points."

Notwithstanding this order, the Boston and Maine Railroad

took no steps to comply therewith until May 14, 1915, when it

filed with the Commission a new tariff, effective May 17, 1915,

and designated Supplement A to the Massachusetts Public Serv-

ice Commission No. 1063 (the tariff applying to import and
export freight moving between points on the Boston and Maine
railroad and the Commonwealth Pier, under which the switching

charges are absorbed), which provided that "rates made in this

tariff will not apply on intrastate traffic to or from points in

Massachusetts." Five days later, on May 19, 1915, the Boston
and Maine Railroad filed with this Commission and with the

Interstate Commerce Commission a further new tariff, effective

June 20, 1915, and designated Supplement No. 1 to the Interstate

Commerce Commission No. 426 and the Massachusetts Public

Service Commission No. 1063, which cancelled Supplement A
and provided, in effect, that the Boston and Maine Railroad

would cease to absorb the switching charges on both interstate

and intrastate movements of import and export freight between
the Commonwealth Pier and points on its railroad.

Following the filing of this latter tariff the Massachusetts

Supreme Court, upon application by the Commonwealth, on
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June 15, 1915, issued a preliminary injunction which enjoined

the Boston and Maine Railroad from putting said tariff into

effect, an injunction which is still in force. The contention of

the Commonwealth is that the tariff would violate a certain

contract dated July 1, 1912, to which the Boston and Maine

Railroad, the New York, New Haven and Hartford Railroad

Company and the Commonwealth were parties and in which it

was agreed that the flat Boston rates of the Boston and Maine

railroad should apply to goods shipped to and from the Com-
monwealth Pier.

After the company was enjoined from putting into effect any

tariffs in conflict with the provisions of its contract with the

Commonwealth, it made no further attempt to comply with the

order of the Commission. The situation, therefore, which now
exists with respect to rates on import and export freight between

points on the Boston and Maine railroad and the docks of the

National Dock and Storage Warehouse Company in East Boston

and betw^een such points and the Commonwealth Pier in South

Boston, is precisely the same as the situation which existed on

March 29, 1915, when the Commission made its order. If there

was discrimination then, and the Commission so found, there is

discrimination now.

These facts were called to the attention of the Commission

at a public hearing on July 8, 1915, by the National Dock and

Storage Warehouse Company, which asks the Commission to

enforce its order. At this hearing counsel for the Boston and

Maine Railroad, while admitting in substance that the move-

ments of import and export freight between points on its rail-

road and the docks and piers in question have not changed in

kind since the report of the Commission on December 16, 1914,

or since its order of March 29, 1915, and that the rates in force

remain unchanged, made the claim that all such movements

have been and are interstate in character, that none of them are

or ever have been within the jurisdiction of the Commission,

and that the Boston and Maine Railroad has, therefore, in no

way violated the order of the Commission above referred to.

No such claim, it should be said, was ever made or implied in

any way by the Boston and Maine Railroad at any of the public

hearings which preceded the report and finding of the Commis-

sion dated December 16, 1914. ,

In view of the facts presented and the questions raised at

this hearing, and especially in view of the Commonwealth's

direct interest in rates applicable to traffic to and from the Com-
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monwealth Pier, the Commission on July 30, 1915, addressed

a letter to the Attorney-General stating the facts and asking his

opinion upon the following questions :
—

1. If imported merchandise shipped to the Commonwealth Pier is con-

signed by the carrjdng steamer to Boston business houses and shipped by

them, in whole or in part, from the Commonwealth Pier to Boston and

Maine points in Massachusetts, does this transaction involve "an intra-

state movement of freight" within the meaning of the Commission's order

of March, 29, 1915?

2. Has the Boston and Maine Railroad, by filing the tariff supplements

hereinbefore referred to, adequately comphed with the said order of the

Commission?

3. If the answer to Question No. 2 is No, has the Commission the

authority to order the Boston and Maine Railroad to file a new tariff

providing, in effect, for the absorption of switching charges on intrastate

movements of import and export traffic to and from the docks of the

National Dock and Storage Warehouse Company, (a) if the rates pro-

vided for in such new tariff, eliminating the question of discrimination,

are otherwise reasonable, (&) if such rates, eliminating the question of

discrimination, are otherwise unreasonable?

• The reply of the Attorney-General to this communication was

received on August 31, 1915. His answer to the first question

is indicated, briefly, by the following extracts :

—

In my opinion, if, before the arrival in port of goods shipped from abroad

to the Commonwealth Pier, the intention or understanding of the parties

is that their ultimate destination is to be another intrastate point, a ship-

ment in pursuance of such intention is to be considered as a part or a

continuation of a foreign shipment and does not constitute an intrastate

movement.

On the other hand, if the Commonwealth Pier was intended to be the

ultimate destination and a re-shipment of the goods from the pier to an

intrastate point was determined upon only after the arrival of the goods

in port, I am of the opinion that the shipment from the pier to such intra-

state point is intrastate in its character witlfin the meaning of j^our order

of March 29, 1915, and it is immaterial that the goods came originally

from outside the Commonwealth.

The second and third questions he did not deem it appropri-

ate to answer for the following reason: —

Since an answer to your remaining questions would involve an assump-

tion that an unlawful discrimination in fact does exist, I do not deem it

appropriate for me to advise you thereon at the very moment when, in



164 APPENDIX— ORDERS. [Jan.

the interest of the Commonwealth, I am contending before the Interstate

Commerce Commission that that assumption is contrarj^ to fact, and

especially at a time when it might be claimed that the injunction issued

by the Supreme Judicial Court was in part based upon a determination

contrary to such assumption.

The Commission must, therefore, reach a conclusion upon these

questions without his aid.

By its failure to raise the question of jurisdiction at the pub-

lic hearings upon the original petition and by the subsequent

filing of the tariff designated Supplement A, in response to the

order of the Commission, the Boston and Maine Railroad in

effect admitted that some, at least, of the movements of import

and export freight between points on its railroad and the docks

and pier in question are intrastate in character, and is estopped

from denying that fact now. Apart from this consideration, the

Commission is satisfied, upon the evidence before it, that cer-

tain of these movements, since its order of March 29, 1915,

have been intrastate in character under the rule laid down by

the Attorney-General. Furthermore, even if there were no such

evidence, it is clear that intrastate movements of such traffic

are possible to which the import and export tariffs now in effecf

and found by the Commission to be unjustly discriminatory

would apply. This fact in itself constitutes an unwarranted

discrimination against the National Dock and Storage Ware-

house Company.

With respect to the remaining questions, it has always been

recognized by the Boston and Maine Railroad and by all other

parties to the controversy that there were at least two possible

methods of removing the existing discrimination and complying

with the order of the Commission. One was to cease to absorb

the switching charge on traffic to and from the Commonwealth

Pier, and the other was to absorb the switching charge on traffic

to and from the docks of the National Dock and Storage Ware-

house Company.

The Commission has never assumed that the contract dated

July 1, 1912, to which the Boston and Maine Railroad, the New
York, New Haven and Hartford Railroad Company and the

Commonwealth were parties, necessitated unjust discrimination

on the part of the Boston and Maine Railroad, or that the Bos-

ton and Maine Railroad could avoid its obligations under this

contract. It has always assumed that the contract was valid

and will continue so to assume until the fact is otherwise deter-
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mined in a court of competent jurisdiction. That this has been

the position of the Commission is indicated by the following

extract from its report of December 16, 1914: —
The attitude of the Directors of the Port in this matter is clear, but

they had no jurisdiction or authority to force the raihoad companies to

absorb the switching charges from piers in the harbor. It is, however,

within the power of the railroad companies to do so, and it would seem

that these companies having voluntarily executed this contract, must

take such steps as are necessary to carry out the contract in accordance

with law, and are bound, so long as this contract remains in force, to

apply similar rates for similar service to other piers on the water front.

The Boston and Maine Railroad, however, saw fit to attempt

to remove the existing discrimination by the first method above

described. In this attempt it has been checked by the injunc-

tion of the court and the discrimination still persists. So long

as this injunction continues no course is open to the Boston

and Maine Railroad, if it desires to comply with the order of

the Commission, except to remove the discrimination by other

means. Whether such a compliance would result in unreason-

ably low rates for the service rendered it is unnecessary for the

Commission at this time to decide. The opportunity to raise

that issue is always open to the company under the statutes.

The Commission, therefore, informs the Boston and Maine

Railroad through you, its president, that in the opinion of the

Commission its order of March 29, 1915, has not been complied

with and that it must be complied with, either by filing a tariff,

to become effective within five days from the date of such filing,

providing for the absorption of the switching charges on all in-

trastate movements of traffic to which the import and export

rates are applicable* between Boston and Maine points in this

Commonwealth and the docks of the National Dock and Storage

Warehouse Company in East Boston, or by any other method

which may be feasible. Unless such steps ai-e taken by the

Boston and Maine Railroad within thirty days from the date

hereof, or unless the injunction above referred to in the mean-

time is dissolved, the Commission must proceed to such meas-

ures as are open to it under. the statutes to enforce its order.

Very truly yours,

FREDERICK J. MACLEOD,
[P. S. C. 136] Chairman.
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Petition of commuters between Hopkinton and Boston, relative to

the issuance of combination commutation tickets between Hop-

kinton and Boston via Ashland on the Neto York, Neiv Haven

and Hartford railroad and the Boston and Albany railroad, at

the rate that existed prior to January, 1914; also for the estab-

lishment of flag stations on the Neto York, Neiv Haven and

Hartford railroad at Clinton street and Cedar street in Hop-

kinton.

The petitioners ask the Commission to order the New York,

New Haven and Hartford and Boston and Albany railroad com-

panies to furnish joint monthly commutation tickets from Hop-

kinton to Boston via Ashland at the rate of $10.20.

Residents of Hopkinton desiring railroad transportation from

Hopkinton to Boston are obliged to use the line of the New
York, New Haven and Hartford railroad to Ashland and to

transfer at that point to a train of the Boston and Albany rail-

road for Boston. The distance from Hopkinton to Ashland is

about five miles and from Ashland to Boston about twenty-five

miles. The New York, New Haven and Hartford Railroad Com-
pany now charges $3.60 for a monthly ticket between Hopkin-

ton and Ashland, and the Boston and Albany Railroad Company
charges $9.40 for a monthly ticket between Ashland and Boston.

These rates are in conformity with the uniform schedule pre-

scribed by the Board of Railroad Commissioners on December 5,

1912, for distances of five miles and twenty-five miles respec-

tively. As the total distance from Hopkinton to Boston is

thirty miles, the petitioners claina that they are entitled to a

monthly joint commutation ticket for transportation over both

railroads at the rate of $10.20, which is the, established rate for

distances of thirty miles on the line of a single railroad.

It appears that formerly a joint commutation ticket such as

the petitioners request was voluntarily furnished by the com-

panies, but upon the abrogation of the contract under which the

New York, New Haven and Hartford Railroad Company shared

equally with the New York Central and Hudson River Railroad

Company in the net results of the operation of the Boston and

Albany railroad, this joint commutation ticket was withdrawn.

At the same time the train service between Hopkinton and

Ashland was reduced to one mixed train a day, which has car-

ried an average of less than one passenger a day. For an experi-

mental period a passenger train was substituted for this mixed

train by order of the Commission, but as the change resulted in
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no appreciable increase in the riding the Commission permitted

the old service to be restored. The small amount of railroad

travel on this line is due to the fact that the street railway

company furnishes a more convenient as well as a more frequent

service for the transportation of passengers between Hopkinton

and Ashland upon payment of a five cent fare.

At the hearing on the pending petition counsel for the New
York, New Haven and Hartford Railroad Company contended

that the Commission has no legal authority to establish a joint

commutation rate. It is not necessary for the Commission to

make a ruling on that point, as we believe that we would not be

warranted in ordering the companies to furnish joint commutation

tickets for the accommodation of one or two passengers daily.

Moreover, if such tickets were prescribed, the receipts would

be pro-rated between the two companies, the New York, New
Haven and Hartford Railroad Company receiving, upon the cus-

tomary pro-rating basis, $1.70 for each sixty-ride ticket. This

would be equivalent to a rate of less than three cents for a five

mile ride, and the total daily passenger revenue of the company
between Hopkinton and Ashland would amount to about six

cents. It is hardly necessary to say that any attempt by the

Commission to require the company to furnish transportation at

the rate indicated would be an arbitrary and unlawful exercise

of authority.

It is true that commutation tickets at the same rate per

mile per ride as that requested by the petitioners were pre-

scribed for distances of thirty miles in the schedule of commuta-
tion ticket rates recommended by the Board of Railroad Com-
missioners in its order hereinbefore referred to. That schedule,

however, was not constructed on the basis of a uniform mileage

rate for all distances, but on the basis of a graduated rate which

varied from a maximum of about 1| cents a mile for distances

of four miles or less to a minimum of ^ a cent a mile for dis-

tances beyond thirty-five miles, and applied to transportation

between stations on the lines of a single company. The Com-
mission sees nothing in the circumstances of the present case to

warrant a departure from the principle embodied in the schedule

of commutation rates heretofore prescribed by the Board of

Railroad Commissioners.

The petitioners also ask the Commission to order the New
York, New Haven and Hartford Railroad Company to establish

two additional passenger stations in the town of Hopkinton. As

there is practically no railroad travel to and from the town of
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Hopkinton such additional facilities do not seem to be reason-

ably required. It is therefore

Ordered, That the petition be dismissed.

ALLAN BROOKS,
July 14, 1915. [P. S. C. 524] Assistant Secretary.

Reparation.

Amplication of the Boston and Albany Railroad Company to

refund certain freight charges to the Wellesley Gravel Company,

a Maine corporation.

After consideration, —^ it is

Ordered, That, under application dated February 12, 1915, the

Boston and Albany Railroad be authorized, in accordance with

the provisions of Chapter 310, Acts of 1915, to refund to the

Wellesley Gravel Company that portion of the freight charges

collected on certain shipments of screened gravel waybilled from

East Boston to East Cambridge, consigned to Stone and Web-
ster between the dates August 14 and September 5, 1914, which

were in excess of the charges established by said Boston and Albany

Railroad by their Local Commodity Freight Tariff M. P. S. C. No.

671, issued August 4, 1914, effective September 5, 1914, pro\ided

that said tariff shall remain in effect for the period of one year

from date of application above referred to, February 12, 1915, and

that the amount so refunded shall not exceed the sum of seven

hundred twenty-three dollars and twenty-seven cents.

Attest: ALLAN BROOKS,
May 7, 1915. [P. S. C. 929] . Assistant Secretary.

Rates Effective on Short Notice.

Under the provisions of section 20 of chapter 784 of the Acts

of 1913, a large number of orders have been issued permitting

stated changes in rates effective on less than statutory notice.

A list of these is appended:

Boston and Albany Railroad.

February 18, 1915 — supplement A to M. P. S. C. No. 30

and supplement C to M. P. S. C. No. 87, correcting mileage

between East Brookfield and North Brookfield. [P. S. C. 501-L]

March 23, 1915 — supplement No. 6 to M. P. S. C. No. 42,
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to harmonize the intrastate and interstate rules for the trans-

portation of trunks or other rigid containers with bulging sides.

[P. S. C. 501-M]

April 7, 1915 — M. P. S. C. No. 93, promulgating basis of one-

way fares authorized by the Massachusetts Public Service Com-
mission and harmonizing rates with present interstate rates.

[P. S. C. 501-N]

April 7, 1915 — M. P. S. C. No. 94, continuing certain exist-

ing limited fares embraced in M. P. S. C. No. 41, which it is

necessary to cancel, [P. S. C. 501-0]

April 7, 1915 — M. P. S. C. No. 95, making joint rates con-

sistent with new local basis. [P. S. C. 501-P]

April 10, 1915 — M. P. S. C. No. 800, making rate on loam.

[P. S. C. 501-Q]

May 8, 1915 — M. P. S. C. No. 98, intrastate joint passenger

tariff of one-way selling and basing fares, adjusting interline

fares. [P. S. C. 501-11]

May 11, 1915 — tariff covering movement of Jones Brothers

Shows. [P. S. C. 501-S]

May 24, 1915 — supplement No. 4 to M. P. S. C. No. 698

and G. & U. supplement No. 4 to M. P. S. C. No. 33, partially

suspending supplement No. 3 as fully set forth in petition, to

harmonize interstate and intrastate rates. [P. S. C. 501-T]

May 27, 1915 — tariff M. P. S. C. No. 818, covering movement
of Metropolitan Greater Shows. [P. S. C. 501-U]

June 5, 1915 — reissue of rates contained in M. P. S. C. No.

46 by M. P. S. C. No. 100, providing rate for children of fifteen

cents round trip Boston to Riverside. [P. S. C. 501-V]

June 16, 1915 — tariff M. P. S. C. No. 830, covering move-

ment of Miller Brothers & Arlington 101 Ranch Wild West
Shows. [P. S. C. 501-W]

June 24, 1915 — tariff M. P. S. C. No. 633, covering movement
of Captain Latlip's Exposition Shows. [P. S. C. 501-X]

July 16, 1915 — tariffs covering special movements of circus

or exposition trains. [P. S. C. 1001-A]

September 13, 1915 — supplement No. 5 to M. P. S. C. No.

33, further suspending supplement No. 3, in part, to harmonize

the interstate and intrastate rates. [P. S. C. 1001-B]

Boston and Maine Railroad.

January 15, 1915 — M. P. S. C. No. 1040, to supersede M. P.

S. C. No. 1038, from which certain commodity rates were

omitted through clerical error. [P. S. C. 502-Q]
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January 16, 1915 — supplement No. 1 to M. P. S. C. No.

1032, correcting errors as stated in petition. [P. S. C. 502-R]

March 17, 1915 — M. P. S. C. No. 125, withdrawing and can-

celling certain five, ten, twelve, twenty-five, fifty and one hun-

dred ride tickets and workingmen's tickets, and arranging for

the substitution of a twenty-five ride family ticket in accord-

ance with suggestion contained in report and order 698 of the

Public Service Commission. [P. S. C. 502-S]

March 18, 1915 — M. P. S. C. No. 126 and No. 127, to sepa-

rate the continued rates from those cancelled by order of the

Commission. [P. S. C. 502-T]

May 11, 1915 — supplement A to M. P. S. C. No. 1063, to

restrict the application of rates therein contained so as to ex-

clude intrastate shipments. [P. S. C. 502-U]

May 24, 1915 — supplement No. 10 to M. P. S. C. No. 756,

correcting error in rate on brick. [P. S. C. 502-V]

May 25, 1915 — tariff M. P. S. C. No. 1068, covering move-

ment of Ringling Brothers Shows. [P. S. C. 502-W]

May 25, 1915 — tariff M. P. S. C. No. 1078, covering move-

ment of Frank A. Robbins' Shows. [P. S. C. 502-X]

May 29, 1915 — tariff M. P. S. C. No. 1081, covering move-

ment of La Tena's Big Three Ring Wild Animal Circus. [P. S.

C. 502-Y]

May 29, 1915 — tariff M. P. S. C. No. 1082, covering move-

ment of Jones Brothers' World Toured Shows. [P. S. C. 502-Z]

June 11, 1915 — M. P. S. C. No. 1083, providing express rate

to Maynard not to exceed rate in effect to Hudson. [P. S. C.

502-AA]

June 14, 1915 — tariff M. P. S. C. No. 1085, covering move-

ment of Jones Brothers' World Toured Shows. [P. S. C. 502-BB]

June 23, 1915 — tariff applying on express matter Boston to

Manchester, furnishing a consistent basis with that existing

between Boston and Beverly. [P. S. C. 502-CC]
' July 3, 1915 — tariff covering movement of Miller Brothers &
Arlington 101 Ranch Wild West Shows. [P. S. C. 1002-A]

July 8, 1915 — tariff covering movement of Otis L. Adams,

Exposition Shows. [P. S. C. 1002-B]

July 9, 1915 — tariffs covering special movement of circus or

exposition trains. [P. S. C. 1002-C]

July 16, 1915 — supplement No. 1 to M. P. S. C. 130, cover-

ing transportation of certain freight as named in petition. [P.

S. C. 1002-D]
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September 14, 1915 — supplement No. 8 to M. P. S. C. No.

1031, further suspending supplement No. 3 in part, to harmon-

ize the interstate and intrastate rates. [P. S. C. 1002-E]

Neio York, New Haven and Hartford Railroad.

January 26, 1915 — supplement No. 1 to M. P. S. C. No. 394,

covering the transportation of commodities from Sharon Heights to

New Bedford. [P. S. C. 509-S]

February 6, 1915 — supplement No. 1 to M. P. S. C. No. 177,

correcting clerical errors in regard to free transportation baggage

cars. [P. S. C. 509-T]

April 24, 1915— reissue of M. P. S. C. No. 117, which is

based upon local fares in effect prior to March 1, 1915, to junc-

tion points with the Boston and Albany railroad. [P. S. C.

509-U]

April 24, 1915 — M. P. S. C. No. 191, containing joint basing

one-way first class intrastate passenger fares via various junc-

tions enumerated therein. [P. S. C. 509-V]

April 27, 1915 — supplement No. 3 to M. P. S. C. No. 330,

further suspending tariff until July 15, 1915, to harmonize the

intrastate and interstate rules and charges for spotting cars.

[P. S. C. 509-W]

April 29, 1915 — M. P. S. C. No. 193, one-way first class

fares to Boston and Albany railroad via Newton Highlands.

[P. S. C. 509-X]

April 29, 1915 — supplement No. 1 to M. P. S. C. No. 191,

unlimited one-way first class basing fares via Framingham. [P.

S. C. 509-Y]

April 29, 1915 — M. P. S. C. No. 192, one-way first class

fares between Boston and stations Montwait to Fitchburg, in-

clusive, via Framingham. [P. S. C. 509-Z]

May 7, 1915 — M. P. S. C. No. 426, covering movement of

La Tena's circus. [P. S. C. 509-AA]

May 13, 1915 — M. P. S. C. No. 431, covering movement of

Frank A. Robbins' Show. [P. S. C. 509-BB]

May 15, 1915 — M. P. S. C. No. 18, joint one-way passenger

fares to Boston via Concord Junction or South Sudbury and
Boston and Maine, to harmonize with new one-way basis. [P.

S. C. 509-CC]

May 20, 1915 — tariff M. P. S. C. No. 434, covering move-
ment of Ringling Brothers Shows. [P. S. C. 509-DD]
May 26, 1915 — tariff M. P. S. C. No. 192, one-way first class
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fares between Boston and Montwait and Fitchburg, inclusive,

via Framinghani. [P. S. C. 509-EE]

May 26, 1915 — supplement No. 2 to M. P. S. C. No. 191,

one-way first class basing fares via Framingham. [P. S. C.

509-FF]

May 28, 1915 — tariff M. P. S. C. No. 441, covering movement
of Otis L. Adams' Exposition Shows. [P. S. C. 509-GG]

June 4, 1915 — tariffs M. P. S. C. Nos. 167 and 180, to apply

general basis on single and mileage tickets to the Chatham
branch. [P. S. C. 509-HH]
June 8, 1915 — supplement to passenger tariff M. P. S. C.

No. 153, correcting clerical errors. [P. S. C. 509-11]

June 9, 1915 — rates on gravel screenings or crushed stone

and sand from Sharon Heights to Nantasket. [P. S. C. 509-JJ]

June 23, 1915 — cancellation of M. P. S. C. No. 438 and issue

in its place of new tariff re-instating the basis existing in M. P.

S. C. No. 414, which was cancelled by M. P. S. C. No. 438.

[P. S. C. 509-KK]
June 26, 1915 — tariff M. P. S. C. No. 449, covering move-

ment of Jones Brothers' World Toured Shows, Inc. P. S. C.

509-LL]

June 28, 1915 — rate on sand and run-of-the-bank gravel,

gravel screenings and crushed stone from Sharon Heights to

Foxborough. [P. S. C. 509-MM]
July 9, 1915 — tariffs covering special movements of circus or

exposition trains. [P. S. C. 1009-A]

July 14, 1915 — supplements to restore joint rates with the

Moshassuck Valley railroad as directed by the Interstate Com-
merce Commission. [P. S. C. 1009-B]

July 13, 1915 — supplement No. 5 to M. P. S. C. No. 330,

cancelling that tariff of spotting rates, as ordered on interstate

business by the Interstate Commerce Commission. [P. S. C.

1009-C]

July 20, 1915 — tariff of passenger fares, making rates to and

from New Bedford and points on the Chatham branch, upon the

basis adopted for other stations on June 15, 1915. [P. S. C.

1009-D]

July 20, 1915 — tariff on billets and blooms from Worcester

to Stanley, reducing present rate on freight which has already

been transported from point of manufacture, to permit its

working at Stanley. [P. S. C. 1009-E]

July 30, 1915 — rate of 45 cents per net ton on sand and run-
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of-the-bank gravel and a rate of 65 cents per net ton on crushed

stone and gravel screenings, Sharon Heights to Watuppa. [P.

S. C. 1009-F]

August 19, 1915 — rate of 50 cents per gross ton on coal dust

or coal screenings, Milton to Quincy Adams. [P. S. C. 1009-G]

September 15, 1915 — supplement M. P. S. C. No. 402, C.

N. E.-M. P. S. C. No. 61, N. E. S. S.-M. P. S. C. No. 19, sus-

pending effective date of changes in rates on paper, made by

supplement No. 4, to March 21, 1916. [P. S. C. 1009-H]

September 23, 1915 — tariff M. P. S. C. No. 474, continuing

the basis of freight on brick, from Titicut, Bridgewater, East

Bridgewater and Middleborough to Fall River and New Bedford,

which appear in M. P. S. C. No. 93. [P. S. C. 1009-1]

October 8, 1915 — supplement No. 1 to M. P. S. C. No. 218,

New England Steamship Co. No. 21, extending time limit on

Brockton Fair Excursion to include October 9, 1915, because of

continuation of Fair, necessitated on account of bad weather.

[P. S. C. 1009-J]

December 21, 1915 — tariff on billets and blooms from Worces-

ter to Stanley, reducing present rate on freight which has

already been transported from point of manufacture, to permit

its working at Stanley. [P. S. C. 1009-K]

Miscellaneous.

F. G. Airy, Agent, January 7, 1915 — supplement to M. P. S.

C. No. 11, re-establishing the collection and delivery limits at

Haverhill, which, through a clerical error, were unintentionally

discontinued in supplement No. 10 to M. P. S. C. No. 11. [P.

S. C. 503-N]

R. N. Collyer, Agent, Januarj^ 13, 1915 ^ supplement No. 8

to M. P. S. C.-O. C. No. 42, suspending until March 1, 1915, the

effective date of rule 3 as shown in item 5, page 9 of supplement

No. 6 to M. P. S. C.-O. C. No. 42. [P. S. C. 503-O]

Central New England Railway Company, February 8, 1915 —
supplement No. 1 to M. P. S. C. No. 21, correcting clerical

errors in regard to free transportation baggage cars. [P. S. C.

503-P]

Central Vermont Railway Company, February 20, 1915 —
supplement No. 4 to M. P. S. C. No. 33, cancelling rates be-

tween Palmer and South Wilmington. [P. S. C. 503-Q]

Boston Elevated Railway Company, March 5, 1915 — sup-

plement No. 29 to M. P. S. C. No. 3, to discontinue unnecessary
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transfers, a through route having been established to care for

this business. [P. S. C. 503-R]

R. N. Collyer, Agent, March 17, 1915 — supplement No. 11

to M. P. S. C.-O. C. No. 42, suspending items in supplement

No. 9 in accordance with order of the Interstate Commerce
Commission. [P. S. C. 503-S]

R. N. Collyer, Agent, March 31, 1915 — supplement No. 13

to M. P. S. C.-O. C. No. 42, suspending items (cotton warp
and warp beams) in supplement No. 10 in accordance with

order of the Interstate Commerce Commission. [P. S. C. 503-T]

Grafton and Upton Railroad, April 20, 1915 — M. P. S. C.

No. 9, containing through fares to Boston and Worcester based

upon the contemplated intrastate local fares which the Boston

and Albany Railroad publish in M. P. S. C. No. 93. [P. S. C.

503-U]

R. N. Collyer, Agent, April 29, 1915 — supplement No. 16 to

M. P. S. C.-O. C. No. 42, to harmonize the interstate and in-

trastate requirements relative to shipments containing articles,

the dimensions of which do not permit loading through center

side doorway. [P. S. C. 503-V]

R. N. Collyer, Agent, May 20, 1915 — supplement No. 18 to

M. P. S. C.-O. C. No. 42, to harmonize the interstate and intra-

state requirements under the Cummins' Amendment to the In-

terstate Commerce Law. [P. S. C. 503-W]
Lowell and Fitchburg street railway, May 24, 1915 — new

fare limits and rates on Westford branch to reduce deficit in

operation. [P. S. C. 503-X]

F. G. Airy, Agent, June 9, 1915 — new or enlarged collection

and delivery limits (similar to the permission of the Interstate

Commerce Commission). [P. S. C. 503-Y]

Boston Elevated Railway Company, June 10, 1915 — supple-

ment No. 38 to M. P. S. C. No. 3, making changes in existing

tariff. [P. S. C. 503-Z]

Boston Elevated Railway Company, June 21, 1915 — supple-

ment No. 40 to M. P. S. C. No. 3, adapting transfer privileges

to changes made in car service. [P. S. C. 503-AA]
Boston Elevated Railway Company, July 1, 1915 — supple-

ments Nos. 41 and 42 to M. P. S. C. No. 3, providing additional

transfer privileges at Kenmore street and reduced privileges at

Commonwealth avenue and Essex street. [P. S. C. 1003-A]

R. N. Collyer, Agent, July 13, 1915 — supplement No. 19 to

M. P. S. C.-O. C. No. 42, suspending further tariff suspended
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by supplement No. 11, in accordance with order of the Inter-

state Commerce Commission. [P. S. C. 1003-B]

R. N. Collyer, Agent, July 16, 1915 — supplement No. 20 to

M. P. S. C.-O. C. No. 42, suspending further specifications for

cotton warp and warp beams until January 30, 1916. [P. S. C.

1003-C]

Central Vermont Railway Company, October 25, 1915 —
supplement No. 2 to M. P. S. C. No. 3, cancelling supplement

No. 1, to continue without change the intrastate rates on milk

and cream on passenger or milk trains, as set forth in petition.

[P. S. C. 1003-D]

Central Vermont Railway Company, November 18, 1915 —
commodity tariff on uncut stone from Monson to Turners Falls,

to repair waterway banks, as set forth in petition. [P. S. C.

1003-E]

R. N. Collyer, Agent, December 4, 1915 — supplement No. 1

to official classification M. P. S. C.-O. C. No. 43, correcting

typographical errors and accidental errors in printer's proof, as

stated in petition. [P. S. C. 1003-F]

F. G. Airy, Agent, December 20, 1915 — supplements to tariffs

M. P. S. C. 3 and 11 to so amend tariffs as to continue the office

of the Adams Express Company at Dennis, and the collection

and delivery service as at present existing in the towns of Yar-

mouth and Dennis. [P. S. C. 1003-G]

R. N. Collyer, Agent, December 31, 1915 — supplement to M.
P. S. C.-O. C. 43, postponing until April 30, 1916, the specifica-

tion for machine finished steel chains, in accordance with order

of the Interstate Commerce Commission. [P. S. C. 1003-H]

Railroad Service.

Petition of James F. Casey and other residents of Middleborough

relative to the discontinuance of certain passenger service be-

tween Boston arid Middleborough on the New York, New
Haven and Hartford railroad.

The petitioners have requested the Commission to order the

New York, New Haven and Hartford Railroad Company to

furnish express service from Boston to Middleborough at or

about 4.30 p.m. by maintaining a stop at Middleborough either

on the train for Provincetown or the train for Woods Hole,

which leave Boston about that hour.
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The subject matter of the pending petition was considered by

the Board of Railroad Commissioners upon the petition of resi-

dents of Middleborough for additional train service upon the

New York, New Haven and Hartford railroad, and an order

thereon was issued on November 1, 1911. The petitioners at

that time asked the Board to recommend that the company

install a stop at Middleborough on the morning train from Prov-

incetown to Boston and also on the afternoon train from Boston

to Provincetown. The Board recommended the stop on the

inbound train, and the company since that time has arranged

its train schedules in compliance with that recommendation.

The Board, however, for reasons stated in its order, declined to

recommend a stop at Middleborough on the outbound train for

Provincetown which then left Boston at 4.38 p.m., but which

now leaves at 4.30 p.m. during the winter season and at 4.34

P.M. during the summer season.

This train, in compliance with the order of the Board, con-

tinued to be run express to Buzzards Bay without stop at Mid-

dleborough until the autumn of 1914, when the local train leaving

Boston at 4.04 p.m., which had previously been run to Buzzards

Bay, was discontinued south of Middleborough, and the local

service between Middleborough and Buzzards Bay was taken

over by the train for Provincetown leaving Boston at 4.30 p.m.

As a result of this rearrangement of service a stop was made

at Middleborough on the latter train, which was then run as a

local from Middleborough to Buzzards Bay. Protests against

this change of schedule were made by residents of Cape Cod,

but the matter was finally adjusted by an agreement on the part

of the company to restore from about the middle of May till

about the end of October the old service under which this train

had for many years been run express from Boston to Buzzards

Bay. The petitioners in the pending case objected to the dis-

continuance of the service which they had enjoyed on this train

since last autumn, and asked the Commission to order the com-

pany to retain the stop at Middleborough on this train, or to

install a stop at Middleborough on the train leaving Boston

three minutes later for Woods Hole, which the company pro-

posed to operate during the summer months.

As already stated, the same request was denied by the Board

of Railroad Commissioners in 1911. This action was taken by

the Board at that time on the ground that the petitioners could

not, in the judgment of the Board, "reasonably demand addi-

tional service on this train, as their present service includes a



1916.] ACCOMMODATIONS, FARES, ETC. 177

train leaving Boston three minutes later, at 4.41 p.m., in addition

to an earlier train at 4 p.m. and a later train at 5.05 p.m., and

in view of the fact that the service requested can only be fur-

nished at the expense of delay and inconvenience to patrons of

the road who reside on Cape Cod."

Since the date of that order there have been two changes of

schedule made in connection with rearrangements of service by

the company in the autumn of 1914, which have resulted in a

decrease of transportation facilities between Boston and Middle-

borough. The first change has been the elimination of the train

which formerly left Boston at 4.41 p.m., and under subsequent

schedules at 4.40 p.m. As this train was a local, reaching Mid-

dleborough only five minutes ahead of a train leaviag Boston

twenty-four minutes later, it was of little value for through serv-

ice between Boston and Middleborough, counts taken in July,

1914, showing an average of less than one passenger a day.

The other change, which was the only change of which com-

plaint was made by the petitioners, was the lengthening of the

schedule on the train formerly leaving Boston at 5.05 p.m. and
now leaving Boston at 5.04 p.m. under the winter schedule and at

5.02 p.m. under the summer schedule. The schedule of this train

shows the addition of four stops between Boston and Middle-

borough, and an increase of eight minutes in the running time.

While the change made in the schedule of that train has re-

sulted in a somewhat less advantageous service to the petitioners,

it was incident to a general rearrangement of service under

which residents of Middleborough were, for the first time, given

the advantage during the greater part of the year of an express

service from Boston to Middleborough on the train leaving Bos-

ton at 4.30 p.m., while the residents of the Cape during the same
portion of the year were given a local instead of an express serv-

ice, with a consequent increase of fifteen minutes in the run-

ning time, without any compensation in the way of improved

service during the remainder of the year. As the present ar-

rangement is clearly more advantageous to the residents of Mid-
dleborough and less advantageous to the residents of the Cape
than that which existed at the date of the order of the Board of

Railroad Commissioners, there is less reason now than existed at

that date for providing additional transportation facilities for

residents of Middleborough at the expense of delay and incon-

venience to residents of the Cape.

The Commission is, however, of .the opinion tliat under exist-

ing conditions the stop at Middleborough should not be discon-
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tinued during the entire period from the middle of May to the

end of October, as proposed by the company, but should be

limited to the operation of the company's summer schedule.

As the travel on this line during the spring and autumn is much
less than during the summer months, it should be possible for

the company to retain the stop at Middleborough on this train

during the spring and autumn without materially increasing the

running time shown in the summer schedule.

It was also suggested by the petitioners that if it were found

impracticable to install a stop at Middleborough on the 4.34

P.M. train for Provincetown, a stop might be installed on the

train leaving Boston at 4.37 p.m. for Woods Hole during the

summer season. The present schedule of this train, like the

schedule of former years, shows eleven stops between Boston

and Woods Hole. This train connects with the steamer of the

New Bedford, Martha's Vineyard and Nantucket line, reaching

Oak Bluffs at 7.50 and Edgartown at 8.45 p.m. To install a stop

at Middleborough on this train would inconvenience a large

number of persons having a long distance to travel, and would

not appear to be justified, in view of the fact that there are now
fifteen trains a day in each direction between Boston and Mid-

dleborough, and that the residents of that town, taking into

consideration the amount of travel, have a reasonably satisfac-

tory and convenient service as compared with other localities.

It is to be understood that the findings made by the Commis-

sion in the present case are subject to future modification in the

event of any substantial change in existing transportation facil-

ities for the residents of Middleborough or the residents of Cape

Cod.

It is therefore

Ordered, That the New York, New Haven and Hartford Rail-

road Company maintain a stop at Middleborough on the after-

noon train leaving Boston for Provincetown at or about half

past four o'clock, except during the period covered by the com-

pany's summer schedule; and it is

Further ordered, That so much of the petition as relates to

additional train service between Boston and Middleborough dur-

ing the summer months be dismissed.

By the Commission,

ALLAN BROOKS,
June 24, 1915. [P. S. C. 925] Assistant Secretary.
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Complaint of Jere B. Howard concerning train service on the New
York, Neio Haven and Hartford railroad at the Montello sta-

tion in Brockton.

Memorandum.

Upon the complaint of Jere B. Howard in relation to stop-

ping, at the Montello station of the New York, New Haven and

Hartford railroad in the city of Brockton, the north bound train

which leaves Bridgewater at 5.10 p.m., a conference was held on

April 30, 1915. As the result of this conference the' New York,

New Haven and Hartford Railroad Company decided that, upon

the issuance of the next time-table, which will go into effect on

June 7, 1915, it would make the stop requested, for an experi-

mental period, and that if such stop does not interfere with the

service as a whole, it would continue its operation.

For the Commission,

ANDREW A. HIGHLANDS,
May 26, 1915. [P. S. C. Com. 498] Secretary.

Street Railway Fares.

Order suspending proposed changes in passenger fares and fare

limits on the Bay State street railway.

It appearing that there has been filed with this Commission a

schedule of proposed increases in fares and changes in fare

limits for passengers on the Bay State street railway, to become
effective November 1, 1915, — it is

Ordered, That the operation of said schedule be suspended

and that the use of the rates and charges stated therein be

deferred until the first day of May, 1916, unless otherwise or-

dered by the Commission.

And it is

Further ordered, That a copy of this order be filed with said

schedule at the office of the Commission and that a copy hereof

be forthwith served upon the Bay State Street Railway Com-
pany.

Attest: ANDREW A. HIGHLANDS,
October 21, 1915. [P. S. C. 1085] Secretary.
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Petition of the Selectmen of Andover and the Andover Village Im-

-provement Society relative to alleged discrimination against

Andover -passengers, in the matter of fares on the Bay State

street railway, in the town of Reading.

Upon the above petition a public hearing was given, and sub-

sequently a conference was held with the Commission, at which

were present representatives of the petitioners and counsel for

the Bay State Street Railway Company.

The petitioners ask that the transfer privilege between Read-

ing square and Reading station now in existence for certain

patrons of the Bay State Street Railway Company be granted

to patrons from the town of Andover. Without prejudice to the

company in connection with any future revision of fares, it

would seem that the granting of this privilege to residents in

the neighborhood of Martin's Pond fairly involves the incidental

enjoyment of the same privilege by people riding upon this rail-

way between Elm square and the railroad station. It is there-

fore

Ordered, That the Bay State Street Railway Company grant

to patrons of its line riding between Andover and Reading

square and boarding its cars at or south of Elm square, free

transfer privileges from Reading square to the Reading station

of the Boston and Maine railroad, and that similar pri\ileges

be granted in the opposite direction.

By the Commission,

ANDREW A. HIGHLANDS,
July 20, 1915. [P. S. C. 731] Secretary.

Petition of property owners at and in the vicinity of Martin's

Pond, in the town of North Reading, relative to fares and fare

limits on the Bay State street railway.

On the above petition a public hearing was given, and later a

conference was held between the Commission and counsel for

the petitioners and the Bay State Street Railway Company.

The petitioners, for the most part residents about what is called

Martin's Pond, in North Reading, request that in travelling

between North Reading and Boston, in part over the street

railway and in part over the steam railroad, they be given a
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transfer from Reading square to Reading station, a distance

approximating a quarter of a mile. Such a transfer is now

issued as part of the exceptionally low fare secured for the

people of North Reading village in connection with a grant of

location to one of the predecessors of the Bay State Street Rail-

way Company.

At a conference heretofore held with representatives of the

petitioners the company offered to concede this transfer. In

view of that fact it now extends the same offer with the provi-

sion that the issue of this transfer shall be without prejudice to

the company in connection with its proposed request for approval

of a general revision of fares. It is understood, therefore, that

the transfer now issued between Reading square and Reading

station for the benefit of North Reading village is to be granted

to the petitioners.

The petitioners also ask that the through fare limit now es-

tablished at Walnut Corner be extended to a point at or near

the boundary line of North Reading and Andover. As the com-

pany has notified the Commission that it is about to file a re-

vised tariff of street railway fares involving a rearrangement of

fare limits upon its entire system, and as the Commission will

be obliged at that time to make a comprehensive study of the

entire fare problem upon the various lines of the Bay State

Street Railway Company, it would seem that any action upon

the pending petition at this time would be premature, more

especially as the present arrangement of fare limits and the

length of fare zones upon the lines in question are consistent

with the prevailing practice under like conditions of travel upon

the lines of this and other street railway companies, and as no

argument has been offered for an extension of the present fare

limits in this case which would not apply equally to a large

number of other communities. It is therefore

Ordered, That so much of the petition as relates to the exten-

sion of the through fare limit from Walnut Corner to a point

at or near the boundary line between North Reading and Ando-

ver be dismissed.

By the Commission,

ANDREW A. HIGHLANDS,
July 20, 1915. [P. S. C. 582] Secretary.
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Peiiiion of the Selectmen of Rockland for the extension of transfer

privileges on the Bay State street railway in that town.

On the above petition a public hearing was given, and a con-

ference was subsequently held between the Commission, repre-

sentatives of the Town of Rockland and officials of the Bay-

State Street Railway Company. The fare on the Bay State

street railway for passengers boarding a car within the town
limits of Rockland is five cents, good oa all lines in the town.

The regular fare from the center of Rockland to any part of

Brockton, or lice versa, is ten cents, with a workingmen's ticket,

good during certain hours of the morning and evening, for seven

cents. The petition asks an extension of the fare limits in the

town of Rockland by the installation of a transfer which would

allow passengers boarding a car in any part of Rockland to

ride to Brockton, or vice versa, for ten cents.

It was claimed by the petitioners that many people reside in

Rockland, on lines of the Bay State street railway, beyond the

limit of the ten-cent fare; that many of these are regularly

employed in Brockton and that in order to get the benefit of

the present seven-cent workingmen's ticket or the regular ten-

cent fare to Brockton they are compelled to walk some distance

to the center, or to pay an additional five-cent fare.

Without attempting in this case to go into a careful analysis

of the financial or other conditions of the company, the Com-
mission from its general knowledge of the situation does not

feel warranted in ordering the extension of this fare limit; but as

a result of the hearing and the conference, above mentioned, with

the various parties, the street railway company has consented,

pending a proposed application for a general revision of fares, to

extend the privileges of the present seven-cent workingmen's ticket

between Rockland and Brockton to all parts of Rockland.

For the Commission,

ANDREW A. HIGHLANDS,
July 13, 1915. [P. S. C. 824] Secretary.

Petition of the Bay State Street Railway Company for approval of

the giving of free transportation for certain charitable purposes.

After consideration, — it is

Ordered, That under the provisions of section 18 of chapter

784 of the Acts of 1913, and in accordance with the memoran-
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dum of the Commission dated August 6, 1914, the Commission

hereby approve of the giving by the Bay State Street Railway

Company of free or reduced rate transportation for charitable

purposes to certain institutions and agencies specified in the

schedule accompanying and on file with the petition.

Attest: ANDREW A. HIGHLANDS,
June 15, 1915. [P. S. C. 957] Secretary.

Petition of the Bay State Street Railway Company for approval of

the giving of free transportation for charitable purposes.

After consideration, — it is

Ordered, That under the provisions of section 18 of chapter

784 of the Acts of 1913, and in accordance with the memoran-

dum of the Commission dated August 6, 1914, the Commission

hereby approve of the giving by the Bay State Street Railway

Company of six hundred (600) free tickets to the committee

having in charge the raising of funds for the support of the

Lynn Hospital, on September 25, 1915, as specified in the peti-

tion, dated September 17, 1915.

Attest: ANDREW A. HIGHLANDS,
September 18, 1915. [P. S. C. 957] Secretary.

Order suspending proposed changes in rates of fare for passengers

on the Berkshire street raihvay.

It appearing that there has been filed with the Commission

tariff of the Berkshire Street Railway Company numbered
P. S. C. No. 2, to become effective April 20, 1915, cancelling

tariff numbered P. S. C. No. 1, and changing the rates of fare

for passengers upon said railway;

And it further appearing that said tariff makes certain in-

creases in the rates of fare for passengers, and that the rights

and interests of the public may be injuriously affected thereby,

and it being the opinion of the Commission that the effective

date of said tariff' should be postponed pending a hearing and

decision thereon, — it is

Ordered, That the operation of said tariff be suspended and

that the use of the rates and charges therein stated be deferred

until the twentieth day of July, 1915, unless otherwise ordered

by the Commission.
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And it is

Further ordered, That a copy of this order be filed with said

tariff at the office of the Commission and that a copy hereof be

forthwith served upon the Berkshire Street Railway Company.

Attest: ANDREW A. HIGHLANDS,
April 15, 1915. [P. S. C. 893] Secretary:

Petition of the Berkshire Street Railway Company relative to pro-

posed increase in its rates of fares for passengers.

Memorandum.

In the above entitled case, the Berkshire Street Railway Com-

pany has this day filed notice of the withdrawal of its petition

for the allowance of certain increases in its rates of fares for

passengers and of the cancellation of tariff M. P. S. C. No. 2

filed in connection therewith.

The case is therefore placed on file without prejudice.

Attest: ANDREW A. HIGHLANDS,
July 16, 1915. [P. S. C. 893] Secretary.

Order suspending proposed changes in rates of fare for passengers

on the Blue Hill street railway.

It appearing that there has been filed with the Public Service

Commission a schedule of proposed changes in the rates of fare

for passengers on the Blue Hill street railway, to become effec-

tive April 15, 1915, as follows:

An eight-cent cash fare, or seven tickets for fifty cents. For pupils

entitled to one-half rate transportation, ten tickets for forty cents.

It is

Ordered, That the Commission enter upon a hearing concerning

the propriety of the proposed changes in fares stated in the

schedule on file in this office, such hearing to be held at the office

of the Commission, No. 1 Beacon street, Boston, on Wednesday,

April 14, 1915, at ten-thirty o'clock in the forenoon.

It further appearing that such schedule makes certain in-

creases in the rates of fare for passengers, and that the rights

and interests of the public may be injuriously affected thereby,

and it being the opinion of the Commission that the effective
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date of the schedule should be postponed pending said hearing

and decision thereon, — it is

Further ordered, That the operation of said schedule be sus-

pendied and that the use of the rates and charges therein stated

be deferred until the fifteenth day of May, 1915, unless other-

wise ordered by the Commission.

And it is

Further ordered, That The Blue Hill Street Railway Company
be hereby required to give public notice of said proposed in-

creases and said hearing by posting copy hereof ten days prior

to April 14, 1915, in a conspicuous manner in its waiting-rooms

and cars and hy publication twice prior to said date in the

Stoughton News, the Canton Journal, the Milton Record and

the Boston Record, and to make return to this Commission of

its compliance with the foregoing requirements on or before

April 14, 1915.

And it is

Further ordered, That a copy of this order be filed with said

schedule at the office of the Commission and that a copy hereof be

forthwith served upon The Blue Hill Street Railway Company.

Attest: ANDREW A. HIGHLANDS,
March 19, 1915. [P. S. C. 886] Secretary.

Under an order dated May 13, 1915, the Commission further

suspended the operation of the schedule referred to in the above

order and the use of the rates and charges therein until the

fifteenth day of June, 1915; under an order dated June 12, 1915,

it further suspended the operation of said schedule and the use

of the rates and charges therein until the fifteenth day of July,

1915, and under an order dated July 13, 1915, it further sus-

pended the operation of said schedule and the use of the rates

and charges therein until the first day of August, 1915. [P. S. C.

886] "_

Complaint of the School Committee of Canton relative to school

fares charged by the Blue Hill Street Railway Company.

Memorandum.

On September 22, 1915, the school committee of the town of

Canton asked for an opportunity to present orally a "request for

a change in the present arrangement of fares for school children"

on the Blue Hill street railway. In accordance with this request

a conference was held at this office on October 5, 1915, at which
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representatives of the Blue Hill Street Railway Company were

present. A petition was presented, signed by residents of Ponka-

poag, in the town of Canton, protesting against the rate of fare

for pupils to and from the Canton high school and asking that a

reduction be ordered.

The half-fare rates for school children, in force on all the street

railways of the Commonwealth, excepting those operated by the

Boston Elevated Railway Compan}^, are the result of a special

act of the Legislature (St. 1908, c. 530), which provides that

the rate of fare for school children "shall not exceed one-half the

regular fare." The burden so imposed upon the companies is in

the nature of special taxation, and rests upon an authority

possessed by the Legislature but not delegated to this Commis-

sion, for there is no claim that it costs appreciably less to trans-

port school children than other patrons of the railways. The

Commission could indirectly reduce the school rates, by making

such reductions in the regular rates as might be found reason-

able, but it would seem that it has no authority to require direct

reductions, in the case of school children, below the standard

fixed by the General Court.

This complaint grew out of the raised schedule of fares adopted

by the Blue Hill Company pursuant to an order of the Com-
mission dated July 31, 1915. Prior to this revision, there were

three overlapping fare zones on the main line, the unit fare being

six cents. In place of these three zones the company was allowed

to substitute four, the unit fare remaining six cents in the zone

from Mattapan to the Blue Hill reservation and being reduced

to five cents in the other three. Before the revision, pupils of

the high school residing in any part of Canton could ride from

their homes to the school for a single half-fare, or three cents.

Since the revision a similar ride, in the case of some of these

pupils, covers a portion of two contiguous fare zones and requires

the payment of two half-fares, or five cents.

This revision of fares was the result of a petition by the com-

pany for an increase in the prevailing unit fare from six cents to

eight cents. For reasons stated in its opinion in the case, the

Commission found that, while the company was fairly entitled to

additional revenue, an eight cent unit fare was open to very

serious objections. The only other method of increasing revenue

was by a change in the system of fare zones and a trial of this

alternative method was, therefore, permitted.

Of course by making changes in the arrangement of the fare

zones a different basis for the fixing of the particular rates for
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school children might be established, but the present arrange-

ment was put into effect only after careful consideration and the

Commission believes that its success or failure can only be deter-

mined fully by actual trial. For that reason it fixed a trial

period of one year, at the end of which time the question of

modifications can be taken up in the light of experience gained

under the varying conditions of all the seasons.

Since the adoption of the new zone plan various complaints

have been made to the Commission by patrons of the road, the

one under consideration being the most important. The Com-
mission does not, however, feel that modifications should be

attempted before the new system has had a full and fair test.

It maj^ be added that half-fare rates for school children are

a privilege possessed by the people of Massachusetts which other

states have not, as a rule, seen fit to impose by law upon street

railway companies. So far as the Commission has been able to

ascertain, the only other state which has a similar law is Vermont,

although municipalities in other parts of the country have at

times made such fares a condition of franchise grants and com-

panies have sometimes put such rates into force voluntarily.

Attest: ANDREW A. HIGHLANDS,
December 31, 1915. [P. S. C. 886] Secretary.

Order suspending proposed changes in passenger fares and fare

limits on the Massachusetts Northeastern street railway.

It appearing that there has been filed with this Commission a

schedule of proposed increases in fares and changes in fare

limits for passengers on the Massachusetts Northeastern street

railway, to become effective November 1, 1915, — it is

Ordered, That the operation of said schedule be suspended

and that the use of the rates and charges stated therein be

deferred until the first day of May, 1916, unless otherwise

ordered by the Commission.

x\nd it is

Further ordered, That a copy of this order be filed with said

schedule at the office of the Commission, and that a copy hereof

be forthwith served upon the Massachusetts Northeastern Street

Railway Company.

Attest: ANDREW A. HIGHLANDS,
October 21, 1915. [P. S. C. 1135] Secretary.



188 APPENDIX — ORDERS. [Jan.

Order in relation to proposed changes in rates of fare for passengers

on the New Bedford and Onset street railway.

It appearing that there has been filed with the Public Service

Commission a schedule of proposed changes in rates of fare for

the transportation of passengers by the New Bedford and Onset

Street Railway Company, to become effective June 1, 1915, as

follows

:

Six cents for each fare;

Special books or packages of twenty tickets for one dollar, each ticket

good for one fare within the estabUshed fare limits, to be sold at the

company's offices;

Three cents for each fare for the transportation of scholars entitled b}""

law to reduced rates, under the existing regulations for scholars' tickets.

It is

Ordered, That the Commission enter upon a hearing concern-

ing the propriety of the proposed changes in rates of fare stated

in the schedule on file in this office, such hearing to be held at

the office of the Commission, No. 1 Beacon street, Boston, on

Wednesday, May 5, 1915, at 10.30 o'clock in the forenoon.

And it is

Further ordered, That the New Bedford and Onset Street Rail-

way Company be hereby required to give public notice of said

proposed increases in fares and of said hearing by posting copy

hereof ten days prior to May 5, 1915, in a conspicuous manner

in its waiting-rooms and cars, and by publication hereof once, at

least three days prior to said date, in the New Bedford Even-

ing Standard, the Wareham Courier, the Bourne Independent

and the Middleborough News, and to make return to this Com-
mission of its compliance with the foregoing requirements on or

before May 5, 1915.

And it is

Further ordered. That a copy of this order be filed with said

schedule at the office of the Commission and that a copy hereof

be forthwith served upon the New Bedford and Onset Street

Railway Company.

Attest: ANDREW A. HIGHLANDS,
April 21, 1915. [P. S. C. 907] Secretary.
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Order suspending proposed changes in passenger fares on the New
Bedford and Onset street raihoay.

It appearing that there has been filed with this Commission

a schedule of proposed increases in fares for passengers on the

New Bedford and Onset street railway, to become effective June

1, 1915, —it is

Ordered, That the operation of said schedule be suspended and

that the use of the rates and charges stated therein be deferred

until the first day of July, 1915, unless otherwise ordered by

the Commission.

And it is

Further ordered, That a copy of this order be filed with said

schedule at the office of the Commission and that a copy hereof

be forthwith served upon the New Bedford and Onset Street

Railway Company.
Attest: ANDREW A. HIGHLANDS,

May 25, 1915. [P. S. C. 907] Secretary.

Under an order dated June 28, 1915, the Commission further

suspended the operation of the schedule referred to in the above

order and the use of the rates and charges therein until the first

day of August, 1915; under an order dated July 30, 1915, it

further suspended the operation of said schedule and the use of

the rates and charges therein until the first day of September,

1915; and under an order dated August 30, 1915, it further sus-

pended the operation of said schedule and the use of the rates

and charges therein until the tenth day of September, 1915.

[P. S. C. 907]

Order in relation to proposed changes in fares for passengers on

the Norfolk and Bristol street railway.

It appearing that there have been filed with the Public Serv-

ice Commission schedules of proposed changes in fares and fare

limits for passengers on the Norfolk and Bristol street railway,

to become effective May 1, 1915, as follows:

Six cents for e^-ery ride between any two fare limits wherever situated,

and one cent for every transfer issued

;

Ticket books— 50 tickets for $2.75; 100 tickets for $5.50;

School children's ticket books— 34 tickets for $1.00;

Strip tickets for school children— 10 tickets for $0.30;
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Transfers to be issued from the East Walpole branch to the main line,

good in a northerly direction as far as the Norwood town line, and in a

southerly direction as far as Lake avenue in Walpole;

Transfers to be issued from the main line to the East Walpole branch

to passengers boarding the car between Lake avenue in Walpole and the

Norwood town line.

It is

Ordered, That the Commission enter upon a hearing concern-

ing the propriety of the proposed changes in fares and fare

limits, shown in the schedules on file in this office, such hearing

to be held at the office of the Commission, No. 1 Beacon street,

Boston, on Tuesdaj^, April 1.3, 1915, at ten-thirty o'clock in the

forenoon.

And it is

Further ordered, That the Norfolk and Bristol Street Railway

Company be hereby required to give public notice of said pro-

posed changes and said hearing by posting copy hereof ten days

prior to April 13, 1915, in a conspicuous manner in its waiting-

rooms and cars and by publication twice prior to said date in

the Norwood Messenger, the Foxborough Reporter and the Mans-

field News, and to make return to this Commission of its com-

pliance with the foregoing requirements on or before April 13,

1915.

And it is

Further ordered, That a copy of this order be filed with said

schedules at the office of the Commission and that a copy hereof

be forthwith served upon the Norfolk and Bristol Street Rail-

way Company.

Attest: ANDREW A. HIGHLANDS,
March 20, 1915. [P. S. C. 888] Secretary.

Order suspending proposed changes in passenger fares and fare

limits on the Norfolk and Bristol street railway.

It appearing that there has been filed with this Commission a

schedule of proposed increases in fares and changes in fare

limits for passengers on the Norfolk and Bristol street railway,

to become effective May 1, 1915, — it is

Ordered, That the operation of said schedule be suspended and

that the use of the rates and charges stated therein be deferred

until the first day of June, 1915, unless otherwise ordered by the

Commission.
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And it is

Further ordered, That a copy of this order be filed with said

schedule at the office of the Commission and that a copy hereof

be forthwith served upon the Norfolk and Bristol Street Rail-

way Company.

Attest: ANDREW A. HIGHLANDS,
Apeil 27„ 1915. [P. S. C. 888] Secretary.

Under an order dated May 25, 1915, the Commission further

suspended the operation of the schedule referred to in the above

order and the use of the rates and charges therein until the first

day of July, 1915; under an order dated June 28, 1915, it further

suspended the operation of said schedule and the use of the

rates and charges therein until the first day of August, 1915;

and under an order dated July 29, 1915, it further suspended the

operation of said schedule and the use of the rates and charges

therein until the twentieth day of August, 1915. [P. S. C. 888]

Order suspending local and joint class rates and minimum tariff

of Springfield Street Railway Company.

It appearing that there has been filed with this Commission by
the Springfield Street Railway Company a local and joint class

rate and minimum tariff, designated as Express Department
M. P. S. C. No. 14 to become effective November 15, 1915,

covering business in connection with the Hartford and Spring-

field Street Railway Company, Worcester Consolidated Street

Railway Company, Milford, Attleboro and W^oonsocket Street

Railway Company, Interstate Consolidated Street Railway

Company, Attleboro Branch Railroad Company and The Rhode
Island Company, — it is

Ordered, That the Commission upon its own motion enter upon
a hearing concerning the propriety of the proposed changes

stated in the schedule filed in this office.

It further appearing that the proposed changes may injuriously

affect the rights and interests of the public, and it being the

opinion of the Commission that the effective date of said changes

should be postponed pending a hearing and decision, — it is

Further ordered. That the operation of said schedule of changes

be suspended and that the use of the rates and charges above
stated be deferred until the first day of January, 1916, unless

otherwise ordered by the Commission.
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It is

Further ordered, That a copy of this order be filed with said

tariff at the office of the Commission and that a copy hereof be

forthwith served upon the Springfield Street Railway Company
and that it be duly notified of the time and place of the hearing

above ordered.

By the Commission,

ANDREW A. HIGHLANDS,
November 12, 1915. [P. S. C. 1173] Secretary.

Motion of the Commission suspending local and joint class rate

and minimum tariff, designated as Express Department, No.

14, of the Springfield Street Railway Company.

Memorandum.

Following the hearing on this matter held on November 29,

1915, the company filed, on December 1, 1915, a revised tariff,

effective January 1, 1916, which eliminates certain featurfes ob-

jected to in the original tariff.

The case is therefore placed on file.

Attest: ANDREW A. HIGHLANDS,
December 2, 1915. [P. S. C. 1173] Secretary.

Steeet Railway Teansfers.

Petition of the Lawrence Chamber of Commerce relative to transfers

on the Bay State street railway.

This is a petition of the Lawrence Chamber of Commerce, and

others, asking that persons travelling between LaAvrence and

Haverhill should be given a free transfer to and from any part

of Lawrence.

From the evidence presented at the public hearings and the

briefs filed in the case, the petitioners appear to base their

claim upon the ground that similar transfers are given to and

from any part of Haverhill, and that this constitutes an unjust

discrimination against the city of Lawrence.

In dealing with the question raised, it is necessary to examine

existing rates of transportation in and between other large cen-

ters. The distance between the centers of Lawrence and Haver-
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hill is ten miles, which is approximately the distance between

the centers of Lawrence and Lowell. The fare between Lawrence

and Haverhill is ten cents, while the fare between Lawrence and

Lowell is fifteen cents. A transfer to and from all parts of

Lowell and of Lawrence is given with the payment of this fif-

teen-cent fare.

Persons travelling between Lowell and Nashua, approximately

fifteen miles, paying twenty cents, are given free transfers in

Nashua but no transfers in Lowell. Persons travelling between

Lawrence and Salem, a little more than twenty-one miles, pay

twenty-five cents, without transfer at either end. The distance

between Lowell and Reading, an important railway center, is

about fifteen miles and the fare is fifteen cents, without trans-

fer at either end.

It will be noted that the situation presented by the people of

Lawrence is not an uncommon order of things, and that the

establishment of a ten-cent fare for a distance of ten miles

between two municipalities, with free transfers at both ends,

would be an extension of fares that would create rather than

remove discrimination, A comparison of fares in and about

Lawrence, with charges for transportation in other cities and

their suburbs, shows, moreover, that the people of Lawrence are

generally favored with low cost of transportation, and this is

instanced in the fact that in Lawrence transfer limits are gen-

erally outside the city boundaries, while in Lowell, transfers are

confined almost wholly to the city limits.

Inequalities in fare that exist today in different communities

are in part the result of the willingness of those who originally

promoted street railway lines to trade in fares and the disposition

on the part of some local boards to take advantage of that will-

ingness. That the practice in Haverhill in this respect differed

from that in Lawrence appears in the evidence; but whether it

may or may not account for the present order of things is of no

controlling importance in this case. Any change in fares which

would work a substantial diminution in revenue, under present

conditions, can only be approved when it is shown that such

change is necessary to remove an unjust discrimination, and

while it may be conceded that there might be a more harmoni-

ous and satisfactory arrangement of fares upon these lines, the

change asked for in this petition would but create further dis-

crimination.

It appears, however, that there are two branch lines in Law-
rence connecting with the main line to Haverhill, one of them
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over Berkeley street and the other running to Prospect Hill,

which stand apart from the other lines where transfers are

sought. The aggregate mileage over each of these in going to

and from Haverhill is less than that between the transfer station

in Lawrence and Haverhill. The facts show that by granting

transfers to passengers over these two lines to and from Haverhill,

no precedent would be established that would create discrimina-

tion elsewhere.

It is therefore

Ordered, That the Bay State Street Railway Company be

hereby required to issue transfers which will be good for travel

between any points upon its Berkeley street and Prospect Hill

lines in Lawrence and the boundary line between Methuen and

Haverhill.

Attest: ANDREW A. HIGHLANDS,
Maech 1, 1915. [P. S. C. 387] Secretary.

Petition of the selectmen of Methuen relative to transfers and serv-

ice on the Bay State Street railway; also relative to transfers

on the Massachusetts Northeastern street railway.

One phase of this petition, relating to additional transfer

privileges on the line of the Bay State street railway in Law-

rence, deals with the same subject-matter as the petition of the

Lawrence Chamber of Commerce relative to transfers on the

Bay State street railway, and is concluded by the order issued

by the Commission in that case on March 1, 1915.

So much of the petition as relates to the installation of addi-

tional transfer privileges on the Massachusetts Northeastern

street railway was withdrawn by the petitioners, and need not

be further considered.

The remainder of the petition sets forth certain alleged defects

of service and facilities on the line of the Bay State street railway

in the town of Methuen. The petitioners complained that the

cars were not properly heated in cold weather and were not

maintained in a proper state of cleanliness and repair; that the

service was 'irregular and infrequent, and that the operating

schedules were not arranged with proper regard for the conven-

ience to patrons of the company's line in the town of Methuen.

At the suggestion of the Commission the company has made
a rearrangement of its operating schedules during certain hours,

in order to afford a more convenient service to the residents of
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Methuen. The Commission believes that due diligence will be

exercised by the company in keeping its cars heated and in a

proper condition of sanitation and repair. The service in this

and other respects will be kept under observation by the inspec-

tion department of the Commission, and specific complaints

made to the Commission or to its inspector in that district will

be promptly dealt with.

The Commission is also of the opinion that the installation

of a double track upon a portion of the company's line in the

town of Methuen would materially relieve the congestion all

along the line at busy hours, and make it possible to operate

cars much more closelj^ to schedule time, thus removing the

cause of a multitude of complaints about irregularity of service.

It is therefore

Ordered, That the Bay State Street Railway Company, upon

obtaining the necessary grant of location, install a double track

on its line from the corner of Hampshire and Lowell streets, in

Methuen, to what is known as "Railroad square."

Attest: ANDREW A. HIGHLANDS,
Makch 1, 1915. [P. S. C. 366] Secretary.

Complaint of Andrew A. Meyer relative to transfer facilities on

the Boston Elevated railway between Washington street, north

of Dover street, -and Roive's wharf, in Boston.

After consideration, — it is

Ordered, That additional free transfer privileges be established

by the Boston Elevated Railway Company at Dewey square in

the city of Boston, as follows:

1. That passengers boarding South Station cars on Washing-

ton street between Dover street and Boylston street and paying

fare in cask may transfer at Dewey square to Rowe's wharf.

2, That passengers boarding southbound Atlantic avenue cars

before reaching Dewey square and paying fare in cash may
transfer at Dewey square to southbound cars for Dudley street

station running via Summer and Washington streets; no further

transfer to be given for any elevated, tunnel or subway station.

Attest: ANDREW A. HIGHLANDS,
February 11, 1915. [P. S. C. Com. 463] Secretary.
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Petition of the Boston Elevated Railway Company for change in

transfer 'privileges at Dewey square in Boston.

After consideration, — it is

Ordered, That the approval of the Commission be hereby

given to the establishment of transfer privileges at Dewey
square in the city of Boston, between Rowe's wharf cars and

cars of the Dorchester, Northampton, Washington and Summer
street line, instead of cars of the South Station-Dudley street

line, and that so much of the order of the Commission dated

February 11, 1915 (Complaint P. S. C. 463), as is inconsistent

herewith be hereby revoked.

Attest: ANDREW A. HIGHLANDS,
March 30, 1915. [P. S. C. Com. 463] Secretary.

Petition of the Boston Elevated Railway Company for approval of

discontinuance of free transfer privileges at Union square in

the Allston district of the city of Boston.

After consideration, — it is

Ordered, That in view of the restoration of through car service

on the Boston Elevated railway between Oak square, Brighton,

and Central square; Cambridge, via the River street line, as

required by the Commission in an order dated February 13,

1915, on petition of the Faneuil Improvement Association, the

approval of the Commission be hereby given to the discontinu-

ance of free transfer privileges at Union square, Allston, as

follows

:

From inbound Newton-Brighton cars to inbound Cambridge

street-River street cars.

From outbound River street-Cambridge street cars to out-

bound Newton-Brighton cars.

It is

Further ordered, That so much of the order of the Commission

dated September 11, 1914, approving the establishment of the

above transfer privileges on the Boston Elevated railway at

Union square, Allston, be hereby revoked.

Attest: ANDREW A. HIGHLANDS,
March 5, 1915. [P. S. C. 625] Secretary.
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Additional transfer privileges by the Boston Elevated Railway

Company were approved as follows:

Boston, February 5, 1915 — At Washington street station of

Dorchester tunnel: From Washington station good northbound

or southbound on Washington" street or eastbound on Summer
street, passengers presenting such checks not to be given further

transfer to any elevated, subwaj'" or tunnel station.

Checks to be issued for transfer to Washington station on

surface cars eastbound via Summer street, north or southbound

via Washington street, except to passengers giving for fare

transfer checks issued from any elevated, subway or tunnel sta-

tion; on Washington street cars passing Dover street not to be

issued to passengers boarding the car before reaching that sta-

tion, and on southbound cars passing City square or North sta-

tion, elevated, not to be issued to passengers boarding the car

before reaching such station. [P. S. C. 845]

Boston, March 30, 1915 — At Washington street station of

Dorchester tunnel: Modification of order of the Commission

dated February 5, 1915, so that passengers paying fare on north-

bound Washington street cars with checks from Washington

station or Summer station shall not be entitled to receive checks

for further transfer between surface cars. [P. S. C. 845]

Brookline, February 13, 1915 (on complaint of Henry E.

Chamberlain) — At Village square: From outbound Ipswich

street cars to outbound Harvard street cars to passengers board-

ing outbound cars in the Tremont street subway, or in exchange

for outward transfer from the Massachusetts station of the

Boylston street subway. [P. S. C. Com. 431]

Medford, May 6, 1915 (on petition of Alderman Edwin A.

Hilton of Everett) — At junction of Salem street and the Fells-

way: Transfers to passengers paying fare in Everett upon the

Everett square-West Medford line to outbound cars on the Fells-

way line.

From inbound cars of the Fellsway line good upon cars run-

ning to Everett square on the Everett square-West Medford

line. [P. S. C. 906]
^

Street Railway Service.

Petitio7i of selectmen of the town of Reading relative to service on

the Bay State street railway.

Upon this petition a hearing was given, and it now appearing

that the service which had been discontinued has been restored
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by the company, as the result of said hearing, and that no fur-

ther action need be taken, — it is

Ordered, That the petition be dismissed.

By the Commission,

ANDREW A. HIGHLANDS,
May 21, 1915. [P. S. C. 374] Secretary.

Petition of the Faneuil Improvevient Association et al. for restora-

tion of through car service on the Boston Elevated railway be-

tween Oak square, Brighton, and Central square, Cambridge.

In connection with the opening of the Boylston street subway

and a subsequent rearrangement of surface car routes in the

various districts affected thereby, the Boston Elevated Railway

Company discontinued the operation of through cars between

Oak square, Brighton, and Central square, Cambridge, via its

River street and Western avenue lines, during the hours of

normal traffic.

Patrons of the company desiring to ride between these points

over either of these lines are, except at the so-called rush hours,

obliged to transfer at Union square on the River street line and

at the junction of Washington and Market streets on the West-

ern avenue line.

The petitioners request that the former through service on

these lines be restored.

After notice and a public hearing, the Commission is of the

opinion that the company should maintain through service on

one of these lines. From the evidence presented at the hearing

it would appear that of the two routes the re-establishment of

such service over the River street line is preferred by the peti-

tioners.

It is therefore

Ordered, That the Boston Elevated Railway Company be

hereby required to re-establish, during the hours of normal

traffic, as well as during the so-called rush hours, through car

service between Oak square, Brighton, and Central square,

Cambridge, over the line of railway operated via River street.

Attest: ANDREW A. HIGHLANDS,
February 1.3, 1915. [P. S. 0. 853] Secretary.
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Petition of the Boston Elevated Railway Company for the discon-

tinuance of the belt line, so-called, and of certain transfer

privileges at City square, Charlestown.

At a public hearing given on the above petition, April 28, 1915,

it appeared that upon a petition of the Charlestown Improve-

ment Association dated March 29, 1913, for better service on
the surface lines of the Boston Elevated railway in Charlestown,

the Commission, on June 26, 1914, ordered the installation of a

belt line service in Charlestown in lieu of the through service

between Sullivan square and Boston proper. This belt line was
operated on a ten-minute schedule from Sullivan square via

Main street, City square, Chelsea street and Bunker Hill street,

Charlestown, and vice versa, and certain transfer privileges were
established at City square. After a trial of this belt line service

for several months, the petitioners for this service petitioned the

Commission for a restoration of the former through service.

After a public hearing, the Commission, on November 11, 1914,

ordered the former through service restored, but continued the

belt line service operation on a 20-minute schedule for a further

experimental period of two months under closer observation by
the Commission, with a view to further determining the necessity

and desirability of its retention.

Upon the further petition of the Boston Elevated Railway

Company for the discontinuance of this belt line and the above

transfer privileges at City square, the Commission has caused

traffic counts to be made by its inspectors on this line with

special reference to the particular service it was intended to per-

form. The riding as shown by these counts does not justify the

further continuance of this belt line. The Commission is there-

fore of the opinion that so much of the prayer of the petitioners

as relates to the discontinuance of the belt line should be granted,

but does not believe that the existing transfer privileges at City

square, applicable to through lines, should at this time be dis-

continued. It is therefore

Ordered, That the above described belt line service now oper-

ated by the Boston Elevated Railway Company be discontinued.

Attest: ANDREW A. HIGHLANDS,
May 13, 1915. [P. S. C. 707] Secretary.'
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Complaint of residents of the Meeting House Hill district of the

city of Boston relative to service on the Boston Elevated railway.

Memorandum.

Upon the complaint of certain residents of the Meeting House
Hill district in the city of Boston relative to the proposed dis-

continuance of the Dorchester carhouse-Franklin street-South

Station line on the Boston Elevated railway now running via

Meeting House Hill, a conference was held on March 30, 1915.

Subsequently the Commission had a traffic study made of this

and all other lines via Meeting House Plill. A further confer-

ence was held on April 20, 1915, when the results of the

study were discussed, and after further consideration of the

demands of the traffic as shown by the inspector's report, it

was suggested that the company consolidate the present Dor-

chester carhouse-Franklin street-South Station line with the

present Fields Corner-Dorchester street (via Meeting House

Hill) line and the Dorchester street-Rowe's wharf line, and

operate a line from Dorchester carhouse to the South Station

and Rowe's wharf via Meeting House Hill, Dorchester street

and Broadway, with a ten-minute headway to seven p.m. and

with a fifteen-minute headway thereafter.

The Commission believes that this arrangement should be

given a thorough trial; that the company should clearly designate

by signs upon the cars the destination and routes of cars oper-

ated in this district; and that the company should make the

proper extension of transfers at Upham's Corner, in order to

provide the same facilities for a through ride as at present

afforded to passengers boarding the South Boston cars on Geneva

avenue between Fields Corner and Bowdoin street.

For the Commission,

ANDREW A. HIGHLANDS,
May 25, 1915. [P. S. C. Com. 485] Secretary.

Petition of residents of the West Roxbury district of the city of

Boston for restoration of service on the Grove street line of the

Boston Elevated Railway Company.

This is a petition of residents of the West Roxbury district of

the city of Boston for restoration by the Boston Elevated Rail-
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way Company of street railway service on Grove street in said

district as it existed prior to October 2, 1915.

The Boston Elevated Railway Company formerly operated a

line of cars on a twenty-minute headway between the corner of

Spring and Centre streets and the Forest Hills elevated station,

via Grove and Washington streets. As the allowed time for

cars operating on that line was in excess of the actual running

time, there was a lay-off of eight or ten minutes on each trip.

On account of the lack of facilities for a lay-off at Forest Hills,

where these cars were operated with cars of other lines around

a loop track, it was necessary to make the lay-off at the other

end of the line at or near the corner of Spring and Centre streets.

From time to time complaint was made to the company of the

annoyance caused to abutters by the standing of cars at that

point.

To obviate this difficulty, the company, on October 2, 1915,

put into effect a new schedule under which the Grove street line

was operated as a shuttle line between the corner of Spring and

Centre streets and the corner of Grove and Washington streets,

and a separate line was operated from the latter point to Forest

Hills. Under the new schedule the operating cost to the company
remained the same as under the former method of operation.

Patrons of this line in West Roxbury protested against the

change of schedule and petitioned for the restoration of the

through service.

After hearing and further consideration it appears that the

complaint of abutters due to the lay-off of cars under the former

schedule of operation was due in part to the noise caused by the

turning of the seats of open cars during the summer months.

That source of annoyance will be removed hereafter, as the

company intends to operate articulated cars on this line. Other

causes of complaint due to the lay-off of these cars will also, as

far as practicable, be eliminated by the company under the

supervision of the inspection department of the Commission.

It seems to the Commission that the former method of opera-

tion does not necessarily involve such serious annoyance to the

few persons affected by the lay-off of the cars on this line as to

justify a change of schedule which subjects all patrons of the

line to the delay and inconvenience of a transfer at the corner

of Grove and Washington streets. It is therefore

Ordered, That the Boston Elevated Railway Company restore

the through service in the West Roxbury district of the city of
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Boston between the corner of Spring and Centre streets and the

Forest Hills station via Grove and Washington streets as such

service existed prior to October 2, 1915.

By the Commission,

ALLAN BROOKS,
November 26, 1915. [P. S. C. 1128] Assistant Secretary.

Petition of Representative William M. McMorrow relatiie to serv-

ice on the Boston Elevated railway in the West Roxhury dis-

trict of the city of Boston.

Memorandum.

The petitioner requested that a hearing be held on two matters

affecting the service rendered by the Boston Elevated Railway

Company in West Roxbury: (1) The restoration of the Jamaica

Plain-North station line of cars and (2) the inadequacy of the

Hyde Park-Jamaica Plain station line of cars.

Pending a hearing, the matter was referred to the inspection

department and as a result of its investigation the petitioner

subsequently notified the Commission that an improvement in

the service rendered by the company had been observed and

that he would not press for a hearing at this time.

The case is therefore placed on file to be taken up at any

future time at the request of the petitioner.

Attest: ANDREW A. HIGHLANDS,
December 28, 1915. [P. S. C. 1107] Secretary.

Petition of patrons of the Boston Elevcted Railway Company for

a restoration of the through car service between Nonantum

square in Newton, and Harvard square in Cambridge, upon

tvhich a public hearing was held March 17, 1915.

Complaint was made that patrons of the road boarding cars

at Nonantum square, and desiring to go to Cambridge or points

between Watertown and Cambridge, are obliged to transfer at

Watertown car barn, about one-half-mile distant; that not only

are conveniences for transferring at this point unsuitable and

inadequate, but patrons are often subjected to annoying delays

on account of poor connections.

Nonantum square is the business center of this section of

Newton. Tracks of the Boston Elevated Railway Company run
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northerly and southerly through the square and one of the most

important lines of the Middlesex and Boston railway has its

easterly terminus here. It appears, therefore, that in addition

to the large number who live in the vicinity and who board and

leave the cars of the Boston Elevated Railway Company at this

point, there are many others who transfer between the two roads.

Formerly, the Oak square-Brighton line to Park street, Boston,

and the Watertown-Mt, Auburn and Harvard square lines ter-

minated at Nonantum square, Newton. Since the opening of the

new Boylston street subway, these lines now terminate at the

Watertown car barn, so that a passenger boarding a car at

Nonantum square for Harvard square is obliged to transfer at

this barn. This change was made partly because of the con-

gestion at Nonantum square, which has been a subject of com-

plaint by the city officials of Newton and others for many years,

and partly because of new conditions created by the operation

of trailer cars during the rush hours on the Oak square-Brighton

line and on the line formerly operated between Newton and

North Cambridge via the Harvard square subway. The opera-

tion of these trailer cars has been necessitated by the problem

of providing for increased tiavel without unduly increasing the

congestion of surface cars at the Park street station of the

Tremont street subway and the Harvard station of the Cam-
bridge subway. As the operation of these trailer cars is imprac-

ticable without a loop at either terminal, the company has been

obliged to build a loop at the Watertown car barn.

While Nonantum square has many advantages over Water-

town car barn as a terminus for the lines in question, conditions

are such as to make the construction of a loop in the square

impracticable.

A suggestion was made that a loop might be built on private

property, contiguous to the square. This would necessitate the

acquiring of a large piece of land, part of which is now covered

with buildings, in the very heart of the business and residential

center of Newton. The company could not take this property

without agreement with the owners and access to it would have

to be obtained from the city government of Newton. The ex-

pense of the project, together with any possible objections that

might reasonably be raised as to the use of property so located

for such a purpose, would seem to preclude further considera-

tion of this suggestion.

Several other suggestions to obviate the transfer complained

of were made by the petitioners. One was to extend the Harvard
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square line to the Oak square car barn. This barn is about 1|

miles distant from the Watertown car barn, so that in every

round trip there would be a duplication of service of three miles

of line. This extra mileage on a 7| minute headway would
amount to 112 round trips in 14 hours, or 336 miles. Another
suggestion was to run both lines through, — that is, to terminate

the Harvard square line at Park street and the Oak square-

Brighton line at the North Cambridge car barn. This would be

an exceedingly long run, which is contrary to good practice, and
not conducive to good service.

In view of the above circumstances and conditions, the Com-
mission does not see its way clear to grant the request of the

petitioners for a restoration of the through service from Nonan-
tum square to Harvard square, and that part of the petition is

dismissed.

In relation to the complaint as to the facilities and the annoy-

ances due to poor connections and poor transfer facilities at

Watertown car barn, the Commission is of the opinion that more
satisfactory arrangements can and should be made, so that

patrons of the road who are compelled to wait for connections

at this point may have a suitable waiting station, with an em-
ployee or employees of the company in charge during hours that

cars are in service, and that cars be run under such schedules

and operating conditions as to reduce the present delay and in-

convenience at this transfer point and to make the trip in either

direction between Nonantum square and Harvard square as

near continuous as possible.

It is therefore

Ordered, That the Boston Elevated Railway Company main-

tain a suitable waiting station on its premises at the Watertown

car barn, with an employee or employees of the company on duty

at all times when cars are in service, who will have charge of the

departure of cars from this station and notify passengers thereat.

Ordered, That the schedules for the arrival and departure of

cars at the Watertown transfer station and the methods of

operation at said station be so arranged by the company that

the trips in either direction between Nonantum square, Newton,

and Harvard square, Cambridge, will be as near continuous as

possible.

By the Commission,

ALLAN BROOKS,
June 21, 1915. [P. S. C. 875] Assistant Secretary.
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Complaint of Frank W. Dallinger and others concerning restoration

of the Cottage Farm bridge line of the Boston Elevated rail-

way in Cambridge.

Memorandum.

The Boston Elevated Railway Company formerly operated a

line on a fifteen-minute headway between Harvard square, Cam-

bridge, and the Park Street station of the Tremont Street sub-

way, via Massachusetts avenue, Brookline street. Cottage Farm

bridge. Commonwealth avenue and Boylston street. Upon the

opening of the Boylston street subway on October 3, 1914, this

line was extended via the Tremont Street subway to the North

Station. On or about November 21, 1914, the company, in con-

nection with certain other rearrangements of service incident to

the operation of the Boylston street subway, discontinued this

line between the North Station and the corner of Essex street

and Commonwealth avenue, near the end of the Cottage Farm

bridge, and operated a shuttle line between the latter point and

Harvard square on a seven and eight-minute headway during

normal hours and a five-minute headway during rush hours,

with free transfer privileges to and from inbound and outbound

Commonwealth avenue lines, in addition to the transfer privi-

leges at Central square to and from the Cambridge subway. In

other words, through riders on this line were obliged to transfer

at Commonwealth avenue, but were given twice the frequency

of service on the Cambridge end of the line and quicker trans-

portation in Boston through the use of the rapid transit lines

operating by way of the Boylston street subway.

As a result of complaints made by patrons of this line the

company changed its operating schedule, during the rush hours

only, by running two through lines on a fifteen-minute headway

over Cottage Farm bridge from Central square, Cambridge; one

via Boylston street surface to the Park street station of the

Tremont street subway and the other to Dudley street and also

by reducing the rush hour service on the shuttle line from Har-

vard square to Commonwealth avenue from a five-minute to a

ten-minute headway.

Certain patrons of the line, being still dissatisfied with the

service, filed a complaint with the Commission requesting the

restoration of the through service as it existed immediately

after the opening of the Boylston street subway and the estab-

lishment of free transfer privileges at the Kenmore street en-

trance to the Boylston street subway. Upon this complaint a
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conference was held with representatives of the complainants

and of the company.

At this conference complaint was made of the lack of proper

facilities for transfer at the corner of Essex street and Common-
wealth avenue and of the necessity of making a second transfer

to a Boylston street surface line in order to reach points between

the subway stations in the Back Bay district of Boston. Upon
the suggestion of the Commission the company agreed, for an

experimental period, to extend the terminus of the shuttle line

from the corner of Essex street and Commonwealth avenue to the

Kenmore street entrance of the Boylston street subway, where con-

venient transfer could be made to the subway lines or to the

surface lines operated on a frequent headway from that point.

On July 3, 1915, this service was put into operation on a seven

and eight-minute headway during the normal hours and a five-

minute headway during the rush hours, but the company discon-

tinued the through service heretofore operated to Park street and

Dudley street during the rush hours. The intention of the company

to discontinue that service was not disclosed to the Commission at

or subsequent to the conference relative to service on this line.

Complaint was also made, which the Commission found to be

fully justified, in regard to the irregularity of headway and gen-

eral demoralization of service on this line. This was due in

large part to the company's practice of storing on the single

track location on Cottage Farm bridge during certain hours of

the day a large number of reserve cars needed for the transpor-

tation of passengers to and from Fenway Park during the base-

ball season. This condition promises to be speedily relieved, as

the company is installing a loop at the new baseball grounds

and expects to have it in operation within a week from this

date. The company has also undertaken, at the direction and

under the observation of the Commission, to improve its general

operating methods on this line so as to furnish more regular and

satisfactory service.

This complaint is therefore placed on file, with the under-

standing that, after the present service has had a reasonable

trial, a petition may be brought either by patrons of the line or

by the company for such further change of service, if any, as

may then seem necessary or desirable.

For the Commission,

ANDREW A. HIGHLANDS,
August 17, 1915. [P. S. C. Com. 426] Secretary.



1916.1 ACCOMMODATIONS, FARES, ETC. 207

Petition of H. C. Potter for establishment of a stopping -point for

cars of the Boston and Worcester Street Railway Com'pany at

the junction of Worcester street and Longfellow road in the

town of Wellesley.

This is a petition of certain residents of Wellesley asking that

the stopping place for Longfellow road, formerly called Florence

Avenue, upon the line of the Boston and Worcester Street Rail-

way Coinpany on Worcester street in Wellesley be changed to a

point 650 feet easterly of its present location. Upon the petition

a public hearing was held May 25, 1915, and a view taken by

members of the Commission, with the parties interested, on

July 12, 1915, and there are on file remonstrances in writing of

the Board of Selectmen and certain citizens of Wellesley.

The existing stopping point was fixed by the Board of Select-

men and representatives of the street railway company after

conferences with persons interested and after consideration of

the protests of those opposed to the present location. The peti-

tioners contended that the proposed stopping point would better

accommodate many patrons of the railway who are residents

upon Longfellow road and this contention seems well founded,

but the public safety is paramount to considerations of conven-

ience and the protest of the Board of Selectmen that stopping

the cars at the point petitioned for would be fraught with dan-

ger to passengers and to the general public is sustained by the

evidence presented at the hearing and by the view taken by

members of the Commission. The 4| per cent, grade in the

roadbed, taken by itself, might not be an insuperable objection,

but the fact that the decline is upon a curve ranged by a wooded

embankment which shuts off the view from cars approaching

the proposed stopping point upon a down grade multiplies the

possibilities of danger in operation against which no changes in

the signal system suggested by the petitioners could give guar-

antee of safety.

The Commission confirms the judgment of the local author-

ities that the stopping point petitioned for would be a menace

to the public safety and it is

Ordered, that the petition be dismissed.

For the Commission,

ANDREW A. HIGHLANDS,
August 6, 1915. [P. S. C. 902] Secretary.
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Complaint of S. Alton Capron, and others, concerning service on

the Westfield division of the Springfield street railway.

Memorandum.

In this matter the Commission held a conference on October

29, 1915, with representatives of the town government of West-

field, of the Westfield Board of Trade, and of the Springfield

Street Railway Company. The complainants object to a recent

reduction in service upon two of the street railway lines in

Westfield and ask to have the former service restored.

The lines in question are known as the Mill and Union streets

line and the Highlands-Franklin street line. Both are short,

local lines running through the more thickly settled portion of the

town and the business district. The former is 2.677 miles long

and the latter, 2.794 miles. Prior to October 6, 1915, two cars

were operated on each of the lines on a twenty-minute headway.

On that date the service was reduced, in each case, to one car on

a thirty-minute headway. The complainants allege that this

change has caused serious inconvenience to the patrons of the

company; that it has interfered with proper connections with

the main line to Springfield; that it has made it necessary to

operate the cars at a dangerous speed through the public streets;

and that, even with such increased speed, it has made it im-

possible to maintain scheduled running time.

At the conference the company admitted that it was difficult

to maintain the new schedule during rush hours in the evening

and stated that, to overcome this difficulty, service at the former

twenty-minute headway had been restored during the hours

from 5 P.M. to 7 p.m. As a reason for the reduction in the

service at other hours, it submitted figures showing that the

receipts per car mile on both of the lines have been low and

insufficient for profitable operation. These figures the com-

plainants did not question. Further figures submitted by the

company, however, indicated that the reduction in service has

discouraged traffic materially, to such an extent, indeed, that the

net economy of the change must be small.

It was alleged by the complainants, and not denied by the

company, that the former twenty-minute service had been main-

tained for fully twenty years, during which time the town

steadily increased in population. This fact, in the opinion of the

Commission, raises a strong presumption in favor of the twenty-

minute schedule. Nor do we think that the company has
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presented evidence sufficient to rebut this presumption. A
street railway company cannot reasonably expect that all the

lines which it operates in any given district will be profitable.

As the former Railroad Commission said (37th annual report,

1906, p. 81): —

The business upon a particular hne is entitled to consideration, for

there is a limit to the amount which one part of a cormnunity should

contribute to the accommodation of another; but the receipts and ex-

penditiu'es of different lines are to be considered in connection with those

of the railway as a whole and with due regard to the fact that profitable

fines must do their share in supporting some unprofitable fines which in

the larger public interest every company may be compelled to maintain.

Cases are to be judged exclusively from neither the standpoint of the

separate line nor from that of the whole system, but from both, and the

decision is to be made in accordance with what the general good and

justice to all may require.

Following out this principle, we think that the operation of these

lines on the former schedule, as maintained for twenty years,

may reasonably be considered a part of the service which this

company ought to furnish in the Westfield district. We therefore

recommend that service on the twenty-minute running time be

restored on both the Mill and Union streets and the Highlands-

Franklin street lines.

By the Commission,

ANDREW A. HIGHLANDS,
November 10, 1915. [P. S. C. C.-606] Secretary.

Telephone and Telegraph Service.

Petitions of Representative Maurice Caro and Representative

William N. Cronin for the installation by the New England

Telephone and Telegraph Company of meters for measured

service for subscribers.

These were petitions to require the New England Telephone

and Telegraph Company to equip the telephones of measured

service subscribers with meters or registers to record the number
of calls used by each subscriber.

At the public hearing upon these petitions it was suggested

that meters should be provided by the company for all measured

service subscribers without additional charge. It was claimed



210 APPENDIX— ORDERS. [Jan.

that the company's record of measured service calls under ex-

isting mefthods was inaccurate, and that the installation of some
form of automatic recording device was necessary in order to

protect measured service subscribers from overcharges.

It was not denied that under certain conditions mistakes in

registering the number of telephone calls could and did occur,

notwithstanding the greatest care and efficiency on the part of

the company's employees. The opportunity for such errors has,

however, already been minimized, as the result of a suggestion

by the Commission that the company require the operator to

report "No charge" on uncompleted calls. It has also been

the practice of the Telephone and Telegraph Department of the

Commission, in case of dispute in regard to the accuracy of the

company's record, to make an investigation with a view to

securing an equitable adjustment. The entire problem is being

studied by the Telephone and Telegraph Department of the

Commission in order to determine the practicability of changes

in present operating methods which will secure a still higher

standard of accuracy in the company's records of measured serv-

ice calls.

As the margin of error under the company's present recording

system appears to be slight, and is likely to favor the subscriber

as frequently as the company, the Commission believes that it

would not be in the public interest to require it to provide

meters for all measured service subscribers, as the cost of such

meters, whether it is made a separate charge or included in the

flat rate, must ultimately be borne by the subscribers. The
Commission is, however, of the opinion that a meter should be

available, upon payment of a reasonable charge therefor, to any

subscriber who desires it, either for the purpose of controlling

the unauthorized use of his telephone or for the purpose of

enabling him to compare the record made by the meter with

the number of messages for which he is charged.

For something more than a year the New England Telephone

and Telegraph Company has been installing, upon the request

of a subscriber, a meter which is operated by the operator at

the central office, and for which an annual charge of three dol-

lars is made. Prior to and since the hearing on these petitions

the Telephone and Telegraph Department of the Commission

has made a thorough inquiry into the practicability of the meters

now in use in the territory of other telephone companies. The

only other meters shown to be workable are those operated by
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the Southern New England Telephone Company of Connecticut,

and the Keystone (Independent) Company of Philadelphia, each

with a limited number of measured service subscribers.

The operation of these meters is similar to that of the pay

station. The operator secures and holds the party called until

the calling party has recorded a call upon the meter at his sta-

tion, after which the connection is completed. Tests made by

the inspectors of the Telephone Department of the Commission

demonstrate that there is an appreciable slowing of service under

such operation. Whatever the effect might be in an ordinary

exchange, with a limited number of measured service subscribers,

any change in the operating practice which would result in the

slowing of calls from measured service stations from four to

seven seconds each, in a territory like the metropolitan district

of Boston, with its great telephone population very properly

demanding the highest grade of service, and with 32 per cent.

of the stations in the state upon a measured service basis, would

seriously impair the present standard of service.

The Commission is therefore of the opinion that in spite of

the somewhat higher cost, a sub-station meter controlled from

the central office, such as is now supplied by the company, is

best adapted to the conditions of the Metropolitan District. The

meter which the New England Telephone and Telegraph Com-

pany now installs upon application is practically the device

which has been in operation in Baltimore, Maryland, and for

which the Maryland Public Service Commission in a decision

rendered January 2, 1912, in the matter of the Chesapeake and

Potomac Telephone and Telegraph Company, of Baltimore City,

relative to rates, established an annual charge of three dollars.

Since that decision improvements have been perfected which, in

the judgment of the Commission, after investigation, should

enable the New England Telephone and Telegraph Company to

install and maintain such meters at an annual charge not ex-

ceeding $1.50 instead of the present annual charge of $3.00.

It is therefore

Ordered, That the New England Telephone and Telegraph Com-
pany shall equip the telephone station of any subscriber who
shall make a request therefor with a suitable registering device

which will immediately register every local message charged to

his account; and, without undertaking to designate the specific

device to be used for that purpose, jurisdiction over and the

right and power to supervise, regulate and control such regis-
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tering device, as well as every other instrumentality employed

in the telephone service, is hereby expressly reserved to the

Commission. The said company is hereby authorized to charge

a sum not exceeding one dollar and fifty cents ($1.50) a year or

any fraction of a year for installing and maintaining each regis-

tering device furnished.

By the Commission,

ALLAN BROOKS,
July 14, 1915. [P. S. C. 645] Assistant Secretary.

Inquiry by the Commission in the matter of divided ringing on

four-party full suburban telephone lines in the Metropolitan

district.

Memorandum.

As a result of a somewhat extensive inquiry into the operation

of the four-party full suburban service within the Metropolitan

district, which was restored to the schedule by order of the

Commission on February 28, 1914, the Commission recommended

the installation of divided ringing upon these lines, so that

subscribers would hear but one ring other than their own, this

form of ringing being in operation upon similar lines outside of

the Metropolitan district.

The Commission is in receipt of the following statement from

the New England Telephone & Telegraph Company, covering

the subject of the Commission's recommendation:

Relative to the recommendation of the Commission which has been

the subject of recent consideration, the company is making provision for

divided ringing on the four-party full suburban service lines in the Metro-

politan district. As has been explained to the Commission, it seems

desirable from the subscribers' standpoint as well as from the Company's,

that the divided ringing on these lines should begin at the time of the

issue of the next Telephone Directory in February, 1916.

For the Commission,

ANDREW A. HIGHLANDS,
NovEMBEK 3, 1915. [P. S. C. 1166] Secretary.
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Petitions of Thomas M. Vinson and others and the United Im-

provement Association relative to rates charged and service

rendered by the New England Tele-phone and Telegraph Com-

pany.

Memorandum.

At a conference held with the Telephone and Telegraph De-

partment, representatives of the petitioners stated that these

petitions were filed in the expectation that sufficient funds

would be provided by the General Court to enable the Commis-

sion to make a thorough investigation of the matter of telephone

rates and service. No appropriation for this purpose having been

made, however, request is now made that the petitions be placed

on file.

Petitions placed on file without prejudice.

Attest: ANDREW A. HIGHLANDS,
Decep^ber 31, 1915. [P. S. C. 897] Secretary.

Motion of Commission in matter of proposed increase in joint

telephone-telegraph rates by the Western Union Telegraph

Company.

Memorandum.

Notice was received from the Western Union Telegraph Com-
pany of a proposed annulment of certain agreements existing

between that company and the New England Telephone and

Telegraph Company under which the latter company acted as

agent for the telegraph company at certain points where there

was no regularly established telegraph office and where the busi-

ness was handled by the telephone company at its central office,

telegrams to and from such points being telephoned to the near-

est Western Union office and the telephone charge therefor being

absorbed, under said agreements, by the Western Union Com-
pany. Under the proposed change the telephone charge would be

added to the cost of the message and paid for by the sender or

receiver of the telegraph message.

The three points involved in the notice filed by the Western

Union Company with the Commission were Grafton, Pepperell

and Granville.

At the public hearing on this matter, held on November 24, 1915,

the company agreed that its notice in regard to the proposed

increases in such rates at the three points indicated be dismissed
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without prejudice to the right of the Western Union Telegraph

Company to file with the Commission a complete schedule of all

such proposed changes in rates applicable to points in Massachu-

setts.

Attest: ANDREW A. HIGHLANDS,
November 24, 1915. [P. S. C. 1184] Secretary.

Express Rates.

Order suspending proposed change in collection and delivery service

at Dennis and Yarmouth by the Adams Express Company.

It appearing that there has been filed with this Commission

by F. G. Airy, Agent, in behalf of the Adams Express Company,

American Express Company, National Express Company and

the New York and Boston Despatch Express Company, handling

intrastate business within the commonwealth of Massachusetts,

a tariff designated as supplement No. 20 to M. P. S. C. No. 11

which discontinues delivery service at Dennis and 'Yarmouth on

and after December 1, 1915, — it is

Ordered, That the Commission, upon complaint, enter upon a

hearing concerning the propriety of the proposed changes stated

in the schedule filed in this office.

It further appearing that the proposed changes may injuriously

affect the rights and interests of the public, and it being the

opinion of the Commission that the effective date of said changes

should be postponed pending a hearing and decision, — it is

Further ordered, That the operation of said schedule of changes

be suspended and that the use of the rates and charges above

stated be deferred until the first day of January, 1916, unless

otherwise ordered by the Commission.

It is

Further ordered. That a copy of this order be filed with said

tariff at the office of the Commission and that a copy hereof be

forthwith served upon F. G. Airy, Agent, the Adams Express

Company, American Express Company, National Express Com-
pany and New York and Boston Despatch Express Company,

parties to the tariff, and that they be duly notified of the time

and place of the hearing above ordered.

By the Commission,

ANDREW A. HIGHLANDS,
November 10, 1915. [P. S. C. 1111] Secretary.
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Petitions of the Selectmen of Yarmouth and Dennis relative to

discontinuance of collection and delivery service by the Adams
Express Company in those towns; also relative to the closing of

the express office at Dennis.

Memorandum.

This matter was set down for a hearing to be held on Decem-
ber 13, 1915. Prior to the hearing, however, the Adams Express

Company notified the Commission of its intention to continue

the existing express service at Yarmouth and Dennis, and the

necessary tariffs to make this arrangement effective were filed

with the Commission on December 27, 1915. The case is there-

fore placed on file.

Attest: ANDREW A. HIGHLANDS,
December 28, 1915. [P. S. C. 1111] Secretary.
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BRIDGES— RAILROAD AND RAILWAY.

Appkoval of Street Railway Bridge Plans.

Petition of the Bay State Street Railway Company for approval of

plan for strengthening Slade's ferry bridge in Fall River.

In accordance with the recommendation of .Professor Lewis E.

Moore, Bridge and Signal Engineer of the Commission, — it is

Ordered, That plans submitted by the Bay State Street Rail-

way Company for strengthening the Slade's ferry bridge over the

Taunton Great River between Fall River and Somerset be hereby

approved, as showing a bridge of proper strength to carry a

47-ton express car plus a 13^-ton auto truck, subject to the fol-

lowing restrictions:

1. Only one car to be allowed on the bridge at a time.

2. Speed of express cars not to exceed four miles per hour.

3. Express car not to be allowed on the bridge at the same

time as the New York, New Haven and Hartford Railroad Com-

pany's steam locomotive and freight cars.

The approval is granted upon the understanding that proper

steps be taken to see that no express car enters upon the span

at the time when an auto truck weighing more than 13| tons is

upon the span.

Attest: ANDREW A. HIGHLANDS,
September 22, 1915. [P. S. C. 1097] Secretary.

During the year ending December 31, 1915, on the recom-

mendation of Professor Lewis E. Moore, bridge and signal en-

gineer of the Commission, plans submitted for street railway

bridges have been approved, as follows:

Bay State Street Railway.

Beachmont, May 4, 1915 — Plan for rebuilding pile trestle,

known as Beachmont trestle, on private land over Belle Isle

inlet between Boston and Revere. [P. S. C. 917]

Gloucester, June 14, 1915 — Plans for rebuilding bridge No.

14, at Essex street. [P. S. C. 973]
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Worcester Consolidated Street Railway.

Grafton, September 14, 1915 — Plans for new reinforced con-

crete arch bridge over the Quinsigamond river beside Main
street. [P. S. C. 10821

Grafton, December 6, 1915 — Plans for rebuilding bridge over

Flint's pond on private right of way one-half mile west of North

Grafton. [P. S. C. 1190]

Lancaster, February 9, 1915 — Plans for rebuilding Vose

bridge over the north branch of the Nashua river, just south of

Lancaster. [P. S. C. 877]

Leominster, September 30, 1915 — Plan for reconstruction of

bridge No. 33, over Fall brook beside Lancaster street. [P. S. C.

1119]

Millbury, April 28, 1915 — Plans for rebuilding Providence

street bridge. [P. S. C. 915]

Bridge Guards.

Regulations relative to Bridge Guards.

Circular.

Section 143 of part II of chapter 463 of the Acts of 1906, as

amended by chapter 161 of the Acts of 1913, reads as follows:

Section 143. Every railroad corporation, at every bridge or other

structure, any portion of which crosses the railroad above the track, shall

erect and maintain, in a manner prescribed by the board of railroad com-

missioners [public service commission] suitable bridge guards, of a type

approved by said board [commission], except at places where, and so long

as, it is specially exempted from the duty of so doing by said board [com-

mission]. A corporation which neglects to comply with the provisions of

this section shall forfeit fifty dollars for each month's neglect. Whoever

wilfully destroys or breaks any such bridge guard shall be punished by a

fine of not more than one hundred dollars or by imprisonment for not

more than thirty days.

Under the authority of the foregoing provisions of law the

Commission prescribes the following regulations:

1. The standard forms of pendent or "whip-cord" and of

horizontal-bar bridge guards or "tell-tales" now in common use

on the leading railroads of this Commonwealth, are approved

by the Commission.

2. On main tracks and on main-line side tracks, the guard should
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be placed not less than 100 nor more than 200 feet from the

bridge or other overhead structure.

3. In yards and on switching tracks, the guard should be

placed not less than 50 nor more than 100 feet from the bridge

or other overhead structure.

4. The distance is to be measured in all cases from a point

over the center of the protected track in the near side of the

bridge or structure, in the direction of approach by trains; and

a guard is to be maintained on one or on both sides of the bridge

or structure according as trains are run on the track in one or

in both directions.

5. Where two bridges or structures are not more than 200 feet

apart in the clear, only one guard between them is required, the

same to be placed midway between the two.

6. The guard should be erected and maintained so that the

same, or the lowest part thereof, will hang or swing about three

inches lower than the lowest part of the bridge or structure

which it is designed to protect.

In the exercise of the supervisory powers vested in the Commis-

sion under the provisions of section 252 of part II of chapter 463

of the Acts of 1906, as amended by chapter 375 of the Acts of 1912,

the Public Service Commission has adopted the following order:

Ordered, That the foregoing regulations prescribed by the Commission

relative to the erection and maintenance of bridge guards by railroad cor-

porations, under the provisions of section 143 of part II of chapter 463 of

the Acts of 1906, as amended by chapter 161 of the Acts of 1913, shall

apply to every corporation, person, firm or association owning or operat-

ing a railroad for private use.

By order of the Commission,

ANDREW A. HIGHLANDS,
April 23, 1915. [P. S. C. 549-1] Secretary.

Orders were also issued exempting railroad companies and

owners of private railroads from the duty of erecting and main-

taining bridge guards at bridges or other structures that have a

clear head-room of twenty-two (22) feet or more above the

tracks of the railroad: —
American Woolen Company, June 21, 1915, in Lawrence. [P.

S. C. 981-B]

Boston and Maine, January 1, 1915, in Rutland. [P. S. C.

128]
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Boston and Maine, January 7, 1915, in Hubbardston. [P. S.

C. 128]

Boston and Maine, July 27, 1915, in Newburyport. [P. S.

C. 128]

Boston and Maine, July 31, 1915, in Lawrence. [P. S. C. 128]

Boston and Maine Railroad, November 24, 1915, in Spring-

field. [P. S. C. 128]

Boston and Maine Railroad, November 24, 1915, in Sterling.

[P. S. C. 128]

Boston Terminal Company, April 9, 1915, in Boston. [P. S.

C. 869]

Claflin-Sumner Coal Company, December 13, 1915, in Worces-

ter. [P. S. C. 981-M]

Farr Alpaca Company, September 15, 1915, in Holyoke. [P.

S. C. 981-G]

H. E. Fletcher, November 30, 1915, in Chelmsford. [P. S. C.

981-J]

General Electric Company, November 24, 1915, in Everett.

[P. S. C. 981-L]

G. Haarmann and Company, August 17, 1915, in Holyoke.

[P. S. C. 981-E]

New York Central Railroad Company, March 4, 1915, on

Boston and Albany Railroad. [P. S. C. 9289]

New York, New Haven and Hartford Railroad, August 14,

1915, in Blackstone. [R. R. C. 9439]

New York, New Haven and Hartford, December 28, 1915, in

Great Barrington, Lee and Pittsfield. [R. R. C. 9439]

Pacific Mills, November 5, 1915, in Lawrence. [P. S. C.

981-K]

Pacific Mills, December 2, 1915, in Lawrence. [P. S. C.

981-K]

Philadelphia and Reading Coal and Iron Company, June 23,

1915, in Newburyport. [P. S. C. 981-A]

Rockport Granite Company, September 15, 1915, in Rockport.

[P. S. C. 981-F]

Rockport Granite Company, September 30, 1915, in Gloucester.

[P. S. C. 981-F]

Springfield Rendering Company, August 10, 1915, in Spring-

field. [P. S. C. 981-D]

Union Freight Railroad Company, July 1, 1915, in Boston.

[P. S. C. 981-C]

P. W. Wood Lumber Company, September 22, 1915, in

Worcester. [P. S. C. 981-1]
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CAPITAL STOCK AND BONDS.

Petition of the Automatic Telephonic Company of New Bedford

for approval of an issue of additional capital stock and for

revocation of so much of order of November 26, 19IS, as relates

to the issue of balance of unissued bonds.

It appearing, after notice and hearing and further investigation,

that the proposed issue of capital stock is for a lawful purpose

and is consistent with the public interest, — it is

Ordered, That the approval of the Commission be hereby given

to the issue by the Automatic Telephone Company of New
Bedford at the price of fifty dollars ($50) per share, as fixed by its

stockholders, of additional shares of capital stock not exceeding

one thousand (1,000) in number, amounting at par value to

fifty thousand dollars ($50,000), as an issue of stock reasonably

necessary and of the amount required for the payment of floating

indebtedness properly incurred in the construction and equipment

of its plant, and in the purchase of property necessary for its

operation, as described in a schedule on file with the petition.

Any excess in the proceeds of these shares over the amount to

be applied as above stated shall be held for such application to

cost of permanent additions to and improvements in the property

of the petitioner as the Commission shall hereafter approve.

And it is further

Ordered, That so much of the order of this Commission issued

under date of November 26, 1913 (P. S. C. 157), approving an

issue of bonds of said Automatic Telephone Company of New
Bedford to an amount not exceeding at par value forty thousand

dollars ($40,000) as relates to the issue of a balance of bonds

amounting to thirty-five thousand dollars ($35,000), which have

not been issued, be hereby revoked, but nothing in this order

shall be construed as affecting the right of the company to apply

at some future time for approval of the issue of such balance of

bonds under the existing mortgage.

Attest: ANDREW A. HIGHLANDS,
November 3, 1915. [P. S. C. 926] Secretary.
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Petition of the Bay State Street Railway Company for ajjproval

of an issue of first preferred capital stock.

It appearing, after notice and hearing and further considera-

tion, that the proposed issue of preferred stock is for a lawful

purpose and is consistent with the public interest, and that the

limitations of the voting power of said preferred stock are con-

sistent with the adequate protection of the public interests, —
it is

Ordered, That the approval of the Commission be hereby

given to the issue by the Bay State Street Railway Company,

at the price of one hundred twelve dollars ($112) per share, as

fixed by its stockholders, of not exceeding twelve thousand eight

hundred nineteen (12,819) additional shares of six per cent (6%)
cumulative first preferred capital stock, amounting at par value

to one million two hundred and eighty-one thousand nine hun-

dred dollars ($1,281,900) having the preferences, voting powers

and restrictions and qualifications thereof which have been fixed

by vote of two-thirds in interest of its common stockholders at

a meeting duly called for the purpose as set out in copies of

votes referred to in and annexed to the petition of the company
dated April 28, 1915, as an issue of stock reasonably necessary

and of the amount required for the purpose of paying certain

floating indebtedness properly incurred in the construction and

equipment of the railway and in the purchase of property neces-

sary for its operation, as shown in schedules on file with the peti-

tion.

Any excess in the proceeds of these shares over the amount

to be applied as above stated shall be held for such application

to the cost of permanent additions to and improvements in the

property of the company as the Commission shall hereafter

approve.

Attest: ANDREW A. HIGHLANDS,
August 25, 1915. [P. S. C. 918] Secretary.

Petition of the Boston Elevated Railway Company for approval of

an issue of bonds.

The Boston Elevated Railway Company represents that it

desires to issue three million two hundred and eighty-six thousand

dollars ($3,286,000) par value of its negotiable bonds for the

purpose of providing means for construction and equipment and
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for funding its floating debt and for the purchase of such real or

personal estate as may be necessary or convenient for the opera-

tion of its railwaj'- and for the payment of the debts of the

corporation.

The schedule presented by the company indicates that the

entire amount required for capital purposes, including sums

already spent and sums to be expended, aggregates five million

forty thousand and one dollars and twelve cents ($5,040,001.12).

The first item in the schedule, amounting to one million four

hundred sixty-three thousand six hundred thirty-three dollars and

twelve cents ($1,463,633.12) represents the expenditures already

made, for which floating debt has been incurred. The portion of

this amount which can properly be capitalized by an issue of

stock or bonds cannot be determined until the Commission is in

receipt of additional information as to the nature of the expendi-

ture, nor without a lengthy inquiry. This item has therefore

been eliminated for the present by the Commission. The balance

of the schedule represents amounts to be expended for the con-

struction and equipment of the railway. These amounts have

been carefully investigated by the experts of the Commission,

who have checked unit prices and quantities, taking into con-

sideration actual bids, and have examined all plans. Said

amounts appear to be reasonable and are greater in the aggregate

than the face value of the bonds asked for.

It is understood that such approval does not preclude the

Commission from making such further investigation as it may
deem necessary to determine whether and to what extent any

items of property of the company have been abandoned or

retired from service, or from requiring the company to adjust

its accounts in accordance with the classification adopted by the

Commission by charging said property to profit and loss.

It appearing after notice and hearing and further investigation,

that the proposed issue of bonds is for lawful purposes and is

consistent with the public interest, — it is

Ordered, That the approval of the Commission be hereby given

to the issue by the Boston Elevated Railway Company of coupon

or registered bonds to an amount not exceeding at par value

three million two hundred and eighty-six thousand dollars

($3,286,000) payable not more than thirty (30) years from date

thereof and bearing interest at the rate of not exceeding five

per cent (5%) per annum, as an issue of bonds reasonably

necessary and of the amount required for the purposes to which

the proceeds of such bonds are to be applied as hereinafter
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specifically set forth in the schedule on file with the petition, as

follows:

1. The proceeds of bonds amounting at par value to one

million six hundred and nine thousand dollars ($1,609,000) shall

be applied exclusively toward the payment of the necessary cost

to be incurred in the construction and equipment of the elevated

structures, tracks and electric system.

2. The proceeds of bonds amounting at par value to one

million and ninety-three thousand dollars ($1,093,000) shall be

applied exclusively toward the payment of the necessary cost to

be incurred in the installation of additional generating and sub-

station equipment.

3. The proceeds of bonds amounting at par value to four

hundred and sixty-five thousand dollars ($465,000) shall be

applied exclusively toward the payment of claims or damages to

abutting estates and for land taken or to be taken where the

Elevated Railway, Cambridge Subway, Cambridge Connection

and the East Cambridge Extension have been built.

4. The proceeds of bonds amounting at par value to fifteen

thousand dollars ($15,000) shall be applied exclusively toward the

payment for the Scollay Under and Bowdoin stations of the

East Boston Tunnel Extension.

5. The proceeds of bonds amounting at par value to eighteen

thousand dollars ($18,000) shall be applied exclusively toward

the payment of the equipment of the South Station Under of the

Dorchester Tunnel.

6. The proceeds of bonds amounting at par value to thirty-six

thousand dollars ($36,000) shall be applied exclusively toward the

payment for the tracks in the Dorchester Tunnel from present

terminus east of Washington street to and including South

Station Under.

7. The proceeds of bonds amounting at par value to fifty

thousand dollars ($50,000) shall be applied exclusively toward

the payment of the cost of tracks and buildings on account of

enlarging the Copps Hill freight station.

It is further ordered, That all contracts covering the purchase

of material or machinery to be used in connection with any of

the construction items heretofore mentioned, or the installation

thereof, shall be filed with the accountant of the Commission as

soon as executed; also that the company shall keep true and

accurate accounts showing the receipt and application by it of

the proceeds of the sale or disposition of all bonds authorized

to be issued hereby, and report in writing to the Commission on
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or before the twentieth day of each month its receipts and

disbursements during the previous month of the proceeds of said

bonds, said report to be made as directed by the accountant of

the Commission.

Any excess of the proceeds of this issue of bonds which may
be realized from premiums shall be held for such application to

cost of other permanent additions to and improvements in the

property of the company as the Commission shall hereafter

approve.

Attest: ALLAN BROOKS,
November 9, 1915. [P. S. C. 1143] Assistant Secretary.

Petition of the Holyoke Street Railway Company for approval of

an issue of bonds.

It appearing, after notice and hearing and further investiga-

tion, that the proposed issue of bonds is for lawful purposes and

is consistent with the public interests, — it is

Ordered, That the approval of the Commission be hereby

given to the issue by the Holyoke Street Railway Company of

coupon or registered bonds to an amount not exceeding at par

value eight hundred fifty thousand dollars ($850,000), payable

twenty years from date thereof and bearing interest at a rate

not to exceed five per cent per annum, as an issue of bonds

reasonably necessary and of the amount required for the follow-

ing purposes:

1. The proceeds of bonds amounting at par value to two

hundred fifty thousand dollars ($250,000) shall be applied exclu-

sively to the payment and refunding of outstanding bonds of

the company amounting to two hundred fifty thousand dollars

($250,000) which mature April 1, 1915.

2. The proceeds of bonds amounting at par value to six hun-

dred thousand dollars ($600,000) shall be applied exclusively

toward the payment of floating indebtedness properly incurred

in the construction and equipment of its railway and in the

purchase of property necessary for its operation, described in

the schedule on file with the petition.

Any excess in the proceeds of these bonds which may be real-

ized from premiums shall be held for such application to cost of

permanent additions to and improvements in the property of the

petitioner as the Commission shall hereafter approve.

And it further appearing that under an order of the Board of

Railroad Commissioners dated June 24, 1913, authorizing an
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issue of four thousand seven hundred sixty-five (4,765) addi-

tional shares of capital stock, amounting at par value to four

hundred seventy-six thousand five hundred dollars ($476,500),

two thousand six hundred eighty-four (2,684) shares of stock to

the amount at par value of two hundred sixty-eight thousand

four hundred dollars ($268,400) only have been issued, and that

it is not proposed to issue any additional shares under said order,

— it is

Ordered, That so much of said order of June 24, 1913, as

authorized the issue of two thousand eighty-one (2,081) shares

of capital stock, amounting at par value to two hundred eight

thousand one hundred dollars ($208,100), not now issued, is

hereby rescinded.

Attest: ANDREW A. HIGHLANDS,
March 23, 1915. [P. S. C. 874] Secretary.

Petition of the Springfield Street Railway Company for approval of

issue of additional capital stock.

This is a petition from the Springfield Street Railway Company
that the Commission approve an increase in its capital stock by
the issue of an amount at one hundred ten dollars ($110) per

share which will produce the sum of one million forty-one

thousand nine hundred dollars ($1,041,900) in addition to the

capital stock now issued and outstanding, for the purpose of

providing means for the payment of floating indebtedness to

said amount of one million forty-one thousand nine hundred

dollars ($1,041,900). The petition was filed December 2, 1914,

and hearings thereon, after advertised notice, were given on

December 9, 1914, and November 1, 1915. The purposes for

which this indebtedness was incurred included extensions of its

lines, relocation and reconstruction of tracks, double tracking,

power house equipment, new transmission lines, additional equip-

ment and other permanent additions to and improvements in the

railway property, all being shown on a schedule filed with the

petition. Additions to property appear therein amounting to

two million sixty-seven thousand one hundred eighty-one dollars

and eighty-six cents ($2,067,181.86) and the net balance of

expenditures to November 30, 1914, against which no capital

stock or bonds have been issued, is one million seven hundred
fifty-three thousand six hundred eighty-seven dollars and eight

cents ($1,753,687.08). An investigation of this schedule by the

accounting and engineering departments of the Commission shows
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.

that the net balance of expenditures against which capital stock

or bonds can properly be issued is one million three hundred

thirty-three thousand eight hundred seventy-six dollars and

seventy-eight cents ($1,333,876.78), and therefore, it appearing

that the proposed issue of capital stock is for a lawful purpose

and is consistent with the public interest, — it is

Ordered, That the approval of the Commission be hereby given

to the issue by the Springfield Street Railway Company at a

price of one hundred ten dollars ($110) per share, as fixed by its

stockholders, of additional shares of capital stock, not exceeding

nine thousand four hundred seventy-two (9,472) in number,

amounting at par value to nine hundred forty-seven thousand

two hundred dollars ($947,200) as an issue of stock reasonably

necessary and of the amount required for the purpose of paying

in part certain floating indebtedness properly incurred in making

permanent additions to and improvements in the railway prop-

erty as described in the schedule on file with the petition.

Any excess in the proceeds of these shares over the amount to

be applied as above stated shall be held for such application to

cost of permanent additions to and improvements in the property

of the petitioner as the Commission shall hereafter approve.

It is to be understood that this approval does not preclude the

Commission from making such further investigation as it may
deem necessary to determine whether and to what extent any

items of property of the petitioner have been abandoned or

retired from service or from requiring the petitioner to adjust its

accounts in accordance with the classification adopted by the

Commissionj by charging such property to profit and loss.

Attest: ANDREW A. HIGHLANDS,
NovEMBEK 16, 1915. [P. S. C. 786] Secretary.

Petition of Frank L. Palmer and associates, purchasers at a

receiver's sale of the property of the Warren, BrooJcfield and

Spencer Street Railway Company, that the Commission deter-

mine the fair replacement cost of the railway and property

which is to be acquired by a new corporation, and approve the

amount of capital stock to be specified in the agreement of

association for the formation of the Worcester and Warren

Street Railway Company.

After notice and hearing and further investigation, the Com-

mission having determined that the fair cost of replacing the
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railway and property of the Warren, Brookfield and Spencer

Street Railway Company, acquired by the petitioners at a re-

ceiver's sale and which is to be acquired by a new corporation,

to be known as the Worcester and Warren Street Railway Com-
pany, organized as provided in section 145 of part III of chapter

463 of the Acts of 1906 or any acts amendatory thereof, is at

least one hundred six thousand dollars ($106,000), — it is

Ordered, That the sum of one hundred six thousand dollars

($106,000) be hereby approved as the total amount of the capital

stock of the proposed new company.

Attest: ANDREW A. HIGHLANDS,
May 24, 1915. [P. S. C. 952] Secretary.

Petition of the West End Street Railway Company for approval of

application of proceeds of former issues of stock and bonds

and for approval of an issue of additional common stock.

It appearing, after notice and hearing and upon further investi-

gation, that the proposed application of proceeds of former issues

of stock and bonds and an issue of capital stock are for lawful

purposes and are consistent with the public interest, — it is

Ordered, That the approval of the Commission be hereby given

to the application by the West End Street Railway Company
of four thousand two hundred twenty-nine dollars and seven-

teen cents ($4,229.17), realized as a part of the proceeds of

stock issued under an order of the board of railroad commis-

sioners dated July 27, 1904, and being the amount received by
the company in excess of that required for the purpose named
in said order, and of one hundred eleven thousand seven hun-

dred forty-one dollars and thirty-nine cents ($111,741.39), real-

ized as a part of the proceeds of bonds issued under orders of

the Public Service Commission dated February 4, 1914, and
April 14, 1914, and being the amount received by the company
in excess of that required for the purposes named in said orders,

toward the cost of permanent additions to and improvements in

the property of the petitioner made by the Boston Elevated

Railway Company in accordance with the terms of the lease be-

tween said companies, and described in the schedule on file with

the petition.

And it is further

Ordered, That the approval of the Commission be hereby given

to an issue by the West End Street Railway Company of addi-
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tional shares of common stock not exceeding eight thousand

seven hundred (8,700) in number, amounting at par value to

four hundred thirty-five thousand dollars ($435,000), as an issue

of stock reasonably necessary and of the amount required for

the purpose of paying the necessary cost, not hereinbefore pro-

vided for, of permanent additions to and improvements in the

property of the petitioner made by the Boston Elevated Railway

Company in accordance with the terms of the lease between said

companies and described in the schedule on file with the petition.

It further appearing that the directors desire to dispose of

said stock by public auction in the manner provided by law, and

that the amount of this issue does not exceed four per cent of

the existing capital stock of the company, — it is

Ordered, That the eight thousand seven hundred (8,700) shares

of common stock herein authorized be offered for sale by public

auction in the city of Boston to the highest bidder at not less

than par value to be actually paid in cash; and that the Boston

Daily Advertiser, the Boston Transcript and the Boston Finan-

cial News be prescribed as the daily newspapers in which notice

of the time and place of such sale shall be published at least five

times during the ten days immediately preceding the sale.

Any excess in the proceeds of these shares over the amount to

be applied as above stated shall be held for such application to

cost of permanent additions to and improvements in the prop-

erty of the petitioner as the Commission shall hereafter approve.

Attest: ANDREW A. HIGHLANDS,
Maech 9, 1915. [P. S. C. 790] Secretanj.

Petition of the JVest End Street Railway Company for approval

of an issue of bonds.

It appearing, after notice and hearing and further investiga-

tion, that the proposed issue of bonds is for a lawful purpose

and is consistent with the public interest, — it is

Ordered, That the approval of the Commission be hereby given

to the issue by the West End Street Railway Company of coupon

or registered bonds to an amount not exceeding at par value

four million seven hundred forty-three thousand dollars ($4,743,-

000), said bonds to be payable thirty years from date thereof

and to bear interest at a rate not to exceed six per cent (6%)

per annum, as an issue of bonds reasonably necessary and of

the amount required for the purpose of refunding outstanding
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bonds of the West End Street Railway Company to the amount

of four million seven hundred forty-three thousand dollars

(.$4,743,000), which become due August 1, 1915.

Any excess in the proceeds of this issue of bonds over the

amount above named which may be realized from premiums

shall be held for such application to the cost of permanent addi"

tions to and improvements in the property of the petitioner as

the Commission shall hereafter approve.

Attest: ANDREW A. HIGHLANDS,
July 2, 1915. [P. S. C. 959] Secretary.

Petition of the Worcester Consolidated Street Railway Company for

approval of issue of additional capital stock.

This is a petition from the Worcester Consolidated Street Rail-

way Company that the Commission determine the amount of

capital stock, at the price of one hundred dollars ($100) per share,

which will be properly required for the purpose of providing

means for the payment of floating indebtedness to the amount

of one million eight hundred eighty-eight thousand dollars ($1,-

888,000) and that the Commission approve an increase in its

capital stock to that amount by the issue of eighteen thousand

eight hundred eighty (18,880) shares of the par value of one

hundred dollars ($100) in addition to the capital stock now issued

and outstanding. The petition was filed December 2, 1914, and

hearings thereon, after advertised notice, were given December

9, 1914, and November 1, 1915. The purposes for which this

indebtedness was incurred included the construction of ex-

tensions of its lines, reconstruction and relocation of tracks,

double tracking, power house equipment, installation of signal

systems, construction of express stations, additional equipment

and other permanent additions to and improvements in the

railway property, all being shown on a schedule filed with the

petition. Additions to property appear therein amounting to

three million five hundred seventy-nine thousand one hundred

fifty-four dollars and twenty-four cents ($3,579,154.24), and the

net balance of expenditures to November 30, 1914, against which

no capital stock or bonds have been issued is stated as two

million three hundred fifty thousand four hundred ninety dollars

and forty-nine cents ($2,350,490.49). An investigation of this

schedule by the accounting and engineering departments of the

Commission shows that the net balance of expenditures against
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which capital stock or bonds can properly be issued is one"

million eight hundred fourteen thousand forty dollars and six

cents ($1,814,040.06), and therefore, it appearing that the pro-

posed issue of capital stock is for a lawful purpose and is con-

sistent with the public interest, — it is

Ordered, That the approval of the Commission be hereby given

to the issue by the Worcester Consolidated Street Railway

Company, at a price of one hundred dollars ($100) per share, as

fixed by its stockholders, of additional shares of capital stock not

exceeding eighteen thousand one hundred and forty (18,140) in

number, amounting at par value to one million, eight hundred

fourteen thousand dollars ($1,814,000) as an issue of stock

reasonably necessary, and of the amount required, for the purpose

of paying certain floating indebtedness properly incurred in

making permanent additions to and improvements in the railway

property, as described in the schedule on file with the petition.

Any excess in the proceeds of these shares over the amount to

be applied as above stated shall be held for such application to

cost of permanent additions to and improvements in the property

of the petitioner as the Commission shall hereafter approve.

It is to be understood that this approval does not preclude the

Commission from making such further investigation as it may
deem necessary to determine whether and to what extent any

items of property of the petitioner have been abandoned or

retired from service, or from requiring the petitioner to adjust

its accounts in accordance with the classification adopted by the

Commission, by charging such property to profit and loss.

Attest: ANDREW A. HIGHLANDS,
November 16, 1915. [P. S. C. 787] . Secretary.
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CONSOLIDATIONS OR LEASES.

Petition of Boston and Worcester Street Railway Company and

Worcester Consolidated Street Railway Company for approval

of purchase by Worcester Consolidated Street Railway Company

of section of track owned by Boston and Worcester Street

Railway Company in West Main street in Marlborough.

Under the terms of this petition the Boston and Worcester

Street Railway Company desires to transfer to the Worcester

Consolidated Street Railway Company a certain section of track

located in West Main street, Marlborough, extending from a

point opposite the Soldiers' Home, at the junction of said street

with Main street, southwesterly for a distance of about 3,000 feet

along said West Main street. The railways of the contracting

companies connect.

There was presented in evidence an agreement made between

the Worcester Consolidated Street Railway Company and the

City of Marlborough, dated March 1, 1897, which contained the

following provision: —

Whenever in the judgment of the Board of Aldermen the safety and
convenience of the pubhc require that the surface road material or paving

specified in this order shall be relaid, repaired, renewed or changed be-

tween the rails and for a distance of eighteen inches outside thereof and
other material substituted therefor, the said Railway Company shall at

its own expense when so ordered by said Board and within sixty (60)

days therefrom, make such relaying, repairing, renewal, or change to

the satisfaction of said Board,

It also appeared that the section of track sought to be conveyed

was originally the property of the Marlborough Street Railway

Company and that the location granted to that company by the

city of Marlborough was without restrictions or conditions. The
Mayor and City Solicitor of Marlborough urged upon the Com-
mission, in public hearing, that this agreement of sale should

not be approved unless a requirement was imposed upon the

Worcester Consolidated Street Railway Company which would
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extend to the section of track sought to be transferred conditions

as to care and maintenance of the street in which it is located,

similar to the provisions contained in the grant to the Worcester

Consolidated Street Railway Company of March 1, 1897, and

quoted above.

The Commission is without authority to impose any such con-

dition because section 79 of Part III of chapter 4G3 of the Acts

of 1906 expressly provides that a street railway shall not be re-

quired to keep any portion of the surface material of streets,

highways and bridges in repair but that it shall remain subject to

all legal obligations imposed in original grants of location. In the

grant of location to the Marlborough Street Railway Company,

covering this section of track, no obligations or conditions were

imposed and no purchaser of said section of track can now
be brought under any such conditions without contravention of

the statutes. (See City of Springfield v. Springfield Street Rail-

way Company, 182 Mass. 41; City of Worcester v. Worcester

Consolidated Street Railway Copipany, 182 Mass. 49.)

It appearing that this transfer will insure the operation of this

section of track, which otherwise probably would be abandoned,

and it further appearing that the purchase and sale involves no

decrease in facilities for travel and no increase in rates of fare,

and is consistent with the public interest, it is

Ordered, That the approval of the Commission, in accordance

with the provisions of section 52 of Part III, chapter 463 of the

Acts of 1906, as amended by chapter 357 of the Acts of 1911, be

herewith given to the agreement for said purchase and sale, a

copy of which is on file in this ofiice.

Attest: ANDREW A. HIGHLANDS,
November IS, 1915. [P. S. C. 1138J Secretary.

Investigation by the Commission relative to the condition and proper

maintenance of a section of the Boston and Worcester street

railway in West Main street in the city of Marlborough, over

which cars of the Worcester Consolidated Street Raihvay Com-

pany are operated.

Memorandum.

Following the hearing held on this matter on September 10,

1915, and in order to eliminate any division of responsibility for

the proper maintenance of this section of track, the two com-

panies involved filed with the Commission a petition for approval
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of an agreement for the sale by the Boston and Worcester Street

Railway Company of the railway located in West Main street,

Marlborough, to the Worcester Consolidated Street Railway

Company under the provisions of section 52, Part III, chapter

463 of the Acts of 1906. After public hearings the terms of this

agreement were approved by the Commission on November 19,

1915 (P. S. C. 1138).

In a communication to the inspection department dated

November 26, 1915, Mr. F. H. Dewey, president of the Worces-

ter Consolidated Street Railway Company, has stated that such

repairs as may be necessary to put the track in shape for the

winter will be immediately made and that in the spring the track

will be rebuilt. The inspection department has assented to this

arrangement. The case is therefore placed on file.

Attest: ANDREW A. HIGHLANDS,
December 13, 1915. [P. S. C. 1072]

,

Secretary.

Petition of the Medway and Dedham Street Raihvay Company and

the Milford and Uxbridge Street Railway Company for ap-

proval of terms of lease of the Medway and Dedham street

railway to the Milford and Uxbridge Street Railway Company.

It appearing, after notice and hearing, that the railways of

the Medway and Dedham Street Railway Company and the

Milford and Uxbridge Street Railway Company connect; that a

lease of the franchises, property and railway of the Medway and

Dedham Street Railway Company to the Milford and LTxbridge

Street Railway Company under date of January 20, 1915, has

been authorized by the directors and stockholders of each com-

pany; that said lease involves no decrease in the facilities for

travel on the railway of each of the said companies and no in-

crease in the rates of fare, and that the terras of this lease are

lawful and consistent with the public interest, — it is

Ordered, That the terms of the lease above named, a copy of

which is on file in this office, be hereby approved.

Attest: ANDREW A. HIGHLANDS,
February 9, 1915. [P. S. C. 854] Secretary.
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CROSSINGS, RAILROAD OR RAILWAY.

Extension of the Time for Maintaining Railroad and Rail-

way Crossings.

Petition of the Holyoke Street Railway Company for authority to

maintain and use an existing grade crossing, heretofore author-

ized, of railroad and railway in Amherst.

After notice and hearing, — it is

Ordered, That the petitioner be authorized to maintain and

use a crossing of its railway and the tracks of the New London

Northern railroad (Central Vermont Railway Company, lessee)

at the same level at Main street in Amherst, from the date of

this order until January 1, 1917, subject to all provisions of law

and to the conditions embodied in the order of the board of

railroad commissioners issued on the petition of the Amherst

and Sunderland Street Railway Companj^ under date of July

22, 1897, and to the further condition that any substantial in-

crease in the use of the crossing by the railway or railroad shall

be seasonably reported by the petitioner to this Commission.

Attest: ANDREW A. HIGHLANDS,
April 22, 1915. [P. S. C. 881] Secretary.

Petition of the Boston and Worcester Street Railway Company for

authority to maintain and use an existing grade crossing,

heretofore authorized, of railroad and railway in Framingham.

After notice and hearing, — it is

Ordered, That the petitioner be authorized to maintain and use

a crossing at grade of its railway and the tracks of the New
York, New Haven and Hartford railroad at Worcester street in

the town of Framingham, from the date of this order until

June 1, 1917, subject to all provisions of law and to the con-

ditions embodied in the order of the board of railroad commis-

sioners issued on the petition of the Framingham, Southborough

and Marlborough Street Railway Company under date of

February 28, 1899, and to the further condition that any sub-



1916.] CROSSINGS, RAILROAD OR RAILWAY. 235

stantial increase in the use of the crossing by the railway or

railroad shall be seasonably reported by the petitioner to this

Commission.

Attest: ANDREW A. HIGHLANDS,
November 23, 1915. [P. S. C. 1176] Secretary.

Private Railroads.

Petition of the Walworth Manufacturing Company for consent to

the construction of a private railroad across certain streets in

South Boston.

It appearing that the board of street commissioners of the

city of Boston has consented to the construction and mainte-

nance of the proposed railroad across the highways, and has ad-

judged that public necessity requires that the railroad cross the

highways at a level therewith, that the Directors of the Port of

Boston have, under the provisions of chapter 377 of the Acts of

1902, authorized the construction and maintenance of said rail-

road through and across C street at a level therewith, and that

the same is consistent with the public interests, — it is

Ordered, That the consent of the Commission be hereby given

to the construction and maintenance by the petitioner of a rail-

road, for private use in the transportation of freight, to be oper-

ated by steam power upon and across the highways known as

Egmont, C, Cypher, West First, D, E, F, H, Vicksburg, I, K,

East First, L, M, O and P streets, in the South Boston district of

the city of Boston, as shown upon plans on file with the petition.

This consent is given upon the condition that a flagman shall

display a flag by day and a lantern by night whenever an en-

gine, car or train is approaching and while it is passing over

said crossings, and that no engine, car or train shall cross at a

speed greater than four miles an hour.

Attest: ANDREW A. HIGHLANDS,
August 14, 1915. [P. S. C. 872] Secretary.

Agreement between the Walworth Manufacturing Company and the

Boston Elevated Railway Company as to operation of private

railroad of the former upon the location of the latter company.

It appearing, after consideration, that the terms of an agree-

ment executed between the Walworth Manufacturing Company
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and the Boston Elevated Railway Company, lessee of the West

End street railway, providing for the operation of a gauntlet

track, so called, in such a manner that the railway company will

be prevented from using its southerly track in East First street

in South Boston between L and Farragut streets when cars or

trains of the Walworth Manufacturing Company are being oper-

ated over said gauntlet track, and also for the use by said Wal-

worth Manufacturing Company of sidings which will cross the

northerly street railway track on said East First street, are con-

sistent with the public interests, — it is

Ordered, That the approval of the Commission be hereby

given to the above named agreement, a copy of which is on file

in this office.

Attest: ANDREW A. HIGHLANDS,
August 14, 1915. [P. S. C. 872] Secretary.

Petition of the Holhrook, Cabot and Rollins Corporation for author-

ity to construct and maintain a railroad track across the

Turners Falls Branch of the Boston and Maine railroad at

Turners Falls in Montague.

After consideration, — it is

Ordered, That the consent of the Commission be hereby given

to the maintenance by the petitioner of a crossing at grade of a

temporary railroad track over the Turners Falls branch of the

Boston and Maine railroad at Turners Falls in the town of

Montague, from the date of this order until January 1, 1916,

upon the condition that the engineer of every train on each of

said railroads upon approaching such crossing shall stop his

engine within five hundred feet therefrom, and shall not resume

his course until signalled so to do, when he shall pass slowly

over the crossing.

Attest: ANDREW A. HIGHLANDS,
January 8, 1915. [P. S. C. 833] Secretary.

During the year additional orders have been issued consenting

to the construction of railroads for private use in the transpor-

tation of freight across highways, as follows:

Boston, August 24, 1915 — Boston Wharf Company, across A
street, South Boston. [P. S. C. 1061]

Boston, November 15, 1915 — Jenney Manufacturing Com-
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pany, across D and West First streets, South Boston. [P. S. C.

1162]

Milford, February 6, 1915 — John C. Dodds, across East

Main street. [P. S. C. 691]

Somerville, March 2, 1915 — William A. Muller, Frank O.

Squire and John P. Squire, Trustees, across Water street. [P.

S. C. 859]

Taunton, April 22, 1915 — Taunton Gas Light Company,

across West Water street. [P. S. C. 678]

Safeguards at Crossings.

Petition of the Boston and Maine Railroad for approval of form

and type of crossing signs for use at grade crossings of high-

ways.

After consideration, — it is

Ordered, That under the provisions of section 149 of Part II

of chapter 463 of the Acts of 1906, the approval of the Com-
mission be hereby given to the form and type of crossing signs

for use at certain grade crossings of the Boston and Maine rail-

road with public ways known as the Washington street crossing,

on the Marlborough branch of the Fitchburg division of the Bos-

ton and Maine railroad and the Town Farm crossing on the Cen-

tral Massachusetts branch of the Southern division of the Boston

and Maine railroad, each crossing being located in the town of

Hudson, as described in the petition.

Attest: ANDREW A. HIGHLANDS,
November 5, 1915. [P. S. C. 1081-B] Secretary.

Petition of residents of the Montserrat section of Beverly for the

discontinuance of whistling by locomotives of the Boston and

Maine Railroad approaching Montserrat station.

Montserrat station is located on the southerly side of the main

tracks of the Gloucester Branch of the Portland Division of the

Boston and Maine railroad in the city of Beverly, midway be-

tween and about 250 feet distant from the two public highway

grade crossings of this railroad known as Spring street and

Essex street in that city.

Upon a petition to the board of railroad commissioners by the

mayor of Beverly in August, 1908, for the discontinuance of
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whistling at all grade crossings in the city, the board, on October

2, 1908, refused to order the discontinuance of whistling for the

Spring street crossing, as its only protection was a crossing bell,

but did order the discontinuance of whistling as a crossing signal

at the Essex street crossing, as that crossing was otherwise

protected.

At a public hearing upon the pending petition, no evidence

was offered to show that conditions in the vicinity of the Spring

street crossing were less hazardous than in 1908. Indeed, from

an examination made by the inspection department of the Com-
mission, it appears that the hazard at this crossing has increased

since the date of the Commission's previous order. In view of

the conditions disclosed, the Commission does not feel war-

ranted in ordering the discontinuance of whistling by locomotives

at this crossing. It is therefore

Ordered, That the petition be dismissed.

For the Commission,

ANDREW A. HIGHLANDS,
December 23, 1915. [P. S. C. 1149] Secretary.

Petition of the Boston and Maine Railroad for authority to install

an extension of hell circuit at a grade crossing in Lincoln.

In accordance with a vote of the Commission adopted October

1, 1915, —it is

Ordered, That the approval of the Commission be hereby given

to the installation by the Boston and Maine Railroad of proposed

extension of bell circuit for a grade crossing of highway and its

railroad east of Lincoln, as shown on plans on file in this office.

Attest: ANDREW A. HIGHLANDS,
November 2, 1915. [P. S. C. 1096-O] Secretary.

Complaint of II. W. Clark Leather Company relative to crossing

protection at a spur track of the Boston and Maine Railroad

in Woburn.

In accordance with a vote of the Commission adopted October

1, 1915, it is

Ordered, That the approval of the Commission be hereby given

to the installation by the Boston and Maine Railroad of a
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crossing bell at a point where a private way entering the premises

of the complainant crosses the tracks of the Boston and Maine

railroad in North Woburn.

Attest: ANDREW A. HIGHLANDS,
No\t:mber 5, 1915. [P. S. C. C-598] Secretary.

Petition of the Selectmen of Great Barrington relative to 'protection

at the grade crossing of a private way known as Pearl street

and the -New York, New Haven and Hartford railroad; also

for the prohibition of whistling at the South street and Maple

avenue crossings of said railroad.

After notice and hearing and further consideration, it appear-

ing that the travel at the crossing of Pearl street and the New
York, New Haven and Hartford railroad demands protection,

— it is

Ordered, That the New York, New Haven and Hartford Rail-

road Company be hereby required to install electric warning

bells at the Pearl street crossing of its railroad in the town of

Great Barrington.

The petitioners also asked that whistling be prohibited at the

South street and Maple avenue crossings of the New York,

New Haven and Hartford railroad in Great Barrington. After

careful consideration of the petition, the Commission is satisfied

that it would not be in the interest of public safety to give the

desired prohibition, and it is therefore

Ordered, That so much of the above petition as relates to the

prohibition of whistling at the South street and Maple avenue

crossings of the New York, New Haven and Hartford railroad

in Great Barrington be dismissed.

By the Commission,

ANDREW A. HIGHLANDS,
February 8, 1915. [P. S. C. 603] Secretary.

Complaint of Rev. J. P. Dickerman concerning need of additional

protection at the Chauncey street crossing of the Neiv York,

New Haven and Hartford railroad in Mansfield.

In the matter of the verbal complaint of the Rev. J. P.

Dickerman relative to the narrow escape of a Mr. Spencer at
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the crossing of the New York, New Haven and Hartford rail-

road known as Chauncey street in the town of Mansfield, and

the suggestion that a crossing bell be installed at this crossing,

a conference was held on the matter on May 3, 1915, at which

were present representatives of the New York, New Haven and

Hartford Railroad Company, the town of Mansfield and the

complainant. It appears that the crossing in question is pro-

tected at all times by both a flagman and gates, and a protest

was made by the selectmen against the installation of a crossing

bell at this crossing.

In view of all the circumstances connected with the case, and

after further consideration, the Commission does not feel that

any further action is necessary at this time. It is therefore

Ordered, That the complaint be placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
June 16, 1915. [P. S. C. Com. 484] Secretary.

Investigation by the Commission and order relative to protection at

the grade crossing of State street and the New York, New
Haven and Hartford railroad in the city of Springfield.

This case was set down for hearing by the Commission on its

own motion as the result of a report made by the inspection

department of the Commission in relation to a fatal accident

which occurred on October 5, 1914, at the crossing of the tracks

of the Shore Line Division of the New York, New Haven and

Hartford railroad and State street in the city of Springfield.

Upon all the evidence it appears that there are five tracks of

the New York, New Haven and Hartford railroad crossing State

street at this point. The easterly and the two most westerly

tracks are industrial sidings, and the remaining two are main

tracks of the Shore Line division between Springfield and Hart-

ford. This crossing is located between two yards, and a great

many switching movements are made over it in addition to the

regular passenger and freight traffic on this line. The view ap-

proaching the crossing from the west is obstructed by the build-

ings in close proximity to the tracks upon both sides of the

street, and also by the standing of freight cars on the easterly

track close to the street lines.
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In view of the above conditions, the Commission believes that

the security and convenience of the travelling public require

that a flagman be stationed at this crossing on week days during

the hours that the crossing is largely used both by teams and

pedestrians. It is therefore

Ordered, That the New York, New Haven and Hartford Rail-

road Company be required to provide a flagman, for the better

protection of the travelling public, on week days between the

hours of 6.30 a.m. and 6.30 p.m. at the State street crossing of

the Shore Line division of its railroad in the city of Springfield.

Attest: ANDREW A. HIGHLANDS,
July 31, 1915. [P. S. C. 803] Secretary.

Petition of the Mayor of Worcester for gateman at the grade cross-

ing of Hope avenue and the New York, New Haven and Hart-

ford railroad heticeen the hours of 6 P.M. and 6 A.M.

After notice and hearing and further consideration, it appear-

ing that the proximity of manufacturing establishments and

other conditions result in large travel over the crossing at grade

of Hope avenue in the city of Worcester and the New York,

New Haven and Hartford railroad; and that a flagman has here-

tofore been maintained at this crossing between the hours of

6 A.M. and 6 p.m.; that no attendant has been maintained from

6 P.M. until 6 A.M. although a large number of passenger and

freight trains cross at this point during the night, — it is

Ordered, That the New York, New Haven and Hartford Rail-

road Company be required to furnish further protection at the

Hope avenue crossing in the city of Worcester, by stationing a

flagman at said crossing between the hours of 6 p.m. and 6 A.M.

By the Commission,

ANDREW A. HIGHLANDS,
February 8, 1915. [P. S. C. 842] Secretary.

Circular of the Commission relative to Protection at Highway

Grade Crossing.

On motion of the Commission, — it is

Ordered, That every corporation operating a railroad in this

commonwealth be hereby required to furnish to the Commission
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the following data with respect to highway grade crossings

located in Massachusetts:

1. A list of all such grade crossings, stating the location and name of

each crossing; whether or not the same is a pubhc or private way or trav-

elled place, and the method and hours of protection, if any, provided

thereat.

2. Formal notice of the purpose of the company to install protection at

any crossing at which protection is not now provided, stating the location

and name of such crossing and the proposed method and hours of pro-

tection.

3. Formal notice of the purpose of the company to make any change in

the method or hours of protection at any crossing at which protection is

now provided.

Attest: ALLAN BROOKS,
August 25, 1915. [P. S. C. 1081] Assistmit Secretary.

Certificate relative to Abolition of Grade Crossing.

Petition of the inhabitants of Greenfield for certificate relative to

the abolition of the grade crossing of Silver street and the Con-

necticut River railroad (Boston and Maine Railroad, lessee)

in the town of Greenfield.

The report of the special commission appointed under the

provisions of chapter 463, Acts of 1906, part I, section 29, to

determine whether the security and convenience of the public

require the alterations prayed for in the petition of the select-

men of the town of Greenfield for the abolition of the crossing

at grade of a public way known as Silver street with the tracks

of the Connecticut River railroad (Boston and Maine Railroad,

Lessee), was submitted to the Commission under the provisions

of section 43 of the act above referred to.

At the hearing held before the Commission on December 9,

1914, it appeared that the Connecticut Valley Street Railway

Company had been made a party to the proceedings, and by

the report of the special commission ten per cent (10%) of the

cost of said abolition is to be assessed upon said street railway

company. It also appeared that the street railway company

had no tracks upon the public way at the point of the grade

crossing, and that, although a location in that part of Silver

street had been granted to it in 1902, said location was probably

void because not built upon. It further appeared that the report

of the special commission provided no location for said street
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railway company in the proposed separated way. The street

, railway company appeared at the aforesaid hearing and objected

to the apportionment of a part of the cost upon it without

granting it a location in said separated way.

After full consideration, the Commission recommends that the

report of the special commission be recommitted to that com-

mission, with the recommendation that if, after further hearing,

it appears that the Connecticut Valley Street Railway Company
has, subsequent to the ninth day of December^ 1914, secured a

location upon that part of Silver street where the present cross-

ing at grade now exists ; and, if the special commission decides that

the location of said street railway company shall be changed as

provided by section 36 of part I of chapter 463 of the Acts of

1906, said commission shall so amend its report as to provide a

location for said street railway in the proposed relocated way.

For the Commission,

ANDREW A. HIGHLANDS,
July 16, 1915. [P. S. C. 766]

'

Secretary.

Alteration of Crossings and Bridges.

Petition of the New York, New Haven and Hartford Railroad

Company for approval of alteration of crossing of highway

and railroad in the town of Needham.

It appearing, after notice and hearing, that the selectmen of

the town of Needham and the directors of the New York, New
Haven and Hartford Railroad Company are of opinion that it is

necessary for the security and convenience of the public that an

alteration be made in the crossing of High Rock street and the'

tracks of the New York, New Haven and Hartford railroad in

Needham; that they are agreed upon the character of the alter-

ation to be made, and that an instrument in writing specifying

the manner and limits within which said alteration shall be made,

the party by whom the work shall be done, the general method
of construction and the apportionment of cost, has been duly

executed by the chairman of the selectmen of the town of Need-

ham and by the president of the New York, New Haven and

Hartford Railroad Company, a copy of which agreement is as

follows:
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Agreement for the Alteration of Highway known as High Rock
Street with the Railroad of the New York, New Haven and

Hartford Railroad Company in Town of Needhajm.

Whereas there is a certain highwaj^ in the town of Needhain knowii as

High Rock street which crosses the railroad of The New York, New
Haven and Hartford Raih-oad Company, and the directors of said rail-

road company and the selectmen of said town are of the opinion that it is

necessary for the securitj'- and convenience of the pubhc that an alteration

be made in said crossing bj'- which a new bridge shall be erected to carry

the highway over the tracks, and the highway shall be altered in grade on

each side of the bridge so as to provide suitable approaches thereto, and

have agreed as to the alteration which shall be made;

Now therefore in pursuance of the Acts of 1906, chapter 463, Part I,

section 41, and acts in amendment thereof and in addition thereto, this

agreement in writing is made and signed in behaK of said town bj' the

chairman of selectmen thereunto duly authorized )3y the selectmen, and

in behalf of the directors of s,aid railroad company by its president

thereunto duly authorized by the directors, specifjdng the manner and

limits within which the alterations shaU be made, by whom the work

shall be done, the general method of construction, and how the cost shall

be borne.

Alteration.

A bridge shall be Constructed over the tracks of said railroad company

substantially in accordance with said railroad company's general plan for

overhead highway crossings, with three spans, the middle one being level

and long enough to span two main tracks, and with a clear headroom over

the tracks of not less than eighteen feet; the two side spans being on a

grade not to exceed four per cent, and of sufficient length to prevent fill

for approaches from interfering with double track roadbed.

'The bridge shall have a roadway twenty feet in ^\ddth and a side^^•alIv

west of the roadwaj^ six feet in \\ddth. The wearing surface shall consist

of planking not less than three inches in thickness, with suitable railing

on each side of the bridge, the westerly side of the sidewalk being coin-

cident •with the westerly Hne of High Rock street; the easterly side of

the bridge to be about 288.10 feet westerly from point of switch at junc-

tion of the old Woonsocket diAasion and the new branch line to West

Roxburj'-, measured in the center line of the present track.

Ajyproaches.

The approaches to the above bridge shall be constructed with a trav-

eled way not less than twenty feet in width within the limits of the street

as shown on the below mentioned plan of High Rock street, with grades

not to exceed seven per cent, with suitable gravel surface, well roUed, and

with suitable raihngs on either side of said traveled way where needed

for public safety.
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The approach on the southerly side of the raikoad shall be constructed

from the bridge to Day street, and on the northerly side of the railroad

for a distance of at least four hundred feet from the bridge.

Land Takings,

To make the alterations herebj^ prescribed it is necessarj'- to take certain

parcels of land for the construction of slopes to maintain said approaches,

which parcels of land are hereby taken for such purposes, and are bounded

and described as follows

:

Parcel No. 1. —- Beginning at the intersection of the northerly side line

of High Rock street with the westerly side line of location of the railroad

company; thence northeasterly in said westerly side line of location

twenty feet; thence northwesterly thirty-five feet to a point twenty feet

distant northerly from said northerly side line measured at right angles

thereto ; thence westerly about one hundred fifty-nine feet to a point five

feet distant northerl}^ from said northerly side line measured in a line

bisecting the angle in said northerly side fine; thence northwesterly

eighty-one feet to said northerly side line; thence southeasterly in said

northerly side line about two hundred seventy-two feet to the point of

beginning. Supposed to belong to George Fred Williams.

Parcel No. 2.— Beginning at the intersection of the southerly side fine

of High Rock street with the westerly side fine of location of the railroad

company; thence southwesterly in said westerly side line of location

seventeen feet; thence northwesterly about one hundred eighty-eight

feet to a point eight feet distant southerly from said southerly side line

measured in a fine bisecting the angle in said southerly side line; thence

northwesterly eighty-nine feet to a point three feet distant southerly from

said southerly side line measured at right angles thereto; thence northerly

in a line at right angles to said southerly side line three feet to said south-

erly side line; thence southeasterly in said southerly side line about two

hundred seventy-eight feet to the point of beginning. Supposed to belong

to George Fred Williams.

Parcel No. 3. — Beginning at the intersection of the northerly side line

of High Rock street with the easterly side line of location of the railroad

company; thence northeasterly in the said easterly side fine of location

nineteen feet; thence southeasterly one hundred thirty-two feet to a point

one foot distant northerly from said northerly side line measured at right

angles thereto; thence southeasterly about two hundred seventy feet to

a point three feet distant northerly from said northerly side fine measured

in a line bisecting the angle in said northerly side line; thence south-

easterly ninety-seven feet to said northerly side line; thence northwesterly

in said northerly side line about four hundred ninety-eight feet to the

point of beginning. Supposed to belong to George Fred Williams.

Parcel No. 4- — Beginning at the intersection of the southerly side line

of High Rock street with the easterly side line of location of the railroad

company; thence southwesterly in the said easterly side line of location
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sixteen feet; thence southeasterly one hundred thirty feet to a point four

feet distant southerly from said southerly side hne measured at right

angles thereto; thence southeasterly sixty-one feet to a point fourteen

feet distant southerly from said southerly side line measured at right

angles thereto; thence southeasterly two hundred eighty-one feet to a

point fifteen feet distant southerly from said southerly side line measured

at right angles thereto; thence easterly forty-seven feet to a point three

feet distant southerly from said southerly side line measm-ed at right

angles thereto ; thence northerlj'- in a line at right angles to said southerty

side line three feet to said southerly side Hne; thence northwesterl}'' in

said southerly side line about five hundred twelve feet to the point of

beginning. Supposed to belong to George Fred WiUiams.

Plan.

The alterations hereinbefore described are shown upon a plan herewith,

made a part hereof, and entitled "N. Y., N. H. & H. R.R., Providence

Division. Proposed overhead crossing High Pock St., Needham, Mass.,

About I mile south of Needham Junction Station. Sept. 1, 1914."

Performance of the Work.

The New York, New Haven and Hartford Raihoad Company shall

fm'nish all the material and do all the work necessaiy to accomplish the

construction of said bridge; and the town of Needham shall furnish aU

the material and do all the work necessary to accomphsh the remainder

of the above described alteration, including the construction of approaches-

on both sides.

Apportiomnent of Expense.

The total cost of the construction and completion of said bridge, and

the cost of any necessary hearings, shall be paid by The New York, New
Haven and Hartford Raihoad Company, and all remaining cost of the

alteration, including the construction of the approaches, and all damages,

shall be paid by the town of Needham.

Signed in behalf of the town of Needham by the chairman of the board

of selectmen thereunto duly authorized, and in behalf of the railroad com-

pany by its president thereunto duly authorized.

TOWN OF NEEDHAM,
By James M. McCracken,

Chairman of Selectmen.

THE NEW YORK, NEW HAVEN AND HARTFORD
RAILROAD COMPANY,

By Howard Elliott,

A true copy. President..

[Signed] F. A. Farnham.
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It is

Ordered, That the approval of the Commission be hereby given

to the agreement and to the alteration therein set forth as nec-

essary for the convenience and security of the public.

Attest: ANDREW A. HIGHLANDS,
February 27, 1915. [P. S. C. 820] Secretary.

Certificate as to Expenditure.

Petition of the Boston and Maine Railroad for certificate relating

to expenditures in the alteration of the crossing of its railroad

and Main street in the toivn of Georgetown.

After notice and hearing and further investigation, — it is

Ordered, That the Commission hereby certify that expendi-

tures to the amount of nine thousand eight hundred forty-three

dollars and three cents ($9,843.03) have been legally and prop-

erly made in the abolition of the crossing of Main street and the

Boston and Maine railroad at grade in the town of Georgetown,

according to the agreement made between the railroad company

and the selectmen of said town under the provisions of section

41, part I, chapter 463, Acts of 1906, and approved by the

board of railroad commissioners on April 7, 1913.

Attest: ALLAN BROOKS,
September 17, 1915. [P. S. C. 225] Assistant Secretary.

Designation of member of the Commission for appointment on

special commission.

In the matter of the alteration of the crossing of Boylston

street and the tracks of the Boston and Albany railroad at

bridge No. 317 in the city of Newton, the Commission, acting

under the provisions of section 26, part I, chapter 463, Acts of

1906, designates Frederick J. Macleod, one of its members, for

appointment by the Superior Court on a special commission to

determine the questions named in said section.

The order of the Commission, dated October 5, 1914, desig-

nating Clinton White for appointment on a special commission

in connection with the alteration of the above described cross-

ing, is hereby rescinded.

For the Commission,

ALLAN BROOKS,
June 30, 1915. [P. S. C. 687] Assistant Secretary.
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During the year Commissioner Stone has been designated for

appointment on special commissions in the matter of the altera-

tion of the following crossings on the Boston and Albanj^ railroad:

Holliston, September 20, 1915 — Bridge No. 351. [P. S. C.

1086]

Westborough, September 20, 1915 — Bridge No. 48, at Fisher

street. [P. S. C. 1065]

Pittsfield, December 31, 1915 — Bridge No. 179. [P. S. C.

1224]

Commissioner Stone was also designated for appointment on

special commission in the matter of alteration of the crossing of

Broadway and Main street and the tracks of the Boston and

Albany and the tracks of the Boston and Maine railroad in

Everett. [P. S. C. 1225]

Commissioner Meaney was designated for appointment on

special commissions in the matter of the alteration of the follow-

ing crossings on the Boston and Albany railroad:

Auburn, June 30, 1915 — Bridge No. 69, at Jack Brown's

crossing. [P. S. C. 997]

Templeton, June 30, 1915 — Bridge No. 397, at Central street,

Baldwinville. [P. S. C. 998]

Commissioner Eastman was designated for appointment on a

special commission in the matter of the alteration of the follow-

ing crossing on the Boston and Maine railroad:

Lowell, September 25, 1915 — Bridge No. 56. [P. S. C. 1113]

Commissioner Russell was designated for appointment on a

special commission in the matter of the alteration of the fol-

lowing crossing on the Boston and Albany railroad:

Washington, December 31, 1915 — Bridge No. 154. [P. S. C.

1197]

Chairman Macleod was designated for appointment on a spe-

cial commission in the matter of the alteration of the following

crossing on the Boston and Albany railroad:

Warren, December 31, 1915 — Bridge No. 83. [P. S. C. 1185]
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EXPRESS — STREET RAILWAY

Petition of the Bay State Street Railway Company for authority to

act as a common carrier of baggage and freight over a section

of railway in Avon.

The petitioner has obtained from the selectmen of the town of

Avon, by an order adopted August 24, 1915, authority to con-

duct the business of a common carrier of newspapers, baggage,

express matter and freight over a section of its railway in Main
street, at the Randolph town line, in the town of Avon.

After notice and hearing, — it is

Ordered, That the Commission hereby certify that public ne-

cessity and convenience require that the Bay State Street Rail-

way Company act as a common carrier upon the section of its

railway in the town of Avon named in the order of the select-

men granting said authority, to the extent of receiving, carrying

and delivering, in suitable cars to be provided with proper

fenders, brakes and safety appliances, from time to time required

under the provisions of general laws now or hereafter in force,

such baggage and freight, described in the schedule on file with

the petition of the Old Colony Street Railway Company (now

the Bay State Street Railway Company) for the right to act as

a common carrier in Avon approved by the board of railroad

commissioners on December 6, 1907, as is usually transported

by express companies, restricted to exclude, besides explosives,

all articles and commodities the transportation of which may be

hereafter prohibited by the Commission, upon the understanding

that the facilities by which and the manner in which the busi-

ness is conducted shall be subject to supervision and regulation

by the Commission from time to time as the public interests

may require.

Attest: ANDREW A. HIGHLANDS,
October 5, 1915. [P. S. C. 1089] Secretary.
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Similar orders were also issued approving local grants giving

common carrier rights to the Bay State Company, as follows:

Bridgewater, August 24, 1915 — Common carrier rights, as

established under an order of the selectmen dated June 14, 1915.

[P. S. C. 1071]

Brockton, October 19, 1915 — Common carrier rights in Mon-
tello street, as established under an order of the board of alder-

men dated August 2, 1915. [P. S. C. 1120]

Dighton, June 10, 1915 — Common carrier rights in Main
street, as established under an order of the selectmen dated May
26, 1915. [P. S. C. 962]
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HEATING — CARS.

Petition of the Boston arid Maine Railroad for exemption from the-

laic as to steam heaiincj.

After consideration, — it is

Ordered, That the Boston and Maine Railroad be hereby ex-

empted, until the first day of October, 1916, from the law re-

quiring passenger cars to be heated by steam from the locomo-

tive in respect to cars on mixed trains upon the Easthampton

branch of the Connecticut and Passumpsic division, the Acton

branch of the Worcester, Nashua and Portland division, the

Ashburnham branch of the Fitchburg division and the Merrimac

branch of the Portland division of its railroad, as shown in

schedules on file with the petition, in which freight cars are

placed between the locomotive and passenger cars, said passenger

cars to be heated by the Baker heater heretofore approved by

the board of railroad commissioners.

Attest: ANDREW A. HIGHLANDS,
September 30, 1915. [P. S. C. 1117] Secretary.

Petition of the Boston and Maine Railroad for exemption from the

law as to steam, heating.

After consideration, — it is

Ordered, That the Boston and Maine Railroad be hereby ex-

empted, until the first day of October, 1915, from the law requir-

ing passenger cars to be heated by steam from the locomotive in

respect to cars on mixed trains upon the Easthampton branch of

the Connecticut and Passumpsic division, the Acton branch of the

Worcester, Nashua and Portland division, the Ashburnham
branch of the Fitchburg division and the Merrimac branch of

the Portland division of its railroad, us shown in schedules on

file in this office, in which freight cars are placed between the
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locomotive and passenger cars, said passenger cars to be heated

by the Baker heater heretofore approved by the board of rail-

road commissioners.

Attest: ANDREW A. HIGHLANDS,
Januaky 22, 1915. [P. S. C. 846] Secretary.

Petition of the Central New England Raihcay Company for exemp-

tion from the requirement of law as to steam heating.

After consideration, — it is

Ordered, That the Central New England Railway Company be

hereby exempted, until the first day of October, 1916, from the

requirement of law requiring passenger cars to be heated by
steam from the locomotive, in respect to passenger and baggage

cars on mixed trains No. 600 and No. 602, which arrive at

Springfield at 11.55 a.m. and 7.05 p.m., respectively, and mixed

trains No. 601 and No. 603, which leave Springfield at 7.00 a.m.

and 2.40 p.m. respectively; said cars to be heated by the Baker

heater, heretofore approved by the board of railroad commis-

sioners.

Attest: ANDREW A. HIGHLANDS,
August 18, 1915. [P. S. C. 1063] Secretary.

Petition of the New York, New Haven arid Hartford Railroad Com-
pany for exemption from the laiv as to steam heating.

After consideration, — it is

Ordered, That the New York, New Haven and Hartford Rail-

road Company be hereby exempted until the first day of October,

1916, from the law requiring passenger cars to be heated by
steam from the locomotive, in respect to cars on certain mixed

trains on the Shore Line, Western, Midland and Old Colony

divisions of its railroad, specified in the petition, in which freight

cars are placed between the locomotive and passenger cars, said

passenger cars to be heated by the Baker heater heretofore ap-

proved by the board of railroad commissioners.

Attest: ANDREW A. HIGHLANDS,
October 4, 1915. [P. S. C. 112.3] Secretary.
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Petition of the New York, New Haven and Hartford Railroad

Company for exemption frovi the law as to heating cars by

stea7n.

After consideration, — it is

Ordered, That the New York, New Haven and Hartford Rail-

road Company be hereby exempted, until the first day of

October, 1916, from the law requiring passenger cars to be

heated by steam from the locomotive in respect to three cars

temporarily used for inspection purposes, as stated in the petition,

said cars to be heated by the Baker heater heretofore approved

by the board of railroad commissioners.

Attest: ANDREYn^ A. HIGHLANDS,
NovEMBEE 17, 1915. [P. S. C. 1123] Secretary.
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INVESTIGATIONS.

Railroad Accidents.

Investigation of accident on the Boston and Maine Railroad in

Fitchburg, August 13, 1915.

September 30, 1915.

Public Service Commission, Hon. F. J. Macleod, Chairman.

Gentlemen: — I beg to submit the following report based on
information secured during the investigation of an accident which

occurred on the Fitchburg division of the Boston and Maine rail-

road in the city of Fitchburg.

On Friday, August 13, 1915, at about 7.00 o'clock p.m. engine

No. 1347, of the Mogul type, while under steam and standing

unattended on a side track at the East Fitchburg yard, started

alone on a "rampage." It passed onto the west bound track,

and ran across the tracks of the New York, New Haven and
Hartford railroad through the Fitchburg yard in front of the

passenger station, overtaking and colliding with the rear end of

a passenger train moving in the same direction only a short dis-

tance west of that point. This journey covered about two and
a half miles and was probably made in less than four minutes.

That this accident did not result in loss of life and more serious

personal injuries and greater destruction of propertj^ is almost

incredible.

This accident, so far as I am able to learn, is in a class by

itself. There have been instances where engines unattended

have taken steam or moved by gravity in engine houses or yards

for short distances, but neither from record or memory do I

find that in recent years, if ever, an engine in this common-
Avealth has made a trip of this sort.

This accident was inexcusable. I am informed that the man-
agement of the Boston and Maine Railroad has placed the re-

sponsibility for the accident on the engineer of engine No. 1347

and the switchman in charge of a derailing device, which he

failed to leave in proper position to derail the engine before it

reached the main line track.
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Rule No. 905 in the book of rules and regulations of the operating

department of the Boston and Maine Railroad reads as follows :

—
Engines when left without any one in charge must be carefully shut off,

the reverse lever placed on center, cjdinder cocks opened, independent

driver and hand brakes on tender set.
,

This rule was not observed by the engineer in charge of loco-

motive No. 1347, as the hand brake on the tender was not set.

For some time this rule has neither been respected nor enforced,

either by the management or the enginemen, for the reason that

some of the engines of the Boston and Maine Railroad are not

equipped with independent brakes, and because of the impracti-

cability of equipping some of the locomotives with hand brakes

on the tender. For this rule the following rule has been sub-

stituted: —
Engines when left without any one in charge must be carefully shut off,

the throttle secured by pin which is provided for that purpose, the reverse

lever placed on center, and cylinder cocks open.

The device adopted to secure the throttle consists of a pin

attached to a chain and inserted back of the throttle in the

quadrant, and the following instructions have been issued to

cover this device: —
When engines are placed in the engine house or on storage tracks, or

engines left outside engine house, care should be taken to see that in

addition to the throttle lever being tightly closed, the pin must be dropped

in the hole behind the throttle lever to prevent its coming open; reverse

lever should be placed in center; rehef valves open and cylinder cocks left

open, and where engines are provided with straight air brake, the same

should be applied and chain placed under main drivers.

The investigation of this accident involved conferences with

the managements of other railroads operating in this common-

wealth and has resulted in a more uniform practice of safeguard-

ing locomotives when left without attendants. The method

adopted by the Boston and Maine Railroad is already in effect

on the New York, New Haven and Hartford railroad, and has

also been adopted by the Boston and Albany Railroad.

I am of the opinion that the adoption of the method referred

to in this report provides a reasonable safeguard against locomo-

tives moving when left unattended.

Respectfully submitted,

GEORGE W. BISHOP,
[P. S. C. 772] Chief of the Inspection Department.
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Investigation of accident on Boston and Maine railroad in Gardner,

August 11, 1915.

October 28, 1915.

Public Service Covimission, Hon. F. J. Macleod, Chairman.

Gentlemen: — I beg to submit a report of an accident which

occurred on the Fitchburg division of the Boston and Maine
railroad in the toAvn of Gardner.

On August 11, 1915, passenger train No. 1, consisting of

a Pacific type engine, express car, baggage car, smoking car,

passenger coach, dining car, Pullman sleeper, tourists' car and

chair car, left Boston at 1.01 p.m. bound for Rotterdam, New
York. When this train reached a point about one mile east of

Gardner station the locomotive came in contact with a portion

of a broken bolster which had fallen from a preceding freight

train between the rails of the west bound track. The locomotive

and all the cars of the train became derailed and ran about 800

feet before stopping. There were 140 passengers aboard but none

were reported injured. Five cars were slightly damaged. The
speed of the train was estimated to be about forty-three miles

per hour.

The circumstances leading up to this accident were as fol-

lows: —
Passenger train No. 1 was preceded by an extra freight from

Fitchburg to Baldwinville, which consisted of two locomotives

and forty-three loaded and empty cars. When about one mile

east of Gardner station an application of the brakes was made,

which is supposed to have been the means of fracturing the

centre pin and causing a section of a cast steel truck bolster

weighing about 400 pounds, and measuring about 4 feet, 8f
inches in length, 12 inches wide and 11 inches deep, to fall from

an empty Philadelphia and Reading freight car. No. 3832, which

was the third car from the rear of the train. It appears that

this section of the bolster cleared the brake rigging of the cars

behind it. When this train reached a point about three-quarters

of a mile west of Gardner station, the remaining portion of the

broken bolster, measuring about fifteen inches in length, dropped

between the rails, bounced up and separated tlie l)rakc hose of

the following cars which caused an emergency application. The
train crew connected up the train and proceeded to Baldwinville

without observing the loss of the bolster. When the train was

passing Otter River station the agent at that point observed
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sparks flying from Philadelphia and Reading car 3832. He
wired the agent at Baldwinville to flag the train as something

was wrong. The train was flagged and the crew located the

trouble. It appears that the derailment of passenger train No. 1

occurred before the loss of the bolster which caused the accident

was known. The fracture appeared to be an old one. Owing

to the location of the rupture which was fifteen inches from the

end just below the friction plate, it would have been difficult to

observe the defect at any inspection previous to the accident.

The information secured during the investigation of this

accident did not disclose specific negligence which in my opinion

requires further action by the Commission.

Respectfully submitted,

GEORGE W. BISHOP,
[P. S. C. 1079-E] Chief of Inspection Department.

Investigation of accident on Boston and Maine railroad in Revere,

August 30, 1915.

November 4, 1915.

Public Service Commission, Hon. F. J. Macleod, Chairman.

Gentlemen: — I beg to submit the following report on the

investigation of the side-swipe collision which occurred at

5.23 P.M. on August 30, 1915, near Revere station on the Boston

and Maine railroad, when engine No. 1132 with passenger train

No. 375 ran into the side of freight cars which were being

handled by switch engine No. 832: —
The Revere freight yard is located on the east side of the main

tracks and is connected with the outward main track by a trailing

switch at a point about 1,000 feet east of the station. There is

a trailing switch crossover between the main tracks just east of

the yard switch. The five degree curve in the track cuts ofl^ the

view between the station and the switches. Both the crossover

switches and the yard switch are connected with the automatic

block signals and are also connected with the yard signals. The
indicators located at the switches show whether the blocks in

each direction are occupied by trains. Repeaters located at the

switches show the position of the yard signals in each direction.

At about 5.19 on the afternoon of the accident the switch

engine with a caboose car and two box cars was in the yard
opposite Revere station in readiness to take the cars to Forbes
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station west of Revere. The engine at the time was being

operated by the fireman in the presence of the engineer. The

conductor instructed the crew to go to the switches and cross-

over and said he would do the flagging. He then crossed to the

telegraph office while the train proceeded to the main track

switch and stopped clear of the fouling point. The head brake-

man walked to the indicator, claims he saw it showing green, and

as train No. 1064 had passed west on the opposite track, he

threw the levers unlocking the switches which automatically set

the block and yard signals and then threw the switches. He
probably neglected to look at the repeater and at once motioned

for the train to back up. The train proceeded onto the main

track and the fireman sounded the whistle for flag protection.

The conductor was not flagging at this time, but was standing

on the outside of the curve behind the outward platform shelter

watching his train move toward the main track. He then

stepped to the station platform and saw passenger train No. 375

approach about half way between the yard signal and the

station. He immediately gave hand motions to stop and the

engineer of train No. 375 made an emergency application of the

brakes. Further motions by the conductor were understood by

both the engineer and fireman of No. 375 to proceed and the

brakes were released. The fireman of No. 375 was then in a

position to see the train ahead. He notified the engineer and the

brakes were again applied but there was not sufficient air

pressure remaining to stop the train.

The signals governing the movement of the trains involved in

this accident were tested and found to be working properly.

The management of the Boston and Maine Railroad places the

responsibility for the accident on the switch engine crew as

follows: —
On the conductor for not ascertaining or knowing whether all

regular trains due had passed and also for not giving his train

proper protection in the absence of this information.

On the engineer and fireman equally for not knowing whether

all regular trains due had passed and also for not sending out a

flag against inbound trains before attempting to cross the road

in absence of this information.

On the head brakeman for violation of special rule No. 46:

After throwing the signal lever to the stop position, train men must

examine the repeater to ascertain if the yard signal has responded to the

movement of the lever.



1916.] INVESTIGATIONS. 259

In my judgment, the evidence obtained during the investiga-

tion of this accident is convincing that the company has properly

placed the responsibility.

Respectfully submitted,

GEORGE W. BISHOP,
[P. S. C. 1079-F] Chief of Inspection Department.

Investigation of accident on the New York, New Haven and Hart-

ford railroad near Atlantic station, August 4, 1915.

August 23, 1914.

Public Service Commission, Hon. F. J. Macleod, Chairman.

Gentlemen: — I beg to submit the following report of an

accident which occurred on the Boston division of the New York,

New Haven a'nd Hartford railroad near Atlantic station, at

about 11.17 Wednesday morning, August 4, 1915, when passen-

ger train No. 5126, due to leave Plymouth at 10 o'clock a.m. for

Boston, via Whitman, due to pass Atlantic station on track No.

2 at 11.12 A.M., collided with the rear car of passenger train No.

5128 as it was passing from track No. 4 to track No. 2, about

550 feet north of Atlantic station. Train No. 5128 is due to

leave Braintree at 11.02 a.m., via West Quincy branch, and due

to leave Atlantic at 11.16 a.m., running express to Boston on

track No. 4. On the day of the accident, train No. 5126 was
about five minutes late at Atlantic and train No. 5128 was on

time at that place.

While the engineer of train No. 5126 was primarily responsi-

ble for this accident, he was entitled to more favorable conditions

and the co-operation of the men in charge of the signal towers

at Atlantic and Neponset. At a point just south of Atlantic

station the Quincy branch intersects with the main line tracks

and four tracks have been constructed and are operated from

that point to Boston. The line south of this point consists of

double track and it has been the intention of the company to

extend the four-track system further south which would require

the reconstruction of the interlocking plant at Atlantic. The
following is a description of that portion of the signals and inter-

locking plants at Atlantic and Neponset which were involved in

the accident.

The signals are all of the two-position lower quadrant type.

The tower at Atlantic is mechanical, and governs the tracks
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between the semi-automatic signal just north of Norfolk Downs
station and the back-up dwarf signals on tracks No. 2 and No.

4 in front of Atlantic station. The tower at Neponset Bridge is

electric and governs tracks No. 2 and No. 4 from the high sig-

nals on a bracket pole just north of Atlantic station to a point

north of the Neponset River. The south end of the cross-over

No. 26 involved in the accident is 1,268 feet north of Atlantic

tower and about 1,780 feet south of Neponset tower. The cross-

over is 276 feet long. It is at too great a distance from Atlantic

tower to be handled mechanically from there because of the fact

that Atlantic tower is operated by hand. Neponset tower is

operated electrically and consequently can handle a cross-over

at any distance. The cross-over is therefore operated from

Neponset tower.

The signals governing movements on track No. 2 are as fol-

lows :
—

(1) A semi-automatic signal north of Norfolk Downs and

1,878 feet south of Atlantic tower. The top arm is a red per-

missive blade and acts as an automatic block signal governing

the track up to home signal 49A, a distance of 1,986 feet. It is

also connected with lever 40 in Atlantic tower which enables the

towerman to set it at stop if he wishes to. The lower arm is a

yellow caution blade and is connected to lever 51 in Atlantic

tower and lever 40L in Neponset tower. It serves as a distant

signal for the following signals: — 49A, 38L and 36L. If any

one, or any two, or all of these three signals are in the stop

position it must be in the caution position.

(2) Signal 49A, handled from Atlantic tower and 108 feet

north of it, is a red positive stop blade and governs track No. 2

up to signal 38L. It goes to the stop position automatically if

the track is obstructed anywhere between it and signal 38L. It

must be put in the stop position by the towerman before the

switches can be set for a movement from the West Quincy branch

to either track No. 2 or No. 4.

(3) Signal 38L, handled from Neponset tower and 927 feet

north of signal 49A, is a red positive stop blade and governs

track No. 2 up to signal 36L. It goes to the stop position auto-

matically if the track is obstructed anywhere between it and

signal 36L. It must be put in the stop position by the tower-

man at Neponset before the cross-over No. 26 involved in the

accident can be set for a movement from track No. 4 to track

No. 2.
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(4) Signal 36L, handled from Neponset tower, is 1,238 feet

north of signal 38L and governs the track up to signal 32L

north of Neponset river. It must be put in the stop position

by the towerman before the drawbridge at Neponset can be

opened.

The signals governing track No. 4 are numbers 39La and 39Lb

and are 927 feet north of signal 49A. They are two positive

stop blades on the right hand doll of bracket pole carrying

signal 38L.

(1) 39La is the top blade and governs movements on track

No. 4 up to signal 37L located south of Neponset river. It must

be placed in the stop position by the towerman at Neponset be-

fore the cross-over No. 26 can be opened.

(2) Signal 39Lb governs movements from track No. 4 through

cross-over No. 26 to signal 36L on track No. 2. It goes to the

stop position automatically if the track is obstructed anywhere

between it and signal 36L. It must be set in the stop position

by the towerman at Neponset before cross-over No. 26 can be

straightened out for a movement down track No. 4.

It will be seen from the above description that the train

movements involved in this case were partly under the control

of the towerman at Atlantic and partly under the control of the

towerman at Neponset. Therefore, there is a division of re-

sponsibility in the matter.

On the day of the accident the train dispatcheB located in

Boston gave the operators at Atlantic and Neponset towers in-

structions to change the course of train No. 5128, which usually

runs to Boston on track No. 4, to track No. 2, on which express

train No. 5126 was scheduled to run. While there is no rule to

be found in the book of rules and regulations of the operating

department of the New York, New Haven & Hartford Railroad

Company, which definitely informs the employees that this block

contains three home signals, one being located nearly opposite

Atlantic tower, the second a short distance north of Atlantic sta-

tion and the third near Neponset bridge, yet this engineer stated

that he so understood the conditions existing in this block. This

being so, it was his duty, finding the distant signal just north of

Norfolk Downs in a cautionary position, to bring his train under

control and proceed from that point to Neponset, ready to stop

his train on approaching any one of these three signals and find-

ing it in stop position. While the movement of trains from

track No. 4 to track No. 2 at this point has frequently been
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made, this is the first instance of train No. 5128 being so di-

verted which came to the knowledge of the engineer of train No.

5126. He saw the train from the Quincy branch cross tracks

No. 3, No. 1 and No. 2 and pass on to track No. 4 and he as-

sumed that the train would proceed to Boston on that track.

He stated that the cause of this accident was due to this assump-

tion on his part; also, that he did not understand that the

switches and signals necessary to make this train movement
could be set up with signal 49A in a clear position. The engineer

of this train had been in railroad service for about 43 years, 34

of which were in the capacity of locomotive engineer. During

all this time his record is said to have been good, and if a man of

his experience did not thoroughly understand the situation at

this place, what could be expected of many others employed in

the same capacity?

The engineer, on passing the cautionary signal near Norfolk

Downs, reduced the speed of his train and approached signal

49A ready to stop it. When he reached a point about 400 feet

south of this signal, the operator at Atlantic tower cleared it and

he released his brake and applied steam. In passing under a

highway bridge which crosses the track just north of tower 49A,

he claims that the steam and smoke obscured his view so that

he did not discover that the signal 38L located a short distance

north of Atlantic station was in the stop position until he was

nearly opposite it. He then shut off steam and made an emer-

gency application of the brakes but was then too near train No.

5128 to prevent the collision. Pages of detailed information and

assumptions might be written with reference to the causes of this

accident and their preventions, but I will only deal with those

which I consider to have the most direct bearing on this accident.

The duties of an engineer are most exacting. He is required

to commit to memory and have in mind at all times numerous

rules, special bulletin notices and other instructions and is fre-

quently required to apply them to conditions which he finds

along the line when travelling at the rate of a mile a minute or

more. A man required to perform such duties should be assisted

by all the information that it is possible to give him and should

also receive the co-operation of all employees stationed along

the line who are connected in any way with the movement of

his train. There was an apparent lack of co-operation between

the towerman at Atlantic and the towerman at Neponset with

reference to the safe operation of the trains which were involved

in this accident. The towerman at Atlantic had placed signal
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49A in the stop position for the purpose of protecting train No.

5128 from No. 5126. It is questionable, seeing train No. 5126

nearing the signal at a rate of speed of 35 miles or more per

hour, and knowing that train No. 5128 was to precede No. 5126

to Boston on track No. 2, whether he exercised good judgment

in clearing the signal at that time. It is my opinion that the

conditions existing in the vicinity of Atlantic station should be

improved. The company has adopted and installed at various

places on the system the upper quadrant three-position signal.

If the existing signals in this vicinity were altered to this type,

signal 49A would then indicate three positions and had it been

installed at the time of this accident it would have been at a

cautionary position instead of at clear, which would have had a

substantial bearing in this case. In my opinion, the use of this

type of signal would have given the engineer of train No. 5126

more specific information as to the conditions ahead of him and

this accident would not have occurred.

I recommend that the management of the New York, New
Haven and Hartford railroad, on or before October 1, 1915, submit

to the Public Service Commission, for its consideration and ap-

proval, plans for changing the signal conditions now existing in the

vicinity of Atlantic station to conform to the above suggestion.

Respectfully submitted,

GEORGE W. BISHOP,
[P. S. C. 1079A] Chief of the Inspection Department.

Street Railway Accidents.

Investigation of accident on the Bay State street railway in West

Newbury, December 19, 191 4-

January 21, 1915.

Public Service Commission, Hon. F. J. Macleod, Chairman.

Gentlemen: — The following is a report of an accident on

the Bay State street railway in the town of West Newbury
December 19, 1914:

Semi-convertible car No. 4130 bound from Newburyport to

Haverhill when passing through West Newbury at 4.45 p.m.

December 19th, 1914, was derailed owing to a broken rail on

the outside of a curve. The car ran along on the ties about

ninety feet when it swerved to the right into the travelled way,

the rear end striking a pole belonging to the company. The roof
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of the car over the vestibule was torn from the car body. Twenty-

three passengers were in the car and four were more or less in-

jured. The break in the rail occurred at a joint, the ball of

the rail, extending three and one-half inches from the end, being

broken off. It had evidently been in bad condition for some
time as the metal showed it to be an old fracture, and where it

was held by the angle bars it was battered. The weight of the

rail was sixty pounds to the yard and it had been in service

about sixteen years.

Investigation developed that the track oiler reported this

broken rail to the timekeeper September 25, 1914. The time-

keeper claims he notified the track foreman of a broken rail in

this vicinity. The assistant foreman claims he did not know of

the break until the last of November when he asked the foreman

for a rail to replace it. The foreman claims he does not remem-

ber being notified of the break by either the timekeeper or the

assistant foreman.

A further examination of the track on this line showed six

other broken rails; and the ends of two others were badly

chipped. Closer examination of these rails afforded convincing

evidence that they had been in this condition for a considerable

length of time. These rails have been replaced.

From the information obtained during the investigation of

this accident it does not appear that an efficient system of track

inspection is maintained on this portion of the Bay State street

railway. Broken and cracked rails when found should be re-

moved from the track as soon as possible. The Bay State Street

Railway Company should maintain such a system o-f track in-

spection as would obviate a recurrence of an accident of this

kind under similar conditions.

Respectfully submitted,

GEORGE W. BISHOP,
[P. S. C. 772] Chief of the Inspection Department.

Report of accident on the Springfield street railway in Springfield,

February 15, 1915.
March 10, 1915.

Public Service Commission, Hon. F. J. Macleod, Chairman.

Gentlemen: — I beg to make the following report upon an

accident that recently occurred on the Springfield street railway

in the city of Springfield:
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At about 5.40 p.m. on February 15, 1915, double truck air

brake car No. 253 with twelve passengers while running west-

bound from Indian Orchard to Springfield ran into an automo-

bile which was stalled upon the track at a point on Berkshire

street about 340 feet west of Elizabeth street. About four min-

utes later while this car was still standing the next regular car,

No. 289, containing fourteen passengers came up and ran into

the rear of car No. 253, demolishing the rear vestibule of this

car and the front vestibule of the following car.

The motorman of the rear car was seriously injured and about

ten passengers and the conductor of car No. 253 were slightly

injured. The evening was very rainy and there was a heavy

fog. There was a red light properly displayed on the rear of the

forward car and an arc light on the front of the rear car, both

being in good condition.

The following rules found in the book of rules and regulations

for the government of the employees of the Springfield Street Rail-

way Company would appear to apply to a situation of this kind:

105. When a train or car stops or is delayed under circumstances under

which it may be overtaken by another train or car, the conductor or flag-

man must go hack immediately with red signals a sufficient distance to insure

full protection.

317. During dense fogs or bUnding storms, motorman will see that his

headlight burns brightly, and keep his car well under control, so that at

all times he may be able to stop within range of his vision. Sound gong

or whistle frequently. Take no chances whatever.

From a careful investigation of this accident it would appear

that neither of these rules was properly observed by the em-
ployee in charge of the operation of the cars involved in this

accident. The motorman of the forward car went forward to

the automobile to ascertain the damage, while the conductor,

instead of flagging the next car as called for by the rules of the

company, got upon the car and began to take the names and ad-

dresses of the passengers. A passenger on the rear of the for-

ward car attempted to take down the red light and go back to

flag any approaching car but was prevented by the conductor,

who admits that he told the passenger to leave the red light on

the car as it could be better seen at that elevation. The man
ran back, however, empty-handed, but not in season to prevent

the collision.

Judging from the force of the collision it would seem that the

rear car was running too fast under all the circumstances. The
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forward car was about three minutes late and it is supposed to

have been standing about four minutes when the accident oc-

curred. At the time of the accident the schedule on this line

called for a 7| minute headway so that the conductor of the

forward car should have known that the following car was due
at that point at the time it actually arrived.

The conductor of the first car is still employed as conductor

and the motorman of the second car is in the Hampden Hospital.

Up to the present time the inspector has been unable to obtain

from the management of the company any information as to

where it places the responsibility for this accident, or what
penalty, if any, is to be meted out. The inspector of this terri-

tory has many times called the attention of the various man-
agers of the company to these facts, and more frequently of

late, because of the apparently growing laxity as to the enforce-

ment, not only of the rules quoted, but of others.

From this investigation, as well as investigations of several

other accidents which have occurred upon this road during the

past two or three years, and also from almost daily observations

by the inspector and assistant inspector of that district, it is

quite apparent that there is a decided lack of effective supervision

and discipline which ought to receive the careful consideration of

the management of the Springfield Street Railway Company.

Respectfully submitted,

GEORGE W. BISHOP,
[P. S. C. 772] Chief of the Inspection Department.

Investigation of accident on the railway of the Boston Elevated

Railway Company in East Boston tunnel, June 27, 1915.

June 30, 1915.

Public Service Commission, Hon. F. J. Macleod, Chairman, Boston, Mass.

Dear Sir: — At about 10.30 p.m. Sunday, June 27, 1915, a

car in the East Boston tunnel going towards Boston at a point

about half way from the pump-room or lowest part of the tunnel

and East Boston, met with some sort of an accident, in conse-

quence of which certain wires fell and flashes were seen and

smoke noticed.

About an hour later a similar thing happened on the opposite

track several hundred feet away; much the same phenomena
were noticed.
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As a result of these two occurrences, somewhat more than a

hundred of the wires that help sustain the air duct were cut

down and the traffic put back in its normal condition.

I have made an examination of what tangible evidence I could

find in the tunnel with a view of finding the probable cause of

the occurrences.

The roof of the East Boston tunnel is circular in shape and

has a hanging false ceiling curving downward like an inverted

arch, forming the ventilating duct through which air is drawn

out at the tunnel. The duct is continuous from near Maverick

Square to Atlantic Avenue. Apparently it is formed of cement on

iron mesh stretched from side to side and suspended in part by iron

bolts set in the cement walls of the tunnel itself. It is stated

that the ironwork of the mesh is not intended to be in continu-

ous metallic contact. It is stated that there are no wires,

ground feeders, or the like attached to the ironwork of this air

duct.

Over each track is the usual trolley wire suspended from a

special horizontal insulating fiber strip which replaces the usual

span wire, this providing better insulation than is customary.

This strip is attached to the side of the tunnel and the bottom

of the air duct by the usual insulating joints. Above the trolley

wire is a plank to prevent actual contact between trolley or

trolley wire and the roof of the tunnel.

The main power feeders are carried in ducts at the sides of

the track, some on each side of the tunnel. There are about a

dozen heavy switches along the length of the tunnel through

which current taken from the feeders is delivered to the trolley

wires by an insulated tap wire passing up the side wall and over

the roof and connected to each trolley wire.

The return current is carried entirely by the rails and it is

stated that there are no track feeders or ground wires used.

At some time since the completion of the tunnel, additional

support for the air duct has been provided. At intervals of

about a foot and a half holes were drilled in the walls of the tunnel

above and near the sides of the air duct and eye-bolts inserted.

From corresponding eye-bolts upon opposite sides of the air duct

a length of hard drawn No. 4 B. & S. copper wire passed down-

ward and through holes in the bottom of the air duct and across

the bottom, thus acting as a sort of suspension. These wires

were drawn tight by a system of twisted wire lashings between

the adjacent suspending wires. At intervals the lashing was

omitted, so 'that this suspending network was not intended to
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be continuous, but as the iron reinforcing was seen in contact

with the copper wires at many places, it is likely that there was
a reasonably good continuous metallic connection.

In the air duct behind the wire hangers is a water pipe ex-

tending from the Boston end nearly to the East Boston end of

the tunnel. It has numerous cocks in it from which water may
be drawn.

On June 22d and 26th I carefully examined the bottom of the

air duct, the trolley wire supports, switches and tap wires by
the light of a brilliant motor boat searchlight.

On June 24th I examined the interior of the air duct from

end to end. Apparently all of the injured wires had been re-

placed and the supporting system was in normal condition.

Results of my Exaviination of the Inside of the Duct. — The in-

terior of the duct was remarkably clean and dry, there being a

very few places where there was any drip or wetness. The con-

siderable corrosion of all metals was tangible proof that there

has been much water present either as fog or solid water. Places

were found where the copper wires were in contact with the

iron mesh of the duct, several of these show the characteristic

fusion of an electric arc. The water pipe taps were in contact

with the copper wire at several places. At two places there were

plain signs of burns produced by current, one being welded to-

gether. There were two or three places where there has been

sufficient heating of the iron mesh to cause a fusion and blow-

ing or cracking off of the concrete. The pieces of concrete

showed slight beads of fused cement and iron. There seemed to

be considerable corrosion of the copper wires where passing into

the concrete of the duct, but I found no broken ones. There

were many holes in the bottom of the duct and considerable

cracking near the junction of the walls of the tunnel and the

duct bottom.

Result of my Examination of the Duct and Trolley Wires, etc.,

made from the Tracks. — The many bright wires showed clearly

where the two broken suspension wires had been replaced. The

older ones showed very much corrosion and appeared similar to

samples picked up. This corrosion seems to be uniform on that

part of the wire not bedded in the concrete.

Several places were seen where the iron mesh had been ex-

posed by an internal melting which had cracked the cement

coating away; it was clearly evident that there had been a great

development of heat at these places and a fusing of iron and

concrete.
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The trolley wire feeding wires down to the switches, and the

switches were carefully inspected and appeared to be in good

condition with no evidence of abnormal currents. Such evidence

would have been smoked up surfaces, drips of melted insulation,

charred or shrunken rubber or cotton wire-covering and other

traces easily seen.

The ends of three broken wires found on the tracks were care-

fully cleaned of cement and copper salts; they show positive

signs of fusion, and were apparently melted apart by an arc and

not by a heating of any considerable length of the wire itself.

They do not show any diminution in size such as might be pro-

duced by stretching or electrolysis, nor is there any of the char-

acteristic pitting of electric action caused by a current passing

from the copper to salt water or anything wet with salt water.

The ends examined were of the long pieces that passed under the

air duct, the corresponding ends could not be examined.

Conclusions. — The tunnel as a whole is said to be of cement

(or concrete) with no iron, so that it cannot serve as a conductor

of railroad return current. If the iron mesh and its supporting

frame or hangers are not in continuous metallic contact through

the tunnel there can be no path for the flow of current in the

upper part of the tunnel. The four electrically continuous rails

of the two tracks afford the proper and only path for the return

current from the cars or any equalizing earth current to or from

Boston. The discharge pipe of the drainage system may possibly

carry some current but as this pipe is not in or near the air duct

it is not of interest.

All trolley current coming into the tunnel must come over the

feeders in the ducts on the bottom and through the switch and

tap wires to the trolley wire. The normal path is through car

motors and lights to the rails. The current that burned the

copper wires and caused the melting of the iron mesh can only

come from the trolley wire itself, the tap wires as they pass

across the bottom of the air duct, or the idle trolley of a car

having its working trolley on the trolley wire. I could find no
evidence suggestive of a contact with the trolley wires or its

taps, although the tap wires are in my opinion too near the

bottom of the air duct to be safe with the mesh exposed as it

is and grounded. Such a contact might well have produced the

effects noted, but it would have left some traces easily seen and

not readily removed.

If the idle trolley of some car had come out of the hook which

restrains its upward tendency, and struck the roof, it is incon-
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ceivable that there would be no trace of such a smashing as

there would be of duct, wires and trolley. My conclusion is that

one of the supporting copper wires broke and was hanging and

was struck by the idle trolley of the first car that passed. Cur-

rent in sufficient quantity passed over the trolley to the wire

and then to the other copper wires and the iron of the duct.

The contacts developed sufficient heat and small arcs to cause

the failure of other wires, some of which may have rested in

contact with the idle trolley, and it is also probable that the

trolley of some other car may have had fallen wires in contact

with it. The shifting of the weight of the hanging duct also

acted in pulling apart wires and contacts. The presence of the

fused places in the duct, the fused ends of the copper wires and

the burned places on the water pipe are proof in themselves

that the metal work of the duct does make a sufficiently good

connection with the "earth" to conduct a considerable current.

I can find no cause for the smoke that I am told was present

and therefore conclude that it was dust from the concrete mixed

with dry products of corrosion of the copper wires and the

oxidized fumes of melted copper and iron wire and possibly

steam from heated concrete, I have been told there was no

smell of anything burning.

It would seem to me desirable to electrically divide the duct

into short lengths by some better plan of insulation; to protect

the copper wire from corrosion where it passes through the wall

of the duct; to so support the water pipe that it cannot make

contact with the other metal work in the duct; and to provide

a better insulation between^ the trolley tap and the bottom of

the air duct.

Respectfully submitted,

[P. S. C. 855] WM. L. PUFFER.

Investigation of safety conditions in subways and tunnels operated

by Boston Elevated Railway Company.

June 18, 1915.

Public Service Commission, Hon. F. J. Macleod, Chairman.

Dear Sir: — In accordance with the vote of the Commission

of January 25, 1915, I immediately began "an expert investiga-

tion of the subway and rapid transit lines operated by the Boston

Elevated Railway Company, with especial reference to electrical
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installations, signals, methods of ventilation, fire protection, emer-

gency exits and other conditions affecting public safety."

Early in my investigation of the conditions which might

affect the public safety in the subways and tunnels of Boston I

was informed by Mr. Brush of the Boston Elevated Railway Com-
pany that a conference of the officials of the several departments

had been held immediately after the accident in New York. As

a result of this conference a number of reports were made as to

the possibilities of a similar accident in the Boston subways.

Investigations were started and studies made of costs and

methods of improvements. During my examination I have

spoken of many things to the officials with me and I have noted

that they were very quick to remedy such matters as were com-

paratively small and to give attention to the larger ones. Con-

sequentl}'' some of the things mentioned in my report have been

attended to and some of the larger ones are under advisement,

— a list is given at the end of the report.

A report of this kind must necessarily appear critical and

perhaps unfriendly because it cannot go > into all details of the

good things so self evident in the service and equipment which

continuously and safely transports thousands of passengers.

Previous to beginning my study of the problems here in Bos-

ton, I visited New York and was able through the kindness of

the officials of the Public Service Commission and of the rail-

roads to examine the methods of installation and operation of

the several tunnels, subways and appurtenances.

It was immediately apparent that the general conditions ex-

isting in Boston and New York are quite different. There the

congestion of traffic is much greater, and because the only avail-

able dimension of New York is length, wires, cables, people and

trains are all dependent upon the continuity and maximum
capacity and eflficiency of the entire length of subway. Should

there be any derangement at any one place it will be magnified

by the combined effects of all wires and trains which are acting

as a mere transmission system toward a distributing district far

away. In Boston there is no such situation, as there are several

power houses feeding current toward the city from different

directions, and generally over two or more routes.

There are many radial lines of approach from nearly all direc-

tions, and comparatively little dependence upon any one or two

main central tracks. The distance between stations is much less

in Boston.
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In our subways and tunnels as in those of New York it is

necessary to use much complicated apparatus and there natu-

rally must be chances of occasional derangements, and my inves-

tigation has been made to see broadly to what extent any of

them may become dangerous to the public. In such a study

there is danger of missing the larger questions in the examina-

tion of too great detail.

Through the kindness and co-operation of the officials of the

Boston Elevated Railway Company, I have been supplied with

guides, maps, plans, special trains and any information I required.

Combustible Materials. — Combustible materials and general

rubbish have thoughtlesslj^ been overlooked or allowed to collect

in places where a slight fire would cause much alarm or possible

danger. I would recommend regular inspections and the storing

of such combustibles as may be absolutely necessary for opera-

tion, at stated places where suitable and thorough automatic fire

protection can be provided.

All permanent construction should be fireproof, also anj' tem-

porary work which is to be used for any considerable time.

Temporary work of certain kinds is liable to become permanent.

Blocking, planks and the like used in night repairs should be

taken entirely out of the subways and tunnels during regular

service hours. Combustible rubbish from construction or repair

work should be watched for and removed at once.

Signals. — The automatic signals used in the tunnels and sub-

ways are not uniform in type or method of operation, having

been installed from time to time with the progress of the under-

ground service.

The Cambridge subway and the Boylston street subway are

divided into "blocks" of varying length depending upon the

maximum number of cars per hour, the schedule speed, the grade

and the locations of curves and stations. At the beginning of

these "blocks" are suitable mechanisms for showing red, yellow or

green lights and (except in Boylston Street subway) for setting

the air brakes of a passing car.

The exhibition of a green light indicates that the track is

clear of a car and that the signals are in order for two "blocks"

ahead; the exhibition of a yellow light indicates that the track

is clear and the signals working properly for one "block" ahead

but that the second "block" is not clear, and that the motor

man is to proceed with caution; the exhibition of a red light

always means stop because of a car in the block, or an abnormal
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condition either accidentally or purposely produced, and with

the appearance of the red light the automatic trip or stop device

is set so as to apply the brakes of any passing car.

The Washington Street tunnel is divided into blocks of lengths

varying from 467 to 1,087 feet as required to fit the different

distances between the stations. At the end of a section is the

so called "setting point" at which place the passing of the wheels

of a car operates, the signal corresponding to this "setting

point." In order that the signal when set shall be close to, or

behind the train, the signal is placed 200 feet in a direction

opposite to the traffic. This distance of 200 feet is called the

"overlap" and is uniform except between Milk and State, where

it has to be reduced to 90 feet. The overlap required at a sta-

tion is but 50 feet, as all trains stop at all stations.

The signal is provided with a red and a green light. The show-

ing of a green light indicates that the block ahead is clear and

that a train may proceed at full speed. The red light is shown

the moment the first wheel of a car enters the block and until

the last wheel has left the block, and is a positive stop indica-

tion.

At certain places where there is not clear vision, a tell-tale is

used to repeat the indication of the signal at a very material

distance before the signal itself can be seen.

The tell-tale is an ordinary signal controlled by the same wires

and current as is the main signal, but where the signal shows

red, the tell-tale shows yellow, thus acting as a cautionary sig-

nal, green or safety is repeated as shown by the signal. The

automatic trip is located near the signal and so connected as to

be operated as the last wheel of a train passes from one block

to the other. Its action is to set the brakes on any car passing

a red or stop signal.

The signal system in Washington Street tunnel as explained and

pointed out to me, while not at all the equal of that used in

both the Cambridge and Boylston systems, appears to have

been fully up to date at the time when installed and to be able

to give a fair degree of safety.

The East Boston tunnel except at stations and west of Dev-

onshire Street is divided into blocks, each provided with a signal

showing red light when there is a car in the block and green

when there is no car in the block. At certain places where there

is a limited vision there are "distance" signals arranged to show

yellow when the block signal shows red, and green when the block



274 APPENDIX— ORDERS. [Jan.

is green. These signals should be replaced by a system arranged

substantially in effect as in the Boylston Street subway, and should

extend through all stations from portal to portal.

The use of the positive automatic stop in the Cambridge

subway and the Washington Street tunnel is highly commended
and the desirability of the immediate installation of the same

device in the remainder of the underground system is pointed

out. One of the greatest advantages of the automatic trip is

that it will stop a car or train in absolute darkness when the

signals could not be found or seen; it will also stop a runaway

or a train out of control for any reason.

As the signals are electrically operated and take the current

from one common generating source instead of local batteries,

it follows that continuous operation depends upon the unfailing

supply and continuity of the cables and service wires. Should

any of these fail or become deranged the signals are so designed

as to go immediately to the danger or stop position and there

would be no element of danger introduced and the result would

be merely a slowing down of traffic. In all cases a stop indica-

tion must not be passed without a wait of two minutes and not

then on the rapid transit lines until the conductor has walked,

to the next signals and then has been followed by his train. In

the Cambridge subway and in the Washington Street tunnel the

air brakes are set automatically when the signal is at "stop"

and it is not possible for a train to get by unless the tripping

device is released by one of the train men. All of the apparatus

appears to be of the best kind and well installed and carefully

maintained.

In this report "Tremont Street subway" includes all of the sur-

face car tracks that operate underground except East Boston

tunnel. Its portals are at Pleasant Street, Arlington Street,

between Haymarket Square and the North Station, so that it is

under parts of Tremont, Boylston, Cornhill, Hanover and Wash-

ington Streets.

There is no system of automatic signals in use and the cars

all operate as on the surface, and at comparatively slow speeds.

The high speed maintained under signal control in the Boylston

Street subway is reduced when the cars enter the Tremont Street

subway. There are automatic red and green lights at the very

few crossovers, and two atuomatic signals controlling the lower

level at the intersection of Tremont and Boylston Streets. Under

these conditions, and with plenty of light, there seems to be no

necessity for a regular signal system.
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Boylston Street Lighting Chamber {Tremont Street Subway). — At

this place there are three fairly large transformers for the supply

of emergency power for the lighting of a large portion of the sub-

ways and tunnels in Boston. The distribution of this current

is by means of a switchboard located at this point. There are

also certain other necessary switches and devices. This lighting

chamber should be immediately rearranged with the elimination

of all combustible materials. The elements of a quick, hot fire are

present, and the emergency lighting system would be seriously

crippled. The high tension wires and the transformers should

be reset in accordance with present practices, which requires the

transformers be in a fireproof air-tight room except as thoroughly

ventilated to outdoor air for the carrying away of smoke from

either burning insulation or oil. If possible, there should be

drains for carrying off burning oil. The high tension supply

wires should be enclosed in ducts and well protected from

mechanical and electrical disturbances. The lighting chamber

should not be used for a shop and store room, and all combusti-

ble materials should be removed to a special room provided with

automatic sprinklers or otherwise protected from fire.

Conductors. — For the purpose of this report the conductors

used for carrying the electric current required for operating will

be divided into four classes :
—

1. Bare Conductors. 2. Insulated Copper Wires. 3. Lead

Covered Cables. 4. Small Rubber Covered Wires.

1. Bare Conductors from which the escape of current is pre-

vented by the use of insulating supports. Such a conductor

must be placed where it cannot accidentally get into contact

with other materials. Such a conductor can be melted but will

never burn or smoke.

There are but two sets of conductors of Class 1: The trolley

wires as used on the surface lines, and the third rail in the Cam-
bridge subway. Beacon Hill tunnel and the Washington Street sub-

way. The third rail situated about 19 inches to one side of, and

6 inches above the working rail, and generally on the left hand
side, constitutes an obstruction, which would, if alive, be impas-

sable to aged people, ladies and children without great danger

even in broad daylight. The risk would be greatly increased

should it be necessary for a carload of passengers to somewhat
hurriedly make their way from a stalled train to an escape, even

assuming the tunnel lights were of full normal brilliancy.

I earnestly advise that strenuous efforts be made to devise a

scheme whereby this third rail be provided with a suitable
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insulating and protecting cover, believing that any purely struc-

tural difficulties should not be allowed to stand in the way of a

safeguard so desirable and commonly used. The fact that all

of the high speed and other subways in New York, the entire

Pennsylvania R.R. tube system from the Manhattan transfer

in New Jersey to the Sunnyside yards in Long Island, all of the

Hudson River tunnels and the New York Central are success-

fully operating a covered third rail, is self evident proof that it

can be successfully done in subway and tunnel work.

I am fully aware of the many difficulties in the way both of

designing the third rail covering and the contact shoe, and have

copies of the studies and reports made by several of the com-

mittees of the various railroad societies. The work of these

committees has been to define the desirable location of a third

rail so that it would not interfere with any kind of rolling stock

in North America, and then to define a so-called clearance line

beyond which no part of any rolling stock should extend, as

well as a clearance line beyond which no part of platforms or any

device should extend. The final results of their studies are not

applicable to the conditions under which the third rail is oper-

ated by the Elevated Railway Company, which does not operate

massive snow ploughs, low swing door coal cars or other large

and heavy equipment of its own or foreign roads.

It would seem possible to lower the third rail two inches and

set it about three inches further away from the running rail and

design a reliable shoe. Some form of fireproof barrier would

have to be used in many places where the rail would be close to

the ironwork of the structure at stations and also in some parts

of the subways. (See photographs accompanying this report.)

The present location of the third rail is so close to the metal work

of the cars as to be a very troublesome thing causing heavy

arcing when the rail is covered with sleet. The present walks if

raised a few inches would become a very efficient cover for the

rail and at the same time serve as a walkway as they do now.

Should it be found too costly to provide a covering for the

third rail immediate steps should be taken to replace all wood-

work in the floors of all cars to be operated by third rail power

with non-combustible materials until such time as all metal cars

can be used. The object of this is not to prevent any contact

between the third rail and a car body in case of accident, but to

remove the combustible material which could be set on fire by

current from any derangement below the floor of the car; in
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which case passengers must escape quickly and could do so with

safety if the third rail was covered.

Method of Feeding the Third Rail. — The current for the pro-

pulsion of the cars is supplied through very heavy copper wire

or wires called "feeders" carried through the subways and tun-

nels and connected to one or more power-houses. The third

rail is divided by insulating gaps into lengths called sections,

each connected through a massive switch to the "feeder."

There is a section of rail and a switch at each station and there

may be one or more sections each with its switch between sta-

tions. In the event of an accident the third rail may be "killed"

by opening all of these switches or by cutting off the power at

each feeding power-house; the first takes too long and the second

might be very undesirable or unnecessary. I should advise that

all such switches not situated at stations be fitted for distant

control from the same point or points where the switches are

for the sections at the adjacent stations.

2. Copper Wires covered by a suitable insulating material, like

rubber, which prevents escape of electricity to conducting mate-

rials with which the cable comes in contact. These coverings

will burn fiercely if ignited or make a dense smoke if overheated.

These coverings are liable to mechanical injury and deterioration

from age; except where drawn into non-combustible ducts of tile

or iron. In such ducts there is little or no chance for any actual

external fire, although overheating by excessive currents or by an

electric arc will produce fumes and smoke. These cables are to

be considered in connection with the following class.

3. Lead Covered Cables in which the copper is insulated with

rubber, dry prepared paper or cambric and a lead covering used

to prevent the entrance of moisture as well as to give protection.

Such cables are pulled into ducts of earthenware either laid in

ithe ground or made a part of the subway wall or floor. Such

cables cannot well be handled in lengths greater than a few hun-

dred feet. The joints or splices have to be made in chambers

provided for this purpose in the line of ducts. The organic ma-

terial used is plentiful enough to make a large amount of dense,

pungent smoke should there be a severe escape of current or an

overheating.

The safety of these cables depends largely upon the integrity

of the lead covering which is about \ inch thick. The softness

and the low melting point of the lead renders such cables so

liable to material injury and to fire, that a grouping of lead
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covered cables is very undesirable, as the burning out of one

cable may readily melt the protecting lead covering and then

kindle the exposed insulation of its neighbor.

Under Class 3, are all of the cables carrying the high tension

alternating current, and many of those carrying the usual (550)

volt direct current for the trolley wire and the third rail. As

these cables are presumably capable of transmitting heavy cur-

rents upon any disarrangement, they could concentrate at a

fault an enormous heating effect which would quickly destroy

lead, insulation, copper and possibly the material of the ducts.

The possibility and severity of such an occurrence increases with

the number and nearness of cables, the presence of wires of dif-

ferent polarity and the absence of non-combustible and infusible

mechanical separating walls or barriers. These breakdowns

would not be serious if occurring in a properly constructed duct

line. Such trouble is more liable in splicing chambers and man-

holes where the unprotected cables may be injured where resting

on sharp corners, or by careless handling.

Any smoke or fumes arising from burning cables now installed

in tunnels and subways must of necessity escape into the air of

such subways. The complete removal of all cables is the only

cure, but a great deal can be done in the way of preventive

measures, — such as separation of the different types of service

by considerable distances, much greater use of concrete or

earthen barriers, better protection and support where there is a

change of level of cables, removal of pipes or other conductors

from the vicinity of cables, and the use of mechanical protection

of all splices and exposed cables by wrappings and split tiles.

It would be most desirable in all future work to have no power

cables inside of the subways except the actual connections to

rails, trolley wires and switches. The direct lines should be out-

side the subway and at the top with splicing chambers as small

as possible, vented to the outside air; the high tension and

low tension cables to have a considerable wall between them,

and but one kind of current in any one manhole.

4. Small Rubber Covered Wires used as such or made into

cables and installed in connection with the signal, lighting or

telephone systems. As used, there is little or no danger from a

derangement of these wires, but as they are essential for the

safe and proper conduct of the traffic, each of these systems

ought to be kept by itself and all secured from any possible

injury from a burning out power wire or derailment.



1916.] INVESTIGATIONS. 279

Wires and cables of Class 4 are of comparatively small size

and do not constitute a fire risk except where bunched. I do

not recall any place where there would be any difficulty more

serious than a slowing down of traffic.

Ground Wires and Feeders. — The presence of ground wires

and feeders and any iron pipes or structures of large extent in

the close proximity of the power feed wires is a serious element

of danger which is oftentimes overlooked. Probably the large

amount of ground wires and lead coverings in the same duct

lines and manholes was the cause of the severity of the burn-

outs in the New York subway. If these are not present, there

can be no large escape of current from a defective power feeder,

hence safety demands a considerable separation of the two sets

of lead feeders. The practice of making but slight cross connec-

tions between the lead sheathing of cables as carried out by the

Elevated Company is to be highlj^ commended, and it is sug-

gested that locations of the ground feeders be again examined

with this danger in view.

Ventilation. — In the original scheme of artificial ventilation

of the subways it was planned to continuously operate motor

driven fans in such places and manner as to withdraw air from

points intermediate between stations and to allow fresh air to

enter at the various station entrances and exits. Practically it

has been found that the action of the winds and the motion of

the cars and trains produce such strong movements of air that

there appears to be no need of the continuous operation of ven-

tilating fans. The nearness of stations and the many emergency

exits afford a plentiful supply of fresh air. This does not apply

to the East Boston tunnel.

For emergency use it is better to deliver fresh air as far and
as quickly as possible into the subway or tunnel for the benefit

of passengers stalled there. Those nearer stations will have

shorter distances to go and are going toward help, light and air.

A slight smoke coming toward or out of a station will notify

the station master as well as deter the public from entering and

so tend to clear people out of danger. With draft the other way
there might be a congestion. If the air in the tunnel or subway
is under a slight pressure there is less chance for gases of any
kind escaping into the tunnel or subway from duct lines, man-
hole connections, sewers or the like.

I advise that the direction of the air flow in the East Boston

tunnel be reversed and that careful experiments be made to
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determine the advisability of adopting the method for all future

work. The present universal installation of the motor starting

devices in the fan chambers, requiring somebody to go to them is

very undesirable, and I advise distant control from one or more

points of the stations on each side of the fan.

As all fan motors are designed for the direct current used in

propulsion, it follows that a complete loss of power will stop all

ventilation at the time it is most needed, i.e., when cars are not

in motion. A reserve source of power is desirable separate from

that which propels the cars.

Telephones, Emergency Exits, Lighting. — The telephone serv-

ice is inadequate and the telephone stations are too far apart.

. I would not advise a portable telephone on each car. It

would be better to install telephone stations with blue light

markers at frequent intervals, and by the use of a duplicate

system of wires placed near the roof of the subways, insure con-

tinuous connection with a proper official at all times. Fire

alarm boxes would not be required with a plentiful number of

telephones. In many places telephones would be at the emer-

gency exits and fan houses, and should be unmistakably marked

with a blue light, the combination of the word "EXIT" and an

arroio pointing in the direction of escape. A vertical ladder

should not be considered as an emergency exit for the average

public; steps should be used. The blue lights should be so

wired as to be burning all of the time, that the public may
learn what they are for and to expect to find them when desired.

There are eighty-seven (87) regular and emergency exits and

passageways along the subways and tunnels; many of them are

not now clearly indicated, but should be, and the gratings and

doors at emergency exits should be so fastened as to quickly

open without the use of any special skill, knowledge or strength.

A higher degree of illumination is desirable in the single track

portions of the Washington Street tunnel and a possible rearrange-

ment of lights so as to avoid the dependence on one source of

supply. The Tremont Street subway and any part of a subway

used by surface cars which do not carry two oil tail lights, should

be especially well lighted, as cars are operated under surface

rules where dependence is placed upon clear vision rather than

upon automatic signals.

The provisions for the continued lighting of the latest built

tunnels and subways are very complete and provide for the use

of current from the third rail, trolley or either of two special

lighting cables. Should the power supplying either or both of



1916.] INVESTIGATIONS. 281

these cables cease even for a moment the lights are automatically

switched over to the Edison Company in Boston and the Cam-
bridge Electric Company in Cambridge.

The illumination of the tunnels and subways is sufficient under

normal conditions to permit of safe walking, but not great

enough for reading, and if cars were stalled from loss of power

and with none of their interior lamps burning, their interiors

would be barely light enough to detect large objects. Older in-

stallations should be improved at once, both as to location of

the lighting cables and safety from interruption by accidents.

Tail Lights and Portable Lanterns. — All cars and trains enter-

ing any subway or tunnel (except the short surface loop at

Harvard square and the Tremont Street subway) should carry at

the rear two oil lanterns each showing a red light in the rear

and also having a white lens in front; when required, one of

them to be removed and used as a portable white lantern to the

nearest blue light telephone station.

The Washington Street tunnel cars carry two red oil markers at

the rear, the Cambridge subway trains carry two at each end

and the East Boston tunnel cars carry but one.

Special oil or storage battery lighting in the cars has been

carefully considered, but where distances are so short, it does

not seem necessary, provided the emergency lights and the blue

light markers are intelligently and properly planned and installed.

Fire Protection. — All stations appear to be adequately pro-

vided with the means for fighting fire by fire hose, chemical ex-

tinguishers, pails of water and pails of sand, but the locations

of these things are not as clearly indicated as they should be.

As there is comparatively little material of a combustible nature

at the stations other than in the news stands, added protection

does not seem necessary.

The equipment provided between the stations varies consid-

erably, there being nothing in the Cambridge subway and the

Washington Street tunnel, a few pails of water in the East Boston

tunnel, sand and water pails in the Boylston Street subway, and

sand and water pails and hose in the Tremont Street subway.

The cars used regularly in the Cambridge subway are all

metal with the exception of the seat coverings, advertising matter

and a small amount of light wood finish. All of the power regu-

lating mechanism is below the floor; the lighting and heating

circuits are the only ones within the car. These cars carry fire

extinguishers as a part of their regular equipment.

The cars used in the Washington Street tunnel vary in construe-
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tion from a car which is practically all metal to one which is

practically all wood, but in all of the cars there is a sheet metal

sheathing between the motors and the under part of the floor.

These cars all carry fire extinguishers as a part of their regular

equipment.

Some of the semi-convertible cars used in the Boylston Street

subway are of metal and some are practically all wood; they all

carry extinguishers as a part of their regular equipment.

Until the extension of the East Boston tunnel is completed

the equipment of the cars is likely to remain rather mixed, there

being both metal and wooden cars in use. It is stated that they

all carry fire extinguishers. All cars passing through this tunnel

should be entirely non-combustible because of the long distance

between stops and the somewhat limited amount of fresh air

available.

The conditions in the Tremont Street subway are substantially

similar to those on the surface in that cars may be of any type

and of any material. They are not provided with extinguishers.

Safety can best be maintained by a better lighting, better fire

protection, local telephones and blue light "exit" pointers.

I would recommend that a 2| gallon chemical fire extinguisher

be installed at each blue light station in both the East Boston

tunnel, Washington Street tunnel and Tremont Street subway,,

and suggest it in the Boylston Street subway.

The Station Master. — It would seem that the station master

has a multiphcity of duties, especially at times of emergencies,

and in the performance of these duties could not possibly attend

to them all soon enough, as the conditions now are. The fan

starting switches, the switches for cutting off the third rail current

even if both be arranged for distant control, and the telephone

should be at the same part of the platform. With more tele-

phones connected directly to the train dispatcher's office trouble

will be located quicker than now and proper orders given to all

necessary employees.

Recommendations.

As a result of my study and observation of the subways and

tunnels and the general conditions which might affect the public

safety, I make the following recommendations: —
First. — Either the installation of an insulated mechanical

covering for the third rail used in any tunnel or subway, or, —
the installation of remote control "B" and "T" switches to be

operated from the adjacent stations and so arranged as to cut

off all current from the third rail.
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Second. — The immediate adoption of the plan for blue light

markers for emergency exits and telephone stations.

Third. — The supplying and maintaining of fire extinguishers

at the blue light stations in the Tremont Street subway and the

East Boston tunnel.

Fourth. — The distant control of all ventilating fans from the

stations on either side of the fan and the supply of power from

an independent source other than the third rail.

Fifth. — The immediate reconstruction of the Boylston Street

lighting room.

Sixth. — Better protection of cables in the subways and tun-

nels where not actually in ducts, and a greater separation be-

tween positive and negative cables, and a greater degree of iso-

lation of the high tension cables.

Seventh. — That all new cars which may be used in the sub-

ways and tunnels be wholly fireproof.

Eighth. — That the wood or partly wood cars now used in

the Washington Street tunnel be replaced, or provided with floors

as nearly non-combustible as it is possible to make them.

Ninth. — An entirely new signal system, including the auto-

matic stop feature in the East Boston tunnel from portal to

portal.

During my investigations and up to the date of this report,

the Boston Elevated Railway Company has remedied some of the

conditions found by me, and has taken steps to make further

improvements; some of which, but probably not all which, have

been brought to my attention and are here enumerated: —
The removal of locked gratings at exits and the substitution

of a simple catch.

Cleaning up of rubbish.

Bettering the telephone service and probable use of blue lights.

Remote control of ventilating fan motors.

Replacement of signal system in East Boston tunnel and pos-

sible use of automatic stops.

Improvement in lighting in some places.

General matter of distant control of current supplied to the

third rail.

Respectfully submitted,

WM. L. PUFFER.
[P. S. C. 855.]
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Communication to the Commission from the Boston Elevated Rail-

way Company relating to the report on investigation of subways

and tunnels.

September 29, 1915.

To the Honorable the Public Service Commission, 1 Beacon Street, Boston,

Mass.

Gentlemen: — In reply to your communication of July 16th,

1915, relative to investigation of the Subways and Rapid Transit

Lines operated by this Company, such investigation being made
under the direction of and personally by Professor William L.

Puffer, Electrical Engineer, we beg to advise you that we have

most carefully and thoroughly made a study of the report and
the suggestions dealt with therein, and submit herewith this

Company's position in regard to his recommendations:

First. — Either the installation of an insulated mechanical covering

for the third rail used in any tunnel or subway, or the installation of re-

mote control "B" and "T" switches to be operated from the adjacent

stations and so arranged as to cut off all current from the third rail.

In our endeavor to make entirely clear to Professor Puffer the

situation in regard to possible further protection of the third rail

we wrote to him on May 1st, 1915, explaining to him fully this

entire question in so far as the Elevated Company was concerned

and furnished him with a set of photographs and blueprints

showing elevated cars on the structure and cross sections of third

rail track systems in America and elsewhere in the world. These

blueprints show, so far as we have knowledge, cross sections of

every third rail system in the United States as well as those in

Berlin, London, Liverpool, Lancashire, Yorkshire, Milan and

Paris, etc.

We attach herewith copy of a portion of this letter with du-

plicates of photographs and blueprints. (Ex. A.)

We have most carefully investigated the construction of the

covered third rail systems wherever we have found it in use and

in no case is there a third rail system in operation where the dis-

tance from the inside gauge line of the running rail nearest the

third rail to the centre of the third rail is less than 26 inches.

The corresponding distance on the elevated system is 20f
inches. This distance of 26 inches on other systems is limited by

the mechanical construction of the beam to carry the third rail

contactor which beam is attached directly to the journal boxes.
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We have been unable to find in existence any construction, nor

to design any ourselves which will permit of covering the third

rail and operating with same where the distance between the run-

ning rail and third rail is less than 26 inches. In other words,

we are unable to find or design a type of construction for carry-

ing third rail contactor attached to the truck on journal boxes

which will permit of carrying a cover over the third rail where

the third rail is less than 26 inches from the running rail.

If, with the third rail in its present position, effort was made to

provide a cover, this cover extending up and across above the

contactor beam and third rail shoe would strike the truss rods

or steel car sills on the cars. These truss rods or steel car sills

extend under the side and substantially for the full length of the

car and the bottom of same is approximately 12^ inches down
from the car body or 12| inches above the third rail. Of course

the distance from the bottom of these truss rods or steel car sills

to the top of the third rail will vary as the load in the car varies

and as the sway of the car occurs at curves or elsewhere.

The distance from the top of the third rail to the top of the

beam construction carrying the third rail contactor is 13 inches.

It is therefore evident that inasmuch as the bottom of the steel car

sills or truss rods is 12| inches above the third rail and that further

the top of the beam construction carrying the third rail contactor

is 13 inches above the third rail there is an overlapping condi-

tion which makes it impossible to place a third rail cover over

the present rail that would extend over the top of the beam and
still clear the bottom of the truss rods or steel car sills.

The suggestion was then made that it might be feasible to so

lower the third rail as would permit of lowering the contactor

beam, which in turn would give room for the third rail covering

between the bottom of the truss rod and the top of the beam.

It was found, however, that in order to allow for the wear of

the third rail, the wear of the running rail, and providing proper

tension in the spring of the contactor, a greater variation than

two inches in the relative heights between the running rail and the

third rail was not permissible. To lower the third rail a suffi-

cient distance to permit of caring for this provision of two inches

and to permit of the contactor beam being low enough in its

attachment to the truck frame to in turn permit of the cover

being over same and still be in the clear for the truss rod would

leave the top of the third rail substantially flush with the top of

the running rail.
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Operation under this condition would be impossible for, at

points where special work occurs in the track, contactor M^ould

strike the special work when the car crosses frogs and special

work.

It should therefore be self evident that it is impossible to cover

the third rail in its present position and equally impossible to so

lower the third rail in its present relative position to the running

rail as to make a covering possible. There is therefore only one

alternative and that is to move the third rail a distance of a few

inches farther away from the running rail.

Careful investigation of other systems where covered third

rails exist, show, as far as we have knowledge, the third rail

located at a point outside of the edge of the car body. Aside

from the possibility of moving the third rail on this system, we

believe from our knowledge of experience elsewhere that it creates

an extremely dangerous condition in that portion of the car

truck which carries the third rail contactor extending out a dis-

tance bej^ond the edge of the car body.

Workmen on the structure, in subways or in the yards, and

passengers in cases of emergency being called upon to walk

along the side of a train, would be justified in assuming that if they

were in the clear of the car body they would be in the clear of

other car obstructions. In the case suggested, however, there

would be extending out at least four inches beyond the edge of

the car a large steel arm which would strike an employee or

passenger between the knee and the ankle unless they were par-

ticularly careful and thoughtful to observe same. Aside from

this objection, however, it is absolutely impossible to move the

third rail the necessary four and three eighths inches (4f")

without the most radical and tremendously expensive changes on

the elevated structure.

Through girders at substantially all of the elevated stations are

so constructed that in order to move the third rail out the neces-

sary few inches it would be necessary to materially reconstruct

the stations involving in many cases very radical reconstruction

of a large portion of the steel of same. Further, the movement

of the third rail out from the running rail would destroy through-

out a large percentage of the structure the safety walk for em-

ployes, and in case of emergency for passengers, in its present

location.

To move the third rail farther out from the tracks would

require expensive and extensive reconstruction and in order to
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raise same a sufficient height to permit the passing of the third

rail shoe beneath the safe-ty walk, would bring the latter ma-

terially above the running rail.

In other words, the safety walk is provided for employes who
are necessarily working on the structure at all times and pro-

vides a means for them to walk and stand completely in the

clear of moving or standing trains. It is equally of service to

provide an opportunity for passengers to safely reach the nearest

station in case it becomes necessary to unload a train between

the stations.

It is now so constructed that not only does it provide at all

points an opportunity for employes or emergency passengers to

be in the clear, but it also permits of employe or passenger step-

ping readily from the right of way between the rails or in front

of the train directly on to it.

There is another element in connection with the possibility of

placing the third rail under this safety walk, which deserves con-

sideration. In cases of severe storm conditions to which rail is

subjected in this climate, the suggested construction would create

a pocket in which snow, sleet, etc., would be driven and the

cleaning out of which would be extremely difficult resulting un-

doubtedly in many more train delays and loss of current than

now occur.

So far as the moving of the third rail a greater distance from

the running rail in the subways is concerned, such a change

would destroy the opportunity of employes walking between

the side of the car andv the subway wall while train was in

motion. Notwithstanding the fact that subways are constructed

with niches at frequent intervals into which employes are able to

step upon the passing of the train, situations occur where a man
is so caught that it is impossible for him to promptly reach the

niche and he is able now to stand against the wall of the subway

and have the train pass him in safety.

If the third rail was set out farther and the contactor shoe

carried outside the edge of the car any man who assumed he

could stand between the car body and the subway wall while

train was passing would be severely injured or killed as result of

being struck between the knee and the ankle by the extension of

the third rail shoe.

Further, in any cases where it became necessary to unload a

train between stations in the subway passengers walking along

the walk now provided between the car and the subway wall
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would, as they passed each truck, have to carefull}^ observe not

to strike the third rail shoe which might or might not be alive.

The experience of other roads where such construction exists

has been that employees have frequently been severely injured as

result of this extension of part of the truck construction beyond
the edge of the car body.

So far as the Cambridge Subway and Dorchester Tunnel are

concerned, not only are we subjected to the same conditions in

the Beacon Hill Tunnel and in the Dorchester Tunnel that obtain

in the Washington Street Tunnel, but further the service is

operated over the Cambridge Bridge.

The width of the high speed right of way over this bridge is so

restricted that with the large cars operated on this division the

clearance between the cars and the enclosing fence is now but a

few inches.

To extend the third rail shoe further beyond the car as has been

suggested would so encroach upon this present small clearance as

to be practically prohibitive.

So far as the safety walk in this case is concerned, the third

rail now is located between the tracks and any movement of the

third rail a greater distance from the running rail would either

destroy or materially elevate the safety walk.

As an example of covered third rail construction elsewhere it is

shown on the attached blueprint 28459 that the distance from the

running rail to third rail on the Interborough Rapid Transit

Company's system is 28 inches, Baltimore and Ohio Ry. 30|

inches, Philadelphia Rapid Transit 27 inches, New York Central

29 inches, Long Island R. R. 27 inches, Philadelphia and West-

ern 27 inches, Wilkesbarre and Hazelton R.R. 30 inches, and

North Shore Company 27 inches.

In the case of the suspension of third rail where the shoe

which takes the current off the third rail presses up on same

as in the case of the Philadelphia Rapid Transit Company,
exactly the same requirements in regard to distances of third

rail from running rail exist.

At the time of the first operation of underground trains in

Boston there were few if any examples of similar service in this

country and no examples, to our knowledge, of a so-called

covered or inverted third rail. The portion of the Tremont

Street Subway which at that time was used for train service,

was, due to the necessities of construction, of a character which

required the exercise of the keenest engineering ability to pro-

vide for the operation of trains at all.
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Naturally whatever nature of construction was feasible for

that subway necessarily limited the construction of tracks and

third rail shoe on the elevated structure. This naturally estab-

lished, therefore, the type and method of construction as is now
in existence on this system.

Upon the completion of the Washington Street Tunnel and the

diversion thereto of trains formerly operated in the Tremont

Street Subway no change was possible without changing the

third rail, etc., on the elevated structure.

The Washington Street Tunnel constructed by the Boston

Transit Commission was designed for the type of construction

of cars then operated on the elevated structure and in the

Tremont Street Subway and no more clearances were allowed

in the cross section of the Washington Street Tunnel than were

absolutely necessary for the safe operation of the type of car

truck and third rail contact that was then in operation.

The Washington Street, Beacon Hill and Dorchester Tunnels

were constructed by the Boston Transit Commission and the

Company then was compelled to equip same and to design and

operate the type of equipment in same consistent with the limita-

tions established by the design and construction of these sub-

ways and tunnels.

The Elevated structure was made to occupy the least space

in the street consistent with the relations required for the cars

and present location of the third rail, and, as previously stated,

these relations cannot be changed in the Washington Street Tun-

nel without being also changed upon the elevated structures.

The clearances in all subways and tunnels for train operation

have been designed for the equipment and methods now in use

and adequate clearance does not exist for methods occupying

greater width.

The present mode of partially protecting the third rail was

adopted originally by the company after long and careful in-

vestigation and consideration, together with observation of third

rail systems elsewhere in this country.

It was believed that the safety of employes required the

wooden guard now in use on the structure, and it was believed

that the third rail when visible was less dangerous than when
hidden.

It has been suggested that possibly the third rail might be

placed between the two running rails. This is impossible on

account of lack of clearance and, even if clearance existed, there

would then be no opportunity to cover the third rail.
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It has been suggested that the contact with the third rail be

made on the side of third rail instead of on top of same. This

is absolutely impossible due to the variation in the lateral mo-

tion of the truck frame which amounts to as much as 1|

inches.

We believe, therefore, that it is unwise and inexpedient to

adopt at this time any known scheme for covering the third

rail. It is the Company's intention, however, to keep this mat-

ter before them and if at any time in the future a practicable

scheme is designed by or suggested to the Company's officials

the matter will be taken up with the Commission.

Assuming, therefore, the inexpediency of any endeavor to

cover the third rail at this time, we come to the consideration

of that portion of the recommendation numbered one which

deals with the installation of remote control of "B" and "T"
switches, to be operated from adjacent stations and so arranged

as to cut off all current from the third rail.

Our present system of sectionalizing and feeding our third rail

has been the result of a very great amount of experience and

study, and we believe it would be a great mistake to interfere

with a system that has proven to be so satisfactory.

To control "B" and "T" switches from adjacent platforms,

is, we believe, unwise. First, because of the confusion and pos-

sibility of dangerous conditions that are likely to arise when the

control of these heavy currents is taken out of the hands of one

responsible man, the Load Dispatcher at our South Boston Power

Station.

Second, because our third rail sections controlled by these

switches are so arranged that in case a section is killed by the

opening of one of these switches by a station master, there is

a considerable probability that a moving train would pass from

a live section to this dead section, which would cause the blow-

ing of shoe fuses on cars, the result being heavy flashes and

smoke with possibility of arcing.

Our experience shows that such fuse blowing and flashing is

extremely likely to and would cause panic among the passengers.

Also the passing of a train from a live to a dead section would

make the dead section alive, an extremely dangerous thing to do.

Our present feeder system is under the control of one man,

the Load Dispatcher at South Boston Power Station. He is

the one man on the road who knows from minute to minute

the exact arrangement of our feeder system. No change is made
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in the feeder system except on orders from him. He is the only

man who has at all times the information necessary to issue

correct orders in case it is necessary to cut the power off of any

section. Our present method of communication with him has

proven to be satisfactory, but there is no question but that,

under some conditions, our present method of communication

might prove too slow. To improve this, it is proposed to put

in what corresponds to a fire alarm system, with boxes connected

directly to our Load Dispatcher's office at South Boston Power

Station, as well as the Dispatcher's office at Sullivan Square,

with alarm boxes located throughout the subways and tunnels

and boxes on every station platform and between stations, so

that in case of trouble there will be a box that can be quickly

reached. An alarm rung in from any of these boxes will sound

the alarm on tappers and will make a record on a tape — each

box sending in its own number, which will indicate the location

of the box pulled.

Immediately upon such alarm being received, the Load Dis-

patcher will have all power cut off of the section or sections

involved.

Second. — The immediate adoption of the plan for blue light markers

for emergency exits and telephone stations.

It is the intention of the Company to proceed forthwith to

equip all emergency exits and telephone stations with a signifi-

cantly shaped globe of a blue color.

Third. — The supplying and maintaining of fire extinguishers at the

blue light stations in the Tremont Street Subway and East Boston Tunnel.

The Company has for some time past maintained fire ex-

tinguishers at stations and points of importance in the Tremont

Street Subway and East Boston Tunnel, as well as in other sub-

ways and tunnels, and it is our intention forthwith, upon the

establishment of additional blue light stations, to equip and main-

tain same with fire extinguishers.

Fourth. — The distant control of all ventilating fans from the stations

on either side of the fan and the supply of power from an independent

source other than the third rail.

Our later fan installations have been made in the manner rec-

ommended by Professor Puffer. It is our intention to provide
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for distant control and reserve source of power for all other ven-

tilating fans, so that all of the ventilating fans will be supplied

with two independent sources of power susceptible of control

from the station platforms, as well as from the fan itself, with

the feeders so run that the burning out of one cannot damage

the other. On thie failure of either feeder the fans will auto-

matically be supplied from the other.

So far as the general question of ventilation is concerned,

wherein a suggested change is made in the general direction of

movement of air, the Company does not feel warranted in

changing the ventilation scheme as originally planned by the

Boston Transit Commission, since the original construction of

the subways and tunnels provided a specific manner in which

ventilation should be carried out, and any change in same has

a material bearing on subway construction.

Fifth. — The immediate reconstruction of the Boylston Street Lighting

Room.

This room is of fire-proof construction so far as walls and,, ceil-

ing are concerned. It is our intentioh to make the room en-

tirely fire-proof by the removal of the wooden floor and the

construction of a reinforced concrete floor with granolithic sur-

face, and by the removal of all combustible material from within

the room. Arrangements have already been made for the re-

placement of wooden desk, bench and lockers with steel furni-

ture. It is also our intention to enclose the Edison transformers,

which supply the emergency lighting, in a fire-proof room, with

ventilation outside of subway, and to enclose in the same manner

the three Edison transformers at State Station of the Washing-

ton Street Tunnel, which are not referred to in Professor Puffer's

report.

Sixth. — Better protection of cables in the subways and tunnels where

not actually in ducts, and a greater separation between positive and

negative cables, and a greater degree of isolation of the high tension cables.

It is our intention to improve conditions herein referred to, so

far as is practicable, without building new conduits in the streets

and removing our cables into them. We include in our changes

the removal of return feeders from conduits containing power

cables, separation of telephone, signal and lighting cables from

all power cables, and other changes which will improve the con-
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ditions. Some of these changes have already been made, and

others are under way.

Seventh. — That all new cars which may be used in the subways and

tunnels be whoUy fire-proof.

It is our intention to comply with this recommendation in the

future purchase of equipment for operation in subways and

tunnels.

Eighth. — That the wood or partly wood cars now used in the Washing-

ton Street Tunnel be replaced or provided %vith floors as nearly non-com-

bustible as it is possible to make them.

Careful consideration has been given to this recommendation,

and in our opinion it is not possible to replace the present wood

floors with entirely fire-proof floors. The only manner in which

we believe this could be accomplished would be to replace the

existing car bodies with steel car bodies, the cost of which is

prohibitive.

It is felt that inasmuch as the floors are now protected where

fire is likely to occur, and taking into consideration the fact that

during the 14 years in which these cars have been in operation

there has never been a case where such additional fire-proofing

would have been of value, the expense of further protecting the

car floors is not, in our opinion, justifled.

Ninth. — An entirely new signal system, including the automatic stop

feature in the East Boston Tunnel from portal to portal.

The installation of a new signal system throughout the East

Boston Tunnel and its Extension had, previously to the receipt

of Professor Puffer's report, been authorized, and the material

for its installation is now being received. This new system will

be practically identical with the system now in use in the Boyls-

ton Street Subway. The matter of automatic stops for our high

speed surface cars in subways and tunnels has been under inves-

tigation for a very considerable period, and in fact was taken

up before the Boylston Street Subway was put into commission.

We have been unable to find any automatic stop system which

is applicable to our conditions. The matter has not, however,

been dropped, and the signal companies, as well as ourselves,

are still actively at work upon it. Only recently an engineer

from the Pittsburg works of the Union Switch and Signal Com-
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pany came to Boston on this particular subject, and we are in

correspondence with them. It is our intention to install such

automatic stops as soon as an automatic stop system can be

developed which is considered reliable.

The above is a brief outline of the action which the Company
proposes to take on the specific recommendations contained in

Professor Puffer's report. In addition to these specific recom-

mendations, comment is made in his report on certain conditions,

with relation to which we submit the following statement.

Combustible Materials.

Arrangements have been made for the proper collection and

removal of all rubbish from subways and tunnels three times

each week. It is not felt that the removal of all combustible

equipment of the subways and tunnels is necessary, such as

wooden column shields, wooden seats, wooden doors, switch

boxes, sand boxes, shelves at news stands, wooden fences and

turnstile drums. Such equipment is scattered throughout the

subways and tunnels, and there is little likelihood of its catch-

ing on fire. In most instances it would be slow burning material

and little damage would be done or excitement caused should it

catch on fire.

The Tremont Street Subway is dry, and there is little likeli-

hood of the trolley trough catching on fire because of defective

trolley insulations. To prevent the possibility of fire, due to

spontaneous combustion of dust on the trolley trough, we pro-

pose to thoroughly and frequently clean the trough and give it

a coat of so-called fire-proof paint every two years. It is be-

lieved that this action will insure adequate protection against

fire on trolley troughs.

The trolley trough in the East Boston Tunnel is constructed

of fire-proof wood, the greater part of which will be removed

in connection with the removal of the air duct which we are

advised is being arranged by the Transit Commission, and when

this is accomplished it would seem to cover all points raised in

Professor Puffer's report of June 30th on his investigation of the

occurrence of Sunday, June 27, where a short circuit was caused

by certain wires falling from this air duct. It is proposed to

provide trolley troughs in the East Boston Tunnel only where

steel roof beams are exposed. On account of the dampness of

the tunnel there is little likelihood of fires occurring because of

dust collecting on top of the troughs.
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The only trough in the Boylston Street Subway is over the

crossover between Arlington and Berkeley Streets. It is pro-

posed to clean and paint this trough in the same manner as the

one in the Tremont Street Subway.

There are no trolley troughs in the Cambridge Subwaj^ and

the Washington Street Tunnel, the trolleys being attached to

small wooden blocks which need no attention.

Wooden switch boxes are now lined with asbestos. It is more

important and necessary that the material of which switch

boxes are constructed be non-conducting than that they be non-

combustible, and most materials which are of a non-combustible

nature are good conductors of electric current. Such boxes are

either located on the ground or in niches in the walls, and it is

believed that no serious damage would be done or excitement

caused should one of them catch on fire.

It is believed that wooden tool boxes used while work is being

performed in subways and tunnels can be so located as not to

cause a fire menace, and instructions will be issued that care be

exercised in so locating them. Where permanent tool boxes are

necessary, however, we propose to construct them of fire-proof

material.

While it is true that there is considerable blocking kept in the

subways and tunnels, we believe it would be necessary for use

in case of accident, and in our opinion there is little likelihood

of such blocking catching on fire.

Where it is found necessary to keep in subways and tunnels

sawdust or similar material of a combustible nature, we propose to

provide suitable fire-proof receptacles and to maintain fire extin-

guishers in close proximity.

It is our intention to sheathe the two wooden sign operators'

towers at Park Street with asbestos inside and outside, and to

relocate and enclose in a fire-proof room the motors now located

directly underneath these booths.

It is also our intention to provide metal lockers in which to

put men's clothing, to the extent that the same may be found

necessary in connection with the performance of construction or

alteration work in subways and tunnels.

Telephones.

It is our belief that the telephone system is in general ade-

quate, although it may be found desirable to install additional

telephone sets in the East Boston Tunnel in connection with the
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installation of the proposed fire alarm system with a direct wire

to Division Eight Headquarters.

With the installation of the proposed fire alarm system there

will not be the occasion to use the telephones to the extent

which would be otherwise necessary in case of trouble.

Lighting.

Our lighting installations in the Boylston Street and Cam-
bridge Subways are, we believe, in every respect complete. The
lights are so wired and arranged that if a light or a series of

lights should go out only alternate lights would be affected.

Also the lights in each section are fed from at least two separate

and distinct sources of power over distinct and separate feeders,

one of which is that of a public service lighting company.

We propose to make some changes in the lighting systems in

the other subways and tunnels to improve conditions.

Portable Lights and Portable Lanterns.

Two oil lanterns are now carried on the rear end of all Rapid

Transit trains and one oil lantern is carried on the rear end of

all cars operated in the East Boston Tunnel and Boylston Street

Subway. It is our belief that one light on the rear end of these

cars provides adequate protection and that such lights are not nec-

essary on cars in the Tremont Street Subway which are operated

at slow rate of speed.

Fire Protection.

The statement that some of the semi-convertible cars operated in

the Boylston Street Subway are of metal and some are practically

all wood is not correct, inasmuch as these cars all have under-

frames, outside finish up to windows, inside vestibule finish up

to windows, seat supports and frames, bulkhead framing, etc.,

of steel construction. The statement is undoubtedly intended

to refer to equipment operated in the East Boston Tunnel. It

is felt that it would be desirable to operate only cars constructed

of non-combustible material in the East Boston Tunnel, as well

as in other subways and tunnels, and this fact will be borne in

mind when purchasing additional equipment.

Station Master.

With the rearrangement of switches and ventilating fans, and

the provision made for fire alarm systems and telephones, to-

gether with all the other provisions for caring for an emergency,
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it is believed that arrangements at the stations will be such that

the duties of the Station Master will be so simplified as to make
them easily carried out.

While not referred to in Professor Puffer's report, it is also

our intention to remove the wooden platform at Adams Square

Station, Tremont Street Subway, and install in its place a con-

crete one.

We had, prior to Professor Puffer's investigation, undertaken

a similar investigation of our own accord, as the result of trouble

in the New York Subway, with a view to taking such action as

would prevent a similar occurrence on our own system.

The recommendations of Professor Puffer have been of mate-

rial assistance to us in completing our study of the situation,

being substantially in accordance with those of our own engineers,

and accomplish the same purpose.

You will note that we were planning to make some changes

in addition to those recommended by Professor Puffer, such as

separation of signal and telephone wires on the Cambridge
Bridge, and substitution of concrete platform for the existing

wooden one at Adams Square Station. You will, of course,

appreciate that the changes which we propose to make involve

a considerable expenditure of money, which we believe is, under

the circumstances, justified, and will remove the probability of

any fire or similar trouble in our subways or tunnels which might

cause serious accident or excitement.

It was our pleasure to afford Professor Puffer every oppor-

tunity for making a thorough investigation of conditions, and
to aid and assist him in every way feasible.

Respectfully,

BOSTON ELEVATED RAILWAY COMPANY,
By [Signed] Wm. A. Bancroft,

President.

Extract from Letter to Professor William A. Puffer, May 1, 1915.

"You have called to our attention the protection of the third

rail. The disposition to compfy with any suggestions presents

many very practical difficulties which seem well nigh insurmount-

able, or at least render its feasibility very doubtful.

"In support of this contention may I present to you briefly

the reasons for adopting and continuing the present type of

third rail, explaining also the result of any change in location.

"In 1901 when the first rapid transit lines of the Boston Ele-
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rated Railway Company were first operated, the top contact

third rail was the only practical conductor in use. Location of

the third rail was fixed by the maximum size of equipment pos-

sible to operate in the existing subway. (This was in the Tre-

mont Street Subway in which case rapid transit trains were

operated pending the completion of the Washington Street Tun-

nel.) All subsequent additions to the rapid transit lines were

of this standard, improved, however, as to detail in both rail

and rolling stock.

"There were eight elevated railway companies in the United

States using this type of rail at this time all of which companies

still use it. Since then of the principal new lines put in opera-

tion only two, the Philadelphia Rapid Transit Company and

the New York Central, have adopted the under-running type.

"Protection, complete or partial, is provided in all cases above

noted, but wherever protection is complete, the distance from

running rail to third rail is greater than on the Boston Elevated

Railway Company system. The suggestion for further protec-

tion of the third rail raises the question, ' Has the present method

been efiicient, and if not, what is necessary to make it more so.'

"In answer to the first question our records for fourteen years

show that fifteen (15) persons have been injured by contact with

the third rail. Five of these injuries were to other than employees,

and of these two were known to be trespassers.

"The following statistics relating to injuries from third rail

give the complete details:

Number of accidents of serious nature from July 3, 1901, to April 20,

1915, 15.

Of this number 9 resulted fatally. .

"In 5 out of 9 cases which resulted fatally there is some doubt

as to whether or not the proximate cause of death was the third

rail, in each case the person probably having been struck by a

train before coming in contact with the third rail.

"In 7 out of the 9 fatal cases the persons killed were em-

ployees of the Company.
Death 'Cases.

Employees.

Charles Turner, employee; killed by third rail, Guild Street, July 13,

1911.

Peter Babb, employee; killed while drilling a hole in running rail;

slipped and fell across the third rail; instantly killed, September 14, 1911,

Pleasant Street curve.
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Joseph Denehey, trackman, killed at entrance to Cambridge Subway,

March 10, 1912; doubt as to whether third rail had to do with death. ^

John J. Gihnartin, trackman; came in contact with third rail at Wash-
ington and Dover streets, August 12, 1912.

Joseph Lydon, employee; touched tliird rail with wrench, Washington

and Garland streets, August 15, 1912.

Brakeman VanBuskirk; fell from train between cable box and third

rail, State Street Tunnel, September 19, 1912. ^

Guard Smith, employee; came in contact with third rail, Guild Street

yard, November 24, 1912.

Others.

WiUiam Callahan, non-employee; struck by train, dragged by tliird

rail shoe, fell to street. North Station, January 1, 1902.

Michael Reardon, non-employee; found dead wedged between third

rail and cable box between Thompson and City squares, July 6, 1909.

Injuries received.

Employees.

Stuart W. Gosse; received injuries on account of third rail being short

circuited by fellow employee, November 28, 1910; died month and a half

later from pneumonia and cerebral comphcations.

Patrick Lydon, employee; hammer grounded between hook bolt and
third rail; flash, face burned, also arm; eighty-one days; September 24,

1914, Egleston Square.

John J. KeUey, car cleaner; put dust pan against third rail, August 12,

1914; face burned; forty days.

Others.

Joseph Cohen; fell into pit at Boylston Street Subway; burned by
tliird rail, September 30, 1904.

Patrick Crowley; intoxicated, fell between cars while a passenger on
elevated train, Sullivan Square, October 12, 1905; dragged along tliird

rail.

A. D. Bullard; dragged off station platform at Dover Street, March
31,1906; burned by third rail.

"The foregoing shows that the percentage of accidents to

total passengers ^ carried is extremely small.

"The present method of protection, as originally approved by
the Railroad Commission, consists of a strip of board about

4| inches wide fastened to uprights parallel to and 6 inches out-

side of the third rail, which in connection with the foot walk

and guard timber has served its purpose well.

Doubt whether chargeable to third rail.

2 Total passengers, June 10, 1901, to April 20, 1915, 1,368,068,223; passengers per serious accident,

91,204,548.
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.

"A change from this form of protection to one which is more
complete, or covering entirely three sides of the third rail must
involve two changes, viz: the relocation of the third rail to a

position farther away from the running rail, and a new type of

collector shoe. To accomplish the first the following are some
of the difficulties encountered:

"1. Change in Height. — The third rail must be lowered if

protected on top, as this protection must clear the mechanism on

our trucks. This would be impracticable on the elevated struc-

ture due to the location of the guard timbers, but possible only

in subways.

"It is absolutely essential in all third rail construction that

the top of the third rail at all times even after subjected to wear

shall be a reasonable height above the running rail in order to

provide proper clearance for collector shoe at crossovers, wyes

and in yards.

"It would therefore be impossible to lower the third rail even

in the subways more than two inches. If, however, the third

rail in the subways was lowered and fully protected, there has

been no device designed, nor do we know how to design one,

which will act as a collector over the third rail, where the rela-

tive height of same, as compared with the running rail, varies

as much as two inches. In this assumed case, the third rail on

the elevated structure would remain as it now is and the third

rail in the subway would be two inches lower.

"If, therefore, it is impossible to protect the third rail in its

present position, it is equally impossible to protect it by lower-

ing it, and the only alternative is to protect it by moving it a

greater distance from the running rail.

"2. Location of Third Rail. — Examination of other proper-

ties makes it very evident that it is absolutely necessary to have

the third rail not less than 26 inches from the running rail in

order to provide a proper protection and support for it.

"The present distance from the gauge line of the nearest run-

ning rail to the center of the third rail on Elevated Company
lines is 20f inches or 5f inches short of a proper distance for

complete protection.

"The following is a tabulation of spacing and heights of the

third rail on some of the more important railroads:
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Street Railways operated in Subways, Tunnels, or on Elevated Structures.

Name of Railway.

Horizontal Vertical
Distance Gage Distance Top
Running Rail
to Centre Line
of Third Rail

(Inches).

Running Rail
to Top of
Third Rail
(Inches)

.

Boston: —

Boston Elevated, '

Philadelphia: —

Philadelphia Rapid Transit, - ...
New York: —
New York Rapid Transit, ' . . , .

Interborough, 5

Chicago :i —
Metropolitan West Side,

South Side

Northwestern,

Union Loop,

Lake Street,

New York: —

Manhattan, ^ ...... .

Brooklyn: '
—

Brooklyn, Union,

Kings County, now Brooklyn Rapid Transit,

2013/32 515^6

26
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between the tracks, or placing the third rail on the outside of

the tracks.

"This one walk must then be replaced by two walks, one on

the outside of each track, or the alternative method adopted of

spreading the tracks 14 inches farther apart on centers.

"The resulting effects would be, aside from the serious, in fact

almost prohibitive interruption to traffic, the reopening of abut-

ters' damage suits against the Road.

"The movement of the third rail a greater distance from the

running rail at the stations is prohibitive as stations are con-

structed. Even if it were possible to have the third rail a

different distance from the running rail in the subway than that

which it was on the elevated structure, the moving of the same

in the subway would destroy the conduit and walks which now
exist on both sides of the subway at crossovers and special

work.
" You therefore would have in the subways, with the third rail

moved any distance at all farther from the running rail than at

present, absolutely no opportunity for employees or others to

walk with safety except on the track, which they could not do

while trains were in operation.

"This condition would be created by having the collector ex-

tend out beyond the edge of the car. This is a very serious and

dangerous condition which has been the cause of many accidents

on other railroads so constructed, as employees walking or stand-

ing while trains were passing assumed that they were properly

clear of the body of the car, which of course would not be true,

as the collector projecting beyond the body of the car would

strike a person between the ankle and knee.

" While this would be a serious matter out on the right of way,

either in subway or on elevated structure, it would be doubly

serious in the shops and yards.

"To place the third rail in the middle of the track is impos-

sible on account of lack of clearance, and for the same reason it

is impossible to place it overhead in the subways and tunnels.

"In the latter case there is at the present time a minimum
clearance from top of car to trolley wire in the Cambridge Main

Street Subway of 9f inches, and in Washington Street Tunnel of

6§ inches.

"A side contact rail is impracticable, due to the range of lat-

eral motion of trucks which amounts to as much as 1| inches at

times. This is too great a distance through which to maintain

proper contact of the collector shoe. '
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" Change of Equipment. — If the above difficulties were sur-

mounted, a change in type of shoe carrying with it a probable

change in trucks presents itself. A device must be adopted

which must run under some form of guard which protects the

top of the third rail. To do this without changing the present

location of the present third rail will bring the collector shoe

still nearer the trucks than they are now.

"This is practically impossible, as at present, particularly on

our Cambridge cars, we are troubled with sparking, and in sleet

storms there is trouble on all equipment.

"The change from one type of shoe to another would seriously

interfere with operation as noted previously.

" Emergency Precautions. — In addition to the physical pro-

tection there are very strict rules governing the operation of the

third rail switches, and the manner in which it may be made
'Dead.' The rules cover the matter of protecting workmen by
grounding both ends of a dead section by means of a cable

jumper from third rail to running rail. This short circuits cur-

rent through the jumper in case power is turned on.

"The third rail is cut into sections electrically by switches at

short intervals throughout the line so that any section may be

made 'dead' as occasion requires.

"Having in mind these precautions, and present third rail pro-

tection and their results in safeguarding passengers and em-
ployees, the present type of construction we believe has proved

to be efficient."

Very truly yours,

(Signed) M. C. BRUSH,
[P. S. C. 855.] Second Vice President.
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JOINT USE OF TRACKS.

Petition of Bay State Street Railway Company for certificate

preliminary to the operation of its cars over the private railroad

of the Fore River Shipbuilding Corporation in Quincy.

It appearing that an extension of about 480 feet has been made
in the single private track railway upon the premises of the

Fore River Shipbuilding Corporation in Quincy over which cars

of the Bay State street railway operate under special rules and

regulations heretofore approved by this commission; that the

section of new track has been examined by the Inspection De-

partment of this commission and reported to be safe for the

operation of cars for public travel; after consideration, — it is

Ordered, That the approval of the commission, under the pro-

visions of chapter 70, Acts of 1909, be given to the amended
rules and regulations, dated September 9, 1914, to govern the

operation of cars by the Bay State Street Railway Companj^ in

Quincy, as set out in an agreement between the Old Colony

Street Railway Company (now the Bay State Street Railway

Company) and the Fore River Shipbuilding Company, dated

December 7, 1908, copies of which, with schedule, are on file in

this office; upon the understanding that should a change in the

schedule be desired, amended rules and regulations and a new
schedule shall be filed with the Commission for its approval.

Attest: ALLAN BROOKS,
June 21, 1915. [P. S. C. 992] Assistant Secretary.

Petition of the Bay State Street Railway Company for certificate

relative to the operation of its cars over the private railroad of

the Fore River Shipbuilding Corporation in the city of Quincy.

After consideration, — it is

Ordered, That the approval of the Commission, under the pro-

visions of chapter 70, Acts of 1909, be given to the amended rules

and regulations, dated July 9, 1915, to govern the operation of
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cars by the Bay State Street Railway Company in Quincy, as

set out in an agreement between the Old Colony Street Railway

Company (now the Bay State Street Railway Company) and the

Fore River Shipbuilding Corporation, dated December 7, 1908,

copies of which, with schedule, are on file in this office; upon the

understanding that should a change in the schedule be desired,

amended rules and regulations and a new schedule shall be filed

with the Commission for its approval.

Attest: ANDREW A. HIGHLANDS,
July 16, 1915. [P. S. C. 1007] Secretary.

Petition of the Bay State Street Railway Compa7iy for approval of

agreement for joint use of tracks with the East Taunton Street

Railway Company.

After notice and hearing and full consideration, — it is

Ordered, That the Commission hereby certify that the joint

operation of cars over certain tracks of the Bay State Street

Railway Company in Main street in the city of Taunton, to

the extent and under the rules and regulations provided in an

agreement executed by the Bay State Street Railway Company

and the East Taunton Street Railway Company under date of

October 1, 1914, a copy of which agreement is on file in this

office, is consistent with the public safety.

Attest: ANDREW A. HIGHLANDS,
October 21, 1915. [P. S. C. 1122] Secretary.

Petition of the Boston and Worcester Street Railway Company and

the Concord, Maynard and Hudson Street Railway Company

for approval of contract for use of certain tracks in Hudson.

It appearing, after public notice and hearing, that the terms

of a contract executed by the Boston and Worcester Street Rail-

way Company and the Concord, Maynard and Hudson Street

Railway Company, dated November 12, 1914, providing that

the former company shall perform all the transportation upon

and over a section of the Concord, Maynard and Hudson street

railway in the town of Hudson, between the terminus of the

tracks of the Boston and Worcester street railway in Washington

street and Wood square, involve no decrease in the facilities for
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travel on the railway of each of said companies and no increase

in the rates of fare, and are consistent with the public interests,

— it is

Ordered, That the approval of the Commission, under the pro-

visions of section 67, part I, and section 55, part III, of chapter

463 of the Acts of 1906, as amended by section 7, chapter 585,

Acts of 1907, be given to the above named contract, a copy of

which is on file in this office.

Attest: ANDREW A. HIGHLANDS,
Makch 15, 1915. [P. S. C. 769] Secretary.
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RAILROAD LOCATIONS.

Petition of the Boston and Albany Railroad Company (by the Neic

York Central Railroad Company) that the Commission pre-

scribe the limits within which certain land may be taken in

the town of Warren.

Upon the petition of the Boston a,nd Albany Railroad Com-
pany, filed August 19, 1915, under the provisions of section 73

of part II of chapter 463 of the Acts of 1906, as amended by

section 2 of part II of chapter 725 of the Acts of 1912 and as

further amended by chapter 157- of the Acts of 1915, and of

section 78 of part II of chapter 463 of the Acts of 1906, as

amended by chapter 157 of the Acts of 1915, praying that the

Public Service Commission prescribe the limits within which it

may take certain land for railroad purposes in the town of

Warren, in the county of Worcester in the commonwealth of

Massachusetts, outside the limits of its route already fixed in

said town, for the purpose of making or securing its railroad,

or for one or more new tracks adjacent to other land occupied

by it, by a track or tracks already in use, due notice of the

above petition and of the time and place of hearing thereon- has

been given to the owners of said land and to all other parties

interested therein, in the manner prescribed by law and in ac-

cordance with the order of notice issued on said petition, and a

hearing on said petition has been given on September 16, 1915,

at which the petitioner was represented by Woodward Hudson,

Esq., its attorney, and no person appeared in opposition.

All persons appearing at the hearing held as aforesaid having

been heard, and the subject matter of said petition having been

duly considered, it is now determined and adjudged that the

said Boston and Albany Railroad Company requires the land

described in said petition for the purpose of making and securing

its railroad or for one or more new tracks adjacent to other

land occupied by it by a track or tracks already in use and is

unable to obtain the same by agreement with the owners, and

it is further determined, ordered and decreed that said land may
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be taken as by law provided within the following limits, to

wit:

A parcel of land situated in Warren in the county of Worces-

ter and commonwealth of Massachusetts, bounded and described

as follows:

Beginning at an iron rail imbedded in the ground at the inter-

section of the northerly line of East Main street with the divid-

ing line between land of the Boston and Albany Railroad Com-
pany and land supposed to belong to Emeline R. Bridges and

Mary C. Burbank; said rail being distant fifty-eight and ninety-

nine hundredths (58tVV) feet southeasterly from the base line of

the location of the Boston and Albany railroad measured at

right angles thereto at station 437 -|- 77.58; thence running east-

wardly by the said northerly line of said East Main street about

sixty (60) feet to an iron rail imbedded in the ground at land

supposed to belong to Frederick W. Kimball and distant ninety-

six and fifty-five hundredths (96tVo) feet southeasterly from said

base line measured at right angles thereto at station 437 +
31.92; thence turning and running north 45° 7' 45" east (mag-

netic) by said land supposed to belong to said Kimball about

twenty-six and thirty-one hundredths (26fVo) feet to an iron rail

imbedded in the ground at a point distant eighty-six (86) feet

southeasterly from said base line measured at right angles

thereto at station 437 + 07.98; thence turning and running

northeastwardly by land supposed to belong to said Kimball

about one hundred and one and seventy-one hundredths (lOlyVV)

feet, by land supposed to belong to Mary Kimball about one

hundred and fifty-six and forty-six hundredths (156TirV) feet and

by land supposed to belong to the Congregational Society of

Warren about one hundred and ten and forty-two hundredths

(llOyVo") feet to an iron rail imbedded in the ground on the divid-

ing line between said land supposed to belong to said Congre-

gational Society of Warren and land supposed to belong to the

heirs of Alfred L. Converse distant seventy-three and sixty-one

hundredths (73rVTr) feet southeasterly from said base line meas-

ured at right angles thereto at station 433 + 47.12; thence

turning and running north 22° 20' 44" west (magnetic) by said

land supposed to belong to said heirs of said Converse about

twenty-three (23) feet to land of said railroad company; thence

turning and running southwestwardly by land of said railroad

company to the place of beginning.

The said parcel of land is shown tinted yellow upon a plan
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entitled "Boston & Albany R.R. N. Y. C. R.R. Co., Lessee

Boston Division Main Line Additional land required for railroad

purposes Warren", dated August, 1915, signed by us and filed

herewith.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
JOHN F. MEANEY,
JOSEPH B. EASTMAN,

September 20, 1915. [P. S. C. 1074] Commissioners.

Petition of the Boston and Albany Railroad Company (by the New
York Central Railroad Company) .that the Commission pre-

scribe the limits within which certain land may he taken in the

town of Chester.

Upon the petition of the Boston and Albany Railroad Com-
pany, filed May 27, 1915, under the provisions of section 73 of

part II of chapter 463 of the Acts of 1906, as amended by sec-

tion 2 of part II of chapter 725 of the Acts of 1912 and as further

amended by chapter 157 of the Acts of 1915, and of section 78

of part II of chapter 463 of the Acts of 1906, as amended by
chapter 157 of the Acts of 1915, praying that the Public Service

Commission prescribe the limits within which it may take cer-

tain land for railroad purposes in the town of Chester, in the

county of Hampden in the commonwealth of Massachusetts, out-

side the limits of its route already fixed in said town, for the

purpose of making or securing its railroad, or for one or more

new tracks adjacent to other land occupied by it, by a track or

tracks already in use, due notice of the above petition and of

the time and place of hearing thereon has been given to the

owners of said land and to all other parties interested therein,

in the manner prescribed by law and in accordance with the order

of notice issued on said petition, and a hearing on said petition

has been given on June 10, 1915, at which the petitioner was

represented by Woodward Hudson, Esq., its attorney, and cer-

tain owners of said land were represented by Clayton D. Smith,

Esq.

All persons appearing at the hearing held as aforesaid having

been heard, and the subject matter of said petition having been

duly considered, it is now determined and adjudged that the

said Boston and Albany Railroad Company requires the land

described in said petition for the purpose of making and securing
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its railroad and for one or more new tracks adjacent to other

land occupied by it by a track or tracks already in use and is

unable to obtain the same by agreement with the owners, and

it is further determined, ordered and decreed that said land may
be taken as by law provided within the following limits, to wit:

Three (3) parcels of land situated in Chester in the County

of Hampden and Commonwealth of Massachusetts bounded and

described as follows:

Parcel No. 1. — Beginning at a point on the southwesterly

side line of the location of the Boston and Albany railroad dis-

tant forty-one and twenty-five hundredths (41 iW) feet south-

westerly from the base line of said location measured at right

angles thereto at station 1378 -\- 50; thence running southwardly

about one hundred and twenty-six and sixty-five hundredths

(126 fVo) feet over land supposed to belong to Hannah Jalma to

a point distant seventy-five (75) feet southwesterly from said

base line measured at right angles thereto at station 1377 + 30;

thence running southeastwardly over land of said Jalma by a

line drawn parallel with and distant seventy-five (75) feet south-

westerly from said base line about three hundred and eighty-five

(385) feet to the west branch of Westfield river; thence turning

and running northeastwardly by said river about forty-six (46)

feet to the said southwesterly side line of said location; thence

turning and running northwestwardly by said location to the

place of beginning; supposed to be owned by Hannah Jalma.

Parcel No. 2. — Beginning at a point on the said southwesterly

side line of the location of the Boston and Albany railroad dis-

tant sixty-two (62) feet southwesterly from the said base line of

said location measured at right angles thereto at station 1396 +
94; thence running southwardly over land supposed to belong

to Jennie E. Cooper about one hundred and nine (109) feet to

a point distant one hundred and twenty (120) feet southwesterly

from said base line measured at right angles thereto at station

1396; thence running southeastwardly over said Cooper land by

a line drawn parallel with and distant one hundred and twenty

(120) feet southwesterly from said base line about two hundred

and ninety-six and sixty-five hundredths (296tVV) feet to a point

opposite station 1392 -|- 95 on said base line; thence running

southeastwardly over said Cooper land and over land supposed

to belong to Emma L. Piispanen ab out two hundred and forty-

nine and eighty-four hundredths (249rtHr) feet to a point distant

fifty-one and twenty-five hundredths (51 yV^) feet southwesterly
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from said base line measured at right angles thereto at station

1390 + 50; thence running southeastwardly over land supposed

to belong to said Emma L. Piispanen, land supposed to belong

to William Piispanen, and land supposed to belong to Oscar

Lehtinen by a line drawn parallel with and distant fifty-one and

twenty-five hundredths (Slyoir) feet southwesterly from said base

line about seven hundred and nineteen and forty-two hundredths

(719TiMr) feet to the westerly line of the highway leading to Hunt-

ington and commonly known as Huntington street; thence con-

tinuing southeastwardly across said Huntington street by a line

drawn parallel with and distant fifty-one and twenty-five hun-

dredths (51x^0") feet southwesterly from said base line about tv/o

hundred and seventy-five (275) feet to the easterly line of said

Huntington street; thence turning and running northwardly by

the said easterly line of said Huntington street about fifty-two

(52) feet to the said southwesterly side line of the said location

of the Boston and Albany railroad; thence turning and running

northwestwardly by said location to the place of beginning;

supposed to ]^e owned by Jennie E. Cooper, Emma L. Piispanen,

William Piispanen and Oscar Lehtinen.

Parcel No. 3. — Beginning at a point on the said southwest-

erly side line of the location of the Boston and Albany railroad

distant eighty-five (85) feet southwesterly from the said base

line of said location measured at right angles thereto at station

1413 -f- 82; thence running southeastwardly over land now or

formerly belonging to the Ashland Emery and Corundum Com-
pany and over land supposed to belong to Hattie B. Cooper

about two hundred and eighty-two and sixty-eight hundredths

(282yVo) feet to a point distant one hundred and fifty (150) feet

southwesterly from said base line measured at right angles

thereto at Station 1411; thence running southeastwardly over

land supposed to belong to said Hattie B. Cooper about two

hundred and ten and sixty-nine hundredths (210yVV) feet to a

point distant one hundred and forty-six (146) feet southwesterly

from said base line measured at right angles thereto at Station

1408 + 82; thence running southeastwardly over land supposed

to belong to said Hattie B. Cooper about one hundred and forty

and twelve hundredths (140ro"ir) feet to a point distant seventy-

two (72) feet southwesterly from said base line measured at

right angles thereto at Station 1407 + 60; thence running south-

eastwardly over land supposed to belong to said Hattie B.

Cooper by a line drawn parallel with and distant seventy-two
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(72) feet from said base line about one hundred and thirteen

(113) feet to the State Highway; thence turning and running

northwardly by said State Highway about forty (40) feet to the

said southwesterly side line of said location of the Boston and

Albany Railroad ; thence turning and running northwestwardly by

said southwesterly side line of said location to a point opposite Sta-

tion 1409 + 82 on said base line at land of the Chester and Becket

Railroad Companj^; thence running southwestwardly by a line

drawn at right angles to said southwesterly side line of said

location of the Boston and Albany Railroad, by land of the said

Chester and Becket Railroad Company, sixteen and fifty hun-

dredths (16toV) feet; thence running northwestwardly by said land

of the said Chester and Becket Railroad Company to the place

of beginning; supposed to be owned b}^ the Trustee of the Estate

of the Ashland Emery and Corundum Company, Bankrupt, and

Hattie B. Cooper.

The said parcels of land are shown within lines tinted yellow

upon a plan entitled "Boston & Albany R.R., N. Y. C. R.R.

Co., Lessee Albany Division Main Line Additional Land Re-

quired for Railroad Purposes Chester" dated Boston, April, 1915,

and signed by us and filed herewith.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
JOHN F. MEANEY,
JOSEPH B. EASTMAN,

June 21, 1915. [P. S. C. 958] Commissioners.

Petition of the Boston and Albany Railroad Company {by the New
York Central Railroad Company) that the Commission pre-

scribe the limits within which certain land may be taken in

the town of Westfield.

Upon the petition of the Boston and Albany Railroad Com-
pany, filed June 8, 1915, under the provisions of. section 73 of

part II of chapter 463 of the Acts of 1906, as amended by sec-

tion 2 of part II of chapter 725 of the Acts of 1912, and as

further amended by chapter 157 of the Acts of 1915, and of

section 78 of part II of chapter 463 of the Acts of 1906, as

amended by chapter 157 of the Acts of 1915, praying that the

Public Service Commission prescribe the limits within which it

may take certain land for railroad purposes in the town of West-
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field, in the county of Hampden in the commonwealth of Massa-

chusetts, outside the limits of its route already fixed in said

town, for the purpose of making or securing its railroad, or for

one or more new tracks adjacent to other land occupied by it,

by a track or tracks already in use, due notice of the above

petition and of the time and place of hearing thereon has been

given to the owners of said land and to all other parties interested

therein, in the manner prescribed by law and in accordance

with the order of notice issued on said petition, and a hearing

on said petition has been given on June 24, 1915, at which the

petitioner was represented by Woodward Hudson, Esq., its

attorney, and no person appeared in opposition.

All persons appearing at the hearing held as aforesaid having

been heard, and the subject matter of said petition having been

duly considered, it is now determined and adjudged that the

said Boston and Albany Railroad Company requires the land

described in said petition for the purpose of making and securing

its railroad or for one or more new tracks adjacent to other land

occupied by it by a track or tracks already in use and is unable

to obtain the same by agreement with the owners, and it is

further determined, ordered and decreed that said land may be

taken as by law provided within the following limits, to wit:

A parcel of land situated in Westfield in the county of Hamp-
den and commonwealth of Massachusetts, bounded and described

as follows:

Beginning at the intersection of the southwesterly side line

of the location of the Boston and Albany railroad with the

dividing line between land of Thomas Smyth and land of the

Boston and Albany Railroad Company at a point distant forty-

six and twenty-five hundredths (46.25) feet southwesterly from

the base line of said location, measured at right angles thereto

at station 468 -f 68.63; thence running southwestwardly by the

said dividing line about fourteen and ninety-four hundredths

(14.94) feet to a point distant sixty (60) feet southwesterly from

said base line, measured at right angles thereto at station

468 + 74.47; thence turning and running southeastwardly over

land supposed to belong to said Smyth, over land supposed to

belong to Joseph Brzezinsky, over land supposed to belong to

Andrew Banas, over land supposed to belong to Mary Dunagan
and over a second parcel of land supposed to belong to said

Andrew Banas, by a line drawn parallel with and distant sixty

(60) feet southwesterly from said base line about fifteen hun-
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dred and sixteen (1,516) feet to the northwesterly side line of a

road; thence turning and running northeastwardly by the said

northwesterly side line of said road about twenty (20) feet to

the said southwesterly side line of said location; thence turning

and running northwestwardly by said location to the place of

beginning; subject to any right which the Town of Westfield

may have to lay, make, repair and maintain main drains and
common sewers within and beneath the surface of a strip of

land sixteen feet in width extending across the parcel hereinbe-

fore described; and the private crossing now in use at or near

station 465 + 75 on the base line of location of the railroad and
marked upon the plan hereinafter referred to, is to be extended

across the parcel hereinbefore described and those persons, if

any there are, who now have the right to use the existing private

crossing shall have the same rights in such extension as they

now have in the old crossing.

The said parcel of land is shown tinted yellow upon a plan

entitled "Boston & Albany R.R., N. Y. C. R.R. Co., Lessee,

Albany Division, Main Line, Additional Land Required for

Railroad Purposes, Westfield," dated Boston, April, 1915, signed

by us and filed herewith.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
JOHN F. MEANEY,
JOSEPH B. EASTMAN,

July 7, 1915. [P. S. C. 966] Commissioners.

Petition of the Old Colony Railroad Company that the Commission

prescribe the limits within which certain land may be taken in

the town of Kingston.

Upon the petition of the Old Colony Railroad Company, filed

October 25, 1915, under the provisions of section 73 of part II

of chapter 463 of the Acts of 1906, as amended by section 2 of

part II of chapter 725 of the Acts of 1912, and as further

amended by chapter 157 of the Acts of 1915, and of section 78 of

part II of chapter 463 of the Acts of 1906, as amended by
chapter 157 of the Acts of 1915, praying that the Public Service

Commission prescribe the limits within which it may take cer-

tain land for railroad purposes in the town of Kingston, in the

county of Plymouth in the commonwealth of Massachusetts,

outside the limits of its route already fixed in said town, for the
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purpose of making and securing its railroad and for depot or

station purposes and for one or more new tracks adjacent to

other land occupied by it by tracks already in use, due notice

of the above petition and of the time and place of hearing thereon

has been given to the owner of said land and to other parties

interested therein, in the manner prescribed by law and in

accordance with the order of notice issued on said petition, and

a hearing on said petition has been given on December 3, 1915,

at which the petitioner was represented by F. A. Farnham, Esq.,

its attorney, and no person appeared in opposition.

All persons appearing at the hearing held as aforesaid having

been heard, and the subject matter of said petition having been

duly considered, it is now determined and adjudged that the said

Old Colony Railroad Company requires the land described in

said petition for the purpose of making and securing its railroad

and for depot or station purposes and for one or more new
tracks adjacent to other land occupied by it by tracks already

in use, and is unable to obtain the same by agreement with the

owner, and it is further determined, ordered and decreed that

said land may be taken as by law provided within the following

limits, to wit:

A parcel of land situated in Kingston in the county of Plym-

outh and commonwealth of Massachusetts, bounded and de-

scribed as follows

:

Beginning at a point in the southwesterly side line of railroad

location, which point is twenty-nine (29) feet southwesterly from

and at right angles to the center line of railroad location at a

point fifty-six and ninety one-hundredths (56.90) feet more or

less northwesterly from the Plymouth and Kingston town line,

measured on said center line; thence south 55° 51' west sixty-

seven and forty-six one-hundredths (67.46) feet more or less to

a point distant ninety-five (95) feet southwesterly from and at

right angles to said center line of location; thence north 46° west

parallel with and ninety-five (95) feet easterly from said center

line of location one hundred forty-seven and nine one-hundredths

(147.09) feet more or less to a point; thence north 54° 51' east

sixty-seven and twenty one-hundredths (67.20) feet more or less

to said side line of location, which point is twenty-nine (29) feet

southwesterly from and at right angles to said center line of

location; thence south 46° east by said side line of location one

hundred forty-eight and twenty-nine one-hundredths (148.29)

feet more or less to the point of beginning, said parcel containing
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ninety-seven hundred forty-seven and five-tenths (9,747.5) square

feet more or less; supposed to be owned by Robert A. Brown.
The said parcel of land is shown within lines marked in red

upon a plan entitled "N. Y., N. H. & H. R.R., Boston Division,

Land purchased by O. C. R.R. Co. from Robert A. Brown,
Kingston, Mass." dated November 26, 1915, and signed by us

and filed herewith.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
JOHN F. MEANEY,
JOSEPH B. EASTMAN,
CHARLES A. RUSSELL,

December 6, 1915. [P. S. C. 1155] Commissioners.
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STREET RAILWAY LOCATIONS.

Petition of the Boston Elevated Railway Company for an extension

of time for the construction of its Everett extension, so-called^

in the cities of Boston and Everett.

It appearing after notice and hearing that, by the provisions

of chapter 777 of the Acts of 1913, the petitioner was authorized

to construct as part of the extension of its elevated railway into

the city of Everett, a bridge in and over the Mystic river in

the city of Boston, and that by the provisions of section 3 of

said chapter the Directors of the Port of Boston were authorized

and directed to order and make a relocation of the channel of

the Mystic river at and in the vicinity of the Maiden bridge;

that by the terms of section 4 of said Act the time allowed for

the construction and completion of said bridge and of the pro-

posed elevated railway structures in the city of Everett is eight-

een months, beginning with the day of the approval by the

Secretary of War of the plans for the structure, which date was

August 20, 1914, unless such time be extended by this Commis-

sion; and that the construction of the bridge and incidental

structures has been and is being delayed because of an unsettled

question as to the dredging of said new channel; and it further

appearing that said company, in the judgment of the Commis-

sion, has exercised due diligence in the premises, that all par-

ties in interest are agreed that an extension of time of at least

one year should be granted, and that public necessity and con-

venience require such extension, — it is

Ordered, That, under the provisions of Chapter 777 of the Acts

of 1913, the Commission hereby extend the time within which

the Boston Elevated Railway Company is authorized to con-

struct a bridge in and over the Mystic river in the city of Bos-

ton and the proposed elevated railway structures in the city of

Everett to February 20, 1917.

Attest: ANDREW A. HIGHLANDS,
July 30, 1915. [P. S. C. 767] Secretary.
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Petition of the Boston Elevated Railway Company for approval of

plans showing elevated structure in the Charlestown district of

the city of Boston.

The annexed plans, numbered 35423, 35424, 35425 and 25233,

showing the proposed form and method of construction and the

proposed location of the tracks and elevated structure of the

Boston Elevated Railway Company crossing the Mystic river

from its existing Beacham street yard to the old Charlestown

almshouse in the Charlestown district of the city of Boston, are

hereby approved.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
JOHN F. MEANEY,

October 5, 1915. [P. S. C. 1102] Commissioners.

Highway Locations.

Petition of the West End Street Railway Company, by the Boston

Elevated Railway Company, its attorney, for extension of

time for maintenance of temporary location in Geneva avenue

in Dorchester.

After notice and hearing and full consideration, — it is

Ordered, That the approval of the Commission be hereby given

to an order of the board of street commissioners of the city of

Boston, dated January 5, 1915, a copy of which order is on file

in this oifice, extending to November 1, 1915, the time for main-

tenance by the petitioner of temporary location for curved track

and cross-connection in Geneva avenue, east of Olney street, in

the Dorchester section of the city of Boston, established under

an order of the board of street commissioners of said city dated

February 17, 1914, and known as the 434th location.

Attest: ANDREW A. HIGHLANDS,
February 8, 1915. [P. S. C. 408] Secretary.

Petition of the Bay State Street Railway Company for approval of

location in Andover.

After notice and hearing and full consideration, — it is

Ordered, That the Commission hereby certify that the reloca-

tion of the tracks of the Bay State street railway in Elm street.
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at Main street, in the town of Andover, established under an

order of the selectmen of said town dated September 4, 1915,

a copy of which order, with accompanying plan, is on file in this

office, is consistent with the public interests.

Attest: ANDREW A. HIGHLANDS,
October 19, 1915. [P. S. C. 1121] Secretary.

Under the provisions of general law, many additional certifi-

cates have been issued, during the year, that the locations or

alterations of locations, or temporary locations, for the tracks of

various street railway companies granted by local authorities are

consistent with the public interests. Under section 8, chapter

413, Acts of 1887, locations granted street railway companies in

the cities of Boston and Cambridge and the town of Brookline

have been approved.

Appended is a list of such additional highway locations granted

to various street railway companies that have been approved: —

Bay State Street Railway Company.

Avon, October 5, 1915 — Location and relocation in Main
street, at the Randolph line, established under an order of the

selectmen dated August 24, 1915. [P. S. C. 1089]

Beverly, October 5, 1915 — Relocation in Essex street, at

Morgan's turnout, established under an order of the board of

aldermen adopted August 16, 1915. [P. S. C. 1100]

Boston, May 25, 1915 — 7th location: relocation of the exist-

ing double tracks in Oakland street, Dorchester district, from

the New York, New Haven and Hartford railroad bridge to

River street;

8th location: relocation of the existing double tracks in Spring

street. West Roxbury district, from Marshall street to Walnut

street, established under orders of the board of street commis-

sioners dated April 27, 1915. [P. S. C. 928]

Bridgewater, August 24, 1915 — Location and relocation in

South street, established under an order of the selectmen dated

July 14, 1915. [P. S. C. 1071]

Brockton, October 19, 1915 — Location for branch-oflf in Mon-
tello street, established under an order of the board of aldermen

dated August 2, 1915. [P. S. C. 1120]

Chelsea, May 25, 1915 — Relocation in Broadway (from en-

trance of the Marine Hospital to Williams street), established
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under an order of the board of aldermen of said city adopted

March 8, 1915. [P. S. C. 919]

Danvers, November 23, 1915 — Relocation in Centre street,

from Hobart street to near Prince street, and in Holten street,

from near Washington street to near Sylvan street, established

under an order of the selectmen dated October 25, 1915.

[P. S. C. 1168]

Dighton, June 10, 1915 — Location for branch-off in Main
street, established under an order of the selectmen dated May
26, 1915. [P. S. C. 962]

Dighton, July 27, 1915 — Location and relocation for turn-

outs in Main and Tremont streets, established under a vote of

the selectmen dated June 30, 1915. [P. S. C. 1024]

Essex, June 10, 1915 — Location and relocation in Martin

street, near Prospect street, established under an order of the

selectmen dated May 3, 1915. [P. S. C. 954]

Fall River, April 28, 1915 — Temporary location for single

track on easterly side of South Main street, from near Kay
street to Shove street, established under an order of the board

of aldermen dated April 20, 1915. [P. S. C. 916]

Fall River, October 19, 1915 — Relocation in Linden and Pros-

pect streets, established under an order of the board of aldermen

adopted September 7, 1915. [P. S. C. 1132]

Georgetown, May 25, 1915 — Relocation in Main street, estab-

lished under an order of the selectmen of said town dated April

22, 1915. [P. S. C. 938]

Georgetown, November 23, 1915 — Relocation in Main street,

from York Grove to the Boston and Maine railroad crossing,

established under an order of the selectmen dated September 23,

1915. [P. S. C. 1169]

Hamilton, July 15, 1915 — Relocation in Essex street, estab-

lished under an order of the selectmen of said town dated June

28, 1915. [P. S. C. 1005]

Haverhill, July 27, 1915 — Locations and relocations in Main
and Water streets and in Lincoln avenue, established under an

order of the municipal council dated July 1, 1915. [P. S. C. 1025]

Lawrence, October 5, 1915 — Relocation at Milton and Lowell

streets, established under an order of the city council adopted

August 9, 1915. [P. S. C. 1090]

Lawrence, October 5, 1915 — Location and relocation of tracks

in Merrimack street, at the North Andover line, established under

an order of the city council adopted July 28, 1915. [P. S. C. 1091]
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Lawrence, December 23, 1915 — Temporary location in Loring

street at the North Andover line and in Merrimack street at the

North Andover line, established under an order of the city coun-

cil dated November 22, 1915. [P. S. C. 1214]

Lowell, February 8, 1915 — Relocation in Lawrence street

(near Epping street), established under an order of the municipal

council adopted December 1, 1914. [P. S. C. 861]

Lowell, June 10, 1915 — Location in Rogers street, Nesmith

street and Gorham street, established under an order of the

municipal council adopted May 4, 1915. [P. S. C. 955]

Lowell, October 5, 1915 — Relocation at High and Rogers

streets, established under an order of the municipal council

adopted September 2, 1915. [P. S. C. 1108]

Lynn, May 25, 1915 — Relocation in Western avenue (near

the carhouse), established under an order of the municipal coun-

cil adopted April 6, 1915. [P. S. C. 939]

Lynn, August 24, 1915 — Location and relocation in Washing-

ton street, from Hanover street to near Lloyd street, established

under an order of the municipal council dated July 23, 1915.

[P. S. C. 1069]

Methuen, July 27, 1915 — Locations and relocations in Lowell

and Hampshire streets, in the state highway (locally known as

Swan street) and in Orchard and Lowell streets, established under

orders of the selectmen dated May 13, 1915, and of the Massa-

chusetts Highway Commission dated July 13, 1915. [P. S. C.

956]

Newburyport, July 27, 1915 — Location and relocation in the

state highway, locally known as Storey avenue, established under

an order of the Massachusetts Highway Commission dated July

13, 1915. [P. S. C. 1032]

North Andover, October 5, 1915 — Location and relocation

in Sutton street, established under an order of the selectmen

adopted August 16, 1915. [P. S. C. 1092]

North Andover, December 23, 1915 — Temporary location in

the state highway (known as Massachusetts avenue) at the Law-

rence line and in Sutton street at the Lawrence line, established

under an order of the selectmen adopted November 29, 1915.

[P. S. C. 1215]

Peabody, July 27, 1915 — Location and relocation of branch-

off in Main and Washington streets, and of turnout in Oakland

street, established under an order of the selectmen dated July 1,

1915. [P. S. C. 1026]
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Revere, July 7, 1915 — Location across Winthrop avenue,

near Washburn avenue, established under an order of the select-

men dated December 9, 1914. [P. S. C. 829]

Saugus, August 24, 1915 — Relocation in Myrtle street (also

known as Water street) at Parker's turnout, in Winter street at

Willis street and in Howard street at Penny's turnout, estab-

lished under an order of the selectmen dated August 2, 1915.

[P. S. C. 1070]

Wakefield, October 5, 1915 — Relocation in Main street at

Martin's turnout, established under an order of the selectmen

dated July 29, 1915. [P. S. C. 1093]

West Newbury, July 27, 1915 — Location and relocation in

the state highway, locally known as Main street, established

under an order of the Massachusetts Highway Commission

dated July 13, 1915. [P. S. C. 1031]

Weymouth, October 19, 1915 — Relocation in Pleasant street,

established under an order of the selectmen dated September 20,

1915. [P. S. C. 1133]

Woburn, October 19, 1915 — Relocation in Washington street,

established under an order of the city council adopted August

5, 1915. [P. S. C. 1134]

Boston mid Revere Electric Street Railway Company.

Boston, June 16, 1915 — 8th location: relocation of existing

double tracks in Walley street, from Bennington street to Glad-

stone street. East Boston district, established under an order of

the board of street commissioners dated May 25, 1915. [P. S. C.

964]

Boston, July 7, 1915 — 9th location: relocation of existing

double tracks in Walley street. East Boston, between Gladstone

street and Waldemar avenue, established under an order of the

board of street commissioners dated July 7, 1915. [P. S. C. 989]

Boston and Worcester Street Railway Company.

Framingham, June 10, 1915 — Location for two spur tracks in

Eastern avenue, established under an order of the selectmen

dated May 6, 1915. [P. S. C. 930]

Concord, Maynard and Hudson Street Railway Company.

Hudson, June 16, 1915 — Location for single spur track in

Washington street, established under an order of the board of

survey dated May 4, 1915. [P. S. C. 967]
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Hudson, June 16, 1915 — Relocation in Washington street,

established under an order of the board of survey dated May 4,

1915. [P. S. C. 968]

Maynard, July 8, 1915 — Location for a turnout in Main
street, established under an order of the selectmen adopted June

3, 1915; also revocation of location of Ben, Smith Hill and Mill

street turnouts. [P. S. C. 995]

Connecticut Valley Street Railway Company.

Greenfield, July 7, 1915 — Locations in Silver street and in

Conway and Silver streets, established under orders of the select-

men dated March 22, 1915, and June 7, 1915, respectively. [P.

S. C. 996]

Northampton, October 19, 1915 — Relocation in the state

highway, established under an order of the Massachusetts High-

way Commission dated October 6, 1915. [P. S. C. 1139]

Fitchburg and Leominster Street Railway Company.

Lunenburg, April 13, 1915 — Location in Summer street and

Young's road, established under an order of the selectmen of

said town dated February 27, 1915. [P. S. C. 890]

Holyohe Street Railway Company.

Amherst, October 19, 1915 — Location in South Pleasant

street, established under an order of the selectmen dated Octo-

ber 4, 1915. [P. S. C. 1137]

Massachusetts Northeastern Street Railway Company.

Amesbury, June 10, 1915 — Location in Point Shore road>

established under an order of the selectmen dated April 26, 1915.

[P. S. C. 942]

Haverhill, August 24, 1915 — Relocation in Main street, from

White street to Kenoza avenue, established under an order of

the municipal council dated July 1, 1915. [P. S. C. 1029]

Lawrence, June 10, 1915 — Location in Hampshire street at

Arlington street, established under an order of the city council

dated November 9, 1914. [P. S. C. 943]

Newbury, June 10, 1915 — Location in High street (state

highway), from the Newburyport line to Parker river, established

under an order of the selectmen dated January 18, 1915, and an

order of the Massachusetts Highway Commission dated May 4,

1915. [P. S. C. 94i]
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Salisbury, January 22, 1915 — Location and relocation in

highway laid out by Massachusetts Highway Commission, known
as the Salisbury Beach road, established under an order of the

selectmen dated November 16, 1914. [P. S. C. 830]

Middlesex and Boston Street Railway Company.

Newton, February 1, 1915 — Location for crossover in Com-
monwealth avenue, west of the Boston line, established under

an order of the board of aldermen dated December 29, 1914.

[P. S. C. 840]

Newton, February 1, 1915 — Location for poles in Washington

street, between Centre and Court streets, and in Centre and

Hall streets, established under an order of the mayor and alder-

men adopted June 29, 1914. [P. S. C. 841]

Newton, June 10, 1915 — Location in Woodward street, be-

tween Boylston and Lincoln streets, established under an order

of the board of aldermen dated May 10, 1915. [P. S. C. 946]

Newton, June 16, 1915 — Location in Commonwealth avenue,

near the Boston line, established under an order of the board of

aldermen dated May 24, 1915. [P. S. C. 970]

Wayland, December 3, 1915 — Location and relocation of poles

in Cochituate road, established under an order of the selectmen

adopted November 8, 1915. [P. S. C. 1187]

Milford, Attleborough and Woonsocket Street Railway Company.

Franklin, October 19, 1915 — Relocation in Central street,

established under an order of the selectmen dated October 1,

1915. [P. S. C. 1127]

Milford and Uxbridge Street Railway Company.

Framingham, January 5, 1915 — Relocation in Hollis street,

established under an order of the selectmen dated October 6,

1914. [P. S. C. 812]

Norfolk and Bristol Street Railway Company.

Walpole, September 16, 1915 — Temporary location in East

and Short streets, established under an order of the selectmen

dated September 15, 1915. [P. S. C. 1105]

Northampton Street Railway Company.

Northampton, January 5, 1915 — Relocation in River street

and Nonotuck street in the village of Leeds, established under
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orders of the board of aldermen dated December 3, 1914. [P.

S. C. 806]

Williamsburg, February 1, 1915 — Relocation in Main street,

established under an order of the selectmen dated January 15,

1915. [P. S. C. 849]

Williamsburg, February 1, 1915 — Relocation in Bridge street

in the village of Haydenville, established under an order of the

selectmen dated January 15, 1915. [P. S. C. 858]

Northern Massachusetts Street Railway Company.

Phillipston, March 2, 1915 — Location and relocation of Wat-

son's turnout in the state highway, established under an order

of the Massachusetts Highway Commission adopted November

17, 1914. [P. S. C. 699]

Springfield Street Railway Company.

Chicopee, November 23, 1915 — Location in East street,

established under an order of the board of aldermen dated

October 4, 1915, as amended by an order of said board dated

October 27, 1915. [P. S. C. 1172]

Springfield, June 10, 1915 — Location for a spur track in

Locust street, near Mill street, established under an order of the

board of aldermen dated May 10, 1915. [P. S. C. 950]

Springfield, July 27, 1915 — Location in North Main street,

established under an order of the board of aldermen dated June

28, 1915. [P. S. C. 1023]

Springfield, August 24, 1915 — Location of branch-off in Alden

street, established under an order of the board of aldermen

dated July 19, 1915. [P. S. C. 1036]

Springfield, August 24, 1915 — Location in Rumrill road and

Page boulevard, established under an order of the board of alder-

men dated July 19, 1915. [P. S. C. 1037]

Springfield, November 23, 1915 — Relocation in Plainfield and

West streets, established under an order of the board of aldermen

dated October 18, 1915. [P. S. C. 1160]

Westfield, June 10, 1915 — Location and relocation in the state

highway from the West Springfield town line to a point opposite

the property of the Adams Realty Trust Company, established

under an order of the selectmen dated August 18, 1914, and an

order of the Massachusetts Highway Commission dated April 20,

1915. [P. S. C. 920]

Westfield, December 3, 1915 — Relocation in Mill street, from
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West Silver street to Court street, established under an order of

the selectmen dated November 6, 1915. [P. S. C. 1181]

West Springfield, February 1, 1915 — Location and relocation

in the state highway from Woodlawn turnout, so-called, to the

Westfield town line, established under an order of the selectmen

of the town of West Springfield dated October 22, 1913, and an

order of the Massachusetts Highway Commission dated January

12, 1915. [P. S. C. 848]

Union Street Railway Company.

Fairhaven, June 10, 1915 — Location for a second track in

the state highway near Benson's turnout, established under an

order of the Massachusetts Highway Commission dated May 4,

1915. [P. S. C. 945]

New Bedford, May 18, 1915 — Location in Sixth street, at

Elm street, established under an order of the board of aldermen

dated May 6, 1915. [P. S. C. 931]

New Bedford, October 27, 1915 — Relocation in Dartmouth

street, between Spooner street and Mathew street, established

under an order of the board of aldermen dated October 14,

1915. [P. S. C. 1145]

New Bedford, December 31, 1915 — Temporary location in

Tallman street, between Acushnet avenue and North Front

street, established under an order of the board of aldermen dated

December 22, 1915. [P. S. C. 1223]

Worcester Consolidated Street Railway Company.

Blackstone, October 5, 1915 — Location for turnout in the

state highway, established under an order of the Massachusetts

Highway Commission dated September 15, 1915. [P. S. C.

1114]

Grafton, August 24, 1915 — Relocation in Main street, on

new bridge over Quinsigamond river, established under an order

of the selectmen dated July 8, 1915. [P. S. C. 1053]

Leominster, April 1, 1915 — Location in Union and Adams

streets, established under an order of the selectmen dated Febru-

ary 23, 1915. [P. S. C. 879]

Northbridge, June 16, 1915 — Location in state highway,

established under an order of the Massachusetts Highway Com-

mission dated May 18, 1915. [P. S. C. 971]

West Boylston, July 27, 1915 — Location and relocation in

the state highway locally known as Sterling road, established
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under an order of the Massachusetts Highway Commission dated

July 13, 1915. [P. S. C. 1028]

Worcester, July 7, 1915 — Location for underground conduits

in Main street, from Lincoln square to Chandler street, estab-

lished under an order of the board of aldermen of said city

adopted May 24, 1915. [P. S. C. 984]

Worcester, July 27, 1915 — Locations and relocations in Grove

and Pleasant streets, established under orders of the board of

aldermen dated June 21, 1915, and in Main street, Grafton

street. Providence street and Lincoln street, established under

orders of the board of aldermen dated June 29, 1915. [P. S. C.

1015]

Worcester, September 24, 1915 — Location for wires across

Madison street, established under an order of the board of alder-

men adopted December 28, 1914. [P. S. C. 1077]

Worcester and Warren Street Railway Company.

West Brookfield, July 27, 1915 — Location and relocation in

Main street, established under an order of the selectmen dated

July 15, 1915. [P. S. C. 1030]

West End Street Railway Company.

Arlington, June 10, 1915 — Location for additional curved

tracks and relocation of existing curved tracks in Massachusetts

avenue, at the Arlington Heights carhouse, established under

an order of the joint board of selectmen and board of public

works dated May 4, 1915. [P. S. C. 933]

Boston, February 8, 1915 — 458th location: relocation of the

northerly track in Boylston street, east of Arlington street, city

proper, established under an order of the board of street com-

missioners dated January 19, 1915. [P. S. C. 862]

Boston, June 10, 1915 — 459th location: relocation of tracks

in Dorchester avenue, between Mt. Washington avenue and

Savin Hill avenue and between Park street to south of Rich-

mond street. South Boston and Dorchester districts, established

under an order of the board of street commissioners dated April

13, 1915. [P. S. C. 909]

Boston, June 10, 1915 — 460th location: three additional

curved tracks in Beacon street, near Chestnut Hill avenue, to

private land, Brighton district, established under an order of

the board of street commissioners dated May 18, 1915. [P. S.

C. 948]
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Boston, June 10, 1915 — 461st location: relocation of existing

single track and curves in Chauncy street, established under an

order of the board of street commissioners dated May 24, 1915.

[P. S. C. 960]

Boston, June 16, 1915 — Two additional curved tracks in

Commonwealth avenue from west of Lake street to the Newton
line, as granted by the park and recreation commissioners under

date of December 18, 1914; temporary single curved track in

Commonwealth avenue, as granted by the park and recreation

commissioners under date of March 17, 1915. [P. S. C. 969]

Boston, July 7, 1915 — Location in Commonwealth avenue,

at proposed street opposite Pleasant street and at proposed ex-

tension of Babcock street, four additional curved tracks con-

necting with tracks to be built on proposed streets; also addi-

tional cross-connection east of Winslow road and one west of

Naples road, established under a vote of the park and recreation

commissioners dated July 2, 1915;

462d location: alteration of locations in Beach street, city

proper, from Washington street to Atlantic avenue, established

under an order of the board of street commissioners dated June

22, 1915. [P. S. C. 1004]

Boston, July 27, 1915 — 463d location: single track on Gaff-

ney street, from private land north of Commonwealth avenue to

and connecting with proposed curved tracks on Commonwealth
avenue, and additional single track on Babcock street extended

(so-called), a private way from Commonwealth avenue to pri-

vate land and double tracks on said private land from Babcock

street extended, to Gaffney street, in the Brighton district,

established under an order of the board of street commissioners

dated July 15, 1915. [P. S. C. 1027]

Boston, July 27, 1915 — Extension of time for completion of

work under 346th location, being an additional crossover in

Bunker Hill street, Charlestown district, granted under an order

of the board of street commissioners dated March 9, 1915. [P.

S. C. 1013]

Boston, August 17, 1915 — 464th location: additional cross-

connection in Essex street, north of Commonwealth avenue,

Brighton district, established under an order of the board of

street commissioners dated July 13, 1915.

465th location: additional double curved tracks in Brighton

avenue, at Harvard avenue, Brighton district, established under

an order of the board of street commissioners dated July 20,

1915. [P. S. C. 1051]



1916.] STREET RAILWAY LOCATIONS. 329

Boston, August 17, 1915 — 466th location: in Boylston street,

between Arlington and Church streets, relocation of existing

double tracks to the subway incline, and relocation of southerly

track in Boylston street, located under the 442nd location, estab-

lished under an order of the board of street commissioners dated

August 3, 1915. [P. S. C. 1059]

Boston, August 17, 1915 — Additional single curved track in

Commonwealth avenue, at Chestnut Hill avenue, Brighton dis-

trict, established under an order of the board of park and recre-

ation commissioners dated August 11, 1915 (so far as the juris-

diction of said board may extend). [P. S. C. 1062]

Boston, October 5, 1915 — 467th location: additional cross-

connection in East First street. South Boston district, east of P
street

;

468th location: additional curved track at the easterly corner

of Commonwealth avenue and Chestnut Hill avenue, Brighton

district; both established under orders of the board of street

commissioners dated September 7, 1915. [P. S. C. 1101]

Boston, November 23, 1915 — 469th location: in Commercial

street, opposite Charter street, two additional curved tracks to

private land; opposite Copp's Hill terrace, a relocation of an

existing curved track to private land; west of Charter street an

additional cross-connection. [P. S. C. 1153]

Boston, November 23, 1915 — 471st location: in Summer
street. South Boston district, at Commonwealth viaduct, so-

called, additional double tracks;

434th location: extension of time to November 1, 1918, for

further maintenance of tracks in Geneva avenue, east of Olney

street (heretofore granted by the board of street commissioners on

February 17, 1914) established under orders of the board of

street commissioners dated October 26, 1915. [P. S. C. 1174]

Cambridge, January 5, 1915 — Additional cross-connection in

Huron avenue, east of Larch road; additional cross-connection

in Massachusetts avenue, at Davenport street; relocation of

tracks in Western avenue, from River street to the Boston line,

established under orders of the board of aldermen dated Decem-

ber 8, 1914. [P. S. C. 811]

Cambridge, July 7, 1915 — Location for cross-connection in

Cambridge street, at Antrim street, established under an order

of the board of aldermen dated June 15, 1915. [P. S. C. 993]

Cambridge, November 23, 1915 — Relocation in Garden

street at Mason street and at Concord avenue, and in Huron
avenue from Concord avenue to Aberdeen avenue, established
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under an order of the board of aldermen dated October 25, 1915.

[P. S. C. 1167]

Medford, July 27, 1915 — Location for additional tracks and

crossovers on Playstead road from the end of the existing tracks

to Madison street, established under an order of the board of

aldermen adopted June 29, 1915. [P. S. C. 1012]

Newton, June 16, 1915 — Two additional curved tracks in

Commonwealth avenue, from the Boston line to private land,

together with temporary track, established under an order of

the board of aldermen dated May 24, 1915. [P. S. C. 969]

Somerville, June, 10, 1915 — Location for additional single

curved track in Broadway, near the Arlington line, established

under an order of the board of aldermen dated April 22, 1915.

[P. S. C. 914]

Private Land Locations.

Under the provisions of general laws, during the year authority

has been granted to various street railway companies to con-

struct their railways in part upon private land for the purpose

of avoiding undesirable grades and curves in the public highways

and for other purposes incidental to the use of these highways,

or avoiding the crossing of the railway with a steam railroad,

these orders being based in each case upon evidence that public

necessity and convenience demanded such action. A summary
of these orders follows :

—

Bay State Street Railway Company.

Boston, February 1, 1915 — Cross-connection on a private

way known as Belgrade street, in the West Roxbury district,

for purposes incidental to the use of the highway. [P. S. C.

851]

Revere, July 7, 1915 — For purposes incidental to the use of

the highway. [P. S. C. 829]

Massachusetts Northeastern Street Railway Company.

Amesbury, June 10, 1915 — For purposes incidental to the

use of the highway. [P. S. C. 942]

Northern Massachusetts Street Railway Company.

Phillipston, March 2, 1915 — For purposes incidental to the

use of the highway. [P. S. C. 699]
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Springfield Street Railway Company.

Ware, August 24, 1915 — For purposes incidental to the use

of the highway. [P. S. C. 1044]

Westfield, August 30, 1915 — For purposes incidental to the

use of the highway. [P. S. C. 920]

West Springfield, August 30, 1915 — For purposes incidental

to the use of the highway. [P. S. C. 848]

Worcester Consolidated Street Railway Company.

Grafton, August 24, 1915 — For purposes incidental to the

use of the highway. [P. S. C. 1052]
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LOCOMOTIVE ENGINES.

Petition of F. W. Rane, State Forester, relative to the equipping

of engines of the New York, New Haven and Hartford Rail-

road Company, operating in Barnstable county, with oil-burn-

ing devices.

This case was originally heard on September 22, 1913, but

by agreement of parties the entry of an order has from time to

time been deferred by the Commission. Meantime, several con-

ferences have been held with the petitioner and representatives

of the company, the last conference being held on June 24, 1915.

At the time this petition was brought, the large number of

forest fires in Barnstable county caused by the company's loco-

motives constituted a serious menace to property and indicated

the need of energetic measures by the company to reduce the

fire hazard in that part of the Commonwealth.
For several years it has been the practice of the company to

cut and burn the brifsh and grass on its location once a year

and to assign men to patrol the track and watch for fires during

the dry season. As these measures had apparently proved inad-

equate, the company, after conference with the Commission, in-

creased the number of men assigned to fire prevention work on

Cape Cod and proceeded to remove the grass, brush and other

combustible matter not only from the railroad location but also

from the adjoining land on either side for a distance of about

one hundred and twenty-five feet. The inspectors of the Com-
mission have also made frequent inspection of the netting and

spark arresters of locomotives and greater care has been exer-

cised by the company in maintaining them in a proper state of

repair.

These measures have resulted in a notable improvement of

conditions. Figures compiled for a period of thirteen months,

from May 1, 1914, to June 1, 1915, show that the total amount
paid by the company for the cost of extinguishing fires and the

payment of fire damages in Barnstable county has been about

six hundred dollars, or less than one-tenth of the average amount
paid annually in the preceding five years.
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The company introduced figures purporting to show that the

installation of oil-burning locomotives on Cape Cod would en-

tail an additional expense of about $140,000 annually. The

Commission has made no independent investigation of the addi-

tional expense which would be involved, but whether or not the

estimate made by the company is absolutely accurate there can

be no question that the proposed method of operation would

involve a large additional expense to the company.

The petitioner agrees that the company ought not at this

time to be called upon to assume the extraordinary expense of

operating oil-burning locomotives, in view of the success which

has attended the methods of fire prevention already adopted by

the company. If, however, through lack of proper vigilance on

the part of the company, the former conditions are permitted to

recur, the Commission, upon its own motion or upon complaint,

will reopen the case for further hearing and disposition without

prejudice by reason of any finding herein made.

It is therefore

Ordered, That the petition be dismissed.

By the Commission,

ANDREW A. HIGHLANDS,
August 17, 1915. [P. S. C. 90] Secretary.,
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CERTIFICATES PRELIMINARY TO OPERATION —
STREET RAILWAYS.

Petition of the BerJcshire Street Railway Company for certificate

preliminary to the operation of a section of its new Lee-

Huntington line in Lee, Becket and Otis.

In accordance with a vote of the Commission adopted Novem-

ber 5, 1915, examination having been made of a section of the

Berkshire street railway in Lee, Becket and Otis, — it is

Ordered, That the Commission hereby certify that all laws have

been complied with preliminary to the operation of a section of

the Berkshire street railway in Lee, Becket and Otis, consisting

of single track line extending from the junction with other track

of the same company at a point on the west side of Housatonic

street, opposite the house of Mrs. Ezekiel Smith, in the town of

Lee, about three-quarters of a mile southerly from Lee Centre,

southeasterly about 700 feet on the west side of Housatonic street

to its junction with the East Lee road, thence crossing said street

and running from private right of way easterly and southeasterly

through Lee, Becket and Otis about 12.40 miles to a point at a

farm crossing nearly opposite the house of one Phelps in Otis,

the total length of line being about 12.54 miles; a "Y" connect-

ing track beginning at its connection with the above described

line at a point upon private right of way, about 810 feet south-

easterly from the intersection of said line and the line running

from Lee to Great Barrington, thence upon a curve westerly

and southwesterly crossing Housatonic street, over private right

of way about 705 feet to a connection with a line running from

Lee to Great Barrington at a point about 845 feet southerly from

the intersection point of said Great Barrington line and said new

line as described; also spur tracks about j mile from the Lee ter-

minus at Lee extending about 530 feet to the works of Clark and

Sons, spur track 4,600 feet from the Lee terminus to property of

the American Writing Paper Company, and spur track at Otis sub-

station 300 feet in length, and that the railway appears to be in

safe condition for operation.

Attest: ANDREW A. HIGHLANDS,
December 13, 1915. [P. S. C. 1179] Secretary.
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During the year, examinations having been made of a part or

the whole of the railways of various street railway companies,

certificates have been issued that all laws relating to construc-

tion had been complied with, and that they appeared to be in a

safe condition for operation. A detailed list of these certificates

follows :
—

Bay State Street Railway Company.

Abington, June 12, 1915 — Turnout on Washington street at

Bedford street. [P. S. C. 963]

Andover, April 13, 1915 — Single track branch-off in Main

street to company's property near state highway. [P. S. C. 892]

Boston, March 18, 1915 — Right hand crossover on Belgrade

street near Beech street, in the West Roxbury district. [P. S.

C. 817]

Boston, April 13, 1915 — Relocated double tracks extending

in Hyde Park avenue between Metropolitan avenue and the old

town line between Hyde Park and Boston. [P. S. C. 892]

Boston, September 22, 1915 — Relocated and reconstructed

double track extending in Spring street between Webster street

and the Charles river, in the West Roxbury district. [P. S. C.

486]

Boston, September 22, 1915 — Relocated and reconstructed

double track extending in Spring street between Marshall and

Webster streets, in the West Roxbury district. [P. S. C. 1058]

Brockton, June 12, 1915 — Relocated track and second track

extending in Crescent street between Quincy street and the

Whitman line. [P. S. C. 892]

Brockton, August 10, 1915 — Relocated tracks and second

track extending on Howard street between North Main and

Snell street. [P. S. C. 1017]

Chelsea, October 13, 1915 — Relocated and reconstructed

track and relocated second track extending in Broadway from

the Marine Hospital to Williams street. [P. S. C. 1088]

Dedham, April 13, 1915 — Single track and turnout in Wash-
ington street. [P. S. C. 892]

Dighton, July 1, 1915 — Single track branch-off on Main
street leading to property of the company at an electric express

station. [P. S. C. 976]

East Bridgewater, April 13, 1915 — Relocated single track in

Bedford street at Union street. [P. S. C. 892]

Fall River, November 5, 1915 — Double tracks extending on

the Slade's ferry bridge, a total distance of 2,056 feet, of which
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.

1,413 feet is located in Fall River, and 643 feet in Somerset.

[P. S. C. 1154]

Hamilton, October 21, 1915 — Relocated track in Essex street

from a point near the Boston and Maine railroad and known as

Woodbury's turnout. [P. S. C. 1088]

Haverhill, April 13, 1915 — Single track extending in Essex
street from the end of double track construction at Washington
square to Lafayette street. [P. S. C. 892]

Haverhill, April 13, 1915 — Double track in Water street, a

total distance of 3,545 feet measured as single track. [P. S. C.

892]

Haverhill, April 13, 1915 — Double tracks extending in Wash-
ington street from River street to Washington square. [P. S. C.

892]

Haverhill, April 13, 1915 — Relocated and reconstructed track

extending on Main street from Winter street to Arlington street.

[P. S. C. 892]

Haverhill, October 21, 1915 — Relocated track in Water street,

and 23 feet of relocated track in Lincoln avenue at the city farm.

[P. S. C. 1088]

Lawrence, April 13, 1915 — Relocated and reconstructed track

extending in Shattuck, Newton and Andover streets from Broad-

way to the end of the line. [P. S. C. 892]

Lowell, April 13, 1915 — Double track extending in Gorham
street from Davis square to Maple street. [P. S. C. 892]

Lowell, April 13, 1915 — Single and double track construction

extending in Westford street from Chelmsford street to near

Loring street. [P. S. C. 892]

Lowell, October 13, 1915 — Relocated and reconstructed double

track extending in Westford street from Chelmsford street to

Loring street, and of new track and relocated and reconstructed

single track extending in Coral, Osgood and Westford streets.

[P. S. C. 1088]

Lowell, October 21, 1915 — Relocated single track extending

in Lawrence street near Epping street a total distance of 253

feet; and relocated double track extending in Gorham street

between Maple and Fay streets a total distance of 3,606 feet

measured as single track. [P. S. C. 1088]

Lynn, April 13, 1915 — Double track extending in Mount
Vernon street from Exchange street to Silsbee street. [P. S. C.

892]

Lynn, April 13, 1915 — Single track in Central square. [P. S.

C. 892]
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Lynn, April 13, 1915 — Double track in Franklin street, ex-

tending from Baker street to Boston street. [P. S. C. 892]

Lynn, April 28, 1915 — Relocated and reconstructed track

extending in Chestnut street from Essex street to Grant street.

[P. S. C. 892]

Lynn, April 28, 1915 — Reconstructed and relocated track,

extending in Chatham street from Essex street to the middle of

Saratoga street turnout. [P. S. C. 892]

Lynn, October 13, 1915 — Relocated and reconstructed track

and second track extending in Chatham street from Saratoga

street to Main street. [P. S. C. 1088]

Lynn, November 17, 1915 — Relocated and reconstructed track

and second track in Maple street extending from a point near

Chatham street a total distance of about 546 feet. [P. S. C.

1088]

Maiden, April 28, 1915 — Reconstructed and relocated double

track and new track in Main street and in Maiden square. [P.

S. C. 892]

Maiden, April 28, 1915 — Reconstructed and relocated double

tracks in Maiden Upper and Lower squares. [P. S. C. 892]

Methuen, October 21, 1915 — Relocated track extending in

Orchard street from a point known as Willows turnout a total

distance of 336 feet; and in Lowell street extending from a point

at the Samuel Dowding property known as Dowding turnout a

total distance of 300 feet. [P. S. C. 1088]

Newburyport, October 21, 1915 — Relocated second track in

the state highway locally known as Story avenue. [P. S. C.

1088]

Peabody, April 13, 1915 — Reconstructed and relocated tracks

in Margin street at Gardner street. [P. S. C. 892]

Quincy, April 14, 1915 — Single track branch-off in Sea street,

leading to private land nearly opposite the buildings of the

Adams farm. [P. S. C. 892]

Quincy, August 5, 1915 — Relocated double track in Hancock

and School streets and Quincy avenue. [P. S. C. 1018]

Revere, April 13, 1915 — Double tracks extending in Broadway

from Central avenue to Maiden street. [P. S. C. 892]

Revere, April 13, 1915 — Double tracks in Central avenue and

Beach street. [P. S. C. 892]

Somerset, November 5, 1915 — Double tracks extending on the

Slade's ferry bridge, a total distance of 2,056 feet, of which 1,413

feet is located in Fall River and 643 feet in Somerset. [P. S. C.

1154]
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Swampscott, April 13, 1915 — Reconstructed, relocated and

new track in Humphrey street extending from the Lynn-Swamp-
scott town line to Roberts turnout. [P. S. C. 892]

Taunton, April 14, 1915 — Double track in Whittenton street,

between the railroad crossing and Bay street. [P. S. C. 892]

West Bridgewater, July 1, 1915 — Relocated main track and

a side turnout on North Elm street. [P. S. C. 975]

Weymouth, April 13, 1915 — Single track branch-off in Broad

street extending a total distance of 51 feet. [P. S. C. 892]

Whitman, April 14, 1915 — Single track branch-off in South

avenue, leading to land occupied by an electric express station.

[P. S. C. 892]

Winchester, January 14, 1915 — Reconstructed single track

and new track, including turnout, extending in Main street from

Madison avenue to Washington street, and relocated and recon-

structed single track between Mystic Valley Parkway and

Thompson street. [P. S. C. 819]

Winchester, October 21, 1915 — Relocated and reconstructed

track in Main street, from Washington street to a point near

the Mystic Valley parkway. [P. S. C. 1088]

Woburn, April 13, 1915 — Double tracks extending in Main
street from the Winchester town line to Towle street turnout.

[P. S. C. 892]

Woburn, October 21, 1915 — Relocated track extending in

Main street from the Winchester town line to a point near

Myrtle street. [P. S. C. 1088]

Berkshire Street Railway Company.

Pittsfield, January 6, 1915 — Cross-over at the junction of

West, New West and Center streets. [P. S, C. 809]

Pittsfield, January 6, 1915 — Double track in North street,

extending from a point 23 feet northerly of the north line of

White Terrace produced to the south line of Wait place. [P. S.

C. 810]

Blue Hill Street Railway Company.

Canton, June 21, 1915 — Single track upon new bridge over

the Neponset river, in towns of Canton and Norwood, extending

for 266 feet upon the highway approval to the bridge in the

town of Canton, and 29 feet upon the bridge. [P. S. C. 922]

Norwood, June 21, 1915 — Single track upon new bridge over

Neponset river in towns of Canton and Norwood. [P. S. C. 922]
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Boston Elevated Railway Company.

Boston, March 18, 1915 — Relocated and reconstructed sur-

face tracks for temporary use, including one crossover, in the

Devonshire street station in the East Boston tunnel. [P. S. C.

863]

Boston, March 31, 1915 — Double tracks in the Dorchester

tunnel extending from a connection in the Park Street station of

the Cambridge Connection, so-called, to a point under Summer
street between Milton place and South street, including a double

crossover east of the Washington station. [P. S. C. 891]

Boston and Worcester Street Railway Company.

Framingham, May 8, 1915 — Relocated and reconstructed

single track, with one turnout, on Concord street. [P. S. C. 735]

Concord, Maynard and Hudson Street Railway Company.

Hudson, September 14, 1915 — Spur track in Washington

street, about 70 feet in length. [P. S. C. 1078]

Maynard, July 23, 1915 — Turnout in Main street near Sud-

bury street. [P. S. C. 1019]

Connecticut Valley Street Railway Company.

Montague, February 24, 1915 — Section on new bridge over

the Boston and Maine railroad, a short distance southeast of

the Montague station and adjacent to the highway bridge upon

the road leading from Montague to Turners Falls. [P. S. C. 847]

Northampton, November 9, 1915 — Single track extending in

the state highway locally known as Laurel Park road, from a

point on the west side of the highway bridge over the New York,

New Haven and Hartford railroad, on the northwesterly and

northerly side of said state highway, a total distance of 1,595

feet, to a point 900 feet southerly of the junction of said state

highway and the Florence road. [P. S. C. 1157]

Northampton, November 17, 1915 — Relocated and recon-

structed single track, extending in the state highway locally

known as Laurel Park road about 868 feet. [P. S. C. 1157]

Northampton, December 22, 1915 — Single track extending in

Laurel Park road from a point near its junction with the Flor-

ence road a total distance of about 750 feet. [P. S. C. 1157]
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Holyoke Street Railway Company.

Amherst, January 22, 1915 — Relocated and reconstructed

single track, extending from a point in Leverett street, North

Amherst, about 160 feet northerly of the center of a bridge over

Mill river, about 300 feet crossing the said river, to a point about

140 feet southerly of the center of said bridge to a connection

with the original location. [P. S. C. 779]

Amherst, January 22, 1915 — Turnout extending from a con-

nection with the main track in Leverett street at a point about

180 feet northerly from the center line of Potwine lane, about 372

feet to its northerly connection with the main track. [P. S. C. 779]

Amherst, October 26, 1915 — Additional track extending in

South Pleasant street from a point opposite the property of

Albert Wales upon a curve southerly and easterly across said

street. [P. S. C. 1152]

Chicopee, November 5, 1915 — Double track in Willimansett,

extending in Chicopee street, from a connection with existing

single track at a point about thirty feet southerly of the south

end of the highway bridge over the Connecticut river southerly

and southwesterly to a connection with other double track of the

company at a point about three feet north of Adams street.

[P. S. C. 1124]

Holyoke, November 9, 1915 — Single track extending from a

connection with the easterly track in Bridge street at a point

about three feet southerly of the north line of Canal street, about

367 feet. [P. S. C. 1147]

Massachusetts Northeastern Street Railway Company.

Amesbury, August 14, 1915 — Turnout about 310 feet long in

Main street, otherwise known as Point shore road and upon pri-

vate land. [P. S. C. 1054]

Milford, Attleborough and Woonsocket Street Railway Company.

Franklin, June 1, 1915 — Relocated single track extending in

the state highway locally known as Central street. [P. S. C. 947]

Franklin, November 24, 1915 — Single track beginning at a

point in West Central street and extending about two thousand

feet in an easterly direction. [P. S. C. 1170]

Wrentham, December 17, 1915 — Double track in the state

highway locally known as Franklin street, between stations 43+
10 and 51+ 00. [P. S. C. 1189]
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Milford and Uxbridge Street Railway Company.

Framingham, February 3, 1915 — Relocated single track in

Hollis street from Irving street to a point opposite Claflin street.

[P. S. C. 852]

Northampton Street Railway Company.

Northampton, February 3, 1915 — Reconstructed single track

extending from a point in the original track of the company on

the east side of River street, at a point about 193 feet southerly

of a new arch bridge over Mill river, thence northerly and north-

westerly along the east side of said River street, crossing Mill river

on the aforesaid bridge, a distance of about 529 feet to a con-

nection with other track of the company leading to Williams-

burg. [P. S. C. 838]

Northampton, May 19, 1915 — Single track, beginning at a

point upon the south side of Nonotuck street about sixty feet

west of the west end of the new concrete arch bridge over Mill

river near the "Spool Shop", and extending about 165 feet along

the south side of Nonotuck street, crossing said bridge to a con-

nection with the original location. [P. S. C. 838]

Norwood, Canton and Sharon Street Railway Company.

Norwood, June 25, 1915 — Relocated single track extending

in Neponset street and upon the new bridge over the Neponset

river to the town line of Canton. [P. S. C. 994]

Providence and Fall River Street Railway Company.

Seekonk, April 28, 1915 — Turnout in state highway, the

length of said turnout being about 400 feet extending from

points in the single track near section 64. [P. S. C. 533]

Springfield Street Railway Company.

Chicopee, December 9, 1915 — Single track in East street, as

relocated, about 2,887 feet to a connection with the East street

line at a point near Victoria Park; also siding beginning about

66 feet northerly of the Chicopee-Springfield line and running

northerly about 493 feet. [P. S. C. 1192]

Palmer, June 21, 1915 — Relocated single track in Main street

beginning at a point at the north end of a highway bridge over

the Boston and Albany railroad and extending northwesterly

about 185 feet to a connection with the original track. [P. S.

C. 937]
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Springfield, September 10, 1915 — Double tracks extending

from a connection with other tracks of the company in Main

street, near Bliss street, thence southerly in Main street about

955 feet to a connection with other tracks of the company in

Main street near Wilcox street. [P. S. C. 1073]

Springfield, December 1, 1915 — Single track in Locust street

from a connection with the northerly track of the company at a

point 125 feet westerly of the west line of Mill street on a curve

westerly anct southerly about 77 feet to the south line of said

Locust street at the property of the Somers Creamery Company.

[P. S. C. 1180]

Springfield, December 9, 1915 — Branch-off track in center of

Alden street upon a curve about fifty-one feet to the north line

of said street. [P. S. C. 1165]

Springfield, December 9, 1915 — Single track extending from a

connection with the St. James avenue line in East Springfield at

a point in the center of Page boulevard northerly into Rumrill road,

along the center of said road as relocated about 3,240 feet to the

line between the cities of Springfield and Chicopee. [P. S. C. 1191]

Westfield, September 10, 1915 — Double tracks extending

from a connection with other tracks of the company at the West

Springfield town line, on the south side of the state highway

leading from Springfield to Westfield, thence westerly over the

state highway and private right of way adjoining the state high-

way a distance of about 3,070 feet to the end of the double

track, thence by a single track line crossing said state highway

and extending about 130 feet to a point on the north side of

said state highway about 1,337 feet easterly of the easterly end

of Lee's turnout, to a connection with other track of the com-

pany. [P. S. C. 1047]

West Springfield, September 10, 1915 — Second track extend-

ing from a connection with the Woodlawn turnout, thence east-

erly on private right of way southerly of and parallel to the

main track a distance of about 910 feet to a connection with

said main track on private right of way. [P. S. C. 1045]

West Springfield, September 10, 1915 — Double tracks, ex-

tending from a connection with the Woodlawn siding, at a point

near the westerly end of said siding, thence westerly along the

southerly side of the state highway leading from Springfield to

Westfield and partly upon private right of way adjoining said

state highway a distance of about 1,410 feet to the Westfield

town line, to a connection with other tracks of the company.

[P. S. C. 1046]
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Union Street Railway Company.

Fairhaven, October 21, 1915 — Second track in state highway

locally known as Washington street. [P. S. C. 1140]

New Bedford, April 12, 1915 — Single track in School street

between Purchase street and Acushnet avenue. [P. S. C. 898]

New Bedford, April 12, 1915 — Single track in Kempton street

between Purchase and Summer streets. [P. S. C. 898]

New Bedford, June 7, 1915 — Relocated track and second

track in Purchase street between School and Elm streets, and in

Union street between Purchase and Sixth streets, including cross-

overs, and including connecting curves at Purchase and Union

and Purchase and Williams streets. [P. S. C. 961]

New Bedford, August 5, 1915 — Single track in Sixth and Elm
streets near the property of the United States government at the

post office. [P. S. C. 999]

New Bedford, August 5, 1915 — Relocated track, second track

and crossover extending in Brock avenue between Mott and

Lucas streets. [P. S. C. 1039]

New Bedford, December 23, 1915 — Relocated track and new

track lengthening turnout in Dartmouth street between Spooner

and Matthews streets. [P. S. C. 1200]

West End Street Railway Company.

Belmont, December 17, 1915 — Relocated and reconstructed

inbound track, extending in Trapelo road between Church street

and a point about 350 feet southeast of Bartlett avenue. [P. S.

C. 1178]

Boston, January 11, 1915 — Relocated and reconstructed

double tracks in East Broadway, L street and East Fourth

street, an additional track on L street and a crossover on East

Broadway, South Boston. [P. S. C. 785]

Boston, January 29, 1915 — Relocated and reconstructed track

extending in Columbus avenue between Roxbury and Centre

streets. [P. S. C. 814]

Boston, January 29, 1915 — Relocated and reconstructed

double track extending in Massachusetts avenue between the

bridge over the New York, New Haven and Hartford railroad

and Edward Everett square. [P. S. C. 813]

Boston, March 18, 1915 — Relocated and reconstructed tracks

at the Park street station in the Tremont street subway. [P.

S. C. 856]
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Boston, April 2, 1915 — Temporary double tracks in Old

Colony avenue between Dorchester avenue and Dorchester

street in the South Boston district, connecting at Dorchester

avenue and Dorchester street with existing tracks of the com-

pany. [P. S. C. 899]

Boston, April 7, 1915 — Double curves from a connection with

the existing tracks of the company across the northwesterly side

of Alford street to private land, Charlestown. [P. S. C. 894]

Boston, June 12, 1915 — Double tracks extending in L street.

South Boston, between East First street and East Broadway,

and connecting with track now in use by the company. [P. S.

C. 972]

Boston, July 2, 1915 — Right-hand crossover connecting the

two main tracks and a right-hand branch-off from the south-

bound track to a spur track to be used for the temporary stor-

age of disabled cars, in the Tremont street subway at a point

nearly under Charles street. [P. S. C. 977]

Boston, August 14, 1915 — Relocated and reconstructed double

tracks in Summer street between Washington and Devonshire

streets, and about 173 feet of single track and curves in Chaun-

cey street. [P. S. C. 1055]

Boston, August 16, 1915 — Double curved tracks extending

from tracks now in use in Commonwealth avenue to and con-

necting with a single track in Babcock street; also single curved

track leading from a connection with existing tracks in Common-

wealth avenue into Gaffney street and additional new tracks in

Gaffney and Babcock streets and upon private land. [P. S. C.

1056]

Boston, August 27, 1915 — Right-hand crossover in Washing-

ton street south of Egleston square, West Roxbury district. [P.

S. C. 1080]

Boston, October 9, 1915 — Three additional curved tracks

extending in Beacon street near Chestnut Hill avenue to private

land. [P. S. C. 1125]

Boston, October 9, 1915 — Additional curved track on the

northeasterly corner of Brighton and Harvard avenues. [P. S.

C. 1125]

Boston, November 17, 1915 — Reconstructed and relocated

double track in Washington street, from a point near Codman

street to Ashmont street. [P. S. C. 1159]

Boston, November 24, 1915 — Additional curved track in

Commonwealth avenue. [P. S. C. 1163]
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Boston, December 17, 1915 — Crossover in Commercial street

west of Charter street. [P. S. C. 1207^

Boston, December 17, 1915 — Crossover in Market street,

north of Washington street, Brighton. [P. S. C. 1195]

Brookline, October 9, 1915 — Relocated and reconstructed

double tracks extending in Washington street between Harvard

square and Park street. [P. S. C. 1126]

Cambridge, January 14, 1915 — Relocated and reconstructed

double tracks near the junction of Belmont street, across the

bridge over the Boston and Maine railroad and the approaches

thereto. [P. S. C. 815]

Cambridge, February 18, 1915 — Double tracks extending in

Western avenue from a point near Pleasant street to a point

near Jay street. [P. S. C. 835]

Cambridge, August 14, 1915 — Relocated and reconstructed

double tracks at the junction of Cambridge street and Broadway.

[P. S. C. 1057]

Cambridge, August 25, 1915 — Right-hand crossover on Mas-
sachusetts avenue at Davenport street, [P. S. C. 1066]

Cambridge, September 22, 1915 — Cross-connection in Cam-
bridge street at Antrim street. [P. S. C. 1098]

Cambridge, December 17, 1915 — Crossover in Huron avenue,

east of Larchmont road. [P. S. C. 1194]

Everett, January 11, 1915 — Relocated and reconstructed

double track in Broadway, Ferry street and Glendale square.

[P. S. C. 821]

Everett, September 22, 1915 — Relocated and reconstructed

double tracks extending in Broadway north of Ferry street to a

point near the carhouse. [P. S. C. 1094]

Everett, November 17, 1915 — Relocated and reconstructed

double track extending in Ferry street, from a point near Broad-

way, to Bolster street. [P. S. C. 1171]

Medford, January 27, 1915 — Reconstructed double track on

the Wellington bridge over the Mystic river. [P. S. C. 850]

Medford, January 29, 1915 — Right-hand crossover connecting

the inward and outward tracks of the railway in Boston avenue

near the Somerville line. [P. S. C. 822]

Medford, September 22, 1915 — Cross-connection in Salem

street west of the Middlesex Fells parkway, known as Fellsway.

[P. S. C. 1095]

Somerville, January 27, 1915 — Reconstructed double track on

the Wellington bridge over the Mystic river. [P. S. C. 850]
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Somerville, November 5, 1915 — Two curves in Broadway-

leading to the car house; also curve from the connection with the

outbound track across the southerly side of said Broadway to

private land. [P. S. C. 1141]

Watertown, January 29, 1915 — Relocated and reconstructed

curves in Galen street at the entrance to carhouse property.

[P. S. C. 836]

Worcester Consolidated Street Raihvay Company.

Blackstone, December 17, 1915 — Turnout in state highway

locally known as Main street in the village of Millville. [P. S.

C. 1193]

Grafton, November 5, 1915 — Turnout extending about 245

feet, and section of relocated single track on private land near

Bonny brook farm. [P. S. C. 1158]

Leominster, June 1, 1915 — Single track beginning at a point

in the main track in Union street, thence curving into Adams
street and extending in said Adams street about 200 feet, thence

curving to the left and extending about 110 feet on private land.

[P. S. C. 953]

Northbridge, October 11, 1915 — Relocated single track in

state highway locally known as Providence road, extending on

the east side of said highway from a point near the north end

of turnout No. 104 4,400 feet. [P. S. C. 1115]

West Boylston, September 10, 1915 — Double tracks relocated

for a distance of about 600 feet on the westerly side of a new
section of state highway. [P. S. C. 1064]

Worcester, June 21, 1915 — Relocated single track extending

on West street between Elm aiid Cedar streets. [P. S. C. 979]

Worcester, September 10, 1915 — Relocated double tracks in

Main street, extending from a point at Webster square south-

westerly about 515 feet to a point near Mill street. [P. S. C.

1075]

Worcester, October 11, 1915 — Relocated double track in

Pleasant street near Norman avenue. [P. S. C. 1116]

Worcester, December 2, 1915 — Turnout in Grafton street,

near Pine Hill road, and relocated main track at the same point.

[P. S. C. 1188]
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RETURNS — RAILROAD AND RAILWAY, ETC.

Circulars.

To the Street Railway Com'panies of the Commonwealth:

Your attention is called to that part of section 151 of part III

of chapter 463 of the Acts of 1906, which reads as follows:

Such return shall set forth copies of all leases and contracts made during

the year with other companies and individuals, etc.

In the past, this requirement of the statutes has not been

complied with. You are hereby notified that such compliance

will be expected henceforth. The Commission construes the

provision to cover all written contracts and .agreements, what-

ever their nature may be, which are made during the fiscal year

with other companies or individuals.

In case additional time, beyond the date set for filing the

return, is necessary in order to comply with this provision of

the law, the Commission will grant such extensions of time for

the filing of the copies of leases and contracts as are reasonable;

but the filing of the remainder of the return in the printed form

supplied for the purpose must not be delayed on this account.

ANDREW A. HIGHLANDS,
September 14, 1915. [P. S. C. lOlQ-B] Secretary.

To the Street Railway Companies of the Commonwealth:

In a communication dated September 14, 1915, the Commis-
sion called your attention to the provision of the statutes which

requires that "the annual return shall set forth copies of all

leases and contracts made during the year with other companies

and individuals," and notified you that compliance with this

provision will be expected henceforth.

In further explanation of this notification, the Commission

will expect the companies, for the fiscal year beginning July

1, 1915, and thereafter, to comply strictly with this provision

by filing with their returns, not only copies of all leases and
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operating contracts made during the year with other street rail-

way companies, but also copies of all written contracts and

agreements, whatever their nature may be, which are made w^ith

other companies or individuals. The Commission will not,

however, expect copies of informal contracts relative to the pur-

chase of materials or supplies and involving an expenditure of

less than $5,000.

It will facilitate the work of the Commission if, in complying

with this provision, the companies will jfile the copies from time

to time as the leases or contracts are made, instead of delaying

the filing until the date when the annual return is due.

On'motion of the Commission it is also

Ordered, That every corporation operating a street railway in

this commonwealth be hereby required to furnish the Commis-
sion as soon as practicable:

1. Copies of all written contracts or agreements now in force

between such corporation and any other transportation company
or any company furnishing electric power.

2. The terms of any contracts, agreements or arrangements

now in force, but not in writing, between such corporation and any

other street railway company relative to the use of tracks or cars,

construction or maintenance work, power, supplies or management.

If a copy of any contract or agreement covered by this order

has already been filed with the Commission, it will be sufiicient

to report such fact and to indicate the approximate date of

such filing.

Attest: ANDREW A. HIGHLANDS,
September 20, 1915. [P. S. C. 1049-D] Secretary.

To the Street Railway Companies of the Commonwealth:

Notice is hereby given that on account of the delay in the

receipt from the Interstate Commerce Commission of the blank

forms used in making the annual returns to this Commission,

and the consequent delay in furnishing companies with copies

thereof, an extension of time until October 15, 1916, is granted

to the street railway companies of the commonwealth for the

filing of the annual returns for the year ended June 30, 1915.

By order of the Commission,

ANDREW A. HIGHLANDS,
September 20, 1915. [P. S. C. 1049-E] Secretary.
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To tine, Lessor Steam Railroad Companies of the Commonwealth:

Notice is hereby given that on account of the delay in the

receipt from the Interstate Commerce Commission of the blank

form E used in making the annual returns to this Commission,

and the consequent delay in furnishing companies with copies

thereof, an extension of time until November 27, 1915, is granted

to the lessor steam railroad companies of the commonwealth for

the filing of the annual returns for the year ended June 30, 1915.

By order of the Commission,

ANDREW A. HIGHLANDS,
NovEMBEK 8, 1915. [P. S. C. 1049-F] Secretary.

Extension of Time for filing Annual Returns.

Under various dates, the Commission has extended the time

for filing the annual returns of the following companies, good

cause having been shown therefor:

Canal Company.

Boston, Cape Cod and New York Canal Company

Railroad Corporations.

Boston and Maine

Central Vermont Railway Company
Nantucket Railroad Company
New York Central Railroad Company, lessee of Boston and Albany

railroad

Pullman Company
Worcester and Shrewsbury Railroad Company

Street Railway Companies.

Bay State

Berkshire

Boston and Revere Electric

Boston and Worcester

Bristol and Norfolk

Brockton and Plymouth

Conway Electric

East Taunton

Hampden
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Holyoke & Westfield

Massachusetts Consolidated Railways

Northern Massachusetts

Norton and Taunton

Norwood, Canton and Sharon

Old Colony

Plymouth and Sandwich

Taunton and Pawtucket

Ware and Brookfield

Worcester and Shrewsbury

Telephone and Telegraph Companies.

American Telephone and Telegraph Company
Commercial Cable Company
Heath Telephone Company

Express Companies.

Adams Express Company
American Express Company
Boston and Lawrence Despatch

Carter, Russell Company
H. K. Cushing

Estabrook Express Company
Hilton Express Company
Jenkins and Simmons Express

Wheeler Express Company
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SIGNALS — RAILROAD OR RAILWAY.

Petition of the Boston and Maine Railroad for further extension

of time for the replacing of hall signals at certain points on

its railroad.

After consideration, good cause having been shown, — it is

Ordered, That the time for replacing the so-called "ball sig-

nals" at Mystic Branch crossing, Newburyport, Marblehead,

Ayer (east and west of station). South Vernon, Mystic wharf,

Winchendon, South Lawrence (northeast corner of triangle and

northwest corner of triangle), North Cambridge junction and

Peabody be hereby further extended to July 1, 1916, and that

the approval of the Commission be hereby given to the opera-

tion of such signals at said points until said date.

Attest: ANDREW A. HIGHLANDS,
July 7, 1915. [P. S. C. 570] Secretary.

Petition of the Boston and Maine Railroad that it he exempted

from making the so-called "know-nothing stop" at the railroad

crossing at grade at South Lawrence.

It appearing that under the provisions of sections 144 and

145 of part II, chapter 463 of the Acts of 1906, this Commission

on September 12, 1913, approved an interlocking signal system

for installation by the Boston and Maine Railroad at South

Lawrence, in the city of Lawrence, and that this system of in-

terlocking signals has now been installed, — it is

Ordered, That the Commission hereby certify that the Boston

and Maine Railroad, having installed a system of interlocking

switches, with home and distance signals, at the junction of its

western division main line and the Manchester and Lawrence

branch and the crossing of its Manchester and Lawrence branch

with the Salem and Lawrence branch at South Lawrence, is

thereby, under the provisions of section 145 of part II, chapter
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463 of the Acts of 1906, exempted from making the so-called

"know-nothing stop" for locomotives or trains approaching

within five hundred feet from said crossing.

Attest: ANDREW A. HIGHLANDS,
July 27, 1915. [P. S. C. 1038] Secretary.

Notices relating to Signals.

Circular.

On motion of the Commission, — it is

Ordered, That every corporation operating a railroad or street

railway in this Commonwealth be hereby required to give to

the Commission the following notice with respect to interlock-

ing, block or special signal systems on their respective lines:

1. Formal notice of the purpose of the company to install interlocking,

block or special signals at any point on its lines in Massachusetts, stating

the location and tj^e of signal proposed.

2. Formal notice of the purpose of the company to make any change in

the location or type of interlocking, block or special signals now installed

at any point on its fines in Massachusetts, stating the location and change

or changes proposed.

3. Formal notice of the purpose of the company to make any change

in the rules or regulations governing the use and operation of interlocking,

block or special signals located on its fines in Massachusetts.

Attest: ALLAN BROOKS,
September 9, 1915. [P. S. C. 1096] Assistant Secretary.

In accordance with the provision of the above order, notice

has been filed and approvals have been given in the following

cases

:

Installation of Signals.

Boston and Maine Railroad.

October 18, 1915 — installation of circuit for temporary sig-

nals, Revere. [P. S. C. 1096-H]

October 25, 1915 — installation of distant signal. South Sud-

bury. [P. S. C. 1096-K]

December 22, 1915 — installation of semi-automatic yard sig-

nals, Lynn. [P. S. C. 1096-Tl
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October 26, 1915 — installation of yard signal south of Pleas-

ant street, Woburn. [P. S. C. 1096-J]

Neio York, Neio Haven and Hartford Railroad.

October 26, 1915 — installation, for trial period, of time re-

leasing device in the Atlantic interlocking signal tower. [P. S.

C. 1096-P]

Bay State Street Raihvay Company.

November 2, 1915 — installation of type "K" automatic

trolley signals in Main street, Maiden, between Clifton street and
the Maiden and Melrose line. [P. S. C. 1096-R]

November 10, 1915 — installation of type "K" automatic

trolley signals in Lawrence, located one block from the end of

double track on Prospect street to the new turnout on Swan
street, and one block from said new turnout on Swan street to

Phippen's turnout on East Merrimac street. [P. S. C. 1096-S]

Boston and Worcester Street Raihvay Company.

October 18, 1915 — installation of hand-throw signal in front

of carhouse, Framingham. [P. S. C. 1096-F]

Connecticut Valley Street Railway Company.

October 18, 1915 — installation of block signals, Greenfield.

[P. S. C. 1096-A]

Changes in Signals.

Boston and Albany Railroad.

October 18, 1915 — change in type and locations of certain

signals, Chester. [P. S. C. 1096-D]

Boston and Maine Railroad.

September 30, 1915 — relocation of block signal near Bardwell,

in Shelburne. [P. S. C. 1096-B]

October 4, 1915 — change in form of semaphore arms on auto-

matic home block signals. [P. S. C. 1096-C]

October 13, 1915 — relocation of setting points of signals

within the Hoosac tunnel. [P. S. C. 1096-E]

October 21, 1915 — relocation of automatic block signal L-57
at Linwood street, Arlington. [P. S. C. 1096-1]

December 2, 1915 — installation of interlocking signals at

Newburyport in place of existing type of signals. [P. S. C.

1096-N]
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Boston Elevated Railway Company.

October 25, 1915 — relocation of block signals in Tremont

street subway, Boston. [P. S. C. 1096-M]

December 2, 1915 — changes in signals in the East Boston

Tunnel between Maverick square and Devonshire station, and

the installation of signals in East Boston Tunnel Extension

between Devonshire station and the portal in Cambridge street.

[P. S. C. 1096-L]

Union Street Railway Company.

October 18, 1915 — relocation of contact and signal in Fair-

haven. [P. S. C. 1096-G]

Worcester Consolidated Street Raihoay Company.

November 10, 1915 — installation of five Chapman signals in

place of existing type of signal, and change of location of certain

United States non-counting semaphore signals. [P. S. C.

1096-Q]
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STATIONS AND STATION ACCOMMODATIONS.

Railroad.

Petition of Ernest H. Vaughn, City Solicitor of Worcester, relative

to station accommodations on the New York, New Haven and

Hartford and Boston and Albany railroads in South Worcester.

Memorandum.

In the matter of the above petition, that the New York, New
Haven and Hartford Raih-oad Company and the Boston and

Albany Railroad Company comply with the provisions of chap-

ter 528 of the Acts of 1911 relating to station facilities at South

Worcester, several public hearings and conferences were held

between the Commission, representatives of the city of Worces-

ter and officials of the New York, New Haven and Hartford

and the Boston and Albany railroads, as a result of which plans

were submitted by the railroad corporations showing the loca-

tion and type of stations to be erected at South Worcester.

The location and plan showing the type of station, submitted

by the New York, New Haven and Hartford Railroad Company
is satisfactory to the mayor, as stated in a letter dated July 3,

1914, and filed herewith. The location and type of station to

be erected by the Boston and Albany Railroad Company is

contained in a stipulation signed by the New York Central and

Hudson River Railroad Company (lessee of the Boston and

Albany railroad) and the mayor of the city of Worcester, under

date of May 4, 1915, also filed with the papers in this case.

In view of the above agreements or stipulations entered into

between the parties, no further action is deemed necessary, and

it is therefore

Ordered, That the petition be placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
June 12, 1915. [P. S. C. 92] Secretary.
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Petition of residents of Chester relative to the erection of a new

passenger station on the Boston and Albany railroad in that

town.

At a public hearing held on the above petition, complaint

was made that the present passenger station in Chester is old;

inferior in architecture and appointments to stations maintained

by the Boston and Albany Railroad Company at other places on

its line of no greater or of less importance; that access to it is

dangerous by reason of its location; and that it is poorly lighted,

unsanitary and improperly used.

Chester is a jtown of about 1,500 inhabitants located in Berk-

shire county about mid-way between Springfield and Pittsfield.

The present station building is a wooden structure similar in

style to the first or earliest stations along the main line of this

railroad, of which few now remain, and it is quite true that it is

not up to the standard of some of the station buildings more

recently constructed. The company stated that the latter were,

in general, built when it was more prosperous financially than it

is at present, and that any funds which can be obtained for im-

provements under present conditions ought to be expended in

other directions where the need is greater.

The station is located between the south main track and a side

track leading to the freight house; so that it is necessary, in

going to or from the station, to cross the freight house track.

The company has, however, recently completed an eastbound

passing siding, east of the station, so that many trains which

formerly used the track on the south side of the station will no

longer find such use necessary. Henceforth this track will be

used only for the movement of cars to and from the freight house.

The company, through its general superintendent, also stated

that it would prohibit even this limited use during a period of

ten minutes before the arrival and ten minutes after the de-

parture of each local train. This restriction, together with the

construction of the new siding, should, to a large extent, remedy

the conditions complained of. The company further stated that

no accident, so far as it is aware, has ever occurred at this

crossing, and no evidence to the contrary was offered by the

petitioners.

In regard to the complaint of the misuse of the station, it

appears that Chester is at the foot of a steep grade, and many
pusher engines with their crews are located there. At present
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these crews report at the telegraph office in the waiting room of

the station for orders and use this room, to the discomfort and

annoyance of patrons of the road, when waiting for a train to

push up the grade. To remedy these conditions, the compan}^

proposes to build a new room at the east end of the station for

the special accommodation of the train crews. It also proposes

to remove the present ticket and telegraph office and provide a

new one, together with a baggage department, at the east end of

the present waiting room; to remove the present and install new
toilet facilities in this room; to repaint both the interior and

exterior of the station building and install electric lights.

The changes indicated above will, in the opinion of the Com-
mission, remedy the conditions complained of, so far as they

relate to safety, sanitation and convenience. In view of the

comparatively low earnings of this railroad in the past few years

and the present need of improvements which will add to its

general efficiency as a common carrier, the Commission does not

feel warranted at this time in ordering the company to dismantle

the old and erect an entirely new station at this point; and in

view of the improvements indicated, which the Commission recom-

mends should be undertaken by the company at once, — it is

Ordered, That the petition be dismissed.

For the Commission,

ANDREW A. HIGHLANDS,
December 16, 1915. [P. S. C. 1110] Secretary.

Petition of the Boston and Maine Railroad for approval of re-

location of its East Deerfield station in Deerfield.

It appearing, after notice and hearing, that the selectmen of

the town of Deerfield have approved the proposed relocation of

the East Deerfield station of the Boston and Maine railroad, and

that the public interests will be promoted by such change, — it is

Ordered, That the approval of the Commission be hereby given

to the relocation of the East Deerfield station of the Boston and

Maine railroad in the town of Deerfield, by the removal of the

same to a point at the west end of the railroad yard, as shown

upon a plan on file with the petition.

Attest: ANDREW A. HIGHLANDS,
November 12, 191.5. [P. S. C. 10S7] Secretary.
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Petition of the trustees of the Northfield schools that the name of

the station called South Vernon on the Boston and Maine rail-

road and Central Vermont railway, in the toivn of Northfield,

be changed to East Northfield.

After notice and hearing and full consideration, it appearing

that the station called South Vernon is a joint station of the

Boston and Maine railroad and the Central Vermont railway

and is the railroad station for the Northfield Seminary and also

for the summer assemblies which have an attendance of many
thousands from all over the country; that the station is within

the limits of the town of Northfield, the name of the post office

being East Northfield; that there is no town in Massachusetts

bearing the name South Vernon and that great embarrassment and

inconvenience is caused by the present name of the station, — it is

Ordered, That the name of the station now called South Ver-

non on the Boston and Maine railroad and the Central Vermont

railway in the town of Northfield be hereby changed to East

Northfield.

Attest: ANDREW A. HIGHLANDS,
July 8, 1915. [P. S. C. 980] Secretary.

Petition of the Revere Board of Trade relative to change in location

of the Revere station of the Boston and Maine Railroad in the

Town of Revere.

The Revere station on the Portland (Eastern) division of the

Boston and Maine railroad in the town of Revere is now located

just south of the point where the Revere Beach parkway crosses

the railroad tracks. The petitioners desire to have its location

changed to a point about 2,400 feet farther north, near the

junction of Shirley avenue and Beach street. The petitioners

contend that the section of the town near the proposed location is

more thickly settled, and is increasing in population more rapidly

than the section adjacent to the present location, and that if the

station were relocated as proposed a great many people now using

other lines would avail themselves of the Boston and Maine

railroad for transportation to and from Boston.

According to plans and estimates submitted by the company,

the cost of moving the present station to the new site, including

the necessary grading, retaining walls, platforms and fences,

would be $34,100, and the cost of building a new station on the

proposed site would be $47,600. A considerable portion of the
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estimated expense is due to the fact that the railroad is in a deep

cut at the proposed location, and the building of expensive retain-

ing walls or the acquisition of additional land and considerable

excavation would be necessary. We believe, however, that a

suitable location could be found at a point where the grade of the

railroad more nearly approximates the grade of the adjoining

land, and where the cost of relocating the station would be much
less than the amount indicated in the company's estimate.

Indeed, the suggestion was made that a small, inexpensive

station, with loading and unloading platforms, would be sufficient.

The Commission is, however, of the opinion that if the present

station is to be abolished any new station should provide baggage

and ticket facilities, with a man or men in charge, and that

sufficient land would have to be obtained and the necessary

grading and approaches made for the use of vehicles.

The relocation of the station would also be likely to increase

the present maintenance charges. As the present passenger

station adjoins the freight house and the freight delivery tracks,

the same operating force handles the freight business and the

passenger business; but if the passenger station were moved to

the proposed new location the company has stated that the

services of two additional men would be required at an estimated

expense of $5 per day.

The service given by the Boston and Maine Railroad on its

Portland (Eastern) division between Revere and Boston consists

of 14 trains a day, with 7 regular and 7 flag stops. The running

time is about 18 minutes, and the regular one-way fare is 13

cents; lO-trip tickets are also furnished at the rate of 9^ cents a

ride, and 25-trip tickets at the rate of 7f cents a ride. If the

station should be moved about half a mile farther from Boston,

as proposed by the petitioners, the one-way fare to Boston,

according to the present uniform rate basis for the metropolitan

district, would be increased to 14 cents, and the trip ticket rate

would also be slightly increased.

From records submitted by the company the total ticket sales

at this station for the year 1913 amounted to about $2,000.

Just how much additional passenger business would be developed

as the result of the proposed relocation of the station is difficult

to determine, in view of the fact that a competitive service is

furnished at lower rates by the Boston, Revere Beach and Lynn
Railroad Company and by the Bay State Street Railway Company.
The Crescent Beach station of the Boston, Revere Beach and

Lynn railroad is located at the easterly end of Beach s<^reet,
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about 2,400 feet from the proposed new location for the Boston

and Maine station, and is convenient to a large number of people

living between the Portland (Eastern) division of the Boston and

Maine railroad and Crescent Beach. This railroad operates on

10 and 15-minute schedule, with a running time of 20 minutes

from Crescent Beach to Rowe's Wharf, Boston, for a five-cent fare.

As the cars of the Bay State street railway are operated on

Beach street, and cross the tracks of the Boston and Maine rail-

road by an overhead bridge near the proposed new location of

the Boston and Maine station, people living in that vicinity now
have the advantage of the service afforded by the Bay State

Street Railway Company, which operates cars on this line on a

15-minute headway during normal hours, and a 10-minute head-

way during rush hours in the winter season, and a 10-minute

headway during normal hours and a five-minute headway during

rush hours in the summer season. The schedule time from

Scollay square is 39 minutes, and the fare is five cents. By the

payment of three cents additional, passengers on this line can

also obtain a transfer check good for transfer at Scollay square

to certain points on the Boston Elevated railway system.

While the service on the Bay State street railway is more

frequent, the schedule time is considerably longer and less

reliable, due in large part, to the narrow and congested streets

through which it operates and the drawbridges along the route.

It may well be that if the growth of the population adjacent to

the proposed location of the Boston and Maine station continues,

conditions may justify the removal of the station in order that

the company may be in a position, with its quicker and more

dependable service, to become a more active competitor for the

passenger service in the town of Revere; but in view of the

present financial condition of the Boston and Maine Railroad,

the small passenger receipts at this station, the expense involved

in the proposed change, together with the more frequent and

cheaper service rendered by the Bay State street railway and the

Boston, Revere Beach and Lynn railroad, the Commission is of

the opinion that it would not be warranted at this time in order-

ing the change of location desired. It is therefore

Ordered, That the petition be dismissed.

By the Commission,

ALLAN BROOKS,
November 19, 1915. [P. S. C. 131] Assistant Secretary.
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Street Railway.

Petition of Whitfield L. Tuck and other residents of Winchester

for the establishment of a xoaiting room for patrons of the

Bay State Street Raihvay Company in that toivn.

At the public hearing on this petition, it was alleged that

public necessity and convenience require the installation by the

Bay State Street Railway Company of a waiting room at what is

known as the "square" in the town of Winchester. This

^'square" is in the center of the town and is formed by the inter-

section of the main highways from Medford to Woburn and from

Arlington to Stoneham, in which the tracks of the Bay State

company are located. It is bisected at grade by the tracks of the

Boston and Maine Railroad, and the two Bay State lines con-

verge on either side of the railroad and cross it over a single

track.

The Bay State Street Railway Company operates through lines

over the two highways. Passengers going from Medford to

Stoneham or vice versa must transfer on the east side, and

passengers from Arlington to Woburn or vice versa transfer on

the west side of the Boston and Maine tracks. In order to

provide waiting room facilities at the "square", therefore, to

accommodate all transfer passengers alike, it would be necessary

for the Bay State company to maintain a shelter on both sides

of these tracks. This "square" is also the trading center of the

town and on both sides of the tracks there are stores open until

10 P.M. which are used more or less as waiting rooms by street

railway patrons. The proprietors of two of these stores, who
were interviewed by inspectors of the Commission, stated that

while they did not advertise their stores as waiting rooms, they

did not object to their use for this purpose, and indeed, provided

several chairs for the accommodation of persons so using them.

From counts submitted by the street railway company for the

two days, September 20th and 21st, 1915, it appeared that there

were sixty-two passengers who transferred at this square after

10 P.M., of which fifteen transferred on the east side and forty-

seven on the west side of the Boston and Maine tracks. Of

these sixty-two passengers, half made immediate connections and

half were obliged to wait. From similar counts taken by the

Inspection Department of the Commission on September 27th

and 28th, 1915, one hundred and sixty passengers boarded the

cars after 10 p.m. in this "square", fifty-seven on the east side
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and one hundred and three on the west side. How many of

these were transfer passengers the inspectors were unable to

determine.

At the pubHc hearing the opinion was expressed by the select-

men of the town that there is no suitable place in the "square"

for a shelter or waiting room and that there is no pressing need

of one. The further opinion was expressed that if it were

deemed necessary to provide one, an attendant should be in

charge at all times to prevent its misuse.

As the judgment of the local authorities in such matters

should be largely controlling, in the absence of strong evidence

to the contrary, the Commission does not feel warranted in

ordering the establishment of a waiting room at this point. It is

therefore

Ordered, That the petition be dismissed.

By the Commission,

ANDREW A. HIGHLANDS,
November 15, 1915. [P. S. C. 921] Secretary.

Petition of the Boston Elevated Railway Company for approval of

plan showing proposed enlargement of one of the exits at the

Central square station of the Main street subway in the city

of Cambridge.

The annexed plan, numbered C-12829, showing proposed en-

largement of one of the exits at the Central square station of

the Main street subway of the Boston Elevated railway in the

city of Cambridge, by the construction of an additional stairway

near Essex street, is hereby approved.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
JOHN F. MEANEY,
JOSEPH B. EASTMAN,

July 15, 1915. [P. S. C. 927] Commissioners.
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Action by the Commission in connection with Resolve (chapter 61,

Resolves of 1915) of the General Court relative to an investi-

gation of transportation facilities and transfer privileges at the

Dudley street terminal of the Boston Elevated railway, and

relative to stations at Dale street and Egleston square in the

city of Boston.

The annexed plan, marked " Boston Elevated Railway, elevated

and subway construction, study for pre-payment area and

changes in elevated station, Egleston square, Nov. 9, 1915, plan

No. 35427," being a study relative to relief of congestion at the

east loop at Dudley Street station in Boston, by diverting certain

surface car lines from that point to the Egleston Square station,

and for a more extended use of said Egleston Square station,

prepared in connection with an investigation by the Commission

under the provisions of chapter 61 of the Resolves of the year

1915, is herebj^ approved.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
JOHN F. MEANEY,
JOSEPH B. EASTMAN,
CHAS. A. RUSSELL,

November 16, 1915. [P. S. C. 1020] Commissioners.

Petition of the Boston Elevated Railway Company for approval of

supplementary plan showing changes at the Harvard square

station of the Cambridge subway, in connection with the in-

stallation of an escalator at said station.

Pursuant to the order of the Commission, issued November
20, 1914, the Boston Elevated Railway Company having filed a

supplementary plan, numbered C-26820, showing details in con-

nection with the installation of an escalator at the Harvard
square station of the Cambridge subway and necessary changes

in turnstiles and passageways in connection therewith, — it is

Ordered, That said plan be hereby approved.

Attest: ANDREW A. HIGHLANDS,
May ,3, 1915. [P. S. C. 4231 Secretary.
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Petition of the Boston Elevated Railway Company for approval of the

placing of floiver stands in the waiting room of the Massachusetts

station of the Boylston street subway in the city of Boston.

After consideration, — it is

Ordered, That the placing of flower stands in the waiting room

of the Massachusetts station of the Boylston street subway in the

city of Boston, leased by the Boston Elevated Railway Company,

as shown on a plan numbered 14014 on file with the petition,

be hereby approved; this order being subject to revocation at

any time in the discretion of the Commission without further

notice to said company.

Attest: ALLAN BROOKS,
January 29, 1915. [P. S. C. 857] Assistant Secretary.

Petitions of the Boston Elevated Railway Company for approval of

the location of telephone booths in the Copley station and the

Massachusetts station of the Boylston street subivay in Boston.

After consideration, — it is

Ordered, That the approval of the Commission be hereby given

to the location of telephone booths in the Copley station and

the Massachusetts station of the Boylston street subway in Bos-

ton, leased to the Boston Elevated Railway Company, as shown

on plans dated April, 1915, on file with the petitions.

Attest: ANDREW A. HIGHLANDS,
April 30, 1915. [P. S. C. 911] Secretary.

Petitions of the Boston Elevated Railway Company for approval of

the location of telephone booths in the Botvdoin station and the

Scollay Under station of the East Boston tunnel extension in

Boston.

After consideration, — it is

Ordered, That the approval of the Commission be hereby given

to the location of telephone booths in the Bowdoin station and

the Scollay Under station of the East Boston tunnel extension

in Boston, leased to the Boston Elevated Railway Company, as

shown on plans dated April, 1915, on file with the petitions.

Attest: ANDREW A. HIGHLANDS,
April 30, 1915. [P. S. C. 912] Secretary.
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Petition of the Boston Elevated Railway Company for approval of

location of telephone booths in the Washington station of the

Dorchester tunnel in Boston.

After consideration, —• it is

Ordered, That the approval of the Commission be hereby given

to the location of telephone booths in the Washington station of

the Dorchester tunnel in Boston, leased to the Boston Elevated

Railway Company, as shown on plan dated April, 1915, on file

with the petition.

Attest: ANDREW A. HIGHLANDS,
April 30, 1915. [P. S. C. 913] Secretary.
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STEPS OF CARS, CONSTRUCTION, ETC.

Petition of the Boston and Worcester Street Railway Company for

approval of type of car step for installation on its cars.

This petition is brought in accordance with an order of the

Commission (P. S. C. 576) issued under date of July 20, 1914.

After consideration, — it is

Ordered, That the approval of the Commission be hereby given

to the use on open cars of the Boston and Worcester Street

Railway Company of double folding steps, as shown on blue

prints Nos. 7837-16-A and 7817-16-A-B; also Nos. 7836-16-A

and 7817-16-A, on file with the petition.

Attest: ANDREW A. HIGHLANDS,
Febkuaey 25, 1915. [P. S. C. 873] Secretary.

In accordance with an order of the Commission, P. S. C. 576,

issued under date of July 20, 1914, the Commission has issued

other orders approving the type of steps for installation on street

railway cars, as follows:

Concord, Maynard and Hudson street railway, January 11,

1915 — Wason type of double folding steps, as shown on blue

print numbered 7817-16-A.

Concord, Maynard and Hudson street railway, February 3,

1915 — Jones type of folding step, as shown on blue print.

[P. S. C. 839]

Connecticut Valley street railway, January 11, 1915 — Wason

type of double folding steps, as shown on blue print numbered

7817-16-A. [P. S. C. 839]

Connecticut Valley street railway, February 3, 1915 — Jones

type of folding step, as shown on blue print. [P. S. C. 839]

Fitchburg and Leominster street railway, February 24, 1915 —
double running boards with upper board stationary and lower

board folding, as shown on blue print. [P. S. C. 870]
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Middlesex and Boston street railway, December 11, 1915 —
Osgood Bradley Car Company type of double steps. [P. S. C.

1183]

Milford and Uxbridge street railway, February 11, 1915 —
double step hanger with folding step for double truck car, as

shown on blue print. [P. S. C. 865]

Milford and Uxbridge, March 30, 1915 — Osgood Bradley sin-

gle folding double running board steps, as shown on blue print.

[P. S. C. 865]

Milford, Attleborough and Woonsocket street railway, January

6, 1915 — Osgood Bradley Car Company type of double folding

steps. [P. S. C. 832]

Nahant and Lynn street railway, January 16, 1915 — Wason
type of double folding car steps, as shown on blue print numbered

70450 and the Bay State type of single folding steps, as shown

on blue print numbered 70460. [P. S. C. 834]

New Bedford and Onset street railway, April 16, 1915 —
Wason type double folding double running board applied to 12

and 13-bench cars, as shown on blue print. [P. S. C. 868]

Northern Massachusetts street railway, January 11, 1915 —
Wason type of double folding steps, as shown on blue print

numbered 7817-16-A. [P. S. C. 839]

Northern Massachusetts street railway, February 3, 1915 —
Jones type of folding step, as shown on blue print. [P. S. C. 839]

Shelburne Falls and Colrain street railway. May 18, 1915 —
double steps, as shown on drawings numbered one, two and three.

[P. S. C. 940]

Springfield street railway, January 6, 1915 — W^ason type of

double folding steps as shown on blue prints numbered 7816-16-

A and 7817-16-A. [P. S. C. 832]

Union street railway, February 24, 1915 — J. M. Jones type,

single folding, double running board, applied to 13-bench cars,

as shown on blue print. [P. S. C. 868]

Union street railway, March 25, 1915 — Osgood Bradley make
single folding, double running board, applied to 10 and 13-bench

cars, as shown on blue print. [P. S. C. 868]

Worcester Consolidated street railway, January 6, 1915 —
Osgood Bradley Car Company type of double folding steps, as

shown on blue prints. [P. S. C. 832.]
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Petition of the Interstate Consolidated Street Raihvay Company
and the Attleborough Branch Railroad Company for extension

of time in which to complete the tvork of changing the steps on

the cars of said companies.

After consideration, good cause having been shown, — it is

Ordered, That the time for completing the work of changing

the steps on the cars of the Interstate Consolidated Street Rail-

way Company and the Attleborough Branch Railroad Company,
in accordance with the order of the Commission dated July 20,

1914, be hereby extended to July 1, 1916; the Commission re-

serving the right to again take up the matter if in its opinion

occasion requires.

Attest: ALLAN BROOKS,
January 6, 1915. [P. S. C. 831] Assistant Secretary.

In accordance with an order of the Commission, P. S. C. 576,

dated July 20, 1914, good cause having been shown, the Com-
mission issued other orders extending the time in which to com-

plete the work of changing steps on street railwaj^ cars, as fol-

lows:

Bay State street railway, June 4, 1915 — time extended to

July 1, 1916. [P. S. C. 831]

Berkshire street railway, June 29, 1915 — time extended to

July 1, 1916. [P. S. C. 831]

Blue Hill street railway, June 29, 1915 — time extended to

July 1, 1916. [P. S. C. 831]

Boston Elevated railway, June 30, 1915 — time extended to

July 1, 1916. [P. S. C. 831]

Boston and Worcester street railway, July 1, 1915 — time ex-

tended to November 1, 1915. [P. S. C. 831]

Brockton and Plymouth street railway, July 2, 1914 — time

extended to July 1, 1916. [P. S. C. 831]

Concord, Maynard and Hudson street railway, January 11,

1915 — time extended to July i, 1916. [P. S. C. 831]

Middlesex and Boston street railway, June 29, 1915 — time

extended to July 1, 1916. [P. S. C. 831]

Nahant and Lynn street railway, July 1, 1915 — time extended

to July 1, 1916. [P. S. C. 831]

Northern Massachusetts street railway, January 11, 1915 —
time extended to July 1, 1916. [P. S. C. 831]
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Providence and Fall River street railway, February 24, 1915 —
time extended to July 1, 1916. [P. S. C. 831]

Springfield street railway, January 6, 1915 — time extended to

July 1, 1916. [P. S. C. 831]

Taunton and Pawtueket street railway, July 2, and October

14, 1915 — time extended to July 1, 1916. [P. S. C. 831]

Union street railway, June 23, 1915 — time extended to Sep-

tember 15, 1915. [P. S. C. 831]

Ware and Brookfield street railway, September 20, 1915 —
time extended to July 1, 1916. [P. S. C. 831]

Warren, Brookfield and Spencer street railway, January 27,

1915 — time extended to July 1, 1916. [P. S. C. 831]

Worcester Consolidated street railway, January 6, 1915 —
time extended to July 1, 1916. [P. S. C. 831]

Petition of the Berkshire Street Railway Company for approval of

plans showing changes in certain open car construction.

It appearing that the Berkshire Street Railway Company pro-

poses to make certain changes in open cars for use upon its rail-

way and has submitted, in accordance with an order of the

Commission dated July 20, 1914, relative to the height of steps of

street railway cars, a plan showing the changes to be made, — it is

Ordered, that the approval of the Commission be hereby given

to plan on file with the petition entitled "Berkshire Street Rail-

way Company, Rearrangement of 14-bench open cars for end

entrance. Office of Supervisor of Equipment, New Haven, Conn.,

July 7, 1915, No. 2658," showing changes in open cars to be

made by the Berkshire Street Railway Company for use upon

the lines of its railway.

Attest: ANDREW A. HIGHLANDS,
March 12, 1915. [P. S. C. 887] Secretary.

In accordance with an order of the Commission, P. S. C. 576,

dated July 20, 1914, other orders approving types of car con-

struction have been issued, as follows:

Bay State street railway, September 15, 1915 — "Bay State

1915 Convertible Car," as shown on blue print numbered 71586.

[P. S. C. 1083-A]

Boston Elevated railway, January 4, 1915 — forty-three artic-

ulated cars, made up of seventy-four 20-foot car units and
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twelve 25-foot car units, as shown on plans numbered 10913-B

and 11743-A. [P. S. C. 825]

Boston Elevated railway, April 9, 1915 — twenty 26' 6" closed

cars, as shown on plans numbered 12165-B and 11729-D. [P.

S. C. 901]

Boston Elevated railway, October 9, 1915 — 691 nine-bench

open surface cars, as shown on blue print numbered 12364. [P.

S. C. 1130]

Boston Elevated, November 12, 1915 — forty-eight articulated

cars, made up from ninety-six 20 and 25 ft. units, substantially

according to plans numbered 10913-B and 11743-A. [P. S. C.

825]

Boston Elevated, November 12, 1915 — trailer type cars,

substantially according to plans approved by the Commission

under an order [P. S. C. 808] dated December 17, 1914. fP. S. C.

808]

Boston and Worcester street railway, March 9, 1915 — Osgood

Bradley Car Company type of closed cars, as shown on plan

numbered 5332. [P. S. C. 883]

Boston and Worcester street railway, March 12, 1915 — Wason

type of open cars, as shown on plans numbered 7862-15-H and

7863-15-H. [P. S. C. 884]

Boston and Worcester street railway, March 25, 1915 — Wason

type of 14-bench open car, as shown on plan numbered 7865-

15-H. [P. S. C. 884]

Norton and Taunton street railway, June 23, 1915 — Wason

type of closed electric cars, as shown on plan numbered 7896-

17-F. [P. S. C. 982]

Norton and Taunton street railway, June 23, 1915 — Wason 8

wheel nose snow plow, as shown on specification No. 740 and on

plan numbered 7712. [P. S. C. 892]

Shelburne Falls and Colrain, November 3, 1915 — glazed

vestibule front in place of dash board on each end of car No. 15.

[P. S. C. 1164]

Springfield street railway, November 24, 1915 — new type of

car made by converting regular summer cars to all-year-round

type, applj'ing the prepayment and folding step devices, in

accordance with blue print 7923-15-J. [P. S. C. 832]

Worcester Consolidated street railway, November 24, 1915 —
new type of car made by converting regular summer cars to all-

year-round type, applying the prepayment and folding step

devices, in accordance with blue print 5343. [P. S. C. 832]
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SUNDAY TRAINS AND BOATS.

Petition of the Merchants and Miners Transportation Company for

authority to run steamships on the Lord's day.

It appearing to the Commission, after consideration, that the

public necessity, convenience, health and welfare may reasonably

require, within the meaning and intent of the statute, the run-

ning of steamships within the waters of the Commonwealth on

the Lord's day, — it is

Ordered, That authority be hereby given to the Merchants and

Miners Transportation Company to run its steamships within the

waters of the Commonwealth on the Lord's day during the year

ending June 30, 1916; subject, however, to the following condi-

tions:

1. Within the jurisdiction covered by this order, no intoxicat-

ing liquors shall be sold or furnished and no disorderly conduct,

gaming or other sport be permitted either upon said steamships

or upon any premises owned or controlled by the company.

2. The Commission reserves the right to revoke the authority

hereby given at any time in its discretion without previous notice

to said company.

Attest: ALLAN BROOKS,
June 23, 1915. [P. S. C. 990] Assistant Secretary.

By similar orders, schedules of regular Sunday boats, deemed

to be necessary for the public accommodation, have been author-

ized, as follows: Allan Line Steamship Company, Ltd., Boston

and Gloucester Steamship Company, Boston, Nahant and Pines

Steamboat Company, Boston and Yarmouth Steamship Com-
pany, Cape Cod Steamship Company, Captain E. W. Dixon of

the Steamer King Philip, Eastern Steamship Corporation, (Cal-

vin Austin, Receiver), Nantasket Beach Steamboat Company,
New Bedford, Marthas Vineyard and Nantucket Steamboat

Company, The Scituate Steamboat Company, C. H. Waterman,
Proprietor. [P. S. C. 1016]



372 APPENDIX — ORDERS. [Jan.

Petition of the Boston and Maine Railroad for authority to operate

Sunday trains.

After consideration, — it is

Ordered, That the Boston and Maine Railroad be hereby-

authorized to run on the Lord's day during the period ending

December 31, 1915, the trains specified in the petition dated

June 18, 1915, and accompanying schedules, subject to the fol-

lowing conditions:

1. No train shall be run as an excursion train.

2. The rates of fare on the passenger trains shall in no case

be less than those charged on regular week-day trains, between

the same stations.

All previous orders authorizing the running of trains on the

Lord's day on the Boston and Maine railroad are hereby re-

voked, such revocation to take effect when the above named

schedules are put in force.

Attest: ANDREW A. HIGHLANDS,
July 2, 1915. [P. S. C. 1022-A] Secretary.

By similar orders, schedules of regular Sunday trains, deemed

to be necessary for the public accommodation, having been

authorized on the Boston and Albany railroad [P. S. C. 1199] the

Boston and Maine railroad [P. S. C. 1022-B], the Boston,

Revere Beach and Lynn railroad [P. S. C. 896], the Hoosac Tun-

nel and Wilmington railroad [P. S. C. 991] and the New York,

New Haven and Hartford railroad [P. S. C. 511, 101 1-A].

Petition of the Eastern Finnish Temperance Society of Fitchburg

for permission for a special Sunday train from Fitchburg to

Rockport via Boston.

After consideration, — it is

Ordered, That the Boston and Maine Railroad be hereby

authorized to run a special train from Fitchburg to Rockport

via Boston, on Sunday, June 27, 1915, for the exclusive use of the

Eastern Finnish Temperance Society, for the purpose of pro-

viding transportation for members attending a meeting of said

society in Fitchburg; provided that said train shall not be run

as a public excursion train, and that the rates of fare shall not

be less than those charged on regular week-day trains.

Attest: ANDREW A. HIGHLANDS,
May 24, 1915. [P. S. C. 540] Secretary.
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Petition of George E. Marsters for permission for a special Sunday
train from Boston en route to Washington.

After consideration, — it is

Ordered, That the New York, New Haven and Hartford Rail-

road Company be hereby authorized to run a special train over

its lines in Massachusetts from Boston to New York on Sunday,

September 26, 1915, for the exclusive use of members of the

Department of Massachusetts, Grand Army of the Republic, en

route to Washington to attend the forty-ninth National En-
campment; provided that said train shall not be run as a public

excursion train and that the rates of fare shall not be less than

those charged on regular week-day trains.

Attest: ANDREW A. HIGHLANDS,
June 15, 1915. , [P. S. C. 510] Secretary.

A number of other special Sunday trains have been authorized

in the course of the year, for reasons which were deemed to be

good and exceptional.
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MISCELLANEOUS.

Circulars relating to Accidents.

Accidents on Railroads and Street Railways.

The Public Service Commission respectfully calls to your at-

tention the provisions of section 62 of part I of chapter 463, of

the Acts of 1906, which reads as follows: —

Section 62. Every railroad corporation and street railway company

shall give immediate notice of an accident on its railroad or railway, which

results in a loss of hfe, to the medical examiner of the county who resides

nearest to the place of accident, and shall also, within twenty-four hours,

give notice to the Board of Railroad Commissioners [Public Service Com-

mission] of any such accident or of any accident of the description of

accidents of which said board [commission] may require notice to be

given. For each omission to give such notice, the corporation or company

shall forfeit not more than one hundred dollars.

Under the authority of the foregoing provision of law the

Commission requires that reports be made: —
1. Of all accidents resulting in serious personal injury, as well

as in loss of life, whether of passengers, employees, trespassers,

or others.

2. Of all accidents which do not result in personal injury, but

which cause serious detention of passenger trains or electric cars.

When an accident occurs at a station it should be so reported

and the name of the station given; when it occurs elsewhere the

place should be described with reasonable accuracy.

The word "station" will be deemed to mean that part of the

railroad premises within which trains are customarily stopped

for the purpose of receiving or discharging passengers.

The word "road" will be deemed to mean all parts of prem-

ises the use of which is ordinarily necessary to the operation of

the railroad or railway.

The accidents to be reported are those which are incident to

the movement of any engine or car or to the character and con-

dition of the machinery, equipment and appliances used in or in

connection with the operation of such railroad or street railway.
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Each report should include a statement of the character of

the accident and the nature of the injury, stating the name of

the person killed or injured, the character of his employment,

if an employee, and be in accordance with the accompanying

form.

If a person reported as injured subsequently dies as the result

of injuries received, or if the name of a person killed or injured

is reported as unknown and the name of such person is subse-

quently ascertained, a report thereof shall at once be made to

the Commission.

By order of the Commission,

ANDREW A. HIGHLANDS,
January 25, 1915. [P. S. C. 549-F] Secretary.

Accidents on Private Railroads.

In the exercise of the supervisory powers vested in the Com-

mission under the provisions of section 252 of part II of chapter

463 of the Acts of 1906, as amended by chapter 375 of the Acts

of 1912, the Public Service Commission has adopted the follow-

ing order: —

Ordered, That every corporation, person, firm or association owning or

operating a railroad for private use, shall give notice within twenty-four

hours to the Public Service Commission, on blank forms furnished by the

Commission for such purpose, of any accident on its or his railroad which

results in a loss of fife or serious personal injury, whether of employees or

others.

An " accident on its or his railroad " shall be deemed to include

accidents upon all parts of the premises the use of which is

ordinarily necessary for the operation of the railroad. The
accidents to be reported are those which are incident to the

movement of any engine or car or to the character and condi-

tion of the machinery, equipment and appliances used in or in

connection with the operation of such railroad.

Each report should include a statement of the character of the

accident and the nature of the injury, stating the name of the

person killed or injured, the character of his employment, if an

employee, and be in accordance with the accompanying form.

If a person reported as injured subsequently dies as the result

of injuries received, or if the name of a person killed or injured
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is reported as unknown and the name of such person is subse-

quently ascertained, a report thereof shall at once be made to

the Commission.

By order of the Commission,

ANDREW A. HIGHLANDS,
January 25, 1915. [P. S. C. 549-G] Secretary.

Street Railways earning Five Per Cent Dividends.

Comviunications concerning street railway companies' bonds entitled

to be savings bank investments under Acts of 1908, chapter 590,

Part V, section 68.
June 4, 1915.

To the Honorable the Bank Commissioner of the Commonwealth, State House,

Boston, Massachusetts.

Dear Sir: — The Boston Elevated Railway Company having

complied with all the requirements contained in chapter 273 of

the Acts of 1915, being an act relative to investments of savings

banks and institutions for savings, we hereby certify, in accord-

ance with the provisions of said act, that the bonds of the Bos-

ton Elevated Railway Company are a legal investment for such

savings banks and institutions for savings.

Yours very truly,

FREDERICK J. MACLEOD,
Chairman.

To the Honorable the Bank Commissioner of the Commonwealth, State

House, Boston, Mass.

Dear Sir: — Pursuant to the provisions of Acts of 1908,

chapter 590, part V, section 68, Fifth, and amendments thereof,

we certify and transmit the following list of street railway

companies incorporated in this Commonwealth which appear

from the returns made by them to have annually earned and

properly paid without impairment of assets or capital stock an

amount in dividends equal to at least five per cent upon their

outstanding capital stock in each of the five preceding years:

Boston and Revere Electric Street Railway Company

East Middlesex Street Railway Company

Fitchburg and Leominster Street Railway Company
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Holyoke Street Railway Company
Springfield Street Railway Company
Union Street Railway Company
West End Street Railway Company
Worcester Consolidated Street Railway Company

We also certify that the bonds of the Boston Elevated Railway

Company are legal investments of savings banks and institutions

for savings by virtue of the provisions of Chapter 273 of the

Acts of 1915.

The statutes cited above, as construed by this Commission and

its predecessor, do not require the Commission to determine

whether the provisions for maintenance and depreciation made

by street railway companies as shown by their returns have or

have not been adequate.

For the Commission,

FREDERICK J. MACLEOD,
December 15, 1915. [P. S. C. 1208] Chairman.

Approval of Corporate Name.

Petition of purchasers of the Warren, Brookfield and Spencer

Street Railway Company for approval of corporate name.

It appearing that the petitioner is the purchaser of the prop-

erty of the Warren, Brookfield and Spencer Street Railway Com-
pany at a sale made by receiver pursuant to an order of the

supreme judicial court for Suffolk county and that it is about to

apply to the secretary of the commonwealth for a charter under

the name of the Worcester and Warren Street Railway Com-
pany, said name not being one in use by any other street rail-

way company in this commonwealth nor, in the judgment of

the commission, so similar thereto as to be likely to be mis-

taken for any other name, it is

Ordered, That the approval of the commission be hereby given

to the name as above stated.

Attest: FREDERICK J. MACLEOD,
May 11, 1915. [P. S. C. 934] Chairman.
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Operation of Cars.

Petition of the Board of Aldermen of New Bedford for approval

of regulations relative to the operation of street railway cars

on the Bay State and Union street railways in that city.

After notice and hearing and further consideration, it appear-

ing that the Board of Aldermen of the city of New Bedford

have adopted certain regulations applying to the operation of

street railway cars within that city so that each street railway

car, if a stop is to be made at the intersection of two streets,

shall come to a full stop on the near side of the cross street;

and that each street railway car on approaching the junction of

Bedford and County streets in either direction shall come to a

full stop on the near side of the cross street, — it is

Ordered, That the regulations applying to the operation of

street railway cars within the city of New Bedford, adopted by

the Board of Aldermen of said city under date of October 22,

1914, on file with the petition, be hereby approved, said regula-

tions to become effective August 1, 1915.

Attest: ANDREW A. HIGHLANDS,
July 8, 1915. [P. S. C. 721] Secretary.

Application of the Board of Aldermen of New Bedford for approval

of certain exceptions to the order of October 22, 1914, regulating

near side stops for street railway cars in that city.

It appearing that the Board of Aldermen of New Bedford by

an order dated October 22, 1914, adopted regulations for stops

of all street railway cars on the near side of cross streets at the

intersection of two streets, the regulations to apply to all cross-

ing stops in that city unless otherwise ordered by said board

with the approval of this Commission, and that these regula-

tions were approved by the Commission in an order dated July

8, 1915; and it further appearing that by an order dated August

2, 1915, said Board of Aldermen made certain exceptions from

said order, viz.: at the intersection of Kempton and Reed

streets. Sawyer and Summer streets, William street and Acush-

net avenue, Purchase and Weld streets, Acushnet avenue and

Main street, Acushnet avenue and Beetle street and Purchase

and Pearl streets, and that such exceptions appear to be in the

public interest, — it is
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Ordered, That the exceptions to the regulations applying to

the operation of street railway cars within the city of New
Bedford, adopted by the Board of Aldermen of said city under

date of August 2, 1915, on file with the petition and stated

above, be hereby approved.

Attest: ANDREW A. HIGHLANDS,
October 7, 1915. [P. S. C. 721] Secretary.

Petition of the Milford, Attleborough and Woo7isocket Street Rail-

toay Company for authority to operate an electric car on its

line between Bellingham Four Corners and Caryville in charge

of one man.

After a public hearing and further consideration, it appears

that the line upon which the above method of operation is pro-

posed is a branch of the Milford, Attleborough and Woonsocket

street railway, and runs from Bellingham Four Corners through

a sparsely settled community to North Bellingham and Cary-

ville, a distance of 3.79 miles. The street railway company de-

sires to operate a car on this branch line in charge of a motor-

man only. It is proposed that passengers shall enter and leave

the car by the front entrance only and that the car shall be

equipped with some form of prepayment device in which pas-

sengers may deposit their fare upon entering the car.

This method of operation was strongly opposed at the hear-

ing by the selectmen of the town of Bellingham and others. A
similar method of operation was refused approval by the Board

of Railroad Commissioners upon complaint concerning method

of operation over the North Reading branch of the Boston and

Northern street railway in 1903. In the order issued December 3,

1903, the Board stated:

It would be unwise in our judgment to establish a precedent for entrust-

ing a car operated by electricity to the sole custody of one man, and we
must therefore recommend that the company employ a conductor as well

as a motorman on this branch.

The Commission is of the opinion that the conditions men-

tioned in that order are controlling in the present case. It is

therefore

Ordered, That the petition be dismissed.

By the Commission,

ALLAN BROOKS,
June 25, 1915. [P. S. C. 823] Assistant Secretary.



380 APPENDIX — ORDERS. [Jan.

Foot Guards and Blocking.

Foot Guards for Railroad Tracks.

CiRCULAK.

Section 142 of part II of chapter 463 of the Acts of 1906,

reads as follows:

Section 142. The frogs, switches and guard rails, except guard rails

on bridges, which are in or connected with the raikoad tracks operated

or used by any raikoad corporations shall be kept so blocked by some

method approved by the board of raikoad commissioners [Public Service

Commission] as to prevent employees from being caught therein. A rail-

road corporation which violates the provisions of this section shall be

punished by a fine of not less than ten nor more than one hundred dollars

for each offence.

In the exercise of the supervisory powers vested in the Com-

mission under the provisions of section 252 of part II of chapter

463 of the Acts of 1906, as amended by chapter 375 of the Acts

of 1912, the Public Service Commission has adopted the follow-

ing order:

Ordered, That the frogs, switches and guard rails in or connected with

the raikoad tracks of every corporation, person, firm or association own-

ing or operating a raikoad for private use shall be kept blocked by some

method approved by the Commission.

Plans showing the method of blocking adopted by the various

railroads in this commonwealth, as approved by the board of

railroad commissioners or by this Commission under the provi-

sions of the foregoing statute, may be examined at this office.

By order of the Commission,

ANDREW A. HIGHLANDS,
June 25, 1915. [P. S. C. 549-M] Secretary.

Petition of American Steel and Wire Company for approval of

type of foot guard.

After examination, — it is

Ordered, That the approval of the Commission be hereby given

to type of foot guard for use in the railroad tracks of the Ameri-
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can Steel and Wire Company in Worcester, as shown on blue

print on file with the petition entitled "American Steel and Wire

Company, South Works, Worcester, Mass. — Details of Safety,

Switch Point Filler, for 70 lb. rails, No. D-2506."

Attest: ALLAN BROOKS,
July 23, 1915. [P. S. C. 1034-A] Assistant Secretary.

Petition of the Boston and Maine Railroad for approval of plans

showing the stand^ard foot guards.

After examination, — it is

Ordered, That in accordance with the provisions of section

142 of part II, chapter 463 of the Acts of 1906, plans entitled

"Boston and Maine Railroad Standard Foot Guards" and "Bos-

ton and Maine Railroad Standard Foot Guards Double Slip

Crossing," submitted for approval, in compliance with an order

of the Commission dated June 25, 1915, be hereby approved.

Attest: ANDREW A. HIGHLANDS,
December 17, 1915. [P. S. C. 1205] Secretary.

Car Sprinkling.

Petition of the Boston Elevated Railway Company for approval of

operation of sprinkler cars in Boston.

After consideration, it appearing that a contract has been ex-

ecuted by the American Car Sprinkler Company and the Boston

Elevated Railway Company under date of April 5, 1915, pro-

viding for the operation of sprinkler cars in the city of Boston,

— it is

Ordered, That the approval of the Commission under section

37 of part III of chapter 463 of the Acts of 1906 be hereby given

to said contract, upon the understanding that the manner in

which the said sprinkler cars are operated shall be subject to

supervision and further regulation by the Commission from

time to time as the public interests may require; and that this

order shall be subject to revocation at any time.

Attest: ANDREW A. HIGHLANDS,
April 13, 1915. [P. S. C. 904] Secretary.
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During the year additional orders have been issued approving

contracts for the operation of sprinkler cars as follows:

Bay State Street Railway.

Everett, April 9, 1915 — American Car Sprinkler Company.
[P. S. C. 900]

Lowell, April 9, 1915 — American Car Sprinkler Company.

[P. S. C. 900]

Maiden, April 27, 1915 — American Car Sprinkler Company.

[P. S. C. 547]

Salem, April 9, 1915. [P. S. C. 900]

Boston Elevated Railway.

Everett, May 12, 1915 — American Car Sprinkler Company.

[P. S. C. 935]

Maiden, April 28, 1915 — American Car Sprinkler Company.

[P. S. C. 910]

Railkoad Relief Associations.

Application of the Boston and Maine Railroad Relief Association

for approval of amendments to by-laws.

After consideration, — it is

Ordered, That the approval of the Commission be hereby given

to amendments to the by-laws of the Boston and Maine Rail-

road Relief Association made at the annual meeting on January

11, 1915, copies of which amendments are on file in this office.

Attest: ALLAN BROOKS,
January 15, 1915. [P. S. C. 843] Assistaiit Secretary.

Petition of the Springfield Street Railway Company for approval of

type of wheel guard.

After consideration, — it is

Ordered, That the approval of the Commission be hereby given

under provisions of section 90 of part II of chapter 463 of the

Acts of 1906, to the use on cars (including dump cars, crane

cars, flat cars, and work cars used for hauling trap rock, sand,

etc.) of a wheel guard as described in the blue print on file

with the petition, when attached to a car in accordance with sec-

tion 2 of the circular letter of the Board of Railroad Commis-

sioners issued under date of September 15, 1910, as follows:
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In the opinion of the board the rigid part of all fenders should be, as

near as practicable, twelve inches above the rail, and the height of wheel

guards should be, as near as practicable, four inches above the rail.

The approval hereby given may be modified or revoked at

any time in the discretion of the Commission.

Attest: ANDREW A. HIGHLANDS,
OcTOBEE 18, 1915. [R. R. C. 8035] Secretary.

Circulars.

I am directed to inform you that Honorable Joseph B. East-

man, of Boston, has been appointed a member of the Public

Service Commission of Massachusetts, and has assumed the

duties of that position.

For the Commission,

ANDREW A. HIGHLANDS,
January 25, 1915. Secretary.

I am directed to inform you that Honorable Charles A.

Russell, of Gloucester, has been appointed a member of the

Public Service Commission of Massachusetts, and has assumed

the duties of that position.

For the Commission,

ANDREW A. HIGHLANDS,
November 16, 1915. Secretary.

Petition of the Boston and Albany Railroad (New York Central

Railroad Company, lessee) for exemption from the duty of

erecting and maintaining bridge guards at the portals of the

Connecticut River bridge in Springfield and West Springfield.

After consideration, — it is

Ordered, That under the provisions of section 143 of part II of

chapter 463 of the Acts of 1906, as amended by chapter 161 of the

Acts of 1913, the Boston and Albany Railroad be hereby exempted

from erecting and maintaining bridge guards at the portals of the

Connecticut River bridge, between Springfield and West Spring-

field, where the clearance is 22 feet, as described in the petition,

this order to be subject to modification or revocation in the dis-

cretion of the Commission.

Attest: ANDREW A. HIGHLANDS,
October 21, 1915. [R. R. C. 9289] Secretary.
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DEPARTMENT EMPLOYEES.

Accounting Department.

Justin W. Lester, Chief Accountant.

Employed in the accounting office of the Mexican Central Railway

Company for nine years.

Old Colony Trust Company, bond and reorganization department, for

six years.

Represented the Old Colony Trust Company in the following capac-

ities: Treasurer and general auditor of the Worcester ConsoUdated

Street Railway Company for eight years; treasurer and general

auditor of the Tampa Northern Railroad and Aripeka Saw Mills

for one year; treasurer and general manager of six coal operations

in West Virginia for one year; treasurer, Eastern Manufacturing

Company, Bangor, Maine, for nineteen months.

Appointed chief accountant, August 1, 1913.

Edwin H. Fenno, Assistant Accountant.

Employed as assistant bookkeeper three years. In railway work;

assistant bookkeeper, receiving clerk and paymaster twenty-four

years.

With Railroad Commission doing expert work, six years.

With Public Service Commission as assistant accountant, two years.

Ernest W. Wright, Assistant Accountant.

Street railway experience in various departments, for twenty-five

years, as follows: Mechanical draughting department; inspector for

electrical department; auditing department.

Assistant accountant, Pubhc Service Commission, since August, 1915^

Rate and Tariff Department.

C. Peter Clark, Chief of Department.

Educated in private and Newton public schools, Phillips Academy,

Andover.

In general railroad freight and passenger clerical and detail work,

Boston, for nine years.

Pennsylvania Railroad line freight solicitor for New England, for

three years.

General Agent, The New York, New Haven and Hartford Railroad

at Boston, freight and passenger, for two years.
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General freight agent Old Colony Railroad, Fall River Line, and The

New York, New Haven and Hartford Railroad, for four years.

General manager New England Railroad for two years.

General superintendent. Eastern District, The New York, New
Haven and Hartford Railroad for five years.

Second vice president and general manager Buffalo and Susquehanna

Railroad for seven years.

Inspeciion Department.

George W. Bishop, Chief of Department.

Educated in district schools and St. Johnsbury Academy.

In train service and as trackman in the employ of the Connecticut

and Passumpsic Rivers railroad, for three years.

Section foreman and conductor of construction trains for the Vermont

and Massachusetts railroad, for four years.

Roadmaster of the second division of the Fitchburg railroad, for about

twenty-one and one-half years.

A member of the Railroad and Public Service Commissions of Massa-

chusetts, for nineteen years.

Chief of the inspection department, for about one and one-half years.

Member of American Society of Civil Engineers.

Daniel M. Wheeler, Inspector.

Locating engineer one year.

Engineer of maintenance of way one year.

Local engineer of construction three years.

Assistant chief engineer four years.

Chief engineer nine years, five years of which time was also superin-

tendent of operation.

Appointed inspector in 1894.

Member of American Society of Civil Engineers.

Lewellyn H. McLain, Inspector.

Driver of horse cars in Boston nine years.

Motorman one year.

Instructor one year and six months.

Division foreman two years.

Superintendent of street railways in Newton six years.

Appointed inspector in 1900.

Winfield L. Larry, Inspector.

Street railway motorman and conductor three months.

Freight brakeman nine months.

Locomotive fireman four years and six months.

Locomotive engineer six years.

Road foreman nine months.

Master mechanic three years.

Appointed inspector in 1907.
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John H. Paeant, Inspector.

Yard clerk and brakeman two years.

Yard conductor and assistant yard master three years.

Passenger brakeman and baggagemaster eight years.

Passenger conductor twelve j^ars.

Claim agent's department eight months.

Appointed inspector in 1908.

Henry W. Seward, Inspector.

Station agent, telegraph operator and train dispatcher four years and

six months.

Clerk in general superintendent's office three years.

Ticket seller four years.

Assistant paymaster thirteen years, seven years of which time was

also conductor of pay train.

Appointed inspector in 1907.

John W. Ogden, Inspector.

Clerk in superintendent's office of the Boston, CUnton and Fitchburg

railroad and spare station agent and telegraph operator fourteen

years.

In construction of street railways, car repairing, motorman and con-

ductor five years.

Superintendent of the Worcester and Clinton and the Clinton and Hud-
son street railways for two years.

General manager, treasurer and purchasing agent of the Concord,

Maynard and Hudson street railway for nine years.

Appointed inspector in 1908.

Charles E. Montgomery, Inspector.

Two years in the engineering school of Tufts College.

Seven years in engineering department of the Boston and Maine rail-

road, rising to assistant engineer.

After a year in the road department, was appointed assistant road-

master of the Central Massachusetts branch of the Boston and

Maine railroad.

Diuing recent reorganization title was changed to track supervisor

of the southern half of the fifth district, so-called.

In all, sixteen years of railroad experience.

Appointed inspector in 1912.

Michael J. Scully, Inspector.

In operating department of the Connecticut River and Boston and

Maine railroads twenty-four years.

Appointed inspector in 1912.

Arthur W. Hodges, Inspector.

Degree of S.B. in electrical engineering from the Lawrence Scientific

School (Harvard), 1897.

Employed in railroad construction in engineering firms and in business

for himself for seven years.
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Appointed first assistant engineer (road department) of the Boston

and Northern and Old Colony street railway companies in 1904.

In full charge of the laying out of the works and supervising the con-

struction of the Middlesex Fells-Stoneham Line of the Boston and

Northern street railway.

Appointed inspector in 1912.

Philip Scott, Assistant Inspector.

About twenty-six years of street railway experience as towboy, con-

ductor, motorman, in general repair of equipment, foreman of car

inspectors, and in charge of Medford shops of Boston Elevated

railway for about ten years.

Inspector of motor car equipment for four years.

Has made tests, examinations and reports on cars that have been in-

volved in accidents, such as collisions, derailments, etc.

Appointed assistant inspector in 1913.

Timothy A. Connoe, Assistant Inspector.

For seventeen years employed by Boston and Maine Railroad.

Engineer for five years.

Inspector of elevators for city of Boston for six years.

Practical machinist at the Navy Yard at Boston four years.

Appointed assistant inspector in 1913.

James E. Rich, Assistant Inspector.

With Boston and Northern and Bay State street railways as con-

ductor, motorman, on overhead construction, in charge of motor

and equipment repairs, for nineteen years.

Foreman of Myrtle Street division in Lynn from March, 1904, to 1909.

Appointed assistant inspector in 1913.

Thomas Laffet, Assistant Inspector.

About thirty years' experience in construction and repair of passenger

and freight train equipment, thirteen years of which time was

with the Boston and Albany Railroad, the balance of the time

being with the New York, New Haven and Hartford Railroad Com-
pany, at Readville shops, in charge of freight car equipment.

Appointed assistant inspector in 1913.

Inspectors' Districts.

Daniel M. Wheelek, of Springfield, inspector, assisted by

James E. Rich, of Springfield, assistant inspector.

Railroads: All railroads and railroads for private use west of the east-

erly line of the Central Vermont railway from the Connecticut

state fine to Palmer; and west of the easterly line of the Ware River

branch of the Boston and Albany railroad from Palmer to Winchen-

don, thence west of the westerly line of the Cheshire branch of the

Boston and Maine railroad from Winchendon to New Hampshire

state line.
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Street railways: Springfield, Mount Tom, Holj^oke, Northampton,

Connecticut Valley, Conway Electric, Shelburne Falls and Colrain,

Berkshire, and all that portion of the Northern Massachusetts

street railway lying west of West Gardner.

Lewellyn H. McLain, of Melrose, inspector, assisted by

Philip Scott, of Medford, assistant inspector.

Street railways: Boston Elevated, Boston and Worcester, Middlesex

and Boston, and Newtonville and Watertown.

WiNFiELD L. Larry, of Winthrop, inspector, assisted by

Timothy A. Connor, of Boston, assistant inspector.

All steam and electric locomotives on steam railroads and all steam

locomotives on railroads for private use.

John H. Parant, of Worcester, inspector.

Railroads: All railroads and railroads for private use east of the east-

erly line ot the Central Vermont railway from the Connecticut

state line to Palmer; and east of the easterly line of the Ware River

branch of the Boston and Albany railroad from Palmer to Win-

chendon; and east of the westerly line of the Cheshire branch; and

west of the easterly line of the Worcester, Nashua and Portland

division of the Boston and Maine railroad from the New Hamp-
shire state hne to Clinton; thence along the northerly line of the

Boston, CUnton and Fitchburg railroad to South Framingham,

also the southerly hne of the Boston and Albany railroad from

South Framingham to Ashland; thence along the easterly Une of

the Ashland branch of the New York, New Haven and Hartford

railroad from Ashland to Franklin; thence along the westerly hne

of the so-called West Wrentham branch to the Rhode Island state

line.

Street railways: Ware and Brookfield, Worcester and Warren,

Worcester Consohdated, Linwood, Milford and Uxbridge, Milford,

Attleborough and Woonsocket west of Franklin, Northern Massa-

chusetts east of West Gardner, and the Fitchburg and Leominster.

Henry W. Seward, of Winthrop, inspector, assisted by

Thomas Laffey, of Brighton, assistant inspector.

Railroads: All railroads and railroads for private use east of the

southerly line of the Boston and Albany railroad from South Fram-

ingham to Ashland; thence along the easterly line of the Ashland

branch of the New York, New Haven and Hartford railroad to

Franklin; thence along the westerly line of the so-called West

Wrentham branch to the Rhode Island state line; also south of

the northerly hne of the Boston and Albany railroad from South

Framingham to Boston, including the Saxonville branch. Grand

Junction tracks and the Boston, Revere Beach and Lynn railroad;

also west of the easterly line of the Midland division of the New
York, New Haven and Hartford railroad from the Boston Ter-

minal Company to Readville; thence on the easterly Une of the main

line of the Boston and Providence division of the New York, New
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Haven and Hartford railroad to the Rhode Island state line; also

the East Junction branch.

Equi-pment: The inspection of all passenger and freight train equip-

ment (excepting locomotives) in Massachusetts, with reference to

safety apphances and tools and the condition and cleanliness of

passenger cars and trains.

John W. Ogden, of Maiden, inspector.

Street railways: Concord, Maynard and Hudson, Lowell and Fitch-

burg, Massachusetts Northeastern, Baj^ State (north of Boston),

Nahant and Lynn and Point Shirley.

Chaeles E. Montgomery, of West Medford, inspector.

Railroads: All railroads and railroads for private use east of the

easterly line of the Worcester, Nashua and Portland division of

the Boston and Maine railroad from the New Hampshire state

line to CUnton; thence along the northerly hne of the Boston,

Clinton and Fitchburg railroad to South Framingham; thence

easterly along the northerly line of the Boston and Albany railroad;

the Saxonville branch, Grand Junction tracks and the Boston,

Revere Beach and Lynn railroad to Lynn.

Michael J. Scully, of Dorchester, inspector.

Railroads: All railroads and railroads for private use east of the

easterly Une of the Midland division of the New York, New Haven
and Hartford railroad from the Boston Terrxiinal Company to

Readville; thence on the easterly line of the main line of the Boston

and Providence division of the New York, New Haven and Hart-

ford railroad to the Rhode Island state Une, except the East Junc-

tion branch.

Arthur W. Hodges, of Brockton, inspector.

Street railways: Bay State (south of Boston), Blue Hill, Brockton

and Plymouth, Dedham and Franklin, Medfield and Medway,
East Taunton, Interstate Consolidated, Milford, Attleborough and
Woonsocket (east of FrankUn), Norfolk and Bristol, Norwood,

• Canton and Sharon, Norton and Taunton, Oak Bluffs, Plymouth
and Sandwich, Providence and Fall River, Taunton and Pawtucket,

Union, New Bedford and Onset, Bristol and Norfolk, and Attle-

boro branch railroad.

Lewis E. Moore, of Newtonville, bridge and signal engineer, assisted by
William J. Keefe, of Boston, assistant engineer of signals.

All bridges and signals upon railroads, railroads for private use and
street railways.

Engineering Beyartment.
Henry W. Hayes.

Graduate Tufts College, 1887.

Rodman, New York & New England railroad, summer of 1885.

Rodman, Aspinwall & Lincoln, summer of 1886.

Engineering department, Fitchburg railroad 1887 to 1900, except

.summer of 1888, assistant engineer Middlesex County.
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Engineering department Boston & Maine railroad 1900 to 1908, the

latter portion of this period as assistant chief engineer.

Engineer of grade crossings in the department of the Attorney General

1908 to January 1, 1914.

Engineer Public Service Commission June 1, 1914, to date.

Member American Society of Civil Engineers.

Lewis E. Moore, Bridge and Signal Engineer.

Graduated University of Wisconsin in mechanical engineering 1900.

Later took senior year in civil engineering at the Massachusetts In-

stitute of Technology.

Mechanical engineering work for about a year.

Phoenix Bridge Company, engineering department.

Illinois Central railroad in road, bridge and constructions departments.

Assistant bridge engineer, examining and computing bridges for Rail-

road Commission and Public Service Commission.

Designed and acted as consulting engineer on various bridge propo-

sitions.

Taught structural engineering or allied subjects at the University of

Wisconsin; University of Illinois; and Massachusetts Institute of

Technology.

Bridge and signal engineer, Public Service Commission, 1913 to date.

Associate member of American Society of Civil Engineers.

Member of Western Society of Engineers.

Member of Boston Society of Civil Engineers.

William J. Keefe.

Graduated from Mechanic Arts High School in 1904; post graduate

course, 1905.

Civil engineering course in Massachusetts Institute of Technology

from 1906 to 1909.

Signal department, Boston and Albany railroad, designing in the

office and inspecting work during construction from 1909 to 1914.

Appointed assistant signal engineer for the Commission on January

1, 1914.

Minor S. Jameson, Assistant Engineer.

Graduated in civil engineering Massachusetts Institute of Tech-

nology, 1896.

Assistant to professor of railroad engineering Massachusetts Insti-

tute of Technology, 1896 to 1898.

With New York, New Haven and Hartford Railroad on construction

at Boston, Bridgeport and New York as transitman, draughtsman,

and principal assistant engineer, 1898 to 1907.

With New York Central and Hudson River Railroad as assistant de-

signing engineer in charge of draughting room, 1907 to 1909.

With Boston & Albany Railroad as resident engineer on Worcester

improvements, 1909 to 1913.

Assistant engineer, Massachusetts Public Service Commission,

October, 1914, to date.
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Telephone and Telegraph Department.

William H. O'Brien, Chief of Department.

Telegraph messenger, one year.

Telegraph service.

Associated Press telegrapher 12 years.

Telegraph manager five years.

Stock Exchange telegrapher 12 years.

Telephone service five years.

Member Massachusetts Legislature three years.

Member Boston Fire Hazard Commission in 1911.

Member Massachusetts Immigration Commission in 1913.

Telephone and Telegraph Department, Massachusetts Public Service

Commission, January 20, 1914.

James M. Cushing, Inspector.

Telephone service nine years.

Underground conduit construction department seven years.

Plant Engineering Department.

Trafiic department. Central manager's office two years.

Appointed to Telephone and Telegraph Department, Massachusetts

PubUc Service Commission, May 14, 1914.

Michael J. Conley, Inspector.

Telephone service, 21 years, in plant department.

Appointed to Telephone and Telegraph Department, Massachusetts

PubHc Service Commission, May 24, 1915.
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METROPOLITAN TRANSPORTATION.

REPORT ON TRANSPORTATION IN THE METROPOLITAN
DISTRICT.

To the Honorable the Senate and House of Representatives of the Common-
wealth of Massachusetts.

Chapter 149 of the Resolves of 1914 reads as follows:

Resolved, That the subject matter contained in the report of the joint

board composed of the Public Service Commission and the Boston Transit

Commission made to the present General Court and printed as Senate

Documents Nos. 448 and 474, together with the subject matter contained

in the several bills and in all other papers and information presented to

the committees on metropohtan affairs and street railwaj^s, sitting jointly,

at the hearings given upon said report, be hereby referred to the Public

Service Commission which shall, after public hearings, duly advertised,

make a complete investigation and study of the transportation needs,

present and future, of Boston and other cities and towns served by cor-

porations having a terminus wdthin the metropohtan district, in connec-

tion with the information, data and suggestions which shaU be presented

at said pubUc hearings, or otherwise obtained, and with particular refer-

ence to all problems relating to capitalization, revenue, revision of fares

and depreciation of properties, the consohdation of companies, and the

advisabiUty of electrification of anj^ part of the railroads of any corpora-

tions operating within said metropohtan district; and if it shall recommend

changes or plans with reference to any or all of these problems, shall

report the same to the next General Court not later than the second

Wednesday of Januarj^, nineteen hundred and fifteen, accompanying its

report with drafts of bills embodying the recommendations of the Com-
mission.

This resolve may be regarded, in part at least, as providing

for a continuation of the investigation made last year by the

Public Service Commission and the Boston Transit Commission,

acting as a joint commission, under the provisions of chapter

108 of the Resolves of i913, providing for an investigation of

the street railway service furnished by the Boston Elevated

Railway Company and the Bay State Street Railway Company
in the metropolitan district.
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The report of the joint commission under this latter resolve

was printed as Senate Documents Nos. 448 and 474 of the year

1914. Without undertaking to summarize that report in detail,

it is sufficient, for present purposes, to say that the commis-

sioners found that, although the Boston Elevated Railway Com-
pany furnishes by far the greater part of the street and rapid-

transit electric railway service within the metropolitan district,

the fact that a portion of the street railway service is furnished

by other companies, notably the Bay State Street Railway

Company, causes certain inequalities in fares and service within

the district which seem unjust and disadvantageous to particu-

lar communities. The joint commission offered no definite

remedy for these conditions but concluded its report by recom-

mending

That to some public authority be committed a thorough and funda-

mental consideration of the whole metropolitan transportation problem

involving all street car systems which serve the district and such railroad

systems, or such parts thereof, as may be properly included within the

same investigation; and involving not only a consideration of questions

of fares and service, but also questions of the charter rights and property

rights of the parties and the relations between the various companies

concerned as well as the relations of the transportation system as a whole

to the municipalities constituting the metropoUtan district.

Character of the Inquiry.

The language of the Resolve (Chapter 149 of 1914) under

which the present report is made is, it will be noted, exceed-

ingly broad. It imposes upon the Commission an immense

task. We call attention to the words, "a complete investigation

and study of the transportation needs, present and future, of

Boston and other cities and towns served by corporations having

a terminus within the metropolitan district" (italics ours). Not

only rapid transit and street railway, but steam railroad lines

are within the language of the Resolve. It involves an investi-

gation of freight as well as of passenger transportation; it relates

both to the present and to the future; it covers not only service

but fares; and it seems to contemplate a thorough examination

into the management and finances of several large companies.

All this is to be done in six months' time. For reasons already

made clear in communications to the General Court, the Com-
mission was unable to complete its report within this specified

period and was obliged to ask for an extension of time; and the
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report which we submit herewith, although it represents the

result of protracted study and investigation by the Commission

and its experts, is, by reason of the magnitude of the task

imposed and the many other important duties which the Com-
mission has had in the interval, necessarily incomplete in many
respects.

Method of Investigation.

Soon after the passage of this Resolve the Commission com-

municated with public officials, boards and organizations in all

the cities and towns in the metropolitan district, inviting their

careful consideration of the subject matter of the Resolve and

their co-operation in working out some comprehensive plan for the

betterment of existing transportation conditions in the district.

Numerous public hearings were held during the autumn

months, beginning on October 20th and ending on December

2nd, 1914, and the Commission has also had many conferences

with interested parties. In August, two of the commissioners

spent about ten days in personal investigation of local trans-

portation conditions in some of the more important cities of

the Middle West, visiting Milwaukee, St. Paul, Minneapolis,

Madison, Chicago, Indianapolis, Cleveland, Buffalo and Toronto.

Much pertinent information and many valuable suggestions were

secured in these ways, but the Commission felt that the situa-

tion demanded, above everything else, thorough study and analy-

sis by an expert engineer qualified by experience gained in deal-

ing with similar problems in other cities and free to devote his

entire time for several months to the work. The Commission

also felt that it was desirable to secure, for this purpose, an

expert with no preconceived notions or local prejudices who
could approach the problem with an open mind and a fresh

point of view. With these considerations in mind, it employed

Mr. William B. Bennett, of Madison, Wisconsin. Mr. Bennett

is Assistant Chief Engineer of the Railroad Commission of Wis-

consin, but through the courtesy of that Commission was given

a leave of absence during the progress of this investigation.

In making his inquiry Mr. Bennett, with the approval of the

Commission, selected as his assistant Mr. E. J. Steinberg, the

engineer-in-charge of the Milwaukee office of the Railroad Com-

mission of Wisconsin. He began his work in Boston on October

19, 1914, and had the aid, not only of Mr. Steinberg, but of

the regular inspection and engineering departments of the Com-

mission, so far as the many other duties of these departments
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made such assistance practicable. In view of the limited appro-

priation available for a serious engineering study of so large and

complex a problem and of the necessity of making an early

report, we believe that Mr. Bennett deserves great credit for

what he has been able to accomplish.

Similar Investigations in Other Cities.

The total appropriation for this investigation was $5,000.

Some idea of the magnitude and cost of studies of street railway

traffic alone in other cities may be of interest. The second

study of traffic on the railway lines of the Milwaukee Electric

Railway and Light Company, made by the Railroad Commission

of Wisconsin and resulting in the order prescribing standards of

service, extended over a period of 18 months and cost approxi-

mately $20,000. Detroit last year appropriated $35,000 for a

traffic study of the street railway lines in that city. A similar

study of traffic conditions in Cincinnati, covering a period of

six months, cost approximately $40,000. A report on the Pitts-

burg transportation problem, covering only surface lines, required

ten months to complete and cost approximately $60,000. For a

report by the Department of City Transit on the transportation

needs of Philadelphia, that city has appropriated $130,000. An
extensive report, which cost $14,000 to publish and can be con-

sidered hardly more than tentative in many particulars, was sub-

mitted in July, 1913. A force of 140 persons is still woiking

upon this matter for the city of Philadelphia, nearly two years

subsequent to the commencement of the investigation. Prior to

the city's undertaking this study for itself, an elaborate investi-

gation under the direction of the Pennsylvania State Railroad

Commission and extending over several months, was the subject

of a report dated March 7, 1911.

Examination of Accounts.

In addition to the traffic and transportation investigation

and report made by Mr. Bennett, we submit herewith as an

appendix a detailed financial report upon the Boston, Revere

Beach and Lynn Railroad Company and upon the six street

railway companies involved in this inquiry. This report was

prepared by Mr. J. W. Lester, chief accountant of the Com-
mission, with the assistance of other accountants specially em-

ployed for the purpose and was submitted on March 8, 1915.

As in the case of the engineer's report, the Commission has had
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no opportunity since its submission to give Mr. Lester's report

full and careful consideration, and while we have no reason to

doubt that a thorough and intelligent investigation has been

made of the accounts of the various companies, we do not under-

take at this time to endorse either in whole or in part the find-

ings and conclusions which it contains. Various schedules and

working papers which Mr. Lester did not include in his report

are on file in this office and open to public inspection.

Safety on Rapid Tkansit Lines.

On January 25, 1915, the Commission voted to employ Prof.

William L. Puffer, formerly of the Massachusetts Institute of

Technology, to make an "expert investigation of the subway

and rapid transit lines operated by the Boston Elevated Railway

Company, with especial reference to electrical installation, sig-

nals, method of ventilation, fire protection, emergency exits and

other conditions affecting public safety." Professor Puffer has

made his investigation and his report to the Commission may
be expected within the very near future and will be made public

when received. The matters with which it will deal are all

within the juiisdiction of the Commission under the existing

general laws, and no additional legislation will, we believe, be

called for. After his report is made public the Commission will

take such action thereon as the situation seems to demand.

Other Reports.

At the public hearing on the Resolve a report was submitted

by the Boston City Planning Board on the "Larger Aspects of

Transportation in Metropolitan Boston", and an address was

delivered on "Boston Transportation Needs" by Chairman

John N. Cole, of the Boston Industrial Development Board. As

the report and address referred to both contain extremely valu-

able and interesting suggestions, they are submitted herewith as

appendices to this report.

Future Development of Transportation Facilities of

Railroad Companies.

Before considering the phases of this investigation which are

covered by Mr. Bennett's report, it seems desirable that some

reference should be made to an important aspect of the present

inquiry with which he did not deal. As already indicated, the
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scope of the Resolve is sufficiently broad to include a study and

report by the Commission in regard to desirable improvements

in or extensions of present railroad facilities for ihe transportation

and distribution of freight in the metropolitan district. The
Commission fully appreciates the fact that this phase of the

transportation problem is in many ways more important, from

the point of view of the commercial development and business

prosperity of Boston and the metropolitan district, than any

other phase which we have been asked to consider. The legis-

lative history of the Resolve indicates, however, that the primary

question with which we were expected to deal was the question

of passenger transportation by electric street and rapid transit

railway companies, and that the improvement and readjust-

ment of railroad facilities was to be considered largely from the

standpoint of a better co-ordination of such facilities with those

of the electric railway companies, with a view to furnishing more

adequate and convenient passenger transportation for the resi-

dents of the metropolitan district.

It is to be borne in mind also that any comprehensive plan

for the improvement and enlargement of the present transpor-

tation facilities of our railroad companies must necessarily in-

volve very large financial expenditures, which, unless some plan

of public ownership is adopted, are dependent upon the volun-

tary action of the railroad companies. Owing to the present

financial condition of the railroad companies, it does not seem

likely that they would be willing, in the immediate future, to

embark upon any large and expensive scheme for the extension

and development of their present transportation facilities in

metropolitan Boston, even if they could secure the capital neces-

sary for such an undertaking. The possibility of the common-
wealth financing such improvements seems equally remote.

This whole matter, we believe, must, as a practical matter,

wait until the financial condition of the railroad companies im-

proves sufficiently to warrant them in undertaking or assuming

the burden of a general program of expansion.

If these larger improvements to which we refer have not

already been carried out, it is due to no lack of expert investi-

gation by public bodies in the past. This subject was dealt

with in an exhaustive study and report made as early as 1892

by a special commission known as the Rapid Transit Commis-
sion, created by chapter 305 of the Acts of 1891. Subsequent

reports were made by the Commission on Commerce and In-
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dustry in 1908, by the Metropolitan Improvements Commission

in 1909, and by the Joint Board on Metropolitan Improvements

in 1911. The questions of the construction of a belt line rail-

road, of connecting the present railroad terminals at East Bos-

ton and South Boston by means of a tunnel under Boston

harbor and of the development of a proper car float and light-

erage service between present freight terminals have been made
the subject of several reports to the General Court by the

Directors of the Port of Boston, the last report being filed only

a few days ago.

In view of all the facts stated, therefore, the Commission has

given to this larger problem of the future development of rail-

road freight facilities such limited consideration only as was

found possible without prejudice to its investigation of the

problem of passenger transportation, which seems to be more

directly germane to the present Resolve.

Reference has already been made to the report made to the

Commission upon the larger aspects of passenger transporta-

tion in the metropolitan district by the Boston City Planning

Board. That board recommends the construction of a tunnel

connection between the North and South stations, in accordance

with the plan and report made by Mr. Leslie C. Wead to the

Joint Board on Metropolitan Improvements in 1911. It also

suggests that Portland street be extended from Hanover street

through Brattle square, Franklin avenue, Court square, City

Hall avenue, Province street, Music Hall place, Winter place,

Haymarket place, Bumstead place, Boylston square and Hollis

place to the junction of Shawmut avenue and Tremont street.

It is proposed that this new street, which might be given the

name of Boston avenue, should be laid out at a width of 60

feet for its entire length, and that a tunnel should be constructed

underneath it, extending under Tremont street to the present

railroad location near Castle square. It is also suggested that

all transportation facilities, stations and rights of way, of both

railroad and electric railway companies within the metropolitan

district, should be taken over and operated under a single con-

trol by a new terminal transportation company. The ownership

of this terminal company, in the opinion of the Planning Board,

should be vested in the Commonwealth, and it should be oper-

ated either by the Commonwealth itself or by a private company

under lease from the Commonwealth. The full report of the

Boston City Planning Board, together with a map showing the
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locations of the proposed Wead tunnel and the tunnel under

Boston avenue, is, as already stated, submitted in an appendix

to this report.

An interesting suggestion for a radical rearrangement of pres-

ent railroad terminal facilities was also made by Mr. Walter

Stuart Kelley, consulting engineer, at one of the public hearings

held by the Commission. Mr. Kelley's suggestion, briefly stated,

is to center all passenger traffic on the present area of the Bos-

ton and Albany train yard near the junction of Boylston street

and Exeter street. He proposes that a joint terminal station

for the Boston and Albany, the New Haven and the Boston

and Maine railroads be constructed at that point. The cost of

this new terminal, including necessary tunnels and other con-

nections with the existing railroad lines, was estimated by Mr.

Kelley at $30,000,000.

The Commission has found it impossible to give any detailed

-consideration to the scheme presented by Mr. Kelley, to that

of the Boston Planning Board, or to any of the other sugges-

tions of a like general character that have from time to time in

the past been made by other public bodies. Practically all such

plans have been designed to secure terminal connections between

the different railroad companies, or between the various railroad

and street railway companies and the property of the Common-
wealth at South Boston and East Boston, to extend the Boston,

Revere Beach and Lynn railroad under the harbor to the city

proper, or to develop the convenient handling of railroad and
trolley freight to a connection with a large public market and
storage warehouse at some convenient point in the city. The
Commission, after some study of these various problems has

evolved a comprehensive scheme for additional tunnel construc-

tion which would, we believe, accomplish practically all the

things that are desired, which would make possible a universal

transfer more direct than any yet suggested between all points

to which merchandise is delivered by rail in and around Boston,

and which would seem to have advantages not possessed by any
other scheme yet submitted. This plan is shown on Plates XLII
and XLIII, and is described in detail in an appendix to this

report. While the expense of this scheme, like that of others

which have been suggested, is practically prohibitive at the pi-es-

ent time, it has seemed desirable, in view of the broad language

•of the Resolve, to submit this plan as one which may have some
future value.
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Mr. Bennett's Report.

Mr. Bennett made his report to the Commission on March 6

1915, and we submit it herewith as an appendix to our own
report. We believe that it is in many respects one of the most

thorough and valuable transportation studies that has ever been

made in this Commonwealth. While this report was prepared

under the direction of the Commission and after consultation

from time to time with its members, Mr. Bennett was allowed

practically full discretion in attempting to work out a solution

of the problems presented, without any attempt on the part of

the Commission to influence his conclusions or recommenda-

tions. As yet, the Commission itself, in view of the attention

which it has been obliged to give of late to other questions of

pressing importance now before the General Court, has had no

sufficient opportunity to give the report the study and attention

it must ultimately have, and we do not, therefore, undertake at

this time to endorse all of its conclusions and recommendations.

Indeed we feel that, in regard to some portions at least of the

report, we ought not to attempt to express any final judgment

until the public has had a sufficient opportunity to consider the

specific recommendations made. Except in so far, therefore, as

the Commission hereinafter indicates its approval of specific

recommendations, the report is to be given no additional weight

beyond that to which it is justly entitled as an extremely valu-

able contribution to the literature dealing with the metropolitan

transportation problem.

The questions with which Mr. Bennett's report deals and the

recommendations which it makes may, for convenience, be

divided into four classes: —

I. Changes in the Present Service Afforded by the Boston Ele-

tated Railway Company.

The suggestions and recommendations which Mr. Bennett

makes which may be classified under this head require no new

legislation. They are matters with which the Commission has

ample power to deal under the existing general statutes. It is

our purpose to take them up in the immediate future, giving

the usual opportunity to the Elevated officials and the public to

be heard, with a view to making such orders for the improve-

ment of existing conditions and service, after mature considera-

tion, as the public interest seems to demand. Briefly these sug-

gestions and recommendations are as follows :

—
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(1) Re-routing, etc. — Mr. Bennett believes that extensive re-

routing of the surface lines now operating within the district is

urgently needed. The service on many lines at the present

time, both in "rush" and in "non-rush" hours, he finds to be

insujEcient. He also believes that the present routing of cars is

inconsistent with maximum economy and efficiency of service,

whether viewed from the company or the public standpoint, and
that the company should, subject to the approval of the Commis-
sion, establish definite principles for re-routing and proceed at

once with the studies necessary to put the same into effect. A
direct result of such re-routing, if based upon sound principles,

should, he feels, be a simplification of the present transfer

system. He also believes that a definite policy should be adopted

by the company tending to the rehabilitation of equipment, and
that additional modern, up-to-date surface cars should be put

into service at the earliest possible date, displacing some of the

small capacity cars, both single and double truck, now being

operated.

With these recommendations as to re-routing and additional

service the Commission can now. say that it is, in general, in

accord. It is true, we believe, that present service upon the

surface lines is, in many respects, inadequate and insufficient,

and that, to use Mr. Bennett's words, "the present routing of

both the Boston Elevated and Bay State systems is far from
satisfactory in many points and bears evidence of having just

grew' with increasing demands for service rather than being the

result of any systematic study." At the same time we realize

that the routing problem is extremely complex, and must be

carefully and cautiously worked out through a gradual readjust-

ment of existing conditions.

(2) Trailer Service. — Mr. Bennett advocates the early use of

trailer cars in the Boylston street subway and the gradual ex-

tension of such service to other lines during the "rush" hours.

We understand that the company has already taken steps to

put this improvement into effect.

(3) Egleston Square Changes. — He suggests that the company
proceed at once to provide a transfer station between surface and
rapid transit lines at Egleston square on the Forest Hills elevated

route, and that certain surface cars now running into Dudley
street should be re-routed to this point. This is a matter which
had already been considered by the Commission at a public

hearing. It is proposed to install the transfer station by build-

ing loop tracks for the surface cars within a prepayment area
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where passengers may be loaded and unloaded and from which

they may pass to the present elevated station without the use

of transfer checks. It is believed that this change would mate-

rially relieve existing conditions at Dudley street. The Commis-
sion is favorably impressed by this proposed change and is pre-

pared to take the matter up forthwith.

(4) Dudley Street Changes. — He suggests two further plans

for the relief of congestion at this station. The first, which is

comparatively simple and inexpensive, contemplates the use of

the area within the so-called "East loop" (removing the present

fence, barber shop, waiting room, etc.) as a loading platform for

outbound passengers upon the surface cars using the loop and

the exclusive use of the outer circular platform for the unloading

of inbound passengers. This would increase the space available

for cars loading and unloading and combine the two operations

with a consequent material saving in time.

The second plan would require a radical rearrangement and

reconstruction of the station and a considerable expenditure of

money. He recommends that. the first plan should be tried out

immediately, but that the adoption of the second or any similar

plan should await the results of the improvements at Egleston

square. The Commission will give both plans speedy considera-

tion.

(5) Maverick Square Changes. — Upon the extension of the

East Boston tunnel beyond Scollay square and the completion

of the looping facilities at Bowdoin square, Mr. Bennett recom-

mends that provision be made for the operation of multiple unit

trains in this tunnel. In order that this may be done and the

tunnel used to its maximum capacity, certain structural changes

are necessary at the eastern portal of the tunnel, so that trains

may be stopped for loading and unloading passengers at Maver-

ick square without interference with street traffic. We believe

that this matter should receive the early consideration of the

company.

(6) Changes on the Rapid Transit Lines. — The Commission

concurs in Mr. Bennett's recommendation that the equipment

of the Sullivan Square-Forest Hills rapid transit line should be

augmented so as to make possible the operation of 8-car trains

in rush hours, and that signal layouts on this line should be

revised to permit of operation on a 90-second headway.

(7) Forest Hills Changes. — While this subject is discussed

only incidentally in Mr. Bennett's report, the question of con-

gestion at the Forest Hills station was considered by the Com-
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mission at a recent public hearing. A plan now under considera-

tion provides for a new street north of the present structure to

take the place of the present street under the station, which

will be used for additional platform and loading track facilities,

thus more than doubling the present facilities. Action by the

Commission in connection with this plan may be expected in

the near future.

All the changes which Mr. Bennett recommends and which

are listed above are changes in existing service conditions which

involve no new or additional legislation. As already indicated,

they are matters which can and will be taken up by the Com-
mission upon its own initiative and without any unnecessary

loss of time. This, however, is not true of the second class of

changes which he suggests.

II. Future Extensions of Rapid Transit Service withiri the Metro-

politan District, including the Question of the Proposed Use of

certain Steam Railroad Locations by the Rapid Transit Lines.

For some time it has been apparent that a comprehensive

plan, adapted to the needs of the metropolitan district as a

whole so far as those needs can now be foreseen, should be laid

out for the future development of rapid transit service within

the district. If maximum efficiency in transportation is to be

secured, it would seem to be far wiser to lay out a matured and

co-ordinated plan for the development of transportation facili-

ties and for the company to co-operate in such a plan, carrying

it into effect, step by step, than for the company to resist all

extensions of its rapid transit system until public clamor and

pressure upon the General Court force the extension of subways
or other rapid transit lines in more or less haphazard fashion

into new territory. Mr. Bennett has attempted to sketch out

such a plan and in doing so has been guided, it appears, by two
important principles:

First. — Dividing the metropolitan district into six sub-divi-

sions with something like equal population, following natural

lines of division so far as practicable, he has attempted in laying

out his plan to make symmetrical provision for each of these

sub-divisions, tying them together in pairs by three main through

routes intersecting in the heart of the city. The Cambridge
subway with its extension, the Dorchester tunnel (now under

construction) furnishes the nucleus for Route No. 1; the Sullivan

Square-Forest Hills line, for Route No. 2; and the Boylston

Street subway and the East Boston tunnel, for Route No. 3.
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Second. — In order to provide for necessary development in

the most economical manner which seemed adequate to the

needs of the situation, he has suggested the joint use by the

rapid transit lines of certain steam railroad locations which

seem to admit of such use.

The Mattapan Extension. — In the plans for his Route No, 1,

he proposes the construction of two additional tracks upon either

side of the Midland division of the New York, New Haven and

Hartford Railroad Company and connecting with the Dorchester

tunnel, thus making possible the operation of through multiple

unit trains from Mattapan to Harvard square. Under this plan

the railroad trains would continue to use the present tracks but

would make no stop between Mattapan and the South Station.

The stations would be reconstructed to facilitate an interchange

of passengers between surface cars, acting as feeders, and the

electric trains. Similar operation is in effect at Jamaica, N. Y.,

on the Long Island Railroad.

This extension would be in lieu of the proposed continuation

of the Dorchester Tunnel from Andrew square to Codman
square, via Dorchester avenue. Its cost, fully equipped, in-

cluding compensation to the railroad for the use of its property,

has been estimated at approximately $4,000,000, as against an

estimate of $7,133,600 for the Codman square subway. In other

words, by the joint use of this steam railroad property, rapid

transit service might be extended, not only to Codman square

but to Mattapan by a route more advantageously located to

serve the population in this district, and for a little more than

one-half the estimated cost of the proposed continuation of the

Dorchester Tunnel. If the future growth of population should

warrant the expense, a connection might be made from the Blue

Hill avenue station on the Midland division to the Mattapan

station on the Shawmut branch, and the Shawmut branch

might be connected with the Dorchester Tunnel at Andrew

square by using the location of the Old Colony division of the

New Haven railroad or by means of a new tunnel from Fields

Corner to Andrew square.

Maiden and Medford Extension. — In the plans for Route No.

2, he recommends that the extension of the elevated line from

Sullivan square to South Everett, which is already authorized

by law (chapter 497 of the Acts of 1907 and chapter 777 of the

Acts of 1913), should be proceeded with immediately, and

that these tracks should be connected at West street, Everett,
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with the Saugus branch of the Boston and Maine raih'oad. The

plan proposed provides for equipping this branch for the electric

operation of multiple unit trains with a terminal at Central

square station, Maiden, and for eliminating all grade crossings.

Provision is also made for the handling of freight on industry

tracks by electric power at night. An outside estimate of the

cost of this reconstruction and equipment of the Saugus branch,

including compensation to the railroad for the use of its prop-

erty is about $1,800,000. While the proposed subway from Main

street and Broadway, Everett, to Maiden square, via Main street,

would seem to be more advantageously located than the Saugus

branch, it would cost, according to the estimates of the Elevated

Company, about $4,500,000.

Mr. Bennett also suggests that the Medford branch of the

Boston and Maine Railroad might be equipped for electric oper-

ation by multiple unit trains and connected with the Saugus

branch at West Everett by an extension built over the main line

of the Boston and Maine tracks and the Maiden river. This plan

also contemplates the reconstruction of the Medford terminal to

provide facilities for transfer from surface cars to the rapid

transit trains. The estimated total cost is about $1,800,000.

It should be said that, with the limited time and appropriation

available, this and other estimates in the engineer's report are

necessarily approximate. The unit costs used were high, and it

was the endeavor to overestimate the quantities with a liberal

allowance for overhead charges.

West Rozbury Extension. — On the other end of Route No. 2,

Mr. Bennett proposes the connection of the West Roxbury

branch of the New York, New Haven and Hartford railroad

with the elevated lines at Forest Hills. This would involve a

crossing built over the Boston and Providence division of the

railroad and electrification of the branch line from Forest Hills

to West Roxbury, with provision for looping and car storage at

the latter point. No estimate of the cost of such an extension

of rapid transit service has yet been made.

East Boston and Chelsea Extension. — In the plans for his

Route No. 3, Mr. Bennett has suggested a connection of the

East Boston tunnel with the abandoned Eastern division loca-

tion of the Boston and Maine railroad and the construction

upon such location of a high speed electric line to the Chelsea

river. Continuing across the river, the route would follow the

location of the Grand Junction branch of the Boston and Albany
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railroad to a terminal near Chelsea square. This plan contem-

plates the eventual use of multiple unit trains in the East Bos-

ton tunnel.

His plans for the development of this Route No. 3 further

contemplate the extension of the Boylston street subway from

its present terminus in Boylston street to a connection with the

East Boston tunnel near the Custom House and a subsequent

connection at the other end with the Newton circuit of the Bos-

ton and Albany railroad when the same shall be electrified.

They also contemplate a connection of the Bowdoin square end

of the East Boston tunnel extension with the Charles river via-

duct and an elevated structure, to be constructed on the loca-

tion of the Southern division of the Boston and Maine railroad,

beginning at the other end of that viaduct at Lechmere square

and extending to or beyond the crossing of the Southern and

Fitchburg divisions in Somerville.

Summary of Rapid Transit Plan. — Summing up the plan for

the development of rapid transit which Mr. Bennett has sketched

out, it provides eventually for three continuous routes through

the heart of the city to be operated by multiple unit electric

trains, as follows: —
Route No. 1. — Mattapan, via Midland division, Dorchester tunnel

and Cambridge subway, to Harvard square.

Route No. 2. — "West Roxbury, via West Roxbury branch, Forest

Hills-Sullivan square and Everett elevated Une, and the Saugus branch,

to Maiden and, via Medford branch, to Medford.

Route No. 3. — Chelsea, via Grand Junction and Old Eastern Rail-

road locations. East Boston tunnel, new subway from Custom House

to Boylston street, Boylston street subway and Newton circuit to all

points on that circmt, also via East Boston tunnel extension, Charles

river viaduct and Southern division, Boston and Maine location, to

Somerville.

Attitude of Steam Railroad Corporations. — No attempt has

been made, as yet, to ascertain the attitude of the steam railroad

corporations toward such joint use of tracks as Mr. Bennett

suggests. There seems reason to believe, however, that these

corporations might well regard such arrangements with favor,

provided they received some reasonable compensation for the

use of their property. The evidence tends to show that subur-

ban passenger service within the metropolitan district is not a

particularly profitable business for the railroads. Statistics given

in Mr. Bennett's report show that the number of passengers

carried in and out of Boston annually by the three steam rail-
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roads (not including the "Narrow Gauge") increased in the past

twenty years but 20.9 per cent, while the total number carried on

their entire systems increased 41 per cent and the total number
carried by the Boston Elevated West-End system increased 121

per cent. The earnings on the Newton circuit were actually

less in 1914 than in 1894. Moreover the average earnings on

all the suburban passenger trains in the district last year were

but $1.00 per train mile, whereas the average passenger earn-

ings per train mile for the systems as a whole were $1.74.

Passenger earnings on the steam railroad branches where Mr.

Bennett proposes to install joint service are much below the

average. There seems, therefore, good ground for a presump-

tion that the railroads might welcome a fuller utilization of

these properties, and that the joint operation suggested might

prove advantageous to them as well as to the public.

III. Unification of Street Railway and Rapid Traiisit Lines

within the Metropolitan District.

As already indicated, the fact that the street railway service

within the metropolitan district is not furnished by the Boston

Elevated Railway Company alone, but, in part, by the Bay
State Street Railway Company and certain other companies,

has resulted in certain inequalities in fares and service which

were set forth in detail in the report of the joint commission

last year and which operate to the apparent disadvantage of

particular communities, notably the city of Chelsea. In his

report, Mr. Bennett considers three general plans which have

been suggested for the unification of these lines of electric rail-

way which now furnish a dual and conflicting service within the

district. These plans, to use his own language, are as follows: —
(A) An interchange of street railway territory and business done

between at least the two more important companies operating in the

district, effecting, as near as may be possible, a balance of benefits and
damages, and having in mind, simultaneously, the interests of the district

and the corporations serving same.

(B) Consolidation of lines within the district of these companies now
operating therein or at least such of them as now furnish dual service to

the same locality, and providing in lieu thereof a unified service under a

combined management with iDubhc regulation.

(C) Consolidation of existing companies, as above, without restric-

tion as to limits of properties to be included in the combination.

Plan A he considers impracticable, and the Commission is dis-

posed to agree with him in this conclusion. At all events, no
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plan along these lines has yet suggested itself which seems

equitable or desirable.

The Consolidation of Street Railway Lines within the Metro-

-politan District. — Plan B is the plan which Mr. Bennett favors.

It would involve a unification of street railway and electric rapid

transit lines within the metropolitan district solely. In other

words, the plan would be to merge with the Boston Elevated

system, not the whole Bay State system, but only such portions

of its lines or the lines of any other street railway company as

lie within the reasonable limits of the metropolitan district.

There is much that is attractive in this plan, as it would remove

the complications in fares and service which are directly attribu-

table to a dual system of street railway operation in certain

parts of the metropolitan district, but it is equally clear that

numerous and perplexing difficulties surround it.

Before any such plan could be carried into effect, it would be

necessary to determine the limits of what is to be considered

the metropolitan district. It has been suggested that, for this

particular purpose, it should be considered the district within

which persons will normally use the electric street railway and

rapid transit lines rather than the steam railroad lines when

journeying to the business center of Boston. But the determi-

nation of the metropolitan area which should, under the plan

proposed, be served by one unified electric railway system is a

lesser difficulty. There is nothing impracticable about such a

determination although it would require careful consideration

and, perhaps, some further investigation.

The chief difficulty is that, unless there is a resort to some

form of public ownership, the practical accomplishment of the

plan is wholly dependent upon the voluntary action of the com-

panies and there now seems comparatively little prospect of

such action. By the provisions of chapters 640 and 644 of the

Acts of 1912, the Bay State Street Railway Company is author-

ized to lease the whole or any part of its railway within the

city of Chelsea or the Hyde Park district of Boston to the Bos-

ton Elevated Railway Company for such period and upon such

terms and to such extent as the parties to the lease shall agree

upon and as shall be approved by the Public Service Commission.

In spite of the popular demand in both these communities for

the execution of such leases, both companies have so far shown

a decided disinclination to avail themselves of the authority

granted by these statutes.

With respect to the plan now under consideration, which
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would probably involve a taking of its lines in Maiden, Revere

and other parts of the metropolitan district, as well as in Chel-

sea and Hyde Park, the Bay State Street Railway Company has

voiced an emphatic protest. It strongly objects to what it

terms a "dismemberment" of its system and asserts that the

purchase or taking of a portion of its property only, especially

that important and profitable portion within the metropolitan

district, would result in serious damage to the remainder of its

system, for which compensation would be necessary. The Bos-

ton Elevated Company, on the other hand, asserts that so long

as it is prohibited by its charter from charging more than a five-

cent fare, it cannot afford any further expansion of its system,

especially if the acquisition of other properties involves any sub-

stantial payment for damages in addition to fair structural

value. The question of the desirability of amending the com-

pany's charter in order that this plan might be carried out is

considered in a later part of this report.

Consolidation of the Boston Elevated and Bay State Systems. —
Plan C is, in substance, the plan urged upon the General Court

last year and upon the Commission at the hearings under this

resolve by counsel for the Bay State Street Railway Company
and embodied in a bill providing for the complete consolidation

of the Boston Elevated and Bay State systems. A modification

of this bill has been submitted to the Commission by the Boston

Elevated Railway Company with the approval of the Bay State

Street Railway Company. We have not undertaken to analyze

and criticize the provisions of this bill, for the Commission, as

well as its engineer, has failed to find the arguments which have

so far been offered in favor of such a merger convincing.

While it has been the policy of the commonwealth, in general,

to favor street railway consolidations, there can be no doubt

that this policy is subject to limitations. The Board of Rail-

road Commissioners recognized this fact when they said of

steam railroad consolidations (see 1899 Report, p. 15) :
—

It seems to be safe to conclude that within certain limits consolidation

may be beneficial to the public. There can be no question that there is

also a limit beyond which consoHdation ought not to go.

They also recognized it with respect to street railway consoli-

dations (see 1901 Report, p. 94): —
There must, however, be a limit to the extent to which it is advisable

that street railways should be brought under one common control and

management.
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In the present case it must be remembered that the Boston

Elevated and the Bay State companies both operate, at the

present time, very large electric railway systems. In the report

of the joint commission last year it was noted that the Bay
State company "operates the largest mileage of any street rail-

way in the world." A comparatively small portion of its system

lies within the limits of the metropolitan district; its tracks

extend from Newport, R. I., on the south to Nashua, N. H., on

the north. In point of revenue and investment, the system of

the Boston Elevated company is even larger. A union of the

two w^ould result in an electric railway system of a greater

mileage than any now operated by a single management.

While it is conceivable that such a consolidation could be in

the public interest, it should be favored only upon convincing

evidence of positive and substantial public advantages which

cannot be secured so well in any other way and which clearly

outweigh any probable disadvantages. As yet we do not feel

that this burden of proof has been sustained.

While it is true that the two systems are not competitive, so

that an objection on that score does not lie, no definite evidence

has been presented to the Commission that any considerable

economies in operation would result from their union. On the

other hand, it is certainly true that the transportation problems

of the metropolitan district, with which the Boston Elevated

company is now confronted, are enormously complex and diffi-

cult. We seriously question whether good results would follow

from adding to these problems the many other and diverse

transportation problems arising from the operation, under a

great variety of local conditions, of urban and rural lines ex-

tending over a greater part of eastern Massachusetts, and

whether the investment of capital essential to the continued

development of rapid transit facilities within the metropolitan

district would thereby be encouraged. Certainly further en-

lightenment on these points is desirable if the proposition is to

have serious consideration.

It is to be noted, also, that the plan of consolidation, as pre-

sented by the companies, is contingent upon a revision and

probable increase of fares upon the lines of the Boston Elevated

railway and possibly upon the lines of the Bay State company

also. It provides, in efPect, that the consolidation shall not be-

come operative unless the Public Service Commission shall

approve or prescribe a new schedule of fares for the entire street
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railway system of the consolidated company and unless the

fares so prescribed are satisfactory to the company. The Boston

Elevated company, at least, was disposed to consider this pro-

vision an essential feature of the plan. For the further protec-

tion of the interests of the consolidated company it is also pro-

posed that this company shall be given the right, in direct

variance with the provisions of the general law, to appeal, upon
questions of fact as well as of law, to the Supreme Judicial

Court from any order of the Commission disapproving, in whole

or in part, of any schedule of rates filed by the company. If,

however, the rates prescribed by the Commission should be

unsatisfactory to the public, no similar opportunity is allowed

for an appeal from the Commission's order nor is any similar

right given to declare the whole consolidation scheme inopera-

tive.

While we do not wish to dismiss the proposed merger of these

two companies as utterly unworthy of serious consideration,

either now or in the future, we do say that the arguments

which have so far been presented in favor of such a merger

have not seemed to us powerful nor convincing, nor have we
been favorably impressed with the plan offered for carrying

such a merger into effect. In passing from this subject we may
say also that no convincing reasons have as yet been presented

to justify the suggested merger of the Boston, Revere Beach

and Lynn Railroad Company with the Bay State Street Rail-

way Company or the Boston Elevated Railway Company or

with any consolidated company embracing these two systems.

At present the "Narrow Gauge" road is the one transportation

company within the metropolitan district whose patrons seem
entirely satisfied with its fares and service. So long as that

happy condition continues we can see nothing to be gained by
destroying its separate identity.

IV. Revision of Fares.

The legal status of the Boston Elevated Railway Company is

materially different from that of other electric railway compa-

nies in the commonwealth. It pays a special tax, its dividends

are under special limitation, it is subject to special duties rela-

tive to the streets, it is exempted from the statute providing

for half fares for school children, and the fare for a continuous

passage to the same general direction over all lines which it

owns, leases or controls is limited to a maximum of five cents.
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This special status arises from a provision in the company's

charter (section 10, chapter 500, Acts of 1897) which is generally

considered to be a contract with the Commonwealth and which

will remain in effect for twenty-five years from 1897, or until

1922, unless sooner modified or abrogated by agreement between

the company and the Commonwealth.

It is obvious that this "five cent fare contract," so-called,

imposes a natural limitation upon the expansion of the company
which might easily interfere with any plan of unification such

as has been proposed, and that it also imposes a limit upon the

company's ability to assume burdens incidental to desirable im-

provements in transportation facilities. Influenced no doubt by

these considerations, and by the feeling that the fare system

should be more flexible so that it may more easily be adapted

to any needed changes in conditions, Mr. Bennett in his report

recommends, in effect, the cancellation of the contract provision,

so that the company may hereafter, like other transportation

companies in the commonwealth, charge such fares as the Public

Service Commission may find to be just and reasonable.

The Zone System of Fares. — In case the plan for the unifica-

tion of electric railway facilities within the metropolitan district

is made effective, Mr. Bennett recommends the adoption of a

zone system of fares similar to that now in operation in Mil-

waukee. The change so recommended he briefly describes as

follows: —
A plan for imification should provide for a complete revision of fares

on a zone system of the same general nature as the one now in operation

in Milwaukee, Wisconsin, and in its surrounding territory.

A single fare should buy the same relative amount of transportation

in all directions from the main distributing center, and the extent of the

area served for a single fare should be as great as the funds available for

furnishing transportation therein will permit.

A standard of satisfactory service should be estabhshed and fares

revised in such a manner as 'to make possible the needed improvements

in service, and at the same time, eliminate as far as possible the inequali-

ties in fares now existing.

He points out, in this connection, that " a revision in fares does

not necessarily mean more income for the operating company,

but greater equality among communities. An equitable revision

will most certainly mean increased fares for some communities

and decreased fares for others, when the transfer privilege is

considered."
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Some further explanation of what is meant by the zone sys-

tem is desirable at this point. The two most common systems

of fares on street railways in large municipalities are the so-

called "zone system" and the "flat fare." The former is in

extensive use in foreign countries and the latter is the almost

universal practice in this country. Both have their advantages.

Under the foreign zone system, the city is divided into circular

zones of approximately equal width, usually about a mile, and

the passenger pays a fare, usually one cent, within each zone.

It is claimed for this system that the fares are more equitable,

since a passenger pays only for what he receives. Under the

flat fare system, as commonly in effect in this country, the short

haul rider helps to pay for the long haul rider, so that the

former pays more and the latter pays less than the cost of the

service which he receives. There are, however, other considera-

tions affecting the economic welfare of the community as a

whole that must be taken into account. The zone system, as

applied in foreign countries, tends to create congestion of popu-

lation as there is a progressive increase of fares in proportion to

the distance travelled from the center of the city. Under the

flat fare system, on the other hand, where a relatively long

ride is permitted without an increase of fare, persons of moder-

ate means are encouraged to reside in the suburban districts

where they can enjoy the benefits of cheaper land, lower rents

and better light and air.

Milwaukee has recently put into effect a modification of the

foreign zone system. In that city there is a flat five-cent fare

within a central symmetrical zone made as large as the unit of

fare will permit, and two-cent fares in successive outer zones,

each of about one mile in width. It is claimed that this system

is a combination of the flat fare and zone systems which secures

most of the advantages of each. The average radius of the Mil-

waukee central zone is about four miles. The fare is five cents

for a single ride or twenty-five tickets for one dollar. In each

of the outer zones as already stated an additional fare of two

cents is charged in the case of an interzone ride, but the mini-

mum fare for a ride wholly within any zone is five cents. Tickets

are also issued at a special price from the central zone to points

beyond the outer zones to and from which there is considerable

travel.

The present fares and zone limits in Milwaukee are based

upon the special transportation conditions in that city and are
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not to be taken as indicating in any way the proper limits of a

five-cent zone in metropolitan Boston. If a zone system similar

to that now in effect in Milwaukee and involving a uniform fare

to all points equidistant from the center, however, were to be

applied in the metropolitan district of Boston, it is most un-

likely that the present five-cent zone could be extended over as

great a distance in all directions from the center of the city as

the distance from Park street to Charles River, Needham line

(9.18 miles) which can be travelled for a five-cent fare at the

present time. A circle with a radius of that length would in-

clude, in addition to territory now served by the Boston Elevated

company, all of Winthrop, Melrose, Revere, Chelsea, Winchester,

most of Quincy, Maiden, Hyde Park, Newton, Stoneham and

Saugus, and part of Lexington, Waltham and Dedham.
From a rough calculation made from a map showing the

population and growth of the metropolitan district by wards,

a circle with a radius of six miles from the State House would

include about 75,000 persons not now served and exclude about

28,000 persons now served by the Boston Elevated company.

A circle drawn five miles from the State House would in-

clude about 62,000 persons not now served and exclude about

86,000 persons now served by this company. It is clear that

the definite location of zones for an enlarged metropolitan sys-

tem that would be just and equitable to the public and to the

company would be a complex and difficult task and could only

be made after extended public hearings and a thorough investi-

gation.

The Milwaukee zone system, based as it is upon the principle

of equal fares for equal distances, has much to recommend it

from the standpoint of justice and equity. The system of in-

creasing the central flat zone rate by small successive incre-

ments in outer zones also seems to have many advantages.

Under the fiat fare system, which exists in this and most other

metropolitan centers in this country, the fare of persons resid-

ing just outside the five-cent fare limit is immediately jumped

from five cents to ten cents. If this increase were graded

by successive fare advances of one cent or two cents it would

seem to be a substantial improvement on present conditions,

which tend to arrest suburban development beyond the five-

cent fare limit. The Milwaukee system, however, does not lend

itself to conditions of dual operation by two connecting companies

but can be conveniently applied only within the territory served
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by a single company. The question of the advisability of the

adoption of the Milwaukee plan within the Boston metropolitan

district must, therefore, remain largely a moot question unless

and until there is a unification of existing street railway facili-

ties within that district.

As a matter of interest we submit herewith as appendices to

this report maps showing the territory operated by the Boston

Elevated Railway Company as compared with the territory

operated by several of the other large metropolitan systems. As
these plans show the area of street railway service in other

cities superimposed on a map of the metropolitan district, and
as all plans are drawn to the same scale and plotted from a

common center, they show at a glance the difference in the size

of the territories served by the various companies. A list of these

companies with the comparative areas served is given below :
—

Boston Elevated, ....
Philadelphia Rapid Transit,

Detroit United Railways, .

Cleveland Railways, .

Buffalo International, .

IndianapoUs Traction & Terminal,

Milwaukee Electric Railway & Light Co.

New York Railways, ....

Square Miles

80

96

52

46

40

34

30

18

From an examination of the plans already referred to it will

be observed that in most of these cities similar inequalities

exist to those in our metropolitan district, as the limits of the

five-cent fare are extended for a much greater distance from the

center of the city in some directions than in others.

Conclusions.

As to Fares.

As we have already indicated, the plans for both the unifica-

tion of lines within the metropolitan district which Mr. Bennett

proposes and the complete merger of the Boston Elevated and
Bay State systems which the companies advocate, contemplate

and seem necessarily to involve the abrogation of the "five-

cent fare contract" and a radical change in the present system

of fares.

The question thus raised is difficult and perplexing. In the

opinion of the Commission, interference with the present con-
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tractual relations between the commonwealth and the Boston

Elevated company must be considered a very serious matter,

to be advocated only upon clear proof that such interference is

to the public advantage. Whatever may have been the original

wisdom of the 1897 contract, certain equities have been created

by it which attach, not only to the company, but to the public

as well. In reliance upon that contract, for example, communi-

ties have been built up and people have established their homes
within the district which the company serves.

Up to the present time, at least, it may fairly be said that the

contract has proved distinctly advantageous to the community

as a whole. It has resulted in the extension of a combined

rapid transit and street railway service at the flat rate of five

cents over metropolitan area larger, we believe, than any similar

area covered by a similar service in this country. In Philadel-

phia, the five-cent district is a little larger, but universal transfers

between the surface and the rapid transit lines are not provided.

Nor can it be said that this contract has as yet hindered proper

transportation development. The past eighteen years have

been marked by practically continuous building of new sub-

ways, tunnels and elevated rapid transit lines. At the present

time, two new subways are under construction which will with-

out doubt, when completed, materially relieve existing conges-

tion in traffic.

We realize that it is desirable, in the general public interest,

that the Boston Elevated Railway Company should be pros-

perous. If it should be unable, under good management and

after making proper provision for the maintenance and depre-

ciation of its property, to earn fair dividends for its stockholders,

transportation development would undoubtedly be seriously im-

paired. We are also aware that the company's stock is now
selling below par and that its present financial condition seems,

at least, less favorable than has been the rule in the past. At

the same time we do not feel that it is advisable seriously to

consider any change in fares at the present time. Apart from

all other reasons, the Commission would not be justified in

advocating so far-reaching and radical a change in existing con-

ditions until it had been given much more publicity and had

received far more adequate public consideration. But there are

other important reasons for this decision.

In the first place, without undertaking to analyze or pass

judgment upon the present financial condition of the Boston
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Elevated company, it seems clear that the disturbance in gen-

eral business conditions which has been prevalent makes present

results from the operation of that company an untrustworthy

guide as to its underlying financial strength. It would be un-

wise to base any conclusion as to the need for a revision of

fares upon a showing made in a period of general financial

depression and still more unwise to adjust such a revision to

the apparent exigencies, if there be any, of a situation which

may be temporary only.

In the second place, up to the present time the company, so

far as we have any knowledge, has not asked for a change in

its contractual relations with the commonwealth, nor has it

definitely declared that those relations render it impossible to

serve the public efficiently and well. Until it takes such a stand

and indicates clearly what changes in existing fares it considers

necessary to enable it to perform its duties to the public, it

would be decidedly hard to justify any interference with the

contract provisions. Surely it would be unwise for the common-
wealth to take the initiative in such a matter. An amendment

of the company's charter providing for the elimination of the

present five-cent fare or of existing transfer privileges would be

primarily in the interests of the company, and if the common-
wealth should take the initiative in seeking such a change the

parties would be placed in a false position. So long as the com-

pany is in a tactical position to enter into negotiations with the

commonwealth for a change in its present charter, from the

assumed vantage point of its present rights, it is likely to attempt

to dictate in large measure the terms to which it will agree.

In the third place, even if the company should ask for such

a change and if its need for relief were apparent, the question

as to what form such relief should take would be one which

would call for the best thought which the community could

give to it and would demand the careful attention and consider-

ation of all public-spirited citizens and organizations of citizens.

Assuming that no improper diversion of funds or waste through

mismanagement could be found, a matter which would of course

require careful investigation, it would still remain a question

whether fares should be raised or whether the financial situation

should be improved by other changes in conditions — for exam-

ple, by an abridgment of transfer privileges, by a decrease in

taxes, or by a lessening of burdens relative to the care of the

streets. Investigation might also show that a plan of public
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ownership with either private or public operation, such as the

Boston City Planning Board has suggested, would make possible

a decrease in capital charges for interest and dividends which

would sufficiently relieve the situation. If a change in fares

were considered desirable, the perplexing question would then

be what that change should be, — whether it should take the

form of the establishment of some zone system or a charge for

transfers or an increase in the uniform fare, or some other ar-

rangement. Furthermore, if it were considered desirable to

change the existing contract provisions by mutual consent of

the company and of the commonwealth, it would be necessary

to consider whether the contract should be cancelled entirely, or

merely altered or modified, or whether some new form of con-

tract along such lines as have been followed in Cleveland or

Chicago should be adopted. As we are not disposed to recom-

mend any present change in the company's charter, however,

these questions are of merely speculative interest and we shall

not undertake to discuss them at this time.

As to Unification.

With reference to that phase of the pending inquiry which

deals with a unification of existing street railway service in the

metropolitan district, the problem that confronts the Commis-

sion may be briefly summarized. Some rearrangement of the

present fare situation is desirable to remedy conditions growing

out of dual street railway operation in communities like Chel-

sea, Revere and Hyde Park. The present inequalities of fare in

these and other communities are discussed in detail in the

report made last year by the Public Service Commission and

the Boston Transit Commission, and the desirability of some

remedy for the situation is pointed out. Further study of the

question has served to confirm the view then expressed, but the

problem of devising some reasonable plan for the elimination of

these inequalities is beset with extraordinary and almost insup-

erable difficulties.

If it were practicable to extend the present five-cent fare

limits of the Boston Elevated railway so as to include these

communities, it would be a happy solution. Such a plan, how-

ever, as we have already pointed out, is dependent upon the

voluntary action of the companies, and, in view of their present

attitude, any further consideration of that plan would appear

to be useless at this time.
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A revision of the present fare system on the Boston Elevated

railway, and possibly on the Bay State street railway also, is a

necessary incident to any plan for unified service in the metro-

politan district which the companies are disposed to consider.

In other words, before any such plan could be adopted, the

charter of the Boston Elevated Railway Company must first be

amended so as to eliminate the present five-cent fare limitation,

and to permit the company to charge such rates as are found

to be just and reasonable in order to enable it to render this

larger service. Indeed, the present attitude of the Boston Ele-

vated Railway Company goes beyond that point, as the com-

pany is apparently unwilling to enter into any arrangement for

granting lower fares to Chelsea, Revere and Hyde Park unless

it has the assurance in advance that it will be permitted to exact

higher fares from some or all of the other communities in the

metropolitan district.

While the disadvantageous fare situation in Chelsea, and to a

lesser degree in Hyde Park and Revere, appeals strongly to the

Commission's sense of justice, we are not disposed to permit our

sympathy for these communities to force us into a position

which would be unwise with reference to the interests of the

metropolitan district as a whole. In our judgment it would

clearly be unwise to allow the consideration of the question of

abrogating the "five-cent fare contract" to be forced in this

manner. Neither the time nor the circumstances, whatever they

may be in the future, are at present propitious.

The Commission regrets exceedingly that it can see no remedy

immediately practicable and desirable for the inequalities of

fare resulting from dual street railway service in the metropoli-

tan district. Without intending in any way to minimize the

hardship entailed on certain communities under the existing

arrangement, however, we may say that it is perhaps too much
to expect that a large system made up of the gradual combina-

tion of independent companies already in the field should be

symmetrical in all respects to an extent which might be possi-

ble if the entire system were now being laid out anew. It

should be pointed out, also, that in spite of existing complica-

tions of dual service in a few communities, there is probably no

other city of the size of metropolitan Boston where subways,

elevated lines and surface lines are under one control and where

all these means of transit can be used as part of a single jour-

ney and for a single fare. In other words, while the unification
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of service in the metropolitan district is not complete, we already

enjoy a more advantageous position in this respect than the

people of other similar metropolitan communities.

As to Plans for Future Rapid Transit Development.

Mr. Bennett has made, in our opinion, some extremely valu-

able suggestions with respect to the future development of

rapid transit facilities upon well-balanced and economical lines

within the metropolitan district. The time allowed him did not

permit of any very detailed working out of these suggestions

and it would be idle to claim that they have yet been maturely

considered or reduced to definite and practicable shape. Neither

the Boston Elevated company nor the steam railroad corpora-

tions nor the general public have yet had an opportunity to

consider his plans or to pass judgment upon them. We are

therefore in no position to recommend any definite legislation

with respect to them.

In the opinion of the Commission, however, Mr. Bennett's

suggestions deserve very serious consideration and it would be

unfortunate if they were merely allowed to slumber within the

covers of a public document without further study or investiga-

tion. Fortunately, we believe that the Commission already has

power to prevent this, even without additional legislation or

special authorization. Our powers, not only under the Public

Service Commission Act but also under the old Railroad Com-
mission statutes (see section 5, part I, chapter 463, Acts of

1906), are very broad, and we now see no reason why the Com-
mission cannot, from time to time, either upon its own initiative,

or upon complaint, give further consideration to these plans. We
question whether we have or could be given authority to order

the company to undertake or assume the burden of any of these

proposed extensions, but certainly we have ample authority to

suggest to the General Court in our annual report any legisla-

tion which the situation seems to demand.

It is, of course, open to any organization or individual to

take these matters up directly by petition to the General Court,

or, if the General Court believes it desirable, the special duty of

considering these rapid transit plans can be delegated to some

other public body, such as the Boston Transit Commission.

Unless this latter course is followed, however, the Commission

will consider it a duty to give Mr. Bennett's suggestions further

study and consideration. We shall take them up with the Bos-
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ton Elevated company and with the steam railroad corporations

and shall be glad at any time to confer with or grant a public

hearing to any organizations or individuals who are interested

in them. It is desirable, however, to call attention at this point

to the fact that it was not Mr. Bennett's belief or intention

that all or any large part of his plans for rapid transit develop-

ment should be carried immediately into effect. His purpose

was to lay out a program for the future, covering a series of

years. Manifestly the investment which the Elevated company
can carry with a five-cent service is not unlimited. The exten-

sion of rapid transit service is largely dependent upon the con-

tinued growth of population and of traffic within the territory

served.

The Commission also calls attention to the fact, in this con-

nection, that it is entirely possible for the Boston Elevated

company or for any municipality or group of individuals to ask

the Commission to give further consideration to the questions

of unification of service and of fares. If such a request is made
at any time by responsible and interested parties, we shall be

glad to give these matters such attention as the situation seems

then to demand.

In conclusion, we may say that we believe it eminently desir-

able that, not only this report, but the appendices submitted

herewith should be printed for public distribution. This is par-

ticularly true of Mr. Bennett's report. While it is voluminous,

it is highly desirable, we believe, that it should be freely avail-

able for the consideration of all those who are interested in the

subject matters with which it deals.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
CLINTON WHITE,
JOHN F. MEANEY,
JOSEPH B. EASTMAN,

Commissioners.

April 9, 1915. [P. S. C. 613]
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Appendix.
REPORT ON THE TRANSPORTATION NEEDS OF METROPOLI-

TAN BOSTON TO THE MASSACHUSETTS PUBLIC SERVICE
COMMISSION.

By William B. Bennett, Special Engineer.

[Plates and appendices referred to by Mr. Bennett are on file with the original

report in the office of the Commission.]

Massachusetts Public Service Commission, Hon. Fbederick J. Macleod,

Chairman.

Gentlemen:— I have the honor to present herewith data which have

been collected, also such conclusions and recommendations as can be

reached at the present time in connection with the transportation needs

of Boston and the metropohtan district.

In addition to Appendices A, B, C, D, E, F, G, and H attached hereto,

there are submitted under separate covers the following:— Appendix I,

containing "Traffic Diagrams" of surface and rapid transit hnes; Appen-

dix J, showing fare zones of other American cities superimposed upon

maps of metropolitan Boston; and Appendix K, containing miscellaneous

maps and plates.

Acknowledgment is made of the co-operation of the officials of the steam

raihoads and street railways operating in Boston and \dcinity in putting

at my disposal much of the information upon which this report is based.

At the same time it is only fitting that I should express appreciation of

the faithful service rendered by members of the Commission's engineering

staff and inspection bureau, and also by my principal assistant, Mr. E. J.

Steinberg,

I trust the information is here presented in such form as will be of

service in the further treatment of the problem.

Respectfully submitted,

Wm. B. Bennett.

Summary of Conclusions.

General.

Provide a unified system of transportation for the metropolitan district.

Area covered by such unified service should include all territory now

served by lines of the Boston Elevated Railway Company and also in a

general way, all territory within the same distance from Boston's main

distributing center.
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Three general plans suggested for unification of lines of electric railway-

now fiu-nishing a dual and conflicting service to conmiunities within the

metropolitan district:

(a) An interchange of street railway territory and business done be-

tween at least the two more important companies operating in the dis-

trict, effecting, as near as may be possible, a balance of benefits and dam-
ages, and having in mind, simultaneously, the interests of the district and
the corporation serving same.

(6) Consohdation of lines within the district of those companies now
operating therein or at least such of them as now furnish dual service to

the same locality, and providing in lieu thereof a unified service under a

combined management with public regulation.

(c) Consohdation of existing companies, as above, without restriction

as to limits of properties to be included ia the combination.

Plan (b) favored. This plan is to be made effective by one of the fol-

lowing procedures:

(1) Consolidation and the formation of a new company of those systems

or portions of systems affected.

(2) Acquisition of certain foreign connecting lines by the Boston Ele-

vated Railway Company.

(3) Acquisition of certain lines by the Commonwealth or by munici-

palities and the leasing of same to the Boston Elevated Railway Company
for operation in much the same manner that subways are now operated.

(4) Acquisition by the Commonwealth or by municipahties of the fines

of the Boston Elevated Railway Company and certain lines of the Bay
State Street Railway, such consohdated system to be operated by a pri-

vate company under contract.

It is not essential that the Boston, Revere Beach and Lynn be a party

to the first plan of unification, but the time is not far distant when the-

people of East Boston, Revere and Winthrop will demand transportation

into the heart of Boston without the inconvenience and delays incident

to ferry operation. Therefore, any unification plan should be flexible

enough to include this and other systems as the plan expands.

Any plan for the betterment of transportation facilities should contem-

plate the use of certain steam railway locations for the extension of rapid

transit, and the operating company should be empowered to negotiate

with steam railroad ofiicials for the use of such locations. The plan should

further provide for public ownership of these steam railroad fines or

branches and the lease of same to a metropofitan transit company, if the

use of such lines or branches as may fit in with a comprehensive trans-

portation plan cannot be otherwise obtained.
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Improvement of Surface Transportation.

Extensive rerouting of lines now operating in the district is urgently-

needed. Company should establish definite principles for rerouting, and

proceed at once with the studies necessary to put same into effect.

A direct result of rerouting, based upon sound principles should be a

simpUfication of the present transfer system.

Additional modern up-to-date surface cars should be put into semce at

the earhest possible date, displacing some of the small capacity cars,

both single truck and double truck, now being operated.

A definite policy should be adopted tending to the rehabilitation of

equipment.

Trailer service should be estabUshed in the Boylston Street subway at

earhest possible date and gradually extended to other Unes for rush hour

service.

Operation at Dudley Street station in accordance with suggestion con-

tained in text of report should be tried out immediately. Further im-

provements or rearrangements at Dudley Street should await the results

of the establishment of a transfer station at Egleston Square.

Steps should be taken immediately to provide transfer station at Egles-

ton Square, and certain cars now running into Dudley Street rerouted so

as to make transfer to and from elevated trains at Egleston Square.

More space for the stopping of cars should be provided at Maverick

Square, East Boston, in order to make possible the handling at this point

of the full number of cars that can be operated through the tunnel on com-

pletion of the Bowdoin Square loop of the East Boston tunnel extension.

Rapid Transit Lines.

Equipment of the Sullivan Square-Forest Hills hne of the Boston Ele-

vated Railway should be augmented so as to make possible the operation

of 8-car trains in rush hours.

Signal layouts on Sulhvan Square-Forest Hills line should be revised

and system so constructed to permit of operation on a 90 second headway.

Extension of the Sullivan Square end of the Elevated line to Everett

shoidd be proceeded with immediately and there connected with the Saugus

branch of the Boston and Maine Railroad.

The Saugus branch of the Boston and Maine Railroad should be equipped

for operation of multiple unit trains to Broadway station. Grade cross-

ings with streets and roads should be eliminated and industry tracks

equipped for handling of freight by electric power.

The Medford branch of the Boston and Maine Railroad should be

equipped for electric operation by multiple unit trains. Instead of con-

necting with Portland Division's main line via Dover as at present, the

electrified line should continue in an easterly direction over the main line
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tracks and the Maiden River to a connection with the Saugus branch at

"West Everett. Facilities for transfer from surface to rapid transit lines

should be provided at the Medford terminal.

Elevated hue to Forest Hills should be extended via the West Roxbury

branch of the New York, New Haven and Hartford Railroad with an

over-crossing of the Boston and Providence division, with electrification

of the branch fine from Forest Hills to West Roxbury and provision for

looping and car storage at the latter place.

Two additional tracks should be constructed on the present location of

the Midland Division of the New York, New Haven and Hartford Rail-

road for the use of rapid transit electric trains, connecting with the Dorches-

ter extension of the Cambridge subway. Provide loop and car storage at

Mattapan, having in mind the possible future desirabihty of connecting

up and electrifjdng the Shawmut branch of the same road.

Connect the East Boston end of the tunnel with abandoned location of

Eastern Division of the Boston and Maine. Construct on such location,

and that of Grand Junction branch of Boston and Albany Railroad,

tracks for a high-speed electric hne to Chelsea, with a terminal near Chel-

sea Square.

Connection should later be made in East Boston with the Boston, Revere

Beach and Lynn Railroad, so as to carry trains of that line through East

Boston tunnel into the heart of Boston.

Extend Boylston Street subway from its present termination on Boyls-

ton Street, to a coimection with East Boston tunnel near Custom House.

Connect Bowdoin Square end of East Boston tunnel extension with

viaduct over Charles River dam by means of subway and elevated struc-

ture. Continue the elevated structure on the location of the Southern

Division of the Boston and Maine Railroad from Lechmere Square to or

beyond the crossing of the Southern and Fitchburg Divisions in Somer-

ville.

The above extensions and connections should be carried out with the

multiple unit operation of through routes as follows:

(1) Mattapan via Midland Division, Dorchester tunnel and Cambridge

subway to Harvard Square.

(2) West Roxbury via Forest Hills-SulUvan Square and Everett to

Medford and Maiden.

(3) Chelsea, Revere and Winthrop via East Boston tunnel to a junc-

tion near McKinley Square and State Street, from the point via Boylston

Street subway to Brookline to the west, and via East Boston tunnel,

Cambridge viaduct and elevated structure to Somerville.

Later this service should be extended on the Boylston Street subway

end by connecting with the Newton circuit of the Boston and Albany

Railroad when same shall be electrified.
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Fares.

A plan for unification should provide for a complete revision of fares on

a zone system of the same general nature as the one now in operation in

Milwaukee, Wisconsin, and in its surrounding territory.

A single fare should buy the same relative amount of transportation in

aU directions from the main distributing center and the extent of the area

served for a single fare should be as great as the funds available for fur-

nishing transportation therein will permit.

A standard of satisfactory service should be established and fares re-

vised in such a manner as to make possible the needed improvements in

service, and at the same time, eliminate as far as possible the inequahties

in fares now existing.

If more revenue is necessary to furnish adequate service, it should be

provided.

It may be possible to provide aU or part of the added revenue necessary

by means other than a general increase in fares.

A revision in fares does not necessarily mean more income for the oper-

ating company, but greater equality among communities. An equitable

revision will most certainly mean increased fares for some communities

and decreased fares for others, when the transfer privilege is considered.

Metropolitan Transit District Defined.

The term "metropolitan district", as applied to Boston and its sur-

rounding cities and towns, has a varied significance. The Metropolitan

Park District and the Metropolitan Water and Sewerage District, have

much territory in common, but are not identical. Again, both of the

above mentioned districts cover much the same area, but neither corre-

sponds exactly with what is considered as the metropolitan district by the

statistics department of the city of Boston. In its statistical studies, the

Boston Department of Statistics has considered the district subdivided as

follows: (1) Boston proper; (2) Cities and towns contiguous to Boston

proper; (3) Other cities and towns within ten miles from the State House.

Swampscott, although eleven miles distant, is included in the district,

because so treated in the State Census of 1895 and in various tables since

published.

As defined in coimection with this investigation, the metropoUtan

transit district is the same as considered by the statistical department of

the city of Boston. It covers an area of approximately 275 square miles

and includes 29 cities and towns.

The transit district as above defined as well as steam railroads and

electric railways serving the same are shown on maps contained in Appen-

dix K.
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Table I. — Metropolitan Transit District.
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of information. It will be noted that there has occurred a total increase

of population in the district, for the period covered, of slightly more

than 10.6 per cent, while for Boston proper, including Hyde Park, wliich

was not a part of the city in 1910, the increase is shghtly more than 10

per cent. Further examination of the table shows an increase in all cities

and towns varying in amount from a little over 4.7 per cent for Waltham

to nearlj^ 36 per cent for Winthrop.
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Steam Railroad Facilities.

The district is served at present by the main and branch lines of three

prominent steam raikoad systems, the New York, New Haven and Hart-

ford raih-oad, the Boston and Albany raih-oad (New York Central Rail-

road Company, lessee), the Boston and Maine railroad and also by a

strictly local suburban hue, the Boston, Revere Beach and Lynn railroad,

operating along the northeasterly limits of the district between Boston

and Lynn, in the town of Winthrop, and commonly terined "The Narrow

Gauge".

The three roads first mentioned formerly furnished the major part of

service between Boston and its suburban communities. Nimierous

branches radiate from the North and South stations and extend to or

beyond the limits of the metropoUtan district, forming a real network of

suburban hues. However, since the advent and extension of electric trac-

tion, and the construction of street railway and rapid transit hues into

nearly every corner of the district, the patronage of the suburban trains

of the steam railroads has fallen off appreciably. It has been shown here

and elsewhere that electric roads are better adapted to handle this short-

haul and rapidly fluctuating class of traffic. They are consequently enabled

to handle it profitably at lower rates of fare than can the steam railroads.

The result has been that the steam railroads have found it necessary to

reduce, from time to time, the number of trains giving this class of serv-

ice in order to save themselves from large deficits in their operation. At

present the infrequency of service on a great many of the suburban fines

precludes their use as a general means of transportation throughout the

district. In fact, their use has become restricted to those of the travefing

pubfic whose business or habits happen to fit in with the rather meagre

service now suppUed.
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Passengers Canted In and Out of Boston by Steam Railroads.

Year.
Boston
and

Maine.

Boston
and

Albany.

New York,
New Haven

and
Hartford.

Total
Boston and

Maine,
Boston and
Albany,
and New
York, New
Haven and
Hartford.

Boston,
Revere

Beach and
Lynn.

1895, ,

1896, .

1897, .

1898, .

1899, .

1900, .

1901, .

1902, .

1903, .

1904, .

1905, .

1906, .

1907, .

1908, .

1909, .

1910, .

1911, .

1912, .

1913, .

1914, .

Increase in 20 years,

Per cent increase,

24,683,1251

25,605,391 >

24,573,612

23,809,876

23,108,384

23,574,173

21,610,736

20,479,069

20,431,544

20,167,767

20,751,103

21,792,286

22,430,956

23,237,076

23,208,233

25,776,369

26,492,275

26,658,097

26,412,420

25,210,389

527,264

2.13

7,403,926

7,926,958

7,003,400

6,541,831

6,160,959

6,388,935

6,414,552

6,851,901

7,494,780

7,279,280

7,429,620

7,720,952

7,855,899

7,453,207

7,212,486

7,948,592

8,086,702

8,024,026

8,429,921

8,725,434

1,321,508

17.8

17,706,947 =

17,569,3542

16,315,2542

16,200,1742

16,778,603

17,777,657

18,243,744

19,653,236

20,065,712

20,948,325

20,969,362

22,351,080

23,975,491

24,321,098

24,135,453

24,738,919

24,372,247

25,382,273

26,692,160

26,253,009

8,546,062

48.2

49,793,998

51,101,703

47,892,266

46,551,881

46,047,946

47,740,765

46,269,032

46,984,206

47,992,036

48,395,372

49,150,085

51,864,318

54,262,346

55,011,381

54,556,172

58,463,880

58,951,224

60,064,396

61,534,501

60,188,832

10,394,824

20.9

2,221,923

2,190,769

2,006.173

2,415,586

3,126,685

4,593,383

5,400,000

6,518,000

7,244,686

8,019,886

8,662,970

9,999,688

11,025,688

11,425,814

11,677,316

12,001,176

12,435,452

12,850,670

13,546,518

13,817,292

11,595,369

522

Boston Elevated.

1895, 155,231,506

1914 343,181,049

Increase 187,949,543

Per cent increase, 121

1 Includes the Fitchburg. 2 Includes the New York and New England.

Note. — The three steam railroads running into Boston for twenty years increased the number
of passengers in and out of Boston 20.8 per cent; while the total number of passengers handled

increased 41 per cent.
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In spite of these changed conditions, the New York, New Haven and

Hartford railroad still furnishes a very considerable and much needed

service to the outlying communities through its three main Unes and

branches extending to the south, southeast and southwest of Boston.

The Boston and Albany railroad still offers a very good suburban service

on its main line west as far as Wellesley and also on the so-called Newton
circuit.

The greatest ramification of steam fines within the district is to be

found north and northwest of Boston as a part of the Boston and Maine

system. And in this section are also to be found the most striking in-

stances of the effect of the inroads made upon the steam suburban traffic

by electric traction. Of late years the use of the steam fines of the Boston

and Maine raihoad has materially fallen off with the natural result that

service has been materially reduced, although, to be sure, a very consider-

able number of the people residing in the northerly towns of the district

still use this mode of transit as tables forming a section of this report wiU

show.

A notable exception to the other steam railroads giving service in the

metropofitan district is the Boston, Revere Beach and Lynn railroad,

operating a double track narrow gauge fine between East Boston and

Lynn, with a double track loop branch serving the town of Winthrop.

This road transports its passengers between Rowes Wharf in Boston and

East Boston by ferry. It has active competition for traffic between Boston

and Lynn in both the Boston and Maine railroad and the Bay State street

railway. The former it meets with more frequent service and a lower

rate of fare; the latter with a faster schedule. In the town of Winthrop

the "Narrow Gauge" has no direct competition and its patrons appear

well pleased with the service rendered. The fare between Boston and

Lynn, including ferry transfer, is ten cents. Between Boston and any

point on the Winthrop branch and as far north on the main fine as Point

•of Pines station, the fare is five cents. Ferry fare between Rowes Wharf
and East Boston is three cents which can be reduced to two and one-half

cents by the purchase of tickets. The present schedule of fares was insti-

tuted in May, 1899, and that date marks the beginning of a remarkable

and steady increase in the amount of business done. The total passen-

gers carried has increased from 3,772,431 for year ending June 30, 1899,

to 19,829,240 for the year ending June 30, 1914. The system consists of

13.2 miles of double track line, or a total single track mileage of 30.5

including sidings. The number of train miles operated for year ending

June 30, 1914, was 940,610. This road handles a tremendous summer
traffic to and from Revere Beach.
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Earnings— Passenger Trains on the Newton Circuit, Boston and Albany

Railroad.

1894, . $489,909 66

1898, 365,359 30

1900, . . : 295,876 25

1902, . 418,177 43

1907, 347,892 06

1908, 336,279 51

1909, ...» 359,579 86

1910, . .

•

383,731 03

1911, 380,465 94

1912, 404,337 72

1913, 411,587 32

1914, 406,956 05

Electric Railway Facilities.

The substitution of the horse raih'oad for the stagecoach and omnibus

marked the beginning of a new development in urban life. The riding habit

increased and the horse railroad early demonstrated its earning value. By
reason of this fact soon came destructive competition, the construction of

parallel lines and the exploitation of the industry to the detriment of the

communities served and capital invested.

The horse car, while showing a great advance over modes of travel in

vogue before its advent, left much to be desired. Speeds were slow and

schedules uncertain. Experimental minds were soon at work planning to

displace animal with mechanical power. A cable system carried in a con-

duit beneath the street was the first suggested substitute. This system

was comparatively short lived in American cities, although it is still used

in a number of instances where excessive grades are encountered. Even
before the first cable installations had been put in operation the wonderful

adaptabihty of electric power to urban traction purposes had become
apparent.

Such in short and in general has been the transition from the horse car

through the period of exploitation and competition, and the experimental

stage to the present almost universal operation of street railway and rapid

transit systems by electricity.

In the Boston district, in addition to the steam railroad fines already

referred to, there are eight electric traction companies furnishing semce.

These companies, together with certain statistics relative to same for the

year ending June 30, 1914, are given in the following table:
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Electric Railways of the Boston District.

Railway.

Miles
Operated,
Single
Track.

Revenue,
Passengers.

Car Miles.
Number

of
Employees.

Boston Elevated Ry.,

Bay State St. Ry., .

Boston & Worcester St. Ry.,

iMiddlesex & Boston St. Ry.,

Blue Hill St. Ry., .

Medway & Dedham St. Ry.,

Nahant & Lynn St. Ry.,

Point Shirley St. Ry.,

446,860

915,270

80,633

122 229

18,530

9,079

6,440

1,200

3343,181,049

183,778,820

12,060,011

18,899,215

1,547,313

467,653

1,031,395

165,037

57,990,436

30,735,088

2,108,293

3,735,549

368,183

118,983

153,542

30,594

9,842

6,322

311

544

69

17

58

7

Boston Elevated Raihvay.

In Boston, as in most other larger American cities, the first street rail-

way operation was by horse power. Early in 1856, nearly sixty years

ago, the Cambridge Street Railway Company established a horse car Une

between Central square, Cambridge and Charles street, Boston, over "West

Boston bridge. Shortly thereafter regular service was estabhshed between

Harvard and Bowdoin squares. The Metropohtan Railroad Company
next established a regular schedule from the city proper to RoxburJ^

This, hke the Cambridge hne, was a horse railroad. These roads became

paying organizations at the very start, which encouraged the constniction

of other hues. A hne was built from Charlestown to Boston, connecting

over Charlestown bridge, in 1857, by the Middlesex Railroad. Numer-

ous other independent companies continued to organize and construct

railways in the Boston district. Companies organized and operating

street railways during this early period of development included the Broad-

way Railroad Company, from South Boston, — afterwards called the

South Boston Railroad Company, •— the Suffolk Railroad Company of

East Boston, the Highlands Street Railroad Company and the Charles

River Street Railway Company. These lines formed, in a general way, a

system of independent horse car hues radiating from the then main retail

district and having practically no through lines and few free transfers.

It remained for the legislature of 1887 to authorize the consohdation of

street railways of the Boston district. By this act aU of the existing street

railways but one (the Lynn and Boston Raihoad Company) were consoli-

dated as the West End Street Railway Company. In this consohdation

a long stride was made toward unified car service for the Boston district.

The management of the consohdated company early saw the advisabilitj''

of supplanting the horse power on their system with more efficient motive
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power, and the cable system was adopted. Installation of this system

had been started when experiments with electricity as a motive power

first demonstrated this system to be practicable and efficient in the oper-

ation of street railways. The cable sj'-stem was abandoned while the

plant was still in the constructive stage and electricity substituted. The
line between Brookhne and Boston was put fully under electrical operation

on New Year's Day, 1889. In February of the same year electric opera-

tion on the line between Cambridge and Boston was instituted.

In 1897 the Boston Elevated Railway was chartered to build elevated

railways on certain locations granted another company in 1894. The
Tremont Street Subway was opened in 1897 and in the same year the

entire West End railway system was leased to the Boston Elevated Rail-

way Company. This connected up in a comprehensive city transit sys-

tem Boston's elevated, subway and surface lines. Rapid transit lines

using multiple imit trains now operate between Sullivan square on the

north and Dudley street and Forest HiUs on the south via tunnel under

Washington street and via elevated loop on Atlantic avenue; also through

the new Cambridge subway between Park and Tremont streets and Har-

vard square. The extension of the Cambridge subway has been authorized

from Park street station to Andrew square in Dorchester and approxi-

mately half of this improvement has been completed or is now under con-

struction. Surface cars are now operated in subways under portions of

Tremont and Boylston streets in the congested retail business section of

the city and to a point in Commonwealth avenue approximately two

miles southwesterly from the State House. Tremont subway cars emerg-

ing near North station continue on an inchne to a sohd floor elevated

structure and operate on same and the East Cambridge viaduct over

Charles river dam to Lechmere square in Cambridge.

Bay State Street Railway.

After the Boston Elevated, the most important electric transit company

operating in the metropohtan district is the Bay State Street Railway

Company. This company operated what was until recently the greatest

mileage of any street railway in the world. Chartered as the Lynn and

Boston Railroad Company in 1859, the Boston and Northern Street Rail-

way Company was the result of consohdations in 1901 and subsequent

years of various street railway properties serving northeastern Massa-

chusetts. In 1911 the Boston and Northern Street Railway Company was

authorized by legislative act to purchase the franchise and property of

the Old Colony Street Railway Company then serving a large portion of

the territory of eastern Massachusetts lying south of Boston. The Old

Colony, originally the Brockton Street Railway Company was the result

of consohdations of various smaller electric lines. For some time prior to

consoUdation in 1911, the Boston and Northern and the Old Colony

Street Railway Companies were under common control and management.

The present name was adopted in 1911.
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Lines of the Bay State Street Railway Company extend from Nashua,

N. H., the most northerly terminus to connections with the Boston Ele-

vated railway at various points along the northerly Umits of the city of

Boston and again from similar connections with the same system south of

Boston to connection with other street railways at New Bedford, Mass.,

and Providence, R. I., and its own city system in Newport, R. I. Consol-

idation of these street railway interests has brought lines of seventy-two

companies under a combined management which has developed the

property and expended considerable sums of money for betterments. At
the same time there has been estabUshed a unified street railway service

in eastern Massachusetts and especially between points in the metropoli-

tan district and contiguous communities.

Connections are had by the Bay State system with lines of electric

railway operating within the metropolitan district other than the Boston

Elevated, namely. Blue Hill, Medway and Dedham and the Nahant and
Lynn street railways. In addition to lines making connections with the

Boston Elevated, there are certain routes leading to Forest Hills, Dudley

street terminal and Sullivan square terminal, over which Bay State cars

are operated by the Elevated's crews. Bay State lines extending to Chel-

sea, Melrose, Revere, Saugus, Lynn and other points northeast of Boston

are operated from points in Charlestown to Scollay square by Bay State

crews, over tracks of the Boston Elevated Railway Company.
In referring to the Bay State street railway the report of the PubHc Serv-

ice Commission and Boston Transit Commission, sitting jointly on the

question of street railway sei^vice, dated March 18, 1914, and printed as

Senate document No. 448, says in part:

In 1881 the constituent companies which formed this present system were op-

erated with horses in the cities of Lowell, Lawrence, Haverhill, Salem, Lynn,
Brockton, Taunton and Fall Eiver. For the year ending Sept. 30, 1881, the mileage

of these companies was 49.5. The first of the original companies organized as a
street railway was the Lynn and Boston Railroad Company, incorporated April

6, 1859, its charter calling for a location from the town of North Chelsea

(now Revere) through Saugus to Lynn. The development of this great system
has exhibited the same phenomena which have been previously described with
reference to the Boston Elevated Railway system. Uniform methods of opera-

tion have been adopted, lines extended and reconstructed, fares reduced, transfers

afforded, and in many other ways increased facilities have been given to the public.

The result has been that all communities served by this system have benefited in

comparison with past conditions, as in the case of those served by the Boston
Elevated railway.

Appendix 9 of the same report contains a statement of the fare reduc-

tions, extensions of fare limits and transfer privileges granted on these

lines. Following that, in appendix 10, is a list of cases where fares have
been increased.

According to the annual return as of June 30, 1914, the total number of

cities and towns served by this company is 91. Of tliis number 20 are

within the metropoUtan district, namely. ArUngton, Boston, Chelsea,
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Dedham, Everett, Ljain, Maiden, Medford, JS'Ielrose, Milton, Needham,
Quincy, Revere, Saugus, Stoneham, Swampscott, Wakefield, Weymouth,
Winchester and Woburn.

Boston mid Worcester Street Raihmy.

This company, operating a high speed line largely on private right of

way, was organized late in 1901 to build an electric railway connecting

Boston and Worcester. Late in the year 1903 authority was obtained to

take over the Framingham Union Street Railway and early in 1904 the

Board of Railroad Commissioners approved the consolidation of the Fram-
ingham, Southborough and Marlborough Street Railway Company with

the Boston and Worcester Street Railway Company. The latter company
as now constituted operates both express and local service between Bos-

ton and Worcester. Within the metropolitan district this company oper-

ates over its own tracks from the westerly limit to the town line between

Newton and BrookUne, a distance of approximately 3.4 miles. At the

easterly end of its own tracks the Boston and Worcester equipment is

turned over to crews of the Boston Elevated Railway Company and by
them operated between this point and the terminus of the line near Park

square, Boston.

Middlesex and Boston Street Railway.

This company is the result of a reorganization of the old South Middlesex

Street Railway Company which occurred in July, 1907. Eight constitu-

ent companies are now included in this consolidation. The home office of

the company is located at Newtonville, Mass. Lines are operated in the

following cities and towns of the metropolitan district as defined in this

report: Needham, Newton, Waltham, Watertown, Belmont, Arlington,

Lexington and Woburn. Connections are made at different points in the

metropolitan district with fines of the Boston Elevated Railway, giving

direct access to the heart of Boston.

Blue Hill Street Railway.

This company, having its home office at Canton, Mass., operates into

the southerly portion of the metropolitan district. Lines in the town of

Milton and the Hyde Park district make it possible to connect for Boston

over the lines of the Bay State and the Boston Elevated railways.

Medway and' Dedham Street Railway.

This company, as successor to the Dedham and Franklin Street Rail-

way, owns a line into the town of Dedham.. The line is being operated by

the Miiford and Uxbridge and connects with the lines of the Bay State

Street Railway for Boston. The old Dedham and Franklin passed through

a receiversliip which resulted in its reorganization under the name head-

ing this paragraph, in Juh", 1914.
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Nahant and Lynn Street Railway.

The existence of this company dates from February, 1905. They oper-

ate wholly within the metropoUtan district in the town of Nahant and the

city of Lyim. Connection is had at the Lynn end of the line with the Bay
State street railwaJ^

Point Shirley Street Railway.

While all other street railways referred to in this report and located on
streets or public highways are equipped with overhead trolley systems,

the Point Shirley street railway is operated with a storage battery car.

The line is located wholly within the town of WinthrOp and connects

Winthrop Beach station of the Boston, Revere Beach and Lynn railroad

with Point Shirley, the extreme southeasterly point of Winthrop town.

Stock of this company is held by the Boston, Revere Beach and Lynn
Railroad.

The General Problem of Metropolitan Transportation.

Whether a city will or will not develop to the full extent of its possi-

biUties depends very largely upon its transportation facilities. Perhaps

the greatest and at the same time the most perplexing problem of our

larger American cities to-day is that of transportation. No one thing

touches more closely the daily life of individual citizens of metropolitan

communities than the sufficiency or insufficiency of facilities afforded

for their transit between home and places of employment, business or

amusement. It is not to be expected that the problem of transit facilities

for Boston and the metropolitan district can be solved now for all time.

Changed conditions will constantly recur with demands for service now
unforeseen. Communities receiving service and corporations furnishing

same should, as far as possible, anticipate these demands and work to-

gether to meet them. A feehng of mutual confidence must be established.

Operating companies can do much by taking the pubhc into confidence.

Problems that arise from time to time should be fairly and squarely pre-

sented. The limitations of each should be clearly explained, and its possi-

bilities and benefits freely acknowledged.

Furthermore, those responsible for the management of transportation

facihties as well as those who have invested their funds in building up
such properties should recognize that in interesting themselves in com-
panies or corporations furnishing service to the public, they are in a sense

assuming a public trust. Likewise, the traveling and shipping public

should earnestly endeavor to appreciate the problems of the operator

and investor.

Localities and individuals should see that in demanding from a public

service corporation more than they expect to pay for in the way of trans-

portation fares and shipping rates they show absolute disregard of funda-

mental economic principles.

Boston has been a pioneer in city transit and great credit is due to

the public-spirited men, public and corporate officials who have been



438 APPENDIX — ORDERS. [Jan.

responsible for the progress made. Rapid strides have of recent years

been made in the art of electric transportation, and it is also safe to say

that much advancement may still be expected. In a review of the trans-

portation facihties now being offered to residents of Boston and other

cities and towns in the metropoUtan district, much is found to be in

common with other American metropoHtan cities, while in many respects

the conditions obtaining in the Boston district are peculiarly unique.

Closely as the development of the art of transportation has been followed

and alert as the district has been to the needs of its people, much remains

to be accomphshed and is to-day urgently demanded in order to provide

an adequate and unified transportation service. Temporary reliefs can

be supplied which will afford considerable improvement over existing

conditions; but the real need is the mapping out of a general scheme or

policy tending to the development of a comprehensive plan of transpor-

tation, broad and flexible enough to meet the growing and changing

demands of the community.

A Many-sided Problem.

The transportation problem of any metropolitan district has many
angles, and as much as any other pubhc question courts prejudice and the

furthering of selfish ends. The problem of one city, while it may have

many principles in common with that of every other city is pecuhar to

itself. There are always features purely local which must be studied and

given weight in the final conclusions according to their importance. The

problem should be studied, with a determination to see it from the points

of view of all parties interested.

In suggesting improvements for immediate relief, due regard must be

given to broad basic principles, financial, legal and technical, which must

prevail in the ultimate and ideal solution of transit difficulties. The

many angles from which the problem must be viewed should include ade-

quate service at reasonable rates, proper and unbiased development of

the communities served, reasonable and practical conditions of operation,

conservation of honest investment. Disregard of any of these precludes

a lasting and satisfactory solution of the transportation problem of any

city.

The interests of the patron of a transit company are best served when

the service furnished him is truly adequate. This means plenty of well-

designed, well-maintained and up-to-date cars, with comfortable seats,

evenly and sufficiently heated during cold seasons and well ventilated at

all times, operated at maximum speed consistent with safety over a well-

built and well-maintained track structure along routes that afford the

least inconvenience in travel to all parts of the district.

The interests of the city or community are closely linked with those of

the individual patron, although involving larger problems than affect the

individual. The best development of a city demands that rapid and

reasonable transit facilities be afforded to the outlying districts so as to
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reduce congestion in and near the central retail district. When a district

becomes so thickly settled that it cannot be properly served by surface

cars operating over crowded streets, rapid transit should be afforded by

the construction of either elevated structures of approved design, high

speed lines operating on special reservations or locations or substantially

constructed and well-ventilated subways. In districts having consider-

able tributary suburban traffic lines carrying this traffic should be electri-

fied to best handle the business and also to permit the distribution of this

patronage into the main business section without the obnoxious smoke and

gas nuisance ordinarily accompanying steam operation.

Special interests in a city such as parties interested in large real estate

operations and others, often bring great pressure to bear tending to secure

for certain districts more frequent and better service than is warranted.

When this is done, if the service to other parts of the city is maintained at

a proper standard, a hardship is necessarily worked upon the company
furnishing service, or if the number of car miles operated is not increased

the result may be crippled service in other sections of the city. When
service is sought for a community as a part of a promotion scheme and
advance of any real demand for such service, the expense of furnishing

such service or at least the operating loss should be assessed against the

property or interests benefited.

As a reUc of the horse car days, when horses propeUing the cars of street

railway companies through city streets actually wore out the pavement
along the tracks, street railway companies generally are to-day paving

that portion of pubhc streets and highways lying between their rails or

tracks and also strips outside thereof, varying in width from twelve ta

eighteen inches. Students of transportation problems have advocated it

and there is a justly growing sentiment in favor of relieving traction com-
panies of this paving burden and applying the saving to the furnishing of

better service in the way of more car miles, more and better equipment

or even in reducing the transportation cost to the individual. Some ad-

vantages accrue to the city as a whole in having absolute and complete

control of its paving problem. Advantages to the company would be

indirect but none the less positive if the expense saved in paving charges

is diverted to the building up of its system and the creation of a satisfied

traveling pubhc.

The interests of the company are likewise best served in developing

good service. Frequent service at maximum rates of speed consistent

with safety, supplying sufficient seats to preclude crowding encourages

travel and develops the riding habit of the community.

For the operator ideal conditions obtain when the riding habit of the

district served is highly developed and when this riding is distributed

throughout the entire day with the riding balanced as to direction with

peak loads during rush periods that are not excessive and where there is

more than enough of short haul business to offset the losses from long

hauls.
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The extent to which this riding habit is developed determines to a very

large extent the prosperity of the company and the attractiveness of the

property to the investor. Paramount in accomplishing these results arte

well-constructed and well-maintained track and track structures, efficient

and up-to-date equipment selected after a thorough study of the peculiar

needs of the service, and power plants of ample capacity and economical

design.

Poor service is unsatisfactory at anj^ price, and no community can

expect to thrive and expand under habitually poor transit facilities any

more than under unreasonably high rates of fare. Good service at reason-

able rates should be the transportation slogan of every metropohtan dis-

trict and the first consideration should be Service. Financial requirements

demand that revenues received from transportation be sufficient to cover

the cost of conducting transportation, proper maintenance of the prop-

erty, taxes, interest charges on funded and floating debt and should provide

for reserves for depreciation and injuries and damages, as well as to pay a

fair return on honest investment. The fixing of rates demands the con-

sideration of all of the above items and also actual cost of developing the

business. Unusual and extraordinary expenses should be provided for by
amortization. Surplus earnings should be utilized in bettering the service

by adding to equipment or by extensions of lines.

The best interests of a city demand unified transit facilities. Such are

necessary for unhampered development and the greatest convenience of

its individual inhabitants. City transportation is a natural monopoly

and since the advent of competent regulating bodies consolidation of

facilities is not fraught with the dangers and drawbacks accorded it in

days past.

The District a Unit.

While the Metropolitan Transit District has been defined as to limits in

certain proceedings connected with this investigation, these limits were

established more or less arbitrarily. Just what territory should be con-

sidered as properly belonging to a metropohtan transit improvement plan

is impossible of determination off-hand. A study of this special feature

should be made before definitely defining the limits of a district to be

considered in connection with final recommendations. All matters con-

sidered, a district defined in a general way by distance from a central

point would seem to be most just. Whether this district should extend

to cover an area within a radius of five, six, eight or ten miles of the State

House or other central point cannot be determined here.

Accepting the district defined in connection with early hearings on the

matter of transportation needs, we find that, although embracing more

than a score of cities and towns, lines of demarcation are not at all appar-

ent. Were the district enlarged to include cities and towns within a

radius of fifteen or even twenty miles of Boston, no material change would

be noticed in its general character. It is this fact that renders it difficult

to fix definitely the limits of what should be considered the Metropolitan
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Transit District. What might with reason be the limits of such a district

to-day might also be too restricted ten or fifteen years hence. However,

any plan to improve transit facilities should be flexible enough to provide

for future growth and still keep the district a unit.

While the different cities and towns have their pecuUarities and special

interests, they are very largely interdependent with Boston proper as the

metropoUtan center. A striking feature is presented in Boston's transit

development. In no other American city, at least, is there offered a free

interchange of passengers from elevated and subwaj^ systems to surface

lines such as obtains on the Unes of the Boston Elevated Railway Com-
pany, made possible by the combined operation of these facilities. And
yet, in spite of the advanced step taken in the consolidation of elevated

and subway systems with certain surface lines, territory within five miles

of the State House is still served by two electric traction companies and
one steam railroad doing a strictly local transit business.

As has been elsewhere stated, after the Boston Elevated railway the

most important electric system serving the district is the Bay State street

railway. Formal complaints registered with the Commission in regard to

transportation in the district come very largely from communities whose

access to Boston's main business center involves the inconvenience of

dual service, the payment of two fares or both. Communities complain-

ing included Revere, Chelsea, Maiden, Medford, Winchester, Hyde Park
and to some extent. East Boston. Inequalities existing and discrimina-

tions suffered by these towns have been gone into in more or less detail in

the Joint Report of 1914 by the Public Service Commission and the

Boston Transit Commission and need not be repeated here.

That report, in referring to the consoUdation of traction companies

under the name of the West End Street Railway in 1887, said:

The Lynn and Boston Railroad Company was not included in this consolidation,

largely on account of opposition from the representatives' of Chelsea and Revere,
who thought that the consolidation would result in a monopoly and an increase of

fares between these places and Boston. It is largely as the result of this opposition

that these communities find themselves to-day in the position of complainants.

It is perhaps possible to go even further and say that the cause for com-
plaints presented by all communities appearing at public hearings is

either directly or indirectly the lack of thoroughly unified transportation

facilities. No adequate or lasting relief can be afforded by a piece-meal

dealing with the situation. It is a proposition the solution of which re-

quires conviction and the courage to present a broad, far-reaching plan

which will be, in a sense, revolutionary, inviting sharp and even caustic

criticism from some quarters. Nothing short of a comprehensive plan

can furnish a solution which will be for the future as well as for the present.

The real items in the program of events which led to this investiga-

tion were complaints against existing conditions coming from different

communities, — complaints that touch about every phase of metropoUtan
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transportation and operation. Communities, like individuals, are natu-

rally selfish and if a proposed solution, as a whole has true merit, the mere

fact that individual demands have not been satisfied, should not be

allowed too great weight. By their vigilant attendance at hearings on

this question, by time freely given to present the facts regarding the needs

of their communities, the people of the district have shown unusual and

intelUgent interest in the problem. This leads to the beUef that these

same commimities and the individuals who have represented them have

enough of pubUc spirit, enough of pride in the district as a whole and are

open-minded enough to see the larger aspects of the situation when fairly

and squarely presented and the good points of a plan of large purposes

even though the consummation of such a plan may mean the denial of

many concessions asked for.

Three General Plans.

For providing more unified transportation service, three general plans

suggest themselves, none of ithem entirely new, perhaps. Briefly stated

they are :
—

(a) An interchange of street railway territory and business done between

at least the two more important companies operating in the district,

effecting, as near as may be possible, a balance of benefits and damages,

and having in mind, simultaneously, the interests of the district and the

corporations serving same.

(6) ConsoUdation of fines within the district of those companies now

operating therein or at least such of them as now furnish dual service tO'

the same locality, and providing in fieu thereof a unified service under a

combined management with pubfic regulation.

(c) Consofidation of existing companies, as above, without restriction

as to limits of properties to be included in the combination.

General Plans may be Modified.

A great many modified schemes could be suggested, based upon each of

the above general plans, such as ownership in whole or in part by the

Commonwealth or by municipaUties with either pubfic or private opera-

tion, etc. A legislative act is conceded to be necessary to the fulfillment

of any one of these plans. Unless the commonwealth or the cities and

towns concerned are to take over the properties and operate them, this

act can only be permissive in character. In other words, while it is per-

haps possible to legislate these properties into pubfic ownership, it is only

possible to authorize the separate companies whose fines now serve the

district to go into a combination, leaving it as a voluntary act with the

companies themselves whether or not they enter in.

Leaving out the trunk lines of railroad, those doing the great bulk of

the business within the metropolitan district are the Boston Elevated

railway, the Bay State street railway and the Boston, Revere Beach and

Lynn railroad companies. During investigation of this proposition by thei
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Legislature of 1914 the first-named company through its counsel expressed

itself as agreeable to a plan of consoUdation or at least as not antagonistic

to it. During more recent hearings had on the matter, the Boston Ele-

vated stated again through its counsel that the company has not changed,

its former position and is amenable to any plan for better and more uni-

fied service for the metropolitan district which at the same time furnishes

proper protection to invested capital.

Likewise, the Bay State Street Railway Company has promised to do

its part in the furthering of any plan for a better and more comprehensive

transportation development that will not impair its present investment

and has offered as a suggestion for meeting the needs of the present situa-

tion a plan for consolidation and revision of fares.

The Boston, Revere B^ach and Lynn Railroad Company's management,

as well as many of its patrons, is opposed to consoHdation with either the

Boston Elevated or the Bay State and does not care to be considered,

even in a permissive act tenduig toward a consoUdation of transit facilities.

With the Boston, Revere Beach and Lynn can also be considered its pro-

t€g6, the Point Shirley street railway.

Other street railways operating in the district, — Boston and Worcester,

Middlesex and Boston, Blue HiU, Medway and Dedham, and Nahant and

Lynn, do not present the problems met with in connection with those

more specifically referred to above, at least not to the same degree.

It has been stated by the Boston and Worcester company that the gen-

eral benefits which might result from a consolidation of the companies

could, so far as that company is concerned, be secured equally well by

agreements for joint use of tracks. This is perhaps so as regards the less

important lines now serving the district. The attitude of other companies

in regard to consoUdation has not been made known.

Plans Discussed.

As regards plan (a), an equitable exchange of territory by and between

the Boston Elevated and Bay State companies could only be accompUshed

after thorough study of the business done in different communities now

served by both systems. It is difficult to say whether anything Uke a bal-

ance could be struck in this regard that would not add to the irregularities

in matters of service and fares now existing. If, for instance, the Boston

Elevated Railway were to take over all operation in Chelsea in return for

surrendering business within the city of Maiden to the Bay State street

railway, the latter city would thereby become deprived of something it

now has in order to satisfy Chelsea's demands for unified service and privi-

lege of transfer. Such an arrangement might, of course, make possible a

ride from any part of the city of Maiden to any other part for a single fare

but would require two fares into Boston. It is doubtful whether any

exchange could be effected which would alter materially the situation now

complained of by Medford, Winchester and Hyde Park. True, some ameU-

oration of present inconveniences could be brought about by properly-
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drawn agreements for joint use of tracks, and such matters are now entirely

within this Commission's jurisdiction. But the admission that such agree-

ments are necessarj^ appears in a sense, at least, to make argument for a

more unified system of transit operated and controlled by one companj''

under proper pubhc regulation.

In plan (6) there would be encountered no more of complications than in

connection with an interchange of territory and business between com-

panies. The net result if worked out as a part of a broad and comprehen-

sive plan will open up for Boston possibihties in transit development im-

130ssible by any other plan than one for unified transit facihties under one

management. Only in a hmited sense does this plan mean what counsel

for the Bay State street railway has chosen to call dismemberment of that

company. It provides for taking into a consohdated metropolitan system

only small portions though some of the more profitable portions of the

present Bay State system, but by far the larger part of the system would

remain intact. In other words, it calls for a consolidation of street railway

lines of a reasonably restricted metropohtan district rather than of eastern

Massachusetts.

The plan is suggested in full reaUzation, or what is believed to be a full

reahzation, of the difficult problems involved. Portions of the present Bay

State system would remain outside the consohdation. Necessarily, some

compensation would have to be made to those portions for such damage

as might be estabhshed resulting in loss of earning power and curtailment

of possibilities that naturallj^ come with the development of cities and

towns served. Pubhc interests as well as private considerations forbid

cripphng the ability of those portions of the railways left out of the com-

bination to earn a fair return on honest investment and at the same time

to adequately serve the cities and towns for which service must be

continued.

It is not conceded, however, that the taking of these lines of the Bay

State street railway which he within the metropohtan district will irrep-

arably cripple the balance of the system. On the other hand, it is pre-

dicted, and not without some show of reason, that a unified system will

make far more ready access to the metroiDohtan center. It has been shown

that in many districts ease of travel is as potent a factor in the develop-

ment of the riding habit as low fares, and it is contended that this would

prove true as regards those communities served by lines of the Bay State

not included in this plan of consolidation.

In argument against consolidation of Boston Elevated and Bay State

properties the statement has been made that the metropolitan district

should not be burdened with making good the low earnings or deficits from

operation of outlying unprofitable lines of the latter company. Such an

argument does not apply with any force against such a scheme as is pro-

posed in plan (6).

While it presents problems of considerable size and intricacy, damage

done to the remaining portions of the property of the Bay State Street
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Railway Company is not impossible of reasonably definite determination.

The compensation to be allowed for the lines taken should not represent

merely the replacement value of the physical property, but also such

damage as might be established. Should this prove to be considerable,

the full amount of it should not be included as part of total capitalization

of the consolidated company upon which users of the system would be

compelled to pay interest for aU time. A better plan is to have all or a

large portion of any extra compensation provided for by amortization.

Consolidation and unification of service as well as the treatment above

suggested for such excess compensation as might be established is not

without sanction elsewhere.

In commenting on method pursued by the Public Service Commission

,

Second District of New York, in the matter of authorizing issues of secur-

ities covering purchase price of other corporations, Mr. Howard G. Hop-
son, Chief of the Division of Capitalization, in the late annual report cov-

ering the work of the department, says :
—

In many such cases it is found that the purchasing corporations are obHged to

pay a price somewhat in excess of the original cost of the physical property. The
difference in price involves the strategic advantage of the vendor, the possibility

of competition, and in most cases the business which has been developed. The
Commission has found it to be for the best interests of all concerned to per7nit corpora-

tions with generating stations of large capacity which operate at a low cost to acquire

small plants in their territory, especially when approved by local authorities. This
results in some cases in the immediate retirement and abandonment of a considerable

portion of the physical property acquired. To Hmit the purchasing corporation

to paying for such plants only the inventory cost of the actual physical property

which will remain after the changes have been made might occasionally prevent

such transactions many of which have shown large benefits to all concerned. In
cases where there has properly appeared any difference between the inventory cost of

the physical property to be taken over and the price authorized to be paid therefor, such

difference shall be amortized or charged off from earnings during a reasonable period

of years. This practice is working out satisfactorily because it eventually results

in a conservative statement of the property accounts of the acquiring company and
at the same time makes possible an immediate putting into effect of the savings

resulting from the progress of the art, large scale production, and reduced admin-
istrative expense.

Plan (c) possesses only a part each of the advantages and disadvantages

of the plan just discussed. It does not involve the complexities accom-

panying resulting damage to lines left out of the consohdation. It does

involve taking into a system, whose prime function is to be unified transit

for a metropolitan district, long, out-reaching arms of transit extending

outside the boundaries of the Commonwealth to points forty and seventy

miles distant from the center. It would give a comprehensive plan of

transportation that would permit of expansion now and later as additional

demands are made upon it, but it at the same time would divide the time

and attention of a management who would have a great and full dutj^

in providing for the needs of Boston's metropolitan district alone.
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Unification of Facilities Desirable.

Unification of facilities and service within the district presents a way
out, and lines of the two principal street railway systems, at least, should

be included. Opposition to the plan by the smaller independent companies

or the communities which they serve is likely, sooner or later, to put those

communities in much the same position in which Chelsea now finds itseK,

largely through its opposition to the earlier consolidation of the Lynn and

Boston Railroad Company with the West End Street Railway Company.

It will be generally admitted that a comprehensive dealing with the

transportation needs of the metropolitan district may justly include the

fuller and better use of certain lines or branches of steam railroads now
operating in the district and the adaptation of their locations in whole or

in part for real rapid transit service. If this is to be carried out (and

certain studies and suggestions tending to this end form a part of this

report) the arrangement demands that either power to deal with the

situation be vested in a single combined management, or else that finan-

cial interest be taken by state or municipality. For the state to assume

this broad public service would amount to the loaning of the credit of

the entire Commonwealth in supplying a special service to a special local-

ity. Complications also arise when it is suggested that the municipalities

assume the burden in connection with the consummation of a compre-

hensive transportation plan. StiU, some wiU contend that this public

service should justly be financed and controlled by the public; the Com-

monwealth or municipalities becoming sponsor therefor. The metropolitan

district and its transportation problem are bigger than any one city or

town. Contests with a division of authority would more than likely be

the outcome with the result that the adoption of a definite program of

development along sane and constructive lines would be postponed far

beyond what it should be.

Some will even advocate public management and operation. This, how-

ever, has not been contemplated in connection with plans herein outlined.

The belief is entertained that unified transit for metropohtan Boston

can earliest and best be obtained by providing for consolidation of existing

local transportation companies especially those operating in communities

now having a dual and conflicting service. A single combined company is

then in position to deal with the steam railroads regarding such purchases,

rentals or operating agreements as may be needed for the full develop-

ment of a comprehensive system of metropolitan transit. With the cap-

itaUzation, physical property, service and rates of fare under the control

of a state regulating body, such as the Public Service Commission, the

dangers that have attended consolidations in the past, disappear.

That some benefits may accrue to a company by the operation under

one management of a system as extensive as that of the combined lines

of the metropolitan district, can perhaps not be denied, but unless the

public gets some of the advantages of the combinations, no lasting bene-
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fits can be expected by the system itself. The mterests of a district and
the transit company serving it are intimately related and with a proper

eo-operative spirit, guided by wise legislation, benefits will be shared.

Unification of ownership and operation may and no doubt does have its

disadvantages. The process should have set around it all necessary safe-

guards against over-capitaUzation.

In order that what effort has been put forth for the improvement of

transit facilities in the metropolitan district may not come to naught, any

enabling legislation should have the provision that if the interested com-

panies, or a number of them satisfactory to the Public Service Commission,

do not within a reasonable length of time proceed with arrangements nec-

essary for a unification system, then the Commonwealth or municipaUties

interested, shall proceed to take over raUway properties within the metro-

pohtan district. The time allowed for action by interested railway com-

panies should be limited and it should also be provided that after agree-

ments have been reached and approved by the Public Service Commission,

other steps necessary to the consummation of an enlarged unified trans-

portation plan in accordance with a definite scheme or program, should

proceed with dispatch. The Public Service Commission should be author-

ized to set dates from time to time when the different steps in the devel-

opment of the plan shall be completed.

To catalogue benefits which may result from consolidation and to prove

that the same will result is a difficult task. About as far as one can go, is

to call attention to certain economies in power production, operation and

administration which may naturally be expected, and rest the balance of

the case on the improvement of service rendered. Service is, perhaps, the

real cause of this whole investigation, although irregularities as regards

both service and fares exist. No adequate solution of the former can be

effected and practically nothing in regard to the latter without a union of

those lines giviag dual and conflicting service in certain communities.

There is, however, another condition which must be faced and faced

squarely. Unless we are incorrectly informed and unless preceding reports

on this matter are in error, not only is the district in need of better service,

but the street railways are also in need of greater revenue in order to be in

position to furnish better service. It has been stated, and substantially

without denial, that the Boston Elevated is financially unable to make
the improvements in its plant needed to meet changed conditions. Addi-

tional stock can be issued for only such portions of betterments as can

strictly be considered additions to plant. To finance the balance out of

earnings would reduce an already small rate of return to investors. Such

measures would result in a reduction of market value of stocks and bonds

already seUing below par. Laws of the Commonwealth provide that all

new stock must be issued at par or above.

Adjustment of the fare question seems imminent if the companies are

to be placed in position to give better service, and in view of this fact the

present seems to be the opportune time to take up the matter of adjust-

ment of inequalities.
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Service Conditions

.

The intimate relation between the metropohtan center of the Boston

district and each of the smaller subcenters, brought about by a common
commercial interest, results in an immense flow of traffic into and out of

tliis central zone or area. This traffic should be handled by direct routes.

However, the estabhshment of such direct routes does not make adequate

provision for the transportation needs of the district as a whole since all

travel does not naturally follow these channels. There is a considerable

amount of travel from each smaller community to all others. Those

communities lying on opposite sides of what may be considered the metro-

pohtan area can be reached most readily by use of direct routes through

the center. The nearer communities are to each other the greater their

common interest and likewise the greater the volume of traffic flowing

between them. To meet tliis condition and to keep at a minimum the

time consumed and distance traveled it becomes necessary to pro\'ide in

addition to direct routes certain cross routes connecting smaller centers.

It is evident that the regular flow of traffic over these so-called cross

routes will not equal that over the main routes or arteries, and the service

supply on the former cannot therefore reasonably be expected to equal

that on direct routes; the service on each should be in proportion to the

traffic demands. In other words, on an ideal system more cars would

naturally be operated on through routes than on any diverging or cross

routes.

In Boston as in all of our larger cities the greatest complaint on trans-

portation facihties is directed against excessive crowding of cars during

rush hom-s. There is no denjdng that crowding exists on both rapid transit

and surface lines. The total number of seats provided in a day may be

well above the number of passengers presenting themselves for transpor-

tation and ser^dce still be inadequate, due to the fact that such a large

part of the daily traffic must be handled within a few hours in the morning

and evening. Observations made indicate that the prime needs of the

service on both rapid transit and surface lines are more equipment, a more

equitable distribution of same and better maintained schedules. On sm*-

face Unes these matters involve questions of routing and slow speeds in the

congested business district due to interference from vehicular and pedes-

trian traffic.

Surface lines as referred to herein include all lines as now operated with

surface car equipment whether running on surface tracks, in subways or

upon elevated structures.

Traffic Observations.

To inteUigently study service conditions it is necessary to obtain records

of actual loads carried by cars upon representative daj^s. The Boston Ele-

vated Railway Company has for some time been making such traffic counts

at various points once each month. These counts have for the most part

covered periods between 6 a.m. and midnight and have been taken for each
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line at points believed by the company to show maximum loading condi-

tions. Certain lapses have occurred in the daily counts for traffic in the

lean direction. These are found during periods when exceptionally heavy

travel in the opposite direction claims the observer's attention.

Access has been had to field notes of these counts by the Elevated Com-
pany and also to notes of similar counts made by the Bay State street

railway. An effort has been made to obtain independent checks on infor-

mation obtained on counts made by the railway companies. Some of these

check counts have extended over thefuU eighteen hour- period between

6.00 A.M. and 12.00 midnight. Others over the two rush periods between

6.30 A.M. and 9.30 a.m. and between 4.00 p.m. and 7.00 p.m. ; still others

have extended over maximum hours only. In no instance were the results

obtained by the Commission's inspectors materially different from those

shown on original field sheets used by the companies in collecting the in-

formation. In all traffic observations the following data have been re-

corded for each car observed: time, number of car, number of passengers,

and direction.

To ascertain whether the traffic counts made by the companies have

been taken at maximum points of loading and to determine maximum
loading points for our own observations studies have been made of riding

.

on individual cars. The results of studies tending to show the riding habit

are presented as Appendix A. Still others are on ffie with the original data

resulting from the investigation.

Generally speaking the territory served by street railway lines may, in

considering morning and evening rush hour traffic, be divided into three

areas, viz.:

(1) Area of origin.

(2) Area of transportation.

(3) Area of termination.

Cars starting from outlying residential sections during the morning rush

period gradually take on their loads as they proceed toward the main busi-

ness section. This is referred to as the area of origin of traffic. They next

pass through the area of transportation in which no appreciable change is

noticed in total load. Finally the area of termination of rides is entered,

within which the load decreases in much the same manner in which it was

built up though perhaps more rapidly. What is the area of termination in

the morning period, becomes the area of origin in the evening. Where

several Hues enter the main business district over a single street or even

over parallel or near parallel streets serving the same section, such section

is common to all and is the recipient of multiphed service. While such a

condition may be favorable to the common area it wiU be later pointed

out how if the traffic from this area is not specifically provided for the fact

may work an inconvenience on patrons of cars which enter the area with

full loads.
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Trij) Riding Characteristics.

The accompanying diagrams (Plates II to XI inclusive) show data rela-

tive to riding habit on representative lines. In obtaining these trip riding

characteristics cars are ridden over the entire length of their runs. These

runs are chosen for such different periods of the day as may be expected

to show a difference in the riding habit. A line passing through a resi-

dential section of the laboring class and also through a commercial section

will show different characteristics of riding at different periods in the day.

The same general comment holds in regard to lines passing through other

sections of any metropohtan city. Lines passing through a section of the

city occupied by people of the upper middle class or those who are accus-

tomed to attend theatres or other places of amusement in the evening may
be expected to show evening riding in excess of that encountered on Unes

through less prosperous sections. Other interesting facts are brought out

regarding the travel in the districts served. Not only do they show the

load conditions of the particular car observed but also the relative amount
of loading and unloading at different points along its run. The diagrams

are, for the most part, self-explanatory, number of passengers being indi-

cated vertically; points representing stops along the length of the run are

shown along the horizontal axis together with relative distances from

termini. Length of a half round trip and also direction of travel is indi-

cated on each diagram. Heavy black hnes shown extending both above

and below the 0-0 axis indicate passengers boarding and alighting at the

different stops. In this particular the diagram is not strictly an accurate

representation as both the "0ns" and "Offs" shown at each of the named
points are accumulative. The full stepped line indicates the number of

passengers on the car on departure from each stop. The dash and dot

horizontal line indicates car seating capacity. That portion of each trip

showing the full stepped line above the horizontal dot and dash hne had a

standing load. The broken stepped line indicates total number of rides

furnished, or the total number of persons using the car during the trip.

The area inclosed within the full hnes, therefore, represents total passenger

miles, which when divided by the total rides or total passengers using the

line gives the average length of ride per passenger. From these diagrams

the point, or points, of maximum loading are readily selected.

It is also possible to determine the ratio between the maximum munber

of passengers on the car at any one time and the total number using the

car during the trip. For instance, on hne operating between Ashmont,

Milton and Park Street Subway via Dudley Street Station and Warren

Street making the run between 4.10 p.m. and 5.00 p.m. on November 17,

1914, total nimaber of passengers using the car was 160; a maximum load

of 69 passengers occurred between Huntington and Massachusetts Avenues

and Northampton Street and Columbia Road. From this information the

ratio of maximum load to total number of passengers using the car on the

trip is found to be 43 per cent. This ratio will vary for different lines in
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accordance with characteristics of the hnes, but a reasonable number of

determinations of this ratio will tend to permanently establish same within

certain limits until such time as circumstances affecting the patronage of

the line change materially. By this method traffic officials knowing the

total business done on the fine for which this ratio has been estabhshed

can estimate the maximum load carried and keep constantly informed

regarding the sufficiency of service furnished. In order to make use of the

method above described on a sj^stem with an interchange of passengers

between, rapid transit and surface hnes by means of prepayment areas it is

necessary for conductors on surface cars to record passengers received

within such areas.

Passenger Counts by Routes.

Counts to show traffic conditions on different routes should cover all

that portion of the day wherein any considerable variation of traffic may
be expected. For each route the count should be taken from a single

point of observation whereat obtain maximum loading conditions.

A diagram representing results of a typical count is shown following this

page. Others are presented in Appendix I. Certain diagrams cover

counts for an eighteen hour period. Others show lapses in the lean direc-

tion of traffic as hereinbefore described. Data collected include number
of cars passing, time spacing of cars, seating capacity, passenger load,

standuig load if any, and hours covered by the observation. The dia-

grams are for both inbound and outbound traffic; outbound being plotted

above the axis and inbound, below.

A study of these diagrams shows standing loads of greater or less pro-

portions for certain portions of the day. This is, perhaps, such as might be

reasonably expected during the morning inbound rush and the evening

outbound rush periods. Under normal travel, however, this condition

ought not to obtain during non-rush periods. It has been claimed by

some that a seat should, be provided for each passenger even during the

rush period and while such service is desirable, it is perhaps asking more

than can reasonably be expected. About as far as regulation can be

expected to go in this particular is to insist that there shall not be exces-

sive overcrowding.

Traffic diagrams show some routes having many cars which carry

standing loads during the normal hours. Some show also that during

certain periods of the day travel is so Ught that cars run only frequently

enough to give a seat to each passenger would make the time interval be-

tween cars so great that the service would fail to meet the needs of the

public. For that reason a maximum headway should be specified for

different lines during the normal hours of travel.

Distribution of Traffic and Equipment.

It has proven impossible to show in diagrammatic form all the informa-

tion collected. However, tables have been prepared showing load condi-

tions of different lines for entire representative days or such periods
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thereof as are covered by observation. These compilations give the num-
ber of cars operated during four periods of the day as follows: (1) 6.00-9.00

A.M., (2) 9.00 A.M. to 4.00 P.M., (3) 4.00-7.00 p.m. and (4) 7.00-11.00 p.m.

Loads carried are shown in percentage of the seating capacit}'' of the cars

used; the total number of cars has been divided to show those cariying

loads as follows: (1) number having loads of less than 15 per cent seating

capacity, (2) from 15 per cent to 100 per cent, (3) from 101 per cent to

160 per cent and (4) over 160 per cent of the seating capacity. In addition

these tables show average headway and the average passengers per car for

each of the four periods. These tables indicate that certain routes are

not receiving adequate service, while others have an excess of service dur-

ing certain portions of the day. See Appendix B.

Maximum Load Conditions.

Another compilation has been made showing maximum load condi-

tions. This compilation gives by fifteen minute periods the following

information: (1) number of cars; (2) average headway; (3) number of

passengers; (4) number of seats provided; (5) average passengers per car;

(6) average load in percentage of seats; (7) maximum passengers per car

and (8) maximum load in percentage of seats. The information presented

in these tables of maximum load conditions is interesting in connection

with the study of the adequacy of service provided during morning and

evening rush periods. Tables are to be found in Appendix C.

Average and Maximum Loads.

Conceding that it is impracticable to expect a city transportation com-

pany to furnish a seat per passenger during the periods of rush travel it

becomes necessary to determine what size loads shall be accepted as rea-

sonable and beyond which overloads shall not be permitted. The stand

is here taken that the equipment operated should be sufficient to make
imnecessary excessive overloads. The maximum load obtaining should

not be such as to cause general discomfort. It is beUeved that such dis-

comfort is experienced when a patron is obUged to crowd or force his

passage on either entering or leaving the car. A comfortable load has

been taken to mean seating capacity plus such a number of standing

passengers as will permit of a shifting of the carload without undue in-

convenience to patrons.

In determining what relation such a maximum comfortable load bears

to the seating capacity of different types of surface cars, actual observa-

tions have been made of cars with standing loads. During these observa-

tions inspectors moved through the cars and noted number of passengers

standing in different parts. Opinions were thus formed as to what con-

stitutes a reasonable standing load for each type of car operated. These

opinions of course vary and the figures shown in the accompanying table

are averages of figures reported by different inspectors as embodying
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their individual and independent judgments. The number of square feet

of standing space available per standing passenger as shown by this table

has been judged as to its reasonableness and also compared with standards

adopted elsewhere. Table II has been extended to include this informa-

tion. It will be noted that the average maximum comfortable load for

all types of cars resulting from these determinations is approximately 160

per cent of seating capacity.

Table II. — Determination of Maximum Comfortable Load, Surface

Cars of Boston Elevated Railway.
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Table III. — Efficiency of Different Types of Cars of Boston Elevated

Railway Company.

Type.
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Company; tables XX and XXI on counts by inspectors of the Public

Service Commission. In the latter counts it was not always possible to

make the same segregations by routes as employed by the railway com-

pany. However, the two sets of tables have been made as near comparable

as possible. Some data for routes have been duphcated where more than

one point of observation showed conditions approaching the maximximi.

The variation in number of cars of a single route passing point of opera-

tion in an hour as shown on the two sets of tables emphasizes the desira-

bihty of more uniform and better maintained schediiles. While the per

cent sufficiency shown is not claimed in all cases to be a final measure of

the adequacy of service furnished it is believed that the figures presented

indicate with reasonable accm^acy such routes as need more service and

also where the service is in excess of any real demand. When judged by

the standards herein employed the total number of cars required as

shown in tabulations of the Boston Elevated railway's count is 3,784 for

the maximum 3 hour period and 1,741 for the maximmn 1 hour period.

To meet these requirements the company has furnished 3,501 cars during

the 3 hour maximimi and 1,493 cars during the 1 hour maximum period.

The indicated sufficiency is 92 per cent for the 3 hour period and 86 per

cent for the 1 hour period. In other words, if the distribution of cars

included in these counts were in direct proportion to demand the service

furnished during the maximum hour woiild be 86 per cent sufficient. But

since the range of sufficiency for individual routes is from 50 per cent to

250 per cent there is reason to beheve that an immediate redistribution

of service more in accord with demands is as urgently needed as more

service. Rerouting of many fines will be necessary to materiaUy improve

these conditions.

The appfication of the same standards to the fines of the Bay State

Street Railway Company reaching ScoUay square shows the foUowing:
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Track Density.

The extent to wloich the track on a street is used by cars during the

rush periods has a very important bearing upon the abiUty of a transit

company to furnish more service without changes in routing. Tables

have been compiled to show the extent of use of certain sections of track.

These are attached as Appendix E. Table XXII embraces pieces of track

upon which over 60 cars are scheduled during the maximum rush hour,

or over a car per minute. Table XXIII shows track having from to 10

cars per maximum hour.

Boston is no longer a one street town and it is not necessary to route

cars so that all pass a single corner. These tables show excessive traffic

density for some sections of track and subnormal density on other sections,

and present a strong argument for extensive rerouting.

Rerouting,

Every community whose transit system has been built up by combina-

tions of mmaerous smaller lines shows in the matter of routing perhaps

more than in any other particular the effect of such a piecemeal develop-

ment. The present routing of both the Boston Elevated and Bay State

systems is far from satisfactory in many points and bears evidence of

having "just grew" with increasing demands for service rather than being

the result of any systematic study. By yielding to the insistence of

different interests and communities for service of a certain kind these

companies have built up a system of long circuitous routes which give

possibihties of through riding. But the intended advantages of these

routes fail of reaUzation on account of their length and the impossibility

of maintaining schedules,

A more equitable balance of routing should be struck in which the serv-

ice furnished on each route shaU be based on the relative demands for

seats.

In the discussions of this report use is made of the terms "direct routes,"

"through routes" and "through cars"; that these expressions may not

prove confusing the following explanations are given:

By "direct route" is meant one that follows a main artery of travel

from the main business center to outlying territory and continuing always

in the same general direction.

By "through route" is meant one that follows main arteries of travel

between sections lying on opposite or near opposite sides of the main

business district. Such a route may be formed by joining two direct

routes.

By "through car" is meant a car that operates for a portion of its run

over a direct route and then continues over a cross-connecting or diverg-

ing line.

Direct routes should be established which follow in a general way the

main arteries of travel. These main or direct routes should be selected so
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as to diverge as they leave the main business district. Territory not

directly served by these main routes should be fed to them by cross-con-

necting lines. As the number of transfers from Unes in any one section to

the main routes using that section increase other additional direct routes

should be established and located in accordance with the results of a study

of the demands for service.

A transit company should route its cars to afford convenience to the

greatest number. There are lines upon which shuttle service should be

maintained, except during such periods when if the demands of trafl&c are

sufficient, through cars may be provided. Before any part of a system is

established as a direct route the demands for service should be sufficient

to warrant the operation of large cars on a reasonably small headway
during the entire day. Cars of small capacity and low motive power should

be kept off of direct routes as on these routes if any where on the system

the demands for service warrant the best facilities that the company is

able to provide. Also to justify the operation of rush hour through cars

the demand for service should be sufficient to warrant the use of large cars

at reasonably close headway, otherwise smaller cars operated in frequent

shuttle service over connecting lines with less headway will provide the

better service.

While the necessity for transfer is very much objected to it cannot be

considered a hardship if such a system of operation affords advantages

sufficient to compensate for the inconvenience. Operating companies are

justified in the use of the transfer to reduce useless car miles.

The saving of useless car miles can be used to give more frequent service

to other lines or even to parts of the same line. A concrete illustration of

such a possible saving may be had by reference to "Traffic Diagram"
shown as Plate XII and following page 42. This diagram of the Jeffries

Point and Orient Heights lines of the Boston Elevated Railway operating

through East Boston tunnel, shows that the Jeffries Point line supplies

seats far in excess of passengers riding during normal hours. The tunnel is

approximately 1.4 miles in length while the remainder of the Jeffries Point

route covers a distance equal to only about half this amount. There are

four other routes operating through the tunnel with 26 cars per hour during

non-rush periods. A number of cars of the other routes carry standing

loads during normal hours and the number of Jeffries Point cars now oper-

ating through the tunnel should be assigned to these lines necessitating a
transfer at Maverick Square for Jeffries Point passengers to and from
Boston. While it would be unreasonable to expect Jeffries Point patrons

to give up cars with plenty of seats and accept transfer to cars already

carrying standing loads the use of the tunnel by more cars of other fines

wiU result in more balanced loads with plenty of seats not only for those

who are now compelled to stand but for Jeffries Point transfer passengers

as well. There are now two semi-convertible cars operated during the

normal hours of the day between ScoUay Square and Jeffries Point on a

12 minute headway and one car on the line between Maverick Square and
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North Ferry on a 7| minute headway. By the construction of a small

amount of additional track it appears reasonablj'' possible to furnish vsith

two cars an adequate 7| minute service between North Ferry and Jeffries

Point. The result would be a balanced service, more adequate as regards

other lines operating through the tunnel and more frequent service for

Jeffries Point with the slight inconvenience of transfer during the normal

hours. From the standpoint of the company there are the additional losses

due to issuing transfer sUps and whatever abuse may result. During rush

periods through cars should be operated as at present.

Certain long haul cars now entering the congested business district and

running over narrow streets should be looped back a reasonable distance

outside of the most congested sections. On the other hand, the long loops

should be reserved for the use of short haul cars. Great street congestion

now results from looping such a large number of cars on Washington,

Summer and Frankhn streets, many of which could be kept off of these

streets without inconvenience to the public or loss to the operating com-

pany. Long haul passengers may reasonably be expected to walk farther

to take a car than can be asked of short riders.

Through routing should be instituted between different sections of the

city when a demand is established therefor.

The routing problem, employing as it does, questions as to how, when
and where to run cars, is one of far reaching importance. In this investi-

gation considerable information has been collected that will aid us in the

routing of cars, but more continuous study is necessary and then changes

should not be advocated without conference with operating officials and

consideration of relative location of industrial, commercial and residential

districts, topography, etc. The whole problem is one that should be ap-

proached with caution and even a system based upon the most careful

scientific determination will, when put into actual practice, require

modifications.

Complaints brought before the Commission from trolley patrons of

South Boston, Brighton, Somerville and other communities are largely

matters of routing and should be held in abeyance awaiting adoption of a

general rerouting plan.

Tra7isfers.

The prime need of the Boston transfer system is its simpUfication.

Transfer regulations are so involved that the interpretations by different

car conductors are not always the same. In certain cases they accompUsh

little except to discommode patrons and cause arguments with car oper-

ators. It is to be expected that on a system ,
offering interchange of sur-

face, elevated and subway rides, some unusual conditions will obtain, but

a reconsideration of the entire matter should be taken up along with re-

routing. The two problems are intimately related.
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Transportation Divisions.

With a view to equalizing the service in the territory surrounding Boston

the district has been divided into sub-districts as indicated on map desig-

nated as Plate XIII. A central area within a radius of one mile from the

State House has been laid out and excluded in the further division of the

territory. The sub-districts or transportation divisions have been more or

less arbitrarily chosen, but population, and transportation faciUties, both

present and possible, have been the determining factors. The result is

six divisions surrounding a central area with the population fairly well

distributed among them. See Appendix K.

Division I covers the territory south and east of Boston's main business

center and includes most of Dorchester, Hyde Park, Milton and Quincy.

This territory is considered as naturally tributary to the Dorchester subr

way extension and the Midland Division of the New York, New Haven
and Hartford Railroad if same is electrified and operated as proposed, and
surface lines feeding the same. Estimated population at the close of 1914

is 286,655.

Division II embraces Roxbury, Dedham and a part of Needham, in-

cluding such territory as would be tributary to the Dudley Street-Forest

HiUs rapid transit Une of the Boston Elevated Railway and an extension

of same to West Roxbury over the location of the West Roxbury branch

of the New York, New Haven and Hartford Railroad. The estimated

population of this district is 235,736. ,

Division III covers the territory south and west of Boston proper in-

cluding Brookline, Newton and the northerly portion of Needham. This

district is now provided with rapid transit to some extent by both the

Newton Circuit of the Boston and Albany Railroad and the Boylston

Street Subway. When the time comes that the Newton Circuit can be

electrified and perhaps joined up with the Boylston Street subway, such

an arrangement together with intersecting and connecting surface lines

may well be expected to furnish a very fair measure of service to this

district. The estimated area of District III is 138,416.

Division IV lies north of the Charles River and north and west of Boston

proper. It embraces Cambridge, Somerville, Arlington, Belmont, Water-

town, Waltham and Lexington. The territory included is such as might

expect to be served by the Cambridge subway, extensions thereof and pos-

sible connections with certain suburban lines of the Boston and Maine
Railroad. As with other districts it is of course assumed that this so-called

rapid transit service will be supplemented by service of intersecting and
connecting surface lines. The estimated population at the close of 1914 is

259,778.

Division V covers territory north of Boston including a small part of

Somerville, Everett, Maiden, Medford, Melrose, Winchester, Woburn,
Stoneham, Wakefield and parts of Saugus, Revere and Lynn. In laying
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out Division V the limits were determined under the assumption that the

Boston Elevated Railway Company will extend the line from Sullivan

Square to Everett and there join the Saugus and Medford branches of the

Boston and Maine Railroad when electrified and connected as herein pro-

posed. The population of Division V is shown to be 236,605.

Division VI as herein defined includes a part of Charlestown, East

Boston, Chelsea, Winthrop, Swampscott and Nahant and parts of Revere

and Lynn. The territory is now served by steam and electric lines of five

separate companies. Population as estimated at close of 1914 is 236,762.

The six sub-districts or divisions can be served with the establishment

of three through routes. All these routes will pass through the main

business section of Boston and preliminary studies indicate a remarkable

balancing of traffic.

Route 1. — Connecting Division I with Division IV, via electrified Mid-

land Division of New York, New Haven and Hartford Railroad. Dorches-

ter tunnel, Cambridge subway.

Route 2. — Connecting Division II with Division V, via electrified West

Roxbury branch of New York, New Haven and Hartford Railroad. Forest

Hills-Sullivan Square elevated line of Boston Elevated Railway, Everett

extension of same and electrified Saugus and Medford branches of the

Boston and Maine Railroad.

Route 3. — Connectiag Division III with Division VI, via electrified

Newton circuit of Boston and Albany Railroad. Boylston Street subway,

East Boston tunnel, and connections with Chelsea, Revere and Winthrop.

Other combinations are possible which follow the same general scheme.

One such is a route from East Boston through the tunnel, via new subway

and elevated structure to connection with Charles River viaduct, then via

the viaduct to Lechmere Square, making connection there with elevated

structure on the right of way of Southern Division of Boston and Maine

Railroad, continuing thereon to some point in Somerville or beyond.

Rapid Transit.

The ultimate and ideal solution of the rapid transit feature of transpor-

tation, it will be generally agreed, is electrification of steam lines entering

Boston and the extension of rapid transit lines farther into territories now

served, and by the connection of the main distributing center with other

localities by new subways, elevated structures or other means permitting

of high speed operation. To a certain extent the demand for such addi-

tional facilities is already here. Unfortunately the trunk line railroads

entering Boston are not at the present time in financial condition to under-

take their share of this broader pubhc service. Meanwhile, it seems like

an economic waste to permit certain locations of these steam railroads to

be practically idle, as far as performing any re'al function in connection

with the transportation needs of metropolitan Boston is concerned. What
appears as a still greater waste is practically the dupUcation of existing

transit lines by the construction of expensive subways and tunnels. Espe-
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cially is tliis true in view of the fact that the utilization of existing locations,

or even roadbeds and tracks, does not in any sense preclude the later de-

velopment of these properties in connection with general electrification.

Nor does it any more than postpone the building of additional rapid transit

facilities in the shape of subways and tunuels to such time as there is real

need for such extended service. It is conceded that rapid transit hues laid

along existing railroad locations may not in every case place the line in

the most desired relation to the territory served. But it is doubtful

whether even the most careful and scientific choice of routes for rapid

transit lines always meets the demand in just the manner planned. Minor

adjustments, industrial and social, will always follow the institution of

systems offering rapid transit service and the position is taken that these

adjustments will come about just as naturally and in no greater measure

from the use of existing railroad locations than if rapid transit routes were

laid out strictly, in accordance with a predetermined scientific theory.

Moreover, railroads furnishing suburban service continue to reduce the

number of trains run to supply this service. This is necessary because the

suburban traffic is no longer a paying part of the business. Tables showing

present average daily traffic on suburban lines of steam railroads are given

in Appendix F. Table XXIV shows estimated daily earnings of suburban

trains, and when reduced to train miles gives figures demonstrating beyond

a doubt that these earnings are insufficient.

Dudley Street Station.

In order that rapid transit lines carried on elevated structures or through

subways or tunnels may justify the necessary high construction costs, they

must be operated to full capacity at least during certain periods of the day.

Or, frankly speaking, to make elevated railways and subways pay, the cars

must at times be crowded. It is the increasing practice of the Boston

Elevated Railway, where interchange of passengers is made from elevated

and subway to surface lines, to make these exchanges in prepayment areas

or by so-called "bodily transfer." The convenience, efficiency and econ-

omy resulting from such operation are questions upon which reasonable

men may differ, but the right of an operating management to follow its

own convictions regarding such matters cannot well be denied until it is

definitely estabhshed that the desired benefits do not result. Conceding

this, it is incumbent upon the operating company to design and construct

its passenger exchange and terminal stations so as to make transfers pos-

sible with the least inconvenience and confusion to patrons. That Dudley

street station is not so designed is the subject of continual complaints by

patrons. Traffic olaservations and study of conditions bear out in the

main these complaints.

Two suggestions are made for the improvement of conditions now

obtaining at Dudley street station during rush periods. The first it is

believed will afford some immediate relief and can be put into effect with

very small expense to the company. The second calls for a complete new
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layout for surface car loops and some alteration of inbound elevated track

structure, and involves considerable expense.

The first suggestion is almost entirely a matter of operation and applies

to the so-caUed east loop of the upper level in particular but could also be

used on the west loop. The plan calls for using the central circular area

exclusively as a loading area and the outer circular platform as an unload-

ing platform. The adoption of this method of operation would require

first the removal of the iron fence now lining the inner edge of the loop

track. It would be necessary to block the stairway leading from the bridge

from south bound elevated track directly to the present outer loading

platform of the east loop. All passengers for east loop cars would then

take cars from the central circular loading area before referred to. Cars

coming into the upper prepayment area or on the east loop track would

stop at any point on the loop that traffic would permit and discharge

passengers anywhere on the outer platform. When the car has been

emptied of passengers, doors on the side of the unloading or outer plat-

form should be closed and the opposite ones opened to permit loading

from the central loading area. Such an arrangement accomphshes three

things that should improve conditions now existing. First, only one

stop is required for each car for the unloading and loading operation;

second, the available space for cars unloading and loading is increased;

third, the maximum distance from the center of loading area to any car

in a loading position would be less than that now obtaining. A number

of other minor advantages would result which appear to offset the disad-

vantages.- The enclosed circular construction now occupying a portion

of the central area and containing waiting room, barber shop, etc., should

be removed. This would permit better view of cars and make them more

ready of access.

A redesign of surface track loops is presented on Plate XIV, Appendix

K. This plan contemplates the removal of all surface cars to the surface

level to operate them on what amounts to nine loop tracks each provided

with its loading platform distinct from its unloading platform. In the

operation of the suggested new layout each route would be scheduled to

arrive at and depart from a certain designated platform. Such an arrange-

ment tends to segregate the passengers and reduce interference; sepa-

rate loading and unloading platforms ehminates confusion resulting from

cross currents of traffic. The suggested rearrangement plan necessitates

the raising of the northbound elevated track and the acquisition of a

small piece of property underlying the same and fronting on Washington

Street. The expense connected with carrying out such a plan would be

considerable, but no estimate has been made of the same.

It is recommended that the change in operating methods as embodied

in the first suggestion for improvement be given a thorough trial imme-

diately. Other changes at Dudley Street station should perhaps await

developments at Egleston Square.
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Egleston Square.

The possibilities of rerouting certain lines now terminating at Dudley

street transfer station so that same will connect with the elevated service

at Egleston Square has been the subject of much comment by patrons of

Boston's street railway system. Two general advantages would seem to

result from such a change: (1) Congestion at Dudley street station would

be relieved and (2) Better service would be afforded patrons using the

hnes affected. The latter is accompUshed by making use of rapid transit

service for a greater proportion of the ride than is now possible.

This matter has been the subject of considerable study. The change

seems a feasible and desirable one. For the increased amount of trans-

ferring a prepajonent or passenger exchange station should be provided.

Plate XV shows a plan for such a prepayment station with faciUties for

through cars and for the turning back of cars from all directions. This

proposed development is possible on the ground (an abandoned carhouse

site) now owned by the Elevated company at this point. The plan has

not been worked out in detail but nevertheless will serve to convey a

general idea of one way to meet the demands of the situation. This

development calls for a minimum of expense and provides for direct

access to and from surface car and elevated platforms. All surface cars

entering the station are obliged to make but one stop for the unloading

and loading operations. Surface cars are all to be operated on the surface

level. It is possible to provide additional looping facilities by the instal-

lation of other connecting curves. The station shown in connection with

this study is estimated to have a capacity of 250 cars per hour. The
maximum number of cars per hour now passing Egleston Square plus

those now serving from Dudley Street the territory naturally tributary to

the proposed Egleston Square station is only about one-third of the

above estimated capacity. The greatest demand upon the station will be

occasioned by travel to and from the territory south and east thereof.

It is possible that greater track capacity should be provided for cars

operating into this section and such an arrangement is possible by slight

alterations in the plans presented.

A study intended to show another method of accomplishing the same
purpose is presented as Plate XVI. The second study contemplates the

acquisition of additional ground area at the corner of Washington street

and Walnut Park. The resulting plan does not appear to possess suffi-

cient additional merit or increased capacity to warrant the added ex-

penditures necessary to put same into effect. Furthermore, the first plan

mentioned will involve none of the delays incident to real estate negotia-

tions and may be proceeded with immediately.

Plates above referred to are in Appendix K.
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Extensimi of Rapid Transit to West Roxbury.

The inadaptability of Forest Hills Station as a rapid transit terminal

together with other pertinent matters has led to the consideration of a

plan for the extension of the Forest Hills end of the rapid transit service.

The territory to the southwest of Forest Hills is now served by surface

lines of the Boston Elevated railway and also by the suburban trains of

the West Roxbury branch of the New York, New Haven and Hartford

Railroad. Daily riding statistics show the following passengers, who might

take advantage of extended rapid transit, now using steam trains.



1916.] METROPOLITAN TRANSPORTATION. 467

It has been impossible to prepare plans and estimates covering this

suggested scheme but it is submitted in tliis general way in the belief that

such an arrangement would not only furnish real rapid transit to a steadily

growing community, but also serve to entirely eliminate the congestion

now complained of at Forest Hills Station. The traffic figures here pre-

sented indicate a present demand for such extended service and the cost

would be trivial as compared to rapid transit hues on elevated structures

or in subways.

Sullivan Square Station.

Congestion at Sullivan square station results from the same general

causes as are found at Dudley street, Forest Hills and Park street stations.

The key to real relief is greater segregation of transfer passengers, and

with some rearrangement there is room at Sullivan square for a system of

loop tracks for surface cars on either the surface or an elevated level.

In connection with the Everett extension the north bound track should

be relocated along the easterly side of the station permitting of an arrange-

ment of surface car loops between the elevated track. The rearrangement

should make it unnecessary for patrons to cross tracks at grade in trans-

ferring from cars to trains or vice versa.

Extension of the line to Everett and Maiden will of course materially

reduce the number of passengers and also the number of surface cars

which it will be necessary to run to the station. This will likewise auto-

matically eliminate to a very large extent the conditions of which com-
plaints are now heard. It is therefore thought unwise to recommend
changes in the station at this time but it is urged that the extensions to

Everett, Maiden and Medford be put through at the earliest possible date.

Boylston Street Subway.

In its Nineteenth Annual Report the Boston Transit Commission shows

a map of a suggested route for the extension of the Boylston Street Sub-

way, and makes comment on pages 50 and 51, as follows:

The route comtemplated . . . reqiiires that the two tracks of the new Boylston

street subway instead of turning north at the corner of Boylston and Tremont
Streets, shall continue under Boylston and Essex Streets, passing under the Tremont
subway, and also under the Washington street tunnel, with connections with both
of these routes. From Essex Street the subway might continue either under
Chauncy, Aich and Milk streets, or under Kingston and Otis streets to Post Office

square; in either case terminating with a loop encircling the Post Office, having

a station eithei in Post Office square or in Devonshire street, or in both places. . . .

The latter route has also the advantage in point of alignment, avoiding several

objectionable curves and is therefore the route preferred by the Commission if the

terminal is to be located at Post Office square.

Other routes from Essex Street to Post Office square may also be worthy of study,

even though longer and involving more construction. A loop should be constructed

in some manner at the terminal; in the plan submitted this loop is shown encircling

the Post Office, but there are other possible locations for such loop, which should be

further studied.

The foregoing suggestions arc, of course, made having in mind the con-

tinued operation of Boylston subway with surface cars.
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The demand for transportation, especially during periods of rush travel

forces the opinion that this expensive modern subway should have a larger

use than is possible with the operation by surface cars, and also that con-

nection should be made with another rapid transit line which will make
possible the establishment of a through rapid transit route. The exten-

sion of this subway to a connection with East Boston tunnel will make
this possible. The route suggested for an extension from the present

terminus is the same as outlined by the Transit Commission as far as Otis

street, and then follows a general course under Franklin, Federal, Congress

and Milk streets, to a temporary connection with East Boston tunnel in

State street near McKinley square. Such a route could eventually be

connected up with a second tunnel to East Boston. It is assumed that

the proper location for such additional tunnel would prove to be some-

where between the present routes of the North and South ferries, plying

between Boston and East Boston. In such event the Boylston subway

extension should pass over East Boston tunnel near the Custom House

and proceed north along Commercial street to a proper connection with

the Boston end of the new tunnel.

The route between Tremont and Boylston streets and the United States

Custom House, and the connection with East Boston tunnel will afford an

outlet for multiple unit trains through Boylston street and at the same

time offer rapid transit service to a large section of the congested financial

and wholesale business district now without near at hand transit facilities

of any kind. Such an outlet is essential when contemplating an ultimate

connection between the Boylston tunnel and the so-called Newton Circuit

of the Boston and Albany Railroad. The electrification of this circuit and

its connection with a rapid transit line reaching the heart of the city

should be part of any broad transit plan. See Plates XIII and XVII,

Appendix K.

East Boston Tunnel.

A plan is suggested for using the East Boston tunnel in connection with

a rapid transit line to Chelsea. This of course contemplates operating

multiple unit trains through the tunnel and the estabUshment of a rapid

transit and surface transfer station at Maverick square, East Boston. The

proposed route between East Boston and Chelsea is over steam railroad

locations as follows:

Leaving station at Maverick square connect by subway under freight

track of the Boston and Albany with abandoned Eastern division location

of the Boston and Maine railroad and construct on such location tracks

for a high speed electric hne to the Chelsea river. Continuing across the

Chelsea river the proposed route follows the location of the Grand Junction

branch of the Boston and Albany railroad to a terminal near Chelsea

square, Chelsea. A transfer station should here provide for an exchange

of passengers between surface and rapid transit Unes.

Although the patrons of the Boston, Revere Beach and Lynn railroad

appear satisfied with the present service and operating arrangement ^t is

reasonable to predict that the substitution of electric for steam power, the
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widening of track gauge and connection with Boston proper other than by-

ferry wiU come sooner or later. A means of handUng traffic from this line

should therefore be considered in connection with any plan for transit

improvement. Connection with the East Boston tunnel is feasible. With

some minor changes the tunnel will accommodate standard multiple unit

trains of cars similar to those now operated through the Washington street

tunnel.

Counts taken by observers of the PubUc Service Commission on Novem-
ber 30th and December 1st, 1914, show the inbound traffic for 17J hours,

between 6 a.m. and 11.30 p.m. to have been 25,399 passengers and out-

bound between the same hours 22,906 passengers. On these days the hour

of maximum inbound traffic was between 7.15 and 8.15 a.m. when 4,909

passengers were carried in 70 cars; outbound, the maximum hour came

between 5.15 and 6.15 p.m. when 5,111 passengers were carried in 68 cars.

A count taken November 9, 1914, by the Boston Elevated Railway Com-
pany shows for the maximum hour inbound (7.15 to 8.15 a.m.) 5,250 pas-

sengers in 73 cars and outbound for the maximum period (5.15 to 6.15 p.m.)

5,222 passengers in 65 cars.

Maximum rush hour traffic through East Boston tunnel may be taken

at the present time as approximately 5,200 passengers. No doubt at the

present time this traffic is below what obtains when shipping operations

are not hampered and the East Boston docks are in full operation.

Use is made of the East Boston tunnel by patrons of certain portions of

Chelsea as the elevated runs two routes of cars through from Scollay square.

The other means of travel from Chelsea to Boston is via lines of the Bay
State Street Railway which also terminate at Scollay square. Counts of

Bay State traffic show that a total of 15,663 inbound passengers and 16,480

outbound passengers used Unes between 6.00 a.m. and midnight on No-
vember 9, 1914. During the maximum morning hour 2,943 passengers

were carried and during the maximum evening hour 3,415. The total

maximum rush hour traffic between Scollay square, Chelsea and East

Boston is as follows:

7.30-8.30 A.M. 5.15-6.15 P.M.

Boston Elevated via tunnel,

Bay State via Chelsea bridge,

Total, ....
4,909

2,943

5,111

3,347

7,852 8,458

The average number of cars operated through the tunnel per maximum
hour under present conditions is in the neighborhood of 70. With the

extension of the tunnel beyond Scollay square and the completion of

looping faciUties at Bowdoin square it is estimated that this maximum
may be increased to 150 cars. However, until some further provision is

made for the handUng of cars and passengers at Maverick square it is

not apparent how this maximum operation is to be materially increased.
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Cars now emerging from the tunnel in East Boston stop and miload at

the sm^face at Maverick square. Stops are made at the same point before

entering the tunnel inbound. The average length of stop for discharging

and loading passengers from a number of observations dming the even-

ing rush period is about 23 seconds. Add to this the time lost by inter-

ference and that necessary to run the distance from last tmmel signal and

the result is a headway of about 40 seconds, indicating a maximum capacity

of less than 100 cars per hour at the East Boston end of the tunnel.

Adding to figures given above for Boston Elevated and Bay State lines

the maximum hour traffic for the Boston, Revere Beach and Lynn rail-

road for November 25, 1914 (3,242 passengers), a total maximum hour

trafiic of 11,700 passengers is obtained. Not all the traffic now carried to

ScoUay square by the Bay State will ever be diverted through East Boston

tunnel but on the other hand the traffic on the Revere Beach road will

amount to considerably more than above indicated. Taking the total

maximum hour traffic as 12,000 passengers and assuming multiple unit

trains with cars of a type that can comfortably carry average loads of

eighty passengers, the number of cars necessary to meet this maximum
hour demand is 150. By using five car trains this maximima hour load

can be handled on thirty trains.

Such operation is of course not possible with loop faciUties now being

provided at Bowdoin square. Connection is suggested with an extension

of Boylston Street subway and also one via subway and elevated struc-

ture from Bowdoin square to the viaduct over the Charles river dam and

on to SomerviUe. The latter includes an elevated structure on the loca-

tion of the Southern division of the Boston and Maine Raihoad from

Lechmere square to or beyond the crossing of the Southern and Fitchburg

divisions in SomerviUe. Plates XIII and XVII, Appendix K.

Electrification on Midland Division.

The electrification of the Midland division of the New York, New
Haven and Hartford Raihoad and a proper connection with the Dorchester

extension of the Cambridge subway is the first step in a plan for better

transit for Metropohtan Boston. Plans more or less in detail together

with approximate estimates of cost for this improvement have been pre-

pared by Mr. H. "W. Hayes, engineer for the Commission. These plans

provide for a connection with the Dorchester tunnel or subway at Andrew

Square. Other connections have been considered and are entirely feasible.

For instance a connection at or near Northampton Street will naturally

reduce the expenditure necessary on the Dorchester subway proper by

reducing its length. On the other hand the extension of the route out

Dorchester Avenue to Andrew Square will permit the line to give direct

service to a section of the city not possible with the other connection

above referred to. The plan provides for the construction of two addi-

tional tracks on the location of the Midland division between Mattapan

and point of divergence for connection with Dorchester subway (between
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Massachusetts Avenue and Southampton Street). These two tracks, one

on either side of the double track Hne now existing are to be electrified

and used only for electric trains. Steam operation will be confined to the

same tracks as now. Stations are to be reconstructed to facilitate ex-

change of passengers between electric trains and surface cars. Under the

plan as proposed steam trains will make no stops between Mattapan and

South Station, Inboimd passengers for intermediate stations will trans-

fer at Mattapan from steam to electric trains by means of a transfer plat-

form located between the tracks. Outbound the operation wiU simply be

the reverse. Similar operation is now employed at Jamaica on the Long

Island Railroad where passengers for points beyond transfer from electric

to steam trains.

In connection with this plan there is provided a loop and storage yard

at Mattapan. It is proposed to operate multiple unit trains between

Mattapan and Harvard Square of the type now used in the Cambridge

subway.

Nothing in this plan as proposed precludes connection with the Shaw-

mut branch of the Old Colony division at such time as it may appear advis-

able to electrify that hne in the further expansion of rapid transit service.

At the present time, however, it is felt that what is here outlined will

accormnodate a greater number of riders than any other single improve-

ment. Tables of suburban riding on the New York, New Haven and
Hartford Railroad found in Appendix F tend to bear out this statement.

It is expected that with this plan in operation not only would those pas-

sengers north of ReadviUe now using the hne continue to do so but also

subm-ban riders from south of ReadviUe on both the Midland and Boston

and Providence divisions.

The entire plan as embodied in the foregoing presupposes close operat-

ing relations between the New Haven railroad and the electric railway

company, providing for handling of aU except through passengers by
electric trains within the territory between Mattapan and Boston. Inter-

secting surface car lines will serve as feeders for rapid transit but it is not

contemplated to operate surface cars over the Midland division location.

Plans above referred to are to be found in Appendix K.

The estimate for cost of the improvement as above outUned is as

follows:

For constructing two additional tracks between Mattapan and South-

ampton Street on the present location of the Midland division,

double track connection with Dorchester tunnel extension at Andrew
square including grading, masonry, bridges, stations, signals, electric

transmission and distribution, loop terminal and storage yard at

Mattapan, $3,091,000

For additional land and land damage, ...... 280,000

Estimated total cost of improvement, ..... $3,371,000

Estimated value of physical property, revenue from and use of which

would be lost by the railroad company through this improvement, . 1535,000
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The improvement of the Midland division and its electrification in the

promotion of rapid transit would make unnecessary the proposed exten-

sion of the Dorchester subway from Andrew square to Codman square

at least for some time to come. The cost of a subway between points

mentioned has been estimated as follows

:

Subway as estimated by the Boston Transit Commission (p. 62, 19th

Report), . * $6,100,000

Track, signals, etc., ......... 633,600

Land damage 400,000

Total, $7,133,600

Electrification of the Boston and Maine Railroad.

In the extension of rapid transit service use should be made of existing

suburban Unes of steam raihoads wherever this can be done to advantage

and without inconvenience to the steam roads. It is beUeved that several

opportunities of tliis natm-e are afforded in the territory served by the

Boston and Maine Raihoad. Two propositions which look particularly

attractive are here presented. (See Appendix K.)

Saugus Branch.— Authorization has been given to the Boston Elevated

Railway for extension of its elevated structure from the present SuUivan

Square terminal across the Mystic River to South Everett and for continu-

ation by means of a subway through Everett to Maiden Square. The plan

here presented provides for connection of the proposed extension of the

elevated structure with the tracks of the Saugus branch of the Boston and

Maine Railroad at West Street, Everett, and the equipment of the branch

tracks for electric operation by multiple tmit trains as far north as Broad-

way station, Maiden. The plan fm-ther provides for ehmination of grade

crossings by track elevation and electrification of industry tracks over the

same distance. It is proposed that the same type of equipment as now

operates over the Forest Hills-SuUivan Square elevated fine will continue

on north through Everett and Maiden. Terminal and car storage faciUties

are provided at Broadway.

Another plan provides for electrification of the entire length of the

Saugus Branch, but eliminating grade crossings only as far as Broadway.

Rough estimates of the probable cost of these improvements, exclusive of

rolling equipment, have been prepared as follows:

(a) For electrification of two main tracks and sidings from West

Street, Everett, to Broadway station. Maiden, including elimina-

tion of grade crossings by track elevation on earth fill, stations,

signals, electric terminal -at Broadway with necessary additional

right of way and terminal land, ...... $2,110,768

(b) For electrification of two main tracks and sidings from West

Street, Everett, to Lynn, including ehmination of grade crossings

by track elevation on earth fill from West Street to Broadway

only, stations, signals and necessary additional land, . . $2,631,004
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(c) For electrification of two main tracks and sidings from West
Street, Everett, to Lynn, and including elimination of all grade

crossings by track elevation on earth fill, stations, signals and
necessary additional land, . . . . . . . . $4,993,503

(d) For same as above except providing for carrying track on elevated

steel structure $7,344,857

Estimates have been made of the value of the physical property of the

Boston and Maine Railroad that would be used in connection with the

above. These are given as follows:

(a) Value of railroad property to be utilized in connection with plan

covered by estimate for electrification from West Street, Everett,

to Broadway, Maiden (Estimate (a) above), .... $912,300

(6) Value of railroad property to be utilized in connection with plan

covered by estimates for electrification from West Street, Everett,

to Lynn (Estimates (6), (c) and (d) above) $2,361,120

Electrification of Medford Branch. — As a part of the scheme calling for

electrification of the Saugus branch of the Boston, and Maine Railroad

there is submitted a proposition for extending the improvement of con-

necting up the Medford branch. It is necessary to build a new piece of

railroad from a point near the present junction of the Medford branch

with the Portland division, western route, over the Maiden river to a

junction with the Saugus branch near West Everett station, approximately

three-fourths of a mile.

The plan further contemplates elimination of present grade crossing at

Middlesex avenue, and carrying Medford Branch tracks over those of the

Portland division. A preliminary study has also been made for a station

near Medford square, providing transfer facihties common to surface and

rapid transit Unes.

With this branch electrified and connected up as above outlined, the

plan of operation would be to nm trains north of Sulhvan square, some

destined for Maiden and some for Medford. Operation would be over the

same tracks as far north as West Everett, trains dividing there for their

respective destinations.

Tables of suburban riding on steam railroads to be found in Appendix

F of this report indicate the amount of traffic handled daily by steam

roads. These riding statistics have been grouped to show amount of same

naturally tributary to those steam road branches that have been consid-

ered in connection with extensions of present rapid transit service.

An estimate of probable costs of improvements necessary for electrifi-

cation of the Medford branch and its connection with the Saugus branch

near West Everett shows the same to be $1,155,000. This includes com-

plete electrification of two main tracks and sidings, new connecting tracks,

bridges over Maiden river, the Portland division, and Middlesex avenue,

stations, signals, a terminal at Medford and necessary additional land.

This figure, however, does not include anything for roUing equipment.
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The estimated value of the physical property of the railroad company
which would be utilized in connection with such an improvement as out-

hned is $652,000.

Plans referred to are to be found in Appendix K.

Balance of Traffic.

In connection with suggested through rapid transit routes it appears

advisable to give some idea of the relative amount of traffic that may be

handled, also the extent to which traffic on the two portions of each route

lying on opposite sides of the main distributing center may be expected to

balance.

Appendix K, Plate XIII, shows the relative location and general sig-

nificance of these routes and below is given maximum hour traffic which

it is estimated would make use of the same.

Route No. 1 North— Cambridge Subway, 10,200

Route No. 1 South— Dorchester Tunnel and Midland Division, . . 17,200

Route No. 2 North— Sullivan Square and Medford and Saugus Branches, 16,200

Route No. 2 South— Dudley Street-West Roxbury Branch, . . . 18,000

Route No. 3 North— East Boston-Chelsea, including Boston, Revere

Beach and Lynn Railroad, ........ 11,700

Route No. 3 South—• Boylston Subway and Boston and Albany, . . 10,000

Park Street Station.

Plates XXI and XXII are presented in Appendix K showing

results of prehminary studies of the possibihties of increasing the capacity

of Park Street station as a terminal and reducing the traffic congestion.

In stations of this nature handhng a large number of passengers who gather

to take any one of a number of different routes operating into the station

it is desirable if possible to divide the traffic. The ideal condition is ap-

proached when but few routes load from a single platform and the station

arranged so that patrons can readily select the platform at which certain

cars are scheduled to stop, thus reducing confusion from interference of

cross traffic.

The need of reducing the congestion in the Park Street station of the

Tremont street subway has long been recognized. The enlargement by
lengthening of platforms now nearing completion will result in material

improvement. It is doubtful, however, if this improvement is going to

give all the additional capacity required. With long loading platforms

served by a single track, not only does each car interfere with the progress

of those behind it, but there are also cross currents of travel among pas-

sengers. This interference of both cars and passengers is reduced as the

number of loading tracks is increased.

The studies shown do not represent any final conclusions but illustrate

a type of terminal station design which is based upon sound principles.



1916.1 METROPOLITAN TRANSPORTATION. 475

Boston-Chelsea Ferry.

Attention has been called to the fact that the ferry operated between

Boston and Chelsea by the Winnisimmet Ferry Company is to be discon-

tinued. Abohtion of this service wiU discommode approximately 900,000

people and 200,000 vehicles that have made use of it annually. The effect

of its discontinuance wiU in a sense be two-fold resulting in inconvenience

for those drivers and pedestrians who have made use of it in the past, and

at the same time adding to an aheady great vehicular and street car con-

gestion on thoroughfares connecting the two cities.

This latter fact requires that the impending discontinuance of it be given

mention here. Records indicate that the ferry has proven a losing propo-

sition since 1911 and whether it would be wise to include it in considering

needed improvement in transportation facilities between Boston and

Chelsea is a question that has arisen too late to be given answer here.

As far as it is well to go is to say that what was for years a paying propo-

sition might be again made profitable if operated in conjunction with a

city transit system. The fuller development of the ferry service by addi-

tion of spacious and modern floating equipment would perhaps serve to

postpone the time when further outlay may be necessary for expensive

tunnels.

Comparative Street Railway Statistics.

Tables LVII to LXIV inclusive, contained in Appendix G, show a

comparison of financial and operating facts covering fifteen traction sys-

tems of the United States operating surface lines. In each table the cities

and companies have been arranged to show their relative rank with respect

to the special features which the table is designed to bring out.

Comparisons of results obtained by different companies are indeed

interesting, and also of considerable value when facts are at hand regard-

ing carrying conditions under which they operate. The tendency in elec-

tric traction is toward a more complete standardization, and when this

has become more nearly realized, a comparison of operating results will

offer more acceptable information.

The data here presented are the latest obtainable from official sources;

however, great caution should be exercised in drawing conclusions there-

from.

Graphical Representations of Financial and Operating Facts.

Plates XXIII to XXXI inclusive, contained in Appendix G, show in

graphical form certain' data pertaining to the finances and amount of

business done by both the Boston Elevated Railway and the Bay State

Railway companies.

Rate of Fare.

No attempt has been made to go into an investigation of the reason-

ableness of fares. However, from the study given the general problem,

the inequalities complained of are apparent. Adjustment of existing in-
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equalities should be based upon sound economic principles, no lasting

benefit can result from compromise dealing with the subject.

Fares should be as low as consistent with good serAdce and adequate

return on honest investment. Standards of service should be adopted

prior to determinations of reasonable rates of fare. A single street rail-

way fare should buy the same relative amount of transportation in all

directions from the main distributing center. The area served for a single

fare should be as great as can be properly served by that portion of income

available for the purpose.

The injection of the element of distance into the fare question naturally

leads to the so-called zone system of fares. No other can successfully

cope with the inequalities now obtaining in the Boston district. A sys-

tem, similar in the main general features to the one now in use in Milwaukee

and throughout its suburban territory, is suggested. An equitable system

of fares is one by which different communities pay as a whole in accord-

ance with what they receive. With such a system some of the perplexities

connected with the determination of district limits lose their reality.

It is not the purpose to attempt to state here what should be the limits

of a single fare; but the suggestion is made that a unified system of trans-

portation should extend to all territory now served by lines of the Boston

Elevated Railway and also include all territory within a circle whose

radius is equal to the distance from the State House to the most distant

point now served by that Company. As to whether tliis area (a circle

of approximately eight miles radius, with its center at the State House)

should be divided into a central single fare and one, two or three con-

centric outer zones, no opinion is expressed.
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Length of Ride for a Five Cent Fare from the Center of Boston on the Lines

of the Boston Elevated Railway Company.

From —
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To provide good service and needed improvements in track and equip-

ment, more revenue is said to be needed. It may be possible to provide

all or part of the necessary additional revenue by means other than a

general increase in fares. Relieving street railway companies of financial

burdens such as pa^dng, street cleaning and sprinkling obligations and

special taxes and assessments, may point a way. A revision of fares does

not necessarily mean an increase of fares, nor should an increase of fares

necessarily result in an increased rate of return, but rather assurance to

the patron of the quality of service for which he pays.

Plates XXXII to XXXVIII, presented in Appendix J, show Boston's

fare zones compared with other American cities.

Average Length of Ride.

In connection with the taking of "Trip Riding Characteristics" and as

explained in the discussion thereof, it has been possible to make some

determinations which give a very good estimate of the average length of

ride on different lines. Tables LXV to LXVII in Appendix H show the

results of these determinations. Based upon observations on 259 trips on

surface lines of the Boston Elevated Railway with length of half round

trips averaging 4.70 miles the average length of ride per passenger is 2.03

miles, or 43 per cent of the haK round trip distance.

As shown by 40 counts on routes of the Bay State Street Railway, the

average length of the half round trip is 6.96 miles, the average length

of ride 3.19 miles, or 46 per cent of the half round trip distance.

Rough approximate determinations of the average length of ride on the

Forest Hills-Sullivan Square elevated and on the Cambridge subway indi-

cate the same to be 2.50 miles and 2.75 miles respectively, or 35 per cent

and 85 per cent of the total length of a half round trip.

Combined Electric and Steam Operation of Rapid Transit Service.

Some possibilities for connecting rapid transit with suburban steam

lines have been shown with the plan for combined electric and steam

operation presented on behalf of the Bay State Street Railway Company

as a possible solution for rapid transit within the metropolitan district.

While it is admitted that the plans are strictly workable, and are not

vathout precedence, there are objections to the plans.

Combined electric and steam operation is now used by the New York

Central lines between Grand Central Station and Peekskill. Multiple

unit trains are run under their own power from Grand Central Station to

Harmon, a distance of 32.6 miles, and taken from there by steam loco-

motive to Peekskill, a distance of approximately 8 miles farther. This

operation is but a makeshift until electrification is completed to Peekskill.

The plan of the Bay State Company is likewise intended only as a

temporary arrangement to bridge the interval until financial conditions

will permit of complete electrification. But while the present New York

Central practice is to handle electric coaches, with accompanying heavy

motor drag, only 20 per cent of total length of run by means of steam
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locomotives, the plan proposed by the Bay State Company calls for oper-

ation of multiple unit trains under their own power for only 10 per cent

to 20 per cent of their runs, the balance, or from 80 per cent to 90 per

cent of the distance, being steam locomotive haul. Further complica-

tions also arise in connection with provision for locomotive terminals.

Freight Terminal Facilities.

Many investigations, official and semi-official, have been made with a

view to suggesting improvements in Boston's freight terminals, but no

comprehensive plan has as yet been developed. Improvement and en-

largement of freight facilities of Boston is urgently needed, but should

follow some well planned program. Whether the development should take

the form of tunnels under the city and bays or encircling elevated or

depressed belt railroads, has been the subject of much discussion. How-
ever, opportunity has been lacking to go into the question in connection

with this investigation.

Smoking on Rapid Transit Trains.

Smoking is forbidden on elevated and subway trains in New York City,

Brooklyn and Philadelphia, and is permitted only on certain lines of the

Chicago elevated system. The average ride on Boston's rapid transit

lines is less than that of the cities mentioned above; in fact the average

ride on the elevated and subway lines here, and especially that of the

Cambridge subway, is so short that the prohibition of smoking can work

no hardship or even inconvenience.

The tolerance of smoking on rapid transit trains on the other hand

necessitates setting aside compartments and whole cars for the use of

smokers and proves of more or less annoyance to a very great number of

the patrons of the lines. The practice often interferes with even distri-

bution of freight throughout the train. On the Boston Elevated under

present operating methods the last car of trains running between Sullivan

Square and Forest Hills is for the use of smokers; Forest Hills being a

stub-end terminal the last car of an arriving train south bound becomes

the first car of the departing train north bound. In order that the smoking

compartment shall always have the same relative position in the train, the

same car cannot be assigned as smoking compartment in both directions.

To make them fit for non-smokers these cars must have special treatment.

The Elevated management has issued instructions that smoking cars shall

have all doors thrown open on arrival at Forest Hills and that same shall

be kept open until the inbound load is received. Further efforts are made
to deodorize and disinfect the cars during the reversal process by sweeping

after sprinkling with water to which sulpho-napthol has been added. It

is, however, impossible to rid the cars of the odor of stale tobacco smoke

and of cigar and cigarette butts, as all who have used the first car of train

departing from Forest Hills will testify. Moreover, the smoking habit

even in its cleanest form invites unsanitary conditions which should be

discontinued.
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It has been stated by Elevated railway officials that extra annual ex-

pense due to the use of certain cars as smoking compartments amounts on
the SulHvan Square-Forest Hills line alone to $6,000. It is doubtful

whether the entire amount of this expense could be done away with by
prohibiting smoking on trains. But whatever of this amount could be

diverted to other channels would result materially to the benefit of all

patrons of rapid transit.

It is therefore recommended in the interest of comfort, sanitation and
efficiency that smoking or carrying lighted pipes, cigars or cigarettes on

elevated and subway cars be forbidden and the practice of providing sepa-

rate compartments or cars for the use of smokers be discontinued.

Miscellaneous Matters.

Attention is called to the following points of a general nature affecting

service of street railways operating in Boston and vicinity.

Watch Inspection. — An essential of good service is regular operation

and maintenance of schedule. This is not always possible because of con-

ditions beyond the control of the company such as open draw bridges,

blocked railroad crossings and vehicular traffic; however, a number of

factors bearing directly upon this feature of operation are entirely within

the control of the company. Among these may be mentioned maintenance

of equipment, lines and track and adherence to schedule. Rule 24 of Rules

and Regulations for Conductors and Motormen for surface lines of Boston

Elevated reads as follows:

Employes must carry reliable watches and keep them adjusted to correct time.

There is, however, no regular inspection of watches to ascertain to what

degree this rule is observed. The company should carry this rule farther

and provide for the enforcement of its provisions.

Elimination of Stops. — Another feature which has a direct bearing on

street car service is the number of stops which cars are required to make.

Where patrons are accustomed to certain stops they arfe reluctant to

change. On certain lines of the Boston Elevated and Bay State Street

Railway companies some stops can be eliminated which will result in a

betterment of service far outweighing inconvenience occasioned thereby.

Before passing judgment as to which stops should be eliminated a careful

study should be made of the entire situation.

Signs. — Great care should be exercised in choosing the wording for car

signs of street railways of Boston. In no other American city, perhaps, is

there greater possibility for confusion of routes and lines. The attempt to

put too much information on a sign often defeats its purpose. Revision of

car signs according to some definite standard is needed; a systematic re-

routing plan will do much toward 'the simplification of car signs.

Lighting. — Some of the older types of cars now operating on street

railways of Boston and vicinity are poorly illuminated. Inefficient and

inadequate carbon lamps should be replaced with tungsten lamps, thereby

obtaining a better and more economical illumination.
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SPECIAL REPORTS TO THE GENERAL COURT.

REPORT OF THE PUBLIC SERVICE COMMISSION UNDER
THE RESOLVE OF THE GENERAL COURT PROVIDING
FOR AN INVESTIGATION OF THE RELATIONS OF RAIL-
ROAD COMPANIES TO THE STATUTE LAWS OF THIS
COMMONWEALTH AND OF OTHER STATES.

To the Honorable the Senate and House of Representatives of the Common-
wealth of Massachusetts:

Chapter 158 of the Resolves of 1914 reads as follows: —

Resolve to provide for an Investigation by the Public Service

Commission of the Relations of Railroad Companies to the
Statute Laws op this Comimonwealth and of Other States.

Resolved, That the pubhc service commission be hereby instructed to

investigate and consider the relations of any railroad companies organized

or operating under the laws both of this and of other states, to the statute

laws of tlais and of such other states, and any inconsistent or conflicting

requirements to which such corporations may thereby be subject, — in-

cluding any conflicting or inconsistent requirements affecting the right

of such corporations to issue and reissue, from time to time, securities

or otherwise to meet or refund their financial obligations,— and what
changes, if any, should in the opinion of the commission, be made in

the lavfs of this commonwealth and what changes, if any, such corpora-

tions should seek to obtain in the laws of any of such other states. Said

commission shall give public hearings, duly advertised, and shall report

its findings and recommendations to the next general court not later

than the second Wednesday in January, nineteen himdred and fifteen.

In accordance with this resolve the Commission has held a

public hearing and has also held numerous conferences with

interested parties. For reasons already indicated in a com-
munication to the General Court, the Commission was unable

to complete its report on or before the second Wednesday of

January, 1915, and was obliged to ask an extension of timp.

After careful consideration of the subject-matter of the resolve

the Commission now submits its report to the General Court.
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The resolve in substance requires the Public Service Commis-
sion to investigate the relations of railroad companies organized

or operating under the laws both^ of this and other states to the

statute laws of this and of such other states and to report what
changes in such laws are desirable in order to secure more
uniform legislation in the several states.

The lines of the various railroad companies operating in this

Commonwealth extend into all the other New England states

as well as the state of New York. It was clearly not the in-

tention of the resolve, nor would it be practicable for this Com-
mission acting independently, to attempt to secure the adoption

of a uniform code of railroad law within the seven states in-

volved in this inquiry. Such an ambitious program would be

possible only through the creation of some special tribunal by
concurrent action of the several states, which might be em-
powered to consider this important question with a view to

formulating uniform legislation which might be submitted for

enactment to the legislatures of the several states. The resolve,

however, contemplated that an attempt should be made, upon
the initiative of this Commission, to secure an adjustment of

conjQicting provisions of law in the several states, especially in

regard to the issue of securities, which have proved embarrass-

ing to the efficient operation of our railroad companies.

As the Commission is directed by the terms of this resolve to

suggest modifications of existing laws of other states as well as

of this commonwealth, the Commission communicated season-

ably with the commissions of the other states affected by this

resolve, and requested their co-operation in this inquiry. In-

formal conferences have been held, upon the invitation of this

Commission, with representatives of the public service com-

hiissions of the states of Maine, New Hampshire, Rhode Island

iand Connecticut. While the exchange of views at these con-

ferences has been exceedingly helpful, and has tended to lend

an impetus to some constructive program for greater uniformity

of law and policy in the several states, it has been found im-

practicable, owing to the complexity of the problem, the con-

flicting official engagements of the various commissions and the

lack of any legal sanction for joint conference and action, to

attempt at this time to reach an agreement upon some common
program of legislation in the several states.

This report is therefore made upon the sole responsibility of

this Commission, and the recommendations made therein have
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not been submitted to or approved by any of the other com-

missions. We are hopeful, however, that the general policy

indicated in this report will commend itself to the public au-

thorities of the other states, and that substantial progress will

be made in securing greater uniformity in the railroad laws of

the several states.

At the public hearing on this resolve no one appeared except

representatives of the railroad companies, and little interest in

this matter has at any time been manifested by the public.

Neither have any of the railroad companies except the New
Haven shown any special interest in the subject-matter of this

resolve. The president of the Boston and Maine Railroad

stated that a reorganization of that company is necessary, in

view of its present financial situation, and that special legisla-

tion would be necessary for that purpose. The general counsel

of the Boston and Albany Railroad suggested that a greater

uniformity in certain forms of returns and other administrative

details of the various state commissions might enable the rail-

road companies to save a small amount of money and time. No
changes in the general railroad laws of this or other states were

suggested by the representatives of either company. The fact

that these two railroad companies have found it possible, appar-

ently without difficulty or embarrassment, to comply with the

laws of the several states in which they operate, indicates

that the present scheme of concurrent state jurisdiction over

interstate railroad companies presents few difficulties to cor-

porations which desire to obey the laws. There would have

been no occasion for the enactment of the resolve now under

consideration except for conditions peculiar to the New Haven
railroad, and it is with these conditions that this report must
largely deal.

Changes in the Genekal Railroad Law.

Before dealing with the specific problems of law and policy

growing out of the past history of the New Haven Company
it may be well for us first to consider what changes in the

general law relative to the capitalization of railroad corpora-

tions are desirable in order to define more clearly the policy of

the Commonwealth or to reconcile conflicting provisions of law

in this and other states.

The public service law [Acts of 1913, chapter 784, section 15]

provides that "any mortgage executed by a railroad company
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shall secure all bonds, notes and other evidences of indebted-

ness previously issued and then outstanding on equal terms

with any other indebtedness secured by such mortgage." It is

a moot question as to whether this provision does or does not

require the contingent liabilities of a railroad corporation to be

secured in any mortgage placed upon its property.

If the law is to be amended so as to remove this ambiguity,

it seems to the Commission that it is not consistent with the

equities of the case, with business precedent or sound public

policy to give such contingent liabilities the additional security

of a mortgage and to prejudice to that extent the interests of

the holders of direct claims against the company, especially as

the contingent liabilities which would be affected by any such

requirement have, for the most part, been assumed in direct

violation of our law. The General Court, after an opportunity

has been afforded to the holders of contingent liabilities to be

heard upon this matter, will, however, be able to determine,

in the light of any facts or considerations then presented,

whether the recommendation of the Commission should be mod-

ified to the extent of including any class of contingent liabilities

in a subsequent mortgage executed by a railroad corporation.

A list of the contingent liabilities of all railroad corporations

incorporated in this commonwealth is given in Appendix A.

If the bonds of a railroad company are already secured by

a mortgage on a portion of its property, there would also seem

to be no sound reason for resecuring such bonds in any new

mortgage covering other portions of the railroad property. On
the other hand, debentures and other unsecured evidences of

indebtedness upon which the company is primarily liable,

should be included in any subsequent mortgage upon the rail-

road property as they have been taken by investors upon the

faith of the provision in our law requiring this to be done. The

Commission has, therefore, drafted an amendment of the pres-

ent law so as to provide, in effect, that any mortgage executed

by a railroad corporation shall include outstanding unsecured

notes and debentures but may exclude existing mortgage bonds

and contingent liabilities.

While contingent Habilities, in the judgment of the Commis-

sion, need not be included in any future mortgage of its prop-

erty by a railroad corporation, they should be considered in

determining the proportion which the total indebtedness of such

corporation may properly bear to its capital stock. Under
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section 15 of the public service law a railroad corporation may,

apparently as a matter of right, meet its legitimate capital

requirements by issuing bonds, notes and other evidences of

indebtedness up to twice the amount of its paid-in capital stock

plus premiums. Whether the words "evidences of indebted-

ness" within the meaning of the statute include contingent obli-

gations is a matter upon which there is a diversity of expert

opinion. It is important that the law in this respect should be

more clearly defined. It is obvious that contingent obligations

should not be entirely disregarded in computing the total in-

debtedness of a railroad corporation. On the other hand, as the

liability on such obligations may in many cases be remote, it

would be unjust to give them the same weight as the direct

liabilities of the company.

It seems desirable, therefore, to provide for some flexible

method of dealing with contingent liabilities in determining the

limit of the bonded and other indebtedness of a railroad cor-

poration. For this and other reasons the Commission suggests

an amendment of the existing law so as to permit a railroad

corporation to issue direct evidences of indebtedness, if other-

wise lawful, up to the amount of the capital stock and premiums
and also to such further amount, not exceeding in the aggregate

twice the amount of the capital stock and premiums as the Com-
mission may, in its discretion, approve, taking into consideration

the company's fixed charges, the amount and character of its

contingent liabilities and other conditions which may be per-

tinent in each particular case.

While a railroad corporation should be allowed, within proper

limits, to issue bonds and other evidences of indebtedness, it

is obvious that continued borrowing will impair the credit of

the company and almost inevitably lead to financial disaster

unless additional capital is contributed from time to time by
the stockholders. In order to provide a wider investment

market for issues of capital stock, railroad corporations should

be given express authority to issue preferred as well as common
stock. As it is doubtful whether such authority is now given

by chapter 441 of the Acts of 1902, we submit herewith a draft

of an act authorizing the issue of preferred stock by railroad

corporations under restrictions similar to those now imposed

under the provisions of chapter 764 of the Acts of 1913 upon
the issue of preferred stock by street railway companies. If

this authority is granted, it seems desirable that our railroad
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corporations should finance their capital requirements by the

issue of preferred stock rather than bonds, whenever it is pos-

sible to market such securities upon favorable terms.

In case of any increase of the capital stock of a railroad cor-

poration the new shares must, under the provisions of chapter

636 of the Acts of 1908 as amended by chapter 369 of the Acts

of 1909, be offered proportionately to its stockholders. The
same law authorizes an issue of fractional shares where neces-

sary to give each stockholder his proportionate allotment of the

new shares of stock. As the Connecticut statute does not pro-

vide for the issue of fractional shares of stock we recommend

that our statute be amended so as to provide that no fractions

of shares shall be issued, but stockholders may combine them

by purchase or sale of rights to subscribe. A draft of an act

to carry out this recommendation is submitted herewith.

The New Haven's Charters.

The relations of the New York, New Haven and Hartford

Railroad Company to the statute laws of the commonwealth

call for special consideration and raise questions of great diffi-

culty. The company is incorporated in three different states, —
Massachusetts, Rhode Island and Connecticut. For the pur-

poses of this discussion the Rhode Island charter may be dis-

regarded, since it merely gives the company within that state,

in substance, all powers and privileges granted to it by either

of the other states. It is the Massachusetts and Connecticut

charters which are important, and they are now and for many
years have been utterly inconsistent. The inconsistency has,

perhaps, been especially marked since 1907, when the old New
York, New Haven and Hartford Railroad Company was merged,

under Connecticut authority, with the Consolidated Railway

Company of Connecticut, thereby creating a new New York,

New Haven and Hartford Railroad Company.

In general, it has been the aim of Massachusetts to confine

her railroad corporations, including the New Haven company,

to a legitimate railroad business. They have not been allowed

to engage directly in any other kind of business, nor have they

been allowed, with certain relatively unimportant exceptions,

to do this indirectly through the ownership of stock in other

companies. Indeed they have been given no broad, unsuper-

vised power to acquire even the stock of other railroad com-

panies. The general policy of the law is expressed in the first
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part of section 57 of part II of chapter 463 of the Acts of 1906,,

as follows: —
A railroad corporation, unless authorized by the general court or by

the provisions of the following five sections, shall not directly or in-

directly subscribe for, take or hold the stock or bonds of or guarantee

the bonds or dividends of any other corporation.

The policy of Connecticut has been very different. The

New York, New Haven and Hartford Railroad Company, under

Connecticut law, has for many years had unlimited power to

acquire the stock or securities of any other corporation at any

time and at any price and no matter what kind of a corpora-

tion it might be. In 1895 the General Assembly of Connecticut

passed an act concerning corporations (Public Acts of 1895,

chapter 138), the first section of which provided that

Any corporation incorporated in this State, and not prohibited by any

provision in its o"wti charter, or by the General Statutes of this state,

may acquire, purchase, and hold the stock or securities of any other corpo-

ration incorporated by or doing business under the laws of this State.

This power was extended to the stock or securities of any'

other corporation, wherever incorporated, by section 11 of

chapter 194 of the Public Acts of 1903, which provided that

Any corporation not prohibited by any provision in its charter, articles

of association, or certificate of incorporation, or by any general law,»

except a bank, trust company, or life insurance company, may acquire,,

purchase and hold the stock or securities of any other corporation.

The broad powers granted by these Connecticut acts have

been used by the New Haven company extensively. Entirely

without public supervision, it has purchased controlling interests

in the stock of many other corporations. These have been

chiefly railroad, steamship and trolley companies, but among
them have been corporations whose powers, at least, extend far

beyond the field of transportation. To illustrate, one of these

controlled or subsidiary corporations is the New England Navi-

gation Company, formerly known as the Colonial Commercial'

Company. Section 3 of the act incorporating that company is in

part as follows (Special Laws of Connecticut, Vol. XIII, p. 812): —
Said corporation is hereby authorized to do a general manufacturing,

mining, trading, and mercantile business or any of the same, to loan

money, to manufacture all kinds of articles, commodities, and personal
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property; to contract for, acquire, receive in trust, hold, o^vn, operate,

develop, buy, sell, and deal in all kinds of real and personal property,

including the securities and franchises of other corporations, associations,

states, counties, municipal corporations, and individuals in this or any

foreign country, and may enter into contracts in relation thereto; etc.

By reason of its complete control over this companj^, these powers

are virtually the powers of the New York, New Haven and Hart-

ford Railroad Company. Another subsidiary corporation is the

Millbrook Company, whose objects, according to the Validation

Commission (Validation Report, 1911, p. 499), are "to build rail-

roads and other works of public utility, to acquire the same by

purchase and to acquire the securities of railroads and of similar

corporations." Other controlled companies with broad, unsuper-

vised powers have been the Providence Securities Company, the

United States Transportation Company and the City and County

Contract Company; and this by no means exhausts the list.

Furthermore, the New Haven company, through its merger

with the Consolidated Railway Company in 1907, succeeded to

the powers of the latter corporation and thus secured the right

to engage directly in kinds of business other than the railroad

business. The charter of the Consolidated Company gave it

extensive powers, not only to maintain and operate electric

railways, but also "to acquire and develop water powers for

the generation of electricity, and to construct and acquire or

hold, use, and operate plants for the generation of electricity

by means of water power or steam or both or by any other

means" (Special Acts of Connecticut, 1905, p. 706).

In respect to the issuing of stock and securities, the incon-

sistency between the laws of Massachusetts and Connecticut is

equally marked. As is well-known, in this commonwealth the

issue of stock and securities by railroad corporations is subject

to the control and supervision of the Public Service Commis-

sion. There is no similar restriction in Connecticut. Since the

merger with the Consolidated Railway Company in 1907, in

fact, the New Haven Company has had practically unlimited

powers from Connecticut in this direction. The first sentence

of section 4 of the 1905 act relative to the latter company

(Special Acts of Connecticut, 1905, p. 706), in which these

unlimited powers are granted, is worth quoting in full, so well

does it illustrate the character of that legislation: —

Said corporation whose charter is herein amended is hereby authorized

and empowered from time to tune to acquire by lease, purchase, or other-
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wise upon sucli terms and conditions as may be agreed upon, and to

hold, use, exercise, enjoy, and dispose of the whole or any part of the

capital stock, evidences of indebtedness, contracts, property, rights,

powers, privileges, and franchises of any other corporations, whether

of this State or of any other state and whether now or hereafter existing,

which are or shall be engaged or authorized to engage in the transporta-

tion of persons, or property, or both, or in the generation or development

of electricity or of any power, and to issue either its capital stock, or its

bonds, or other evidences of indebtedness, or any or all of them, to such amount

as said corporation whose charter is herein amended shall find necessary

for the purpose of effecting such acquisition or for other lawful purposes

of its business.

The contrast between the provisions of the Connecticut and

Massachusetts statutes in the foregoing and in other respects is

very great. They cannot be harmonized nor reconciled. To
sum the situation up briefly and yet with reasonable accuracy,

Massachusetts has tried to make the New Haven a supervised

railroad corporation; Connecticut has made it largely a non-

supervised holding company. For years the New Haven com-

pany disregarded the laws of this commonwealth and relied

upon the broad powers and privileges granted by Connecticut.

In particular, it bought the stock and securities of other com-

panies freely and without any attempt to secure authority from

Massachusetts, and it issued its own stock and securities with-

out public supervision either here or elsewhere. It even denied

the right of Massachusetts to interfere with this program.

This view of the law seems to have been accepted by Massa-

chusetts public authorities for many years. At all events, no

steps were taken to uphold the authority of the commonwealth
until 1906, when the Attorney-General brought suit to restrain

the New Haven company from exercising a control over certain

trolley companies in this state which it had indirectly acquired.

The decision of the Massachusetts Supreme Court in this case

(198 Mass. 413) made it clear, however, that Connecticut could

not grant a corporation, incorporated in both states, franchises

to be exercised in Massachusetts which were contrary to the laws

of the latter, and raised serious doubts as to how far it could,

under such circumstances, grant franchises contrary to our laws

to be exercised outside of this state. In his report to the General

Court of 1909, Attorney-General Malone said (p. xxi): —
The decision in the case of Attorney-General ex rel. v. New York, New

Haven and Hartford Railroad Company (198 Mass. 413) . . .is im-

doubtedly authority for the proposition that a corporation chartered
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in Massachusetts is and must be subject to Massachusetts laws, either

general or special, so long as it continues to enjoy a Massachusetts charter,

unless and only to the extent that the Commonwealth may by legis-

lation expressly or by necessary imphcation waive its jurisdiction in the

premises; and it follows that the supervision and control of the Com-
monwealth over corporations like the New York, New Haven and Hart-

ford Railroad Company is not limited to acts done by them within the Com-

monwealth, but extends to and includes action elsewhere upon matters

which ajffect the corporation as a whole in its relation both to private

persons and to public authority.

One inference from this opinion was that many of the New
Haven's investments in the stock and securities of other cor-

porations were illegal, so far as Massachusetts was concerned,

and another was that its own issues of stock and securities were

invalid in this commonwealth.

The Validation Act of 1910.

It was this situation with respect to the New Haven's cap-

italization which led to the passage of the so-called "Validation

Act" by the General Court in 1910 (Acts of 1910, chapter 652).

Under this act the railroad commissioners, the tax commissioner

and the bank commissioner were constituted a special commis-

sion with the duty of examining the assets and liabilities of the

New Haven company for the purpose of ascertaining whether

and to what extent its aggregate corporate assets were sufficient

to secure its outstanding capital stock and indebtedness. The

commission was directed to file a certificate of its finding with

the secretary of the commonwealth and it was provided that

the capital stock and indebtedness of the company should

thereupon be "authorized to be such an amount not exceeding

its present outstanding capital stock and indebtedness as said

commission shall upon examination find to be warranted by

the property of said railroad corporation as stated in said cer-

tificate." As a result of this act, $104,435,600 capital stock

and $289,711,863.63 indebtedness outstanding on June 30, 1910,

were authorized or "validated" by the commonwealth.

Transactions since 1910.

The capital transactions of the New Haven company since

the validation date, June 30, 1910, have been numerous, intri-

cate and confusing. This is true of the assets as well as of the

liabilities. The evidence in the convertible debenture case
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(1st Annual Report of the Public Service Commission, pp.

253-4) showed that there have been payments of outstanding

debts, purchases of new equipment, items charged on the books

as extensions and improvements of the railroad property, and
advances to subsidiary companies, and that the company has

also bought securities, sold securities, written up the value of

securities, written down the value of securities, sold its parlor

car equipment, etc. The accountant of the Commission was

unable to report, in that case, what the entire amount of capital

receipts had been during the three-year period ending June 30,

1913, and for what purposes this entire amount had been used.

There is strong reason to believe that many of these purposes

were lawful under our statutes, but it is clear that the capital

of the company has also been used since 1910 for purposes, such

as the acquisition of securities, lawful enough in Connecticut

but quite unauthorized by Massachusetts.

In Appendix B the changes which have taken place, since

1910, in the capital stock, mortgage debt, debenture debt, float-

ing debt and total liabilities of the New Haven company are

given in detail. It appears that a substantial amount of stock

has been issued without authority from Massachusetts which

has never been validated, and that the present floating debt is

considerably in excess of the similar debt outstanding and vali-

dated in 1910. The company now asks the commonwealth to

validate all of its stock outstanding and in the hands of the

public, including that portion issued since 1910. It is also its

intention, openly declared, if the present general laws in regard

to the issue by railroad corporations of preferred stock and of

funded debt secured by mortgage are somewhat changed, to

apply to the Commission for approval of an issue of securities

to be used in part for the funding of its outstanding floating

debt. There are really, then, two distinct questions which must
sooner or later be determined :

—
(1) Should stock issued since June 30, 1910, and without

Massachusetts authority be validated?

(2) Should an issue of securities be approved to fund floating

debt incurred since that date?

Under the provisions of our railroad laws a railroad corpora-

tion cannot issue stock or securities unless the Commission finds

that such issue is "reasonably necessary" for purposes lawful in

this commonwealth, nor, if the purpose is to fund floating debt,

unless it finds that such debt was properly incurred for sim-
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ilarly lawful purposes. In view of the wide latitude given to

the New Haven company under its Connecticut charter to

issue securities and incur floating debt for purposes which are

not lawful under our statutes, it would probably be found upon

a thorough investigation of the capital receipts and expendi-

tures of the company since 1910 that all or some portion of the

capital stock now outstanding has been issued, and that all or

some portion of the floating debt has been incurred, not only

without technical authority from this commonwealth, but for

purposes inconsistent with our fundamental railroad policy.

Since 1910 there have been capital receipts from at least

five different sources, — from the issue of stock, from the as-

sumption of debentures, from the creation of floating debt,

from the sale of securities owned and from the sale of physical

property. Capital so received has not been earmarked accord-

ing to its source, but has gone into one common pool from

which disbursements have been made. Some of these disburse-

ments have been lawful under our statutes while others have

been unlawful, but it is impossible to say that capital derived

from any particular source has been used for the lawful ex-

penditures and not for the unlawful, or vice versa.

The circumstances are extraordinary and amount, upon re-

statement, to this: The New York, New Haven and Hartford

Railroad Company, after flouting Massachusetts law for years,

now shows signs of penitence and expresses a desire to abide by

our laws. In particular, the company wishes to have all its

stock validated by the commonwealth and to issue all new stock

and securities in the future in conformity with our laws and

under the approval of the Public Service Commission, including

a contemplated issue of new securities to be used, in part, for

funding its outstanding floating debt. Unfortunately, many of

its acts, even since 1910, have been without authority from

Massachusetts, although lawful under its charter from a neigh-

boring state, and there is serious question how far its stock can

consistently be validated and its floating debt be funded if the

spirit and policy of our laws are strictly applied.

The practical situation is this: The unauthorized stock has

been issued and is in the hands of the public; the floating debt

has been incurred and the notes which represent it are likewise

in the hands of the public. Nothing which the commonwealth

can now do can alter this situation. The stock cannot be with-

drawn and the notes cannot be cancelled. It may be that the
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stockholders will be able to recover damages from directors

responsible for past wasteful transactions, but prolonged litiga-

tion is certain to precede any such recovery. The welfare of

Massachusetts is in part dependent upon the service which this

railroad gives, and many improvements are urgently needed.

These improvements cannot be made without new capital and

the financial condition of the road is depressed and discourag-

ing. The interest charges upon the large floating debt are very

high and the necessity of renewing the notes at frequent in-

tervals is a disturbing factor. So is the invalid status of a sub-

stantial portion of the stock under Massachusetts laws. If these

disturbing factors can be removed and if the floating debt can

be funded at lower interest charges, the situation and the chances

of securing the new capital needed for improvements will, to

that extent, be improved.

The quickest and surest way to bring about this result is for

the General Court to validate the stock and directly authorize

the funding of the floating debt. Clearly this course should be

followed unless such a departure from Massachusetts principles

of capitalization is likely to prove detrimental to the public

interest, either now or in the future. This question deserves

very serious consideration.

Massachusetts has tried to confine her railroad corporations

to a legitimate railroad business and to make their capitaliza-

tion represent the funds properly invested in this business. The

purpose of our laws governing the issue of stock and securities

is to protect both public and investor. The investor has some

assurance that the capitalization of a company issued in con-

formity to those laws corresponds, within reasonable limits, to

the actual investment honestly and prudently made upon which

the company is entitled to a fair return. The public is pro-

tected by the fact that a fair return upon this investment should

be sufficient to give the company, if properly managed, the

financial prosperity and stability which are essential to good

service and proper development.

But the New Haven Company has not conformed either to

the letter or the spirit of our statutes. It has not confined its

activities to a legitimate railroad business, nor is there any pre-

sumption that its capitalization represents, as a whole, invest-

ment honestly and prudently made, even within the elastic

limits of its Connecticut charter. It is true that a large portion

of its outstanding stock and indebtedness was validated by the
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commonwealth in 1910, but this action was based upon a theory

not wholly consistent with our capitalization laws. It is un-

necessary to discuss the theory at this time, for recent public^

investigations have left no doubt that a large part of the capital

represented by the stock and indebtedness so validated had not

been invested in a legitimate railroad business and that much
of it had not been invested with prudence, certainly, in any

form of business.

Under the circumstances, we can see no practicable way of

making the capitalization of the company square with the

principles underlying our laws, no matter whether the unau-

thorized stock is or is not validated and no matter whether the

outstanding floating debt is or is not funded. Under the cir-

cumstances, also, the capitalization of the company cannot be

considered an important factor in determining the fair rates

which it may charge. In the recent Middlesex and Boston case

the Commission laid down the following rule: —

Accordingly, we rule that under Massachusetts law capital honestly

and prudently invested, must, under normal conditions, be taken as

the controlling factor in fixing the basis for computing fair and reasonable

rates; that if there is mismanagement causing loss, sucli loss must be

charged against the stockholders legally responsible for the mismanage-

ment; that reproduction cost either with or without depreciation while

it may be considered, is not, under our law, to be taken as the determining

basis for reckoning rates.

Applying this rule to the New Haven case, it is clear that the

capitalization of the company, issued as it has been without

supervision in this commonwealth or elsewhere, cannot be re-

garded as important evidence in determining the honest and

prudent investment in the railroad proper. That investment

must be determined, as best it may be, from all the evidence

available.

From the standpoint of the railroad-using public, therefore,

we are unable to see that any disadvantage would result from

formally validating stock of the New Haven company, incurred

under authority of a neighboring state and which cannot be

retired, or from authorizing the funding of outstanding floating

debt, incurred under similar authority, at lower rates of in-

terest than it now bears. From the standpoint of the investor,

the situation may be more serious. Securities of public service

corporations issued under the supervision of public commissions
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of Massachusetts have been favorably regarded by investors.

There may be danger, therefore, if the general court authorizes

the funding of the New Haven's floating debt irrespective of the

purposes for which it was incurred and if this Commission

thereupon gives its formal approval to an issue of securities to

effect this funding, that the investing public will attach a sig-

nificance and an importance to this formal approval which it

does not deserve. The transactions of the company in the past,

however, have been so widely advertised and the character of

its relations to the laws of Massachusetts has been so generally

known that we believe this danger is not serious, especially if

the language of any special act. authorizing such funding is

properly safeguarded and if this Commission in granting formal

approval to any issue of securities so authorized is careful, as

it should be, to state the nature of its approval and of the

circumstances surrounding it.

The situation is extraordinary and could only have arisen in

the case of a corporation claiming conflicting rights and privi-

leges under charters from two or more states, the acts of which

corporation have been lawful in one jurisdiction and unlawful in

another. Furthermore, two facts should not be forgotten. The

first is that the commonwealth of Massachusetts may, perhaps,

be regarded as partially responsible for the present confusion

because of its failure for many years to take any steps to pre-

vent acts by the New Haven company in violation of our laws

under a claim of authority from Connecticut. The second is

that the company has recently passed into the hands of a new

management which has shown a disposition to respect our laws,

and that, under decree of the federal courts, many of its outside

properties are in process of separation, so that the situation will

be considerably simplified in the immediate, future. Of this we

shall have more to say later.

Under the peculiar circumstances of the case, no solution

seems possible which is free from objections, either theoretical

or practical. In our opinion, however, a long and tedious

attempt to apply the strict policy of the capitalization laws of

Massachusetts to this incongruous situation would serve no

useful purpose. We believe the simplest and quickest adjust-

ment of the situation is the best, and we therefore recommend

that the general court validate the stock of the New York, New
Haven and Hartford Railroad Company outstanding in June

30, 1914, and that it likewise authorize the funding of all the
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.

floating debt outstanding on that date lawfully incurred under

the laws of any state in which the company is incorporated,

provided it is made clear that neither this action nor any ap-

proval of securities by this Commission based upon it carries

with it any determination, express or implied, that the invest-

ment represented by such debt was honestly and prudently made
in accordance with the railroad laws of Massachusetts.

Special Legislation Recommended.

We submit herewith a draft of an act which, in section one,

provides for such validation and such finding. It is so drawn

as to cover only stock issued and outstanding in the hands of

the public and does not validate the 228,991 shares which the

company holds in its own treasury. This treasury stock should

be cancelled, and we have been assured that the company is

to take steps in this direction at once. If these steps are not

taken, it should be provided that the act shall not take effect

until such cancellation is accomplished. In this draft we have

also included certain other provisions which, in our opinion, the

special situation of the New Haven company makes desirable.

These provisions are as follows: —
(1) Under the provisions of chapter 620 of the Acts of 1908

all premiums paid in upon shares of stock issued under the pro-

visions of chapter 462 of the Acts of 1894 must be included in

computing the amount of capital stock of any railroad corpora-

tion which determines its debt limit. It appears that premiums

have been paid in upon shares of the New Haven company,

but this has been done voluntarily and not under the require-

ments of the act of 1894. So far as such premiums have been

paid in in cash and have been set up upon the company's bal-

ance sheet as a separate liability, like the capital stock, we see

no reason why they should not be included in determining its

debt limit and we have so provided in section two.

(2) Section three provides, in effect, that the Commission

shall have power to secure full information in regard to all of

the New Haven's subsidiary companies and their affairs. The

desirability of such a provision, we believe, requires no argument.

(3) Some of the convertible debentures which the New Haven

company has issued, on their face entitle the holders to par-

ticipate in the right to subscribe for future issues of capital

stock. The Massachusetts statutes now grant such rights of

subscription only to stockholders. We see no reason why the
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holders of these debentures should not be permitted to share in

these rights and have so provided in section four.

(4) Under the recent decree of the federal court, numerous

securities held by the New Haven company must be sold in the

comparatively near future. The proceeds from such sales will,

in the aggregate, be very large. We believe that it is highly

desirable that, in the expenditure of these proceeds, the com-

pany should be subject to substantially the same public super-

vision for which our laws provide in the case of the issue of new
securities and the expenditure of the proceeds from such issues.

Section five is intended to accomplish this purpose.

Policy for the Future.

This legislation, however, is not all which the situation de-

mands. The question of vital importance is to take care of the

future, to make it impossible or, at least, unlikely that such a

situation should arise again. How far this result can be ac-

complished through legislation in this commonwealth without

concurrent action in neighboring states is a problem of extreme

difficulty.

At our request the directors of the New Haven Company
have passed a formal vote outlining their policy for the future

which is set forth in full in Appendix C. Without undertaking

to express an opinion in regard to all details, the policy declared

in this vote is, on the whole, commendable and should lead,

if it is followed out, and we have no reason to believe it will

not be, to a simplification in the affairs of the company, to a

concentration of attention upon its proper transportation busi-

ness, and to other needed reforms of past practices. But, while

we believe that the present management is sincere in its dec-

laration and in its expressed desire to abide by our laws, a

State cannot, of course, safely guide its action by a mere vol-

untary statement of policy upon the part of private individuals.

Such a statement has no binding force and managements con-

tinually change.

The status of the whole New Haven system under Massa-

chusetts laws is, at the present time, shrouded in doubt and

confusion. As already indicated, the company has in the past

not only issued its own stock and securities in complete dis-

regard of these laws, but it has also taken and held the stock

and securities of many other corporations, certainly without any

authority from this commonwealth, and in apparent direct
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violation of its statutes. Under the decree of the United States

District Court in the suit brought by the Federal government

under the Sherman anti-trust act, the company has now, as set

forth in the formal vote of its directors (Appendix C) ceased to

hold the legal title to the stock and securities of many of these

corporations. To that extent the situation has been simplified.

At the same time, it still holds such title either directly or in-

directly in many other cases. For example, its holdings in the

Central New England, the New York, Ontario and Western,

the New York, Westchester and Boston, the Rutland, the New
England Navigation, the Millbrook and the Housatonic Power

companies were not covered in this decree.

These acquisitions were all made, we believe, without au-

thority from Massachusetts but with authority from Connecti-

cut. So far as this commonwealth has the power, under the

limitations of the federal constitution, to control the actions of

the company, they seem clearly to have been made in violation

of section 57 of Part II of chapter 463 of the Acts of 1906

(quoted above). The same is true of the numerous guarantees

made by the company in the case of various other securities.

Similar acquisitions of the securities of certain street railway

companies were declared unlawful by the Massachusetts Su-

preme Court in 1908 (198 Mass. 413) and the court ordered the

company to divest itself of all such interests. But in this case

the companies whose securities were involved were Massachu-

setts corporations operating entirely within this state and the

court took occasion to direct special attention to this fact.

Section 8 of Part I of chapter 463 of the Acts of 1906 reads

as follows: —
If in the judgment of the board, a railroad corporation or street railway

company has violated a law, or neglects in any respect to comply with

the terms of the act by which it was created or with the provisions of

any law of this commonwealth, it shall give notice thereof in writing

to such corporation or company; and thereafter, if such violation or

neglect continues, shall forthwith present the facts to the attorney-general

for his action.

Under this section it is the duty of the Commission to notify

the New Haven company if we believe the holdings and guar-

antees spoken of above are in violation of Massachusetts law

and, if the violation continues, to present the facts to the

Attorney-General. The question of legality, however, is in-
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volved in so much doubt and there has been a practical acqui-

escence by the commonwealth in the situation for so long a

time, that we do not, under the circumstances, feel warranted

in taking this step.

It is highly desirable, however, from the point of view of all

the interests involved, and if the New Haven company is to live

under our laws in the future, that the existing confusion and

doubt should in some way be resolved, either by legislative or

judicial procedure, or by the voluntary action of the company
itself. This is a necessary preliminary to any further action.

The precise manner in which this should be done, we are not

prepared at the present time to state. It requires a considera-

tion of the perplexing legal questions involved and of the nature

and character of the subsidiary companies and their relation to

the New Haven railroad proper which could not adequately be

made within the limits of time and appropriation allowed for

this report. We have therefore confined ourselves to a consid-

eration of problems, in themselves sufficiently difficult and

complex, which seem to demand an immediate solution, and

recommend that the Commission be empowered to investigate

and report to the next General Court upon this further question,

equally important but somewhat less urgent.

We submit herewith a draft of a resolve to that effect. It

provides, in brief, that the Commission be authorized and in-

structed by the General Court to investigate and consider, with

the help of the law officer of the Commonwealth, all the invest-

ments of the New Haven Company in the stock and securities

of other corporations and all the contingent liabilities which it

has incurred through the guarantee of securities, with a view to

determining the legal status of these investments and guar-

antees, the powers of the Commonwealth in the premises, and

the best course to be pursued in the public interest under the

peculiar and extraordinary circumstances of the case.

It is quite possible that certain of these investments and guar-

antees were consistent with the public interest at the time when
they were made and it is also possible that in other cases,

where the original acquisition was open to serious criticism, no

good purpose would now be served by compelling the company
to divest itself of the interest which it has acquired, but that it

should rather be allowed to retain this interest, subject, perhaps,

to certain restrictions and conditions. In other cases it may be

far better for all concerned that the company should dispose of
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its interest either forthwith or through the gradual process of

trusteeship, adopted in the federal suit. In view of the vote

of its directors mentioned above (Appendix C), it seems quite

possible that in some such cases the company may be persuaded

to take these steps voluntarily. In other cases, action by the

Commonwealth, so far as it is feasible, may be advisable and

necessary.

We believe also, and have so provided in the draft of a re-

solve submitted, that the Commission should be instructed to

consider, in connection with this investigation, the advisability

of amending our statutes with a view to preventing or discour-

aging further violations of the policy of the Commonwealth in

the future. Attorney-General Malone in his report to the General

Court of 1909 (p. xxv) and the Validation Commission (Validation

Report, p. 41) both suggested the desirability of attaching more

stringent penalties to our statutes, especially in the cases of sec-

tions 47 and 57 of part II of chapter 463 of the Acts of 1906.

Section 68 of part II of chapter 463 of the Acts of 1906 is as

follows :
—

Section 68. A director, treasurer or other officer or agent of a rail-

road corporation, who knowingly votes to authorize the issue of, or

knowingly signs, certifies or issues, stock or bonds contrary to the pro-

visions of sections sixty-five and sixty-six, or who knowingly votes to

authorize the application, or Icnowingly applies the proceeds, of such

stock or bonds contrary to the provisions of said sections, or who know-

ingly votes to assume or incur, or knowingly assumes or incurs in the

name or behalf of such corporation, any debt or liability except for the

legitimate purposes of the corporation, shaU be punished by a fine of not

more than one thousand dollars, or by imprisonment for not more than

one year, or by both such fine and imprisonment.

Similar provisions are contained in section 16 of chapter 784

of the Acts of 1913. It is possible that these penal provisions,

especially in view of the language, "assumes or incurs in the

name or behalf of such corporation, any debt or liability except

for the legitimate purposes of the corporation," may cover viola-

tions of both sections 47 and 57. No attempt, however, has

ever been made to enforce such penalties.

We are inclined to believe that section 57, at least, should be

recast so that its provisions shall be more clear and compre-

hensive and that a specific and drastic penalty should be at-

tached for a violation of its provisions. But it is difficult to do
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this while the status of the New Haven system under our laws

is the subject of so much doubt and confusion. We feel that

the question may safely be left for consideration in connection

with the further investigation which we recommend. In view of

its present financial condition, the declared policy of its present

management and the state of public sentiment in regard to it,

there seems little danger that the New Haven Company is likely

to undertake any new operations in "high finance," in violation

of our laws under its "holding company" powers during the

ensuing year.

In this connection it should be said that there is question to

what extent it is practicable for one state to enforce penalties

for acts in violation of its own statutes but legally authorized

by another state in which the offending company is incor-

porated. It may be found that, in cases where an interstate

company is incorporated under the laws of two or more sover-

eign states with concurrent jurisdiction but conflicting laws, and
where no attempts to harmonize and reconcile these laws meet
with success, only action by Congress can definitely ensure the

enforcement of a consistent and sound public policy. This

phase of the problem is one which should have serious consid-

eration in connection with the proposed investigation.

Changes in the Law of Other States.

If conflicting laws can be reconciled, however, much of the

present embarrassment will be removed. The evils which have

fallen upon the New Haven Company have been due, not to

too much hostile legislation, but to too much friendly legisla-

tion. Under the laws of Connecticut the company has had, and
still has, well-nigh complete license to do as it pleases, and in

the past it has exercised these broad powers with a freedom and
recklessness which have caused serious injury both to the gen-

eral public and to investors. This has been especially true of

the unrestricted power to acquire and hold the stock and secu-

rities of any other corporation.

The directors of the company now announce (see Appendix C)
that it is their purpose and intention

Not to acquire any interest in properties and business other than those

which are directly and clearly necessary to the transportation companies,

which under the laws of the United States, Massachusetts, Connecticut,

and Rhode Island, it is allowed to hold and operate,
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and also

To attend closely to the business of transportation and to conduct it

so as to keep capital requirements to a minimum and to promote in

every reasonable way safety, efficiency and economy, and to furnish

good service to the pubUc.

Under these circumstances it is obvious that the unrestricted

power to acquire and hold the stock and securities of any other

corporation is unnecessary and superfluous. Furthermore, we

believe that such powers, so long as they continue to exist, are

a constant menace both to the general public and to investors

and that they are utterly inconsistent with sound public policy.

Under the resolve in accordance with which this report is

made, we are instructed to investigate and consider "what

changes, if any, such corporations should seek to obtain in the

laws of any of such other states." In compliance with this

instruction and without undertaking to prescribe the exact

form of such changes, we state it as our opinion that the New
York, New Haven and Hartford Railroad Company should seek

to obtain the following changes in the laws relative to it in the

state of Connecticut: —
(1) A change so that it will no longer be possible for the com-

pany to acquire and hold, either directly or indirectly, the stock

and securities of any other corporation which it does not now

control.

(2) A change depriving the company of the powers and priv-

ileges to which it succeeded upon its merger with the Consoli-

dated Railway Company of Connecticut, except so far as such

powers may be necessary for the operation and maintenance of

any property which it now possesses.

(3) A change which will no longer make it necessary for a

majority of the directors of the company to be residents of any

one state. Under the present laws of Connecticut, a majority

of the directors must be residents of that state.

(4) A change so that it will no longer be possible for the

company to issue unlimited stock and securities or to make

unlimited guarantees of the securities of other corporations

without proper public supervision and regulation.

We believe that it is not unreasonable, from any point of

view, to ask that these changes be made. The unrestricted

power to acquire and hold the stock and securities of other cor-

porations is superfluous so long as the company adheres to the
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sound policy set forth in the recent vote of its directors, and so

are many of the broad powers and privileges granted originally

to the Consolidated Railway Company of Connecticut. They
serve no useful and proper purpose and only operate to becloud

the future. If the company finds hereafter that it needs some

limited right to invest in the securities of other transportation

companies under reasonable public supervision and regulation,

the question can be taken up with the legislatures of the states

in which it operates and be considered upon its merits. Nor is

the provision requiring a majority of the directors to be resi-

dents of Connecticut consistent with the present extent and

character of the company's interstate railroad system.

If the company asks the legislature of Connecticut to make
these changes, we can conceive of no sound reason why that

state should insist upon continuing in force powers and priv-

ileges which the company admittedly does not want and does

not need. If Massachusetts goes so far as to validate stock

heretofore issued in violation of our laws and to authorize the

funding of floating debt heretofore incurred for purposes which

may have been unlawful under our statutes, it is not unreason-

able for Connecticut to meet us part way by depriving the

company of entirely superfluous, but dangerous, powers and

privileges. We are confident that the legislators of that state

would take this reasonable view, and we believe that the Massa-

chusetts general court, in dealing with the question of special

legislation in this state, may properly be guided, to an extent,

by the willingness of the directors of the company to seek these

changes in the law of Connecticut.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
CLINTON WHITE,
JOHN F. MEANEY,
JOSEPH B. EASTMAN,

Commissioners.
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Appendix A.

List of Contingent Liabilities of Railroad Corporations Out-
standing IN THE Hands of the Public.

Boston and Maine Railroad.

Name of Company.
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would include outstanding bonds, notes and other evidences of indebted-

ness upon which such corporation is primarily liable. Under the act as

drawn, any mortgage executed by the New Haven Raihoad would not

secure the debentures of the Providence Securities Company amoimting

to $19,899,000.

On January 31, 1908, the Providence Securities Company sold and

conveyed all its assets and property to the New England Navigation

Company, which company assumed aU the indebtedness, obligations and

liabihties of said Securities company, including the debentures, said

assets and property having been acquired by the Navigation company
for the benefit of the New Haven company.

On May 1, 1914, the Providence Securities Company released the

New England Navigation Company from all hability under its assump-

tion of the indebtedness, obligations and Uabihties of the Securities com-

pany and accepted the New Haven Company as obligor in lieu of and

in substitution for the Navigation company.

These debentures, therefore, are now assumed obhgations of the New
Haven company and appear on its balance sheet as a direct liability.

In view of the fact, however, that the Providence Securities Company
has not been dissolved and its naked charter is still outstanding, the

New Haven company is not technically primarily hable upon these

debentures and they would not, under the language of the act as drawn,

be included in any new mortgage.

Appendix B.

Changes in New Haven Liabilities between June 30, 1910, and
June 30, 1914.

On June 30, 1910, the total capital stock of the New York, New Haven
and Hartford Railroad Company issued and outstanding amounted at

par to $121,878,100. Of this, $104,435,600 was in the hands of the pubhc

and this amount was validated. The remainder, $17,442,500, was held in

the treasuries of two subsidiary companies, the New England Navigation

Company and the Rhode Island Company, and was not validated, as the

special commission considered it in substance New Haven treasury stock.

In addition, two installments, amounting to $27,674,156.25, had been

paid in upon a contemplated new issue of stock at 125 and $7,067,062.50

advance payments had been made upon the third and fourth installments,

a total of $34,741,218.75. Of this amount, $27,629,593.75 which had

been paid in by the public was validated as a part of the company's

indebtedness, representing a payment of $22,103,675 on the par of the

new issue and $5,525,918.75 on premium account. The remainder,

representing $7,067,062.50 paid in by the New England Navigation Com-
pany, was not validated, being considered New Haven treasury payments.
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If these installments are included, therefore, the total par value of the

capital stock validated amounted to $126,539,275.

On June 30, 1914, the company's balance sheet showed $180,017,000

capital stock. Of this, $157,117,900 was outstanding in the hands of the

public and $22,899,100 was in the company's own treasury. Disregarding

this treasury stock, it appears that the amount outstanding and in the

hands of the public was $30,578,625 in excess of the amount validated, in

one form or another, in 1910.

The mortgage debt of the company outstanding on June 30, 1910, was

$58,661,000 and all of this was validated. The similar debt on June 30,

1914, was $58,929,000, an increase of $268,000. It appears that $2,132,000

of the mortgage debt outstanding on the former date has been paid off

since then and that the company has assumed a new debt of $2,400,000,

in the shape of mortgage bonds of the New Haven and Northampton

Company. The merger of this company and the assumption of its debt

were, however, authorized by the general court (Acts of 1906, chapter

237) and approved by the Railroad Commission (42d Annual Report, pp.

125-6), so that no necessity for validation exists in the case of these

bonds.

The debenture debt outstanding on June 30, 1910, all of which was

vaHdated, amounted to $173,380,000. The similar debt on June 30, 1914,

was $157,964,450, a decrease of $15,415,550. It appears that $35,314,550

of the debentures outstanding in 1910 have since been paid off or converted

into stock and that the company has assumed a new debt in the shape

of $19,899,000 of Providence Securities Company debentures. The as-

sumption of this latter debt has never been authorized or validated by the

commonwealth.

The floating debt of the company on June 30, 1910, in the form of

"loans and bills payable," amounted to $5,780,364.28, all of wliich was

validated. The similar item on June 30, 1914, was $4,251,957.98, an

apparent decrease of $1,528,406.30; but the company also had outstand-

ing "collateral gold notes" amounting to $19,927,000 which have been

issued since 1910 and have never been validated.

The total liabilities shown on the balance sheet of June 30, 1910, elim-

inating the profit and loss surplus of $14,196,253.47, amounted to $436,-

568,123.46 and of these $394,147,463.63 were validated. The total liabil-

ities shown on the balance sheet of June 30, 1914, eliminating the profit

and loss surplus of $1,822,246.14, amounted to $475,012,452.63, the excess

over the similar total in 1910 being $38,444,329.17 and the excess over the

liabilities vahdated in that year being $80,864,980. Between the two

dates, no new issues of stock, bonds, notes or other evidences of indebt-

edness have been lawfully authorized and approved by public authorities

in Massachusetts.
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Appendix C.

Statement of Policy by the Directors op the New York, New
Haven and Hartford Railroad Company.

At a meeting of the Board of Directors of the New York, New Haven

and Hartford Railroad Company, held pursuant to legal notice at the

office of the Company in the City of New York on Tuesday, February

9th, 1915, at 10.30 o'clock a.m. :
—

The Chairman stated that questions had been asked by representatives

of the Pubhc Utihties Commissions of Massachusetts, Rhode Island and

Connecticut as to the pohcy of the Company in making use of any new

capital that might be obtained, and it was thereupon

Voted, That the Chairman be and he hereby is directed to transmit

to the Pubhc Service Commissions of Massachusetts, Rhode Island and

Connecticut the following statement, which is declared to embody the

pohcy of this Board and of this Company in regard to the matters set

forth therein:

In obedience to the decree of the District Court of the United States

for the Southern District of New York, entered October 17, 1914, in the

action of The United States of America, Petitioner, v. The New York,

New Haven and Hartford Railroad Companj^ and others, Defendants,

there have been assigned and transferred to the trustees for that purpose

therein named all of the shares of both common and preferred stock of

the Boston Railroad Holding Company and all of the shares of the various

subsidiary and leased lines of the Boston and Maine Raihoad owned or

held by the New York, New Haven and Hartford Railroad Company,

so that it now has no control over or interest in said shares except as

beneficiary of any net earnings and proceeds upon liquidation as per-

mitted by said decree.

The New England Navigation Company has assigned and transferred

to the trustees for that purpose named in said decree 400,000 shares,

being the entire capital stock of The Connecticut Company, so that it

now has no control over or interest in said shares except as beneficiary

of any net earnings and proceeds upon liquidation as permitted by said

decree.

The New York, New Haven and Hartford Railroad Company has

assigned and transferred to the trustees for that purpose named in said

decree 96,855 shares, being the entire capital stock of The Rhode Island

Company and The New England Navigation Company has assigned and

transferred to the last mentioned trustees:

9,132 shares of the capital stock of the Providence and Danielson

Railway Company;

$600,000 par value of the bonds of said company;

7,000 shares of the capital stock of the Sea View Railroad Company;

$600,000 par value of the bonds of said company,
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being all of the shares of said last two named Companies owned or held

by The New England Navigation Company or The New York, New Haven
and Hartford Railroad Company. It now has no control over or interest

in said shares of stock and said bonds except as the beneficiary of any

accrued interest, net earnings and proceeds upon hquidation as permitted

by said decree.

By said decree The New York, New Haven and Hartford Raihoad

Company is directed to sell 53,981 shares of the capital stock of the Berk-

shire Street Railway Company and 6,500 shares of the capital stock of

The Vermont Company, provided that the Commonwealth of Massachu-

setts shall authorize or the court shall direct such sale. These shares are

now held and will in the future be held or sold in obedience to the decree.

By said decree The New England Navigation Company is directed

to sell 15,000 shares of preferred and 20,000 shares of common stock in

the Eastern Steamship Corporation and bonds of said corporation to the

par value of $2,500,000, and pending such sale both The New York, New
Haven and Hartford Railroad Company and The New England Naviga-

tion Company are enjoined from voting upon any capital stock of the

Eastern Steamship Corporation at any meeting or for any purpose. The
Eastern Steamship Corporation has recently gone into the hands of a

receiver, so that there is now no demand for these securities at any reason-

able price. Neither the New England Navigation Company nor The
New York, New Haven and Hartford Railroad Company has voted upon

any of the capital stock of the Eastern Steamship Corporation since the

entry of the decree, but, on the contrary, has refrained from exercising

any control, direct or indirect, over the affairs of this corporation. It

is the desire and intention of the Company to sell these securities at a

time and for such prices as will reduce its losses on this investment to a

minimum.

By said decree The New York, New Haven and Hartford Railroad

Company is directed to- sell 5,000 shares of the capital stock of The New
York and Stamford Railway Company and bonds of said company to

the par value of $678,000; also the rights to the capital stock and other

securities of the Westchester Street Railroad Company, then owTied by

it, and The New England Navigation Company is directed to sell the

rights to the capital stock and other securities of the Shore Line Electric

Railroad Company and the gold notes of The New England Investment

and Security Company to the par value of $13,709,000. The New Haven

Company and the Navigation Company have converted the rights to

the capital stock of the Westchester Street Railroad Company and the

Shore Line Electric Railroad Company into actual capital stock and the

New Haven Company has funded the floating indebtedness of the West-

chester Street Railroad Company by the execution of a mortgage and

issue of bonds. It is the intention to merge the Stamford, Westchester

and Shore Line railways into one company and to dispose of all the se-

curities whenever a reasonable price may be reahzed.
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The gold notes of the New England Investment and Security Company
are now pledged as a part of the collateral securing the $20,000,000 par

value of gold notes of The New England Navigation Company maturing

May 1st, 1917. It is the intention of The New England Navigation

Company to sell these New England Investment and Security Company
notes as soon as a reasonable price may be obtained.

The New England Navigation Company continues to hold aU of the

stock and other securities of The New England Steamship Company and

of The Hartford and New York Transportation Company pending the

decision of the Interstate Commerce Commission on the application of

the New Haven Company for authority to retain control of said companies.

The said decree reserves this matter for further order to be entered after

decision of the Commission on said apphcation. Pending such order the

New Haven Company and tbe Navigation Company have in obedience

to the decree refrained from selling any of the property of said companies

or from abandoning or discontinuing any of the hnes or disrupting their

routes or joint traffic arrangements or in anj'- manner disturbing the

status of the business and properties of said companies.

It is the intention of The New York, New Haven and Hartford Rail-

road Company to continue to hold and operate the Central New England

Railway Company, thus continuing the Poughkeepsie Bridge route which

is essential to the proper handling of through traffic to and from the West.

This route is less congested and is necessary as an alternate route to that

via the Harlem River and New York harbor. The latter route with the

return of normal business will be in the future as it has been in the past

taxed to take care of the large volume of train service between New York

and New Haven. It is, therefore, essential that the ownership and con-

trol of the Central New England Railway should be retained.

The stock control of the New York, Ontario and Western Railway

Company will be retained unless an opportunity can be found to dispose

of the same to the advantage of the New Haven Company. This route

gives New England direct connection with the anthracite coal fields.

As to the Housatonic Power Company, negotiations are now in progress

having in view the disposal of all the property of this Company, excepting

the imdeveloped water rights on the Housatonic River, the retention of

which is necessary in order to provide the New Haven Company with a

means of supplying itself with electric power for the operation of its main

line trains between New Haven and New York. It is the intention to

turn over to the Connecticut Company all of the property of the Con-

necticut Railway and Lighting Company now held by sub-lease by the

Housatonic Power Company, also to lease to The Connecticut Company
the Bulls Bridge hydro-electric development near New Milford, Conn.

The Milbrook Company now owns a large amount of improved and

unimproved real estate located along the line of the New York, Westchester

and Boston Railway Company. This property was acquired in order

to avoid excessive land damages in constructing the New York, West-
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Chester and Boston Railway. It is the intention to sell this property,

the book value of which was on June 30, 1914, S3,799,000, as soon as proper

prices can be obtained for the same. Wlien the property has been sold

it is the intention to wind up and dissolve the Milbrook Company.

The Company owns some miscellaneous securities and real estate,

which are not needed for the protection of and for the present and future

development of the New Haven Company. When market conditions

permit, it is the desire and intention of the New Haven to convert these

securities and real estate into cash.

It is the desire of the Company to wind up and dissolve The New Eng-

land Navigation Company as soon as the various stocks and securities

which it owns can be disposed of at a reasonable price, or transferred

to the New Haven Company. Pending the dissolution of the New
England Navigation Company, the policy of the Company is to make
no more advances to or by that Company except such as are absolutely

necessary to protect investments already made.

It is the intention to continue to operate the New York, Westchester

and Boston Railway Company and to help to develop the territory through

which it runs with the behef that, in time this road will become a paying

investment and of great value as an alternate route into the City of New
York. In the meantime, it is planned to consolidate with the West-

chester Northern Company.

The pohcy of the Company is to conserve its present properties so

far as it can and not to acquire new properties. To simplify its corporate

organization as rapidly as it can and to reduce the number of corporations

holding its various assets, so that the public and public authorities can

understand clearly the assets and Uabilities of the New Haven Company
considered as a whole. It will be necessary, however, from time to time,

for the New Haven Company to protect its investment in some of the

subordinate companies by making advances for payment of interest and

for additions, improvements and betterments pending the sale of the

properties.

In a road as large as the New Haven, and occupying so populous a

territorj^, the demand for new capital for additions and improvements

on the existing property is verj'- great, and in the next ten years a great

many millions of dollars should be spent in putting the property in a

position to do its work with the greatest safety, efficiency and economy.

Should the states of Massachusetts, Rhode Island and Connecticut grant the

request now made for laws that will permit some better plan for obtaining

new capital from the investing public, the requirements of the laws of

those states will be complied with strictly in the issue of any securities so

that there may be no doubt about the legality and validity of such new

issues. All new securities will be issued in accordance with the laws now

in existence as amended by those now proposed, and the poUcy of the

company will be to use the money so obtained by the sale of such se-

curities :
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1. To satisfy its floating debt;

2. To make needed physical improvements on the New Haven Road;

3. To advance the minimum amoimt necessary to companies in which

it now has an interest, but which it hopes to sell at some future time.

And it will be the pohcy of the Company to:

4. SeU its so-called outside properties, securities and real estate not

essential to the property, and to use the proceeds in reducing the liabihties

of the company or in making needed improvements to its physical property,

thus reducing the necessity for new capital.

5. Not to acquire any interest in properties and business other than

those which are directly and clearly necessary to the transportation com-

panies, which under the laws of the United States, Massachusetts, Con-

necticut and Rhode Island, it is allowed to hold and operate.

6. To attend closely to the business of transportation and to conduct

it so as to keep capital requirements to a minimum, and to promote in

every reasonable way safety, efficiency and economy, and to furnish

good service to the public.

A true copy of record.

Attest: (Signed) A. E. CLARK,
Secretary.

[Seal]

Suggested Legislation.

An Act relative to the Issue of Stock, Bonds, Notes or Other

Evidences of Indebtedness by Railroad Corporations.

Be it enacted, etc., as follows:

Section 1. Section fifteen of chapter seven hundred and eighty-four

of the acts of the year nineteen hundred and thirteen is hereby amended

by striking out said section and inserting in place thereof the following:—
Section 15. A railroad corporation may issue shares of capital stock,

bonds, notes or other evidences of indebtedness, for the purpose of fund-

ing its floating debt, or for any other lawful purpose, and may mortgage

or pledge as security for the payment of such indebtedness a part or all

of its railroad, equipment and franchise and a part or all of its real and

personal property, including property to be afterward acquired. Any
mortgage executed by a railroad company shall secure, on equal terms

with any other indebtedness secured by such mortgage, all bonds, notes

and other evidences of indebtedness previously issued and then outstand-

ing upon which such corporation is primarily liable, except outstanding

bonds, notes or other evidences of indebtedness while and so long as the

same are, in accordance with any promise contained therein, secured by

another direct mortgage, but the term "mortgage" as used herein shall

not include or apply to the pledge of securities deposited with a trustee as

collateral to secure the repayment of a loan. Its bonds, notes or other
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evidences of indebtedness may be issued by any such corporation to an

amount which, when added to the amount of all its then outstanding

bonds, notes or other evidences of indebtedness for which it is primarily

liable or which it has assumed, shall not cause the aggregate amount of

all such bonds, notes and other evidences of indebtedness to exceed the

amount of the capital stock of the corporation actually paid in at the time,

as determined under the provisions of chapter six hundred and twenty of

the acts of the year nineteen hundred and eight, or of acts in amendment
thereof or addition thereto unless any excess above such amount shall

have been previously approved by the commission as consistent with the

public interest, taking into consideration the fixed charges of such cor-

poration, the amount and character of its contingent liabihties and other

pertinent conditions; but in no event shall the aggregate amount of all

such bonds, notes or other evidences of indebtedness exceed twice the

amount of said capital stock as determined as aforesaid; but such of the

bonds issued or to be issued under a mortgage as are deposited to retire,

at or before maturity, bonds or other evidences of indebtedness previously

issued and outstanding at the date of such mortgage, while so deposited,

shall not be taken into account in appljdng these limitations. No bonds,

coupon notes, or other evidences of indebtedness payable at periods of

more than twelve months from the date thereof shall be issued unless

authorized by a vote of the stockholders at a meeting called for the pur-

pose, and no such bond, coupon note or other evidence of indebtedness

shall be issued unless countersigned and certified by a person or trust

company appointed by the corporation for that purpose.

Section 2. This act shall take effect upon its passage.

An Act relative to the Creation and Issue op Preferred Stock by

Railroad Corporations.

Be it enacted, etc., as follows:

' Section 1. A railroad corporation organized under the laws of this

commonwealth or organized under the laws of this commonwealth and

any other state or states may, by vote of two-thirds in interest of its

common stockholders, at a meeting duly called for the purpose, with the

approval of the public service commission, issue and from time to time

increase preferred stock of one or more classes for any lawful purposes for

which railroad corporations are now or may hereafter be authorized to

issue or increase their capital stock. Each class of preferred stock shall

be entitled to the preferences and rights and shall be subject to the re-

strictions and Umitations fixed by such vote as approved by said com-

mission. Such stock shall be issued subject to all the provisions of the

laws of this commonwealth governing the issue of capital stock by railroad

corporations.

Section 2. Each class of preferred stock issued under authority of

this act shall be designated by a name approved by the said commission

to distinguish it from all other classes of stock of the corporation. A cer-
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tified copy of the vote creating and of the order of the said commission

approving the creation of any class of preferred stock shall be filed in the

office of the said commission and in the office of the commissioner of cor-

porations. Every certificate of stock issued by a railroad corporation

after the approval by the said commission of the creation by it of preferred

stock shall contain a reference to all votes creating preferred stock and a

brief description of the respective preferences, rights and restrictions of

each class of said stock.

Section 3. Any preferred stock issued under authority of this act

shall have the same voting power as the common stock, except that, in

any case, there may be such Hmitations of the voting power of said pre-

ferred stock as said commission approves and finds to be consistent with

the adequate protection of the pubUc interests. The aggregate amount

at par of preferred stock of all classes issued by a railroad corporation

shall at no time exceed twice the amount at par value of its outstanding

common stock, and no class of preferred stock shall be created which is

not, in a manner approved by the public service commission, made subor-

dinate in respect to dividends or to participation in the proceeds of Uqui-

dation to the preferences of every previously created class of preferred

stock. Upon any issue of preferred stock the new shares shall, unless the

common stockholders shall, with the approval of the public service com-

mission, otherwise provide, first be offered to the common stockholders

in the manner prescribed in chapter six hundred and thirty-six of the acts

of the year nineteen hundred and eight and acts in amendment thereof,

and any shares of the preferred stock which shall not have been duly

subscribed and paid for by the common stockholders or their assigns

shall be offered in the same manner to the existing holders of preferred

stock of the same class; and any of such preferred shares then remaining

untaken, and all of the preferred shares if the comimon stockholders so

determine and the said commission approves, may be sold in the manner

and subject to the provisions of section two of said chapter six hundred

and thirty-six. In case of any increase in the common stock of the cor-

poration, holders of preferred stock shall be entitled to have offered to

them shares of the new stock in the manner provided in said chapter six

hundred and thirty-six, and acts in amendment thereof, whenever the

vote creating such preferred stock as approved by the said commission

shall so provide.

Section 4. Chapter four hundred and forty-one of the acts of the

year nineteen hundred and two, so far as it applies to railroad corpora-

tions, is hereby repealed.

Section 5. This act shall take effect upon its passage.

An Act relative to the Issue of Fractional Shares by Railroad

Corporations.

Be it enacted, etc., as follows:

Section 1. Section one of chapter six hundred and thirty-six of the

acts of the year nineteen hundred and eight, as amended by chapter three
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hundred and sixty-nine of the acts of the year nineteen hundred and nine,

is hereby further amended bj^ striking out, in the fifteenth hne thereof,

the words "or fractions of shares", and by inserting at the end of said

section the words :
— No fractions of shares shall be issued, but stock-

holders may combine them by purchase or sale of rights to subscribe, —
so as to read as follows :

— Section 1 . Any raiboad, street railway, elec-

tric railroad or elevated railway company which is in actual possession of

and operating a railroad or railway shall, upon any increase of its capital

stock, except as provided in the following section, offer the new shares

proportionately to its stockholders at such price not less than the par

value thereof as may be determined by its stockholders. The directors

upon the approval of such increase, as provided in section sixty-five of

Part II and section one hundred and seven of Part III of chapter four hun-

dred and sixty-three of the acts of the year nineteen hundred and six,

shall cause written notice of such increase to be given to each stockholder

of record upon the books of the company at such date as shall be desig-

nated by vote of the directors passed after the approval by the board of

such issue, stating the amount of the increase, the number of shares to

which, according to the proportionate number of his shares at said date

designated by vote of the directors he is entitled, the price at which he

is entitled to take them, and fixing a time not less than fifteen days after

said date designated by vote of the directors, within which he may sub-

scribe for such additional stock. Each stockholder may within the time

limited subscribe for his portion of such stock, which shall be paid for in

cash before the issue of a certificate therefor. No fractions of shares shall

be issued, but stockholders may combine them by purchase or sale of

rights to subscribe.

. Section 2. This act shall take effect upon its passage.

An Act kelative to the Capitalization of the New York, New
Haven and Hartford Railroad Company and the Further
Supervision of Said Company by the Commonwealth.

Be it enacted, etc., as follows:

Section 1. The capital stock of the New York, New Haven and Hart-

ford Railroad Company is hereby authorized to be the aggregate amount

issued under the authority of any state or states in which said company

is incorporated and outstanding on June thirtieth, nineteen hundred and

fourteen, but not including the amount owned by or held in the treasury

of said company on said date. Said company is also authorized to issue

shares of capital stock, bonds, notes or other evidences of indebtedness,

subject to the provisions of all general laws relative to such issues, for the

purpose of funding or refunding any or all bonds, notes and other evi-

dences of indebtedness issued under the authority of any state in which

said company is incorporated and outstanding on June thirtieth, nineteen

hundred and fourteen, and upon which said company is primarily liable



1916.] SPECIAL REPORTS. 515

as if such indebtedness had been properly incurred for purposes lawful

under the statutes of this commonwealth. Nothing herein contained

shall be construed as in any way estopping the commonwealth from

determining whether and to what extent the capital expenditures of said

company have been reasonable and proper, in so far as such determina-

tion may be necessary or proper in fixing the basis for the just and rea-

sonable rates, fares and charges of said company or may be pertinent in

any other proceeding, nor as affecting the legal status of any investments

of said company in the stock, shares, bonds, notes or other evidences of

indebtedness of any other corporation, association or person.

Section 2. All premiums actually paid in cash to said company upon
any of the shares authorized to be the capital stock of said company under

the provisions of section one, and issued subsequent to July ninth, eight-

een hundred and ninety-four, so far as said premiums were set up as a

separate liability upon its balance sheet for June thirtieth, nineteen hun-

dred and fourteen, shall be included in computing the amount of the capital

stock of said company under the provisions of chapter six hundred and

twenty of the acts of the year nineteen hundred and eight as if all of said

premiums had been paid upon shares of capital stock issued under the

provisions of chapter four hundred and sixty-two of the acts of the year

eighteen hundred and ninety-four.

Section 3. The public service commission, either through its mem-
bers or by employees duly authorized by it, may examine all books, con-

tracts, records, documents, papers and memoranda of and inspect the

property of any corporation directly or indirectly controlled by the New
York, New Haven and Hartford Railroad Company. Said commission

may also prescribe the system upon which any corporation so controlled

shall keep its books and accounts unless a system has already been pre-

scribed by other public authorities, and any corporation so controlled

shall furnish any information relative to its condition, management and
operation which said commission may from time to time require. The
New York, New Haven and Hartford Railroad Company shall cause any
corporation which it directlj'' or indirectly controls to comply with any
order or direction of said commission which may be necessary to carry

into effect the provisions of this section.

Section 4. In case of future issues of capital stock which, in accord-

ance with the provisions of section one of chapter six hundred and thirty-

six of the acts of the year nineteen hundred and eight as amended by chap-

ter three hundred and sixty-nine of the acts of the year nineteen hundred
and nine, are to be offered to the stockholders, the New York, New Haven
and Hartford Railroad Company may, in offering such shares to the stock-

holders, offer them in like manner to the holders of such of its evidences

of indebtedness now outstanding as on their face entitle the holders

thereof to participate in the right to subscribe for such shares.

Section .5. The New York, New Haven and Hartford Railroad Com-
pany shall account to the public service commission for the proceeds
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from the sale of any stock, certificates of beneficial interest, bonds, notes

or other evidences of indebtedness which at any time may form a part of

its corporate assets and shall not expend such proceeds except for pur-

poses for which a railroad corporation may lawfully issue stock, bonds,

notes or other evidences of indebtedness payable at periods of more than

twelve months after the date thereof and only to such an extent as said

commission, after a public hearing, shall approve as reasonably necessary

for any such purpose or purposes; provided, however, that said company
shall not be required to apply to said commission for approval of the

expenditure of any such proceeds for purposes for which a railroad cor-

poration may, under the provisions of section sixteen of chapter seven

hundred and eighty-four of the acts of the year nineteen hundred and

thirteen, issue stock or securities without the approval of said commission

or for the purpose of liquidating any indebtedness which said company

is authorized to fund under the provisions of section one.

Section 6. This act shall take effect upon its passage.

Resolve to provide for an Investigation by the Public Service

Commission of the Investments and Contingent Liabilities of

THE New York, New Haven and Hartford Railroad Company.

Resolved, That the public service commission is hereby authorized and

directed to investigate and consider all direct and indirect investments of

the New York, New Haven and Hartford Railroad Company in the stock,

shares, bonds, notes or other evidences of indebtedness of any other cor-

poration, association or company and all contingent liabilities which said

company may have incurred through the guarantee of the principal,

interest or dividends of or through the endorsement of the stock, shares,

bonds, notes or other evidences of indebtedness of any other corporation,

association or company with a view to determining:—
(1) The legal status of such investments and of such guarantees or

endorsements, including the power of the commonwealth to compel said

company to divest itself of any such investments or to procure the can-

cellation of any such guarantees or endorsements.

(2) To what extent it is in the public interest, under the circumstances

of each particular case, that the commonwealth should authorize or vali-

date any such investments or any such guarantees or endorsements which

have been made without its authority and, if so, under what limitations,

restrictions or conditions.

(3) To what extent it is in the public interest that the commonwealth

should take action, so far as such action is feasible, to compel said com-

pany to divest itself of any such investments or to procure the cancellation

of any such guarantees or endorsements, provided said company will not

agree to take such action voluntarily.

(4) To what extent it is advisable to amend the statutes relative to

railroad corporations for the purpose of securing compliance by such

corporations with the law and policy of this commonwealth.
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In connection with such investigation the pubhc service commission

shall hold public hearings and it shall report its findings and recommenda-
tions to the general court not later than the first day of February, nineteen

hundred and sixteen, together with a draft of any legislation which it may
deem desirable to carry out such recommendations. The attorney-gen-

eral is hereby directed to furnish to said commission such opinions or

advice as it may from time to time request. Said commission may ex-

pend for the purposes of this resolve a sum not exceeding ten thousand

dollars.

Februaey 16, 1915. [P. S. C. 614]

REPORT OF THE PUBLIC SERVICE COMMISSION RELATIVE
TO THE AMOUNT INVESTED IN STREET RAILWAY AND^
ELEVATED RAILWAY LINES AND TO THE COST TO THE
COMMONWEALTH OF ACQUIRING SUCH LINES BY EMI-
NENT DOMAIN OR OTHERWISE.

To the Honorable the Senate and the House of Representatives:

At the legislative session of 1914J the following resolve was
adopted:

Resolved, That the public service commission is hereby authorized and
directed to file a report with the next general court on or before the second

Wednesday in January, in the year nineteen hundred and fifteen, stating

the amount which has been invested in street and elevated railway fines

situated within the commonwealth so far as such amount is within the

knowledge of the commission, and also giving an estimate of the cost to

the commonwealth of acquiring all such lines by eminent domain or other-

wise, and also stating whether in the opinion of the commission any part

of such cost could properly be assessed upon real estate to be benefited by
such acquisition.

Under the provisions of this resolve, the Public Service Com-
mission submits to your honorable bodies a detailed statement

of amounts invested in street and elevated railway lines in

the commonwealth, based upon a compilation of statistics com-
mencing with the year 1902. The scope of this examination

has been limited to the period dating from that year because

of the change in law relative to the issue of capitalization made
at that time. Prior to that time, if it appeared that the assets

or capital stock of a company were impaired, the board of

railroad commissioners, upon a petition for an increase in cap-

italization was empowered to prescribe such conditions and re-

quirements as it considered proper to prevent the impairment
of the assets or property of the companies..
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By the provisions of the statute of 1902 the requirement

as to impairment was eliminated, and the board of railroad

commissioners was authorized to approve issues of stock and

bonds for additions and betterments to property and for other

lawful purposes.

The financial condition of the companies as shown in their

1902 returns to the Board has been accepted as fixing the

status of the companies at that time and has been made the

basis for and the starting point in the examination required

by this resolve. The accounts of the street and elevated rail-

way companies on file with the Commission show the following

amounts of securities, floating debt and premiums invested in

surface and elevated railway properties:

Capital stock, . . . . . . . . . . $98,194,775 00

Funded debt, 86,575,700 00

Floating debt, 14,655,722 39

Premiums on stock, 8,995,200 36

Premiums on bonds, . . • 961,191 46

$209,382,589 21

Less discount on bonds, 2,939,958 45

Total, $206,442,630 76

From the above amount should be deducted the securities

authorized by the Board of Railroad Commissioners

and the Public Service Commission, which do not

represent investments in permanent property as said

securities are being retired by means of a Sinking

Fund in accordance with the orders of the Commis-

sion. The companies thus affected are as follows:

Boston & Northern, funding discounts, $332,000 00

Old Colony, funding discounts, . . 251,000 00

Bay State, funding discounts, . . 429,000 00

Shelburne Falls & Colrain, funding

discounts, 8,700 00

Bay State, funding floating debt of

consolidated companies, . . . 2,000,000 00

Worcester consolidated, issued for

the purpose of acquiring the im-

provements on park property in

Worcester, 50,000 00

Total deductions, 3,070,700 OO

Balance, $203,371,930 7&
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As an offset to the above amount, the

balance sheets of the street railway

companies show that there has been

invested in permanent property as of

June 30, 1914, $200,017,851 83

Securities have also been authorized

for amounts which do not appear in

permanent investments and which

are as follows

:

Boston & Northern, working capital, . 588,300 00

Old Colony, working capital, . . . 404,200 00

Boston & Worcester, working capital, 102,000 00

Milford & Uxbridge, working capital, . 12,000 00

Total investment in permanent property and work-

ing capital, 1201,124,351 83

Balance of securities, floating debt and premiums in ex-

cess of permanent property and working capital, . . $2,247,578 93

This amount is reflected in floating debt and will be reduced,

to a certain extent, by the betterment to be found in the recon-

struction accounts, the amount of which cannot be determined,

however, until the schedules setting forth this betterment have

been presented by the companies and approved by the Com-
mission. The balance of the account represents deficits in oper-

ation or amounts charged to construction, which could not be

capitalized.

For details of permanent investments, capital stock, funded

and floating debt, premiums and discounts as of June 30, 1914^

see Exhibit "A".

Permanent investments as of June 30,

1914, $200,017,851 83

Working capital, 1,106,500 00

Total investments, $201,124,35183
Permanent investments as of Septem-

ber 30, 1902, 111,286,637 52

Increase, $89,837,714 31

Capital stock, funded debt and float-

ing debt as of June 30, 1914, . . $199,426,197 39

Capital stock, funded debt and float-

ing debt as of September 30, 1902, . 112,681,441 53

Increase, $86,744,755 86
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It will be seen that the increase of capital stock, funded

debt and floating debt does not agree with the increase as shown

in the permanent investments during the period from 1902 to

1914, owing to the fact that we are unable to determine, from

the accounts as presented, the net increase in premiums as the

premiums and discounts were not shown in the accounts filed

with the Commissioner until 1907.

For details of permanent investments, capital stock, funded

debt and floating debt as of September 30, 1902, see Exhibit

"B".
Exhibit "C" contains a statement of the stocks and bonds

approved by the Board of Railroad Commissioners and the

Public Service Commission from 1902 to 1914, inclusive, and

amounts to $87,006,950.

There are 2,832.535 miles of main track, or 3,018.290 miles

figured as single track, owned by the street railway companies

of this Commonwealth, of which 42.070 miles of main track,

or 43.990 miles figured as single track, are located in the state

of New Hampshire and is a part of the Massachusetts North-

eastern system.

The outstanding securities of the New Hampshire roads pre-

vious to the consolidation with the Massachusetts Northeastern

were as follows:

Haverhill, Plaistow & Newton, $370,000 00

Hudson, Pelham & Salem, 400,000 00

Seabrook & Hampton Beach, 110,000 00

Total, $880,000 GO

When the roads were consolidated the stock of the Haver-

hill, Plaistow & Newton was reduced by the Commission, 75,000 00

Making the total amount of securities authorized for account

of the purchase of these companies to be . . . . $805,000 00

From this amount should be deducted the value of the rolling

stock which could be utilized in Massachusetts and which

amounts to 176,359 68

Balance, $628,640 32

Which is the cost of the permanent railway property in New
Hampshire.

On December 31, 1913, the Commission authorized the

Massachusetts Northeastern Street Railway Company
to purchase the park property known as Canobie Lake

Park located at Salem, New Hampshire, for the sum of . 150,000 00
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They also authorized the purchase of the bridge across the

Hampton river at Hampton, New Hampshire, for

Both of the above amounts should be added to the cost of

the railway property in order to determine the total in-

vestment outside of the state.

$75,000 00

Total, $853,640 32

This amount should be deducted from the securities invested in

permanent property by the street railway companies in order to

determine the value of the property within the state.

Capital stock, funded debt and premiums after deducting

securities not issued for permanent investments, . . $203,371,930 76

Less securities in excess of permanent

property and working capital and

which is reflected in floating debt, . $2,247,578 93

Less amount invested outside of Massa-

chusetts, 853,640 32

Total deductions, 3,101,219 25

Balance of $200,270,71151

Which represents the securities invested in permanent

property within the State of Massachusetts.

In addition to the above, cost of the subways built by the

city of Boston is as follows:

Tremont Street Subway,

Washington Street Tunnel,

Boylston Street Subway,

Beacon Hill Tunnel,

East Boston Tunnel,

Dorchester Tunnel,

$4,368,137 79

8,022,086 64

4,745,581 60

1,445,042 54

4,901,846 49

2,500,000 00

$25,982,695 06

The records show that there were one hundred and three

(103) street railway companies in this Commonwealth in 1902

and fifty-three (.53) in 1914.

The resolve provides further that the Commission shall report

an estimate of the cost to the commonwealth of "acquiring

street railway lines in the commonwealth by eminent domain

or otherwise." Any estimate that would be useful in the con-

sideration of the larger problem of state ownership could only
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be made, after some definite policy of valuation had been es-

tablished. There are few precedents and little information

available in relation to the methods to be used in such a val-

uation. Any system or methods to be fixed by the legislature

or otherwise would seem to require a physical valuation of the

property as one, at least, of the elements upon which the value

of the properties might be determined. A rough estimate of

the cost of such physical valuation has been given by our En-

gineering Department as not less than $230,000. If the cap-

italization value were to be taken as a basis the necessity of

a physical valuation might, perhaps, be obviated. Without

some definition of the basis and methods of valuation fixed by

the legislature or otherwise, any estimate made could not be

useful nor indeed intelligently ascertainable.

From the earliest enactments in this commonwealth, the

basis for the taking over of railroads has been fixed in the

granting of their charters, and has invariably been the actual

amount invested in the property with a return of ten per cent

net per annum from the time of investment, deducting divi-

dends paid. Express provisions to this effect are contained in

the charter of the Boston & Worcester Railroad Corporation,

1831 (7 S. L. 152); Boston & Providence Railroad Corpora-

tion, 1831 (7 S. L. 134); Boston & Taunton Railroad Cor-

poration, 1831 (7 S. L. 129); and the Western Railroad Cor-

poration, 1831 (7 S. L. 344). Similar conditions are contained

in many other charters and this basis of taking was incorpo-

rated in the general law, now Statutes of 1906, chapter 463,

section 6, which is as follows:

Section 6. The provisions of this act shall not impair the rights of

the commonwealth as asserted or reserved in previous statutes, and the

commonwealth may, at any time during the continuance of the charter

of a railroad corporation after the expiration of twenty years from the

opening of its railroad for use, purchase of the corporation its railroad and

all its franchise, property, rights and privileges by paying therefor such

amount as will reimburse to it the amount of capital paid in, with a net

profit thereon of ten per cent a year from the time of the payment thereof

by the stockholders to the time of the purchase.

In two or three instances like provisions were incorporated

in charters to railway companies, reserving rights of purchase

to municipalities. In the charter of the Metropolitan Railway

Company, Statutes of 1853, chapter 353, the cities of Boston

and Roxbury were given the right to purchase the stock at
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par with a net profit of ten per cent per annum to the stock-

holders from the date of transfer of the stock to them upon the

books of the corporation. Reservations of the right of pur-

chase upon these conditions are also contained in the charters

of the Cambridge Railway Company, Statutes of 1853, chapter

383, and the Boston & Chelsea Railway Company, Statutes of

1854, chapter 445.

This basis for the purchase power has not been fixed as a

definite policy of the state in relation to the taking of street

railways and it is unlikely that such a basis would be estab-

lished. If it were to be accepted as a method for an estimate

under the terms of this resolve, the compilation herewith sub-

mitted shows an apparent actual investment of over $200,000,-

000, to which would be added a net return of ten per cent per

annum from the time of investment.

Under the third inquiry contained in the resolve our opinion

is asked w^hether any part of the cost of the taking of street

railway or elevated railway lines could properly be assessed

upon real estate to be benefited by such acquisition. This

raises an important constitutional question. Assuming that

the language of the resolve would be held to describe real estate

situated upon or contiguous to existing street railway lines, our

opinion is that such real estate would not be subject to any

separate assessment of any part of the cost of the taking of

the lines.

Annexed hereto is an historical review of the attitude of the

Commonwealth on the subject of public ownership of transpor-

tation facilities as shown by various charters and by general

laws.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
CLINTON WHITE,
JOHN F. MEANEY,

Commissioners.
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Exhibit B.

Statement of Amounts expended in Permanent Investments in the

Street Railways of the Commonwealth of Massachusetts;

ALSO the Outstanding Capital Stock, Funded Debt and Float-

ing Debt as of September 30, 1902.

company.
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Statement of Amounts expended in Permanent Investments in the

Street Railways of the Commonwealth of Massachusetts;

ALSO the Outstanding Capital Stock, Funded Debt and Float-

ing Debt as of September 30, 1902— Continued.

company.
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Statement of Ajmounts expended in Permanent Investments in the

Street Railways of the Commonwealth of Massachusetts;

ALSO THE Outstanding Capital Stock, Funded Debt and Float-

ing Debt as of September 30, 1902—
^
Continued,

company.
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Statement of Amounts expended in Permanent Investments in the

Street Railways op the Commonwealth of Massachusetts;

ALSO the Outstanding Capital Stock, Funded Debt and Float-

ing Debt as of September 30, 1902— Concluded.

company.
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Exhibit C.

List of Stocks and Bonds approved by the Board of Railroad

Commissioners and the Public Service Commission from 1902

TO 1914, inclusive.

company. Stocks. Bonds.

Amherst & Sunderland, . . . ,

Athol & Orange,

Bay State,

Berkshire

Blue Hill

Boston Elevated, . . . .

Boston & Northern, . . . .

Boston & Worcester, . . . ,

Bristol & Norfolk

Brockton & Plymouth, . . . ,

Concord, Maynard & Hudson,

Connecticut Valley, . . . .

Conway Electric

Dartmouth & Westport,

Dedham & Franklin

Fitchburg & Leominster,

Gardner, Westminster & Fitchburg,

Greenfield & Deerfield

Greenfield, Deerfield & Northampton, ,

Greenfield & Turner's Falls, .

Hampshire,

Hampshire & Worcester,

Haverhill & Amesbury, . . . .

Haverhill & Andover

Haverhill & Southern New Hampshire,

Holyoke,

Hoosac Valley,

Lawrence & Methuen

Leominster, Shirley & Ayer, .

Lexington & Boston

Iiowell, Acton & Maynard,

$27,000 00

240,500 00

2,130,000 00

3,900,000 00

120,000 00

10,650,000 00

4,311,900 00

1,484,200 00

100,000 00

220,000 00

25,000 00

10,000 00

64,000 00

295,900 00

75,000 00

250,000 00

130,000 00

50,000 00

60,000 00

230,000 00

160,000 00

20,000 00

576,500 00

100,000 00

95,000 00

100,000 00

45,000 00

$117,000 00

3,077,000 00

690,000 00

250,000 00

22,300,000 00

3,749,500 00

2,354,000 00

75,000 00

35,000 00

35,000 00

240,000 00

90,000 00

35,000 00

150,000 00

130,000 00

75,000 00

90,000 00

85,000 00

265,000 00

300,000 00

160,000 00

100,000 00

150,000 00

30,000 00
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List of Stocks and Bonds appkoved by the Board of Railroad

Commissioners and the Public Service Commission from 1902

TO 1914, INCLUSIVE— Contmued.

company. stocks. Bonds.

Lowell & Fiichburg,

Lowell & Pelham, . . . .

Lowell & Woburn

Marlborough & Framingham,

Martha's Vineyard,

Massachusetts Northeastern, .

Medway & Dedham,

Middlesex & Boston,

Middleton & Danvers, .

Milford, Attleborough & Woonsocket,

Milford & Uxbridge,

Milton,

Nahant & Lynn

Newton, . . .

Norfolk & Bristol

Northampton, ....
Northampton & Amherst,

Northern Massachusetts,

Old Colony

Phillipston,

Pittsfield,

Plymouth, Carver & Wareham,

Plymouth County

Plymouth & Sandwich, .

Point Shirley,

Reading, Wakefield & Lynnfield, .

Shelburne Falls & Colrain,

Springfield

Springfield & Eastern, .

Taunton & Buzzard's Bay,

Taunton & Pawtucket, .

Templeton,

Union,

Uxbridge & Blackstone, .

Waltham,

$275,000 00

30,000 00

63,200 00

105,000 00

8,000 00

295,000 GO

35,000 00

638,000 00

100,000 00

30,000 00

100,000 00

325,000 00

3,004,400 00

25,000 00

100,000 00

90,000 00

125,000 00

197,000 00

25,000 00

190,000 00

300,000 00

530,000 00

150,000 00

100,000 00

50,000 00

525,000 00

40,000 00

40,000 00

$275,000 00

40,000 00

130,000 00

468,000 00

50,000 00

285,000 00

100,000 00

250,000 00

200,000 00

20,000 00

255,000 00

3,734,000 00

245,000 00

45,700 00

1,700,000 00

100,000 00

120,000 00

100,000 00
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List of Stocks and Bo^rDS approved by the Boaed of Railroad

Commissioners and the Public Service Commission from 1902

to 1914, inclusive— Concluded.

company. Stocks. Bonds.

Ware & Brookfield,

West End,

Western Massachusetts, .

Worcester & Blackstone Valley,

Worcester Consolidated, .

Worcester & Holden,

Worcester, Rochdale & Charlton,

Worcester & Southbridge,

Totals, ....

$100,000 00

3,645,150 00

300,000 00

182,000 00

190,000 GO

290,000 00

54,254,000 00

200,000 00

200,000 00

1,700,000 00

150,000 00

40,000 00

100,000 00

$37,662,750 00 $49,344,200 00

Recapitulation.

Stocks $37,662,750 00

Bonds 49,344,200 00

Total $87,006,950 00
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Appendix.

Public Ownership of Transportation Facilities.

The principle of state ownership of transportation facilities was recog-

nized in the first Massachusetts act providing for the construction of a

bridge by a corporation. This was "An Act (1 S. L. 93) for incorporating

certain persons for the purpose of building a bridge over Charles River

between Boston and Charlestown and supporting the same during the

term of forty years." This was passed in 1785 and incorporated Hon.

John Hancock and his associates as the proprietors of Charles River

bridge. Tlus bridge was replaced by the Charlestown bridge a little over

a century later. Section 5 provided that after the collection of toll should

commence "the said proprietors or corporation shall annually pay to

Harvard CoUege or University the sum of two hundred pounds during

the said term of forty years; and at the end of said term the said bridge

shall revert to and be the property of the commonwealth, saving to the

said college or university a reasonable and annual compensation for the

annual income of the ievvy, which they might have received had said bridge

not been erected." This was in reference to the fact that from 1642, Har-

vard CoUege had received the income of the Charlestown Ferry, operated

at the point where the bridge was located.

In 1787, Thomas Russell and others were incorporated under the name
of the proprietors of Maiden bridge (1 S. L. 153), and the same year

George Cabot and others were incorporated under the name of the pro-

prietors of Essex bridge (1 S. L. 174). The Maiden bridge was built at

the point where the penny ferry had been operated across the Mystic

river for over a century, and the Essex bridge was built between Salem

and Beverly. Both of these bridges greatly interested Washington,

when, as President, he visited Boston for the last time in 1790. Neither

the Maiden nor the Essex bridge charters contained any provision for

state ownership.

In 1792 a charter was granted (1 S. L. 357) to General Henry Knox and
his associates for the establishment of a navigable canal between Boston

and some part of the Connecticut River, to be known as the Massachu-

setts Canal; and in 1793 a charter was granted (1 S. L. 465) to James
Sulhvan and associates as the proprietors of the Middlesex Canal, to be

built from Boston to that part of Chelmsford which later became the

city of Lowell. This charter was the last bill signed by Governor Hancock.

The Massachusetts Canal was never built, but the Middlesex Canal was
opened in 1795. In the charter of the Massachusetts Canal was a provi-

sion that the proprietors were to receive the toll and possess and enjoy

the emoluments of the canal forever, with a proviso that after the expira-

tion of seventy years from its completion the general court should at all

times alter, regulate and determine the toll and be entitled to receive one-

quarter part of the net proceeds forever. The Middlesex Canal charter
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cont'ained a provision that the toll should continue forever and that the

general court should regulate the rate after the expiration of forty years

from its first opening and prescribe the manner of its collection. Three

years later Governor Sullivan and others asked for a charter for a Cape

Cod Canal, but no bill was passed.

In 1796, Levi Pease of Shrewsbury (known as the "Father of the Turn-

pike") and thirty other associates, one of whom was Levi Lincoln, governor

at the time of the granting of the first railroad charters, were incorpo-

rated (2 S. L. 79) as the First Massachusetts Turnpike Corporation, to

build a turnpike road from the bridge in Western (now the town of War-

ren) to Scott's Tavern in Palmer, this being the fii'st of a great number of

turnpike charters which werjB granted. Section 9 of this charter contained

this provision:

Section 9. And be it further enacted, That the general court may dissolve the

said corporation, whenever it shall appear to their satisfaction, that the income,

arising from the said toll, shall have fully compensated the said corporation, for all

monies they may have expended, in purchasing, making, repairing, and taking

care of the said road, together with an interest thereon, at the rate of twelve per

centum by the year; and thereupon the property of the said road shall be vested

in this Commonwealth, and be at their disposal.

The same provision appears in the charter of the Second Massachusetts

Turnpike (2 S. L. 140). The provision appears in the charters of the

Salem turnpike, established in 1802 (2 S. L. 507) and the Medford turn-

pike, established in 1802 (3 S. L. 135) and in all turnpike charters until

Mar. 16, 1805, when the general court passed an act defining the general

powers and duties of turnpike corporations (3 S. L. 557) section 11 of

which provided that the Legislature might dissolve any corporation

thereafter established after the expiration of twenty years, or sooner if it

appeared to the satisfaction of the Legislature that the income of the

road had compensated the corporation for all money expended in pur-

chasing lands; in making, repairing and taking care of the same, together

with twelve per centum by the year, and thereupon the property of the

road should be vested in the Commonwealth and should be at the disposal

of the Legislature (3 S. L. 561). After this time the turnpike acts simply

established the corporation to be subject to the general Turnpike Act.

The first railways chartered in Massachusetts were the Salem Marine

in 1823; the Essex Marine in 1825 and the Boston Marine in 1825, each of

these being for the purpose of erecting railways for repairing ships and

vessels. In 1825 (6 S. L. 466) Thomas H. Perkins and others were incor-

porated as the Granite Railway Company, to build a railroad from what

was afterwards known as the Bunker Hill quarry to tidewater in Quincy.

The fourth section of the act (chapter 183 of 1825) gave the corporation

the right to take land six (6) rods in width, the damages to be estimated

by a commission agreed upon by the parties or a committee to be appointed

by the Court of Common Pleas in Norfolk County. The railroad was to

be constructed within three years or the act was to become void, but no
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provision for reversion to the commonwealth or state ownership appears

in the act. The corporation was to continue for a term of forty years,

but this hmitation was repealed by the Acts of 1831, chapter 48.

In January of the following year (1826), Governor Levi Lincoln sub-

mitted to the general court the report of a board of commissioners for

the survey of a canal route from the harbor of Boston to the Connecticut

River with the reports, plans and estimates of the engineer, Loammi

Baldwin, Jr., together with a map of the State, on which the various

routes which had been surveyed were delineated. This map contains the

first suggestion of the Hoosac Tunnel. The commissioners were Nathan

Willetts, Ehhu Hoyt and H. A. S. Dearborn. It was estimated that the

expense of a canal from Boston to the Hudson River, following the gen-

eral route of the present Fitchburg railroad, would be:

From Boston Harbor to the Connecticut River, .... $3,000,000

From the Connecticut River to the Hudson River, including the

Hoosac Mt. Tunnel ($920,832) 3,023,172

The Commission strongly advocated state ownership of the canal,

saying:

Doubting whether a work of this extensive, permanent and costly character,

which is calculated to have such a powerful and lasting influence upon the great

mass of the people, and involving so many interests, of a local, private and public

nature, should be accomplished by an incorporated company, the Commissioners

have, on mature reflection, come to the conclusion, to suggest the expediency of

its being undertaken by the State. As the whole object is ultimately to facilitate

the intercourse between all parts of the Commonwealth, and extend it to other

sections of the Union, not for the purposes of speculation, or pecuniary profit, but

to subserve the general weal, the control should be ever kept within the power of

the State Authorities, who will diminish the tolls, and consequent expense of trans-

portation, as may be found expedient; while the surplus revenue, beyond the annual

repairs and expenses, after the debt, which shall have been incurred, is extinguished,

can be appropriated to the construction of other lines of internal navigation and

thus render the first effort a future, perpetual, and increasing source of means, for

that purpose. . . .

It is proposed that the canal fund be constituted from some, or all, of the fol-

lowing items; a portion of which are immediately available, and the others, most

probably, will be realized.

1. The tax on the banks.

2. Duties on auction sales.

3. Proceeds of the sale of public lands.

4. A state lottery.

5. Interest on the invested amount of claims for militia services, which may be

paid by the national government.

6. Canal tolls.

As to the proposed lottery the Commissioners said:

Enquiries have been prosecuted, to ascertain the sum annually expended, in

this state for the purchase of lottery tickets, and from the best information which

can be obtained, there is no doubt, that it amounts to over 250,000 dollars; and

this large expenditure has been made, when there is a law of the Commonwealth
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prohibiting the traffic altogether; which shews conclusively, that the public voice

is against legislative interference, or restraint.

Having been arraigned under the generic term "gambling", an effort has been

made, from the purest and best motives, to discountenance and suppress lotteries;

but it now becomes a serious question of investigation, whether too harsh an epi-

thet has not been given to one of the ordinary modes of raising funds, under the

sanction of the highest legislative enactments, both in Europe and this country,

for literary, eleemosynary, and various other great and excellent purposes. If it

has been proved that the legal countenance, which this state has formerly given,

still induces a disregard of existing statutes, is it not more politic, so to amend
them, as shall secure to the Commonwealth those benefits which are now derived

by other States? It may be said, with sufficient plausibility, that if an unabatable

evil does exist, let it be converted to the best possible purposes. All constructive

crimes, including such as come within the antiquated systems of sumptuary juris-

prudence, are not deemed, by the people, as immoral, per se; and it is an axiom in

ethics, as well as legislation, that doubtful or imaginary offences should not hastily

be made penal; for the public voice will preclude the possibility of enforcing the

execution of the laws; and even the bench, knowingly forget, that they are in the

statute book. This is notoriously true, as it respects Great Britain, and numerous

instances could be cited, in this state, where the spirit and letter of the law have

been dead, long before the dignity of the Legislature was restored by its repeal.

The Commissioners would be the last among their fellow citizens to sanction

immorality, or impair the omnipotence of justice; but with deference offer such

remarks, as may tend to the development of truth ; the confirmation of what shall

be found salutary; and the rejection of that which is supererogatory, in our gener-

ally, most excellent code of laws.

Should a lottery be resorted to, as one of the means of raising funds, it can be

affirmed with confidence, that, twenty thousand dollars may be thus, annually

obtained, and probably a much greater sum.

The Commission assumed that the revenue from canal tolls would be

$500,000 within three years after the opening of the canal.

Railways.

During the year 1826, agitation was started for a railway, rather than

a canal, from Boston to the Hudson River, and a committee, consisting

of Dr. Abner Phelps, George W. Adams (son of President John Quincy

Adams) and Emory Washburn (afterwards Governor), made a report on

January 19, 1827. The Committee was given no funds and therefore

made a general report accompanied by a resolve for a commission of three

to survey a route, the Governor to appoint a suitable engineer to make

the surveys, plans and estimates, the sum of $5,000 being appropriated to

defray the expenses. In its report (P. S. C. Library No. 386 H. T. C. 2)

the committee, discussing early road building said:

Such was the origin of our roads in Massachusetts, and the effects of this system

are still visible over a large portion of this Commonwealth. Hence it is, that we
frequently see a road for the travel of a great community, pass over the top of a

high hill, perhaps to accommodate a single individual, when a level line of draught

might be maintained with no greater distance along the base. The inconvenience

and loss to the public, by such a hill, is greater on the common road in proportion,

to the travel, than it would be on a Rail Way. The weight to be conveyed in one

wagon must be proportioned to the difficulties of ascent. But where the weight is
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in several wagons, as on a Rail Way, a part of the number might be taken up at a

time ; and the descent of the whole regulated by the brake. (The brake is a double

lever attached to the carriage, so formed as to produce friction upon the circum-

ference of the wheels on applying the power.)

This committee made no recommendation as to the railway being

built by a state appropriation or through private enterprise, but in 1828

two commissions upon internal improvements prepared reports to the

General Court. The first, known as the Commissioners of Internal Im-
provements, Josiah J. Fiske, Willard Philhps and James Hayward, re-

ported on the question of a route for a canal from Boston to the Black-

stone canal and thence to the line of the Connecticut to meet a proposed

canal leading from Norwich to that state, the report being accompanied

by a communication of transmission, signed by Governor Lincoln, in

which reference is made to the very beautiful map which accompanied the

report. This canal was to start from the Back Bay in Boston, running

through Cambridge, Newton Corner, Lowell Falls, Needham and Natick;

thence following the line of the Charles River through Medway and Bell-

ingham to Blackstone. The Blackstone canal was then to be utilized to

Worcester and the line was to continue through Oxford and Dudley to

Thompson, in Connecticut, and from there through Southbridge and

Sturbridge to the Brookfields and to Western (or Warren), where it joined

the Chicopee River, which was to be utilized to float the canal boats to

the Connecticut. The engineering report upon this canal was made by
Professor James Hayward of Harvard College, one of the commissioners.

It was estimated that this canal could be built at an expense of $10,200

per mile from Boston to the point of intersection with the Blackstone

canal, and at an expense of $13,500 per mile from Worcester to Western

(or Warren). The Commissioners made no recommendation as to the

question of the construction of a canal b}^ the Commonwealth or by
private enterprise.

A far more important report made during this year was that of the

Board of Directors of Internal Improvements, appointed the previous

year, on the practicability and expediency of a railroad from Boston to

the Hudson River, which was submitted to the General Court January

16, 1829. Annexed to this report were the reports of the engineers,

James F. Baldwin on the Boston & Albany route, and Prof. James Hay-
ward (who made the report above referred to on the proposed canal) upon
the Boston & Providence route. This exhaustive report in favor of a

horse railroad from Boston to the Hudson River and another from Boston

to Providence, was the cause of great discussion in the Legislature of

that year, and resulted in 1830 in the granting of charters to the Boston

& Lowell, Boston & Worcester and Boston & Providence corporations.

The principal cause of the delay in action in the year 1S29 was the dis-

cussion that was precipitated in the general court on the question of public

ownership of railroads. The Board of Directors of Internal Improve-

ments consisted of Governor Levi Lincoln, Messrs. Nathan Hale, Stephen
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White, David Henshaw, Thomas W. Ward, Royal Makepeace, George
Bond, William Foster and Edward H. Robbins, Jr. Although Governor
Lincoln's name appears first in this Ust, it has never been a secret that the

main work was done and the report written by Nathan Hale (father of

the late Edward Everett Hale), at that time editor of the "Boston Daily

Advertiser" and a member of the Senate, first president of the Boston &
Worcester raihoad and chairaian of the Boston Water Board at the time

of the introduction of the Cochituate supply. David Henshaw was later

Secretary of the Treasury of the United States. Royal Makepeace estab-

lished himself in the lumber business and built the first houses in what is

now Cambridgeport and secured the building of the West Boston bridge.

Edward H. Robbins, Jr., was son of Speaker Edward H. Robbins, one of

the commission which built the Bulfinch State House. The Board of

Directors of Internal Improvements had no question whatever concern-

ing the advantage of state ownership of railroads. Upon this subject

they expressed themselves as follows:

Surveys have been made, under the direction of Commissioners appointed by
the executive of the state of New York, in pursuance of the provisions of the act

of the legislature referred to in a former report of this board, for the purpose of

enabling the legislature, to decide on the expediency, of constructing at the expense

of that state, such part of the railroad between Boston and the Hudson river, as

shall fall within its limits. We cannot anticipate what will be the decision of that

Honorable body on the question. Considerations of great weight arising from the

obvious utility of such a rail road to the citizens of New York, will undoubtedly be

presented to their attention. Should they decide to unite with us in the prosecu-

tion of the work, the portion of the expense which would devolve on this state

would be reduced about one fifth part, in which case the state of New York would
be entitled to the income to be derived from the part of the road within that state.

It remains to comply with that injunction of the law constituting this board,

which requires them to report "Whether the said roads should be constructed by
the state alone, whether in part by the state, and in part by individuals or incor-

porations, or whether by the latter alone; and on what terms and conditions the

means necessary for the construction of the said roads may be best provided." It

is the opinion of the Directors that works of such magnitude, and on which the

public accommodation so essentially depends, should be under the control of the

government of the State. To enlist in such work the enterprise of individuals or

corporations, it will be necessary to make a grant of privileges, which it will be

difficult to define with sufficient limitations, to secure all the interests of the public,

while at the same time they are made broad enough to induce a sufficient investment

of capital for the enterprise. They therefore recommend that the construction of

these works shall be undertaken on behalf of the state, under such a system of

management as the legislature in their wisdom may direct, that an authority be

given for raising such sums of money as may be necessary for the works, by the

sale of stocks, bearing an interest of 4^ per cent, per annum, and reimbursible in

not less than fifteen or twenty years, for the payment of which the faith of the state

shall be pledged, and for meeting the annual interest of which sufficient taxes shall

be provided. It is believed that stocks of this description to the amount which

would be required for this work, might be sold at par or very nearly at that rate,

and that before the whole sum would be required, a considerable income would be

derived, from the part of the road which would be completed. The burden which

such an appropriation would impose, on the finances of the state, would be easily

met by the levying of a moderate tax, in addition to the present resources of the
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government. The expenditure of so large a sum of money in the country, in com-

pensation of the labour required in the construction of the road, will serve as a

useful stimulus to industry, which will be felt far beyond the individuals employed

in the work.

In undertaking a work of this kind, the state of Massachusetts would be but fol-

lowing the example of all her sister states, of equal resources. The state of New
York has added greatly to the numbers, and to the wealth of her citizens, by a sys-

tem of canals, the cost of which has exceeded more than three-fold, that of the

works here proposed. Pennsylvania has now in the progress of execution a system

of internal improvements, consisting of canals and railroads, much more extensive

than would be necessary for accomplishing all the objects of an easy intercourse in

this Commonwealth, and has already expended in these works a larger sum than

it is proposed to raise in this state. Maryland, by the joint efforts of the state, of

the city of Baltimore, and of individuals, has undertaken the gigantic project, of

building a rail road from the capital of the state, crossing the Alleghany Moun-

tains to the Ohio River, — a project much more difficult than that proposed in

this state, from the greater distance to be traversed, the greater obstacles to be

surmounted, and the inferior supply of materials. Virginia, North Carolina, South

Carolina and Georgia have expended large sums for internal improvements, in a

country of much less dense population, and under circumstances believed to be

less favorable for success than are presented in this state, where an industrious,

ingenious, and in some parts (with their present means of obtaining a subsistence)

redundant population, are ready to take advantage of every facility, for extending

their own resources, and those of the state. Ohio, a state yet in her infancy, and

far inferior to this state in the possession of capital, and means for the execution

of a public work of this nature, has already raised more than two millions of dollars,

for the construction of a canal, traversing the whole length of the State.

These examples, although they afford no apology for undertaking a work of

doubtful utility, may well excite us to a careful inquiry into the means of improv-

ing our own advantages, and must teach us, that if we would keep pace with our

sister states in those improvements which elevate the character of the community,

and multiply the resources and enjoyments of its members, some united effort is

required of us. The condition of the people of this country cannot remain station-

ary. Those who are not positively advancing, are comparatively retrograding.

The welfare of all parts of the state, is promoted or impaired, in a great degree, by

the same causes. If we would have a great populous and wealthy Commonwealth,

we must have a populous and wealthy capital, which shall be a centre of life, action

and energy to the state. If we would have a great and flourishing capital, we must

have an extensive, populous, and rich surrounding country, bound to it by the tie of

common interest, as well as common feeling, and connected with it by the means

of easy and constant communication. Such means of communication, it is believed

may be afforded by the railroads now proposed.

The Directors therefore respectfully recommend to the Legislature to adopt

measures for the construction of rail roads on the general routes to Albany and to

Providence which have been pointed out, leaving the precise location to be selected

by the persons who shall be entrusted with the execution of the work. As however

the execution of the whole of these works would necessarily occupy a period of

three or four years, and as a much safer judgment may be formed, of the cost and

usefulness of the work, and of the comparative advantages of the mode of construc-

tion here recommended after an experiment shall have been made on a part of one

of the proposed routes, it is recommended, that the operations of the first year shall

be principally limited to the eastern section of the western route, and that such

portion of the route only, beginning from Boston, shall be undertaken within the

year, as it may be thought will be nearly completed. In pursuance of these views

they recommend that a board of competent individuals be formed, with authority,

subject at all times to the control of the legislature, to employ the necessary engi-
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neers and agents, and take all necessary measures, for constructing the aforesaid

railroads to Albany and to Pro^'idence, and to raise the necessary sums of money
from time to time, by loans in the name of the state, on stocks bearing 4-2- per cent,

interest, payable quarterly, and reimbursible at any term from 15 to 20 years at

their discretion.

The journal of the House of Representatives and of the Senate was not

printed during this period, but the originals are now on file in the State

Library and the motions made and the roll-calls show how important

the question of public ownership was considered by the parties in the

debates.

The Boston, Providence & Taunton Railroad Corporation was char-

tered by chapter 95 of the Acts of 1829 (1829, 95; 6 S. L. 868), its charter

containing a purchase clause (section 12) to be operative at the expiration

of ten years from the opening of the railroad. This charter was similar

to two others granted in 1829, one to estabUsh the Massachusetts Rail-

road Corporation, its line to extend from Boston to Albany or Troy, and

the other, the Frankhn, to extend from Boston to some point on the line

of New Hampshire or Vermont, each of which contained the clause for

purchase ten years after opening. Apparently, the Boston, Providence &
Taunton is the first charter to contain the suggestion of "government

ownership" in terms, as instead of referring to the Commonwealth, it

says it shall be in the "power of the government." The earliest charter

of all, granted by chapter 26 of the year 1829 (6 S. L. 817) was for the

Worcester Railroad Company, which was to build a line from the coal

mines in Worcester to Quinsigamond Pond. This charter contained no

provision for state ownership, but did contain a section that the act

should be void unless some part of the railway was constructed and put

in use within three years from its passage, a provision which, with a sHght

variation, has apparently always remained in the railway legislation of

this state. None of the four railroads mentioned in this paragraph were,

apparently, built.

The first charter under which a railroad was built for the transporta-

tion of passengers and freight was granted to the Boston & Lowell Rail-

road Corporation, June 5, 1830. The charter provided for toll houses, on

the theory that individuals would travel over the rails in their own car-

riages drawn by horses, but this was never done. Section 12 of this act

(1830, chapter 4; 7 S. L. 2) provided that "it shall be in the power of the

government, at any time during the continuance of the charter hereby

granted, after the expiration of ten years from the opening for use of the

railroad herein provided to be made, to purchase of the said corporation

the said railroad and all the franchises, property, rights and privileges of

the said corporation on paying therefor the amount expended in making

the said railroad, and the expenses of repairs and all other expenses relating

,

thereto with interest thereon at the rate of 10% per annum, deducting all

sums received by the corporation from tolls or any other source of profit
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and interest at the rate of 10 per centum per annum thereon that shall

have been received by the stockholders."

The Boston & Worcester Railroad Corporation was chartered on June

23, 1831 (1831, chapter 72; 7 S. L. 152). Section 14 of its charter con-

tained a provision permitting the purchase by the Commonwealth in the

exact language used in the Boston & LoweU charter, excepting that the

power of the Legislature to purchase followed the expiration of twenty

years instead of ten.

The Boston & Providence Corporation obtained its charter one day

earlier than the Boston & Worcester, June 22, 1831 (1831, chapter 56; 7

S. L. 134). Section 12 provided that the commonwealth might purchase

the franchise in the exact terms of the provision in the Boston & Worcester

charter. It may be added that the provisions for purchase in the three

charters above named followed a limitation that no other railroad should

be made leading from Boston to any place, within five miles of the ter-

mination of the railroad authorized, for a period of thirty years and that

this limitation was to be of no effect if the Commonwealth purchased the

franchise.

On the same day that the Boston & Providence was chartered (June

22, 1831), the Boston & Taunton Railroad Company, predecessor of the

Old Colony, received a charter (1831, chapter 55; 7 S. L. 129). Section

12 contained the same provision for purchase by the Commonwealth and

other limitations found in the other charters granted at that time.

The Andover & Wilmington Railroad Corporation, predecessor of the

Boston & Maine, received its charter March 15, 1833 (1833, chapter 109;

7 S. L. 336). The Commonwealth was given the right to purchase after

twenty years by section 11 of the act. By subsequent enactment the

name of the company was changed to the Andover & Haverhill and later

to the Boston & Portland and finally to the Boston & Maine.

The Western Raiboad corporation was chartered by chapter 116 of the

Acts of 1833 (7 S. L. 344). Section 14 contained the usual provision for

purchase by the Commonwealth after the expiration of twenty years.

The Pitchburg Railroad Company was chartered under chapter 84 of

the Acts of 1842 (8 S. L. 269). Its charter contained no special provision

for purchase by the Commonwealth. This was doubtless because by a

previous enactment, which appeared in the Revised Statutes as chapter

39, section 84, the Commonwealth had reserved a general right to pur-

chase any railroad after the expiration of twenty years from its opening.

This law is now 1906, chapter 463, part II, section 6.

State Investment in and Ownershi'p of Railroads.

The only railroad that the commonwealth has owned outright is the

Troy & Greenfield and Hoosac Tunnel, which is now a part of the Fitch-

burg railroad, but from the year 1837 until 1891, the Commonwealth was

a heavy investor in Massachusetts railroads, making loans in aid of these
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enterprises, taking stock and other securities in return, and through all

that period being represented on the boards of directors of various cor-

porations through state directors; and it was not until the codification of

the railroad laws in 1906 that the provisions regarding state directors and

their duties were repealed as obsolete. The last block of stock owned by

the Commonwealth, 50,000 shares in the Fitchburg railroad, was exchanged

through the efforts of Governor Crane for $5,000,000 in Boston & Maine

bonds bearing interest at 3 per cent in 1900, at the time of the lease of the

Fitchburg by the Boston & Maine. These bonds are still in possession of

the Commonwealth.

A summary of the amounts loaned by the commonwealth to railroad

corporations, so far as they appear from the books and documents on file

in the Auditor's office and made in that office, is appended:

March 20, 1837, a law authorized the issue of scrip in aid of the

Norwich & Worcester RaUroad Corporation, to the amount of . $400,000 00

A mortgage was given on the property of the Corporation, dated May
1, 1837. This loan was paid in 1877, and all interest thereon also.

April 18, 1837, a loan was authorized by the General Court in aid

of the Andover & Haverhill Railroad Corporation, to the amount

of $100,000 00

A mortgage was given. The loan was paid in 1857 by the Boston &
Maine Railroad Company.

April 18, 1837, scrip was issued by the Treasurer and Receiver-Gen-

eral in aid of the Eastern Railroad Corporation to the amount of $500,000 00

A mortgage was given by said corporation dated April 23, 1837. It

appears that in 1857, by authority of chapter 220, of that year, a

new loan was issued, but the claim to the mortgage was not

waived but held as security for the payment of the loan. This

loan, with the interest thereon, was paid as it became due, and it

does not appear that the Commonwealth lost any money by the

operation.

April 17, 1838, the Treasurer was authorized to issue scrip in aid of

the Nashua & Lowell Railroad Corporation to the amount of . $50,000 00

It does not appear that this loan was ever used or that the Rail-

road received the money, although in the Auditor's report for

1849, in a summary of expenditures from 1831-40, is this item:

"1838-40, Nashua & Lowell Railroad $4,375." This amount

appears to have been paid from the Treasury of the Common-
wealth. In the same table, is this entiy, " 1840-41, New Bedford

& Taunton, .'$3,750; 1841-49, $2,500." These amounts appear to

have been paid from the Treasury of the Commonwealth.

Under authority of chapter 145 of the Acts of 1839 the sum of . $50,000 00

was loaned to the Boston & Portland Railroad Corporation, which

sum was payable in twenty years, bonds having been issued for

the same. The Boston & Maine Railroad Corporation paid this

loan in 1858, one year in advance. The interest was promptly

paid.
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In 1839 and 1841, loans were made and scrip issued in aid of the

Western Railroad Corporation; total amount of loans . . $4,000,000 00

The state subscribed for stock in said Railroad. The loans have aU

been paid, and the interest thereon. The state made money on

her stock and to-day owns quite a number of Boston & Albany
Railroad Company bonds, which were exchanged for the stock

held.

Under authority of chapter 202, Acts of 1860, the Commonwealth
issued $200,000 5 per cent bonds, and purchased the so-called

Southern Vermont Railroad and leased it to the Troy & Boston

Railroad Corporation at an annual rental of . . . . $12,000 00

and afterwards the amount of local taxation was deducted from the

rent. The bonds matured in 1890 and were paid out of the

sinking fund. In 1891 the road was sold to the Fitchburg Rail-

road Company for $175,000 00

the Commonwealth taking a 4 per cent bond therefor. The rental

has all been paid in, and it is not likely the State will lose any-

thing by this transaction.

From July 1, 1868, to July 1, 1869, scrip was issued in aid of the

Boston, Hartford & Erie Railroad Company, now called the New
York & New England Railroad Company, to the amount of . $3,618,729 40

The interest paid on said loan to Jan. 1, 1894, amounted to . . 4,267,348 45

Total $7,886,077 85

The State at once held, in stock of this road . . . .$3,600,000 00

A portion of said stock was sold for ...... $43,956 25

The balance was exchanged for bonds, and the bonds sold for . 1,657,800 00

Total. .• , . $] ,701,756 25

The Act to incorporate the Troy & Greenfield Raih-oad Company,

with authority to construct and maintain a railroad from some point on

the Vermont & Massachusetts Railroad in Greenfield to some point on

the fine of the State of New York or Vermont, to connect with the Troy

& Boston Railroad then contemplated, was passed May 10, 1848. In

1850 a charter was obtained in Vermont for the Southern Vermont Rail-

road Company. On May 20, 1862, an act was passed for the consolida-

tion of the Troy & Greenfield with the Southern Vermont, the latter road

having been purchased by the Troy & Greenfield in 1860.

In 1854, the Commonwealth, to enable the Troy & Greenfield to con-

struct the Hoosac tunnel, loaned its credit to that company to the amount

of two million dollars. In 1855 all the towns on the line of the railroad in

Franklin and Berkshire counties were given authority to subscribe for

and hold shares in its capital stock. Under this authority (1855, 394) the

towns of Adams, WiUiamstown, Greenfield, Shelburne and Buckland

made subscriptions, the other towns taking no action. On July 28, 1855,

the Troy & Greenfield Railroad Company executed a bond to the Common-



546 APPENDIX— ORDERS. [Jan.

wealth to secure the two million dollars loaned under 1854, 226, and made
a mortgage to the Commonwealth of the entire franchise, income and

property. Two other mortgages were executed at later dates. In his

inaugural address in 1862, Governor Andrew expressed his dissatisfaction

with the management of the road, and in accordance with his wishes

therein expressed, the directors, on August 18, 1862, directed their presi-

dent to surrender to the commonwealth under the several mortgages held,

all the property of the corporation. This vote was confirmed by the

stockholders September 2, 1862, and two days later the commissioners

upon the Hoosac tunnel, Alvah Crocker, Tappan Wentworth and S. W.
Bowerman, took "quiet and peaceful possession." Alvah Crocker was

the projector and practically the builder of the Fitchburg railroad; Tap-

pan Wentworth, who was chairman of the Committee on Railways and

Canals in 1849, and whose name appears constantly in a collection of rail-

road bills and reports comprising a volume marked "Railroad Legisla-

tion of Massachusetts, 1849," catalogued in the Pubhc Service Commis-

sion's library (385.564) was for a long period president of the Stony Brook

Railroad, a part of the Boston & Lowell system; and S. W. Bowerman was

well known in Massachusetts politics. These commissioners carried on

the work of building until late in 1868, when a contract was made for the

completion of the tunnel. The road from Greenfield to the tunnel was

opened August 17, 1868. In 1873, when the tunnel was nearing comple-

tion, the question of the lease of the system to the Fitchburg railroad

company became of great interest. Meanwhile, the Massachusetts Rail-

road Commission had been created, and its Chairman, Hon. Charles

Francis Adams, made a careful study of the problem.

In the year 1863, Governor Andrew had urged the necessity of imme-

diate action in putting the railroads connecting with the Hoosac Tunnel

in a condition to accommodate expected traffic. Ten years later, in 1873,

two petitions were referred to the committee, the first in behalf of the

Vermont & Massachusetts railroad for a consoUdation of all the roads

constituting the Hoosac Tuimel line; the second in behalf of the Boston

& Lowell and Fitchburg companies, for the incorporation of the two

roads into the Great Northern consolidation. The railroad commissioners

had in three consecutive Annual Reports (1871-1873) recommended the

assumption of the Fitchburg railroad by the Commonwealth with a view

to the ultimate formation of a through line from Boston to the Hudson

River owned by the State and operated through the medium of trustees

as a public road. Several volumes covering the testimony at the hearings,

and the speeches and various pamphlets issued during this period were

collated by the State Librarian into seven volumes and bound for preser-

vation in the State Library. A duphcate of these was made for the Rail-

road Commission and is now to be found in the library of the Public

Service Commission (386.565).

In the Annual Report of the Railroad Commission, issued in January,

1874, under the caption "The General Railroad Discussion," the Com-
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missioners gave what may be called a preliminary statement of their

views concerning the nature and extent of the relations existing between

governments and railroad corporations. The Commission felt it to be

generally conceded that railroads are, and from the very natm-e of things

must always remain, practical monopolies. America had carried its reli-

ance upon economical laws the furthest, assuming that governmental

interference was necessary, and in America, consequently, the work of

readjustment was to be accomphshed with the greatest amount of diffi-

culty. The evolution of the relations from the point where the railroads

were left wholly in the hands of private individuals or corporations, to

the point where the work of transportation by rail was to be recognized

as one of the functions of government, was discussed, and the futility of

placing enactments upon statute books in a spirit of confident ignorance

was commented upon. The relations in this country, the Conunission

argued, had passed through the ''non-interference phaSe" and the "legis-

lative phase." During the previous year, in the State of lUinois, it had

entered upon the phase of executive supervision, while in Massachusetts

it had fairly touched its utmost limit, in the agitation of a measure look-

ing to partial state ownership. At this point the discussion digressed

into a consideration of Illinois' experience, legislative and judicial, in rela-

tion to the supervision of rates and the collection of greater proportionate

rates for a short than for a long haul; after which the Commission took

the groimd that the Massachusetts idea of partial state ownership was

the "final possible solution of what is known as the railroad problem,

which it believed to be better than the IlHnois attempt, as it did not try

to estabUsh an arbitrary regulation of railroads, but to return to the fun-

damental principle of competition by an attempt to regulate all the rail-

roads in the state by the public management of one." This last sentence

was the title of a celebrated speech of Mr. Adams, deHvered before the

joint standing committees on railways of the Legislature referred to above

(February, 1873), which was soon after printed as the authorized expres-

sion of the views of the Board.

The Commonwealth's experience with the Boston, Hartford & Erie road

and the Union Pacific experience, Mr. Adams befieved, proved that alli-

ances between state and private companies were dangerous, but he saw

no reason why the commonwealth could not own a railroad within its

hmits, and at the same time empower its Board of Trustees through leases

to operate roads connecting with the terminal lines running to Chicago,

to Montreal or to Puget Sound in the same manner as the Pennsylvania'

"Company", controlled and operated railroads all over the West for the

benefit of the Pennsylvania "Railroad" Company, thus, in a way, fore-

casting some of the "railroad holding company" and other legislation of

the present day. Mr. Adams looked with confidence to the time when
six corporations would control the railroad system of Massachusetts —
the Boston & Maine, to the North and West; the Boston & Lowell, stretch-

ing its arms to Ontario, Canada, and the whole undeveloped North; the
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Fitchburg, to the West; further south the Boston & Albany family; beyond

that the Boston, Providence & New York family; and in the southeast,

the family of the Old Colony.

Mr. Adams argued that to go beyond the ownership of the Fitchburg

sj^stem and experiment of state ownership, not to talk of assuming all the

railroads of the state, would not only expose our political system to a

great and unnecessary change, but would destroy the very essence of the

experiment, the main-spring of its success— competition.

In the report of 1874, the Railroad Commission stated that the routine

duties of the board were continually increasing and absorbing more and

more of its attention but they were ready to respond in the most unre-

served way to the request of the Legislature for further views upon this

subject. The State, however, leased the Troy & Greenfield (and ulti-

mately sold it) to the Fitchburg railroad.

Street Railways.

The MetropoUtan RaUroad Company was incorporated under the pro-

visions of chapter 353 of the Acts of 1853 (9 S. L. 738) to operate from

certain points in the city of Roxbury into and over certain highways of

the city of Boston. By section 7 of this act it was provided that the

"cities of Boston and Roxbury may, at any time, during the continuance

of the charter of said corporation, and after the expiration of ten years

from the opening of any part of said road for use, purchase of said corpo-

ration all the franchise, property, rights and furniture of said corporation,

by paying them therefor such a sum as will reimburse to each person who

may then be a stockholder therein the par value of his stock, together

with a net profit of 10 per cent per annum from the transfer of said stock

to him on the books of the corporation, deducting the dividends received

by said stockholder thereon." It will thus be seen that the principle of

mimicipal ownership was recognized at the inception of this form of trans-

portation. It was recognized from the first that the street railway was

a new adaptation of the stage coach, and this theory prevailed for almost

half a century.

The Cambridge Railroad Company was incorporated by chapter 383

of the Acts of the year 1853 (9 S. L. 758), with locations in Cambridge

over the roads and bridges belonging to the Hancock Free Bridge Corpo-

ration and certain streets in Boston. This was the first horse railroad

built in New England, opened March 26, 1856. The seventh section of

the charter permits purchase by Boston and Cambridge after ten years.

A large number of street railway charters were granted in the year

1854, among them the Boston & Chelsea, which gave the right of purchase

to the town of Chelsea and the cities of Boston and Charlestown, under

the usual terms (1854, 445, section 9; 10 S. L. 244); the Dorchester Avenue

railway (1854, 435; 10 S. L. 235), which gave the city of Boston or town

of Dorchester the privilege of purchase; the Middlesex (1854, chapter

434; 10 S. L. 231) which gave the cities of Boston and Charlestown the
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right of purchase; the Broadway (South Boston) (1854, 444; 10 S. L.

241), which provided for puchase by the city of Boston.

The Union Railway Company was chartered to lease the Cambridge
Railroad by chapter 338 of the Acts of 1855 (10 S. L. 405); the act con-

tained no purchase provision, perhaps because that provision already

existed in the Cambridge Railroad charter.

A number of street railway charters were granted in 1857, among them
the Newton, the Somerville Horse, the West Cambridge, the Dorchester

& Roxbury, the Brookline, the Suffolk, all of which contained provisions

for the purchase by the cities and towns through which they ran.

The West End Street Railway Company is the successor of the Metro-

poUtan and other roads mentioned above which had locations in Boston

and vicinity.

The Lynn & Boston railroad, of which the Bay State is the lineal suc-

cessor was chartered by chapter 202 of the Acts of 1859 (10 S. L. 910).

It had broad powers so far as the use of the tracks of other street railways

located in Chelsea and East Boston and certain parts of Boston were con-

cerned. Its own location was upon the Salem and Boston turnpike in

North Chelsea and Saugus to Lynn, and through Lynn and Swampscott

into Marblehead, authority being granted to pass over such parts of the

highway in those places as might be designated by the local authorities.

Section 11 of the Act permitted the company to purchase the franchise

and property of the Salem & Boston Turnpike Corporation, and it is

interesting to know that whatever rights that corporation had in Broad-

way, Chelsea, and in Charlestown, are still the property of the Bay State

Street Railway Company. This charter does not appear to contain any
provision for pubhc ownership.

In 1860 the Stoneham Street Railway Company was incorporated with

locations in Stoneham and Melrose (1860, 19; 11 S. L. 8). Section 12 of

its charter provided for purchase by the towns of Stoneham and Melrose.

In 1861 the Worcester Horse Railroad Company was incorporated (1861,

148; 11 S. L. 201), the City of Worcester having the right to purchase by
section 12 of its charter. The Springfield Horse Railroad Company was
incorporated in 1863 (1863, 121; 11 S. L. 388), with Chester W. Chapin, the

veteran stage driver, and George Bhss, the builder and first president of the

Western Railroad as the leading incorporators, section 12 of the charter

giving the City of Springfield the right of purchase. In the same year the

Lowell Horse Railroad Company was incorporated (1863, 173; 11 S. L.

424), section 11 of the Act giving the city the right to purchase. All the

street railway charters granted previous to 1863 would appear to have

had a purchase section.

In 1866 a charter was granted the Waltham & Newton Street Railway

Company (1866, 214; 12 S. L. 118), which consisted of only three sections:

the first, granting the charter to Royal E. Robbins and his associates,

"with all the power and privileges and subject to all the duties, liabilities

and restrictions, set forth in all general laws which now are or may here-
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after be enforced relating to street railroads"; the only other provisions

being that the tracks of the Boston & Worcester Railroad Company
should not be crossed without its consent, that the capital stock should

not exceed the amount of $100,000, divided into shares of $100 each, and

that the Act should take effect upon its passage. Before that time the

charters had covered an average of about three pages of printed matter.

The first general laws relative to horse railways were passed in 1857

and formed a two-page edition to the general railroad act as codified in

chapter 63 of the General Statutes, which were issued in 1860. In 1864

they were again codified (1864, 229) and these laws were in force until the

codification made by Honorable Charles Francis Adams as Chairman of

the Railroad Commission in 1871 (1871, 381). Reference should, however,

be made to the report of the "street railway commission," appointed in

1864, which made its report in January, 1865 (House Document 15).

The resolve (1864, Resolve 86) provided for a commission of three com-

petent and skiUful persons to examine the relations of street railways to

the cities and towns in which same are located, the relations of connecting

street railways to each other, the use of the streets by ordinary vehicles,

and into the whole matter of the conveyance of passengers through the

streets by horse cars and omnibuses. The Commission was also to look

into the matter of motive power, commutation tickets, issues of capital

stock, street railway locations, station accommodations and discontinu-

ance of tracks. It will be observed that the duties of this Commission

foreshadowed those performed by the "conomittee" on the relations of

street railway and mimicipal corporations (of which Mr. Adams was

chairman), which made the weU-known report of 1898.

The Commissioners under the resolve of 1864 were: Isaac F. Redfield,

Edwin L. Barney and Alfred R. Field. The Commission discussed the

general subject of the relations between street railway and municipal cor-

porations, took the ground that a street railway was a common highway,

favored a moderate control by local authorities without appeal, the com-

mon use of tracks by companies, — the compensation to be the payment

of interest on a portion of the capital invested, and a proportional part

of the expense of superintendence, repair and for deterioration; restriction

of the location of tracks to broad thoroughfares, and the use of the motive

power of the owning company for drawing the cars of a second company

over its tracks, the question of compensation to be amicably arranged

without the assistance of the commissioners. The Commission was unable

to settle the problem of competing business on the same tracks, admitting

that it would be embarrassing to prohibit the company entering upon the

line of another company from taking up passengers not intending to pass

over any portion of its own line. Public ownership of the railways found

no place in the discussion.

In 1858 the process of consolidation of street railways in Boston began

through acquisition of the West Roxbury Horse Railroad by the Metro-

politan. The Metropolitan purchased the Brookline in 1863, and in 1864
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it bought the Dorchester, the Dorchester Extension, the Roxbury, Suffolk,

and Chelsea and East Boston lines. These purchases were all made by
authority of legislative enactments. In 1869 it purchased the Brookhne

& Back Bay street railway and in 1878 the Boston & West Roxbury.

In 1872 the Highland Road was incorporated, after a bitter fight over

the question of its use of the Metropohtan tracks and also of its creation

of a competing line which ran into Boston from Roxbury over Shawmut
avenue. The question of the compensation which the Metropohtan

should receive from the Highland for the use of its tracks created much
discussion in the pubUc prints and before legislative committees. In 1887,

the Highland and Middlesex (which at that time was serving Charlestown,

Everett, Maiden, Medford and SomerviUe) were joined as the Boston

ConsoUdated Street Railway under authority of Chapter 229 of the Acts

of 1886. Chapter 413 of the Acts of 1887 gave the West End Street Rail-

way Company, which had been formed, the privilege of consolidation

with the Metropohtan, Boston Consolidated, South Boston and Cam-
bridge companies. This was the first legislation which gave to the Board

of Railroad Commissioners authority to approve terms of purchase, addi-

tional capital stock and locations of street railways.

In February, 1889, electricity was used as motive power for the first

time in Boston upon a section of the West End street railway running

through the Back Bay to Brookhne and through Brookline to Oak Square,

Brighton. The Highland Circuit of the Ljnin and Boston fine in Lynn had
been electrified during the previous year and this motive power created

entirely new conditions in street railroading, resulting in a very rapid

development of street railway fines and, in consequence, in the enactment

of much new legislation and reopening of issues between street railways

and municipal corporations which had been quiescent for twenty or thirtj''

years. As a consequence, in 1897, the legislature authorized the creating

of a committee to investigate the relations between cities and towns and
street railway companies. The committee consisted of Charles Francis

Adams of LincoLa, for many years chairman of the Railroad Commission;

William W. Crapo of New Bedford, formerly congressman and experi-

enced in street railway matters through his long executive connection

with the New Bedford system, and EUhu B. Hayes, of Lynn, who had

been prominent for many years in the legislature. Walter S. Allen of

New Bedford, formerly clerk of the Gas and Electric Light Commission,

was made secretary of the committee, and its report, known as the report

of 1898, resulted in the enactment of Chapter 578 of Acts of 1898, relat-

ing to the taxation of and granting of locations to street railway compa-
nies. The sections then enacted with slight changes are now included in

part III, Chapter 463, Acts of 1906 — the street railway law.

One of the witnesses before the committee in its sessions was Patrick

F. Sullivan, general manager of the Lowell and Suburban Street Railway

Company. Much of his evidence was of the character which appears in

his well known "Comparison of street railway conditions in Europe and
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United States." Tliis pamphlet is in the library of the Public Service

Commission in a collection of street railway pamphlets marked 386, 625-S.

In this pamphlet Mr. Sullivan deprecates the virtue of municipal owner-

ship as illustrated in Glasgow and elsewhere as compared with American

corporation ownership and control.

Everett W. Burdett, Esq., made the argument for the Massachusetts

Street Railway Association. This argument, a pamphlet of 119 pages, is

in collections of the Public Service Commission hbrary, marked 386, 625

S-M-C. Toward the close of that argument, on page 100, Mr. Burdett

expressed the willingness of the street railway companies to permit the

cities and towns of Massachusetts to own and operate street railways, but

urged that if this were done the municipahties be compelled by law to

take all existing property employed in the same business. In answer to

the question of Mr. Adams as to what would be the effect of the city of

Boston owning lines in the city of Somerville, Mr. Burdett spoke of an

ingenious scheme which had been suggested, that the different towns and

cities should purchase the hues in common (which, apparently, is what

the Massachusetts Legislature contemplated by all its early street rail-

way charters) and should have boards of directors in proportion to the

population, or to the car miles run; and he called attention to the fact

that in the case of electric Ught and gas companies, towns are expressly

authorized by statute to take the entire lines of the company, if they take

any of them, whether they are in the same town or not.

The report of the special committee was largely devoted to discussion

of material which was covered in the legislation thereafter enacted. The

committee also reported a bill entitled "An Act to authorize cities and

towns to construct tracks of street railways in pubUc ways, or to acquire

the same", but this bill did not result in legislation. On page 13 of the

report (House, No. 475) the committee pointed out that the varied expe-

rience of the last forty years had already developed three distinct lines

of treatment of the relations between the street railway and the munici-

pality: first, complete private ownership, as it exists not only in America,

but is almost equally well known and recognized in Europe; second, a

recurrence to the original principles of ownership, the street and its pave-

ments belonging to the public, the vehicles to individuals or corporations,

this being the idea incorporated in the second bill referred to above;

third, full public ownership, or what is known as municipalization.

On pages 31 and 32 of the report the Commission urges retaining the

control by a municipality of certain streets in which no street railway

location has been granted laying its own tracks for corporate use, and

gradually taking over other streets and tracks, thus reducing a street

railway corporation to its original functions, those of a private company

licensed to run public vehicles over specified routes under fixed regula-

tions and in consideration of certain rentals and other money payments,

so that it would become, in short, an improved omnibus fine run on scien-

tific principles and adapted to modern conditions. In regard to the third
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line of development of municipalization the committee discussed the sys-

tem of operation in Glasgow and Leeds and expressed the opinion that as

yet no attempt at the mimicipalization of street railways had been made
in any country on a sufficiently large scale and for a long enough time to

be of real significance. The committee pointed out that in Germany,
where state ownership and management of steam railroads has been

developed to the fullest extent, and with results pronounced unquestion-

able, as weU as most satisfactory, the mimicipaUzation of street railways

was regarded unfavorably, the opinion having been expressed by the high-

est German authority that Germany had carried officiahsm as far as, in

his judgment, it was prudent to go.

The committee felt that so far as Massachusetts was concerned, the

fact that the West End held franchises from and locations in no less than

eleven different cities and towns and the Ljom and Boston in nineteen,

created comphcations which would make municipahzation a difficult

problem. Reference was made to a bill introduced in the legislature of

1897 and printed as House No. 774 which sought to obviate the difficul-

ties by providing for the joint ownership of street railway tracks, and

their operation, by a number of municipafities.

January 13, 1915. [P. S. C. 611]

REPORT OF THE PUBLIC SERVICE COMMISSION RELATIVE
TO THE RELATIONS BETWEEN THE NEW ENGLAND
TELEPHONE AND TELEGRAPH COMPANY AND THE
AMERICAN TELEPHONE AND TELEGRAPH COMPANY.

To the Honorable the House of Representatives:

The following order was adopted by the House of Representa-

tives on February 3, 1915: —
Ordered, That the Pubfic Service Commission be requested to make an

investigation of the New England Telephone and Telegraph Company to

ascertain the relations, contractual and otherwise, between the American

Telephone and Telegraph Company and the New England Telephone and

Telegraph Company; to ascertain what relation now exists between the

said telephone company and the Western Union Telegraph Company with

regard to the receipt and defivery of telegrams; to ascertain if the Ameri-

can Telephone and Telegraph Company is still charging 4:}4 per cent of the

gross receipts of the New England Telephone and Telegraph Company for

the use of instruments, etc.; to ascertain whether the rate for exchange

service in any given territory, especially the territory of Massachusetts,

is based upon the amount of business done, i.e., gross receipts in that

territory, and whether the rate is fixed by the New England Telephone

and Telegraph Company in the first instance or whether the rate in any

given territory is fixed directly or indirectly by the American Telephone
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and Telegraph Company on the basis of a satisfactory return on the invest-

ment of the American Telephone and Telegraph Company throughout the

United States; to ascertain what proportion of the gross revenue of the

New England Telephone and Telegraph Company is represented by

revenue derived from toll service, both local and long distance, and the

amount of the same, and if the toll revenue is considered in making the

exchange rate; to ascertain the amount of the investment of the New
England Telephone and Telegraph Company in toll service and what

proportion this is of the entire investment of the New England Telephone

and Telegraph Company; to ascertain if the investment of the New
England Telephone and Telegraph Company in toll service and the ex-

penses of operating same have not been and are not now loaded onto and

made a part of the investment in and expenses of exchange service in

determining the rate for exchange service; to ascertain if the New England

Telephone and Telegraph Company has not taken as its revenue only the

revenue from exchange service, and if it has not taken as the expenses of

the company the expenses of both exchange and toll service, in arriving

at the exchange rate.

The commission is requested to report the result of its investigation to

the House of Representatives on or before the fifteenth day of March

next, together with its recommendations in regard to the same; and also

whether, in its opinion, the charge of the American Telephone and Tele-

graph Company for use of instruments and other property is fair and

reasonable; whether in its opinion the entire revenue of the company

from all sources ought not to be taken as a basis of figuring rates; and

whether, in its opinion, if the total receipts and expenses in any particular

territory, especially the territory of Massachusetts, were taken as the basis

for fixing rates that would produce a fair return on the capital invested in

that territory the present rates in Massachusetts would not be materially

reduced.

In considering these requests for information, the Commission

has felt justified in taking notice of the fact that His Excellency

the Governor, in his inaugural address, recommended "that a

thorough public inquiry be had as to telephone and telegraph

rates and service in this Commonwealth" and of the further

fact that this recommendation is now before the General Court

and has not yet been acted upon. Before definite opinions or

conclusions could be reached in regard to some of the questions

submitted, it would be necessary for the Commission to hold

numerous public hearings and to conduct an extensive investi-

gation, which could hardly be completed before the General

Court adjourns. Such an investigation would also require a

special appropriation for expert services, as the small appropri-

ation now available for the Commission's telephone and tele-
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graph department is no more than sufficient for the ordinary

routine work of that department during the present financial year.

Furthermore, in any broad inquiry such as the Governor has

recommended or such as the Commission, with a sufficient ap-

propriation, could undertake upon its own initiative, the ques-

tions raised by this order could and would be thoroughly in-

vestigated as well as other questions having an equally important

bearing upon telephone rates and service within the Common-
wealth. We have thought it advisable at the present time,

therefore, to furnish the House of Representatives such informa-

tion pertinent to the requests made as is now available without

extensive investigation.

The questions raised by the order may be grouped under certain

heads and we submit herewith the information desired, so far

as it is now available, so classified: —

Relations between American Telephone and Telegraph
Company and New England Telephone and Telegraph
Company.

(1) The American Telephone and Telegraph Company owns a

controlling interest in the stock of the New England Telephone

and Telegraph Company. The outstanding capital stock of the

latter company amounts at par to $43,247,900. Of this, the

American company owns 58 per cent, or $25,177,600. The New
England Company since 1912 has paid dividends at the rate of 7 per

cent, so that the American company received during the last fiscal

year an income of $1,762,432 from its investment in this stock.

(2) The New England company has submitted to the Com-
mission the following statement with respect to its relations

"contractual and otherwise" with the American company: —
There are numerous contractual relations between the two companies

having to do with various phases of the business.

The companies j ointly own and use some pole lines, and handle j ointly such

long distance business as requires the use of the lines of both companies.

The American company leases from the New England company various

loops, circuits, space on poles and in underground conduits, floor and
building space for the use of terminals, offices, rest rooms and storage.

It employs the New England company to do certain testing, operating and

inspecting. It buys from the New England company power and electric

current for the long distance lines. It pays the New England company
commissions on business originating over the latter company's lines.
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The New England company leases from the American company some

pole space and some circuits. It also leases from the American company

all of its telephone instruments, secures from it the services and assistance

of its general staff and the free use of all inventions and improvements in

the art of telephony developed or acquired by the American company.

The contracts covering these various relations have greatly increased in

number with the growth of the business and obviously are concerned with

an immense number of small details.

The principal and most important of all these contracts is the one under

which the American company furnishes to the New England company

telephone instruments and the expert services of its general staff and rights

in inventions and improvements. From the beginning the parent company

has furnished all the telephone instruments used by the companies which

go to make up the Bell system. In the earher days the basis of payment

for the instruments, rights in inventions, and services was a flat rental

charge per instrument, and for this payment the American company

furnished the instruments, the right to use without royalty of any kind all

other inventions and improvements owned or acquired by the parent

company, together with the services of a general staff of experts main-

tained by the parent company in all branches of the operation and develop-

ment of the business, such as engineering, accounting, operating, plant

construction and maintenance, legal, financial, etc.

It finally came to be recognized that the instrument itself bore little or

no relation to the amount which should be paid to the parent company

for these services. Gross revenue was deemed to be a more equitable

basis and the old contracts were modified in 1902 by a new contract under

which the New England company agreed to pay 4| per cent of its gross

receipts from telephone operation in consideration of the lease of all instru-

ments, rights to use all inventions and improvements and the services of

the general staff.

In the year 1914 the payment for such instruments, rights and other

services amounted to $1,586 per instrument or telephone set, the total

payment amounting to $828,867.20 and the number of instruments or

telephone sets furnished during the year being 522,458.

As the statement indicates, the most important of these con-

tractual relations is the one under which the New England

company pays to the American company 43^ per cent of its

gross receipts each year. The total payments under this con-

tract last year amounted, as stated, to $828,867.20.

(3) The Commission, for the reasons already given, has made

no investigation to determine whether or to what extent the

relations set forth in the preceding paragraph are fair, reason-

able and proper. Nor, so far as we can discover from its pub-

lished reports and decisions, did the Highway Commission,

while the telephone companies of the Commonwealth were sub-
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ject to its supervision, express any opinion in regard to these

relations in connection with its investigation of the rates and

service of the New England company.

(4) It appears that the contract providing for the payment of

43^ per cent of gross receipts conforms with the uniform policy

of the American Telephone and Telegraph Company and its

subsidiary companies throughout the country. Similar 4}^ per

cent contracts have been made a subject of inquiry by public

supervising bodies in other states in connection with rate in-

vestigations, and among these we note the following: —

New York Public Service Commission, Second District.

Special Committee of the New York Legislature.

Vermont Public Service Commission.

Chicago City Coimcil.

California Railroad Commission.

Wisconsin Railroad Commission,

Georgia Railroad Conunission.

For the information of the House we submit the following

comments made in this connection by certain of these bodies,

it being understood that in presenting these citations the Com-
mission has no knowledge with respect to the particular condi-

tions or circumstances, local or otherwise, which enabled the

Commissions or their experts to reach the conclusions cited: —

Vermont.

From the report of the Vermont Public Utilities Commission,

filed March 14, 1914, in re Addison & Panton et al.: —

The New England company rested its justification of the payment of

^14 per cent of its total gross earnings upon the ground that the American

company finnished the New England company with engineering data,

advertising material, loans of money and use of patented articles. In

that regard, it appeared that the New England company furnished the

American company in turn with engineering data for which no compensa-

tion was received.

The only loan between the companies, that was testified to, consisted

of a loan of two miUion dollars, by the New England company to the

American company.

The advertising material furnished by the American company to the

New England company, which was put into evidence, consisted of plate

matter for newspapers and periodicals and printed circulars for distribu-

tion by mail. All of this matter advertised the American company fully

as much as the New England company and the cost of publication and
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mailing, which must have been largely in excess of the cost of the plate

matter and circulars, was borne wholly by the New England company.

Much stress was laid upon the invention controlled by the American

company, known as the Pupin coU, which the New England company uses

upon its toll lines, as a justification for this 43^ per cent charge. The evi-

dence discloses, however, that the New England company purchased these

coils from the Western Electric company, and pays sums therefor which

are fully commensurate with the value of the coil as a patented article.

The Commission is satisfied that no other written contract exists be-

tween the American and New England companies which contemplates

anything more than the furnishing of instruments as a consideration for

the 4J^ per cent charge. The Commission is also of the opinion that the

services by the American company, claimed to have been a partial com-

pensation for this charge, are sufl&ciently reciprocated by similar services

on the part of the New England company. The Commission beUeves that

the rental of 62 cents per instrument is sufficient and should be substi-

tuted for said payment of 43^ per cent of the New England company's

gross earnings, and have so computed this expense in the tables of earnings

and expenses of the New England company. The New England company

maintains a toll circuit loaded with Pupin coils, which runs from Boston

to the Canadian line, and there connects with the lines of the Canadian

company. This circuit runs across the State of Vermont and is sufficient

to handle at least part of the toll business between Boston and Montreal.

The New England company, because of a traffic contract with the Ameri-

can company, diverts this business at Boston to toll lines of the American

company running from Boston to Lansingburg, New York, and from thence

across the State of New York to Montreal, and pays the American com-

pany most of the toU collected. Other instances of diversion of toll traffic

to the American company between points where the New England com-

pany maintains sufficient toll circuit were also brought out at the hearing.

. . . The business practices between the American company and the

New England company, and, in turn, between the New England company

and its subsidiaries in Vermont, seems to be that the New England com-

pany, as a subsidiary of the American company, furnishes it with every

business advantage, and the subsidiary companies in turn do the same for

the New England company.

California.

From a report of the California Railroad Commission, filed

October 9, 1913, ease of the city of San Jose v. Pacific Tele-

phone and Telegraph Company, in which the rates within the

territory of the petitioners were declared unjust' and discrim-

inatory. Touching the 43^ per cent gross payment, Commis-

sioner Eshelman, reporting, said: —

I have no hesitancy in saying that any contract such as the one here in

question should always be scrutinized with the utmost care. This is not
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meant to be a reflection on any of the local officials of the Pacific Telephone

and Telegraph Company, but as is well known, and is in evidence in this

case, this company is absolutely vmder the control through stock owner-

ship of the American Telephone and Telegraph Company. Contracts

such as this are not made between parties equally competent to contract,

and they in many cases are mere devices for diverting excessive dividends

from earnings. Here the parent company which controls entirely the

destinies of this company, takes a 4.5 per cent slice off the top of the gross

revenue of this company before anybody else gets a chance at such revenue.

The Pacific company, defendant herein, urges that this is an actual ex-

penditure and that as such must be allowed. Of course this is not an

accurate statement of the law. Excessive, unreasonable or improvident

expenditures though actually made may be disallowed by commissions

and courts in rate-fixing inquiries. This is so well estabhshed that it is

not necessary to cite cases thereon. It is urged by the Pacific company

that this contract is advantageous to it, and cases are cited where other

companies not controlled by the Bell companies have sought voluntarily

to avail themselves of the provisions of this contract. It of course is true

where any agency controls patented articles that other agencies not in

control of such articles may often desire to avail themselves of their use

and under the telephone situation in the United States it is not a matter

of wonder that many independent companies are desirous of entering into

arrangements with a company exerting the control over the telephone

business that the American Telephone and Telegraph Company does.

The Pacific Telephone and Telegraph Company, while an independent

organization, is for aU practical purposes a part of the American Telephone

and Telegraph Company. Such being the case neither party to any con-

tract between these two corporations, legally independent but actually

not, may be allowed to take advantage of such relationship to secure any

earning whether through rates or otherwise that would not be permitted

if such relationship did not exist. It is iirged by the defendant that in

addition to what is actually done for it by the American Telephone and

Telegraph Company, there are certain things which might be done which

are of value. I believe under the circumstances here found to exist that

the amount allowed to be charged as an expense against the Pacific Tele-

phone Company for services performed whether under contract or other-

wise, in favor of the American Telephone and Telegraph Company should

be limited strictly to what is actually done and the lowest reasonable

amount for such service permitted. Every presumption except the barest

legal presumption should be entertained against the fairness of such a con-

tract. The stockholders of the American Telephone and Telegraph Com-
pany and the Pacific Telephone and Telegraph Company being the same, it

of course is to the interest of such stockholders to divert as much money as

possible into funds that may be used as dividends in excess of the amount
which may be lawfully earned. Because of this situation and the very

natural and human corporate tendency to prefer one's own advantage,

I believe it is the duty of this Commission, as I have already said, to limit
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the amount which shall be a charge for the service rendered by the Ameri-

can Telephone and Telegraph Company to the lowest fair value of the

service actually rendered.

For the exchange here in question there was paid $10,121.89 to the

American Telephone and Telegraph Company during the year last past,

this being at the rate of 4.5 per cent of the gross revenue. From the

investigation made by the auditor of this Commission and submitted in

evidence the only service rendered during this year for the exchange in

question was the use of exchange station instruments niunbering 1,468,

which are valued by the companies themselves at S2.92 each, which would

represent a total valuation of $21,806.56. The American Telephone and

Telegraph Company contends for a rental value of 24 per cent, which

includes depreciation, repairs, up-keep, interest, etc. This would allow

this company $5,233.57, assuming this 24 per cent earning not to be

excessive, which I am not prepared to admit, which would mean a reduc-

tion of $4,888.32 on the 24 per cent basis of earnings, and I beUeve if

anything this exceeds the maximum which this company should be allowed

to impose as a charge upon its patrons in San Jos6, and in passing from this

branch of the inquiry I cannot refrain from saying that while my inclina-

tion is always to impute proper motives to persons and corporations, still

these intercorporate relationships with their attendant possibilities for

fraud never have appealed to me, and I would most respectfully suggest

to the utilities involved that open, fair, arms-length dealings would be

better not only for the public but for the utility in the end.

Chicago.

From the report submitted to the Chicago City Council by

Prof. E. W. Bemis on October 25, 1912, whose recommendations

and rate schedules submitted in connection therewith, which

reduced the revenue of the Chicago Telephone Company within

the city to the amount of $700,000, were adopted by the City

Council and accepted by the company: —

Patment to the American Telephone and Telegraph Company.

The operating expenses thus far considered were higher, in some respects,

than in other companies, but have a sufficient justification to warrant our

acceptance of the same in this report.

Very different in character is the yearly payment by the local company,

in common with every other Bell company, of 4J^ per cent of its gross re-

ceipts from telephones to the American Telephone and Telegraph Com-
pany, — a company, it must be remembered, which, by its ownership of

the majority of the stock of these various companies, stands at both ends

of the bargain. The more, however, that the right hand— the American

Telephone and Telegraph Company— decides that its left hand— the

Chicago Telephone Company— shall pay, in the form of a percentage of
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the gross receipts, the higher must be the charges against the subscriber,

to Tpay this disguised dividend. The payment, made by the Chicago

Telephone Company in 1911, of $537,585.12, amounted to $1.69 for each

of the 318,135 telephones, often called stations, in use on the average,

during the year. It was equivalent to 1.45 per cent of the average invest-

ment of $37,194,587.95. (Hall's Report, pages 4, 36-39.) The payment
for the city portion of the business was $445,550.42, and will doubtless

be about $500,000 in 1912.

In return for this payment, the Chicago Company receives three ad-

vantages: first, the rental, with all repairs and renewals, of the electrical

portion of the subscribers' equipment, — the transmitter, receiver and

induction coil; second, certain patents; and third, legal, accounting and

engineering assistance from time to time. These points will be considered

in the above order :
—

1. Transmitter, Receiver and Induction Coil.

The Western Electric Company, which makes these instruments, has

refused the writer's request for information on their cost, or the cost of

maintenance'and renewals. The Kellogg Switchboard Company of Chicago

claims to sell an equally good set for $2.80, with a reduction of 15 per cent

if bought even in small lots, in connection with the Bell cord, stand and

other small parts that go with a desk or wall outfit. If the price, under

these circumstances, and with the discount, is only $2.38, it may fairly be

presumed that the cost, with a fair profit to the Western Electric, which

supplies all these parts for over 4,000,000 telephones, must be below this

figure.

For our present purposes, one needs to know not only the cost new, and

the fact that about one-fourth of the number are yearly returned by the

Chicago Telephone Company for some repairs, but also the cost of these

repairs, and the life of the instrument as a whole. In the refusal of the

Western Electric to give this information, we may fall back upon the fact

that on September 6, 1907, the Chicago Telephone Company met the

bids of independent companies for the sale of transmitters, receivers and

induction coils, by agreeing to rent the same to the city of Chicago and

repair and renew them, for 50 cents apiece per year. The city accepted the

offer, and took 1,557 such sets for the police, fixe and street departments,

at this rate, and would have probably continued to act on this contract

had not the ordinance of November 6, 1907, given the city, in return for

the franchise, the right to use the transmitter and receiver free of charge.

In the absence of any access to the books of the Western Electric Company,
it must be assumed that the contract with the city by the Chicago Tele-

phone Company was not a losing one. It would indeed be fair to assume

that if the company could afford to make a 50 cent price in competition

with other companies for the small number needed by the city depart-

ments, it could afford to make a still lower price to the Chicago Telephone

Company for the vastly larger number needed by the latter.
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2. Patents.

The Chicago Telephone Company does not appear to buy patents as

such, but to buy from the Western Electric Company goods many of

which are patented. Since most of the goods, however, have been sold of

late on substantially the same terms to independent telephone companies,

the question at issue relates only to the few patented articles which the

Western Electric Company refuses to sell to other than the Bell com-

panies. The only one of these patented articles upon which the Chicago

Telephone Company lays any stress is the so-called Pupin coil, invented

by Professor Pupin of Columbia University, New York City, about twelve

years ago. Its purpose is to reinforce the electric current at various points

along the telephone line so that a small wire will carry the sound as dis-

tinctly as a larger and therefore more expensive wire would otherwise do.

Its chief use is on long distance lines. In Chicago it is only used on some

of the connecting trunk hues from one central office to another when the

latter is over nine miles distant. Figures have been presented by the

Chicago Telephone Company to prove that even on these lines the Pupin

coils have saved an investment of $2,000,000 worth of copper wire, whose

yearly value, on a 7 per cent basis, with an allowance of 13^ per cent de-

preciation, is $170,000 a year.

There is, however, another side to this question. It is not only what

these patents may be worth to the local company, but their cost to the

parent company. Especially is this important when the parent company

absolutely owns and controls the pohcies of the local company, and all

bargains which it may make. Now the American Telephone and Telegraph,

in its annual reports up to and including those for 1907, gave a yearly

statement of the value of all its patents. It is to be regretted that this

policy of pubhcity was not continued. However, since the Pupin coil was

patented about 1900, and since no important patents since 1907 have been

emphasized, as defenses for the payments by the local companies, the

balance sheet of the American Telephone and Telegraph for January 1, 1908,

may be quoted as very significant. According to that report the entire

value of all the patents owned by the American Telephone and Telegraph

at the close of 1907 was given to the stockholders as only $277,937.35.

Since the total number of telephones belonging to the Bell companies in

the United States at that time was 3,035,533, the value of these patents

per telephone was only 9 cents, and the entire capital value to be appor-

tioned to Chicago, on the basis of 202,600 stations then in service by the

local company, was less than $20,000. To be sure, the smaller companies

have less use for the Pupin coil than has Chicago, but by far the greatest

use is on the long distance runs.

3. Engineering, Accounting and Legal Services.

The company imdoubtedly receives some benefit from the parent com-

pany in these ways. Whether the latter does not receive a sufficient re-
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ward in the dividends on the majority of the stock owned by it, in every

local company, is another question.

As regards all three of the above lines of service from the national com-

pany, it may be said that the reports of this company to the Massachusetts

Highway Commission, indicate a very large profit from the aid given in

the above ways to the local companies.

The 43^ per cent payment to the American Telephone and Telegraph

yielded in 1911 for business within the city $445,550. This was $1.76 for

each of the 253,753 phones in use on the average last year. Of this $1.76

per phone, the amount justly earned by the American Telephone and

Telegraph does not appear to be over $1, made up as follows:—

Table 3.— Rentals to American Telephone and Telegraph Company.

Rental of transmitter, receiver and induction coil, . . . $0 50

Interest, depreciation, taxes, royalties, etc., on patents, esti-

mated at 22 per cent of the cost— 9 cents per phone— of

said patents, as above, 02

Services and unknown or undervalued items, not over ... 48

Total reasonable payment, $1 00

Amount of excess payment per phone, $0 76

Amount of excess payment, total, $192,837 00

Per cent of said excess payment to the present conceded value

of all the telephone property in the city, of $25,495,036, . .76 per cent

There may be a legal question as to the power of the city to reduce this

pajonent directly, but that these considerations should have some bearing

on the fixing of rates, which in the end inure to the benefit of the American

Telephone and Telegraph now owner of over 95 per cent of the stock, is

clear.

Georgia.

Case of city of Columbus et at. v. Southern Bell Telephone

and Telegraph Company, decided September 8, 1914, on the re-

lations of the Southern Bell Company with the American Tele-

phone and Telegraph Company and the Western Electric Com-
pany, the Commission reported as follows: —

Included in the operating expenses of the company is an item of 4^
per cent on gross income paid the American Telephone and Telegraph Com-
pany for appliances furnished and services rendered by it to respondent.

We disapprove of this percentage charge, and are satisfied that it should

not be allowed in full. The American Telephone and Telegraph Company
owns the Southern Bell Telephone and Telegraph Company, as it docs all

the other Bell companies. Whatever earnings the subsidiary companies

make go to the parent company. The appliances furnished and the serv-
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ices rendered to it by the subsidiary companies are valuable, but in our

opinion the subsidiarj^ companies should only be charged the actual cost

thereof. The American Telephone and Telegraph Company should not

make a profit in reality out of itself, at the expense of the public. Under its

present practices it takes two bites out of a public apple, when, in good

conscience, it is only entitled to one.

The American Telephone and Telegraph Company cannot fairly demand
two returns on the same property, or for the same ser^dce, which it clearly

secures when it charges its subsidiary a profit and it, in turn, charges the

public, and turns this over to the parent companj'' in the form of a dividend.

We submit these extracts from the reports of public bodies in

other states so that the House may appreciate the variety of

questions raised by this 4^^ per cent payment and the amount of

investigation necessary before a final judgment on this and kin-

dred contracts may safely be reached. It will be noted that the

Vermont Commission arrived at the conclusion ttat a yearly

rental of 62 cents per instrument should be substituted for the

4l]/2 per cent payment which now amounts in the case of the

New England company, as shown above, to $1,586 per instru-

ment. The California Commission, in the San Jose case quoted

above, decided that the payment ought to be 23^ per cent in-

stead of A.}/2 per cent in the territory under consideration, but

left the question open for future consideration as far as the State

as a whole was concerned. Recently the New York Public

Service Commission of the Second District has announced its

conclusion that $1 per instrument is a fair rental in that state,

where the 43^ per cent payment now amounts to about $2 per

instrument. The Wisconsin Railroad Commission and the New
York legislative committee, which are conducting telephone in-

vestigations, have not yet made their reports.

Other public supervising bodies, in addition to those which

we have mentioned, may have made similar investigations of

the 43^ per cent payment, but, if so, the results of their in-

quiries have not been noted in their published reports and deci-

sions. In the Vermont case, it should be said, the company has

not accepted the decision of the Public Service Commission with

respect to its rates which were ordered reduced and has carried

the matter to the courts.

Western Electric Contract.

In addition to its direct contractual and other relations with

the American company, already indicated, it appears that the

New England company has close contractual relations with a
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subsidiary of the American company known as the Western

Electric Company. The American company owns $14,522,000

out of $15,000,000 outstanding capital stock of this latter com-

pany, on which annual dividends of 8 per cent have been paid

since 1896, with 2 per cent extra each year since 1910.

An existing contract between the New England company and

the Western Electric Company reads as follows: —

This Agreement, Made this 31st day of March, A.D. 1913, by and

between Western Electric Company, a corporation organized and

existing under the laws of the State of Illinois, party of the first part,

hereinafter called the Electric Company, and New England Telephone
& Telegraph Company a corporation organized and existing under the

laws of the State of New York party of the second part hereinafter called

the Telephone Company.

WITNESSETH, That the said parties, for value received and in con-

sideration of the agreements herein contained, do hereby, for themselves,

their successors and assigns, covenant and agree as follows:

Scope.

1. The Telephone Company hereby employs the Electric Company as

its agent to procure for it all the articles which it may require for its own
use, except those which are named or described in Appendix A hereto

(which may hereafter be altered from time to time by mutual consent),

and hereby agrees to procure all such articles through the Electric Com-
pany; provided however that nothing herein contained shall be construed

as requiring the Telephone Company to purchase, or use any article, or

articles manufactured or sold by the Electric Company unless it shall

desire to do so.

Services.

2. The Electric Company agrees to procure by manufacture, purchase,

or otherwise from such sources and to dehver at its store rooms to such

persons, in such quantities, in such a manner and at such times, as the

Telephone Company may reasonably designate, any apparatus, supplies

or material which the Telephone Company may reasonably require, and

agrees that the store rooms established at such places as may be mutually

agreed upon shall not be discontinued or moved to another city except by

the consent of the Telephone Company, or on one year's notice in writing

by the Electric Company.

The Electric Company shall not be required to deliver any apparatus,

supplies, or material, or to buy any unusual quantities of supplies or

material, or to manufacture any special apparatus, except on the Tele-

phone Company's written requisition, and the Telephone Company agrees

to take within one year, all the apparatus, supplies or material so bought

or manufactured; or failing so to do, to thereupon reimburse the Electric

Company for all actual loss sustained by it on account of such failure.
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Remuneration.

3. The Telephone Company agrees to remunerate the Electric Company

as follows:

(a) For furnishing telephonic apphances manufactured under exclusive

license from The American Bell Telephone Company, and delivered at

its warerooms, standard prices, uniform to all licensees of The American

Ben Telephone Company.

(6) For furnishing underground, aerial and submarine cable manufac-

tured by the Electric Company

:

If shipped direct from factory, factory cost of such cable plus eight per

centum (8%) at factory; or

If shipped from local storeroom, fuU reels, factory cost plus ten per

centum (10%) plus transportation charges to storerooms; less than full

reels, factory cost plus fifteen per centum (15%) plus transportation charges

to storerooms. Actual loss on short lengths of cable, caused by the Tele-

phone Company's orders for less than full reels, shall be borne by Telephone

Company.

Factory cost shaU include only the cost of productive labor, the cost to

Electric Company of materials on date order is received by Electric Com-

pany, and the proper shares of such expenses as are necessarily incurred

for the purpose of manufacturing cable.

(c) For furnishing other manufacturers of the Electric Company:

Prices as low as the Electric Company's prices to its most favored cus-

tomers in the United States.

(d) For furnishing articles not made by the Electric Company, exclud-

ing hard-drawn copper wire

:

If shipped from any storeroom of the Electric Company, cost to the

Electric Company plus six per centum (6%) ; or

If shipped from any other point direct to Telephone Company, cost to

the Electric Company plus four per centum (4%).

(e) For furnishing hard-drawn copper wire:

If shipped from any storeroom of the Electric Company, cost to the

Electric Company plus five per centum (5%) ; or

If shipped from any other point direct to the Telephone Company, cost

to the Electric Company plus one per centum (1%).

The term " Cost" as used in paragraphs d and e of this section, means the

net price which the Electric Company is obliged to pay the supplier after

all rebates, discoimts and commissions have been deducted. When

transportation charges, in whole or in part, are treated by the suppUer

as a part of his net price to the Electric Company they shall be included

in "cost" as herein defined. All other transportation charges, except

cartage to Electric Company's storerooms on articles not made by the

Electric Company, shall be charged the Telephone Company, but without

the addition of the aforesaid percentages. Cartage charges to Electric

Company's storerooms shall be borne by the Electric Company.
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Special Services.

4. The Electric Company further agrees, at the option of the Telephone

Company, to undertake and perform, with due care and diligence, any or

all of the following described special services (none of which is included in

the undertakings of the Electric Company, as described in Section 2), for

such remuneration as may be mutually agreed upon from time to time.

(a) Receiving, storing and reissuing or disposing of any used apparatus,

supplies and material returned by the Telephone Company.

(6) Carrying any special stock of any articles which the Telephone

Company may prescribe from time to time.

(c) Receiving, storing and reissuing or disposing of furniture, fixtures,

tools and construction outfits.

(d) Operating a local repair and emergency shop.

(e) Receiving, storing and delivering telephones and transmitters.

(/) Mounting telephones and transmitters-

(g) Inspection of articles not made by the Electric Company.
(h) Cartage, except to Electric Company's storerooms.

(i) Prepayment of transportation charges on shipments to the Tele-

phone Company, and taking up and adjusting claims with carriers.

(j) Any special accoimting or clerical work not ordinarily required of

a purchasing agent.

(k) Any other services not hereinbefore in this contract described.

Payment.

5. The Electric Company shall render a monthly statement of account,

which shall be due and payable thirty (30) days after the date of its

delivery to the Telephone Company.

If the Electric Company consents to deferred payment, any portion of

said accoimt not paid when due, shall thereafter bear interest at a reason-

able rate.

If payment is deferred without its consent, the Electric Company may,
on reasonable notice, suspend or terminate its obligations hereunder.

Defective Material.

6. The Electric Company shall be liable under this contract only for

direct damages arising from failure to exercise reasonable care and diligence

in performing its obligations hereunder; and, in addition, as to any articles

manufactured by the Electric Company, or specially inspected by it under

Section 4 (g) above, which prove to be defective, the Electric Company
shall be obUgated either to replace the same at its own expense or to take

back and allow full credit therefor.

Articles to be replaced F.O.B. factory or destination in accordance

with deUvery terms of the original shipment.
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Arbitration.

7. Any question arising under this contract shall be referred for decision

at the option of either party to such person or persons as the Presidents of
the two Companies, parties hereto, may agree upon, and the decision of

such person or persons or of a majority thereof shall be final and binding

upon the parties hereto.

Delays.

8. Whereas the due prosecution of the business of the Telephone Com-
pany requires that its apparatus, supplies and material shall be promptly

furnished and as herein provided; and whereas the time required to ascer-

tain judicially whether the Electric Company shall or shall not have failed

to perform its obUgations hereunder might cause a delay which would

work damage to the Telephone Company, it is agreed that whenever the

President of the Telephone Company shaU be of the opinion that the

Electric Company has failed or is likely to fail in its obligations in this

respect, the Telephone Company may without notice or demand, pur-

chase elsewhere such appai-atus, supplies and material as in its opinion may
be required to meet the emergency, and it shall thereafter be determined

by arbitration as above provided, whether or not the opinion so acted upon

by the Telephone Company was erroneous, and what, if any, damage

resulted to either the Telephone Company or the Electric Company; and

it is hereby agreed that any assessment for damages which said arbitrator

or arbitrators may make in the premises shall be accepted and paid by the

party so assessed as a just obligation.

Duration.

9. This contract shall become operative April first 1913, and shall

remain in force thereafter until terminated by mutual agreement or by one

year's notice in writing from either party to the other, or by the termina-

tion of the license from the American, Bell Telephone Company to the

Telephone Company or to the Electric Company.

In witness whekeof. The parties hereto have caused these presents to

be signed in their behalf by their respective ofl&cers thereunto duly author-

ized, and their corporate seals to be hereunto affixed the day and year

first above written.
WESTERN ELECTRIC COMPANY

Attest:

NEW ENGLAND TELEPHONE & TELEGRAPH COMPANY

By (Sgd) Francis A. Houston
Vice President.

Attest: (Sgd) E. W. Longley
Secretary.

By (Sgd)
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Attached to this contract are various "letters", most of them

defining in greater detail the special services to be performed

under section 4 and the remuneration therefor. There are also

two appendices. Appendix A describes the material which the

New England company need not purchase from or through the

Western Electric Company under the terms of the contract, as

follows: —
Incidental material required for emergency use, also such construction

material as is more satisfactorily obtained on the work.

Appendix B relates to the purchase of telephone directories and

supplements Section 3 of the contract. It is as follows :
—

The Electric Company agrees to purchase Directories, to be delivered

direct from the suppher to the Telephone Company at cost, plus .5 per

cent. This rate covers all the services of buying and prosecuting claims

against tbe Supplier, but does not include the furnishing of copy, or the

reading of proof.

The Electric Company is liable for only such penalties for inefficient

services, as are collectible under its Buying Contract with the Supplier.

The Terms of such contract are subject to the approval of the Telephone

Company, and copies of such contract are to be forwarded to the Tele-

phone Company for its files, after execution.

Payment shall be made to the Electric Company, by the Telephone

Company, net cash upon complete delivery of each Directory issue.

The Commission has made no investigation of this contract

with a view to determining whether or to what extent it is fair,

reasonable and proper; nor, so far as we can ascertain from its

published reports and decision, was any such investigation made

by the Highway Commission. Summing it up, the contract

makes the Western Electric Company, in effect, the exclusive

purchasing agent of the New England company. Practically all

the material and supplies which the latter company uses must,

under the terms of this agreement, be brought through the Elec-

tric company which receives, for this service, compensation on a

varying percentage basis. Some of these supplies are manu-

factured or assembled by the Electric company itself, but in

many other cases it acts only as a jobber. In addition, under the

contract, the New England company employs the Electric com-

pany to perform for it certain special services, such as inspection

and repair work, which are enumerated in section 4.

The New England company has furnished the Commission with

the following explanation of its reasons for entering into such a

contract. We submit this explanation without comment: —
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The Western Electric Company is the manufacturing department of the

American Telephone and Telegraph Company's general system. Up to

about 1902 it did no purchasing for any of the Bell companies, each com-

pany operating its own purchasing department. Several difficulties in

this system were manifest. None of the telephone companies could be

classed as jobbers, and were oftentimes by reason of this not in position to

get the most favorable prices. It was frequently impossible to obtain

material of the quality and in the quantities needed. This made it neces-

sary to have on hand a very large amovmt of supphes in order that emer-

gency demands might be promptly met.

About 1902 it was proposed by the then general manager of the Bell

Telephone Company of Philadelphia that the Western Electric Company,

which was already a purchaser of large quantities of material used in the

manufacture of telephone apparatus, should act as the purchasing depart-

ment or agent of the Philadelphia company, which would then abolish its

own purchasing department. A contract was entered into between those

companies, and modified from time to time as experience demanded.

Other companies in the Bell system gradually adopted the plan after

having watched its operations in the Philadelphia company.

The plan was adopted by the New England Telephone and Telegraph

Company in 1908, after an investigation made by a committee of officials

of the company, which reported favorably upon the arrangement in March
of that year, after having made a careful study of the costs under the

Western Electric purchasing contract of handhng supplies actually pur-

chased by the company in the years 1905, 1906, and 1907, as compared

with the actual costs which had been incurred. This committee reported

to the president of the company that the operation of the Western Elec-

tric contract would have saved in the cost of purchasing and carrying

supplies, approximately $50,000 a year for each of the three years 1905,

1906 and 1907, and this without taking into account any savings by reason

of being able to procure lower prices, which have in fact been obtained.

Briefly the benefits secm-ed by this contract are :
—

1. Savings by reason of the abiUty of the Bell companies to secure lower

prices for supplies by combining their purchases in a way to secure the

concessions obtainable by heavy purchasing power.

2. Savings in carrying charges resulting from smaller suppUes of stock

in company warehouses, made possible by central sources of supply from

which heavy and immediate shipments can be made to any part of the

country.

3. Savings in the cost of purchasing departments resulting from the con-

centration of all purchases of all the companies into a central purchasing

department.

4. Savings in freight charges.

5. Savings in inspection of material.

6. Prompt deUveries.

7. Defiveries in needed quantities.
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We do not find that the relations of the Western Electric

Company to the American Telephone and Telegraph Company

and its subsidiaries have been the subject of comment in the

published reports and decisions of public supervising bodies in

other states, except in Vermont and Georgia. In the Vermont

case already referred to the Public Service Commission made the

following statement: —

It was brought out that aU purchases of material and equipment, with

some few minor exceptions, are made from the Western Electric Company,

another subsidiary of the American Telephone and Telegraph Company.

The prices paid for these purchases are set forth in excerpts from a pur-

chasing contract between the Western Electric Company and the New
England company, which are as follows (quoting sections 2 and 3) :

—
It was claimed that by reason of the Western Electric Company being

purchasing agent for the American Telephone and Telegraph Company

and its subsidiary companies, it could buy at more favorable prices than

could the separate companies; that it carried on hand large stocks of all

classes of material that it did not manufacture and that it maintained

stores at convenient points for quick service. The Commission believes

that the 10 per cent addition to the cost of material is for exactly the same

services that the Western Electric Company is supposed to perform under

its contract.

Much was said at the hearing as to the manifold services the Western

Electric Company were claimed to perform, in support of the reasonable-

ness of the purchasing contract. In our opinion the addition of 10 per

cent to cost of material made by the companies' engineer in the inventory,

is unwarranted. We think that the percentages paid to the Western

Electric Company for acting as purchasing agent could be saved if the

New England company made these purchases itself and that these per-

centages, if so utiUzed, would be ample to cover any additional charges of

material. The Commission has therefore unloaded the 10 per cent charge

upon material.

In the Georgia case cited above the Commission said: —

We liave also considered the effect of the conti'act between the respond-

ent and the Western Electric Company, another subsidiary of the Ameri-

can Telephone and Telegraph Company, through which the supplies and

equipment needed by the Southern Bell Telephone and Telegraph Com-
pany are largely purchased. This contract is objectionable on the same

principles as that with the American Telephone and Telegraph Company,

although we are inchned to think not so objectionable as to actual results.



572 APPENDIX— ORDERS. [Jan.

II.

Present Arrangement between the American and New
England Companies and the Western Union Telegraph

Company with Regard to the Receipt and Delivery

OF Telegrams.

(1) In the year 1908, or thereabouts, the American Telephone

and Telegraph Company secured control of the Western Union

Telegraph Company through stock ownership. By agreement

between the American company and the Federal government,

which was contemplating proceedings under the Sherman Anti-

Trust Act, this relation was voluntarily dissolved in November,

1913.

(2) Notwithstanding this dissolution, any subscriber of the

New England company may still telephone a telegram to the

nearest Western Union office. The telegraph tolls in such cases

are charged upon the monthly telephone bills and are collected

by the New England company, which charges the Western

Union company 5 per cent for this service. A non-subscriber

may also telephone a telegram in this manner and under a

similar arrangement between the companies, from any station

of the New England company.

(3) Prior to the dissolution, if its office at any point was tem-

porarily closed, the Western Union company delivered telegrams

destined to the territory of such office, over the lines of the New
England company and absorbed the consequent telephone

charge, the service being given to it at reduced rates. Outgoing

telegrams from the territory tributary to such a closed office were

delivered by the New England company to the nearest Western

Union office that was open, the latter company absorbing the

telephone charges in such cases also. Since the dissolution the

W^estern Union company of its own volition has practically

ceased to handle business under this arrangement. This situa-

tion has been the subject of inquiry by this Commission, but

no definite action has yet been taken.

III.

Basis of Telephone Exchange Rates in Any Given Territory.

(1) The New England Telephone and Telegraph Company
furnishes two classes of service — "exchange" and "toll."

"Exchange," or local, service is that service which a subscriber
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is entitled to by contract. It may be service only within the

territory of the exchange with which he is connected or service

within the territory of a group of contiguous exchanges. "Toll"

service is service between any two points which are not part of the

same "exchange" service district, and is not a contract service.

(2) The gross revenue of the New England company for the

year ending December 31, 1914, according to a statement fur-

nished by the company, was made up as follows :
—

Telephone Reveniie.

Exchange service revenues (including subscribers' sta-

tion revenues, pubUc pay station revenues, revenue

from service stations, private exchange lines and

from minor rents of exchange plant, etc.), . : . $13,923,493 79

ToU service revenues (including message tolls, leased

toll lines, telegraph tolls, telegraph service on toll

lines and minor rents of toll plant), .... 4,223,591 34

Miscellaneous operating revenues (including messenger

service, telegraph commissions, other telegraph

service charges, advertising in the telephone direc-

tory, rents from other operating property and mis-

cellaneous operating revenue), 265,660 60

Total telephone revenue, $18,412,745 73

Other Revenue.

Dividends, interest, rent revenues and miscellaneous, . 309,004 65

Total revenue, $18,721,750 38

It will be seen that the "exchange" service was responsible for

about 74.5 per cent of the gross revenue and the "toll" service

for about 22.5 per cent.

(3) No attempt is made to apportion the expenses of the

company between "exchange" and "toll" service.

(4) The company has- furnished us the following classified

statement of its "telephone plant and propertj^" on December
21, 1914: —

Exchange plant (including right of way, pole lines,

aerial cable, aerial wire, underground conduit, under-

ground cable and submarine cable), .... $29,876,741 75

ToU plant (including right of way, pole hnes, aerial

cable, aerial wire, imderground conduit, underground

cable and submarine cable), 13,899,831 42
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Unclassified plant (used for both exchange and toll

ser\'ice, includmg land and buildings, equipment of

central offices and equipment of subscribers' sta-

tions), $22,444,446 81

General equipment (including office furniture, tools,

vehicles, etc.), • 1,034,905 37

Materials and supplies (net), 228,432 47

Working capital (including cash, accounts receivable, •

—

including revenue from telephone subscribers for the

month of December, — accrued income not due and

prepayments, but deducting accounts payable and

accrued liabihties), 2,141,879 55

Securities of and advances to con-

necting and associated telephone

companies in New England, . . $4,605,738 99

Securities of other than telephone

companies, 451 00

4,606,189 99

Total, $74,232,427 36

This statement was accompanied by the following explanatory

letter from the company's general auditor, Mr. Longley: —

I submit herewith a statement showing the value of telephone plant

and property owned by the New England Telephone and Telegraph

Company and its subsidiary companies, the Southern Massachusetts

Telephone Company and the New England Telephone and Telegraph

Company of Massachusetts, on December 31, 1914.

The amounts shown on this statement are amounts shown by the books

of the company. For some classes of construction the books show a separa-

tion between investment in exchange construction and investment in toll

construction, but this separation is necessarily incomplete. Speaking

broadly, I consider that the amounts charged to toU construction are gen-

erally the cost of construction located outside of exchange areas; that is,

within an area extending from a central office to a circle around that office

where subscribers' lines, as a rule, terminate, the construction would be

generally carried on the books of the company as exchange coiLstruction.

This is necessarily so because the exchange and toll plant within that area

is so inextricably mixed that a separation is not practical as a matter of

accounting routine. The general rule of separation followed is that of the

Interstate Commerce Commission, their direction for such separation being

as follows:—
If plant is used both for exchange and toll service, the principal use of such plant

should determine its classification.
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It is apparent that the division of investment between "ex-

change" and "toll" service is neither precisely accurate nor

complete.

(5) So far as we can determine, the New England company has

made no attempt to apportion revenues, expenses and invest-

ment between "exchange" and "toll" services for the purpose

of determining, as accurately as may be possible, the cost of each

class of service, including a fair return upon the investment,

nor has any attempt been made to fix rates in accordance with

theoretical costs so determined. The company has submitted

the following general statement in regard to its methods of rate

making: —

So far as the company has had any part in making existing rate sched-

ules, the entire investment, all revenues and all expenses have been taken

into consideration, this being in accordance with what the company under-

stands to be the most equitable, the most practicable and the generally

accepted method of rate making, to wit, that the rate schedule as a whole

should produce sufficient revenue to pay fair wages and to secure compre-

hensive, adequate and suitable service, proper provision for replacements

of plant, and a reasonable return upon the investment,— and that the

rates for different classes of service should be such as will most equitably

apportion among the various users of the service the cost of the service as

a whole.

(6) We are unable to discover from an inspection of the re-

ports and decisions of public supervising bodies in this and other

states that either the companies or these bodies, in fixing rates,

have followed any clearly defined principle in apportioning among
the users of various kinds of service the cost of the service as a

whole. Whether or not there is any clear, just and equitable

principle which it is practicable to follow is an extremely diffi-

cult question and we should not care to venture an answer with-

out much further investigation. The situation with respect to

railroad rates and fares seems analogous. As yet no clearly

defined principle has ever been followed by the railroads in

apportioning between passenger and freight business the cost of

the service as a whole.

(7) The order asks whether the exchange rate in any given

territory of the New England company "is fixed directly or in-

directly by the American Telephone and Telegraph Company on

a basis of a satisfactory return on the investment of the American

Telephone and Telegraph Company throughout the United
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States." Inasmuch as the American company owns a majority

of the stock of the New England company it presumably selects

the directors of the latter company and may be regarded as

ultimately responsible for its management and policy. Presum-

ably, also, the directors of the New England company in fixing

rates have in mind the desirability of earning reasonably large

dividends for the stock which the American company owns.

However, so far as the existing rates of the New England

company are concerned, it seems to be true that they have

largely been fixed under the supervision or influence of public

authorities. The following statement on this point submitted by

the company we believe to be substantially correct: —

Rate Schedule of New England Telephone and Telegraph Company.

Whether the parent company ever imdertook to fix the rates of the

New England Telephone and Telegraph Company, we are unable to as-

certain but within the memory of any of the present ofiicials of the New
England company, such has not been the case.

It is clearly not the case as to existing rate schedules, all of which have

been made or generally approved by State authority. The present rates

of the New England company in the state of Massachusetts may be classi-

fied under three headings :
—

.

'

1. Rates in the Metropolitan District.

2. Exchange rates throughout the State, outside of the MetropoUtan

District.

3. Toll rates.

1. Rates in the Metropolitan District.

The rate schedule to-day in effect in the Metropohtan District is the

same rate schedule, with certain modifications, that was recommended on

August 23, 1910, by the Massachusetts Highway Commission, after an

investigation lasting over three years. (See Annual Report of Massachu-

setts Highway Commission for 1910, p. 152.)

On February 9, 1911, this rate schedule was supplemented by adding

thereto at the instance of the company the present one and two party full

suburban unlimited residence rates. This addition was approved by the

Commission. (See Annual Report of Massachusetts Highway Commission

of 1911, p. 145.)

On January 1, 1912, the Commission recommended that the measured

service districts, as defined in the original order of the Commission, be

extended to include all exchanges within eight miles. This recommendation

was accepted by the company. (See Report of Massachusetts Highway

Commission for 1912, p. 214.)

On September 1, 1913, after conferences between the representatives of

the company and the Public Service Commission, all rates for extension

sets (except on one class of service) were reduced to $6.
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On September 1, 1913, after conference with the Commission, rates for

excess measured ser\'ice calls after 6,000 were reduced from 3 cents to

2| cents, and after 12,000 from 3 cents to 23^ cents.

On March 1, 1914, the Public Service Commission recommended the

restoration of the old four-party fuU suburban unlimited residence service.

(See Pubhc Service Commission Order No. 286.) • This recommendation

was accepted and comphed with by the company, and made effective as of

March 1, 1914.

2. Exchange Rates outside of Metropolitan District.

After the adoption of the Metropolitan rate schedule, as recommended

by the Commission in the fall of 1910, the Commission instructed the

company to prepare and submit to the Commission a new rate schedule

applicable to other cities and towns throughout the Commonwealth and

in harmony with the general principles of the Metropolitan schedules.

Such a schedule was prepared containing eight groupings of the various

exchanges with simplified rates therein. After various conferences and

some modifications, this schedule was approved by the Commission and

was generally put into effect throughout the State prior to January 1,

1912. (See Massachusetts Highway Commission Report for 1911, p. 139.)

On September 1, 1913, after conferences between the representatives of

the company and the Pubhc Service Commission, all rates for extension

sets were reduced to $6.

On September 1, 1913, after conferences with the Commission, rates for

excess measured service calls after 6,000 were reduced from 3 cents to

2| cents, and after 12,000 from 3 cents to 2}^ cents.

3. Toll Rates.

On August 23, 1910, the Massachusetts Highway Commission recom-

mended and the company accepted the reduction from 10 to 5 cents in

various tolls between suburban exchanges and adjoining exchanges out-

side the Metropolitan district. (See Massachusetts Highway Commission

Report for 1910, p. 164.)

On December 13, 1910, a toll schedule for all distances up to twenty-five

miles was approved by the Commission. (See Massachusetts Highway

Commission Report for 1911, p. 143.)

The general toll schedule of the New England Telephone and Telegraph

Company throughout the State of Massachusetts is in general conformity

Avith this basic schedule, as approved by the Commission.

On April 1, 1914, the so-called reduced toll charge was abohshed. This

action was taken under the direction of the Public Service Commission,

which issued the following explanatory statement: —
The Commission having made an investigation upon its own motion in regard

to certain charges now made by the New England Telephone and Telegraph Com-
pany for long distance telephone calls where the party has been unable to locate

the party called for, and having held several conferences with officials of the com-
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pany in relation thereto, the consent of the company has been secured to the aboli-

tion, after April 1, 1914, of all charges for long distance calls in those cases where
the company is unable to locate the party called for.

From the foregoing it v^dll appear that whether or not the American

company at any time in the past ever took any part in fixing the rates of

the New England company, such action, if any, has no bearing upon the

present general rate schedules of the New England Telephone and Tele-

graph Company in this state, all of which have been either fixed or ap-

proved by state authority.

Conclusion.

As we have already indicated, our report upon the foregoing

order is necessarily confined to the information now available.

In the judgment of the Commission a thorough investigation,

involving not only a consideration of the matters presented in

the pending order, but a study of the whole situation with re-

spect to telephone service and rates within the commonwealth,

is desirable in the public interest. It would seem that telephone

patrons in this commonwealth are entitled to some adjudication

in regard to the propriety of the rates which they are now paying

for telephone service, especially as similar investigations are now
pending in other states. The authority of the Commission for

conducting such an investigation and making such an adjudica-

tion is ample under existing law, but this authority can be made
effective only by a legislative grant of the necessary appro-

priation.

FREDERICK J. MACLEOD,
EVERETT E. STONE,
CLINTON WHITE,
JOHN F. MEANEY,
JOSEPH B. EASTMAN,

. Commissioners.

March 15, 1915. [P. S. C. 864]

REPLY OF THE PUBLIC SERVICE COMMISSION TO CERTAIN
QUESTIONS FRAMED BY THE COMMITTEE ON RAIL-
ROADS OF THE GENERAL COURT RELATIVE TO HOUSE
BILL NO. 1639, RELATIVE TO THE BOSTON AND MAINE
RAILROAD SYSTEM.

Boston, March 19, 1915.

Hon. Clarence W. Hobbs, Jr., Chairman of Committee on Railroads,

State House, Boston, Mass.

Dear Sir: — The Public Service Commission respectfully

acknowledges the receipt of questions framed by the Com-
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mittee on Railroads relative to House Bill No. 1639 and begs

to submit the following:

Question No. 1. — In your opinion, should legislation of the nature

asked for in House Bill No. 1639 be enacted unless the exigency is sufficient

to bring about a receivership of the Boston and Maine Railroad?

Answer No. 1. — In the opinion of the Commission legis-

lation should not be enacted substantially in accordance with

House Bill No. 1639, whether the exigency is or is not suf-

ficient to bring about a receivership of the Boston and Maine

Railroad. But the question of legislation cannot be disposed

of upon the theory that an exigency does not already exist

likely to be sufficient to bring about such receivership within

a very short time. The Boston and Maine Railroad fell more

than $2,000,000 short of earning its operating and fixed charges

for the year ending June 30, 1914. The present is not a pros-

perous and propitious time for railroads. The corporation owes

some $18,000,000 of unfunded debt, which has recently been

extended for a period of six months in the hope and expecta-

tion that, under enabling legislation, some reorganization might

be eflfected which would avoid a receivership. We see no reason

to doubt that except for this hope the road would already have

been in the hands of a receiver. It follows from this that leg-

islation proper for a road in this precarious condition and

adapted to deal with both public and private interests in case

of a receivership, not unlikely to occur, is imperatively de-

manded.

Question No. 2. — If legislation is necessary, do you recommend the

enactment of House Bill No. 1639?

Answer No. 2. — No, not in its present form.

Question No. 3. — If not, what legislation do you suggest as an alter-

native?

Answer No. 3. — The Commission respectfully submits here-

with a draft of legislation in substitution for House Bill No.

1639. Owing to the imperative necessity of having this legis-

lation prepared for immediate submission in Maine and New
Hampshire, the Commission has not been able to give to this

draft the matured consideration that both the importance and

the difficulty of the subject make desirable; it may well be
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that the draft submitted will, on critical examination, be found

to require some perfecting amendments.

In outline, the legislation recommended is intended to pro-

vide as follows:

(a) That the Boston and Maine and its subsidiary lines shall

be permitted to consolidate, within the limits of the outstanding

capitalization, such consolidation in no event to result in any

increase in the amount now paid under existing leases and oper-

ating contracts to or for the benefit of the stockholders of any

leased or operated line. In general, it is expected that such

consolidation will take place through the issue of preferred

stocks of the Boston and Maine Railroad and their exchange

with the stockholders of the leased lines. Any bonds of the

^^oston and Maine Railroad requisite to be used for such con-

solidation should be issued only within the limitations of the

general law and subject to the approval of the Public Service

Commission.

(b) Authority to issue preferred stock under the supervision

of the public service commission for cash at not less than par

to provide funds for the consolidation and also for funding the

present floating debt, is given.

(c) Authority is given to fund the present floating debt, as

though capitalizable under the general law, by an issue of stocks

or bonds under the approval of the public service commission,

but if so funded the deficit as of June 30, 1915, is required to

be amortized out of earnings in preference to dividends on

common stock at such time and in such amounts as the Com-
mission may authorize in its order approving such issue.

(d) It is provided that if the directors of the Boston and

Maine Railroad deem a reorganization by the old corporation

impracticable, a new corporation may be brought into existence

by incorporators designated by the old board of directors; whose

directors may then devise and present to the Public Service

Commission a plan for reorganization; which, before the same

or any contracts made pursuant to the same, shall become

valid, must be approved by the Public Service Commission as

in conformity to law and as not unjust or inequitable to any

party in interest, who seasonably files objections setting forth

the grounds upon which the plan of reorganization is alleged

to be unjust and inequitable.

(e) This plan of reorganization permits the new corporation,

on acquiring the property of the old corporation, to issue capital
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stock to the amount of the present outstanding stock; but may
require present Boston and Maine stockholders, as a condition

of the exchange of stock, either to pay a cash assessment or to

subscribe for new stock, common or preferred, at par. Pre-

ferred stock is also authorized to be issued for the purpose of

the reorganization, subject to the approval of the Commission.

The proceeds of the assessments and of stocks sold under the

plan of reorganization, may be applied to the payment of the

debts of the old corporation or the debts of any of the sub-

sidiaries assumed by the old corporation; and also for under-

writing and other necessary expenses of reorganization, all sub-

ject to the approval of the Public Service Commission.

(/) In general, if the new corporation is organized and obtains

the property and franchises of the Boston and Maine Railroad,

its consolidation with subsidiary companies under the approved

plan of reorganization may take place under powers substantially

the same as those given in the earlier part of the act to the

present corporation.

(g) It is believed that this draft of legislation will give a fair

and adequate opportunity for the management of the Boston

and Maine Railroad and also of the subsidiary lines to arrange,

without encroachment upon the sound public policy of this

commonwealth, for reorganization and readjustment of their

relations to each other, greatly in their interest and also in the

public interest and also that the rights of any party in interest

under the present organization are, under the proposed bill,

adequately guarded by providing for review by the Public

Service Commission.

(h) The bill provides that whenever reference is made to the

Public Service Commission, joint hearings and conferences shall be

held with the commissions of Maine and New Hampshire provided

similar or analogous legislation is enacted in those states.

(i) Section 19, dealing with savings bank investments, comes to

the Commission from the Trustees, approved, as we are informed,

by the bank commissioner. The Commission has made no inde-

pendent study of the adequacy or inadequacy of that section.

(j) Repeal of the so-called "string" legislation is recommended
by section 20.

Question No. 4- — Do you recommend the enactment of section 10 of

House Bill No. 1639?

Answer No. 4- — In substance, yes.
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Question No. 5. — Do you recommend the enactment of any legisla-

tion enabling the Boston and Maine Railroad to include the Hampden
Railroad in any proposed scheme of reorganization?

Answer No. 5. — The bill presented contains authority to

consolidate with the Hampden Railroad, using stock only —
no bonds — for that purpose.

Question No. 6. — How far has any legislation recommended by you

met with the approval of the Public Service Commissions of Maine, New
Hampshire and Vermont?

Answer No. .6. — As soon as practicable after the submission

of the questions, this Commission requested the public utilities

commissions of Maine, New Hampshire and Vermont to join

in consideration of the prospective legislation. To this request

the Vermont commission replied to the effect that their opinion

had not been asked by the legislature and they therefore had

no authority to comply with the request. The chairman of the

Public Utilities Commission of Maine and the entire Public

Service Commission of New Hampshire have sat in joint con-

ference with this commission and carefully considered all the

provisions of the suggested legislation. It is believed that every

essential part of the bill submitted herewith commands the

approval of the Public Utilities Commission of Maine and the

Public Service Commission of New Hampshire, except that at

the close of the joint conference the question of the status of

the Hampden Railroad provision was not precisely defined.

The same bill, with changes obviously required, is expected by

this commission to be recommended by the other commissions

to the legislatures of Maine and New Hampshire.

The questions presented by individual members seem to this

commission to have been answered, expressly or impliedly, by

what has been said as to House Bill No. 1639 and as to the

alternative legislation recommended and submitted herewith.

Too late for submission to the joint conference with the other

commissions, the Trustees have presented to this commission a

suggestion for an additional provision to the effect that the

Boston and Maine Railroad, may, by vote of two-thirds of its

stockholders reduce its capital stock to an amount not exceed-

ing one-half, and may thereafter, by like vote, issue new pre-

ferred stock to an amount not exceeding the reduction, which

stock may be offered at par for cash to its stockholders, the
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corporation also to have the right to reissue an amount of com-

mon stock equal to the amount of the reduction. Obviously the

common stock thus proposed to be issued in lieu of the amount

of reduction might be used as a bonus in order to obtain a

market for the preferred stock at par. If this plan were adopted

and carried into effect it would be an indirect method of assessing

the Boston and Maine stockholders without the necessity of

creating a new corporation as provided in section 9, et sequitur,

of the bill submitted.

The suggestion has come to this commission too late for

matured consideration; but the obvious advantages of this plan,

if found practicable and just, are such that the Commission

presents the suggestion of the Trustees to the Committee on

Railroads as a part of this report.

Copy of the section suggested by the Trustees is annexed,

marked "A."

Respectfully submitted,

FREDERICK J. MACLEOD,
EVERETT E. STONE,
JOHN F. MEANEY,

^
Commissioners.

I concur with the majority of the Commission with respect

to all the provisions of the bill except the provision dealing-

with the Hampden Railroad Corporation. In my judgment

that provision should be eliminated. The whole purpose and

intent of the bill is to effect a reorganization of the Boston and

Maine Railroad system in the face of impending receivership.

The title of the bill is "An Act to provide for a Reorganization

and Consolidation of the Railroad Companies constituting the

Boston and Maine Railroad System." The inclusion in this bill

of a section dealing with the Hampden Railroad Corporation

amounts, by implication, it seems to me, to a finding that the

Hampden Railroad Corporation is to be considered as a part of

the Boston and Maine Railroad system and that some arrange-

ment with that railroad corporation is a desirable, if not essen-

tial, part of any reorganization scheme. Such an implication is

objectionable. I do not object to any arrangement with the

Hampden Railroad Corporation, if one is possible, which will

not impose a burden upon the Boston and Maine Railroad, but

I believe that such an arrangement should be made, if at all.
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under the general law, or if special legislation proves to be

desirable the question should be dealt with as a separate issue

and should not be injected into this reorganization plan.

JOSEPH B. EASTMAN,
Commissioner.

"A."

The Boston and Maine Railroad may, at any tune prior to July 1, 1916,

reduce its capital stock, or its common stock only, to such amount as

shall be determined by vote of its stockholders taken in the manner here-

inafter provided at a meeting duly called for the purpose. Such reduc-

tion shall require the affirmative vote of two-thirds of all the stock voted

at such meeting. For the purpose of carrying out such reduction, all

holders of stock affected thereby, shall within ten days after such vote

dehver their certificates to the company and receive in place thereof new
certificates for the reduced amount. Such provision may be made for

fractions of shares as may be determined by the board of directors, who
may also take all steps necessary to enforce compliance with the order of

reduction. If its stock shall have been so reduced, the said Boston and

Maine Railroad may, by a like vote at any meeting duly called for the

purpose, provide for the issue of new preferred stock having like prefer-

ence and privileges as those provided for in section two, to an amount

not exceeding such reduction, and for the issue of new common stock to

the amount of such reduction, and may further provide that such new

preferred stock shall be offered for subscriptions in cash at par to all its

stockholders or to all its common stockholders pro rata, with the further

proviso that each such subscriber shall also receive without further pay-

ment a proportionate part of such new common stock. All rights of stock-

holders to subscribe as aforesaid shall be assignable. Any such preferred

and common stocks not so taken by the stockholders may be disposed of

on the same terms to persons who may have agreed to underwrite the sub-

scription, or may be otherwise sold on the same terms, as the directors

may determine. All preferred and common stocks so issued and disposed

of shall be deemed for all purposes under the railroad law fully paid.

The proceeds of such stocks so issued may be applied to the payment of

the floating debt of the corporation and the expenses of effecting the con-

sohdation and for such other corporate purposes as the directors may
determine.

[P. S. C. 880
]
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COMMUNICATION FROM THE CHAIRMAN OF THE PUBLIC
SERVICE COMMISSION, ADDRESSED TO THE CHAIRMAN
OF THE COMMITTEE ON RAILROADS, REGARDING A
REORGANIZATION AND CONSOLIDATION OF THE RAIL-
ROAD COMPANIES CONSTITUTING THE BOSTON AND
MAINE RAILROAD.

April 15, 1915.

Hon. Clarence W. Hobbs, Jr., Chairman of the Committee on Railroads,

State House, Boston, Mass.

Dear Sir: — Last Monday evening the Commission received

your communication requesting the opinion of this Commission

as to the terms of Senate Bill No. 462, as redrafted by a sub-

committee of the Committee on Railroads, and as to two sug-

gested alternative sections 7 and 24, submitted in typewritten

form. The Commission has considered the bill and alternative

sections submitted, and has transmitted the same to your Com-
mittee with certain suggested changes in the printed redraft

noted in red ink or by typewritten slips attached thereto. To
the more important of these changes the attention of the Com-
mittee is now directed.

(1) Section 2 has been changed somewhat in order and form

but not, we think, in substance and meaning.

(2) In section 3 only slight verbal changes are suggested.

(3) In section 4 more substantial changes are suggested. It

seems to the Commission that the weight of argument is in

favor of permitting any stockholder whose stock is reduced and

who subscribes for the new issue of preferred shares to receive

back stock to the full amount of the reduction. Consequently,

in line 39 we suggest inserting the words "and equal to the

amount of such reduction."

The last sentence of this section seems to us also to require

some change and amplification. Under this section, conceiv-

ably, the Boston and Maine might be authorized to issue many
millions of dollars of new 6 per cent preferred stock. The pro-

ceeds of any such stock issue should, in the judgment of the

Commission, be applicable only to purposes approved by the

Commission substantially in accordance with the general law,

now section 16 of chapter 784 of the Acts of 1913. Accord-

ingly we suggest the substitution of the following language in

lieu of the last sentence beginning in line 49 of section 4: —
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The proceeds of such stock so issued maj^ be applied to the extent that

the public service coniniission shall, after notice and a pubUc hearing,

approve as reasonably necessary: to the payment of the unfunded debt of

the corporation outstanding on the thirty-first day of March in the year

nineteen hundred and fifteen, including any indebtedness of any subsid-

iary company outstanding on said date which said corporation may law-

fully assume under the provisions of this act, which debts for the purpose

of such pajTuent shall be deemed to be debts properly incurred for lawful

purposes under the statutes of this commonwealth; to the necessary ex-

penses incidental to the purchases, exchanges or consolidations authorized

by section one or of underwriting such subscription and to such other law-

ful corporate purposes as the directors may determine and said commis-

sion shall approve.

The Committee will observe that this proposed restriction

applies only to stock issued for the purpose of securing new

capital, and does not apply to stock issued under the limitations

of section 3 for the purpose of effecting a reorganization of the

Boston and Maine system within the limitations of the present

capitalization and the present charges upon income.

(4) Section 5 we have changed slightly at the end, making

that section conform to the draft now before the New Hamp-
shire legislature. The public interest of the commonwealth

would seem to be adequately safeguarded if. every change in-

volving either an increased rental or an extension of the present

term of a lease is left subject to the supervision of the Public

Service Commission.

(5) Section 7 is intended to provide means for funding the

present floating debt of the Boston and Maine Railroad, amount-

ing to about $18,000,000, and also debts of the subsidiary com-

panies, amounting to several million dollars more, which the

corporation would have to assume in case of a reorganization or

consolidation. The printed form of section 7 makes the debt,

in effect, a fundable debt, and provides that any order of ap-

proval shall require the amortization of the deficit as of June 30,

1915, by annual payments extending over a period of not less

than ten nor more than twenty years, beginning on June 30,

1920. The proposed substitute provides, in effect, that the

floating debt may be funded into 5 per cent bonds or 6 per cent

stock, the Public Service Commission simply certifying that the

securities are issued in conformity with the authority conferred

by the act. It is also provided in this proposed substitute that

the corporate deficit as of June 30, 1915, shall be charged against
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the premium account which now amounts to about six and one-

half million dollars, and that this premium account shall to the

extent of such deficit be deemed thereafter to be cancelled for

all purposes.

A further word of explanation in regard to the necessity and

meaning for such a section as this is perhaps desirable. Under

our general laws, speaking broadly, a public service corporation

may issue stock or bonds only to provide funds for permanent

additions to or improvements of its property (including the ac-

quisition of securities of other corporations, if authorized) and

only to the extent that is reasonably necessary for this purpose.

If a railroad corporation has an unfunded or floating debt, there-

fore, it can take care of it by issuing stock or bonds only so

far as the Public Service Commission finds that the debt was

properly incurred in the making of such permanent additions or

improvements. So far as the Commission finds that the debt

was not reasonably necessary for this purpose, or was incurred

for other purposes, it must be paid, if paid at all, out of income.

When a railroad company ordinarily, therefore, applies to the

Commission for authority to issue stock or bonds, to fund its

floating debt, it is necessary for the Commission to investigate

the character and origin of that debt very thoroughly. It is

also true that, so long as this rule is applied, and so long as

the corporation is otherwise properly managed, it is ordinarily

entitled to charge the public which it serves rates high enough

to pay dividends at a reasonable rate upon all its outstanding

stock. Section 7 as proposed, however, and the same is true of

the latter parts of sections 4 and 13, sets aside the established

rule of our laws and authorizes the use of stock or bonds to

fund the floating debts of the Boston and Maine and its sub-

sidiaries, regardless of the purposes for which these debts were

incurred.

Whatever may have been the nature and origin of some of

this debt, it clearly must be funded, or no reorganization of

the railroad system is possible. As an emergency measure, to

diminish the possibility of a receivership and to secure lower

interest rates, the Commission is willing to accept the basic

proposition contained in section 7. So far, however, as stock

or bonds so issued to fund the debts cover expenditures which

ordinarily would be chargeable to income and not to capital,

we are of the opinion that the bill should either make it clear

that the company must ultimately in effect retire such excess
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capitalization out of income, or else make it clear that the Com-
mission shall have the right to inquire into the nature and origin

of such debt in fixing the basis for the just and reasonable rates

of the company.

If the first course which we suggest is followed, the printed

redraft of section 7 affords a means of accomplishing roughly

the result desired. A sounder method of accomplishing this

result could be provided by striking out of this redraft the

present amortization feature, and inserting in the bill an entirely

new section in addition to section 7, to read as follows: —

Section . In case the Boston and Maine Railroad or the Boston

and Maine Railroad Company shall hereafter, under the provisions of

sections four, seven, thirteen or fourteen of this act, issue stocks or bonds

which are not subject to the limitations of section three, the public service

commission shall determine to what extent such stocks or bonds represent

expenditures which ought not to be permanently capitalized, and said

Boston and Maine Railroad or said Boston and Maine Railroad Company

shall not thereafter pay dividends upon its common stock at a rate in

excess of five per cent per annum unless and until said commission shall

certify that said railroad or said railroad company has, after making due

provision for the maintenance and depreciation of its property, used

earnings equal in amount to said expenditures which ought not to be per-

manently capitalized in making permanent additions to or improvements

of said property.

Such a provision as this, while it might temporarily reduce

returns to common stockholders, would ultimately add to the

financial strength of the company and to the value of their

stock. There are many precedents for such a temporary limi-

tation of dividends in the case of street railway companies under

the old law.

If the second course is followed, the result desired can be

accomplished by inserting at the end of the typewritten draft

of section 7 the following caveat, or safeguard, which is sub-

stantially identical with a similar caveat contained in the special

New York, New Haven and Hartford legislation recommended

earlier in the year by the Commission: —

Nothing in this act shall be construed as in any way estopping the com-

monwealth from determining whether and to what extent the capital

expenditm-es represented by such debts have been reasonable and proper,

in so far as such determination may be necessary or proper in fixing the

basis for the just and reasonable rates, fares and charges of the Boston and

Maine Railroad or may be pertinent in any other proceeding.
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If section 7 is to follow the general model of the printed

draft, the Commission is of the opinion that the bill should

contain a provision substantially in the form indicated above

for the virtual and gradual retirement of the excess capital-

ization out of earnings. If this section is to be adopted in

the general form indicated in the typewritten draft, the Com-
mission is of the opinion that a caveat should be added in the

form shown above. Such a caveat, we may point out, simply

makes it clear that the hands of the Commonwealth shall in

no way be tied in the consideration of any future rate case or

other proceeding. It in no way prevents the Commission from

giving due consideration to every important factor which may
have a bearing in such a case and there is no reason to assume

that the Commission will fail to give just recognition to the

rights of stockholders.

(6) In section 11 at the end of (/), we recommend the in-

sertion of the following provision, which is also contained in

the New Hampshire bill.

At all times there shall be at least one director who shall be a citizen of

Maine, one who shall be a citizen of New Hampshire, and one who shall

be a citizen of Massachusetts.

(7) In section 13 we have made certain verbal changes and

have changed the latter part of this section to conform to the

general theory of section 4 as we have redrawn it. It is not,

in the judgment of the Commission, consistent with the public

interest to permit the Boston and Maine Railroad or the new

corporation to dispose of large sums of cash obtained from the

issue of new stock without the public supervision which has

long been a fundamental feature of our public service law. We
do not believe that the reorganizers of the Boston and Maine

Railroad system will find any real difficulty growing out of such

supervision over expenditures as is proposed in the language

which we suggest for the closing part of section 13. That lan-

guage is as follows: —

The proceeds from such cash assessment and from the sale of such

stocks may be applied to the extent that the public service commission

shall, after notice and a public hearing, approve as reasonably necessary:

in part payment of the purchase price of the property and franchises of

the old corporation; to the paj'^ment of any of the unfunded debt of the

old corporation outstanding on the thirty-first day of March in the year

nineteen hundred and fifteen and any indebtedness of any subsidiary com-
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pany outstanding on said date which may be lawfully assumed by said

new corporation under the provisions of tliis act in connection ^\^th the

purchase of the properties and franchises of or consoUdation with such

subsidiary companies, which debts, for the purpose of such payment, shall

be deemed to be debts properly incurred for lawful purposes under the

statutes of this commonwealth; to the payment of necessary underwriting

coimnissions to persons, firms or corporations that may provide or guar-

antee the amount of cash which may be required for such reorganization

or may otherwise assume with reference to the performance of any con-

tracts provided for by such reorganization and to such other lawful cor-

porate purposes as may be determined by the directors and approved by

said commission.

(8) Certain perfecting verbal changes have been made in sec-

tion 14 requiring no comment. The same thing is true of sec-

tions 15 and 17. Section 16 is unchanged.

(9) Section 18, referring to the Hampden railroad, is in the

form submitted by the majority of the Commission in its former

report. Both the majority and the minority adhere to the views

hitherto expressed as to that section.

(10) Section 20, dealing with savings bank investments, comes

to the Commission approved, as we are informed, by the Bank

Commissioner and the Commission has made no independent

study of its adequacy or inadequacy.

(11) Section 24 was neither in form nor in substance in the

bill formerly submitted to the Committee on Railroads by this

Commission after the joint conference with the commissions

of the other states. It originated, as we are informed in sug-

gestions made by representatives of certain of the leased lines

to the Committee at the public hearing. In the redrafted type-

written form it is intended, apparently, to provide that, in case

of a default by the Boston and Maine Railroad in the terms

of any lease which would entitle the leased line to resume pos-

session of its property, such leased line may itself proceed with

a reorganization of the Boston and Maine Railroad system sub-

stantially in accordance with the general plan outlined in the

previous sections of the bill and, what is possibly more impor-

tant, may also, with the approval of the Public Service Com-
mission, but not otherwise, lease or sell its property to, or con-

solidate with, any other railroad corporation within or without

the commonwealth.

This new section seems largely to be intended as a substitute

for section 12 of the bill (Senate, No. 462) prepared by the
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commissions of the three states. Section 12, in substance, pro-

vided that no reorganization of the Boston and Maine system

under the new corporation provisions of the bill should be carried

into effect until the entire plan had been submitted to the three

commissions and had been found, after public hearings, just and

equitable to all interested parties. It was inserted because the

commissions felt that the provisions for reorganization through

a new corporation were of such a nature that they might seem

to threaten legitimate property interests and were likely to pro-

voke controversy and litigation, especially on the part of the

leased lines, unless supervision by some public tribunal were

provided for. The Commission believed that this section afforded

sufficient protection for all interested parties, and it has not

changed its opinion in this respect. It appears, however, that

neither the trustees nor the leased lines desire this section 12,

and it has been eliminated in favor of the new section 24.

Section 24 has been materially improved since its first ap-

pearance, but some of its language is still somewhat vague.

In its present form it provides that, if there is a default in the

terms of any lease entitling the lessor corporation to resume

possession of its property, "said lessor corporation shall have

the powers and be subject to the limitations granted and im-

posed by the previous sections of this act with reference to the

Boston and Maine Railroad or the Boston and Maine Railroad

Company." While the general idea is clear, precisely what this

may mean or may involve we should hesitate to say. It is

also true that the section confers upon the Public Service Com-
mission powers which have hitherto, so far as we have knowledge,

been reserved to the General Court itself. The extent to which

power usually retained by the General Court may under any

extraordinary set of circumstances wisely and usefully be dele-

gated to the Public Service Commission is, in the opinion of the

Commission, a question for the General Court itself to deter-

mine, and not one upon which the Commission should venture

confidently to advise.

As redrawn the section now provides that in case of con-

solidation there shall be no stockwatering and also that in case

of a lease or sale to or consolidation with some foreign corpo-

ration, the purchasing or lessee corporation shall, as to the rail-

road within this Commonwealth, remain subject to the general

provisions of our railroad laws. In case of the submission of

any such lease or contract of purchase and sale or consolidation
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to this Commission for its approval, it would be the manifest

duty of the Commission to consider with the utmost care what,

if any, other safeguards are necessary in the public interest, and

to make such lease or consolidation with such foreign corpora-

tion conformable to the general policy of our law as settled by

a long series of legislative acts.

Respectfully submitted,

FREDERICK J. MACLEOD,
[P. S. C. 880

]
Chairman.
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EXPENSES OF OFFICE.

ExPE^^DITUKES FOR Year ended November 30, 1915.

Conmiissioners' salaries, 135,370 98

Secretaries' salaries, . 10,500 00

Accounting Department, 7,467 75

Engineering Department, 11,000 00

Inspection Department, 34,320 61

Rate and Tariff Department, 4,000 00

Telephone and Telegraph Department, 6,282 26

Clerical assistance and messenger services, .... 11,785 06

Experts, 2,238 52

Office supphes, legal services, contingent expenses, . . 15,094 60

Printing and binding annual report, 9,024 26

Rent of office, . . 13,500 00

Stenographic reports of hearings, . . . . . . 3,119 62

Total, 1163,703 66





DESCRIPTION

Railroads Owned and Operated

Yeak ending June 30, 1915.
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INDEX.

Abington, operation, Bay State, 335.

Abolition of grade crossings (see Grade Crossings)'.

Accidents, devices for prevention of (see Safety Devices).

private railroad, report to Commission, circular, 375, 376.

railroad, xci-xcviii.

investigation of, Boston and Maine, Fitchburg, 254, 255.

Gardner, 256, 257.

Revere, 257-259.

New York, New Haven and Hartford, Atlantic, 259-263.

report to Commission, circular, 374, 375.

street railway, cxviii, cxix.

investigation of. Bay State, West Newbury, 263, 264.

Boston Elevated, East Boston Tunnel, 266-270.

Springfield street railway, Springfield, 264-266.

report to Commission, circular, 374, 375.

Accommodations, fares, rates, service, reports and orders, railroad, 5-51, 155-179.

street railway, 52-138, 179-209.

station (see Stations).

telephone and telegraph, 139-154, 209-214.

express, 191, 192, 214, 215.

Accounting department, duties of, ix, x.

employees of, personal records, 384.

Adams Express, annual return, extension of time for filing, 350.

rates and service, Dennis, Yarmouth, 214, 215.

Additions to property, street railway (see returns).

telephone and telegraph (see returns)

.

Agreement between Boston Elevated Railway Company and Walworth Manu-
facturing Company, approval of, 235, 236.

Airy, F. G., agent, express companies, tariffs effective on less than statutory notice,

173-175.

Allan Line Steamship Company, Ltd., Sunday boats, 371.

AUston (see Boston).

Alteration of crossings (see Crossings, Alteration of).

Amendments to by-laws, Boston and Maine Railroad Relief Association, 382.

Amendments to laws (see Legislation).

American Express Company, annual return, extension of time for filing, 350.

. rates and service, Dennis, Yarmouth, 214, 215.

American Steel and Wire Company, footguard, approval of type, 380, 381.

American Telephone and Telegraph Company, annual return, extension of time

for filing, 350.

arrangement with Western Union Telegraph Company, special report upon,

572.

relations with New England Telephone and Telegraph Company, special

report upon, 553-578.

(See also returns.)

American Woolen Company, bridge guards, exemption from, 218.

Amesbury, location, Massachusetts Northeastern, 323, 330.

operation, Massachusetts Northeastern, 340.
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Amherst, extension of time for crossing, New London Northern bj' Holj-oke, 234.

location, Holj'^oke, 323.

' operation, Holyoke, 340.

Anderson, George W., resigned, \di.

Andover, fares, Bay State, 180.

location, Bay State, 318, 319.

operation, Bay State, 335.

transfers. Bay State, 180.

workingmen's tickets, Boston and Maine, 158.

Andover Village Improvement Society, transfers. Bay State, 180.

Annual returns, circulars to companies, 347-349.

railroad, 349.

street railway, 347, 348.

extension of time for filing returns, express, 350.

railroad, 349.

street railway, 349, 350.

telephone and telegraph, 350.

tabulated statements of income accounts, express, cxxx, cxxxi.

street railway, cxx-cxxv.

telephone, cxxvi, cxxvii.

telegraph, cxxviii, cxxix.

voluntary associations, cxxxii.

tabulation of, for the last year, railroad, 595-607.

Arlington, location. West End, 327.

signals, Boston and Maine, relocation of, 353.

Ashland, combination commutation tickets, Boston and Albany and New York,

New Haven and Hartford, 166-168.

Assets, raUroad, Ixxv.

(See also returns.)

street railway, ci-ciii.

(See also returns.)

telephone and telegraph (see returns).

Atlantic, accident. New York, New Haven and Hartford, investigation of, 259-263.

interlocking signal tower, New York, New Haven and Hartford, time releas-

ing device, 353.

Attleborough Branch Railroad, car steps, extension of time to complete work of

changing, 368.

(See also returns.)

Auburn, alteration of crossing, Boston and Albany, designation of commissioner, 248.

Auction sale of stock (see Capital Stock).

Austin, Calvin, Receiver, Eastern Steamship Company, Sunday boats, 371.

Automatic Telephone Company of New Bedford, bonds, revocation of former

order of Commission, 220.

capital stock, issue of, 220.

(See also returns.)

Avon, express transportation, Bay State, 249.

location. Bay State, 319.

Ayer, extension of time for operation of ball signals, Boston and Maine, 351.

Baggage cars, railroad, niamber of, xc.

transportation, street railway (see Express Transportation).

Baldwinville, alteration of crossing, Boston and Albany, designation of commis-

sioner, 248.

Ballardvale, workingmen's tickets, Boston and Maine, 158.

Ball signals (see Signals).

Bank commissioner of the commonwealth, communications to, concerning street

railway dividends, 376, 377.
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Barnstable county, operation of oil-burning locomotives, New York, New Haven
and Hartford, 332, 333.

Bay State street railway, accident. West Newbury, investigation of, 263, 264.

annual return, extension of time for filing, 349.

bridges, approval of plans. Fall River, Gloucester, Revere, 216. •

car steps, extension of time to complete work of changing, 368.

stops. New Bedford, regulations, 378.

cars, approval of type, 369.

description of, 434-436.

express transportation, Avon, 249.

Bridgewater, 250.

Brockton, 250.

Dighton, 250.

fares, Andover, 180.

Brockton, 182.

increase in, proposed, suspension of, 179.

discussion of, xxiii, xxiv.

North Reading, 180, 181.

Reading, 180.

Rockland, 182.

(See also Metropolitan District, Report on Transportation.)

free transportation for charitable purposes, 182, 183.

joint use of tracks. East Taunton street railway, Taunton, 305.

locations, Andover, Avon, Beverly, Boston, Bridgewater, Brockton, Chelsea,

Danvers, Dighton, Essex, Fall River, Georgetown, Hamilton, Haver-

hill, Lawrence, Lowell, Lynn, Methuen, Newburyport, North Ando-

ver, Peabody, Revere, Saugus, Wakefield, West Newbury, Weymouth,
Woburn, 318-322, 330.

operation, Abington, Andover, Boston, Brockton, Chelsea, Dedham, Dighton,

East Bridgewater, Fall River, Hamilton, Haverhill, Lawrence, Lov/ell,

Lynn, Maiden, Methuen, Newburyport, Peabody, Quincy, Revere,

Somerset, Swampscott, Taunton, West Bridgewater, Weymouth,
Whitman, Winchester, Woburn, 335-338.

over private tracks of Fore River Shipbuilding Company, Quincy, 304, 305.

service, Methuen, 194, 195.

Metropolitan district, special report, 392-480.

Reading, 197, 198.

signals, automatic, Lawrence, Maiden, 353.

sprinkler cars, Everett, Lowell, Maiden, Salem, 382.

stock, issue, 221.

transfers, Andover, 180.

Brockton, 182.

HaverhUl, 192-194.

Lawrence, 192-194.

Methuen, 194, 195.

North Reading, 180, 181.

Reading, 180.

Rockland, 182.

waiting room, Winchester, petition for, by Whitfield Tuck et al, dismissed,

361, 362.

(See also returns.)

Becket, operation, Berkshire, 334.

Beechmont Independent Telephone Company (see returns).

Bellingham, operation of car by one man, Milford, Attleborough and Woonsocket,

petition for, dismissed, 379.

BeUs (see Grade Crossings, Safeguards at).

Belmont, operation, West End, 343.
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Bennett, William B., engineer, expert report to Commission on Metropolitan dis-

trict transportation, 422-^80.

Berkshire street railway, annual return, extension of time for iiling, 349.

car steps, extension of time in which to complete work of changing, 368.

cars, approval of tj^je, 369.

fares, increase in, suspended, 183, 184,

petition withdrawn, 184.

operation, Becket, Lee, Otis, Pittsfield, 334, 338.

(See also returns.)

Bernardston and Gill Telephone Company (see returns)

.

Beverly, location. Bay State, 319.

whistling, Boston and Maine, 237, 238.

Blackstone, bridge guards, New York, New Haven and Hartford, exemption from,

219.

location, Worcester Consolidated, 326.

operation, Worcester Consolidated, 346.

Blandford and Chester Mutual Telephone Company (see returns).

Block signals (see Signals).

Blue Hill street railway, car steps, extension of time in which to complete work of

changing, 368.

description of, 436.

fares, increase in, 52-88, 184, 185.

school. Canton, 185-187.

operation. Canton, Norwood, 338.

rate case, 52-88, 184, 185.

service (see Metropolitan District Report on Transportation)

.

(See also returns.)

Boats, Sunday, 371.

Bolton Telephone Companj' (see returns).

Bonds, railroad, amount of, Ixxv, Ixxvii.

(For bonds of each company, see returns.)

Bonds, street railway, amount of,- cv.

application of proceeds from sale of, West End, 227, 228.

approved by railroad commissioners and public service commissioners from

1902 to 1914, inclusive, 532-534.

investment in, by savings banks, communications to bank commissioner,

376. 377.

issues, Boston Elevated, 221-224.

Holyoke, 224, 225.

West End, 228, 229.

summary of stock and bond issues, cxix.

(For bonds of each company, see returns.)

Bonds, telephone and telegraph, Automatic Telephone Company of New Bedford,

220.

revocation of former order, 220.

(For bonds of telephone and telegraph companies, see returns.)

Boston, accident. East Boston tunnel, Boston Elevated railway, investigation of,

266-270.

bridge, Boston Elevated, approval of plans, 318.

bridge guards, Boston Terminal Company, exemption from, 219.

Union Freight Railroad, exemption from, 219.

locations, Bay State, 319, 330.

Boston Elevated, elevated structure over Mystic river, 318.

Boston and Revere Electric, 322.

West End, 327-329.

extension of time for completion of work under 346th location, 328.

extension of time for temporary location, Dorchester, 318.
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Boston, operation, Bay State, 335.

Boston Elevated, 389.

West End, 343-345.

passengers in and out of, 430.

private railroad, Boston Wharf Company, 236.

Jenney Manufacturing Company, 236, 237.

Walworth Manufacturing Company, 235, 236.

service, Boston-Chelsea ferry, Bennett report upon, 475.

Boston Elevated, Bennett report upon, 400-403.

Brighton, 198.

Charlestown, 199.

East Boston Tunnel, 468-470.

Meeting House Hill, 200.

West Roxbury, 200-202.

rapid transit, extension of, to West Roxbury, Bennett report upon, 466, 467.

signals, Boston Elevated, approval of, 354.

sprinkler cars, Boston Elevated, 381.

stations, Boston Elevated, Bennett report upon, 461-467.

Dudley street, relief of congestion at east loop, 363.

Egleston square, changes in, approval of plan, 363.

flower stands in, approval of, 364.

telephone booths in, 364, 365.

subways and tunnels, Boston Elevated, investigation of safety conditions in,

report of Professor William L. Puffer, 270-283.

communication of Boston Elevated concerning, 284-303.

transfers, Boston Elevated, city proper, 195-197.

Allston, 196.

Charlestown, 199.

Dorchester, 196, 197, 200.

Boston and Albany railroad, bridge guards, exemption from erection, 383.

commutation tickets, combination with New York, New Haven and Hartford,

Hopkinton to Boston, 166-168.

designation of commissioners, alteration of crossings, Auburn, Everett, HoUis-

ton, Newton, Pittsfield, Templeton, Warren, Washington, Westborough,

247, 248.

fares, 100-ride and 10-ride tickets, 44, 45, 49, 50, 156.

one-way tickets, 41-44, 48, 49, 155, 156.

land taking, Chester, 309-312.

Warren, 307-309.

Westfield, 312-314.

rates, passenger (see Railroad Passenger Rate Case)

.

reparation, Wellesley Gravel Company, 168.

service, Metropolitan district, investigation of, special report on, 429-432.

signals, relocation of, Chester, 353.

stations, Chester, 356, 357.

South Worcester, 355.

tariffs effective on less than statutory notice, 168, 169.

Sunday trains, 372.

(See also returns.)

Boston and Chelsea street railway (see tabulated statements and returns)

.

Boston, Cape Cod and New York Canal Company, annual return, extension of

time for filing, 349.

(See also returns.)

Boston-Chelsea ferry, Bennett report upon, 475.

Boston Elevated railway, accident. East Boston tunnel, investigation of, 206-270.

agreement with Walworth Manufacturing Company relative to private rail-

road, approval of, 235, 236.
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Boston Elevated railway, bonds, issue of, 221-224.

Boylston street subway, Bennett report upon, 467, 468.

bridge, over Mystic river. Maiden and Everett extension, approval of plans, 318.

car steps, extension of time to complete work of changing, 368.

cars, approval of type, 369, 370.

Bennett report upon, 452^54.
description of, 433, 434.

dividends, communication to bank commissioner, 376.

Dudley street station, report upon, 402, 461-464.

East Boston tunnel, Bennett report upon, 468-470.

Egleston square, report upon, 401, 402, 465.

fares, length of ride for five cents from center of Boston, 477.

(See also Metropolitan District Report on Transportation.)

location, over Mystic river, approval of plans, 318.

Maverick square, changes, report upon, 402.

operation, Boston, 339.

Park street station, Bennett report upon, 474.

plans, approval of, 318.

rapid transit, extension of, to West Roxbury, 466, 467.

ser^^ce, Brighton, Oak square to Central square, Cambridge, 198.

Cambridge, 198, 202-206.

Charlestown, 199.

Meeting House Hill line, 200.

Metropolitan district, investigation of, special report upon, 392-480.

discussion of, xxv, xxvi.

Newton, between Nonantum square and Harvard square, Cambridge,

202-204.

West Roxbury, 200-202.

signals, East Boston tunnel, 354.

East Boston tunnel extension, 354.

Tremont street subway, 354.

sprinkler cars, Boston, 381.

Everett, 382. ,

Maiden, 382.

stations, Bennett report upon, 461-467.

changes at Harvard square, Cambridge, approval of plan, 363.

EglestOn square, changes in, 363.

exits, enlargement of. Central square, Cambridge, approval of plan, 362.

flower stands, Massachusetts, approval of, 364.

telephone booths, Bowdoin, Copley, Massachusetts, Scollay Under, AVash-

ington, 364, 365.

(See also Metropolitan District Report on Transportation.)

subways and tunnels, investigation of safety conditions in, report of William L.

Puffer, 270-283.

Sullivan square station, Bennett report upon, 467.

tariffs, effective on less than statutory notice, 174.

transfers, Boston (city proper) , Allston, Charlestown, 195-197, 199.

Brookline, 197.

Everett, 197.

Dorchester (Upham's Corner), 200.

Medford, 197.

' (See also returns.)

{See also West End.)

Boston and Gloucester Steamship Company, Sunday boats, 371.

Boston and Lawrence Despatch express, annual return, extension of time for filing,

350.

Boston and Lowell railroad (see returns).
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Boston and Maine railroad, accidents, investigation of, Fitchburg, 254, 255.

Gardner, 256, 257.

Revere, 257-259.

annual return, extension of time for filing, 349.

bridge guards, exemption from, 218, 219.

commutation tickets, 35-41, 50, 51, 156, 157.

consolidation of companies constituting, communications to chairman of rail-

road committee relative to, 578-592.

crossing, exemption from "know-nothing" stop. South Lawrence, 351, 352.

protection, Lincoln, Woburn, 238, 239.

signs, Hudson, approval of form and type, 237.

designation of commissioner, alteration of crossings, Everett, Lowell, 248.

electrification of Medford and Saugus branches, Bennett report upon, 472-474.

expenditures, crossing abolition, GeorgetOTVTi, 247.

fares, one-way, 28-38, 48, 49, 155, 156.

workingmen's, between Andover and Ballardvale, 158.

(See also Railroad Passenger Rate Case)

.

footguard, approval of, 381.

grade crossing, abolition of, Greenfield, 242, 243.

heating by steam, exemption from, 251, 252.

"know-nothing" stop. South Lawrence, exemption from, 351, 352.

rates, effective on less than statutory notice, 169-171.

milk, suspended, 157, 158.

passenger (see Railroad Passenger Rate Case)

.

reorganization and consolidation of companies constituting, communications
to chairman of railroad committee relative to, 578-592.

discussion of, xv-xviii.

service. Metropolitan district, investigation of, special report upon, 429-431.

signals, Arlington, relocation of, 353.

ball, extension of time for operation at certain points, 351.

block, change in form of semaphore arms, 353.

Hoosac tunnel, relocation of, 353.

Lynn, approval of, 352.

Newburyport, 353.

Revere, temporary, 352.

Shelburne, 353.

South Sudbiu'y, 352.

Woburn, 353.

stations, East Deerfield, relocation of, 357.

Revere, petition for relocation of, 358-360.

South Vernon, name changed to East Northfield, 358.

steam heating, exemption from, 251, 252.

switching charges, discrimination against National Dock and Storage^Ware-
house Company, 158-165.

discussion of, xxix, xxx.

tariffs, efi'ective on less than statutory notice, 169-171.

suspension of certain, 155-158.

whistling, Beverly, 237, 238.

(See also returns.)

Boston and Maine Relief Association, amendments to by-laws, 382.

Boston, Nahant and Pines Steamboat Company, Sunday boats, 371.

(See also returns.)

Boston and Providence railroad (see returns).

Boston, Revere Beach and Lynn railroad, service. Metropolitan district, special

report upon, 429^31.
Sunday trains, 372.

(See also returns.)
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Boston and Revere Electric street railway, annual return, extension of time for

filing, 349.

dividends, communication to bank commissioner, 376.

location, Boston, 322.

(See also returns.)

Boston Suburban Electric Companies (see returns).

Boston Terminal Company, bridge guards, exemption from erection, 219.

Boston Wharf Company, private railroad, Boston, 236.

Boston and Worcester Electric Companies (see returns)

.

Boston and Worcester street railway, annual return, extension of time for filing,

349.

car steps, approval of type, 366.

extension of time to complete work of changing, 368.

cars, approval of type, 370.

description of, 436.

extension of time for crossing, New York, New Haven and Hartford, Fram-
ingham, 234, 235.

joint use of tracks, Concord, Maynard and Hudson, Hudson, 305, 306.

location, Framingham, 322.

maintenance of track, Marlborough, 232, 233.

operation, Framingham, 339.

purchase of section of track in Marlborough by Worcester Consolidated, 231,

232.

service, stopping point, Wellesley, 207.

signals, Framingham, approval of, 353.

(See also returns.)

Boston and Yarmouth Steamship Company, Sunday boats, 371.

Bourne, fares. New Bedford and Onset, 89-111.

Bridge guards, exemption from erection, American Woolen Company, 218,

Boston and Albany, 383.

Boston and Maine, 218, 219.

Boston Terminal Company, 219.

Claflin-Sumner Coal Company, 219.

Farr Alpaca Company, 219.

Fletcher, H. E. Company, 219.

General Electric Company, 219.

Haarman, G. and Company, 219.

New York Central, on Boston and Albany, 219.

New York, New Haven and Hartford, 219.

Pacific Mills, 219.

Philadelphia and Reading Coal Company, 219.

Rockport Granite Company, 219.

Springfield Rendering Company, 219.

Union Freight, 219.

Washington Mills (American Woolen Company), 218.

Wood, P. W. Lumber Company, 219.

regulations, circular, 217, 218.

Bridges, railroad, alteration of, at crossings (see Crossings, Alteration of).

comparative length of, wood, stone and metal, Ixii.

guards on, exemption from erection, 218, 219.

number and description of, Ixi.

report of engineer, Ix-lxiv.

work done during 1915, Ixii.

Bridges, street railway, approval of plans, 216, 217.

report of engineer, Ixiii, Ixiv.

Bridgewater, express transportation. Bay State, 250.

location. Bay State, 319.
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Brighton (see Boston)

.

Bristol and Norfolk street railway, annual return, extension of time for filing, 349.

(See also returns.)

Brockton, express transportation, Bay State, 250.

fares. Bay State, to Rockland, 182.

locations, Bay State, 319.

operation. Bay State, 335.

service. New York, New Haven and Hartford, 179.

Brockton and Plymouth, street railway, annual return, extension of time for filing,

349.

car steps, extension of time to complete work of changing, 368.

(See also returns.)

Brookline, operation. West End, 345.

transfers, Boston Elevated, 197.

By-laws, Boston and Maine Relief Association, amendments to, 382.

Cambridge, locations. West End, 329, 330. .
•

operation. West End, 345.

service, Boston Elevated, 198, 202-206.

stations, Boston Elevated, changes at Harvard square, approval of plan, 363.

exits, enlargement of. Central square, approval of plan, 362.

Canal companies, number of, Ixxii.

Canton, fares. Blue Hill, 52-88.

school, 185-187.

operation. Blue Hill, 338.

Cape Cod, forest fires. New York, New Haven and Hartford, 332, 333.

Cape Cod Steamship Company, Sunday boats, 371.

(See also returns.)

Cape Cod Telephone Company (see returns)

.

Capital investment, street railway, per mile of main track, cvi-cviii.

Capital stock, railroad, amount of, Ixxv-lxxvii.

held in Massachusetts (see returns).

(For capital stock of each company, see returns.)

Capital stock, street railway, amount of, ciii, cv.

amounts received from sale of, 524-526.

application of proceeds from sale of. West End, 227, 228.

approved by Railroad Commissioners and Public Service Commissioners, from
1902 to 1914, inclusive, 532-534.

auction sale of. West End, 228.

held in Massachusetts (see returns),

issues of. Bay State, 221.

Springfield, 225, 226.

West End, 227, 228.

Worcester Consolidated, 229, 230.

Worcester and Warren, approval of amount to be specified in agreement of

association, 226, 227.

summary of stock and bond issues, cxix.

(For capital stock of each company, see returns.)

{See also Consolidations.)

Capital stock, telephone and telegraph, issue of. Automatic Telephone Company
of New Bedford, 220.

summary of stock issues, cxxviii.

(For capital stock of each company, see returns.)

Capron, S. Alton, complaint concerning service on Springfield street railway, 208,

209.

Caro, Maurice, petition for installation of meters for measured service by New
England Telephone and Telegraph Company, 209-212.
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Car, miles run, street railway, ex, cxvii.

steps, approval of tj'pe, 366, 367.

extension of time in which to complete work of changing, 368, 369.

Cars, railroad, heating, 251-253.

number of, xc.

repairs, cost of, Ixxxv.

street railway, number of, cxviii.

tjT>e, approval of, 369, 370.

Carter, Russell Company, annual return, extension of time for filing, 350.

Carj-\-ille (see Bellingham)

.

Casey, James F., service between Boston and Middleborough, New York, New
Haven and Hartford, 175-178.

Central New England Railway, fares, 48, 49, 155, 156.

heating, by steam, exemption from, 252.

tariffs, effective on less than statutory notice, 173.

(See also returns.)

Central Vermont railroad, annual return, extension of time for filing, 349.

station. South Vernon, name changed to East Northfield, 358.

tariffs, effective on less than statutory notice, 173, 175.

(See also New London Northern.)

Certificates, grade crossing, 242, 243.

location, 318-331.

operation, 334-346.

Chamberlain, Henry E., transfers, Brookline, Boston Elevated, 197.

Change of grade of railroads (see Grade, Change of)

.

Charlestown (see Boston)

.

Chatham railroad (see returns)

.

Chelmsford, bridge guards, H. E. Fletcher, exemption from, 219.

Chelmsford Telephone Company (see returns)

.

Chelsea, location. Bay State, 319, 320.

operation. Bay State, 335.

Chester, land taking, Boston and Albany, 309-312.

signals, Boston and Albany, relocation, 353.

station, Boston and Albany, 356, 357.

Chester and Becket railroad (see returns).

Chicopee, location, Springfield street railway, 325.

operation, Holyoke, 340.

Springfield, 341.

Circulars, accidents, private railroad, 375, 376.

railroad, 374, 375.

street railway, 374, 375.

bridge guards, regulations, 217, 218.

footguards required, 380.

grade crossings, protection at, 241, 242.

notice of appointment of Joseph B. Eastman, 383.

Charles A. Russell, 383.

returns, railroad, extension of time for filing, 349.

street railway, copies of leases and contracts required, 347, 348.

extension of time for filing, 348.

signals, relocation, etc., to be reported to Commission, 352.

Claflin-Sumner Coal Company, bridge guards, exemption from, 219.

Clark, H. W. Leather Company, complaint relative to crossing protection at spur

track of Boston and Maine, Woburn, 238, 239.

Coal, average cost per ton to street railway companies, cxl.

Collisions, injuries from, railroad, xciv, xcvi.

(See also Accidents.)
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CoUyer, R. N., agent, Official Classification Committee, tariffs effective on less

than statutory notice, 173-175.

Columbia and Rensselaer Telephone and Telegraph Company (see returns).

Commercial Cable Company, annual return, extension of time for filing, 350.

(See also returns.)

Common carriers, street railway (see Express Transportation)

.

Commonwealth Pier (see National Dock and Storage Warehouse Company) .

Commonwealth, statute laws, relations of railroad companies to, special report,

481-517.

Commutation tickets, Boston and Albany, Hopkinton to Boston, 166-168.

Boston and Maine, 35-41, 50, 51, 156, 157.

New York, New Haven and Hartford, Hopkinton to Boston, 166-168.

(See also Railroad Passenger Rate Case.)

Companies (see Corporations).

Comparative statements from returns, railroad, Ixxiv-xc.

street railway, ci-cv, cviii-cxiii, cxvi-cxix.

Complaints, method of handling, xi.

Concord, Maynard and Hudson street railway, car steps, approval of type, 366.

extension of time to complete work of changing, 368.

joint use of tracks, Boston and Worcester, Hudson, 305, 306.

locations, Hudson, Maynard, 322, 323.

revocation of, Maynard, 323.

operation, Hudson, Maynard, 339.

(See also returns.)

Connecticut, act amending charter of New York, New Haven and Hartford Rail-

road Company, xxxviii-xlii.

Connecticut River railroad, abolition of grade crossing, Greenfield, 242, 243.

(See also returns.)

Connecticut Valley street railway, car steps, approval of type, 366.

locations, Greenfield, Northampton, 323.

operation, Montague, Northampton, 339.

signals, Greenfield, approval of, 353.

(See also returns.)

Consolidation of railroad companies constituting Boston and Maine Railroad,

communications to chairman of railroad committee concerning, 578-592.

Consolidations, street railway, in Metropolitan district, discussion of, 408-411.

Construction, railroad, new mileage, Ixxii, Ixxiii.

(See also returns.)

Construction, street railway, cost of, cii, cviii.

per mile of main track, cviii,

new mileage, xcix.

Construction, telephone and telegraph (see returns).

Contracts, street railway, copies of requested, circular, 347, 348.

(See also Joint Use of Tracks; Sprinkler Cars; Telephone and Telegraph Service.)

Conway Electric street railway, annual return, extension of time for filing, 349.

(See also returns.)

Corporate name, Worcester and Warren, approval of, 377.

Corporations, financial condition and business of, railroad, Ixxii-lxxxviii.

street railway, xcix-cxxv.

dropped from list, street railway, xcix.

new, street railway, xcix.

railroad, relations of, to statute laws of commonwealth and of other states,

special report upon, 481-517.

returns, extension of time for filing, 348-350.

Cost of construction (see Construction)

.

equipment (see Equipment).
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Coupling and uncoupling cars, accidents in, xcvi.

Court cases, xxix, xxx.

Crescent Telephone Company (see returns).

Cronin, William N., petition for installation of meters for measured service by
New England Telephone and Telegraph Company, 209-212.

Crossings, alteration of, New York, New Haven and Hartford, Needham, 243-247.
designation of commissioner. Auburn, Everett, HoUiston, Lowell, Newton,

Pittsfield, Templeton, Warren, Washington, Westborough, 247, 248.

highway, protection, etc., data requested, 239, 240.

(See also Bridges, Grade Crossings.)

Crossing bells, protection by (see Grade Crossings, Safeguards at) .

Crossing protection (see Grade Crossings, Safeguards at).

Crossing signs, Boston and Maine, approval of, Hudson, 237.

Cushing, H. K., annual return, extension of time for filing, 350.

Dallinger, Frank W., service, Boston Elevated, Cambridge, 205, 206.

Damages, street railway (see returns)

.

Danvers, location. Bay State, 320.

Debt, of railroads, Ixxvii.

street railways, cv.

(See also returns.)

telephone and telegraph companies (see returns).

Dedham, operation. Bay State, 335.

Deductions from property, street railway (see returns).

telephone and telegraph (see returns)

.

Deerfield, station, Boston and Maine, relocation of, 357.

Deficit, of railroads (see returns)

.

of street railways (see returns).

of telephone and telegraph companies (see returns).

Dennis, rates and service, Adams Express, 214, 215.

Department employees, personal records of, 384^391.

reports, xlv-lxxi.

Depreciation, discussion of, in connection with fare cases, xxiv.

Description of railroads (see tabulated returns, pp. 595-607)

.

of street railways (see returns).

of telephone and telegraph lines (see returns).

Designation of commissioners, alteration of crossings (see Crossings, Alteration of).

Dickerman, Rev. J. P., crossing protection, Mansfield, New York, New Haven and
Hartford, 239, 240.

Dighton, express transportation, Bay State, 250.

locations. Bay State, 320.

operation. Bay State, 335.

Directors (for directors of various companies, see returns).

Discrimination, National Dock and Storage Warehouse Company v. Boston and

Maine, 158-165.

discussion of, xxix, xxx.

Districts, inspectors, 387-389.

Dividends, express, amount declared by each company, cxxx, cxxxi.

percentage of, cxxx, cxxxi.

railroad, amount declared by each company, Ixxv-lxxvi.

percentage of, to capital stock, Ixxvii.

street railway, amount declared by each company, ciii, civ, cxxiv, cxxv.

communications to bank commissioner, 376, 377.

percentage of, to capital stock, cxxiv, cxxv.

telegraph, amount declared by each company, cxxix.

percentage of, cxxix.
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Dividends, telephone, amount declared by each company, cxxvii.

percentage of, cxxvii.

voluntary associations, amount declared by company, cxxxii.

(See also returns.)

Dixon, Captain E. "W., Steamer King Philip, Sunday boats, 371.

Dodds, John C, private railroad, Milford, 237.

Dorchester (see Boston) .

Duties of accounting department, ix, x.

engineering department, viii, ix, 389.

inspection department, vii, viii, 387—389.

rate and tariff department, ix.

telephone and telegraph department, x.

Earnings (see Operation),

East Boston (see Boston)

.

East Boston tunnel, accident, investigation of, report, 266-270.

East Bridgewater, operation. Bay State, 335.

East Deerfield (see Deerfield).

Eastern Steamship Company, Sunday boats, 371.

Eastman, Joseph B., appointed member of Commission, vii, 383.

designated as commissioner, alteration of crossing, Lowell, 248.

East Middlesex street railway, dividends, communication to bank commissioner,

concerning, 376.

(See also returns.)

East Northfield, station, Boston and Maine, Central Vermont, name changed

from South Vernon, 358.

East Taunton street railway, annual return, extension of time for filing, 349.

joint use of tracks. Bay State, Taunton, 305.

(See also returns.)

Electrification, Boston and Maine, New York, New Haven and Hartford, Bennett

report on, 470-474.

Employees, of Commission, personal records of, 384-391.

Employees, railroad, accidents to, xcii, xciii, xcv, xcvi, xcviii.

number of, xc, xci.

(See also returns.)

Employees, street railway, accidents to, cxviii, cxix.

number of, cxviii.

(See also returns.)

Employees, telephone and telegraph, number of (see returns).

Engineering department, duties of, viii, ix, 389.

work of year, summary of, lix-lxvi.

Engineers, personal records of, 389-390.

Engines (see Locomotives).

Equipment, railroad, cost of, Ixxv.

number of cars, locomotives, xc.

(See also tabulation of returns.)

Equipment, street railway, cost of, cvi-cviii.

gross assets in, cii, ciii.

inspection of, Iviii.

number of electric motors, cars and other vehicles, cxviii.

(See also returns.)

Equipment, telephone and telegraph (see returns).

Essex, location. Bay State, 320.

Estabrook Express Company, annual return, extension of time for filing, 350.

Everett, alteration of crossmg, Boston and Maine, designation of commissioner,

248.
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Everett, bridge guards, exemption from, General Electric Company, 219.

extension, Boston Elevated, extension of time for construction, 317.

operation. West End, 345.

sprinkler cars. Bay State, 382.

Boston Elevated, 382.

transfers, Boston Elevated, 197.

Exemption from erection of bridge guards (see Bridge Guards) .

steam heating (see Heating)

.

Expenditures, railroad, lxx\-iii-lxxxv.

street railway, cviii-cix.

(See also returns.)

telephone and telegraph (see returns)

.

Expenses, of Commission, 593.

of operation (see Operation)

.

Express cars, railroad, number of, xc.

companies, extension of time for filing annual returns, 350.

income account, tabulated statement from reports, cxxx, cxxxi.

rates, Springfield street railway, 191, 192.

revenue, railroad, Ixxix.

street railway, cix.

tariffs, effective on less than statutory notice, 173-175.

Express transportation, Bay State, Avon, 249.

Bridgewater, 250.

Brockton, 250.

Dighton, 250.

Extension of time to complete work of changing car steps, Attleborough Branch,

368.

Bay State, 368.

Berkshu-e, 368.

Blue Hill, 368.

Boston Elevated, 368.

Boston and Worcester, 368.

Brockton and Plymouth, 368.

Concord, Maynard and Hudson, 368.

Interstate Consolidated, 368.

Middlesex and Boston, 368.

Nahant and Lynn, 368.

Northern Massachusetts, 368.

Providence and Fall River, 369.

Springfield, 369.

Taunton and Pawtucket, 369.

Union, 369.

Ware and Brookfield, 369.

Warren, Brookfield and Spencer, 369.

Worcester Consolidated, 369.

Extension of time for construction, Boston Elevated, Everett extension, 317.

for filing returns, 348-350.

for grade crossings (see Grade Crossings, Time Extended).

Extensions, railroad (see Construction, Locations, Operation).

street railway (see Construction, Locations, Operation).

Facilities, freight terminal, Bennett report upon, 479.

railroad and s+reet railway. Metropolitan district, 429-437.

Fairhaven, location. Union street railway, 326.

operation. Union, 343.

signal, relocation of. Union, 354.
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Fall River, bridge, approval of plan for strengthening. Bay State, 216.

locations, Bay State, 320.

operation. Bay State, 335, 336.

Fall River Automatic Telephone Company (see returns)

.

Faneuil Improvement Association et al., service, Boston Elevated, between Brighton

and Cambridge, 198.

Fares and freights, railroad, Ixxxviii-xc.

Fares, railroad, average on Massachusetts roads, Ixxxviii, Ixxxix.

commutation tickets (see Commutation Tickets).

one-way, changes in, 3-49, 155, 156.

passenger rate case, 3-51.

workingmen's tickets (see Workingmen's Tickets).

Fares, street railway, Bay State, Andover, J80.

Brockton, 182.

increase in, proposed, suspension of, 179.

North Reading, 180, 181.

Reading, 180.

Rockland, 182.

Berkshire, proposed increase in, suspended, 183, 184.

petition withdrawn, 184.

Blue Hill, Canton, school, 185-187.

increase in, 52-88, 184, 185.

discussion of, xlviii, xlLx.

free transportation for charitable purposes (see Free Transportation)

.

increase in, discussion of, xxii-xxiv.

Massachusetts Northeastern, increase in, suspended, 187.

Metropolitan district (see Metropolitan District Report on Transportation).

New Bedford and Onset, increase in. 89-111, 188, 189.

Norfolk and Bristol, increase in, 112-138, 189-191.

zone system of, 412-415.

(jSee also Transfers, Workingmen's Fares.)

Farmers Mutual Telephone Company of Bristol County (see returns)

.

Farr Alpaca Company, bridge guards, exemption from, 219.

Fires, forest, Barnstable county, petition for operation of oil-burning locomotives

for prevention of, dismissed, 332, 333.

report upon, lii.

Fitchburg, accident, Boston and Maine, investigation of, report, 254, 255.

Fitchburg and Leominster street railway, car steps, approval of type, 366.

dividends, communication to bank commissioner, 376.

location, Lunenburg, 323.

Fitchburg railroad (see returns)

.

(See also Boston and Maine.)

Fletcher, H. E., bridge guards, exemption from, Chelmsford, 219.

Floating debt, street railway, cv.

(See also returns.)

telephone and telegraph (see returns).

Flower stands in Massachusetts station waiting room, Boston Elevated, approval

of, 364.

'

Footguards, American Steel and Wire Company, approval of type, 380, 3S1.

Boston and Maine, approval of, 381.

railroad, circular, 380.

Fore River Shipbuilding Corporation, private tracks, operation over by Bay State,

304, 305.

Forester, state, petition for operation of oil-burning locomotives. Now York, New
Haven and Hartford, dismissed, 332, 333.

Forest fires (see Fires).
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Fort Worth, ordinance relative to motor bus, clxxvi-clxxxiv.

Foster, Cahin H., ticker service, Gold and Stock Telegraph Company, United
Telegram Compan5% 139-154.

Foxborough, fares, Norfolk and Bristol, 112-138.

Framingham, extension of time for crossing. New York, New Haven and Hartford,

by Boston and Worcester, 234, 235.

locations, Boston and Worcester, 322.

Milford and Uxbridge, 324.

operation, Boston and Worcester, 339.

Milford and Uxbridge, 341.

signal, Boston and Worcester, approval of, 353.

Franklin, location, Milford, Attleborough and Woonsocket, 324.

operation, Milford, Attleborough and Woonsocket, 340.

Free transportation, or service, for charitable purposes. Bay State, 182, 183.

Freight cars' (see Cars).

mileage, Ixxxvii, Ixxxviii.

rates (see Rates).

revenue (see Revenue).

service (see Service).

station (see Stations).

tariffs (see Tariffs).

tracks, private (see Private Railroads).

traffic, Ixxxvii.

transportation, street railway (see Express Transportation, Street Railway).

Funded debt, railroad, Ixxvii.

(See also returns.)

street railway, cv.

amounts received from sale of, 524-526.

(See also returns.)

telephone and telegraph (see returns)

.

(See also Bonds.)

Gardner, accident, Boston and Maine, investigation of, 256, 257.

Gates at grade crossings (see Grade Crossings, Safeguards at).

General Court (see Legislature).

General Electric Company, bridge guards, exemption from, Everett, 219.

Georgetown, alteration of crossing, certificate as to expenditure, 247.

location. Bay State, 320.

Gloucester, bridge. Bay State, approval of plans, 216.

bridge guards, Rockport Granite Company, exemption from, 219.

Gloucester Steamship Company (see returns).

Gold and Stock Telegraph Company, ticker service, Calvin H. Foster, 139-154.

Grade crossings, accidents at, xcii, xciii, xcvi, xc\'ii.

niimber of, protected and unprotected, 1914-1915, xcvii.

protection, etc., data requested, 241, 242.

report of inspection department upon, lii-liv.

whistling at (see Whistling).

Grade crossings (abolition of), Connecticut River, Greenfield, recommendation
• relative to, 242, 243.

expenditures, Boston and Maine, Georgetown, 247.

(See also Crossings, Alteration of.)

Grade crossings (private railroads), 235-237.

(<See also Private Railroads.)

Grade crossings (safeguards at), Boston and Maine, crossing signs, Hudson, 237.

Lincoln, extension of bell circuit, 238.

Woburn, 238, 239.
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Grade crossings (saftguards at), New York, New Haven and Hartford, Great Bar-

rington, 239.

Mansfield, 239, 240.

Springfield, 240, 241.

Worcester, 241.

Grade crossings {time extended), Boston and Worcester, Framingham, 234, 235.

Holyoke street railway, Amherst, 234.

Grafton, bridges, Worcester Consolidated, approval of plans, 217.

locations, Worcester Consolidated, 326, 331.

operation, Worcester Consolidated, 346.

Grafton and Upton railroad, fares, 48, 49, 155, 156.

tariffs effective on less than statutory notice, 174.

(See also returns.)

Granby Telephone and Telegraph Company (see returns).

Gravel cars, railroad, number of, xc.

Great Barrington, bridge guards, New York, New Haven and Hartford, exemption

from, 219.

crossing protection. New York, New Haven and Hartford, 239.

Greenfield, abolition of grade crossing, Connecticut River railroad, 242, 243.

location, Connecticut Valley, 323.

signals, Connecticut Valley, approval of, 353.

Guards, bridge (see Bridge Guards).

Haarman, G. and Company, bridge guards, exemption from, 219.

Hamilton, location. Bay State, 320.

operation, Bay State, 336.

Hampden railroad, annual return, extension of time for filing, 349.

consolidation with Boston and Maine, discussion of, 582.

(See also retiu-ns.)

Hartford and Connecticut Western railroad (see returns).

Harvard square station, Boston Elevated, changes, approval of plans, 363.

Haverhill, location. Bay State, 320.

Massachusetts Northeastern, 323.

operation. Bay State, 336.

transfers. Bay State, 192-194.

Heath Local Telephone Association (see returns).

Heath Telephone Company, annual return, extension of time for filing, 350.

(See also returns.)

Heating cars, by steam, exemption from, Boston and Maine, 251, 252.

Central New England, 252.

New York, New Haven and Hartford, 252, 253.

Highland Telephone Company (see returns).

Highways (see Bridges; Grade Crossings; Locations).

Hilton, Edward A., petition relative to transfers, Boston Elevated, 197.

Hilton Express Company, annual return, extension of time for filing, 350.

Holbrook, Cabot and Rollins Corporation, private railroad, Montague, 236.

Holliston, alteration of crossing, Boston and Albany, designation of commis-
sioner, 248.

Holyoke, bridge guards, exemption from, Farr Alpaca Company, 219.

G. Haarmann and Company, 219.

operation, Holyoke street railway, 340.

Holyoke street railway, bonds, 224, 225.

dividends, communication to bank commissioner, 377.

extension of time for crossing. New London Northern, Amherst, 234.

location, Amherst, 323.

operation, Amherst, Chicopee, Holyoke, 340.
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Holyoke and Westfield railroad, annual return, extension of time for filing, 350.

(See also returns.)

Hoosac Tunnel, signals, Boston and Maine, relocation of, 353.

Hoosac Tunnel and Wilmington railroad, Sunday trains, 372.

(See also returns.)

Hopldnton, combination commutation tickets, Boston and Albany and New York,
New Haven and Hartford, 166-168.

flag stations. New York, New Haven and Hartford, petition for, dismissed,

166-168.

Horn Pond Branch railroad (see returns).

House of Representatives (see Legislature).

Howard, Jere B., service. New York, New Haven and Hartford, at Montello station,

179.

Hubbardston, bridge guards, exemption from, Boston and Maine, 219.

Hudson, crossing signs, Boston and Maine, approval of form and type of, 237.

joint use of tracks, Boston and Worcester, Concord, Maynard and Hudson,
305, 306.

locations, Concord, Maynard and Hudson, 322, 323.

operation. Concord, Maynard and Hudson, 339.

Income, express, tabulated statement from reports, cxxx, cxxxi.

Income, railroad, from operation, Ixxviii-lxxix.

net divisible, Ixxvii.

total, Ixxvii, Ixxviii.

(For income of each company, see returns).

(See also Revenue, Operation.)

Income, street railway, from operation, cviii-cxiii.

net divisible, cv.

total, cviii-cix.

(For income of each company, see tabulated statement from reports, cxx-cxxv.)

Income, telephone and telegraph, tabulated statement from reports, cxxvi-cxxix.

Income, voluntary associations, tabulated statement from reports, cxxxii.

Injuries to persons from accidents (see Accidents).

Inquests, number attended, lix.

Inspection department, chief of, personal record of, 385.

duties of, vii, viii.

work of year, summarj'- of, xlix-lix.

Inspection of bridges, Ix-lxiv.

of railroads and railways, xlix-lviii.

Inspectors, districts, xi, 387-389.

personal records of, 385-387.

Interest on funded and other debts (see returns)

.

Interlocking signals (see Signals).

Interstate Consolidated, car steps, extension of time in which to complete work of

changing, 368.

(See also retiu-ns.)

Investigation of accidents (see Accidents).

of safety conditions in subways and tunnels, Boston Elevated, by Professor

William L. Puffer, report of, 270-283.

communication of Boston Elevated concerning, 284-303.

Investments, amount of, in street railway and elevated lines, and cost to common-
wealth of acquiring, special report upon, 517-553.

street railway, cvi-cviii.

per mile of main track, cvi-cviii.

Issues of stocks and bonds (see Capital Stock and Bonds).

Iowa, jitney law, clxvi.
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Jenkins and Simmons Express, annual return, extension of time for filing, 350.

Jenney Manufacturing Company, private raUroad, South Boston, 236, 237.

Jitney bus, in Massachusetts and other states, report upon, xxvii, cxli-clxxxv.

laws and regulations relating to, clx\'i-clxxvi.

ordinances, clxii-clxv, clxxvi-clxxxv.

Joint use of tracks, Hudson, Boston and Worcester, Concord, Maj'-nard and Hud-
son, 305, 306.

Quincy, Bay State, Fore River Shipbuilding Corporation, 304, 305.

Taunton, Bay State, East Taunton, 305.

Kingston, land taking. Old Colony, 314-316.

Know-nothing stop, Boston and Maine, South Lawrence, exemption from, 351, 352.

Lancaster, bridge, Worcester Consolidated, approval of plans, 217.

Land and buildings, cost and capitalization per mile of main track, street railway,

cvi, cvii.

gross assets in, cii.

Land takings, Boston and Albany, Chester, 309-312.

Warren, 307-309.

Westfield, 312-314.

Old Colony, ICingston, 314-316.

Lawrence, bridge guards, exemption from, Washington mUls, 218.

Boston and Maine, 218, 219.

Pacific Mills, 219.

"know-nothing" stop, Boston and Maine, exemption from, 351, 352.

locations. Bay State, 320, 321.

Massachusetts Northeastern, S23.

operation. Bay State, 336.

signals. Bay State, 353.

Boston and Maine, extension of time for operation of ball signals, 351.
• transfers, Bay State, 192-194.

Lawrence Chamber of Commerce, petition relative to transfers. Bay State, 192-194.

Laws, jitney, clxvi-clxxvi.

railroad, of this commonwealth and other states, investigation of relations of

railroad companies to, special report, xiii, 481-517.

of other states, suggested changes in, 501-503.

Lease, of Medway and Dedham, by Milford and Uxbridge, 233.

Leased lines, railroad (see retxirns).

street railway (see returns).

Leases, street railway, copies of requested, circular, 347, 348.

discussion of, xxvi, xxvii.

Lee, bridge guards. New York, New Haven and Hartford, exemption from, 219.

operation, Berkshire, 334.

Legislation, recommendations for, xxxii-xxx^'ii, 496, 497, 511-517.

Legislature, special reports to, Boston and Maine, reorganization and consolidation

of railroad companies constituting, 585-592.

Boston and Maine, communication to chairman of committee on railroads,

relative to House Bill No. 1639, 578-584.

Metropolitan transportation needs, investigation of, 392-480.

New England Telephone and Telegraph Company and American Telephone
and Telegraph Company, relations between, 553-578.

statute laws of this commonwealth and other states, investigation of relations

of railroad corporations to, 481-517.

street railway and elevated railway lines, investigation of amount of invest-

ment in and coat to commonwealth of acquiring by eminent domain or

otherwise, 517-553.
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Leominster, bridge, approval of plan, Worcester Consolidated, 217.

location, Worcester Consolidated, 326.

operation, Worcester Consolidated, 346.

Liabilities, railroad, bcxv.

(See also returns.)

street railway, ci-ciii.

(See also returns.)

telephone and telegraph (see returns).

Lincoln, crossing protection, Boston and Maine, 23S.

Linwood street railway (see tabulated statements and returns)

.

Littleton Telephone Association (see returns).

Locations, railroad, land takings, Boston and Albany, Chester, 309-312.

Warren, 307-309.

Westfield, 312-314.

Old Colony, Kingston, 314-316.

Locations, street railway, 317-331.

highway, 31&-331.

extension of time for completion of work, 328.

revocation of, Concord, Maynard and Hudson, 323.

private land, 330, 331.

temporary. Bay State, North Andover, Lawrence, 321.

Norfolk and Bristol, Walpole, 324.

Union, New Bedford, 326.

West End, Dorchester, 318.

switch track connection, law governing, suggested change in, xxxiv, xxxv.

(See also under company and place headings.)

Locomotives, New York, New Haven and Hartford, forest fires in Barnstable

county, caused by, 332, 333.

number inspected, liv, Iv.

nvunber owned, xc.

oil-burning devices, 332, 333.

whistling of (see Whistling).

Lowell, alteration of crossing, Boston and Maine, designation of commissioner,

248.

locations, Bay State, 321.

operation, Bay State, 336.

sprinkler cars. Bay State, 382.

Lowell and Andover railroad (see returns)

.

Lowell and Fitchburg street railway, tariff effective on less than statutory notice,

174.

(See also returns.)

Lunenburg, location, Fitchburg and Leominster, 323.

Lynn, locations, Bay State, 321.

operation. Bay State, 336, 337.

signals, Boston and Maine, 352.

Macleod, Frederick J., designation as commissioner, alteration of crossings, New-
ton, Warren, 247, 248.

Mail cars, railroad, nimiber of, xc.

Mails, revenue from, railroad, Ixxix.

(See also returns.)

street railway, cix. .

(See also returns.)

Maintenance, expenses of, railroad (see returns).

street railway, repair of highways, etc., discussion of, xxvi.

(See also returns.)

telephone and telegraph (see returns).
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Maiden, operation, Bay State, 337.

signals. Bay State, 353.

sprinkler cars. Bay State, 382.

Boston Elevated, 382.

Maiden-Everett extension, Boston Elevated, extension of time for construction,

317.

Manning of car, Milford, Attleborough and Woonsocket, petition relative to, 379.

Mansfield, crossing protection. New York, New Haven and Hartford, 239, 240.

fares, Norfolk and Bristol, 112-138.

Marblehead, extension of time for operation of ball signals, Boston and Maine, 351.

Marion, fares, New Bedford and Onset, 89-111.

Marlborough, maintenance of track, Boston and Worcester, 232, 233.

purchase of section of track of Boston and Worcester by Worcester Consoli-

dated, 231, 232.

Martha's Vineyard street railway (see returns).

Martha's Vineyard Telegraph Company (see returns).

Massachusetts Consolidated railways, annual return, extension of time for filing,

350.

(See also returns.)

Massachusetts Electric Companies (see returns)

.

Massachusetts legislature (see Legislature)

.

Massachusetts Northeastern street railway, fares, increase in, suspended, 187.

discussion of, xxiii, xxiv.

locations, Amesbury, Haverhill, Lawrence, Newbury, Salisbury, 323, 324, 330.

operation, Amesbury, 340.

transfers, Methuen, 194, 195.

(See also returns.)

Massachusetts Telephone and Telegraph Company (see returns)

.

Maynard, location, Concord, Maynard and Hudson, 323.

revocation of, 323.

operation. Concord, Maynard and Hudson, 339.

McMorrow, WUliam M., petition relative to service, Boston Elevated, 202.

Meaney, John F., designation as commissioner, alteration of crossings, Auburn,

Templeton, 248.

Medford, location. West End, 330.

operation. West End, 345.

transfers, 197.

Medway and Dedham street railway, description of, 436.

leased, to Milford and Uxbridge, 233.

service (see Metropolitan District Report on Transportation)

.

Meeting House Hill Improvement Association, service, Boston Elevated, 200.

Merchants and Miners Transportation Company, Sunday boats, 371.

Meters, for measured service. New England Telephone and Telegraph Company,
209-212.

Methuen, location, Bay State, 321.

operation. Bay State, 337.

service, Bay State, 194, 195.

transfers. Bay State, 194, 195.

Metropolitan district, report on transportation, 392-480.

discussion of, xxiv, xxv.

transit district defined, 426.

Meyer, Andrew A., transfers, Boston Elevated, 195.

Middleborough, fares, New Bedford and Onset, 89-111.

service, New York, New Haven and Hartford, 175-178.

Middlesex and Boston, car steps, approval of type, 367.

extension of time to complete work of changing, 368.

description of, 436.
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Middlesex and Boston, locations, Newton, Wayland, 324.

service (see Metropolitan District Report on Transportation).

(See also returns.)

Mileage, railroad, owned and operated, Ixxiii, Ixxiv, Ixxxi, Ixxxii.

passenger, freight and train, Ixxxv-lxxxviii.

(See also tabulated returns, pp. 597-607.)

Mileage, street railway, car, ex.

new, xcix.

owned and operated, c, ci, cxxxvii,

passenger, ex.

(See also returns.)

MUford, private railroad, John C. Dodds, 237.

Milford, Attleborough and Woonsocket street railway, car steps, approval of type,

367.

location, Franklin, 324.

operation, Franklin, Wrentham, 340.

operation of car, by one man, petition for, dismissed, 379.

(See also returns.)

Milford and Uxbridge street railway, car steps, approval of type, 367.

lease of Medway and Dedham, 233.

location, Framingham, 324.

operation, Framingham, 341.

(See also returns.)

MUk rates, Boston and Maine, proposed changes in, suspended, 157, 158.

revenue, railroad, Ixxix.

(See also returns.)

sireet railway (see returns). '

transportation, discussion of, xviii-xix.

Millbury, bridge, Worcester Consolidated, approval of plan, 217.

Millers Falls Telephone Company (E. M. Partridge) (see returns).

Milton, fares, Blue Hill, 52-88.

Miscellaneous orders and reports, 374^383.

Mixer Brothers Telephone Company (see returns)

.

Montague, operation, Connecticut Valley, 339.

private railroad, Holbrook, Cabot and Rollins Corporation, 236.

Montello (see Brockton).

Monthly tickets, on railroads (see Commutation Tickets).

Montserrat (see Beverly)

.

Mortgage bonds (see Bonds).

Motorman, operation of car by, without conductor, petition of Milford, Attle-

borough and Woonsocket, dismissed, 379.

Motors, electric, number of, cxviii.

(See also returns.)

Mount Tom railroad (see tabulated statements and returns).

Muller, William A. et al., private railroad, Somerville, 237.

Mystic branch crossing. Mystic wharf, extension of time foi replacing ball signals,

Boston and Maine, 351.

Nahant and Lynn street railway, car steps, approval of type, 367.

extension of time to complete work of changing, 368.

description of, 437.

(See also returns.)

Nantasket Beach Steamboat Company, Sunday boats, 371.

(See also returns.)

Nantucket railroad, annual return, extension of time for filing, 349.

(See also returns.)
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Nashua and Acton railroad (see returns).

Nashua and Lowell railroad (see returns).

National Dock and Storage Warehouse Company, discrunination against, by Bos-

ton and Maine, xxix, xxx, 158-165.

National Express Company, rates and service, Dennis, Yarmouth, 214, 215.

Needham, alteration of crossing. New York, New Haven and Hartford, 243-247.

New Bedford, car stops, regulations, 378, 379.

locations, Union, 326.

operation, Union, 343.

New Bedford, Martha's Vineyard and Nantucket Steamboat Company, Sunday
boats, 371.

(See also returns.)

New Bedford and Onset street railway, car steps, approval of type, 367.

fares, increase in, 89-111, 188, 189.

rate case, 89-111.

(See also returns.)

Newbury, location, Massachusetts Northeastern, 323.

Newburyport, bridge guards, exemption from, Boston and Maine, 219.

Philadelphia and Reading Coal and Iron Company, 219.

location. Bay State, 321.

operation. Bay State, 337.

signals, ball, Boston and Maine, extension of time for operation, 351.

interlocking, Boston and Maine, approval of, 353.

New company, street railway, xcix.

New England Investment and Security Company (see returns).

New England Steamship Company, fares, 48, 49, 155, 156.

New England Telegraph Company (see returns)

.

New England Telephone and Telegraph Company, arrangement with Western
Union Telegraph Company relative to receipt and delivery of tele-

grams, 572.

contract with Western Electric Company, 564-568.

meters for measured service, 209-212.

rates, exchange, basis of, 572-576.

joint telephone-telegraph, proposed increase in, memorandum, 213, 214.

United Improvement Association, petition relative to, filed, 213.

Vinson, Thomas M. et al., petition relative to, filed, 213.

relations with American Telephone and Telegraph Company, discussion,

xxviii, Ixviii.

special report to legislature, 553-578.

service, measured, meters for, 209-212.

four party lines, diAdded ringing, 212.

United Improvement Association, petition relative to, filed, 213.

Vinson, Thomas M. et al., petition relative to, filed, 213.

New England Telephone and Telegraph Company of Massachusetts (see returns)

.

New Hampshire Electric Railways (see returns).

New London Northern railroad, extension of time for crossing by Holyoke, Am-
herst, 234.

(See also returns.)

(Sec also Central Vermont.)

Newton, alteration of crossing, Boston and Albany, designation of commissioner,

247.

locations, Middlesex and Boston, 324.

West End, 330.

service, Boston Elevated, 202-204.

Newtonville and Watertown street railway (see tabulated statements and returns).

New York, jitno5' law, clxvii, clxviii.
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New York and Boston Despatch Express Company, rates and serA^ce, Dennis,

Yarmouth, 214, 215.

New York Central railroad, annual return, extension of time for filing, 349.

bridge guards, Boston and Albany, exemption from, 219.

(See also Boston and Albany.)

New York, New Haven and Hartford railroad, accident, Atlantic, investigation of,

259-263.

alteration of crossing, Needham, 243-247.

bridge guards, exemption from, 219.

charters, special report upon, 486-490.

Connecticut Act amending, xxxAiii-xlii.

commutation tickets, Hopkinton to Boston, via Ashland, 166-168.

crossing protection. Great Barrington, 239.

Mansfield, 239, 240.

Springfield, 240, 241.

Worcester, 241.

electrification of Midland division, Bennett report on, 470-472.

extension of time for crossing, by Boston and Worcester, Framingham, 234,

235.

fares, one-way, changes in, 16-28, 48, 49, 155, 156.

forest fires, Barnstable county, 332, 333.

heating by steam, exemption from, 252, 253.

locomotives, petition for equipment with oil-burning devices, dismissed, 332,

333.

rates, effective on less than statutory notice, 171-173.

passenger (see Railroad Passenger Rate Ca'se).

relations to statute laws of this commonwealth, special report upon, 481-517.

service Brockton, 179.

Hopkinton, flag stations, petition for, dismissed, 166-168.

Metropolitan district, investigation of, special report upon, 429-431.

Middleborough, 175-178.

signals, interlocking tower, Atlantic, time releasing device, 353.

station accommodations, Hopkinton, 166-168.

South Worcester, 355.

Sunday trains, 372, 373.

tariffs, effective ©n less than statutory notice, 171-173.

validation of stock issued in Connecticut, investigation of subsidiaries, expendi-

tures, etc., discussion of, xiv, xv.

(See also returns.)

Norfolk and Bristol street railway, fares, increase in, 112-138, 189-191.

location, temporary, Walpole, 324.

rate case, 112-138, 189-191.

(See also returns.)

Northampton, locations, Connecticut Valley, 323.

Northampton street railway, 324.

operation, Connecticut Valley, 339.

Northampton street railway, 341.

Northampton street railway, locations, Northampton, Williamsburg, 324, 325.

operation, Northampton, 341.

(See also returns.)

North Andover, location. Bay State, 321.

Northbridge, location, Worcester Consolidated, 326.

operation, Worcester Consolidated, 346.

North Brookfield railroad (see returns).

North Cambridge, extension of time for replacing ball signals, Boston and Maine,

351.

North End street railway (see tabulated statements and returns).
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Northern Massachusetts street railway, annual return, extension of time for filing, 350.

car steps, approval of type, 367.

extension of time in which to complete work of changing, 368.

locations, Phillipston, 325, 330.

(See also returns.)

Northfield, name of South Vernon station changed to East Northfield, 358.

Schools, Trustees, petition for change of name of South Vernon station to

East Northfield, 358.

Northfield Farms Telephone Company (see returns).

North Orange Telephone Company (see returns)

.

North Reading, fares. Bay State, 180, 181.

Norton and Taunton, annual return, extension of time for filing, 350.

cars, approval of tj^e, 370.

snow plow, approval of type, 370.

(See also returns.)

Norwich and Worcester railroad (see returns).

Norwood, fares, Norfolk and Bristol, 112-138.

operation, Norwood, Canton and Sharon, 341.

Norwood, Canton and Sharon street railway, annual return, extension of time for

filing, 350.

operation, Norwood, 341.

(See also returns.)

Number, of corporations, canal, Ixxii.

railroad, Ixxii.

sleeping car, Ixxii.

street railway, xcix.

of employees, railroad, xc, xci.

street railway, xcviii.

Oak Bluffs street railway (see tabulated statements and returns)

.

Oakham and Coldbrook Springs Telephone Company (see returns).

Officers of various companies (see returns).

Old Colony railroad, annual return, extension of time for filing, 350.

land taking, Kingston, 314-316.

(See also returns.)

(See also New York, New Haven and 'Hartford.)

Operating costs, street railway, cxxxvi.

Operation, railroad, expenses and revenues of, Ixxviii-lxxxvi.

per freight-train mile, Ixxxvi.

per mile of road operated, Ixxxii, Ixxxiii.

per passenger-train mile, Ixxxiv.

per total revenue-train mile, Ixxxiii.

ratio of expenses to revenues, Ixxx.

(See also tabulated returns.)

Operation, street railway, xcix-c.

certificates preliminary to, 304, 305, 334-346.

earnings and expenses of, cx-cxvi.

per car mile, cxiii-cxvi.

per mile of main track, cxii, cxiii, cxiv.

per passenger, cxvi.

ratio of operating expenses to operating revenues, cxi, cxii.

(See also returns.)

joint use of tracks (see Joint Use of Tracks).

of car by one platform man, Milford, Attleborough and Woonsocket, petition

for, dismissed, 379.

regulations for. New Bedford, 378, 379.

(See also Sernce, Stations, Speed.)



636 INDEX.

Operation, telephone and telegraph, earnings and expenses of (see returns).

Ordinances, regulating jitney busses, clxii-clxv, clxxvi-clxxxv.

Otis, operation, Berkshire, 334.

Ownership, public, investigation as to cost of acquisition of street railway lines by
commonwealth, 517-553.

of transportation facilities, historical r6sum6 and discussion, 535-553.

Pacific Mills, bridge guards, exemption from, Lawrence, 219.

Palmer, operation, Springfield, 341.

Palmer, Frank L. and associates, purchasers of Warren, Brookfield and Spencer

(see Worcester and Warren).

Partridge, E. M. (see returns).

Passenger cars (see Cars, Equipment)

.

facilities (see Service).
,

fares (see Fares).

mileage (see Mileage).

rate case, 3-51.

revenue (see Revenue, Operation).

traffic (see Traffic).

Passengers, railroad, accidents to, xcii-xciv.

number of, Ixxxvi, Ixxxvii.

to and from Boston, 430.

(See also Metropolitan District Report on Transportation.)

(See also returns.)

Passengers, street railway, accidents to, cxviii, cxix.

(See also returns.)

number of, ex.

number carried per passenger mile and per passenger hour, cxvi, cxvii.

(See also Metropolitan District Report on Transportation.)

(See also returns.)

Peabody, extension of time for replacing ball signals, Boston and Maine, 351.

location. Bay State, 321.

operation. Bay State, 337.

Pennsylvania, jitney law, clxx.

Philadelphia and Reading Coal Company, bridge guards, exemption from, 219.

Phillipston, locations, Massachusetts Northeastern, 325.

Pittsfield, alteration of crossing, Boston and Albany, designation of commis-

sioner, 248.

bridge guards. New York, New Haven and Hartford, exemption from, 219.

operation, Berkshire, 338.

Pittsfield and North Adams railroad (see returns).

Plans, approval of, bridges, street railway, 216, 217.

cars (see Cars).

stations (see Stations).

Plymouth and Sandwich street railway, annual return, extension of time for filing,

350.

(See also returns.)

Point Shirley street railway, description of, 437.
,

(See also returns.)

Postal cars, railroad, number of, xc.

Postal Telegraph-Cable Company of Massachusetts (see returns).

Potter, H. C, petition for establishment of stopping point in Wellesley, Boston and

Worcester, dismissed, 207.

Power, plants, appraised by engineering department, Ixiv.

stations, investment in, cxxxvi.

street railway, report upon, cxxxiii-cxl.

Private land, street railway, construction upon, 330, 331.
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Private railroads, accidents (see Accidents).

crossings of highways by, Boston (South Boston), Boston Wharf Company,
236.

Boston (South Boston), Jenney Manufacturing Company, 236, 237.

Boston (South Boston), Walworth Manufacturing Company, 235, 236.

MiHord, John C. Dodds, 237.

Montague, Holbrook, Cabot and Rollins Corporation, 236.

Somerville, William A. Muller, Frank O. Squire and John P. Squire, Trus-

tees, 237.

Taunton, Taunton Gas Light Company, 237.

report upon, Ivi.

Protection at crossings (see Grade Crossings, Safeguards at).

Providence and Fall River street railway, car steps, extension of time to complete

work of changing, 369.

operation, Seekonk, 341.

(See also returns.)

Providence Telephone Company of Massachusetts (see returns)

.

Providence, Webster and Springfield railroad (see returns).

Providence and Worcester railroad (see returns).

Public ownership (see Ownership).

Public service commission, designated as commissioners, alteration of crossings

(see Crossings, Alterations of).

employees, personal records of, 384-387, 389-391.

expenses, 593.

members and official terms, iii.

special reports to legislature (see Legislature).

Puffer, William L., investigation of accident. East Boston tunnel, report of, 266-270.

subways and tunnels, Boston Elevated, investigation of safety conditions,

report of, 270-283.

communication of Boston Elevated concerning, 284^303.

discussion of, xxvi.

Pullman Company, annual return, extension of time for filing, 349.

(See also returns.)

Purchase of capital stock (see Capital Stock)

.

of railroads and street railways (see Consolidations)

.

Quincy, operation, Bay State, 337.

of cars of Bay State over private tracks of Fore River Shipbuilding Cor-

poration, 304, 305.

Railroad, committee, communications to, regarding Boston and Maine, 578-592.

companies, relations to statute laws of commonwealth and other states, special

report, 481-517.

law, suggested changes in, xxxii-xxxvii.

passenger rate case, 3-51.

reUef associations, recommendation for legislation concerning, xxxiii.

Railroad accidents (see Accidents).

bonds (see Bonds).

bridges (see Bridges).

cars (see Cars).

consolidations (see Consolidations).

construction (see Construction).

corporations (see Corporations).

crossings (see Crossings, Grade Crossings).

dividends (see Dividends).

employees (see Employees).

equipment (see Equipment).
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Railroad expenses (see Expenses, Operation).

express (see Express Service).

extensions (see Extensions).

fares (see Fares)

.

grade crossings (see Grade Crossings).

inspection (see Inspection).

locations (see Locations).

mileage (see Mileage).

operation (see Operation).

quarterly statements (see Quarterly Statements)

.

rates (see Rates)

.

repairs (see Repairs).

returns (see Annual Returns)

.

revenue (see Revenue, Operation).

rolling stock (see Rolling Stock).

service (see Service).

stations (see Stations).

statistics (see Statistics).

stock (see Capital Stock).

traffic (see Traffic).

Railroads, description of, 595-607.

electric (see Electric Railroads)

.

owned and operated, Ixxiii, Ixxiv.

private (see Private Railroads).

Railways (see Street Railways)

.

Rane, F. W., petition relative to oil-burning locomotives, New York, New Haven
and Hartford, dismissed, 332, 333.

Rapid transit lines. Metropolitan district, Bennett report upon, 424, 425, 460, 461.

service, report upon, 403-408, 420, 421.

Rate cases, railroad, 3-51.

street railway, 52-138.

Rate increases, discussion of, xii, xiii.

Rates, discrimination, against National Dock and Storage Warehouse Company,
158-165.

discussion of, xxix, xxx.

effective on less than statutory notice, 168-175.

express, Dennis and Yarmouth, 214, 215.

report upon, xlvii, xlviii.

Springfield street railway, 191, 192.

freight, average, on all Massachusetts roads, 1886-1915, Ixxxix.

on five roads, 1900-1915, xc.

report on, xlvi, xlvii.

milk, Boston and Maine, proposed changes in, suspended, 157, 158.

passenger, xlv, xlvi, 3-51.

reparation (see Reparation)

.

street railway (see Fares)

.

tariffs (see Tariffs).

telegraph. Western Union, proposed increase, memorandum, 213, 214.

telephone, basis of, in any given territory, 572-576.

extension sets, Ixviii, Ixix.

joint telephone-telegraph. Western Union, proposed increase in, memo-
randum, 213, 214.

meters for measured service, Ixviii, 209-212.

schedule. New England Telephone and Telegraph Company, 576-578.

United Improvement Association, petition relative to rates and service,

filed, 213.

Vinson, Thomas M., et al., petition relative to rates and service, filed, 213.
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Rate and tariff department, chief of, personal record, 384, 385.

duties of, ix.

work of year, summary of, xlv-xlix.

Reading, service. Bay State, 197, 198.

transfers. Bay State, 180.

Regulations, for car stops. New Bedford, 378, 379.

Relations between New England Telephone and Telegraph Company and Ameri-

can Telephone and Telegraph Company, special report, 553-578.

Rentals, paid by various companies (see returns).

Reorganization and consolidation of companies constituting Boston and Maine
Railroad, communications to chairman of railroad committee concern-

ing, 578-592.

Repairs, railroad (see returns).

street railway (see returns).

telephone and telegraph (see returns).

Reparation, Boston and Albany, to Wellesley Gravel Company, 168.

recommendation for legislation concerning, xxxii.

Reports to legislature (see Legislature),

Returns, annual (see Annual Returns).

Revenue, railroad, from operation, Ixxviii-lxxxv.

from express service, Ixxix.

from passenger and freight service, Ixxix-lxxxi.

ratio of expenses to, Ixxxiv.

total, Ixxviii, Ixxx.

(For revenue of each company, see returns.)

(See also Operation.)

Revenue, street railway, from operation, cix, cxiii, cxvi.

ratio of expenses to, cxi, cxii.

(For revenue of each company, see returns.)

Revenue, telephone and telegraph (see returns).

Revere, accident, Boston and Maine, investigation of, report, 257-259.

bridge. Bay State, approval of plan, 216.

locations, Bay State, 322.

operation, Bay State, 337.

signals, temporary, Boston and Maine, 352.

station, Boston and Maine, petition for change in location, dismissed, 358-360.

Revere Board of Trade, petition relative to change in location of Boston and Maine
station. Revere, 358-360.

Revocation of location, Maynard, Concord, Maynard and Hudson, 323.

Rhode Island, act relative to incorporation of New York, New Haven and Hartford

Railroad Company, xliii, xliv.

jitney law, clxviii-clxx.

Richmond Telephone Company (see returns).

Rockland, fares. Bay State, 182.

Rockport, bridge guards, exemption from, Rockport Granite Company, 219.

Rockport Granite Company, bridge guards, exemption from, 219.

Rolling stock, amount of, xc, cxviii.

(iSee also Equipment.)

Routes, of car (see Service).

of railroads and railways (see Locations)

.

Rowley Telephone Company (see returns)

.

Russell, Charles A., appointed member of Commission, vii, 383.

designated as commissioner, alteration of crossing, Washington, 248.

Rutland, bridge guards, Boston and Maine, exemption from, 219.

Safeguards, at bridges (see Bridges).

at crossings (see Grade Crossings).
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Safeguards, at stations (see Stations).

Safety conditions, in subways and tunnels, Boston Elevated, report of William L.

Puffer, 270-283.

communication concerning, by Boston Elevated, 284-303.

Safety devices (see Fenders and Wheelguards; Brakes; Signals)

.

Salaries (see returns)

.

Sale of capital stock at auction (see Capital Stock)

.

of railroads and street railways (see Consolidations)

.

Salem, sprinkler cars. Bay State, 382.

Salisbury, location, Massachusetts Northeastern, 324.

Saugus, location, Bay State, 322.

Savings banks, investments in bonds of railroad and street railway companies,

reference to law governing, xxxv-xxxvii.

street railway bonds, legal investments for, 376, 377.

Scituate Steamboat Company, Sunday boats, 371.

School fares. Blue Hill, Canton, 185-187.

Seekonk, operation, Providence and Fall River, 341.

Senate (see Legislature).

Service, express, Dennis, 214, 215.

Yarmouth, 214, 215.

railroad, changes in, discussion of, xiii.

Metropolitan district, Bennett report upon, 429-432.

New York, New Haven and Hartford, Hopkinton (flag stations), 16&-168.

Middleborough, 175-178.

Montello, 179.

Service, street railway, Bay State, Methuen, 194, 195.

Reading, 197, 198.

Boston Elevated, Brighton, Oak Square to Central square, Cambridge, 198.

Cambridge, 198, 202-206.

Charlestown, belt line, 199.

Meeting House Hill line, 200.

Newton, 202-204.

West Roxbury, 200-202.

Boston and Worcester, petition for stopping point, Wellesley, dismissed, 207.

Metropolitan district, special report upon, 392-480.

Springfield street railway, complaiiit of S. Alton Capron concerning service on

Westfield division, 208, 209.

Service, telegraph, arrangement between the American Telephone and Telegraph

Company, New England Telephone and Telegraph Company and the

Western Union Telegraph Company, 572.

discussion of, Ixx, Ixxi.

Service, telephone, investigation of, proposed, xxviii, xxix, Ixviii.

New England Telephone and Telegraph Company, four-party lines, divided

ringing, Ixix, 212.

meters for measured service, IxAdii, 209-212.

United Improvement Association and Thomas M. Vinson et al., petition rela-

tive to, filed, 213.

report upon, Ixvi-lxxi.

Service, ticker. Gold and Stock Telegraph Company, United Telegram Company,

petition of Calvin H. Foster, 139-154.

Sharon, fares. Blue Hill, 52-88.

Shelburne, block signal, Boston and Maine, relocation of, 353.

Shelburne Falls and Colrain street railway, cars, approval of type, 370.

car steps, approval of type, 367.

(See also returns.)

Signals, railroad, ball, use of, report of engineering department, Ixv, Ixvi.

Boston and Albany, Chester, 353.
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Signals, railroad, Boston and Maine, Arlington, 353.

ball, extension of time for operation, 351.

block, change in form of semaphore arms, 353.

Hoosac tunnel, 353.

Lynn, 352.

Newburyport, 353.

Revere, temporary, 352.

Shelburne, 353.

South Sudbury, 352.

Woburn, 353.

installation of, etc., to be reported to Commission, circular, 352.

New York, New Haven and Hartford, Atlantic, time releasing device, 353.

relocation of, etc., to be reported to Commission, circular, 352.

report of engineering department concerning, Ixiv, Ixv.

Signals, street railway. Bay State, automatic, Lawrence, Maiden, 353.

Boston Elevated, East Boston tunnel. East Boston tunnel extension, 354.

Tremont street subway, relocation of, 354.

Boston and Worcester, Framingham, 353.

Connecticut Valley, Greenfield, 353.

relocation, installation of, etc., to be reported to Commission, circular, 352.

report of engineering department upon, Ixiv, Ixv.

Union, Fairhaven, 354.

Worcester Consolidated, change in type, 354.

Signs at crossing (see Crossing Sig7is).

Sleeping car companies, number of, Ixxii.

Snow plow, approval of type, Norton and Taunton, 370.

Somerset, operation. Bay State, 337.

Somervilie, locations. West End, 330.

operation. West End, 345, 346.

private railroad, William A. MuUer, Frank O. Squire and John P. Squire,

Trustees, 237.

Somervilie Horse Railroad (see returns).

South Boston (see Boston).

Southern Massachusetts Telephone Company (see returns).

Southern New England railroad (see returns).

South Lawrence (see Lawrence).

South Sudbury (see Sudbury).

South Vernon, extension of time for operation of ball signals, Boston and Maine,

351.

station, Boston and Maine, Central Vermont, name changed to East North-

field, 358.

South Worcester, station accommodations, Boston and Albany, 355.

New York, New Haven and Hartford, 355.

Springfield, accident, Springfield street railwa5% investigation of, 264-266.

bridge guards, Boston and Albany, exemption from, 383.

Springfield Rendering Company, exemption from, 219.

crossing protection. New York, New Haven and Hartford, 240, 241.

locations, Springfield, 325.

operation, Springfield, 342.

Springfield Railway Companies (sec returns).

Springfield Rendering Company, bridge guards, exemption from, 219.

Springfield street railwily, accident, Springfield, investigation of, 264-266.

car steps, approval of type, 367.

extension of time to complete work of changing, 369.

cars, approval of type, 370.

dividends, communication to Ijank coiiimissioiior, 376, 377.

crossing protection. New York, New Haven and Hartford, 240, 241.
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Springfield street railway, locations, Chicopee, Springfield, Ware, Westfield, West
Springfield, 325, 326, 331.

operation, Chicopee, Palmer, Springfield, Westfield, West Springfield, 341, 342.

rates, express, 191, 192.

service, Westfield division, complaint of S. Alton Capron et al., 208, 209.

stock, issue, 225, 226.

tariff, suspension of, 191, 192.

wheelguard, approval of, 382, 383.

(See also returns.)

Sprinkler cars. Bay State, Everett, Lowell, Maiden, Salem, 382.

Boston Elevated, Boston, Everett, Maiden, 381, 382.

Squire, Frank O. and John P., et al., private railroad, Somerville, 237.

State Forester (see F. W. Rane)

.

State Line Co-operative Telephone Company (see returns).

State Line Telephone Company (see returns).

Stations and station accommodations, railroad, Boston and Albany, Chester,

356, 357.

South Worcester, 355.

Boston and Maine, East Deerfield, relocation of, 357.

Revere, petition for change in location, dismissed, 358-360.

South Vernon, name changed to East Northfield, 358.

Central Vermont, South Vernon, name changed to East Northfield, 358.

New York, New Haven and Hartford, Hopkinton, petition for flag stations,

dismissed, 166-168.

South Worcester, 355.

Stations and station accommodations, street railway. Bay State, Winchester, 361,

362.

Boston Elevated, Boston, Bennett report upon, 461-465, 467.

Central square, enlargement of exit, approval of plan, 362.

Dudley street, study relative to relief of congestion at east loop, 363.

Egleston square, changes in, approval of plan, 363.

Harvard square, changes at, approval of plans, 363.

Massachusetts, flower stands in, 364.

telephone booths, Bowdoin, Copley, Massachusetts, Scollay Under, Wash-
ington, 364, 365.

(See also Waiting Rooms.)

Statistics, express, cxxx, cxxxi.

railroad, Ixxii-xcviii, 597-607.

street railway, xcix-cxxv.

telegraph, cxxviii, cxxix.

telephone, cxxvi-cxxviii.

voluntary associations, cxxxii.

Steamboats, Sunday, 371.

Steam heating, exemption from (see Heating).

Steam railroads (see Railroads).

Sterling, bridge guards, Boston and Maine, exemption from, 219.

Stockholders, railroad (see returns),

in Massachusetts (see returns),

street railway (see returns).

in Massachusetts (see returns),

telephone and telegraph (see returns).

Stock issues (see Capital Stock).

Stock ticker case, 139-154.

discussion of, xxx, xxxi, Ixxi.

Stone, Everett E., designation as commissioner, alteration of crossings, Everett,

HoUiston, Pittsfield, Westborough, 248.

Stony Brook railroad (see returns).
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stop, "know-nothing," Boston and Maine, at South Lawrence, exemption from,

351, 352.

Stops, car. New Bedford, regulations, 378, 379.

Stoughton, fares. Blue Hill, 52-88.

Street railway accidents (see Accidents).

bonds (see Bonds)

.

bridges (see Bridges)

.

cars (see Cars).

consolidations (see Consolidations).

construction (see Construction).

crossings (see Grade Crossings, Time Extended).

dividends (see Dividends).

earnings (see Operation).

employees (see Employees).

equipment (see Equipment).

expenses (see Expenses, Operation).

express (see Express Transportation, Street Railway)

.

fares (see Fares and Transfers).

inspection (see Inspection).

locations (see Locations)

.

mileage (see Mileage).

operation (see Operation).

power (see Power).

rates (see Fares).

returns (see Annual Returns)

.

service (see Service).

signals (see Signals).

stations (see Stations).

statistics (see Statistics).

stock (see Capital Stock)

.

stops (see Stops).

traffic (see Traffic).

wheelguards (see Wheelguards).

Street railway companies, dropped from list, xcix.

earning five per cent dividends, 376, 377.

financial conditions and business operations, xcix-cxxv.

new, xcix.

number, xcix.

operation, xcix.

Street railways, cost, capital investment in, cvi-cviii.

number and mileage, xcix-ci.

public ownership, investigation as to cost of acquisition by commonwealth,

special report, 517-553.

of transportation facilities, historical resume and discussion, 535-553.

Subscribers, telephone, number of (see returns).

Subways, Boston Elevated, investigation of safety conditions in, report of Pro-

fessor WiUiam L. Puffer, 270-283.

communication concerning, by Boston Elevated, 284-303.

Sudbury, signal, Boston and Maine, 352.

Sunday boats, 371.

trains, 372, 373.

Surplus, railroad (see returns).

street railway, ctii.

percentage of, to capital stock, ciii.

(See also returns.)

telephone and telegraph (see returns).

Swampscott, operation. Bay State, 338.
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Switching charges, Boston and Maine, discrimination against National Dock and
Storage Warehouse Company, 158-165.

discussion of, xxix, xxx.

Switching connections, law governing, suggested change in, xxxiv, xxxv.

Tables compiled from express returns, cxxx, cxxxi.

from railroad returns, 597-607.

from street railway returns, cxx-cxxv.

from telegraph returns, cxx^dii, cxxix.

from telephone returns, cxxvi, cxxvii.

from voluntary association returns, cxxxii.

Taghconic Telephone Companj'^ (see returns).

Tariffs, effective on less than statutory notice, 168-175.

express, suspension of certain, 191, 192.

number filed, xlv.

railroad, suspension of certain, 155-158.

street railway, suspension of, 179, 183, 184, 185, 187, 188-191.

Taunton, joint use of tracks, Bay State, East Taunton, 305.

private railroad, Taunton Gas Light Company, 237.

operation, Bay State, 338.

Taunton Gas Light Company, private railroad, Taunton, 237.

Taunton and Pawtucket street railway, annual return, extension of time for filing,

350.

car steps, extension of time to complete work of changing, 369.

(See also returns.)

Taxes, amount of (see tables).

Telephone, booths in stations, Boston Elevated, 364, 365.

meters for measured service. New England Telephone and Telegraph Com-
pany, 209-212.

Telephone and telegraph companies, annual returns (see Annual Returns).

income, tabulated statement from reports, cxxvi-cxxix.

relations between certain, special report, 553-578.

discussion of, xxviii.

service (see Service).

Telephone and telegraph department, chief of, personal record, 391.

duties, X.

employees, personal records, 391.

work of year, summary of, Ixvi—Ixxi.

Templeton, alteration of crossing, Boston and Albany, designation of commis-

sioner, 248.

Tennessee, jitney bus act, clxxi, clxxii.

Terminal facilities, Metropolitan district, Bennett report upon, 479.

Tickets (see Commutation Tickets; Mileage; Workingmen's Fares).

Track, maintenance of, Boston and Worcester, Marlborough, 232, 233.

Tracks, joint use of (see Joint Use of Tracks).

private, crossings by (see Private Railroads).

Traffic, volume of, railroad, Ixxxv-lxxxviii.

street railway, ex.

(See also Freight, Mileage and Passengers.)

(See also returns.)

Train, mileage, Ixxxv, Ixxxvi.

service (see Service).

Trains, Sunday, 372, 373.

Transfers, Bay State, Andover, 180.

Brockton, 182.

Haverhill, 192-194.

Lawrence, 192-194.
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Transfers, Bay State, Methuen, 194, 195.

North Reading, 180, 181.

Reading, 180.

Rockland, 182.

Boston Elevated, Boston (city proper), Allston, Charlestown, 195-197, 199, 200.

Brookline, 197.

Everett, 197.

Medford, 197.

Norfolk and Bristol, 112-138.

{See also Fares.)

Transportation, expenses and revenues of (see Operation).

express and freight, on street railways (see Express Transportation, Street Rail-

way).

facilities for, railroad, street railway (see Service).

free (see Free Transportation).

rates for (see Fares and Rates)

.

Trespassers, on railroads, accidents to, xcii, xciii, xcviii.

Trolley lines (see Street Railways).

Tuck, Whitfield et al., petition for waiting room for patrons of Bay State in Win-

chester, 361, 362.

Tunnels, Boston Elevated, investigation of safety conditions in, report of Professor

William L. Puffer, 270-283.

communication concerning, by Boston Elevated, 284-303.

East Boston, accident in, investigation of, report, 266-270.

Turners Falls (see Montague)

.

Uniformity of railroad laws, special report, 481-517.

Union Freight railroad, bridge guards, Boston, exemption from, 219. *

(See also returns.)

Union street railway, car steps, approval of type, 367.

extension of time for changing, 369.

car stops, regulations for. New Bedford, 378, 379.

dividends, communication to bank commissioner, 377.

locations, Fairhaven, New Bedford, 326.

operation, Fairhaven, New Bedford, 343.

signals, relocation of, Fairhaven, 354.

(See also returns.)

United Improvement Association, petition relative to rates and service. New
England Telephone and Telegraph Company, 213.

United Telegram Company, ticker service, petition of Calvin H. Foster, 139-154.

Validation Act of 1910, discussion of, 490.

Validation of stock of New York, New Haven and Hartford issued in Connecticut,

discussion of, xiv, xv.

Valuation, railroad, discussion of, xx-xxii.

Vaughn, Ernest H., station accommodations. South Worcester, Boston and Albany,

New York, New Haven and Hartford, 355.

Vermont and Massachusetts railroad (see returns).

Vinson, Thomas M. et al., rates and service. New England Telephone and Tele-

graph Company, filed, 213.

Volume of traffic (see Traffic).

Voluntary associations, income account, tabulated statement, cxxxii.

Wages, raihoad (see returns).

street railway (see returns).

Waiting room accommodations, Bay State, Winchester, 361, 362.

(<5ee also Stations.)
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Wakefield, location, Bay State, 322.

Walpole, fares, Norfolk and Bristol, 112-138.

temporary location, Norfolk and Bristol, 324.

Walworth Manufacturing Company, agreement with Boston Elevated Railway
Company, approval of, 235, 236.

private railroad, South Boston, 235.

Ware, location, Springfield, 331.

Ware and Brookfield street railway, annual return, extension of time for filing, 350.

car steps, extension of time to complete work of changing, 369.

(See also returns.)

Wareham, fares. New Bedford and Onset, 89-111.

Ware River railroad (see returns).

Warren, alteration of crossing, Boston and Albany, designation of commissioner,

248.

land taking, Boston and Albany, 307-309.

Warren, Brookfield and Spencer street railway, car steps, extension of time in which

to complete work of changing, 369.

dropped from list, xcix.

purchasers of, may obtain charter under name of Worcester and Warren
Street Railway Company, 377.

replacement cost of, 226, 227.

(See Worcester and Warren Street Railway Company.)

Washington, alteration of crossing, Boston and Albany, designation of commis-

sioner, 248.

Washington (D. C), law relating to jitneys, clxxiii, clxxiv.

Washington Mills (see American Woolen Company).

Water-line transportation revenue, Ixxix.

Waterman, C. H., Proprietor, Scituate Steamboat Company, Sunday boats, 371.

Watertown, operation. West End, 346.

Wayland, location, Middlesex and Boston, 324.

Webster and Dudley street railway (see returns).

Wellesley, stopping point, at Worcester and LongfeUow streets, Boston and Worces-

ter, 207.

Wellesley Gravel Company, reparation, Boston and Albany, 168.

Westborough, alteration of crossing, Boston and Albany, designation of commis-

sioner, 248.

West Boylston, location, Worcester Consolidated, 326, 327.

operation, Worcester Consolidated, 346.

West Bridgewater, operation. Bay State, 338.

West Brookfield, location, Worcester and Warren, 327.

West End street railway, bonds, application of proceeds of prior issue, 227, 228.

issue of, 228, 229.

dividends, communication to bank commissioner, 377.

locations, Arlington, Boston, Cambridge, Medford, Newton, Somerville,

327-330.

extension of time for completion of work under 346th location, Charlestown,

328.

extension of time for temporary location, Dorchester, 318.

operation, Belmont, Boston, Brookline, Cambridge, Everett, Medford, Somer-

ville, Watertown, 343-346.

stock, apphcation of proceeds of prior issue, 227, 228.

issue, 227, 228.

sale at auction, 228.

(See also Boston Elevated.)

Western Electric, contract with New England Telephone and Telegraph Company,

565-568.
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Western Union Telegraph Company, arrangement with American and New Eng-
land Companies relative to receipt and delivery of telegrams, 572.

rates, proposed increase in joint telephone-telegraph, memorandum, 213, 214.

ticker service, Calvin H. Foster, 139-154.

Westfield, land taking, Boston and Albany, 312-314.

locations, Springfield, 325, 326, 331.

operation, Springfield, 342.

service, Springfield, complaint of S. Alton Capron et al., 208, 209.

West Newbury, accident, Bay State, investigation of, 263, 264.

location. Bay State, 322.

West Roxbury (see Boston).

West Springfield, bridge guards, Boston and Albany, exemption from, 383.

locations, Springfield, 326, 331.

operation, Springfield, 342.

West Stockbridge Mutual Telephone Company (see returns).

Weymouth, location. Bay State, 322.

operation, Bay State, 338.

Wheeler Express Company, annual return, extension of time for filing, 350.

Wheelguard, approval of, Springfield, 382, 383.

Whistling, locomotive, Boston and Maine, Montserrat, 237, 238.

White, Clinton, retired, vii.

Whitman, operation. Bay State, 338.

Williamsburg, locations, Northampton street railway, 325.

Winchendon, extension of time for replacing ball signals, Boston and Maine, 351.

Winchester, operation. Bay State, 338.

waiting room. Bay State, petition for, dismissed, 361, 362.

Winnisimmet street railway (see returns).

Wires, location, Worcester Consolidated, Worcester, 327.

Wisconsin, law relating to jitneys, clxxiv-clxxvi.

Woburn, crossing protection, Boston and Maine, 238, 239.

location, Bay State, 322.

operation. Bay State, 338.

signal, Boston and Maine, 353.

Wood, P. W., Lumber Company, bridge guards, exemption from, 219.

Worcester, bridge guards, exemption from, Claflin-Sumner Coal Company, 219.

P. W. Wood Lumber Company, 219.

crossing protection, New York, New Haven and Hartford, 241.

locations, Worcester Consolidated, 327.

operation, Worcester Consolidated, 346.

ordinance regulating motor vehicles, clxxxiv-clxxxv.

station accommodations, South Worcester, Boston and Albany and New York,

New Haven and Hartford, 355.

Worcester Consolidated street railway, bridges, approval of plans, Grafton, Lan-

caster, Leominster, Millbury, 217.

car steps, approval of type, 367.

extension of time in which to complete work of changing, 369.

cars, approval of type, 370.

dividends, communication to bank commissioner, 377.

locations, Blackstone, Grafton, Leominster, Northbridge, West Boylston,

Worcester, 326, 327, 331.

operation, Blackstone, Grafton, Leominster, Northbridge, West Boylston,

Worcester, 346.

purchase of section of track owned by Boston and Worcester in Marlborough,

231, 232.

maintenance of track sold, 232, 233.

signals, changes in tj^pe, approval of, 354.
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Worcester Consolidated street railway, stock, issue, 229, 230.

(See also returns.)

Worcester Railways and Investment Company (see returns)

.

Worcester and Shrewsburj' railroad, annual return, extension of time for filing, 349.

(See also returns.)

Worcester and Shrewsbury street railway, annual return, extension of time for

ming, 350.

(See also returns.)

Worcester and Warren street railway, capital stock, amount to be specified in

agreement of association, 226, 227.

corporate name, approval of, 377.

location, West Brookfield, 327.

(See also returns.)

Worcester and Webster street railway (see tabulated statements aiid returns)

.

Workingmen's fares, railroad, Boston and Maine, Ballardvale to Andover, 158.

street railway, Bay State, Brockton, 182.

Rockland, 182.

Blue HiU, 52-88.

Wrentham, operation, Milford, Attleborough and Woonsocket, 340.

Yarmouth, rates and service, Adams Express, 214, 215.

Zone system of fares, discussion of, 412-415.


