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To the Honorable Senate and House of Representatives in General Court

assembled.

We respectfully submit the sixth annual report of the Pub-

lic Service Commission: —





COMMISSIONERS' REPORT.

During the year an Act was passed, chapter 283 of the Gen-

eral Acts of 1918, reducing the number of commissioners from

five to three, and the term of office from five years to three

years. The Act provided that two of the new appointments

should be made from the existing membership of the Commis-

sion, but this rule was in fact followed in the case of all three

appointments. No other change was made in the Public Serv-

ice Commission law, except that the governor was empowered

to select commissioners "regardless of political affiliation", and

that single commissioners were given the right, under certain

restrictions, to conduct investigations, inquiries and hearings.

A table is herewith presented, similar to the tables in our

last two annual reports, indicating the volume of work requir-

ing the attention of the Commission during the year.

Petitions.
Class. 1917. 1918.

Railroad, 68 60

Street railway, 162 178

Telephone and telegraph, 4 5

Miscellaneous, . 2 1

236 244

Investigations.

Railroad, . 4 2

Street railway, . 6 3

Telephone and telegraph, 3 -

13 5

Complaints.

Railroad, 186 153

Street railway, 195 210

Telephone and telegraph, 725 993

Miscellaneous, 17 12

1,123 1,368

Applications.

RaUxoad, 114 9V

Street railway, 114 128

Telephone and telegraph, - 7

Miscellaneous, 22 12

250 244

1,622 1,861
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It was thought by some that the passage of the special acts

relative to the Boston Elevated Railway Company and the

Bay State Street Railway Company and of the general "service-

at-cost" act for all street railway companies, together with the

taking over of the railroad, telephone and telegraph properties

by the Federal government, would materially reduce our duties,

but the Commission has not been sensible of any such reduc-

tion. As in the two years previous, work was carried on by the

commissioners throughout the summer months without vaca-

tion. The new situation has given rise to new duties, as will

hereinafter appear.

Railroads.

On December 28, 1917, the President took over the posses-

sion, use, control and operation of all the railroads of the

Federal country engaged in general transportation, includ-
controi.

jj-jg controlled water lines, and provision was made

by Congress for the operation of these transportation systems

while under Federal control and for the just compensation of

their owners in an Act approved March 21, 1918. Control may
continue during the period of the war and for a reasonable time

thereafter, not exceeding twenty-one months.

The situation has caused some uncertainty. The Act of

Congress provided that the carriers, while under Federal con-

trol, should be "subject to all laws and liabilities as common
carriers, whether arising under State or Federal laws or at

common law, except in so far as may be inconsistent with the

provisions of this Act or any other Act applicable to such Fed-

eral control or with any order of the President." It was also

provided that nothing in the Act should be construed "to

amend, repeal, impair, or affect the existing laws or powers of

the States in relation to taxation or the lawful police regula-

tions of the several States, except wherein such laws, powers,

or regulations may affect the transportation of troops, war

materials. Government supplies, or the issue of stocks and

bonds."

The language quoted leads to the inference that Congress

did not intend to reduce State regulation to a nullity, but

wished to preserve it, so far as it did not interfere in any

proximate and tangible way with the transportation of troops
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and munitions, and that this regulation which it sought to pre-

serve included authority over intrastate rates, for the regula-

tion of rates is undoubtedly an exercise of police powers. The

interpretation placed upon the Act by the Railroad Adminis-

tration, however, has apparently been very different. We say

"apparently", because no authoritative and comprehensive

statement upon this subject has been made either by the Direc-

tor General or by his immediate legal advisers. In practice it

has been assumed by the Railroad Administration that the

President, acting through the Director General, has power to

initiate intrastate as well as interstate rates, regardless of the

provisions of State statutes, and that the State commissions

have no power of review over rates so initiated. They have

been filed with the State commissions "for information only"

and not in accordance with State statutory provisions. In the

case of service, the practice has varied, but it has seemed to be

the theory that the power of the Director General over service

and accommodations is complete and that the State commis-

sions may exercise authority, if at all, on sufferance only.

In regard to questions of local service and accommodations,

we are glad to say that no dispute over authority has arisen in

Massachusetts. The jurisdiction of the Commission in these

matters has not, so far as we are aware, been questioned by the

New England representatives of the Railroad Administration.

In the case of rates, however, the situation is otherwise.

At the time of our last annual report. Commissioner Anderson

of the Interstate Commerce Commission had just finished hear-

ings in Boston upon the application of all railroads
SSit63.

operating in New England for approval of substan-

tial increases in both passenger and freight rates. These hear-

ings were held jointly with representatives of the State com-

missions of New England, in order that time might be saved

and the benefits of mutual conference secured. On April 16,

1918. the Interstate Commerce Commission approved practi-

cally the increases which were sought— namely, an increase in

single ticket passenger rates from 2| cents to 2f cents per mile

and a corresponding increase in mileage ticket rates, an increase

ia trip-tickets rates of 25 per cent, and new class freight rates

corresponding to the schedule which had recently been pre-
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scribed by the Interstate Commerce Commission for Zone B
(Central Michigan) of Central Freight Association territory.

On May 25, 1918, however, before these new rates had been

made effective, Director-General McAdoo issued an order, ap-

plicable all over the country, placing single-ticket passenger

rates and mileage ticket rates on the basis of 3 cents per mile^

increasing commutation and trip-ticket rates 10 per cent, and

increasing freight rates in general 25 per cent. The passenger

rates so authorized superseded those approved for New England

by the Interstate Commerce Commission, but in the case of the

freight rates the 25 per cent was added to the new class rates

which the Commission had authorized, rather than to the old

rates. This was at least the intent, although it has as yet been

carried out only by the New Haven company. The Boston and

Maine and the Boston and Albany companies for the time

being increased the old rates 25 per cent, but expect to intro-

duce the new and higher scale at an early date.

The rates so ordered by the Director-General were made

effective intrastate as well as interstate, without compliance

with the provisions of our statutes. In our judgment there is

doubt whether they are lawful in Massachusetts. Under war

conditions, however, the Commission did not feel justified in

provoking litigation over the matter, but contented itself by

informing the Dirtector-General in writing, as well as the Fed-

eral manager and the president of each of the roads, that it

questioned the legality of the rates and would feel free to take

such action in accordance with this view, after the war was-

over, as the public interest might seem to demand. In our

judgment, Congress ought, if possible, to clear up this doubt

relative to intrastate rates in any action which it may take

upon the railroad situation. So far as Massachusetts is con-

cerned, the question is not very important in the case of freight

rates, for the great bulk of the traflSc is interstate; but this is

not true of passenger rates. In our opinion the State commis-

sions ought at least to retain jurisdiction over intrastate

passenger charges. This traffic is of great local significance, and

should be dealt with in accordance with local conditions. The

tendency of centralized national control will, we fear, be towards

uniformity, and to treat the great suburban traffic moving ta
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and from Boston, for example, upon some standardized basis

which may not be fairly adjusted to local needs.

At the time of his order increasing rates, the Director-General

asked all State commissions for advice "in perfecting the rates

thus initiated" and in making "the inevitable readjustments

needed to accomplish the largest measure of relative justice.'*

When the new rates were introduced, it soon became apparent

that they were unjust in important respects to New England,

and upon the invitation of this Commission hearings were held

in Boston by representatives of the commissions of the six New
England states, at which. shippers were given an opportunity to

present complaints. These hearings resulted in the submission

of a Memorial to the Director-General, signed by members of

all these commissions, stating concisely the grounds for com-

plaint and the relief asked for. This Memorial is printed in full

in the appendix to this report. It was followed up by corre-

spondence and conference with the Washington authorities and

resulted in the abandonment of the attempt to do away with

the so-called "differential rates" to the West via the Canadian

lines, which have been in existence for more than forty years

and are of so much importance to our industries.

Less progress has been made in the case of complaints over

coal rates and class freight rates, but we have reason to believe

that the need for adjustment is recognized, and that there is

reasonable prospect that relief will eventually be given. The

local class rates in New England are now on a substantially

higher basis, in general, than the corresponding rates in the

adjoining territory west of the Hudson river^ and discriminate

unfairly against our industries. Disproportionate increases

have also been made in the rates on bituminous coal moving all-

rail and by rail and water into New England, notwithstanding

the peculiar importance of such rates to this part of the country.

This situation illustrates, we believe, the value of having some

official State body equipped to deal with questions relating, not

only to local, but to interstate rates and service, even if it

possesses no direct jurisdiction over such matters. In the past

this fact has not been recognized in New England to the extent

that it has in many other sections, especially in the Middle

West and the Far West. The prosperity of Massachusetts is
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closely interwoven with its transportation facilities, and, while

our commercial organizations can be counted upon to guard

their interests in proceedings before the Federal authorities, the

commonwealth has a still broader interest of its own which

ought to be adequately represented and protected. It is the

hope of the Commission that it may be able to continue the

work along these lines which it has undertaken during the past

year, and, if the need develops as we believe it will, we shall

feel free to ask the General Court at its next session for an in-

creased appropriation for our Rate and Tariff Department. At

present it consists of one man and a stenographer and is handi-

capped, both as to time and facilities, in the research and in-

vestigation which rate questions often require.

During the year the Commission, at the request of the

United States Railroad Administration, submitted a report in

regard to the physical condition of the railroad

properties within the state and the passenger and

freight service afforded. This is given in full in the appendix to

this report. Some considerable progress has been made by the

New Haven and Boston and Maine roads in improving track

and terminal facilities, but the Commission found that, owing

to the difficulty in securing labor, ordinary maintenance work

had in certain cases been much delayed. Mild weather in

November and December, however, made it possible to recover

some of this lost ground.

Passenger service has been greatly curtailed since the begin-

ning of the war for the purpose of conserving fuel and facilitat-

ing the movement of troops and munitions. Now that the war

is over, the question must receive renewed consideration. It is

beginning to be apparent that the railroads in this part of the

country will seek from motives of economy to retain the sched-

ules which were introduced for the sake of "winning the war",

and that they will claim that the former service was unneces-

sarily frequent and the present service adequate. The change

which has taken place may be indicated by the fact that in the

winter of 1910 there were 636 passenger trains entering and

leaving the North station in Boston per day, while the number

&t the present time is 368. Of course it has been possible to

accommodate traffic only by running longer trains and using
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heavier engines. The trains are now so long that they have

outgrown station platforms, in many cases, and also terminal

facilities in Boston, and the liability to delay has been ma-

terially increased. The smaller communities outside the Metro-

politan district are now receiving service which is woefully

meager, and the cities have much less express service than used

to exist. The situation has been aggravated of late by the fact

that the raising of street railway fares has thrown much addi-

tional traffic upon the steam railroad lines. It undoubtedly

calls for thorough consideration at an early date.

Freight service, on the whole, has improved during the past

year. At all events, there is less congestion upon the lines at

present than for some years past. This is in part due to the

slackening of traffic since the war ended. In this connection,

aside from general conditions, there seems reason to believe that

the greatly increased minimum charges for handling freight

have diverted much short-haul traffic to motor trucks. On this

point see the report of the chief of our Rate and Tariff Depart-

ment which is submitted with this report.

During the year the Commission has made no very definite

progress in the investigation of terminal conditions in Boston,

provided for by chapter 149 of the Resolves of Terminal

1916. This has been due to the uncertainty caused conditions,

by the war and to the fact that, under Federal control of rail-

roads, methods of operation have changed. The total amount of

freight handled in Boston by all roads, both house and yard, was

14.5 per cent less in November, 1918, than in the corresponding

month of the previous year. In the case of house freight the

decrease has been more than 25 per cent.

As above indicated, the decrease in the general volume of

traffic has had much to do with this, but other factors enter in.

One is the adoption of the so-called "sailing day" plan, under

which less-than-carload freight is shipped from the important

distributing centers to the smaller stations in New England only

on certain designated days of the week. Another is the policy

of moving less freight through Boston. Formerly it was the

practice to ship into Boston from outlying points much freight

destined to the West, in order that it might be consolidated

with the large tonnage shipped from here, thus increasing the
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number of through cars to distant western points and making

it possible to expedite service. At the present time, the fa-

vored plan is to move such freight through outlying points like

Worcester, rather than through Boston, holding tonnage at

these points long enough to accumulate sufficient bulk for

through car service, independent of the Boston shipments.

Whether or not these new practices will in the long run prove

satisfactory remains to be seen. An extension of the "sailing

day" plan is now proposed which is creating some alarm among
shippers, and it may prove that the new method of handling

western shipments will result in objectionable delays. In the

meantime, however, congestion at the Boston terminals has

undoubtedly been reduced very materially.

In the past, complaint has frequently been made of delay in

transferring carload freight between the terminals of the Boston

and Maine on the north side of the city and those of the New
Haven road at South Boston, via the Union Freight railroad

operating along the water front over the public streets. Early

in the year, when the tonnage in South Boston was much heav-

ier than it is now, this Union Freight raUroad was unable to

meet the demand, so that it became necessary to divert the

surplus transfer business over the roundabout route via the

Grand Junction line of the Boston and Albany, through Allston,

Cambridge and Somerville. The attention of the Washington

authorities was called by the Commission, as no doubt it was

by others, to the possibility of improving this situation by the

construction of 900 feet of track over Northern Avenue bridge,

thus shortening the Union Freight railroad route by nearly

22,000 feet, and not only reducing the distance between termi-

nals 70 per cent, but avoiding the necessity of handling the

transfer business through the passenger terminal yard at the

South station. The tracks on the bridge have since been laid,

but the opening of this new route has been delayed by necessary

repairs to the bridge itself, although it may be expected in the

near future.

Another important question relative to the Union Freight

railroad is whether this line, which is owned by a separate cor-

poration but is entirely controlled by the New Haven company,

can properly levy a separate switching charge, as has always

been the practice, or should be regarded as a part of the New
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Haven terminal system in Boston, upon which it ought fairly

to make free deliveries. This question is now being considered

by the Commission, although the amount of intrastate business

handled is so small that the decision will probably rest with the

Washington authorities.

In 1916, and again in 1917, the Commission recommended

legislation amending and clarifying the general railroad laws of

the commonwealth, so that they might in future more
Legislation.

effectively bar the way to such transactions, relative

to the securities of other companies, as the New Haven company

has been guilty of in the past. In 1917, the statute so recom-

mended was passed by the House of Representatives, and later by

the Senate in amended form. Inability to agree upon the exact

wording, however, unfortunately resulted in no legislation at all.

Last year the Commission did not renew this recommendation,

owing to the fact that all railroads were under Federal control,

realizing that so long as this status continued any question as

to the form and substance of State statutes was of compara-

tively little consequence. At the present time, however, it

seems possible that the roads may return to private manage-

ment in the not distant future. Under these circumstances it

seems well to urge this legislation again, and a draft of a bill

embodying it is herewith submitted.

It has been brought to our attention that there is no provi-

sion of law in Massachusetts authorizing a railroad to take, by

eminent domain, land for the construction of tracks to reach

nearby industrial plants. The development of an established

industry may be hindered by its inability to get a railroad con-

nection over land of no great value for any other purpose but

which is owned or controlled by competitors or other adverse

interests, sometimes for the express purpose of preventing such

connection. The encouragement of industrial development is

manifestly in the public interest, and warrants the extension of

the existing powers of railroad corporations relative to land

takings so as to include the right, subject to the approval of

the Commission, to take land for locations of tracks extending

to manufacturing or other industries, and we recommend the

passage of legislation to accomplish this purpose, a draft being

submitted herewith. There are precedents in other states for

such legislation.
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Express Companies.

On July 1, 1918, the four principal express companies of the

country transferred to a new corporation, known as the Ameri-

can Railway Express Company, all their property, excepting

cash or treasury assets and certain real estate; and upon the

same date a contract became effective under which the Director-

General employed this new express company as the sole agent

of the Government, under his supervision, to conduct the ex-

press business upon all lines of railroad under Federal control.

Later, on November 16, 1918, the President, by proclamation,

took over the possession, use, control and operation of this

express property.

As in the case of railroad rates, the Director-General has as-

sumed that he possesses the power to initiate changes in express

rates exempt from suspension by either the Interstate Com-
merce Commission or State commissions, and has acted upon

this assumption. .Whether or not he deems the rates so initi-

ated to be subject to review by the commissions has not, to our

knowledge, been stated. The increase which he has recently

authorized, and which became effective on January 1, 1919,

was made to meet an estimated increase of expense of about

$12,000,000. The opinion of the Interstate Commerce Com-
mission was sought, not as to the amount of revenue needed,

but as to the method of obtaining it. At the hearings before

the Commission in October last, an interesting question devel-

oped. Under the new express contract the railroads receive, as

compensation for the services which they perform for the ex-

press company, 50.25 per cent of its gross receipts, a percentage

arrived at merely by averaging the percentages provided for in

the contracts existing at the time when the new contract was
drawn. To meet an increase of $12,000,000 in its own expense,

therefore, it was necessary for the express company to secure an

increase of twice that amount in its gross receipts.

The disadvantage of this procedure to the public was appar-

ent; and it was pointed out by representatives of State com-

missions at the hearings before the Interstate Commerce Com-
mission that the increase in expense could be met if the per-

centage of receipts turned over to the railroads were reduced
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from 50.25 per cent to about 45 per cent. Just before the new

contract was made, the Adams Express Company was paying

46.5 per cent on local business and 48.5 per cent on through

business to the New Haven road, while the Boston and Maine

was receiving but 42 per cent from the American Express Com-

pany, and its directors had claimed great credit for securing

this amount in place of the 35 per cent which had been the

subject of so much criticism. It appears that no scientific study

of this question has been made in the past and that there is no

special presumption in favor of the 50.25 per cent, owing to the

financial control which the railroads have exercised over certain

of the express companies in the past. Serious consideration of

this question was urged upon the Interstate Commerce Com-
mission by various State commissioners, including ourselves.

In its opinion rendered on October 22, 1918, the Commission

made the following comment :
—

This basis of compensation is certainly not scientific, and under it the

express company does not pay the railroad company for the service which

the railroad performs upon any demonstrably appropriate basis. The
railroads have been and are compensated by the United States Govern-

ment for transporting the mails on the basis of the weight carried or of

the space occupied in the cars or trains. A similar basis of charges by

the railroad company to the express company would, we think, be pref-

erable to the basis now and heretofore employed, and would obviate the

embarrassments and inequities to which we have referred as growing

out of the past and present basis of contract. The question of a different

basis of compensation from the express company to the railroads is well

worthy of study.

Notwithstanding this expression of opinion an increase in ex-

press rates amounting to $24,000,000 was initiated by the

Director-General

.

While this increase became effective on January 1, 1919, as

above stated, on both interstate and intrastate traffic, there has

been no compliance with the laws of this commonwealth rela-

tive to the subject, nor has any schedule been filed with this

Commission. It is obvious, therefore, that the same doubt

exists as to the legality of these rates within Massachusetts, as

in the case of the intrastate railroad rates which have been

initiated by the Director-General.
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Telephone and Telegraph Companies.

On July 13, 1918, Congress adopted a resolution empowering

the President to take possession and assume control of tele-

phone and telegraph properties during the war, for a period

not to extend beyond the date of the proclamation by the

President of the exchange of ratifications of the treaty of peace.

On July 31, 1918, all the properties of this character in the

country were taken over under authority of this resolution,

and the Postmaster-General was placed in charge. The reso-

lution contained a clause similar to section 15 of the railroad

control act, providing that nothing should be construed "to

amend, repeal, impair, or affect existing laws or powers of the

States in relation to taxation or the lawful police regulations

of the several States except wherein such laws, powers, or

regulations may affect the transmission of Government com-

munications, or the issue of stocks and bonds by such system

or systems." Unlike the railroad control act, the resolution

made no reference to the manner in which rates might be

initiated.

Notwithstanding the language above quoted, in practice the

Postmaster-General has assumed that he has power to initiate

changes in telephone and telegraph rates, exempt from sus-

pension by the Interstate Commerce Commission or the State

commissions, and he has already acted upon this assumption

by prescribing and placing in immediate effect certain telephone

installation and moving charges. It is a fair conclusion that

he believes that rates so initiated are not subject to review by

either Federal or State commissions, upon the theory that no

such right was reserved in the resolution of Congress.

When the new installation and moving charges were intro-

duced, however, the companies operating within this state com-

plied with the statutory provisions by filing schedules with the

Commission, and these schedules were permitted to become

legally effective in due form, the Commission stating in the

order which was entered that this action was taken, not be-

cause it believed that the new rates were necessarily "just and

reasonable", but because they had been initiated in time of

war by the Postmaster-General of the United States, placed
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in charge of the properties by the President. As originally

established, these installation and moving charges seemed ill-

advised and inequitable in certain respects, but changes have

recently been made eliminating, the more objectionable features.

On December 13, 1918, the Postmaster-General issued an

order directing that comprehensive changes in telephone toll

rates be made throughout the country. On December 21, 1918,

a schedule embodying these changes was filed by the New
England Telephone and Telegraph Company with this Com-
mission, effective January 21, 1919. The new rates have been

widely heralded in the press as reductions of existing charges.

What their effect may be throughout the country as a whole,

we do not know, but certainly they do not represent reductions

in Massachusetts. The contrary is, in general, the case, as

shown by the following typical illustrations:

(1) The present "two-number" or "station-fco-station" call from Bos-

ton to Whitman costs 15 cents. Under the new schedule it will be 20

cents. The person-to-person charge is now 20 cents, but will become

25 cents. The call for a non-subscriber is now 20 cents plus the messen-

ger charge, but will become 30 cents plus the messenger charge. Under
the new schedule, moreover, if the party called for is not available, a

report charge of 10 cents will be made, a charge which does not exist at

the present time.

(2) The person-to-person rate from Boston to Fitchburg is now 30

cents, there being no station-to-station rate. A messenger charge is

added to the 30 cents on a call for a non-subscriber. Under the new
schedule there will be a station-to-station charge of 35 cents, a person

to-person charge of 45 cents, and a 50-cent charge on a call for a non-

subscriber, plus whatever is paid to the messenger. There will also be

a report charge of 10 cents.

(3) The person-to-person rate from Boston to Springfield is now 55

cents, there being no station-to-station rate. A messenger charge is added
to the 55 cents on a call for a non-subscriber. Under the new schedule

there will be a station-to-station charge of 55 cents, a person-to-person

charge of 65 cents, and an 80-cent charge on a call for a non-subscriber,

plus whatever is paid to the messenger. There will also be a report

charge of 15 cents.

Now that the war is over, it does not seem to the Com-
mission that it ought to accept these large advances in rates

upon the mere decree of the Postmaster-General. A hearing

will, therefore, be held and the opportunity given to submit
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reasons for the change. If adequate cause can be shown, the

new schedule will be permitted to become effective. If the

supporting evidence seems insuflficient, an order will be entered

cancelling the schedule. If this latter course should be taken

and the Postmaster-General should nevertheless insist upon the

introduction of the new rates, the matter will be referred to

the Attorney General for such action as he may deem within

the power of the commonwealth, under the circumstances.

In 1915, in 1916, and again in 1917, the Commission asked

the Legislature to grant it a special appropriation of $25,000,

to make possible a thorough study of the telephone rate situ-

ation within the commonwealth. The reasons for these requests

were fully stated, and in this connection we refer especially to

the fourth annual report of the Commission, made to the Gen-

eral Court in January, 1917. (See pages xxvi to xxix.) It was

not intended to duplicate the investigation made by the High-

way Commission several years ago, but to enable this Com-
mission to employ temporarily the special engineering and

accounting assistance necessary to enable it to supplement this

investigation and use the data then assembled to the best

advantage at the present time. Last year the Commission did

not renew this oft-refused request, stating that "prevailing

high prices of materials and the increases in wages which have

been or probably will be granted, make the present outlook

for any reduction in rates as a result of an investigation very

doubtful", and that the "depletion in clerical forces of the

company by enlistment and the draft which has taken place,

and the still further depletion which is likely to occur, make

it a bad time to impose extra labor upon the statistical, ac-

counting and engineering departments".

One reason for seeking a small special appropriation for in-

vestigating purposes in the past has been the hope of securing

a more equitable adjustment of rates which would result, on

the whole, in lower charges. At the present time, however,

the order of the Postmaster-General relative to telephone toll

rates, as well as other circumstances, leads us to believe that

a new reason now exists for the appropriation. In other

words, it is desirable that it should be granted, not so much

in the expectation that a reduction in rates may follow, although
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this is not impossible, but in order that the interests of the

people of the commonwealth may be adequately protected at

a time when general advances in rates are likely to be sought.

Whether the companies continue under Federal control or re-

turn to private management, it is not at all improbable, in

our judgment, that there will be an effort to increase charges,

although it may take the form of a revision or "standardiza-

tion" of rates. Labor accounts for so large a portion of the

expense of operation that further advances in wages which are

now impending are very likely to bring this about, and even

more likely under private than under public management, for

important economies may be effected through joint operation

of the wire systems, if they remain in Federal control.

Whether or not we are right in these anticipations, in all

events a policy of "preparedness" is not less wise in this in-

stance than it usually is. In order, therefore, that the Com-
mission may be adequately equipped to protect the interests

of the people of the commonwealth and to meet all contin-

gencies, we respectfully urge again the granting of a small

appropriation, and a draft of an act providing therefor is

herewith submitted. It will be noted that it is drawn to cover

the telegraph as well as the telephone situation.

During the year, upon information and complaints to the

effect that at certain hotels rates or tolls for local telephone

messages had been increased from 5 cents to 10 cents each,

the Commission upon its own motion instituted an investiga-

tion of this practice. An opinion was rendered under date of

September 30, 1918, which is given in full in the appendix to

this report. The Commission found that the hotels were en-

gaged in the business of reselling telephone service to the pub-

lic without lawful right, and issued an order directing the

telephone companies, on or before December 1, 1918, to cease

to render private branch exchange service to licensed inn-

keepers, except upon condition that the service so furnished

should not be resold, either directly or indirectly, and requiring

the companies, in addition, to submit new schedules under

which the hotels might, as agents, provide telephone service in

their rooms and corridors at the regular rates charged from

public pay stations. On November 18, 1918, however, the
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Postmaster-General issued an order forbidding hotels, apart-

ment houses, clubs or similar institutions from charging guests,

tenants, or members for a telephone message an amount in

excess of that charged for such service at the public pay sta-

tions in the same exchange. This order has been complied

with. While there has been no technical compliance with the

terms of our own order, the Commission has not felt that

further action, for the present at least, is necessary, since

substantially the results desired have been accomplished.

The telephone and telegraph department has continued its

activity in the supervision of facilities and service, and has

been, we believe, exceedingly useful to the public. Complaints

are received and acted upon promptly without formalities, and

every year more people take advantage of this opportunity to

secure relief from what they deem to be unfair treatment or

bad conditions of service. During the war it has been difficult

for the companies to preserve proper standards of service, but

as conditions return to a more nearly normal basis, this excuse

will cease to exist.

Street Railways.

The street railway situation in Massachusetts is critical.

No problem with which the Commission has to deal is so

serious, and at the same time so difficult of solution. The net

earnings of the companies have fallen off to such an extent

that their credit is impaired, their properties are deteriorating,

their service is poor, and for this poor service the public is

paying high prices. There are, of course, exceptions to this

statement, but it sums up the situation with reasonable accuracy.

Some of the causes have their roots in the past, — such as

overbuilding, cheap construction, ill-advised consolidations, and

neglect of depreciation. Any one interested in this phase of

the matter will find it covered in the statement made by the

chairman of this Commission before the Street Railway In-

vestigation Commission of the Legislature on November 28,

1917, which has since been published. More important than

these remote causes, however, are the recent extraordinary in-

creases in wages and prices, largely brought about by war

conditions. Labor is the chief item in the operating expense

of street railways, the payroll accounting for more than half
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the total. During the past five years, wage rates have very

nearly doubled on many roads, and the increase in the cost

of fuel and other supplies has been quite as striking. A further

cause, of importance, has been the development of competing

forms of transportation, — notably, the automobile.

To meet these changed conditions, fares have been raised

very freely and very generally. Only a very few companies

have retained their old rates and several have made repeated

increases. This has been a natural method of relief, and upon

it, indeed, most of the remedial legislation enacted at the last

session of the General Court was founded. The whole theory

of the "Service-at-Cost" Act (Gen. Sts. 1918, c. 280) was to

secure a more rapid and more perfect adjustment of fares to

increasing costs, avoiding the delay and antagonism thought

to be caused by public hearings before this Commission.

There is ground for the belief, however, that the situation

calls for a more radical remedy than has yet been applied, if

it is to be dealt with in the way which the general public

interest demands.

It has been said that, if all the inhabitants of the country

could be collected in the single state of Texas, it would still

have less population to the square mile than now importance of

exists in this commonwealth. Primarily Massa- ''^'^*'^^p°'^***^°'^'

chusetts is a manufacturing state, and the percentage of mill

and factory workers in its comparatively dense population is

very large. The importance to such a community of an effi-

cient and cheap means of local transportation is obvious. There

is no other way of preventing congestion, maintaining good

living conditions, developing the country districts, and adjust-

ing the supply of labor quickly to fluctuating needs in the

various centers. This is stating the matter baldly and in-

adequately, but a moment's thought will make it unnecessary

to amplify.

The community interest in transportation has already been

recognized, in part. There was a time when private enter-

prise was relied upon in the case of ordinary highways. Dur-

ing the first half of the last century a multitude of turnpike

corporations were chartered by the Legislature, with power to-

build roads between specified points and to collect tolls. Such
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turnpikes were constructed from Boston in straight lines to

all the principal surrounding towns, and even Beacon street

was a toll road until 1868. Gradually, however, the collection

of tolls was discontinued and the care of these turnpikes was

taken over by the towns and counties. At the present time,

our streets and highways are all built and maintained by

public authorities, and the cost is carried by the community

generally and is not assessed in proportion to the use which

is made of them. No figures of total investment or total

maintenance expense are available, but the original cost of

state highways alone has been more than $14,000,000, and the

aggregate cost of city and town streets must be far greater.

As yet, this principle has not been applied to the steel high-

ways which the street railways use, although many more per-

sons must be carried in cars over these highways than are

carried in other vehicles over the public streets, and although

the general community interest is in other respects very clear.

Broadly speaking, street railways are just as important to mer-

chants, to mill, factory and land owners, although they may
never ride in the cars, as they are to the people who use them

every day. It will help in realizing this to think of the situa-

tion which would arise if the railways should cease operation,

unless some equivalent form of transportation were substituted.

The fact has, indeed, been given an indirect recognition in

practice, for there is little doubt that, when the railways were

originally built, real estate owners and business men at times

took their securities with little hope of direct profit, but in

anticipation of the indirect benefits which would accrue from

their construction.

If street railways are a public necessity, like the highways,

the schools and the drainage system— and they clearly are—
street railway fares may be regarded as a form of taxation.

In other words, it is now the policy to levy the cost of this

public service upon the car riders alone through the fares which

they pay, rather than upon the community as a whole through

general taxation. Precisely the same principle might be fol-

lowed in the other cases. For example, a road tax might be

levied upon vehicles in proportion to size and mileage oper-

ated, or a school tax upon families in proportion to children
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in attendance; but it has come to be settled practice and

belief that it is in the public interest not to assess the cost

of these enterprises in such a manner, but to allow it to be

borne.by the entire community.

There is no inherent reason why street railway service should

not be regarded in the same light and treated in a similar

way. If the streets are a benefit to the man who owns no

vehicle, or the schools to the man who has no children, so are

the street railways to the citizen who never uses them. The

problem is really one of taxation, to be dealt with, not in

accordance with mere custom or tradition, but in the manner

which will produce the best results for Massachusetts. If the

greatest good to the greatest number can be secured by con-

tinuing — in theory at least— to place the entire burden of

the cost of street railway service upon car riders, objections

are not in order; but, if this is not the case, the Common-

wealth ought not to be deterred by mere prejudice or con-

servatism from following a different course.

What is it that we wish to accomplish? The answer to this

question admits of no doubt. In the first place, the people

of Massachusetts want good street railway service, a much

better service than they are now getting. In the second place,

they want fares which will promote, rather than hinder, the

development of the state along right lines.

Can these things be accomplished as matters now stand?

It is at least very doubtful, and this answer is made in the

light of experience, observation and inquiry which have not

been confined by the borders of this state. There are excep-

tional cases, of course, but, so far as the general situation is

concerned, the reasons for pessimism are not hard to state.

Any healthy community keeps on growing, and its trans-

portation facilities must grow with it. In the normal course

of events, they require a steady inflow of capital.

In the case of our street railways, there is more

than the ordinary need, for most of them have been doing

business for about twenty-five years and have not made ade-

quate betterments from time to time, so that there is recon-

struction and improvement work which is now overdue. While

the need for capital, then, is clear, results from operation and
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from increases in fares have been so disappointing that the

credit of the companies, in general, is very poor.

This is true not only in Massachusetts but all over the

country. Street railways have very generally ceased to be an

attractive field for the investment of private capital. Even

if net earnings should greatly improve, we are inclined to be-

lieve that it would be a long time before capital would flow

in on anything like reasonable terms. Restoration of confi-

dence is a long, slow process; and this is especially true where,

as in this case, the properties involved are not new, have not

been maintained in first-class condition, and are burdened with

a substantial amount of accrued depreciation for which no

provision has been made.

"It should never be forgotten that our public utility com-

panies are not finished. They are in process; they are con-

stantly calling for new capital and of recent years in increasing

amounts. They must be kept on good trading terms with the

investing public or the whole experiment of private ownership

and public regulation of these public utility companies will

fail. It is as necessary to attract capital into the public serv-

ice as it is to prevent the mismanagement of these companies

or extortion by them." "An impecunious street railway is a poor

public servant; often it is an unsafe public servant." These are

quotations from the opinion in the Middlesex and Boston case,

decided by this Commission in 1914, and they are as true now

as they were then. But it is well to face the facts squarely

and, stating them frankly, we see little prospect, with a few

exceptions, of placing the street railways of Massachusetts "on

good trading terms with the investing public" without some

radical change in present conditions.

The sole means at present of improving the financial condition,

credit, property and service of the railways, for all these things

hang together, is to levy a heavier tax upon the

car rider, — in short, raise fares. Two objections

may be made to this method. One is that it does not produce

the results which it is intended to accomplish; the other is that

it does produce results which are injurious to the community.

No one can truthfully say that the raising of rates has not

had a fair trial in Massachusetts. The 6-cent fare originated
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here in 1905, and of late all manner of rates have been intro-

duced. We now have 6, 7, 8 and 10-cent fares, and various

"zone systems" which have even. more sharply increased the

charge for many rides. In the Metropolitan district of Boston

fares have risen from 5 cents to 8 cents, with public trustees

in charge of the property and without the contests and delays

which at times have been incident to proceedings before this

Commission. Moreover, all the companies have the oppor-

tunity, if they so desire, to accept the " Service-at-Cost " Act

and the sliding-scale adjustment of rates to fluctuating costs

for which it provides.

No other part of the country has been more liberal in its

treatment of the railways, but the result has not been what

was hoped. With all their raising of fares, our companies

seem little nearer financial salvation. It has become an ac-

cepted principle that the increase in revenue is never in pro-

portion to the increase in rate. Higher fares discourage riding,

and what the roads gain on the one hand they lose, in part,

on the other. The benefit which they receive is clearly less

than the burden upon the car rider; and, if the process is

carried much further, there may be no benefit at all. Few
will dispute that the tariff proposed by the Bay State company,

with its 10-cent minimum fare, its contracted city zones, and

its high charges on the country lines, represents the maximum
from which profit may be anticipated, and there are many
who think it goes beyond the maximum.

Viewing the matter in the most favorable light, there is a

chance that higher fares will, in time, cure the financial ills

of our street railway companies, but the chance does not seem

great, and there is no immediate prospect of such a cure. In

the meantime the increased rates are injuring the community

in ways which are evident.

When a street railway by raising fares discourages riding, it

becomes at once less useful, less of a public servant; and this

effect is cumulative. The tendency of a financially hard-

pressed company, when its traffic falls off, is to reduce service,

and this leads to still more loss of business. It is a question,

indeed, whether some of our railways have not lost as much
trafiic from curtailed service as they have from increased fares,
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and the two go hand in hand. More and more the burden

falls upon those who ride from necessity rather than conven-

ience, for the latter form of riding is the vanishing factor. A
tariff such as the Bay State company proposes starts frankly

with the assumption that few will ride who do not have to,

and involves practical abandonment of the field of short-haul,

convenience traffic.

Nor is this all. As the charges increase, the tendency of

those who find it necessary to ride is to change their status,

by seeking employment or residence where the necessity will

no longer exist. To what extent this has yet been done, it is

difl&cult to say, but no one who has given thought to the situ-

ation can doubt that it is a serious danger if fares go higher,

or even if they remain at their present level, — especially if

a period of business depression should set in. It is a danger

attaching particularly to the so-called "zone system", which

attempts to save the short-haul riding by casting the burden

upon the long-haul, and often doubles or trebles the charge

from a city center to nearby suburban points. Consistent as

it is with cost-of-service principles, this system is inconsistent

with the policy which has been followed in the past, and under

which our population has been distributed.

Three-cent or even lower fares might, in years gone by,

have been enjoyed in the inner Boston district through the

establishment of a "zone system", but it was thought wiser

to allow the short-haul business to pay for the long-haul and

extend a uniform fare of 5 cents over as wide a territory as

possible, thus spreading population and avoiding congestion.

Upon this theory the Metropolitan district has been built up.

Take the case of West Roxbury, situated some miles from the

center of the city and filled with people of very moderate

means. Under any "zone system" which might now be de-

vised, this section of Boston would lose the advantage of the

present uniform fare, suffer a disproportionate increase, and

cease to be a suitable and attractive place of residence for

many of the people who now live there. This is but one of

many similar cases which might be cited all over the state.

The radical difference between 5-cent and 10-cent suburban

territory has been well recognized in real estate circles.
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The choice in raising fares is therefore between a horizontal

increase, which discourages short-haul riding, and a "zone

system", which upsets established conditions, invites congestion,

and stands in the way of the development of the country dis-

tricts. In the long run, however, the results are equally un-

desirable and not very different, for a horizontal increase tends

to become so high that it has a similar effect upon living con-

ditions, and it is difficult to preserve a low fare in the central area

of a "zone system", as further increases in rates become necessary.

Incidental disadvantages of higher fares are the incentive to

competition and difficulties in collection. No matter how logi-

cal and convincing a case may be made against the largely

irresponsible and unreliable operation of jitneys, it is difl&cult

to enlist public opinion in opposition so long as the street

railways charge higher fares and furnish poor service. Ex-

perience has also shown that the collection of fares, where

pennies are involved or short zones are introduced, is subject

to many difiiculties and embarrassments which unfavorably

affect both revenue and operation.

Summing up the matter, no one can view the present situa-

tion with optimism, or believe that the policies and methods

now pursued are likely, unless general conditions change radi-

cally, to bring either good service or good credit, or to further

the healthy growth and development of the community.

It is far easier, however, to fix upon the goal to be reached

than to point the way to it, much less difficult to know what

ought to be done than how to do it. Briefly stated,

the essential needs, from the standpoint of the

future welfare of the state, are—
(1) Restoration of credit, or some other means of providing the capital

necessary to place the street railway properties in condition for first-class

service.

(2) Return to a basis of fares which will enable the railways to play

their proper part in conmiunity fife.

The prime necessity is good service, and it cannot be had

without rehabilitation and improvement. Next to good service

is a system of fares which will make the service as useful as

possible, and help rather than hamper the development of the

community on healthful and economically sound lines. Massa-
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chusetts is not blessed with much natural wealth or with many
geographical advantages, and other parts of the country are

beginning to challenge her place in the commercial world. If

it is to be retained, it will require the best possible use of her

resources, foremost among which are her industries and her

people. This means, among other things, the maintenance of

good living and labor conditions. In this connection nothing

is more important than cheap and good transportation facilities

which will spread population, encourage living in the country

districts, and give labor the mobility which the welfare of our

industries deniands.

As we view it, present conditions in street railway transpor-

tation, and still more the conditions which are in sight, both

as to service and as to rates, are opposed to the best interests

of the state. The only alternative, however, is some plan by

which a portion of the cost of service will be taken from the

shoulders of the car rider and be met by some form of general

taxation. This suggestion is radical but, as above indicated,

not wholly unprecedented. In the long run, poor transporta-

tion at high rates will damage the mill owner, the merchant

and the land holder. In the long run, good transportation at

low rates will operate greatly to their advantage. This fact

lies at the root of our policy of state highway construction,

and years ago it received clear recognition in the early days

of steam railroad building, when both state aid and municipal

aid were freely granted.

It is necessary to look beyond today and into tomorrow, to

balance future benefits against present burdens. What we are

now suggesting is not very different from what the steam rail-

roads for a long time have actually been doing. They sell

commutation tickets at very low rates, not because there is

any direct profit, but because they believe that it is good

policy to do so, in the public interest and ultimately in their

own. The burden is borne by freight and other forms of

traffic. In the present instance, the street railways have no

other business which can carry the load and, if a portion of it

is shifted from the car-riders, it must be borne by the com-

munity as a whole.

Even if the principle be conceded, however, it is not easy to

apply it. In considering specific plans, an important limiting
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factor at once appears. Section 1 of "Article of Amendment

No. 15" to the constitution, submitted to the people by the

recent Constitutional Convention and ratified at the last elec-

tion, reads.as follows:

Section 1. The credit of the commonwealth shall not in any manner

be given or loaned to or in aid of any individual, or of any private associa-

tion, or of any corporation which is privately owned and managed.

The language of this amendment is very broad. It is at

least a question whether the expression "credit of the common-

wealth" would not include the credit of integral parts, like

the cities and towns, and no doubt it would cover financial

aid provided through taxation as well as the actual borrowing

of money. It would seem, also, that the language applies to

indirect as well as to direct use of credit. If a portion of the

cost of street railway service, then, is to be borne by the com-

munity as a whole, or if community credit is to be used in the

furnishing of capital, it would seem to follow that the companies

must either be pubHcly • owned or publicly managed, and per-

haps both.

To some, no doubt, this fact will seem sufficient reason in

itself for refusing to consider any departure from the present

policy. Unfortunately, public operation of public pubuc

utilities has become one of the questions from which operation,

it is difficult to dissociate prejudice, either for or against. On
the one hand it is "socialistic"; on the other, a panacea.

Realizing that it is exposed to certain dangers, we do not

find the arguments commonly urged against public operation

entirely convincing. Doubtless illustrations of inefficiency are

not hard to find, but certainly it is no more difficult to find

similar instances in the case of private management, as New
England well knows from bitter experience. Under the spur

of competition, private initiative probably develops maximum
efficiency, but there is little evidence that this is true in the

case of natural monopolies. Publicly operated enterprises may
be manipulated improperly for political ends, but so may pri-

vately managed public utilities, as those who are familiar with

political history will readily concede. In the past at least,

these corporations have been one of the great corrupting in-

fluences. The public trustees of the Boston Elevated have



xxxii PUBLIC SERVICE COMMISSION. [Jan.

found it necessary to raise fares and have been unable, under

the stress of war conditions and with the property which was

taken over by them, to furnish good service; but, in general,

this is equally true of the railway companies, both in this state

and elsewhere, which have remained under private management.

Without venturing further into this realm of controversy,

however, it will be agreed that this country has never hesitated

to take over enterprises when private initiative could not be

relied upon to produce the results demanded by the public

interest. Illustrations are the schools, highways, canals, water

ways, water supply, drainage, fire prevention and irrigation. If,

then, a similar point has been reached in electric railway trans-

portation, the commonwealth will be following no very novel

or radical course if it now turns to public operation. While the

management and operation of street railways would involve the

exercise of administrative functions more complex in some re-

spects than those of other enterprises which have already passed

from private to public control, we have little fear that the

changed conditions resulting from the assumption of direct pub-

lic responsibility for this public service would be cause for

more regret than in the cases above cited. No doubt the usual

amount of human imperfection would be manifested in the case

of public operation, but railway service comes so close home to

the people that we venture to predict that they would not long

tolerate a dishonest or inefficient public management. But,

whatever view may be entertained of the relative merits of

private and public operation where conditions permit free

choice between the two, the fact that public aid seems to offer

the only practicable means of escape from present transporta-

tion ills forces us, of necessity if not from choice, to include

public operation as an integral part of any plan that may be

devised for the solution of our street railway problems.

If we reach the conclusion, then, that it is wise to reduce

fares to a more moderate basis and support the railways in

part by general taxation, and that public ownership

or public operation is not an insuperable objection,

the question of method arises. In this connection, the thought

at once suggests itself that it would be well to leave open a line

of retreat, to adopt the new policy, if it is to be adopted at all,
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in some tentative way, so that, if it proves unsatisfactory or if

conditions change radically, it may be possible to abandon the

experiment and return without difficulty to the old policy.

The Commission has been impressed by this thought and has

done its best to devise a workable plan of this sort. Various

schemes have been considered, but none upon analysis has.

seemed wholly satisfactory. It is possible that a plan for tem-

porary relief might be worked out by offering the companies

the alternative of continuing under the present system, or of

accepting public management and moderate fares, for a com-

paratively short period of years, coupled with certain annual

contributions from the treasuries of the cities and towns in

which they operate. If this plan were adopted, this public aid

could be limited to a maximum of $2 per thousand of assessed

valuation, with the proviso that it should not otherwise exceed

a sum sufficient to enable a company to meet operating expenses,

depreciation requirements and fixed charges, and pay dividends

of 5 per cent upon stock representing bona fide investment.

Public management could be provided through a director-

general appointed by the governor and placed in charge of

every company accepting the plan, or the governor might be

empowered to appoint all or a majority of the directors of each

such company. Provisions in regard to fares, supervision and

jitney competition would be similar to those set forth below

in the discussion of a possible permanent acquisition of the

properties. This plan might be criticized as a means of tiding

the companies over a period of hard times at public expense,

until a return to more favorable conditions should make opera-

tion profitable upon the old basis, but such criticism would not

be fair, for the public would receive direct compensation for the

financial aid granted, in the shape of lower fares than would

otherwise prevail.

While this plan would, in our opinion, be preferable, both

from the standpoint of the companies and of the public, to the

present system of high fares and low earnings, the great defect

in any temporary plan is the difficulty of providing the new
capital which is necessary for good service and economical

operation. This can be obtained only through the restoration

of the credit of the companies or the direct use of public credit.
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Even if substantial subsidies were granted to meet deficiencies

in current earnings, no marked improvement of credit would be

likely to result if the arrangement were merely temporary, with-

out assurance for the future. The only alternative is the guar-

antee or purchase by the commonwealth, or by some sub-divi-

sion thereof, of the particular securities which are issued to

provide new capital. But this also is inconsistent with any

temporary plan, as it might necessitate measures for protection

against possible receiverships and would be likely to involve

the commonwealth quite deeply and for an indefinite time in

the affairs of the companies.

It is difficult, therefore, to escape the conclusion that the only

plan which can be really effective in meeting the needs of the

•existing situation is the outright purchase or taking of the rail-

ways by the municipalities or by the commonwealth. Under

public ownership there would be no trouble about capital, for the

credit of the railways would be the credit of the community. Nor

would there be any difficulty as to fares, for the commonwealth

could at will continue the present policy of placing the entire

burden upon car riders, or shift such portion of this burden as

it saw fit to general taxation. It may be added also, that it

would be entirely possible to place the management by contract

in private hands, if such a course were deemed advisable. If

the choice should be made in favor of public ownership and

operation, however, certain practical questions must be faced.

For the present we will do no more than indicate the nature of

these questions, and suggest in a general way possible solutions.

What Raihvays shall be Taken? — From many points of

view, it would be advisable to take all the railways operating

within the state. If this were done, certain economies and im-

provements in operation doubtless could be introduced which

would not otherwise be feasible, and the direction of affairs

could be placed definitely in the hands of the central govern-

ment of the state. It might prove, however, that certain sec-

tions of the community would be desirous of adopting the new

plan, while others would not, in which event it would be pos-

sible to provide for the acquisition of particular railways by

designated groups of cities and towns, as well as by the com-

monwealth.
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And even if a general acquisition of the railways were under-

taken, there are two important exceptions which now seem

inevitable. In the case of the Boston Elevated Railway Com-

pany, provision has already been made for public operation

covering a period of at least 10 years, by a statute which con-

stitutes a contract between the commonwealth and the stock-

holders. If this property were taken, it would be necessary to

consider possible damages accruing from the loss of these con-

tract rights. The element of uncertainty thus introduced is so

substantial that the acquisition would hardly be advisable, un-

less the stockholders should consent to an abrogation of the

contract before the taking was made. This they might, per-

haps, be willing to do, since their present position is assured

only until 1928, a comparatively short period from the invest-

ment standpoint, as the price at which Boston Elevated and

West End shares are now selling indicates. The other excep-

tion is the Massachusetts Northeastern Street Railway Com-

pany, which is an interstate road incorporated in both Massa-

chusetts and New Hampshire, with its lines interlacing across

the boundary between the two states. It would be impossible,

from the point of view of practical operation to segregate the

portion in Massachusetts. Possibly some feasible plan might

be found for accomplishing, in the case of this road, substan-

tially the results desired, but we have none to suggest at the

present time.

What Price shall be Paid?— As a matter of procedure the

taking could be made at once and a special tribunal could

be constituted, adequately equipped to assess the damages after

full investigation, subject to the right of the company or of the

public to have the finding reviewed by the courts. This tri-

bunal could either be the Public Service Commission or a body

specially appointed for the purpose. Because the circumstances

of the various companies differ so widely, it would be difficult

to define by any general rule or formula the amount of the

damages which might properly be assessed in any particular

case. The companies would undoubtedly be quite willing to

sell upon the basis of capital invested, but in the case of most

of the roads this would be more than they can reasonably

expect. While the Commission, in fixing rates, has permitted
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the companies, so far as they may do so by the establishment

of reasonable rates, to earn a return upon the original invest-

ment without deduction for depreciation except when due to

mismanagement, this standard has in certain cases proved of

little practical value, as many of the companies are apparently

unable, under any rates which they may charge, to earn a fair

return upon that basis.

Moreover, in any event, the measure of value in the case of

purchase or condemnation of the properties is not necessarily

the same as when the value is fixed for rate-making purposes.

In the case of ordinary land takings, no one would think of

basing the compensation upon original investment, and it would

be difficult to demonstrate that this should be the rule in the

present instance. If the commonwealth should acquire the

properties, there seems no good reason for departing from the

general rule by paying more than their present worth or reason-

able market value. The special tribunal in assessing the dam-

ages to be paid by the commonwealth, would undoubtedly give

due consideration to all pertinent facts and indicia of value,

such as the original investment, the physical condition of the

properties, the character of the territory served, the market

value of securities, the recent course of net earnings and the

extent to which the possibility of additional earnings has been

discounted by increases in fare already made.

Hoiv are the Properties to be Managed and Operatedf —
There is room for wide difference of opinion in considering this

question and we shall now attempt only to outline a general

plan which might be followed, if all the properties were acquired

with the two exceptions above noted.

Management and Operation.

(1) Management. — Somewhat the same plan might be fol-

lowed as in the case of federal operation of the steam railroads,

— namely, the appointment by the governor of one man as

Director General of Street Railways, with authority to retain

the present organization or to build up such other organization

for their management as might seem to him desirable. No
doubt he would wish to subdivide the system into relatively

small districts m charge of responsible managers, so that the
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advantages of direct local supervision over service might be

secured, but to handle certain other matters, such as the pur-

chase of supplies, or plans for rehabilitation, through a central

department. In our judgment a single-headed direction of this

kind is preferable to a board of trustees, there being less divi-

sion of responsibility, quicker action and less liability to change.

The advantages of consultation with others could, of course, be

secured through the appointment of advisory committees.

Such a director general should be given a reasonably long term

of office, say five years (the governor retaining the power of

removal for cause), and receive a salary comparable with those

paid in private employ for similar responsibility. The position

would be a difficult and trying one at best, and some assurance

of adequate tenure and compensation would be necessary to

attract a man of the requisite capacity.

(2) Rates. — The director general could be given full power

to fix rates in accordance with certain general principles laid

down by the General Court. There should be a minimum fare,

we believe, of not more than 5 cents, but with this exception

he could be given discretion to establish such schedules as

would, in his judgment, produce the maximum revenue con-

sistent with the free movement of traffic, the prevention of

congestion in the city centers, and the proper development of

the country districts. Very likely this would result in a return

to fares not widely different from those which were in force

four or five years ago, although higher in certain instances.

The establishment of substantially lower fares than those now
prevalent would make it possible, without harm to the public

interest, to eliminate most of the special reduced-rate tickets,

and it would also be consistent with the theory of public opera-

tion to eliminate half-fare tickets for school children. These

tickets, however, are so firmly imbedded in the customs and

traditions of the state that their elimination might be inexpe-

dient, regardless of theory.

(3) Supervision. — It is our belief that the roads should con-

tinue, for the present at least, under the supervision of the

Public Service Commission with respect to accounting, service

and accommodations, and it is by no means certain that there

should not be an appeal to the Commission on rates as well.
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The director general would be primarily an executive officer,

and experience with federal operation of the railroads has shown

the need for some independent, semi-judicial and public tribunal

with authority to act, in effect, as an arbiter of disputes. His

time ought not to be taken up by long public hearings, but

such hearings ought to be given by some tribunal, when the

public believes that sound basis for complaint exists. The

presence of an independent commission with powers of investi-

gation would also help the governor in appraising the quality

of the management, and would tend to prevent certain abuses

which might otherwise gradually creep in.

(4) Jitneys. — If the street railways should be publicly oper-

ated at low rates of ^are, the commonwealth would be entirely

justified in protecting itself against destructive and unnecessary

competition. A corollary of public operation, therefore, would

be complete public control over the "jitney" situation. Except-

ing ordinary taxicab and carriage service, if any other common

carriers of passengers are desirable upon the public highways,

in addition to the street railways, the commonwealth should

itself operate them, through the medium of the director general.

(5) Taxation. — If the street railways should become public

property, there seems no reason for retaining present schemes

of taxation, unless it could be shown that their elimination

would result in an unfair burden upon communities having a

disproportionate amount of street railway real estate. In any

event, however, we believe that the present excise tax should

be abolished, and some working agreement substituted between

the municipalities and the commonwealth with respect to the

maintenance and renewal of the street surface between the

tracks. Undoubtedly the presence of railway tracks to some

extent increases the expense of caring for the streets. The plan

which we recommended to the Street Railway Investigation

Commission last year was as follows :
—

(1) Abolish the present "excise" tax.

(2) Require the companies to maintain in good repair, but not to re-

new, the street surface between their rails and tracks or, at their option,

to reimburse the municipahties for the cost of such work.

(3) When this surface is renewed, or replaced with a different form of

paving, require the companies to bear one-third of the labor cost, the

municipahty paying the remainder and the entire cost of all materials.
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(6) Rehabilitation. — Direct acquisition of the street railway

properties would enable the commonwealth to provide the cap-

ital necessary for rehabilitation and improvement, by the issue

of State bonds. It would, of course, be proper to issue such

bonds to cover the cost of additions and betterments. It would

also be justifiable, we think, to spread the cost of extraordinary

renewals necessitated by past neglect, beyond those which

would normally be made from year to year, over a period of

years by issuing serial bonds payable in annual installments.

(7) Apportionment of Costs. — Under the system proposed, a

portion of the cost of street railway service would be met by
the car rider, while a further portion, unless conditions radically

change, would fall upon the community as a whole, being paid

in the first instance at least out of the state treasury. This,

latter portion could be levied upon the cities and towns served

by the railways, in proportion to trackage or population or both,

following the plan adopted in the special Boston Elevated

statute of last year, or it could be met directly by the common-
wealth through an increase of certain special forms of taxation,

such as the inheritance tax, the income tax, or the tax upon
automobiles. This would be purely a question of public policy,

and of obtaining the best average results for all concerned.

Any general increase in real estate taxes would be met, no
doubt, by an increase of rents or prices, and it might prove

that the burden could be carried more easily and to greater

public advantage in other ways. One great objection to the

state's carrying the burden directly through some form of gen-

eral taxation would be the fact that the properties taken over

would probably not include those operated by the Boston Ele-

vated Railway Company. This objection, however, would be.

met in large part if the present Boston Elevated statute were-

amended to provide for a return to something like the old rates,

of fare, any deficiency being paid out of the public treasury,,

for in such an event the railways in the Metropolitan district,

would be placed upon substantially the same basis of operation!

as those in the rest of the state.
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The Public Burden Involved.

It is practically impossible to give any accurate estimate of

the burden which might fall upon the public treasury, if the

properties were so acquired, for the following important factors

are uncertain :
—

(1) No one can foretell the purchase price which it would be necessary

for the commonwealth to pay. If what we conceive to be the usual rule

in condemnation proceedings were followed by the courts— namely, to

measure the damages by the amount in doUars which a purchaser, not

under compulsion to buy, would part with to obtain the property and which

a seller, not under compulsion to sell, would accept for it— the best that

can be said is that the amount would probably be substantially less than

the original investment. In view of the accrued depreciation, the de-

ferred maintenance, the present market value of the securities, and the

fact that certain hues in the state which were permitted to charge prac-

tically what they pleased have been abandoned and sold at scrap values,

it is inconceivable that this would not be the case.

(2) No one can foretell what the revenues would be. While the plan

contemplates a return to moderate fares, it provides for protection against

jitney competition, and it is also probable that the lower fares would in

themselves bring back gradually much of the traffic which has been lost

as rates have been increased. An important factor would also be the re-

turn of the soldiers to the state. The commonwealth, moreover, would

be at liberty at any time to place a larger share of the burden upon the

car-riders, if such a course were deemed expedient.

(3) No one can foretell what the expenses would be. While it is not

likely that wages will fall, the efficiency of labor may increase, since the

quahty has undoubtedly deteriorated during the shortage caused by war

conditions. Prices of materials and supphes may, however, decrease, and

this is especially true of coal, which is a big item in railway expense. It

seems hardly probable that the present abnormal rates for water trans-

portation will continue, and these have played a large part in the high

cost of fuel. Expenditures of capital for rehabihtation and improvement

are hkely to bring reduction in expense, as hereinafter shown, and direct

pubhc responsibility for the roads should increase good-wiU, make better

traffic regulations possible, and lessen injury and damage claims.

The results from operation of the railways in 1918, which

differ widely from the results in 1917, are not now available.

They can be secured, however, at a comparatively early date

and it will then be possible for the Commission, by making due
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allowance for further increases of expense in 1919, and proper

depreciation requirements, to formulate estimates adjusted to

various hypothetical conditions.

There are, as already indicated, certain grounds for optimism

in regard to the future of the railways, especially if credit can

be restored and an adequate supply of capital Future

insured. The necessities of the situation have ^^^pects.

stimulated invention, and during the past two or three years

new ideas in regard to operation have been developing and

gaining ground which seem likely to have an important in-

fluence upon the industry. For a long time the tendency was

continually towards larger and heavier cars, and as their weight

increased track was rebuilt and strengthened to accommodate

them. The tendency is now in the opposite direction, towards

lighter cars which may be operated by one man instead of two,

and which will consume less power and cause less wear and tear

upon the rails.

It is no doubt wise to withhold judgment in regard to the

results which these one-man cars are likely to produce, until

they have had more extensive tests under a greater variety of

traffic conditions; but certainly the experience to date, if re-

ports may be relied upon, has been full of promise. The new
cars are equipped with automatic safety devices and it is said

that they are easy to handle, that they stop and start as

quickly as an automobile, and that they are liked by the pub-

lic. It is also said that they are of even greater advantage in

city districts than on country lines of lean traffic, for they can

be used to provide much more frequent service without in-

crease in expense, and frequency of service is the thing which

attracts traffic in short-haul urban territory. They have been

successful, it is said, not only in the South, but in the hills of

Seattle, and in the severe weather of Canada. Clearly they

represent a labor-saving, power-saving, track-saving device

which deserves most serious consideration.

Another new idea which is gaining vogue is a different method

of dealing with rush-hour traffic. The peak loads during the
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morning and evening hours have always been the bane of street

railway operation, for it has been necessary to invest in much

equipment and to employ many men useful only during the

periods at which this excess trafl&c occurs. The new method

of dealing with this problem is to spread the trajffic and lower

the peaks by a so-called "staggering" of the hours at which

business houses open and close. In other words, instead of

having industries open and close at much the same time, and

clog the arteries of travel with a sudden tide of humanity, the

purpose is to persuade one group of industries to open at a

certain hour, another group at a later hour, and so on, within

reasonable limits, so that traflBc may be spread and congestion

diminished. It may prove that there are disadvantages in this

plan which outweigh its benefits, but it seems to have promise

as a means of preventing overcrowding and reducing expense

of operation, and public management should make it easier to

put it to the test.

A unified public management with an adequate supply of

capital would also make it possible to improve power, shop and

track conditions which are admittedly adding to the cost of

operation on many of our railways. It is impossible to operate

with real economy over poor track or with an inadequate power

supply or with antiquated and inefficient shop and car house

facilities. Such conditions do not prevail, by any means, on

all the roads of Massachusetts, but they exist to such an extent

that their improvement would have a marked effect in securing

lower unit costs of operation. Unified management, further-

more, should make it feasible to bring about a standardization

of equipment and supplies like that which so many industries

in this country have found of great advantage. It is such

standardization which has made it possible to produce Ford

automobiles at low cost, and still pay high wages. If the rails

and cars and other items which street railways use could be

manufactured in a similar manner, without doubt their cost

would be substantially reduced.

All this is merely suggestive of the possibilities of the future

for street railways, if they can once be placed upon their feet

and in a position to seize the opportunities which lie before

them. We offer these suggestions, not as an exhaustive dis-
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cussion of the subject, but merely to indicate that, in a time

of prevailing pessimism, there are some reasons for a more

hopeful view of the future, if the proper starting point can once

be reached. As a matter of fact, it is within the public's own

power to decrease the expense of street railway operation and

increase revenues without raising rates, if it will only co-operate

in traffic regulation, accident prevention and the collection of

fares.

The Commission has not attempted to draft a specific bill pro-

viding either for a temporary scheme of public aid or for the more

permanent plan of public acquisition of the railway public

properties, nor indeed to formulate such a plan with °p*^^°^-

any degree of definiteness. We have endeavored merely to state

the issue and furnish a starting point for discussion. The new

policy which we have suggested is too far-reaching in its conse-

quences and penetrates too far into fields, like taxation, of which

we have little special knowledge, to justify us in urging it with

confidence or in developing it at this stage with greater par-

ticularity. It needs above all things the consideration of many

minds from many angles. Furthermore, evidence of public de-

mand is essential. It is useless to undertake the difficult task

of preparing definite and comprehensive legislation upon this

subject, unless there is sound reason to believe that it will be in

accord with public opinion and receive the whole-hearted sup-

port of the community. So strongly do we feel upon this point

that we should not favor the adoption of any plan, no matter

how great the public demand might seem to be, unless pro-

vision were made for final submission to a referendum vote.

It is of vital importance that the people of the commonwealth

should accept the new policy, if it is to be adopted, and become

directly responsible for its success.

It is really a question of alternatives. If some such plan is

not adopted, the alternative is to continue the present policy

and attempt to cure street railway ills by the raising of fares.

It is not impossible that, as the public becomes inured to this

policy, it may produce better financial results than have yet

been realized. Even if this proves to be the case, however, it

will be a long time before the credit of the companies is good,

and the higher fares, in our judgment, are certain to lessen the
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value of the railways to the state, and to cause a gradual shift-

ing of population which will be harmful in its results. On the

other hand, if increased rates do not improve financial condi-

tions, a period of receiverships and reorganizations will result,

which may finally lead to better conditions, but only at the

cost of abandoned lines and still worse service meanwhile. The
people must choose between these alternatives. If they are to

have good service, undoubtedly they must pay for it, in one

form or another. Public ownership will at once insure a much-

needed supply of capital and make lower fares feasible, and

we know of no other way of accomplishing these results, other

than a permanent guarantee of the outstanding securities of the

companies, which would be open to the objections already

pointed out. Nor do we think that public management is

greatly to be feared. Whether there are other disadvantages

which will outweigh the benefits received, we are not prepared

at present to say.

It is unnecessary to state that the Commission is at the com-

mand of the General Court. We shall be only too glad to

prepare, or to assist in preparing, any draft of legislation which

the committees dealing with this matter may desire. We shall

be equally glad to submit any statistics or other data in regard

to street railway property, finances, or operation which it may
be within our power to supply.

Various measures have been suggested for improving the finan-

cial condition of the street railway companies without any radical

Minor change in state policy— such as relief from the so-

Measures.
called " excisc tax " or other forms of taxation. While

some of these measures may prove of benefit, they are only pallia-

tives and are not likely, in our judgment, to provide any real cure

for the ills of the present situation. No doubt petitions for such

legislation will be presented to the General Court and the Commis-

sion will be glad to advise with the committees in regard to

them. One measure, however, which is likely to prove of ad-

vantage to both the public and the companies, if their credit

can be improved, we deem it desirable to recommend specifi-

cally, since it is less likely to be introduced by others. This is

the legislation to enlarge the powers of the companies to ac-

quire private right of way through exercise of the power of

eminent domain, which was submitted to the General Court
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by this Commission in its Fourth Annual Report. The reasons

for this measure were fully stated in that report. (See pages

xxii and xxiii.) A draft of a bill is herewith submitted.

In conclusion, it may be well to say a word in regard to the

situation which prevails in other parts of the country. There

seems to be a general feeling that Massachusetts The situation

is specially afflicted. As a matter of fact, similar
Elsewhere,

conditions prevail everywhere. The raising of fares did not

begin so soon in other states as it did here, but the movement

in this direction has gained great headway during the past year

all over the United States. So desperate have the street rail-

way owners considered the situation that they did everything

in their power to persuade the federal government to seize and

exercise the rate-making function in war time, in order that

embarrassing provisions of local franchise grants might be over-

come. There are certain companies elsewhere which have been

able to cling to the old rates, just as there are one or two in

Massachusetts,— notably the Union Street Railway Company

of New Bedford, which by reason of good management in the

past and present, and favorable location, has so far avoided

raising the 5-cent fare, — but most of the railways have in-

creased, or are now seeking to increase, their charges, and

complaint in regard to service is very widespread.

In a certain sense our "anti stock-watering" laws have been

a disadvantage. Many companies in other parts of the country

were so wrecked in their early history by financial exploita-

tion that they were forced to reorganize and start life over

again, some 10 years ago. This happened, for example, in

Chicago, Cleveland, Philadelphia and New York, and resulted

in a rehabilitation of equipment which is helping them in opera-

tion at the present time. With their lower capitalization, our

companies have been able to postpone the day of reckoning

with depreciation a little longer. Circumstances differ to such

a degree, also, that it is difficult to make fair comparisons.

The Boston Elevated system, for example, now labors under

clearly marked disadvantages, some of which are these :

—

(1) First and foremost, it carries the load of a tremendous investment

in subways and elevated lines. Only three other communities have similar
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investments— New York, Chicago and Philadelphia. Until recently the

rapid transit lines in New York have prospered, but now that the new
subways are opened it seems probable that the city will shoulder a heavy

deficit unless fares are increased. Furthermore, high speed operation be-

yond what is practicable in our shorter subways makes expense relatively

less. No transfers are given to or from surface Hues. For every ride, no

matter how short, the subway or elevated lines receive a fuU fare. This

is true also in Chicago, where there are no subways and where the fare on

the elevated hues has recently gone to 6 cents. In Philadelphia the in-

vestment in rapid transit hues is much smaller than in Boston, although

the population is larger, and in general there is an extra charge for trans-

fers to and from surface Unes.

(2) The average ride per passenger is probably longer than in most

other communities, not only because the area covered by a single fare is

very large, but also because the lay-out of the city and the system makes

the percentage of short-haul riding low.

(3) Narrow and crooked streets increase expense of operation.

(4) Coal, which is a big item of expense, costs substantially more in

New England than in most other parts of the country.

(5) The expense is increased by the fact that rolling stock and tracks

have not been kept up to date or in good repair.

In the case of the properties in the remainder of the state,

there is no doubt that more country lines of low earnings and

poor construction have been built in Massachusetts than in

other parts of the country, and the consolidation of these lines

with the city systems has lowered the average earning power.

Quite commonly elsewhere, the interurban and city lines have

separate corporate organizations, and hjave been brought under

common management, if at all, through the medium of holding

companies. Unified operation with more prosperous lighting

properties has also helped many street railway companies in

other states weather the storm, and they have been helped by

proximity to the coal fields and by wide streets and other favor-

able operating conditions. In general, however, it cannot be

questioned that the street railway situation is bad all over the

country, and there is little basis for the common belief that

Massachusetts is specially afflicted.

Boston Elevated Railway Company.

By the provisions of chapter 159 of the Special Acts of 1918,

the management of the Boston Elevated Railway Company
was placed in the hands of a board of public trustees appointed
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by the governor, and the company was, in general, removed

from the jurisdiction of this Commission, so far as rates and

service are concerned. The plan of public management under

publicly appointed trustees was suggested by this Commission,

but the statute in its final form did not meet in all respects

with our approval. We have no doubt, however, that the

trustees will be able, as a result of their experience, to recom-

mend suitable amendments.

Since the adoption of the new plan of management, complaint

in regard to service has continued. In justice to the trustees

we think it well to point out that one reason why this Com-

mission urged public management was the belief tliat under

war conditions no speedy improvement in accommodations

could be expected, and that service was, in fact, likely to be-

come worse rather than better. Under these circumstances we

felt that there would be less unrest if the administration of af-

fairs were placed directly in the hands of public officers ap-

pointed by the governor. This is shown by the following

extract from our report: —

Certain unusual factors in the situation have an importance which can

hardly be overestimated. General conditions are extraordinary. The
country is at war and a great portion of its wealth and productive power

is being absorbed by our army and navy and in the support of the miUtary

forces and population of our allies. More and more the nation will be

called upon to sacrifice and do without things which it would otherwise

have a right to expect. Few now reahze, indeed, the extent to which this

is likely to become necessary.

This applies to transportation as well as to everything else. Normal

activity in improving service and facilities cannot be expected. At best,

private capital can be secured with great difficulty and at high cost, and

the same is true of labor and materials. Steel and copper are being used

principally for war purposes. Many of the plants which manufacture

cars are now building aeroplanes and gun carriages. War work is ex-

hausting the supply of skilled mechanics, and street railway companies

even now are finding it hard to secure motormen, conductors and un-

skilled labor. Transportation improvement must be concentrated pri-

marily upon the means of moving quickly munitions, fuel, food and es-

sential raw materials.

In such a situation mutual trust and unity of purpose are essential,

and the government, as the one body representing all the people, becomes

the dominant factor. In the present instance, war conditions are bound

to cause no little pubHc discomfort and dissatisfaction, and already there
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is widespread feeling over the poor service which is being furnished. It is

also true that, whatever action the General Court may take, the effect

upon the service will be gradual. Under such circumstances nothing is

more desirable than to create confidence in the administration of affairs

and to remove aU basis for the fear that private interests, for some pur-

pose of their own, have failed to do everything that can be done to im-

prove the situation.

In another part of the report it was definitely stated that

"it may be that under present conditions, shortage of labor

and materials will prevent any material improvement imme-

diately in the transportation situation, no matter what is done."

This fear has been realized and the trustees have been unable

to provide good service. They have suffered, however, from

conditions beyond their control, which have had a similar ef-

fect upon all the railwaj^s of the state. It has been impossible

to secure an adequate supply of efficient labor, and deliveries

of equipment and materials have been badly delayed. The

people will be short-sighted and unfair if they charge against

public management these adverse conditions which have caused

similar shortcomings in private management.

The very large increase in wages, and the fact that the trus-

tees are making a far greater provision for depreciation than

ever the private management did in the past, have made it

necessary to raise fares to a higher level than was anticipated,

and it may be that the General Court, if it had been able to

forecast conditions, would have placed a heavier temporary

burden upon the stockholders, although they were given only a

very moderate return. However, the increases in fares which

the trustees have made are not in excess of those which com-

panies under private management have sought. Indeed the

increases upon the Bay State street railway have been de-

cidedly higher. As yet there is, we believe, no reason for a

claim that public management has been a failure.

FREDERICK J. MACLEOD,
JOSEPH B. EASTMAN,
EVERETT E. STONE,

Commissioners.
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DEPAETMENT EEPORTS.

RATE AND TARIFF DEPARTMENT.

The changes in passenger fares and freight rates during the

year 1918 have been much greater than in any year since the

formation of the Commission, although the new tariffs filed have

numbered but 1,662.

The United States Railroad Administration, which assumed

charge of nearly all lines in the country on January 1, 1918,

under a proclamation of the President of the United States

dated December 28, 1917, issued a general order making marked

increases in passenger fares on June 10, 1918, and freight rates

on June 25, 1918.

Passenger Fares.

The general basis of passenger fares was fixed at 3 cents a

mile, in place of the former 2-cent rate which maintained

within 15 miles of Boston and the 2^ cents a mile elsewhere in

the state. The mileage tickets formerly sold at the rate of 2s

cents per mile were discontinued and in their stead were pro-

vided so-called scrip books sold at the regular single ticket rates,

but enabling the checking of baggage without first going to the

ticket ofiice. The 8 per cent war tax is added to the price of

the scrip books when purchased, so that traveling men have no^

annoyance in figuring taxes for each individual journey. As-

these scrip books, however, include a war tax which is not

required on trips of less than 12 miles, an unnecessary expense-

is involved if they are used for short trips.

Some exceptions have been made to the ruling rates given

above, so that soldiers and sailors returning home after dis-

charge from service can procure tickets at two-thirds of the

regular rate, while soldiers, sailors, nurses and enlisted women
of the army, navy and marine corps on furlough can procure

transportation on the basis of one-third the regular fare..
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Tariffs have also been prepared to take effect January 1, 1919,

providing for the transportation of clergymen under certain

restrictions at one-half the regular fare.

The season tickets, 12 and 25-ride suburban and other similar

commutation tickets and monthly season tickets, were all in-

creased a flat 10 per cent. The half rate students' monthly

ticket which has been in force for years has been continued, up

to the present time, with a 10 per cent increase.

In addition to these changes, there was introduced an addi-

tional charge for the privilege of using parlor and sleeping cars,

over and above the actual price for seat or berth, this figuring

about one-half a cent a mile and continuing in force until

December 1, 1918, when it was discontinued.

There are some indications that still further changes in com-

mutation tickets of the various kinds may be made in the near

future, provided a satisfactory uniform plan applicable to the

entire country can be formulated.

Freight Rates.

A description of the increase in freight rates is quite compli-

cated, and to understand the changes fully it must be followed

down from the basis promulgated by Judge Prouty of the Inter-

state Commerce Commission, sitting jointly with the New Eng-

land Commissioners in connection with Boston and Maine af-

fairs in 1913.

The resulting tariffs were made effective by the Boston &
Maine Railroad on April 1, 1914, and the basis was later

adopted by the Boston & Albany on May 1, 1914, and by the

New York, New Haven & Hartford in December of the same

year, thus covering substantially all the steam mileage of the

state.

The Interstate Commerce Commission, by decision on June

27, 1917, granted the petition of eastern carriers for a 15 per

cent increase in class rates to meet added cost of operation, the

tariffs thus authorized going into effect upon the Boston &
Maine and the New York, New Haven & Hartford lines in

August, 1917, followed by the Boston & Albany in November,

1917. This was the uniform basis at the time the New England

roads petitioned the Interstate Commerce Commission for a
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further advance, which was authorized in April, 1918, in I. C. C.

Case No. 9953, but the appHcation of which, up to December,

1918, has been accomplished only by the New York, New
Haven & Hartford Railroad, which combined it with the in-

crease of 25 per cent made by the United States Railroad

Administration.

Briefly stated, the original first class rate for distances of less

than 5 miles up to August, 1917, was 10 cents for 100 pounds.

The first increase of 15 per cent raised this to 11| cents. The

basis authorized in I. C. C. Case No. 9953 substituted for this a

rate of 20^^ cents, which was further raised 25 per cent by Order

No. 28 of the United States Railroad Administration, raising

the figure to 25| cents, which is the present minimum upon the

New York, New Haven & Hartford Railroad for 100 pounds of

first class freight moving a distance of not over 5 miles.

This increase of over 150 per cent in the short distance rates

in effect up to August 1, 1917, has been the cause of complaint

from shippers operating on a close margin. The basis of rates

in effect upon the New York, New Haven & Hartford railroad

since June 25, 1918, is to be applied to the Boston & Albany

and Boston & Maine as soon as authority for certain resulting

Fourth Section violations is issued. These tariffs are expected

at any time and will place Massachusetts business upon a uni-

form basis, whether handled locally or jointly between roads

formerly operated independently.

In May, 1918, certain commodity rates, in accordance with

decision in I. C. C. No. 57 (Ex Parte), were increased 15 per

cent and on June 25, 1918, under United States Railroad Ad-

ministration Order No. 28, they were further increased 25 per

cent.

The natural desire of the Railroad Administration to estab-

lish fares and freights upon a consistent, and as far as feasible,

a uniform basis on all the controlled roads of the country in-

volves grave possibilities for Massachusetts.

The low rate suburban fares, half-price scholars' tickets, as

well as the system of freight rates formerly based on local con-

ditions, may be seriously altered if a basis suitable for a large

part of the whole country is applied.

The Official Freight Classification covers about 15,000 differ-
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ent items and differs widely in many cases from the Western

Classification, as used beyond the Mississippi River, and such

study as has been made so far indicates a decided tendency to

further increases resulting from the possible substitution of the

Western for the Official Classification, unless there is an ade-

quate reduction in the corresponding rate tables. Here again

complications appear, for the proportion of increase in rates for

added distance in the west, appears greatly in excess of that

formerly applied in New England territory and to which its

competitive interests have been adjusted. Careful study is now
being made to prevent, so far as possible, unwarranted in-

creases which may occur accidentally if the situation is not care-

fully studied in the light of local conditions for the information

of the responsible authorities at Washington.

ExPEEss Service.

On July 1, 1918, all the large railroad express lines being

under government control, the independent organizations were

combined in the interest of economy and efficiency, it being

obviously cheaper to operate if one team passing through a dis-

trict can be used to collect and deliver for all the companies.

As the rates made by the Interstate Commerce Commission

heretofore have applied to all lines, no competitive advantages

were lost by this arrangement. The title of the new operating

company is the American Railway Express Company.

On July 15, 1918, it made effective tariffs previously author-

ized by the Interstate Commerce Commission on the showing of

the independent companies before the consolidation. The in-

creases allowed were 10 per cent, which meant that the shortest

movement in the State of Massachusetts for a shipment of 100

pounds was increased from 50 cents to 55 cents, and the longest

possible haul in the state from $1.00 to $1.10 per 100 pounds,

with consistent lower charges in all cases for shipments of less

weight.

Tariffs recently authorized to become effective January 1,

1919, will further increase the rates, so that the minimum haul

for 100 pounds will be 71 cents, instead of 50 cents as at the

first of last January, and the longest haul will be increased to

$1.26, or practically 25 per cent during the year.
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The consolidation of express interests not only promises to

improve service but also to decrease operating cost. It offers a

distinct improvement in avoiding all delay in listing and receipt-

ing for individual shipments which formerly passed from one

carrier to another, thus saving time and avoiding needless ex-

pense. As soon as normal conditions return there should be a

noticeable improvement in the settlement of claims, for the

time formerly required to locate the individual carrier responsi-

ble for loss or damage will not be required and it will only be

necessary to verify consignees' statement of loss or damage and

establish the proper amount in order to authorize payment.

Another and by no means the least improvement in service

will, result from the consolidation of shipments between certain

points in through cars, the possibility of loss being manifestly

much less under this arrangement than where freight is for-

warded by several competing routes in broken lots and re-

peatedly transferred in transit. The most direct route under

the new arrangement will naturally receive all business for

which it is best fitted.

Street Railway Fares.

During the year there have been 141 passenger and 46

freight trolley tariffs filed, all of which were either to secure

additional revenue by increased unit rate, by shortening or

introducing additional zones, or by discontinuance of business

on lines which under existing conditions involve an operating

loss.

Experience has shown that while fares may be raised to meet

increased expenses, it is an unsettled question how far the

public will continue to ride at the increased rates. The abnor-

mal conditions which have lately existed in many neighborhoods

have gone far to make the problem, which is itself complicated,

even more difficult.

ACCOUNTING DEPARTMENT.

A portion of the time of this department has been given to

critically analyzing the annual reports of public service corpora-

tions for the purpose of enforcing uniform accounting and

securing accurate statements of financial and physical condi-
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tions, and to the correction of the various errors and omissions

found. It is also the duty of the department to compile the

statistical information found in the annual report.

There are now under the jurisdiction of the Commission one

hundred and eighty-eight companies engaged in some form of

public utility operation.

Investigations were made relative to the expenditures on ac-

count of additions and betterments, in which cases the vouchers

and contracts covering the expenditures were examined and the

physical property inspected and appraised.

During the year applications were received from the Union

and West End street railway companies, the New York, New
Haven & Hartford Railroad Company and the Southern New
England Railroad Corporation for authority to issue capital

stock or bonds. The expenditures by these companies on ac-

count of additions and betterments were verified and reports

made to the Commission. Reports were also made relative to

securities which had been issued by the Boston Elevated Rail-

way Company and the Plymouth & Sandwich Street Railway

Company under previous authorizations. The department also

checked the expenditures made by the Bay State Street Rail-

way Company, representing additions and betterments since the

computation of investment value as of November 1, 1914,

which had been duly approved by the Commission.

Investigations and reports were made in connection with the

rate cases of the following companies: Boston, Revere Beach &
Lynn Railroad Company, Northampton, Fitchburg & Leomin-

ster, Massachusetts Northeastern, and the Northern Massa-

chusetts street railway companies.

Much statistical information has been compiled relative to

operating conditions, which is of value to the Commission and

the general public.

INSPECTION DEPARTMENT.

The annual and special inspections of steam i^ailroads, private

railroads and street railways for the year ended June 30, 1918,

were made under the direction of George W. Bishop, chief of

the inspection department, representing the Commission. The
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results obtained from these examinations are shown in this

report.

The conditions of steam railroads and street railways show no

improvement over conditions one year ago, which at that time

were far from being satisfactory.

The members of this department, during the year, devoted a

very large amount of time to the adjustment of complaints and

to securing data for the Commission with reference to special

investigations, involving valuations or concerning physical con-

ditions and present and future needs of railroads and street

railways. Reports relative to the investigation of accidents and

unsatisfactory conditions found upon railroads and street rail-

ways, which have been specifically called to the attention of the

Commission, will be found in full in the appendix to the Com-

mission's report.

The number of complaints received in connection with rail-

road operation was 153; in connection with street railway oper-

ation, 218. These complaints were investigated and adjusted

by this department, thus obviating the necessity of public hear-

ings or conferences and the issue of orders or memoranda by the

Commission.

The number of inquests in cases of death by accident at-

tended by inspectors and assistant inspectors was 399.

Reports made by the inspection department to the Commis-

sion concerning certain accidents and the physical condition of

certain railroad and street railway properties will be found in

the appendix to the Commission's report.

Raileoads.

Locomotives.

The number of locomotive inspections made at various times

was 3,158. In 2,687 inspections no defects were found. In 471

cases locomotives were found defective because of steam leaking

to obscure the vision of enginemen, or were found to have'

defective boilers, wheels, spark arresters or ash pans. These'

defects were called to the attention of the proper ofiicials and!

remedied. The number of special examinations of spark ar-

resters and ash pans was 2,347.
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During the year 70 new locomotives were put into operation

in Massachusetts, as follows: Boston & Albany railroad, 18

switching engines; Boston & Maine railroad, two electric en-

gines; New York, New Haven & Hartford railroad, 50 Santa

F6 type freight engines.

Frog and Switch Blocking.

The number of pieces of foot blocking found to be missing or

defective and called to the attention of proper oflBcials and

remedied during the year, was 2,217.

Bridge Guards.

The number of bridge guards found defective and called to

the attention of proper officials and remedied during the year

was 1,583.

Steam Passenger Train Equipment.

During the year, 11,139 passenger coach inspections were

made and in 10,345 of these no defects were found. The num-

ber of coaches inspected and found defective with reference to

wheels, brakes, lighting, car seat frames, missing emergency

tools, or because of dirty conditions, was 794.

During the year the New York, New Haven & Hartford Rail-

road Company retired 14 cars and put into service 100 new

cars; the Boston & Albany Railroad retired 17 cars and put

into service 6 new cars; the Boston & Maine Railroad retired

36 cars and put into service 7 new cars.

Steam Freight Train Equipment.

The number of freight cars inspected with no defects being

found was 6,105; found defective, 94. Caboose cars inspected

with no defects found, 348; found defective, 20. Milk cars

inspected, 74, of which none were found defective.

Passenger Stations.

The number of inspections of passenger stations, made at

various times, where stations were found to be in good or fair

condition was 3,867. The number found defective with respect

to platforms, lavatories, or because of untidy conditions, and

called to the attention of proper officials and remedied, was 120.
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Accidents.

The number of fatal accidents to individuals on steam rail-

roads investigated was 271. The number of serious personal

injuries investigated was 166. The number of other accidents

investigated, such as derailments and collisions, was 147.

Street Railways.

Certificates for Operation.

The number of inspections of new street railway tracks made

as a preliminary to issuing certificates of operation was 57.

Street Railway Equipment.

During the year 4,720 car inspections were made and in 3,221

cases no defects were found; the number of cars found defective

with reference to wheels, brakes, lighting, car seat frames or

through untidy conditions, was 1,499.

Accidents.

The number of fatal accidents to individuals investigated was

136. The number of accidents due to broken or loose wheels,

broken journals and axles reported was 291; miscellaneous acci-

dents investigated, such as collisions, personal injuries and acci-

dents caused by faulty operation, 670; accidents caused by

spread rails, broken rails, defective special work, poor surface

and alignment of track, 854.

The records of the office show that accidents caused by per-

sons coming in contact with either fenders or wheelguards, or

both, were: fatal accidents, 8; serious accidents, 10; neither

fatal nor serious, 145. Lifting jacks were used five times to

extricate persons from underneath cars. In one instance the

time consumed was thirty minutes; in another, ten minutes;

and in the other three instances, seven minutes each.

ENGINEERING DEPARTMENT.

During the year there has been no change in the personnel of

the department.

Investigations of expenditures have been made on account of

additions and betterments charged against issues of capital
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stock previously authorized by the Commission, or for which

authority to issue capital stock or bonds was desired by the

Boston & Albany and the New York, New Haven & Hartford

railroad companies, the Southern New England Railway Cor-

poration, the Boston Elevated Railway Company, the West

End, Plymouth & Sandwich, Union, Massachusetts Northeast-

ern, Fitchburg & Leominster, and Northampton street railway

companies.

The department has made examinations and valuations of the

property of the Boston, Revere Beach & Lynn Railroad Com-

pany and of the Interstate Consolidated Street Railway Com-

pany.

In connection with petitions for fare increases on certain

street railways, many maps and diagrams have been prepared,

and in connection with war industries, studies and reports upon

traffic matters at Fore River, Hanover and Winchendon have

been made.

Copies of maps, and cost data prepared by the railroads for

the valuation by the Interstate Commerce Commission have

been filed, and the valuation of the railroad lands in and around

the Boston terminals is being studied.

In addition to the above, studies and reports on minor mat-

ters have been made, and, under authority of chapter 527, Acts

of 1914, about five days have been spent by the engineer in con-

nection with the elimination of grade crossings for the depart-

ment of the Attorney-General.

Bridges.

During the past year Prof. Lewis E. Moore, Bridge and Signal

Engineer of the Commission, was engaged in military service with

the First United States Army in France, but resumed his position

with the Commission at the beginning of the present year.

During his absence the work has been carried on by the other

members of the department, with the occasional employment

of Professor James M. Barker of the Massachusetts Institute

of Technology as consulting bridge engineer.

The work of the consulting bridge engineer has covered the

usual annual inspection trips, the approval of plans for new bridge

construction, and reports on particular bridges where requested
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by the Commission. Most of these reports were on bridges of

the Boston and Maine Railroad. It had been felt by the Com-
mission that some investigation of these bridges was desirable,

as in general they have not been kept up to the best standards.

As a result of these investigations, the Railroad has adopted

what appear to be satisfactory programs of reconstruction in a

number of important cases.

Railroad bridges to the number of 241 have been inspected,

several of which have been thoroughly investigated, including

the jack-knife draw bridges in the vicinity of Boston, and thir-

teen street railway bridges have received special examination.

The tables which follow show the statistics of the bridges

upon the railroads in the Commonwealth as of December 31,

1917.

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 on the

railroads in the Commonwealth during the year ending Decem-
ber 31, 1917.
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Table II.— Length of Bridging of Wood, Stone and Metal, December SI,

1917.
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were examined and checked. The operation of signals was ob-

served from locomotives both by day and by night. The signal

conditions involved in eight collisions and seven derailments

were investigated. Twelve failures were found and remedied.

Two automatic stops were investigated. Approval of proposed

changes or new construction was recommended in nineteen cases

and these changes were adopted before the plans were approved.

Extensive additions to the signal systems during the past

year were as follows :
—

Automatic signals between Braintree and Greenbush on the

New York, New Haven & Hartford railroad, which replaced the

time interval system.

A new lighting system has been installed to light the signals

through the Back Ba}^ Cut of the New York, New Haven &
Hartford railroad.

Telegraph order signals have been installed at several stations

on the Boston & Albauy railroad and are gradually being ex-

tended over the system.

All signals between Charlton and Palmer on the Boston &
Albany railroad have had storage batteries added to replace the

primary batteries.

In addition to the above, the following has been done jointly

with other employees of the Commission: —
Valuation of the Swansea & Seekonk street railway.

Transportation of employees to and from Fore River.

TELEPHONE AND TELEGRAPH DEPARTMENT.

The following figures show the work of the telephone in-

spectors of the department for the year: —
Complaints, 993

Inspections at subscribers' stations by the inspectors of the depart-

ment, 1,325

Service tests by inspectors and from the department, . . . 2,650

Visits to exchanges by inspectors, other than on complaints, . . 109

On a majority of complaints several visits were necessary.

While appreciating that the war business had added substan-

tially to the company's traffic and plant "load," it seemed

desirable to continue a reasonable, healthy inspection service in
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order that those responsible for the maintenance of telephone

trafBc might be helped in their efforts to maintain an orderly

service standard.

In this connection we are gratified to be able to state that

any important changes in traffic or plant conditions which

seemed to our inspectors to be necessary were at once taken care

of by the officials assigned by the telephone company to attend

to Commission matters.

During the several weeks of the epidemic, systematic inspec-

tions and service tests were abandoned, owing to the greatly

reduced forces of the company, particularly in the traffic de-

partment.

In the matter of conservation of war material, as applied to

new installations and extensions of existing service, the depart-

ment has co-operated in every way with the companies. Of the

many cases involving that question which reached the depart-

ment, not a few were denied as unnecessary.

With the heavy increased used of telephone service, the de-

partment deems it absolutely necessary to again call the atten-

tion of subscribers having party-line service in the larger ex-

changes, and particularly in the Metropolitan district, to their

great responsibility, not only to other subscribers who may be

on their lines but to the subscribing community as a whole.

That responsibility calls for a reasonable use of such service in

length of conversations, in order that all subscribers desiring to

use the service may have an opportunity to do so. The Massa-

chusetts Public Service Commission, four years ago, was the

pioneer in the United States in asking that telephone talks be

limited to five minutes on party lines, and certainly not beyond

that time after another subscriber had indicated a desire to use

the line. The results following that request were very gratify-

ing. Telephone ''visits" in the larger exchanges were notice-

ably shorter and amity between neighbors on the same line

increased.

War traffic, however, has changed that condition, but the

department is co-operating with the telephone company to the

fullest extent in eliminating unfair use of service. For a mod-

est woman who courteously asks to be allowed to use the line

after some one has had it one hour and twenty-three minutes to
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be invited to go where ice is scarce is certainly not fair treat-

ment, and it is quite safe to say that in the future there will be

a much larger percentage than ever before of party-line sub-

scribers who, failing to respond to reasonable requests to divide

the time with other subscribers, will suddenly find themselves

without service or compelled to take a special line. The depart-

ment asks the co-operation of every fair-minded subscriber in

this work from now on.

While it cannot be said that traffic conditions in the different

exchanges are yet normal, it is quite clear that the percentage

of operating errors is all out of proportion to other conditions.

As far as it is possible to do so, with a very limited inspection

force, this phase of the service is to be made the subject of a

special study by the department early in the coming year.

One of the most vital things to-day entering into the prosecution

of any form of business is telephone service, and the great busi-

ness community is entitled to protection at all times. There

ought always to be a reasonable margin of safety in telephone

traffic standards. Telephone service is the most sensitive of all

public services, and, when once it passes below the danger

point, it is very difficult to get back to a proper standard.

Even before war conditions the service was near the danger

point. Now that we are quickly returning to peace conditions,

the appointment of two additional inspectors is strongly urged,

in order that we may, to that extent, be able to put our finger

on the weak spots and compel those responsible for telephone

traffic to recognize the fact that there is that danger line below

which they must not go. The present size of our inspection

force permits of comparatively little work along these lines,

because of routine complaint matters and things incidental

thereto.

A readjustment of the rates within the Metropolitan district

is very much overdue. On July 1, 1915, the New York Tele-

phone Company was required to install an all-measured serv-

ice covering the entire city of New York, including Brooklyn,

and to-day that municipality enjoys the simplest form of rate

schedule in existence anywhere in the world. In Boston and

suburban districts we have had for many years a most compli-

cated schedule of rates. For instance, the central business sec-

tion of Boston is segregated as a separate telephone district in
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which there is an unlimited service carrying a rate of $125, cov-

ering 83,000 subscribers. The department has figures showing

that some subscribers to that form of service are getting service

at a rate as low as two-tenths of a cent per call. This is but an

illustration of the peculiarities of the schedule. The depart-

ment ought to have a larger appropriation, one sufficient to

make a proper engineering study of the rates in effect all over

the state, and those within the Metropolitan district at all

events, with a view to the establishment of a simpler and a

more equitable rate schedule, under which the larger users will

be paying their proportionate share of the expense of producing

service. It is possible that this could be brought about by the

adoption of a schedule along the lines followed in New York.

The question of district service is also important. Subscrib-

ers in cities and towns within the Metropolitan district, twenty

to thirty miles apart, are permitted to have unlimited service

with each other, and with 40 or 50 other places, and the same

right is denied to communities only a few miles apart in other

sections of the state. This does not seem just, and such service

should either be discontinued or thrown open to all communi-

ties. The coming year would seem to be the time to clean up

the larger irregularities and inequities of rates and service in-

stead of waiting until we have entered upon a period of great

industrial activity.

The work of the department concerning telegraph matters is

at no time of large volume, owing to the fact that telegraph

traffic is largely of an interstate character.

Out of the large number of complaints on telephone matters,

comparatively few have required the attention of the full Com-
mission. The department has continued the policy of holding

quasi-public hearings or conferences at a number of places from

which petitions or serious complaints have been received, and in

practically all such cases some adjustment of the matter has

been reached satisfactory to all parties without public hearings

by the Commission.

Among other changes which the New England Telephone

company has been making has been the elimination of so-called

district service in a number of communities where such service

has existed. Several such districts have been eliminated and
several others are now the subject of conferences between the
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communities interested, the tekphone companies and the repre-

sentatives of this department.

In the matter of control and operation of telegraph and tele-

phone service by the Post Office Department of the United

States, the Commission from the start offered every co-opera-

tion to the Postmaster-General and his committees, and the

experience of the department organization and the information

in its possession have at all times been placed at the disposal

of the Washington authorities.

The personnel of the department was changed somewhat dur-

ing the year by the departure of Mr. James M. Cushing, the

oldest inspector in point of service, into the military service.

Mr. Patrick J. Drislane of Boston, who has had many years'

experience in telephone work, was appointed as temporary in-

spector to fill the vacancy.

In this connection, it is only fair to mention the splendid

co-operation given the department by representatives of the

New England Telephone company, and particularly Mr. Clar-

ence G. McDavitt, the executive assistant, who handles all

Commission matters for the company and with whom the

department deals directly. Because of his co-operation and

willingness to eliminate the usual formalities and red tape, we

have been enabled to dispose of hundreds of complaints in an

informal manner with entire satisfaction to all parties at

interest.

Decision on Hotel Telephone Rates.

The most important telephone decision of the year by the

Commission was that concerning rates for public telephone

service at hotels, which appears in full in the appendix.

This decision, in effect, required the telephone company to

discontinue furnishing telephone service to hotels except upon

condition that such service should not be resold by the hotels

at a price higher than that charged by the telephone company

for the same service at public stations.

The decision was appealed by the counsel for the Hotel Men's

Association, but, later, following an order by the Postmaster-

General, in effect confirming the order of the Massachusetts

Commission, the hotels decided to obey the order and are now

charging regular schedule rates for local service.
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EAILEOAD STATISTICS.

Annual returns for the year ending December 31, 1917, have

been received from thirty-six railroad corporations, also a return

from the receiver of the Boston & Maine Railroad. Returns

have also been received from a canal company and a sleeping

car company.

There was returned the past year a net decrease of 7.97 miles

of railroad line located in this Commonwealth,* caused by addi-

tions and remeasurements. There was a decrease of .01 of a

mile of second main track, an increase of 3.21 miles of third

main track and 41.66 miles of side track.

There are now in Massachusetts 2,133.50 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 5,005.05 miles.

Statistics.

The following compilations of statistics are from the returns

of the several railroad companies to the Commission for the

year ending December 31, 1917.

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 on December 31, 1917, as compared with

the previous year :
—
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Railroad Mileage in Massachusetts, December 31, 1916 and 1917.

RAILROAD MILEAGE.
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Mileage Operated.

The length of railroad line operated by the Massachusetts

companies, within and loithout the Commonwealth, including

roads operated under lease or contract as well as roads owned,

is 5,177.61^ miles; and the total length of track so operated is

10,687.63^ miles, — as shown in detail, with the increase over

the previous year, in the next table :
—

Mileage Operated by Reporting Comp
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Comparative General Balance Sheet.

In any examination for purposes of comparison between the

report here following and reports prior to 1914, it must be dis-

tinctly understood that by reason of the adoption by the Com-
mission, under authority of law, of the form of return pre-

scribed by the Interstate Commerce Commission, the return

now adopted differs substantially in principle from the return

formerly in use under authority of the Commission. The assets

and liabilities in the comparative general balance sheet of the

companies, as returned December 31, 1917, have been tabulated

and the increase or decrease in each class as compared with

1916 appear in the two following tables: —

Assets, December SI, 1916 and 1917.

assets.

Road and equipment
Improvements on leased railway property,
Sinking funds,
Deposits in Ueu of mortgaged property sold,

Miscellaneous physical property,
Investments in affiliated companies.
Other investments
Current assets .

Deferred assets,
_

. . . • .

Unadjusted debits

Grand total,

1916.

8516,312,725 74
10,495,335 34

946,108 72

5,795,278 13

207,342,779 07
46,776,365 24
54,838,559 99
15,912,643 83
5,105,368 26

$863,525,164 32

1917.

$519,622,521 95
12,168,616 51

986,178 51

4,949,970 94
201,489,360 95
65,988,115 89
57,495,039 08
18,445,675 17
6,845,119 84

$887,990,598 84

Increase.

$3,309,796 21

1,673,281 17
40,069 79

845,307 19*

5,853,418 12*

19,211,750 65
2,656,479 09
2,533,031 34
1,739,751 58

$24,465,434 52

Decrease.

Liabilities, December SI, 1916 and 1917.

LIABILITIES.

Capital stock, common, .

Capital stock, preferred, .

Total capital stock.

Premium on capital stock.
Funded debt, .

Notes, . . . .

Open accounts.
Current liabiUties, .

Deferred liabilities, .

Unadjusted credits, .

Appropriated surplus,
Profit and loss,

Grand total.

1916.

$283,712,015 70
25,009,800 00

$308,721,815 70

34,509
348,361

37
1,447,

86,939
25,239,

20,273,

8,377,

29,616,

,999 56
882 50
,307 69
399 53
,531 85
712 37
,568 57
,772 59
173 96

$863,525,164 32

1917.

$284,568,015 70
25,009,800 00

$309,577,815 70

34,509
351,813

37
1,464

114,006
23,480,

24,945,

8,615
19,539

,999 56
791 50
,307 69
,720 26
,149 75

017 67
,969 69
,680 84
,146 18

$887,990,598 84

Increase.

$856,000 00

$856,000 00

3,451,909 00

17,320 73

27,066,617 90
1,759,694 70*

4,672,401 12

237,908 25
10,077,027 78*

$24,465,434 52

• Decrease.
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Capital Stock and Dividends.

The aggregate capital stock December 31, 1917 (not including

the premiums on sale of capital stock as returned in the form of

return), of the thirty-three corporations making returns was

$309,577,815.70.

The total amount of dividends declared during the year was

$7,295,540, — a decrease of $18,070 over the previous year.

Twenty-one corporations declared dividends varying in rate

from 2j 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.

Attleboro Branch,
Boston & Albany,
Boston & Lowell,
Boston & Providence,
Boston, Revere Beach & Lynn,
Chatham
Connecticut River,
Fitchburg, I

. . . .

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, . . . .

$7,902 00
2,187,500 00
614,352 00
399,600 00
51,000 00
3,751 00

323,330 00
943,000 00
36,400 00
56,250 00
72,000 00

150,000 00
2,250 00

240,000 00
1,560,580 00

22,500 00
350,000 00
21,000 00
10,045 00

191,580 00
52,500 00

The amount of capital stock of the twenty-one dividend-

paying companies was $102,436,725,^ on which the average

rate of dividend was 7.12 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 :
—

1 Preferred stock only.

2 Including common stock on which, in the case of two of these companies, no dividend was
paid.
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Capital Stock, Net Income and Dividends, 1908-1917.

YEARS. Capital
Stock.

Net
Divisible
Income.

Dividends
Declared.

Percent-
age to
Total
Capital
Stock.

1908,

1909,

1910,

1911,

1912,

1913,

1914,

1915,

1916,2

1917,2

$235,462,291

238,900,816

285,100,341

324,445,166

328,838,816

330,011,516

330,012,176

308,721,816

308,712,816

309,577,816

$11,602,252

16,065,768

20,162,3941

17,335,6451

21,997,3071

16,044,2991

4,564,5001

9,181,3501

20,727,7351

9,197,4761

$17,683,965

16,964,681

18,996,657

21,780,406

23,298,074

22,136,779

9,650,896

7,292,240

7,313,610

7,295,540

7.51

7.10

6.70

6.71

7.08

6.70

2.92

2.38

2.37

2.35

1 Appropriations for additions, betterments and reserves deducted.

2 Year ending December 31.

Funded Debt.

The aggregate funded debt of the companies December 31,

1917 (not including "nonnegotiable debt to affiliated com-

panies" as returned in the form of return), was 1351,813,791.50,

— an increase of $3,451,909.00 over the previous year, resulting

from additions and deductions as follows :
—

Additions :
—

Boston & Albany, $1,000,000 00

Grafton & Upton, ......... 250,000 00

New York, New Haven & Hartford, 2,514,909 00

Total additions to funded debt, $3,764,909 00

Deductions :
—

Boston & LoweU, $200,000 00

Central Vermont, 111,000 00

Hoosac Tunnel & Wilmington, 2,000 00

Total deductions from funded debt, .... $313,0000 00

Net additions to funded debt, $3,451,909 00
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Income and Expenditures.

The total income of the companies from all sources, for the

year ending December 31, 1917, was $193,976,221.96, and the

total expenditures, including dividends declared, were $192,-

074,285.81, showing a net surplus for the year of $1,901,936.15

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, December 31, 1916 and 1917.

INCOME.
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Opekating Revenues and Expenses.

The operating revenues and expenses of operation for the

year ending December 31, 1917, are classified, and compared

with those of the previous year in the following table :
—

Operating Revenues and Expenses, December SI, 1916 and 1917.

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 revenue.

Operating expenses,

Net revenue from railway operations,

1916.

587,678,738 32

55,957,122 00

288,961 11

15,275 25

1,887,408 11

6,984,158 70

1,193,355 91

2,657,007 88

5156,662,027 28

15,172 64

6,006,192 45

779,617 39

§163,463,009 76

110,802,254 92

$52,660,754 84

1917.

S90,883,228 71

61,769,411 47

260,168 97

16,485 61

2,512,132 60

7,067,146 91

1,370,206 67

2,707,562 79

$166,586,343 73

13,040 14

6,372,350 67

828,063 58

$173,799,798 12

131,079,361 36

$42,720,436 76

Increase.

$3,204,490 39

5,812,289 47

28,792 14*

1,210 36

624,724 49

82,988 21

176,850 76

50,554 91

$9,924,316 45

2,132 50*

366,158 22

48,446 19

$10,336,788 36

20,277,106 44

$9,940,318 08*

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, 1908-1917.

YEARS.
Revenue
from

Passenger
Service.

Revenue
from

Freight
Service.

Other
Revenue
from

Operation.

Total
Operating
Revenues.

1908,

1909,

1910,

1911,

1912,

1913,

1914,

1915,

1916,1

1917,1

$49,038,322

48,458,423

52,995,871

55,602,106

57,142,152

59,553,665

58,984,655

57,861,917

66,326,281

72,995,552

$55,687,041

56,945,111

64,070,157

65,038,750

68,266,492

72,867,194

69,992,980

69,664,516

'

87,678,738

90,883,229

$1,584,123

2,702,238

3,074,965

3,318,634

3,665,667

4,189,454

4,251,698

6,310,502

9,457,991

9,921,017

$106,309,486

108,105,772

120,140,993

123,959,490

129,074,311

136,610,313

133,229,333

133,836,935

163,463,010

173,799,798

1 Year ending December 31.

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 Operating Expenses to Total Operating Revenues, 1908-1917.

YEARS.
Total

Operating
Revenues.

Operating
Expenses.

Ratio of
Operating
Expenses to
Operating
Revenues.

Net
Revenue
from

Operation.

1908,

1909,

1910,

1911,

1912,

1913,

1914,

1915,

1916,1

1917,1

$106,309,486

108,105,772

120,140,993

123,959,490

129,074,311

136,610,313

133,229,333

133,836,935

163,463,010

173,799,798

$80,956,652

75,048,921

82,067,516

89,525,902

90,131,969

99,565,217

101,633,343

95,884,771

110,802,255

131,079,361

76.15

69.42

68.31

72.22

69.83

72.88

76.28

71.64

67.78

75.42

$25,352,834

33,056,851

38,073,477

34,433,588

38,942,342

37,045,096

31,595,990

37,952,164

52,660,755

42,720,437

1 Year ending December 31.
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Income and Expenditures op the Three 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 December 31, 1917: —

•

Revenues, Income and Expenditures for the Year ending December 31, 1917.

Boston &
Albany. *

Boston &
Maine.

New York,
New

Haven &
Hartford.

Revenue from freight

Revenue from passenger,

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,

Taxes,

Hire of equipment

Rent of leased Unes, . . '

Joint facility and other rents

Interest on fvmded 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,

Per cent of operating expenses to operating revenues,

$12,213,505 79

7,444,694 33

1,811,426 91

1,017,188 82

75,466 44

835,080,736 68

17,814,737 62

4,663,107 47

1,892,100 88

95 96

S40,395,998 57

34,427,801 28

6,918,046 38

3,290,545 45

752,501 18

$22,562,282 29

395,812 42

$59,450,778 61

1,232,915 18

$85,784,892 86

9,070 02

7,260,789 66

$22,958,094 71

$16,944,223 09

883,869 95

1,695,485 21

3,161,946 38

203,630 36

2 94

73,469 50

$60,683,693 79

$47,164,940 60

2,156,648 96

3,317,951 37

5,695,961 67

155,652 68

1,754,980 00

799,014 35

3,790 82

$93,054,752 54

$61,970,059 84

3,336,980 25

2,670,532 78

6,156,544 46

3,293,506 61

9,282,633 81

2,639,949 72

1,300,449 63

1,962,627 43

$4,532 72d

$61,048,940 45

$365,246 mi

$54,137 35

$90,650,657 10

$2,404,095 44

$4,532 72d

75.10

$54,137 35

$419,384 Old

79.33

$2,404,095 44

72.24

1 Operations of the New York Central Railroad, Lessee. d Deficit.

The miles of track owned, and also track operated December

31, 1917, 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 December SI, 1917.

Boston
& Albany
(Miles). 1

Boston
& 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

86.09

24.84

384.75

1,018.14

393.97

218.83

86.09

24.84

412.57

1,136.30

731.38

233.64

427.67

1,392.69

2,305.41

591.14

4.20

1.98

1,375.54

4,278.27

1,233.69

482.69

70.71

69.332

884.72

2,741.14

1,996.59

819.95

120.01

115.43

10.27

10.17

1,522.51

4,594.93

1 Operated by New York Central Railroad, Lessee.

2 Includes .61 of a mile of fifth and .54 of a mile of sixth track.

Revenues and Expenses 'per Mile of Road Operated.

The average operating revenues and expenses of operation,

and 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, 1908-1917.

YEARS.
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Operating Revenues and Expenses per Mile of Road Operated (Three Roads)

in 1917.

RAILROAD COMPANIES.
Total

Operating
Revenues.

Operating
Expenses.

Net
Operating
Revenue.

Boston & Albany, ....
Boston & Maine,

New York, New Haven & Hartford, .

$57,269

26,199

43,000

$43,009

20,782

31,063

814,260

5,417

11,937

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 1908-

1917.

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 ratio of operating expenses to operating revenues of the

three leading railroads of the Commonwealth for the year end-

ing December 31, 1917, is given in detail in the following

table :
—

Ratio of Operating Expenses to Operating Revenues {Three Roads) in 1917.

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, .

8.97

12.13

1.06

48.78

1.84

2.32

75.10

10.42

14.78

.75

50.41

.49

2.48

79.33

10.51

14.21

.61

42.39

1.64

2.88

72.24

Operating Expenses per Revenue-Train Mile {Three Roads) in 1917.

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 per revenue-train mUe,

SO 26

35

03

1 41

05

07

$2 17

$0 32

45

02

1 53

01

07

$2 40 $2 83

The next table gives the cost of repairs per locomotive and

per car on each of the same three roads the last year :
—
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Cost of Repairs per Locomotive and per Car (Three Roads) in 1917.

RAILROAD COMPANIES. Per
Locomotive.

Per
Passenger

Car.i

Per Freight
Cax.

Boston & Albany, ....
Boston & Maine

New York, New Haven & Hartford, .

$3,525 03

2,918 75

3,389 35

8620 49

505 33

474 89

S73 02

130 53

79 54

1 Including baggage, express and postal cars.

Volume of Traffic.

Train Mileage.

The total number of miles run by passenger trains the last

year, on the roads of all the companies, was 31,810,758 — a

decrease of 1,281,698 miles from the previous year; by freight

trains, 19,953,191 — a decrease of 992,564 miles; and by all

other trains, 604,683 — a decrease of 67,045 miles, making the

total number of miles run by trains of all kinds, 52,368,632 —
a decrease of 2,341,307 miles from the previous year.

The mileage of passenger, freight and other trains, for each

of the last ten years, is stated in the following table :
—

Train Mileage far Ten Years, 1908-1917.

YEARS.

1908, .

1909, .

1910, .

1911, .

1912, .

1913, .

1914, .

1915, ,

1916,1

1917,1

Miles run by —

Trains.

33,319,361

31,992,621

33,304,522

34,257,020

33,947,537

34,819,721

33,798,115

32,281,064

33,092,456

31,810,758

Freight
Trains.

19,457,544

18,750,060

19,888,151

20,372,908

20,728,250

21,637,543

19,260,909

17,488,275

20,945,755

19,953,191

Other
Trains.

323,218

446,905

558,544

567,637

614,673

642,774

601,513

613,148

671,728

604,683

Total Train
Mileage.

53,100,123

51,189,586

53,751,217

55,197,565

55,290,460

57,100,038

53,660,537

50,382,487

54,709,939

52,368,632

1 Year ending December 31.

Note. — The passenger and freight-train mileage for the years 1908 to 1914, inclusive, has been

reclassified on the basis of actual passenger and freight-train miles in accordance with require-

ments of the 1915 report.
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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 1917.
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The passenger mileage on the three leading railroads during

the last year was as follows :
—

Passenger Mileage {Three Roads) in 1917.

RAILROAD COMPANIES.
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The next table gives the freight mileage on the three leading

roads for the last year :
—

Freight Mileage {Three
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Average Passenger Fare -per Mile {Three Roads) in 1900, 1908 and 1914-

1917.



1919.1 RAILROAD STATISTICS. Ixxxv

rates, for rates increased on the whole, but to a difference in

the character of freight handled and in the average length of

haul.

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, 1914 to 1917, inclusive: —

Average Freight Rate per Ton Mile (Three Roads) in 1900, 1908 and 1914-

1917.

RAILROAD COMPANIES.
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7,448 over the previous year. The following table gives the

average number of employees for each of the last ten years :
—

Average Number of Employees, 1908-1917.

YEARS.

1908,

1909,

1910,

1911,

1912,

Number of

Employees.'

67,435

64,725

69,798

70,719

70,862

YEARS.

1913,

1914,

1915,

1916,1

1917,1

Nvunber of

Employees.

73,661

71,676

65,178

70,455

77,903

1 Year ending Decembers!.

Summary of Railroad Accidents.

The number of persons killed and injured in the operation of

railroads in Massachusetts during the year ended June 30, 1918,

as reported by the several companies, together with the number

reported in each of the preceding ten years, is shown by the

following table :
—
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The total number of persons killed and injured during the

year ended June 30, 1918, namely, 384, shows a decrease of

28 from the aggregate number reported for the preceding fiscal

year, and a decrease of 268 from the average number reported

annually for the preceding ten years. Of the total number of

casualties, 247 were fatal, as against 284 reported for the year

ended June 30, 1917, and as against 278, the average number

of fatalities reported annually for the preceding ten years;

while 137 were not fatal, as against 128 reported during the

year ended June 30, 1917, and as against an average of 374

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, 1918, to the total number of

casualties, is shown by the following table: —

KiUed. Injured. Total.

Passengers,

Employees,

Travellers on highway at grade crossings.

Trespassers

other

Total

6.07

35.23

16.19

39.68

2.83

100.00

29.93

25.54

24.09

17.52

2.92

100.00

14.58

31.77

19.01

31.77

2.87

100.00

Passengers.

Fifteen passengers were killed and 41 injured during the

year. Of the fatalities to passengers, 3 were reported to have

occurred from causes beyond their control and 12 were reported

to have occurred as the result of their own imprudence or negli-

gence. Of the number of passengers injured, namely, 41, 31

were reported as injured from causes beyond their control,

while 10 were reported as injured through their own impru-

dence or negligence. The total number of passengers killed

and injured during the preceding year was 17 and 25 respec-

tively; the average number of passengers killed and injured an-

nually during the years 1908-1917 was 11 and 77 respectively.

The character of accidents to passengers during the year

ended June 30, 1918, is shown by the following: —
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CHARACTER OF ACCIDENT.

Collision

Derailment,

Falling,

Crossing track,

Getting on or off trains, cars, etc

Total

Injured.

Employees.

During the year 87 employees were killed and 35 were in-

jured, as against 77 killed and 36 injured during the preceding

twelve months. The average number of employees killed and

injured annually during the preceding ten years was 78 and

207, respectively.

The number of employees killed and injured during the year

ended June 30, 1918, classified by character of employment, is

shown by the following :

—

CHARACTER OF EMPLOY-
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The following table shows the character of accidents to em-

ployees during the year ended June 30, 1918: —

CHARACTER OF ACCIDENT.

Collision

Derailment, ....
Overhead and side obstruction,

Coupling and uncoupling.

Falling

Engine accidents,

Walking on or crossing tracks.

Getting on or off cars, trains, etc.,

Working on track.

Other

Total,

1917.

Killed. Injured.

191S.

Killed.

87

Injured.

35

Grade Crossings.

The number of travellers on highway killed at grade cross-

ings during the year was 40, and the number injured 33, as

against 26 killed and 20 injured during the preceding year.

Of the total number killed, 30 were killed at grade crossings

protected by gates, flagmen or warning-bells; and 10 at unpro-

tected crossings (including 2 persons killed at crossings ordi-

narily protected, but unprotected at the time of the accident).

Of the total number injured, namely, 33, 21 were injured at

protected crossings; 11 at unprotected crossings (including 4

persons injured at crossings ordinarily protected, but unpro-

tected at the time of the accident), and 1 at a private crossing.

The following table shows, for the year ended June 30, 1918,

the number and character of accidents at grade crossings on

the different railroads :
—
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Trespassers.

The total number of trespassers killed during the year ended

June 30, 1918, was 98; the number of traspassers injured was

24. During the preceding year 145 trespassers were killed and

37 injured, while the average number killed and injured an-

nually for the preceding ten years was 150 and 58 respectively.

The character of accidents to trespassers during the year

ended June 30, 1918, is shown by the following:—

CHARACTER OF ACCIDENT.

Overhead or side obstruction, ....
Falling,

Walking on or crossing track, ....
Getting on or off cars, trains, etc

Other

Total,

KiUed. Injured.

2



1919.1 RAILWAY STATISTICS. xciii

RAILWAY STATISTICS.

Annual returns for the year ending December 31, 1917, have

been received from jBfty-three railway companies. Returns

have also been received from the receiver of the Bay State and

the Norton & Taunton, also from the receivers of the Bristol

County Property (this property was sold to the Taunton

& Pawtucket at a receivers' sale in 1904), and a return from

the Providence & Fall River to September 22, 1917, when the

road was sold to the Swansea & Seekonk.

Companies Added to the List.

During the year two companies were organized under the

general law and added to the list, namely, the Norton, Taunton

& Attleboro (purchaser of the Norton & Taunton at a receiver's

sale) and the Swansea & Seekonk (purchaser of the Providence

& Fall River).

Companies Dropped from the List.

During the past year two companies have been dropped from

the list, the Norton & Taunton and the Providence & Fall

River, the properties having been sold to new companies formed

as above stated.

Operation of Companies.

There were, at the end of the year, fifty-three existing com-

panies; of this number, thirty-eight operated their railway and

fifteen were operated under lease or contract by other companies.

Railway Mileage.

'New Mileage.

There was an increase during the past year in the mileage of

the Massachusetts companies of 1.931 miles of street railway

line, and an increase of 3.172 miles of second track, making a
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total increase of 5.103 miles of main track. There was also

an increase of 8.524 miles of side track, making a total increase

of 13.627 miles reckoned as single track.

Mileage Owned.

The Massachusetts companies now own 2,359.424 miles of

street railway line, 531.899 miles of second main track and

204.406 miles of side track, making the total length of track

owned, reckoned as single track, 3,095.729 miles. All the track

owned is surface street railway track, with the exception of

14.852 miles of elevated line and 14.632 miles of elevated

second track. Of the sidings, all are surface track, with the

exception of 10.000 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 3,007.841, — an increase of 25.844 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, ha\ang a total mileage of 38.930 miles of main

and second track. The Berkshire leases and operates The

Vermont Company, having a mileage of main and second

track of 26.660 miles, located in Vermont. The Massachusetts

Northeastern owns, leases and operates 43.810 miles of main

and second track, located in New Hampshire. Accordingly,

109.400 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 December 31, 1917.

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 December 31, 1917, as compared with the

previous year :
—
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Street Railway Mileage Owned, December 31, 1916 and 1917.

MILEAGE OWNED.
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Ldabilities, December 31, 1916 and 1917.

LIABILITIES.

Capital stock, common, ....
Capital stock, preferred, ....

Total capital stock, . . . .

Stock liability for conversion, .

Premium on capital stock,

Funded debt,

Non-negotiable debt to affiliated companies,

Current liabilities

Deferred liabilities, .....
Unadjusted credits

Appropriated surplus, ....
Profit and loss,

Grand total

1916.

,037,875 00

,543,500 0011,

$102,581,375 00

,659,611 54

,761,700 00

,241,215 44

,451,711 00

431,697 19

,673,592 65

269,345 57

238,300 69

5229,308,549 08

1917.

S87,686,275 00

15,673,500 00

3103,359,775 00

100,000 00

6,675,651 04

92,123,200 00

1,224,915 38

22,379,364 33

412,849 84

8,865,608 67

306,041 89

480,648 86

$235,928,055 01

Increase.

$3,351,600 00*

4,130,000 00

$778,400 00

100,000 00

16,039 50

361,500 00

16,300 06*

1,927,653 33

18,847 35*

3,192,016 02

36,696 32

242,348 17

$6,619,505 93

* Decrease.

The gross assets, the gross liabilities (including capital stock)

and the surplus of the companies, with the percentage of surplus

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, 1908-1917.

YEARS. Gross
Assets.

Gross
Liabilities.

Surplus.

Percent-
age of
Surplus

to
Capital.

1908,

1909,

1910,2

1911,

1912,

1913,

1914,

1915,

1916,*

1917,*

$170,154,909

177,745,988

185,456,188

191,791,508

205,065,129

216,022,752

217,960,080

221,543,802

229,308,549

235,928,055

$162,034,970

168,628,151

175,470,489

180,368,094

193,660,069

205,149,783

206,974,502

221,418,356

229,070,248

235,447,406

$8,119,9391

9,117,8371

9,985,6991

11,423,4141

11,405,0601

10,872,9691

10,985,5781

125,446'

238,301

480,649

10.86

11.29

11.84

13.19

12.80

11.18

11.19

.12

.23

.46

1 Includes "premiums on sales of stock and bonds" and "sinking and other special funds.
"^

2 For nine months ending June 30, 1910.
5 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 appear in separate accounts.

* Year ending December 31.



1919.] RAILWAY STATISTICS. XCVll

Capital Stock and Dividends.

The aggregate capital stock of the fifty-three companies,

December 31, 1917, was $103,359,775, — an increase of $778,400

over the preceding year.

Dividends.

The total amount of dividends declared the past year was

$3,251,873.24.

Thirty 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 :
—

NAME OF COMPANY.

Bay State
Boston & Chelsea, ....
Boston Elevated, ....
Boston & Revere Electric, .

Boston & Worcester, ....
Connecticut Valley, . . .

East Middlesex, .....
East Taunton
Fitchburg & Leominster,
Holyoke,
Linwood, . - .

Lowell & Fitchburg, ....
Medway & Dedham
Middlesex & Boston
Milford & Uxbridge, ....
Mount Tom,
Nahant & Lynn
Newtonville & Watertown, .

Northampton, .....
North End,
Northern Massachusetts,
Shelburne Falls & Colrain, .

Somerville,
Union,
Webster & Dudley, ....
West End,
Winnisimmet, .....
Worcester ConsoUdated,
Worcester & Shrewsbury Railroad,
Worcester & Shrewsbury Street Railway,

Rate Per Cent.
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Capital Stock, Net Income and Dividends, 1908-1917.

YEARS.
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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

December 31, 1917, was $202,258,626.04, — an increase of

$1,255,939.50 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 December 31,

1917:—
Cost and Capitalization per Mile of Main Track (including First and Second

Tracks).

RAILWAY COMPANIES. Road.
Equip-
ment.

Land
and

Build-
ings.

Other
Prop-
erty.

Total.

Capital-
ization
per Mile
of Main
Track.

Bay State

Berkshire, ....
Blue Hill

Boston & Chelsea,

Boston Elevated,

Boston & Revere Electric,

Boston & Worcester, .

Bristol & Norfolk,

Brockton & Pljrmouth,

Concord, Maynard & Hudson,

Connecticut VaUey, .

Conway Electric,

East Middlesex, .

East Taunton, .

Fitchburg & Leominster, ,

Holyoke, ....
Interstate Consolidated,

Linwood, ....
Lowell & Fitchburg, .

Martha's Vineyard, .

Massachusetts Northeastern,

$31,735

54,012

22,551

27,689

800,615

19,528

43,167

19,942

17,763

18,339

20,974

12,648

17,805

14.047

23,229

20,517

19,975

16,388

31,273

4,655

19,912

$10,448

5,775

7,260

102,990

2,624

9,952

3,618

5,416

5,049

5,199

2,930

5,276

2,936

7,016

10,804

30

45,373

3,762

11,512

6,061

$10,961

14,455

5,846

360,429

6,650

12,109

1,076

10,351

6,565

2,692

23,824

3,032

1,081

7,845

14,127

2,674

1,842

4,553

3,193

$445

391

5,152

1,621

1,376

100

2,991

1,196

1,421

$53,587

74,633

35,657

27,689

1,269,186

28,802

65,228

26,257

34,906

29,953

28,965

39,402

26.124

18,064

41,081

46.644

22,679

61,761

36,877

20,720

30,587

$56,875

50,940

29,730

27,689

1.243,910

26,455

62,993

27,441

30,163

26,102

26,746

33,841

26,755

13,569

21,778

42,750

' 11,411

16,000

31,052

7,272

27,349
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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 December 31, 1917, was

),769.87 for construction; $13,672.42 for equipment; and

>,287.52 for lands, buildings (including power plants), parks

and other permanent property, — making a total average cost

of $72,729.81 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, 1908-1917.

YEARS. Construc-
tion.

Eqmp-
ment.

other
Permanent
Property

Total
Cost per
Mile.

Capital
Invest-
ment per

Mile.

1908,

1909,

1910,2

1911,

1912,

1913,

1914,

1915,

1916,'

*;, 1917,'

$31,005

31,747

32,484

36,216

37,350

37,294

37,882

39,895

40,240

40,770

$11,103

11,076

11,654

11,760

12,287

12,270

13,112

13,370

13,437

13,672

$15,569

15,757

17,594

16,250

18,866

19,317

19,652

17,639

17,898

18,288

$57,677

58,580

61,732

64,226

68,503

68,881

70,646

70,904

71,575

72,730

$52,745

55,409

56,279

58,126

60,793

63,872

64,534

66,980

69,642

69,953

1 Chiefly lands, parks, buildings and power plants.

' For nine months ending June 30, 1910.

' Year ending December 31.

Income and Expendituees.

The total income of the companies from all sources for the

year ending December 31, 1917, was $47,647,313.52, and the

total expenditures (including dividends declared) for the same

period were $47,878,260.61, — making a net deficit of $230,-

947.09 to be deducted from the surplus of previous years.

The sources of total income, and the amount derived from

each source as compared with 1916, are shown in the following

table :
—
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Total Income, December 31, 1916 and 1917.
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The following table gives the gross earnings from operation,

the operating expenses, the ratio of operating expenses to gross

earnings, and the net earnings for each of the last nine years

and for the nine months ending June 30, 1910: —

Ratio of Operating Expenses to Gross Earnings, 1908-1917.

YEARS.
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RAILWAY COMPANIES.
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Gross and Net Earnings from Operation per Mile of Main Track Owned,

1908-1917.

YEARS.

Average Per Mile of Track Owned.

Gross
Earnings.

Expenses of
Operation.

Net
Earnings.

1908,

1909,

1910,1

1911,

1912,

1913,

1914,

1915,

1916,2

1917,2

$11,507

11,899

8,892

12,877

13,148

13,461

14,017

13,839

14,950

15,488

$7,679

7,788

5,991

8,415

8,878

9,084

9,414

9,519

10,655

11,696

$3,828

4,111

2,901

4,462

4,270

4,377

4,603

4,320

4,295

3,792

1 For nine months ending June 30, 1910. 2 Year ending December 31.

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.

K

.2=^

'S. O

6 =3

Bay State,

Berkshire,

Blue Hill,

Boston Elevated,

Boston & Worcester,

Bristol & Norfolk, .

Brockton & Plymouth, .

Concord, Maynard & Hudson,

Connecticut VaUey,

Conway Electric,

East Taunton,

2.62

4.20

2.59

2.99

2.75

1.10

3.02

2.14

2.45

2.92

4.47

3.91

2,68

1.82

2.71

4.75

3.76

3.51

4.62

2.54

3.58

2.67

4.60

9.05

6.41

2.74

6.78

6.06

7.65

10.11

8.47

4.04

6.60

11.20

8.01

7.13

10.97

10.43

6.51

7.52

6.59

7.16

10.30

5.37

.12

.02

.01

.01

.35

1.09

.04t

.02

.24

4.02

2.09

3.92

3.27

4.01

1.35

2.98

3.57

3.62

.84

3.16

26.47

26.05

21.88

22.69

29.07

19.87

24.64

27.05

24.48

21.68

22.27

t Credit.
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RAILWAY COMPANIES.
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RAILWAY COMPANIES,

Operating
Revenues per
Mile of Track

Operated
(All Track).
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The following table gives the average fare per revenue pas-

senger, the operating revenue and operating expenses per car

mile and per car hour, and the net operating revenue per ear

mile and per car hour :
—

RAILWAY COMPANIES.
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RAILWAY COMPANIES,
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Volume 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 834,556,408, — an in-

crease of 12,184,367 passengers over the previous year.

The total number of miles run by street cars during the year

was 137,497,390, — an increase of 257,698 miles over the pre-

vious year.

The following table gives the total volume of traflSc, itemized

as above, for each of the last nine years and for the nine months

ending June 30, 1910:—

Volume of Traffic, 1908-1917.

YEARS.
Total

Passengers
Carried.

Average
Number per

Mile of
Main Track
Operated.

Total
Car Miles
Run.

1908

1909

1910.1

1911

1912, .

1913

1914,

1915,

1916.2

1917,2

' For nine months ending June 30, 1910.

602,400,874

624,532,753

469,330,784

683,362,717

701,798,274

738,522,280

766,628,535

760,464,372

822,372,041

834,556,408

219,774

225,887

169,921

246,021

248,698

253,044

261,853

257,558

275,779

277,460

116,982,089

117,493,499

87,712,572

123,659,082

125,078,724

130,588,851

132,355,825

132,187,596

137,239,692

137,497,390

2 Year ending December 31.

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 owned, are given in the following

table for each of the last nine years and for the nine months
ending June 30, 1910:—



cxu PUBLIC SERVICE COMMISSION. [Jan.

Employees and Equipment, 1908-1917.

YEARS. Employees. Passenger
Cars.

Other
Cars and
Plows.

Electric
Motors.

1908,

1909,
1910.1

1911,

1912,

1913,

1914,

1915,
1916,2
1917,2

17,267
17,575
18,839

21,972
23,290
24,136
23,412
23,842
22,201

20,604

7,618

7,546
7,669

7,821

8,004
8,154

8,364
8,296

8,203

8,036

2,890
2,834

2,869
2,907
2,929

2,897
2,927

1,399

1,393

1,402

16,649
16,526
17,586

17,921

18,267
19,623

20,636
20,688
20,299
20,845

1 For nine months ending June 30, 1910. * Year ending December 31.

Street Railway Accidents.

The total number of persons injured, in connection with

street railway operation, as returned by the companies for the

year ending December 31, 1917, was 14,938, of whom 131 re-

ceived fatal injuries and 14,807 injuries not fatal.

The number of passengers injured was 10,746, of whom 21

were injured fatally.

The injuries to employees were 2,046 in all, 19 of which were

fatal.

The number of injuries to travellers and others on the street

was 2,146, of which 91 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 :
—

Summary of Accidents Reported December 31, 1916 and 1917.
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The following is a summary of all accidents reported by the

street railway companies for the year ending December 31,

1917, whether personal injury or property damage resulted or

not, showing the manner in which said accidents occurred :
—

Classification of Accidents.

1. Collision with vehicles, . 9,847

2. Collision with persons, . . 1,046

3. Collision with cars, 1,179

4. Derailment of cars, 3,382

5. Split switch, no derailment, . 716

6. Boarding cars

:

(a) Open cars, 723

(b) Boxcars, . . ... . . . . . 2,001

(c) Semi cars, . . . 499

7. Alighting from cars

:

(a) Open cars, . 1,834

(&) Boxcars, 2,619

(c) Semi cars, . . . : 1,028

8. Fell in or on car, . 1,845

9. Injured on running board of open car, 155

10. Electrical troubles (controller or fuse blowout, etc.), . . 1,509

11. Injured on account of condition of highway (track construc-

tion or repairs), 139

12. Injured by falling trolley or span wire, 322

13. Injured by falling side bar, 82

14. Injured by falling window, register, light bulbs, etc., . . 1,491

15. Caught in closing doors, . 1,700

16. Stealing ride, 78

17. Broken glass, . 1,939

18. Equipment, 840

19. Miscellaneous, 5,033

20. Injuries to employees, 3,929

Grand total, . . 43,936
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APPENDIX.

SPECIAL REPORTS AND ORDERS RELATING TO
RAILROADS, STREET RAILWAYS, ELECTRIC
RAILROADS, STEAMBOATS, TELEPHONE,

TELEGRAPH AND EXPRESS
COMPANIES.

NEW ENGLAND RAILROAD RATES.

Memorial to the Hon. William G. McAdoo, Director-General of the

United States Railroad Administration, by the Public Utilities

Commission of Connecticut, Public Utilities Commission of

Maine, Public Service Commission of Massachusetts, Public

Service Commission of New Hampshire, Public Utilities Com-
mission of Rhode Island, Public Service Commission of Ver-

mont.

Submitted August 1, 1918.

To the Honorable W. G. McAdoo, Director-General, United States Rail-

road Administration, Washington, D. C.

This memorial, dealing with railroad rates in New England, is

respectfully submitted by the —
Public Utilities Commission of Connecticut,

Public Utilities Commission of Maine,

Public Service Commission of Massachusetts,

Public Service, Commission of New Hampshire,

Public Utilities Commission of Rhode Island,

Public Service Commission of Vermont.

These commissions are all charged with public responsibility in

transportation regulation, and it is part of their duty to keep in-
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formed in regard to railroad rates affecting their states and to do

what they can to protect the public interest in this respect from

injury. After joint coaferences, public hearings and careful study

of the situation, they are unanimous in believing tbat certain of

the rates established or definitely proposed by the New England

carriers under your direction are unjust and unreasonable, and

they therefore appeal to you for relief, with entire confidence that

when the facts are brought to your attention it will speedily be

granted.

The appeal is made with full realization that the country is at

war, that the first duty of every citizen is to help win the war,

and that the New England carriers must not impose a burden

upon the federal treasury under present conditions. No request

is made which, in our judgment, conflicts in any way with this

realization.

Situated in one corner of the country, with few natural re-

sources. New England is peculiarly dependent upon transporta-

tion. Quoting from the Interstate Commerce Commission in a

recent decision (49 I. C. C, 421, p. 424) :
—

New England has a population of about seven and a quarter miUions.

Probably there is nowhere in this country a substantially equivalent popu-

lation living upon a comparable area of land so dependent upon transpor-

tation for the necessaries and comforts of life as is this New England

community.

As you know, its business consists mainly in Importing large

quantities of cotton, wool, iron and other raw materials from the

West and the South and converting them into finished products

for sale all over the country. The disastrous effect which unjust

railroad rates would have upon our industries and our people you

will readily appreciate.

In your telegram of May 26, at the time when the new rates

were established, you asked the state commissions to co-operate

"in getting the public to support, in a patriotic spirit and as a

war measure, tbese substantial rate increases which are the out-

growth of war conditions and which in principle and in substance

are indispensable to enable the federal government to discharge

the transportation functions which are essential to the successful

conduct of the war." This co-operation has been given, the in-

creases have been received in the spirit desired, and the necessity

for the summary action taken has been recognized. You also

asked, however, for the advice of the commissions "in perfecting



1919.]' NEW ENGLAND RAILROAD RATES. 5

the rates thus initiated" and in making the "inevitable read-

justments needed to accomplish the largest measure of relative

justice." The requests and suggestions herewith submitted are

offered with that end in view.

Briefly, they are as follows: —

I. Differential Rates.

(1) All-rail Differentials. — For more than forty years a some-

what lower scale of rates has prevailed from New England to so-

called "differential territory" in the West over certain of the

longer all-rail routes than over the standard trunk lines. At the

present time these differential rates are in effect via the Grand

Trunk, Canadian Pacific and Rutland routes. It is now proposed

to raise all such rates to the standard all-rail basis. The New
England commissions strongly protest against such action.

These differentials originated in the desire of the companies

having the roundabout routes to secure some portion of the west-

bound traffic. Under normal conditions the service which they

furnish is necessarily inferior to that offered by the more direct

routes and cannot be sold at the same price. The lower rate

corresponds to the lower value. Rate wars proved that traffic

equilibrium could be maintained only by the allowance of reason-

able differentials, and they have been consistently recognized and

preserved in the agreements which have taken the place of un-

restrained competition. (See Appendix A.) We desire to direct

your attention to the following considerations: —

(A) Both the domestic and the import business of New England have

been built upon the basis of these differential rates. They have been in

force for so long a time that they have been woven into the industrial fab-

ric. The standard rates from Boston are equal to the New York rates

and higher than the rates from the ports of Philadelphia and Baltimore.

The rates from the latter ports are in general lower even than the New
England differentials. Removal of these differentials would upset the

balance which has been maintained for so many years and strike a dam-

aging blow at New England ports and industries. In all six states we find

no difference of opinion in regard to this matter among commercial organi-

zations and shippers.'

(B) Distance is only one factor in the making of railroad rates. It is

reasonable that competition, commercial conditions and the value of the

service should be considered, and they always have been hitherto. New
York City fought for years to have the Philadelphia and Baltimore rates

to and from the West raised to the New York level, and the adverse

decisions of the Interstate Commerce Commission were not based on the
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narrow ground of cost of service!, but upon broad reasons of public policy.

It was held that rates should be adjusted so that the important Atlantic

ports would all receive a fair share of the business and be available for the

use of the entire country. (See Appendix B.) The lower rates via the round-

about routes from Boston have contributed to that result and have been

permitted to stand. An attempt to uproot this rate structure of forty

years' standing, upon which the business of New England has in substan-

tial measure been constructed, would in our opinion be unsound states-

manship. If it were proposed to equalize the rates to and from the Atlantic

ports, as has been done in the case of the Gulf and Pacific ports, the situa-

tion would be different; but this is a proposition to deprive Boston and

the smaller New England ports of their one compensating advantage and

leave their competitors with all that they now enjoy.

(C) It cannot be held that these differentials represent a concession

for which other traffic is obliged to pay. The Canadian lines have always

fought for these rates and wish to preserve them now. It is inconceivable

that they would take this position if the rates were unremunerative.

(D) Following your General Order No. 28 these differential rates have

already been increased 25 per cent, like other rates. No war or other emer-

gency confronting the federal government demands their elimination. Whether

or not any revenue advantage in the long run would result is very doubt-

ful. There is little gain in diverting business to new channels and positive

loss is inflicting injury by so doing upon the industries of any section of

the country.

(E) Under normal conditions the result of eliminating these rates

would be that westbound traffic would foUow the longer northern routes

only when congestion delayed traffic over the standard lines. Either the

service would be generally impaired or the standard lines would be forced

to provide facilities otherwise unnecessary. In other words, the present

rate structure tends to spread traffic over all routes, while removal of

the differentials would concentrate it over a few.

(F) Under the terms of the act of Congress federal control and opera-

tion of railroads may be only temporary. Many railroad men are looking

forward to the time when private operation wiU be resumed. Until the

future status is more definitely determined the government should guard

against radical changes which are not required, directly or indirectly, for the

successful prosecution of the war. It is, we feel, too much to expect that

the able subordinates in charge of rate and traffic problems whom you

have taken directly from private railroad employ, and who may return

to such employ within a comparatively short time, will be uninfluenced

by desires and prejudices derived from their former railroad affiliations,

or that they may safely be allowed a free hand without the oversight of

men whose associations have been with the general public interest.

(G) Nor is the fact that the injurious effect of changes may not at

once be apparent, so long as the business of the country is diverted from

its ordinary course into the making of munitions of war, a sufficient reason



1919.] NEW ENGLAND RAILROAD RATES. 7

for such changes. It is difficult to retrace steps once taken. The people of

New England are not so much concerned with the immediate effect of

eliminating the differential rates as they are with the results after normal

competitive conditions are resumed. They are apprehensive that, in the

confusion of war conditions, a step wUl be taken without proper fore-

thought which, in the end, will cause grave and unnecessary damage.

(H) The compromise proposal to retain the differential rates on cer-

tain commodities, and eliminate them for aU other traffic, is unsound in

principle and practice. It would favor the large industry with facilities

to press its complaint with vigor and discriminate against the small shipper

who is not in so good a position to make himself heard. It would also

involve much unnecessary labor for your subordiaates. These all-rail

differentials via the northern routes are not special rates granted to par-

ticular industries to enable them to compete in a certain market, but an

essential part of the general rate structure, equivalent in this respect to the

"port differentials" in favor of Baltimore and Philadelphia.

(1) Your General Order No. 28 seems to recognize very clearly that

the preservation of existing differentials is desirable, for it provides, in

section 7, that "in establishing the freight rates herein ordered, while

established rate groupings and fixed differentials are not required to be

usedj their use is desirable, if found practicable, even though certain rates

may result which are lower or higher than would otherwise obtain."

(2) Rail-and-Water Differentials. — For many years the ocean-

and-rail and lake-and-rail rates between eastern points and the

West and South have been lower than the standard all-rail rates.

Two factors have entered into the making of these rates. Under
normal conditions traffic moves more slowly over the rail-and-

water routes and the cost of water transportation is ordinarily

less. In the "Fifteen Per Cent Case" the Interstate Commerce
Commission made the following statement (45 I. C. C, 303, p.

324) :

—

. . . Ordinarily rates via rail-and-water routes are maintained at a

lower level than via aU-rail routes. Largely iacreased costs of operation,

the diversion of traffic to other channels because of war conditions, and
the attendant increased marine insurance have laid upon such rail-and-

water routes unusual burdens. We think that existing conditions justify

the maintenance of rates via such routes on a level not higher than the

all-rail rates between the same points.

It should be noted that this finding related solely to rail-and-

water rates, was based upon the disproportionate increase in the

case of water transportation, and constitutes no precedent for the

elimination of the all-rail differentials above considered. Subse-
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quently many of the rail-and-water rates were raised to the all-

rail basis, and similar adjustments have been continued under

your direction.

If there is ground for eliminating these rail-and-water differen-

tials, it is due to unusual and very extraordinary conditions.

Their permanent disappearance from the rate structure would be

most unfortunate. We request, in any event, that the increase to

the all-rail basis be strictly limited in time, so that there may be a

definite understanding that the lower rates will prevail when normal

conditions are restored.

We desire to direct your especial attention, however, to the

rail-and-lake route from Boston via the Boston and Maine, Grand

Trunk and Canada-Atlantic Transit Company's lines through

Depot Harbor. The rates via this route have always been on a

lower basis than the standard rail-and-lake rates, just as the

corresponding rates via the all-rail Grand Trunk route have been

lower than the standard trunk line rates. They have now been

raised to the latter basis and are thus higher than the all-rail

differential rates. We are confident that the Interstate Com-
merce Commission, when it made its finding in the "Fifteen Per

Cent Case," had no intention of producing such a result or of

permitting any rail-and-water rates to be raised above the corre-

sponding all-rail rates. It is perfectly clear that traffic will not

move over this roundabout rail-and-water route under such con-

ditions and that the rates, if they are to be raised at all beyond

the normal 25 per cent, ought at least to be reduced to the all-rail

differential level.

II. Export and Import Rates.

Your General Order No. 28 provided in section 3 that "all ex-

port and import rates shall be cancelled and domestic rates applied

to and from the ports." Consideration of actual conditions has

already made it necessary to modify this ruling. For example,

the rate from the West to Boston on export business has for

years been the same as to New York, while the domestic rate is

higher. This export rate to Boston has been continued, notwith-

standing your original order. We also understand that the export

rates on grain to the various Atlantic ports have also been re-

tained to preserve existing relationships. All special export or

import rates on particular commodities, however, applying to and

from the West or locally in New England, have been wiped out.

These special commodity rates have been made to meet special

trade conditions. An illustration is the case of the Ludlow As-
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sociates, who operate mills near Springfield, Massachusetts, with

more than 3,000 employees. This industry was established upon

the basis of a special import rate on jute, which moves to the

plant, not in carloads merely, but in trainloads from Boston.

This concession was necessary to enable it to meet the compe-

tition of plants located on the seaboard. The original rate was

5 cents, increased last spring to 6 cents. The elimination, under

your order, of this import rate has caused the jute to move under

the ordinary fifth-class rate, which is now 15j cents. Other

equally striking instances might easily be given.

The making of such special rates on export and import business

has been adjudged lawful by the United States Supreme Court.

In Texas & Pacific Railway v. Interstate Commerce Commission,

162 U. S. 197, where such a rate was involved, it was held that

the Commission might consider "the desire and advantage of the

carriers in securing special forms of traffic, and the interest of the

public that the carriers should secure that traffic, rather than

abandon it, or not attempt to secure it" (p. 218). It was also

held that "in deciding whether rates and charges made at a low

rate to secure foreign freights which would otherwise go by other

competing routes are or are not undue or unjust, the fair interests

of the carrier companies and the welfare of the community which

is to receive and consume the commodities are to be considered"

(pp. 233, 234). Already you have found it desirable to issue

special import and export commodity tariffs via the Pacific coast,

and we are informed that similar rates have been published via

the Gulf ports.

This export and import rate situation, we believe, affords a

good illustration of a danger incident to federal control. Under
the act of Congress the President has the power to initiate rates

which cannot be suspended by the Interstate Commerce Com-
mission pending investigation. This exception to the long-estab-

lished practice was wisely made in war time, so that a revenue

emergency might be met without delay or drain upon the federal

treasury. Where a change in rates, however, is contemplated,

not to meet such an emergency, but to equalize or improve the

rate structure, there is no necessity for summary action and no

good reason for departing from the usual procedure.

The war emergency may have demanded a uniform increase of

25 per cent in the export and import rates, along with all other

tariffs. It could not have required the wiping out of these rates

and the substitution of domestic rates in their place. If such a
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change is desirable in any case, it is because discrimination or

undue preference exists which ought to be eliminated. It is not

just nor wise, therefore, to destroy all export and import tariffs

and place upon shippers the burden of proving that certain of

these rates ought to be restored. In the process serious injury is

likely to fall upon wholly innocent parties, for which they may

be unable to secure redress. A fairer plan would be to follow the

established practice and file all changes with the Interstate Com-

merce Commission or the state commissions, subject to the usual

power of suspension and investigation, so that shippers may have

advance notice of such readjustments of rates and opportunity

to protect their interests before the blow falls. It is perfectly

feasible, it seems to us, to do this without interfering in any way

with the prosecution of the war.

Our request is, therefore, that all export and import rates to and

from New England points be restored and that, if it then seems just

and reasonable to eliminate some of these rates, these changes be

filed in the usual loay, subject to the normal provision for suspension

and investigation by the supervising commissions.

III. The Hokizontal Increase.

It has been generally recognized that a uniform percentage in-

crease in rates is objectionable. In the "Fifteen Per Cent Case"

this was stated by the Interstate Commerce Commission as fol-

lows (45 I. C. C, 303, pp. 316, 324): —
... It was generally admitted that a percentage increase would destroy

existing rate relations, and in all cases where the amount of the charge is

appreciably large and where the differences in distance between competi-

tive locaUties are relatively great a 15 per cent increase would seriously

affect competitors in a common market. . . .

Only a most urgent and extraordinary situation would justify permitting

tariffs carrying a large percentage increase to become effective. This

record does not disclose the existence of a situation requiring so heroic a

remedy.

Inasmuch as a general percentage increase is so undesirable because of

its serious effect upon commercial conditions and established relationships,,

it would seem to be appropriate for the carriers to cancel the tariffs which

we suspend herein, and permission is hereby accorded them so to do.

If this were true of a 15 per cent increase, manifestly it applies^

in even stronger degree to a 25 per cent increase.

Whenever percentage increases have hitherto been made be-

tween eastern seaboard cities and the West, revisions have always-
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followed to keep competing ports and the related interior points

in proper adjustment. To illustrate: The rates to and from New
York are the key to the structure, and when these rates were
raised 15 per cent the rates at the other ports were promptly

made higher or lower than the New York rates by the regular

differentials.

A horizontal increase affects adversely the community which is

farthest removed from the common market. Using the trans-

continental rates to the Pacific coast as an illustration, the 25 per

cent increase has raised the first-class rate from the Atlantic sea-

board cities 92| cents, from $3.70 to $4.62|, while the similar rate

from St. Louis has been raised but 82| cents, from $3.30 to

$4.12§. The spread between the St. Louis and the Atlantic rates

has thus been increased from 40 cents to 50 cents, and the addi-

tional 10 cents is a new burden which New England manufac-

turers must carry in competing for the Pacific trade with the

manufacturers of the Middle West. The changes in the trans-

continental rates are given in detail in Appendix C. A similar

adverse effect is felt in the rates to the Central West, to Texas

common points, to the Southwest, to the Southeast and to other

competing territory.

In its order dated January 4, 1915, following the Supplemental

Hearing in the "Five Per Cent Case," the Interstate Commerce
Commission, after pointing out that "certain rate relations have
been established by grouping points of origin and points of desti-

nation and applying a common rate to or from such points; that

the construction of rates to or from specific points is based upon
a percentage of rates to or from other points; that certain rates

are constructed by the observance of specific or arbitrary rates or

differences to or from adjacent or competitive points, and that

rates via differential routes are constructed by the application of

stated differentials under the rates of standard rail routes," and

declaring " that these described groupings and relations should, in

the interests of carriers and of competition between shippers and
receivers, be maintained," provided in detail that the increased

rates should be established upon this basis. Precisely the same
process was followed in the "Fifteen Per Cent Case." As above

shown, section 7 of your General Order No. 28 contains a similar

provision.

Notwithstanding this provision, the adjustments so recom-

mended have not been made. From this disruption of relation-

ships New England is now suffering, and it will suffer more
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acutely after return to normal business conditions. Our request is

that steps be taken at once to restore the group relationships and

differentials which prevailed prior to June 25, 1918, so that our

industries may not he handicapped in the competitive markets of the

country. In making this request, we are asking only for what has

hitherto been deemed to be fair and reasonable and for an adjust-

ment which can be made without reducing the revenues of the

carriers.

IV. Class Rates.

In the past five years the New England carriers have repeatedly

raised rates, both freight and passenger, being permitted to make
practically e/ery increase which has been sought. The following

statement is from the last annual report of the Public Service

Commission of Massachusetts (p. xii) :
—

The New York, New Haven and Hartford system has been permitted

to make, between July 1, 1914, and October 31, 1917, increases in freight

and passenger rates estimated at $7,809,602. This estimate was based on

freight tonnage and passenger traffic data available at the times when the

various new rates became effective. Allowing for increased tonnage and

traffic since these dates, the revenue of the system is now approximately

$9,000,000 larger per year than it would have been if the increases had

not been permitted. The Boston and Maine and Boston and Albany

railroads have been allowed similar increases.

It should be noted that the 15 per cent increase which the

Interstate Commerce Commission denied in the South and the

West was allowed in New England.

Late in 1917, these roads filed applications for further numerous

and substantial increases in passenger fares and local class freight

rates. Members of the public service commissions of the six New
England states and of the second district of New York, upon

invitation, sat with a member of the Interstate Commerce Com-
mission in hearing these cases in Boston. Interstate and intra-

state rates, it should be said, are upon the same basis in New
England; there are no "Shreveport Cases," and the state com-

missions have always worked in harmony with the federal board.

While the cases were pending, the roads were taken over by the

President and the decision of Commissioner Anderson was

rendered on April 16, 1918, after the federal control act had been

passed by Congress.

The decision (49 I. C. C, 421) was based upon evidence as to

the revenue needs of the carriers in the year 1918,— i.e., upon
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war conditions. At the time when it was rendered, the fact that

the Railroad Wage Commission would probably grant further in-

creases in wages was common knowledge. The advances in pas-

senger fares were specifically approved "as an emergency or war

measure" (p. 443). We know of no other case in the country

where wholesale, territorial increases in rates were considered by

the Interstate Commerce Commission at so recent a date or under

similar conditions.

By this decision a radical change in the class rate structure was

approved. On short-distance, high-class traffic the increase in

some cases was nearly 100 per cent, while on long-distance, low-

class traffic there were slight decreases. The following table

showing the percentages of increase for the SO-mUe and 100-mile

distances will illustrate the character of the change approved: —
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pay 62| cents for the 226 miles to New York City. They can reach Spring-

field, Massachusetts, for 53 cents, while their competitors in Newark,

New Jersey, pay 45 cents for a longer haul to the same point. These are

typical illustrations. The whole New England situation is honeycombed

with violations of the fourth section, and its industries are laboring under

a serious and grotesque handicap in competing at New York and other

market points with manufacturers in trunk line territory.

(2) The increases in the class rates already made by the New Haven
road and proposed by the other New England carriers are far and away
in excess of 25 per cent. For typical distances the percentages are as

follows:—
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the relatively large proportion of revenue received from passenger traffic.

The rate per ton per mile is high and so is the density of class freight.

Passenger revenue has a particularly important bearing. During the

year ended June 30, 1917, 45 per cent of the New Haven's revenue and
34 per cent of the Boston and Maine's revenue were derived from passen-

ger and allied traffic. In the recent New England case, an expert account-

ant employed by the Interstate Commerce Commission reached the con-

clusion, after careful analysis, that passenger service on the Boston and
Albany and on the New Haven is more profitable than the freight service,

and that on the Boston and Maine the two classes of service appear to

produce about the same relative result (p. 461). This is an unusual show-

ing, for it has been a general opinion in other parts of the country that

passenger service is relatively unprofitable. We submit that in New Eng-

land, especially in view of the extraordinary increase in fares, this situation

has a decided bearing upon the question of fair freight rates. The pas-

senger business in one sense is a by-product of the freight service. It is

an element in the concentrated industrial development by which New
England is distinguished, and ought to be considered in determining the

amount which the carriers may reasonably charge for freight. In the past,

low basic rates on raw material or finished products have frequently been

granted to encourage the building up of an industry, so that the railroads

might reap the advantages which accrue from increasing population. The
population, business and high-class freight density in New England, which

is hardly surpassed elsewhere, are much more than an offset to such a dis-

advantage as the high cost of fuel, and ample reason for class rates as

favorable as are charged in any other part of the country.

We urgently request that all fourth section violations be eliminated

and that class freight rates upon the larger New England roads be

placed upon a uniform basis which loill not involve a double in-

crease. This basis can be the old rates plus the 25 per cent, or

the "Anderson Scale" without the 25 per cent; but the increase

ought not to be made twice over. While there are reasons for

preferring the "Anderson Scale," it is probable that the other

change could be brought about more quickly, and time is im-

portant. The present situation is so discriminatory and unjust

to New England, as compared with trunk line territory, that it

ought to be corrected at the earliest possible moment. The
adoption of a more scientific scale could await the changes in the

direction of a greater uniformity in class rate structure which, we
understand, are contemplated throughout the country; but it

would, we feel, be unreasonable to delay rectification of the New
England rates pending such a country-wide revision. Quick relief

is clearly needed.
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V. Rates on Coal.

New England, as you know, must bring its fuel from consider-

able distances. At the present time the high cost of coal at the

mines and the greatly increased transportation charges have

thrown a burden upon its people from which they are suffering

acutely. The retail price of anthracite in Boston is $11 per ton

and $10 is not an uncommon price for bituminous coal. In

Maine, anthracite costs $12.50 per ton. The burden is felt, not

only directly in the homes, but indirectly in the rapid advance of

charges for street railway service, gas and other commodities.

We have felt that there would be sound economic justification,

for the sake of the general good, in keeping the coal rates at the

old level. As far back as 1872, Charles Francis Adams, then

chairman of the Massachusetts Board of Railroad Commissioners,

sought to convince the New England carriers " that the cheapest

possible carriage of coal by them, amounting In fact to carriage at

cost, was a matter in which they were no less materially interested

than was the community itself." He argued "that it was as bad

economy for them to insist upon receiving large profits from the

carriage of coal along the lines of their roads as it would be for a

farmer to insist upon being handsomely paid for the cartage of

every load of manure which he spreads upon his fields." There

is much to be said for this position and it gains added force from

the fact that, aside from the coal-producing roads, increased

freight charges on coal add to the railroad's own cost of operation.

In the case of the New England carriers, it is very nearly an even

break between the increased receipts and the increased costs.

While such a policy might seem to operate to the disadvantage

of the roads whose chief business is the hauling of coal, the earn-

ings of individual roads are not of essential importance, under

present conditions, either to the owners or to the Government, so

long as the net operating revenue for the country as a whole is

sufficiently large. There is special reason at the present time for

exempting coal from the general increase and placing the burden

where it may more easily be borne and with less community

damage. You have yourself recognized the principle in advanc-

ing the commutation passenger rates but 10 per cent, although

they were on a lower basis, and presumably less profitable to the

carriers, than any other rates.

If, however, you feel that it is impracticable or undersirable to

retrace the steps already taken and restore the rates on coal to
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the old level, we desire to call your attention to certain features

of the advances which seem, upon any theory, unjust and un-

reasonable.

Your General Order No. 28 provides that all coal rates which

have not been increased since June 1, 1917, should first be raised

15 cents per ton, before applying the further specific increases.

Any increases since that date were to be deducted from this 15

cents. It was the obvious purpose of this clause to authorize the

increase of 15 cents per ton in those cases where advances of that

amount had not been permitted in the "Fifteen-Per Cent Case,"

the first order in that case being issued on June 27, 1917. The
rates on bituminous coal to Hampton Roads and to other loading

ports, such as Baltimore, Philadelphia and Elizabethport, were

not involved in this proceeding, for the simple reason that on

April 1, 1917, the Virginian Railway had already increased its

rates to Sewall's Point from $1.40 to $1.50 per gross ton, and a

like increase had been published by the Norfolk and Western to

Lambert's Point, and by the Chesapeake and Ohio to Newport
News. On April 16, 1917, increases of 5 cents were also made by
the Baltimore and Ohio.

It is perfectly clear that these rates were not increased in June

or July, 1917, for the reason that they had been raised in April,

and also that the increases made in the latter month were

brought about by the same conditions which led the Interstate

Commerce Commission to approve the similar increases for the

other roads a short time later. Because of this fortuitous circum-

stance these four roads — the Virginian, Norfolk and Western,

Chesapeake and Ohio and Baltimore and Ohio — are now, to all

intents and purposes, permitted to increase the former rate 25

cents in the case of Hampton Roads, and 20 cents in the case of

the other loading ports, instead of 15 cents, before applying the

main increases. In fairness to New England consumers, already

under a sufficiently heavy handicap, we ask that this situation be

rectified. It has been estimated that it will unduly tax our

people about $2,500,000 yearly.

By a ruling which followed your original order it was provided

that, in the case of coal moving all-rail, the increase should be

figured on the total rate, whether published as a joint through

rate or made up of a combination of local rates. This ruling has

not yet been made effective in some cases in New England,

especially to Maine Central and Grand Trunk points reached

through Portland, Maine, and it appears that there are also
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serious mathematical errors in the tariffs which have been pub-

lished. We assume, however, that these matters will be remedied.

Even more serious is the situation with respect to coal moving to

interior New England points by ocean-and-rail. In such a case

each of the two rail hauls, the one from the mine to the boat and

the one from boat to destination, is treated by itself in computing

the advance. From tlie New River mines to Rumford, Maine,

by ocean-and-rail, for example, the increase in the cost of the

total rail haul is as high as $1 since June 1, 1917, and $1.10

since March 31, 1917. The similar increase from the same mines

to Lawrence, Massachusetts, is 95 cents since the former date and

$1.05 since the latter.

It is probable that this result was not intended by your ad-

visers. The provisions of section 2 (a) of your original order

with reference to iron ore show clearly that separate treatment of

two rail factors in a total haul which includes a water haul was

not contemplated. This section expressly provides that the in-

crease of 30 cents per net ton was not to be made "in rates on

ex-lake ore that has paid one increased rail rate before reaching

lake vessel." The total increase also violates the principle estab-

lished in the "Fifteen Per Cent Case," where it was expressly

provided that the 15-cent increase on anthracite coal should not

exceed 15 cents between any two points in the United States (see

Supplemental Order, March 26, 1918). We therefore request that

the existing rates he revised in accordance with this principle.

Manifestly SLTxy other treatment of the situation is very unfair to

New England consumers, who are already heavily penalized by

the tremendous present cost of water transportation.

VI. The General Rate Level,

It is not our intention to raise, at this time, the question as to

whether rates in general have been raised to a higher level than

is reasonable. We realize that you were confronted by an emer-

gency and believe that you were justified in taking steps which

would remove any danger that the railroads might impose a

burden upon the federal treasury while the country is at war.

Only actual experience can determine whether or not the general

increase has beeu larger than necessary, and our present purpose,

in conformity with your telegram of May 26, is merely to help

you "in perfecting the rates thus initiated" and in making the

"readjustments needed to accomplish the largest measure of

relative justice."
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Some of these readjustments, however, may involve minor re-

ductions in revenue and, in order that undue importance may not

be attached to that fact, we deem it permissible to direct your

attention to certain facts wbich seem to indicate that the in-

creases have been generous and that the general level of rates is

now probably higher than the situation demands. In this con-

nection we assume that no revenue is needed beyond an amount

sufficient to maintain the properties in good condition, meet all

other expenses of operation and taxes, and enable the Govern-

ment to pay the so-called "standard return." Surplus beyond

this point, would merely be a form of indirect taxation.

Duiing the past winter, weather conditions, as you know, were

extremely severe and interfered with railroad operation to an un-

precedented extent. As a result, operating expenses were ab-

normally high and net earnings fell off sharply. The decision to

increase rates in the manner provided by your General Order No.

28 was reached in the midst of the pessimism created by the

returns of these winter months. The showing in succeeding

months, however, has proved to be more favorable. This is

illustrated by the following table, which shows, for three of the

larger New England roads, the estimated monthly "standard re-

turn" and the actual net earnings in May of this year corre-

sponding to this return: —

standard
Return.

Actual
Net.

Boston and Maine

New York, New Haven and Hartford,

Maine Central,

3799,538

1,408,201

247,453

$589,360

1,289,036

128,953

It will be seen that only a comparatively small increase in

revenue would have been necessary to bring the earnings up to

the standard.

The following further facts are deserving of consideration in

this connection: —

(1) Important increases were approved by the Interstate Commerce
Commission in the latter part of 1917 and in the early months of 1918,

prior to your General Order No. 28. These increases were reflected only

to a slight extent in the 1917 earnings and were not fully reflected in the

earnings of the winter months of 1918. The following table is taken from

the report of the Interstate Commerce Commission in the "New England
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Rate Case" (49 I. C. C, 421, p. 437), and shows for the New Haven
railroad the increases in rates granted since January 1, 1917, or pending

in that proceeding: —

Freight rates increased since January 1, 1917, including 15 per cent

advance, .....
Recently granted in 15 per cent case, .

Recently granted in anthracite coal rates.

Recently granted in dry goods case, .

Pending in this proceeding, passenger.

Pending in this proceeding, freight,

$2,635,475 56

2,000,000 00

300,000 00

239,625 46

3,968,615 00

1,865,000 00

$11,008,716 02

It has been estimated that the further advances made under your General

Order No. 28 will bring the total increases since January 1, 1917, up to

$25,000,000. This is only a rough approximation, but we believe it to be

conservative.

(2) The gain from the raising of passenger fares is especially marked
in the case of the New England roads. At the time of your order the in-

creases in these rates approved in April by the Interstate Commerce
Commission had not been made. On the basis of the receipts in 1917,

therefore, the total increase for the New Haven road may be estimated

as follows :

—

1917. Increase. Per Cent.

Local tickets and cash fares,

Trip tickets, .

Mileage tickets,

Commutation tickets, .

Interline tickets,

S21, 767,205 46

2,368,944 28

2,034,825 17

2,101,203 02

6,155,623 35

$4,353,441 09

236,894 43

678,275 05

210,120 30

1,231,124 67

$34,427,801 28 56,709,855 54 im

(3) Within the past few months the railroads have introduced a number

of important economies in operation, A campaign has been conducted to

secure better loading of cars and to lessen delays in unloading, and the

handling of less-than-carload freight in New England has been concen-

trated along similar lines by the introduction of the so-called "sailing-

day plan." Some of the results are indicated by the fact that on the

Boston and Maine railroad the number of revenue ton miles in April,

1918, exceeded the number in the corresponding month of 1917 by 26.3

per cent, while the number of freight train miles increased only 5.3 per

cent, and the number of freight car miles only 2.1 per cent. The number

of tons per train increased 20.4 per cent, the number of tons per loaded

car 29.3 per cent, and the average miles per locomotive per day 10.6 per

cent. Passenger service also has been greatly reduced and concentrated.

In the fall of 1917, Howard Elliott estimated the probable total savings
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per 3^ear on the New Haven road at $5,000,000. Since he made this esti-

mate, there has been a further substantial reduction in passenger train

mileage, and the "sailing-day plan," for the handling of less-than-carload

freight, has been introduced. It is also a fair assumption that government

control has made possible certain economies which were not hitherto

feasible. For example, it has been the practice in the Boston terminals

to unload cars and then sort them out, before reloading, according to

ownership and the territory to which they were to be returned. Under
government control it is our understanding that this sorting process,

which is very costly, can be dispensed with and the cars reloaded directly.

(4) We realize that substantial increases in wages have been granted

by the Railroad Wage Administration and that these were not reflected

in the returns for May. We also understand that the Government has

under way, or proposes, important capital expenditures which wiU add

to the interest charge. From such information as we have received,

however, it appears that these expenditures will add materially to efficiency

of operation and are directed toward that end. One of the difficulties with

the New England railroads, particularly with the New Haven and the

Boston and Maine, has been a lack of facilities for conducting the business

in an economical manner. In the 1916 report to the stockholders of the

New Haven company the president made the statement that "the plant

of the company must have substantial additions made to it, if it is to per-

form the present business satisfactorily and economically and be ready to

do the constantly growing business of New England." After stating that

improvements costing about $28,000,000 should be made "as soon as the

money, men and materials can be obtained," the report went on to say:—
If these expenditures can be made, the capacity of the road will be increased,

better service will be given to the public, and large savings in expenses can be made
which are most important, especially if wages and material are to continue on the

present basis. The company is preparing to do as much of this work as practi-

cable, believing that the only way it can be restored to a dividend-paying basis is

to put the plant in condition to produce and furnish safe and adequate transporta-

tion at the lowest unit cost, and to give improved working conditions to the

employees.

Undoubtedly the lack of proper yard, side-track, shop and terminal facili-

ties has greatly increased congestion, curtailed revenue and added to the

cost of doing business. Well-informed operating men have felt, indeed,

that improved facihties were as important a factor in bettering the finan-

cial condition of the New England carriers as an increase in rates.

We mention these facts merely as an indication that the in-

creases which have been made have probably been generous and

that there is no good reason to fear the effect of the minor re-

ductions in revenue which may in some cases, perhaps, accom-

pany the readjustments "needed to accomplish the largest meas-

ure of relative justice." If this is true in New England, it is
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probably true in at least as great a degree in the remainder of the

country. We take the liberty of suggesting, therefore, that if

country-wide readjustments are to be made for the purpose of

securing greater uniformity in passenger fares, class freight rates

or the classification of commodities, they ought not to take the

form of "revisions upward." For example, it would he a mistake,

we believe, to adopt for the entire country the basis of class rates now
in effect upon the New Haven road. The adoptioQ of such a basis

would mean, on the whole, a large increase over and above the 25
per cent which has already been made. These rates are too high

for New England and they would be equally high for many other

sections.

VII. Conclusion.

This memorial is offered in no captious or fault-finding spirit.

We appreciate to the full the magnitude of the problems con-

fronting your department and the perplexing difiiculties which

they involve. Our purpose is only to bring to your attention

changes in the present rate structure which we believe are vital

to the welfare of New England and can be made at the present

time without conflicting with the prosecution of the war. We
have the utmost confidence, also, that the people of New Eng-
land will receive fair treatment at your hands.

In preparing our statement we have endeavored to state the

facts concisely and to avoid the presentation of masses of sta-

tistics and figures. Many data in support of the requests which

we make, however, are available, and we respectfully ask for an

opportunity, either in public or private conference, to take these

matters up with you or your advisers for further consideration.

At the public hearings which were recently held by the six New
England commissions in Boston, the following organizations were

represented: —
Boston Chamber of Commerce,

Associated Industries of Massachusetts,

New England Traffic League,

New England Paper & Pulp Traffic Association,

New England Shoe & Leather Association,

Massachusetts State Board of Trade, x

National Association of Wool Manufacturers,

National Association of Box Manufacturers,

New England Confectioners Association,

Arkwright Club [New England],

Brockton [Mass.] Chamber of Commerce,

Auburn [Mjs.] Board of Trade,
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Portland [Me.] Chamber of Commerce,

Haverhill [Mass.] Chamber of Commerce,

Haverhill [Mass.] Shoe Manufacturers Association^

Providence [R. I.] Chamber of Commerce,

Worcester [Mass.] Chamber of Commerce,

New Bedford [Mass.] Board of Commerce,
"

Norfolk County [Mass.] Associated Boards of Trade,

Woonsocket [R. I.] Chamber of Commerce.

There was no disagreement among these organizations as to the

situation or in regard to the changes which ought to be made in

the public interest, and we have every reason to believe that this

memorial would receive the unanimous endorsement of the in-

dustries and people of New England.

Respectfully submitted,

PUBLIC UTILITIES COMMISSION OF CONNECTICUT.
Richard T. Higgins, Chairman.

Charles C. Elwell.

Joseph W. Alsop.

PUBLIC UTILITIES COMMISSION OF MAINE.
Benjamin F. Cleaves, Chairman.

William B. Skelton.

John E. Bunker.

PUBLIC SERVICE COMMISSION OF MASSACHUSETTS.
Frederick J. Macleod, Chairman^

Joseph B. Eastman.

Everett E. Stone.

PUBLIC SERVICE COMMISSION OF NEW HAMPSHIRE.
Thomas W. D. Worthen.
William T. Gunnison.

PUBLIC UTILITIES COMMISSION OF RHODE ISLAND.
William C. Bliss, Chairman.

Samuel E. Hudson.

Robert F. Rodman.

PUBLIC SERVICE COMMISSION OF VERMONT.
Robert C. Bacon, Chairman..

William R. Warner.
Walter A. Dutton.
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Appendix A.

Extracts from the Annual Report of the Massachusetts
Board of Railroad Commissioners in 1879, showing
Origin of the Canadian Differentials.

The Trunk-line pool originally included only the Baltimore aad

Ohio, the Pennsylvania, the Er;e, and the New York Central and

Hudson River roads. It did not include the Grand Trunk; and,

so far as the business of Massachusetts was concerned, an active

competition had always existed between that road and the

Boston and Albany. As between Boston and Chicago the route

of the Grand Trunk, was some 13 per cent the longer of the two,

and it was also operated under great disadvantages of climate

and of resources. Naturally, therefore, it could not do the

through business so cheaply as its more direct competitor; but

nevertheless it could destroy the value of that business, unless it

was allowed a share of it satisfactory to itself. To induce busi-

ness to seek its line, notwithstanding it was the least direct and

expeditious, some inducement must be offered. Lower rates were

the only inducement which could be offered. It, therefore, for

years had claimed that on through business it should, because of

its greater distance, be allowed to charge less for the same service

than the Boston and Albany, and that such lower charge should

not be treated as a "cut." The Boston and Albany declined to

accede to this arrangement. It argued, that, upon every principle

of correct railroad management, the shorter line made the rate,

and the longer one accepted it; while to yield this principle in-

volved the absurd concession, that, when it came to a trial of

strength, the shorter route could not afford to work as cheaply as

the longer. Accordingly, for years an intermittent struggle had

been kept up between the two lines. As a matter of fact, the

Grand Trunk was in the custom of making regular reductions on

the Boston and Albany's current rates; but, so long as these re-

ductions were moderate and carefully adjusted, so as not to influ-

ence an undue amount of business, they were ignored by the Bos-

ton and Albany, and rates were fully sustained. From time to

time, however, and, indeed, so frequently as to cause great dis-

turbance in many branches of trade, active hostilities broke out;

and then rates from Boston would be reduced until the current of

business at all the seaboard points was affected. (Pages 50, 51.)

The necessary pressure was accordingly brought to bear. In

January, 1878, there was an active competition for the westbound
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Boston business; and again the current of trade was sensibly

affected, and began to flow from New York eastward to seek an

outlet to the West. The New York combination then exerted

itself to bring about an adjustment; as a result of which, the

whole matter was by consent left to the commissioner of that

combination as arbitrator. The principle was then at last for-

mally accepted, that in cases of competition for through business

between two rail routes, one of which is longer than the other, a

coacession must be made by the more favored to the less favored

route as an inducement to it to sustain rates. Not to do this,

it was argued, was to insist upon the less favored line either

abandoning all claim on the competitive business, or, through

competition, destroying its value to both lines. To ask or expect

it voluntarily to abandon the business to its more favored rival,

was clearly unreasonable; and, whether unreasonable or not, the

request was one which would not be complied with, and which

could not be enforced. The alternative was consequently a simple

one: it lay between the voluntary concession of a part of the

business, or the practical destruction of the value of all of it.

The arbitrator accordingly fixed a temporary allowance of ten

per cent of the entire rate charged, to be allowed in favor of the

Grand Trunk, in consideration of which the latter was to sustain

rates. (Page 53.)

Appendix B.

Extracts from Decisions of the Interstate Commerce Com-
mission IN REGARD TO ATLANTIC PORT DIFFERENTIALS.

From Boston Chamber of Commerce v. L. S. & M. S. et al.,

1 I. C. C. 436.

The elemeat of cost of service which may at one period have

been recognized as controlling in fixing rates has long ceased to

be regarded as the sole or the most important factor for that

purpose. The value of the service with respect to the articles

carried, the volume of business, and the conditions and force of

competition are justly considered to have controlling weight in

determining the charges for transportation. (Page 454.)

From New York Produce Exchange v. B. & 0. R.R. et al.,

7 I. C. C. 612.

In the light of these cases it is difficult to see why 't is not

perfectly legitimate for carriers to make differentials like those in

question. The Baltimore and Ohio Railroad extends from
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Chicago to Baltimore. It comes into competition with the lines

running to New York for this export grain traffic. There are

many kinds of traffic in which other facilities, like expedition,

are of more Importance than the mere question of rates, but in

the case of this traffic, where a change of one-eighth cent a

bushel in the cost determines through which port it shall be ex-

ported, the rate is practically the only medium of competition,

and the only way by which the Baltimore and Ohio company can

secure a share of this traffic is by making a rate in competition

with the rate to New York which will secure it. If a lower rate

is necessary it may make that lower rate, and it might make it

even though the distance from Chicago to Baltimore was greater

than the distance from Chicago to New York, and even though

the cost of transporting that grain to Baltimore was greater than

the cost of transporting it to New York. (Page 660.)

From "In the flatter of Differential Rates," 11 I. C. C. 13.

If it can be properly done, these ports should all be kept open

for the transaction of this export business upon such terms that

each one may fairly compete for it. No marked advantage should

be given, certainly not by the creation of artificial conditions, to

any one port over the other. The ideal condition would be the

establishment of such rates that enterprise at either port in the

way of improvement in service or facilities might be rewarded

by increased business and that there might exist that healthy

struggle of locality against locality which is the best security for

proper commercial development. This is justly demanded by the

interests of the communities involved.

, In disposing of this question the interests of the carriers which

serve these communities should be none the less kept in view.

If, again, it can be properly done, these rates should be so ad-

justed that this competitive traffic will be fairly distributed be-

tween the different lines of railway which serve these ports.

Each one of these four cities is reached by two or more great

railway systems. The prosperity of these cities and systems

cannot be separated. The ability of a railroad to adequately dis-

charge its duty for a reasonable charge depends upon the business

which it can obtain, and no one of these systems should be de-

prived of its fair portion of this enormous export traffic. The

purpose of these differentials, from the first, has been to dis-

tribute this business between the different carriers, and we said

in our former report that this was not improper unless the means

used were improper. (Pages 62, 63.)
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The purpose is to permit these carriers and the ports which
they serve to compete for this traffic. The rates are to be so ad-

justed that there can be fair competition for this business via all

the ports, so that no one shall possess a distinct advantage over

the other. (Page 66.)

In view of the fact that Baltimore and Philadelphia have
natural advantages in location, that Boston and New York have
certain natural advantages in the way of ocean facilities, that it

is impossible to make and maintain the same rate through all the

ports, we think the true inquiry in adjusting this differential is,,

what will equalize the advantages of transportation through these

various ports? What part of the advantage which Baltimore and
Philadelphia enjoy on the score of the inland haul shall they be

allowed to retain to compensate them for their disadvantage in.

the water haul? (Page 69.)

AppendixC.
Transcontinental Rates to Pacific Coast (Cents).

From —
ClASSES.

Atlantic Seaboard (New England, New
York, Philadelphia, Baltimore) :

—
Prior to 25 per cent raise,

25 per cent raise, June 25, 1918, .

Increase, ......
Buffalo-Pittsburgh: —
Prior to 25 per cent raise, .

25 per cent raise, June 25, 1918, .

Increase, . . . .

Cincinnati-Detroit: —
Prior to 25 per cent raise, .

25 per cent raise, June 25, 1918, .

Increase,

Chicago: —
Prior to 25 per cent raise, .

25 per cent raise, June 25, 1918, .

Increase,

St. Louis: —
Prior to 25 per cent raise, .

25 per cent raise, June 25, 1918, .

Increase,

Missouri River,

Increase from Atlantic Seaboard greater
than from —

Buffalo-Pittsburgh by .

Cincinnati-Detroit by .

Chicago by
St. Louis by

300

310

387i
77'.

220

225
28L

66i

190

237i
47-

185
231

46i

160

182
227^

45h

177

221i
Ui

123

117
146*

105
131*

105
131*

102
127*

93

105
131*.

100
125

95
119

92
115

li
2

3*.
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ATTLEBOROUGH BRANCH-INTERSTATE RATES.

Notice of Attleborough Branch Railroad Company and Interstate

Consolidated Street Railway Company of proposed changes in

rates of fare for passengers.

Bentley W. Warken for Attleborough Branch Railroad Com-
pany and Interstate Consolidated Street Railway Company.

Harold E. Sweet
John J. Coady

|
for City of Attleboro.

George M. Worrall
George L. Connors
William A. Bartlett

W. I. Ferbish

James H. Leedham
William Plattner

Earl B. Thompson for Town of Plainville.

Charles R. Remington for Town of Seekonk and Village of

Hebronville.

Will D. Bromley
Arthur F. Gehrung
The Interstate Consolidated Street Railway Company owns

and operates about 26 miles of track in the city of Attleboro and

three adjoining towns, the population of which in 1915 was as

follows :

—

for Town of North Attleborough.

for Village of South Attleborough.

City or Town. Population.

Attleboro,

North Attleborough,

PlainviUe,

Seekonk,

Total, .

18,480

9,398

1,408

2,767

32,053

At two points on the state boundary connection is made with

lines of the Rhode Island Company, and the cars run through

into Pawtucket. Much of the traffic is to or from that city.

The Interstate Consolidated has a somewhat complicated

history. Most of its lines were originally constructed by two
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companies, known as the Interstate Street Railway Company and

the Attleborough, North Attleborough and Wrentham Street

Railway Company. In 1893 these companies passed iato the

hands of a receiver and their properties, which iicluded the lines

running into Pawtucket, were sold at public auction. In 1895 a

new corporation, known as the Interstate Consolidated Street

Railway Company, was chartered in Rhode Island and was au-

thorized by a special act of Massachusetts (St. 1895, c. 448) to

take over these properties. Subsequently, on November 11,

1895, this new company was authorized by the Board of Rail-

road Commissioners to issue for this purpose securities amounting

to $317,200, being "the amount which the purchased properties

have actually cost the corporation or its stockholders in cash, in-

cluding not only the specific price, but such other legitimate and

necessary cash expenditures as actually and in good faith have

been incurred in effecting the purchase, securing the title, and

putting the railways in fit condition for use." Securities to the

further amount of $62,800 — making $380,000 in all — were au-

thorized to provide means for necessary additions and improve-

ments.

Some objection seems to have been raised to operation of a

foreign company in Massachusetts, and in 1901 a domestic cor-

poration having the same name was chartered (St. 1901, c. 159)

to take over the portion of the property located in this common-
wealth. On July 23, 1901, the Board of Railroad Commissioners

authorized the new company to issue capital stock to the amount
of $275,000 for this purpose, upon condition that an equal

amount of capital stock of the Interstate Consolidated Street

Railway Company of Rhode Island should be surrendered and

cancelled. At about the same time the portion of the property

located in Rhode Island was sold to the Rhode Island Suburban

Railway Company.
The stock of the Interstate Consolidated Street Railway Com-

pany of Massachusetts seems from the beginning to have been

held by the Union Trust Company of Providence in trust for the

Rhode Island Suburban Railway Company, and it is so held now.

The latter company, however, was in 1902 leased to the Rhode
Island Company for 999 years, and in 1906 the New York, New
Haven and Hartford Railroad Company acquired the Rhode
Island Company. By this process the stock of the Interstate

Consolidated company passed into the control of the New Haven
railroad. This situation was modified in 1909, when the benefit

and enjoyment of this stock was sold by the Rhode Island Com-
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pany to the New England Investment and Security Company for

$500,000, an amount figured by capitalizing on a 4 per cent basis

the average net earnings of the Interstate Consolidated company
for a period of years. The purpose of this transaction was to dis-

guise New Haven control, but it continued to exist in indirect

form till 1914, when the preferred shareholders of the New Eng-

land Investment and Security Company secured control of that

voluntary association, and trustees appointed by the United

States District Court assumed possession of the Rhode Island

Company. At present, therefore, the Interstate Consolidated

company and the Rhode Island Company are separately con-

trolled and neither is under the control of the railroad. The
latter, however, has the largest financial interest in the property

of both.

The Attleborough Branch Railroad Company was incorporated

in 1870 and operates about 5 miles of track on private right of

way, paralleling the line of the Interstate Consolidated between

Attleboro and North Attleborough. Originally it was a steam

railroad, leased to the Boston and Providence Railroad Company.

This lease, however, expired in 1900, and not long afterward

stock control passed to the Rhode Island Suburban Railway

Company and the road was electrified for operation in combina-

tion with the Interstate Consolidated. The outstanding stock

($131,700 in all) is still owned by the Rhode Island Suburban

Railway Company, but the benefit and enjoyment thereof were

sold in 1909 to the New England Investment and Security Com-
pany for $100,000, so that the road is now in the same hands as

the Interstate Consolidated and is controlled in precisely the

same manner.

In local nomenclature, the Interstate Consolidated railway is

divided into four parts. The "Plainville Line" extends from

Plainville through North Attleborough to Attleboro; the "North

Line" from Wamsutta Corner in North Attleborough through

Orr's Corner in South Attleborough to the State boundary; the

"South Line" from Attleboro to Orr's Corner and thence over

the same tracks to the State boundary; and the "East Line"

from Attleboro through a corner of Seekonk to the State boundary.

Between Plainville and Pawtucket the fare via the "North

Line" is now 10 cents. Southbound the full amount is collected

and retained by the Interstate Consolidated, but northbound the

Rhode Island Company collects and retains the first 5 cents.

The average fare, therefore, which is collected by the Interstate

Consolidated on through traffic between Plainville and the State
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boundary, a distance of 8.5 miles, is 7| cents. Between Plainville

and Pawtucket via Attleboro and the "East Line" the fare is 15

cents, but a similar arrangement with the Rhode Island Company
exists, so that the average fare collected by the Interstate Con-

solidated on through traffic over this route between Plainville and

the State boundary, a distance of 10.8 miles, is 12| cents. These

are maximum distances, for the fare to and from North Attle-

borough is the same, the distance to the State boundary being 6.7

miles via the "North Line" and 9 miles via Attleboro and the
^' East Line. " Between Attleboro and Pawtucket the fare via the

*' South Line" is 10 cents, but in this case only 5 cents is collected

by the Interstate Consolidated, in either direction, for the ride of

6.3 miles between Attleboro and the State boundary.

The company now proposes to retain the 5-cent minimum fare

but to increase the number of zones, dividing the road into sec-

tions in each of which 5 cents will be charged, as follows: —

Section.
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The entire benefit of the increase indicated by this table will not

in all cases go to the Interstate Consolidated company. The
Rhode Island Company has recently been permitted by the

Rhode Island authorities to charge 5 cents between Pawtucket
and the State boundary, and to discontinue the present joint fare

arrangement with the Interstate Consolidated. Temporarily this

arrangement has been continued, pending the consideration of the

Interstate Consolidated fares in Massachusetts, but it would

cease to exist under the proposed new tariff. Between North

Attleborough and Pawtucket, the present fare is 10 cents, but

the Interstate Consolidated's portion of this averages but 7^

cents. Under the new tariff the fare would be 15 cents and the

Interstate Consolidated's portion would be 10 cents, an increase

of 2| cents, the other 2| cents going to the Rhode Island Com-
pany. The situation between Attleboro and Pawtucket is similar.

The company also proposes, in connection with its new sched-

ule, to eliminate all overlaps and transfer privileges. The result

would be that in Attleboro and North Attleborough 10 cents

would be charged for any ride, however short, passing the rail-

road station in one case and Wamsutta Corner in the other.

No change is proposed in the fares charged by the Attleborough

Branch Railroad Company.
The company's dividend record since the organization of the

Massachusetts corporation in 1901 has been as follows: —
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The decline in operating revenue would have been greater if it

had not been for the growth of the freight and express traffic.

Between 1914 and 1917 passenger revenue fell from $186,337

to $170,247, while freight and express revenue increased from

$10,827 to $20,387. The increase in operating expense has

occurred principally in the item, "Conducting Transportation,"

which includes the wages of motormen and conductors. The
Interstate Consolidated buys its power from the Rhode Island

Company at a stated rate per car mile, and has thus escaped the

heavy increase in cost of power which many companies have

suffered. Practically all its rolling stock is also rented from the

Rhode Island Copipany upon a similar basis, so that little expense

is incurred for maintenance of equipment.

The balance sheet of the Interstate Consolidated Street Rail-

way Company on December 31, 1917, was as follows: —

Assets.

Cost of railway:—
Road and track, . . . . . . $376,202 90

Electric line construction, , . . . 102,258 55

Engineering, . 2,935 12

Total cost of railway, .... • $481,396 57

Cost of equipment, 715 62

Cost of land and buildings:—
Land used in operation of railway, . . $35,963 04

Power and sub-station buildings and equip-

ment, etc., 28,495 53

Total cost of land, buildings, etc., . 64,458 67

Total permanent investments, $546,570 76

Cash and current assets :
—

Cash, $62,468 15

Miscellaneous accounts receivable, . . 6,431 98

Other current assets, 55 00

Total cash and current assets, . . 68,955 13

Miscellaneous assets :
—

Material and supplies, " $769 89

Other miscellaneous assets, .... 275 11

Total miscellaneous assets, . . 1,045 00

Grand total, . $616,570 89
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Liabilities.

Capital stock, .......... $275,000 00
Current liabilities :

—
Loans and notes payable, .... $260,000 00

Audited accounts and wages payable, . . 19,457 13

Other current liabilities, 1,257 85

Total current liabilities, . . . • 280,714 98

Deferred liabilities, 257 50

Unadjusted credits:—
Tax liability, $1,694 70

Operating reserves, 38,031 67

Other unadjusted credits, .... 825 02

Total unadjusted credits, . . . 40,551 39

Corporate surplus, 20,047 02

Grand total, $616,570 89

Since 1901, no bonds have been issued and the capital stock

has remained at $275,000. The short-time notes, amounting to

$260,000, have been issued, of course, entirely without public

supervision. Owing to the relative magnitude of this floating in-

debtedness, the Commission felt it was necessary to secure specific

information as to the purposes for which it had been incurred.

The company was able to give very little help in this matter and

the Commission, therefore, directed its engineers to inventory the

physical property and estimate its reasonable original cost, for

the purpose of determining the amount of capital honestly and

prudently invested. Their report placed this amount at $485,718,

as contrasted with the total of $535,000 representing .outstanding

stock and indebtedness, the shortage ^eing about $50,000. Since

the company has a small profit and loss surplus, this excess of in-

debtedness cannot be accounted for as money borrowed to meet

expenses or fixed charges. Upon present evidence, therefore, the

Commission is unable to conclude that all of the short-time notes

represent investment upon which the company is fairly entitled

to "a return, and must limit this finding to $210,000 out of the

total of $260,000.

The engineers found the property in very fair condition. Some
of the track is in need of speedy repair, but on the whole the

railway is in better condition than the average throughout the

state at the present time. The balance sheet given above shows

that on December 31, 1917, the cash balance was relatively very

large and that the operating reserve and corporate surplus were
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in this form, a fact financially favorable to the company under

present conditions.

The company estimates that the proposed new fares would pro-

duce a gain in revenue of about $46,500 per year. This estimate

was based upon a traffic study made on a supposedly typical day.

It probably is no more accurate than such estimates usually are,

but experience does not lead the Commission to believe that the

gain would be likely to exceed the company's figure. The as-

sumptions used in the estimate appear to be reasonable, and no

doubt the traffic observations were carefully made.

Evidence of the need for such an increase was offered in the

following estimate of revenue required in 1918: —

.

Actual,
1917.

Estimated,
1918.

Operating expenses, .

Depreciation allowance,

Taxes,

Return on investment.

Contingency allowance.

Total, .

$171,534

6,396

14,300

$192,230

$192,363

16,613

6,400

32,794

2,507

$250,677

Considering these items in order: —
1. Operating Expense. — The estimate, divided into the five

main divisions of expense, was as follows :
—

Actual,
1917.

Estimated,
1918.

Way and structures, .

Equipment,

Power, . . . .

Conducting transportation.

Traffic, . . . .

General and miscellaneous.

Total

$17,234

110

44,143

67,234

400

42,413

$171,534

$30,290

110

45,633

72,810

410

43,110

$192,363

It will be seen that the largest increase was estimated in the item

of maintenance of "Way and Structures." Inquiry developed

that this was based on average needs for tie and line renewal, and

upon the relaying of about one mile of rail in North Attleborough.
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If the track is to be maintained in good condition, the estimate is

not unreasonable, but it has a bearing, which will be considered

below, upon the allowance for depreciation.

Since power is purchased from the Rhode Island Company at

a stated rate per car mile, practically the only increase estimated

was in connection with the maintenance of the transmission

system. The rate per car mile is 5.65 cents. Ordinarily this

would be high, but under present conditions it cannot be regarded

as excessive. In 1917, the adjoining Milford, Attleborough and

Woonsocket road, which manufactures its own power, paid 6.36

cents per car mile, without including depreciation or capital

charges. These latter charges the Interstate Consolidated in

large measure escapes, since it owns no generating plant. No
allowance, however, was made for the saving in power which

should result from the curtailment of service and of car heat

which has been effected during the current year. For hire of/

rolling stock the Interstate Consolidated pays the Rhode Island

Company 2| cents per car mile, a figure which is reasonable under

present conditions.

In "General and Miscellaneous Expense," $15,300 is included

for "Injuries and Damages." In 1917 this amount was $15,324,

and it seems to have been determined by charging an arbitrary

8 per cent of transportation revenue. Of the amount, $9,898 was

not actually paid out, but was added to the "Accident and

Casualty Reserve." Considering the size of the road, this was a

large addition to the reserve fund, and the total charge for

"Injuries and Damages" was relatively larger than most com-

panies find it necessary to make. A charge equal to 5 per cent

of transportation revenue should, we feel, be ample under present

conditions, unless there are outstanding unusually large claims

for damages, and no evidence to this effect was offered. The
estimate for "Salaries and Expenses of General Officers," which

also forms a part of "General and Miscellaneous Expense," was

but $1,520. The smallness of this item is due to the fact that

the company is managed by the same executive officers as the

other street railways controlled by the New England Investment

and Security Company, the salaries being pro-rated in proportion

to gross receipts.

In one respect the estimate of operating expense was unduly

conservative. Only $5,000 was allowed for increase in wages,

whereas in the arbitration award subsequently made by Mr.

Henry B. Endicott, executive manager of the Public Safety Com-
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mittee of Massachusetts, which became effective on June 30,

1918, an increase was granted which the company estimates will

amount, even under the curtailed operating schedule, to $27,587

per year. The maximum wage for motormen and conductors has

been raised by this award from 34| cents to 43 cents per hour.

To sum up the matter of operating expense, if an allowance be

made for a saving of about $5,000 per year in the "Injuries and
Damages" item, and for a saving of about $8,000 in power con-

sumption (based upon results for the first five months in 1918),

and if a further allowance of $22,500 be made for increased

wages, over and above the amount estimated by the company,

the result is a net increase of $9,500, raising the total estimate of

yearly operating expense from $192,363 to $201,863.

2. Depreciation Allowance. — The estimate for this item has

been made up as follows: —
Road, track and line, $15,260

Power station and equipment, . . 662

Shops, carhouses, etc., 691

Total, • $16,613

This estimate has been built upon the book value of the property,

along lines similar to those followed by the Commission in the

Springfield Rate Case decided March 30, 1918. Since the com-
pany owns no rolling stock and no power generating stations less

provision is necessary for depreciation than would otherwise be

the case. The appraisal made by the engineers of the Commis-
sion, moreover, indicates that the book value of the property is

in excess of reasonable original cost, and it further appears that,

in its estimate of expense necessary for maintenance of "Way and
Structures," the company has made an allowance for renewals of

ties, rails and overhead construction which would be chargeable

against a depreciation reserve. Without undertaking a detailed

analysis, therefore, the Commission is of the opinion that a fur-

ther allowance of $4,000 for depreciation, instead of the $16,613,

estimated by the company, would probably be sufficient under
all the circumstances. Heretofore, beyond maintaining the rail-

way in reasonably good condition, the company has made no
provision whatever for depreciation.

3. Taxes, Return on Investment, Contingency Allowance. — No
increase has been estimated in the case of taxes, and the con-

tingency allowance has been adjudged reasonable by the Com-
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mission in other cases. The return on investment is placed at 6

per cent of the book value of the physical property. The actual

return in 1917, as shown in the table, is merely interest paid upon

indebtedness, since no dividends were declared upon the stock.

As already shown, the engineers of the Commission have been

able to discover investment sufficient to cover but $210,000 of

the floating indebtedness. The yearly interest upon this sum at

the stated rate of 5| per cent, plus 6 per cent upon the outstand-

ing stock, would amount to $28,050 instead of the $32,794 esti-

mated by the company.

With the modifications thus indicated, the yearly revenue re-

quirements at the present time may be stated as follows:—
Operating expenses, $201,863

Depreciation allowance, 4,000

Taxes, 6,400

Return on investment, 28,050

Contingency allowance, 2,427

Total, . . . .- $242,740

The actual income in 1917 was $195,697, or $47,043 less than

the amount shown by this table to be required. Aside from the

increase of passenger fares, there are only two other possible

sources of additional revenue. One is the freight and express

business. This traffic is increasing and the rates have recently

been raised about 25 per cent. It is reasonable, therefore, to ex-

pect a gain in revenue from thi§ source of at least $5,000, and it

seems likely to prove even larger.

The other possible source is the joint traffic with the Attie

-

borough Branch Railroad Company. Much stress was laid upon

this matter by certain of the remonstrants. This railroad, popu-

larly known as the "Gee Whiz" line, parallels the Interstate

Consolidated between North Attleborough and Attleboro. PasT

senger service is furnished by both routes, which are under the

same management, but the cars which operate over the Attle-

borough Branch use the Interstate Consolidated tracks in enter-

ing both Attleboro and North Attleborough. The running time

is shorter by this route, since it has the advantage of private

right of way, and it is probably for this reason that it is used for

much of the extra service in the morning and evening between

the two communities. Out of every fare collected upon it, 3f

cents go to the Attleborough Branch Railroad Company and If

cents to the Interstate Consolidated Street Railway Company.
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The remonstrants claimed that this division is unfair to the

Interstate Consolidated, since more than one-quarter of the mile-

age is over its tracks, and that traffic is diverted to the "Gee
Whiz" route to the financial detriment of the Interstate Consoli-

dated. The management replied that it is indifferent as to the

precise manner in which the division is made, and would accept

any change in this respect which the Commission might feel is

reasonable. Investigation shows that the distance between Attle-

boro and North Attleborough via this route is 5.01 miles, and

that 3.21 miles of this is over Attleborough Branch railroad

tracks and 1.80 over Interstate Consolidated tracks. While the

fare is divided on a 25-75 basis, the proportion based on distance

covered is 36-64. Each company, furthermore, pays the wages of

the crews while they are on its tracks, and the elapsed time is

relatively longer on the Interstate Consolidated portion of the

route, since it includes the terminals, and operation through the

public streets is slower than on private right of way. In view of

all the circumstances, we are of the opinion that the fare might

reasonably be divided upon a 45-55 basis, 55 per cent going to

the Attleborough Branch Railroad Company and 45 per cent to

the Interstate Consolidated. The latter's receipts from this

source last year were about $7,900. If it had received 45 per

cent, instead of 25 per cent, this amount would have been in-

creased by about $6,300.

Summing up this matter of revenue, it is probable that the

freight and express receipts may increase at least $5,000 during

the year, and that about $6,300 could be added to the passenger

revenue if a more equitable division of receipts with the Attle-

borough Branch Railroad Company were made. If the Interstate

Consolidated, besides these increases, could add $46,500 to the

operating revenue which it received last year by adopting the

proposed new tariff, its total income would be $253,497, which is

about $10,000 in excess of the estimate of revenue required.

It remains to determine whether or not the desired increase in

rates, in view of the facts above stated, may reasonably be

allowed. The remonstrants conceded that some increase was

necessary, but felt that the proposed schedule, which would raise

the fares in some cases 100 per cent, was excessive. The mayor
of Attleboro offered an alternative plan, which was, in brief, to

retain the new zones proposed by the company, but to make the

fare, on a ride covering two zones, 2 cents or 3 cents in the

second zone instead of 5 cents. Under this plan, for example, the

fare between Plainville and Attleboro or between Attleboro and
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the State line would be 7 cents or 8 cents instead of 10 cents.

As nearly as we can estimate, this plan, if adopted on all lines

and if the fare in the second zone were placed at 3 cents, would

yield about $25,000 additional revenue. This estimate has been

made upon the basis of the same traffic figures as were used by

the company in its estimate of $46,500 gain under its own plan,

assuming, however, a somewhat smaller traffic loss.

Upon consideration, the Commission is of the opinion that this

alternative plan ought not to be adopted, and that the company's

tariff, with minor modifications, is just and reasonable under

present conditions. The reasons which have led us to this con-

clusion are as follows: —
(1) The fares proposed by the company, in comparison with those now

charged by other companies in the state, are not high. The present zones

are very long, so that rides can be obtained in many cases at a rate of

about one cent per mile. Under the new tariff, a minimum fare of 5 cents

would be retained, although many other companies now have a minimum
of 6 cents or 7 cents. Taking the city of Attleboro as a center, it would be

possible to ride 4.12 miles in one direction, 3.66 miles in another, and 2.16

miles in still another, for this minimum fare of 5 cents. This is far more

favorable than the schedule now in effect on the Bay State system, where

the inner zones in the cities, which have in general much larger popula-

tions than Attleboro, have a radius of from IJ to 2 miles, and where the

minimum cash fare is 6 cents and the tickets sold at a lower rate are good

only to or from the traffic center. It is also more favorable than a mile-

age system at the rate of 2| cents or even 2 cents per mile, with a minimum
fare of 6 cents, such as is now in effect on various other lines.

(2) While the new tariff might, if no modifications were made, if the

estimated gain proved correot and ff additional revenue is secured from

the freight and express business and from a better division of receipts

with the Attleborough Branch Railroad Company, jdeld somewhat more

than the estimate of revenue required, it is decidedly improbable that this

would be the result. So far as we are aware, no company in this state has

yet secured from an increase in fares the gain estimated before the increase

became effective, and existing conditions are now more unfavorable than

they have been in the past. In the first six months of this year, the pas-

senger revenue on this road was $75,705.56, as compared with $82,004.85

in the corresponding period of 1917, a decrease of $6,299.29.

(3) The modifications in the schedule which are recommended below

will reduce the gain estimated by the company.

One defect in the proposed tariff, it seems to us, lies in the

fact that the fare zones in no case overlap and that transfer

privileges are entirely eliminated. The result would be that 10
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cents would be charged for even a very short ride in the thickly

settled portion of Attleboro, which passed the traffic center at the

railroad station, and the same would be true of North Attle-

borough and South Attleborough. In the judgment of the Com-
mission the tariff should be modified to correct this defect. We
do not now undertake to say exactly what form this modification

should take, but leave this matter to be determined in conference

with the officials of the company. The change, when agreed

upon, may be made by a supplement to the tariff now on file,

which will then be permitted to take effect on short notice.

A further and more serious defect, which, however, is beyond

the jurisdiction of this Commission, relates to the charge between

Orr's Corner in South Attleborough, and adjacent points, and

Pawtucket. Under the new tariff this fare would be 10 cents for

a ride of about 3| miles, since the traffic center of Pawtucket is

less than one mile from the State line. If there were but one

company and no State boundary, we have no doubt that a lower

fare than this would be deemed reasonable even by the manage-

ment, and we believe that the Rhode Island Company and the

Interstate Consolidated Street Railway Company ought, as

matters now stand, to be able to agree upon some joint ticket

arrangement which would offer a fare of, say, 7 cents to regular

riders. We strongly recommend that the Interstate Consolidated

company use its best endeavors to bring about such an arrange-

ment. South Attleborough is closely associated in a business way
with Pawtucket, and the proposed 10-cent fare would, in our

opinion, be an unreasonable hardship for many workingmen. If

no agreement can voluntarily be reached upon this point by the

two companies, it is possible that an adjustment can be secured

by an appeal to the Interstate Commerce Commission, and this

Commission will be ready to lend its aid to such an appeal. We
feel confident, however, that this action will not be necessary. If

a joint ticket is provided, it should, in our opinion, be available

for use in connection with through traffic from points north of

South Attleborough.

For the Commission,

ANDREW A. HIGHLANDS,
August 14, 1918. [P. S. C. 2162] Secretary.
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BAY STATE RATE CASES.

Notices of Bay State Street Railway Company of proposed changes

in the rates of fare for passengers upon its railway and in

reduced-rate workingmen's, commutation and excursion tickets,

as set forth in schedules numbered M. P. S. C. 62, 75 and 77,

with supplements thereto.

Samuel H. Pillsbury for Bay State Street Railway Company.

John T. Crowley for Town of Abington.

Harry M. Eames
] » rr. j? a j^ T T»/r tor lown 01 Andover.

Daniel J. Murphy
j

John F. Geary for Town of Avon.

James H. McPherson
rr. CO I

for City of Beverly.
Thomas S. Sullivan '

William L. Gleason ] „ ^., » -„ ,
,

ITT n/r CTT tor City 01 Brockton.
W. M. WiLBAR

J

^

E. C. Jewett for Brockton Chamber of Commerce.

E. Gerry Brown for Brockton Chamber of Commerce and cer-

tain labor organizations.

Walter Perham for Town of Chelmsford.

Edward E. Willard
Louis E. Kiernan for City of Chelsea.

John E. Beck
Harry E. Jackson 1 » m « t^
_. ^ _ tor iown or Danvers.
R. D. Lynch

J

Joseph Murdock for Town of Dedham.

Joseph E. Warner 1 » rr. » -r.- i,^
TT T-. TT for Town of Dightcn. «
H. F. Hathaway

J

*
Jj

Warren W. Cox for Town of Dracut.

Ezra S. Whitmarsh
Fred P. Whitmarsh for Town of East Bridgewater.

Clarence P. Mitchell
Henry W. Heath

_, __
, for Town of Easton

James E. Howard
Albion Riggs

Frank E. Raymond \ for Town of Essex.

Aaron Cogswell
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Ralph S. Bauer for Essex County Chambers of Commerce.

James H. Kay ) „ ^. j. -n n t>-„ ^ tor City oi Jb all River.
George Grime

J

Arthur L. Nason for Towns of Georgetown and Groveland.

John A. Stoddart
-^ T^ -n I

for City of Gloucester.
M. Francis Buckley '

Leslie K. Morse
|

Essex S. Abbott
[
for City of Haverhill.

Arthur L. Nason
J

R. C. Johnson for Haverhill Chamber of Commerce and Haver-

hill Shoe Manufacturers' Association.

George F. Marsh for Town of Hingham.

Louis E. Flye for Town of Holbrook.

Frank B. Williams for Town of Lakeville.

Daniel J. Murphy
Arthur Bower
Walter H. Creamer
Arthur G. Wadleigh

^

Raymond H. Trefry for Town of Marblehead.

Charles H. Adams ] . ^. . ,;r i

. r. Tx I or City OI Melrose.
Arthur S. Davis

J

Samuel Rushton ] „ „. » T»/r i

„r T n lor City 01 Methuen.
W. L. Stedman

J

*^

Franklin Porter ] „ ^ « T,,r- i n
. „ TT for iown or Middleton.
A. T. Howe

J

Lincoln Bryant for Town of Milton.

Samuel W. Wragg

for City of Lawrence,

for City of Lynn.

T> T> TT I
for Town of Needham.

Kobert B. Hill

Daniel L. Smith for Needham Board of Trade.-

Carlton a. Perry for Needhamdale Improvement Association.

Walter B. Hopkinson for City of Newburyport.

Charles A. Quint for Town of North Reading.

James A. Halloran for Town of Norwood.

George W. Newman for Norwood Board of Trade.

Horace P. Farnham ] „ „., „ t, , ,

William A. Shea |
^°' ^''^ °^ ^eahody.

Everett C. Bumpus for City of Quincy.

Jeremiah J. Desmond 1 „ „ » ^^ , , ,

„r T^ r^ for iown OI Kandolph.
Walter F. Stevens

J

^

George W. Holden ] „ ^ ,. -n , , ,

T, TT -R/r for iown 01 Kehoboth.
Benton H. Monroe

J

Andrew A. Casassa for City of Revere.
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B. J. Fitzgerald for Town of Rockland.

D. M. O'Brien
„^ T^ „

I
for Rockland Commercial Club.

W. B, French
J. Manuel Marshall

, „ ^t. ,. t. i

T TT T^ lor i own 01 Kockport.
John H. Dennis

J

Dennis J. Sullivan ] » ^. . ^ ,

-

,

TO. lor City 01 balem.
Michael L. Sullivan

J

George L. Nourse for Town of Saugus.

Fernald L. Hanson
Franklin. S. Simmons

LeANDER V. COLAHAN
H. H. Richardson

James A. Riley for Town of Stoughton and Stoughton Board of

Trade.

James W. Santry for Town of Swampscott.

John B. Tracy for City of Taunton.

M. E. S. Clemons for Town of Wakefield.

O. F. Kinney

for Town of Somerset,

for Town of Stoneham.

-. . _T I
for Town of West Bridgewater.

James A. Hemmenway
J

John F. Bowen for Town of West Newbury.

Edwin C. Jenney for Town of Westwood.

Albert P. Worthen for Town of Weymouth.

Charles F. Dutch for Town of Winchester.

T. F. KiNNEALY
„ _,. TT I

for Town of Whitman.
Clarence W. Harding
WiLFORD D. Gray for City of Woburn.

Israel Brayton for Swansea and Seekonk Street Railway

Company.
Whitfield L. Tuck for Pomona Grange, Patrons of Husbandry.

Gardner W. Pearson for certain stockholders of the Massa-

chusetts Electric Companies.

REPORT.

Under date of August 31, 1916 (4 P. S. C. Rep., pp. 3-105),

the Commission permitted the Bay State Street Railway Com-
pany to increase the unit of cash fare from 5 cents to 6 cents on

all its lines except those operating in the larger urban districts.

This change became effective October 9-16, 1916, upon the un-

derstanding, stated in the Commission's report, that if, "after

the expiration of not less than one year under the new rate

schedule, the situation might appear either to the company or to

the public to warrant a further revision of rates, the Commission
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is prepared upon application to deal with the situation anew in

the light of conditions then prevailing." It was further stated: —

. . . With respect to reduced fare tickets, the Commission doubts its

authority, in general, to require the company to put into effect, or con-

tinue, concessions over the regular rates of fare, but reserves the right,

before approving any new schedule of fares, to consider the propriety

and advisability of the discontinuance of such concessions in certain cases.

During the months which followed, the rise in prices caused by

war conditions produced so unfavorable an effect upon the com-

pany's finances that the Commission allowed the question of in-

creased rates to be reopened before the expiration of the trial

period of one year, and on July 3, 1917 (5 P. S. C. Rep., pp.

39-46), authorized the company to increase the unit of cash fare

from 5 cents to 6 cents in the urban districts excepted in its

former decision, with the proviso that tickets at the rate of 20

for %1 should be sold in these districts, good within a some-

what reduced area, as compared with the cash fare, at all times

except Sundays, holidays and Saturday afternoons. This de-

cision was based upon an agreement reached, aftej conferences,

between the company and representatives of a majority of the

cities affected, and it was a part of the understanding that the

new schedule was to be regarded as "experimental" and that ac-

tual results were to be "tested and investigated without preju-

dice at the end of a six months' period."

Since this decision, the officers of the company, which has been

in receiver's hands since December 13, 1917, have made a com-

prehensive study of the entire situation, with a view to adopting,

with the approval of the Commission, a wholly new rate struc-

ture intended to produce a further large increase in revenue and

at the same time to place rates throughout the system upon a

logical and consistent basis. The schedules now under considera-

tion are the result of this study.

The present rate structure is based upon no well-defined plan.

The manner of its development is indicated in the following pas-

sage from a decision of the Board of Railroad Commissioners in

1904 (36 R.R. Comm. Rep., pp. 22, 23): —

The five-cent fare was established on street railways when in the

main these were local enterprises. It was a fare convenient for collection,

one which tended to promote the general welfare by encouraging a wider

distribution of homes in thickly settled communities, and one which

served the public on the whole acceptably. With the same fare for every-
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body, companies found in the multitude of short rides compensation for

the low rate for the long ride, so the average result furnished a reasonable

return.

As a consequence of the consolidation of railways, of concessions made
by the companies, and of action taken by the Board, the limits of the

five-cent fare have been from time to time largely extended. The Board

has recommended this fare generally within town boundaries, and in

some cases between the centers of the larger municipalities and the

centers of adjoining towns, an arrangement which happily works to the

advantage of those who travel daily to and from their work. In brief,

for one reason and another, the five-cent fare has been made to apply

to travel for widely differing distances, in order to meet a great variety

of local conditions.

With the taking on of an interurban service, companies have intro-

duced a so-called through fare, subdivided into five-cent fares collected

at fixed points. These fare limits are not always co-extensive with the

local fare limits, a fact which has given rise to the suggestion of discrimi-

nation against through passengers. But it is to be borne in mind that

the interurban business is often the development of the long distance

patronage, without a corresponding development of the more profitable

short distance riding, and that if comparison of fares is to be made, it

should be between the through fare and the average local fare.

The unit of cash fare is now 6 cents. As a rule, the city dis-

tricts have what may be termed two zones, — an inner zone, in

which free transfers are given, and an outer zone, in which the

unit fare carries only to and from the city center, or intermediate

points, without transfer privileges. There are marked variations

in the maximum length of haul for a single fare. The interurban

lines are divided into zones of varying lengths which frequently

overlap to avoid the charging of a double fare for local rides of

short distance. North of Boston the longest zone on such lines is

7.93 miles in length and the shortest, 1.26 miles. South of Bos-

ton the longest distance is 7.02 miles and the shortest, 1.37 miles.

In a comparatively large number of cases reduced-rate tickets are

sold, giving rides at less than the cash rate through two or, in

some instances, three zones. Most of these are known as "work-

ingmen's tickets," and are good only during certain hours of the

morning and evening on working days. Others, which are good

all day long or only in the afternoon rush hours, have been styled

by the company "commutation tickets." There are 50 of the

former class and 23 of the latter. For the most part they have

been introduced to accommodate regular travel of comparatively

large volume which the company felt was entitled, by reason of

local conditions, to some concession over the cash rates.
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The new schedules apply somewhat different treatment to the

urban and suburban lines, as distinguished from the interurban.

Schedule No. 77 deals with the former and schedule No. 75 with

the latter. In all the cities which the company serves, excepting

three of the smaller communities — Gloucester, Woburn and the

Hyde Park district of Boston — a new inner zone is created of

greatly restricted area, the radius averaging more than 1| miles

but less than 2 miles. Outside this zone, but, as a rule, within

the limits of the present free transfer territory, a second zone is

created, its width varying, but averaging, it seems, about 1 mile.

The two zones are intended together to cover the congested city

territory with its accompanying suburban fringe. Under sched-

ule No. 77, as filed, the fare within the inner area is 6 cents, with

free transfer privileges at the center, no tickets at a lower rate

being sold. The cash fare between any point in the outer zone

and any point in the inner zone is 8 cents, but 6 tickets are sold

for 45 cents, or at the rate of 7| cents each, which can be used

for such rides in lieu of a cash fare.

Since this schedule was filed, however, the company has agreed,

after conferences with representatives of the cities affected, to

certain changes which were stated in the memorandum embody-
ing the agreement as follows: —

•

The company is to sell 6 tickets for 30 cents, good only on local rides

but good at all times to and from the center or transfer point in the first

zone. No transfers will be issued and no rides through center allowed on

these tickets. The company is to sell 7 tickets for 50 cents and these

are to be good in exactly the same manner to and from the center of the

first zone to any part of the second zone.

No other all-day tickets will be issued in these two zones. Through

riders and riders desiring transfers at the center of the first zone, as filed

in Schedule 77, will pay 6-cent cash fares in the first zone and 2-cent

cash fares in the second zone, making a total of 8 cents.

In addition to the above tickets, the company will experimentally add

the following tickets designed to build up traffic in the "off-peak" hours

in the middle of the day. These tickets will be sold as follows :
—

Six tickets for 25 cents, good only on local rides to and from the center

of the first zone. No transfers or through rides will be allowed on these

tickets.

Four tickets for 25 cents, good in the same manner to the center of

the first zone from the second zone. These "off-peak" tickets will be

good as follows :
—

From 9 a.m. to 4.30 p.m. on week days (except Saturday), subject to

change to 4 p.m. in any locality, ff it becomes necessary on account of

changes in industrial closing hours to avoid overlapping with the peak load.
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From 9 a.m. to 6.30 p.m. on Saturdays.

These "off-peak" tickets will not be good on Sundays or holidays.

None of these tickets wiU be good on through rides which extend outsidfe

the first and second zones.

It will be seen that, under this agreement, the 5-cent rate is

restored, by the use of tickets, for rides within the inner area

which do not extend beyond the center, and that the 7|-cent

ticket to and from points in the outer zone, with transfer privi-

leges, is superseded by a 7^-cent ticket, without transfer privi-

leges. The agreement also sanctions the practice, new to this

commonwealth, of charging less than the regular rate in the " off-

peak" hours, when traffic is slack. Within the inner zone this

rate would be 4| cents, the corresponding rate to and from points

in the outer area being 6j cents.

As above stated, the smaller communities of Gloucester, Wo-
burn and Hyde Park are exceptions to this city schedule. In

Woburn, the regular interurban fares, covered by schedule No.'

75 and described below, apply. In the two other communities, a

central area is provided, somewhat larger than the inner area in

the other cities and having no outer zone. The fare within this

central area is 6 cents with full transfer privileges, but no re-

duced-rate tickets are provided.

In the case of Beverly, Peabody and Salem the central zones

overlap. The Salem zone reaches to the centers of the other two

cities, while their zones extend to Town House Square in Salem.

The portions of the Beverly and Peabody zones which do not

overlap in this way form a part of the Salem outer zone, but

neither Beverly nor Peabody has an outer zone of its own in

which the 7|-cent or 7Y-cent tickets may be used, except so far as

the balance of the Salem inner area constitutes such a zone. On
the other lines extending beyond the central area the regular in-

terurban mileage rates apply. A somewhat similar situation exists

in the case of Melrose, Maiden and Chelsea, the Maiden central

zone overlapping both of the others. The Chelsea zone has been

elongated so that it will reach to the Scollay Square terminus in

Boston, and on the line passing through Chelsea, between Boston

and Lynn, schedule No. 77 provides for tickets sold at the rate of

8 for $1, making a charge per ride of 12| cents where the cash

fare would be 18 cents. These special tickets are introduced to

meet the competition of the Boston and Maine railroad and of

the Boston, Revere Beach and Lynn narrow gauge road between

Boston and Lynn.
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Schedule No. 75 covers the interurban hnes, so far as they are

located outside of city zones, and places them upon a definite

mileage basis, following the plan approved by this Commission

last year in the Concord, Maynard and Hudson and the Boston

and Worcester cases (5 P. S. C. Rep., pp. 47-75), and recently

approved for the Northern Massachusetts company and certain

lines operated by the Springfield company. Under this system,

which has been called the "copper zone" plan, a line is divided

into sections which approximate 1 mile each, and rates are based

upon a certain charge per section. When a passenger boards a

car he tells the conductor his destination and pays a fare based

on the distance to be covered, receiving a voucher in return which

he surrenders at the end of his journey. The sections vary

somewhat in length, in this instance, according to local condi-

tions, but average about 1 mile. In other cases in the state

where this plan has been adopted the rate per section has been

fixed at 2 cents per mile. In the present case, higher rates have

been adopted on lines of low traffic density and earning power.

Out of 403 miles of main track outside the outer city zones, the

rate is 2 cents on 249 miles, 2| cents on 37 miles and 3 cents on

117 miles.

The third schedule, No. 62, relates entirely to the special

reduced-rate tickets now in existence. The company has elimi-

nated all such tickets for which there seemed, in its opinion, to be

no reasonable present need, and has attempted to place the re-

mainder on a uniform basis. Out of the total of 73, the number
retained is 49. The use of these tickets has been confined in all

cases to the morning and evening rush hours, and the rate is

made 70 per cent of the regular cash rate.

Schedule No. 62 was filed last summer as a sequel of the deci-

sion of the Commission dated August 31, 1916, in which the

question of reduced-rate tickets was left in abeyance. At the

time of the filing of this schedule the officers of the company had

entered upon, but had not finished, the study of the situation

which led finally to the conclusion that the whole rate struc-

ture ought to be radically revised. When this conclusion was

reached it was felt, both by the Commission and by the com-

pany, that any such revision might necessitate a further read-

justment of the so-called "workingmen's tickets," and for this

reason action upon schedule No. 62 was suspended pending the

consideration of the larger underlying issue.

Schedule No. 75, applying in interurban territory, was issued

on October 9, 1917, to become effective on November 9, 1917.
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At the time of its filing and of the subsequent hearings, which

"were held in November, the company had not decided what new
rates it desired to put into effect in the city districts. It was

pointed out by the remonstrants that many complexities would

arise in attempting to adjust a new system of fares on the inter-

urban lines to the existing system in the cities, and for this

reason it was deemed advisable by the Commission, a conclusion

in which the company concurred, not to attempt to deal with the

situation piecemeal, but to postpone action on schedule No. 75

until the company was prepared to submit its proposed new
rates in city and suburban territory for consideration.

Schedule No. 77, containing such rates, was issued on March

27, 1918, to become effective April 26, 1918. Public hearings

were held on April 4-5, were suspended until April 15 to allow

time for conferences between the company and representatives of

the cities affected, and were concluded April 23-25, after all the

communities had been given an opportunity to consider the com-

promise plan suggested as a result of these conferences. In the

meantime, the operation of all three schedules was suspended by

the Commission until June 16, 1918.

The company's estimate of the yearly increase in revenue

which it might reasonably anticipate from the three new sched-

ules, as originally filed, was as follows: —

Schedule No. 62, $231,000

Schedule No. 75, 490,000

Schedule No. 77, 1,300,000

Total, $2,021,000

On the basis of the gross income received by the company within

the commonwealth in the year ended December 31, 1917, this

was -an increase of 19.8 per cent. In the opinion of the company,

if the compromise plan is accepted the increase in revenue will be

somewhat reduced, as follows: —
Schedule No. 62, $231,000

Schedule No. 75, 490,000

Schedule No. 77, 950,000

Total, $1,671,000

While these estimates doubtless represent the best judgment of

the company, they have no mathematical accuracy and are based
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upon assumptions. In all cases allowance has been made for

probable loss in traffic due to the advance in charges, for the per-

centage of increase in rates is much higher than the estimated

percentage of increase in revenue. If the traffic loss should prove

greater than the company has assumed, the gain in revenue

would be less than the estimate, perhaps much less. On the

other hand, if the loss in traffic should be less than anticipated,

or should be offset in part by a gain in short-haul business result-

ing from the low ticket rates of the compromise agreement, the

actual results might be better than now seems probable.

The difficulty in estimating the probable gain in revenue from

an increase in rates may be illustrated by what has already taken

place. Since September, 1916, the company has, on three differ-

ent occasions, been permitted by the Commission to raise fares

on its Massachusetts lines. The first increase went into effect on

October 9-16, 1916, and covered all the interurban lines and the

city lines in Woburn and Gloucester. It was felt that it would

yield about $350,000 increase in revenue. The second increase

was in Fall River, where the reduced-fare tickets sold at the rate

of 6 for 25 cents were eliminated on March 15, 1917, the com-

pany estimating that this change would produce about $50,000

additional revenue. The third increase went into effect on July

15, 1917, and covered all the city lines not included in the first

advance. The probable increase in revenue was placed by the

company at $720,000. The total gain expected from all three

increases was thus about $1,120,000, a conservative estimate in

view of the fact that rates were increased, on the average, very

nearly 20 per cent all over the system. While provision was
made for the sale of tickets at the rate of 20 for $1 in the city

districts, in practice less than 30 per cent of the riders in these

districts have used these tickets.

Since July 15, 1917, all three of the increases have been in

effect. In the ten months beginning July 1, 1917, and ending

April 30, 1918, the records show that the total passenger revenue

for the whole system was $8,257,357, as compared with $8,060,280

during the same period in the previous year, a gain of $197,077.

At the same rate the gain for the entire year would be $236,492.

During a portion of the 1916-17 period, however, the first two
increases were in force. In the same ten months in 1915-16,

when the unit fare on all lines was 5 cents, the passenger revenue

was $7,537,891. Compared with this revenue, the gaia in 1917-

18 under the increased rates was $719,466, or at the rate of
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5,359 for an entire year. This gain, however, was hardly

more than might have been expected from two years' increase in

traffic without any change in fares and, notwithstanding the two

years' gap, falls considerably short of the $1,120,000 estimated

as shown above. "

Too much stress, perhaps, should not be laid upon these fig-

ures, for conditions have been very abnormal and it is dangerous

to be dogmatic in drawing conclusions. Traffic on most of the

street railways in the state fell off in the winter months of this

year, owing to the severe weather conditions and the reduction

in service and in car heat caused by the shortage of coal. The

company estimates, also, that about 34,000 men in its territory

have gone into the army and that the loss in revenue on this ac-

count probably amounts to more than $300,000 per year. On
the other hand, the war has caused unusual activity among the

industries all over the territory, an activity which has led to an

influx of population at certain points, notably at Fore River and

at Newport, Rhode Island. Taking the period from July 15 to

October 6, the company made a careful study of traffic, with a

view to determining, to the best of its ability, the actual results

from the increase in fares, after allowing for all abnormal condi-

tions, such as unusual business activity or depression, strikes,

jitneys and the state of the weather. From this study the con-

clusion was reached that all three increases in rates had pro-

duced a gain in gross revenue, after making all reasonable allow-

ances, of about $792,000 per year, "or in the vicinity of 8 per cent.

While this estimate, however, was no doubt made in all good

faith, the supporting evidence is not especially impressive and at

best it amounts to little more than an intelligent guess.

The raise in fares is sought on account of the recent heavy in-

creases in operating expense. The chief item is the cost of coal.

The following table shows the average cost of coal paid by the

company in the last few years: —

Yeab ended — Price (Per
Ton).

June 30, 1914 , .

June 30, 1915,

June 30, 1916,

December 31, 1916,

$3 70

3 55

3 80

4 11

December 31, 1917 6 34
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The cost in 1918 bids fair to be still higher. The company esti-

mates that the price will average $10 per ton, basing this esti-

mate on the fact that the Fuel Administrator desires the com-

pany to use water-borne, rather than all-rail, coal, since its plants

are located within 50 miles of tidewater, and on the further fact

that the cost of water transportation is likely to rise even above

the present high figure. It is quite possible that the company will

be able to do better than this, but under present conditions there

can be no assurance of a more favorable price.

Wages, also, have increased sharply. Under the agreement

with the men which w.as made in 1916, an increase of $65,000

went into effect last May. Early in this year the company
agreed to pay its employees, in addition, a special war bonus

amounting to about $300,000 per j^ear. Unrest caused by the

continued rise in the cost of living and the fact that many men
have been leaving to secure higher wages paid in other em-

ployments resulted very recently in a further agreement, effec-

tive June 10, under which the men are to receive an additional

$750,000 per year. Prices of materials and supplies have in-

creased almost in proportion to the increase in the cost of coal.

The following table shows the increase in operating expenses,

excluding depreciation, which has taken place on the Massachu-

setts lines since 1914: —

Yeab ended — Operating
Expenses. Increase.

Operating
Expenses per
Car Mile
(Cents).

June 30, 1914, .

June 30, 1915, .

June 30, 1916, .

June 30, 1917, .

December 31, 1917, .

December 31, 1918 (estimated).

85,646,034

5,803,675

6,462,974

7,429,060

7,913,252

8,747,671

$157,641

659,299

966,086

484,192

834,419

18.72

19.05

20.66

23.22

25.08

29.00

This table is somewhat distorted by the fact that it includes the

amount actually expended for injuries and damages, rather than

the amount charged to operating expense. In certain years a

portion of the injury and damage expense has been charged to a

reserve fund and in others the amount charged to operating ex-

pense has gone in part into this fund. The expenses for 1918 are

estimated, the increase being due chiefly to coal and wages and



54 APPENDIX— ORDERS. [Jan.

additional work deemed unavoidable on roadbed and track. The
wage increase of $750,000, effective June 10, is not included.

In the year ended December 31, 1917, the income of the entire

system exceeded by $140,211 the amount sufficient to pay operat-

ing expenses, taxes, interest and dividends of 3 per cent (one-half

the stated rate) on preferred stock. No dividends, however,

were paid or earned on the common stock and the appropriation

for depreciation reserve was but $120,000, an inadequate amount.

At the hearings, the revenue needs of the Massachusetts portion

of the property in 1918 were placed by the receiver as follows: —

Operating expenses, $8,747,671

Taxes, 482,292

Depreciation, 1,075,800

Return on investment at 6 per cent, 2,404,492

Total charges, $12,710,255

Gross income, 10,507,488

Additional revenue required, $2,202,767

These figures are, of course, based in substantial measure on esti-

mates, but it cannot be said that the estimates are unreasonable.

The amount for operating expenses does not include the recent

wage increase of $750,000. Aside from this increase, the esti-

mate is high, but general conditions are adverse and seem likely

to grow worse, rather than better. Gross income is also an esti-

mate, and allowance is made for an increase of about $300,000

above the previous year, resulting from growth in traffic if

present fares should be continued. As a matter of fact, however,

the actual operating results' for five months ending May 31,

1918, show receipts approximately $260,000 less, and expenses

approximately $60,000 less than estimated. Depreciation re-

quirements were estimated in the manner approved by the Com-
mission in the 1916 rate case, and the return on investment has

been fixed in a similar way. Minor criticisms might be made of

these amounts, but nothing that would change the final result

materially.

There are only three methods by which the company's financial

condition may be improved. One is a decrease in operating ex-

penses through greater efficiency in management and operation,

or through reduction in service. Another is a lessening of taxa-

tion or other public burdens. The third is an increase in reve-

nue, either through the raising of fares or by other' means.



1919.] BAY STATE RATE CASES. 55

The question of economy in operation was considered at length

in the first rate case, decided in 1916, and Bion J. Arnold of

Chicago was specially employed by the Commission for that pur-

pose. Subsequently Mr. Arnold was employed by the company,

in order that the general recommendations which he made in his

report to the Commission might be amplified and made more
specific. Mr. Robert B. Stearns, former chief executive of the

Milwaukee street railway properties, was also brought to New
England and made vice-president of the company in charge of

operation. Numerous changes have been and are being made,

including extensive re-routing in the city districts, reduction in

lay-overs and scheduled time, the elimination of many white pole

stops, improvements in shop practice and car house arrangement,

consolidation of accounting offices, and reduction in service on

certain lines of limited patronage. Representatives of the Gen-

eral Electric Company have also been employed to aid in inaugu-

rating a better system of instruction in acceleration and braking,

and in the wage settlement of February an arrangement was
made under which economies in car operation and accident pay-

ments are to be measured and the men are to receive extra com-
pensation corresponding to the results secured. When all these

changes are in full effect, it is estimated that about $400,000 per

year will be saved. This estimate is probably conservative.

About one-half of this amount had already been secured in 1917

and about $100,000 additional for reduced schedules and re-

routing w^as included in the company's estimate for 1918.

The evidence indicates that the company has proceeded in

good faith to carry out the suggestions made in the Commission's

decision in 1916 and that substantial results have been attained,

although they have been lost sight of in the rapid advance in

prices and wages which has taken place. During the present

year the full effect of what has already been done should be

realized, and certain other economies are possible. The reduc-

tion in the amount of car heating and the further reduction in

the number of stopping places, brought about by the recom-

mendations of the Fuel Administrator with a view to the con-

servation of coal, should result in a saving in expense; and the

200 new cars which have recently bieen acquired should also

make possible enhanced efficiency in operation. Aside from these

changes, however, there seems to be little prospect that further

improvements can be made without the investment of additional

capital. If capital can be secured, a number of further important
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improvements are possible, as will later appear, which should not

only improve service but save considerable money.

The possible lessening of taxation and other public burdens

will be discussed below, in connection with the consideration of

the special legislation affecting the company which has recently

been enacted. At best, however, such a lessening could only

meet in part the company's financial needs.

Coming to the final remedy suggested, under present condi-

tions some substantial increase in revenue is an unavoidable

alternative, and the raising of fares is the only important means

by which this may be accomplished. The revenue from freight

traffic has grown considerably since the war began, but is still, by

comparison, of minor consequence. Last year the total income

from this source was $465,078, while the passenger revenue

amounted to $9,952,970. No doubt the company will follow the

lead of the steam railroads and increase its freight rates materi-

ally, and, if it had the facilities, the possibility of adding to this

form of business is now very great. With existing traffic conges-

tion on the steam lines, both shippers and the federal govern-

ment would welcome the diversion of short-haul business to the

electric lines. Unfortunately, however, the car and terminal

facilities of the company are limited, and cannot be enlarged

without the expenditure of substantial sums of capital, so that,

while its freight revenue is likely to continue to grow rather

rapidl}^, there is little chance that this traffic will prove a large

factor in bettering the company's financial situation within the

immediate future. Some benefit is also likely to come from the

recent jitney legislation. Under the new statute, this Commis-

sion can, on appeal, protect street railway companies from unfair

and unreasonable competition from this source, if they are unable

to secure such protection from the local authorities. At certain

points in Bay State territory, jitney competition has cut into

earnings seriously, and it is possible that public regulation of this

matter may have a favorable effect upon income. The financial

relief, however, which can be afforded either from an increase in

freight revenue or from the restriction of jitney competition, is

not of large consequence, and main reliance must be placed upon

an increase in* passenger fares.

If fares must be raised, the two further questions which arise

are whether the new schedules proposed by the company provide

for a larger increase in revenue than is necessary and whether

they are just and reasonable in their application to the various
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sections of the large territory which the company serves. The
peculiar characteristics of the Bay State system have been

pointed out in other cases. Quoting from the Fall River case

(5 P. S. C. Rep., p. 33): —
It is not a simple, homogeneous property, but rather a collection of

urban street railway systems scattered all over eastern Massachusetts

and tied loosely together by so-called interurban lines which are slow-

speed routes located largely along country highways. As stated in the

last annual report of the Commission (page xix), "one of the most diffi-

cult questions for the Commission to decide was how far this great and

complex system, operating in 91 cities and towns, including those in New
Hampshire and Rhode Island, ought to be regarded as a single unit for

rate-making purposes, and to what extent patrons in the richer territory

ought to be called upon to make up deficiencies in the lean."

In presenting its case under schedule No. 75, the company at-

tempted a segregation of earnings on the "country portion" of

its Massachusetts property, as distinguished from the "city por-

tion." As then drawn, the line was between the routes covered

by the mileage zone system which forms the basis of schedule

No. 75, -— at that time including Gloucester, — and the city ter-

ritory not so treated. Since then, schedule No. 77 has cut down
the city zones, placing additional track under the mileage zone

plan, and a central 6-cent fare area has been created in Glouces-

ter. In making this segregation, an average investment per

mile of single track was used to determine the total investment

in the country lines. This average investment was based upon

the amounts shown in the detail of the Feustel appraisal (used in

the 1916 case) for certain typical country lines, and was $28,700

per mile. The gross income for 1917 was used (two months

being estimated, as the exhibit was prepared in November) and

the division of income as between the city and country lines was

based upon observations made in a traffic survey of the entire

system. In dividing operating expenses between the two classes

of lines, the expenses on the country lines were figured at the

rate of 22 cents per car mile. The total operating expenses in

1917, without including depreciation, averaged 25.08 cents per

car mile for all lines, but on most country lines the expense is

relatively less than in the city.

Made up in this way, the segregation showed that the " country

portion" failed by a small margin to earn operating expenses, and

failed by $1,359,428 to earn all charges and a 6 per cent return
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on the estimated investment. The "city portion," however,

earned all charges, including full provision for depreciation, and

came within $253,935 of yielding the desired 6 per cent, the

return actually earned amounting to 5.08 per cent on the invest-

ment. In considering these figures, it should be remembered

that the increased fare was operative on the city lines only dur-

ing the last six months of 1917, while it was in effect on the

country lines throughout the year.

While this segregation of financial results as between the two

classes of lines is merely an estimate, in the opinion of the Com-
mission it represents a reasonable approximation of the facts.

The assumptions were not unfavorable to the country lines, the

investment per mile and the operating expense per car mile which

were used being relatively low. The segregation shows that the

country lines are chiefly responsible for the poor financial condi-

tion of the company. The city districts, however, will supply

the bulk of the additional revenue if the new schedules are

adopted. The following table shows, in the first column, the

relative responsibility of the city and country lines for the income

deficiency of the company in 1917, according to the segregation

submitted; in the second column, the relative amounts of addi-

tional revenue to be obtained from the two classes of lines under

the new schedules as filed, assuming that each class should be

given credit for one-half the increase to be obtained from the

change in reduced-rate tickets; and, in the third column, the

relative amounts to be obtained under the compromise plan

agreed to in the conferences between the company and certain

representatives of the city districts: —
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cent return upon investment. Upon the evidence it is clear that,

in preparing its new schedules of rates, the company has treated

the entire property as a unit, without regard to the relative

earnings of the various sections, and has proceeded upon the

theory that a return of 6 per cent upon the entire investment

must in any event be earned and that, if some lines are unable

to produce their quota, the deficiency must be made good else-

where.

Schedule No. 77 undoubtedly provides for very high urban

fares. In two recent cases the Commission has allowed street

railway companies to adopt a "zone system" in city districts.

In the Holyoke case, the radius of the inner zone, taking the

distances on the lines which extend beyond this zone, averages

about 2^ miles, and in the Springfield case the similar radius aver-

ages about 3.2 miles. In both instances the fare within this inner

zone is 5 cents with full transfer privileges, and the fare to and
from points in the adjacent outer zone, if tickets are used, is 6f
cents. In the present instance, the radius of the inner zone in no
case averages 2 miles, and in some cases it is nearer 1| miles, yet,

even under the compromise plan, the cash fare in this inner zone

is 6 cents and the 5-cent tickets carry no transfer privileges.

The vice-president of the company, Mr. Stearns, who has a wide

acquaintance with conditions in other parts of the country, was
asked at the hearing whether he knew of any companj^ operating

in cities of the size of Lj^nn, Brockton, Fall River and Lowell

which serves, for a 5-cent fare, an area as small as the proposed

inner zones under schedule No. 77, and also whether he knew of

any company operating in such territory which proposes to in-

crease its fare to 6 cents and reduce the area served to sach

limits. To both questions he replied in the negative (Record,

pp. 87, 88). If this new schedule is approved, it seems, without

much question, that the urban fares in the territory served by
the Bay State company will be relatively higher than the urban

fares charged elsewhere in the country.

How high these fares would be may be shown by anot?her illus-

tration. The city of Woburn, because of its small size, has not

l>een included in schedule No. 77, and the fares on its lines are

based upon the mileage zone plan and included in schedule No.

75. If both schedules should be approved, the result would be

that from the center of Woburn, from which four lines radiate,

one could go 3 miles in any direction for a 6-cent charge. This,

however, would be impossible in any of the larger cities. The
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minimum fare for a 3-mile ride from the center of any of these

cities would be 7^ cents in rush hours and 6j cents in the "off-

peak" hours, even under the compromise plan, and in some in-

stances it would be 10 cents, where the limit of the "outer zone"

is less than 3 miles from the center. For similar reasons Glouces-

ter, like Woburn, has been eliminated from schedule No. 77 and

a central area created, under which the charge would be 6 cents,

with full transfer privileges. Under this arrangement one could

go, on any one of the radiating lines, about 2| miles from the

center of Gloucester for 6 cents, a result which would be im-

possible in the larger cities included in schedule No. 77. Much
the same is true of Hyde Park, in which a similar 6-cent central

area has been created. The only advantages which the larger

cities have over Woburn, Gloucester, and the Hyde Park district

of Boston lies in the 5-cent tickets in rush hours and the 4|-cent

tickets in "off-peak" hours, available for short-haul rides. These,

however, are a part of the compromise plan resulting from the

conferences, and were not a feature of the schedules as originally

filed.

Before proceeding further in the consideration of the proposed

new fares, it will be well to note the change in the situation

which has occurred since the schedules were filed. A special act

has just been passed by the General Court and signed by the

governor, providing for the reorganization of the Bay State com-

pany. Under this act, if it is accepted by the company, as it

probably will be, the property will be taken over by a new com-

pany capitalized on such a basis that the annual interest and

dividend charges (computing dividends on the common stock at

6 per cent) will not exceed 6 per cent upon the amount found by

the Commission in 1916 to have been honestly and psudently in-

vested in the property, plus additions and improvements since

made. The present inflation of the capitalization will thus be re-

duced, although not entirely eliminated. New capital is to be

furnished, partly by the security holders and partly through the

issue of serial bonds, and these bonds, which may be issued to the

extent of $5,000,000, will in effect be guaranteed by the common-

wealth, any resulting burden being distributed proportionately

upon the cities and towns served by the company. To this ex-

tent, therefore, the credit of the commonwealth will be placed

behind the company. In return, full control over management

and operation will be placed, for a period of 10 years, in the hands

of a board of five trustees appointed by the governor, and the
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jurisdiction of this Commission over rates and service during this

period will, in general, cease. Fares are to be established upon

the so-called " cost-of-service " plan, with the intent of meeting

all charges and producing a return of 6 per cent upon the invest-

ment; but this provision is modified, in a somewhat indefinite

way, by a further provision in another section that the territory

shall be divided into two fare districts, one north and the other

south of Boston, and that these two districts shall be sub-divided

into "smaller fare districts," as the trustees may deem reason-

able, in each of which fares are apparently to be adjusted upon

the "cost-of-service" principle, "as far as is consistent with the

public interest and reasonably practicable."

"For the purpose of preventing undue increases in fares during

the period of abnormal prices caused by the present war," the

trustees are also permitted, with the approval of this Commis-

sion, "to postpone making amortization charges and charges

against earnings to cover depreciation until such period not ex-

ceeding one year after the termination of the present war as

they may fix." The company is relieved, "during the continu-

ance of the war and for a period of two years thereafter," from

paying, except with the express approval of this Commission

after a hearing, "any part of the expense of the construction,

alteration, maintenance or repair of any street, highway or bridge

or any structure maintained or placed therein or thereon, or of

the abolition of any grade crossing or the removal of wires from

the surface of any street or highway to an underground conduit

or other receptacle," or any other expense of similar nature.

The importance of this change in the situation will be apparent

in connection with certain testimony of the vice-president of the

company, Mr. Stearns, at the public hearings. When asked

whether, if a statute embodying the so-called "cost-of-service"

plan were enacted and made applicable to the Bay State road, he

would desire to put into effect the same fares as proposed in the

schedules before the Commission, he replied that he would advo-

cate lower fares, if the legislation re-established the credit of the

company so that capital could be secured for needed improve-

ments, and if it also relieved the company from important exist-

ing burdens. Re-establishment of credit he considered the " most

important element" (Record, p. 134), and this alone would jus-

tify the "immediate expanding" of the city area (Record, p. 133).

A map before the Commission at the time showed, in red, the

lines within the proposed inner zones and, in brown, the lines
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within the proposed adjacent outer zones. When asked whether,

if such legislation as he desired were in effect, he would start

with a different schedule from the one under consideration, he

replied (Record, p. 134): "I would not waste a minute recom-

mending to Mr. Donham (the receiver) to take in the city center,

to take in the brown." What rate of fare would be desirable in

this enlarged area he felt was dependent upon the extent to

which burdens were removed, but if the excise tax and the cor-

porate franchise tax alone were eliminated he did not feel that

this would "justify very much of a reduction in the rate of fare

in this combined red and brown area from 6 cents, if any at all."

The plain implication from his testimony was that the rate of

fare would not, in any event, be higher than 6 cents, and might

be lower.

The importance of re-establishing credit, in his opinion, lay in

the economies which could be secured within a comparatively

short time, if only capital were available. In this connection he

mentioned especially the building of a new shop, which would

greatly reduce the cost of car repair (Record, pp. 137, 138). He
regarded it as "a, crime that it costs 3| cents a car mile to keep

cars in fit condition. It ought not to be over 2| cents a mile."

In his opinion it would be sound judgment " to anticipate this re-

duction in unit costs and immediately apply it either to an ex-

pansion of the city centers or to some other means or some other

methods of arriving at its equivalent." Other improvements of

similar nature which might be made would be the introduction of

one-man cars on certain lines, and the improvement in the physi-

cal condition of tracks, resulting in faster schedules and reduced

maintenance cost.

From what has already been said, it will be clear that the

legislation actually passed meets the requirements mentioned by

Mr. Stearns to an extent which probably was not anticipated at

the time when his testimony was given. It absolutely re-estab-

lishes the credit of the company, so far as capital for all improve-

ments desirable in the immediate future is concerned, adding the

credit of the commonwealth to the company's own credit as im-

proved by the statute. It also relieves the company from very

important and substantial burdens, and makes it possible for the

trustees, with the consent of the Commission, to postpone de-

preciation and amortization charges in order to prevent fares

from reaching an unduly high level.

Under the terms of the new statute, the control of this Com-
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mission over rates is only temporary and will end as soon as the

new board of trustees is appointed and assumes office. When
this change is effected, the trustees will have full control over the

situation and complete power to put in operation such rates as

they deem advisable and which comply with the statutory re-

quirements. The necessary preliminaries connected with the

rather difficult matter of reorganization will, however, consume

no little time, and it does not now seem probable, even if no

further obstacles arise, that the trustees will be able to assume

control before the autumn months. In the meantime, the juris-

diction of the Commission over rates will continue, and the deci-

sion of this case cannot with propriety be postponed.

With respect to the proposed rates on the rural interurban

lines covered by schedule No. 75, little question can be raised.

The mileage principle upon which these rates are based has been

approved by the Commission in other cases. It is logical, and

under it each passenger pays for approximately the service that

he receives, without discrimination. There are practical difficul-

ties in the application of the principle to certain traffic condi-

tions, and modifications and adjustments may from time to time

prove necessary; but, as the Commission said in the Springfield

case, the experiment is one which deserves encouragement.

The mileage rates which have been adopted are no higher than

the earnings of the lines warrant. In deciding whether the rate

on a particular route should be 2 cents, or 2^ cents, or 3 cents

per mile, certain rather arbitrary distinctions have been made,

but the higher rates have not been applied to lines where the

traffic would justify a lower rate. Under the recent order of

Director-General McAdoo, the regular single-ticket rate on all

steam railroad lines is now 3 cents a mile. We are informed, also,

that the Public Service Commission of Indiana has recently per-

mitted all electric interurban lines in that state to increase their

charges to 2| cents per mile. The most important objection

which may be made to the mileage system is that, because of' the

inequalities in the existing rates, it causes a disproportionate ad-

vance in the charge for certain rides, thus unsettling conditions

of long standing to which business and population have become

adjusted. While this objection has weight, it does not justify a

refusal to permit the adoption of a new system which is inher-

ently more logical and equitable than the system now in effect.

It may be reasonable and desirable, however, in certain instances

to introduce special ticket rates to prevent too violent a change
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in the transition from the old system to the new. This is a mat-

ter which is discussed below in connection with schedule No. 62,

dealing with reduced-rate tickets.

Schedule No. 77, relating to the city districts, raises more
difficult questions. As already shown, the fares proposed in this

schedule are very high, even under the compromise plan. If it

were not for the increase of $750,000 per j^ear in wages which the

company has granted within the past week to its employees, the

Commission would be disposed to require radical changes, Apart

from all other considerations, the legislation which the General

Court has recently enacted, combined with the testimony of Mr.

Stearns, would be sufficient justification for expanding the inner

central areas to take in the outer zones. In the Bay State rate

case, decided in 1916 (4 P. S. C. Rep., p. 69), it was stated that

"In view of the provisions of the statutes under which the con-

solidations were effected, in view of the circumstances which led

up to them, and in view of the little community of interest

between certain parts of the system, it would, in the judgment of

the Commission, be an injustice to the many populous communi-

ties which the Bay State company serves to regard its system

wholly as a unit for rate-making purposes." It was further

stated that, while the communities and localities in which the

company earns the major part of its divisible income must expect

in some measure to bear the burden of tributary lines which can-

not support themselves, "this does not go to the length of ad-

mitting that the full burden of carrying the 'speculative' proper-

ties in sparsely settled territory, which were made a part of the

system in the manner above described, must be borne by the

better paying communities." Taking into consideration, there-

fore, the financial benefits to be derived from the new legislation,

the burden imposed upon the city districts under schedule No. 77

would, in our judgment, be unjust, as the situation stood prior to

the granting of the last wage bonus.

Manifestly, however, this wage increase has effected a marked

change in the situation. The amount involved, $750,000, is very

large. It is somewhat more than the amount, $720,000, which

the company expected to gain from the last increase in fares in

the city districts, and much larger than the amount actually

realized. It also is not far from one-half of the sum, $1,671,000,

which the company expects to realize from the new schedule now
under suspension, as modified by the compromise agreement

reached in the conferences with representatives of the cities
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affected. Under the circumstances, it seems to the Commission

that conditions have been altered so materially that it would not

be warranted in taking the action which it would otherwise be

disposed to take, and that the burden imposed upon the city dis-

tricts by schedule No. 77 in its modified form has ceased to be so

clearly disproportionate that any radical change in this schedule

can reasonably be required.

It is less difficult to reach this conclusion than it otherwise

would be, because the proposed zone system of fares within the

city districts seems to be better adapted to the urban territory in

which the Bay State company operates than to the similar terri-

tory served by certain other street railway companies. For the

most part the Bay State cities are compact, so that the thickly-

settled central portion, as distinguished from the suburban fringe,

falls in general within the limits of the inner zone as it has been

laid out. Since schedule No. 77 was originally filed, the company
has agreed in a number of instances, as a result of various objec-

tions which were made, to extend the limits of this zone, and at

the close of the public hearings comparatively little opposition

was offered to the new plan by the majority of the communities

affected. There seems to be a rather general feeling that the

preservation of a 5-cent rate for short-haul traffic within the cen-

tral areas and the experimental introduction of a still lower rate

during the "off-peak" hours compensate in substantial measure

for the disadvantages of the zone arrangement, and will afford an

opportunity to test the effect of low charges in inducing increased

riding which may prove of considerable value to the communities

in the future.

Regarded from this point of view, the new schedule is an at-

tempt to confine the inner zone, within which the minimum fare

is charged, to the limits of the thickly-settled portion of a city,

rather than an attempt to reduce it to an arbitrary circular area

with a radius of approximately 1| miles; and for this reason the

precedent established is less undesirable and dangerous to the

public interest. It is a well-established principle in city traffic

that the short-haul offsets the long-haul riding, and on this ac-

count the central single-fare area may often, without detriment

to the earnings of a company, be made much larger than would

at first thought appear possible. Obviously, to use an extreme

illustration, the establishment of an inner zone in the city of Bos-

ton with a radius of 1^ miles or even 2 miles would be unwar-

ranted and absurd. In the Bay State territory, however, the
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inner zones as laid out, with the modifications which have since

been made, do not, on the whole, appear, in the present war emer-

gency and in view of all the circumstances, to be beyond the pale

of reason.

The most important objections to the new plan were raised by
representatives of the cities of Haverhill and of Brockton. They
feel that, whatever may be true of the other cities which the

company serves, the zone system is not suited to the require-

ments of their particular communities. Brockton is surrounded

by a number of smaller manufacturing centers, all located within

a radius of about 7 miles, which are united to the larger commu-
nity by strong ties of business and commercial interest. Shoe

manufacturing predominates in the district and there is much
interchange of labor. For this reason, street railway transporta-

tion facilities are unusually important and the traffic density

comparatively high. The representatives of the district were

strongly of the opinion that the zone system, unless substantially

modified, would result in rates between Brockton and the nearby

communities which would be decidedly injurious to the public' in-

terest. In the case of Haverhill, it was argued that the popula-

tion is less centralized than the population of most of the other

cities and the thickly-settled territory less symmetrically located,

so that the limits of the proposed inner zone would exclude cer-

tain parts of the community which ought reasonably to be in-

cluded within any central area.

So far as Brockton is concerned, it seems, to the Commission

that such adjustments as are desirable can properly be made
through the use of workingmen's tickets. If the new schedules

are approved, one function which these tickets will perform will

be to absorb some portion of the shock which the change from

the old to the new system of fares might otherwise offer under

certain conditions, and to afford such concessions as are reason-

able to traffic moving regularly in considerable volume between a

city district and some point in interurban territory beyond the

outer zone. Schedule No. 62 already provides for a number of

such tickets in Brockton territory, but it is quite possible that,

under the conditions which will be created by the introduction of

the zone system, still other tickets of this character will prove

necessary to prevent interference with the free interchange of

labor which is so essential to the welfare of this district. This

question is further considered in connection with schedule No. 62.

The representatives of Haverhill were not opposed to an in-
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crease in fare, but urged that the inner and outer zones be com-

bined in their city district and a straight 6-cent fare charged

without reduced-rate tickets of any sort, even if a charge for

transfers were also made. The company objected to this plan,

partly because it would somewhat reduce revenue, but chiefly be-

cause it would break the uniformity of the new fare plan and

create an undesirable precedent.

Upon consideration of all the evidence, it seems to the Com-
mission that this argument has weight. Both the outer and the

inner zones proposed for Haverhill are comparatively large. Tak-

ing the limits on the lines which extend into interurban territory,

the outer zone has an average radius of 3.26 miles, and one line

extends 3.73 miles from the center. The inner zone has an aver-

age radius of 1.72 miles. Haverhill is not a large city, and the in-

vestigation in the 1916 rate case indicated that it is not as profit-

able territory for the street railway company as some of the other

cities. The chief objections to the new plan which were raised at

the hearings relate to traffic between Haverhill and points which

lie beyond the outer zone. If adjustments in the fares charged

for such rides are desirable, they can be made by the use of work-

ingmen's tickets. The situation is not so different from the situ-

ation existing in the other cities that the Commission would be

justified in compelling the company to make an exception in this

case.

The new system of charges is, of course, an experiment. The
company is strong in the belief that it will prove a successful ex-

periment, both from the revenue standpoint and in other re-

spects; but there are many who hold different views and who
feel that the complexity created by the various kinds of tickets

will prove a source of embarrassment in operation and in the col-

lection of revenue, and that the large increase in the charge for

many rides will divert traffic to the steam railroads or to jitneys,

and even have a tendency to draw population from the country

to the city districts. What system of charges it is best for street

railway companies to adopt under existing conditions, both in

thgir own and in the public interest, is still an open question, and
trial and experience, rather than theory, must in the last analysis

decide this question. When the public trustees assume control of

this road, it is quite possible that they may find it necessary or

desirable to undertake a revision of the fares which are now being

established, and experience may show that this revision should

follow the lines now apparently desired by the people of Haver-
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hill. For the present, however, it seems best to apply the same
rule to this city as to the other large cities which the company
serves.

Schedule No. 62 deals, as aforesaid, with the so-called "work-

ingmen's tickets." The chief question in regard to this schedule

is whether these reduced-rate tickets are provided in all cases

where they reasonably should be provided. The company has

merely retained some of the tickets of this nature which were in-,

troduced under the existing system of fares, adjusting the rate at

which they are to be sold on a uniform percentage basis to the

regular rates under the new fare plan. In only a very few in-

stances has it introduced such tickets on routes where they are

not now provided." The adoption of the mileage and zone sys-

tem of charges will change the situation very materially, and a

reasonable need for "workingmen's tickets" will probably arise

in a number of cases which are not covered by schedule No. 62.

This was indicated very clearly by the testimony at the public

hearings and was, indeed, admitted by the company. It is very

difficult for the Commission, however, to acquire a sufficiently

intimate knowledge of the traffic conditions in the very extensive

territory which the Bay State company serves, covering as it

does most of eastern Massachusetts, so that it can determine in

advance of a trial of the new fares the localities in which addi-

tional reduced-rate tickets ought to be supplied.

The matter is one in which the interest of the company is very

nearly as great as the interest of the public. As has been shown,

one important purpose of these tickets is to adjust the new sys-

tem of charges to conditions which have become established

under the existing system and to prevent an interference with the

movement of labor and the conduct of business which would be

undesirable for all concerned — for the company as well as for

its patrons. The company has shown a disposition to recognize

this fact, has already agreed to modifications of tickets provided

for in schedule No. 62, and has admitted that the evidence dis-

closed a probable need for additional tickets in certain other

cases. The management has also taken the unusual but praise-

worthy step of enlisting the aid of its motormen and conductors

in securing full information in regard to local traffic conditions on

all routes, so that it may be in a still better position to make the

adjustments which experience may show to be desirable. Under

the circumstances it seems to the Commission that the best

course for it to pursue is to hold this matter in abeyance for the
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time being, allowing the schedule to take effect without further

modification, but reserving the right, upon petition, to take up
particular cases for consideration at any time without prejudice,

in case the company fails to introduce the additional tickets or to

make the further changes which its patrons believe to be reason-

ably necessary.

The attitude of the Commission will be the same with respect

to extensions or alterations of zone limits. The company has

met many of the specific objections relative to the location of

these limits which have been raised by the cities and towns, but

in other cases no agreement could be reached, and no doubt still

further objections will be raised when the new system goes into

operation. We have deemed it desirable not to attempt to deal

with these questions in detail at this time, but to await the test

of actual experience, reserving the right, as in the case of "work-

ingmen's tickets," to receive and act upon specific complaints

from time to time without prejudice. In considering such cases

the principle will be kept in mind that no arbitrary distance

limits ought to determine the boundaries of either the inner or

the outer zone, but that these boundaries should be fixed in ac-

cordance with population conditions.

•Under schedule No. 77 as originally filed, the 7^-cent tickets,

good between points in the outer zone and points in the inner

zone, could be used in connection with through rides to or from

interurban territory beyond the outer zone. Under the com-

promise plan, however, the 7i-cent tickets, which took the place

of the 7|-cent tickets, cannot be used in connection with such

through rides, although they are good only to and from the

traffic centers of the city districts and carry no transfer privi-

leges. Through riders, therefore, would be obliged to pay the 8-

cent cash rate and would thus be worse off under the compro-

mise plan than under the original schedule. In the opinion of

the Commission there is no sufficient reason for this distinction,

and we believe that the new 7i-cent tickets should be available

for through as well as for local riding.

Counsel for the Swansea and Seekonk Street Railway protested

against any revision of rates on the Fall River-Swansea line of

the Bay State company that would interfere with the present

joint passenger rate between the two companies, or would other-

wise impair the revenues of the Swansea and Seekonk company.

The Swansea and Seekonk was organized in November, 1917, and

took over the property and franchises of the Providence and Fall
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River Street Railway Company. Its tracks lie wholly within the

towns of Swansea, Seekonk and Rehoboth, and connect with

those, of the Rhode Island Company at the Massachusetts-

Rhode Island state line, and with those of the Bay State Street

Railway Company at the Swansea-Somerset town line. Through

service is operated over these connecting lines from Providence

to Fall River.

At the present time passengers may ride for 6 cents from the

car barn on the Swansea and Seekonk line in the town of Swan-

sea, a distance of nearly five miles, to Slade's Ferry bridge on the

Bay State line. The distance covered by this joint rate is sub-

stantially the same on the lines of the two companies and the

fare is equally divided. Passengers riding through to the center

of Fall River pay an additional fare of 6 cents to the Bay State

company. The Swansea and Seekonk company therefore re-

ceives 3 cents for carrying these passengers to the Swansea-

Somerset line, and the Bay State company receives 9 cents for

carrying them from that point to Fall River. Under the sched-

ule filed by the Bay State company the local rate from the

Swansea-Somerset line to Fall River will be 10 cents, and if the

Bay State company undertakes to collect the same amount from

through passengers there would be only 2 cents of the joint rate

remaining for the Swansea and Seekonk company. This joint

rate is used largely by residents of the village of Swansea, which

is less than half a mile from the terminus of the Bay State line

and is the most populous locality on the line of the Swansea and

Seekonk company. As a result of the proposed readjustment of

fares of the Bay State company, many residents of Swansea Vil-

lage would be likely to walk to the terminus of the Bay State

line in order to secure a 10-cent fare to Fall River. At the

present time this cannot be done, as the fare from the terminus

of the Bay State line is now 12 cents.

The Swansea and Seekonk company is at present operating

under adverse financial conditions and the anticipated reduction

or entire loss of revenue from passengers using the present joint

rate would be so serious as to threaten the continued operation of

the line. After conference with officials of the Bay State com-

pany, it was agreed that the present division of this joint rate

should not be disturbed. The Commission is also willing to ap-

prove a 3-cent rate for the terminal zone of the Bay State com-

pany, which extends from the Swansea-Somerset line to Hot-and-

Cold lane, a distance of 1.11 miles. As there are apparently less
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than a dozen houses served by this portion of the line, and as its

length is somewhat above the average, a 3-cent rate would seem

to be consistent with the general scheme provided for in the pend-

ing tariff. If this increase is made, the rate of fare to Fall River

will be 11 cents, which is less than the fare now in effect. This

readjustment should also favorably affect the Swansea and See-

konk company, as very few of the residents of Swansea Village

would be likely to walk half a mile to the terminus of the Bay

State line to save one cent only. The Commission is of the opin-

ion that these readjustments ought reasonably to meet the pro-

test filed by the Swansea and Seekonk company.

Since the schedules were originally filed, the compromise plan

resulting from the conferences with the community representatives

has been agreed to by the company, and also numerous modifica-

tions in zone limits and ticket provisions. A tentative draft of a
new schedule. No. 78, combining and superseding those which are

now under suspension and embodying these various changes, has;

been submitted to the Commission. This has been examined by
our Rate and Tariff Department and certain changes in form and

phraseology will be necessary, but when these changes are made
and the 7Y-cent tickets are made available for through as well as

for local riding, this revised schedule will be allowed to take

effect upon short notice. In the meantime, the schedules under

suspension will be cancelled. An order to this effect is entered

below.

ORDER.

It appearing that on August 10, 1917, an order was issued sus-

pending the Bay State Street Railway Company's tariff M. P. S.

C. No. 62, making certain changes in the reduced-rate working-

men's, commutation and excursion tickets in Massachusetts, until

October 1, 1917,

And that on November 3, 1917, an order was issued suspending

the Bay State Street Railway Company's tariff M. P. S. C. No.

75, making changes in rates of fare and fare limits on certain of

its lines until January 1, 1918,

And that on April 23, 1918, an order was issued suspending the

Bay State Street Railway Company's tariff M. P. S. C. No. 77,

changing certain rates in city and suburban territory, until June

1, 1918, all of which suspensions have been extended by subse-

quent orders until June 16, 1918,

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 herein

referred to and made a part hereof, — it is

Ordered, That the Bay State Street Railway Company be and
it is hereby notified and required to cancel the rates, charges

and changes of fare limits and transfer privileges stated in the

schedules specified in said orders of suspension.

It is

Further ordered, That a copy of this order be filed with said

schedules at the office of the Commission and a copy hereof be

forthwith served upon the Bay State Street Railway Company.

By the Commission,

ANDREW A. HIGHLANDS,
June 11, 1918. [P. S. C. 1858, 1953, 2095] Secretary.

Notice of the Bay State Street Railway Company {Wallace B.

Donham, Receiver) of proposed changes in fares for passen-

gers upon its railway.

At the hearings in this case counsel appeared for the receiver

of the Bay State Street Railway Company, and eighteen cities

and thirty-six towns served by the company were represented

by their mayors, selectmen, city or town solicitors, special coun-

sel, representatives of commercial and labor organizations and

others.

Since October 1, 1916, the Bay State Street Railway Company
has had four increases of fares in Massachusetts. The first went

into full effect on October 16, 1916, and covered all the interur-

ban lines, and the city lines in Woburn and Gloucester. It was

felt that it would yield about $350,000 increase in revenue. The

second was in Fall River, where the reduced fare tickets sold at

the rate of 6 for 25 cents were eliminated on March 15, 1917,

the company estimating that the change would produce about

$50,000 additional revenue. The third became effective on July

15, 1917, and covered all the city lines not included in the first

advance. The probable gain was placed by the company at

$720,000. The fourth went into effect on June 24, 1918, and

the management estimated the increase at $1,671,000. The total

expected gain from all four increases was thus about $2,791,000,
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and all the estimates made allowance for probable shrinkage of

traffic. In contrast, the result has been as follows: —

Company's estimate of revenue for full year under present

fares, based on experience to date, $10,466,000

Revenue in year ended June 30, 1916, 9,366,217

Increase, $1,099,783

During this period the company has had a substantial increase

in freight receipts (included in the above revenue figures) amount-

ing to upwards of $100,000.

The results from the last raise are especially interesting. In

its opinion of June 11, 1918, approving this increase, the Com-
mission made the following statement: —

The vice-president of the company, Mr. Stearns, who has a wide ac-

quaintance with conditions in other parts of the country, was asked at

the hearing whether he knew of any company operating in cities of the

size of Lynn, Brockton, Fall River and Lowell which serves, for a 5-cent

fare, an area as small as the proposed inner zones under schedule No. 77,

and also whether he knew of any company operating in such territory

which proposes to increase its fare to 6 cents and reduce the area served

to such hmits. To both questions he replied in the negative (Record, pp.

87-88.) If this new schedule is approved, it seems, without much question,

that the urban fares in the territory served by the Bay State company will

be relatively higher than the whan fares charged elsewhere in the country.

The following table shows the course of receipts immediately

before and immediately after this large increase became effective,

in comparison with the receipts of the corresponding period of

the previous year: —

Prior to increase :

—

First six months of 1918, 0.25 per cent decrease.

Subsequent to increase :
—

July, 1918, 5.44 per cent decrease.

August, 1918, . 1.87 per cent decrease.

September, 1918, 0.46 per cent increase.

October, 1918, .10.17 per cent decrease.

The large falling off in October, it should be said, was undoubt-

edly due in great part to the influenza epidemic. Accurate fig-

ures are not available, but we understand that the November
earnings show an increase of about 7 per cent. The company's
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estimate of revenue for a full year under the new schedule, as

above indicated, is $10,466,000, as compared with $10,207,624

actually received in 1917. Instead of the expected $1,671,000,.

therefore, the gain will probably not be more than $250,000.

Under the present schedule, all of the cities served by the Bay
State company, excepting three of the smaller communities —
Gloucester, Woburn and the Hyde Park district of Boston —
have an inner and an outer zone. The radius of the inner zone

averages somewhat more than Ij miles, but less than 2 miles.

The width of the outer zone averages about 1 mile. Within the

inner zone the cash fare is 6 cents, but tickets, good to and from

the center, are sold at the rate of 5 cents each. Similar tickets,

good only during the so-called "off peak" hours, are sold at the

rate of 4| cents each. The cash fare between the outer and the

inner zones is 8 cents, but tickets similar to those just mentioned

are sold at the respective rates of 7\ cents and 6| cents each.

On the country lines outside of the city zones the fares are on

a mileage basis. For 249 miles of track the rate is 2 cents per

mile; for 37 miles, 2| cents, and for 117 miles, 3 cents. The
variation in rate is dependent upon traffic density and conse-

quent earning power. On a number of the routes workingmen's

tickets, good during the morning and evening rush hours, are

sold at about 70 per cent of the regular rate.

The company now proposes to eliminate all tickets, including

the workingmen's tickets; to establish city zones, substantially

the equivalent in most cases of the present inner and outer zones

combined, with a uniform fare of 10 cents; and to divide the

country lines into zones about two miles in length, with a mini-

mum fare of 10 cents good for two zones, and 5 cents for each

zone thereafter. It estimates that this change, if permitted, will

produce from $2,000,000 to $2,500,000 additional revenue.

This new schedule is sometimes spoken of as if it represented

a mere increase from 6 cents to 10 cents, similar to the recent

increase of the Boston Elevated fare from 5 cents to 8 cents.

Such a comparison, however, is misleading, because of the radical

revision of fare zones on- the Bay State lines which took place

last summer. Starting in each case with the fare which existed

as late as October, 1916, the maximum Boston Elevated increase

is 60 per cent, while the proposed Bay State fares will vary from

a minimum of 100 per cent (subject to a few exceptions in the

case of rides covering 2 zones or more) to a maximum certainly

as high as 400 per cent, and perhaps higher. This is demon-
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strated clearly by the following table, showing the 1916, the

present and the proposed fares from Brockton to adjacent

points, and similar fares in the district north of Boston :
—

1916
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this has risen to 8 cents, while the maximum distance for 10

cents under the new Bay State tariff from one side of a city zone

to the other would be about 5| miles. The cities served by the

Bay State are by no means small, as the following table of popu-

lation in 1915 will show (grouping certain cities which are treated

by the company substantially as one community) :
—

FaU River, 124,791

Lowell, 107,978

Chelsea, 1

Everett, [ 106,322

Revere,
]

Lynn, 95,803

Lawrence, 90,259

Salem,
]

Beverly, [ 78,784

Peabody, I

Maiden, 1 • 65,787

Melrose, J

Brockton, 62,288

Haverhill, 49,450

Quincy, 40,674

Taunton, 36,161

Gloucester, 24,478

Woburn, . . . 16,410

It is safe to say that there are no other communities of this size

in the United States where a minimum fare of 10 cents is charged,

or even seriously proposed. It is also safe to say, although in-

creases have been common everywhere, that there is no street

railway company in the country which has made, or proposed, so

radical and burdensome a change of fares, compared with the rates

in force two years ago, as the new Bay State tariff embodies.

No one who examines these fares with any critical care can

have any doubt as to the profoundly disturbing effect which they

are likely to have upon economic and social conditions in eastern

Massachusetts; nor can there be any doubt that this Commis-

sion, before it passes judgment upon them, ought to view the

situation to the best of its ability from every angle and give it

most scrupulous consideration. The evidence upon which the

company rested its case consisted of a brief statement by the

receiver, accompanied by a few skeleton exhibits, and upon this

foundation it was seriously urged that the Commission should

allow the schedule to become effective without suspension, and

before the remonstrants had had an opportunity to be heard.

i
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The Special Bay State Act.

At this point it is desirable to state the substance and the

purpose of certain legislation relative to the Bay State Street

Railway Company whicH was enacted at the last session of the

General Court. Since December 13, 1917, the company has been

in the hands of a receiver appointed by the Federal Court. Be-

cause of this fact and the generally unsatisfactory state of its

affairs, it received special attention from the Legislature and an

act was passed (chapter 188 of the Special Acts of 1918) which

was intended to provide a remedy for its troubles.

Briefly, this special act provides for the organization of a new

company to take over the property, capitalized on such basis

that the annual interest and dividend charges (computing divi-

dends on the common stock at 6 per centj will not exceed 6 per

cent upon the amount found by this Commission in 1916 to have

been honestly and prudently invested in the property, plus addi-

tions and improvements since made. The present inflation qf

the capitalization will thus be reduced, though not entirely elim-

inated. Before the new company acquires the property, the act

requires provision to be made "for the paying in of $1,000,000

in cash" by the present security holders for shares or bonds of

the new company, such cash "to be used in the rehabilitation of

its lines or for other corporate purposes." The act also permits

the issue of $5,000,000 of , serial bonds which are, to the extent

of $4,000,000, in effect to be guaranteed by the Commonwealth,

any resulting burden being distributed proportionately upon the

cities and towns served by the company; and it requires pro-

vision to be made for the immediate sale of $2,500,000 of these

serial bonds before the property is taken over by the new com-

pany, $500,000 to be used as a reserve fund for the payment of

dividends, and the remaining $2,000,000 to be used for additions

and improvements. In return for this extension of State credit,

full control over management and operation will be placed for

a period of 10 years in the hands of five trustees appointed by

the governor.

When these trustees are appointed, the jurisdiction of this

Commission over rates and service will, in general, cease. Fares

are to be established and automatically regulated from time to

time upon the so-called "service-at-cost" plan, with the intent

of meeting all charges and producing 6 per cent dividends upon

stock, and there is a somewhat indefinite provision that the ter-

ritory shall be divided into two fare districts, one north and the
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other south of Boston, and that these two districts shall be sub-

divided by the trustees into "smaller fare districts as they may
deem reasonable," in each of which fares are apparently to be

adjusted upon the "service-at-cost" principle, "as far as is con-

sistent with the public interest and reasonably practicable."

"For the purpose of preventing undue increases in fares dur-

ing the period of abnormal prices caused by the present war,"

the trustees are also permitted, with the approval of this Com-
mission, "to postpone making amortization charges and charges

against earnings to cover depreciation until such period not ex-

ceeding one year after the termination of the present war as they

may fix." The company is also relieved, "during the continu-

ance of the war and for a period of two years thereafter," from

paying, except with the express approval of this Commission

after a hearing, "any part of the expense of the construction,

alteration, maintenance or repair of any street, highway or bridge

or any structure maintained or placed therein or thereon, or of

the abolition of any grade crossing or the removal of wires from

the surface of any street or highway to an underground conduit

or other receptacle," or any other expense of similar nature.

Undoubtedly the General Court felt, when it passed this act,

that it was providing a positive solution of the Bay State prob-

lem, that reorganization would follow within a comparatively

short time, that capital for rehabilitation and improvement would

thus be provided, and that the accomplishment of these two

things would at least have the tendency of preventing further in-

creases in fares. The basis for this belief was furnished by the

company itself. At the hearings before this Commission, preced-

ing the last increase in fares and while legislation was still pending,

much stress was laid, both by the receiver and by the vice-presi-

dent of the company, upon the advantages which would accrue

from a "service-at-cost" act and re-establishment of credit. It

was stated, indeed, that the economies which would thus be-

come possible would probably lead to early reductions in fares.

(See the Record of these hearings, pages 37 and 132-138.)

In fairness it should be said that the company has suffered two

heavy increases in wages since these statements were made, but

they are cited merely as evidence that the General Court had

reason to anticipate favorable results from the legislation enacted

and to expect early action in accordance with its provisions. No
such action, however, has occurred. Although the act was ap-

proved by the governor on June 3, 1918, it has not yet been
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accepted by the company and no formal steps thereunder have

been taken to organize the new corporation, or to secure the ap-

pointment of the public trustees. The principal reason given is

that the sale of Liberty bonds, and other conditions incident to

the war, have made it exceedingly difficult to raise the necessary

capital. In addition to the sale of $2,500,000 of serial bonds

guaranteed by the Commonwealth, and to the provision by the

security holders of $1,000,000 for rehabilitation purposes, it' is

stated that it would now be necessary to raise about $2,500,000

for the payment of overdue taxes and interest, principal of ma-

turing obligations, receivership and reorganization expenses, etc.

For this latter amount, apparently, permanent securities would

in large part be issued, and the balance would constitute a loan

payable out of future earnings. A secondary reason offered for

the failure to accept the act is the fact that the increase in rates

which became effective June 24, 1918, has not produced antici-

pated results.

Municipal Contributions.

A further act passed by the last General Court which has a

bearing upon the present situation is chapter 288 of the General

Acts of 1918, reading as follows: —

Section 1. Any city or town may during the period of the present war

and for two years following its termination as defined by federal authority,

upon such terms and subject to such restrictions as may from time to time

be approved by the pubUc service commission as consistent with the pub-

lic interest, contribute to the cost of operation and fixed charges within such

city or town of any line or lines of a street railway company, to an amount

not exceeding one doUar per one thousand dollars of the preceding year's

assessed valuation in any town, and not exceeding fifty cents per one

thousand dollars of the preceding year's valuation in any city.

As will be seen, the purpose of this act was to enable cities and

towns, during the abnormal conditions created by the war, to

afford some measure of relief to street railway companies by

contributions from the public treasury, as a substitute in whole

or in part for extraordinary increases in fares.

Discontinuance of Lines.

On March 11, 1918, the receiver was given permission by the

federal court to discontinue the operation of some of its country

lines, upon the ground that they were not earning operating ex-

penses. No action was immediately taken, but on December 1,
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1918, a few lines which were regarded by the receiver as unsafe

for operation were closed down with the approval of the court.

A petition for permission to discontinue further substantial por-

tions of the railway during the winter months at least, because

of failure to earn operating expenses, is now pending before the

court. The single track mileage of the lines already closed down
is 30.4; the mileage of those where the question is still unde-

cided is 288.2.

Results from Operation.

The company's petition for higher fares is based upon a state-

ment of operating results under present conditions. For the year

ending December 31, 1918, these figures are as follows (9 months
actual, 3 months estimated) :

—

Operating expenses, $8,790,767

Taxes, 484,720

Depreciation, 1,104,000

Total, $10,379,487

Gross income, . 10,045,464

Deficiency, $334,023

6 per cent upon investment, 2,470,200

Total deficiency, $2,804,223

The present fares, however, have only been in effect since June,

and the same is true of certain increases in wages. On Decem-
ber 6, 1918, moreover, the National War Labor Board granted

further increases in wages estimated by the company to amount

to about $875,000 yearly. Assuming, then, a full year's opera-

tion on the basis of present fares and present wages, the figures

above given are changed, as follows: —

Operating expenses, *. . . . . . .
'

. . $10,233,000

Taxes, . . ' . . . 484,720

Depreciation, 1,104,000

Total, $11,821,720

Gross income, 10,466,000

Deficiency, $1,355,720

6 per cent upon investment, 2,470,200

Total deficiency, $3,825,920
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These figures are only approximate and are open to criticism in

certain respects. The margins are so wide, however, that there

is no room for doubt that the company is in dire need of a large

amount of additional revenue, even if dividends on stock are

left out of consideration. The following factors are chiefly re-

sponsible for this situation: —

•

1. The very heavy increase in wages since the beginning of the war.

The following table shows the wages, in cents per hour, paid to motormen

and conductors in October, 1915, as compared with the wages fixed last

week by the War Labor Board:—
October, 1915.

Eirst six monthsi

Second six months,

Second year,

Third year,

Fourth year, ,

Fifth year,

Sixth year and thereafter,

24.5

25

26

27

28

29

30

Present.

First three months, . . .41
Second nine months, . . .43
Second year and thereafter, . . 45

Nor does this table tell the whole story, for there has been a large increase

in the so-called "loadings," such as overtime, minimum pay, etc. The
wages of other labor have increased in like proportion. What this increase

means is shown by the fact that the pay roll promises to absorb from 65 to

70 per cent of yearly receipts on the present basis.

2. The heavy increase in the price of coal, steel, copper and other sup-

plies. In 1915 coal averaged $3.55 per ton; now it averages very nearly

$10 per ton, the total fuel cost amounting to nearly $1,500,000 per year.

The increase is due to higher prices at the mines, added to an even larger

rise in 'the price of transportation.

3. The fact that the increases in fares, although they have been heavy,

have been offset by loss of traffic, so that there has been comparatively

small gain in actual receipts.

4. The fact that the company is handicapped by the poor condition of

much of its equipment, by the poor condition of a lesser but substantial

portion of its track, by poor voltage on many of its lines, and by inade-

quate and uneconomical shop and car-house facilities.

5. The fact that many of its country lines never have been profitable.

In passing it may be desirable to state that salaries in excess

of $2,000 only total $253,930, and are paid to 68 men, of whom
but nine receive in excess of $5,000. The maximum is $20,000,

paid to the president, Mr. Sullivan, and also to the vice-presi-

dent, Mr. Stearns. While certain of the salaries may be open to

criticism, it is apparent that they play but an insignificant part

in the total expense of operation.
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From the evidence before the Commission, summarized briefly

above, it is clear that, even if the company should gain from its

proposed new tariff the maximum amount which it expects to

receive, it is not at all likely, under existing conditions, to become

prosperous. This, however, cannot be regarded as a conclusive

reason for approving the schedule. In the opinion of the Com-
mission, it cannot so easily fulfill its duty to the people of the

commonwealth.

The Question at Issue.

In the first "Bay State Rate Case" the Commission held that,

to sustain the burden of proof imposed by the statute, the com-

pany must "satisfy the Commission that there is at least a

reasonable prospect that the change in fares desired will result in

an increase in revenue" (4 P. S. C. Rep., p. 14). In the present

instance the receiver and the management apparently believe

that the new tariff will produce substantially the gain in revenue

estimated. On the other hand, the remonstrants, many of them

•official representatives of the cities and towns involved, were

unanimous in expressing the conviction that a 10-cent minimum
fare will be disastrous in its effect upon the company itself; and

it is our belief that they were entirely sincere in this expres-

sion. It is also within our knowledge that many street railway

officials are skeptical as to the wisdom of so high a minimum
rate.

Street railway fares have been more frequently and more gener-

ally raised in Massachusetts than in any other part of the coun-

try, and while it cannot be said that no advantage to the com-

panies has resulted, it is true that in nearly every case the gain

in revenue has been less — and often far less — than the prior

estimates. Other factors have entered in, but, making all due

allowances, it is quite clear that increases in fares impose a

burden upon the public which considerably exceeds the benefit

which they bring to the companies.

During the year ended June 30, 1916, the unit of cash fare on

the Bay State system was 5 cents, and in Fall River 6 tickets

were sold for 25 cents. Throughout the year ended June 30,

1918, the unit was 6 cents, and while tickets were sold in the

•cities at the rate of 20 for $1, only about 30 per cent of the

patrons used these tickets. Comparing the latter with the former

year, the average increase in fares was at least 15 per cent, and

probably more. The following table shows the corresponding

increase of passenger receipts in the case of the Bay State com-
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pany and also in ttie case of 9 other companies which main-

tained the 5-cent rate in both years: —

Company.

Per Cent In-
crease, Year
ended June 30,

1918, over
Year ended
June 30, 1916.

Bay State

Berkshire,

Boston Elevated

Interstate Consolidated,

Milford, Attleboro and Woonsocket,

Northampton, ....
Northern Massachusetts,

Springfield,

Union (New Bedford),

Worcester ConsoUdated,

9.104

1.989

3.619

7.015

.455

3.605*

1.973

6.9901

14.781

9.719

1 Year ended April 30, 1918, used for comparison, since fares were increased on May 1, 1918.

• Decrease.

All companies of any size which maintained the 5-cent rate

are included in this list, except the Fitchburg and Leominster

and the Lowell and Fitchburg, which were omitted because of

the increase in traffic caused by Camp Devens. It will be noted

that the Bay State, notwithstanding its 15 per cent or more in-

crease in rates, gained only about 9 per cent in receipts during

the two-year period, while the other companies where the rate

remained the same all increased their revenue, except the North-

ampton, and two of them actually gained more than the Bay
State. The latter company was undoubtedly helped by the ex-

pansion of business in the Quincy district, caused by the Fore

River shipbuilding industry, and by the increase of traffic for

similar reasons in Newport, R. I., the receipts from the Rhode
Island lines being included in the above table. This is shown by

the fact that the increase north of Boston was but 6.47 per cent,

while it was 13.8 per cent south of Boston.

As already shown, the results from the even larger average

increase on the Bay State system which became effective on

June 24, 1918, have been still more disappointing, and the record

of the Middlesex and Boston, which is now charging 7 cents on

certain lines and 8 cents on others, is quite as unsatisfactory.

Even the Boston Elevated, which is distinguished by the terri-
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tory which it covers and the low percentage of short-haul riding,

has been able to gain but 20 per cent (discounting the effect of

the influenza in September and October) from a 40 per cent raise

of fare to 7 cents. The extent to which the Bay State company

has suffered in traffic may be illustrated by the fact that, on the

basis of the riding in the year ended June SO, 1916, when the

5-cent unit was in force, an increase of 40 per cent to a 7-cent

unit without change of zones would have produced about $12,-

700,000 total revenue, whereas the maximum which the company

estimates from the new tariff, with increases over the 1916 fares

ranging, for the most part, from 100 per cent to 300 per cent, is

about $12,900,000 and the minimum about $12,400,000.

The cities served by the Bay State are compact, the distances

are short, and the population made up on the whole of persons

of very moderate means. It is possible that there are sufficient

patrons who cannot find other means of transportation, who

cannot walk or move their place of residence, and who are ob-

liged to use the Bay State cars, so that revenue advantage may

be gained from the proposed new fares. Our experience in many

other cases, however, leads us to place little faith in the estimates

of gain submitted, and to share the fears expressed by the rep-

resentatives of the communities. The best that can be said of

the new schedule, from the point of view of the company, is that

it is a chance, the risk of which is increased by the fact that the

service is poor and will continue to be poor, under the most

favorable conditions which can be anticipated, for some time to

come.

Viewing the new rates from the public point of view, there is

a certainty of a most disturbing effect. It is impossible to raise

fares within a period of two years to the extent proposed in the

company's new tariff, without disrupting and dislocating the

conditions to which community life has become adjusted. The

new schedule means that the company will practically abandon

the short-haul business in the city centers, and from the centers

to the nearby suburban towns the rates will be so increased that

it is difficult to believe that much regular daily traffic can in the

long run be preserved. Still more disturbing, moreover, is the

fact that, even if the new fares should prove unsuccessful in pro-

ducing the revenue desired, experience has shown that it would

be well nigh impossible thereafter to reduce them.

The present time is a transition period. No one can be sure

what the course of prices will be, or what the immediate future

is likely in other respects to bring forth. So far as street rail-
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ways are concerned, it is in all probability a transition period

in another sense, for it seems safe to say that the present un-

satisfactory situation will lead to further action of some sort by

the General Court. Without undertaking to predict what that

action may be, it is certain that there are many who are coming

to believe that it is wiser to place a part of the burden of the

cost of necessary street railway service directly upon the com-

munity as a whole, rather than to suffer increases in fares which

do not produce the results which they are designed to produce,

and which are seriously disturbing to social and economic con-

ditions.

This Commission was created, we assume, to protect the gen-

eral public interest. Under present abnormal conditions, dealing

with a situation so critical as the one by which we are now con-

fronted, where the solution offered by the company is so uncer-

tain and hazardous, we believe we are justified in disregarding

speculative estimates or arbitrary rules and in taking the action

which our best judgment leads us to believe will secure the best

net results for all concerned. The company is in dire need of

additional revenue, if only to provide a safe margin above neces-

sary expenses of operation. Stating our proposition broadly, we

propose to authorize for a brief trial period an increase in rates

which seems likely, in our opinion, to produce a larger actual

gain in receipts than the tariff proposed by the company and

will at the same time result in less serious damage to the com-

munity, leaving the future to be dealt with in a manner which

we shall hereinafter indicate.

It seems to be the general opinion that one important reason

why the present schedule of fares has failed to produce anything

like anticipated results has been its great complexity and the

confusion which has been created by so radical a change, not

only in the fares themselves, but in the methods by which they

are collected. Quoting from the testimony of the vice-president

of the company (Record, p. 747) :
—

I am confident since the zone system has been in effect it has not been

given anything like a fair trial because it was immediately loaded down

with a mass of tickets in city centers, and off-peak tickets, and that sort of

business outside of the fact that the conductors and the communities

themselves were wholly unacquainted with the method. It is common
elsewhere but not in this territory.

There seems to be no doubt that, along with the loss of traffic

occasioned by the high rates, there has been another- and a sub-
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stantial loss arising from the fact that the new system has pro-

vided greater opportunities for the percentage of dishonest con-

ductors and dishonest passengers bound to exist among so large

a number, and from the still more important fact that it has led,

through congestion and confusion, to the missing of many fares

where no question of dishonesty was involved. Indeed the reac-

tion from this confusion, we believe, is one of the chief reasons

for the insistency of the company upon a 10-cent minimum fare,

which at least has the merit of extreme simplicity. Having in

mind this situation and taking into consideration all other circum-

stances and conditions, the Commission has decided to authorize

the immediate adoption of a new schedule of fares, made up as

follows: —
1. City Lines. — In the cities the company may combine the

present inner and outer zones into one area, charging a 7-cenf

fare by the sale of 5 tickets or metal tokens for 35 cents. For the

purpose of encouraging the use of tickets, and in this way avoid-

ing the difficulty in fare collection which arises when pennies are

involved, the cash rate may be made 10 cents, but it is the pur-

pose to make the real fare 7 cents, readily available to all riders.

The tickets or tokens are to be sold by conductors on the cars,

and it is a part of the plan that patrons shall be informed by

the conductors that they may be obtained, and that the fact

shall be advertised by signs in large type prominently posted in

the cars. A certain percentage of riders will probably pay the

10-cent rate, but this will be of choice rather than of necessity,,

and the advantage thus gained by the company will benefit the

other patrons.

In order that there may be no misunderstanding as to the

area which this fare is to cover, it is the intent of the Commis-

sion that it shall apply as far from the center on all lines as the

8-cent cash fare now in force, except in Gloucester and Hyde
Park, where it shall cover the present central area, there being

but a single zone in each of these two districts under the existing

schedule. In its proposed tariff, the company made the new
central area somewhat smaller in certain cases than the present

inner and outer zones combined, but no evidence was submitted

as to the reason for such changes. If the management believes

it can show that they are fair and reasonable, it will be given an

opportunity, upon petition, to bring them forthwith to the at-

tention of the Commission for further consideration. It is un-

necessary to say that complaints from the public in regard to

zone limits will receive similar consideration.
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Since it is the intent that the real minimum fare shall be 7

cents, permission to charge 10 cents cash, for the purpose of en-

couraging the use of tickets, is given upon the understanding

that the corresponding half fare tickets for school children shall

be sold at the rate of 10 for 35 cents, so long as such tickets are

required by law. Otherwise it will be necessary to make the cash

rate 7 cents.

2. Country Lines. — On the country lines the company pro-

poses zones averaging about two miles in length, charging 5 cents

in each with a minimum of 10 cents. This makes the rate, for

the longer rides at least, about 2^ cents per mile. The single-

ticket rate on the steam railroad lines is now 3 cents per mile,

and trolley fares have always been somewhat lower. The rate

of 2J cents per mile proposed is fairly comparable with the rail-

road rate, and it is also the rate which several country or inter-

urban lines in Massachusetts are now charging, and which has'-

been established on many of the interurban lines- in the Middle-

West. It is also a rate no greater than will on the average h&
charged in the city zones under the 7-cent fare.

The difficulty in collecting fares on the mileage plan now fol-

lowed is, perhaps, sufficient reason for substituting the simpler

2-mile blocks with a 5-cent unit, for the disadvantages of the

present method affect the public as well as the company. To
this extent, therefore, the schedule proposed on the country lines

will be approved. We are unwilling to accept, however, a mini-

mum of 10 cents on these lines as a general proposition. On
lines where discontinuance is threatened, because of failure to

earn operating expense, the Commission will of course permit

any rates to be charged which are agreed upon by the com-
munities and the company for the purpose of keeping the road

open; but on lines which are not in this category we feel that

10 cents is too high a minimum rate. The company may either

make the minimum rate 5 cents or follow the same plan as in

the cities, selling tickets or tokens, good for a single zone ride,

at the rate of 5 for 35 cents. The Commission is not at all sure

that the former alternative is not the better for the company
as well as for the community, but in view of present results from
operation the management is given this choice.

The substitution of 5-cent zones without overlaps is very likely

to cause complications in certain cases and some shifting of zone

points or other changes may prove desirable. This subject will

be reserved for further consideration by the Commission without

prejudice on complaint.
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3. Worhingmen's Tickets. — The company has referred to the

existing workingmen's tickets as though they were merely a

special privilege granted to a particular class. In reality, the

name is misleading. In its decision of June 11, 1918, the Com-
mission stated that "for the most part they have been introduced

to accommodate regular travel of comparatively large volume

which the company felt was entitled, by reason of local condi-

tions, to some concession over the cash rates." At another point

it mentioned the fact that "one function which these tickets will

perform will be to absorb some portion of the shock which the

•change from the old to the new system of fares might otherwise

'offer under certain conditions, and to afford such concessions as

are reasonable to traffic moving regularly in considerable volume

between a city district and some point in interurban territory

beyond the outer zone."

These quotations present, we believe, a fair interpretation of

the function which these workingmen's tickets perform, and the

company has itself conceded that in certain instances the con-

tinuance of some form of reduced-rate tickets is desirable. In a

report submitted by one of its experts, the following places are

mentioned: —
Between Boston or Chelsea and Lynn.

Between Lynn and Peabody.

Between Lynn and Salem.

Between Lynn and Marblehead.

Between Lowell and Lawrence.

Between Haverhill and Lawrence.

Between Haverhill and West Newbury.

Between Haverhill and Georgetown.

Between Brockton and Rockland Center.

Between PottersviUe Post Office, Somerset and North Dighton.

In our judgment it is desirable that reduced-rate tickets, sold

at a price not higher than 70 per cent of the regular cash fare,

should be provided between the points above mentioned, and

also between all other points upon the system where existing

workingmen's tickets are used in substantial volume. We make

this provision because of our belief that, in view of the very

radical and heavy increases in fares between the city centers and

outlying points which have been made within the past two years,

due to the establishment of additional zones, and which will be

accentuated by the new tariff which we now propose, it is desir-

able in the interest of both the public and the company to in-
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troduce "shock absorbers" of this character. The financial effect

upon the company will be slight, for it estimated but $83,000

gain from the elimination of all these tickets and the manage-

ment now concedes that they should be retained between the

points where they are most extensively used.

In proposing this new schedule the Commission desires to im-

press upon the communities as strongly as it can, the need for

full co-operation with the company. Whatever may have been

the sins or errors of the past, the water is over the dam and

little good can come from dwelling upon them now. Moreover,

it is clear that the chief factor in the present unfortunate plight

of the company is the recent extraordinary rise in wages and

prices, rather than any of these things. It is a condition by
which the public is now confronted. The problem is not one of

securing any immediate return of any particular amount on the

investment, but of meeting the necessary and unavoidable cost

of furnishing the service. If the railway should be sold at a

foreclosure or receiver's sale, and even if it should be split up

into a number of different parts, the same problem would remain

under present conditions.

Unless present earnings are materially increased, or aid is pro-

vided from the public treasury, the service must inevitably be-

come even worse than it now is, or be in whole or in part aban-

doned. So long as the car riders are required by law to bear the

entire cost of operation, individual fares must be determined by
the number of passengers among whom the total cost may be

divided. It therefore follows, broadly speaking, that fares must
go up as riding falls off. It is natural that the public, incensed

at increases of fare which, judged by former standards, seem
unjust and unreasonable, should be disposed to encourage jitney

competition, to indulge in spite walking or to adopt other meas-

ures which will result in a decrease of riding and a consequent

decrease in revenue. The inevitable effect of such action, how-
ever, is to increase the fares for those who must continue to use

the street railway service. It is highly important, therefore, that

city and town officials and the public generally should further

the spirit of good-will and co-operation in order to insure a fair

trial for the scheme of fares proposed by the Commission, and
thus to avoid the larger increase which would result if the tariff

filed by the company should go into effect.

It is our plan that the new schedule above outlined be made
effective for a trial period of two months. If at the end of that
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time it has, in combination with any other factors which may
enter in, produced an increase in gross earnings, in comparison

with the corresponding period of the previous year, of 15 per

cent or more, after making allowance for loss of revenue on any

lines which may have been discontinued, it is our judgment that

the experiment ought to be continued for a similar period, in the

hope that the situation may be further improved by action of

the General Court, or by change in economic conditions. In

other words, a gain of this character will be solid and substantial

ground for encouragement, and for the expectation of even better

results in the future. It will be a gain far better than this or

other companies have in general been able to secure from any

changes in rates which have yet been made. If maintained and

gradually improved throughout the year, it should also be suf-

ficient to cover operating expenses, taxes, interest on debt, and

some provision for depreciation.

If, however, such an increase in revenue is not realized during

the period of two months, or is not substantially maintained

thereafter, the Commission will not stand in the way of a trial

of the schedule which the company now proposes. In such an

event the situation will in our judgment be so critical that we
would not be justified in interposing further obstacles to this

experiment. Before resorting to such a schedule, however, we
earnestly recommend serious consideration both by the company

and by the cities and towns, of the provisions of chapter 288 of

the General Acts of 1918, above quoted. The Commission must

also reserve the right to modify its plan in the light of any sub-

stantial change in conditions which may take place, such as the

discontinuance of service on any large amount of trackage, in

addition to the few lines which have been closed down because

of unsafe conditions, or such as any material reduction in the

price of coal or other supplies, or in the light of any new and

important evidence bearing upon the entire situation.

It is well to note, in this connection, that the company's own

figures indicate that for a full year under present fares and under

the wages granted by the War Labor Board, it will earn out-of-

pocket expenses of operation and about $233,000 in addition,

without discontinuance of any trackage. It will not earn, how-

ever, all of its taxes, nor be able to make provision for interest

or depreciation. The amount included for this latter purpose in

its estimates — namely, $1,104,000 — is based on the finding of

the Commission in the 1916 case, and is, we believe, no more
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than a proper allowance for all forms of depreciation, including^

obsolescence. It is, however, very much in excess of any pro-

vision that the company has ever made in the past, and the

Legislature, as above indicated, has recognized in the special

Bay State Act the policy of postponing depreciation charges for a

period of one year after the termination of the war "for the

purpose of preventing undue increases in fares during the period

of abnormal prices caused by the present war." The receiver

himself stated this principle before the Street Railway Committee
of the Legislature on March 19, 1918, as follows: —
The enactment of a service-at-cost bill would include approximately

$1,000,000 for depreciation, because that is the amount which the PubHe
Service Commission has in its 1916 finding found either as a part of maia-

tenance or to take care of obsolescence, as the proper figure for us to set

up to cover depreciation. At least one-half of that in my judgment, prob-

ably more, ought not to attach to the Bay State Street Railway during

this war period, and the fares charged on the Bay State ought not to be

loaded while coal costs what it does, with this additional factor. This is

not the time to change a policy of twenty-five years' standing and sud-

denly wake up and say that the community must bear this abnormal

burden. It is entirely justifiable from every standpoint to ease up on your

provision for depreciation right now, and have it come after the war rather

than to pyramid the whole burden right now.

It may be said, also, that the conclusion which the Commis-
sion has reached is in line with the finding of the New York
Public Service Commission of the Second District, in the case of

the Ithaca Traction Corporation, decided November 14, 1918.

In that case the company sought the right to charge 10 cents

per passenger, selling tickets, however, at the rate of 12 for $1.

The Commission, instead, has allowed the company to charge a.

7-cent fare, selling tickets at the rate of 8 for 50 cents, making
the following statement in connection with this determination :

—
There is a limit beyond which trolley fares should not go; in fact they

cannot be advanced beyond a certain point without disastrous results to

the company. In these times of heavy burdens the people should not be
required to pay an excessive fare. If they are required to pay such fare

the result will be detrimental to the corporation itself. It is practically

conceded that dividends have been paid in the past when the money so

used "in ordinary prudence" should have been used for the rehabilitation

of the property. If the stockholders in the past have received money
which ordinary business sagacity should have apphed to properly main-
taining the road, no complaint can be made if patrons are not required
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in these strenuous times to furnish money not alone to make repairs which

could have been made in the past but also to pay dividends. In fact the

adoption of such a course would be equivalent to a declaration that divi-

dends must be the first concern .in the management of a pubhc service

corporation.

As will be seen from an examination of the decision of this Com-
mission in the "Bay State Rate Case" of 1916, the facts in re-

gard to the past history of the Bay State company are not dis-

similar from those stated by the New York Commission.

If, however, the Commission's plan is unsatisfactory to the

company it has the alternative of accepting the provisions of

the special act which the General Court at its last session pro-

vided for its relief. In this event it will be removed, so far as

rates and service are concerned, from the jurisdiction of this

Commission, and will be at entire liberty to adjust its fares,

under the guidance of the public trustees, in accordance with

the "service-at-cost" principle. If the security holders have

confidence in this principle and in the general efficacy of higher

fares, this act offers an alternative which they may well acccept,

and it was for this particular purpose that it was provided by the

Legislature.

In conclusion we desire to direct the attention of the receiver

and his associates to the fact that there is a form of co-opera-

tion with the public which they are, in good faith, bound to

pursue, and that is to make every feasible effort to secure econ-

omy of operation. Undoubtedly the management has been in-

dustrious along these lines. Notwithstanding the extraordinary

increase in wages and prices, the operating expenses for the com-
ing year, as estimated, are only about 30 per cent in excess of

those for the year ended June 30, 1916, a result due to reduction

of car mileage and other economies. The Commission is not

wholly satisfied, however, with the record. In 1917 a new one-

man safety car of modern type was purchased, and an old single-

truck car was remodeled along somewhat similar lines for this

form of operation. On October 13, 1917, the Commission ap-

proved the operation of both of these cars, specified 15 different

routes upon which they might be used, and authorized the com-
pany to purchase as many more new cars of similar design as it

might desire to acquire. The further remodeling of old cars we
refused to approve until comparative tests of the old and new
type had been made in actual practice; but this question was
left entirely open without prejudice, pending the submission of
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the results of such tests. Notwithstanding this action by the

Commission, however, we find that neither one of these cars

has since been operated, but both have been allowed to remain

unused in storage.

Upon inquiry we are informed by the vice-president in charge

of operation, that he is dissatisfied with the new car and thinks

it too complicated; but no effort has been made to test its opera-

tion in actual service, and it appears that it is precisely the same

type of one-man car which is being operated with apparent suc-

cess in other parts of the country. We are informed also that

the old car has been remodeled again, along lines more nearly in

accordance with the vice-president's views; but no petition for

the approval of the car so altered has been presented to the

Commission, nor has even the right been sought to test it in

actual operation. It seems to the Commission from this record

that the management is trifling with a matter of very vital im-

portance. We have done what we could to encourage the use

of one-man cars of proper design, not only by the Bay State

company but by other companies in the state, not because such

operation is any pet theory of the Commission, but because it

is coming to be recognized very generally in practical street rail-

way circles as one means of helping to solve the street railway

problem. From such knowledge as the Commission has,, it is

led to believe that the Bay State company has many lines which

are suitable for the operation of such cars, and upon which they

would lead to a very desirable measure of economy. The man-

agement will, in our judgment, be open to very justifiable criti-

cism if it does not take steps to test, in the immediate future,

this form of operation.

Criticism may also be made of the car mileage obtained per

car hour of operation. This figure is still as low as it was in

1916 when the company's record in this respect was criticized

by the experts employed by the Commission, notwithstanding

the reduction of stopping places and the rerouting of cars which

have since taken place. We realize that it is difficult to secure

good results with much of the equipment in poor condition, with

low voltage on many lines and with a substantial percentage of

poor track, but the question of obtaining greater car mileage per

car hour is certainly one which calls for further study.

Finally we desire to direct attention to the necessity of keeping

a close tally of cecfeipts ^ii4 operating 'msul'is, on the various lines

and divisions of the property. In consideration of the present



94 APPENDIX— ORDERS. [Jan.

schedule the Commission has been greatly handicapped by the

lack of adequate information as to the effect, in different sections

and upon different routes, of the rates introduced last June.

Some data were furnished in regard to the comparative results

in the city zones and upon country lines, but upon analysis this

proved of doubtful value. Having in mind the results shown by

the careful segregation of receipts and expenses made in 1916,

the large increase in expense since then and the comparatively

small gain in revenue, it is not the opinion of the Commission

that the new fares will impose any undue burden upon the city

districts. The simplification of the rate structure, however, will

make it possible to keep records of earnings more accurately

divided than any which are now available, and the company will

be expected to be prepared to furnish this information.

It is the desire of the Commission that the new rates which

are proposed be made effective as soon as possible. It may be

necessary for the company to file an entirely new schedule, but

it is probable that a supplement to the tariff now under suspen-

sion will suffice. In order that either plan may be followed, this

tariff will be further suspended until January 1, 1919, and the

company may at once submit to the Commission a supplement

or a new schedule, as it sees fit. Upon approval by the Com-
mission of the form of such supplement or schedule, it will be

allowed to become effective on short notice.

For the Commission,

ANDREW A. HIGHLANDS,
December 12, 1918. [P. S. C. 2300] Secretary.

Order.

Notice of the Bay State Street Railway Company (Wallace B.

Donhavi, Receiver) of proposed changes in fares for passengers

upon its railway.

It appearing that by successive orders of the Commission

dated November 8, 1918, December 9, 1918, and December 12,

1918, respectively, the rates and charges described in tariff M.
P. S. C. No. 88 of the Bay State Street Railway Company
(Wallace B. Oonhqm, Jlec^elver) hftve bfeeri.&uspe?c?ded until Janu-

ary 1, 1919, unless , otherwise, qrdered:
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It further appearing that a full investigation of the matters

and things involved in said tariff has been made and that the

Commission, on December 12, 1918, made and filed a report

<;ontaining its findings of fact and conclusions thereon, which said

report is herein referred to and made a part hereof, — it is

Ordered, That the Bay State Street Railway Company (Wallace

B. Donham, Receiver) be and is hereby notified and required

to cancel the rates and charges stated in the tariff specified

in said orders of suspension, and to file a schedule or sched-

ules of tariffs in substantial compliance with the rates, fares and

charges which were fixed by the Commission in the findings of

facts and the conclusions thereon in said report, as the just and

reasonable rates, fares and charges to be charged and collected

by said company during the period specified in said report.

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 Bay State Street Railway Company
(Wallace B. Donham, Receiver).

Attest: ALLAN BROOKS,
Decembeb 20, 1918. [P. S. C. 2300] Assistant Secretary.
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BOSTON AND ALBANY SWITCHING CHARGES.

Petition of National Dock and Storage Warehouse Company rela-

tive to certain rates charged by the Boston and Albany Railroad

Company.

Robert Homans ] . ^^ .
, t^ , , o

tor National Dock and Storage Ware-
house Company.

for Boston and Albany Railroad

Company.

Edmund D. Codman
G. R. SiZER

George H. Fernald, Jr.,

Richard Van Ummersen
Frank L. Martin
The petitioner is a Massachusetts corporation owning and op-

erating wharves and warehouses on the East Boston water front,

adjacent to similar wharves and warehouses owned and operated

by the Boston and Albany Railroad Company. The rails of the

latter company reach both its own piers and warehouses and
those of the petitioner, and provide a means of transportation

between them. The National Dock and Storage Warehouse
Company has direct rail connections with no other carrier.

In substance, the petitioner complains that the Boston and Al-

bany Railroad Company makes a switching charge on freight

moving from its own piers to the petitioner's warehouses, but

in effect makes no similar charge on freight moving from its own
or the petitioner's piers to its own warehouses. This practice,

the petitioner claims, is unjust and unreasonable, unjustly dis-

criminatory against the warehouses of the National Dock and
Storage Warehouse Company, and unduly preferential to the

warehouses of the Boston and Albany Railroad Company. It

therefore prays that the Commission determine the just and
reasonable rates and charges to be charged for the transportation

service performed by the Boston and Albany Railroad Company,
as set forth in the petition, and fix the same by order.

At the time of the public hearing the switching charges in

question were governed by Boston and Albany Railroad tariff

M. P. S. C. No. 907, I. C. C. No. 7430, and were stated in the

following clause: —
4. On import freight handled at the Boston and Albany Railroad and

National Dock and Storage Warehouse Company's docks for delivery to
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warehouses and industries with which the Boston and Albany Railroad

has track connections at East Boston and to the Grain Elevator at East

Boston, the charge from ship's side will be 50 cents per net ton (2,000

pounds), minimum charge, 15.00 per car.

Since the hearing, this tariff has been superseded by another,

I. C. C. No. 8206, "initiated by the President of the United

States through the Director-General, United States Railroad Ad-

ministration." This latter tariff has been filed with this Commis-
sion "for information only" and was made effective, under a

claim of paramount authority, without compliance with the stat-

utes of Massachusetts. For convenience in reference, it has been

numbered by the Commission "M. P. S. C. No. 1296." It con-

tains a provision identical with the one above quoted, except

that the rate is advanced to "60 cents per net ton (2,000 pounds),

minimum charge $6.50 per car."

While this tariff, on its face, applies this switching charge from

the Boston and Albany docks and the petitioner's docks to the

Boston and Albany warehouses, as well as from the Boston and

Albany docks to the petitioner's warehouses, it is the contention

of the latter that this is not the real situation, because of a pro-

vision in Boston and Albany Railroad tariff M. P. S. C. No. 955,

I. C. C, No. 7514, naming rates for storage on property stored in

Boston and Albany Railroad warehouses at East Boston. This

tariff fixes storage rates on the various commodities handled for

the " first month or part thereof, " and other rates for " each suc-

ceeding month or part thereof," and further provides; —
The rates for the first month or part thereof include the cost of moving

the property from Boston & Albany Railroad piers or other East Boston

piers into the warehouse and the cost of loading into cars from the

warehouse.

The petitioner urges that it is illegal for the Boston and Albany

Railroad Company thus to include a transportation charge in its

charges for other and distinct services, but also claims that, if the

Commission should find that the railroad company is really mak-
ing a switching charge to its own warehouses, and to that extent

reducing its storage charge for the first month, then the storage

charge or the whole practice of the railroad company is illegal,

because "it thereby for the sake of unjustly preferring itself in

one kind of business, makes its rates lower than the total cost to

it of all the services it performs."

The Boston and Albany Railroad Company is licensed in

Massachusetts as a public warehouseman, but under the statutes
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(R. L. c. 69, § 1) it is not "required as such to receive any prop-

erty except such as has been or is forthwith to be transferred over

its road." The company states that the warehouses are not op-

erated as an independent enterprise, but rather as an adjunct to

its transportation service, as an "incident to the conduct of the

import and export business" (Record, p. 146). They have es-

pecial value in enabling the company to clear its docks of freight

and facilitate the prompt discharge of vessels, and it seems that

the bulk of the freight stored eventually leaves the warehouses

over its rails. Nevertheless, the Boston and Albany solicits and

receives storage generally, without regard to ultimate movement,
and a substantial percentage of the business is teamed to or from

the plant. Its warehouses are in active competition with those of

the petitioner and handle much the same line of commodities,

wool being the principal item in both cases. Freight stored by
the petitioner is as likely to move in or out over Boston and Al-

bany rails as though it were stored by the railroad itself. Much
evidence was introduced in regard to the history and physical

characteristics of the warehouses of both companies, the storage

rates charged by both at present and in the past, and the suffi-

ciency or insufficiency of the earnings received by the railroad

company from this source. As we view the case, however, this

evidence is not material and need not now be summarized.

It is generally conceded that storage is one of the incidental

duties of a common carrier. Congress has recognized this in the

"Act to Regulate Commerce," section 1 of which provides that
" the term ' transportation ' shall include cars and other vehicles

and all instrumentalities and facilities of shipment or carriage,

irrespective of ownership or of any contract, express or implied,

for the use thereof and all services in connection with the receipt,

delivery, elevation, and transfer in transit, ventilation, refrigera-

tion or icing, storage, and handling of property transported." It

is also recognized by the laws of this Commonwealth, not only in

chapter 69 of the Revised Laws referred to above, but in the so-

called "Public Service Commission Law" (St. 1913, c. 784),

which provides in section 2 that the services over which the Com-
mission is given jurisdiction shall include: —

(b) The operation of aU conveniences, apphances, facilities or equip-

ment utilized in connection with, or appertaining to, such transportation

or carriage of persons or property or such express service or car service,

by whomsoever owned or by whomsoever provided, whether the service

be common carriage or merely in facihtation of common carriage.
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In National Dock and Storage Warehouse Company v. Boston and

Albany Railroad Company et al., 33 I. C. C. 330, it was expressly

stated by the Interstate Commerce Commission that the " storage

charges of the Boston and Albany are filed with this Commission

and are and must be uniform as to all shipments." Whether or

not the Interstate Commerce Commission or this Commission has

jurisdiction over the storage rates, where the property reaches the

warehouse and leaves it by other means than the Boston and Al-

bany rails, may be in doubt, but certainly such jurisdiction exists

where the storage is incidental to a prior or subsequent rail move-

ment, and this was admitted by counsel for the railroad company

(Record, p. 336). It is also clear that the storage service ren-

dered by the railroad company is essentially the same in all cases.

Whether the goods come from the piers of the petitioner, or from

the Boston and Albany's own piers, or arrive by rail or team from

other points, and whether or not they leave by team or rail or in

other manner, the character of the work performed at the ware-

house remains unchanged. Once the sill is passed, the railroad

company does not and cannot discriminate between commodities

because of the source from which they were received, or their ul-

timate destination, and renders identical storage service.

In the light of these facts, the present practices of the railroad

company, of which the petitioner complains, may now be exam-

ined. South American wool, which has constituted one of the

chief items of storage, may be taken as an illustration. Two
bales of this wool weigh approximately one ton. The storage rate

in the Boston and Albany warehouse for the first month (M. P.

S. C. No. 955) is 45 cents per bale or, in other words, about 90

cents per ton. The switching charge from the petitioner's piers

(and it seems from the Boston and Albany piers as well) to this

warehouse is now 60 cents per ton (I. C. C. No. 8206, applicable

to both interstate and intrastate traffic) ; but this rate is absorbed

by the storage rate for the first month. It follows, therefore,

that the owner of South American wool which moves to the ware-

house in this manner actually receives storage for the first month
at the rate of 30 cents per ton, the balance of the 90 cents cover-

ing charges for switching from the piers.

In contrast, the owner of South American wool which reaches

the warehouse by team or rail from Commonwealth Pier in South

Boston or some similar point, pays at the full rate of 90 cents per

ton for identical storage service. Yet this latter wool may ulti-

mately leave the warehouse by rail and move to some point on
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the Boston and Albany main line, whereas the wool brought from

the petitioner's piers may leave by team to some local industry in

the city. In either case the storage rate is assessed and collected

without regard to ultimate mov^ement or destination.

This statement of undisputed facts is sufficient in itself to prove

that unmistakable discrimination exists in the case of storage

rates over which this Commission or the Interstate Commerce
Commission has admitted jurisdiction. Before determining how
the situation may be remedied, however, there are certain sub-

sidiary issues which must be considered.

The railroad company claims that' the National Dock and Stor-

age Warehouse Company is neither shipper nor consignee; there-

fore no discrimination against it exists and it has no standing be-

fore the Commission. The "Public Service Commission Law" is

very broad. Section 22 provides that, when the Commission

"shall be of opinion, after a hearing had upon its own motion or

upon complaint," that the rates charged by any carrier for any

service performed within the commonwealth, "are unjust, un-

reasonable, unjustly discriminatory or unduly preferential, or in

any wise in violation of any provision of law," the Commission

shall determine the just and reasonable rates thereafter to be

charged. Under this provision the present proceedings might

have been instituted by the Commission upon its own motion,

without complaint or petition from any source. In the face of

this it will hardly be held that the Commission is impotent to act.

because the unjust conditions have been brought to its attention

by the petitioner, rather than independently ascertained by the

Commission itself. Aside from this fact, it is clear that the peti-

tioner is an interested party, subjected to disadvantage by the

rates against which complaint is made. The railroad company

did not absorb the charges in question prior to 1913 (Record, p.

150) and adopted the practice to attract storage business (Record,

pp. 168, 169). Manifestly, any business gained may, in many
instances, have been lost by the petitioner.

The railroad company also states, what is quite true, that not

all discrimination is unlawful, but only unjust or unreasonable

discrimination. In the present instance, however, there seems

little room for doubt on this score. To charge 90 cents per ton in

one case and 30 cents in another for precisely the same storage

service is certainly 'prima facie unjust and unreasonable, and no

evidence has been offered sufficient, in our opinion, to rebut the

presumption. Under certain conditions competition has been
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held to justify discrimination in railroad charges, but it does not

appear that such conditions exist in this case. The Boston and

Albany storage plant at this point is admittedly modern and well

equipped and superior, on the whole, to the plant of the National

Dock and Storage Warehouse Company. It has the advantage

of location immediately adjacent to the Boston and Albany docks,

and the further advantage of being operated as an adjunct to the

railroad system, without the same overhead expense of manage-

ment or all the costs of operation which would be incident to an

independent enterprise. No attempt is made by the railroad

company to segregate the operations of the storage plant with a

view to determining the profit or loss upon the investment, and

to use the company's own words, the "warehouses physically are

part and parcel of its terminal property at East Boston and prac-

tically cannot be separated arbitrarily merely as an accounting

matter," (See Brief filed by Counsel.) The advantage which

such a plant has, compared with properties which have not the

support of a great railroad system, is obvious, and competition is

not a sufficient reason for discriminating in charges between stor-

age customers.

It was suggested by the railroad company that there might be

a question as to the jurisdiction of this Commission. This point,

however, was not pressed, and it is our understanding that juris-

diction was virtually conceded. The warehouse operations, of

course, are wholly within the commonwealth and, even if storage

be regarded in many cases as merely a temporary pause in the

movement of freight, little question exists that the entire move-

ment, even of import freight, from the piers to final destination

is often intrastate in character. A similar point was raised in con-

nection with the Commonwealth Pier in South Boston, and upon

reference of the question to the Attorney-General he replied to the

Commission, under date of August 31, 1915, in part as follows: —

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-
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state point is intrastate in its character within the meaning of your order

of March 29, 1915, and it is immaterial that the goods came originally

from outside the Commonwealth.

It is not denied that some of the movements of freight from the

docks of the Boston and Albany or of the petitioner through

warehouse to destination are intrastate under the rule thus laid

down.

A further question relates to the procedure to be followed by

the Commission under the statutes, requiring the removal of dis-

crimination. This matter has recently been considered by our

Supreme Court. In National Dock and Storage Warehouse Com-

pany V. Boston and Maine Railroad, 227 Mass. 197, the petitioner

sought to secure a writ of mandamus to compel the railroad com-

pany to desist from violating an order of the Commission direct-

ing it to discontinue unjust discrimination in rates. The discrim-

ination was caused by the absorption of switching charges over

the tracks of a connecting carrier to and from the Commonwealth
Pier, and the failure to absorb the like charges to and from the

wharves of the petitioner, the absorption of the former charges

being due to the provisions of a special contract with the Com-
monwealth. There were two ways of removing the discrimina-

tion. One was to absorb the charges in the case of the National

Dock and Storage Warehouse Company, and the other was ta

cease to absorb the charges in the case of the Commonwealth
Pier. The company chose the latter method but was enjoined

from putting the new rates into effect by court order, upon the

application of the Commonwealth in a suit to enforce specific per-

formance and to restrain the violation of the contract above

referred to.

Soon after this injunction the Commission informed the com-

pany by letter that, since the method selected for complying with

the order of the Commission had not proven feasible, it must

comply by other means, and pointed out that this could be done,

if in no other way, by absorbing the switching charges to and

from the wharves of the National Dock and Storage Warehouse

Company. The following statement was also made: —
Whether such a compliance would result in unreasonably 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.

In other words, if the absorption of the switching charges re-

sulted, in connection with existing rates for the haul upon its own.
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road, in unreasonably low compensation to the Boston and Maine

Railroad for the service rendered, it was free at once to file new
tariffs with the Commission increasing these rates. The removal

of the discrimination against the National Dock and Storage

Warehouse (^ompany in no way, it seemed to the Commission,

imposed obstacles to such procedure. The Supreme Court, how-

ever, decided that the Commission acted without authority of

law and that, before ordering the Boston and Maine Railroad to

remove the discrimination, it should have proceeded, if we under-

stand the decision correctly, to determine and fix the rates which

would thereafter be just and reasonable for the haul upon that

road.

" Orders to remove discrimination, as commonly framed, do not

fix rates. They merely determine the relation of rates, -by pro-

hibiting the carrier from charging more for carriage to one local-

ity than under similar conditions to another; and they usually

leave the carriers free to remove the discrimination either hy
raising the lower rate or by lowering the higher rate or by doing:

both." See St. Louis S. W. Ry. Co. v. United States, 245 U. S.

136, p. 145. The case above mentioned, which was considered by
our own Supreme Court, differed from the usual discrimination

case, in that it was necessary, under the peculiar circumstances

existing, to lower the higher rate in order to remove the discrim-

ination. The following passages from the decision point this out

clearly (italics ours) :
—

An order baldly directing a carrier to remove a discriminatory rate

when the only possible way in which that discriminatory rate can be removed

is by making a svhstantial reduction in its rates, and where there is no elec-

tion to raise some rates or reduce others, without at the same time de-

termining what is a reasonable rate, is not an exercise of the jurisdiction

conferred (p. 202).

When the orders of the commission according to its own statement

required a reduction of rates, it must make a further decision based on

evidence that such reduced rate would be fair and reasonable and not

confiscatory before its earlier orders would be ripe for enforcement (p. 202).

In the present case it is quite unnecessary to reduce any rate, for

the discrimination complained of can be removed merely by dis-

continuing the present practice of absorbing the charge for

switching by the storage rate. While the petitioner is of opinion

that the latter rates are insufficient to yield a reasonable return

upon investment, the railroad company apparently holds a con-

trary view, and in any event would not be prevented, by an

order requiring the discontinuance of absorption, from raising
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the rates if that should prove necessary to secure reasonable com-

pensation for service rendered. In other words, for present pur-

poses the reasonableness of the storage charges, aside from the

absorption, may be assumed, no reduction of rates is involved,

the only issue presented is the relation of rates, and, if the Com-
mission establishes a proper relation, it will in our judgment do

all that the statute requires.

Summarizing the situation, the Commission is of opinion that

the present practice of the Boston and Albany Railroad Com-
pany, prescribed in its tariff I. C. C. No. 7514, M. P. S. C. No.

955, under which the rates named for storage of property in its

warehouses at East Boston for the first month or part thereof in-

clude the cost of moving the property from the Boston and Al-

bany Railroad piers or other East Boston piers into the ware-

house, results in a material variation in the charge for identical

storage service; that such variation is unjustly discriminatory;

that the matter has been properly presented to the Commission;

that it has jurisdiction and power to require the removal of the

discrimination complained of, so far as it relates to intrastate

traffic; and that the discrimination ought to be remo\^ed by

ceasing the absorption of the switching charges as above de-

scribed. In other words, the storage charge should be separate

and distinct and should not include the charge for any other

form of service; but this is Qot to be taken as a finding that the

railroad company may not, in any given case, absorb the switch-

ing charge in the rate for some longer rail haul. In view of the

fact, however, that the Boston and Albany Railroad is now under

direct control of the federal government, which was not in any

manner made a party to the proceedings, the Commission feels

that it is sufficient at present for it to state the facts and its con-

clusions with respect thereto, believing that the_ United States

Railroad Administration, when the situation is thus brought to

its attention, will effect the desired change. In the meantime,

and until such change is made, the case will be kept open, and

the Commission will be prepared at any future time to take such

further action as may seem appropriate and necessary. If the

federal authorities should for any reason desire a rehearing, it will

be granted.

For the Commission,

ANDREW A. HIGHLANDS,
October 29, 1918. [P. S. C. 1602] Secretary.
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BOSTON, REVERE BEACH AND LYNN RATES.

Notice of Boston, Revere Beach and Lynn Railroad Company of

proposed increase in rate of passenger fares upon its railway.

The Boston, Revere Beach and Lynn Railroad Company oper-

ates a ferry service between Boston and East Boston and a nar-

row gauge railroad from the latter point to Lynn. It also oper-

ates a loop line in the town of Winthrop about 4| miles in length,

connecting with the main line at Orient Heights in East Boston.

Under the passenger rates now in effect the fare is 5 cents from

Boston to any station in Winthrop, a maximum distance of about

6 miles, or as far as Point of Pines, Revere, on the main line, a

distance of about 7| miles. The charge for the ride of 9f miles to

Lynn is 10 cents. No commutation or other reduced-rate tickets

are sold. In the above distance the ferry ride is computed at its

actual length, about 1 mile, although the company claims that

the separate operatioa of this service represents an expense equiv-

alent to the operation of 3 additional miles of railroad track.

The company now desires to raise the unit of fare from 5 cents

to 7 cents, making the charge from Bostop to Lynn 14 cents and

the charge to Revere or Winthrop 7 cents, an increase of 40 per

cent. A tariff to this effect was filed on May 8, 1918. Pending

investigation, it was suspended until July 1, 1918. The present

charge for ferry service alone between Rowes Wharf and East

Boston is 3 cents, which can be reduced to 2| cents by the pur-

chase of tickets, and this charge is not changed in the new tariff.

During the past twenty years this road has been a very im-

portant factor in the rapid growth of the suburban communities

of Winthrop and Revere and in the development of the great sea-

side pleasure resort. Revere Beach. The following comments in

regard to the service which it affords, taken from a report on the

"Transportation Needs of Metropolitan Boston" made to the

Commission in 1915 by William B. Bennett, are of interest in

this connection: —
... 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;
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the latter with a faster schedule. . . . The present schedule of fares was
instituted in May, 1899, and that date marks the beginning of a remark-

able and steady increase in the amount of business done. The total

passengers carried has increased from 3,772,431 for year ending June 30,.

1899, to 19,829,240 for the year ending June 30, 1914. . . . This road

handles a tremendous summer traffic to and from Revere Beach.

In its report to the General Court in the same year upon the

same subject matter the Commission took occasion to make" this

statement (3 P. S. C. Rep., p. 411): —
... 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 Railway Company or the Boston Elevated Railway Company or

with any consohdated 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.

As this indicates, the relations between this company and the

communities which it serves have always been very friendly.

They have felt that it gives good service and is responsive to

their needs, and this feeling was manifested in marked degree at

the hearings upon the pending petition.

The capitalization of the company is as follows :
—

Stock, $850,000 00

Premiums on stock, . . . 56,936 85

Bonds, 1,000,000 00

Premiums on bonds, 11,902 50

Notes payable, 170,000 00

Total, $2,088,839 35

The stock was issued prior to 1894 and without public supervi-

sion, although some of it was sold at auction at a price above par.

The bonds, however, were issued with the approval of the Board

of Railroad Commissioners and it appears that in 1897, in con-

nection with one of these issues, the Board satisfied itself by an

examination of the property of the integrity of the outstanding

stock; but the evidence on this point is not clear. It is the pres-

ent opinion of the Commission, based on the general knowledge

which its experts have of the property, that there has been no

inflation of the capitalization, but no positive finding is made
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upon this point at this time and it is reserved for further consid-

eration in connection with subsequent action on this case. The

interest rate upon the bonds is 4| per cent. During the past 20

years dividends of 2 per cent per annum were paid from 1898 to

1905, 4 per cent in 1906, 5 per cent in 1907 and 6 per cent from

1908 to 1917, inclusive. An extra dividend of 2 per cent, how-

ever, was paid in 1916.

The accounts of the company for the past six years have been

examined by the accountants of the Commission and no items

were found which seemed to call for serious criticism. The prop-

erty has been well maintained and the provision for depreciation

has been generous. On December 31, 1917, the depreciation re-

serves amounted to $258,280, in addition to a profit and loss sur-

plus of $143,354. Until recent years it was the custom of the

company to write down the value of the property, rather than to

set up a reserve, and the following table shows the original cost

of the equipment as compared with its present book value: —

Book Value.

Locomotives,

Cars, .

Ferry boats,

Total, . $389,434 89

During the past five years revenue has increased very slowly

and operating expenses more rapidly, as follows: —
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current year in the price of fuel and supplies and in wages. Up
to April, 1917, coal cost it about $4 per ton, while it is now cost-

ing a little more than $10. In 1917 the average price was $6.70.

By comparison, the present price means an additional charge per

year of about $105,000. It will also be necessary for the com-

pany to raise the wages of its employees to the level recently fixed

by the Wage Board in Washington for the railroads which are

under federal control, and this will mean about $172,000 more per

year. The total of these two items is $277,000. While this sum
does not equal the theoretical increase of about $400,000 in rev-

enue from the proposed change in rates, it is to be borne in mind
that the raising of fares is likely to cause some falling off in traffic,

that the cost of other supplies besides coal is increasing, that

maintenance expenditures were curtailed in 1917, and that serv-

ice was reduced. In the effort to save expense the quality of the

service has already suffered.

The remonstrance was largely confined to subsidiary issues and

there seemed to be a general feeling that the company needs ad-

ditional revenue and is fairly entitled to an increase in rates.

Representatives of Lynn and Revere felt that the regular riders

who use the road day in and day out all the year around are en-

titled to special commutation rates, as compared with those who
travel occasionally, especially the pleasure seekers who ride to

and from Revere Beach in the summer season. Representatives

of Winthrop, and also of Revere, felt that the 5-cent rate should

be maintained on the short rides between stations within the

same town. Representatives of East Boston urged that 7 cents

was too high a charge for the ride between their district and

Boston.

The policy of the road since 1899 has been to charge the lowest

possible uniform fare to all riders, instead of following the usual

steam railroad practice of making a comparatively high single-

ticket rate and providing commutation tickets on a low basis;

and the management feels that this policy has had a great deal to

do with the growth of traffic and the rapid development of the

communities which the company serves. Even under the pro-

posed new rates, the fare of 14 cents between Boston and Lynn
would be at the rate of only about 1.44 cents per mile, as com-

pared with the single-ticket rate of 3 cents per mile now in force

on the steam railroads. Much can be said in favor of commuta-

tion rates, but their introduction might make it necessary to in-

crease the single-ticket rate, a result which might not operate to
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the advantage of the patrons of the road. The argument in favor

of a 5-cent rate between stations within the same town on the

whole is stronger, and such a rate, by preventing a falling off in

this short-distance traffic, might be beneficial to the company as

well as to the communities. There are practical difficulties, how-

ever, in the collection of the fares. Traffic on the road is heavy,

particularly in the summer months; the distances are short; and

the company is naturally desirous of avoiding any additional

complexity in operation. The loop in Winthrop adds to the

difficulty in this instance.

Under an arrangement which has been made with the manage-

ment, however, the decision of both these questions may reason-

ably be postponed. The president has agreed in writing that, if

the tariff is permitted to take effect as filed, the company will,

"in respect to any complaints filed with the Commission or made
at the hearings upon such tariff, assume and carry the burden of

proof in the hearing and decision of such complaints in the same

manner and with the same effect as if said tariff had been further

suspended and the question was still pending as to whether it

should be permitted to take effect." Further investigation is

needed before the Commission will be warranted in deciding

either that the company ought or that it ought not to be required

to introduce reduced-rate tickets for regular riders or to maintain

a 5-cent fare between stations located within the same town; but

we do not feel that it would be just, under present conditions, to

debar the company from any increase in revenue by the further

suspension of the pending tariff while these matters are under

consideration, especially since the summer traffic supplies so large

a percentage of its earnings. These subsidiary questions will be

kept open, however, without prejudice; further hearings will be

given if they are desired; and, if not, the Commission will in any

event continue its own investigation and take such action as the

facts show to be reasonable and desirable.

In the meantime, in view of the history of this company, the

quality of the service which it has given and the increased bur-

dens brought about by war conditions, the Commission believes

that it is just and reasonable to allow the tariff now under sus-

pension to take effect.

For the Commission,

ALLAN BROOKS,
June 29, 1918. [P. S. C. 2138] Assistant Secretary.
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BOSTON AND WORCESTER RATES.

Notice of the Boston and Worcester Street Railway Company of

proposed change in rate of fare for passengers upon its rail-

way.

Guy W. Cox for Boston and Worcester Street Railway.

Charles J. McCarthy 1 » ^.^ ^ n/r n i

Ti TT T> f
lor City or Marlborouffh.

R. H. Beaudreau
J

"^ ^

r. H. Hilton for Town of Framingham.

William J. Naphen for Town of Natick.

Raymond B. Fletcher for Town of Shrewsbury.

R. H. Oveson for Town of Southborough.

Clarence A. Bunker for Town of Wellesley.

Cornelius F. Keating for Village of Overbrook,

On September 22, 1917, the Commission, after full investiga-

tion, permitted the Boston and Worcester Street Railway Com-
pany to substitute for its then existing system of irregular and

overlapping zones, in each of which the cash fare was 6 cents, a

mileage zone system of charging. (See 5 P. S. C. Rep., pp. 47-

63.) The new tariff became effective October 1, 1917.

Under it the road was divided into sections about one mile long

and a rate of 2 cents per zone established, with a minimum fare

of 6 cents for a ride covering three zones or less. One hundred

mile books are sold for $1.70, round-trip tickets are sold at a

similar discount of 15 per cent, and in Marlborough special work-

ingmen's tickets are still provided at the rate of 30 for $1. To
serve as a connecting link between the old and new tariffs and

prevent the throwing of too severe a burden upon regular riders

by the change in any given case, the Commission also required

the sale of 20-trip tickets, limited to the person named thereon

and good for a period of one month, enabling the purchaser to

ride between any two designated points upon the railway at a

rate of 50 per cent in excess of the old cash or trip ticket rate.

It was estimated by the company that the new rates would in-

crease revenue about $74,000 per year.

This schedule was approved for an experimental period of six

months, upon the understanding that the hearings might be
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reopened at the end of that time, upon the application of any

interested party, for further consideration upon the basis of the

experience gained. The company has now filed a new tariff,

leaving the mileage zones unchanged, but increasing the rate from

2 cents to 2| cents and making a similar increase of 25 per cent

in the charge for all reduced-rate tickets, except the working-

men's tickets in Marlborough. The minimum fare of 6 cents for

a ride of three zones or less, however, is retained. It is estimated

that this new tariff would increase passenger earnings not more

than $146,830. The effective date is July 26, 1918, unless the

tariff is suspended or cancelled by order of the Commission, but

the company asks for a special order permitting the new rates to

take effect before that date to meet an existing emergency.

The results from the new system of charging so far have been

disappointing. By months they have been as follows: —

Month.
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ditions and to changes resulting from the war. Many of the

young men in its territory have gone into military service, women
are doing war work and traveling less frequently, and the thrift

campaign has also had its effect.

The decrease in passenger earnings has been offset by a gain

in freight revenue, but operating expenses have increased even

more rapidly. The company submitted a statement of estimated

earnings and expenses for the six months ended June 30, 1918,

compared with the corresponding period of the previous year,,

which, in condensed form, was as follows :
—

1918.

Income: —
Passenger,

Freight,

Miscellaneous,

Total, .

Operating expenses, .

Net above operating.

Taxes

Interest, ....
Preferred dividends, .

Total, .

Balance

$286,384
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527. About $59,500 of this will be needed, the management

states, to pay increased wages to its employees over and above

the wages paid in 1917, part of this being due to the award of a

board of arbitration in February of this year, and the remainder

to a further voluntary increase of 10 per cent on July 1, 1918,

which proved necessary to hold the men in the face of rapidly

rising wages on other railways and in other employments. The
balance will be less by $5,045 than enough, after meeting the

deficit of $12,582 above estimated, to pay dividends of 6 per cent

upon the common stock.

How close to the facts this estimate will prove is problematical.

The following factors, for which no allowance has been made,

seem likely to operate to the company's advantage: —
(1) It is not at all probable that weather conditions will be as severe

d-uring the coming winter as they were last year, and traffic ought to be

better on this account.

(2) These weather conditions not only decreased revenue but increased

expense. Expenditures for maintaining equipment were very heavy dur-

ing the first six months of 1918, and much of this was due to the damage

to motors, air brake apparatus and trucks caused by ice and water. As

a result of the repair which became necessary, this part of the equipment

is now in better shape than it was at the same time last year.

(3) The increase in rates was not in effect in July, August and Septem-

ber of 1917, but no allowance was made for this fact in the company's

estimate. Some slight increase has been shown in May and June, and

this might continue in the following three months. It is fair to say, how-

ever, that the company argues that the increase in May and June was

due to the better weather conditions this year and to the fact that there

were five instead of four Sundays in June. During the last 12 days of

that month revenue fell off.

(4) The increase in freight revenue has been limited by the ability of

the company to handle the traffic which has been offered. Congestion on

the steam railroads and high rates have created an excellent opportunity

for the development of this business. The company has ordered six new
freight cars and, when these are received, should be able to add even more

rapidly to the revenue from this source. The cost of operation, however,

is high, so that the actual net gain is not likely to be large.

(5) It is possible, also, that freight rates may be increased above the

25 per cent estimated. As yet the class rates on the Boston and Albany

railroad, with which the Boston and Worcester is in competition, have

been increased only the 25 per cent recently authorized by the Director-

General. The increase approved by the Interstate Commerce Commis-
sion in April of this year has not been made, but is contemplated. If

this further increase takes effect, a corresponding raise will probably be

made by the Boston and Worcester.
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(6) The reduction in the number of stopping places, in the heat sup-

plied to the cars in cold weather, and in service, recommended by the

State Fuel Administration for the conservation of coal, will probably add

somewhat to economy of operation, although similar steps were taken

to a certain extent in the latter part of 1917.

On the other hand, the company has estimated a full 25 per

cent gain in revenue from the traffic to which the proposed 25 per

cent increase in rates is applicable, and no experience which the

Commission has had with similar increases would justify it in be-

lieving that so large a gain is likely to be realized. The margin

in favor of the monthly commutation rates upon the competitive

railroad line will be increased and, while the Boston and Worces-

ter has never attempted to compete for the commutation busi-

ness, it is possible that this enhanced margin will make these low

rates preferable for even some occasional riders. The company
has also made no allowance for probable increase in certain items

of expense, apart from higher wages, in comparison with the last

six months of 1917, nor for a more nearly adequate provision for

depreciation. It is true, furthermore, that, even with the recent

10 per cent increase, the wages of the men are not so high as the

wages recently granted by the Worcester Consolidated and other

street railway companies, and the company has promised to give

this matter consideration in November. A further increase is by

no means a remote possibility.

Taking all the circumstances into consideration, the Commis-

sion feels that there is little reason to believe that the proposed

increase in passenger fares would result in anything approaching

excessive profits to the company. The rate of 2| cents per mile

is substantially lower than the single ticket rate of 3 cents now in

effect upon all steam railroad lines, and is the same rate which

has recently been established on many electric interurban lines in

the Middle West, to which this road bears a closer resemblance

than any other street railway in Massachusetts. Parenthetically,

it may be said, however, that the Commission feels that this

company, in view of its past earnings, ought not to seek to pay

dividends in excess of 5 per cent upon its common stock under

war conditions, and, if anything above this point is earned,

which is not likely, it should be used for the improvement of the

property and service.

There are some apparent inconsistencies in the new schedule.

One is the minimum fare of 6 cents for a ride of three zones or

less, as a result of which the fare jumps suddenly in the fourth
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zone from 6 cents to 10 cents. A more logical minimum would be

5 cents for a ride of two zones or less. The company states,

however, that in view of the high speed operation it would be

difficult to collect fares within a space of two zones on certain

portions of the line, particularly after leaving the Chestnut Hill

terminal. It also states that the great majority of those who pay

the minimum fare ride less than three zones — many of them not

more than 1 mile — so that the discrimination against the long

riders is more apparent than real. Another inconsistency is the

retention of the very low rate for workingmen's tickets in the

city of Marlborough. It appears that the reason for this is the

unusual situation which exists on that portion of the branch to

Hudson. Two short cross-town lines are operated in Marlbor-

ough with small single-truck cars. The manufacturing district is

centrally located and the average ride taken by the workingman

is very short. If a higher fare were established, the company be-

lieves that it would lose the bulk of its traffic on these cross-town

lines and gain no compensating advantage.

Comparatively little remonstrance was offered at the public

hearing to the proposed new fares, and the chief complaint came
from the residents of the so-called Overbrook section in Wellesley

and Natick. Prior to the increase in rates last fall, the Boston

and Worcester had in effect a 20-ride ticket book selling for $1.50,

which afforded a 7|-cent fare between Chestnut Hill and any part

of Wellesley, and the resulting situation was described by the

Commission as follows (5 P. S. C. Rep., p. 59): —

. . . Because of this low rate, in recent years a considerable number of

persons of small means doing business in Boston have bought land and

established homes in the Overbrook section. They now complain that,

if the mileage system of charging should be adopted, their fare would be

increased from 7| cents to 16 cents at the maximum, and, if the tickets

are used, to 13.6 at the minimum, and they claim that such an increase

would be ruinous to the district in which they live.

It was this situation, in particular, which led the Commission in

its decision in that case to require the sale of "20-trip ticket

books, limited to the person named thereon and good for a period

of one month, which will enable the purchaser to ride between
any two designated points upon the railway at a rate of 50 per

cent in excess of the existing cash rate or of the trip ticket rate

where such tickets are now sold." In the case of Overbrook, the

fare available by the use of these ticket books is now 11 j cents,
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and it has proved to be the only point where there has been a

demand for this special rate.

The Overbrook section is practically dependent upon the elec-

tric line for transportation to and from Boston, there being no

station of the Boston and Albany road in the immediate vicinity.

Under the proposed new schedule the cash fare would be in-

creased to 20 cents per ride, the mileage rate to 17 cents, and

the 20-ride monthly ticket rate to 14| cents. The remonstrants

urged that this increase would be more than the residents of this

section could stand, and would lead either to the use of the Bos-

ton and Albany steam line or the Middlesex and Boston electric

line from Wellesley into Boston, or to the removal of population

from that locality.

The desirability, under present conditions, of avoiding too se-

vere a burden upon regular riders, who use transportation facili-

ties daily in going to and from their work, has been recognized by

the United States Railroad Administration in increasing the steam

railroad passenger fares. While the single-ticket rate has been

advanced in Massachusetts from 2^ cents to 3 cents per mile, the

commutation rates, although they are very low, have as yet been

raised only 10 per cent. It seems to the Commission that, in

view of its peculiar dependence upon the Boston and Worcester,

the manner in which it has been built up and the character of the

population, this principle could fairly be applied to the Over-

brook section. This can be done by retaining the present com-

mutation rates between points where the 20-trip tickets are now
available, selling these tickets, however, on the basis of 50 rides

instead of 20 rides per month. This will confine their use more

certainly to the regular riders to whom it is reasonable to make
this concession. While the sale" of such tickets will be a depar-

ture from strict logic in the application of the mileage zone sys-

tem of. charging, it does not differ in this respect from the mini-

mum fare and the workingmen's tickets in Marlborough, and

could be justified upon similar grounds. The financial results will

not, in our judgment, be unfavorable to the road.

If, therefore, a supplement to the tariff now before the Com-
mission, embodying this change, is filed, the schedule so modified

will be allowed to take effect upon short notice.

For the Commission,

ANDREW A. HIGHLANDS,
July 16, 1918. [P. S. C. 2178] Secretary.
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FITCHBURG AND LEOMINSTER FARES.

Notice of Fitchburg and Leominster Street Railway Company of pro-

posed changes in rates of fare for passengers upon its railway.

Charles F. Baker
] p t:,-, ii j t •

j. o^
„^ ^ tor I'ltchburff and Leominster btreet

Wesley W. Sargent ti -i /^

Robert N. Wallis |

I^-l^^y Company.

Lyman K. Clark for Town of Ayer.

James H. McMann for City of Fitchburg and Towns of Lunen-

burg and Shirley.

James H. P. Dyer for City of Leominster.

The Fitchburg and Leominster Street Railway Company owns

and operates about 41 miles of track in the two cities indicated

by its name and in certain nearby towns, the population in its

territory in 1915 being as follows: —
Ayer, 2,779

Fitchburg, 39,656

Harvard, 1,104

Leominster, 17,646

Lunenburg 1,610

Shirley, ............. 2,251

In the case of the town of Harvard the road merely runs through

a corner of the town and furnishes no direct service to the com-

munity. The Lowell and Fitchburg street railway connects on

the east at Ayer, the Northern Massachusetts at West Fitchburg,

and the Worcester Consolidated on the south at Leominster.

Between Leominster and Fitchburg, a distance of about four

mil^s, the latter road also operates a parallel line.

The company was formed in 1892 by the consolidation of the

Fitchburg Street Railway Company, organized in 1886, with the

Leominster Street Railway Company, organized in 1891. In

1905 the Leominster, Shirley and Ayer Street Railway Company,

organized two years previous, was merged on a share-for-share

basis. The capitalization on June 30, 1918, was as follows: —
Capital stock, $450,000

Bonds, 400,000

Notes payable, 834,000

Total, . . . $1,684,000
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All of the stocks and bonds have been issued under public super-

vision, except one or two of the earlier issues prior to 1894. The

integrity of these, however, was established by subsequent ap-

praisals. In the case of an issue of $100,000 of stock approved

on June 20, 1900, the price at which it should be offered to stock-

holders was fixed at $140 per share, and premiums amounting to

$40,432 were paid in. These were credited to profit and loss,

where they were offset by reductions in the book value of certain

items of the property. The large floating debt has been accumu-

lated gradually over a period of years. An appraisal made for

the Board of Railroad Commissioners in 1907 showed that the

amount then outstanding, $565,000, represented additions and

improvements to the property, and an investigation recently

made by the accounting and engineering departments of this

Commission shows that this is also true of the balance since

created. The departments report that the company has been

conservative in the determination of betterments to the property

and in its accounting generally. The total capitalization, includ-

ing notes, amounts to about $41,000 per mile of single track, a

reasonable figure, having in mind the character of the construc-

tion and the fact that the company has invested about $117,000

in park property. 'We have no hesitation in reaching the con-

clusion that the capitalization represents honest and prudent

investment.

The company has paid dividends regularly from the beginning.

Between 1887 and 1893 these varied from a minimum of 3 per

cent to a maximum of 7 per cent. From 1894 to 1901, inclusive,

the rate was 8 per cent. Since 1901 it has been 6 per cent. The

average percentage of return in interest or dividends upon in-

vestment, including" premiums as well as stock, bonds and notes,

in recent years has been as follows: —

-V . „ „ Rate of ReturnYear ended —
(p^,, (j^^^^

June 30, 1912 5.13

June 30, 1913, 5.07

June 30, 1914 . 5.35

June 30, 1915, 5.26

June 30, 1916 5.09

December 31, 1916 4.97

December 31, 1917 *.
. 5.05
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The depreciation reserve on June 30, 1918, amounted to but

$6,000, but the company had a corporate surplus on the same
date of $39,607, and the returns show that in the past it has

reduced property accounts $79,147 by charges to profit and loss.

It also appears, as above indicated, that the company has been

conservative in its accounting, charging to operating expense

various expenditures which might have been capitalized. The
property until very recently has been well maintained and, while

the provision for depreciation has not been adequate, it is a

relatively larger provision than many street railways in the com-
monwealth have made.

The company now has a 5-cent unit of fare, the road being

divided into zones of varying lengths. In two instances working-

men's tickets at a reduced rate are provided, good during certain

morning and evening hours over portions of the railway where

the regular cash fare is 10 cents. Between Lunenburg and Fitch-

burg these tickets are sold at the rate of 7| cents each, and be-

tween Shirley and Ayer at the rate of 8^ cents each. The com-
pany now proposes to substitute for the 5-cent unit, a 7-cent

unit of cash fare, selling tickets good at all hours of the day in

lieu of cash at the rate of 8 for 50 cents, or 6i cents each. In-

cidentally, it proposes to abolish the workingmen's tickets above

described. Tickets for school children are to be sold at the rate

of 8 for 25 cents, or half the regular ticket rate rather than half

the cash fare rate.

The record of operating revenues and operating expenses dur-

ing the past five years hias been as follows: —

Year ended — Operating
Revenue. Increase. Per Cent.

June 30, 1913,

June 30, 1914,

June 30, 1915,
June 30, 1916,
December 31, 1916,
December 31, 1917,
June 30, 1918,

8320,011
328,138
312,879
328,304
346,573
402,180
456,702

S8,127
15,259 *

15,425
18,2691

55,607
54,522

1

2.54
4.65*
4.93
5.571
16.04
13.551

* Decrease. 1 Six months.

Year ended — Operating
E-xpense.

Increase. Per Cent.

June 30, 1913,
June 30, 1914,
June 30, 1915,
June 30, 1916,
December 31, 1916,
December 31, 1917,
June 30, 1918,

$208,764
219,568
206,660
223,494
232,741
293,908
336,086

$10,804
12,908 *

16,834
9,2471

61,167
42,1781

5.18
5.88*
8.14
4.141

26.28
14.351

* Decrease. 1 Six months.
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Summing up these tables, revenues have increased in the 5-year

period, $136,691, or 42.71 per cent, while expenses have advanced

$127,322 or 60.99 per cent. In other words, the increase in

revenues has a little more than offset the increase in expenses in

gross amount, but the latter has been at a relatively greater rate.

Since the middle of 1917 the traffic has been greatly augmented

by the establishment of Camp Devens on the line of this railway

in the town of Ayer, but even prior to this the company pros-

pered better under a 5-cent fare than certain other companies

in the commonwealth under an increased rate.

A higher fare than 5 cents is now sought because of a turn of

the tide in revenue, and because of the prospect of substantially

increased expenses. The following is a comparative statement

of the passenger revenue in the months of July, August and

September of this year, with the similar revenue in the corre-

sponding months of 1917: —
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The company also submitted estimates of the increase in

revenue which it may obtain from the proposed new fares. These

ranged from a maximum of $82,674 to a minimum of $53,457,

the variations being dependent upon differing estimates of the

probable percentage use of tickets, and of the probable decrease

in traffic resulting from the higher fares. Experience has shown

that no accurate forecasts can be made of gain from increased

rates, but in most street railway cases the actual results have

been decidedly less favorable than the prior estimates. Assum-

ing that the gain would be $76,614, or nearly the maximum esti-

mated, and assuming also the increases in operating expense and

other charges above set forth, the company submitted a com-

putation showing that it would earn during the coming year

$37,539 over and above fixed charges, or about $10,000 more

than enough to pay dividends of 6 per cent upon its stock.

In general, the remonstrants were not disposed to challenge

the company's need for additional revenue, but the predominant

feeling seemed to be that the increased unit rate ought not to

exceed 6 cents. Much may be said in favor of this position, but

after careful consideration the Commission is of the opinion that

the schedule of fares submitted by the company ought to be

approved, subject to the exceptions noted below. We have

reached this conclusion because of the following considerations :
—

1. Complaint was made by the remonstrants that the service furnished

by the company has recently deteriorated and this was admitted by its

representatives. It was also admitted that maintenance has fallen below

proper standards during the past year. This means that the company has,

in effect, been starving both the property and the service in order to meet

the rapidly advancing cost of operation. It is quite clear, therefore, that

even if the new schedule should produce more revenue than is now antici-

pated, there is no danger that net earnings will be unduly large if proper

attention is paid to facilities, maintenance, and the factor of depreciation.

2. The ending of the war probably means that Camp Devens will be

closed in the not remote future. If this proves to be the case, the company
will lose the traffic from this source, which has added so materially to its

revenue in the past 12 months.

3. The proposed system of fares has little disadvantage over a 6-cent

cash fare, so far as regular patrons of the road are concerned, for the strip

tickets, obtainable by an investment of but 50 cents, will make it possible

to secure a 6j-cent rate very readily. The chances are that the 7-cent

cash fare will be paid chiefly by strangers or other occasional riders, and

it is not unfair that these should pay a higher rate.

4. By encouraging the use of tickets the schedule proposed wiU facilitate

the collection of fares on the cars, to the advantage of both the company
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and its patrons. The collection of any cash fare involving pennies is dif-

ficult. It is quite as easy, in all probability, to sell a strip of 8 tickets for

a half dollar as to collect one 7-cent fare. Slow collection of fares delays

operation and also usually involves loss of revenue.

In view of doubt, however, as to the course of prices and gen-

eral conditions, now that the war is over, it is desirable that the

new schedule should be regarded as tentative and experimental,

and that it should in effect be limited in its operation to a term

of six months, when the matter may be reviewed again in the

light of the experience gained and the conditions then prevailing.

It is also desirable, in our judgment, that the schedule should be

modified with respect to the proposed elimination of working-

men's tickets. The general theory upon which it is based is that

the existing system of fare zones, which has prevailed for many
years without particular complaint, should be left unchanged,

and that there should be merely a horizontal increase in all

charges. If it were proposed to adopt a uniform mileage zone

system or to deal generally with the question of the length of

ride now obtainable on various portions of the railway for the

unit fare, and the earnings of the various lines, it would be logical

at the same time to give consideration to this matter of working-

men's tickets; but under the theory followed it is more consistent

to allow these tickets, which are a part of the present rate

structure, to remain in effect, subjecting them, however, to the

uniform percentage increase in price. If these tickets are, there-

fore, retained and sold at the rate of 10 for $1, instead of the

present rates, this result will substantially be accomplished.

At the suggestion of the Commission the company has filed

a schedule of rates, cancelling the schedule now under suspen-

sion, but similar in all respects to it except that the workingmen's

tickets are continued upon the basis recommended above. An
order is entered below permitting this new schedule to become

effective on December 5, 1918. This order is entered, however,

upon the distinct understanding that the whole question may,

upon the complaint of any interested party, be opened for review

at the end of a six months' trial period, with the burden of proof

remaining upon the company to show at that time that the new

fares should be permitted to remain in force. The Commission

also feels that it is incumbent upon the company, if the increased

rates prove successful in producing additional revenue, to take

suitable steps to improve its service. The Inspection Department

of the Commission has been given instructions to follow up this

question of service.
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ORDER.

It appearing that on September 19, 1918, the Fitehburg and
Leominster Street Railway Company filed with the Commission

a local passenger tariff numbered "M. P. S. C. No. 1, Supple-

ment No. 2, cancelling Supplement No. 1," and that said tariff

has been suspended by order of the Commission until December
1, 1918, and

It appearing that on November 29, 1918, said company filed

with the Commission a local passenger tariff numbered "M. P.

S. C. No. 1, Supplement No. 3, cancelling Supplement No. 2,"

to become effective, with the permission of the Commission, on

December 5, 1918, and

It further appearing that a full investigation of the matters and
things involved has been had and that the Commission under

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 Fitehburg and Leominster Street Railway

Company be hereby notified that its local passenger tariff " M. P.

S. C. No. 1, Supplement No. 3, cancelling Supplement No. 2,"

may be made effective, under this authority and. for the reasons

stated in the report which is made a part hereof, on December
5, 1918.

It is

Further ordered, That the local passenger tariff of said com-
pany now under suspension and numbered "M. P. S. C. No. 1,

Supplement No. 2, cancelling Supplement No. 1," be further

suspended until said tariff is cancelled by the taking effect, as

above provided, of the local passenger tariff of said company
numbered "M. P. S. C. No. 1, Supplement No. 3, cancelling

Supplement No. 2."

It is

Further ordered. That a copy of this order be filed at the office

of the Commission and that a copy hereof be forthwith served

upon the Fitehburg and Leominster Street Railway Company.

By the Commission,

ALLAN BROOKS,
November 30, 1918. [P. S. C. 2281] Assistant Secretary.
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HOLYOKE FARE CASE.

for City of Chicopee.

for Fairview Municipal Club.

for City of Holyoke.

Notice of the Holyoke Street Railway Company of proposed changes

in rates of fare for passengers upon its railway.

William H. Brooks
| » tt i i o t^ -i ^

, ^ p [
tor Holyoke btreet Kailway Company.

Daniel J. Coaklet
Henry Cloutier

Michael B. Houlihan
William Craig

Frank C. Flint

William F. Rathburn
E. M. Buckley
John D. Ryan
Thomas J. Lynch
Patrick J. Garvey
William M. Hart
Joseph F. Griffin

Emil W. Kroepel
David E. Matthews
Francis McSherry
Mrs. Emil W. Kroepel for Holyoke Ward 3 Improvement As-

sociation.

George H. Lane
John Cronan for Holyoke Central Labor Union.

Edward S. Alden
William E. Corriden for Town of South Hadley.

Nathan P. Avery for Himself.

On December 31, 1917, after careful investigation, the Com-
mission authorized the Holyoke Street Railway Company to in-

crease its rates of fare. The proceedings were based on a peti-

tion asking the Commission, if it should find the company fairly

entitled to more revenue, to determine the particular method by

which it should be obtained. Three plans were submitted.

Two were similar, involving the application of the so-called

"zone system." In other words, they preserved the 5-cent rate
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within the thickly settled central district of Holyoke, but reduced

the area which it covered, thus creating an outer zone to and

from which a higher fare would be charged. The third plan

involved merely the substitution of a 6-cent fare for the existing

5-cent rate in the Holyoke territory, without the creation of any

new zones. All three plans, however, provided for a 7-cent unit

on the long country line from South Hadley to Amherst and

Sunderland, where the unit was then 6 cents.

At the hearings the company expressed a preference for a

"zone system" of charging, but did not urge the preference

strongly. On the other hand, the communities represented were

opposed to such a system and preferred a mere horizontal in-

crease in rate. The conclusion finallj^ reached by the Commis-
sion was that the "zone system" ought to be given a fair trial,

upon the ground that Holyoke is a city where there is much
short-haul riding, that a higher fare than 5 cents within the

central district would discourage such traffic and encourage jit-

ney competition, and that it was this central district which had

furnished the profits of the company in the past. An inner and

an outer zone were therefore created, having the following limits

upon the through lines, measured from City Hall: —

Inner Zone.
Miles.

Mountain Park, 3 . 71

Cherry Street and Jarvis Avenue, . . . . . . . 2 . 97

Newton Smith's, 2.43

Prew Avenue, 1 . 99

Chicopee and Meadow streets, . . . 1 . 92

Chicopee and Meadow streets, 1.92

South Hadley town line, 1 . 90

Average, ' 2.41

Outer Zone.

Mount Tom Junction, 7.48

Westfield town line, 6 . 70

South Hadley Center, 4.47

West Springfield town line, 3.81

Chicopee Street, . . 5 . 00

Chicopee Falls, . . . . 4.59

Fairview, ',
. . . .3.37

Average, 5.06
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Briefly stated, the fares established were as follows: —
1. Five cents for any ride within the limits of one zone.

2. Ten cents cash or 6f cents by tickets for any ride from a point in one

zone to a point in the other; tickets to be sold at the rate of 6 for 40 cents.

3. Special tickets sold at the rate of 7§ cents each, good for local rides

between any point in the inner zone and Smith's Ferry (5.62 miles from

City Hall) or intermediate points on the Northampton line.

4. Workingmen's tickets sold at the rate of 7^ cents each, good during

certain morning and evening hours between any point in the inner zone

and the city boundary (6.7 miles from City Hall) or immediate points on

the Westfield line.

5. Lap-overs, so that passengers might ride between South Hadley Falls

and South Hadley Center, and between WiUimansett and other parts of

Chicopee for a 5-cent fare.

6. Special tickets sold at the rate of 10 cents each, good between points

on the Fairview line in the city of Chicopee and points on the other Chico-

pee Unes.

7. Free transfers at City Hall, available to passengers using tickets as

well as to those paying cash fares.

8. A 7-cent unit of fare on the Amherst and Sunderland line.

Upon the basis of the company's figures, it was estimated that

this new scheme of fares might yield $110,000 additional revenue

yearly. It was stated, however, that the plan was to be regarded

as tentative and experimental, and subject to review at the end

of a one-year period.

The new fares became effective on February 17, 1918, and the

record of passenger receipts has since been as follows: —

Month. 1917. 1918. Increase. Per Cent.

February,

March, .

April,

May,

June,

July,

August, .

September,

October,

S48,589 87

55,455 92

53,134 05

55,755 89

62,964 52

73,731 93

72,802 11

61,727 82

55,330 94

S46,260 97

56,042 80

53,302 60

59,867 76

64,720 73

71,590 15

74,391 60

62,708 95

48,195 18

S2,328 90*

586 88

168 55

4,111 87

1,756 21

2,141 78*

1,589 49

981 13

7,135 76*

S539,493 05 $537,080 74 2,412 31*

4.79*

1.05

.31

7.37

2.79

2.90*

2.18

1.59

12.90*

.45*

* Decrease.

It will be seen that in the 9 months there was an actual decrease

in revenue. The month of October, when the influenza epidemic
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was at its height, was responsible for most of this, but even in

the other 8 months the increase was but $4,723.45, or not quite

one per cent.

The company now proposes to secure the additional revenue

which it needs, even more badly than it did a year ago, by a

further development of the "zone system." Under this new
plan the central area and the adjacent "outer zone" would both

be somewhat contracted, as the following table of proposed limits

on the through lines will show by comparison with the one given

above:

—

Inner Zone. »

Miles.

Lincoln and Northampton streets, .1.63
Cherry Street and Hillside Avenue, .2. 10

Newton Smith's, 2.43

Prew Avenue, ^ . . 1 . 99

Chicopee and Meadow streets, 1 . 92

Chicopee and Meadow streets, 1 . 92

South Hadley town line, 1 . 90

Average, 1 . 98

Outer Zone.

Mountain Park, 3.71

Bray's Turnout, 4.80

South Hadley Center, 4.47

West Springfield town line, . . ..3.81

Chicopee Street, . . . . . . . ... . . 5 . 00

Chicopee Falls, 4.59

Fairview, 3.37

Average, 4.11

Beyond Mountain Park on the Northampton line there would be

two other zones, one 1.91 miles and the other 1.86 miles in length.

Beyond Bray's Turnout on the Westfield line there would be one

other zone, 1.9 miles in length. Beyond South Hadley Center,

the Amherst and Sunderland line would be divided into 9 zones,

ranging from 1.8 miles to 2.6 miles in length. The fares proposed,

briefly are as follows: —

1. A 5-cent fare for a ride within any one zone, excepting the central

area where this fare would carry only to and from City HaU.

2. A cash fare for a ride covering all or parts of two or more zones, equal

to 5 cents multiplied by the number of zones, the central area being re-

garded as two zones with City Hall as the dividing point.
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3. Tickets sold at the rate of 12 for $1 (8^ cents each) good for any

ride between City Hall and any point in an adjacent outer zone, or for

any ride in the central area passing beyond City Hall.

4. All other tickets, except the half-fare tickets for school children, and

all lap-overs to be abolished.

The general intent of the new schedule is to base fares on dis-

tance traveled, making the rate about 2| cents per mile when
cash is paid, and about 2 cents per mile where tickets are used.

The company estimates that it will end the year with a net

profit, after meeting operating expenses, taxes, interest and other

fixed charges, of $14,110, as compared with $40,719 in 1917. This

estimate allows nothing for depreciation reserve, except the small

amount of $7,202 on equipment. It is based on actual figures

ior 9 months, with the last 3 months of the year estimated.

Wages and prices have gone up during the year, and the com-

pany has avoided a worse financial showing only by a reduction

in service. During the first 9 months of 1918 the revenue car

miles operated were 1,454,625, as compared with 1,733,423 in

1917, a decrease of about 16.1 per cent. A material reduction

in the number of stopping places has also tended to reduce ex-

pense. The management states, however, that rolling stock is in

better shape than for some years previous, and the track has

been maintained in fair condition.

Additional revenue requirements are given as $235,743. This

is based on a 6 per cent return on the book value of all assets,

allowing $25,000 for increase in wages to be paid in 1919 over

1918 on the basis of present wage scales, and $94,753 additional

provision for depreciation. The return estimated in the manner

indicated, however, would permit the payment of dividends of

nearly 9| per cent on stock, after meeting interest on bonds and

notes. In its decision last year the Commission, after careful

review of the company's history, reached the conclusion that

" while the stockholders have already been called upon for a

sacrifice and ought, in justice, to be able to look forward to a

day in the not remote future when dividends will be restored to

the normal rate, they ought not to expect for the present a rate

higher at the maximum than 6 per cent." It also appears that

the additional provision for depreciation, using the company's

own basis of estimate, should be $82,635 rather than $94,753,

and the method followed in the determination is subject, in cer-

tain respects, to criticism. In this connection, furthermore, the

Commission is faced by the fact that the last General Court
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provided as follows, in the so-called "Service-at-Cost" act (Gen-

eral Acts 1918, c. 280, § 13): —
During the period of the present war and for one year thereafter, the

commission is authorized, in its discretion, to direct any company to set

aside for depreciation a smaller amount than would be considered adequate

in normal times.

This provision was amplified in the so-called "Bay State" act in

the following manner (Special Acts 1918, c. 188, § 17): —

. . . and the trustees are authorized subject to the approval of the pubHc

service commission if in their opinion it is desirable, for the purpose of

preventing undue increases in fares during the period of abnormal prices

caused by the present war, to postpone making amortization charges and

charges against earnings to cover depreciation until such period not ex-

ceeding one year after the termination of the present war as they may fix.

In the face of this declaration of legislative policy, it seems clear

that, if the Holyoke company were able to set aside $50,000

additional for depreciation, a sum much larger than it ever has

reserved in the past, it would be more than meeting reasonable

requirements under present abnormal conditions. Adjusting its

estimate, then, to provide but 6 per cent dividends upon stock,

and additional depreciation of but $50,000, the additional revenue

needed for the coming year is reduced from $235,743 to $145,393,

and even this latter sum, in the light of the legislative policy

above indicated, is generous. It is probable, however, that re-

quirements may be increased by a further advance in wages, for

differences between the company and its employees on this point

have been made the subject of arbitration.

The company estimates that the proposed new schedule will

produce $167,292 additional revenue yearly, but no great con-

fidence was shown in this estimate, and it is admitted that suf-

ficient allowance may not have been made for traffic loss. At
the hearings the plan met with very general opposition from
patrons, and particular disapproval was expressed in regard to

the provision for an extra charge at City Hall. Broadly speak-

ing, the factory district is on one side of City Hall and the resi-

dential district on the other. Because of this fact, the charge

under the company's plan for even comparatively short rides to

and from work would often be 10 cents cash or 8| cents with

tickets. This practically amounts to charging from 3^ cents to

5 cents for transfers which have hitherto been free. While the
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need for additional revenue was admitted, there seemed to be

a very general preference for a unit fare higher than 5 cents,

covering a larger district than the present inner zone, without

any transfer or other charge at City Hall.

The present "zone system" in Holyoke and vicinity was ap-

proved by the Commission, for the reasons which have already

been stated, as an experiment, which deserved a trial, but it does

not seem that the results have been more satisfactory than re-

sults in cases where a horizontal increase in fares has been

authorized. From one point of view, such a system is undoubt-

edly open to serious objection, and that is the fact that it un-

settles conditions to which community life has become adjusted.

People who have established homes at some distance from the

community center upon the basis of a uniform fare often find

themselves put to grave disadvantage, in comparison with those

more centrally located, by the adoption of zone charges. If it

were not for the discouragement to the short-haul riding which

it is so desirable for a street railway company to have, there

is no doubt that a horizontal increase in fare would be prefer-

able.

In the present instance, it is exceedingly difficult to retain a

minimum fare of 5 cents without creating conditions to which

objection may justly be made. The complaint in regard to the

extra charge at City Hall seems well founded, and we doubt very

much whether it would really yield the revenue which the com-

pany was at first disposed to claim. It is also true that a sys-

tem of fares which is theoretically open to objection may, in

actual practice, produce good results if it is sustained by public

opinion, for nothing is more valuable to a street railway company
than the confidence and co-operation of the people whom it

serves. The management of the Holyoke company appreciates

this fact, and for this reason it expressed a willingness, before

the hearings were over, to sacrifice its theories, and endorsed an

"alternative plan of increased fares which provided for a mini-

mum cash rate as high as 8 cents.

In view of this disposition upon the part of the company and

in view of the attitude of its patrons, so far as we are able to

gauge their views, it has seemed to the Commission just and

reasonable to approve the adoption of a new scheme of fares,

retaining in part the "zone system," but approaching more

nearly to the original uniform fare than the system now in force,

and meeting, in substantial measure at least, the criticisms made
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to the schedule now under suspension and to the alternative plan

which the company endorsed. The scheme which is proposed is

this: —
1. Enlarge the proposed ''inner zone," so that it will extend on the

Northampton line to some convenient point in the "Highlands" about a

mile beyond Lincoln and Northampton streets; on the Westfield line, as

far as the junction of Cherry street and Jarvis avenue ; on the West Spring-

field line, to some convenient point in the settlement known as " Ingleside;

"

on the Chicopee street line, to some convenient point about a mile beyond

the junction of Chicopee and Meadow streets; on the Chicopee Falls line,

to some convenient point in the settlement known as "Aldenville;" on

the Fairview hne, to the end of the line; and on the South Hadley Center

line, to the point known as "Newton-Smith's."

2. Enlarge the proposed "outer zone," so that it will extend on the

Northampton line to Smith's Ferry; on the Westfield line, to Bray's turn-

out; on the West Springfield Hne, to the point of connection with the

Springfield street railway; on the Chicopee street and the Chicopee Falls

lines to the end of the line in each case; and on the South Hadley line, to

the present limit at South Hadley Center.

3. Provide for one additional zone beyond the so-called "outer zone,"

on both the Northampton and the Westfield fines.

4. Provide for the same system of zones on the line from South Hadley

Center to Amherst and Sunderland as proposed by the company in the

schedule under suspension.

5. Provide for a unit fare of 7 cents for the "inner zone" with free

transfer privileges, and a unit fare of 5 cents for all other zones.

6. Provide for a 10-cent fare for any ride between the "inner" and the

"outer" zone.

7. Provision should also be made, by lap-overs or tickets, so that it will

be possible to ride between Chicopee and Meadow streets in Willimansett

and the limits of the Chicopee street and Chicopee FaUs fines and between

South Hadley Center and South Hadley Falls for a single fare.

This plan will make the zones reasonably symmetrical, the

radius of the "inner zone" averaging around 2f miles. In com-

parison with the company's plan, the fares to City Hall from

outlying points like Chicopee and South Hadley Center will be

increased from 8^ cents to 10 cents, but this will be offset by the

fact that the same 10 cents will carry a passenger to any point

in the "inner zone" beyond City Hall, whereas the charge under

the company's plan would be 13| cents. The minimum charge

in the "inner zone" will be raised from 5 cents to 7 cents, but

the maximum will be reduced from 8| cents to 7 cents, and cer-

tain small settlements like Fairview, Ingleside and Aldenville,
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which are comparatively near the city center and have always

felt harshly treated under the present schedule, will be brought

within the limits of the 7-cent fare. On the Northampton line

there will be one less zone than proposed by the company.

Experience has shown that prior estimates are seldom reliable,

but, so far as the Commission can determine results in advance,

the new fares should produce the additional revenue to which

the company is entitled. We are free to say that our plan is no

more perfect in theory than most of the others which have been

suggested, and it is not difficult to point out inconsistencies;

but it represents the best adjustment which we have been able

to make to meet the revenue requirements of the company as

well as the views and needs of the community.

It will be noted that the Commission has not attempted to

fix with precision the exact limits of the "inner zone," but has

left the company some slight leeway in the selection of convenient

points. In carrying out the plan, also, certain tickets may be

desirable, but' this is within the company's discretion, it being

understood that all such details wUl receive consideration by the

Commission before the schedule is finally approved. We also

feel that the plan should not be regarded in any way as per-

manent, but should be subject to reconsideration after a fair

trial. The country is now in a transition period. The war is

over, the extraordinary demands for labor, fuel and materials,

which have disturbed economic conditions are gradually ceasing,

and the return of many of the soldiers to New England is prom-

ised in the not remote future. What the course of prices and

traffic may be no one can confidently predict. In the event of

any substantial change of conditions, the whole question of fares

should be open to reconsideration.

In conclusion, the Commission desires to impress as strongly

as it can upon the city of Holyoke and the other communities

involved the fact that the street railway situation in Massachu-

setts is critical generally, and that this is true of the company

by which they are served. The Holyoke Street Railway Com-

pany has never, indeed, been more in need of hearty public co-

operation than it is at the present time. Encouragement of

jitney transportation is short-sighted in the extreme, and any-

thing that communities can do by proper traffic regulations to

facilitate the movement of cars, or any steps which they may

take to limit unreasonable claims for injuries or damages are in

their own interest quite as much as in the company's interest.
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An order is entered below cancelling the schedule now under

suspension. Upon presentation of a new schedule in accordance

with the plan above outlined, it will, after approval by the Com-
mission of form and detail, be permitted to take effect upon short

notice.

ORDER.

It appearing that by successive orders of the Commission

dated October 26, 1918, November 29, 1918, and December 14,

1918, respectively, the rates and charges described in tariff M.
P. S. C. No. 3 of the Holyoke Street Railway Company have

been suspended until December 23, 1918, unless otherwise

ordered;

And it further appearing that a full investigation of the mat-

ters and things involved in said tariff 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 herein referred to and made a part hereof, —
It is

Ordered, That the Holyoke Street Railway Company be and

it is hereby notified and required to cancel the rates and charges

stated in the tariff specified in said orders of suspension.

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 Holyoke Street Railway Company.

By the Commission,

ALLAN BROOKS,
December 21, 1918. [P. S. C. 2292] Assistant Secretary.



134 APPENDIX— ORDERS. [Jan.

MASSACHUSETTS NORTHEASTERN RATES.

for Massachusetts Northeastern Street

Railway Company.

Notice of the Massachusetts Northeastern Street Railway Company
relative to proposed changes in rates of fare upon its railway.

David A. Belden
Frederick E. Webster
George R. French
Albert P. Wadleigh for Towns of Amesbury, Merrimac and

Salisbury.

Essex S. Abbott

Arthur L. Nason for City of Haverhill.

Charles H. Morrill
Daniel J. Murphy for City of Lawrence.

Walter P. Hopkinson
^ „ -r^ I

for City of Newburyport.
Carl C. Emery

J

"" ""^

Herbert E. Harriman for Plum Island Improvement Association.

On April 15, 1918, the Massachusetts Northeastern Street Rail-

way Company notified the Commission of a proposed change in

passenger rates to become effective May 15, 1918. Pending in-

vestigation, the operation of this new schedule was suspended by

the Commission until July 1, 1918, and public hearings were held

on May 8 and May 9, 1918.

The fares now charged by the company were established in

compliance with the order of the Commission in the Massachu-

setts Northeastern rate case decided October 14, 1916 (4 P. S. C.

Rep., p. 122). ' The present unit of cash fare upon all lines is 6

cents, but a ticket rate of 5 cents is available for a distance of ap-

proximately 3| miles from the centers of Haverhill and Lawrence,

and certain commutation and workingmen's tickets are sold at

reduced rates. The present fare zones vary greatly in length, the

maximum being 6.45 miles, the minimum 1.35 miles, and the

average approximately 4 miles. Including transfer privileges, a

maximum ride of 7.65 miles and an average ride of approximately

5j miles are available for a single fare. Upon certain lines lap-

over privileges have also been granted, which enable local passen-

gers to ride some distance beyond the regular fare collection point

without additional charge.
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For this system of irregular overlapping zones, the company

proposes to substitute a new fare scheme which embodies certain

features of what is commonly known as the "copper zone" sys-

tem, and retains certain features of the fare system which has

heretofore been commonly employed upon the lines of New Eng-

land street railway companies. The company proposes a re-divi-

sion of its system into fare sections varying according to the den-

sity of population and other local conditions from 1.7 to'3.8 miles

in length, and a subdivision of each fare section into two fare

zones of approximately equal length. The average length of the

proposed fare sections is about 2| miles, the average length of the

fare zones or half sections about Ij miles, and the average fare

per mile approximately 2 cents. The cash fare is to be 5 cents

for each fare section, but passengers may ride from any point in

the first fare section to any point in the first zone of the adjoin-

ing fare section, or in other words over any three consecutive fare

zones at a rate of 7| cents by the use of tickets which are sold in

strips of ten for 75 cents. This arrangement amounts in effect to

a reduction in the length of existing zones from an average of 4

miles to an . average of 2| "miles, a reduction of the unit of fare

from 6 cents to 5 cents, and a graduated increase, instead of the

payment of a full additional fare, for rides beyond the first fare

section. The plan proposed involves also the abolition of over-

lapping zones, the discontinuance of certain free transfer privi-

leges and a reduction of the transfer area where such privileges

are retained. The tariff provides also for the sale of 20-ride

workingmen's tickets, good during certain hours between desig-

nated points at 75 per cent of the regular cash fare, and for cer-

tain round trip summer excursion rates to Hampton Beach and

Canobie Lake park.

An exception to the general fare scheme just described is made
on four short lines having an aggregate mileage of 7.6 miles, on

Plum Island and along Salisbury, Seabrook and Hampton beaches.

On these lines, which serve beach resorts and are operated during

the summer months only, it is proposed to retain the present fare

zones and the present 6-cent unit of fare.

The company has made a careful estimate of the revenue re-

sults from the plan proposed, applying the new plan and rates to

the 1917 travel, with certain allowances for a loss of travel on

suburban and country lines, due to the higher rates, and for an

increase in short-haul travel, due to the reduction in the unit of

fare. The result shows a net gain of approximately $72,500 or
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about 9 per cent. While estimates of this kind must be more or

less speculative, we are of the opinion, after an examination of

the data upon which this estimate is based, that the actual in-

crease in revenue under the new fare plan would not be likely to

exceed, and might indeed prove to be somewhat less than the

amount named by the company.

In proceeding to determine the company's need of additional

revenue of the amount indicated, and its justification for seeking

authority to raise its rates, the findings made by the Commission

in its report on the Massachusetts Northeastern rate case of 1916

may be taken as the starting point for the present inquiry. In

that case, after a review of the financial history of the company,

based upon the evidence presented in that proceeding, the Com-
mission found that the company was justly entitled to secure

from the operation of its road an income sufiicient, after caring

for operating expenses, depreciation and taxes, to cover the inter-

est on all funded and unfunded debt, with the exception of an

item of approximately $65,000 representing the cost of an aban-

doned power station at Newburyport, and to pay a return of at

least 6 per cent upon the full par value of its outstanding stock.

The Commission also found that the management of the company

had been efficient, that the property had been well maintained

and that the failure to provide for accrued depreciation had not

been due to the payment of excessive dividends or other forms of

mismanagement.

The findings then made were based upon the comparative bal-

ance sheet and the income statement of the company for the year

ended June 30, 1916. At that time the company had outstand-

ing stock to the amount of $2,165,000, bonds to the amount of

$1,000,000, and floating debt to the amount of $411,000. On
December 12, 1917, the Commission authorized an issue of addi-

tional bonds to the amount of $100,000, the proceeds of bonds to

the amount of $36,000 to be applied toward the payment of float-

ing indebtedness then outstanding, and the proceeds of the re-

maining bonds to be applied to the payment of the cost of con-

templated additions and improvements to the property (P. S. C.

1497). For other additions and improvements to the property

since December 12, 1917, the company has expended to Decem-

ber 31, 1917, the sum of $21,953.28.

As the result of these transactions the funded debt of the com-

pany was increased to $1,100,000, and the floating debt was re-

duced by $14,046.28. The floating debt was further reduced by
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writing off the cost of the abandoned power plant in Newbury-
port, which was referred to in the former rate case, through the

cancellation of notes to the amount of $64,000 held by the hold-

ing company. With these adjustments, the floating debt now
outstanding should amount to $332,953.28. The actual amount
shown on the company's books is $335,000, but the variation is

not material. It would appear, therefore, that the interest on the

company's present funded and unfunded debt is a legitimate

charge against operation, and that the company is entitled to an

annual return of at least 6 per cent on its capital stock, which

would amount to $129,900.

The income statement of the company for the year ended

June 30, 1916, and subsequent fiscal years, as shown by its an-

nual reports on file with the Commission, is as follows: —

June 30,
1916.

December
31, 1916.

December
31, 1917.

Passenger revenue.

Other income,

Total income,

Operating Expenses.
Way and structures,

Equipment, ....
Power

Conducting transportation.

Traffic, . . .

General and miscellaneous, .

Total operating expenses,

Gross income.

Deductions.
Taxes, .

Interest, funded debt, .

Interest, unfunded debt.

Amortization of discount.

Total deductions, .

Net income, .

Per cent return on total outstanding capital
stock ($2,165,000).

Dividend appropriations, . . .

Surplus for year

S688,418 67

32,467 35

$720,886 02

$97,551 05

58,093 88

168,512 34

177,103 53

8,161 17

73,118 56

$582,540 53

$138,345 49

$25,576 66

50,000 00

23,554 95

$99,131 61

$39,213 88

1.81

$39,213 88

$737,170 45

41,855 00

$779,025 45

$92,373 27

62,508 91

173,335 95

186,479 74

4,758 75

77,386 97

$596,843 59

$182,181 86

$28,102 33

50,000 00

21,321 19

$99,423 52

$82,758 34

3.82

$29,925 001

$52,833 34

801,141 91

49,680 12

$850,822 03

$99,169 62

76,077 32

223,593 82

208,280 98

3,634 22

94,081 10

$704,837 06

$145,984 97

$31,715 30

54,791 67

17,361 37

400 00

$104,268 34

$41,716 63

1.52

$41,716 63

1 4H per cent on $665,000 preferred stock.

As appears from the above statement, the net income of the

company for the year ended December 31, 1917, amounted to
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$41,716.63, which was insufficient by $88,183.37 to pay a proper

return upon the investment. While the Commission has not

deemed it necessary, upon the facts in the case, to determine pre-

cisely what provision the company should make for depreciation,

the amount which it has laid aside annually for that purpose is

clearly inadequate. The apparent net income for 1917 would,

therefore, be substantially reduced if a proper charge for depreci-

ation had been included in operating expense.

Moreover, the income account of the company for the five

months ended May 31, 1918, as compared with the same period

of 1917, shows a falling off in net income to the amount of about

$30,000. Upon that basis, the results of operation for the year

1918, after the payment of operating and fixed charges, would be

likely to show a deficit even if no additional allowance were made

for depreciation, and if there should be no increase in the cost of

labor, fuel, material and supplies.

It appears, however, that increases in wages, effective May 1,

1918, and July 1, 1918, under existing agreements, will add ap-

proximately $23,000 to the company's pay-roll for the current

year. The employees have also recently presented demands for

an additional wage increase of 5 cents per hour. As the scale of

wages proposed would be less than that now prevailing upon the

lines of several other street railway companies in the state, it is

likely that the management will be obliged to make a substantial

increase in the wages now paid to its employees, and that the an-

nual labor cost after July 1, 1918, will be in the neighborhood of

$60,000 more than for the calendar year of 1917.

No criticism was offered of the company's expenditures except

in the matter of power. For the year ended December 31, 1917,

the cost of power was $223,593.82, an increase of approximately

$55,000 over the amount paid in the year ended June 30, 1916.

The company purchases its power under a contract with the

Rockingham County Light and Power Company, a New Hamp-
shire corporation supplying light and power in Portsmouth and

furnishing also the electricity for the operation of the Massachu-

setts Northeastern and the Dover, Somersworth and Rochester

railways. As the New Hampshire Electric Railways control this

power company, as well as the Massachusetts Northeastern rail-

way company, the Commission, in the former rate proceeding,

made a careful examination of all dealings between the two com-

panies, and the essential facts are set forth in the Commission's

report in that case. As a result of the investigation then made,
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the Commission reached the conclusion that the power cost at

that time, in view of all the conditions, was not unduly high.

At the request of the Commission, its chief accountant has

made a further careful investigation of all financial relations be-

tween the two companies, more especially in connection with the

sale and purchase of power, and has submitted, under date of

June 26, 1918, a detailed report thereof, which is filed with the

papers in the case. It appears that the increase in the cost of

power since 1916 is due to the fact that the price named in the

contract, which is 1.4 cents per kilowatt hour, measured as alter-

nating current, was based upon the price of coal not exceeding on

an average $4 per ton delivered alongside the wharf at Ports-

mouth. The contract, however, provided that if the cost of coal

should exceed that figure, the railway company should pay the

excess cost on all coal actually burned in generating electricity for

the railway company. The high cost of power to the Massachu-

setts Northeastern company in 1917 is explained by this provi-

sion in the contract, and the high prices for coal then prevailing,

the average price for the entire year being $7.51, as compared
with a cost of $3.65 for the year ended June 30, 1916. A sum-
mary of the cost of power, per kilowatt hour, including interest,

taxes, insurance and depreciation, of the Massachusetts North-

eastern and six other street railway companies is as follows :
—

I

Cents.

Worcester Consolidated, 2 . 01

Holyoke, . . . 2.01

Boston and Worcester, . . . 2 . 04

Middlesex and Boston, 2.17

Springfield, 2.19

Milford and Uxbridge, 2.45

Massachusetts Northeastern, 2.47

With the exception of the Holyoke company all the companies

above named purchase their power in whole or part instead of

manufacturing it. Most of the power contracts were made at a

time when the present abnormally high price of coal was not fore-

seen, and none of them, except that of the Milford and Uxbridge

company, provides for an increase in the cost of power in the

event of an increase in the price of coal. It will be observed that

the power cost is higher for the Massachusetts Northeastern than

for any of the other companies named, the difference, except in

the case of the Milford and Uxbridge, being substantial. This is,

however, apparently explained by the absence of coal clauses in
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most of the other contracts, by the fact that the Massachusetts

Northeastern company is spread out over a comparatively large

area with little or no double track and few radiating lines, thus

multiplying the number of sub-stations, and increasing the sub-

station expense, by the heavy grades on many of its lines, and by

the very low load factor, as compared with the other companies,

for about eight months in the year.

In order to obtain a further check upon the power cost, a care-

ful estimate was made of the probable cost to the company of

generating its own power. This estimate showed a total cost of

$269,060.15, or $45,466.33 more than the actual cost of power for

the year 1917. In view of all the circumstances there does not

appear to be sufficient ground for holding that the cost of power

under the existing contract is excessive.

In view of the general commendation of the present manage-

ment by patrons of the company at the recent hearings, we see no

occasion to change the favorable opinion of the company's oper-

ating methods and policies which we expressed in the former rate

case, or to alter the conclusion then reached "that the additional

net income needed cannot be secured through more efficient man-

agement and operation, and that the company may properly in-

crease its fares" (4 P. S. C. Rep., p. 135). Upon the basis of the

company's financial showing for the year 1917, and the first five

months of 1918, and in view of the inadequate provision hereto-

fore made for depreciation and of the large increase in wages

which is in immediate prospect, the company might reasonably

justify its need for additional revenue of at least $150,000 a year,

or more than twice the amount which it is likely to realize from

its proposed change of fares.

In regard to the exact fare plan to be adopted, the company

should be allowed a reasonable degree of discretion, unless the

plan proposed is likely to yield an excessive increase of revenue,

to prove discriminatory as between different communities or dif-

ferent groups of car riders, or to impose burdens upon the public

disproportionate to the revenue results obtained. As the com-

pany is now charging fares of 6 cents, it is confronted, broadly

speaking, with the problem of increasing its fares to 7 cents or

over, or of reducing the length of ride available for the unit of

fare. As the experiment of raising fares above 6 cents has not

proved a conspicuous success in the experience of other compa-

nies, the Massachusetts Northeastern company chose the other

alternative of reducing the length of its fare zones with a decrease

instead of an increase in the unit of cash fare.
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As we have already stated, the company proposes to establish

5-cent fare sections of an average length of 2| miles, and to sub-

divide these into two fare zones averaging Ij miles each with a

basing fare of 2J cents. This plan is analogous to the copper-

zone plan in the division of the company's system into short fare

zones averaging a little more than one mile in length, but the

variations in the length of the zones is somewhat greater than

under the usual copper-zone plan, and a different method of fare

collection is employed. Under the company's plan, the fare sec-

tion and not the fare zone is made the unit for the initial fare.

In other words the minimum fare entitles the passenger to ride

within the limits of any fare section, but a ride from one fare

section to the next, although wholly within the limits of two con-

secutive zones, will cost 10 cents in cash, or 7^ cents by the use

of tickets, instead of 5 cents as would be the case under the

ordinary copper zone plan. In this respect, the company's plan

retains in part the objections inherent in its present fare system,

although there are two graduated increases of 50 per cent instead

of an immediate doubling of the fare for any ride beyond the

first fare-collection point. This objection is met in the populous

centers of Lawrence, Haverhill, Amesbury and Newburyport by

the issue of transfer privileges which allow passengers to ride

within any two contiguous fare zones for 5 cents and fare con-

cessions are made to other points through the issue of working-

men's tickets.

As we have already stated, the new fare plan is expected to

yield an increase of approximately 9 per cent in the company's

total passenger revenues. Owing to the wide diversity in length

of existing fare zones, the application of the new fare plan will

result in a reduction of the total cost of transportation between

certain points and an increase in the cost between other points

on the company's system. For the same reason, the percentage

of increase is bound to be greater where relatively long rides are

now given for a single fare.

,,.^t the hearing complaints were made of specific increases be-

tween certain points which were claimed to be excessive. As the

result of a careful investigation of all such complaints, it appears

that most of the increases complained of did not exceed, and

many of them were much less than, 25 per cent for passengers

who choose to avail themselves of the "commutation tickets pro-

vided by the company. In most cases, also, the complainants are

enabled to ride to other points at a reduced rate. The company
has voluntarily agreed to adjust some of these complaints by a
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modification' in the length of the fare zones, or by the establish-

ment of special tickets. As the result of these adjustments the

Commission is of the opinion that reasonable grounds of com-

plaint have for the most part been eliminated, except in the spe-

cific cases hereinafter referred to.

The present fare zone from Haverhill to Wilson's Corner is

divided into two fare sections at Lake street, and the outer fare

section is divided into two fare zones at Elm Place. Residents of

Ayer's Village requested that the division point between fare

zones be extended about half a mile beyond Elm Place to Ayer's

Village post ofiice. As the length of the outer zone from that

point to Wilson's Corner would be approximately one mile if the

change were made, the Commission believes that this readjust-

ment of present zone limits is reasonable, and that the company
should modify its tariff accordingly.

The principal complaint in regard to the fares proposed was

made by residents on the line from Newburyport to Plum Island

Point. At the present time, the fare from Balch's Corner, New-
buryport, to Plum Island pavilion' is 6 cents, and an additional

fare of 6 cents is charged from Plum Island pavilion to Plum Is-

land Point. Under the new fare plan, the cash fare from Market
square, Newburyport, to Plum Island pavilion would be 10 cents,

and to Plum Island Point 16 cents. An additional charge of 5

cents is made for rides to and from Balch's Corner, which is

about three-tenths of a mile beyond Market square. It was

claimed that many residents on the Plum Island line who travel

daily on the Boston and Maine railroad desired to use the street

railway line as far as Balch's Corner, which is near the railroad

depot. For such passengers the cash fare would be increased

from 6 cents to 15 cents as far as Plum Island pavilion, and from

12 cents to 21 cents for passengers riding to the Point.

In order to meet this situation, the company proposed to es-

tablish a special commutation ticket of 20 rides for $2.75, good

between Balch's Corner and Plum Island Point. Subsequently,

the company agreed to reduce the rate to $2.40. The Commis-
sion, however, believes that this adjustment is inadequate, that

the increase in the cash fare is excessive, and that the rates pro-

posed might result in an actual decrease in the revenue received

from this line.

The line from Plum Island pavilion to Plum Island Point is

one of the four short lines upon which, as already stated, the

company desires to retain its existing zones and its existing 6-cent



1919.] MASSACHUSETTS NORTHEASTERN RATES. 143

unit of fare. On the two lines from Salisbury Beach to Salisbury

Junction, and from Salisbury Junction to Hampton Beach, the

length of the existing zones is commensurate with the length of

the proposed fare sections, and a rate of 6 cents, instead of 5

cents, does not appear to be excessive, in view of the higher cost

of service upon lines which are operated during the summer

months only. On the other two shore lines, the line from Plum

Island pavilion to Plum Island Point, already referred to, and the

line from Salisbury Beach to Black Rocks, the length of the

existing zones are only 1.4 and 1.5 miles respectively. On these

lines we believe that the rate of fare should be reduced from 6

cents to 5 cents, which is the typical unit of fare under the com-

pany's new fare plan.

We are also of the opinion that on the Plum Island line a lap-

over privilege should be given to Balch's Corner without addi-

tional charge, as the total distance from Balch's Corner to Plum
Island pavilion is only 4 miles, which is less than the average

length of two fare sections. As the result of these readjustments

the cash fare from Balch's Corner to Plum Island pavilion will be

10 cents instead of 15 cents, and from Balch's Corner to Plum
Island Point 15 cents instead of 21 cents. Commutation tickets,

good during all hours of the day, should also be sold in strips of

20 tickets for $1.50 between Balch's Corner and Plum Island pa-

vilion, and in strips of 20 tickets for $2.40 between Balch's Cor-

ner and Plum Island Point.

With the exceptions above noted, the Commission finds that

the changes proposed in cash fares, ticket rates and fare limits

are just and reasonable. The company is therefore authorized to

file a new schedule containing the modifications recommended

above and those already agreed to in writing by the company and

an order will be issued permitting this schedule to become effec-

tive on short notice.

ORDER.

Notice of the Massachusetts Northeastern Street Railway Company
relative to proposed changes in rates of fare upon its railway.

It appearing that on April 25, 1918, an order was entered sus-

pending tariffs filed by the company designated as M. P. S. C.

No. 5, being a tariff of local passenger rates, and M. P. S. C.

No. 6, being a reduced rate ticket tariff, until July 1, 1918, and it

further appearing that a full investigation of the matter and

things involved has been had and that the Commission, on the

date hereof has made and filed a report containing its findings of
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fact and conclusions thereon, which said report is herein referred

to and made a part thereof, —
It is

Ordered, That the Massachusetts Northeastern Street Railway

Company cancel the tariffs specified in the said order of suspen-

sion, and that it may file on two days' notice to the public and

the Commission, new tariffs in lieu of those cancelled, which shall

embody the provisions of the tariffs cancelled, as modified by the

changes outlined in the report herein referred to.

By the Commission,

ALLAN BROOKS,
June 29, 1918. [P. S. C. 2117] Assistant Secretary.
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THE MIDDLESEX AND BOSTON FARE CASE.

Notice of Middlesex and Boston Street Railway Company of pro-

posed changes in rates of fare for passengers upon its railway.

George M. Cox | for Middlesex and Boston Street Rail-

George K. Gardner
J

way Company,

G. E. Glover for Citizens of Hopkinton.

Robert L. Ryder for Town of Lexington.

William J. Naphen for Town of Natick.

William G. Moseley for Town of Needham.

E. B. Bishop for City of Newton.

Henry W. Jarvis for Newton Board of Trade and Newton Im-

provement Association,

John T. Shea for Waltham Chamber of Commerce.

Clarence A. Bunker for Town of Wellesley.

In point of mileage the Middlesex and Boston Street Railway

Company is the sixth largest street railway company in the com-

monwealth, being surpassed in this respect only by the Bay State,

Boston Elevated, Worcester Consolidated, Springfield and Berk-

shire companies. Of its 130 miles of track, however, only 50

miles are located in the comparatively small cities of Newton and

Waltham and the remainder run through country districts. One

long line extends west from Newton Lower Falls through Welles-

ley, Natick, Framingham, Ashland and Hopkinton toWestborough,

with branches running to Needham, Saxonville and Wayland.

Another line extends from Arlington through Lexington and Bed-

ford to Concord and Billerica, with branches to Woburn and

Waltham. Practically all the track is laid in public ways, and

there are no high-speed lines, very little long-distance traffic and

an absence of any real community of interest between the city

and country districts.

A 6-cent fare was introduced on the country lines of this sys-

tem as early as 1908, and since this Commission was organized in

1913 there have been two successive increases in fares. Prior to

the first of these increases, in 1914, the company was charging 5

cents, with an additional cent for every transfer, on all its lines in

Newton and Waltham, except those formerly owned by the New-
ton and Boston company. On the latter and on all its other lines
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it was charging 6 cents, with free transfer privileges, selling 50-

ride ticket books for $2.50 good west of Newton Lower Falls. On
October 28, 1914, the Commission permitted the cancellation of

the 50-ride books and the raising of the fare on the lines in New-
ton and Waltham to 6 cents, with the proviso that tickets should

be sold upon these lines at the rate of 9 for 50 cents. It was

estimated at the time that this increase would yield about $75,000

additional revenue.

Last year the company came before the Commission again,

seeking to charge a straight 7-cent fare, without tickets, in New-
ton and Waltham, and a similar 8-cent fare on the other lines

west of Newton Lower Falls and in the Lexington territory. Con-

ferences were held between the company and the remonstrants

and a compromise plan was finally agreed upon and approved

by the Commission. Under this plan, the system was divided

roughly into sections, according to earning capacity. The fare was

made 8 cents where traffic is lightest and 6 cents where it is

heaviest. On the sections of medium traffic, it was made either a

straight 7 cents, or 7 cents with tickets sold at the rate of 20 for

$L20. Provision was also made for charging 1 cent additional in

transferring to a line having a higher rate of fare.

The following table shows how the 105.8 miles of line operated

by the company are now divided as between these four grades of

fares: —
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the whole question might be reopened at the end of that time

without prejudice. The remonstrants who originated the plan

urged that such a trial would throw the light of actual experience

upon important questions which were in doubt; that the test

would cover typical months of summer, fall and winter; and that,

with the evidence so secured, it would be possible to determine

whether or not 8-cent and 7-cent fares are expedient from the

standpoint of the company itself. It was further pointed out that

both the Commission and the community would have the ad-

vantage of similar experiments which were being made by other

companies with the so-called "copper zone" system and other

methods of charging.

The new schedule now under consideration was filed by the

company on March 14, 1918, some time after the six months had

expired, to become effective April 14, 1918. Pending investiga-

tion, it was suspended until July 1, 1918. It provides for a

straight 7-cent fare, without tickets, on all lines in Newton and

Waltham, including the line between Needham and Newton Up-

per Falls, where the fare is now 8 cents, and a similar 8-cent fare

on all the other lines in the territory west of Newton Lower Falls

and in the Lexington division. It is further provided that 1 cent

additional shall be charged in transferring to a line with an equal

or higher rate of fare. For certain rides requiring a transfer,

therefore, the charge would be 9 cents. The mileage would be

divided between the two rates of fare approximately as follows :
—

Fabb. Miles.

7 cents,

8 cents,

Total,

39.74

66.06

105.80

The company estimates that, if these fares had been in force in

1917, its revenue would have been increased by about $119,000.

The theoretical gain as compared with existing fares, however,

.

would be less, since these fares were in effect only during the last

four months of 1917.

It is pertinent to consider how far revenue expectations have

been realized in the case of the increases already made. The first

increase authorized by this Commission became effective on No-

vember 1, 1914, and it was estimated that it would yield about

$75,000 additional revenue. The following table shows the pas-
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senger revenue in each of the three succeeding years, with the in-

crease from year to year: —

Year ended — Passenger
Revenue. Increase. Per Cent.

October 31, 1914,

October 31, 1915,

October 31, 1916,

October 31, 1917,

$962,217

972,652

1,008,687

1,043,881

$10,435

36,035

35,194

$81,664

1.08

3.70

3.49

8.48

It will be seen that the increase in the first year amounted to but

one-seventh of the amount anticipated, and that the expected

gain was not realized until after three full years of operation. For

purposes of comparison, the increase in passenger revenue dur-

ing the three fiscal years preceding the advance in rates is sub-

mitted: —

Year ended

June 30, 1911,

June 30, 1912,

June 30, 1913,

June 30, 1914,

Revenue. Increase. Per Cent.

$838,749

861,156

899,300

951,808

$22,407

38,144

52,508

$113,059

2.67

4.43

5.84

13.48

This table shows that neither the gross amount nor the rate of

increase has been as large since the advance in rates as before.

For further purposes of comparison, the increase in passenger rev-

enue on the Middlesex and Boston between the fiscal years ended

June 30, 1914, and December 31, 1917, and the similar increase

on five other roads which did not raise their fares during this

period was as follows: —

Company. Year ended
June 30, 1914.

Year ended
December 31,

1917.

Increase. Per Cent.

Holyoke, .

Middlesex and Boston,

Northern Massachusetts,

Springfield,

Union,

Worcester Consolidated,

$609,778

951,808

209,761

2,069,786

922,607

2,674,805

$700,077

1,045,441

207,845

2,372,143

1,055,934

3,201,766

$90,299

93,633

l.QUd

302,357

133,327

526,961

14.8

14.6

14.4

19.7

d Decrease.
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With the exception of the Northern Massachusetts, which oper-

ates wholly in rural territory, these roads all do a larger per-

centage of city business than the Middlesex and Boston.

The last increase in fares went into effect on August 20, 1917.

The results up to May 31, 1918, are shown in the following table: —

Month.

September,

October,

November,

December,

January,

February,

March, .

April,

May,

Total,

1916.

189,740

82,520

78,615

83,584

1917.

79,185

71,413

79,771

79,072

83,820

1727,720

1917.

S92,356

84,974

80,617

83,142

1918.

76,030

69,095

79,117

76,191

88,164

1729,686

Increase.

$2,616

2,454

2,002

442i

3,155<i

2,Z18d

65id

2,881d

4,344

Per Cent.

2.91

2.97

2.54

.53d

3.98rf

3.24rf

.82d

3.64i

5.18

.27

d Decrease.

This table shows that the gain in the first three months, before

the winter weather set in, which was so unfortunate in its effects

upon all the street railway companies of the state, was consider-

ably less than the estimate, and that the total increase in the

nine months was negligible.

In the past, records have been kept of the receipts on the va-

rious routes, but not of the receipts in each fare zone. For that

reason it is difficult to make accurate comparisons showing the

increase or decrease in revenue on the entire mileage over which

a particular fare is charged. As between the lines on which a &-

cent fare was charged, during the eight months, and the lines on

which the rate was higher, the results were as follows: —
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Gbotip.
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378.34. It set aside for depreciation, however, but $12,856, an

inadequate amount, and spent less than was needed for main-

tenance. In the 1914 fare case, the Commission recommended

that the company expend "for maintenance and renewals, until

some general basis for dealing with depreciation is ordered or in-

dicated by this Commission, substantially 20 per cent of its gross

revenue" (2 P. S. C. Rep., p. 146). The actual expenditures

since that date have been as follows: —

Year ended — Per Cent.

June 30, 1915,

June 30, 1916,

December 31, 1916,

December 31, 1917,

17.39

17.70

18.6(i>

18.00'

While no thorough analysis of the property of this company has

been made to determine with more accuracy the necessary provi-

sion for depreciation, investigations since made in the case of

other companies leave little room for doubt that 20 per cent of

gross revenue is considerably less than is needed for maintenance

and depreciation on a property of this general character and

relatively low earning power; and this opinion is confirmed by
the present condition of road and equipment. The Inspection

Department of the Commission reports that both track and cars

have been indifferently maintained, and that comparatively large

expenditures would be necessary to restore them to first-class

operating condition. Besides failing to expend enough for current

maintenance, the company has not attempted to charge off aban-

doned property and has made small provision for the future re-

newal of the larger property units.

The company purchases its power from the Edison Electric Il-

luminating Company of Boston upon terms which were criticized

by the Commission in the 1914 fare case (2 P. S. C. Rep., pp.

128-131); but the recent extraordinary advance in the price of

coal, brought about by the war, has made this arrangement ad-

vantageous for the time being and has protected the company
against an increase in operating cost on this account from which

other street railway companies have suffered seriously. The cost

of other supplies, however, has steadily increased, and this is also

true of wages. On May 1, 1917, the decision of a board of arbi-

tration granted increases in wages estimated to amount to about
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),000 in the first year, an increase which was in effect only dur-

ing the latter half of 1917. On June 1, 1918, a further advance of

about $24,000 per year was voluntarily given because of war

conditions, and on July 1 $6,000 more per year will be added

under the arbitration decision. Even with these increases, the

wages of the company's employees will be on a distinctly lower

basis than the wages which other companies have recently found

it necessary to pay to hold their men and enable them to meet

the continually rising cost of living. If the fares proposed are al-

lowed to go into effect, there is every reason to believe that the

Tiompany will grant a further substantial increase in wages, and

such an increase may prove necessary even if no advance in fares

is permitted.

To meet this increasing expense, service has been cut in a num-

ber of cases and other economies are being or will be effected.

The recent reduction in the number of stopping places, recom-

mended by the national and state fuel administrations, will un-

doubtedly save labor and power, and the company expects in the

near future to be able to substitute for present equipment 10 one-

man operated cars on certain lines of light traffic. Even with

these savings, however, and assuming that the full amount of ad-

ditional revenue estimated could actually be realized from the

proposed schedule of fares, there is certainly no prospect that the

company would be able, if these fares were allowed and if suffi-

cient provision were made for maintenance and depreciation and

for the gradual charging off of abandoned property, to pay more

than the "very moderate dividends" which the Commission in

1914 felt could fairly be earned (2 P. S. C. Rep., p. 146). Taking

into consideration the fact that past experience gives little reason

to believe that the proposed schedule would produce the esti-

mated gain, any objection to the new fares on the ground that

they might yield undue profit may be eliminated, even if the his-

tory and past experience of the company be viewed in the most

unfavorable light.

The remonstrants, representing the cities and towns affected, in

general conceded the need of additional revenue. Their objec-

tions to the new fares were based either on the ground that they

would curtail traffic and hurt, rather than help, the company, or

on the ground that they would discriminate unfairly against cer-

tain parts of the territory served. Neither of these objections can

be lightly dismissed. The first raises a question with which it is

especially difficult to deal. At a time when most of the street

railway companies in the commonwealth have sought or are seek-
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ing increased rates, the Middlesex and Boston differs from nearly

all of the others, at least of the larger companies, as to the best

method of raising fares. The general view seems to be that it is

desirable to try to hold short-haul business by keeping the mini-

mum fare comparatively low. No large company except the

Middlesex and Boston has proposed a minimum fare in excess of

6 cents. The Springfield and Holyoke companies have adopted a

city zone system to preserve a 5-cent rate within the central dis-

trict; and the Bay State company, which has adopted a similar

system, has introduced reduced-rate tickets so that short city

rides can be obtained for 5 cents in rush hours and for 41 cents in

the so-called "off-peak" hours. The Massachusetts Northeast-

ern, which now has a 6-cent minimum, proposes to change this to

5 cents, and a similar minimum rate is provided for in the new
tariff recently filed by the Interstate Consolidated. On inter-

urban lines the present tendency is toward a mileage system with

a minimum not in excess of 6 cents.

In contrast, the Middlesex and Boston proposes 'a minimum of

7 cents on its city lines and of 8 cents in the country districts.

Its general manager dismisses the various forms of zone system

as "new-fangled" ideas with which others may experiment but

which he has no desire to try, and regards the street railway fare

problem as a simple matter of marking up existing prices. If 7

cents or 8 cents will not produce the revenue desired, these rates
'

must be made still higher, and he frankly states that in his judg-

ment the Middlesex and Boston ought now to be seeking a 10-

cent flat fare. He desires to avoid all complexities which might
be caused by changes in zones and the use of tickets, and appar-

ently regards as useless any attempt to attract the short-haul

rider. His aim seems to be to rely upon the patrons to whom the

service is necessary and to make them pay for what they receive.

"We have got," he states, "to a point where we ought to know
the people who are willing to pay the price of the transportation

business which we furnish, and the sooner we find that out the

better" (Record, p. 27).

The remonstrants feel that the management has not offered a

"constructive system to build up the revenues of this road."

Quoting from the argument of the city solicitor of Newton (Rec-

ord, pp. 213, 214): —
Mr. Cox, and his board of directors, I am afraid, are obsessed with this

one idea, — increase the amount, increase the amount, not once or twice,

but three times and four times if necessary; and if you should grant

the 7 and 8 cent fare with 1 cent for transfers, Mr. Cox would find his
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revenues still too small for his needs, and he will come in here again in

six months and say, "I want 8 cents and 9 cents and 1 cent for transfers;"

and six months later he will come in and say, "I want 9 cents and 10

cents," and by that time nobody will ride on his road.

Somewhat similar views, curiously enough, were expressed by

counsel for the company in a brief filed in connection with the

wage arbitration of 1917 which was introduced as an exhibit in

the fare case before this Commission last summer, as follows

(Exhibit 17, p. 44): —

A further increase in the rate of fare would be far more likely to de-

crease net revenue of the company than to increase it. Each time the

fares of the company have been increased in a territory the riding has

shown a material falling off (Record, p. 495). As the unit of fare gets

higher the effect of an increase is more likely than before to promote

walking instead of riding, and would increase the invitation to automobile

competition. Even though the Public Service Commission might approve

a further increase, there is no way in which the public can be compelled to

ride. Aside from the restraint of public regulation, there is an inherent

economic limitation in the amount which the company can secure for its

service, and it looks as if the maximum amount was more likely to be

obtained under a 6-cent fare than under a still higher fare.

Broadly speaking, the position taken by most of the remonstrants

was that, while the company needs more revenue, it has chosen a

crude method to produce this result and one which will really do

it little or no good, besides injuring the communities which it

serves.

The objections raised on the ground of discrimination are simi-

lar. It was urged that the company has decreed, in its new

schedule, that the lines in Newton and Waltham and the line

from Newton Upper Falls to Needham shall have a 7-cent fare

and that all other lines shall have an 8-cent fare, without giving

any particular consideration to earnings or to local traffic condi-

tions. An exhibit filed in the fare case last summer showed that

the car mile earnings of the lines in Newton which were formerly

owned by the Commonwealth Avenue and the Newton and Bos-

ton companies, for the most part are lower than the average for

the system, while the similar earnings of the lines in Wellesley,

Natick and Framingham as a rule are above the average; yet the

former are to have a 7-cent and the latter an 8-cent rate. Work-

men who now ride comparatively short distances to and from the

industries in Framingham on tickets sold at the rate of 6 cents

each would suffer an increase of 33 1 per cent, while the similar
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increase for workmen in Waltham would be but 16f per cent. In

the case of the Lexington division, it was shown that traffic is

comparatively heavy on the zone between Arlington Heights and

Lexington; yet it is proposed to make the fare 8 cents, although

zones of apparently less earning capacity in Newton and Wal-

tham are to have a 7-cent rate.

Not all the community representatives, however, were opposed

to the company's plan. The Waltham Chamber of Commerce
went on record in favor of a 7-cent fare and expressed strong op-

position to the introduction of any form of zone system. No rep-

resentative of the Waltham city government appeared in remon-

strance, nor was any opposition offered by some of the towns.

Open criticism was confined, indeed, largely to the city of New-
ton and the towns of Hopkinton, Lexington, Natick and Welles-

ley. It is important to note that the territory served by the Mid-

dlesex and Boston is largely suburban and residential in character.

There is little manufacturing, except in Waltham and Framing-

ham, and the population is such that it is quite probable that

this company has been more adversely affected by the increasing

-use of automobiles than most of the other street railway compa-

nies in the commonwealth. It is also a fact that the lines in the

adjoining cities of Newton and Waltham interlace in such a man-
ner that the establishment of a zone system in this portion of the

territory would be difficult. Traffic moves not only towards cer-

tain local centers, but also to and from the points of connection

with the lines of the Boston Elevated Railway Company.
In the Bay State rate case, it was held that, in view of the

burden of proof imposed by the statute, the company must " sat-

isfy the Commission that there is at least a reasonable prospect

that the change in fares desired will result in an increase in rev-

enue" (4 P. S. C. Rep., p. 14). There is great practical difficulty,

however, in applying this rule. Where a need for additional rev-

enue has been demonstrated, the Commission would not be

justified in refusing to allow a company to adopt a certain

method of securing this revenue merely because of a difference

of opinion in regard to the probable results. There must be evi-

dence, upon which the Commission can rely, sufficiently clear to

convince reasonable men that the method is unwise, will not se-

cure the desired result, and ought in both the company's and the

public interest to be set aside.

Up to the present time, unfortunately, the evidence in regard

to the effect of increases in fares is not entirely clear. While the

experience of practically all the companies which have raised
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rates has been disappointing, general conditions have been so ab-

normal that it is difficult to draw positive conclusions. In sev-

eral cases companies have gained very little apparent benefit

from the increase, but in every such instance they have been

strong in the belief that results would have been worse if the in-

crease had not been made. The falling o£F in traffic has been as-

cribed only in part to the higher fares, and such factors as in-

creased use of automobiles, weather conditions, the departure of

young men for war service and the thrift campaign are also held

responsible. In the present instance these other factors have,

without doubt, played a large part in the poor showing of the

past eight months, and this is especially true of the unusually

severe winter weather in January, February and March. The
Boston and Worcester Street Railway Company, which operates

in part through the same territory and has a mileage zone sys-

tem of charging, with a minimum fare of 6 cents, has made no

better showing than the Middlesex and Boston.

The Commission is inclined to the opinion that the proposed

fares do not represent a well-considered plan for the raising of ad-

ditional revenue. It may be that the management has made a

careful study of traffic conditions and has sound reason for be-

lieving that the new schedule is better suited to these conditions

and will produce more satisfactory results for all concerned than

any other that might be devised; but if this is the fact it was

not made clear at the public hearings and an opposite impression

was created. At the same time, the Commission is satisfied that

there is "at least a reasonable prospect" that this schedule, taken

as a whole, will result in some increase in revenue and it cannot,

therefore, be disallowed in its entirety under the rule laid down in

the Bay State case and above quoted.

It does not follow, however, that modifications ought not to be

required. The Commission is not satisfied from any evidence yet

produced that it is fair to discriminate against the main line

through Wellesley, Natick and Framingham, formerly owned by

the Natick and Cochituate and South Middlesex companies, by

making the rate 8 cents, when 7 cents is charged throughout

Waltham and Newton and even on one of the lines to Needham.

Nor are we satisfied that the 1-cent transfer charge ought in all

cases to be permitted. In transferring from a line with a lower

to one with a higher fare such a charge is reasonable, but where

the lines are of similar character and the rate is the same there

seems no adequate justification for requiring a passenger to sub-
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mit to the inconvenience of changing cars and pay an extra

charge as well. In cities which have a clearly marked traffic cen-

ter, it may be a fair assumption that most passengers who trans-

fer at this point secure in this way a ride longer than the average,

but no evidence was offered that this is the case with the transfer

passengers of the Middlesex and Boston. If the company has

such evidence, it is, of course, at liberty to bring this matter up

for renewed consideration.

The demands of labor have made the situation critical and the

company needs quick relief. It would not be wise nor fair, under

present conditions, to delay this relief until the study of traffic

conditions could be made which would be necessary to determine

whether or not it is possible to devise a system of fares better

adapted than the^ one now proposed to hold the short-haul rider

and encourage the movement of traffic. The Commission be-

lieves, therefore, that the company should be permitted —
(1) To make the unit fare 7 cents on all lines where it is now 6 cents.

This will give the company a substantial increase in rate where traffic is

heaviest and a higher minimum fare than is charged in city territory

elsewhere in Massachusetts or, so far as we are aware, in the entire

country. It is more likely than any of the other changes proposed bj''

the management to produce an actual as well as a theoretical increase in

earnings.

(2) To abolish the present tickets which are now sold at the rate of

20 for $1.20 on most of the lines where the cash fare is 7 cents. Since a

relatively large percentage of the passengers use these reduced-rate tickets,

this change will give the company a substantial increase in rate on these

lines as well as on the lines in the cities of Newton and Waltham. The
refusal to permit a further increase to 8 cents will not, in the opinion of

the Commission, materially affect revenue.

(3) To charge 1 cent additional in transferring from a line with a

7-cent fare to a line with an 8-cent fare. The company may also, if it

so desires, charge 1 cent additional to passengers transferring at or riding

through Lexington Center. In our judgment, the present 7-cent rate

ought to be preserved between Arlington Heights and Lexington Center,

but the zone extends a considerable distance beyond the latter point and,

if the company wishes to charge 8 cents to through or transfer riders, it

may do so.

(4) To continue the present 8-cent rate on the lines where it is now
charged. The wisdom of this rate is doubtful, but the lines where it is

in effect are unprofitable and the communities through which they operate

are fortunate in having service at all. The questions raised by this high

minimum fare may be taken up later in connection with the further

study of the entire situation which is recommended below. In the mean-
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time, the company is free to charge a lower rate on any of these lines if

it deems that competition or other conditions make such a change desir-

able. It is our understanding that a 7-cent rate is proposed on the line

from Needham to Newton Upper Falls, where 8 cents is now charged, in

the hope that the lower fare may encourage through travel over this line

into Newton and Boston. A new transfer is also proposed at Needham
Square between the Wellesley and Newton lines, and this change, we
believe, is reasonable.

If the company will file a new schedule embodying the changes

thus indicated, it will be allowed to take effect on short notice.

If this is done, however, the new fares should be regarded as

temporary in character and subject to later modification if a

more thorough investigation of traffic conditions shows that a

better system of fares can be devised. The Commission is not

satisfied that this company is right, and practically all the other

large companies of Massachusetts wrong, with respect to the ad-

vantage of a comparatively low minimum fare and the retention

and encouragement of short-haul traflBc. The idea that riding

must ultimately be confined to those who find the service a ne-

cessity and that no benefit can be gained by attempting to at-

tract any other class of riders is based upon a pessimism with

which we have little sympathy. That this idea is not a prevalent

one in the industry may be gathered from the following editorial

paragraph taken from the Electric Railway Journal of June 22,

1918: —
It was our recent privilege to look over a traffic study made in a town

of 50,000 people with a view to proving the need, at a forthcoming hear-

ing before the State Commission, for a higher rate of fare. Quite a sur-

prise was sprung upon the management when its expert produced statis-

tics of travel not by lines but by fractions of lines. Here, for example,

was a line 4 miles long on the first 2^ miles of which 70 per cent of the

traffic originated, whereas the remaining, outer, 1| miles produced only

30 per cent. Two things immediately became obvious : First, that many
short riders would walk if they had to pay more than 2 cents a mile;

second, that the long riders were getting too much service at an absurdly

low rate of fare. This condition proved so prevalent that the company

has already decided not to ask for a flat increase in fare but simply to

put all the facts before the Commission that the latter may decide whether

real relief can be obtained in better ways than by the driving off of short

riders.

We are aware that the management expenses have been cut to

the bone and that the general manager has been overburdened
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and laboring under great difficulties. At the same time, the

Commission has confidence that it will pay this company, poor

as it is, to make a more careful study of traffic conditions and of

the whole rate problem than we have been given any reason to

believe that it has yet made, "and in such a study we will gladly

assist to the extent of our ability. The Inspection Department

will be directed to begin this work at once, and the Commission

will reserve the right to reopen the case for further consideration

at any time when such action appears desirable. The investiga-

tion pursued by the Commission will also cover questions of op-

eration.

In conclusion, a word should be said in regard to the financial

policy of this company. Substantially all the common stock is

owned by a holding company organized in the form of a volun-

tary association and known as the Boston Suburban Electric

Companies. This holding company was formed in 1901 and ac-

quired, at about that time, most of the companies which were

afterwards consolidated as the present Middlesex and Boston.

The remainder were acquired a few years later. While these

companies, which were thus brought under common control, were

operated from the beginning in combination under a single man-
agement, the separate corporate organizations were maintained in

some cases for several years, and the process of technical consoli-

dation was not completed until 1912. During the intervening

period some of the companies had net earnings applicable to div-

idends, but others did not. The policy was followed, however, of

declaring dividends in the case of the more prosperous companies

practically up to the extent that the earnings would permit, while

the deficits of the other properties continued to increase. The
Newton and Boston Street Railway Company, in particular, which

sold power to some of the other companies, accumulated a deficit

which amounted at the time of its consolidation to $281,692, or

more than the par value, $200,000, of its outstanding stock.

As a result of this policy, the total dividends paid in every year

up to 1913 were in excess, often largely in excess, of the combined
net earnings of the system, so that, when the final merger was
effected in 1912, the consolidated company was found to have a

profit and loss deficit of more than $250,000. While the policy

which was thus pursued with respect to dividends prior to the

time of technical consolidation was no doubt legally permissible,

it seems to the Commission that it was unsound and detrimental

to the best interests of the shareholders of the holding company.



160 APPENDIX— ORDERS. [Jan.

If the companies which were brought under common control had

been consolidated from the start, no one would have contended

that the amounts could properly be paid out in dividends which

actually were paid, and it does not seem that the mere fact that a

technical merger had not been effected, although the companies

were in fact combined as one system, changed the situation from

the standpoint of sound business policy. It is true that the divi-

dends paid were not large, but, while this is an alleviation, it does

not alter the essential character of the policy. It was pursued, it

should be said, prior to the enactment of the Public Service Com-
mission law and at a time when the Board of Railroad Commis-

sioners had no power to suspend tariffs and only recommendatory

authority over rates.

Since the final consolidation in 1912, the company has con-

sistently paid practically all the dividends that its yearly earnings

would permit, without regard to the large accumulated deficit and

with little regard to a proper provision for the maintenance and

depreciation of its property. At the public hearings in the fare

case last summer, the attention of counsel for the company was

directed to the fact that it had not expended the 20 per cent of

its gross revenue for maintenance and renewals recommended by

the Commission in its 1914 decision, and he was asked whether

the dividends which had been paid were justified under these

conditions. In reply he stated that "if the property is kept in a

reasonably safe condition in the judgment of the operating oflBcers

of the company, they feel that they are entitled to pay a moder-

ate dividend" (Record, p. 505). Later he elaborated this answer

as follows (Record, p. 506) :
—

I think that I can fairly say that the board of directors believe that if

the property is kept in a safe condition so that they have no apprehen-

sion from accidents that could be prevented by the exercise of reasonable

precaution, that a moderate return to the stockholders, paid from year

to year, stands on the same basis as a payment to the employees— and

that they are entitled to make it.

In other words, it is the policy of this company, notwithstanding

the fact that its capital stock is clearly impaired by the accumu-

lated deficit, to say nothing of depreciation, to regard moderate

dividends practically as a fixed charge, to be paid in preference

to the up-keep of the property, provided only that it is kept in

"reasonably safe" condition.

Such a policy in competitive business would be regarded as

destructive of the best interests of the owners of the property and
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contrary to principles of good finance, and it is difficult to believe

that the mere fact that this company is a public service corpora-

tion, rather than an ordinary industrial enterprise, makes such a

difference that a practice of this sort becomes sound which would

otherwise be unsound. If the prosperity of a street railway com-
pany were merely a matter of rates and any deficiency in earn-

ings could be regarded as wholly temporary pending an advance

in charges, there might be more ground for such claim, but this

is not the case. Prosperity is not only dependent upon rates, but

also upon location and general conditions. As the counsel for

this company has rightly said, there is an "inherent economic

limitation" in the amount which a company can secure for its

service.

If the company is ultimately to be put squarely upon its feet,

it will be necessary to wipe out the accumulated deficit, charge

off abandoned property and improve the physical condition of the

property now in use. Under the circumstances and especially

under present conditions, the stockholders may well consider

whether the policy which has been and is now being pursued with

respect to dividends is not one which is likely in the long run to

prove detrimental to their best interests.

By the Commission,

ANDREW A. HIGHLANDS,
June 29, 1918. [P. S. C. 2096] Secretary.
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MILFORD, ATTLEBOROUGH AND WOONSOCKET
FARES.

Notice of Milford, Attleborough and Woonsocket Street Railway

Company of proposed changes in rates of fare for passengers

upon its railway.

Bentley W. Warren for Milford, Attleborough and Woonsocket

Street Railway Company.

John C. Lynch for Towns of Bellingham, Franklin, Hopedale,

Mendon, Milford, Plainville and Wrentham.

The Milford, Attleborough and Woonsocket Street Railway

Company is a small company which owns and operates about 30

miles of single track in rural territory southeast of Worcester and

near the Rhode Island line. The following table shows the towns

which it serves, with their population in 1915: —
Population.

Bellingham, 1,953

Blackstone,

Franklin, .

Hopedale,

Mendon, .

Milford, .

Plainville,

Wrentham,

5,689

6,440

2,663

933

13,684

1,408

2,414

In the case of Blackstone, Hopedale and Mendon, the road merely

runs through a corner of the .town. There are two lines which

intersect in the town of Bellingham, the four termini being Mil-

ford, Caryville (in Bellingham), Plainville and the Rhode Island

state line. The cars run through from the latter point over the

tracks of the Rhode Island Company into Woonsocket, and at

Plainville the Interstate Consolidated company connects for Attle-

boro. The chief business is between Milford, Franklin and

Woonsocket.

Fares have not been changed materially since the road began

operation. The unit is 5 cents and the seven zones vary from 5.4

miles to 1.3 miles in length. The company now proposes to es-
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tablish a mileage system, dividing the road into 28 zones, averag-

ing about 1 mile in length, making the rate 2| cents per zone,

with a minimum fare of 5 cents good for a ride in any two adja-

cent zones. When the total fare computed shows a half cent, the

company proposes to collect the full cent. The cash fare for a

ride of three zones would thus be 8 cents, rather than 7| cents;

but provision is made for the sale of 10 tickets for 25 cents, so

that patrons may in all cases obtain rides at the exact rate of 2J
cents per zone. It is estimated that the new tariff would produce

a total passenger revenue of $170,643 as compared with $96,810

in 1917, an increase of 76.3 per cent.

The company was organized in 1899 and the outstanding stock

and bonds were all Issued with the approval of the Board of

Railroad Commissioners. The capitalization on March 31, 1918,

was as follows :
—

Stock, $315,000

Bonds, 300,000

Notes payable, . . . 20,000

$635,000

The indebtedness evidenced by the notes has been incurred with-

out public supervision, but the amount is comparatively small.

The permanent investment per track mile is but $22,156.

All the stock has been owned since 1907 by a voluntary associ-

ation, known as the New England Investment and Security Com-
pany, which also controls the Worcester Consolidated, Spring-

field, and Interstate Consolidated companies. In general, all four

companies have the same executive officers, salaries being pro-

rated on the basis of gross earnings. As a result, the manage-

ment expense of the Milford, Attleborough and Woonsocket is

low, the amount spent for salaries of general ofiicers in 1917 being

but $897. Until about 1913 the New England Investment and

Security Company was controlled, directly or indirectly, by the

New York, New Haven and Hartford Railroad Company. Con-

trol is now in the hands of its preferred shareholders, but the

railroad company still has the largest financial interest. The Mil-

ford, Attleborough and Woonsocket stock was originally acquired

by the holding company in exchange for half the amount of New
Haven stock, then paying 8 per cent.

The bonds bear interest at the rate of 5 per cent, but mature

on October 1, 1919. Dividends have been paid in but eight of

the 18 years in which the road has been operated, as follows: —
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Per Cent.

1902, . . .4
1906, 2|

1908, . . . . . .4
1909, 4

1911, 3

1913, 6

1914, ' 6

1915, 4

Operating revenue reached its maximum in 1913 and has since

fallen off, while operating expense during the same period has

steadily increased, as shown by the following table: —

Year ended —
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Year ended — Total
Maintenance.

Per Cent
Operating
Revenue.

Per
Car Mile
(Cents).

June 30, 1913,

June 30, 1914,

June 30, 1915,

June 30, 1916,

December 31, 1916,

December 31, 1917,

819,339

17,383

19,949

23,145

24,059

23,467

16.72

15.24

17.86

21.73

22.50

21.70

4.39

3.94

4.71

5.42

5.58

5.43

In view of the fact that the 1917 maintenance expenditures in-

cluded $2,458 for depreciation reserve, while no similar appropria-

tion was made in 1913, the increase in this item has not been

large.

In 1917, earnings failed by $8,264 to pay operating expenses,

taxes and interest on debt. The company has based its case in

support of the new schedule of rates upon the following estimate

of revenue required :
—

Operating expenses (estimated for 1918), . . . . . $114,446

Depreciation which should be set up in addition to that now
being set up annually on account of depreciation of rolling

stock, . . .
• 10,731

Taxes (estimated for 1918), 5,100

Return on investment (6 per cent of $638,900), . . . ' 38,334

Contingency allowance (1 per cent of gross), .... 1,703

Revenue required, $170,314

A further estimate was submitted indicating that the new rates

would provide a yearly revenue of $170,643, or about the amount
required.

The estimated operating expenses for 1918 compare with actual

expenses in 1917 as follows: —

1917. 1918.

Way and structures, .

Equipment,

Power, . . . .

Conducting transportation.

Traffic

General and miscellaneous.

$10,993
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The estimates for "Equipment," "Conducting Transportation"

and "Traffic" were accepted by the remonstrants as reasonable,

but it was urged that the other items were too high and that the

total estimate might fairly be reduced from $114,446 to $105,291,

a decrease of $9,155. The Commission was not convinced that

the remonstrants were right in this contention, but the question

is not now important, for the company, as the result of an arbi-

tration award by Mr. Henry B. Endicott, executive manager

of the Public Safety Committee of Massachusetts, has recently

given the men an increase in wages estimated to amount to more

than $15,000 per year. In view of this award, which has raised

the maximum wage for blue-uniform men from 34| cents to 43

cents per hour, there can be little doubt that the total operating

expense for the ensuing year will exceed the sum estimated, if the

property is properly maintained.

The company manufactures its power in a small plant which is

not of the most modern design. The cost naturally compares un-

favorably with the cost in larger and better equipped stations,

and it was urged that the road could save expense by buying

from some hydro-electric or other large power supply company.

Under present conditions, however, it appears that it would be

difficult to make an advantageous arrangement of this sort. The
investment in the present plant would remain, and it would be

necessary to add converting apparatus, exceedingly difficult to

obtain in war time, even if the company could raise the necessary

capital.

The further allowance for depreciation included in determining

revenue required is $5,985 less than the amount at first estimated

by the company, the reduction being made along lines indicated

by the Commission in the Springfield rate case, decided March

30, 1918. It would permit a provision for depreciation far larger

than has been made in the past, but, if adequate provision had

been made heretofore, the company would now have a reserve

available for the replacement of old cars and semi-obsolete power

equipment. It is true that depreciation requirements are rela-

tively less on a small country road like this, operating in part on

private right-of-way, than in the case of the larger city systems;

and it also seems that the company has included in its mainte-

nance estimates more items properly chargeable to a depreciation

reserve than it has made allowance for. A careful analysis of the

property would be necessary before reaching a definite conclusion

in regard to this matter, but it is safe to say that the further al-
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lowance for depreciation, over and above renewals provided for

in maintenance, should not be less than $7,500.

The company's allowance for "return on investment" is 6 per

cent of the book value of physical property. This would be

sufficient, after meeting interest on funded and unfunded debt,

to pay dividends of slightly more than 7 per cent. No such divi-

dends have ever been paid by the company, even during the

period prior to 1913, when it was free to raise its fares without

Commission approval. In other words, the company is now seek-

ing, if this estimate may be taken as an expression of its desire,

to obtain a return which has been consistently beyond its reach

in normal times when it was apparently content with existing

fares.

A brief review of the company's record in the past is desirable

in considering this question of return. As shown above, while

little provision for depreciation has been made, dividends in the

aggregate have been meager, and it cannot be said that the fail-

ure to care for depreciation has been due to excessive payments

to the stockholders. Their return has been considerably less than

they were justly entitled to receive. While much of the property

is old and below modern standards, it has been maintained in

fairly good physical condition. Inspectors of the Commission

report that the condition of roadbed and track on the whole is

above the average for country lines in the commonwealth. Rela-

tions between the company and the communities which it serves

have been friendly, and, if the latter have not been satisfied with

the service, they at least have made very few complaints to the

Commission. Aside from these facts there is nothing in the com-

pany's history which calls for comment, except two investments

which seem to have been ill-advised. Shortly after operation be-

gan, certain real estate and water power rights were sold for

$20,000, which was paid in bonds of the Worcester Textile Com-
pany which have had little, if any, value. The company also in-

vested about $28,000' in a park at Hoag Lake, which for some

time has been abandoned. This latter investment, however, was

made at a time when parks were believed to be a desirable ad-

junct to the street railway business, and when other companies

were very generally making similar investments.

Taking all facts into consideration, including the failure to re-

ceive an adequate return in the past, 7 per cent on the stock in-

vestment could not fairly be regarded as unjust or unreasonable

under ordinary circumstances. It may seriously be questioned.
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however, whether a company can reasonably or wisely seek to ob-

tain, under war conditions, a return substantially in excess of any

return which it has been able to earn throughout its entire past

history. If this company could be assured of earning at the

present time, after meeting all necessary expenses and charges,

including depreciation requirements, 5 per cent upon its capital

stock, it would have reason to regard itself as fortunate.

The contingency allowance of one per cent of gross earnings

was held by the Commission in the Springfield rate case to be

reasonable. The estimate submitted for taxes is about SI,500 in

excess of the amount paid in 1917. We, see little reason to be-

lieve that there will for the present be such an increase.

Summing up, the minimum revenue requirements of the com-

pany may be estimated as follows: —

Operating expenses, . . - 1114,446

Depreciation reserve, 7,500

Taxes, 3,600

Return on investment (interest on debt and 5 per cent on

stock), 32,034

Contingency allowance, 1,592

Revenue required, $159,172

In view of the recent heavy increase in wages and the other facts

above stated, this estimate may be regarded as conservative.

Allowing 6 per cent on stock, the amount would be increased to

$162,322.

To secure this revenue the company must depend upon its

passenger business and, in lesser degree, upon other sources of

income, such as freight and express traffic. Last year the revenue

received from these other sources was $12,174. The company has

recently been permitted, however, to follow the steam roads in

increasing its freight rates materially, and the outlook for this

branch of the business seems in other respects good. It is not

unreasonable, therefore, to assume that the company should be

able to secure at least $15,000 from these other sources of income

during the ensuing year. This leaves about $144,000 to be ob-

tained from passengers, or about $147,000 if a 6 per cent return

be included.

The increase in fares proposed is very heavy. The following

table shows the change in the rate between typical points and the

percentage of increase in each case, together with the average: —
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The towns through which the road operates are not opposed to

an increase in fares, but are all hostile to the proposed mileage

zone system of charging. They united in employing special

counsel and an expert accountant to represent their interests be-

fore the Commission and strongly urged, as an alternative, that

the present zones be retained and the unit of fare raised from 5

cents to 7 cents. Their contention is that the mileage zone sys-

tem, with its violent and disproportionate increases in the rates

between the various centers, would destroy the good feeling

which has heretofore existed, discourage travel, encourage every

feasible form of competition, and prove of little financial benefit.

On the other hand they feel that, if the existing system of charg-

ing were retained and the minimum fare raised to 7 cents, the

people of the towns would willingly pay the higher rate, that

there* would be no substantial loss of traffic, and that results

would be to the advantage of all concerned.

Certain modifications of the proposed zone system were sug-

gested by the Commission at the hearing, and the company was

asked to submit estimates of the probable revenue in each case

corresponding to the estimate of $170,643 for the schedule as

filed. These modifications were as follows: —
Plan I.— Under this plan the mileage zones would not be changed,

but the rate would be 2 cents per zone, instead of 2| cents, and the mini-

mum fare would be 5 cents for three zones or less, instead of 5 cents for

two zones. The revenue estimate submitted by the company is $131,264.

Plan II.— This would be the same as Plan I, except that the mini-

mum fare would be 6 cents for three zones or less. The revenue esti-

mate is $136,515.

Plan III.— Under this plan, instead of changing the rates, a some-

what similar result would be accomplished by reducing the number of

zones on the lines between Milford and Franklin and the Rhode Island

boundary, where the traffic is heaviest. The zones between Milford and

Bellingham Four Corners are short under the schedule as filed, and these

would be reduced from seven to five. Between Bellingham Four Corners

and the Rhode Island line, four zones would take the place of five. The

estimate submitted for this plan is $152,243.

No estimate was submitted by the company of the probable

revenue results from a straight 7-cent fare, but on the basis of

the number of passengers carried in 1917 — and the number has

decreased rather than increased so far this year — the total pas-

senger revenue would be $136,808, assuming no traflSc loss, and

$123,128 if the loss were 10 per cent.
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Clearly the company is fairly entitled to additional revenue,

and the question comes as to which of the suggested methods of

increasing fares it should be permitted to adopt. The mileage

zone system has recently been put into effect on many lines in

Massachusetts and has certain marked advantages. Each pas-

senger pays in proportion to the length of his ride — in other

words, for what he receives — and it is possible to retain a low

minimum fare for short-distance travel, a form of traffic which is

very desirable from the street railway standpoint and likely to be

lost if a high minimum is established. In and about Franklin

Center this company now has quite a little traffic of this sort, in

connection with certain manufacturing establishments. Under

the existing system, also, there are marked inequalities in rates.

Between Milford and Bellingham Center, a distance of 5.3 miles,

the fare is 5 cents, whereas it is necessary to pay 10 cents for the

ride between the Unionville car house and Bellingham Center, a

distance of but 2.5 miles, since a single fare from the latter point

is good only for the 1.3 miles to Bellingham Four Corners.

It is true, however, that a straight 7-cent fare has less disad-

vantages on this road than on many others, for the proportion of

short-haul traffic is low and the riding is mainly between centers

of population some distance apart. Much of the trackage runs

through territory where little, if any, traffic originates. The
communities are accustomed to the present system of charging,

apparently are satisfied with it and, by retaining this system, the

company could not only preserve the good feeling which now
exists but would also save the trouble and expense involved in

the introduction of a rather complicated and experimental new
method of collecting fares.

If the zone system is to be adopted, it seems to the Commis-
sion, in view of the company's estimate, that Plan III is the one

which ought to be approved. If these estimates are correct, it

will provide somewhat more revenue than the- minimum require-

ments above indicated, but these requirements were determined

on a very conservative basis, and, taking into consideration the

heavy increase in wages and the low return estimated on the

stock, it is not unreasonable to allow some margin, nor is it un-

reasonable to make the differentiation between the lines in ac-

cordance with traffic density which this plan provides. The rate

per mile would average less than 2| cents, which is the rate re-

cently approved for all the interurban electric lines of Indiana and

lower than the present single-ticket rate upon all steam railroads.
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The further question, however, of whether this plan, or the 7-

cent fare plan urged by the remonstrants should be adopted, we
feel is a matter of opinion upon which the Commission ought not

to interfere with the judgment of the management. Neither plan

will give the company excessive profits, and neither can fairly be

attacked on the ground of unjust discrimination. The mileage

zone system has been approved by the Commission in other cases

as an equitable method of charging and, while there are inequali-

ties in the existing system, it has the sanction of custom and

usage. On paper, the 7-cent fare would provide less revenue, but

in reality it might prove of greater financial benefit. This, how-

ever, cannot be demonstrated in advance of actual experience,

and resolves itself into a question of personal opinion.

Upon the evidence, the Commission is inclined to believe that

it would be good judgment, in the case of this particular road, to

try the 7-cent fare. A friendly community is a better asset for a

street railway company than an anticipated gain in revenue

which, however reasonable it may be, is still largely a matter of

uncertain speculation. However, the local management is better

able to judge this question of expediency than we are, and it is

right and proper, under the circumstances, that it should have

the opportunity to do so. The towns which the company serves

ought not to forget that they have been receiving service at less

than cost, including a reasonable profit to the stockholders, ever

since the road began operation, and they ought not to oppose

any plan which is likely to increase its prosperity and enable it to

secure the credit which it will presently need. If the company,

therefore, files a supplemental schedule modifying the tariff now
on file in the manner indicated in Plan III, or cancels this tariff

and substitutes a new schedule providing for a straight 7-cent

fare, either of these changes will be approved by the Commission

and will be allowed to take effect upon short notice.

It should be added that, in case the zone system is adopted and

any complaint arises in regard to the location of zone limits, the

Commission reserves the right to receive and adjust such com-

plaints without prejudice.

For the Commission,

ANDREW A. HIGHLANDS,
July 15, 1918. [P. S. C. 2102] Secretary.
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MILFORD AND UXBRIDGE FARES.

Notice of the Milford and Uxbridge Street Railway Company of

proposed increase in passenger fares upon its railway.

Wendell Williams] „ t,^.i« , , tt i • i r. t^ .,

,-- -ni AT lor IViiltord and Uxbnaffe btreet KailwayMaxham E. Nash „ ^ '^

ITT X * Company.
Waltek L. Adams

j

f j

Frederick H. Hilton for Town of Framingham.

William B. Kingsbury
T T» T^ I

for Town of Holliston.
John B. Kearns

j

W. W. Allendorf 1 „ „ « TVT^ ,TO tor iown oi Medway.
A. L. Saunders

J

John C. Lynch for Town of Milford.

WiLMOT R. Evans, Jr., for Town of Westwood.

On August 9, 1917, the Commission authorized the Milford and

Uxbridge Street Railway Company to increase the unit of cash

fare on all owned lines from 5 cents to 6 cents, to withdraw exist-

ing reduced-rate tickets and to substitute workingmen's tickets at

the rate of 5 cents each (20 tickets for a dollar) good in all zones

during certain hours only, in lieu of a cash fare, and to issue

tickets for one dollar good during all hours for 10 continuous

rides over the two fare zones between Holliston and Framingham

(5 P. S. C. Rep., p. 125).

The essential facts in regard to the past financial and operating

history of the company are set forth in the report accompanying

the order in that case. The Commission found that the stock and

bonds and the larger part of the notes payable, then amounting

to $53,500, represented honest and reasonably prudent invest-

ment, that the company was entitled to a 6 per cent dividend on

its stock and interest charges on the bonds and notes included in

such investment, and might, as a conservative estimate, lay aside

annually not less than $17,230 for depreciation. Based upon the

company's return for the year ended December 31, 1916, showing

net income of $28,811.30, the Commission found that the com-
pany was entitled to the additional income of $31,052 which it

expected to realize from the proposed increase of fares.

The fares then allowed went into effect August 19, 1917. Fail-

ing to realize the increase in net revenue anticipated from this

increase in fares, the company, on June 29, 1918, filed a new sched-
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ule substituting for its present system of irregular and overlap-

ping zones, averaging about 4 miles in length, a mileage zone sys-

tem on all owned lines, similar to that recently approved by the

Commission for the Boston and Worcester Street Railway Com-
pany (P. S. C. Docket No. 2178). Under this system the road is

divided into sections about one mile in length and a rate of 2J
cents per zone with a minimum fare of 6 cents for a distance of

three zones or less is established. On the leased line of the Med-
way and Dedham Company the existing fare zones are retained,

but the present 5-cent unit of fare is increased to 6 cents on the

section of the line between Dedham and Medway, and to 7 cents

on the section between Medway and Franklin. The 5-cent ticket

rate through the sale of workingmen's tickets is retained, and

each ticket is good during the same hours in lieu of the proposed

6-cent minimum cash fare on all owned lines, and in lieu of the

7-cent cash fare on the Medway-Franklin section of the Medway
and Dedham line.

In order to determine the amount of additional gross revenue

to which the company is entitled the following table is submitted,

showing the comparative income record of the company for the

years ended December 31, 1916, and June 30, 1918, together with

the company's estimate for the year ending June 30, 1919, assum-

ing no change in the present fares: —

Year ending-

December
31, 1916.

December
31, 1917.

June 30,
1918.

June 30,

1919.

Operating Revenues.
Passenger revenue, .....
Revenue from Grafton and Upton Railroad,'
Miscellaneous revenue, 2 ....

Total operating revenue, 2

Operating Expenses.
Maintenance expenses, .....
Depreciation, ......
Net power expense,'.....
Conducting transportation, ....
Traffic and general and miscellaneous.

Total operating expenses, ' . . .

Taxes and fixed charges, ....
Net income

Revenue passengers carried.

$252,867
29,855

4,304

5287,026

$49,129
3,679

50,236
85,818
25,572

$214,434

$43,780

$28,812

5,307,233

$269,288
29,491
5,850

$278,480
28,168
4,463

$304,629

$50,175
4,935
69,200
94,081
24,382

$311,111

$56,662
8,684

61,867
96,062
24,971

$242,773

$43,822

$18,034

5,334,863

$248,246

$49,690

$13,175

5,152,941

$286,217
28,168
3,468

$317,853

$56,662
17,230
61,487

111,148
27,930

$274,457

$57,376

$13,980<i

1 In the company's return for the year ending December 31, 1916, this item is not shown,
but the expense accounts are arbitrarDy reduced by an equivalent amount. The figures have
been readjusted in conformity with the latest form of return, so as to show the receipts from this

source and the actual operating expenses for the entire system.
2 Exclusive of receipts from sale of power.
' Crediting receipts from sale of power.

d Deficit.



1919.] MILFORD AND UXBRIDGE FARES. 175

The report of the Commission in the last fare case was based

upon the figures for the year ended December 31, 1916. For the

present case, the latest figures available are those for the year

ended June 30, 1918, which includes a period of a little more

than 10 months under the present system of fares. If these fares

had been in effect during the entire year, the company estimates

that the passenger revenue would have shown an increase of

$7,737 over the amount actually received, and its estimate of

passenger revenue for the year ending June 30, 1919, is made

upon that basis. It appears, therefore, that the passenger rev-

enue, as a result of the fare increase already allowed, has shown

an increase at the rate of $34,350 a year, as compared with the

revenue for 1916, in spite of a decrease of about 3 per cent in the

number of revenue passengers. The estimated increase of $31,032

in gross revenue has thus been exceeded by more than 7 percent,

a noteworthy result in view of the fact that the revenue results

from other rate increases allowed by the Commission have in al-

most every case fallen far short of the anticipations of the com-

panies.

This increase has, however, been more than offset by increases

in operating expenses and fixed charges during the same period.

Maintenance expense, mainly on account of increased motor re-

pairs and snow expense due to weather conditions last winter, in-

creased about $7,500; the depreciation allowance has been in-

creased by about $5,000, but the total is only one-half the amount

approved in the former rate case by the Commission as the mini-

mum requirement; the power expense, by reason of the increased

cost of coal and a decrease in the amount of power sold to the

Milford Electric Light Company at a profitable rate, shows an

increase of about $10,600; transportation expense, as the result

of increased wages, shows an increase of about $10,000; and

taxes and fixed charges have increased by about $5,900, chiefly as

a result of the maturity of the company's 5 per cent bonds on

January 1, 1918, and the necessity of extending them on a 7 per

cent basis. As a result of these and other increased expenditures

unavoidably incurred, the net income of the company, instead of

showing an increase, has fallen off during the present year more

than $15,000, as compared with the year ended December 31,

1916.

The estimates of expense submitted by the company for the

ensuing year show a further increase of substantial amount in

several of the expense accounts. Maintenance charges are placed

at the same figure as last year, but an allowance of $17,230 is
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made for depreciation in conformity with the finding of the Com-
mission in the former rate case. At that time the company's

maintenance accounts showed an expenditure of $49,129, so that

maintenance and depreciation requirements combined amounted
to $66,359 as compared with the company's estimate of $73,892

for the ensuing year. As the estimate made for depreciation in

the former rate case seemed to the Commission to represent a

minimum rather than a maximum provision, and as the price of

labor and materials has advanced, the company's estimate of fu-

ture maintenance and depreciation requirements could hardly be

regarded as excessive for a prosperous company in normal times.

It is to be observed, however, that the maintenance expense for

last year, on account of weather conditions, was in excess of nor-

mal requirements. Moreover, as this account has not been

checked, it is possible that certain renewals which might properly

be regarded as a depreciation charge, have been included in the

maintenance account, and in any event, it is doubtful whether

street railway companies may reasonably expect to provide for

maximum depreciation requirements under present war condi-

tions. It seems to us, therefore, that $70,000 would be a reasonably

adequate allowance for maintenance and depreciation charges.

Since July 12 of this year the company has ceased to manu-
facture its own power, and is purchasing it from the New Eng-

land Power Company at some saving in expense. It will, how-

ever, be deprived of its profits from the sale of power to the

Milford Electric Light Company, as the latter company also is

now obtaining its power from the New England Power Company.
Based upon the power consumption of last year, the net saving to

the company will be only $380. It is possible that some saving in

power may result from the adoption of the recommendation of

the New England Fuel Administrator requiring a general reduc-

tion in the number of stopping places upon the lines of street

railway companies, but on an interurban road of this character

where the stops are now widely spaced, the saving would not be

substantial.

The estimated cost of conducting transportation is based upon

a wage increase in the maximum rate from 34 cents to 39f cents

per hour, effective July 1, 1918, and the prospect of a further in-

crease about November 1, 1918, to 43 cents per hour, the rate re-

cently approved by Mr. Henry B. Endicott, Executive Manager

of the Public Safety Committee, for the Worcester Consolidated

Street Railway Company. As the result of a 10 per cent increase
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in fire insurance rates and the automatic increase of compensation

insurance on account of the increase in wages, the company's gen-

eral and miscellaneous expense for next year, if other items re-

main the same, will show an increase of $2,959 over last year's

figure. For reasons which need not here be detailed certain small

increases in other minor items may be anticipated.

Taxes and fixed charges for next year will also show a .substan-

tial increase. The increase in taxes, according to the company's

estimate, will amount to $1,156. As the company has expended

since January 1, 1918, over $33,000 for the installation of power

plant machinery required for the conversion into direct current of

the alternating current purchased from the New England Power
Company, and as this expenditure is represented in part by an

increase in short-time notes from $51,000 to $77,969, the interest

charge on floating debt next year will show an increase of $1,530.

Last year the interest rate on outstanding bonds was 5 per cent

for six months and 7 per cent for six months, whereas the rate

hereafter will be 7 per cent for the entire year, thus increasing the

interest charge on funded debt by $5,000.

The estimates filed by the company have all been carefully

checked, and appear to be reasonable, except for the items of

maintenance and depreciation, which should, in our opinion, be re-

duced to an aggregate amount of $70,000, as explained above.

The total sum necessary for operating expenses and fixed charges

will, therefore, on a reasonable estimate, amount to $327,941. As

an additional sum of $26,400 would be needed to pay a dividend

of 6 per cent on the capital stock, the total revenue requirements

of the company would amount to $354,341. As the total operat-

ing revenues for next year on the basis of present rates and

trafiic would amount to $317,853, as shown in the table filed

above, the company is reasonably entitled to an increase of rates,

which will yield an additional revenue of $36,488.

The company has also submitted an estimate of the increase in

revenue which would be likely to accrue from the rate increases

proposed. Under the mileage zone system on the company's
owned lines, passengers would be able to ride a distance of ap-

proximately 3 miles for the present 6-cent fare, and the entire

increase of revenue would be contributed by the long-distance

riders, who constitute, according to the company's estimate, about

55 per cent of the total travel. The company also estimates that

the average increase for such passengers would be about 20 per

cent, and that the total increase of revenue from its owned lines.
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upon the basis of present traffic, would amount to $25,636.68 a

year. While it is exceedingly difficult to make any accurate fore-

cast of the revenue results from the establishment of an entirely

diiferent fare system, and while the company's estimate can be

regarded as approximate only, it appears to have been carefully

made upon the basis of traffic counts, and seems to be as nearly

reliable as any estimate that can now be made.

On the Medway and Dedham leased line it should be possible

to make a closer estimate of the probable increase in revenue. On
the Medway-Franklin section of the line the company estimates

that 25 per cent of the passengers now paying a 5-cent cash fare

would use the proposed 5-cent workingmen's tickets, good during

certain hours only, and that the remainder would pay the 7-cent

cash fare. This is equivalent to a uniform 6^-cent rate, or an in-

crease of 1^ cents over the present fare on this section of the line.

In the Medway-Dedham section there would be a straight in-

crease of 1 cent per passenger. For the year ended June 30,

1918, there were 133,240 cash passengers between Medway and

Franklin and 713,159 between Medway and Dedham. The com-

parative figures for the year ended June 30, 1917, were 174,642

and 698,570 respectively. The decrease of travel in the Medway-
Franklin section, amounting to over 23 per cent, was due largely

to the abnormal weather conditions of the past winter, which ne-

cessitated the closing of the line for a period of three months.

The company has estimated a further decrease of 5 per cent in

this travel, but even with an increase in rates it does not seem

likely that the travel for the ensuing year would fall below last

year's figure. On the Medway-Dedham section the company has

^Iso estimated a 5 per cent decrease in travel, but as last year's

travel showed some increase over the year before, and as the pro-

posed increase is about the same as that allowed last year on the

lines owned by the company, it seems to us that an estimate might

reasonably be made upon the basis of a similar decrease of about

S per cent in passenger traffic. Upon this basis the increase of

revenue on the entire Medway and Dedham line would amount

to $8,916.24.

In addition to operating its own lines and the leased line of

the Medway and Dedham Company, the Milford and Uxbridge

Company has an arrangement with the Grafton and Upton Rail-

road Company under which it supplies the power, cars and car

employees for the transportation of passengers on the latter road,

and receives a designated portion of the total passenger receipts.
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As the result of increases recently made in railroad passenger

rates, the fares for one-way passengers on the Grafton and Upton

road are now at the rate of 3 cents a mile. The increased com-

pensation received under the Grafton and Upton contract since

June 'lO, 1918, when the 3-cent rate became effective, if com-

puted on the basis of a full year's travel, would amount to $4,551.

If these various estimates are reasonable, the increase of revenue

for the entire Milford and Uxbridge system under the fares pro-

posed and those recently made effective for the Grafton and Up-

ton railroad, would amount to $39,103.92, which is $2,615 in ex-

cess of the amount to which we have found that the company is

entitled.

Irrespective of the question as to whether the schedule of rates

proposed by the company would yield an excessive amount of

revenue, the representatives of the various communities who ap-

peared at the hearing were practically unanimous in their opposi-

tion to the establishment of a mileage zone system as a method

of obtaining additional revenue, largely because it seemed to im-

pose a disproportionate burden upon long-haul riders. The need

of additional revenue was generally recognized and the view was

generally expressed that if the Commission found that the com-

pany was entitled to higher rates there would be little opposition

to an increase of one cent in the present fares on all owned lines if

the existing fare zones were retained. No opposition was offered

to the schedule proposed for the Medway and Dedham line,

which was substantially upon that basis. In a brief filed subse-

quent to the hearing by counsel for the town of Framingham a

preference was expressed for the mileage zone system, but that

view was not strongly urged, and appeared in large measure to be

contingent upon the extension of the terminus of zone 6 under

the mileage zone plan from Holliston square to Highland street in

the town of Holliston. The company stated that an increase of

the cash fare on its owned lines from 6 cents to 7 cents and of the

workingmen's tickets from a 5-cent to a 6-cent rate would yield

approximately the same amount of revenue as the mileage zone

plan proposed, and that it was indifferent as to which plan should

be adopted.

A similar situation arose in the recent rate case of the Milford,

Attleborough and Woonsocket Street Railway Company, except

that the company at the time of the hearing expressed a prefer-

ence for the mileage zone system, largely because it seemed likely

in that case to yield a larger revenue (P. S. C. 2102). In its re-
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port in that case the Commission, after a brief discussion of the

relative merits of the two plans, and largely because of the ad-

vantage to the company of preserving friendly relations with the

communities it served, recommended that the company adopt a

straight fare increase to 7 cents, rather than a mileage system,

and this recommendation has been followed by the company. It

seems to us that owing to similar considerations in the present

case, a straight increase of fare on all owned lines, as suggested

by the remonstrants, is preferable to the fare plan suggested by
the company.

If we assume the same decrease in riding during the year end-

ing June 30, 1919, as in the year ended June 30, 1918, the in-

crease in revenue on the basis of one cent additional for passen-

gers paying a cash fare or using workingmen's tickets, would

amount to $33,122 94. As the schedule for the Medway and

Dedham line and the compensation from the Grafton and Upton
Railroad would remain the same, the total estimated increase in

revenue, if this alternative were adopted, would amount to $46,-

590.18, which is about $10,000 in excess of the sum to which the

company appears to be entitled.

We are therefore of the opinion that some reduction in the'

rates suggested is reasonable, and that the benefit of such re-

duction should be given to those using the workingmen's tickets

and the special Holliston-Framingham tickets by the sale of

workingmen's tickets at the rate of 18 for $1, instead of 20 for

$1.20, on all owned lines of the company, and by the sale of

tickets good for 9 continuous rides by local passengers between

Framingham depot and Highland street, Holliston, or intermedi-

ate points, for $1, good only for the original purchaser or mem-
bers of his family. If this modification were made, the estimated

increase in revenue from the entire system would be reduced to

$43,100, but would still be $6,612 in excess of the apparent rev-

enue requirements of the company.

It is to be remembered, however, that these figures are based

upon estimates of increased revenue that must be largely specu-

lative, and that such estimates in other rate cases, however care-

fully they may have been made, have usually been substantially

in excess of the actual revenue results. Moreover, the estimates

made in this case are based upon the past experience of the com-

pany, which cannot be accepted as a safe guide for the future,

in view of the changed conditions which are likely to result from

the extension of the draft age, the employment of a large part of
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the able-bodied male population in active military service, and
changes in the modes of life of all our people which are likely to

result from our participation in the war on a vastly increased

scale. As changes of this character are likely to have a direct

eflfect upon local transportation, estimates of 'increased revenue

based upon past conditions should show a substantial margin over

demonstrated revenue requirements. We are therefore of the

opinion that, if the fares of the company are established upon the

basis recommended herein, the company would not receive more
than a legitimate return on its investment. An order will there-

fore be entered, cancelling the rates and charges stated in the

schedule filed by the company, but the company will be allowed

to file a new schedule embodying the changes recommended in

this report, and such schedule will be allowed to become effective

on short notice.

ORDER.

It appearing that on July 24, 1918, an order was issued sus-

pending until September 1, 1918, the rates and charges stated in

the schedi'le described in said order; 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 findings

of fact and conclusions thereon, which said report is herein re-

ferred to and made a part hereof, —
It is

Ordered, That the Milford and Uxbridge Street Railway Com-
pany be and hereby is notified and required to cancel the rates

and charges stated in the schedule specified in said order of sus-

pension.

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 Milford and Uxbridge Street Railway

Company.
By the Commission,

ALLAN BROOKS,
August 22, 1918. [P. S. C. 2209] Assistant Secretary.
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NEW BEDFORD, MARTHA'S VINEYARD AND NAN-
TUCKET RATES.

Notice of proposed change ifi local freight rates of the New Bedford,

Martha's Vineyard and Nantucket Steamboat Company.

Notice of proposed change in joint freight rates of the New Bedford,

Martha's Vineyard and Nantucket Steamboat Company and

the New York, New Haven and Hartford Railroad Company.

F. A. Farnham for the New Bedford, Martha's Vineyard and

Nantucket Steamboat Company and the New York, New Ha-
ven and Hartford Railroad Company.

Feanklin E. Smith for the Nantucket Cranberry Company, the

Nantucket Land Trust and Cape Cod cranberry distributors.

The tariffs under suspension were issued by the New Bedford,

Martha's Vineyard and Nantucket Steamboat Company and the

New York, New Haven and Hartford Railroad Company on May
15, 1917, to become effective on June 18, 1917. Upon complaint

they were suspended, pending investigation and a hearing, to

August 1, 1917, and by subsequent orders to May 1, 1918. The
delay in reaching a decision has in part been due to delay of the

companies in furnishing information within their possession re-

quested by remonstrants.

The New Bedford, Martha's Vineyard and Nantucket Steam-

boat Company owns three steamships which carry freight and

passengers between New Bedford and Woods Hole, on the main-

land, and the islands of Martha's Vineyard and Nantucket. It

has $141,700 of stock outstanding and no bonds or floating debt,

and the entire capital stock is owned by the New York, New
Haven and Hartford Railroad Company. Operation is super-

vised by practically the same officers as direct the affairs of the

New England Steamship Company, the corporation through

which the New York, New Haven and Hartford Railroad Com-
pany owns and controls the so-called "Sound Lines," operating

between various ports on Long Island Sound and New York City.

The change proposed in the local port to port rates is shown by

the following table of class rates. Group B rates apply between

New Bedford or Woods Hole and Nantucket, and Group A rates

between all other landings.
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Class Rates.

[In cents per 100 pounds.]
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The " proposed " rates in this table are formed by adding to the

existing local rates of the railroad company between Boston and

New Bedford the proposed local rate of the steamboat company

between New Bedford and Martha's Vineyard or Nantucket.

Application, however, has been made by the railroad company in

other proceedings to increase its own local rates, and an increase

on interstate traffic has been approved by the Interstate Com-
merce Commission under date of April 16, 1918. If a like in-

crease is approved for intrastate trafiic, the through rate between

Boston and the islands would still further be increased beyond

the point shown in the above table, as follows: —

Class Rates.

(In cents per 100 pounds.]
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tucket Steamboat Company and the Nantucket and Cape Cod
Steamboat Company. These were both Massachusetts compa-

nies, incorporated, respectively, in 1854 and 1855. Control was
acquired by the railroad company through its subsidiary, the

New England Navigation Company, in 1910. In connection with

the in /estigation of the "capital expenditures, investments and
existing contingent liabilities of the New York, New Haven and

Hartford Railroad Company," made by this Commission in 1915-

1916, counsel for the railroad company stated that the " purchase

was not made by the New Haven on account of any desire to

extend its own activities, but because the purchase was urged

upon us by those who were then endeavoring, somewhat unsuc-

cessfully, to run the property." However that may be, it seems

to be true that the physical condition of the property has been

improved since the acquisition, and that until very recently the

earnings showed a similar improvement.

In 1910 the company owned four steamboats. Since then one

new boat has been acquired and two of the old boats have been

sold. Dividends on the stock have been paid as follows: —

1910,

1911,

1912,

1913,

1914,

1915,

1916,

1917,

Rate (Per Cent).

6

6

10

10

10

In the years from 1913 to 1916, inclusive, earnings were so

good that in addition to paying 10 per cent dividends, the com-
pany rolled up a surplus which amounted, on December 31, 1916,

to $213,168.89. While 1917 was a poor year and resulted in a

reduction of surplus, nevertheless at the end of that year it

amounted to $192,306.53, without including a depreciation re-

serve of $48,950. The surplus alone equaled 135.7 per cent of the

outstanding capitalization, while surplus and depreciation reserve

together came within $5,000 of equaling the total book value of

permanent property.

The need for additional re/enue is based upon the results from

operation in recent months. In the year ended December 31,

1917, the company failed to earn operating expenses by $18,-

248.12. This was due to a decrease in revenue, in comparison
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with the previous year, of $16,974.94, and an increase in operating

expense of $45,469.57. Traffic and revenue were less, indeed,

than they were in 1915, as the following table shows: —

1915. 1916. 1917.

Passenger revenue, . . . .

Freight revenue

Other revenue from transportation,

Revenue from other operations.

Total transportation revenue, .

$126,444 84

96,359 84

31,496 36

1,945 03

$136,750 03

94,059 23

31,634 03

2,304 52

$256,246 07 $264,747 81

$129,372 37

83,384 91

32,261 14

2,754 45

$247,772 87

This falling 'off seems to have been due largely to the decrease

in the summer business caused by the appearance of the German
submarine off Nantucket and also to the poor cranberry crop.

The rise in operating expense in the same period is shown by the

following table: —

1915. 1916. 1917.

Maintenance of equipment,

M.iintenance of terminals,

Traffic expenses.

Transportation expenses.

Operation of terminals,

Charter expenses.

General expenses,

Total operating expenses.

$38,466 53

22,587 83

2,784 54

101,288 06

14,910 19

5,523 90

15,163 49

$42,184 36

9,478 11

2,890 51

124,961 05

19,759 37

8,107 98

13,170 04

$200,724 54 $220,551 42

$49,987 31

21,611 02

3,273 50

150,914 51

23,870 82

16,363 S3

$266,020 99

The increase in expense has been caused chiefly by advanced

wages and the rise in the cost of fuel. The mileage covered by

the boats in 1917 was slightly less than in 1915. Coal cost

$56,207, as compared with $31,951, and transportation and termi-

nal wages increased from $51,707 to $73,828. The total increase

for fuel and these wage items amounted to $46,377. In 1912 coal

cost $3.68 per ton, in 1916, $4.49, and in 1917, $7.21. During the

current year the price may average even higher. The expense in

1917, however, was further increased by an expenditure of about

$21,200 in rebuilding the wharf at New Bedford. Similar expense

was incurred in 1915 when the terminal property at Nantucket

was rebuilt, but such reconstruction charges are abnormal and

are not likely to recur in the immediate future. Some income.
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also, was lost during the year by the failure to reinvest $120,000

of surplus funds which were invested in notes of the New Eng-

land Navigation Company until these were paid off on May 1,

1917.

Summing up this phase of the matter, the company failed, in

1917, to earn operating expenses and fixed charges by $20,856.68.

To make good this deficiency, pay dividends of 7 per cent upon

its stock and increase its surplus account by $10,000, in addition

to the $8,950 which was reserved for depreciation, about $40,000

additional revenue would have been needed. In making this

computation, allowance is made for the risk of the enterprise, the

liability to fluctuations in amount of traffic, the low capitaliza-

tion in comparison with the cost of the permanent property, and

the fact that the company, owing to its association with the

New Haven railroad, secures the services of executive officers

practically without charge.

Assuming, then, that the 1917 operations showed a just and

reasonable need of about $40,000 additional net income, does it

follow that the tariffs now under suspension should be permitted

to become effective? In considering this question, every means by

which this net income may be secured must be given due 'weight.

The table presented above shows that the company obtains more

revenue from passenger than from freight traffic. Recently it

filed with the Commission a tariff substantially increasing summer
excursion rates between various points on the mainland and the

islands, and also making certain increases in the local summer
passenger rates from port to port, and this tariff has gone into

effect. Predicated upon last year's sales, it is estimated by the

passenger department that this new tariff will produce about

$16,000 increase in revenue for the steamboat company.

This change, it will be seen, reduces the amount of additional net

income needed from $40,000 to about $24,000. As above shown,

however, in 1917 about $21,000 was expended on the wharf at

New Bedford, and there seems no reason to anticipate a similar

expenditure in 1918. Some additional income might also be ob-

tained from the investment of a substantial portion of the sur-

plus funds. Furthermore, if traffic, which fell off because of un-

usual events in 1917, should return to normal volume in 1918,

this in itself would go far to make good the deficiency, without

allowing for the items just mentioned. Under the circumstances

it does not seem to the Commission that the need for the increase

in freight rates embodied in the tariffs under suspension has been

clearly demonstrated by the evidence so far submitted.
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We are the more ready to accept this conclusion because it

does not appear that the changes in freight rates proposed are

particularly well considered. All the "Sound Lines" operated by

the New England Steamship Company enjoy joint rates with the

railroad company. There may be a good reason why the through

rate should be made by combining the local rates in the case of

the New Bedford, Martha's Vineyard and Nantucket Steamboat

Company, and not in the case of the New England Steamship

Company, but if there be such a reason the Commission has not

been given the benefit of it.

Criticism may also be made of the local port to port class rates.

In New England, coastwise steamship freight rates are quite gen-

erally made on the same basis as railroad freight rates. Rail-

roads throughout the country have frequently made rates to meet

water competition, but here the reverse seems to be true, and the

water rates are made to conform to the general railroad level.

Coastwise transportation is largely in the hands of two companies,

the New England Steamship Company and the Eastern Steam-

ship Corporation. The former is in the control of the New Haven
railroad, but the latter is now apparently independent, although

the railroad has had a substantial voice in its affairs in the past.

Both companies, however, have adopted substantially the same

rate structure as the New England railroads.

Under these circumstances, it is somewhat difiicult to deter-

mine the basis upon which steamship rates should normally be

constructed. The present class rates of the New Bedford, Mar-

tha's Vine3''ard and Nantucket Steamboat Company are, on the

whole, higher than the existing class rates of the railroad com-

panies and the two large steamship companies above mentioned,

as the following table shows: —

Class Rates.
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While a substantial increase in the class rates of the railroad com-

panies has recently been approved by the Interstate Commerce

Commission and similar applications are pending before the vari-

ous state commissions, it does not appear that the other steam-

ship companies have as yet sought a corresponding increase. The

proposed rates for the Steamboat Company contrast with the

new railroad rates approved by the Interstate Commerce Com-
mission as follows: —

Class Rates.



190 APPENDIX— ORDERS. [Jan.

There is no inherent reason why a steamship company should

charge the same rate as a railroad, but if it bases its rate struc-

ture upon the official railroad classification of commodities there

would seem to be sound reason for scaling its class rates in ac-

cordance with recognized railroad practice, and certainly it is in-

defensible to scale Woods Hole-Oak Bluffs rates in one way and

Woods Hole-Nantucket rates in another.

Summing the matter up, it seems to the Commission that the

evidence submitted leaves in doubt the necessity for increasing

the freight rates of this steamboat company. The company has

been so fortunate in recent years in earnings over and above a

generous return upon the investment, accumulating a surplus

which is in excess of its entire capitalization, that no hardship is

imposed by compelling it to demonstrate more clearly in actual

experience that an advance is just and reasonable. We realize,

however, that conditions are abnormal, and that experience in

1918 may well furnish the necessary evidence, and possibly it is

already at hand. If this be the case, the company is at entire

liberty to renew its application at any time without prejudice,

and to show by further evidence that increases are justifiable.

If this is done, however, it is the present opinion of the Commis-

sion that joint rates should be maintained between the islands

and points on the New York, New Haven and Hartford railroad

in Massachusetts and that there is no good reason for basing the

through rates in such cases upon a combination of the locals.

Furthermore, any new port to port class rates which are proposed

should be constructed upon a more systematic and less arbitrary

basis than those which are set forth in the tariflPs under suspension.

ORDER.

Notice of proposed change in local freight rates of the New Bedford,

Martha's Vineyard and Nantucket Steamboat Company.

Notice of proposed change in joint freight rates of the New Bedford,

Martha's Vineyard and Nantucket Steamboat Company and

the New York, New Haven and Hartford Railroad Company.

It appearing that the Commission, by an order dated June 29,

1917, entered upon an investigation in the matter of the pro-

posed change in local class and commodity freight rates of the

New Bedford, Martha's Vineyard and Nantucket Steamboat

Company, as set forth in a tariff numbered New Bedford, Mar-

tha's Vineyard and Nantucket Steamboat Company M. P. S. C.

No. 22, issued May 15, 1917, to become effective July 1, 1917;
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and in the matter of the proposed change in joint class and com-

modity freight rates between certain points on the New York,

New Haven and Hartford railroad and boat landings of the New
Bedford, Martha's Vineyard and Nantucket Steamboat Company,

as set forth in a tariff numbered Supplement No. 1 to New York,

New Haven and Hartford Railroad Company M. P. S. C. No.

522, and Supplement No. 1 to New Bedford, Martha's Vineyard

and Nantucket Steamboat Company M. P. S. C. No. 18, issued

May 15, 1917, to become effective July 1, 1917; and that the

tariffs so described were suspended by orders of the Commission

until May 1, 1918, 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 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, Martha's Vineyard and Nan-

tucket Steamboat Company and the New York, New Haven and

Hartford Railroad Company be hereby notified and required to

cancel on or before May 1, 1918, the above described tariffs.

And 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 New Bedford, Martha's Vineyard and

Nantucket Steamboat Company and the New York, New Haven
and Hartford Railroad Company.

By the Commission,

ANDREW A. HIGHLANDS,
April 30, 1918. [P. S. C. 1808, 1809] Secretary.
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NEW BEDFORD AND ONSET RATES.

Notice of the New Bedford and Onset Street Railway Company of pro-

posed increase in rate of fare for passengers upon its railway.

Elton S. Wilde 1 for New Bedford and Onset Street Railway

George P. Dole
J

Company.
George B. Crapo
William H. Cobb

[
for Town of Marion.

Charles W. Ripley

On May 29, 1918, the New Bedford and Onset Street Railway

Company filed with the Commission a schedule of proposed in-

creases of fares effective June 30, 1918. A public hearing was

held on July 10, 1918, and the schedule was suspended until

August 10, 1918.

The cash fare on all lines of the company was formerly 5

cents, with a ticket rate of 4| cents (24 tickets for a dollar). In

1915 the company filed a new schedule increasing the cash fare to

6 cents and the ticket rate to 5 cents (20 tickets for a dollar). In

its report and order in that case, under date of September 8,

1915, the Commission, after a review of the financial and operat-

ing history of the company, found that the company was entitled

to a return upon the investment represented by the outstanding

stock and bonds; that the maintenance charges were not ex-

cessive; that inadequate provision had been made for deprecia-

tion; and that there was no reasonable prospect of an increase in

net earnings through a reduction in operating expenses, except in

so far as the power cost might be reduced under a contract for

the purchase of power which the company had recently entered

into (3 P. S. C. Rep., p. 89). At that time the company's net in-

come, as shown in its return for the year ended June 30, 1915,

was $8,353.95, or nearly $25,000 less than the amount necessary

to pay a 6 per cent dividend on its capital stock. Upon these

facts the Commission permitted the schedule filed by the com-

pany to become effective and the new rates went into operation

on October 2, 1915. As the revenue results under these increased

rates proved disappointing, the company, in 1917, filed a new
schedule, leaving the cash fare at 6 cents but eliminating the re-
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duced-rate tickets. On August 24, 1917, the Commission issued a

report and order approving this further change and, since Sep-

tember 3, 1917, the fares have been on a straight 6-cent basis

(5 P. S. C. Rep., p. 125). The company now claims that its in-

come is still insufficient, and has filed a schedule calling for a cash

fare of 7 cents, with a ticket rate of 6 cents upon certain desig-

nated portions of its lines.

Since June 30, 1915, and up to December 31, 1917, the com-

pany's permanent investment, as shown by its books, has been

increased by $19,264.51. The income record from the year

ended June 30, 1915, to the year ended June 30, 1918, is as

follows: —
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&2

6
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These figures show that in spite of two fare increases there has

been a decrease in the last three years of $5,575.94 in passenger

revenue and of $3,808.83 in net income. The saving which the

company anticipated in 1915 would result from the purchase in-

stead of the manufacture of power has not materialized, as the

price of power under the contract increases with the cost of coal.

The maintenance charges during the past year were about $3,500

less and the total operating expense about $6,000 less than three

years ago. In view of the increased cost of labor and supplies, it

would appear that the company has not spent a sufficient amount

for the proper upkeep of its property during the past year, and

that the actual financial results of operation have been even more

unfavorable than the income record would indicate. Upon these

facts it would seem that the company is entitled to an increase

of at least $25,000 in its gross revenue, even if no allowance be

made for depreciation or for a return upon the floating debt,

which has never received the endorsement of the Commission.

Under the schedule filed, the company estimates that the 6-

cent ticket rate upon certain portions of its lines would accommo-

date about one-half of its patrons, and that the increase in the

cash fare from 6 cents to 7 cents would affect the remaining

passengers only. If we assume that only 40 per cent of the total

number of passengers would avail themselves of the ticket rate,

the increase in revenue, without making any allowance for the

decrease of traffic which might be reasonably anticipated in view

of the past experience of the company, would not exceed 10 per

cent, or $12,265. The increase in rates desired is, therefore,

clearly justified by the revenue requirements of the company, and

is well within the amount to which it might reasonably claim to

be entitled. '

The only remaining question is whether the method of obtain-

ing this additional revenue as shown in the schedule filed is just

and reasonable. Upon the face of the company's returns, and in

the light of its experience under prior rate increases, it might ap-

pear that a further increase in rates would be likely to reduce

rather than to increase its gross revenue. The company, however,

claims that the falling off in the number of passengers and the

decreased passenger revenue during the past three years have

been due, not so much to the increased fares, as to war condi-

tions, the increased use of automobiles and other causes, and that

the revenue results would have been still more unfavorable if the

old rates had been retained. The contention of the company is

to some degree supported by the figures for the last three months



196 APPENDIX— ORDERS. [Jan.

of operation under the old rates, from July 1 to September 30,

1915. In these three months the company carried 158,421 less

passengers than in the corresponding period of the previous year,

though the fares remained the same, while the decrease under the

higher fare was only 234,400 for the first full year, and for the

year following was somewhat less. Under the second fare in-

crease, in September, 1917, the total number of passengers for

the first ten months, ended June 30, 1918, fell off 200,967, as

compared with the ten months ended June 30, 1917. While it is

manifestly difiicult, without detailed knowledge of local condi-

tions, to draw any positive conclusion from these figures, we
have little doubt that the increase in rates has been one of the

contributing causes to the decline in travel, but it is probably

only one of several factors. If that is true, and even if we should

assume that four-fifths of the loss of travel was due to the in-

crease in rates and only one-fifth to other causes, the rate in-

creases already granted have been beneficial, and if the company
needs additional revenue it should be permitted, in its discretion,

to make a further increase of rates. Indeed, the right of the

company to make the increases provided for in its schedule or

even to charge a straight 7-cent fare was generally conceded.

The only complaint was that made by the selectmen of Marion,

upon the ground that the rates proposed were discriminatory by

providing for a 6-cent ticket rate on certain portions of its lines

and compelling passengers on the remainder to pay a 7-cent cash

fare.

Under the company's schedule single tickets for 6 cents each

are available between the Fairhaven-Mattapoisett line and North

street, Mattapoisett, between the Wareham high school and East

Wareham, and between East Wareham and Ramsdell's siding on

the main line; and between Middleborough Center and State

Road siding, and between the Narrows bridge, Wareham, and

Tremont on the Middleborough division. In the aggregate these

tickets are available on 13j miles of the companj^'s total mileage

of about 37 miles. The distances for which they may be used are

in all cases less than a regular fare zone; they are made available

between all points where there is any appreciable amount of regu-

lar daily riding; and the density of trafiic is greater than on other

portions of the company's system. The propriety of permitting a

different rate of fare under such conditions has been generally

recognized in previous rate cases and cannot be regarded as dis-

criminatory.
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In addition to these single 6-cent tickets the company proposes

to issue a through round-trip ticket for 60 cents, representing a

rate of 6 cents for each fare zone, between the Narrows bridge,

Wareham, and the Fairhaven-Mattapoisett line, where connec-

tion is made with the tracks of the Union street railway, and

passengers are enabled to ride through to New Bedford upon

payment of an additional 5-cent fare to the latter company. The
selectmen of Marion claimed that, if this reduced rate were made
available for the five fare zones from Wareham to the Fairhaven

line, a similar rate should be established for three of such zones

from McAllister's corner, Marion, to the Fairhaven line.

The company stated that this special rate was put in to en-

courage through riding from Wareham to New Bedford. The
right of a railroad or street railway company voluntarily to make
a round-trip excursion rate at some reduction from the regular

fare is generally recognized, although it is doubtful whether the

Commission would have authority to require the company to es-

tablish such rates if the regular fare is just and reasonable. This

discretion upon the part of the company must, however, be

reasonably exercised. In the present case, the company stated

that it knew of only one passenger who would be likely to use

the line regularly between Wareham and New Bedford, and no

evidence was presented to indicate that any substantial amount
of casual riding could be developed by the reduced rates. If the

rate to the Fairhaven line should remain 21 cents from Marion

and 30 cents each way from Wareham, this arrangement would

virtually allow passengers to ride over the two additional fare

zones from Marion to Wareham, where the normal riding is ex-

tremely small, for 9 cents. At the hearing the company inti-

mated that it might desire, after further consideration, to cancel

these proposed round-trip tickets. This matter, as we have al-

ready stated, is within the volition of the company and it may
cancel these tickets if it desires to do so. If, however, the com-
pany decides to retain these tickets it should also provide for the

sale of tickets from McAllister's corner, Marion, to the Matta-

poisett-Fairhaven line at a corresponding rate, which would be 36

cents for the round trip. Subject to this modification, the com-
pany will be allowed to file a new schedule in accordance with its

notice and schedule filed with the Commission on May 29, 1918,

to become effective on short notice.
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ORDER.

It appearing that on June 27, 1918, an order was issued sus-

pending until August 1, 1918, the rates and charges stated in the

schedule described in said order, and that said rates and charges

were further suspended until August 10, 1918, by an order dated

July 31, 1918; 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 findings of

fact and conclusions thereon, which said report is herein referred

to and made a part hereof,—
It is

Ordered, That the New Bedford and Onset 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

suspension.

It is

Further ordered, That a copy of this order be filed with said

schedule at the ofiSce of the Commission and a copy hereof be

forthwith served upon the New Bedford and Onset Street Rail-

way Company.
By the Commission,

ALLAN BROOKS,
August 9, 1918. [P. S. C. 2168] Assistant Secretary.
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NORTHERN MASSACHUSETTS RATES.

Notice of the Northern Massachusetts Street Railway Company of

proposed change in rates of fare upon its railway.

_,* * TT TT
'

' for Northern Massachusetts Street
Robert H. Holt -t. -i ^
T . „ Kailway Company.
John A. Taggart

J

Elisha S. Hall for Town of Orange and Boards of Trade of.

Athol and Orange.

P. H. Murray for Town of Gardner.

P. H. LouGHLiN for Town of Westminster.

The Northern Massachusetts Street Railway Company oper-

ates in all about 42 miles of main track. The main line runs

from the town of Orange through Athol, Phillipston, Templeton,

Gardner and Westminster to Waite's Corner in the outskirts of

Fitchburg, where connection is made with the Eitchburg and

Leominster street railway. The total length of the main line, in-

cluding the loop in Gardner, is about 31 miles. There is also a

branch about eleven miles long, running from East Templeton

through Baldwinsville to Winchendon.

The Northern Massachusetts is a combination of three compa-
nies, the Athol and Orange, organized in 1894, the Templeton,

organized in 1896, and the Gardner, Westminster and Fitchburg,

organized in 1899. There were originally two other small com-
panies, the Gardner Electric, organized in 1894, which was con-

solidated with the Gardner, Westminster and Fitchburg in 1899,

and the Phillipston, which was consolidated with the Templeton

in 1903. The Athol and Orange formerly owned the portion of

the present main line from Orange to the fair grounds in AthoL
The Templeton owned the portion from that point to West Gard-

ner square, and also the branch line from East Templeton to

Baldwinsville, which was afterwards extended to Winchendon;

and the Gardner, Westminster and Fitchburg owned the re-

mainder of the main line from West Gardner square to Fitchburg.

The Athol and Orange, with the approval of the Board of Rail-

road Commissioners, purchased the property and franchises of the

Templeton company as of January 1, 1913, and consolidated with

the Gardner, Westminster and Fitchburg as of March 1, 1913.

On April 15, 1913, the name of the consolidated company was
changed from the Athol and Orange Street Railway Company
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to the Northern Massachusetts Street Railway Company. The
company is controlled by a voluntary association known as the

Massachusetts Consolidated Railways, which now owns practi-

cally all of its common stock and also controls two other street

railway companies, the Connecticut Valley and the Concord,

Maynard and Hudson.

At the present time the system is divided into 12 fare zones

with^a 5-cent unit of fare. The company has filed a new schedule

of fares under which it proposes to divide its lines into zones of

approximately 1 mile each, to charge a fare of 5 cents for the

three first zones or any fraction thereof, and 2 cents for each ad-

ditional zone. It is also proposed to issue ticket books with 150

coupons for $2.80, each coupon to be good for travel within one

zone, except that the minimum of three coupons will be detached

for each ride. Complaint having been made, this schedule was

suspended by successive orders until May 1, 1918, and public

hearings thereon were duly notified and held.

At the time of the merger in 1913 all the outstanding stock and

bonds of the three constituent companies which became the

Northern Massachusetts Street Railway Company had been is-

sued with the approval of the Board of Railroad Commissioners,

but a very large floating indebtedness existed which, of course,

had no such sanction. This was particularly true of the Temple-

ton company, which had never paid dividends and had accumu-

lated a deficit of more than $130,000. Because of this indebted-

ness, the Commission appraised the property of this company,

and as a condition of its approval of the purchase of its property

and franchises required the cancellation of all liabilities in excess

of the value so found, which was $435,000. The reduction in

liabilities amounted, all told, to over $325,000 and the book value

of permanent investments was reduced by approximately $195,-

000. The purchase price of $435,000 was paid by assuming debts

of approximately $350,000 and giving the acceptances of the pur-

chasing company, the Athol and Orange, for the balance. Con-

temporaneously, the capital stock and all the remaining obliga-

tions of the Templeton company were cancelled.

The Gardner, Westminster and Fitchburg was consolidated

with the Athol and Orange upon the basis of the assumption of

all outstanding obligations and the exchange of stock on a share

for share basis (1 P. S. C. Rep., p. 271).

Since the consolidation, issues of securities have been approved

on two occasions. On March 26, 1913, the Board of Railroad

Commissioners approved the issue of additional common stock to
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the amount of $90,500 and of preferred stock to the amount of

$150,000 "for the purpose of providing for the payment of a part

of the indebtedness incurred in the purchase by said company of

the franchises and property of the Templeton Street Railway

Company" (1 P. S. C. Rep., p. 170). On June 30, 1913, the

Board also approved the issue of bonds to the amount of $500,-

000, of which $255,000 was to be used to pay floating indebted-

ness and the balance to refund the outstanding bonds issued by
the constituent companies. In connection with this latter issue

an appraisal was made to determine the amount of floating in-

debtedness which might properly be funded, and the value of the

entire property, as shown by a memorandum filed with the pa-

pers in the case, was determined by the Board to be approxi-

mately $1,095,000. This furnishes a starting point from which

the present investment, which may justly and reasonably be used

as a basis in fixing rates, may be ascertained.

The balance sheet of the company on December 31, 1917, was

as follows :
—

Assess.

Roadway and track,

Equipment,

Land and buildings,

Parks and resort property,

Advances, ....

$812,939 64

239,250 69

132,196 16

48,656 16

2,502 90

Cash and current assets :
—

Cash, $4,488 43

Miscellaneous accounts receivable, . . 49,789 30

Material and supplies, .... 48,045 45

Prepaid interest, 179 47

Prepaid expenses, . ' . . . . 1,415 06

Prepaid services, 271 39

Prepaid taxes, 2,215 02

1,235,545 55
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Liabilities.

Capital stock, $500,000 00

Funded debt, 500,000 00

Unfunded debt, 300,000 00

$1,300,000 00
Grants in aid of construction, 1,867 76

Current liabilities :
—

Audited accounts and wages payable, . $45,263 85

Accrued interest, dividends, etc., . . 17,739 53

Other current liabilities, .... 2,000 00

65,003 38

Unadjusted credits :
—

Accrued depreciation, $6,109 88

Other unadjusted credits, .... 30,005 26

36,115 14

Profit and loss, deficit, 9,733 67

Grand total, $1,393,252 61

In the period from June 30, 1913, to December 31, 1917, the

increase in permanent investments, as shown by the company's

returns, amounted to $81,051.67. The exhibits submitted by the

company have not been in suflEicient detail to enable the account-

ing department of the Commission to check up these expenditures

and to determine whether items have been correctly distributed

as between capital and operating accounts. It is doubtful, there-

fore, whether the full amount shown on the company's books

as additions to property accounts should be allowed as a capital

charge or as a basis for rate-making. It is to be observed, also,

that the company formerly operated a short branch line ex-

tending from the main line in the town of Westminster to Lake

Wachusett, a distance of something over 2j miles. This line was

abandoned about two years ago. A portion has already been

taken up and the remainder is to be taken up in the near future,

but the investment in this property, less its reclamation value,

has not yet been written from the books. Starting with the

$1,095,000 determined by the Board of Railroad Commissioners

in 1913, and considering the changes which have since taken

place, however, the investment which may properly be used as

a basis for computing fair and reasonable rates may be fixed

with sufficient accuracy for present purposes at approximately

$1,150,000.

In accordance with the principles which the Commission has

laid down in previous cases, taking into consideration the risk of
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the enterprise, the company is entitled to a return of at least 6

per cent upon that amount, without any deduction for deprecia-

tion, unless failure to make provision for it is due to the payment

of unwarranted dividends, or is otherwise attributable to mis-

management.

The dividend record of the three constituent companies prior to

consolidation shows that the Athol and Orange company, in the

fiscal year ended September 30, 1895, the first year of operation,

paid a dividend of 5 per cent; in 1896, a dividend of 4 per cent;

from 1897 to 1910, inclusive, an annual dividend of 8 per cent;

in 1911, a dividend of 7 per cent; and in 1912, a dividend of 6

per cent. The Templeton company paid no dividends whatever.

The Gardner, Westminster and Fitchburg company, prior to

1908, paid no dividends; in 1908 and 1909 it paid an annual divi-

dend of 2 per cent; in 1910, a dividend of 4 per cent; and in 1911

and 1912, an annual dividend of 5 per cent. Figured on the ba-

sis of the aggregate capital stock of the constituent companies,

outstanding at the end of each fiscal year, the average annual

dividend paid during the entire period prior to consolidation was

approximately 3| per cent.

In the year ended June 30, 1913, the first fiscal year subsequent

to consolidation, the outstanding stock for the first three-quarters

of the year was $334,500, and for the last quarter $350,000 com-

mon stock and $150,000 preferred. The dividend paid on the

common stock amounted to $10,985, which is equivalent to ap-

proximately 3j per cent upon a yearly basis, and a quarterly divi-

dend of 1| per cent, representing an annual rate of 6 per cent,

was paid on the preferred stock. Dividends on the common stock

at the rate of 2^ per cent were paid in 1914 and 1915, and the

regular 6 per cent dividend on the preferred stock was paid up to

and including the first quarter of 1917. Since June 30, 1915, no

dividends have been paid on the common stock, and since Feb-

ruary 15, 1917, none have been paid on the preferred stock.

Since consolidation and up to December 31, 1917, the total divi-

dends paid on all stock of the Northern Massachusetts company
represent an average of slightly over 2 per cent.

Even at this moderate rate, the company found, when its ac-

counts were adjusted according to the requirements of the ac-

counting department of the Commission, that it had been paying

dividends without earning them, and had accumulated a large

deficit. As a result the trustees of the Massachusetts Consoli-

dated Railways, as owners of the common stock, voluntarily con-

tributed to the company in December, 1916, $54,000 in cash.
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which was more than twice the amount of the dividends paid on

the common stock since 1913, and within $6,000 of all dividends

paid during that period. In spite of this fact, the profit and loss

account, which on June 30, 1913, showed a surplus of $29,465.31,

showed a deficit of $9,733.67 on December 31, 1917. There is

little doubt, also, that certain accounts carried on the company's

books as unadjusted credits represent current maintenance charges

to the extent of at least $10,000, and that the deficit shown should

be increased by at least that amount. If allowance is made for

deductions from property accounts, amounting to $28,194.16,

which have not been charged to operating expense, the deficit

from operation during this period of 4| years will amount to ap-

proximately $21,000. The net result is that the stockholders dur-

ing this period have received practically nothing in the way of

dividends, and the property has been operated at a substantial

loss.

While the company, as will be shown later, has undoubtedly

failed to maintain its properties in a satisfactory condition, and

has neglected renewals and replacements which are long overdue,

the failure to make adequate prov^ision for depreciation, since the

consolidation, is to be attributed to insufficient income and the

low earning capacity of the property rather than to mismanage-

ment. Depreciation prior to the consolidation was apparently

taken into consideration by the Board of Railroad Commission-

ers at the time of the appraisal in 1913. The company appears,

therefore, to be reasonably entitled to a return of at least 6 per

cent upon the present investment value of its property without

deduction for depreciation.

The next question to be considered is whether the expendi-

tures of the company represent the legitimate cost of operation,

and how far an increase in net revenue is or might have been

possible through more efiicient methods of operation.

The general officers of the Northern Massachusetts Company
also manage the other two street railways which are under the

control of the Massachusetts Consolidated Railways, — the Con-

necticut Valley and the Concord, Maynard and Hudson. The

salaries of these officers are apportioned between the three com-

panies upon the basis of gross earnings, the share of the Northern

Massachusetts being three-sevenths of the total, and amounting

to $7,189. In addition, the company pays the full salaries of a

superintendent and two assistants who devote their entire time

to this company. While the organization seems unnecessarily
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elaborate, the total salaries for management and superintendence,

amounting to $11,166, can hardly be regarded as excessive.

The item of operating expense which would seem to be most

open to question is the price which the company pays for its

power. The following table shows the cost of power, without in-

cluding interest and depreciation, per kilowatt hour and per car

mile, as of December 31, 1916, for the Northern Massachusetts

company and certain other companies which might be regarded as

comparable; —

Per Kilowatt
Hour (Cents).

Per Car Mile
(Cents).

Northern Massachusetts,

Berkshire

Fitohburg and Leominster, .

Massachusetts Northeastern,

Middlesex and Boston, .

Milford and Uxbridge, .

New Bedford and Onset,

Northampton,

Average for all companies except the Boston Elevated,

1.981

.699

.800

1.542

1.750

1.510

1.210

.989

.9.37

6.95

4.28

4.18

6.39

4.83

4.22

5.00

3.46

3.85

While it is true that the varying conditions under which the

different roads are operated make it unsafe to attach too much
significance to comparative data of this character, the power cost

of the Northern Massachusetts company appears to be extremely,

if not unduly, high. Upon investigation it appears that prior to

consolidation the Athol and Orange company always purchased

its power, but the Templeton and the Gardner, Westminster and

Fitchburg companies manufactured their own power. The Tem-
pleton plant was taken over at a valuation of $20,000, and the

Gardner, Westminster and Fitchburg plant at its book value of

$59,432.51, making a total of $79,432.51. As the result of addi-

tions to equipment since made and certain amounts written off on

account of damage by fire, these plants, on December 31, 1917,

stood on the books of the company at a value of $77,825.72. In

1912 the company entered into a contract with the Athol Gas
and Electric Company, under which the latter agreed to furnish

power measured as direct current at the rate of 1.8 cents per kilo-

watt hour, and to assume all converting and machine losses.

Under the terms of the contract it was necessary for the railway
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company to build and maintain a three-phase, high tension trans-

mission line from Westminster to the Athol fair grounds, which

cost approximately $36,000. The interest on this investment,

which amounted to at least 5 per cent, or $1,800 per annum,
should be taken into consideration in computing the cost of power
per kilowatt hour. On the basis of an annual consumption of

three million kilowatt hours, the interest charge of $1,800 would

add .06 cent per kilowatt hour. To this must be added interest

and depreciation on the company's steam plants, which were held

in reserve, and which would amount to .8 cent per kilowatt hour,

making a total cost of 2.66 cents. A further condition of the con-

tract was that the railway company should keep and maintain

the high tension line in good and serviceable condition, but in-

asmuch as this line was new, it required little or no attention,

and no allowance has been made for any additional cost on this

account.

Owing to the fact that the load factor was at times much below

normal, and that the machine loss was large, the power company
apparently could not furnish power under this contract during

certain hours at a profit. Although it was liable under the con-

tract for failure to supply the energy contracted for, it appar-

ently refused or neglected to furnish adequate power to meet the

operating requirements of the railway company and to enable it

to maintain its schedules during all hours. In 1916, when the

original contract had eleven years more to run, the general man-
ager of the Northern Massachusetts company entered into a con-

tract with the power company upon a basis which would allow a

larger profit to the latter company and would thus give it the in-

centive to furnish an adequate and dependable power supply. As

the result of this new arrangement, it is claimed that former

troubles have been eliminated, and that the power supply is con-

tinuous and satisfactory.

Under the new contract the cost of the power, less the discount

for payment within fifteen days, is fixed at 1.84 cents per kilo-

watt hour, the power to be measured as alternating current, and

the railway company to assume all converting and machine losses.

These losses amount to at least 20 per cent, or .36 cent per kilo-

watt hour, to which should be added interest and depreciation on

the railway company's steam plants, which increases the cost .8

cent per kilowatt hour, making the total cost 3 cents. As one

condition of the contract is that the power company shall take

over the high tension transmission line at a cost of $36,000, no
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interest charge has been added in computing the cost of power

under this contract.

The cost of power per kilowatt hour, based on generating cost,

contract prices and incidental charges, is thus 3 cents under the

new contract as compared with 2.66 cents under the former con-

tract. Upon the basis of the power consumption during the year

ended December 31, 1917, this represents an additional cost of

$11,092. It is also probable that, if an attempt had been made to

purchase power from the New England Power Company direct,

a price could have been obtained less than that quoted in the

1916 contract with the Athol Gas and Electric Company, inas-

much as the Athol company was able to purchase power from the

New England company for 1.1 cents per kilowatt hour. Under

these circumstances the reasons advanced by the railway com-

pany for entering into this new contract are not convincing, and

the Commission is of the opinion that it might, by the exercise of

reasonable business prudence and sagacity, have effected a saving

in the power cost of at least $11,000 a year.

The amount expended by the company for maintenance and

depreciation for the year ended December 31, 1917, was $35,-

516.12 and the average expenditures since 1913 have been $41,-

068.66. A report made by the inspection department of the

Commission, which is on file with the papers in the case, indicates

that extensive renewals of track are needed at once, that several

of the cars should be scrajjped and many others overhauled or re-

built, if continued in service, and that an expenditure of $92,700

during the year 1918 and an average expenditure of $57,750 for

four years thereafter are necessary "to put the entire property in

a reasonably good condition." Without making any provision

for renewals and replacements due to past neglect, it may be

conservatively stated that an annual expenditure of at least

$50,000, which is approximately 20 per cent of the company's

gross earnings, is necessary to provide for current maintenance

and depreciation charges.

The operating expenses and taxes of the company for the year

1917, exclusive of maintenance and depreciation charges, amounted

to $162,215.38. Assuming that a possible saving of $11,000 might

have been made in the cost of power, this figure is reduced to

$151,215.38. If the financial situation of the company were such

as to enable it to replace its present obsolete equipment with suit-

able cars of modern type, including one-man cars for operation on

certain lines, and to make other expenditures for the rehabilita-
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tion of its property, we believe that a considerable net saving^

might be made through increased traffic and reduced operating

costs; but under present conditions the cost of power under the

present contract is the only item of operating expense to which,

upon the evidence available, exception may justly be taken.

In estimating the total cost of service, a charge of at least

$50,000, as already stated, should be allowed for maintenance and

depreciation and an additional charge of $69,000 in order to pro-

vide for the payment of a return of 6 per cent upon a total in-

vestment value of $1,150,000. Upon this basis the company
would appear to be entitled to a gross revenue of $270,215.38.

Owing to the trend of prices for fuel, labor and supplies, this fig-

ure should be increased for the year 1918 to at least $275,000.

As the total income of the company for the year 1917 amounted

to $247,407.50, the company is fairly entitled to an increase of

approximately $27,500 in its gross revenue through a readjust-

ment of fares.

The only opposition offered at the hearing to the proposed

schedule of fares was directed to three subsidiary matters. One
was in relation to the proposed fares on the loop line in the town

of Gardner. The westerly side of this loop is located on Main
street between West Gardner square and Gardner depot, and

forms a part of the main line over which the company's through

service is operated. The easterly side of the loop runs from West

Gardner square by way of Gardner Center and Chestnut street

until it joins the main line again at Gardner depot, and is served

by a local line which is also operated over the main line as far as

South Gardner. The business center of the town is at West

Gardner, the town hall, the high school and the most important

residential section are at or near Gardner Center and several

chair factories are located in South Gardner. At present passen-

gers can ride from any part of South Gardner to Gardner Center,

either by way of Chestnut street or by way of Main street, for a

single 5-cent fare. Under the proposed schedule the fare will re-

main five cents by way of Chestnut street, but passengers board-

ing the cars east of Sawin's bridge and taking the main street line

will pay 5 cents to ride to West Gardner square and 2 cents

additional to Gardner Center. The complainants asked to have

the schedule readjusted so that passengers will have the option of

traveling to Gardner Center by either route upon payment of a

5-cent fare. In our judgment, however, there is no good reason

why a special adjustment should be made to enable passengers to
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travel by the more circuitous route, especially as they would be

obliged to transfer to the local line at West Gardner square and

would thus receive no greater frequency of service than would be

available by using the direct route.

Certain residents of Westminster also complained of the loca-

tion of one of the proposed fare limits at Bacon street and asked

to have it extended easterly to Worcester road for the benefit of

passengers traveling towards Gardner. As the proposed fare

limit takes in much the larger part of the village, the Commis-

sion, in view of the small number of persons affected, would

hardly be warranted in extending this zone to a length of 1.4

miles. It is to be remembered also that the regular fare limit is

at Bacon street, at the present time, and, while there is an over-

lapping fare to Worcester road, there is little justification for

overlaps when the increase of fare in successive zones is only 2

cents instead of 5 cents.

The other feature of the proposed tariff to which objection was

raised is the abolition of the workingmen's tickets, which are

now available during certain hours of the day between Orange

and Athol. These tickets are sold in books of 40 for $1.25, or at

the rate of 3| cents each. As there are two fare zones between

Orange and Athol, the ticket fare between these points is 6|

cents, as compared 'with a cash fare of 10 cents. In the form in

which these tickets are now issued they can also be used by

passengers riding in one fare zone only, thus reducing the mini-

mum fare from 5 cents to 3| cents. This particular objection

could be easily obviated by having the books made up of 20

tickets with two coupons each, but the company in its schedule

has withdrawn the tickets entirely.

These tickets were put in operation many years ago by the

Athol and Orange company when it was operated as a separate

company, but have been retained up to the present time by the

present management. No similar tickets are available between

other points of the Northern Massachusetts system. The Com-
mission is of the opinion that this ticket rate under present condi-

tions is too low to afford a reasonable compensation to the company

and that it might also be regarded as constituting a discrimina-

tion against other communities served by the company.

As the proposed fare schedule is on a radically different basis

from the one now employed, it is difficult to make an accurate

estimate in advance of the increased revenue which would be

likely to result from its adoption. Certain fares under the new
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schedule will be upon a lower basis than at present and some de-

crease in riding is to be anticipated between certain points where

the fares have been increased. In view of these facts and in the

light of the revenue results from the recent adoption of a similar

system of fares by other companies, the Commission is satisfied

that the actual increase in revenue under the schedule filed will

be well within the limit of the amount to which the company ap-

pears to be entitled,

ORDER.

Notice of the Northern Massachusetts Street Railway Company of

proposed change in rates of fare upon its railway.

It appearing that on October 26, 1917, an order was entered

suspending until December 1, 1917, the rates and charges stated

in the schedule described in said order and designated as North-

ern Massachusetts Street Railway Company M. P. S. C. No. 2,

and that by subsequent orders said rates and charges were further

suspended, unless otherwise ordered by the Commission, until

May 1, 1918; and it further appearing that a full investigation of

the matters and things involved has been had, and that the Com-
mission, on the date hereof, has made and filed a report contain-

ing its findings of fact and conclusions thereon, which said report

is herein referred to and made a part hereof, —
It is

*
•

Ordered, That the orders heretofore entered in this proceeding,

suspending the operation of said schedule be and they are hereby

vacated and set aside as of April 30, 1918, and that this proceed-

ing be discontinued.

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 Northern Massachusetts Street Rail-

way Company.
By the Commission,

ANDREW A. HIGHLANDS,
April 30, 1918. [P. S. C. 1921] Secretary.
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THE SPRINGFIELD RATE CASE.

Notice of the Springfield Street Railway Company of proposed

increase in rates of fare upon its railway.

Decided March 30, 1918.

Bentley W. Wabren | for Springfield Street Railway Com-
Clark V. Wood

j
pany.

Charles H. Beckwith for City of Springfield.

John C, Robinson for Springfield Board of Trade.

Thomas W. Kenefick for Towns of Palmer, Monson and Brim-

field.

E. A. McClintock for Town of West Springfield.

D. J. COAKLEY
]

M. B. Houlihan
[
for City of Chicopee.

E. A. McClintock
J

Leonard F. Hardy for Towns of Longmeadow, Russell and

Huntington.

William V. Baldwin for Town of Wilbraham.

C. L. CooLEY for Towns of East Longmeadow and Hampden.
Gardner & Gardner for Town of Ludlow.

Arthur S. Kneil for Town of Westfield.

Scott Adams for Town of East Longmeadow.
George D. Storrs for Town of Ware.

REPORT.

On August 1, 1917, the Springfield Street Railway Company
notified the Commission of a proposed increase in passenger fares

to take effect September 1, 1917. Pending investigation, the new
schedule was suspended until November 1, 1917, and by subse-

quent orders to April 1, 1918. Several public hearings were held,

final arguments being concluded on January 5, 1918.

The Springfield Street Railway Company owns and operates

187.5 miles of track. It is not wholly a city system, as its name
might imply, for it also operates interurban and rural lines. The
Springfield division takes in all of that city and the adjacent area

within the present 5-cent fare limits, including lines in the city
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of Chicopee. The Westfield division connects at West Spring-

field, its main line extending through Westfield and Russell into

Huntington. It includes the local lines in Westfield. The Palmer

division connects on the east at Indian Orchard and takes in the

local lines in Palmer, Monson and Ware, its main line extending

through Wilbraham and Palmer into Brimfield. The distance by
rail from the western terminus in Huntington to the eastern in

Brimfield is about 50 miles. In connection with the Holyoke

Street Railway Company, interurban service is furnished between

Springfield and Holyoke and between Westfield and Holyoke; in

connection with the Hartford and Springfield Street Railway

Company, between Springfield and Hartford on both sides of the

Connecticut river; and in connection with the Worcester Con-

solidated Street Railway Company, between Springfield and

Worcester. The following table shows the mileage in each

division and in the various cities and towns served, also the

population at successive periods :
—
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Proposed Changes in Fares.

In the Springfield division, one can now ride long distances

for 5 cents. The longest direct ride from Court square is the 8.37

miles to Ludlow, but transfers are given at the center so that it

is possible to cover nearly twice this distance without paying an

additional fare. Few take such rides, for a traffic survey made
by the company indicated that the average ride per person, in-

cluding transfers, is but 2.SS miles. Connecting the present 5-

cent fare limits on the various lines, the territory thus enclosed

has an area of about 61.5 square miles. The company now pro-

poses to divide this area into two separate zones. The limits of

the inner zone would be fixed at points varying from 2.3 miles

to 3.6 miles (track distance) from Court square, and the area

included would be about 18.6 square miles. The following table

shows the distance in miles from Court square to the various

outlying points, and the portion of the distance to be included,

in each case, within the inner zone and within the outer zone :
—

Route. Inner Zone. Outer Zone. Total.

From Court square to —
Chicopee Junction \'ia Brightwood,

Market square, Chicopee, via Glenwood,

Chicopee Falls via Liberty street,

Chicopee Falls via East Springfield,

Ludlow

Wilbraham town line,

East Longmeadow

Longmeadow, .....
Agawam-Connecticut state line,

Agawam-Feeding Hills,

Westfield town line, ....
Holyoke city Une

2.309

2.807

3.155

3.653

3.201

3.201

3.155

2.874

3.416

3.416

3.324

3.504

1.953

1.328

1.440

2.016

5.170

4.314

1.926

3.262

4.343

4.37S

2.911

2.758

4.262

4.135

4.595

5.669

8.371

7.515

5.081

6.136

7.759

7.794

6.235

6.262

In the inner zone the fare would be 5 cents, with free transfer

privileges. In the outer zone 5 cents would also be charged, so

that the fare to and from points in the inner zone would become

10 cents, an increase of 100 per cent. The limits of the outer

zone would in all cases coincide with the present 5-cent fare

limits, except on the Westfield line, where 1.3 miles would be

added by extending the limit in West Springfield from Tatham
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to the Westfield boundary. On the lines to Chicopee, tickets

would be sold at the rate of 8 cents each, good to and from

points in the inner zone in lieu of a 10-cent cash fare; but no

similar privilege would be given, under the new schedule as filed,

on any of the other lines.

In the Palmer division there are now 22 overlapping zones,

varying from 7.42 miles in length to 1.7 miles and averaging

5.09 miles, in each of which the fare is 5 cents. The company
now proposes to eliminate all overlaps and introduce two new
limits in Palmer, so that there would be 13 separate zones, vary-

ing from 6.54 to 1.7 miles and averaging 3.82 miles in length,

in each of which the fare would be 6 cents. The effect on

through traffic may be illustrated by the ride between Brimfield

and the Springfield city line, a distance of 20.69 miles, where

the fare is now 30 cents, or about 1.45 cents per mile, and would

become 36 cents, or about 1.74 cents per mile. The effect on

local riders, for whose convenience existing overlaps have been

established, would be much more serious.

In the Westfield division, disregarding certain short local lines

in the thickly settled portion of Westfield, there are now 13

zones, varying from 9.09 miles in length to 1.05 miles and averag-

ing 4.14 miles, in each of which the fare is 5 cents. The com-

pany now proposes to eliminate certain overlaps and to reduce

the length of the first zone out of Westfield on the line to Spring-

field, so that there would be 10 zones, varying from 7.79 to 1.05

miles and averaging 3.78 miles in length, in each of which a

6-cent fare would be charged. From Park square in Westfield

to Huntington, a distance of 12.33 miles, the fare is now 20 cents,

or at the rate of 1.62 cents per mile, and would become 24 cents,

which is about 1.95 cents per mile.

On the basis of traffic in the year ended June 30, 1916, the

company estimates that the new schedule would produce a total

increase in revenue of $539,212. The actual operating revenue

in that year was $2,284,918, so that the increase estimated would

amount to 23.6 per cent. Of the total, $477,762 is estimated

for the Springfield division, and $61,450 for the other two

divisions.

History of the Company.

The Springfield Street Railway Company was organized as a

horse car company in 1868. In the early days it seems that the

cash fare was 8 cents, tickets being sold at the rate of 16 for

$1. In 1880 the cash fare became 7 cents and 5 tickets were
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sold for 25 cents. In 1885 the cash fare was further reduced

to 6 cents, and in 1890, at about the time when electric operation

began, it became 5 cents and the sale of tickets at less than the

cash rate ceased. The original fare on the Indian Orchard line,

which was built shortly afterwards, was 10 cents, tickets being

sold at the rate of 3 for 25 cents; but this fare was reduced to

the uniform 5-cent rate in 1896.

Until 1905 the company was locally owned, was prosperous,

and grew rapidly. Between 1890 and 1905 the track mileage

increased from 21.40 miles to 93.75 miles, most of the lines to

suburban points being constructed during this period. It was a

time of continual enlargement of facilities without increase in

fare. In 1905 control passed to the New York, New Haven
and Hartford Railroad Company. A holding company of the

voluntary association type was formed, known as the Springfield

Railway Companies, and through this association the stock of

the Springfield Street Railway Company was acquired. Some
of it was purchased for $225 per share in cash, and the balance

for $75 in cash and $150 in 4 per cent perferred shares of the

holding company, guaranteed by the railroad company.

At first the railroad company controlled the Springfield Rail-

way Companies through a subsidiary known as the Consolidated

Railway Company of Connecticut. In 1906, however, the shares

of the Springfield Railway Companies, together with controlling

interests in the Worcester and certain other Massachusetts street

railway companies, were turned over to another voluntary asso-

ciation known as the New England Investment and Security

Company, in exchange for its note for $10,000,000. This associa-

tion issued and sold to the public $4,000,000 in 4 per cent pre-

ferred shares, guaranteed by the railroad company, and also is-

sued $100,000 in common shares. Under the declaration of trust

by which it was created, the holders of the common shares select

four out of the seven trustees and therefore exercise control. By
retaining these common shares, the railroad company continued

to control the trolley companies. It was hoped in this way to

evade the Massachusetts law.

Shortly afterwards the attorney-general brought suit, charging

that the trolley lines were still indirectly controlled in violation

of law, and in 1908 the Supreme Judicial Court sustained this

contention (198 Mass. 413) and ordered the railroad company
to divest itself of all interest therein. In response to this order,

the railroad company transferred the notes of the New England
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Investment and Security Company to a subsidiary, the New
England Navigation Company, and later to that singular corpora-

tion known as the Billard Company. The common shares of the

voluntary association were transferred to certain personal friends

of the then president of the railroad company, C. S. Mellen.

After the investigation of the New Haven affairs by the In-

terstate Commerce Commission in 1913 and the change in man-
agement which followed, the Billard Company was dissolved and

the notes of the New England Investment and Security Com-
pany again became the property of the New England Navigation

Company. In connection with the dissolution of the latter com-

pany, now in process, they have recently returned to the direct

possession of the railroad company. The common shares passed,

for a time, into the hands of the New York engineering firm of

Sanderson and Porter, but were later bought and are now held

by a committee representing the preferred shareholders of the

New England Investment and Security Company. Under the

decree entered in 1914 by the United States District Court in

the suit under the Sherman Act brought by the Federal govern-

ment, the New Haven company is enjoined to dispose of the

notes of the New England Investment and Security Company
on or before July 1, 1919.

At the present time, therefore, stock control of the Springfield

Street Railway Company is held by the Springfield Railway Com-
panies, which owns 46,483 out of a total of 46,547 shares. Con-

trol of the Springfield Railway Companies is held by the New
England Investment and Security Company, which owns all its

common shares. Control of the latter voluntary association is

in the hands of its preferred stockholders, who hold its common
shares; but the New York, New Haven and Hartford Railroad

Company, as the holder of notes amounting to ^13,709,000, has

the chief financial interest in its property, and this interest is

accentuated by the fact that it is the guarantor of dividends

upon the $3,387,900 preferred shares of the Springfield Railway

Companies and upon the $4,000,000 preferred shares of the New
England Investment and Security Company. Under the first

of these guarantees, $127,758 was paid out during the past year.

Nothing was paid out under the second guarantee, but payment

was only avoided by reducing the interest upon the notes to 2

per cent.

As the above historical statement shows, the original stock-

holders of the Springfield Street Railway Company, under whose

ownership the property was in large part built up, sold out at
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a profit and are not concerned in the present proceedings. Aside

from the creditors of the company, the financial benefit from

any increase in rates which may be granted will accrue chiefly

to the New York, New Haven and Hartford Railroad Company.

Consolidations.

Shortly after the New York, New Haven and Hartford Rail-

road Company secured control of the Springfield Street Railway

Company, it acquired the stock of other street railway compa-

nies in adjoining territory. The stock of the Woronoco Street

Railway Company, operating locally in Westfield, was acquired

through the Springfield Railway Companies, six of the 4 per cent

preferred shares of the latter being exchanged for five shares of

the Woronoco stock, plus a cash bonus of $60 per share. The
stock of the Western Massachusetts Street Railway Company,
a newly-built line from Westfield to Huntington, was acquired

through the New England Investment and Security Company
in exchange for an equal amount of the latter's 4 per cent pre-

ferred shares. The stock of the Springfield and Eastern Street

Railway Company, known originally as the Palmer and Monson
Street Railway Company, was also acquired through the New
England Investment and Security Company. Some of it was

secured in exchange for an equal amount of preferred shares of

the latter; some of it was secured in exchange for half the

amount of stock of the New York, New Haven and Hartford

Railroad Company and the balance was purchased for cash.

The highest cash price paid was $175 per share, for a block of

76 shares, while the lowest price was about $94 per share, for

a block of 211 shares.

After control of these other street railway companies was se-

cured, they were gradually consolidated with the Springfield

company on a share for share basis. The Woronoco was ab-

sorbed by the Western Massachusetts in this way in 1907, and

the latter by the Springfield company in 1909. The Springfield

and Eastern was at first leased by the Springfield company for

25 years, at a rental of 4 per cent upon stock, but was later con-

solidated, in 1910, on a share for share basis. All of these con-

solidations were formally approved, after public hearings, by the

Board of Railroad Commissioners.

Of the companies thus absorbed, the Woronoco Street Railway

Company was the oldest and had the best earning capacity. It

began operation in 1891 and declared no dividends until 1898.

Thereafter dividends were paid at the following rates: —
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1898,

1899,

1900,

1901,

1902,

1903,

1904,

1905,

1906,

Rate (Per Cent).

21

The Western Massachusetts Street Railway Company began

operation in 1906 and in the succeeding year absorbed the Woro-

noco company, a larger and more valuable property. No divi-

dends were paid prior to this consolidation, but in 1908 and 1909,

4 per cent was paid. The Springfield and Eastern Street Rail-

way Company began operation in 1898 and declared no dividends

up to the time of its lease by the Springfield company in 1906.

Thereafter, dividends at the guaranteed rate of 4 per cent were

paid until the consolidation in 1910.

Capitalization.

The balance sheet of the Springfield Street Railway Company
on December 31, 1917, was as follows: —

Assets.

Investments :
—

Road and equipment, . $8,273,310 87

Deposits in lieu of mortgaged property sold, . . . 28,963 00

Total investments, $8,302,273 87

Current assets :
—

Cash, . $136,216 59

Special deposits, 10,475 00

Miscellaneous accounts receivable, . . ... . 54,276 66

Material and supplies, 245,011 62

Other current assets, . 2,525 00

Total current assets, $448,504 87

Unadjusted debits: —
Rents and insurance premiums paid in advance, . . $27,542 13

Other unadjusted debits, 2,137 12

Total unadjusted debits, $29,679 25

Grand total, . . $8,780,457 99
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Liabilities.

Stock:—
Capital stock,

Premium on capital stock,

Total stock.

Long-term debt :
—

Funded debt unmatured,

Current liabilities :
—

Loans and notes payable,

Audited accounts and wages payable,

Miscellaneous accounts payable.

Matured interest, dividends and rents unpaid.

Accrued interest, dividends and rents payable.

1,654,700 00

279,174 89

1,933,874 89

i,305,000 00

L,178,973 32

154,733 93

839 49

10,412 00

24,679 87

11,369,638 61

Deferred liabilities :

—
Other deferred liabilities, $3,501 00

Unadjusted credits :
—

Tax liability, . . . . . . . . . $31,404 93

Premium on funded debt, 100 00

Operating reserves, 108,895 00

Accrued depreciation, road and equipment, . . . 128,126 49

Other unadjusted credits, 11,809 99

Total unadjusted credits, . . . . . . $280,336 41

Profit and loss debit balance,' d $111,892 92

Grand total, $8,780,457 99

All of the outstanding stock and bonds have been issued under

the supervision of this Commission or its predecessor, the Board

of Railroad Commissioners, excepting the original issue of

$100,000 stock of the Springfield company and the similar

issues of $25,000 stock of the Woronoco company and $12,000

stock of the Highland Street Railway Company, a small com-

pany in Westfield merged with the Woronoco in 1895. The in-

tegrity of these issues, however, was established by subsequent

appraisals. At the time of the consolidation of the Western

Massachusetts and Woronoco companies in 1907, the Board of

d Deficit.
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Railroad Commissioners made the following statement (39tli

Annual Report, p. 146) :
—

In considering the original cost of the Western Massachusetts street

railway, the Board was convinced that the figures presented by the com-

pany were in excess of the amount which ought to stand as the capitalized

cost of construction and therefore declined to approve the issue of the fuU

amount of stock and bonds which the company had authorized. The pro-

posed consolidation of this railway with the Woronoco street railway

affords an opportunity for placing the cost of construction of the united

properties upon a proper basis, and in compliance with the request of the

Board the company has cancelled a large amount of outstanding indebt-

edness of the Western Massachusetts company as a step preliminary to

the approval of the consolidation.

The indebtedness so cancelled amounted to $75,000. In addi-

tion to the outstanding stock and bonds, this Commission, on

November 2, 1917, authorized the issue of $970,000 in mortgage

bonds, for the purpose of funding floating indebtedness of the

same amount. These bonds, however, have not yet been issued.

Of the $4,654,700 stock outstanding, $2,437,000- was issued at

par. On the remainder, premiums totalling $883,750 were paid

in, as follows :
—

Authorized.
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operating revenue per mile of track in the year ended December

31, 1916, the permanent investment per dollar of revenue, and

the similar investment per mile of main track: —

Company.

Operating
Revenue

per Mile of
Track.

Investment
per $1 of
Revenue.

Investment
per Mile of
Main Track.

Bay State

Berkshire, . . . .

Boston and Worcester,

Fitchburg and Leominster, .

Holyoke, . . . .

Massachusetts Northeastern,

Middlesex and Boston,

Springfield

Union,

Worcester Consolidated,

S10,564 24

6,172 90

9,892 47

8,397 70

9,612 89

5,901 92

8,067 59

12,77^ 51

16,925 62

10,555 38

$4 71

10 20

6 31

4 59

4 49

4 62

4 62

3 37

2 85

4 36

854,402

80,435

64,408

40,726

45,857

29,332

40,414

46,103

58,105

53,411

This table is evidence that the Springfield company is conserva-

tively capitalized. It ranks second in volume of revenue, but

only ninth in investment per dollar of revenue and sixth in in-

vestment per mile of main track. It is a safe assumption that

in the earlier years of its operation, prior to the introduction of

modern accounting, the cost of additions and improvements were

at times charged to operating expense.

' Return on Investment.

Until very recently the Springfield company has been regarded

as one of the strongest companies financially in the common-
wealth, and its owners have received excellent returns. From
1868 to 1876 no dividends were paid. In the five succeeding

years the rates were as follows: —

Year ended —
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From 1882 to 1910, inclusive, the rate was uniformly 8 per cent.

Since that time it has been as follows: —
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Of the $2,305,000 bonds outstanding, $1,700,000 bear interest

at the rate of 4 per cent and remainder, at 5 per cent. When 8

per cent dividends are paid, the average return upon the total

investment represented by bonds, stock and premiums on stock

is but 6 per cent.

Physical Condition of the Property.

The inspection . department of the Commission has made a

careful examination of the property. Under date of July 3, 1917,

it reported that, on the whole, the track was in very fair condi-

tion, and this was also true of the overhead system. "The
country lines in most cases are well tied, in fair surface, and the

rail at the present time is generally good for the service it is

receiving. About 75 per cent of the city lines are in good or

fair condition." To bring roadbed and track to first-class condi-

tion, however, would require the immediate re-laying of about

15 miles of track with new rail and the renewal of about 100,000

ties. During the succeeding five years, the department estimates

that about 3 miles of track and 40,000 ties ought to be renewed

each year. From 1912 to 1916, inclusive, track renewals aver-

aged 2.6 miles annually. Stating that it is difficult, under present

conditions, to estimate with accuracy cost of future work, the

department expresses the opinion that the average annual cost

for the "proper maintenance of the roadbed, track and overhead

system" during the next 5 years will not be less than $210,000.

The actual cost of maintenance of way and structures in 1917,

after deducting expense of cleaning and sanding track and re-

moving snow and ice, was about $172,000, and in 1916 about

$179,000. It further appears that the track and tie renewals

recommended by the inspection department last summer have

not yet been made.

The rolling stock of the company may be classified as

follows: —

Single-truck closed cars, 63

Double-truck closed cars, 205

Single-truck open cars, . . 96

Double-truckt)pen cars, 54

Total, 418

Most of the single-truck cars have been in use more than 20

years, some of them since 1892. The double-truck cars are of
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more modern type and have been purchased, for the most part,

since 1900. Of the double-truck closed cars 102 are semi-con-

vertible, and of these 98 are prepayment in type. Forty-one of

the latter have been purchased in the past three years, but 29 are

old-style box cars reconstructed and 28 are converted open cars.

The latter are slow in loading and unloading and not highly

satisfactory. The single-truck cars are uneconomical in opera-

tion, are now used only at the time of the peak load, and should

be replaced as soon as the finances of the company will permit.

The gradual substitution of modern semi-convertible equipment

for cars of the older types should ultimately make operation of

most of the open equipment unnecessary and undesirable. For

the most part, the closed cars can still be used for some years

with advantage, especially if more of them are reconstructed for

prepayment operation. The inspection department found motors,,

trucks and car bodies on the whole in fair condition, but painting

and cleaning have been somewhat neglected, as well as minor

repairs. Conditions were least satisfactory in this respect in the

Palmer division.

The inspection department found that the company "has for

several years past been severely handicapped by the limited

amount of room and antiquated methods for repairing and car-

ing for its equipment at the Carew street car barn" in Spring-

field. This condition has recently been remedied by the comple-

tion of new shops and a storage yard at Hooker street, and by

the enlargement of repair facilities at Carew street. Improve-

ment of such facilities is needed in the Palmer and Westfield

divisions. The department reports that the present system in

these divisions is "costly and unsatisfactory."

Most of the power used by the company has been generated

at its own station at Margaret street in Springfield, and at the

smaller station in Westfield. Power for the Palmer division has

been purchased from the Central Massachusetts Power Company,

and a portion of the supply for the Springfield division has also

been purchased from the Turners Falls Power and Electric Com-
pany and the United Electric Company of Springfield, On April

2, 1917, a contract was entered into with the Turners Falls

Power and Electric Company for a supply of power at low unit

cost (about 1.1 cents per kilowatt hour, transformed) for the

entire system, exclusive of the Palmer division, which may still

be supplied by the Central Massachusetts Power Company.

Under this contract, which goes fully into effect in December of
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this year, the power stations at Margaret street and in West-

field, both of which are old and obsolescent, will be purchased

by the power company for $530,000 in cash.

Revenues and Expenses.

The following table shows the operating revenue in each of the

years since the final consolidation of adjoining properties, and

the percentage of increase from year to year: —

Year ended —
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to a slight extent, has been a decrease in taxes, due to the falling

market values of the company's capital stock and the consequent

lessening of the corporate franchise tax, as follows: —

Yeae ended —
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basis of 1917 operations, it is fair to use this figure, for any increase in

fares which may be granted will apply to the future, in which the company

will have the advantage of the new source of power. Including, therefore,

the additional amount estimated as necessary for depreciation, but allow-

ing for the saving in power cost which will accrue under the contract, the

operating expenses in 1917 become $2,356,319, instead of the actual

$2,365,879.

(2) The actual taxes in 1917 were $117,145, instead of the estimated

$153,000.

(3) The return, as figured by the company, was based, at the rate of

6 per cent, upon an estimated total investment at the end of the year of

$8,573,567. This was determined by taking all the assets at the begin-

ning of the year, including current assets and unadjusted debits as well

as permanent investments, adding estimated additions and improvements

during the year, and subtracting the amount, $530,000, which is to be paid

by the Turners Falls Power and Electric Company for the company's

generating stations in Springfield and Westfield. This method is open

to several objections, and it seems to the Commission fairer to use the

actual interest paid during the year upon bonds and floating indebtedness,

and to compute, in addition, a return of 6 per cent upon the total par value

of outstanding stock plus all premiums paid in thereon. Computed in

this way, the total return becomes $479,488, instead of the $514,400 fig-

ured by the company.

(4) The contingency allowance of 1 per cent of gross receipts estimated

by the company is not unreasonable. Upon the basis of the adjusted fig-

ures, however, it becomes $29,828, instead of $31,063.

(5) In estimating gross receipts for 1917, the company included

$30,000 for additional revenue, which, in its opinion, can be secured by
changing the present system of transfer checks and thus reducing the

abuse which is now possible. Adding this amount to the actual gross re-

ceipts in 1917, they become $2,527,026, instead of the $2,488,000 esti-

mated by the company.

With these adjustments, the additional revenue required by
the company may be set forth as follows: —

Actual operating expenses (adjusted), . . . . . $2,356,319

Actual taxes, . . . . 117,145

Actual interest, 147,181

Six per cent return on stock and premiums, .... 332,307

Contingency allowance, 1 per cent of gross, ..... 29,828

Gross receipts should be $2,982,780

Actual gross receipts (adjusted), 2,527,026

Additional revenue required, $455,754
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The question arises whether this estimate of additional reve-

nue required may be accepted as a basis for the consideration of

the new schedule of rates proposed by the company. The answer

to this question is dependent upon the following factors :
—

(1) The accuracy of the depreciation estimate.

(2) The prospects with reference to traffic and operating costs in the

immediate future, including the possibility of greater economy in operation.

(3), The justice of the return allowed for invested capital.

Depreciation Requirements.

In estimating the necessary provision for depreciation, the

company attempted to follow the precedent established in the

Bay State rate case. The engineers employed by the company
in that case made a thorough study of the entire property, in-

cluding the probable lives of the various units, and based their

allowance upon the results of this study, using the so-called

"straight line" method of determination. The Commission ac-

cepted the property lives used in this estimate, but differed in

regard to the depreciation on overhead charges and felt, for

reasons fully stated in its opinion, that half of the total allow-

ance should be figured on the "straight line" basis and half on

the "sinking fund" basis. The amount as finally fixed equalled

2.67 per cent of the total amount of capital found to have been

honestly and prudently invested, including both depreciable and

non-depreciable property.

In the present instance, the company made no similar analysis,

but based its allowance on general percentages derived from the

Bay State figures, using the combined "sinking fund" and

"straight line" basis, as follows: —
Per Cent.

Road, track, line, etc., 3.17

Rolling stock, .3.71
Power stations and equipment, 2.31

Shops, car houses and equipment, 1 . 92

Estimated in this way, the allowance equalled 3.01. per cent of

the total book value of all property on December 31, 1916. In

the figures as finally presented, however, the estimate for depre-

ciation on power stations and equipment was reduced, because

of the provision in the new power contract under which the

Turners Falls Power and Electric Company will take over much
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of this property for $530,000, allowance being made merely for

chargingv off the remaining book value during the thirty-year

life of the contract.

An allowance for depreciation so determined can at best be

regarded as but a rough estimate, for the property of one street

railway company is not so similar to the property of another

that a uniform percentage can safely be applied in the absence

of careful investigation. And even if uniform conditions be as-

sumed, two criticisms may still be made of this estimate. In

the first place, the percentages were based upon the investment

figures furnished in the Bay State case by the company's en-

gineers, without taking into consideration the adjustments sub-

sequently made by the Commission. This accounts for the dif-

ference between the 2.67 per cent upon investment in that case

and the 3.01 per cent in the present instance. In the second

place, in order to determine the additional amount required for

depreciation over and above the amount expended in the pre-

vious year, the company's engineers in the Bay State case ana-

lyzed the maintenance accounts and deducted such sums as

seemed to have been expended for renewals, which might, under

the theory followed, have been charged against a depreciation

reserve. No such analysis was, made in the present case. Some-

what similar results were attempted by reducing the estimate

submitted by the operating officials for certain maintenance

items, upon the ground that these estimates included partial

provision for depreciation, but little evidence was offered as to

the basis upon which these reductions were made.

In the revised determination of additional revenue required,

as set forth above, the actual maintenance expenditures in 1917

are used instead of the estimates submitted in advance by the

company. Undoubtedly it is difficult to draw a line between

ordinary repairs and minor renewals and those replacements of

larger units of property which would be properly chargeable

against a depreciation reserve; and to analyze the maintenance

expenditures with this end in view requires, under present meth-

ods of accounting, a laborious examination of many work orders,

requisitions and other company records. The company has sub-

mitted no evidence on this point, and the Commission has been

unable to undertake such an analysis with the time and assist-

ance at its command. Under the circumstances, an approxima-

tion is all that is possible. Disregarding maintenance expendi-

tures on power plant and equipment, which will be considered



230 \
APPENDIX— ORDERS. [Jan.

separately, the chief items which might include the cost of what

may be called "depreciation renewals" are as follows: —

Ties, $9,624 96

Special work, . . . . 18,429 36

Track and roadway labor, . , 51,860 67

Paving, . . 12,011 61

Bridges, trestles, culverts, . . . . . 3,861 73

Signals and interlocking apparatus, 7,194 65

Telephone and telegraph lines, 1,134 59

Poles and fixtures, ....... 6,414 68

Underground conduits, 1,427 39

Distribution system, .... .... 34,571 57

Buildings, fixtures and grounds, 7,878 46

Passenger and combination cars, 119,433 92

Freight, express and mail cars, 1,723 21

Service equipment, 3,205 50

Electric equipment of cars, 95,332 17

Shop equipment, . . 1,309 95

Vehicles and horses, 5,108 73-

Total, $380,523 15

From such examination of the accounts of the company as it

has been able to make, and in the light of its knowledge of the

general nature of such maintenance expenditures ujjon street

railway properties under present conditions, the Commission is

convinced that by far the larger portion of this total expenditure

of slightly more than $380,000 represents ordinary repairs and

minor renewals, such as are necessary to keep track, line, build-

ings, cars and other property items in fair operating condition.

It is probable that the amount which would, under the theory

of depreciation followed in the Bay State case, be chargeable

against a depreciation reserve was not in excess of $50,000. In

view of the burden of proof upon the company, this is, we feel,

a conservative and fair approximation.

On the other hand, in the case of power stations and equip-

ment the company has included only an annual amount sufficient

to charge off, in the period of thirty years covered by the new

power contract, the book value not covered by the power com-

pany's payment. This property will, as we understand the situa-

tion, be completely abandoned as soon as the contract goes into

effect and will cease to serve any useful purpose in the operation

of the road. Under the circumstances, it seems to the Commis-

sion that thirty years is too long a time in which to charge off
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the balance from the property accounts, and that it would be

better to complete this process in not exceeding ten years. If

this were done, the annual charge would be increased from

$14,830 to $44,489, the difference being $29,659 per year.

Summing the matter up, the estimate of depreciation require-

ments submitted by the company is merely an approximation.

While it has been based upon percentages derived from the more

careful analysis in the Bay State case, an error was made in the

process, which, if corrected, would reduce the estimate by about

$25,000. It is also probable that the maintenance expenditures

in 1917 included at least $50,000 providing for depreciation, in

addition to the amount specifically set aside for that purpose.

On the other hand, the yearly amount estimated for the charg-

ing off of power property is too low by $29,659. The conclusion

is that the further appropriation for depreciation, which we have

included above in determining additional revenue required, is

too high by about $45,000. This conclusion is based upon the

somewhat inadequate evidence before the Commission and

neither the company nor the remonstrants will be precluded

from submitting further evidence in any future proceedings for

the purpose of showing that a different conclusion should be

reached.

Determination of depreciation requirements is not an exact

science, but an estimate of probabilities based on past experi-

ence. Conditions at present are very abnormal. The provision

for depreciation estimated, if reduced by the $45,000 above indi-

cated, will still be largely in excess of any provision made by the

company in recent years and, indeed, at any time in the past,

so far as is shown by its public returns. The total deprecia-

tion reserve accumulated from past operations amounts to but

$128,126. Undei* the circumstances, the allowance is generous.

If earned, the company would be justified, so long as war condi-

tions continue, in using it at once for such rehabilitation — in

other words, for the replacing of wornout or inefficient property

— as may be necessary or desirable, without undertaking to set

up, for the present, the reserve fund for future needs which

should, theoretically, be created.

Revenue and Expense Prospects.

As shown by the table already presented, operating revenue

increased in 1917 a little less than 4 per cent. In view of con-

ditions in the territory served, this percentage was very low.

Springfield has been a center of munitions activity, and without
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doubt there has been a substantial influx of population since the

war began. In addition, the presence of troops at Camp Bartlett

has materially increased traffic on the Westfield line. Under the

circumstances, the increase in revenue has been much less than

might have been expected. It is true that the company has suf-

fered from active jitney competition in the central Springfield dis-

trict, but this was greatly restricted during the latter half of the

year by an ordinance passed by the city government. Notwith-

standing this competition, it seems to be generally agreed that

traffic on many lines has been very heavy and that the over-

crowding of cars during rush hours has for some time constituted

a grave abuse.

It is probable that poor service has had an appreciable effect

in limiting revenue. The following figures are significant: —

Yeah ended • Car Miles. Car Hours. Miles per
Hour.

December 31, 1916,

December 31, 1917,

8,814,577

8,677,009

957,549

965,434

9.21

8.99

In 1917 the number of car miles operated, representing accom-

modations afforded the public, decreased, while the number of

car hours operated, representing the labor involved in providing

the accommodations, increased. Since 1913 the number of car

miles operated per car hour has steadily decreased from 9.85

miles in that year to 8.99 miles in 1917. This is a poor record

and, while it is no doubt true that the company has been the

victim of conditions, it is equally true that this is one of the

reasons why its expenses have increased so rapidly and its reve-

nue relatively so slowl3% Overcrowding of cars not only dis-

courages traffic but hinders the collection of fares and makes it

difficult to secure full compensation from those who do ride.

Undoubtedly there is much latent traffic and revenue which the

company is not getting. If jitney competition is kept under

proper restriction, either by municipal or state regulation, and

if the company finds it possible to provide better service, the

possibility of adding to its income merely through the growth

of traffic is large. The twenty cars recently acquired should

help to bring this about and, if the company is able to secure

still further new equipment and to make the improvements in

operation in the congested central district which are discussed

below, still more can be accomplished.
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Aside from operating economies, prospects with reference to

expense are dependent upon the future course of wages and
prices. The present agreement with the men expires in June of

this year and, while the wages paid by the Springfield company
have always been relatively high in comparison with most
Massachusetts companies and have risen rapidly in the past

few years, it is reasonable to assume, under present conditions,

that a further increase will be made this summer. It is possible,

however, that a change in the method of payment might be

made which would compensate, in part, for such an increase.

The Springfield company is distinguished from all other street

railway companies in Massachusetts and, indeed, throughout

the country, by the fact that it pays its men by the day, rather

than by the hour. Other companies frequently have a minimum
daily wage, but in no other instance, so far as we are aware,

does a man receive the same pay each day, whether he works

one hour or nine. If the wages of this company could be put

upon the hourly basis, following the usual practice, even if a

comparatively high minimum daily pay were established, the

closer adjustment of compensation to actual work performed

would be of distinct advantage.

So far as prices of materials and supplies are concerned, no

one can, of course, predict the future with confidence, but with

more stringent government regulations in effect it is possible

that the maximum limit may have been reached. The company
may suffer some increase in operating expense, due to the fact

that up to the present it has been able to draw certain supplies

from stock accumulated when prices were lower. The advancing

prices, however, have affected street railway companies more
seriously in the case of fuel than anything else, and the Spring-

field company will be relieved from this burden as soon as the

new power contract goes fully into effect.

In this connection it may be argued that the revised deter-

mination of additional revenue required, above set forth, is un-

fair to the company, because it is based upon operation under

the new power contract, which may not go wholly into effect

until December of this year. It is true that one important

reason for the poor financial showing of the company in 1917

was the large cost of power, produced in inefficient power plants

with poor coal purchased at a high price, and that the company
is not likely to enjoy, during the current year, the full benefit

of the reduced operating cost which the new contract will make
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possible. On the other hand, it is not desirable that an increase

in fares, substantially larger than the evidence would otherwise

warrant, should be made merely for the purpose of meeting a

situation which is now being remedied by other means and will

be entirely remedied before the year is over. The companj^ itself

recognized this fact, for its own estimate of additional revenue

required was based upon operation under the new power contract,

rather than under present uneconomical power conditions.

Operating Economies.

It remains to consider whether expense can be reduced by
economies in operation or management. Much evidence on this

point was submitted, both by the company and by the remon-

strants. Early in 1917 the company employed Albert S. Richey,

an electric railway engineer of Worcester, to make a traffic sur-

vey and general report on street railway operation in the Spring-

field district. His report, which was made to the company in

April, was later filed as an exhibit in the form of a printed

pamphlet of 116 pages, accompanied by a large number of tabu-

lations, records of observations and graphic charts. As a part

of his investigation, a detailed traffic survey was made of opera-

tions on every line in the district in question during two weeks

in January and February. Since the traffic of the company has

little seasonal variation, it was felt that these observations were

sufficiently typical. As a result of his study. Professor Richey

made various recommendations, with a view either to the im-

provement of the service or to greater economy in operation.

Later in the proceedings, various cities and towns in the terri-

tory surrounding Springfield employed John P. Fox, a traffic

and transportation expert of New York City, to examine the

property and present methods of operation. In his study Mr.

Fox was necessarily much more limited, both in time and in the

resources at his command, than Professor Richey, but he also

submitted a report containing numerous recommendations.

These various suggestions, which have thus been brought to

the attention of the Commission, may be divided into two

classes: Those which can be made with existing facilities and

those which require the expenditure of new capital. With re-

spect to the first class, the following may be said: —
(1) With the limited equipment now available and the heavy traffic in

the Springfield central district, the problem immediately confrouting the

operating officials of the road is to make the cars do as much work as pos-
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sible. In 1917 the figures already presented show that they actually did

less work than in 1916, car miles decreasing and car hours increasing. Such

a teDdency as this ought to be corrected. Perhaps.the factor of most vital

importance is existing congestion in the neck of the bottle along Main

street, the central business thoroughfare of the city. Delay and bunching

of cars at this crucial point slow down the whole service, roll up expense

and decrease revenue. Important reconmiendatibns for the correction of

this condition were made by Professor Pichey, involving action both by

the company and by the municipality. Progress has been made along the

lines indicated, especially since the hearings closed, but the city and the

company have been slow in appreciating the importance of this matter

and the necessity in the public interest of dealing with it vigorously.

The parking of automobiles on the street in the congested territory

should clearly be prohibited. Traffic regulations should be adjusted and

enforced in every feasible way to facilitate street ear operation. Provision

should be made for safety zones and multiple-berth stops, and the com-

pan/ should station street officials at the worst points to help the city

traffic officers and accelerate the loading and unloading of cars, perhaps

using these men also as outside, front-end fare collectors for the prepay-

ment cars. Nearly all these changes were suggested by Professor Eichey,

and steps are now being taken to carry them into effect. There should be

no real difficulty in securing the necessary co-operation between the public

authorities and the company, if both realize the advantages to be gained.

The present overcrowding of cars in rush hours is so serious a public abuse,

and the cost to the company of delayed service is so great, that all basis

for controversy disappears. Nothing wiU better repay aU parties concerned

than immediate steps to relieve congestion and facilitate car movement

on Main street.

(2) Allied to this is reduction in the number of stopping places. At the

tiine when Professor Richey's report was made, the average spacing be-

tween stops was 412 feet, and on many lines less than 300 feet. Consider-

able improvement has been made since then, but apparently the oppor-

tunities have by no means been exhausted. The fact that limitation of

stops expedites service, enables cars to perform more work in a given time

and passengers to travel more rapidly to destination, and saves power and

fuelas well, has been amply demonstrated by the experience of other com-

panies. The public authorities in Cleveland point with pride to the changes

of this character in that city. Similar changes are about to be inaugurated

in Washington, to relieve the congestion caused by the sudden influx of

war population. It is known that the United States Fuel Administrator

is considering an order, for the purpose of conserving fuel, restricting stops

to eight per mile in urban districts, six per mile in suburban and four per

mile in interurban territory. Compared with this. Professor Richey's

recommendation that the spacing throughout the settled residential dis-

tricts be made to conform as closely as possible to a 400-foot minimum
and a 500 to 600 foot maximum is conservative. Even if the spacing were
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made 800 feet, the maximum distance that any person located on a par

line would have to walk to take a car would be but 400 feet, and even this

inconvenience could be reduced by staggering the stops, so that cars

going in one direction would make stops midway between those made by
cars going in the opposite direction. Without doubt changes can be made
whose net result will be improvement in service and substantial saving of

expense.

(3) In 1917 the company consumed 3.82 kilowatt hours of electricity

for every car mile operated. This seems high. Apart from character and

condition of line and motor equipment, the amount of power used depends

largely upon the instruction of motormen. Many companies have been

able to effect substantial savings by encouraging the men to use the con-

troller in the best way and to coast as large a proportion of the time as

possible. Various methods have been used in such campaigns, and the

results have been sufficiently favorable so that this means of economizing

has attracted wide attention in the industry. It does not appear that the

Springfield company has as yet given this matter the consideration which

it deserves. The same may be said of instruction in more rapid accelera-

tion and braking. If these are slow, the effect, as Professor Richey states

in his report, is precisely the same as an increase in the time of stop. His

recoimnendation that a campaign of education be carried on among the

motormen for the purpose of improving present practice has not been

followed.

(4) Another method of economizing and of adjusting service to traffic

needs is the operation of so-called ''short-line" cars. This means that on

longer lines extending from a thickly settled central district into more

sparsely settled outljdng territory certain cars are operated only part of

the way and are then turned back. By this means more frequent service

is given where it is needed, without oversuppljdng the rest of the line.

Often the long-haul traffic is segregated and given quicker service by

operating the through cars "express" in the territory where the short-

line cars are operated. Recommendations that adjustments of service of

this character be made were included in Professor Richey's report, and

to a certain extent have been followed. It is probable, however, that more

can be done along these lines. While the company, owing to the day rate

of pay, can save less expense in this way than is ordinarily the case, it can

utilize its cars to better advantage and improve service where improvement

is most needed.

(5) Mr. Fox suggested that the company take one car out of service on

each city line during slack hours. The saving which could be effected in

this way would be minimized by the day rate of pay, but undoubtedly

there would be some saving. The company should, on an average, furnish

at least a seat for every passenger in the non-rush period, but Professor

Richey's survey indicated that the service can probably be somewhat re-

duced during this period without departing from this standard. It ought

not, however, to be reduced in the arbitrary manner contemplated by Mr.
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Fox. The latter also suggested that the 53 single-truck box cars in the

Springfield division might be used in the rush hours as trailers, after re-

moving their motors and electric equipment. With cars properly de-

signed for the purpose, the principle of trailer operation is sound, but the

Commission is not convinced, upon present evidence, that the use of these

old cars in the manner suggested is either safe or otherwise desirable. It

would do no harm, however, to prepare one car for such use in order that

careful tests might be made.

(6) The cost of maintaining equipment in the past two years has been

high, owing to inadequate car house and shop facilities. It has been even

necessary at times to have work done under contract by outside concerns.

The opening of the new Hooker street car house, however, and the improve-

ment of the repair shop at Carew street, have changed this situation, and

the opinion was expressed by Professor Eichey in his report that the item

of car maintenance would be considerably reduced during the current

year.

(7) One item of operating expense which has been exceedingly high in

the case of the Springfield company has been >the amount charged for

"Injuries and Damages." The following table shows the percentage of

transportation revenue charged in recent years for this purpose by the

ten largest companies of the state :
—

Company.

Yeab ended —

December
31, 1916.

June 30,

1916.

June 30,

1915.

June 30,

1914.

Bay State,

Berkshire,....
Boston Elevated,

Boston and Worcester,

Holyoke, ....
Massachusetts Northeastern,

Middlesex and Boston,

Springfield,

Union

Worcester Consolidated, .

4.10

1.65

4.85

2.68

4.00

3.44

4.27

7.40

2.81

5.00

4.12

2.75

4.75

2.44

.58

3.45

4.26

7.53

2,87

5.00

4.23

4.85

4.70

2.22

5.81

3.45

3.45

7.05

2.87

5.00

4.83

4.83

4.84

2.57

6.47

4.92

3.47

5.51

2.86

5.73

Comparative figures are not available for 1917, but in that year the Spring-

field charge advanced from $175,658.44, the amount in 1916; to $227,691.83

equal to 9.23 per cent of transportation revenue, an extraordinarily high

percentage. Additional light is thrown by the following table, compiled

from statistics furnished to the Commission in the year endad Decem-
ber 31, 1916, showing the number of accidents per one million car miles

operated :
—
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Springfield.
Boston

Elevated.

All Massa-
chusetts

Companies.

Killed,

Injured,

Boarding and alighting accidents,

Total accidents reported,

131.8

95.4

405.7

1.4

79.6

340.7

1.1

103.1

81.4

320.3

It is difficult to believe that the charge for "Injuries and Damages" will

remain, in the case of the Springfield company, at the height which it

reached in 1917, or that it is impossible by better methods of operation to

reduce it below the 1916 level.

(8) In his report Professor Richey pointed out that with the present

form of transfer the privilege may easily be misused, since one form of

transfer is used for all lines in the city. Good practice demands, he felt,

that a separate form of transfer be used for each route, and preferably a

separate form for each direction on each route. In a neighboring city

similar changes and a more rigid enforcement of transfer regulations re-

sulted in a net decrease of about 15 per cent in transfer passengers. As-

suming results only one-half as favorable in Springfield, he estimated that

the revenue of the company could, in this way, be increased some $30,000

per year, an estimate which he regarded as "very low," Although this

recommendation was made in April, 1917, it has not been carried out. In

the revised determination of additional revenue required given above,

however, allowance has been made for a $30,000 gain from this source.

Passing to the second class of operating economies and im-

provements, where new capital is required, numerous suggestions

were made to the Commission, chiefly involving the construction

of new tracks or the purchase of additional equipment. In the

past few years the company has made good progress in placing

the property in physical condition for efficient operation. The

unsatisfactory power situation, which was growing worse every

day, has been corrected by the new contract, so that there is

now assurance of a reliable supply at a favorable rate, as well

as of the disposition of much of the present power property.

Bad car house and shop conditions in the Springfield division

have also been improved, and it remains only to make similar

improvement in the Westfield and Palmer divisions. Track con-

ditions have been bettered, although there is still a good deal to

be done in this direction. The company has also made progress

in modernizing its equipment, and now has a fair number of

cars of the semi-convertible and prepayment type.
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Aside from the maintenance work necessary to bring roadbed

and track to first-class physical condition, additional tracks are

needed at various points. No detailed survey has been made
by the Commission enabling it to specify the exact work of this

sort which should be done, but undoubtedly double-tracking is

desirable on certain streets and would enable the company not

only to furnish better service but to operate with enhanced econ-

omy. It may also be advisable to lay track on streets where the

company now has no locations, to relieve Main street of a por-

tion of its burden and to make suitable connections with the pro-

posed new bridge over the Connecticut river.

Improvements are even more desirable in the case of equip-

ment. The company needs more cars, and it should also provide

for the gradual replacement of rolling stock of obsolete type with

more modern and economical equipment. On certain lines, either

trailers or two-car trains with multiple-unit control can be oper-

ated with economy and general public advantage. The same may
be said of one-man cars. In the course of the proceedings there

was much discussion of this particular type of equipment. Mr.
Fox went so far as to urge that existing cars be quite generally

operated with one man, by closing up the rear door and making
other minor changes. In view of the heavy traffic and the pres-

ent accident record, the Commission is unable to endorse this

suggestion, but clearly one-man car operation deserves very

serious consideration by this company. There are lines in the

Palmer division on which the service is now very infrequent and
inferior, where one-man cars could probably give better accom-

modations at lower expense, and this is true of the Westfield

division and doubtless of certain lines in the Springfield division.

It is also possible that the company may have cars which can

be reconstructed satisfactorily for this purpose at relatively small

expense, without investing in wholly new equipment. The Com-
mission strongly advises that this question be given immediate

and careful attention.

• Summing up the matter of operating economies, there is, we
believe, much that the company can do with its present property,

and without spending additional capital to improve service and
at the same time save expense and increase revenue, especially

if it is given proper municipal co-operation. If the revenue is

sufficient, there are replacements of cars and other property

which should gradually be made which will add still more to

economy and efficiency of operation. If the credit of the com-
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pany can be restored, additions and improvements can be made
with new capital which will tend in the same direction. So far

as these changes are dependent upon the expenditure of substan-

tial sums of money, they must await the strengthening of the

company's financial condition. The economies and improvements

of service which can be made without such expenditure, however,

should be amply sufficient to offset any increase in expense which

may come during the current year from advances in wages or in

prices of materials and supplies. Neither possibility can be ac-

curately appraised, but the opportunities to reduce expense and

increase traffic and revenue are substantial and, if they are fol-

lowed up vigorously, good results should be achieved.

Return on Investment.

The final question affecting the estimate of additional revenue

required is whether the allowance made for a return on invested

capital is reasonable. In view of the continuous public super-

vision under which the outstanding securities were issued, and

the comparatively low capitalization per mile, the conclusion

may fairly be reached that these securities originally represented

capital honestly and prudently invested, upon which the com-

pany, following the precedents established by the Commission

in previous cases, would be entitled to a full return. The only

question is how far this conclusion should be modified, if at all,

by the existing depreciation of the property.

The general rule followed by the Commission has been to make

no deduction for accrued depreciation, in fixing the basis for a

return, unless failure to provide for it has been due to the pay-

ment of unwarranted dividends, or some other form of misman-

agement; and the expression "unwarranted" has been inter-

preted to mean dividends greater than what has been termed an

"investment rate on money" (see Holyoke Rate Case, 5 P. S.

C. Rep., pp. 91, 92). In this instance the company for many
years, and until 1911, paid dividends of 8 per cent. Beginning

in 1896, however, premiums were paid in on the issue of new-

stock, so that the return on the actual cash invested has been

materially less than 8 per cent. Since 1900 it has been less than

6J per cent; since 1907, less than 6 per cent; and in the past

21 months, less than l| per cent. A substantial amount of the

stock was issued at the high price of $170 per share. While the

company, therefore, can by no means be absolved from blame

for its failure to provide adequately for depreciation, there are

mitigating circumstances. In view of the prices at which stock
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has been issued, the company would, aside from this question of

depreciation, be fairly entitled to maintain a rate of 8 per cent

on par. In the revised estimate of additional revenue required,

allowance has been made, instead, for a stock return of 6 per cent

on total cash invested — the equivalent of about 7.1 per cent on

par. In view of all conditions, this might well be regarded as too

liberal; but there is so much uncertainty as to the revenue

which any increase in rates will produce and the actual results

in other cases have so generally fallen below the estimates that,

for present purposes, it may reasonably be allowed to stand.

Summary.

Summarizing this phase of the matter, our conclusions, so far

as the estimate of additional revenue required is concerned, are

as follows: —
(1) The further allowance for depreciation, over and above the amount

expended or set aside for this purpose in 1917, which is included in this

estimate is too high by about $45,000.

(2) While there is reasonable prospect that expense may be relatively

increased in the current year, by reason of advances in wages and prices,

the opportunities for reducing expense and increasing traffic, without the

use of additional capital, are at least a sufficient offset.

(3) The return on invested capital allowed in the estimate is not less

than is fair and reasonable.

For the purpose of considering the increase in fares proposed

by the company, the amount of additional revenue justly and

reasonably required may, therefore, be placed in round figures

at $400,000. In view of the probability that the present General

Court, upon recommendation of the Street Railway Investigation

Commission, may at least reduce the burden imposed by the

present excise tax and subject jitney competition to state regula-

tion and restriction, this estimated amount may be regarded as

liberal.

Financial Results by Divisions.

Upon request of the Commission, evidence was submitted by

the company as to the financial results from operation in the

three divisions. No such segregation is made in the accounts

kept by the company, but a special study was made for the pur-

pose of developing this information for the year ended June 30,

1916. The investment in the Palmer division was separated by

taking the capitalization of the Springfield and Eastern Company,
at the time of consolidation, and adding additions and improve-
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ments made in that division since that date, and a similar process

was followed in the Westfield division, starting with the capitali-

zation of the Western Massachusetts Company at the time of

consolidation. Receipts and expenses in many cases could be

accurately apportioned, but it was necessary to pro-rate certain

items on a car mile or other suitable basis. The following table

shows the investment in each division; the income available for

a return upon the investment, either in the form of interest or of

dividends; and the percentage relation which this income bears

to investment: —

Division. Investment. Income. Per Cent.

Springfield,

Westfield,

Palmer,

$5,348,745

1,033,235

1,513,672

S350,768

36,211

28,054

6.56

3.50

1.85

The striking thing about this table is that it shows that the

Springfield division, notwithstanding the long rides which are

possible for the 5-cent fare, was producing very fair financial re-

sults as recently as the year ended June 30, 1916. It also brings

out very clearly the fact that the share for share consolidations

with outlying roads, effected under the auspices of the New York,

New Haven and Hartford Railroad Company, have been one of

the chief causes of the financial difficulties of the Springfield

Street Railway Company.
Certain evidence was offered by the remonstrants tending to

show that the lines in the outer divisions pay better than the

above table would indicate. This evidence, however, was based

on car hour earnings, which are often misleading unless consid-

ered in connection with car mile earnings and earnings per mile

of track. While the figures given above are only approximations,

the history of the Springfield and Eastern and the Western Mas-

sachusetts companies, together with the present showing of lines

similarly located in other parts of the state, leads the Commis-

sion to believe that they may be accepted as reasonably correct.

The Increases tn Fares.

From the conclusions already reached it will be seen that the

problem before the Commission is to permit this company to

increase its fares in such a way that it may have reasonable ex-

pectation of securing about $400,000 additional revenue and, at
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the same time, to spread this burden equitably among its pa-

trons. It will also be seen that this problem has two clearly

defined phases. The situation in the Palmer and Westfield divi-

sions, with their interurban and rural lines, differs radically from

the situation in the Springfield division, and the method of treat-

ment proposed by the company is not the same.

Palmer and Westfield Divisions.

The method of raising fares proposed in these outlying divi-

sions is to increase the unit rate from 5 cents to 6 cents and

abolish most of the existing overlaps. The latter change would

cause passengers to pay a double or a treble fare in certain cases

where they now pay a single fare. The company estimates that

the gain from the introduction of the 6-cent rate would be

$39,426, and from the abolition of the overlaps, $22,024, — a

total of $61,450. In preparing this estimate, allowance was made
for a loss of 8 per cent in riding, where only the increase in unit

fare would be involved, and a loss of 15 per cent where the

payment of an additional fare would be necessary. Judged by
the experience of other companies, these allowances are not ex-

cessive. The estimate was based, however, on the riding in the

year ended June 30, 1916, and the passenger revenue of the

company in 1917 was 8f per cent larger. Assuming this to be

the measure of the increase in these two divisions, the total esti-

mate becomes $66,559, instead of $61,450.

Even upon this revised basis, it is evident that the increase is

not too large from a revenue standpoint. If the income of the

company in these two divisions had been $66,559 larger in the

year ended June 30, 1916, it would have earned, according to the

table already presented, only a little more than 5 per cent on

its investment, and this makes no allowance for depreciation

requirements and the subsequent advance of wages and prices.

It is also evident that an increase in the unit fare alone, from 5

cents to 6 cents, would produce most inadequate results. With-
out the abolition of overlaps, the estimate of gain would be re-

duced to $42,603.

The abolition of the overlaps, however, would have very un-

desirable and unjust consequences. Taken in connection with

the increase in the unit fare, it would mean that for certain rides,

although the distance traveled might be small, the charge would
be increased from 5 cents to 12 cents. In a few cases, for longer

rides, it would be increased from 5 cents to 18 cents. It needs
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no argument to prove that such increases as these would be

greatly resented by the population served. Disregarding con-

siderations of equity, it is at least doubtful whether the result

would be advantageous to the company. The traffic loss of 15

per cent, which has been estimated, is conservative. Rather than

pay a fare 140 per cent or, in some cases, 260 per cent higher,

patrons would in many cases walk where they now ride, and if

any considerable number of workingmen were affected at any

point, jitney competition would almost surely develop.

The existing overlaps, it seems, have come into existence grad-

ually and by a very natural process. There is nothing unusual

about them, for they are found on practically all lines in the state

where there are successive zones in each of which a 5-cent or

larger fare is charged. They are the only means, under such

conditions, whereby the injustice can be avoided of charging a

double fare for short rides from one zone to another. On the

other hand, if they are not to be abolished, and if the existing

system of charging is to be preserved, the only possible means

of securing the additional revenue necessary in these divisions

is to increase the unit fare beyond 6 cents, to 7 cents or even

to 8 cents, an expedient which experience has shown to be of

doubtful wisdom.

Faced by this situation, the only other alternative is to adopt

an entirely different system of charging. As a matter of fact,

there is very little to commend in the present system. It is full

of inconsistencies and discriminations and has no logical or scien-

tific basis. The fact, already stated, that in the Palmer division

the zones vary from 7.42 miles to 1.7 miles in length, and in the

Westfield division from 9.09 miles to 1.05 miles, is sufficient evi-

dence of this fact. The abolition of the overlaps would merely

make a situation which is already bad considerably worse. The

new system of charging which is being introduced gradually on

interurban lines in this commonwealth and elsewhere is far more

logical and has the advantage of causing each passenger to pay

for approximately the service that he receives, and no more.

Under this system, which has been called the "copper zone"

plan, the road is divided into sections of approximately one mile

each, and rates are based on a certain charge per section. Usu-

ally this is 2 cents, but it may be made 1^ cents or 2| cents, or,

indeed, any other rate. When the passenger boards a car he

tells the conductor his destination and pays a fare based on the

distance to be covered, receiving a voucher in return. Thus, if
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his journey is within five different sections and the rate is 2

cents per mile, he pays a fare of 10 cents. Usually a minimum
fare is established of 5 cents or 6 cents. At the end of his jour-

ney the passenger surrenders his voucher.

The advantages of this plan are obvious. Instead of progress-

ing in violent jumps of 6 cents each, as under the system pro-

posed by the company, fares would gradually advance, according

to the distance traveled, by small steps, so that between 6 cents

and 12 cents there would be, for example, intermediate fares of

8 cents and 10 cents. A disadvantage, on the other hand, is

that it imposes a somewhat difficult task upon the conductor in

the collection of fares, and one that is particularly difficult when
open cars are used, or if a large number of passengers board the car

at any one point. It cannot be said that the plan is yet beyond

the experimental stage, but the experiment is promising, and one,

in our judgment, which very clearly deserves encouragement.

In the present instance, the inconsistencies and disadvantages

of the system now in use are so great, and would be so accentu-

ated by the changes proposed by the company, that there is

more than ordinary reason for trying this new plan. In the judg-

ment of the Commission it should be adopted, at least for a

trial period. What the results would be from the revenue stand-

point it is impossible to estimate from any data now in the pos-

session of the Commission. If the rate were placed at 2 cents

per mile, the average charge per mile for through traffic on the

interurban line from Brimfield to Springfield would be higher

than the 1.74 cents under the plan proposed by the conipany.

On the similar line from Westfield to Huntington it would also

be slightly increased. On the other hand, the mileage plan would

reduce the charge for many local rides, particularly in the town
of Palmer; but there should be less falling off in riding. Upon
the evidence, the company might be justified in placing the rate

somewhat higher than 2 cents per mile, or in securing equivalent

results by making the length of the zones somewhat shorter than

one mile. We believe, however, that it would be wiser to in-

augurate the new system, with the exception noted below, upon

the basis of a straight rate of 2 cents per mile, witli a minimum
charge of 6 cents for any ride covering not more than three

zones. Experience has Shown that it is difficult to secure sub-

stantial increases in revenue from lines of the character which

make up these two divisions, and that, when rates are placed

too high, the increase may prove largely theoretical.
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Departure from a uniform application of the plan should, in

our opinion, be made in one respect. The town of Westfield is

large enough to deserve treatment following the urban practice.

In other words, it is entitled to a uniform fare, with free transfer

privileges, within a territory reasonably limited. As a matter of

fact, it would be difficult to apply a mileage zone plan to the

short local lines in this town. Our recommendation, therefore,

is that Westfield be given a uniform local fare of 6 cents, cover-

ing all short lines in the thickly settled district, extending as far

as the town boundary on the line to Springfield, as far as St.

Mary's Cemetery on the line to Holyoke, and approximately

three miles out on the line to Huntington. In laying out a sys-

tem of this sort, it is often desirable, instead of measuring off

the miles with mathematical accuracy, to make certain adjust-

ments, so that the limits will fall at convenient points, making

the zones slightly more than one mile in length in some cases

and slightly less in others. In preparing its tariff, such adjust-

ments may be made by the company, subject to the approval

of the Commission. Provision should also, be made in the tariff

so that, in journeys between points in the Springfield division or

the Westfield 6-cent zone and points in mileage territory, the

minimum fare shall not apply in the latter. In riding from a

point in the center of Westfield, for example, to a point in' the

first mileage zone on the Huntington line, the fare should be 6

cents plus 2 cents, or a total of 8 cents, rather than 6 cents plus

the minimum mileage fare of 6 cents, or 12 cents in all.

Springfield Division.

In the Springfield division, comprising the city of Springfield

and the adjoining territory within the present single fare limits,

the company proposes an inner zone and an outer zone, in each

of which a 5-cent fare would be charged. This proposal aroused

intense antagonism from the city of Chicopee and the towns sur-

rounding Springfield, and it was strongly urged at the hearings

that a straight 6-cent fare within the present limits, or even a

higher fare, would be vastly preferable to the plan proposed by

the company. Before taking this matter up in any detail, there-

fore, it will be well to consider whether or not any plan of this

general character, embodying the introduction of some new zone

or zones, is desirable.

The present 5-cent fare territory is undoubtedly very large.

There is no city in New England, except Boston, which compares
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with Springfield in this respect. Longer rides can be obtained

for a nickel, indeed, than in many cities throughout the country

with much larger populations. Conditions have, in many re-

spects, been very favorable for such development. In the case

of the lines running to Chicopee, for example, large centers of

population exist at both ends, and in between there is opportu-

nity for comparatively high speed operation. In the rush hours,

traffic moves in almost equal volume in both directions. Similar

conditions exist on the lines to Holyoke, Westfield and Indian

Orchard. The chief factor, however, which makes long rides

possible is the short-haul traffic. While the company's estimate

that the average passenger rides, including transfers, but 2.88

miles, was based on observations covering the operations of but

one day on each line, allowance may be made for a large margin

of error without affecting the conclusion that the short-haul rider

really pays for the long hauls, and that without him the broad

expansion of the 5-cent fare area would have been impossible.

Objection to the introduction of any form of "zone system"

and to the limitation of the present uniform fare plan of opera-

tion in the Springfield division seems to be based, very largely,

upon the feeling that, if the company needs additional revenue,

the burden ought not to be thrown entirely upon the outlying

territory, and that the central district of Springfield ought to

carry its share of the load. While this feeling is not unnatural,

it arises from a misconception of the situation. A "zone system"

would retain the 5-cent fare for the shorter rides, not only in the

central district, but in the outlying territory as well. People living

in Chicopee or Indian Orchard, for example, could reach their local

mills and stores without paying an increased fare. On the other

hand, those who live in the inner zone and work in the outlying

territory would pay an additional charge in exactly the same
way as those who live outside and work or do business in the

central district; and the evidence indicates that on some lines,

at least, there is about as much movement of this character in

one direction as in the other. In other words, the burden under

the "zone system" would be thrown upon the long rider, as dis-

tinguished from the short rider, rather than upon the people

living in any particular territory, as distinguished from those

who reside in another. If the inner zone derived any relative

advantage from the introduction of such a system, it would be

due to the fact that there happens to be a larger proportion of

short-haul riding in that territory.
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It was also urged that the suburban territory has been built

up under the uniform fare system, with the understanding that

this system was established and not likely to be disturbed; and

that, under the circumstances a departure from this system would

be unjust and prejudicial to those who live in this territory, and

especially to the owners of real estate. The fear that a "zone

system" would have any substantial influence upon land values

in these districts is not, we believe, well founded. But even if

it should have such an effect, it is no doubt a fact that the ex-

tension of street railway lines into this territory materially in-

creased these values in the past, and that land owners have en-

joyed and profited by this "unearned increment." If they

should be deprived of some slight measure of this increment by

an attempt to apportion the mounting cost of street railway

service more nearly in accordance with the service furnished,

they would have no reasonable ground of complaint. There has,

in this instance, been no contract that fares would continue for

any period of time upon the uniform basis, such as has existed

in the Boston district.

The substitution of a 6-cent fare for the present 5-cent fare

in the Springfield division would undoubtedly be the easiest and

simplest method of dealing with the situation, and it is quite

possible that it might meet with less open and immediate criti-

cism than any other. It is also true that there are difiiculties

in the application of a zone system, and that no practicable sys-

tem of fares can be devised which will be entirely free from incon-

sistencies or minor discriminations. The rates and charges of

every public utility, whether privately or publicly operated, are

open to such criticism to a greater or less extent; and this cannot

wholly be avoided. The duty of a supervising commission is to

adjust rates, so far as it can, in the way which will produce the

best net results for the community, considering not only the

present but, to a reasonable degree, the future. The easiest way

is not always the best, and experience has shown pretty clearly

that there are serious objections to a straight increase in fare

in urban territory, such as is included within the Springfield

division.

Short-haul traffic is the most profitable that a street railway

company can have, and it is also the traffic that is most difficult

to secure and retain, and the most sensitive to poor service or

unfavorable rates. It is a simple matter for most short riders

in cities to walk, rather than use the cars, and jitneys can carry
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them with profit at a 5-cent fare, if the street railway is not

in a position to do so. However willing the general public may
be to concede that a street railway company is entitled to addi-

tional revenue, and however trifling an increase in fare from 5

cents to 6 cents may appear in comparison with the advance in

prices of most commodities in common use since the war began,

experience has seemed to demonstrate, and street railway man-
agers are very generally of the opinion, that such an increase

discourages short-haul riding, encourages competition and appre-

ciably diminishes the kind of traffic which it is particularly desir-

able to attract.

The importance to the public, as well as to the company, of

doing everything that can be done to hold and increase this

short-haul business is obvious. Looking into the future, such

business may be the determining factor which will make pos-

sible a general reduction of fares or, if conditions become still

more unfavorable, prevent a further increase. The best means
of developing it is, clearly, to retain a low minimum fare. If a

straight raise to 6 cents were made, and results did not prove

satisfactory, the next step would be a 7-cent fare, which would

have an even more unfavorable effect upon short-haul traffic.

On the other hand, a 5-cent fare is convenient and popular, en-

courages riding and is an excellent weapon with which to meet

jitney competition.

If there was anything inherently unjust in retaining a 5-cent

minimum, the considerations thus mentioned would have less

weight. Equity, however, seems chiefly on its side. The short

rider has been discriminated against, up to the present time.

Five cents is ample, in urban territory, to cover the cost of this

service, and if a readjustment should be made which would retain

that fare for the shorter distances and require the long-haul rider

to pay a charge more nearly proportional to the cost of carrying

him, certainly no injustice would be done. Under the circum-

stances the Commission is of the present opinion that some form

of "zone system" will, on the whole, produce better results for

the community than the adoption of a uniform 6-cent fare. We
realize the practical difficulties in the application and operation

of such a system, and that experience as yet is so limited that

no one can positively affirm that expectations will be realized.

The theoretical advantages, however, are suflSciently important

so that we feel that the experiment should be tried, upon the

clear understanding, however, that it is an experiment, subject
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to future change if, at the end of a reasonable period of time,

results are not what they should be.

Approval of the introduction of a "zone system," however, is

not the same thing as approval of the particular "zone system"

which the company has proposed. The plan contained in the

schedule filed is objectionable in vital respects.

In the first place, if the estimate of the company is correct,

this plan would produce substantially more revenue than the

amount which has been shown above to be reasonably required.

The estimate is $477,762, and this was based on the traflBc in

the year ended June 30, 1916. Using the traffic in the calendar

year 1917, the amount is increased to nearly $520,000, — to be

secured from this one division. The Commission's estimate of

additional revenue required is $400,000 for the entire system.

Assuming that $60,000 can be obtained from the outlying divi-

sions, this makes the amount assessable against the Springfield

division about $340,000, a considerably smaller sum than that

contemplated by the company.

In the second place, the zone plan proposed is not well-con-

sidered. The fare jumps abruptly from 5 cents to 10 cents,

without any intermediate gradations, creating the same unde-

sirable conditions which have led to the developmejnt of the over-

lapping zones in the Palmer and Westfield sections. So far as

we are aware, this is the first time that an attempt has been

made in this country to split an urban single-fare territory in

this somewhat violent fashion. The advisability of progressing

by comparatively small steps from the minimum to the maxi-

mum fare has very generally been recognized.

It is not difficult to eliminate the company's plan from con-

sideration, but it is more difficult to determine upon a proper

substitute. The first necessary step is to fix upon the limits of

the inner zone. The central district, in our judgment, ought to

carry somewhat more than its share of the load. While certain

of the surrounding municipalities have clearly defined industrial

interests of their own, and are not mere suburban residential

towns, Springfield is the general business center and its traffic

is fed from the adjoining communities. Possibly a mathematical

formula might be derived for fixing the limits so as to secure the

results desired, but the Commission has been unable to hit upon

such a formula and must depend upon general judgment. In our

opinion, the limits proposed by the company are not far out of

the way. They vary on the through lines from 2.3 miles from
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Court square to 3.6 miles, and average about 3.2 miles. Greater

uniformity would be desirable, but the variations are not so

great as the variations in the length of riding now possible on

the different lines for the uniform 5-cent fare and, upon analysis,

it appears that they have not been established arbitrarily but in

the exercise of reasonable discrimination.

The limit nearest to Court square, for example, is on the

Brightwood line to Chicopee and is fixed at a distance of about

2.3 miles. This point was chosen, however, because it is on the

boundary line between the two cities. If it was placed farther

out, Chicopee would not have the advantage of a 5-cent fare

within its own limits; and it also appears that the territory

for some considerable distance beyond the boundary is sparsely

settled, so that there would be small advantage in any event.

Similar conditions governed the fixing of the limits on the Glen-

wood and Liberty street lines to Chicopee and Chicopee Falls.

The limit at the greatest distance is on the St. James avenue

line, being placed about 3.6 miles from Court square. In this

case it was extended to the large Westinghouse plant, since it

was thought desirable that the workingmen should be able to

reach this plant from either direction for a single fare, a conclu-

sion in which we concur. On the whole, the Commission is not

disposed, for the present, to disturb the limits as fixed by the

company. Actual experience may develop valid reasons for

making some adjustments in certain instances, and the matter

will be regarded as open for future consideration, without preju-

dice, after such experience has been secured.

In the case of the outer zone there are two different methods

by which a gradation of fares can be established between the

minimum and the maximum. Provision can be made for suc-

cessive concentric sections, in each of which a small additional

cash fare of one or two cents would be charged, or the cash fare

can be allowed to remain on the basis proposed by the company
and provision can be made for intermediate steps through the

sale of tickets. The latter arrangement is substantially the plan

adopted by the Commission in the Holyoke Rate Case, decided

December 31, 1917. In Holyoke, a passenger traveling between

a point in the inner zone and a point in the outer zone is charged

10 cents if he pays cash, but he can obtain a rate of 6^ cents

by purchasing 6 tickets for 40 cents. This plan has the advan-

tage that it simplifies fare collections by eliminating the handling

of pennies, and any person who rides with any frequency can
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easily obtain advantage of the reduced rate. Those who ride

very infrequently may prefer to pay the full cash fare rather

than to invest in tickets, but it is not unfair that riders of this

class should be charged a higher rate, and by so doing the ticket

rate can be kept on a lower basis than would otherwise be possible.

Plan Recommended.

In the judgment of the Commission the "zone system" should

be introduced upon the following initial basis, subject to possible

later change in the light of the knowledge gained from actual

experience: —

(1) Establish an inner zone, with the limits proposed in the schedule

filed by the company.

(2) Provide for a uniform cash fare of 5 cents in the inner zone, with

free transfer privileges, and for a similar cash fare of 5 cents in the outer

zone.

(3) Provide for the sale of 6 tickets for 40 cents, or at the rate of 6f

cents each, good between any point in the inner zone and any point in the

outer zone which is not more than 5 miles distant by rail from Court

square. This will take in most of Chicopee and Chicopee Falls, East

Longmeadow, much of Longmeadow and Agawam, and the major portion

of West Springfield which is not within the inner zone. The limit for these

tickets on each line need not be fixed at precisely the 5-mile mark, but may
be placed, with the approval of the Commission, at any natural point of

division which approximates that distance. Adjustment should be made
on the lines to Chicopee Falls, which reach the same destination by routes

of varying length, so that the fares to the common point shall in all cases

be on the 6f-cent basis.

(4) Provide for the sale of 6 tickets for 50 cents, or at the rate of 8^ cents

each, good between any point in the inner zone and any point in the outer

zone which is beyond the approximate 5-mile limit in which the 6f-cent

tickets can be used.

The plan so outlined is, we realize, not mathematically precise

nor free from inconsistencies. It may be said to favor riders

passing to and from the remote ends of the long lines to Feeding

Hills, to the Connecticut state line on the west side of the river,

And to Indian Orchard and Ludlow. A plan in theory more

logical and consistent would be to limit the use of the 8^-cent

tickets to points not more than about 6f miles from Court

square. The traffic which would be affected, however, is incon-

siderable, except on the line to Indian Orchard and Ludlow, and

it does not seem to the Commission desirable, either from the
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public point of view or in the financial interest of the company,
that the fares paid in traveling between points in the central

district and these communities should be raised 100 per cent.

In changing from the established system of charging to a radi-

cally different plan, some adjustments are necessary, even if they

involve inconsistencies, to avoid too harsh a break between the

old and the new.

Viewing the situation as a whole, the plan recommended will,

in our judgment, produce the best results for the community and

is just and reasonable. Whatever inconsistencies it may involve

are not of major importance and are far less pronounced than

those which have existed for years under the present system.

Doubtless experience will show that improvements are possible

and desirable, but these may be made later as the need develops.

What amount of additional revenue this change in fares will

yield no one can forecast with accuracy. It is dependent upon
the effect on traffic, the extent to which tickets are used in lieu

of cash, and the extent to which each of the two classes of

tickets are used. No traffic counts are available which make
possible an estimate such as was submitted by the company in

the case of its own proposed method of readjusted fares. Reason-

ing by analogy from the company's estimate, however, it seems

probable to the Commission that the zone system recommended
will yield upwards of $300,000 additional revenue and that, add-

ing the amount obtained from the outlying divisions, the total

will approximate the $400,000 reasonably required. If this should

not prove to be the case after a fair trial, the matter can, of

course, be brought up for renewed consideration. The history

of the company and the effect of the share for share consolida-

tions with outlying lines make it just and reasonable that any
increase in fares in the central district should be conservative.

An order is entered below cancelling the rates and charges

stated in the schedule filed with the Commission and now under

suspension. The company will be permitted, however, to file a

new schedule embodying the modified changes in fares above
outlined, and an order will be issued permitting this schedule to

become effective on short notice. Before issuing such an order,

however, the Commission must be satisfied that the schedule con-

forms to its recommendations and reserves the right to require

any minor changes, consistent with the essential features of the

plan, which may seem desirable in the application of the plan to

the territory affected.
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ORDER.

Notice of the Springfield Street Railway Company of proposed

increase in rates of fare upon its railway.

It appearing that on August 10, 1917, an order was entered

suspending, until November 1, 1917, the rates and charges stated

in the schedule described in said order; and that by subsequent

orders said rates and charges were further suspended until April

1, 1918; and it further appearing that a full investigation of the

matters and things involved has been had, and that the Com-
mission on the date hereof has made and filed a report containing

its findings of fact and conclusions thereon, which said report is

herein referred to and made a part hereof, —
It is

Ordered, That the Springfield Street Railway Company be and

is hereby notified and required to cancel the rates and charges

and changes of fare limits and transfer privileges stated in the

schedule specified in said orders of suspension.

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 Springfield Street Railway Company.

By the Commission,

ANDREW A. HIGHLANDS,
Makch 30, 1918. [P. S. C. 18601 Secretary.
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HOTEL TELEPHONE RATES.

In the matter of an investigation by the Commission upon its own

motion concerning telephone service at hotels and the rates

charged therefor.

George R. Grant 1 for the New England Telephone

Clarence G. McDavitt J and Telegraph Company.

John A. Sullivan for the Boston Hotel Men's Association.

This investigation was instituted by the Commission upon its

own motion' as the result of information and complaints to the

effect that at certain hotels in Boston the rates or tolls for local

messages had been increased from 5 cents to 10 cents each. A
public hearing was held on December 20, 1917.

It appears that prior to the date, July 1, 1915, when the New
England Telephone and Telegraph Company filed its rate sched-

ule with this Commission, under the provisions of chapter 784 of

the Acts of 1913, telephone service was furnished to hotels under

special so-called "hotel contracts." No provision for such con-

tracts was made in the schedule which was filed, no new contracts

of similar character have since been entered into, most of those

which then existed have been discontinued, and it is the intention

of the company to discontinue them all. Their temporary reten-

tion has been permissible under a provision of section 20 of the

aforesaid act.

The telephone service of the hotels may be separated into two

parts, viz.:—

(1) The service furnished to the offices and rooms, which may be

called the "room service."

(2) The service furnished to booths located in the lobbies or corridors,

which may be called the "corridor service."

Under the rate schedule filed with the Commission, the "room

service" is furnished under the standard form of contract for

private branch exchange service. The hotel pays a stated sum
per year for switchboard and equipment, for each trunk line and

for each telephone instrument used, and an additional amount



256 APPENDIX — ORDERS. [Jan.

based upon the number of messages. The actual rates for number
one system, Metropolitan exchange service, are as follows :

—

Equipment. Annual Rates.

Switchboard, . . $24 00

Trunk lines (both ways), each, 24 00

Stations, each, 6 00

Operators' or answering sets, each, 6 00

Messages.

Minimum, 4,000, 120 00

Additional messages, in excess of minimum, used within the con-

tract year, 3 cents each.

The telephone company furnishes all the apparatus and wiring,

while the hotel supplies whatever operators may be necessary.

Until recently the " corridor service" has been furnished directly

by the telephone company upon the public pay station basis.

Space has been leased from the hotel and the station has either

been operated upon the coin box plan or through an operator

supplied by the telephone company. Under this arrangement no

direct connection has existed between the "room service" and

the "corridor service," intercommunication being provided only

through the telephone central office. To some extent this is the

plan which is still pursued, but a change has been made in a

number of cases during the past 12 months, which seems likely to

become general if no obstacle is interposed by public authorities.

The "corridor service" is taken over by the hotel under this

new arrangement and combined with the "room service." Both

are operated from the same switchboard as parts of one private

branch exchange system. The telephone instrument in a corridor

booth has the same status as an instrument in one of the rooms

and is operated in the same way. It follows that the "corridor

service," upon the theory of the telephone company, ceases to be

public pay station service and that the hotel is free to charge

what it pleases to those who may care to use it.

The immediate result of the change in every case has been that

the charge for local messages, which is 5 cents at public pay sta-

tions, has been increased to 10 cents, and coincidently the hotels

have made a similar increase in the charge from their rooms.

The proprietors submitted evidence to show that under the former

arrangement they were losing money, and this was the sole

reason offered for raising the charge from the rooms. In the case
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of the "corridor service," however, they claimed that the object

of the increase was to confine the telephone service to guests, so

as to give them better service than they had received under the

old system. It was alleged "that the only practical way to ac-

complish this object was to exclude the general public by raising

the rates; that the increase had excluded many persons, not

guests, who had used the hotel telephone under the lower rates;

that practically no complaints had arisen from guests on account

of the increased rates; that the service from the guests' stand-

point had been greatly improved; that no signs were displayed

to indicate that the hotels were furnishing a public service, or

that the public was invited to use it, or that the rate was only

5 cents; that in some of the hotels a sign is displayed showing

that the charge is 10 cents; and that in the immediate vicinity

of the hotels in question there were public pay stations in suffi-

cient number to meet public demands at the 5-cent rate."

It was also alleged that guests can now call up their rooms

from the corridor booths without charge, an advantage which

they did not formerly possess. Under the new plan the hotels

own the booths, which are often specially constructed to harmo-

nize with the surroundings, and the further claim was made that

the extra charge is in part levied as compensation for the addi-

tional service, not available at public pay stations, which they

render in the way of clerical assistance, in following up calls to

obtain desired connections, and in paging guests, and for the

other incidental expenses not involved in the furnishing of regular

public telephone service under standard conditions. It was ad-

mitted, however, that service from the booths in the corridors is

not confined to persons who are guests of the hotel, but is open

indiscriminately to all persons who are willing to pay 10 cents for

local messages.

At the hearing the representative of the telephone company
stated that it is now and always has been willing to establish and

maintain public pay stations at hotels, in conformity to the

former practice, charging the usual public pay station rates for

all messages, but that this cannot be done without the consent of

the hotels and that there are numerous public telephone stations

within 500 feet of every hotel where the new plan is followed, at

which service can be secured at the regular rates. In the brief

subsequently filed, the company makes no claim whatever relative

to the right of the Commission to regulate the rates or tolls which

hotels shall levy, and takes no position either for or against the
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10-cent charge. It maintains, however, that if the Commission

construes chapter 784 of the Acts of 1913 (Public Service Com-

mission Act), or any sections thereof as giving it jurisdiction

over the hotels in this respect, it must first find that they are

common carriers under the statute. It urges that it is rendering

service to the hotels, under the new plan, in strict conformity

with its schedule of rates filed and published according to law,

under the standard form of contract available for all private

branch exchange subscribers regardless of the nature of their

business. At the hearing counsel also contended (Record, p. 24)

that, so far as the telephone company is concerned, "a private

individual or a business concern or a manufacturing concern or a

hotel, all of which are receiving service under this same form of

contract, can retail or resell telephone service to the public or to

special and selected persons, and make such charges as they see

fit."

This contention really sums up the problem before the Com-

mission. Such jurisdiction and authority as it has over telephone

service arises, primarily, from the following provisions of section

2 of chapter 784 of the Acts of 1913: —

Section 2. 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 supervision and regulation of, and jurisdiction and control over,

the following services, when furnished or rendered for public use within

the commonwealth, and all persons, jfirms, corporations, associations and

joint stock associations or.companies, hereinafter in this act collectively

called common carriers and severally called a common carrier, furnishing

or rendering any such service or services: —

(c) The transmission of intelligence within the commonwealth by

electricity, by means of telephone lines or telegraph lines or any other

method or system of communication, including the operation of all con-

veniences, appHances, instrumentaUties, or equipment utilized in con-

nection therewith or appertaining thereto.

The jurisdiction over the telephone company in this case is clear.

The operating company was chartered in New York, but operates

in this Commonwealth as the agent of the New England Tele-

phone and Telegraph Company of Massachusetts, which was

organized in 1888 for the following purpose: —

The purpose for which the corporation is constituted is the acquiring

by purchase, lease or otherwise, constructing, maintaining, leasing and
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operating telephone exchange systems and pubHc and private telephone

and telegraph lines and in general the receiving and transmitting intelli-

gence by electricity for all purposes and the doing a telephone, telegraph

and district telegraph business both within and without the State of

Massachusetts and the acquiring, holding, using, selling and leasing all

rights, franchises, patents, machinery and apparatus pertaining to such

business.

No one would contend that the hotels have ever received any

similar authority, or that they have any lawful right to engage

in the public business of transmitting intelligence within the Com-
monwealth by electricity. It is clear also that they are not

rendering such service. Obviously, the telephone service which is

furnished from a booth in the corridor or from a room in the

hotel must depend, not upon the facilities of the hotel itself, but

upon the facilities and property owned and operated by the tele-

phone company entirely outside of the hotel and entirely beyond

the control of the hotel management. Even the switchboard,

wiring and telephone instruments within the hotel itself are

owned by the telephone company and not by the hotel, and all

that the latter owns in the way of equipment are the booths in

the corridor, which are the equivalent of small rooms and have

no necessary connection with the telephone service. It is true

that the hotel supplies the operators for the private branch ex-

change switchboard, but these are merely its agents in the receipt

of the service and in essence play no more part in the actual

furnishing of the service than does any person who receives or

sends a message.

While the hotels are not furnishing telephone service, however,

it appears that they are dealing in such service. In effect, they

buy at wholesale and sell at retail. Whatever compensation the

telephone company receives for messages sent from the hotel is

paid by the hotel, but, if the message is sent by a guest or by
any other person who is not in its employ, the latter charges and

receives compensation on its own account. The question arises

whether such reselling or retailing of service is lawful, and
whether the hotels are authorized to engage in the telephone

business even to this extent.

The question has an importance beyond the immediate issue

presented in these proceedings. If a hotel may lawfully buy
service in bulk and resell it in this way, presumably the same
course may be followed by other proprietors. Thus, the owners

of an office building might take service for the entire building

upon a private branch exchange basis and retail it to their
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tenants at such prices as they saw fit; the owners of a depart-

ment store might adopt a similar plan in providing telephone

facilities for their customers; or a railroad company might resell

in this way within the confines of a passenger station, like the

North station or South station in Boston. Indeed the owners of

all the buildings located within the limits of any city block might

establish a joint private branch exchange and require all tenants

to take their service from that source.

At the time of the hearing upon this matter, one of the terms

and conditions applicable to all contracts for telephone service

was as follows :
—

Use of Instruments and Apparatus. — The instruments and apparatus

furnished to the subscriber shall be carefully used in accordance with the

rules of the company; shall not be removed from the subscriber's premises

nor connected with any instrument or apparatus not furnished by the

company; shall be used by the subscriber, his agents or employees only

when engaged in his business and shall not be used in any way in compe-

tition with the business conducted by the company. (Italics ours.)

This provision would undoubtedly prevent the present use of

private branch exchange service by hotels, and stand in the way
of an extension of such practice along the lines above indicated.

Since the hearing, however, the company has attempted to change

this regulation, so that the restriction which limits the use of the

instruments to the subscriber, his agents or employees, shall apply

only to unlimited service, and not to measured service such as is

received in connection with private branch exchanges. In the

opinion of the Commission this change has not been lawfully

made, since the statute (St. 1913, c. 784, § 20) provides that no

change shall be made in any rate "or in any rule, regulation or

form of contract or agreement, in any manner affecting the

same" except upon thirty days' notice to the Commission, and

no such notice has ever been given. For present purposes, how-

ever, we think it desirable not to rest the case upon a regulation

of the company which, if it has not already been changed, is at

least subject to change, but instead to deal broadly with the

matter upon the basis of general underlying principles.

It is immaterial, also, whether the hotels are or are not making

a profit from the telephone service. If the company is right in

its view that any subscriber to private branch exchange service

may resell and make such charges as he sees fit, it is clearly within

the power of the hotels to reap a profit if they care to do so.

And indeed the evidence submitted to show that they lost money
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under the old arrangement and are still losing under the new, was

not at all convincing. In their computations no allowance was

made for the benefit received from free telephone intercommuni-

cation between all the rooms and offices, or from the incoming

service. If the telephone instruments could not be used at all for

outgoing calls and were available only for the delivery of messages,

without doubt most hotels would still be willing to pay for the

privilege of having them installed. Their present contention

seems to be that, unless the tolls from outgoing service are suffi-

cient to cover all payments to the telephone company and other

expenses, there is a loss on the service; whereas it is quite clear

that, if the collections were sufficient to cover these costs, the

hotels would profit by receiving the incoming and interior service

entirely without charge. As above stated, however, the question

of gain or loss is immaterial, in our judgment, and need not be

pursued.

Within by far the greater part of the territory which it serves,

the New England Telephone and Telegraph Company is the only

concern which hag been authorized by law to carry on a tele-

phone business. It has full authority to supply the needs, in this

respect, of all individuals or corporations; and within the limits

of the commonwealth this Commission has equally comprehensive

jurisdiction over the rates which it charges. The public policy,

in other words, has favored a unified service, with undivided and

centralized responsibility. If subscribers, however, may purchase

service in bulk and resell it to others, either they must be re-

garded as additional common carriers, subject to the supervision

o^ the Commission and to the duty of publishing and filing the

rates which they charge and dividing responsibility with the

telephone company, or else there is a broad field of telephone

service over which the Commission has no jurisdiction or regu-

lative powers whatsoever. In our judgment, no such authority

to deal in telephone service has ever been granted by the com-

monwealth, and those who engage in this practice do so without

lawful right.

In reaching this conclusion, we do not have in mind cases

where subscribers allow an occasional person to use the service

and exact some charge for the accommodation, but instances

where the resale has attained the dignity of a commercial practice

affected with a public interest. Just where the line should be

drawn we do not now undertake to say. For the present it is

sufficient to determine whether the case of the hotels, which is

now under consideration, falls within or without that line.
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As already stated, hotel telephone service may conveniently be

divided for purposes of discussion into two parts, the "room
service" and the "corridor service." In the case of the "room
service," it is clear that the charges levied upon the guests consti-

tute a recognized commercial practice, and we think it clear also

that this practice is affected with a public interest. Counsel for

the hotels argued, in substance, that they are not required by

law to provide a public telephone service, or indeed any tele-

phone service at all; that they have a legal right to restrict

service to their guests; that they do so restrict it; that there is

a distinction which must be recognized between the general public

and members of the general public, like these guests, who have

seen fit to place themselves in a new classification; and that the

service is in no sense furnished to the general public but private

service confined to a particular class. This contention makes it

necessary to consider the general status of innkeepers and hotels.

Hotels are in a very definite sense public focusing or assembling

places. Their guests come not only from all parts of this country

but from all over the civilized world. They are established and
maintained to serve that clearly defined portion of the public for

whom the law has always been solicitous, viz.: travelers and

strangers. It is the same section of the public which is served by
common carriers of passengers, and the liability of a proprietor of

a hotel, in copamon law, is like that of a common carrier. (See

Mason v. Thompson, 9 Pick. 280.) The opening of a hotel is an

invitation to this public to become its guests, and the hotel pro-

prietor becomes a kind of public person on whom the law imposes

certain extraordinary obligations. This has been true for centu-

ries. "The person who erects the sign charges himself to the

Commonwealth." (See Rex v. Collins, Palmer 372 (1623).)

Tradesmen may sell to whom they please and, speaking generally,

charge for their wares what they please. It is not so with hotel

proprietors. They "may not pick and choose" their guests, but

are bound to receive up to the capacity of their facilities all tran-

sients of good character who apply peaceably, who are free from

any contagious or infectious disease, and who have the ability to

pay for their entertainment and service. They cannot set their

own prices, but are bound to reasonable prices. In other words,

they must serve for a reasonable compensation all the public that

come within the class which the hotels are established to serve.

And in the same sense that a booth at a public telephone station

is public, or a seat in a parlor car, or a berth in a sleeping car, so

is every room in a hotel that is let to guests.
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While it may be true that there is no legal obligation on the

hotel proprietor to have telephone service in his house, it is also

true that telephone connection is not only a usual but an indis-

pensable adjunct to the running of a successful hotel, at least in

all urban centers. In other words, a general profession or under-

standing that a hotel has telephone connection for the use of its

guests is'a prime necessity under modern conditions. This, how-

ever, is of secondary consequence. The essential fact is that,

when telephone service is provided by a hotel, it is offered for the

use of a well recognized section of the general public, constantly

shifting in its make-up and to which any member of the general

public may at any time belong. "It is ordinarily said that those

who undertake a public service owe a duty to the public in

general, whatever may be their inclinations. But it will be found

upon inquiry that in the case of every public calling, service is

legally due to persons belonging to a special class and not to

every member of the public, as such." (See Wyman on Public

Service Corporations, section 360.) Thus, the duty of carriers of

passengers and innkeepers is to travelers; the duty of gas and

electric companies and similar utilities, to the occupiers of prem-

ises; the duty of sleeping and parlor car companies, to passengers

on trains, etc.

There can be no doubt, we feel, that the commercial practice

of the hotels in selhng telephone service to guests in rooms is

affected with a public interest. If this be true of the "room
service," a fortiori it is true of the "corridor service," for the

latter is not even confined to the use of guests, but is open in-

discriminately to all persons who may be within the building and
willing to pay the 10-cent charge.

It is quite possible that the motives of the hotels in this matter

are not open to serious criticism, and it may also be a fact, al-

though this is more doubtful, that their guests find no fault with

the present arrangement. But all this has little bearing upon the

real • underlying issue, which is that the telephone company is

dividing responsibility for a portion of its service, placing private

parties in a position where they can deal with a section of the

general public and make such charges for the service as they see

fit. The following statement, made by counsel for the hotels at

the public hearing, is significant in this connection (Record, p.

121): —
Commissioner Russell. Would you say, Mr. Sullivan, that there is

any limit to what the hotels may charge except their own conscience or

opinion of what was advisable?
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Mr. Sullivan. I say no. In my view of the law, assuming this is a

private service, there is no limit.

Commissioner Russell. If you are right, they may charge any figure

they can collect.

Mr. Sullivan. There is no doubt about it, but I am equally sure

that a hotel would have common sense enough, and a desire to please the

guests so that it would not charge an extortionate rate.

The service does not differ, of course, from the service furnished

elsewhere. Standard instruments are used, and no special atten-

tion or facilities are afforded by the telephone company beyond

what are generally provided. At some of the hotels the surround-

ings are attractive and various courtesies are extended, but these

have no direct connection with the actual telephone service and

compensation for such accommodations is received in other ways.

As matters now stand, 10 cents is charged at hotels for precisely

the same service which is furnished at public pay stations for 5

cents; and there is nothing to prevent the 10-cent rate from

being increased without limit.

Viewed in the most favorable light, the practice has undesirable

and dangerous possibilities, and, in our opinion, it is also contrary

to law. It may be argued that, if the transactions of the hotels

in telephone service are affected with a public interest, the remedy

is to regulate the charges which they make. This is, in fact, sub-

stantially the position taken by the company in its brief.

If upon any investigation which this Honorable Commission sees fit

to institute it is found that any hotel, or in fact any corporation, individual

or association, is furnishing or rendering telephone service for pubhc use

within the commonwealth, such corporation, association or individual

has constituted itself a carrier within the purview of the section herein-

after quoted, and has become subject to the jurisdiction and regulation

of this Commission.

The fear, therefore, concerning the subletting of its business by the

telephone company is unfounded. That the telephone company would

so sublet its business is a possibility so remote as to be unworthy

of serious consideration. However, if it should do so the persons, firms

or corporations to whom such business might be sublet will be subject

to the same regulating authority which to-day regulates the rates and

services of all carriers under the act.

But this is an inadequate view of the matter, for the hotels, as

their counsel has pointed out, "were not incorporated for the

purpose of rendering a public telephone service" and have no

lawful authority either to furnish or to join in furnishing or to
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deal in such service. Within the territory in question there is but

one agency which has been authorized by the commonwealth to

supply and deal in telephone service, and that agency is the New
England Telephone and Telegraph Company. It is given undi-

vided responsibility and cannot, in our judgment, shirk or avoid

that responsibility by selling its service in wholesale quantities

and permitting others to retail it to the public.

It remains to determine the action which should be taken by

the company to bring itself into right relations, in this respect,

with the public which it has been created to serve. The first

step, we believe, should be a proper restriction of "private

branch exchange" service, as furnished to hotel companies or

other licensed innkeepers. This can be done by adopting and en-

forcing the condition that any service so furnished shall not be re-

sold by the subscriber to the public or any section thereof, either

directly or indirectly through a charge for the use of the instru-

ments and apparatus. In other words, this form of service should

be what its name implies, "private" rather than "public."

The manner in which the guests' service, in our judgment,

should be supplied may be illustrated by a precedent which has

already been established. Provision is made in the company's

/Contract practices for the establishment of "branch exchange

public telephone stations" in hotels, clubs or other similar loca-

tions where public telephone stations are necessary. These sta-

tions furnish service on the same general basis as the ordinary

public pay stations, except that calls are handled through a local

switchboard, and the patron, instead of depositing the amount of

the charge in a coin box, pays it to the proprietor, who acts as

agent for and accounts to the company. In both cases a flat rate

of 5 cents is charged for all local calls, and the proprietor receives

the same percentage of the receipts as a commission on the busi-

ness transacted. Where the total receipts exceed $100 a year this

commission in the metropolitan district is equivalent to 1 cent on

each 5-cent call, with a similar percentage on long distance busi-

ness. Under existing contracts for public branch exchange service

the company furnishes, without charge, a switchboard and its

equipment and all necessary trunk lines, but makes a monthly

charge of 25 cents (minimum $1.75 per year) for each telephone

instrument (minimum 30 stations) to cover its use by the agent

for intercommunicating purposes, and may also require the agent

to assume "proper installation and maintenance charges." The
agent also furnishes the necessary operators at his own expense,

presumably upon the theory that the commissions upon the rela-
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tively large volume of business handled will be ample to provide

for this expense.

This arrangement, we understand, has been established princi-

pally for the accommodation of summer hotels to provide their

guests with long distance telephone facilities, and it is quite

possible that it may not be adapted in precisely its present form

to the service now under consideration. We believe, however,

that an equitable arrangement of similar nature can be devised

which will cover the necessities of the situation, enabling patrons

to secure service at the regularly established rates and dealing

fairly with both the hotels and the company. If the hotel com-

pany, for the more convenient and economical handling of its

own private business, should desire to become a subscriber to the

regular exchange service at the established rates, that service and

the room service under the public branch exchange arrangement

could probably be furnished over separate trunk lines to the

same switchboard, and handled by the same operators. The
corridor service might be operated directly by the telephone com-

pany, as in the past, under a contract providing for the payment

of a fixed annual rental for the space occupied, or, at the option

of the hotels, might be combined with the room service under

the new arrangement. If the latter plan were adopted, the hotels

could confine the service, even in the corridors, if they saw fit, to

the use of the guests. Just as the hotels themselves are obliged

by law only to serve travelers, this form of public telephone

service in the hotels could reasonably be confined to the well

recognized section of the public which the guests constitute. In

order that there may be reasonable opportunity for all interested

parties to consider and be heard upon the terms of the new
arrangement before they are definitely fixed, the order of the

Commission requiring the discontinuance of the present practice,

which is entered below, is made effective on December 1, 1918,

and the company is directed on or before November 1, 1918, to

submit to the Commission for its approval a tentative plan and

schedule for the furnishing of hotel telephone service upon the

suggested new basis.

ORDER.

In the matter of investigation by the Commission, upon its own

motion, concerning telephone service at hotels and the rates

charged therefor.

In the above entitled case, it appearing that full investigation

of the matters and things involved has been had and that the



1919.] HOTEL TELEPHONE RATES. 267

Commission, on the date hereof, has made and filed a report con-

taining its findings of fact and conclusions thereon, which said re-

port is hereby referred to and made a part hereof,

—

It is

Ordered, That on and after the first day of December, 1918, all

telephone companies doing business within the Commonwealth be

and they are hereby required to cease to render to licensed inn-

keepers, private branch exchange telephone service, except upon

the condition that the service so furnished shall not be resold by

the subscriber to the public or any section thereof, either directly

or indirectly through a charge for the use of the instruments and

apparatus.

It is

Further ordered, That on or before the first day of November,

1918, said telephone companies be and they are hereby required

to file with the Commission schedules, effective on the first day of

December, 1918, subject to its approval after public hearing,

under which licensed* innkeepers, may, as agents for the telephone

company, provide telephone service in their rooms, or in their

rooms and corridors, at the regular rates charged from public pay

stations.

It is

Further ordered, That a copy of this order be filed at the office

of the Commission and that copies be forthwith served upon all

telephone companies operating within the commonwealth.

By the Commission,

ANDREW A. HIGHLANDS,
September 30, 1917. [P. S. C. 1997] Secretary.
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ACCOMMODATIONS, FARES, RATES, SERVICE.

Railroad Rates.

Order of the Commission permitting stated changes in tariffs effec-

tive upon less than statutory notice.

After consideration, —
It is

Ordered, That until further ordered, carriers be authorized to

file tariffs, or supplements to tariffs, effective upon one day's

notice to the Commission and to the general public, which pro-

vide for additional through rates for the through carriage of

freight or passengers and the rates or fares applicable thereto,

and which provide for additional routes, receiving or delivery

points at stations and ports necessary to the operation of rail-

roads as a national system of transportation, and the terms,

rates, conditions and absorptions incident thereto.

And it is

Further ordered, That each tariff or supplement filed under

authority hereof shall bear on its title-page the notation "Issued

on one (1) day's notice, under M. P. S. C. No. 2043, of January

15, 1918."

Attest: ANDREW A. HIGHLANDS,
January 15, 1918. [P. S. C. 2043] Secretary.

Order of House of Representatives for an investigation by the

Commission of the rates of fare charged by the New -York,

New Haven and Hartford Railroad Company, especially the

fares between Boston and points on Cape Cod, Martha's Vine-

yard and Nantucket; also petition of Herbert M. Chase pro-

testing against said passenger fares.

Memorandum.

At the public hearing on this order and the petition heard

therewith no objection was offered to the regular one-way rates

or to the mileage or season ticket rates applicable to the entire

New Haven system, but complaint was directed to the discon-

tinuance, in accordance with certain tariffs approved by the
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Commission in the railroad passenger rate case (3 P. S. C. Rep.,

p. 3), of certain reduced-rate excursion tickets which had there-

tofore been in effect between Boston and points on Cape Cod,

Martha's Vineyard and Nantucket during the summer months.

The complainants contended in substance that the establish-

ment of excursion rates of this character was consistent with the

practice of other railroad companies, that such rates were projfit-

able to the company by stimulating additional passenger business,

and were also demanded by considerations of public policy, in

view of the commercial importance of the_ summer resort business

of the commonwealth. For these reasons they requested the

Commission to order the company to restore the old rates, or at

least to establish some form of excursion ticket between the same

points at a substantial reduction from the regular one-way fares.

The company claimed that these rates proved unremunerative

and that it could not defend the making of low rates to these

points when it was not making them to the rest of its territory.

No other rates of this character were in effect in Massachusetts

or anywhere on the New Haven system, except between New
York and certain points in the Berkshire district where excursion

tickets were furnished in order to meet the competition of the

New York Central railroad at a reduction of 10 per cent from

twice the one-way fare.

During the progress of the hearing the Commission expressed

doubt as to its authority to order the restoration of these special

excursion rates after their withdrawal by the company, especially

as such rates would appear to be discriminatory against other

points where no such rates were in effect. The Commission,

however, suggested to the company that it might well consider

the advisability of voluntarily establishing a special round-trip

rate during the summer months to points in Martha's Vineyard

and Nantucket upon the same basis as the round-trip rates from

New York to the Berkshire district. As the company signified

its willingness to adopt this suggestion, the Commission, soon

after the conclusion of the hearing, decided that it could not

properly take any further action upon the pending order and

petition. As this decision was not formally issued at that time,

this memorandum is now entered to close the record.

For the Commission,

ANDREW A. HIGHLANDS,
September 24, 1918. [P. S. C. 951] Secretanj.
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Reparation.

Petition of the Boston and Albany Railroad (New York Central

Railroad Company, lessee) and the Boston and Maine Rail-

road to authorize payment of a claim for reparation.

This is a petition of the Boston and Albany Railroad (New
York Central Railroad Company, lessee) and the Boston and

Maine Railroad for authority to repay to Charles M. Field of

Springfield the sum of $144.09 as special reparation under the

provisions of chapter 92 of the General Acts of 1916, on account

of excessive charges collected on fourteen cars of brick for-

warded from Northampton to West Springfield yard between

"December 30, 1916, and April 17, 1917.

The Commission is satisfied from its investigation through the

Rate and Tariff Department that the charges collected upon the

shipments in question were in fact unduly discriminatory and

that the petitioners should be allowed to repay the overcharge

on the basis applicable thereto both before and after the dates

above named.

It is

Ordered, That the Boston and Albany Railroad (New York

Central Railroad Company, lessee) and the Boston and Maine

Railroad be authorized to repay, under the provisions of chapter

92 of the General Acts of 1916, to Charles M. Field of Spring-

field the sum of $144.09 as reparation on account of unjustly

discriminatory charges collected upon the aforesaid shipments.

Attest: ANDREW A. HIGHLANDS,
October 31, 1918. [P. S. C. 2021-D] Secretary.

Petition of the Boston and Albany Railroad (New York Central

Railroad Company, lessee) and the Boston and Maine Rail-

road to authorize payment of a claim for reparation.

This is a petition of the Boston and Albany Railroad (New

York Central Railroad Company, lessee) and the Boston and

Maine Railroad for authority to repay to E, J. Cross Company

of Worcester the sum of $581.27 as special reparation under the

provisions of chapter 92 of the General Acts of 1916, on fifty-

five cars of brick transported from Northampton to Springfield

on the Boston and Maine railroad and thence to Worcester on

the Boston and Albany railroad during the period March 29,
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1917, to July 30, 1917. The rate used in the movement of the

shipments in question was $1.40 per net ton in carload lots, with

minimum weight of 50,000 pounds, established in Boston and

Maine Railroad tariff supplement No. 7 to M. P. S. C. No. 1150,

effective March 23, 1917.

In view of the rate in force at the same time on brick from

Mechanicsville, New York, to Worcester, a distance of 168 miles,

of $1.10 per net ton, the claimant considered the collected rate

of $1.40 from Northampton to Worcester, a distance of 72 miles,

unjustly discriminatory.

As a rate of $1.10 per net ton has now been published to cover

the transportation of brick from Northampton to Worcester by

supplement No. 11 of Boston and Maine railroad tariff M. P.

S. C. No. 1150, effective October 24, 1917, and as the Commis-

sion is satisfied from its investigation through its Rate and

Tariff Department that the rate used in the case under consid-

eration was in fact unjustly discriminatory, — it is

Ordered, That the Boston and Albany Railroad (New York*

Central Railroad Company, lessee) and the Boston and Maine

Railroad be authorized to repay, under the provisions of chap-

ter 92 of the General Acts of 1916, to E. J. Cross Company of

Worcester the sum of $581.27 as reparation on account of the un-

justly discriminatory rate applied upon the aforesaid shipments.

Attest: ANDREW A. HIGHLANDS,
May 17, 1918. [P. S. C. 2021-A] Secretary.

Petition of the Boston and Albany Railroad {New York Central

Railroad Com'pany, lessee) and the Boston and Maine Rail-

road to authorize payment of a claim for reparation.

This is a petition of the Boston and Albany railroad (New

York Central Railroad Company, lessee) and the Boston and

Maine railroad for authority to repay to Daniel O'Connell's

Sons of Holyoke the sum of $136.16 as special reparation under

the provisions of chapter 92 of the General Acts of 1916, on six-

teen cars of crushed stone transported from Westfield to Spring-

field on the Boston and Albany railroad and thence to Farley

on the Boston and Maine railroad during the period August 20,

1917, to September 4, 1917. The rates used in the movement of

the shipments in question were Boston and Albany rate of 45

cents per net ton as established by Boston and Albany tariff

M. P. S. C. No. 834 and Boston and Maine rate of 60 cents per
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net ton as established by Boston and Maine tariff M. P. S. C.

No. 1070, making the combined charges $1.05 per net ton.

It appears that at the time the shipments to Farley were made,

a joint rate of 79 cents, from Westfield (via Springfield) to Deer-

field, Greenfield and Millers Falls, points contiguous to Farley,

was in effect, and provision for future movements of the same

character to Farley has been made by the reissue of joint com-

modity tariff Boston and Albany M. P. S. C. No. 823, under

new number M. P. S. C. 1053, effective September 6, 1917.

The Commission is satisfied from its investigation through its

Rate and Tariff Department that the rates used and collected

upon the shipments to Farley, namely, $1.05 per net ton, as

against a joint rate of 79 cents per net ton applicable to points

contiguous to Farley, were in fact unduly discriminatory, and it is

Ordered, That the Boston and Albany Railroad (New York
Central Railroad Company, lessee) and the Boston and Maine

Railroad be authorized to repay, under the provisions of chapter

92 of the General Acts of 1916, to Daniel O'Connell's Sons of

Holyoke' the sum of $136.16 as reparation on account of the un-

justly discriminatory rate applied upon the aforesaid shipments.

Attest: ANDREW A. HIGHLANDS,
May 17, 1918. [P. S. C. 2021-B] Secretary.

Petition of the Boston and Maine Railroad to authorize payment

I of a claim for reparation.

This is a petition of the Boston and Maine Railroad for

authority to repay to the Town of Hudson the sum of $3.53 as

special reparation under the provisions of chapter 92 of the

General Acts of 1916 on one car of bituminous coal transported

from Boston to Hudson on the Boston and Maine railroad on

December 4, 1917. The coal in question was shipped by the

New England Coal and Coke Company and billed under Boston

and Maine freight tariff M. P. S. C. No. 1239, which provides

for a rate of 90 cents per gross ton on a car with a minimum
capacity of 40,000 pounds, or marked capacity of car if less than

40,000 pounds. The car used in the transportation of the coal

had a carrying capacity of 40,000 pounds of certain kinds of

freight but, on account of low sideboards, held only 31,200

pounds of bituminous coal, which was the actual amount shipped.

The Commission is satisfied from its investigation through its

Rate and Tariff Department that the charges collected upon the
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shipment in question were in fact unduly discriminatory, and
that the petitioner should be allowed to repay the overcharge

based on the difference in the capacity of the car used.

It is therefore

Ordered, That the Boston and Maine Railroad be authorized

to repay, under the provisions of chapter 92 of the General Acts

of 1916, to the town of Hudson, the sum of $3.53 as reparation

on account of unjustly discriminatory charges collected upon the

aforesaid shipment.

Attest: ANDREW A. HIGHLANDS,
May 16, 1918. [P. S. C. 2021-C] Secretary.

Baggage Charges.

Petition of the Boston, Revere Beach and Lynn Railroad Company
for authority to charge for the carrying of baggage upon its

trains.

Memorandum.

With the consent of counsel for the company, this case is

filed without prejudice.

Attest: ANDREW A. HIGHLANDS,
October 24, 1918. [P. S. C. 1777] Secretary.

Railroad Service.

Complaint of William J. Anglim concerning movement of cars

over the William J. Anglim side track in Cambridge, by the

Boston and Albany Railroad.

The complainant requested the Commission to require the

Boston and Albany Railroad Company to move freight in car-

load lots to and from certain industrial plants located on a pri-

vate side track, connecting with the Grand Junction branch of

the Boston and Albany railroad, and constructed on land now
or formerly owned by the complainant in the city of Cambridge.

It appears that the Board of Aldermen of the city of Cam-
bridge on June 14, 1910, passed an order authorizing the com-
plainant to construct and operate a spur track railroad upon
and across certain streets, including an extension of Waverley

street, which was laid out as a public way under an order of the

City Council, approved by the acting mayor on June 10, 1910.

This permit was subject to various conditions including a pro-
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vision that "the work of construction shall commence within six

months after the date of the granting of this location by the

Board of Railroad Commissioners and shall be entirely finished

within one year from the date of such commencement, and if

not so begun or completed as above specified, then all powers

herein granted may be revoked. The location so granted was

approved by the County Commissioners on July 30, 1910, and

by the Board of Railroad Commissioners on October 11, 1910.

Subsequently, the Supreme Judicial Court, upon petition for a

writ of certiorari, held that the proceedings with regard to the

laying out of the extension of Waverley street were void, as the

acting mayor had no power to approve the order. (Dimick v.

Barry, 211 Mass. 165.) In view of this decision, a new order for

the laying out of this street was passed by the Board of Aldermen

and duly approved in 1912. The Board of Aldermen, under a

resolve adopted January 9, 1912, and approved by the Mayor
January 22, 1912, also ratified and confirmed the location of

the spur track of the complainant as authorized by the Board

of Aldermen on June 14, 1910, subject to the terms and con-

ditions therein stated, except that the time for the completion

of the work of construction was extended "for a period of six

months from the date of the granting of this location by the

Board of Railroad Commissioners."

The Boston and Albany Railroad Company undertook the

construction of this spur track under an agreement with the

complainant that he should assume the expense, but operations

were suspended in 1913, owing to the inability of the company

to collect the amount which it claimed to be due, under the

terms of the contract, for the work already done. Upon the

ground that the failure of the complainant to complete the

work within the time specified constituted a breach of the con-

ditions under which the permit was granted, the City Council

on June 24, 1916, passed an order revoking and declaring void

all right and authority theretofore granted to the complainant

for the construction and operation of the track in question.

Shortly afterwards, the Greater Boston Terminal Company, as

assignee of the complainant, brought a bill in equity in the

Superior Court, alleging that the order of revocation was void

and asking that the city be restrained from interfering with the

maintenance, construction and operation of the road. The pre-

siding justice found that the petitioner was not entitled to the

relief prayed for, but reserved the case for report to the Supreme
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Judicial Court, where it is now pending, and a temporary injunc-

tion was issued, as prayed for.

The Boston and Albany Company states that the arrears due

it for the work already done were paid in 1916, but that a further

expenditure of about $1,500 will be required to surface the street

and bring it up to grade, and to plank the street crossings, before

this side track is suitable for operation. The company has re-

fused to complete the work until a satisfactory arrangement is

made for the payment of the additional cost, and until the court

has determined whether the complainant has any legal right to

maintain and operate the road.

It seems to us that the only issue raised in the pending com-

plaint is an issue of law which is now before the proper tribunal,

and that the complainant may, if he desires, secure a speedy and

authoritative adjudication of his rights in the proceedings now
pending. Under these circumstances, if the Commission should

attempt to forestall the decision of the court by ordering the

Boston and Albany Company to make freight deliveries over the

track in question, any such order would undoubtedly be made
the subject of appeal to the court, so that the petitioner in any

event must await a judicial determination of the issue now
pending. As no useful purpose would be served by any action

which might now be taken by the Commission, —
It is

Ordered, That the complaint be dismissed.

By the Commission,

ANDREW A. HIGHLANDS,
October 4, 1918. [P. S. C. Com. 1233] Secretary.

Petition of the Gilbert and Barker Manufacturing Company rela-

tive to the establishment and maintenance of switch connection

with the Boston and Albany railroad (New York Central Rail-

road Company, lessee) in the town of West Springfield.

Memorandum.

An agreement having been reached between the parties in

interest, the petition is placed upon file.

Attest: ANDREW A. HIGHLANDS,
April 8, 1918. [P. S. C. 2094] Secretary.
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Petition of the Metropolitan Coal Company relative to the establish-

ment of a switch connection on the Boston and Albany rail-

road in Boston.

This is a petition of the Metropolitan Coal Company, which

conducts an extensive business in fuel with several distributing

plants in Boston and its suburbs, that the Boston and Albany

Railroad Company be required to provide a switch connection

to a side track to be located upon the land of the coal company
in Boston. The land is a narrow tract running from Chestnut

Hill avenue back to the Chestnut Hill pumping station, and is

bordered upon one side by land of the Boston Park Department

and upon the other by the tracks of the Highland branch of the

Boston and Albany railroad. At a public hearing evidence was

presented that the coal company purchased the land about ten

years ago with the purpose of using it as a distributing base in

the handling of coal, and that in the early summer of 1917 it

was deemed to be necessary for the conduct of the business that

the site be utilized, at least temporarily, for this purpose. Evi-

dence was presented that the railroad and the coal company

entered into a definite arrangement for the installation of the side

track connection, when upon application of residents of Brook-

line and Boston in the immediate district the railroad agreed

to withhold its assent to making the connection, the coal com-

pany to petition the Commission under the provisions of section

25 of chapter 784 of the Acts of 1913, in order that opportunity

might be had to hear all persons interested. Section 25 of chap-

ter 784 of the Acts of 1913 reads, in part, as follows: —
. . . The commission may, upon reasonable terms and conditions, require

and order any railroad or railway company which carries freight in carload

lots to establish and maintain for the purpose of receiving or delivering

freight in carload lots, a switch connection with any private side track

constructed on land adjoining the location of any such railroad or railway,

if the commission is of opinion that such connection is reasonable and prac-

ticable, can be put in and used with safety, and will furnish sufficient busi-

ness to justify its construction and maintenance, and the commission may
grant to any railway company the necessary locations in public ways and

places for. any switch connection ordered by the commission to be con-

structed by such railway company.

The Commission permitted the remonstrants to introduce evidence

as to the possible injury to property values in the immediate neigh-

borhood and the possibility of annoyance to residents from the

noise and dust incidental to the operation of the coal company's
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plant, reserving for further consideration the question as to whether

such evidence was material to the issue which the Commission,

under the provisions of the statute, is called upon to determine.

The statute provides that "if the commission is of opinion

that such connection is reasonable and practicable, can be put

in and used with safety, and will furnish sufficient business to

justify its construction and maintenance," the Commission may
order the installation of a side track connection. No contention

was made in the hearing that the connection could not be put

in and used with safety, nor was there any question raised that

the side track would not furnish sufficient business to justify its

construction and maintenance. The only other condition defined

is whether the Commission is of the opinion that such a connec-

tion is reasonable and practicable. The words "reasonable and

practicable" must be held to apply to the relation between the

petitioner for a side track in any case and the respondent rail-

road or railway company. The test is, is it reasonable and prac-

ticable for the company to establish the connection? If in a

given case the establishment of such a connection would consti-

tute an interference with main line traffic, it might well be held

to be unreasonable, or in another case it might be held to be

impracticable because of differences in the grades of the main

line tracks and adjoining land. In this case the company has

made no contention that all of the above-mentioned conditions

of the statute have not been complied with, nor was there any

evidence offered by others that would justify the Commission

in making such a finding. Indeed, counsel for the railroad

stated that "the track is entirely feasible from a railroad stand-

point," that "there is no question of safety in traffic" involved

and that the company has "no valid reason for refusing to grant"

the side track connection.

This Commission has the power to supervise the use of side

track connections, in so far as public service and convenience

are concerned, but has no authority to prescribe the use to

which land upon which a side track is to be located shall be

devoted. The power to regulate the use of land, the character

of the buildings to be erected upon it and the uses to which

they shall be devoted is vested by statute in certain other state

departments and municipal authorities. No contention was made
that the installation 'of the switch connection and side track would

of itself constitute a nuisance. If the erection and use of coal

pockets contemplated by the petitioner should constitute a nui-

sance that might be remedied by the exercise of the police power
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of the Commonwealth, application can be made by the remon-

strants to the courts or to the state or municipal authorities

vested with power to act. The petitioner has declared its pur-

pose to submit to representatives of the resident remonstrants

the plans of any permanent coal pockets to be erected and has

given assurance that the pockets shall be of the best type to

insure a minimum of noise and dust in the handling of coal.

It was urged by certain remonstrants that the words: "The
Commission may, upon reasonable terms and conditions require

and order" were merely permissive and would warrant the Com-
mission, in the exercise of its discretion, in dismissing the peti-

tion. While the word "may" leaves to the Commission a certain

measure of discretion, it would be unreasonable and arbitrary,

upon the evidence presented, to deny the facilities sought, where,

as in this case, all of the statutory requirements are satisfied.

As the company has indicated that it has no valid reason for

refusing to grant the side track connection it may proceed to

establish the connection upon the terms previously agreed upon

or upon such other terms as may be acceptable to the par-

ties. The statute provides that a railroad may be required to

establish and maintain "a switch connection over any private

side track constructed on land adjoining the location of any such

railroad or railway." As the side track has not been constructed

an order will not now be made in this case. If, for any reason

not disclosed, the company should decline to execute an agree-

ment for the establishment of the side track connection, the Com-

mission will, upon the application of the petitioner, after the

side track has been constructed, if there is no substantial change in

transportation conditions, issue an order requiring such connection

to be established. Pending further action, the petition will be

placed on file.

Commissioner Stone dissenting.

I do not concur in the view of the majority of the Commis-

sion in defining the range of discretion given to the Commission

by the language of the statute and in the exercise of discretion

given I believe, upon the circumstances in this case, that the

petition should be denied.

It is

Ordered, That the petition be placed upon file.

By the Commission,

ALLAN BROOKS,
Febetjary 6, 1918. [P. S. C. 1787] Assistant Secretary.
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Petition of W. D. Thompson et al. relative to inadequate service on

the Boston and Albany railroad on Saturdays from Worcester

to points west.

Memorandum.

The petitioners in this case, many of whom live in the Brook-

fields and work in Worcester, asked to have a local train leave

Worcester about one o'clock Saturdays in order that they might

reach their homes soon after their work was completed.

At the hearing it appeared that for a great many years a local

train which left Worcester at 11.50 a.m. for Springfield had been

discontinued, so that there was no local train leaving Worcester

for Springfield until 3.55 p.m., excepting a Western express which

left Worcester at 2.15 p.m. and stopped only at East Brookfield,

Warren and Palmer. On Saturdays it stopped at Brookfield,

but this train was too late to accommodate those who finished

their work at noon on Saturdays.

It further appeared that the company was operating a train

on Saturdays only between Worcester and Springfield, known as

"first No. 53." This train is made up at Worcester, and left

there at 1.10 p.m., running express to Springfield, being operated

chiefly to accommodate the large number of soldiers from Camp
Devens who are on furlough over the holidays. It was suggested

that this train be started from Worcester five minutes earlier,

making certain local stops between Worcester and Springfield to

accommodate the petitioners. This suggestion has been put into

effect, so that this "first No. 53" now leaves Worcester at 1.05

P.M. and stops at all the Brookfields.

This arrangement is satisfactory to the petitioners and the

petition is therefore dismissed.

Attest: ANDREW A. HIGHLANDS,
September 7, 1918. [P. S. C. 2105] Secretary.

Petition of Roland D. Sawyer of Ware, and others, relative to

train service on the Central Massachusetts branch of the

Boston and Maine railroad.

The petitioners requested the restoration of certain service

formerly furnished on the Central Massachusetts branch of the

Boston and Maine railroad. Formerly train No, 503 left Ware
at 7.18 A.M., reached Northampton at 8.15 a.m., and made one

or two round trips from Northampton to Springfield before re-

turning at 6.05 p.m., as train No. 566, to Ware. The service
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furnislied by these trains was discontinued last summer "in con-

nection with the general reduction of passenger train service

then made by the Boston and Maine Railroad. Since that time

the first morning train from Ware reaches Northampton about

noon. This has resulted in considerable inconvenience, especially

to lawyers and others residing in Ware, who are obliged to be

in attendance at the opening of the court sessions in North-

ampton, and who formerly reached Northampton by train No.

503 in one hour but must now spend two hours or more in mak-

ing the trip by trolley and rail via Springfield.

The company has also discontinued train No. 546, which left

Northampton at 12.50 p.m. for Boston, and train No. 539 which

left Boston at 4.11 p.m. for Northampton. Under the present

schedule there is no train service from Northampton to Boston

between 7.55 a.m. and 3.10 p.m., and this has discommoded pas-

sengers from all stations between Northampton and Berlin, who

desire a midday service to Boston. On the return trip from Bos-

ton it was claimed that through passengers found it more con-

venient to use train No. 539, rather than the later train which

leaves at 5.41 p.m. and reaches Northampton at 9.15 p.m. It

was also claimed that the discontinuance of train No. 539 had

overtaxed the capacity of the later train and interfered with the

regularity of its schedule, and had made it impossible to deliver

the evening mail in certain towns until the following morning.

The discontinuance of these trains has also proved inconvenient

for certain pupils attending the high schools at Belchertown and

Gilbertville. Pupils in South Belchertown attending the high

school at Belchertown, formerly took train No. 503 from Bonds-

ville and reached school at 7.37 a.m., returning on train No. 546

which left Belchertown at 1.25 p.m. Under the present schedule

they cannot reach Belchertown until 11.33 a.m., nor return until

3.46 P.M. The high school at Gilbertville, in the town of Hard-

wick, is attended by pupils from New Braintree, Wheelwright,

Barre Plains, Barre and Coldbrook, who formerly reached Gil-

bertville at 8.54 A.M. by the Ware River branch of the Boston

and Albany railroad, and returned by way of the Boston and

Maine railroad at 1.54 p.m. Under the present arrangement

these pupils reach Gilbertville at 11.05 a.m. and return at 4.18

P.M., and many of them who have to travel a considerable dis-

tance after leaving the train do not reach their homes until late

in the evening. It has been necessary to rearrange the time of

the school sessions at both high schools so as to conform to the

present train schedules. It is claimed that this arrangement is
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less satisfactory from an educational standpoint and also inter-

feres with the performance of necessary farm labor by the pupils

after their return from school.

The petitioners suggested that if the former service could not

be wholly restored, the company be reouired to operate a train

from Ware to Northampton and from Northampton to Boston

and return on the former schedule of trains 503, 546 and 539,

and that the train leaving Boston at 5.41 p.m. be run as far as

Ware only. The operation of this additional service would re-

quire one engine and ti^ain equipment, two engine crews and one

train crew, but would save one engine and train equipment, one

engine crew and one train crew as compared with the service

formerly operated.

Counts taken by the company showed that train No. 503 car-

ried an average of 16 passengers and earned thirteen cents per

train mile, that train No. 546 carried an average of 120 pas-

sengers and earned eighty cents per train mile, and that train

No. 539 carried an average of 105 passengers and earned fifty-

five cents per train mile. Upon the basis of these figures, the

service requested by the petitioners would show a revenue of

about sixty-two cents per car mile, which would represent, ac-

cording to the company's estimates, about one-half of the oper-

ating charges alone and about one-third of the total cost of

operation.

It appears that this train service was originally discontinued

about five years ago as a measure of economy. When business

conditions had somewhat improved, about two and a half years

later, it was restored, and had been in operation about a year and

a half prior to its discontinuance, on June 25, 1917. The com-

pany claimed that its action last year was not based upon consid-

erations of economy, but was due to the necessity of releasing

equipment, motive power, labor and fuel, which are required for

the prosecution of the war and the maintenance of essential in-

dustries.

The issues raised in this case are not free from difficulties.

During normal times and under normal conditions the additional

service requested by the petitioners, though not in itself profit-

able, might well be deemed necessary for the reasonable accom-

modation of the traveling public. It did not, however, seem to

the Commission to be reasonable or expedient to require the in-

stallation of this additional service last winter, in view of the

shortage of oal and other extraordinary conditions then prevail-

ing. The matter has been held in abeyance in the hope that gen-
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eral conditions would take a more favorable turn, which might

warrant the Commission in granting some form of relief.

Recent developments, however, seem to indicate the necessity

of even greater sacrifices on the part of the public at large and

a more complete concentration of the energies and resources of

the nation in the common defence upon activities related di-

rectly to the successful conduct of the war. In the case of pas-

senger transportation, the usual standards of reasonable service

and accommodations can no longer be applied. The most that

seems practicable is to attempt to apportion the burden equi-

tably and to see that the curtailment of service in any particular

case is not disproportionate or excessive, having in mind the

number of passengers affected by the change, the extent of the

inconvenience suffered and other pertinent facts and considera-

tions. In the present case the only persons seriously affected by

the decrease of service are those having occasion to travel from

Ware and intermediate points to Northampton on court and

county business, and certain high school pupils who are some-

what discommoded by the change of the school sessions to con-

form to the present train schedule.

Apparently the only practicable means of obviating these dif-

ficulties is the operation of additional train service daily in each

direction over the entire line between Northampton and Boston

under the plan proposed by the petitioners. For all ordinary

purposes the present schedule of three trains daily between these

points would seem to be reasonably adequate under conditions

now prevailing. The additional service desired does not accom-

modate any regular commercial or commuter travel, and while

it would be convenient, it can hardly be regarded as essential,

even for the relatively few persons who are adversely affected

by the present schedule. Under these circumstances, the Com-
mission does not feel that it would be warranted in requiring

the operation of 210 additional train miles and the diversion to

this service of men, motive power, equipment and fuel which

are needed elsewhere. This finding is predicated upon the pres-

ent war conditions, and is not to be construed as a final deter-

mination of the issues raised in the present proceeding.

It is therefore

Ordered, That the petition be dismissed.

Attest: ANDREW A. HIGHLANDS,
June 19, 1918. [P. S. C. 1911] Secretary.
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Petition of Ameshury Board of Trade relative to passenger train

service on the Boston and Maine railroad.

Memorandum.

This is a petition asking that certain improvements be required

in passenger train service on the Boston and Maine railroad be-

tween Boston and Amesbury. At the hearing it developed that,,

subsequent to the filing of the petition, a satisfactory adjustment

had been reached with the railroad company. The petitioners

stated, however, that they wished the Commission to consider

and bring about, if possible, a further change affecting service

from Newburyport. It appears that a freight engine does switch-

ing in the morning at Amesbury, leaves about 1.15 p.m. with

freight cars for Newburyport, and -returns about 2.15 p.m. with-

out a load to Amesbury. The petitioners wished to utilize this

engine with its crew in carrying passengers and express on this

return trip. The company stated, however, that under its agree-

ment with its employees, a freight crew cannot be used for pas-

senger service, and that no passenger crew is available at either

Amesbury or Newburyport to provide additional service at that

time of day.

In view of these circumstances, the action desired is not feasi-

ble and the petition is therefore dismissed.

Attest: ANDREW A. HIGHLANDS,
August 15, 1918. [P. S. C. 1821] Secretary.

Complaint of the mayor of Gloucester concerning need of improve-

ments in Railroad avenue, leading to the Boston and Maine
railroad station in Gloucester.

Memorandum.

The subject matter of this complaint was considered in con-

ference with representatives of the company and the city on

February 7, 1917, and in accordance with their desire the case

was continued for further conference between- the parties, to be

taken up again by the Commission on request of either party.

Neither party having made such request, no further action by
the Commission appears to be necessary and the complaint is

placed on file subject to its being brought to the attention of

the Commission at any future time by any interested party.

Attest: ANDREW A. HIGHLANDS,
June 29, 1918. [P. S. C. C-972] Secretary.
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Petition of citizens of Haverhill, Lawrence and Andover relative to

service on the Boston and Maine railroad.

The Boston and Maine Railroad, in an endeavor to conserve

fuel and labor, reduced its passenger train service wherever, in

its opinion, it could be done without too serious inconvenience

to the communities it serves.

In making these reductions, the company discontinued a train

that formerly left Boston at 6 p.m. for Haverhill, arriving there

at 6.54 P.M. stopping only at Andover and South Lawrence. A
local train that left Boston three minutes later now leaves at

6 P.M., arriving at Haverhill at. 7.15 p.m., or 21 minutes later

than the discontinued train, making 11 stops.

The petitioners complain of the poor service between Haver-

hill and Boston, both morning and evening, but admit that the

morning service is fair. Their chief complaint, however, is in

relation to the present 6 p.m. train. They state that it is slow,

overcrowded and frequently late, by reason of the large number

of cars on the train and the many stops it is required to make.

They ask to have the former 6 o'clock express train restored, or

to have a train leaving Boston a few minutes before six and

arriving at Haverhill before 7 o'clock, so that it may connect

with the various street cars leaving the Haverhill railroad sta-

tion for the various parts of the city and surrounding towns, as

many of these cars leave on the hour. The train at present is

an eight or nine-car train and takes one hour and fifteen minutes

in going to Haverhill, an average speed of about 26 miles an hour.

Records submitted by the company of the riding on this train

in the winter of 1917 showed that it was at times overcrowded,

and if more cars were added its running time would have to be

still further lengthened.

Haverhill is about 33 miles from Boston, and, with the adjacent

towns, claims a population of 65,000. Lawrence is but 26 miles

distant and has a population approaching 100,000. The records

of the riding on this train submitted by the company during the

week ended November 10, 1917, showed nearly 200 people using

the train from Boston to stations north of Andover. It is obvious

that, in the handling of traffic to and from large centers like Bos-

ton, the more remote places like Andover, Lawrence and Haver-

hill should have some trains run express, or nearly so, especially

during the hours when commuters ride, in order that they may
travel to and from their homes and places of business within a
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reasonable time, and that points not as remote should be cared

for by a local and more frequent service.

The Commission believes that patrons of the road north of

Andover are entitled to better service in the evening than they

now receive by the train in question. In view of the abnormal

conditions existing, however, the Commission does not feel jus-

tified at this time in ordering the 6 p.m. train express to Haver-

hill restored. It has taken up with the company the matter of

readjusting its present train schedule on this division of the road.

By a slight rearrangement of the present schedule, which will

not, in our opinion, seriously affect the remainder of the service,

it is possible to have this train leave Boston at 5.53 p.m., elim-

inate the stops made at Greenwood, Wakefield and Lowell Junc-

tion, and arrive at Haverhill at 6.59 p.m. Service now given by

this train to Greenwood and Wakefield will be taken care of by

other trains. The company has consented to make this adjust-

ment at the time when its next change of schedule takes effect,

which will be on or about September 29. The issuing of an order

is therefore unnecessary, and the petition is placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
September 16, 1918. [P. S. C. 1912] Secretary.

Complaint of J. B. Cover and Company and others concerning

conditions on branch track known as the Kittredge track on

the Boston and Maine railroad in Lowell.

This is a complaint of certain patrons whose places of business

are located upon the Kittredge track, so-called, a spur track of

the Boston and Lowell railroad line of the Boston and Maine

system in the city of Lowell, alleging that said track is a public

track or branch of the Boston and Lowell railroad lines which

are leased to the Boston and Maine railroad, and that the service

rendered and facilities provided for the delivery of freight to

consignees upon said track are inadequate and insufficient.

The Kittredge track, so-called, extends from the line of the

Boston and Lowell railroad at Dutton street, across the Merri-

mack canal upon a wooden bridge, through a private way to and

across Shattuck street and through a passageway or alley parallel

to and about midway between Market and Middle streets. At
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the lower end of this alley is another passageway, 16 feet wide,

leading into Market street and open to public travel. Market
and Middle streets, between which the side track is laid, are busi-

ness streets upon which are located business houses of the peti-

tioners and others. The petitioners are almost all wholesale deal-

ers in grain, fruits, provisions or food stuffs. The passageway

through which the track is laid is 16 feet wide for a little more

than half its length and then widens to 20 feet at its lower end.

Nearly 2,000 cars are annually set upon the track.

Where the track leaves the main line at Dutton street and

crosses the Merrimack canal, the short radius of the curve upon

which it is laid makes it practically impossible to move cars

exceeding 38 feet in length, and cars exceeding 36 feet in length

are not ordinarily placed upon it. The complainants have pre-

sented evidence that a considerable portion of the cars consigned

to them exceed 38 feet in length and because such cars cannot

be placed upon the track they are compelled to pay the cost of

transfer or team their shipments from the main freight yards

of the railroad at a cost of from $10 to $15 a car. The use of

40-foot cars is increasing and there was evidence that the com-

plainants had made efforts to have shipments made to them in

shorter cars, but without success.

The complainants aver that they are occasioned great expense

by the inability of the railroad to place the larger cars at their

warehouses, and ask that the railroad be required to widen the

curve at Dutton street, over the Merrimack canal, to receive cars

exceeding 38 feet in length. They contend that the track is a

public track and not a private side track, and that the Commis-

sion has jurisdiction to compel a change in the location of the

curve to improve service.

The railroad claims that the track is not a public track; that

if it was originally a public track it has ceased to be such from

the character of its present use, and urges that if it is held to

be a public track, and the Commission takes jurisdiction, no

order should be made because a discrimination would be created

against the patrons upon other similar tracks, and the cost of

the necessary relocation would be unjustifiable.

The Boston and Lowell Railroad Corporation was incorporated

under the provisions of chapter 4 of the Acts of 1830. By chap-

ter 127 of the Acts of 1856 it was authorized to build the track

now known as the Kittredge track. In the act the track is re-

ferred to as a "branch of their railroad;" in operation thereof
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the railroad is to be subject to the general laws relating to rail-

roads and provision is made for the regulation of freight rates

thereon. In 1855 and 1856 land owners abutting upon the pas-

sageway on which the track is located granted to the railroad

easements in the passageway, one of the grantors being William

Kittredge, from whom the track takes its name. These grants

conveyed the right to "lay and forever maintain and use one or

more railroad tracks" over such parts of the land of said grantors

within the bounds described as shall be deemed expedient, and
" also to connect such railroad track or tracks with such other

railroad track or tracks of the said Boston and Lowell Railroad

Corporation as they may likewise deem expedient." On October

28, 1857, the railroad filed in the office of the county commis-

sioners for the county of Middlesex its location of this track

which it therein described as a "branch railroad track." The

Boston and Lowell railroad made payment of damages to the

Proprietors of Locks and Canals for injury due to building this

track across the Merrimack canal, as appears from a deed of

release from the Proprietors of Locks and Canals on Merrimack

River to the Boston and Lowell railroad, dated November 14,

1857. The use of steam as motive power upon the track was

authorized by chapter 113 of the Acts of 1877. The railroad

has maintained the track, including the bridge over the canal,

since it was laid and constructed in 1857. When the track was

laid it served but few shippers, but the number has increased

until to-day 31 business establishments are given service upon it.

Upon these facts, which are undisputed upon the record, the

Commission is of the opinion that this is a public track. The

authority to construct the track was expressly given by the Legis-

lature. Provision was made in the act that it should be subject

to general railroad laws and that freight rates upon it should be

regulated. Easements and land were secured and a location filed

with the county commissioners, and the track has since been

maintained by the railroad. It is significant that when it was

sought to discontinue a similar track in Moody street in Lowell,

which was originally built under the provisions of an act almost

identical in language with that authorizing the Kittredge track,

special legislation was secured to relieve the company from con-

tinuing to maintain it. (See chapter 213 of the Acts of 1891 and

.

also chapter 63 of the Acts of 1893.)

The contention of the company that the track is not dedicated

to public use because it does not serve the public generally is
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untenable. See Ulmer v. The Lime Rock Railroad Company, 98

Maine 579, and cases cited. In Ulmer v. The Lime Rock Rail-

road Company the building of a branch track to serve certain

quarries, a portion of said track to be subject to general laws,

was held to be a public use and land for such purpose might be

taken by eminent domain. In De Camp v. The Hibernia Rail-

road Company, 47 N. J. L, 43, the court said: —

This enterprise does not lose the character of a public use because of the

fact that the projected raihoad is not a thoroughfare and that its use may
be limited by circumstances to a comparatively small part of the public.

Every one of the public having occasion to send materials, implements or

machinery for mining purposes into, or to obtain ores from the several

mining tracks adjacent to the location of this road may use this raihoad

for that purpose and of right may require the company to serve him in

that respect; and that is the test which determines whether the use is

public.

In the case before us the track was built by an act of the Legis-

lature, held subject to general railroad laws and maintained by

the railroad, and, serving but two or three shippers when laid,

now serves 31. The passageway opening into Market street

presents possibilities of greater and more general use.

Having found that the track is a public track, there can be little

question that the facilities provided are inadequate to meet the

needs of patrons now entitled to service upon it. The petitioners

are occasioned great trouble and inconvenience by the inability

of the railroad to place 40-foot cars upon the track, and the in-

creasing use of these cars in the shipment of grain, provisions and

foodstuffs can but add to the difficulties. The claim of the rail-

road that to require the widening of the curve would create a

discrimination against shippers upon similar tracks, it seems un-

necessary to consider. If such a contention were tenable, the

Commission would be compelled to deny, in every case, peti-

tions for improvements of facilities, because, forsooth, respond-

ents might be able to point to what would seem to be other

instances of inadequacy of facilities or insufficiency of service.

If the Boston and Maine railroad were a company in a reason-

ably prosperous condition, providing, in general, adequate facili-

ties and good service, the Commission would have little difficulty

in arriving at the conclusion that an order ought to be issued

directing the company to relocate and widen the curve in the

so-called Kittredge track. The fact is, however, that the com-

pany has for some time been in the hands of a receiver, and that
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its facilities are in many respects inadequate to meet the needs

of the general public and not well adapted for the most efficient

service. Under present war-time conditions, also, even pros-

perous companies have difficulty in obtaining capital and still

greater difficulty in securing the materials necessary for construc-

tion purposes. This being the situation, it seems to the Commis-

sion that the resources of the company ought to be conserved

primarily to meet the needs of the general public and that the

Commission would not be justified at this time in requiring it

to expend funds, even if the amount involved were relatively

small, for the sake of improving facilities where at best but a

limited number of individuals would be benefited. It is also

true that the business concerns fortunate enough to have loca-

tions upon it are receiving even under present conditions service

superior to that which is generally furnished shippers who receive

freight upon public delivery tracks, and equivalent to the service

furnished upon many private side tracks where the right of way
and cost of construction are met by the shippers.'

Under the circumstances, therefore, the petition will be placed

upon file with the understanding that upon application of the

petitioners the matter will be taken up for further action when
conditions may better justify an order of the nature desired.

Commissioner Stone dissenting.

I do not wholly concur with the majority opinion in this mat-

ter for the following reasons:—
As I understand the history of the Kittredge track, it was

originally built to serve a coal yard, that was located at the ex-

treme easterly end of this track, belonging to one Kittredge.

In order to get a track to this coal yard, it was necessary to ac-

quire a right of way over various pieces of property belonging

to several different owners, or in which they had rights. This

was acquired and the track built under legislative authority, but

since that time the property abutting the location of this Kit-

tredge track has become very desirable for business purposes by

reason of the facilities afforded by sam6, and many shippers are

now located on it. In view of the circumstances connected with

the building of this track, notwithstanding it is not available to

the general public for the loading and unloading of freight, I

am inclined to concur with my associates that technically, at

least, it is a public track, but so far as its operation and use are

concerned it is, to all practical purposes, a private side track,

inasmuch as parties located upon it have all the advantages that
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go with a private side track, with the one exception that they

pay nothing for them.

It is the universal practice of railroads operating in this com-

monwealth to require shippers located thereon, who desire side

track privileges, to pay not only for their construction but also

for their maintenance. This is on the theory that the shipper

derives an advantage by reason of his ability to have cars placed

on his track at a point which is convenient and less expensive*

for him to load and unload and that as he receives these benefits

he should pay for them. In fact, one shipper located on the track

under consideration testified that it cost him at least $20 a car

to haul his freight from the general delivery track to his place

of business.

If this is a public track, I know of no other public track at

which the railroad company spots cars for shippers, located along-

side, to load and unload. If it is a private track, then the ship-

pers located thereon are receiving an advantage free, for which

others are required to pay.

Section 201 of Part II, chapter 463 of the Acts of 1906, reads

as follows :

—
A railroad corporation shall not in its charges for the transportation of

freight or in the conduct of its freight business, make or give any undue or

unreasonable preference or advantage to or in favor of any person, firm

or corporation, nor subject any person, firm or corporation, to any undue

or unreasonable prejudice or disadvantage.

While there may be some excuse for the situation that exists

to-day in regard to shippers located on this track, by reason of

the laws as they were when it was built, and as they continued

to be for some time thereafter when these conditions largely

developed, I do not believe that this Commission is justified,

under the law and present-day practices, in ordering the Boston

and Maine Railroad to provide a new location and rebuild this

track upon the same, at its own expense, in order that shippers

located thereon may have advantages without payment therefor

not afforded to others similarly situated.

It is

Ordered, That the petition be placed upon file.

By the Commission,

ALLAN BROOKS,
Februaey 9, 1918. [P. S. C. 2060] Assistant Secretary.
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Complaint of R. E. Brierly concerning annoyance caused by un-

loading of ice by the Medford Ice Company at West Medford.

This is a complaint of certain residents of West Medford

alleging that the daily unloading of ice from cars upon a side

track of the Boston and Maine railroad at West Medford by the

Medford Ice Company, in the early morning hours, is attended

with such noise as to annoy and disturb them. At a hearing it

appeared in evidence that the Medford Ice Company loads its

cars daily at Penacook, New Hampshire, and the cars arrive at

West Medford shortly after midnight. The Medford Ice Com-

pany has no private side track and the cars are placed upon a

public delivery track just north of the West Medford railroad

station, where, between the hours of 4 and 6 a.m., they are un-

loaded by the consignee. Other freight is delivered from this

track. •

While West Medford is almost exclusively a residential sec-

tion, most of the houses in this immediate vicinity have been

built since the side track was established, and have been erected

with a knowledge that such side track existed and that freight

was delivered thereon. It Was suggested by the complainants

that delivery might be made at some other point upon the

tracks of the railroad or upon the general freight delivery track

at Medford, but it appears beyond question that there is no

other public track in this vicinity from which delivery might

be made, and, to provide unloading facilities, it would be neces-

sary for the railroad to secure additional land outside the limits

of its right of way. It would be impracticable to make delivery

at Medford because it would necessitate taking the cars into

Boston and switching them to Medford, entailing such delay

that delivery of ice would be made in the late afternoon, too late

for unloading and distribution.

Counsel for the complainants stated that the real cause of ob-

jection is the noise caused by the unloading of the ice, and there

was certain evidence presented to the effect that the employees

used loud and profane language during the period of unloading

the ice from the cars. Complaints of the use of loud and profane

language by employees of the ice company can only be dealt

with in the criminal courts, and the noise caused by the handling

of the ice is also a matter which would be subject to the super-

vision and within the jurisdiction of the local authorities, which

are naturally in a better position than this Commission to secure

definite knowledge of the exact conditions. There can be little
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question of the power of the board of health to make regula-

tions, upon complaint, which would avoid such noise as would

be prejudicial to the public health and comfort. In Kineen v,

Lexington Board of Health, 214 Mass. 587, a regulation of the

board of health of the town of Lexington was held to be reason-

able, providing that the unloading of manure brought into the

town by the railroad should be done at East Lexington and that

no carload of manure should stand or remain on a track or sid-

ing of the Boston and Maine railroad, except at East Lexington,

for more than twelve hours.

If the noise made by the method of unloading constitutes a

nuisance, the complainants have a plain and adequate remedy in

the courts. Upon the facts as presented in evidence it seems

clear that the Commission should decline jurisdiction. It is

therefore

Ordered, That the complaint be dismissed.

For the Commission,

ANDREW A. HIGHLANDS,
Apkil 26, 1918. [P. S. C. Com. 1102] Secretary.

Petition of the Boston Milk Dealers^ Association relative to the

character of milk transportation service upon the Boston and

Maine railroad.

Memorayidum.

Since the filing of this petition, the petitioner has notified the

Commission that the milk service rendered to the different

dealers on the various railroads coming into Boston is satisfac-

tory at the present time. The case is therefore placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
October 3, 1918. [P. S. C. 2241] Secretary,

Petition of patrons of the Boston and Maine Railroad relative ta

passenger train service on the Worcester, Nashua and Port-

land division between Worcester and Oakdale. ^

Memorandum.

The matters complained of in this petition were referred to

the Inspection Department of the Commission for investigation

in connection with other complaints of a similar nature. As a
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result of this investigation, certain changes in service have been

made, which appear to be satisfactory to the petitioners, and

the case is placed on file.

Attest: ANDREW A. HIGHLANDS,
Apeil 4, 1918. [P. S. C. 1903] Secretary.

Fetition of Thomas L. Wiles and others relative to the discontin-

uance of the 'stopping of certain passenger trains of the New
York, New Haven and Hartford railroad at certain stations in

the town of Cohasset.

The petitioners desire the restoration of stops at Black Rock
and North Cohasset, formerly made by the New York, New
Haven and Hartford Railroad Company during the entire year,

but now made during the summer months only, on train No.

5066 inbound, and train No. 5197 outbound, between Plymouth
and Boston.

In the summer months, as local service between Plymouth and

Greenbush is furnished by a train leaving Plymouth at 7.18 a.m.

and reaching Boston at 8.56 a.m., train No. 5066 starts at Green-

bush at 7.40 A.M. and, after making all local stops to and includ-

ing Black Rock and North Cohasset, runs express to Boston,

except for a stop at Hingham, arriving at 8.44 a.m. Under the

winter schedule, the train leaving Plymouth at 7.18 a.m. is dis-

continued and train No. 5066 is started from Plymouth at 6.54

a.m., reaches Cohasset, after making all local stops, at 7.59 a.m.,

stops at Hingham but not at Black Rock or North Cohasset, and

arrives in Boston at 8.44 a.m. During this period patrons from

Black Rock and North Cohasset may avail themselves of local

trains leaving Cohasset at 7.39 a.m. and 8.31 a.m., and arriving

in Boston at 8.35 a.m. and 9.24 a.m., respectively. Those desir-

ing to reach their places of business or employment in Boston

at 9 o'clock are thus required to leave home 20 minutes earlier

than during the summer months.

Outbound, there is a similar situation. During the summer,

train No. 5197 leaves Boston at 5.07 p.m., runs express to Hing-

ham and makes all local stops between that point and Green-

bush, but service between Greenbush and Plymouth is furnished

by a through train leaving Boston at 4.57 p.m. In the winter

this service is consolidated by running train No. 5197 through

to Plymouth, but the stop at Black Rock is discontinued. Serv-

ice to Black Rock is, however, furnished by a local train leaving

JBoston at 5.13 p'.m., and running as far as Cohasset.
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So far as relates to the outbound service, it would appear that

patrons from Black Rock are reasonably served by the local

train leaving Boston six minutes after No. 5197, and that suf-

ficient cause has not been shown to warrant the Commission in

requiring a change in the company's outbound schedule. The
service on the inbound morning train would undoubtedly be of

considerable convenience to the petitioners, but in view of the

small number affected, the Commission would hesitate to require

the restoration of the stops in question if it involved substantial

delay to the long distance riders who are, in any event, obliged

to submit to the delay and inconvenience of a local service with

stops at all stations between Plymouth and Cohasset. It ap-

pears, however, that this train leaves Cohasset and arrives in

Boston at exactly the same time under the winter as under the

summer schedule and that the company, owing to the require-

ments for a proper spacing of inbound trains at Braintree and

Boston, has not found it practicable to shorten its schedule by

the elimination of these stops. Under these circumstances, and

so long as this situation continues, it would appear that the in-

bound service desired by the petitioners might reasonably be

furnished without seriously discommoding other patrons or the

company.

It is therefore

Ordered, That the New York, New Haven and Hartford Rail-

road Company rearrange its schedule for train No. 5066, leaving

Plymouth on or about 6.54 a.m. and reaching Boston on or about

8.44 A.M., so that said train shall stop at the Black Rock and

North Cohasset stations.

By the Commission,

ANDREW A. HIGHLANDS,
October 10, 1918. [P. S. C. 1645] Secretary.

Petition of patrons of the New York, New Haven and Hartford

railroad relative to the restoration of train leaving Fairmount

station at 5.21 A.M. for Boston.

Formerly a train of the New York, New Haven and Hartford

Railroad Company was made up at Readville, leaving that sta-

tion at 5.17 A.M. and arriving at Boston at 5.47 a.m. This train

was undoubtedly a great convenience for those living at points
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between Readville a.p.d Boston who were compelled to get to

work at 6 a.m. The train was discontinued by the company on

June 25, 1917, and the petitioners request a restoration of the

service.

From counts taken by the company in the summer and winter

of 1916 it appears that the average number of passengers who

used this train daily was 36, of whom an average of 2| boarded

the train daily at Readville, 4 at Fairmount, none at River

street, and 1 at Morton and Blue Hill stations, making a total

of less than 8 passengers from the territory west of Dorchester.

The remainder, who boarded the train at Dorchester or points

east of that station, could avail themselves of the service fur-

'nished by the Boston Elevated railway by leaving their homes

somewhat earlier and arriving at Boston at 6 a.m. While the

saving of both men and fuel by the discontinuance of this train

alone is not great, in itself, the company claims that by such

discontinuance and a readjustment of other train service it was

able to obtain the services of an additional engine and crew for

other work. Furthermore, there is at present a train leaving

Readville which arrives in Boston at 6.31 a.m. On account of the

small number of patrons discommoded and the need of conserva-

tion of fuel and labor, the Commission does not feel justified in

ordering the restoration of this train, and the petition is there-

fore dismissed.

For the Commission,

ANDREW A. HIGHLANDS,
Febeuary 5, 1918. [P. S. C. 1871]

,
,
Secretary.

Petition of residents of Framingham and Medfield et al., relative to

proposed change in passenger train service on the New York,

New Haven and Hartford railroad between Framingham and

Mansfield. . ,

Memorandum.

This petition was brought owing to contemplated changes in

the passenger train service of the New York, New Haven and

Hartford railroad between Framingham and Mansfield. The

company formerly operated between these two stations a local

morning passenger train leaving Framingham at 6.20 a.m., also

another at 8.27 a.m. The former train it proposed to discontinue,

and to run a train leaving Framingham al: 7.30 a.m. for Mans-
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field, making close connections at the latter place with trains

for Providence, Fall River, New Bedford and Newport. The
8.27 A.M. train it proposed to run as far as Walpole only.

The petitioners, many of whom were employed in different

towns from where they lived, and who used this train to get to

their places of employment, remonstrated against the change,

as the 7.30 a.m. train would not allow them to reach their places

of employment on time.

The company submitted data showing the earnings of the 6.20

A.M. train to be 19 cents a mile and those of the 8.27 a.m. train

to be 45 cents a mile. They also submitted data showing the

number of people using these trains between Framingham and

Mansfield. They contended that they should not be compelled

to operate a train with such low earnings and accommodating so

few people, but recognized that the community was entitled to

a reasonable service even though it did not in itself pay.

The company further showed that by this change they were

able to utilize the services of the engines and crews on these

trains to improve the service in other ways where badly needed.

Since the hearing, the company has been requested by the

United States Government to conserve fuel and labor by cur-

tailing passenger service wherever possible, and has discontinued

the 8.27 train, as well, so that the 7.30 a.m. train now performs

all the morning passenger service. Under the circumstances, the

Commission is not disposed to interfere. Under war-time con-

ditions, it seems to us that on a line where passenger traffic is so

light, no additional service can reasonably be required.

The petition is therefore dismissed.

For the Commission,

ANDREW A. HIGHLANDS,
August 16, 1918. [P. S. C. 1485] Secretary.

Petition of the New York, New Haven and Hartford Railroad

Coinpany for authority to discontinue trains Nos. I4IO and

1431 between Great Barrington and Pittsfield.

This is a petition of the New York, New Haven and Hartford

Railroad Company for authority to discontinue certain passenger

train service between Great Barrington and Pittsfield, which has

been operated for nearly fifty years. This service was discon-

tinued by the company in 1915, but was restored by order of
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the Commission on May 2, 1916 (4 P. S. C. Report, p. 143).

Subsequently, upon the petition of the company, the Commis-
sion, on October 29, 1917, authorized the company, upon certain

conditions, to discontinue the service in question, so long as a

state of war exists in this country, but during the period of the

summer schedule only. In the present petition the company
asks the Commission to reverse its finding and authorize the

discontinuance of the service during the entire year. This re-

quest is based upon the general policy of the company to cur-

tail passenger train mileage, wherever it can be reasonably done,

in order to conserve labor and fuel as part of the general war
program.

The considerations which seemed to the Commission to justify

the retention of this service are stated in some detail in the

orders already referred to, and need not be repeated here. At
the hearing, however, the Commission intimated that, in view

of the present emergency, it might be disposed to look with

favor upon the present petition, if the New Haven company
should cause the Berkshire Street Railway Company, one of its

subsidiaries, to furnish improved service and facilities between

Great Barrington and Pittsfield, in accordance with suggestions

which were offered at the hearing. This has not been done. In-

deed, the street railway service between these points, owing to

severe weather conditions and other causes during the past win-

ter, has probably been the worst in the company's history.

Under these conditions, the Commission believes that the dis-

continuance of this service during the winter months would cause

unwarranted hardship to the communities affected. The Commis-
sion realizes, however, that conditions are in some respects more
acute than at the time its former order was issued, and believes

that the company might reasonably be authorized to discontinue

this service between May 1 and November 1 during the period

of the war.

It is therefore

Ordered, That the New York, New Haven and Hartford Rail-

road Company be hereby authorized to discontinue, so long as

a state of war exists in this country, but only during the period

between May 1 and November 1 of each year, the service now
furnished by passenger trains No. 1410 and No. 1431 between

Great Barrington and Pittsfield.

Attest: CHARLES E. MANN,
May 1, 1918. [P. S. C. 1267] Executive Secretary.
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Petition of the Uxbridge Board of Trade and others relative to

passenger train service on the New York, New Haven and

Hartford railroad between Blackstone and Boston, and between

Worcester and Blackstone.

In this case the petitioners complained of the poor passenger

service between Uxbridge and Boston, on account of the poor

connections made at Blackstone, and the large number of stops

made by trains between Blackstone and Boston. They also sug-

gested that a late evening train be run from Boston to Black-

stone, and from Worcester to Uxbridge. The company admitted

that its service between Boston and Uxbridge was very unsatis-

factory, but stated that it had under consideration, and would

soon put into effect, various changes in equipment and schedules

that would materially improve this service. As a general cur-

tailment of passenger service on the entire system has been found

necessary under present conditions it does not appear to be prac-

ticable at this time to require the restoration of the late trains

from Boston and Worcester. Changes have, however, been made

in the operating schedules of other trains which have resulted in

a material improvement in the service. As the present service

appears to be reasonably satisfactory to the petitioners, under

existing conditions, it is

Ordered, That the petition be dismissed.

For the Commission,

ANDREW A. HIGHLANDS,
October 24, 1918. [P. S. C. 1627] Secretary.

Petition of the towns of Rochester, Marion, Mattapoisett and Fair-

haven concerning service on the Fairhaven Branch of the New
York, New Haven and Hartford railroad.

Memorandum.

The Fairhaven branch of the New York, New Haven and

Hartford railroad is a single track line extending from a connec-

tion with the line to the Cape at Tremont to the town of Fair-

haven where a ferry carries passengers into the city of New
Bedford. Under the summer schedule, there are four trains in

the morning on this branch from Fairhaven to Tremont. Until

last year it was the practice to reduce this schedule in the winter
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months to two trains, one leaving at 6.50 a.m. and the other at

8.05 A.M. When the winter time-table became effective in 1917,

however, it provided for only one train after October 15, leaving

at 6.48 A.M. Upon subsequent complaint this train was taken

off on November 25, 1917, and a train leaving at 8.15 a.m. was

substituted. When the winter schedule became effective on Sep-

tember 22 of this year this latter arrangement was continued.

The petitioners now ask that it be changed and that an earlier

train at 6.50 a.m. be substituted.

The petition represented the unanimous action of the select-

men of the towns which the branch serves and the selectmen

assured the Commission at the public hearing that the change is

generally desired by the people living in that section. No oppo-

sition whatever was offered except by the representatives of the

railroad. They objected on the ground that operating expense

would be somewhat increased and because of the difficulty in

making time-table changes, but later agreed, after conference

with the Commission, to make the desired substitution, which

will become effective on November 11. In view of this fact, no

action on the petition is necessary and it is placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
November 8, 1918. [P. S. C. 2282] Secretary.

Street Railway Fares.

Petition of residents of Islington that the fare limit on the Bay

State street railway which begins at the Dedhavi-Boston line

be extended to Highbridge in Norwood.

Memorandum.

This petition was heard on June 6, 1918. The application of

the zone system of fares on the lines of the Bay State Street

Railway Company, authorized in the report and order of the

Commission, issued in connection with the general rate case as

of this date [P. S. C. 1858, 1953, 2095], will provide substantially

for the readjustment in fares desired by the petitioners. A sepa-

rate finding in the case appears to be unnecessary, and it is there-

fore placed upon file.

Attest: ANDREW A. HIGHLANDS,
June 11, 1918. [P. S. C. 1936] Secretary.
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Petition of patrons of the Bay State Street Railway Company rela-

tive to extension of fare zone in the town of North Andover.

This is a petition, with about seven hundred signatures, asking

that the limit of the so-called "city zone" on route 39 of the

Bay State Street Railway Company be extended from the present

point opposite the town offices in North Andover to Cheney's

corner in the same town. The regular cash fare in the city zone

is six cents, with free transfer privileges at the traffic center in

Lawrence, but eight cents is charged to and from points on this

line beyond the North Andover town offices, for rides which ex-

tend into the city zone. The distance from the Lawrence traffic

center to the town offices is 2.04 miles and the total distance to

the end of the line is 3.87 miles.

At Cheney's corner, which is about seventeen hundred feet

beyond the town offices and 2.36 miles from the Lawrence traffic

center, the plant of the Davis and Furber Machine Company is

located, employing at the present time about one thousand men
and engaged chiefly in government work. The majority of the

employees live within the immediate vicinity of the plant, but

about three hundred reside in Lawrence and use the cars of the

Bay State Street Railway Compaxiy in going to and from their

work. In addition, a construction company which is now doing

work at the plant employs from eighty to one hundred men, who

use the cars or competing motor trucks. The evidence at the

public hearing indicated that it is a general practice of both

groups of employees to walk the comparatively short distance

from the limit of the city zone to the plant in the morning

to avoid the extra two cent charge, and many of them do the

same thing at night. This is also a general practice among resi-

dents of North Andover, most of whom live not more than half

a mile from the town offices.

The evidence also indicated that the increase in fares has not

added materially to the revenue of the company on this line, the

increase in rate being offset by a decrease in trafiic. At the time

when the present system of fares was approved, the Commission

reserved the right to receive and act without prejudice, from

time to time, upon specific complaints with respect to such mat-

ters as the location of zone limits, and it was stated that "in

considering such cases the principle will be kept in mind that no

arbitrary distance limits ought to determine the boundaries of

either the inner or the outer zone, but that these boundaries
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should be fixed in accordance with population conditions." At

another point in the opinion the following statement was

made: —
The new schedule is an attempt to confine the inner zone within which

the minimum fare is charged to the limits of the thickly settled portion of

a city, rather than an attempt to reduce it to an arbitrary circular area

with a radius of approximately 1| miles; and for this reason the precedent

established is less undesirable and dangerous to the public interest. It

is a well-established principle in city traffic that the short-haul offsets the

long-haul riding, and on this account; the central single-fare area may often,

without detriment to the earnings of a company, be made much larger than

would at first thought appear possible. Obviously, to use an extreme

illustration, the establishment of an inner zone in the city of Boston with

a radius of 1| miles or even 2 miles would be unwarranted and absurd.

In the present instance, the portion of North Andover between

the town offices and Cheney's corner is thickly settled and geo-

graphically identified with the urban district of Lawrence. All

the way from the Lawrence traffic center to Cheney's corner the

territory is built up and homogeneous. On the other hand, just

beyond this point conditions change and there is little popula-

tion for nearly a mile. It seems to the Commission that Cheney's

corner is a logical limit for the city zone, under the theory fol-

lowed by the company in laying out the present system of fares,

and the evidence justifies the conclusion also that such a change

will have little effect on the company's revenue. If it discourages

jitney competition, it may, indeed, have a favorable effect.

It is therefore

Ordered, That the Bay State Street Railway Company be

hereby notified and required, within seven days from the date

hereof, upon not less than one day's notice to the Commission

and the general public, to modify its existing tariff, M. P. S. C.

No. 78, by filing a supplement thereto extending the limit of the

so-called "city zone" on route 39 from the town offices in North

Andover to Cheney's corner in the same town.

For the Commission,

ANDREW A. HIGHLANDS,
October 28, 1918. [P. S. C. 2268] Secretary.
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Petitions of Representative Francis M. Hill and others relative to

fares and transfers on the Bay State street railway in the

town of Saugus.

Petition of Selectmen of ,town of Stoneham relative to issue of com-

mutation tickets on the Fells line of the Bay State street

railway.

Memorandum.

These petitions were brought at a time when the fares charged

by the Bay State Street Railway Company were governed by

the tariff authorized by the Commission in its report under date

of July 3, 1917, and relate to conditions established by that

tariff. Later, a radically different rate structure was adopted

by the company and permitted to become effective, and a fur-

ther comprehensive change is proposed in a new tariff awaiting

action by the Commission. Inasmuch, therefore, as the condi-

tions to which they relate no longer exist, these petitions are

placed on file. Any changes in fares upon the lines in question

which may now be desired by the petitioners may, of course, be

brought to the attention of the Commission at the hearings upon

the new schedule.

For the Commission,

ANDREW A. HIGHLANDS,
October 28, 1916. [P. S. C. 1859, 1895] Secretary.

Petitions of Selectmen of the town of Swampscott for changes in

certain fare zones on the Bay State street railway in said

town.

In the report and order issued June 11, 1918, on notice of the

Bay State Street Railway Company of proposed changes in rates

of fare for passengers upon its railway and in workingmen's and

other reduced rate tickets, as set forth in schedules numbered

M. P. S. C. 62, 75 and 77, with supplements thereto, the com-

pany was ordered to cancel the rates, charges and changes in

fare limits and transfer privileges stated in said schedules and

permitted to file a revised schedule, M. P. S. C. No. 78, to take

effect upon short notice. This revised schedule was a compromise

plan, resulting from conferences with the community representa-

tives, and embodied numerous modifications in zone limits and

ticket provisions.
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In the said report the Commission reserved the right to receive

and act without prejudice upon specific complaints with respect

to extensions or limitations of zone limits, and stated that in

considering such cases the principle would be kept in mind that

no arbitrary distance limits ought to determine the boundaries

of either the inner or outer city zones, but that these boundaries

should be fixed in accordance with population conditions.

The pending petitions were brought in accordance with this

reservation. On the lower Swampscott line the distance from

the traffic center at Central square, Lynn, to the present first

zone limit at Puritan road, Swampscott, is 1.94 miles and the

distance from Puritan road to Roberts Turnout in the second

zone is .21 of a mile, or about 1,100 feet. The petitioners asked

that the fare zone on this line be extended from Puritan road to

Roberts Turnout, which would make a total of 2.15 miles in the

first zone. " The petitioners claim that many persons who live

beyond Puritan road walk to and from that point in order to save

the extra fare in the second zone. It appears that the company
has to run its cars as far as Roberts Turnout in order to cross

over to the intown track. Some cars run beyond to Beach Bluff

and Marblehead, but every car must go as far as the turnout,

which is the end of the double track.

The district is thickly populated as far as the turnout but be-

yond that point sparsely settled. It is urged that, if the zone

limit be extended to Roberts Turnout, no financial loss will be

suffered by the company, its patrons will be greatly convenienced,

and the sentiment of the community will be much more favor-

able to the company. At present there is jitney competition on

this line, the selectmen having licensed one man to operate a

jitney as far as the turnout; but counsel for the petitioners

stated that, in the event of the extension of the zone limit to

Roberts Turnout, this competition would be eliminated. The
company did not seriously dispute these statements, but rested

its case upon the fact that the present zone limits have been

established substantially in accordance with the compromise plan

above referred to, and that any marked departure from the prin-

ciples therein established would create a dangerous precedent.

In its decision of June 11, 1918, the Commission pointed out

that "the new schedule is an attempt to confine the inner zone

within which the minimum fare is charged to the limits of the

thickly settled portion of a city, rather than an attempt to reduce

it to an arbitrary circular area with a radius of approximately
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1| miles, and for this reason the precedent established is less

undesirable and dangerous to the public interest." In this case,

as already stated, it does not appear that Puritan road is a

natural division point, so far as population conditions are con-

cerned, for the district continues to be thickly settled as far as

Roberts Turnout.

The evidence shows, furthermore, that every car that goes

only as far as the turnout and then crosses over to return to

Lynn is empty, or practically empty, from Puritan road to the

turnout, and returns empty from the turnout to Puritan road.

The same condition applies to the through cars, so far as local

riding is concerned, for such passengers leave the cars at Puritan

road and board at the same point, and only through passengers

use the cars between these two points. It is therefore obvious

that the company would lose no substantial revenue by an exten-

sion of the zone limits at this point, and it is doubtful, indeed,

whether it would lose any revenue whatever. On the other hand,

it should gain the goodwill of the community and elimination of

jitney competition.

It is the opinion of the Commission that conditions at this

point are such that the extension petitioned for should be

granted, and are so far peculiar to themselves that relief may be

given without establishing an unsound or dangerous precedent.

On the upper Swampscott line the distance from the traffic

center in Lynn to the Boston and Maine freight yard, which is

the end of the first zone, is about 1.93 miles, and the distance

from the freight yard to the cemetery in the town of Swampscott

is about .39 of a mile. The petitioners ask that the fare zone on

this line be extended from the Boston and Maine freight yard to

the cemetery, which would make a total of about 2.32 miles in

the first zone. Here, too, the petitioners claim that people who

live beyond the Boston and Maine freight yard leave the car at

that point, and walk from their homes to the freight yard to

board a car for Lynn. Population conditions on this line, however,

are not similar to those existing on the lower Swampscott line, for

the thickly populated district ends at the freight yard, the pres-

ent first zone limit, and between that point and the cemetery, a

distance of .39 of a mile, is a sparsely settled district. The double

track ends at or near the freight yard and cars are there turned

back, so that it is not necessary to run cars to the cemetery in

order to reach a crossover to the intown track. Therefore, both

population and operating conditions differ on this line from those

existing on the lower Swampscott line and, moreover, an exten-
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sion here of the fare zone to the cemetery, a distance of over

3,000 feet, would practically eliminate the second zone entirely.

Nor could the zone limit be extended, as the petitioners request,

without substantial loss in revenue to the company. Under the

circumstances we are of the opinion that the Boston and Maine

freight yard is a logical point of division, consistent with the gen-

eral plan adopted throughout the company's entire territory, and

that the extension should not be granted.

It is therefore

Ordered, That the fare limit of the first zone on the lower

Swampscott line of the Bay State Street Railway Company be

extended from Puritan road to Roberts Turnout in the town of

Swampscott, and it is

Further ordered, That the petition of the selectmen of the

town of Swampscott for an extension of the first zone limit on

the upper Swampscott line of said company from the Boston

and Maine freight yard to the cemetery in the town of Swamp-
scott be dismissed.

By the Commission,

ANDREW A. HIGHLANDS,
Septembee 9, 1918. [P. S. C. 2215] Secretary.

Petition of the Mayor of Maiden relative to fares charged by the

Boston Elevated railway and the Bay State street railway in

that city.

Both the Boston Elevated and the Bay State companies oc-

cupy locations in the streets of Maiden. On certain streets,

notably Ferry and Salem streets, each company has a single track

location, the tracks being used jointly, while on Main street,

running north and south through the city, the Bay State com-
pany has a double-track location north, and the Boston Ele-

vated a double-track location south, of Maiden square. Cars

of all lines, excepting the Fellsway line, run through Maiden
square, and Bay State cars from Lowell and Lawrence change

crews at the square and are run to Sullivan square. Patrons of

the Boston Elevated in the eastern, southern and western sec-

tions of the city must pay two fares to reach the section north

of Maiden square, and vice versa. The petitioner requested the

company to establish a joint fare of 5 cents over the lines of the

two companies between Upper Main street and other portions of

the city.
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Upon complaint of the mayor and aldermen of Maiden this

situation was brought to the attention of the Board of Railroad

Commissioners in 1907. In its report under date of March 7 of

that year the Board said: —
The same conditions exist at nearly all other points where interurban

railways connect with the system of the Boston Elevated Railway Com-
pany. The peculiar privileges granted to that company under special

laws include the right to insist upon a five-cent fare from every passenger,

a right that stands in the way of any arrangement for a joint fare to be

shared with other companies. The Board has no authority to suggest that

the Boston Elevated relinquish a part of the fare to which it is entitled by
law, and it cannot rightfuUy ask the Boston and Northern to render serv-

ices without compensation. ... [39 R.R. Com. Rep., p. 85.]

At the hearing on the present petition, the Commission stated

its belief that it was without authority to compel the companies

to arrange for either a joint fare or a joint use of tracks on Main
street, and it was agreed by all parties that the decision be held

in abeyance, pending further action by the Legislature.

Section 2 of chapter 159 of the Special Acts of 1918, to provide

for the public operation of the Boston Elevated Railway Com-
pany, provides that the board of trustees created by the act

shall have —
The right to regulate and fix fares, including the issue, granting and

withdrawal of transfers, and the imposition of charges therefor, and shall

determine the character and extent of the services and facilities to be

furnished, and in these respects their authority shall be exclusive and shall

not be subject to the approval, control or direction of any other state board

or commission.

Chapter 188 of the Special Acts of 1918, relative to the Bay
State Street Railway Company, in section 11, gives similar rights

to the trustees which may be appointed under the provisions of

the act, including jurisdiction over joint rates and fares or serv-

ice with the Boston Elevated Railway Company.
The subject matter of this petition being clearly, by these

enactments, placed without the jurisdiction of this Commis-
sion, —

It is '

Ordered, That the petition be dismissed.

For the Commission,

ANDREW A. HIGHLANDS,
August 7, 1918. [P. S. C. 1977] Secretary.
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Petition of the City of Boston for the establishment of joint traffic

rates, not to exceed five cents, from Cleary square in the Hyde

Park district of the city of Boston, over the lines of the Bay

State Street Railway Company and the Boston Elevated Mail-

way Company.

Memorandum.

Action on this petition was withheld pending proposed legis-

lation affecting the Boston Elevated Railway Company. The

Legislature of 1918 enacted legislation taking from this Commis-

sion jurisdiction as to fares and service of the Boston Elevated

Railway Company. The petition is therefore dismissed.

For the Commission,

ANDREW A. HIGHLANDS.
July 31, 1918. [P. S. C. 1866] Secretary.

Petition of Mayor Edward R. Hathaway and Representative George

E. Lilley of New Bedford relative to reduction in fares on the

Union and Bay State Street railways in that city.

Memorandum.

A hearing and conference were held on the subject matter of

this petition, and subsequently the companies made an arrange-

ment for a joint service providing for the sale of 9 tickets for

50 cents, each ticket to be good for a ride from Phillips road to

Weld street, which is practically half the rate formerly existing

between these points. This arrangement was to continue for a

three-months' period which expired on July 15, 1917, but has been

continued in operation by the companies. The petition is there-

fore placed on file.

Attest: ANDREW A. HIGHLANDS,
August 13, 1918. [P. S. C. 1356] Secretary.

Notice of the Berkshire Street Railway Company of proposed

changes in rates of fare for passengers upon its railway.

Memorandum.

The evidence disclosed at the hearings, recently concluded,

relative to the proposed increase of rates of the Berkshire Street

Railway Company, seems to indicate that the increased revenue
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which is likely to result therefrom will not be in excess of the

legitimate requirements of the company, and that the specific

fares proposed are reasonable, as compared with those now gen-

erally prevailing on lines of other street railways in the common-
wealth. While some minor adjustments of the schedules filed

may be necessary to meet certain local conditions, the company's

need of additional revenue is so urgent that the Commission, in

the exercise of the discretion vested in it by the statute, has

decided to allow the proposed rates to become effective as filed,

on November 12, 1918, without formal finding thereon, and to

take up immediately the questions of local fare readjustments

which were raised at the hearings.

For the Commission,

ANDREW A. HIGHLANDS,
November 11, 1918. [P. S. C. 2305] Secretary.

Notice of the Berkshire Street Railway Company of proposed

changes in rates of fare for passengers upon its railway.

Memorandum.

On October 9, 1918, the Berkshire Street Railway Company
notified the Commission of a proposed change in passenger fares

to take effect November 12, 1918, and public hearings thereon

were held on November 7 and 8, 1918. Under the fare schedule

filed by the company, the 5-cent unit of fare was retained, but

the fare zones were decreased to approximately 3 miles for the

.first two fare zones from the centers of the cities, Pittsfield and

North Adams, and to approximately 2 miles for the remainder

of the system, and all overlapping fare zones and reduced-rate

tickets were eliminated. Provision was also made for free trans-

fers within the inner city zones between the hours of 6 and 8

A.M., 12 o'clock noon and 1 p.m. and 5 and 6.30 p.m. excepting

on Sundays and holidays, and for a charge of 2 cents for such

transfers during the other hours of operation.

The evidence disclosed at the hearings seemed to indicate that

the rates proposed, subject to certain minor adjustments to meet

local conditions, were reasonable as compared with those now
generally prevailing on lines of other street railways in the com-

monwealth, and that the increased revenue which was likely to

result therefrom would not be in excess of the legitimate revenue
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requirements of the company. In view of these facts and the

company's urgent need of additional revenue, the Commission,

in the exercise of the discretion vested in it by the statute, de-

cided to allow the proposed rates to become effective as filed,

on November 12, 1918, without formal finding thereon, and to

take up immediately the questions of local fare readjustments

which were raised at the hearings.

As a result of conferences with representatives of the various

communities affected and a careful investigation of local traffic

conditions which have recently been completed by the Inspec-

tion Department of the Commission, the Commission is of the

opinion that the following changes should be made in the fares,

fare limits and transfer privileges recently established by the

company: —
1. That the present fare limit at the Stockbridge-Great Bar-

rington town line be moved southerly about .2 of a mile to the

Housatonic post office in the town of Great Barrington.

2. That the fare limit at Glendale turnout in the town of

Stockbridge be moved northerly about .3 of a mile to Cook's store,

3. That the fare limit at East Lee junction be moved north-

erly about .7 of a mile to Lee Center turnout.

4. That the fare limit at Shay's stop in the town of Lee be

moved northerly about .6 of a mile to the Lee-Lenox town line.

5. That the transfer privilege from the Lenox branch to the

main line be effective southerly as far as the stop opposite the

New York, New Haven and Hartford railroad station at Lenox-

dale, and that the transfer privilege northerly to the George

Parker stop, which accommodates no local travel, be cancelled.

6. That free transfer privileges be established at Dalton Center

to and from the corner of Main and East streets in the town of

Dalton, so as to provide a 5-cent fare from that point to Cblts-

ville junction and a 10-cent fare to Pittsfield.

7. That transfer privileges be established at Dalton Center

permitting passengers to ride between Hinsdale and the Union

Block in Dalton for a 10-cent fare, and that the hourly service

between Dalton Center and Hinsdale be rearranged so as to

make close connections inbound and outbound with alternate

cars operating on a half-hourly schedule between Dalton Center

and Pittsfield.

8. That the fare limit at Connor's stop in the town of Cheshire

be moved southerly about .6 of a mile to the vicinity of the Lanes-

borough-Cheshire town line.
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9. That the fare limit at Willow .Cove station in the town of

Cheshire be moved southerly about .6 of a mile to Farnams*

Lime Works.

10. That the fare limit now located about .81 of a mile north

of Cheshire Center waiting station be moved southerly about

.6 of a mile to Bowen's corner.

11 That the transfer privileges between the West side line

and the East side line at Adams Center be effective northerly

on both lines as far as Lime street only, and that similar privi-

leges be established southerly to Maple Grove turnout.

12. That the regulations for the issuing of transfers at the

Williamstown "Y" be similar to those applicable under the

company's present tariff to other transfer points.

The reasons for recommending these changes are described in

detail in the report of the Inspection Department which is filed

with the records of the case. The general policy has been to

provide better accommodations for local riding, so far as prac-

ticable, without introducing overlapping fare zones or disturbing

present rates for through travel. At the request of the Com-
mission the company has agreed to file a supplementary tariff

providing for the several fare readjustments above mentioned,

which will become effective on December 15, 1918.

In view of the possibility of changes in prices and general

economic conditions as the result of the conclusion of the war,

it seems desirable that the new schedule should be regarded as

experimental, and that the whole question, upon the complaint

of any interested party, should be open for review at the end of

a 6-months' trial period, with the burden of proof remaining upon

the company to show at that time that the new fares should

be permitted to remain in force.

By the Commission,

ANDREW A. HIGHLANDS,
Decembee 10, 1918. [P. S. C. 2305] Secretary.

Petition of the Selectmen of the town of Canton relative to fares on

the Blue Hill street railway.

Memorandum.

The petitioners in this case desired the restoration of the fare

zones that existed on the Blue Hill street railway prior to those

established under the report of the Commission of July 31, 1915,
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in the Blue Hill rate case (3d P. S. C. Rep., p. 52). A hearing

was had on the petition and at the suggestion of the Commis-

sion conferences were subsequently held by the petitioners and

representatives of the company with a view to reaching some

agreement in the matter. The parties failed to arrive at any

satisfactory agreement, however, and later the property was

acquired by other interests. Under date of May 15, 1918, the

management of the company filed a new schedule of rates which

became effective on June 15, 1918, without protest, after proper

notice to all the towns in which its railway is operated. Further

action upon the petition appears to be unnecessary, and it is

placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
September 6, 1918. [P. S. C. 886] Secretary.

Notice of the Connecticut Valley Street Railway Company of pro-

posed withdrawal of certain workmen's tickets upon its railway.

Upon January 7, 1918, the Connecticut Valley Street Railway

Company filed with the Commission notice of its intention to

withdraw certain workmen's tickets in use upon its railway.

Upon complaint, and pending a public hearing and investiga-

tion, this withdrawal was suspended by the Commission until

March 1, 1918, and by subsequent orders to May 1, 1918.

This street railway company owns and operates about 47 miles

of single track. The main line extends from Northampton, along

the Connecticut river to Greenfield.- Just below Greenfield, a

branch crosses the river to Turners Falls in the town of Mon-
tague, and from Turners Falls a line extends to Millers Falls in

the same town. From Northampton a further branch crosses

the Connecticut river, terminating in the town of Amherst. For

convenience, especially in accounting, four operating divisions are

recognized: the Greenfield division, the Millers Falls division,

the Deerfield division and the Amherst division. The workmen's

tickets in question are in use only in the two first named, and

no similar tickets are sold upon other parts of the road.

One of these tickets, sold at the rate of 50 for $1.80, is in effect

between Greenfield and Turners Falls. The other is in effect

between Turners Falls, and Millers Falls and is sold at the rate

of 25 for 90 cents. Both are good only in the hours when work-

men travel to and from their work, at morning, noon and night.
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Both, also, are two-part tickets and are intended to be used only

for journeys covering all or portions of two fare zones. The
unit cash fare throughout the system is 6 cents, but tickets are

sold at the rate of 40 for $2, good at all hours of the day and in

any zone, so that frequent riders can secure a 5-cent rate. By
the use of the special workmen's tickets, therefore, a ride can

be secured for 7.2 cents which would cost 12 cents if cash were

paid, or 10 cents if the ordinary form of ticket were used. It

also seems that the separate halves of the workmen's tickets are

misused to secure a ride for 3.6 cents within the limits of a single

zone. This, however, is a matter which the company could cor-

rect by proper precautions and a suitable form of ticket. About
25 per cent of the riders between Greenfield and Turners Falls

and between the latter point and Millers Falls use these tickets.

The maximum ride in both cases is about 7 miles. In the latter

case the maximum is also the usual ride, but in the former the

tickets are frequently used for rides covering shorter distances.

The general financial condition of the company is poor. Dur-

ing the past six years the dividends paid upon the common stock

have been as follows :
—

Rate
(Percent).

1912,
'.

1

1913, . . . . . .
2i

1914, 3

1915, 3

1916, ' 1

1917, .
-

The returns have reflected the most optimistic view of the com-

pany's financial status. Little or no provision has been made for

depreciation and the property has been but indifferently main-

tained. During the past year, as the above table shows, no divi-

dends were paid upon the common stock and the corporate sur-

plus was converted into a deficit. Even if liberal allowance be

made for possible mismanagement, either in the past or in the

present, the reasonable need of the system, as a whole, for even

more additional income than it can possibly obtain from the with-

drawal of the workmen's tickets is manifest.

Practically the only question at issue is whether any special

conditions exist, either in the Greenfield or in the Millers Falls

division, which render the continuance of these reduced rate

tickets just and reasonable. In the latter case there clearly are

none. The earnings of the line between Turners Falls and



1919.] ACCOMMODATIONS, FARES, ETC. 313

Millers Falls are so low that the directors have recently taken

action looking toward complete discontinuance of service and

abandonment of the line on July 1 of this year. In the Green-

field division there is more basis for a special ticket rate. This

division, which includes the line between Turners Falls and

Greenfield, is, on the whole, the best paying portion of the sys-

tem. The average receipts on all lines are about $5,000 per

mile, while in the Greenfield division they approximate $9,000.

The workmen's tickets are of long standing and, under normal

conditions, might well be regarded as a reasonable concession to

traffic which is regular and dependable.

Under present circumstances, however, in view of the com-

pany's financial condition and the rising tide of prices and wages

by which it has been faced, we believe that its patrons, even in

the Greenfield division, should be content with the reduction

from the regular cash fare which can be obtained by the use of

the 5-cent tickets. This is, indeed, a better rate than many rail-

ways in the commonwealth now offer. The Commission there-

fore finds that the proposed withdrawal of the special workmen's

tickets is just and reasonable, and an order is entered below

permitting the schedule now under suspension, which provides

for this withdrawal, to become effective.

ORDER.

Notice of the Connecticut Valley Street Railway Company of prO'

posed withdrawal of certain workmen's tickets upon its railway.

It appearing that on January 26, 1918, an order was entered

suspending until March 1, 1918, the rates and charges stated in

the schedule described in said order and designated as Connecti-

cut Valley Street Railway Company Supplement No. 1 to M.

P. S. C. No. 1; and that by subsequent orders said rates and

charges were further suspended, unless otherwise ordered by the

Commission, until May 1, 1918; 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 findings of fact and conclusions

thereon, which said report is herein referred to and made a part

hereof, it is

Ordered, That orders heretofore entered in this proceeding sus-

pending the operation of said schedule be and they are hereby

vacated and set aside as of April 22, 1918, and that this pro-

ceeding be discontinued. It is



314 APPENDIX— ORDERS. [Jan.

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 Connecticut Valley Street Railway

Company.
By the Commission,

ANDREW A. HIGHLANDS,
Apkil 16, 1918. [P. S. C. 2052] Secretary.

Order of the Commission allowing new schedule of rates and

charges for the transportation of passengers on the Holyok e

street railway.

It appearing that in accordance with the findings of the Com-
mission in its report dated December 31, 1917, the Holyoke

Street Railway Company has filed a draft of a new schedule of

rates and charges for the transportation of passengers upon its

lines, which conforms to the views of the Commission as indi-

cated in said report, — it is

Ordered, That the Holyoke Street Railway Company be hereby

notified that it may establish on all its lines, upon not less than

five days' notice to the Commission and the general public, by

filing at this ofiice 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 read-

justing its rates for the transportation of passengers, in accord-

ance with the findings of the Commission in its report dated

December 31, 1917, and as shown in a draft of schedule on file

herewith, said schedule to be designated Holyoke Street Railway

Company M. P. S. C. No. 2 (cancelling M. P. S. C. No. 1).

Attest: ANDREW A. HIGHLANDS,
'

January 17, 1918. [P. S. C. 1775] Secretary.

Notice of the Massachusetts Northeastern Street Railway Company

of proposed changes in rates of fare for passengers.

Memorandum.

The evidence at the hearing relative to the proposed increase

of rates of the IVIassachusetts Northeastern Street Railway Com-
pany indicated that the increased revenue which is likely to

result therefrom will certainly not be in excess of the legitimate

requirements of the company. Its need for additional earnings
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is so urgent that the Commission, in the exercise of the discretion

vested in it by the statute, has therefore decided to allow the

rates proposed to become effective without further suspension,

for an experimental period of six months from November 13,

1918. The questions raised at the hearing relative to certain

local fare readjustments will be dealt with by the Commission

at an early date, and the company will comply with any findings

relative thereto. It is also the understanding that upon the

expiration of the six-months' period all rates of the company

shall be subject to challenge by any interested party, and that

the burden of proof shall remain upon the company to justify

the retention of such rates beyond the period prescribed.

For the Commission,

ANDREW A. HIGHLANDS,
November 13, 1918. [P. S. C. 2274] Secretary.

Notice of the Norfolk and Bristol Street Railway Company of pro-

posed change in rates of fare for passengers and adjustment

of fare limits.

Memorandum.

In a communication to the Commission, dated March 12, 1918,

the company requested permission to withdraw its petition for

an increase in the rates of fare upon its railway. The case is

therefore dismissed without prejudice.

Attest: ANDREW A. HIGHLANDS,
March 19, 1918. [P. S. C. 2061] Secretary.

Notice of the Northampton Street Railway Company of proposed

increase in rate of fare for passengers upon its railway.

E. L, Shaw 1 for Northampton Street Railway Com-
Louis D. Pellissier

J
pany.

J. C. Hammond for City of Northampton.

M. Seelye Hitchcock for Town of Easthampton.

A. G. Cone
. ^ ^ I

for Town of Williamsburg.
A. J. POLMATIER

J
.

Memorandum.

On April 10, 1918, the Northampton Street Railway Company
filed with the Commission notice of a proposed increase in fares

in the form of a tariff which was to become effective May 12, but

which was later suspended by the Commission until July 1, 1918.
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Public hearings were held on May 7, 1918, and on June 27,

1918. At the hearing on May 7 it was suggested by certain

counsel for the remonstrants that it would be wise to continue

the hearing to await results in regard to certain important pend-

ing legislation in regard to street railway companies. Counsel

for the company acquiesced in this proposition and the hearing

was continued to June 11, and was later postponed to June 27,

1918.

On June 27, 1918, a conference was held by the remonstrants

and the company, at which a tentative agreement was reached,

pending the decision of the company relative to its adoption of

the Service-at-Cost plan, so called, which is provided for by

chapter 280 of the General Acts of 1918.

The Commission will, therefore, allow the tariff as filed, with

the modifications agreed upon, to become effective upon short

notice without suspension or further investigation. It is to be

understood, however, that this is a temporary adjustment based

upon the present emergency, rather than a permanent finding

on the issues raised in this case, and that the communities

affected shall be entitled to further hearing upon any subsidiary

matters within a short time after the new tariff goes into effect,

unless it appears that the company itself is likely to raise the

whole issue within a short time by itself filing a revision of fares

under the Service-at-Cost plan.

By the Commission,

ALLAN BROOKS,
June 29, 1918. [P. S. C. 2107] Assistant Secretary.

Notice of the Springfield Street Railway Company of proposed

increase in rates for passengers upon its railway.

Memorandum.

During the pendency of these proceedings before the Commis-

sion a modified schedule of fares was agreed upon by parties in

interest. The modifications were subsequently embodied in tariff

M. P. S. C. No. A-6, filed with the Commission on September

14, 1918, and, under special permission, became effective on

September 16, 1918.

For the Commission,

ANDREW A. HIGHLANDS,
September 16, 1918. [P. S. C. 2250] Secretary.
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Notice of the Worcester Consolidated Street Railway Company of

proposed change in rate of fare for passengers upon its railway.

Memorandum.

On May 31, 1918, the Worcester Consolidated Street Railway

Company filed with the Commission a new schedule of passenger

rates, effective July 1, 1918, under which the unit of cash fare

was to be changed from 5 cents to 6 cents upon all of its lines

except those located within the central district of Worcester,

where the 5-cent rate was to be retained and a charge of 1 cent

made for transfers. Under this tariff, also, all reduced-rate

tickets were cancelled.

Subsequently the company modified this tariff by eliminating

the proposed charge of 1 cent for transfers on the Worcester

lines, and, at the suggestion of the Commission, also restored

the existing tickets. In view of these modifications and of the

fact that very few complaints have been received, the Commis-

sion did not feel that the schedule ought to be suspended, and

has permitted it to become effective on the designated date.

This action was taken, however, only after the company had

agreed in writing to assume and carry the burden of proof in

any hearings had upon complaints now or hereafter filed with

the Commission, in the same manner and with the same effect

as if the tariff had been suspended and hearings held thereon.

Attest: ANDREW A. HIGHLANDS,
June 28, 1918. [P. S. C. 2167] Secretary.

Petition of the Worcester and Warren Street Railway Company for

such relief as will enable it to continue the operation of its

railway.

Memorandum.

This petition was the subject of an informal conference with

the Commission, representatives of the company and of the towns

served by its railway being present. Following the conference a

new schedule of rates was filed and allowed to become effective

December 13, 1917, which increases the fare from seven cents

to ten cents.

Attest: ANDREW A. HIGHLANDS,
Jantjaet 2, 1918. [P. S. C, 1962] Secretary.
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Street Railway Service.

Petition of patrons of the Bay State Street Railway Company pro-

testing against the proposed discontinuance of service on the

line between Mann's Corner and Assinippi in the town of

Hanover.

Petition of selectmen of Wilmington protesting against the proposed

discontinuance of service on the line of the Bay State Street

Railway Company between Wilmington square in Wilmington

and Billerica Center in the town of Billerica.

Petition of residents along the line of the Bay State street railway

from, Lakeville Town House in Lakeville to Elliott's Corner in

the city of Taunton, protesting against the proposed discon-

tinuance of service on said line of railway.

In tlie spring of 1917 the Bay State Street Railway Company
gave public notice of its intention to discontinue service on its

line between Mann's Corner and Assinippi in the town of Han-

over; on its line between Wilmington square in Wilmington and

Billerica Center in the town of Billerica; and on its line between

Lakeville Town House in Lakeville and Elliott's Corner in the

city of Taunton. Patrons of these three lines protested against

the proposed discontinuance of service and petitioned the Com-
mission for hearing thereon.

As the result of hearings upon the three petitions, on April 6,

1917, the parties agreed to an adjournment in order to afford an

opportunity for conference between the company and the peti-

tioners and to ascertain whether some practicable plan could be

devised, with the co-operation of the communities affected, which

would permit the retention of service on these lines. It was

also agreed that, pending further action, the existing service

should be maintained. As no adjustment between parties re-

sulted in the conferences held, the cases were set down for further

hearing on December 18, 1917. By consent of all parties, action

upon these cases has been deferred by the Commission. Mean-
time, a reduced service has been given on the Mann's Corner-

Assinippi route and on the Lakeville-Elliott's Corner route, and

service on the Wilmington-Billerica Center route has been en-

tirely abandoned since December of last year. The company

now desires authority to discontinue service on these lines, and

has requested the Commission to take action upon the pending

petitions.

Recently the receiver of the company has petitioned the United
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States District Court for authority to discontinue service upon

a large number of other lines on the Bay State system. Upon
such of these lines as the receiver believed to be in an unsafe

operating condition the court has already authorized the dis-

continuance of service, and on the remaining lines proceedings are

still pending. It is unnecessary at present to attempt to define

to what extent, if any, the Commission has jurisdiction to deal

with the pending petitions, now that the general question of dis-

continuance of service on the lines of the Bay State Street Rail-

way Company is in process of adjudication by the court. In

any event, it is manifestly desirable that the same procedure

should be followed in all cases involving the discontinuance of

service on the various lines of the Bay State Street Railway Com-
pany. At the suggestion of the Commission, the company has

agreed to amend its pleadings in the United States District

Court by asking for authority to add these three lines to the list

of lines upon which the discontinuance of service has already

been requested. The petitioners will thus be afforded an oppor-

tunity of trying out the issue before the court in the same man-
ner as the patrons of other lines where a discontinuance of serv-

ice is proposed by the company.

It is therefore

Ordered, That the petitions be placed on file.

By the Commission,

ANDREW A. HIGHLANDS,
December 16, 1918. [P. S. C. 1714, 1715, 1719] Secretary.

Petition of the Bay State Street Railway Company for suspension

of the order of the Commission, dated March 1, 1917, requiring

the restoration of certain car service from May 1 to Novem-
ber 1 of each year, upon the Lowell-Reading, Maiden-Revere

and Gloucester-Rockport routes of its railway.

The Commission, in an order entered on March 1, 1917, upon
sundry petitions relative to reductions in service, made or pro-

posed to be made upon certain lines of the Bay State Street

Railway Company, approved certain changes in service on the

Lowell-Reading route, the Maiden-Revere route and the Glouces-

ter-Rockport route, but provided that the service in effect on the

last-named route prior to October 29, 1916, and the service in

effect on the other two routes at the date of the order "shall
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be resumed on the first day of May and be continued to the first

day of November in this and each succeeding year, unless other-

wise ordered" [5 P. S. C. Rep., p. 197]. The practical effect of

that order was to permit the substitution of an hourly for a

half-hourly service on these three lines during the first four and

the last two months of each calendar year, but to require the

retention of the half-hourly service from May 1 to November 1,

because of the heavier traffic during that season.

In the pending petition the company has requested the Com-
mission to suspend, modify or revoke so much of said order as

relates to the service on the three routes above named from May
1 to November 1 of each year. The company claimed that the

half-hourly service required was in excess of traffic demands dur-

ing a large part of this six-months' period, and that the elimina-

tion of this waste mileage was necessary for the proper conserva-

tion of the fuel supply, in accordance with recommendations made
to the various street railway companies by the New England

Fuel Administrator,

At the hearing patrons of the Lowell-Reading and the Glouces-

ter-Rockport lines objected to the proposed reduction of service,

but no opposition developed to the similar reduction proposed

upon the Maiden-Revere line. The company stated that, in its

opinion, the half-hourly service would be found necessary during

July and August and a portion of June and September, but that

an hourly service, with additional trips during the rush hours

when required, would be sufficient for the remainder of the year.

Upon the understanding that the company would provide ade-

quate service upon the basis of the actual traffic requirements,

the Commission informally waived compliance with its order of

March 1, 1917, pending the consideration of its revocation.

Under this arrangement service was furnished on the Maiden-

Revere and the Gloucester-Rockport lines on a half-hourly

schedule throughout the day from the latter part of June until

Labor day, and since that time on an hourly schedule except

during the morning and evening rush hours and on special occa-

sions of heavy traffic, when the half-hourly service has been

retained. On the Lowell-Reading line during the summer months

the half-hourly service was operated on Saturdays and Sundays

for the entire day, but on the remaining days of the week during

the morning and evening rush hours only.

From traffic observations made upon these lines it appears

that during the periods when hourly trips have been run the serv-
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ice has proved sufficient to meet actual traffic demands and to

prevent overcrowding. Doubtless a more frequent service would

be of convenience to the public, but under present war condi-

tions ordinary standards of public convenience must yield, in

some degree at least, to the necessities of the war situation and

the requirements of the national program of conservation of

labor and fuel. The changes made upon these lines appear to

be incidental to the company's general program of elimination

of non-essential car mileage, the only difference being that there

were no outstanding orders of the Commission to prevent the

company from making similar changes on other lines upon its

own initiative. The company's schedule of operation upon the

three lines now under consideration seems to be consistent with

the general standard of service upon lines of similar traffic den-

sity upon the company's system as a whole, and does not appear

to have resulted in exceptional or undue hardship.

A modification of the requirements of the Commission's

former order seems to be demanded by changes in conditions

which have already taken place and further changes which are

likely to result from the enlargement of the national war pro-

gram. In view of the uncertainties of the present situation it

does not seem desirable to attempt to lay down any rigid stand-

ard of service by prescribing a specific schedule for future opera-

tion, but rather to require the company to furnish such service

and accommodations as may, in view of the condition^ from

time to time existing, appear to be reasonably necessary in the

public interest.

It is therefore

Ordered, That so much of the order of the Commission under

date of March 1, 1917, as requires the Bay State Street Railway'

Company to furnish a half-hourly service throughout the day

from May 1 to November 1 of each year on the Lowell-Reading,

Maiden-Revere and Gloucester-Rockport routes be hereby sus-

pended until otherwise ordered by the Commission.

By the Commission,

. ANDREW A. HIGHLANDS,
Septembee 26, 1918. [P. S. C. 2123] Secretary.
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Petition of citizens of Lowell et al. that the Bay State Street Rail-

way Company be required to build an extension of its Chelms-

ford-street line through Lincoln square, Lincoln street and

Main street in the city of Lowell.

The petitioners in this case ask to have the Bay State Street

Railway Company build upon a location which its predecessors

in title, the Boston and Northern Street Railway Company, ob-

tained from the city government of Lowell in 1901. One of the

conditions of this grant of location was that its construction

should be completed within two years from the date of the

passing of the resolution. No evidence was introduced at the

hearing showing that any action has since been taken by the

city, requiring the company to build upon this location, nor was

any claim made that the company was now legally bound to

do so.

The length of the extension asked for would be about 3,800

feet. The territory that it is intended to serve is in that part of

Lowell known as Ayers City, situated about one and one-half

miles from Merrimac square, about midway between two lines

of the Bay State street railway, one on Chelmsford and the other

on Gorham street. The distance between these two street rail-

way lines at the terminus of the proposed extension is about

4,500 feet, so that the maximum walking distance at present for

the people living in this territory would be about half a mile. The
petitioners contend that the district has been greatly retarded

in growth by reason of inadequate street railway facilities, that

the lack of such facilities is a great inconvenience to residents

of the locality, as well as to those employed in the manufactur-

ing establishments located near there.

The company estimates that to build this extension would cost

about $35,000, and to- operate the line on a half-hourly basis

would increase operating expenses about $7,000 annually; that

the business they would derive from it would not warrant its

construction and operation and that they are in no condition

financially to undertake it. While it may be that the proposed

extension in itself would not yield sufficient additional revenue

to pay its operating expenses and fixed charges, this fact alone,

we realize, should not be wholly controlling. The section is

especially well adapted to manufacturing, on account of its

proximity to the railroad and the business center of the city,

and it would be a mutual benefit to both the property owners
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and the city if it had better street railway facilities. The Com-

mission is of the opinion that, if times were normal and the com-

pany could raise the necessary capital, action might well be

taken to secure the building of the desired extension. Present

conditions, however, clearly make it necessary to postpone con-

sideration of such a project. The petitioners are, therefore, given

leave to withdraw without prejudice.

For the Commission,

ALLAN BROOKS,
August 22, 1918. [P. S. C. 1684] Assistant Secretanj.

Petition of patrons of the Bay State Street Railway for restoration

of service on the Belt line, so called, in Lynn.

The Lynn Belt Line street railway was chartered in 1889, and

was first operated on May 30, 1890. The cars ran from a point

near Central square through East Lynn, Glenmere, West Lynn
and back to the starting point, a circuit of about six miles. In

1892 it was purchased by the Lynn and Boston (now the Bay
State) Street Railway Company, and through the process of de-

velopment of the local service, parts of the Belt line were ab-

sorbed by other lines. During the work of grade crossing sepa-

ration in Lynn, the portion of the Belt line in East Lynn and

West Lynn ceased operation, and another line of the system,

paralleling the Belt line for most of the distance in East Lynn,

was used by patrons of the company. Many of these patrons

continued to use the alternate line, after operation on the East

Lynn section of the Belt line was resumed, in conjunction with

the Walnut street line, from Central square to the Myrtle street

car barn in West Lynn. Recently, in a general re-routing of

cars, the East Lynn section of the Belt line was discontinued, as

was the Walnut street line.

The petitioners protest against this abandonment on the

ground that the line as formerly operated in East Lynn was a

great convenience in enabling patrons to go directly to the

Central and Narrow Gauge railroad stations, and that many
employees in several large shoe factories and other industrial

establishments are left without accommodation.

The respondent company believes that these patrons are as a

whole well accommodated by lines still in operation, and points
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out that the abandonment of this line as non-paying was recom-

mended by Mr. Bion J. Arnold, in a survey made for the Com-
mission in connection with the Bay State rate case in 1916.

At that time the Commission found that the company should

have earnings of at least $2.56 an hour upon this line to recom-

pense it for its expenditures thereon. When it was operated

alone, it showed earnings of about $1.25 an hour and this figure

was increased when the line was coupled with the Walnut street

line to $1.53 an hour. It is also stated that a large portion of

the track on Brookline and Eastern avenues must be rebuilt if

service on the line is restored, at an estimated expense of $30,000.

Under the circumstances, the Commission is satisfied that it

would not be justified, in view of the present financial condition

of the company, in ordering the restoration of this service, at a,

heavy initial expense for track reconstruction and at a daily

expense for operation, from which experience has shown the com-

pany cannot hope to receive anything approaching an adequate

return, and in view of the fact that the service now given in

the easterly section of Lynn appears to meet the reasonable

service requirements of the patrons of the Bay State street rail-

way.

It is therefore

Ordered, That the petition be dismissed.

By the Commission,

ANDREW A. HIGHLANDS,
August 2, 1918. [P. S. C. 1987] Secretary.

Complaint of selectmen of North Andover concerning discontinu-

ance of certain car service on the Andover-Haverhill line of

the Bay State street railway.

Memorandum.

A conference was held on the subject matter of this complaint

on October 29, 1917, at which the company agreed to investi-

gate the conditions complained of, with a view to furnishing

the service desired. Under date of November 28, 1917, the

Commission received a communication from the general manager

of the company, stating that arrangements had been made satis-

factory to the selectmen of North Andover and to the workers
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in whose behalf the complaint had been brought, and a copy of

this communication was thereupon sent to the complainants.

The complaint is therefore placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
September 16, 1918. [P. S. C. Com. 1264] Secretary.

Petition of citizens of Revere relative to the establishment of a wait-

ing room on the line of the Bay State street railway at the

corner of Park avenue and Broadway in that city.

Upon this petition a conference was held between the Com-

mission, representatives of the petitioners, and officials of the

Bay State Street Railway Company. The company operates a

branch line about 3,300 feet long in Yeamen street and Park

avenue, known as the Park avenue line, in the city of Revere

which joins its Broadway line from the westerly side. About

200 feet to the north another line, leading to Revere Beach, joins

the Broadway line from the easterly side at a point called Cen-

tral square. In 1910 and 1911 the company had an arrange-

ment with the proprietor of a drug store located at the southerly

corner of Park avenue and Broadway, whereby patrons of the

road were allowed to use the store as a waiting room. This ar-

rangement was discontinued for two years, but in 1914 it was

renewed. In April, 1917, the company, with a view to conserving

its resources, decided to discontinue this arrangement. Because

of this discontinuance the petitioners filed the present complaint

and ask that a transfer or waiting station be maintained at this

point.

The company now has a waiting room in a store on the east-

erly side of Broadway, between Central and Park avenues, which

is but 150 feet distant from the drug store in which the waiting

room was formerly located; but the petitioners contend that its

location is inconvenient for those using the Park avenue line and

exposes them to the dangers incident to the heavy traffic through

Broadway.

The service on the Park avenue line, so-called, is operated by

through cars to Boston on a 15-minute headway until 7.53 a.m.,

when it is changed to shuttle service, which runs on a 30-minute

headway, except between the hours of 4.53 p.m. and 7.23 p.m..
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when it is on a 15-minute headway. The running time between

Broadway and the end of the line is but 4 minutes, and as the

lay-over is at the Broadway end, the car may be used as a wait-

ing room under the half-hourly schedule of operation. Cars on

the Broadway line pass Park avenue in each direction every few

minutes.

In view of the circumstances and the depressed state of the

company's finances, the Commission will not require it to incur

the expense necessary to maintain an additional waiting room

at this point, and the petition is therefore dismissed.

For the Commission,

ANDREW A. HIGHLANDS,
NovEMBEE 25, 1918. [P. S. C. 2044] Secretary.

Petition of mayor and municipal council of Revere relative to joint

service between that city and Boston on the Bay State Street

railway and the Boston Elevated railway.

Memorandum.

Since the hearing on this subject the companies have restored

the joint through service on Sundays and holidays between

Revere Beach and Boston, via the East Boston tunnel, inaugu-

rated during the last summer season, while the unusual short-

age of men and other reasons seem to make impracticable, at

this time, the establishment of additional joint service for even-

ings and Saturday half holidays. The petition will, therefore,

be placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
August 2, 1918. [P. S. C. 2090] Secretary.

Petition of the selectmen of Laneshorough and residents of' Cheshire

and Laneshorough for restoration of service on line of the

Berkshire street railway from Laneshorough to Cheshire Center.

In December, 1917, the Berkshire Street Railway Company,

on account of unusually severe weather conditions, discontinued

the operation of a portion of its Cheshire-Lanesborough line and
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has refused to resume service thereon. The portion of the line

under consideration extends from the waiting station at Lanes-

borough Center to the junction of this line with the Berkshire

Division or main line of the company at Cheshire Center, a dis-

tance of 5.05 miles. The petition asks for the restoration of

service on this line on a two-hourly schedule similar to that

rendered in 1917, but it was stated at the hearing that a limited

number of trips in the morning, at noon and in the evening

would be satisfactory.

As the easterly portion of the line from Cheshire to the small

village of Farnum at the Cheshire-Lanesborough town line prac-

tically parallels the line of the Berkshire Division of the com-
pany, being in only one place as much as 800 feet away from it,

the people of this section are afforded reasonable accommoda-
tions by the service furnished on the Berkshire Division. From
Farnum to the west end of the private right of way at Lanes-

borough Center, a distance of about 2| miles, there are only

seven houses. Four of these are from .66 of a mile to 1.3 miles

from Lanesborough Center and the remaining three are from

.4 of a mile to 1.5 miles from the Berkshire Division at Farnum.
Lanesborough and Cheshire are small towns situated in dif-

fere^it valleys, separated by a mountain range and apparently

have little community of interest, these facts resulting in a very

small amount of travel between the two towns. From traffic

counts made by the company and submitted at the hearing it

appears that even at the height of the summer season, obviously

the best season for a line of this character, there is an average,

of not more than two passengers per car mile.

Since the hearing was held the Commission has received sc,

letter from Mr. Henry I. Newell, former chairman of the board:

of selectmen of Lanesborough and one of the petitioners, sug-

gesting that the company operate a belt-line service of eight cars

a day between Pittsfield and Cheshire, four cars going by way
of Lanesborough and returning by way of the main line through

Berkshire Village, and four cars going by way of the main line

and returning by way of Lanesborough. It was estimated by
the company that this would involve a car mileage of about 175

miles per day, the round trip being between 22 and 23 miles.

All of this trackage, with the exception of that between Lanes-

borough Village and Cheshire Village is covered by the service

at present rendered by the company. Counts taken by the com-
pany in 1917 show that the fares collected on the portion of the
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line discontinued amounted on the average to $75 per week.

The company further estimates that the cost of operation for

the service requested would be about. $306.25 per week, showing

a loss of $231.25 per week or about $12,025 a year.

Chapter 288 of the General Acts of 1918 provides that "any
city or town may during the period of the present war or for two
years following its termination as defined by federal authority,

upon such terms and subject to such restrictions as may from

time to time be approved by the public service commission as

consistent with the public interest, contribute to the cost of

operation and fixed charges within such city or town of any line

or lines of a street railway company, to an amount not exceed-

ing one dollar per one thousand dollars of the preceding year's

assessed valuation in any town, and not exceeding fifty cents per

one thousand dollars valuation of the preceding year's valuation

in any city." The assessed valuation of the town of Lanes-

borough for 1917 was $845,719, and for the town of Cheshire,

$899,366. Even if these towns should accept the provisions of

this act — and they have not indicated any intention of doing so

— the total contribution of both towns would amount to only

$1,745.03 a year. This sum would therefore have no appreciable

effect on the cost of operating even the reduced service suggested

by Mr. Newell. The terms of the above statute, therefore, can

afford no substantial relief in this case.

A demand has been made upon the company by its employees

for a substantial increase in wages and the Commission under-

stands that since the hearing the arbitration board has granted

an increase which is expected to amount to nearly $100,000. In

common with other street railway companies the Berkshire Street

Railway Company will also have to pay more this year for coal

and other materials and supplies.

The Commission has been requested by the United States Fuel

Administration to aid in the saving of fuel by suggesting that

stops on street railway lines be limited to eight per mile in busi-

ness districts, six per mile in residence districts and four per mile

in country districts, and by urging the companies to eliminate

all stops on cars going up hills and around curves. The Com-
mission has further been requested to urge that the heating of

cars be eliminated, except in very cold weather, and then that

only sufficient heating be used to prevent actual discomfort and

danger to the public health. It is obvious that these requests

are made for the purpose of saving coal, and that such a saving

is, and will continue to be, an actual necessity.
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The company claimed that there is no place on the system

where coal can be saved to more advantage than by discontinu-

ing service on this line. It was further stated that on two or

three occasions last winter the company was within half an hour

of shutting down its entire system, owing to lack of coal supply

and that, in all probability conditions next winter will be just

as bad, possibly worse, as far as the supply of coal is concerned.

The Commission is of the opinion that under present condi-

tions a sufficient case has not been made to justify the entry of

an order for the restoration of the service petitioned for, for the

limited service requested at the hearing, or even for the loop

service requested by Mr. Newell. Conservation and economy

are necessary if the system is to be kept going at all, and such

an order would compel the company to operate more than five

miles of road over the divide between the Housatonic and the

Hoosac rivers, across the foothills and adjacent side valleys,

with heavy grades averaging about 8| per cent and sharp curves,

through a country where abundant snows make it very difficult

if not impossible to keep the line open in winter. In an attempt

to make a saving, in accordance with the request of the United

States Fuel Administration, the company has eliminated service

on the line where there was the least business, where the grades

and curves are worse than on any other part of the system,

operation more difficult and the cost higher. The number of

people discommoded is very small and they are not entirely de-

prived of service as they can still use the main line by traveling

a somewhat greater distance.

It is therefore

Ordered, That the petition be dismissed.

By the Commission,

ANDREW A. HIGHLANDS,
September 20, 1918. [P. S. C. 2133] Secretary.

Petition of residents of Pittsfield and Dalton for restoration of

former schedule of service on the Berkshire street railway.

Memorandum.

A hearing was assigned on this petition for September 26, 1918.

Prior to the date of the hearing, counsel for the petitioners noti-

fied the Commission that an agreement had been reached with
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counsel for the company to have the hearing continued generally,

and since that date an agreement, signed by counsel for the peti-

tioners and the street railway company-, has been received, con-

senting to the continuance of the hearing. The case is there-

fore placed on file, without prejudice.

For the Commission,

ANDREW A. HIGHLANDS,
October 7, 1918. [P. S. C. 2119] Secretary.

Petition of Minot F. Davis relative to service on the Boston Ele-

vated railway on Charles street in Boston.

Memorandum.

The Boston Elevated Railway Company formerly operated a

surface line between City Point and Kendall square via Charles

street, but abandoned this service upon the opening of the Dor-

chester tunnel. The petitioner claimed that this line had been

a great convenience to patrons Of the company residing on

Charles street and should be restored. During the progress of

the hearing it appeared that the situation had been aggravated

by the absence of signs showing the route and destination of the

cars now operated on Charles street, and arrangements were

made for the proper marking of these cars. The Commission

intimated that the situation might be improved by rearrange-

ment of the routes. Section 2 of chapter 159 of the Special Acts

of 1918, to provide for the public operatioh of the Boston Ele-

vated Railway Company, commits to the board of trustees

created by the act the duty of determining the character and

extent of the service and facilities to be furnished. The Com-

mission will therefore take no action in this case, which is filed

without prejudice.

For the Commission,

ANDREW A. HIGHLANDS,
August 2, 1918. [P. S. C. 2047] Secretary.



1919.] ACCOMMODATIONS, FARES, ETC. 331

Petition of Williavi T. Mignault and other residents of the Dor-

chester district of the city of Boston relative to service and
accommodations on the Boston Elevated raihoay.

Petition of the Dorchester Board of Trade relative to inadequate

service furnished by the Boston Elevated Railway Company
in the Dorchester district of the city of Boston.

The petition of William T. Mignault and others was filed and

set down for hearing about two years ago. The petitioners de-

sired the elimination of the 20-foot articulated cars then being

used in the Dorchester district, the operation of additional car

service on certain lines, the proper heating of cars during the

winter months and the maintenance of the cars in a clean and

sanitary condition.

The evidence presented at the hearing, and an investigation

by the Commission showed that the street railway service in the

Dorchester district was extremely poor. Primarily, more and

larger cars were needed for the proper handling of the traffic.

Because of the narrow spacing of the tracks at manj- points,

semi-convertible cars could not be operated, the only large units

available being the articulated cars, which were largely of the

20-foot single-truck type. These cars, by reason of their slow

loading, proved ill-suited to congested conditions of travel and

were very unpopular on account of their uncomfortable riding

quality. It appeared also that an insufficient number of cars

were run during the rush hours, and that there was much over-

crowding. The Commission, through its members and its in-

spection department, kept service conditions in this district under

constant observation, held many conferences with representatives

of the company, and made a number of recommendations looking

to a betterment of the service.

Among other things, the Commission recommended that the

company proceed as soon as practicable to widen its tracks and

make other necessary track repairs on the main avenues of travel

in Dorchester, and that the company, until such time as the track

reconstruction made it possible to operate semi-convertible cars,

should replace the 20-foot single truck articulated cars with 25-

foot double truck articulated cars which ride more smoothly,

start easily without jolting, and carry a large load without over-

crowding. The Commission also recommended the re-routing of

certain lines, as well as the operation of additional trips during

certain hours, and as a result of a careful inspection of the car
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equipment at all car houses in the Dorchester district specific

recommendations were made in regard to the repair, cleansing

and painting of cars. As the result of these recommendations

some improvement was made in the equipment and service in this

district, but the company, owing to its financial condition, found

it impossible to carry out any comprehensive plan for the better-

ment of the service.

During the past winter the service on all lines was adversely

affected by unfavorable weather conditions, scarcity of labor,

lack of necessary equipment and delayed deliveries of cars and

other materials previously ordered by the company. The open-

ing of the Dorchester tunnel as far as Broadway station, on

December 15, 1917, and the re-routing of Dorchester as well as

South Boston lines, to the lower level of that station resulted in

congestion and generally unsatisfactory operation. It was for

the purpose of securing relief from these conditions that the peti-

tion of the Dorchester Board of Trade was filed with the Com-
mission. Upon this petition hearings were held on January 9, 11

and 12 of the present year, and further conferences were held

between representatives of the petitioner and of the company.

As the result of these hearings and conferences, certain lines were

re-routed and other rearrangements of service were made and

certain changes were made in the methods theretofore employed

by the company in securing new employees, as described in de-

tail in a letter to the Commission under date of January 29,

1918, by Daniel T. O'Connell, Esq., counsel for the petitioner.

These changes resulted in a distinct improvement of the service,

and in meeting the complaint of the petitioner in so far as it was

practicable to do so.

Since that time the Dorchester tunnel has been opened for

travel to its terminus at Andrew square, and the Dorchester

lines have been re-routed to that point. The surface tracks on

Dorchester avenue have also been widened for the entire distance

between Andrew square and Milton, thus making it possible for

the first time to operate the semi-convertible cars over that

route. Locations for track widening on other streets in the

Dorchester district have been obtained, and it is expected that

the work of construction will be undertaken within a few months.

The 20-foot articulated cars have been practically eliminated

from the Dorchester lines and such articulated cars as are still

run are of the 25-foot type. A further improvement will be

made when the new trailer cars which the company expects to
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receive within a short time are put in operation. At a later

time a considerable number of the new center-entrance cars re-

cently ordered by the company should also be available for serv-

ice in this district. With these and other improvements made
possible by the remedial legislation recently enacted for the Bos-

ton Elevated Railway Company, the residents of Dorchester

may confidently anticipate receiving reasonably adequate street

railway service in the near future. As the Commission no longer

has jurisdiction over the service of the Boston Elevated Railway

Company, no further action can be taken at this time, and the

petitions are therefore placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
August 14, 1918. [P. S. C. 1254, 2018] Secretary.

Petition of Representatives Edward I. Kelley and William H.

Hearn relative to the inadequate service furnished by the

Boston Elevated Railway Company to the East Boston dis-

trict of the city of Boston.

Memorandum.

The evidence introduced at the hearing upon this petition,

together with the observations of the inspectors of the Commis-
sion, demonstrated that the complaints of the petitioners were

warranted, that much trouble had been experienced with the

cars used by the Boston Elevated Railway Company in the East

Boston district, and that service was irregular and inadequate.

In some measure this unsatisfactory service had been due to

causes beyond the company's control. Unavoidable delay in

securing the new cars purchased as a result of the Commission's

order dated July 13, 1916, had played a part, and also the unusu-

ally severe weather conditions of the past winter.

Prior to the petition, the Commission, as a result of informal

complaints, had taken the matter up in conference with the com-

pany and efforts to secure an improvement in the service were

continued after the hearing by the Inspection Department. As

a result, much has been done by the company to restore the

equipment in this division to proper condition and, upon the

recommendation of the Commission, two-car trains have been
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put into operation on the line between Orient Heights and Bow-
doin square. On April 20, 1918, a new time table, providing for

such operation, became effective. It calls for two-car trains on

a five-minute headway, both morning and evening, the entire

distance on this line, and also for an overlapping five-minute

schedule as far as Day square, thus giving a two and one-half

minute headway between Bowdoin square and this point. In

this Day square service single cars and two-car trains alternate.

The new time table also provides for shuttle service all day long

between Day square and Central avenue in Chelsea, as suggested

at the hearing. Heretofore, cars on this line have been operated

through to Bowdoin square in rush hours, and it was felt by the

petitioners that this through operation interfered with the serv-

ice on the much more important Orient Heights line.

The Inspection Department has been informed by the peti-

tioners that the service in East Boston has been much improved

since the hearing, and they are content that the case should be

placed on file without further action. The Commission will,

however, continue to keep the East Boston service under obser-

vation and will reopen the proceedings if necessity arises.

For the Commission,

ANDREW A. HIGHLANDS,
May 10, 1918. [P. S. C. 2064] Secretary.

Complaint of special committee of Cambridge City Council con-

cerning car service at the Harvard Station of the Boston Ele-

vated railway.

Memorandum.

Formal and informal conferences were held on the subject

matter of this complaint, and subsequently the company made
certain rearrangements of service which have improved conditions

on that part of the Harvard Station allotted for the use of the

public residing north of Harvard square. The complaint is

therefore placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
August 2, 1918. [P. S. C. 1420] Secretary.
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Petition of the residents of Cambridge relative to service on the

Broadway line of the Boston Elevated railway in that city.

Memorandum.

Upon this petition (transferred from complaint No. 1109) a

public hearing and conference have been held. The matter was

later taken up with the officials of the Boston Elevated Railway

Company and the Commission found that alternative plans were

available for a rearrangement of the present service without in-

creasing the number of crews and cars now operated.

Plan 1 provides for the operation of a line on a twenty-minute

headway during normal hours and a fifteen-minute headway
during rush hours from Harvard square to Central square, and

another line on the same headway between Harvard square, and

Kendall square. Passengers from upper Broadway desiring to

travel to Boston, and who are willing to go either to Central

square or to Kendall square, would thus have a ten-minute

service during normal hours and a seven and a half-minute

service during rush hours, inbound, but outbound would have

only a twenty-minute service during normal hours and a fifteen-

minute service during rush hours. Plan 2 provides for the opera-

tion of a line on a fifteen-minute headway during normal hours

and on a ten-minute headway during rush hours from Harvard

square to Central square and from Central square to Kendall

square, inbound and outbound.

The company and complainants having agreed on the adoption

of Plan 2, the petition will be placed on file.

For the Commission,

FREDERICK J. MACLEOD,
June 29, 1918. [P. S. C. 2046] Chairman.

Petition of residents of Somerville relative to service between Winter

Hill and Boston on the Boston Elevated railway.

Memorandum.

The petition contemplates the restoration of a line of surface

cars which the Boston Elevated Railway Company formerly

operated between Winter Hill in Somerville, and Franklin street,
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Boston, via the lower level of Sullivan square station, Main
street in Charlestown and Washington street. In his special

report to this Commission on the finances and operating methods

of the Boston Elevated Railway Company, made early in the

year, Mr. John A. Beeler proposed certain changes to secure the

operation of surface cars on a 2§-minute headway from Sullivan

square to Winter Hill and the discontinuance of this line.

Since the hearing upon this petition and pending consideration

of the subject matter thereof by the Commission, exclusive con-

trol over rates and service of the Boston Elevated Railway Com-
pany has been vested in a board of trustees under a recent act

of the Legislature (Special Acts of 1918, chapter 159). No ac-

tion upon this matter can therefore be properly taken by the

Commission, and the petition is dismissed.

For the Commission,

ALLAN BROOKS,
August 22, 1918. [P. S. C. 1961] Assistant Secretary.

Petition of the Connecticut Valley and the Northampton street rail-

way companies to be relieved from maintaining waiting-room

accommodations in the city of Northampton.

In July, 1914, the board of aldermen of the city of Northamp-

ton petitioned this Commission asking that the Connecticut

Valley and the Northampton street railway companies be re-

quired to provide waiting-room accommodations in that city.

After a public hearing and a conference between the Commission

and representatives of the interested parties, an arrangement

was entered into between the city and the two street railway

companies whereby the companies were each to contribute thirty

dollars a month toward the maintenance of a waiting room in

the Connor Block, so-called. These arrangements continued un-

til about a year and a half ago when, at the request of the city,

the location of the waiting room was changed to the basement

of the old Clark Library, and the amount paid by each com-

pany was reduced to twenty-five dollars a month. Formerly two

rooms in this basement were used as a waiting room, one for men,

the other for women. Some time ago the men's room was taken

over by the War Exemption Board, leaving the room formerly

assigned to women for the use of both. There is also on the same
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floor of the building a public reading room in connection with

the library. The companies contend that this waiting room is

used almost exclusively by the general public rather than by

patrons of their cars. In support of this contention they sub-

mitted counts for the period of five consecutive days between

the hours of 8 a.m. and 9 p.m., which showed that out of

471 people using the rooms on this floor but five came from or

went directly to the cars of the companies. It further developed

at the hearing that most of the transferring of patrons between the

two railways is done at the corner of King and Main streets, some

distance from this waiting room, and that a drug store is located

at this corner which may be used by patrons of the railways.

In view of the above, and the present necessity of the com-

panies to conserve their revenues in order to provide the service

which is most essential, the Commission will interpose no objec-

tion to the discontinuance of this waiting room by the companies.

For the Commission,

ANDREW A. HIGHLANDS,
November 13, 1918. [P. S. C. 565] Secretary.

Petition of the selectmen of Westminster for the establishment of

through passenger service over the lines of the Northern Massa-

chusetts street railway and the Fitchburg and Leominster street

railway between Westminster and Fitchburg.

Memorandum.

In this case the Commission gave a public hearing and later

a conference was held between representatives of the petitioners

and street railway companies affected, and the Commission.

At this conference an arrangement was suggested which would

give the petitioners the through service they desired.

The arrangement provides for the running of certain cars of

the Northern Massachusetts street railway through to Lunen-

burg, over the tracks of the Fitchburg and Leominster street

railway and for running certain cars of the Fitchburg and

Leominster street railway through to Fitchburg over the tracks

of the Northern Massachusetts street railway, with the change

of crews at Waite's Corner, or if either car is late, at the next
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meeting place. This was later agreed to by the companies and

it is now in effect.

No further action is necessary by the Commission, and the peti-

tion is therefore dismissed.

For the Commission,

ANDREW A. HIGHLANDS,
September 21, 1918. [P. S. C. 1991] Secretary.

Petition of Representative M. F. Malone (of Worcester) relative to

service and re-routing of car lines on the Worcester Consolidated

street railway in Worcester.

Memorandum.

Case filed at the request of the petitioner, subject to its being

brought up again at any future time.

For the Commission,

ANDREW A. HIGHLANDS,
April 9, 1918. [P. S. C. 1643] Secretary.

Petition of Lewis C. Parker (of Westfield) relative to inadequate

service on the Springfield street railway in the town of West-

field.

Memorandum.

The Springfield Street Railway Company operates a line of

cars in the town of Westfield between IVIill and Union streets

by way of Park square. The service on this line was formerly

run on a twenty-minute headway, but on October 21, 1918, the

company changed it to a thirty-minute headway. The peti-

tioner at the hearing did not object to the change at this time

in view of the financial necessities of the company, but desired

an opportunity, when conditions on the system became more

normal, to renew his petition if conditions then warrant it. He
also complained of the poor connections made by this line with

other lines of the company at Park square, and it was agreed

that he would take this matter up with the officials of the street

railway company and a representative of the Inspection Depart-



1919.] ACCOMMODATIONS, FARES, ETC. 339

ment of this Commission with a view to seeing if any better

connections could be made at Park square without serious detri-

ment to other lines. It was further agreed that this petition

should be filed without prejudice.

For the Commission,

ANDREW A. HIGHLANDS,
December 23, 1918. [P. S. C. 2313] Secretary.

Street Railway Transfers.

Petition of selectmen of East Bridgewater relative to transfer points

on the Bay State street railway in East Bridgewater.

The petitioners in this case asked to have the then five-cent

ticket limit in Brockton extended from the Brockton-West

Bridgewater town line to Richards' corner, a distance of about

half a mile, and to have the company issue a transfer or stop-

over check, permitting passengers using Brockton-East Bridge-

water cars which terminate at East Bridgewater, to continue

their journey on through cars to the end of the fare zone in

Bridgewater without an additional charge.

Soon after the hearing upon this petition, the company filed

a new schedule rearranging its fares and fare zones throughout

its whole system. Under this schedule the city zones were ma-

terially reduced in area and the fares increased. The suburban

and interurban lines were placed substantially upon a mileage

basis. The Commission, after hearings and conferences between

the officials of the company and representatives of the various

cities and towns affected, issued an order under date of June 11,

1918, allowing this new system to go into effect. Under that

order, so much of the petition as relates to the old city ticket

fare zone from the Brockton-West Bridgewater line to Griffin's

corner was disposed of, and that part of the line between the

present outer city zone and Bridgewater is now on a mileage

basis. The Commission believes the request made by the peti-

tioner to be inconsistent with the system of fares now in effect,

and the petition is therefore dismissed.

Attest: ANDREW A. HIGHLANDS,
August 5, 1918. [P. S. C. 1916] Secretary.
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Petition of George F. A. McDougall et at. relative to the institu-

tion of transfer privileges on the Boston Elevated railway at

the South station for cars to and from Dorchester and South

Boston via Dorchester avenue in the city of Boston.

Petition of Herbert E. Fleischner relative to transfer privileges on

the Boston Elevated railway at Commonwealth and Harvard

avenues in the Brighton district of the city of Boston.

Petition of Tarrant P. King and other patrons of the Boston Ele-

vated Railway Company relative to transfer privileges at Dewey

square in the city of Boston.

Petition of the Boston Elevated Railway Company for approval of

changes in free transfer privileges in connection with opening

of South Station Under of the Dorchester tunnel in Boston.

Petition of the Boston Elevated Railway Company for approval of

withdrawal of certain transfer privileges at Dewey square and

at the junction of Dorchester avenue and Summer street in the

city of Boston.

Complaint of E. K. Boynton concerning transfers on the Boston

Elevated railway on cars from BrooJcline village to Common-

wealth avenue.

Memorandum.

These petitions, which were separately filed and heard, all

relate to proposed changes in the existing system of free transfer

privileges on the Boston Elevated railway. The company re-

quested the withdrawal of certain transfer privileges, and the

other petitioners requested the installation of additional transfer

privileges at the same or other points. As the decision of these

cases would involve an extended consideration of the whole free

transfer situation of the Boston Elevated Company and a decla-

ration of policy by the Commission in relation thereto, and as

any action taken by the Commission would be largely influenced

by the financial condition of the company, the Commission

deemed it wise to allow the matter to remain in statu quo, and

to defer final disposition of these cases until such time as the

legislature should have an opportunity of determining what legis-

lation, if any, it desired to enact for the financial relief of the

company.

Under the act recently passed (Special Acts of 1918, chapter

159) exclusive control over the rates and service of the Boston

Elevated Railway Company has been vested in a board of public

trustees, who will doubtless make a careful study of the whole



1919.] ACCOMMODATIONS, FARES, ETC. 341

problem of free transfer privileges on the Boston Elevated sys-

tem, and take such action in relation thereto as the public in-

terest may require. The petitions are therefore placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
Secretary.

August 14, 1918. [P. S. C. 1161, 1396, 1438, 1499, 1545; P. S. C.

Com. 683]

Express Service.

Petition of the selectmen and others of Northborough relative to the

discontinuance of delivery of express in Northborough.

Memorandum.

In this case a hearing was held and it was arranged that if

the selectmen could obtain some one to deliver the express at

the price per package formerly paid by the company, that the

company would be willing to continue the delivery. In a letter

received from W. A. Brigham, clerk of the selectmen of North-

borough, under date of August 29, 1918, it appears that express

is being delivered in Northborough within the regular express

limits. As no further action is necessary, the petition is placed

upon file.

For the Commission,

ANDREW A. HIGHLANDS,
September 6, 1918. [P. S. G. 1920] Secretary.

Telegraph Rates.

Petition of the Western Union Telegraph Company relative to

telegraph rates charged by the Martha's Vineyard Telegraph

Company between Woods Hole and the islands of Martha's

Vineyard and Nantucket.

Memorandum.

This was a petition, brought by the Western Union Telegraph

Company, asking that the Commission investigate "in order to

determine what would be fair and reasonable rates on through
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messages for the transmission between Woods Hole and the

islands of Martha's Vineyard and Nantucket respectively; and

that such order be made in the premises respecting such rates as

may be just and reasonable, said rates to apply to messages

originating at and destined to points within the state of Mas-
sachusetts." The business in question is controlled by the

Martha's Vineyard Telegraph Company, which owns cables con-

necting the islands with the mainland, and telegraph lines on the

islands. One-half the stock of this company is owned by the

Western Union Telegraph Company and the other half by the

Postal Telegraph-Cable Company, and through business is di-

vided between them at Woods Hole in accordance with the terms

of a written agreement.

At the public hearing upon this petition, the unusual spectacle

was presented of the owner of a half interest in a company ask-

ing the Commission to order reductions in rates which the com-

pany itself did not seek, and to which the owner of the other

half interest was emphatically opposed. Although due notice

was given, no patrons of the company appeared at the hearing,

either to favor or oppose the proposed reduction. Owing to the

continually rising costs and uncertain business conditions caused

by the war, doubt as to the effect of new telephone cable con-

nections with the islands, still greater doubt as to the underlying

purpose of the petition, and the fact that only a minor portion

of the business is intrastate, the Commission has allowed this

case to remain pending without decision. Recently, however,

all telegraph properties have been taken over by the federal

government and are under the direction of the Postmaster Gen-

eral. In view of this fact, the petition is now placed on file,

with the understanding that, if it is approved by the federal

authorities, it may be renewed again without prejudice.

For the Commission,

ANDREW A. HIGHLANDS,
October 29, 1918. [P. S. C. 1424] Secretary.
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Telephone Service.

In the matter of applications for telephone service where there are

no available facilities to furnish such service.

Memorandwrn.

A number of cases have come to the attention of the Telephone

and Telegraph Department of the Commission of applicants for

telephone service being unable to secure the same owing to the

lack of spare facilities available for use in the particular sections

in which such service is desired. In cases where the reports of

the inspectors of the Telephone Department of the Commission

confirmed the report of the telephone company, the Commission,-

on the recommendation of the Chief of its Telephone Depart-

ment, has suggested to the company that it notify the nearest

special line or two-party line subscriber that it will be necessary

to add other subscribers to the line in order to accommodate

parties applying for service.

The telephone companies have construed the declaration of

the government concerning new construction as prohibiting any

extension during the period of the war except on emergency

orders, and the Commission has endeavored to co-operate with

the telephone companies along this line. The .suggestion of the

Commission that companies add other subscribers to any special

or two-party line, where service cannot be furnished without

building new plant, with a corresponding change of rate, has

been accepted by the New England Telephone and Telegraph

Company, and all such cases will be referred to the Telephone

Department of the Commission.

For the Commission,

ANDREW A. HIGHLANDS,
June 5, 1918. [P. S. C. 2154] Secretary.
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BRIDGES — RAILROAD AND RAILWAY.

Petition of the City Council of the city of Boston relative to the

alteration of bridge at the crossing of Beech street, now Bel-

grade avenue, and the New York, New Haven and Hartford

railroad in the West Roxbury district of the city of Boston.

It appearing, after public notice and hearing all parties in-

terested, that Beech street, now Belgrade avenue, in the West

Roxbury district of the city of Boston, is a public way which

crosses the tracks of the New York, New Haven and Hartford

railroad by an overhead bridge, and that it is necessary for the

security and convenience of the public that an alteration be

made in said bridge, which does not involve the abolition of a

crossing at grade, for the purpose of rebuilding the bridge and

making certain structural changes for the purpose of widening,

strengthening and improving it, — it is

Ordered, That the said bridge passing over Beech street, now

Belgrade avenue, in the city of Boston, be altered and rebuilt

in the manner and within the limits hereinafter described: —

1. The present superstructure, consisting of wooden and iron stringers,

resting on masonry abutments and supporting a wooden floor system,

shall be entirely removed.

2. The present abutments shall be rebuilt and relocated with a clear-

ance between them of not less than 31 feet.

3. A new superstructure shall be constructed consisting of steel beams

encased in concrete. A space shall be left under each sidewalk for the

placing of pipes and conduits. A clear height of 18 feet shall be estab-

lished from the top of the rails of the railroad to the under side of the

bridge.

4. The clear roadway between curb lines of the bridge shall be 40 feet

paved with granite blocks. There shall be two sidewalks, each with a

clear width of not less than 9| feet, paved with artificial stone. Suitable

railings shall be placed on the outside of the sidewalks.

5. Approaches to the bridge shall be raised and reconstructed to cor-

respond with the new grade of the bridge surface.

6. Provision shall be made for the laying of two car tracks upon the

bridge.
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7. The work is to be executed substantially in accordance with a plan

marked "Belgrade Avenue Bridge, E. F. Murphy, Commissioner of

Public Works," dated Nov. 8, 1917, which is signed by, and filed with

the records of, this Commission and made a part of this decision.

8. The bridge shall be designed in accordance with the specifications

for bridges carrying electric railways adopted by the Massachusetts

Public Service Commission, revised March, 1915.

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

May 16, 1918. [P. S. C. 1960] Commissioners.

Petition of the City Council of Boston relative to the alteration of

the Norfolk street bridge, passing over the tracks of the New
York, New Haven and Hartford Railroad Company in the

Dorchester district of the city of Boston.

It appearing, after public notice and hearing all parties inter-

ested, that Norfolk street in the city of Boston is a public way
which crosses the tracks of the New York, New Haven and Hart-

ford railroad by an overhead bridge, and that it is necessary for

the security and convenience of the public that an alteration be

made in said bridge which does not involve the abolition of a

crossing at grade, for the purpose of altering the bridge and

making certain structural changes for the purpose of widening

and improving it, — it is

Ordered, That the said bridge, passmg over said tracks at Nor-

folk street in the Dorchester district of the city of Boston, be

altered and rebuilt in the manner and within the limits herein-

after described: —

1. The present superstructure, consisting of three through trusses

resting on masonry abutments and supporting the floor system, is to be

moved northeasterly approximately 13 feet along the abutments.

2. The easterly abutment is to remain substantially unchanged ex-

cept so far as is necessary to adapt it to the new location of the super-

structure. The parapet on the easterly approach shall remain substan-

tially unchanged except for such slight changes as are necessary to adapt

it to the altered grade of the street. The westerly abutment shall be

lengthened on the northerly end to receive the truss in its new location

and a retaining wall shall be built from the abutment in a southwesterly

direction to retain the fill. The remainder of the abutment shall be sub-



346 APPENDIX— ORDERS. [Jan.

stantially unchanged except for slight changes in placing stones to re-

ceive the shoes of the trusses.

3. The clear distance between abutments shall not be diminished.

4. The existing brackets outside of the outer trusses of the super-

structure shall be lengthened out to pro\dde a sidewalk on each side of

the bridge outside of the outer trusses with a clear width of approximately

5 feet 9 inches.

5. The existing wooden floor shall be entirely removed and rebuilt

providing two roadways each 19 feet 3 inches between curbs.

6. There shall be places provided for pipes and conduits underneath

the sidewalks.

7. The present clear height of about 16 feet 3i inches from the top

of the rails to the under side of the bridge is not to be diminished.

8. The grades of the roadways and sidewalks on the approaches are

to remain substantially unchanged.

9. The work is to be executed substantially in accordance with plan

marked "City of Boston, Public Works Department, Bridge and Ferry

Division, Norfolk Street Bridge (North), over New York, New Haven

and Hartford Railroad, Midland Division, Proposed Reconstruction,"

dated July 19, 1918, and signed by T. F. Sullivan, Commissioner of

Public Works, which is signed by, and filed with the records of, this

Commission and is made a part of this decision.

FREDERICK J. MACLEOD,
JOSEPH B. EASTMAN,
EVERETT E. STONE,

August 7, 1918. [P. S, C. 2150] Commissioners.

Petition of the Directors ofHhe Boston and Maine Railroad rela-

tive to the maintenance and repair of bridge at Grattan street

in the city of Chicopee.

This petition is brought under chapter 552 of the Acts of 1908,

which provides, in part, that whenever, in the opinion of the

directors of a corporation owning or operating a railroad, a bridge

at the crossing of a public way and such railroad is in need of

maintenance or repair, they may apply to the Board of Railroad

Commissioners, now the Public Service Commission, "who shall,

after public notice, hear all persons interested, and, if they de-

cide that the work of maintenance or repair is necessary, shall

prescribe the manner in and the limits within which it shall be

done, and shall forthwith certify their decision to the parties."

In this case a highway known as Grattan street, in the city

of Chicopee, crosses the tracks of the Connecticut River Rail-
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road (Boston and Maine Railroad, lessee) by an overhead bridge.

The Holyoke Street Railway Company also has a location and
tracks upon said bridge.

The petitioners allege that this bridge is and has been for

some time in need of maintenance and repair, and that it is a

menace to the traveling public, not only upon the highway but

upon the railroad. They ask that the Commission decide that

the work of maintenance and repair is necessary and prescribe

the manner in and the limits within which it shall be done.

Since the hearing, however, the street railway company has

strengthened the part of the structure which carries its tracks,

including a temporary support between the tracks of the railroad,^

and the city has taken similar action, so that the bridge, in the

opinion of our engineer, is safe. The railroad company is not

willing to allow the temporary support to remain indefinitely

upon the right of way in its present position, but does not wish

to take steps to compel the city to renew the superstructure

under present conditions. Under these circumstances, the Com-
mission will place the case on file, with the understanding that,

when conditions become more normal, if steps are not taken ta

strengthen the structure without the encroachment in the space

between the tracks, the Commission, upon request of the rail-

road company, will make a finding, prescribing the manner in

and the limits within which the work of repair or maintenance

shall be done.

For the Commission,

ALLAN BROOKS,
August 22, 1918. [P. S. C. 1768] Assistant Secretary.

Application of the Bay State Street Railway Company relative to-

restrictions for operation of cars upon Slade's Ferry bridge

over Taunton Great River in Fall River and Somerset.

After consideration, —
It is

Ordered, That orders of the Commission dated September 22,

1915 (P. S. C. 1097), and October 9, 1916 (P. S. C. 1532), relative

to- approval of plan for strengthening Slade's Ferry bridge in

Fall River and Somerset, and approval of regulations for opera-

tion of cars upon said bridge, respectively, be modified by
substituting for the restrictions and modifications thereof con-

tained in said orders, the following: —
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(1) The tracks upon said Slade's Ferry bridge shall be divided

into three spaces or blocks, — the westerly, that between the

shore and the easterly end of the draw span; the middle, that

between the latter point and the end of the second span easterly

thereof; and the easterly, that from the latter point to the Fall

River end of the bridge, these spaces or blocks to be indicated

by suitable signs attached to the bridge structure, and that

regulations shall be issued providing that but one passenger

car, or one freight motor car with trailer, is at any one time to be

within either of the spaces or blocks, and that no car shall enter

a space or block until any preceding car has passed out of it.

(2) The speed of express cars is not to exceed four miles per

hour.

(3) Express cars are not to be allowed on the bridge at the

same time with the New York, New Haven and Hartford Rail-

road Company's steam locomotive and freight cars.

(4) Proper steps shall be taken to see that no express car

enters upon the draw span at the time when an auto truck

weighing more than 13| tons is upon said span.

Attest: ANDREW A. HIGHLANDS,
November 23, 1918. [P. S. C. 1532] Secretary.
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CAPITAL STOCK AND BONDS.

Petition of the Boston, Quincy and Fait River Bicycle Railway

Company for approval of issue of capital stock.

The Boston, Quincy and Fall River Bicycle Railway Company
was incorporated by chapter 527 of the Acts of 1897, and its

charter has been revived by chapter 150 of the Acts of 1900,

chapter 111 of the Acts of 1901, chapter 556 of the Acts of 1907,

chapter 707 of the Acts of 1912, chapter 279 of the Acts of 1915,

and chapter 153 of the Special Acts of 1918.

On this petition a hearing was given, which was continued

to a date to be fixed, and the matter has since been the subject

of careful inquiry and consideration. Many months ago a verbal

request was made that the petitioner submit for examination by

the Commission the original records showing the organization of

the company. The petitioner was also requested to submit for

examination the patents under which it was proposed to build

the Boston, Quincy and Fall River bicycle railway. There has

been no compliance with either request.

In response to inquiries of the Commission, the Commissioner

of Corporations has certified that the Boston, Quincy and Fall

River Bicycle Railway Company has never filed any certificate of

any kind relating to its organization in his office, and the Sec-

retary of the Commonwealth has certified that he fails to find,

upon a careful search in the records of his ofiice, that said cor-

poration has filed the certificate required by section 12 of chapter

109 of the Revised Laws (now section 12 of chapter 437 of the

Acts of 1903) pertaining to the formal organization thereof.

It therefore appearing that the petitioner has failed to com-

plete its organization and would consequently be disqualified

from proceeding to issue capital stock at this time, were there

favorable action on its petition, and in view of its failure to

furnish evidence in the case as requested, it is hereby

Ordered, That the petition be dismissed without prejudice.

For the Commission,

' ANDREW A. HIGHLANDS,
November 22, 1918. [P. S. C. 1413] Secretary.
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Petition of the Boston and Providence Railroad Corporation for

approval of an issue of debenture bonds.

This is a petition of the Boston and Providence Railroad Cor-

poration for approval of an issue of debenture bonds to an
amount not exceeding two million one hundred seventy thou-

sand dollars ($2,170,000), payable five (5) years from the date

thereof and to bear interest at a rate not exceeding seven per

cent (7%) per annum, the proceeds to be used for the purpose

of providing payment for a like amount of bonds of the peti-

tioner which become due July 1, 1918.

It appearing, after notice and hearing and further investiga-

tion, that the proposed issue of debenture 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 Boston and Providence Railroad Corporation

of debenture bonds to an amount not exceeding at par value two
million one hundred seventy thousand dollars ($2,170,000), said

bonds to be payable not exceeding five (5) years from date

thereof and to bear interest at a rate not exceeding seven per

cent (7%) per annum, as an issue of bonds reasonably necessary

and of an amount required for the purpose of refunding outstand-

ing bonds of the said Boston and Providence Railroad Corporation

to the amount of two million one hundred and seventy thousand

dollars ($2,170,000), which become due July 1, 1918.

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 upon the property of the petitioner

as the Commission shall hereafter approve.

Attest: ANDREW A. HIGHLANDS,
. Maech 12, 1918. [P. S. C. 2063] Secretary.

Petition of the Boston and Worcester Street Railway Company for

approval of extension for a term of three years of the maturity

of an issue of certain first mortgage bonds of the Framingham,

Southborough and Marlborough Street Railway Company at an

increased rate of interest.

On December 12, 1898, the Board of Railroad Commissioners

approved, for necessary and lawful purposes, and as reasonably
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requisite therefor, an issue by the Framingham, Southborough

and Marlborough Street Railway Company of coupon or regis-

tered bonds, to an amount not to exceed $60,000, par value, pay-

able at periods not to exceed 20 years from the date thereof,

bearing interest at the rate of 5% per annum, and secured by a

mortgage of the railway, equipment, franchises and other prop-

erty, real and personal, of the said company. The said bonds

to the aggregate principal amount of $60,000 have been issued

accordingly and are now outstanding and will mature January

1, 1919.

On February 1, 1904, the Board of Railroad Commissioners

approved the terms of a contract of purchase and sale under

which the property and franchises of the Framingham, South-

borough and Marlborough Street Railway Company were con-

veyed to the Boston and Worcester Street Railway Company,
under and by which the latter company assumed and agreed to

pay all the outstanding debts- and obligations of the Framing-

ham, Southborough and Marlborough Street Railway Company,
including the bonds above described.

It now appearing that owing to existing financial conditions,

it is inexpedient, if not impossible, for the petitioner to issue

and market new bonds or other securities at a reasonable rate of

interest for the purpose of retiring or refunding said bonds, and

that it is necessary and advisable for the petitioner to extend

the maturity and to increase the rate of interest upon said bonds

as extended in order to secure the consent of the holders of the

bonds to such extension, —
It is

Ordered, That the approval of the Commission be hereby given

to the extension of the maturity of the issue of bonds of the

Framingham, Southborough and Marlborough Street Railway

Company, amounting to sixty thousand dollars ($60,000), as-

sumed by the Boston and Worcester Street Railway Company
and specified in the above-named orders of the Board of Rail-

road Commissioners, for a period not exceeding three years from

January 1, 1919; and to the increase in the rate of interest upon
the same to an amount not exceeding seven per cent (7%) per

annum, subject to the terms and conditions of the proposed

supplemental mortgage indenture to be made between the Bos-

ton and Worcester Street Railway Company and the American

Trust Company, as trustee, a copy of which is on file with this

Commission; and the orders of the Board of Railroad Pom-
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missioners hereinbefore specified, made under dates of December
12, 1898, and February 1, 1904, are hereby supplemented and
amended accordingly.

Attest: ANDREW A. HIGHLANDS,
Secretary.

December 30, 1918. [P. S. C. 2340, R.R. C. 1878, 5413]

Petition of the Massachusetts Northeastern Street Railway Com-
pany for approval of an issue of bonds.

This is a petition from the Massachusetts Northeastern Street

Railway Company for approval of an issue of first and refunding

mortgage five per cent gold bonds, to be dated July 1, 1914, for

the purpose of funding its floating indebtedness, providing means
for the construction and equipment of its property and for the

purchase of such real and personal estate as may be necessary

or convenient for the operation of its railway.

The schedule presented by the company shows that fifty

thousand five hundred eight dollars and thirty-nine cents

($50,508.39) has already been expended and that one hundred

twenty-nine thousand five hundred forty-four dollars and sixty

cents ($129,544.60) is to be expended, making a total amount
of one hundred eighty thousand fifty-two dollars and ninety-

nine cents ($180,052.99).

It appearing, after notice and hearing and full investigation

by the engineering and accounting departments of the Commis-
sion that the schedule shows additions and betterments in the

property of the petitioner to the amount of one hundred sixty-

five thousand eight hundred thirty-nine dollars and fifty-six

cents ($165,839.56) from which the amount of sixty-four thou-

sand nine hundred twenty-eight dollars and seventy-three cents

($64,928.73), on account of fire at the Merrimac car barn, is

to be deducted, leaving the amount of one hundred thousand

nine hundred sixty-six dollars and eighty-three cents ($100,966.83)

for which no capital stock or bonds have been issued, and that

the proposed issue of bonds is for a lawful purpose and of an

amount reasonably necessary for such purpose, —
It is

Ordered, That the approval of the Commission be hereby

given to the issue by the Massachusetts Northeastern Street

Railway Company of first and refunding mortgage five per cent

(5%) gold bonds to an amount not exceeding at par value one
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hundred thousand dollars ($100,000), payable twenty (20) years

from the date thereof and bearing interest at the rate of five

per cent (5%) per annum, as an issue of bonds reasonably neces-

sary and of the amount required for the following purposes:—
1. The proceeds of bonds amounting at par value to thirty-

six thousand dollars ($36,000) shall be applied exclusively toward

the payment of floating indebtedness properly incurred for the

construction and equipment of the railway, as described in the

schedule on file with the petition.

2. The proceeds of bonds amounting at par value to sixty-

four thousand dollars ($64,000) shall be applied exclusively toward

the payment of the necessary cost to be incurred for the construc-

tion of a car barn and the purchase of equipment.

It is

Further ordered, That all contracts covering the purchase of

equipment or of material or machinery to be used in connection

with such equipment or any of the construction items heretofore

mentioned, or the installation thereof, shall be filed with the ac-

countant of the Commission as soon as executed; also that the

company shall keep true and accurate accounts showing the re-

ceipt and application by it of the proceeds of the sale or disposi-

tion of all bonds authorized to be issued hereby, and report in

writing to the Commission on 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 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 upon the property of

the petitioner as the Commission shall hereafter approve.

Attest: ANDREW A. HIGHLANDS,
December 12, 1916. [P. S. C. 1497] Secretary.

Petition of the New York, New Haven and Hartford Railroad

Company for approval of an issue of 4-50,000 shares of pre-

ferred stock.

This is a petition of the New York, New Haven and Hartford

Railroad Company for approval of an issue, at par, of preferred

stock having a total par value of $45,000,000, the proceeds to

be used to pay floating indebtedness covered by the promissory
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notes of the company, secured by the deposit of collateral and

maturing April 15, 1918. The petition contains the following

statement: —
Most of said indebtedness is included in the obligations which your

petitioner is authorized to fund or refund by the issue of stock or of other

securities, by virtue of the provisions of Special Acts of Massachusetts

of 1915, chapter 383, section 1, or of the Special Acts of Massachusetts

of 1917, chapter 309, section 2. The remainder of said indebtedness

was incurred for money which has been expended upon the property

of your petitioner for purposes for which it may lawfully issue stock or

other obligations, as is shown more in detail in schedule presented here-

with.

Section 1 of chapter 383 of the Special Acts of 1915 authorized

the New York, New Haven and Hartford Railroad Company
"to issue shares of capital stock, bonds, notes or other evidences

of indebtedness, subject to the provisions of all general laws rela-

tive to such issues, for the purpose of funding or refunding any

or all bonds, notes and other evidences of indebtedness issued

under the authority of any state in which said company is incor-

porated and which were outstanding on May fifteenth, nineteen

hundred and fifteen, and of which said company is the maker or

which it has assumed in the same manner as if such indebted-

ness had been properly incurred for purposes lawful under the

statutes of this commonwealth." This statute was passed after

this Commission had reported to the General Court that it

would probably be found, upon a thorough investigation of the

capital receipts and expenditures of the company since the date

of the validation of its capitalization by Massachusetts in 1910,

"that all or some portion of the capital stock now outstanding

has been issued and all or some part of the floating debt has been

incurred, not only without technical authority from this com-

monwealth, but for purposes inconsistent with our fundamental

railroad policy," and after the Commission had made the follow-

ing recommendation: —
... In our opinion, however, a long and tedious attempt to apply the

strict policy of the capitalization laws of Massachusetts to this incon-

gruous situation would serve no useful purpose. We believe the simplest

and quickest adjustment 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 on June 30,

1914, and that it likewise authorize the funding of all the floating debt

outstanding on that date lawfully incurred under the laws of any state
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in which the company is incorporated, provided it is made clear that

neither this action nor any approval of securities by this Commission

based upon it carries with it any determination, express or implied, that

the investment represented by such debt was honestly and prudently

made in accordance with the railroad laws of Massachusetts.

In accordance with this recommendation, section 1 of chapter

383 of the Special Acts of 1915 contained the following safe-

guarding provision: —

. . . Nothing herein shall be construed as in any way estopping the

commonwealth from determining whether and to what extent the capital

expenditures made or obligations, direct or indirect, incurred by said

company have been properly made and incurred for lawful purposes, 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 said com-

pany, or may be pertinent in any other proceeding, or as affecting the

legal status of any investments by said company in the stock, shares,

bonds, notes or other evidences of indebtedness of any other corporation,

association or person.

The floating indebtedness of the New York, New Haven and

Hartford Railroad Company so validated amounted on May 15,

1915, to $30,314,000.

By section 2 of chapter 309 of the Special Acts of 1917 the

New York, New Haven and Hartford Railroad Company was

also authorized, upon certain conditions, to take over the assets

and assume the liabilities, other than stock and notes in its own
treasury, of the New England Navigation Company, and there-

upon to cause this company to be dissolved and its capital stock

and the aforesaid notes to be cancelled. Steps to this effect have

been taken. The formal dissolution of the company has not yet

been accomplished, but assets have been taken over and assumed

in accordance with the terms of the statute. In the course of

this transaction the railroad company, in effect, assumed and

paid off floating indebtedness of the New England Navigation

Company amounting to $18,338,000.

The total of the floating indebtedness validated in 1915 and

lawfully assumed in 1917 in connection with the New England

Navigation Company dissolution was, therefore, $48,652,000.

Upon the date of the petition, however, the notes and bills pay-

able of the company outstanding in the hands of the public

amounted to $44,220,000. Since 1915, notes have been paid off

or renewed from time to time, and the amount now outstanding
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in effect represents the balance of the debt validated or lawfully

assumed which has not been paid off, plus additional debt in-

curred for additions and improvements to the property of the

company. It is the company's claim that the old debt which

has not been paid and the cost of the additions and improve-

ments made since 1915 amount, all told, to more than the

$45,000,000 which it now seeks to capitalize through an issue of

preferred stock.

It is the duty of the Commission to determine the amount of

capital "reasonably necessary" for lawful purposes, — in this

case, the extent to which the floating indebtedness may lawfully

and properly be funded by the issues of permanent securities..

To do this it is necessary to classify the outstanding notes. Sa

far as they may be regarded as representing debt validated in

1915 or assumed, as aforesaid, in 1917, there is no need of further

investigation, for their status has been determined by statute.

So far, however, as they are to be regarded as representing ad-

ditions and improvements, the usual investigation is necessary

of the character and cost of the work done and property acquired.

Since May 15, 1915, the company has issued no stock or bonds,

and has, therefore, had no funds available from this source for

the payment of floating debt. It has, however, derived funds

which could be so used from the conversion of assets — prin-

cipally securities of other companies — into cash. Investiga-

tion shows that the amount which has been obtained in this way,

after deducting necessary advances to subsidiary companies, has

been $6,562,795.26. In this amount no receipts have been in-

cluded, such as receipts from the sale of scrap or certain real

estate, which have been entered on the books as credits to the

road and equipment account. Under section 5 of chapter 383

of the Special Acts of 1915 the company is prohibited from ex-

pending such proceeds "except for purposes for which a railroad

corporation may lawfully issue stock, bonds, notes or other evi-

dences of indebtedness payable at periods of more than twelve

months after the date thereof, and only to such an extent" as

this Commission may approve, unless they are used to liquidate

the indebtedness validated by the act, or for purposes for which

a railroad corporation, under the general statutes, may issue

stock or securities without the approval of the Commission.

No approval of expenditures has been sought under this section

and the company has, from time to time, reported that the

cash received in this way has been used for the payment of in-

debtedness.
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Deducting the funded debt which has been retired during the

period in question, the net amount available for the payment of

floating indebtedness has been $6,532,795.26. Applying this

amount to the total indebtedness of this character validated in

1915 and assumed in 1917, the balance remaining is $42,119,-

204.74. The conclusion thus reached is that $42,119,204.74 of

the $44,220,000 of notes now outstanding represents debt vali-

dated, in 1915 or assumed in 1917, and that the remainder,

'$2, 100,795.26, represents expenditures on the property.

The company filed with its petition a schedule showing in

detail additions and betterments to road and equipment in the

period from June 1, 1915, to April 30, 1917. The total expendi-

1;ures so shown amount to $7,266,118.87, and the credits for

property abandoned, real estate sold and equipment retired to

:$1,823,710.26, making the net amount $5,442,408.61. The en-

gineering and accounting departments of the Commission have

checked expenditures amounting to $4,136,184 out of the total

of $7,266,118.87 and also the entire amount of credits, examin-

ing vouchers, contracts, unit costs and the property itself, and

have approved $2,312,474 as the net amount of expenditures so

checked representing additions and improvements which may
properly be capitalized. This corresponds very closely with the

company's figures. The checking of the remaining expenditures,

which were made up of many small items, would have taken

so much additional time that it was not attempted, but the ac-

countants and engineers are satisfied, from their inspection of

the records and property, that the accounts have been well kept

and the work carefully and economically done, and that the

additional amount claimed by the company is in all probability

correct. The amount actually checked, however, exceeds the

amount of the debt which, as already shown, may be taken as

representing additions and betterments to the property. Many
of these additions and betterments are located outside of the

commonwealth and the company might have issued securities to

cover their cost without obtaining the approval of this Com-
mission. As the petition, however, attempted no division on

geographical lines, and our approval has been sought for the

entire issue, the Commission deemed it advisable to authorize

the investigation which the accounting and engineering depart-

ments have made.

The Commission therefore finds that the outstanding floating

indebtedness, amounting to $44,220,000, may lawfully and prop-

<erly be capitalized by the issue of permanent securities. The ad-
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ditions and improvements which have been made are sufficient

in amount, indeed, to support an issue of the full par value of

$45,000,000 sought by the petitioner. This, however, for reasons

which are given below, cannot be allowed.

It remains to determine whether securities of the character

desired and subject to the terms and conditions specified may
properly be approved. The petition is brought under the pro-

visions of chapter 366 of the Special Acts of 1917, which reads

as follows: — •

Section 1. The New York, New Haven and Hartford Railroad

Company is hereby authorized, for the purpose of paying its floating

indebtedness, to issue, subject to the approval of the public service com-

mission and to the provisions of chapter two hundred and ninety-nine

of the General Acts of the year nineteen hundred and fifteen, shares of

preferred stock, not exceeding four hundred and fifty thousand in num-

ber, of the par value of one hundred dollars each, upon which the company

may pay dividends, from its net income, not exceeding seven per cent

per annum.

Section 2. Said preferred stock may be issued under such provisions

for future retirement or exchange for common stock as may be author-,

ized by a vote of stockholders, holding not less than two thirds of the

stock of the said companj^, and approved by the public service commission.

Section 3. This act shall take effect upon its passage.

The general statute relative to the creation and issue of pre-

ferred stock by railroad corporations is chapter 299 of the General

Acts of 1915.

The issue of preferred stock for which approval is sought was

authorized at a meeting of the stockholders of the company on

October 24, 1917, by a vote of more than two-thirds in interest.

There are outstanding 1,571,179 shares, and 1,202,332 shares

voted for the issue and 6,565 against. The vote adopted was as

follows: —
Voted, That, for the purpose of pajdng its floating indebtedness, this

Company issue 450,000 shares of preferred stock of the par value of one

hundred dollars ($100) each, the holders of which shall be entitled to

receive out of the annual net income of the Company or surplus accru-

ing therefrom dividends of seven per centum per annum, payable semi-

annually, and if the net income of any year together with such surplus

shall not be sufficient to pay said dividends the same shall be cumulative

and shall be paid out of the net income of any subsequent year, and any

.

such surplus when available, without interest, and such preferred stock

dividends shall be declared and set apart or paid in preference to and

before any dividends are set apart or paid upon the common stock. In
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case of liquidation or dissolution of the Company the preferred stock,

together with all accumulated and unpaid dividends thereon, shaU be

paid in full out of the net assets available for distribution to stockholders

at par before any payment is made to the holders of common stock. The

holders of the preferred stock shall in all matters be entitled to one vote

for each share of preferred stock owned by them. The said shares of

preferred stock shall be first offere'd for subscription at such price as the

directors shall fix, not less than par, proportionately to the holders of

this Company's common stock and their assigns and to the holders of

this Company's Six Per Cent. Convertible Debentures due January 15,

1948, convertible into stock between January 15, 1923, and January 15,

1948, then outstanding, and their assigns, upon the basis provided in

said debentures, to wit, that each one hundred dollars ($100) of the prin-

cipal amount of said debentures shall be considered the equivalent of

one share of common stock. Said shares of preferred stock, or any part

thereof, shall be subject to call for redemption and retirement on any

dividend date upon not less than thirty days prior written notice given

by mail to each preferred stockholder and upon payment of $110 per

share and all accrued and unpaid dividends. If less than all the shares

of preferred stock are called for redemption and retirement such pro-

portion thereof held by each preferred stockholder shall be redeemed

as the total amount of said stock called shall bear to the total amount

of preferred stock then outstanding, but in determining such proportion

all fractional shares shall be disregarded and the amount of each stock-

holder's preferred stock so to be redeemed shall be the number of whole

shares to which his proportion entitles him. At least three-fourths of

the cash proceeds received by this Company from any sale of securities

pursuant to the decree of the United States Court entered October 17th,

1914, in the Dissolution Suit, as the same is now or may hereafter be

modified shall be applied to the retirement of said shares in amounts of

not less than 10,000 shares, either by call for redemption as aforesaid,

or by purchase from the lowest bidder or bidders upon not less than

thirty days prior written offer to purchase given by mail to each of the

said preferred stockholders. The Directors of the Company are hereby

authorized and directed for and in behalf of the Company to perform

all acts and take all steps in their judgment necessary or proper to carry

out the purposes of this vote, and they are hereby vested with full power

and right to determine the time, manner and conditions of the issue,

sale and retirement of said preferred stock.

At the hearing before the Commission on November 30, 1917,

only one person appeared in opposition.

The present floating indebtedness of the company is repre-

sented by one-year notes and these are without question a source

of expense and financial danger. Every year the necessity for

renewing them arises, so that periodically the road is practically
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at the mercy of the bankers. Interest and discount charges are

high and there is always the fear that it may not be possible to

effect a renewal and that a receivership may result. Extensive

improvements of the property of the company are urgently

needed, both in the public interest and in its own interest, in

order that it may operate with greater efficiency and economy,

but funds for such improvements can with difficulty be secured so

long as the danger and threat of this floating indebtedness remain.

It is clearly in the public interest that it should be permanently

funded, either by an issue of bonds or by an issue of stock.

Under the statute of 1917 the Commission is given broad au-

thority and doubtless it could refuse to approve the issue of pre-

ferred stock desired if it believed that the floating indebtedness

could be funded to better public advantage by an issue of some

other class of securities such as, for example, mortgage bonds.

At the present time, however, the outstanding stock of the com-

pany, all of which is common stock, amounts to $157,117,900,

while the funded debt, apart from the $44,200,000 of floating

indebtedness, amounts to $216,993,791. The company has placed

its guarantee on securities of other companies having a total par

value of $81,561,900, and in the case of $37,387,900 of this

amount the contingent liability is an actual liability. In addi-

tion, it has fixed charges in the shape of rentals of leased lines

with an aggregate capitalization outstanding in the hands of the

public (eliminating securities held by the New Haven company)

of $40,429,500. It is evident that the fixed charges of the com-

pany are already very large in comparison with the equity of

its stockholders. A similar situation has been one of the chief

causes of the troubles of the Boston and Maine Railroad, and is

the principal reason advanced for its contemplated reorganization.

If bonds should now be used to fund the floating debt it

would practically be necessary for the company to issue stock

in securing capital for needed improvements. On the other hand,

if stock is now issued the opportunity will be open to issue either

stock or bonds in the future, as the need develops. Upon con-

sideration, it seems to the Commission that it is clearly desirable

and in the public interest to use stock for the purpose of paying

the debt, rather than any other form of security. Since com-

mon stock cannot be issued at par, it also follows that it is de-

;sirable to issue preferred stock.

If preferred stock is to be issued, however, the Commission

sunder the provisions of chapter 299 of the General Acts of 1915,
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must approve the preferences and rights and the restrictions and

limitations fixed by the vote of the stockholders. In this con-

nection, the matters which seem to the Commission to call for

comment and consideration are as follows: —
(l) The Right of the Holders to receive Cumulative Dividends of

7 Per Cent Per Annum. — Compared with the cost of capital

in the past to this company and other public service corporations

in New England, this 7 per cent dividend on stock issued at par

is exceedingly high. Under existing general conditions and in

view of the financial circumstances of the company, however,

there seems little prospect that the stock could be marketed upon

better terms. The 7 per cent rate has been approved by a very

large majority of the common stockholders, who have a more

direct interest in this matter than any one else, and there is no

evidence which would justify the Commission in refusing to en-

dorse their decision.

The management, however, should bear in mind that the re-

cent action of the President in taking possession of the railroads

of the country under the war power has introduced a new factor

into the situation. The bill (S. 3632) now before Congress "to

provide for the operation of transportation systems while under

Federal control, for the just compensation of their owners, and

for other purposes," provided in section 7 "that for the purpose

of providing funds requisite for maturing obligations or for other

legal and proper expenditures, or for reorganizing railroads in

receivership, carriers may, during the period of Federal control,

issue such bonds, notes, equipment trust certificates, stock and

other forms of securities, secured or unsecured by mortgage, as

the President may approve as consistent with the public inter-

est." It is further provided that the "President may purchase

for the United States all or any part of such securities at prices

not exceeding par." While the company probably cannot inde-

pendently market an issue of preferred stock at the present time

if the dividend rate is less than 7 per cent, it can do so if the

government were the purchaser or gave its support to the issue

in any other way, and the lower rate would be of advantage to

all concerned.

Before issuing new stock in the manner contemplated, in the

pending petition, therefore, the management would do well to

canvass the situation thoroughly and give careful consideration

to the possibility of financing upon better terms under the pro-

visions of such legislation as Congress may enact.
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(2) The Right of Holders in All Matters to One Vote for Each

Share of Preferred Stock owned. — It has been urged that this

voting power may tend to remove the company from the control

of its present stockholders by concentrating power in the hands

of large financial interests. In other words, the claim is that

many of the smaller stockholders will be unable, under present

conditions, to subscribe for their proportionate part of the pre-

ferred stock, and that the new shares will be taken, so far as

they are taken at all, by the larger stockholders like the Penn-

sylvania Railroad Company. Whether or not this will happen

is a matter of ^peculation, but even if it should prove to be the

case it is doubtful whether the situation would be changed mate-

rially. The smaller stockholders of the company have never, it

seems, exercised any large measure of control over its manage-

ment, although for many years they have held a majority of

the shares, and in any event the issue of preferred stock proposed

amounts to but 28 per cent of the outstanding common stock.

So long as control by the Federal government continues, the ques-

tion is, of course, academic.

Chapter 299 of the General Acts of 1915 provides specifically

(in section 3) that any preferred stock issued thereunder shall

have the same voting power as the common stock, "except that

in any case there may be such limitations" as the Commission

may approve. The general policy of the law clearly favors the

grant of voting power, and while the Commission can refuse to

approve limitations which the common stockholders may seek

to impose, it is at least doubtful whether it would have authority

to require limitations where none are sought. Perhaps this au-

thority might be exercised indirectly under the provisions of

chapter 366 of the Special Acts of 1917 by refusing to approve

the entire issue, but it is unnecessary to decide this question for,

in the opinion of the Commission, there is no sufficient reason

for such exercise, even if it be assumed that the authority exists.

A restriction of the right of the holders of the preferred stock to

vote upon its redemption and retirement would have been rea-

sonable and proper, but under the plan adopted such retirement

is left to the discretion of the directors. This is a matter, how-

ever, which chiefly concerns the common stockholders, and since

the plan indicated has received the approval of a very large ma-

jority there is no public interest involved which would warrant

the Commission in requiring an amendment in this respect.

(3) The Right to call the Shares of Preferred Stock for Redemp-
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tion upon Payment of 8110 per Share and All Accrued and Unpaid

Dividends. — Section 2 of chapter 366 of the Special Acts of 1917

specifically authorizes preferred stock to be issued "under such

provisions for future retirement or exchange for common stock"

as may be voted by the stockholders and approved by the Com-
mission. The plan adopted makes it possible to call all or a part

of the stock at any time, upon the terms above indicated, at the

will of the directors. It further provides that at least three-

fourths of the cash proceeds received by the company from any

sale of securities pursuant to the decree of the United States

court in the so-called "Dissolution Suit" shall be applied to the

retirement of the preferred shares, either by calling for redemp-

tion upon the terms specified or by purchasing from the lowest

bidders.

In view of the high dividend rate upon the proposed preferred

stock, it is obviously desirable that there should be some pro-

vision for its future retirement in case financial conditions make
it possible at any time to market securities upon better terms,

or in case the company receives cash from the sale of assets

which could be used for this purpose. It is true that, if stock

issued at par should be called at $110 per share within a com-

paratively short period of time, the profit of the holders would

be large and such action might be inconsistent with the best

interests of the company. The call price, however, merely fixes

the maximum amount to be paid by the company in case it

desires to retire the stock. If its market value should rise above

110, authority to retire it at that figure might be advantageous

to the company. But if it could be purchased from the holders

upon bids at a lower price, it is not reasonable to assume that

the directors would disregard the company's interests by calling

the stock at $110 per share.

It is doubtful, however, whether under the provisions of sec-

tion 5 of chapter 383 of the Special Acts of 1915, the proceeds

from the sale of securities under the court decree could lawfully

be used to pay any premium upon the stock retired over and

above the issue price. On the other hand, the company believes

that it might discourage investment in the stock if it were made
callable at a lower price than 110. Upon consideration, it seems

to the Commission that the situation may be met by providing

that any cash proceeds from the sale of assets used in the retire-

ment of the preferred shares shall be applicable only to the ex-

tent of $100 per share, and that any new securities issued to
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effect such retirement shall not exceed, in par value, the shares

so retired, any necessary amount in excess to be provided in

either case by the company from earnings or surplus. This pro-

vision will meet the legal difficulties to the use of capital for the

purpose of paying a premium on stock retired, and will, at the

same time, minimize any possible danger that the stock might

be retired for purposes or upon terms inconsistent with the best

interests of the company. Any preferred stock issued under the

provisions of chapter 366 of the Special Acts of 1917 can only

be used for the purpose of paying floating indebtedness. Inas-

much as the total of such indebtedness now outstanding is

S44,220,000 the Commission cannot approve an issue of pre-

ferred stock in excess of this amount. While the issue of the

$45,000,000 asked for in the petition cannot, therefore, be ap-

proved, the Commission will approve the issue of $44,220,000 of

preferred stock with the preferences and rights and subject to

the restrictions and limitations fixed by the vote of the stock-

holders, modified as above suggested. .

It is therefore

Ordered, That the approval of the Commission be hereby given

to the issue by the New York, New Haven and Hartford Railroad

Company, at the price not less than one hundred dollars ($100)

per share, of not exceeding four hundred forty-two thousand two

hundred (442,200) preferred shares of capital stock, to be known

as the preferred stock, amounting at par value to fourty-four

million two hundred twenty thousand dollars ($44,220,000),

Tiaving the preferences, rights, restrictions and limitations and

being entitled to the rate of preferred dividends which has been

determined by vote of two-thirds in interest of the common stock-

holders at a meeting held October 24, 1917, with the following

proviso: Any cash proceeds from the sale or conversion of assets,

used in calling or purchasing such stock, shall be applicable only

to the extent of one hundred dollars ($100) for each share so

retired, and any new stock or other securities issued for such

purpose shall not exceed in par value the stock so retired, any

amount in excess necessary for such retirement to be provided

in either case by the company from earnings or the surplus

account; and which preferences, rights, restrictions, limitations

and rate of dividend are hereby approved, as set out in a copy

of said vote on file in this office and in said proviso, as an issue

of stock reasonably necessary and of the amount required for

the purpose of paying the floating indebtedness of the company
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outstanding on October 31, 1917, and validated or incurred as.

stated in the report of the Commission hereto attached and made
a part hereof.

By the Commission,

CHARLES E. MANN,
Febeuary 9, 1918. [P. S. C. 1965] Executive Secretary.

Petition of the Plymouth and Sandwich Street Railway Company

for approval of issue of preferred stock.

Memorandum.

This petition was filed by the former management of the com-

pany. Since the hearing the road has ceased operation and, we
are informed, may be sold. Action by the Commission appears

to be unnecessary therefore, and the petition is placed upon

file.

For the Commission,

ANDREW A. HIGHLANDS,
September 6, 1918. [P. S. C. 985] Secretary.

Petition of the Union Street Raihoay Company for approval of an

issue of additional capital stock.

This is a petition of the Union Street Railway Company of

New Bedford for approval of an increase of the capital stock of

the company by such an amount, not exceeding $812,500, as the

Commission shall determine has been properly expended or will

be properly required "for the purposes of building extensions,

acquiring land for pleasure resorts, building and equipping power

house, building and equipping car houses and park buildings,

acquiring and equipping additional rolling stock, paying better-

ment assessments for widening highways, and for making per-

manent investments or improvements, and acquiring additional

real and personal property necessary or convenient for "the cor-

porate objects of the company, and for the payment of money
borrowed and indebtedness incurred for the foregoing purposes."'

In authorizing this proposed issue, the stockholders voted that

the new shares should be offered proportionately to the stock-

holders "at the par value thereof, to wit, $100 per share."
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Since 1909 the capital stock of the company has not been

increased, except in connection with the consolidation with the

Dartmouth and Westport Street Railway Company, and the

funded debt has been reduced from $500,000 to $250,000. The

management states that in the same period of time more than

$1,500,000 has been added to the property, — largely from earn-

ings. The investment of surplus in this way has offset a reduc-

tion in the book value of the property which was made after an

appraisal in 1913.

The capitalization in stock, bonds and notes on March 31,

1918, was as follows: —
Capital stock, $1,625,000

Funded debt, . . ' . . 250,000

Notes payable, . . . . 582,500

The new issue of stock is desired to fund, in part, the floating

debt and to provide means for the construction of a new power

station. It seems that, in 1916, the directors reached the con-

clusion that the present plant was not only inadequate for the

increasing demands for power but, owing to its obsolete form of

equipment, uneconomical in operation. Contracts were, there-

fore, entered into for a new building equipped with modern tur-

bine generators. These contracts were made and work was begun

before this country entered the war. While the company, if it

had foreseen present conditions, might not have undertaken this

enterprise, once involved in it, the wisest course has seemed to

be to carry the work to completion.

The new power house, with its equipment, is estimated to

cost $750,000. This estimate has been checked in detail by the

engineering and accounting departments of the Commission and

found to be reasonable. Some of the work has already been done,

and an examination of the contracts and vouchers covering this

portion further substantiated the estimate. The departments

have also checked and approved the cost of a new car barn con-

structed since the last issue of securities, examining all con-

tracts and vouchers and inspecting the property. The actual

cost was $232,289.35, but this amount was reduced by an arbi-

trary charge and the property now stands on the books at

$230,000.

The new car house, which is a very substantial brick and

cement structure with company offices and a stock room on the

second floor, replaced an old wooden car barn which was carried

on the books at $29,000 and has been charged off. In the case
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of the new power station, it is the intention of the company, for

the present, to continue the old station, in part, to provide re-

serve capacity for breakdowns or excess loads, and this plan

seems to the engineers of the Commission to be reasonable. The
boilers now in use will be abandoned and some of the electrical

apparatus, but until the new station is completed and in running

order it is difficult to determine precisely what portion of its

equipment should be regarded as a replacement rather than a

betterment of existing property. However, the combined costs

of the new car barn and power house amount to $980,000, which

is $167,500 in excess of the par value ($812,500) of the issue of

stock which is now desired, and in the opinion of the experts of

the Commission this is ample margin to cover the book value of

all property which has been or may be abandoned as a conse-

quence of the construction of both structures.

As above indicated, the car barn is only one of a number of

additions and improvements which have been made since the

last issue of \securities. In large part these have been financed

out of earnings, but floating debt has been incurred to some ex-

tent. Borrowed money and surplus earnings have been used in

combination to meet the necessary cash requirements. In check-

ing up expenditures sufficient to justify the proposed issue of

stock the car barn was selected in addition to the new power
station, but other betterments or additions to the property might

have been selected for the purpose. In the opinion of the Com-
mission an issue of securities to realize the sum desired may
properly be approved as reasonably necessary for lawful purposes.

Chapter 636 of the Acts of 1908 provides that the Commission
"shall refuse to approve any particular issue of stock" if, in its

opinion, "the price fixed by the stockholders is so low as to be

inconsistent with the public interest." In Bulkeley v. N. Y.,

N. H. and H. R.R. (216 Mass. 432) the Supreme Court had the

following to say in regard to the words "so low as to be incon-

sistent with the public interest": —
It is difficult to define the phrase last quoted. It is not now necessary

to undertake to give a comprehensive statement of its signification, nor

to determine the extent of the change wrought in the principles which
should govern the determination of the Commission in giving its approval

under the new statute compared with those under the old. At least it

must be taken, as was said by the Railroad Commissioners in their For-

tieth Annual Report, pp. 153-155, "to mean in any specific case an issue

price materially lower than a price which would assure a ready market
for the issue" (p. 438),
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Most of the outstanding stock of the Union Street Railway Com-

pany has been issued at a premium, the amounts ranging from

$25 to $50 per share and averaging a little less than $34. Regu-

lar dividends of 8 per cent per annum have been paid for some

considerable period of time, the funded debt is low, the company

has made better provision for depreciation than any street rail-

way company in the commonwealth, and its securities have com-

manded good market prices. It is now proposed to offer to the

stockholders, at par, an issue of stock equal in amount to one-

half of the stock outstanding.

A proposition to issue new stock of this company at par would

have been regarded, not very long ago, as hardly open to serious

consideration, but the situation has greatly changed in recent

months. Under the abnormal conditions caused by the war the

cost of money is very high and high-grade securities are selling

at very low prices. Much evidence to this effect was introduced

by the petitioner at the public hearing. In common with other

street railway companies, the earnings of this company have been

adversely affected by the rise in operating costs. During the

three months ended March 31, 1918, it failed to earn the quar-

terly dividends of 2 per cent which were paid, and was obliged

to draw, in part, upon surplus. It is also true that street railway

securities at present are not popular with the investing public

either in Massachusetts or elsewhere in the country. Under the

circumstances the Commission cannot refuse to approve the issue

upon the ground that the price of $100 per share fixed by the

stockholders is " materially lower than a price which would assure

a ready market for the issue" or, in other words, that it is "so

low as to be inconsistent with the public interest."

The question whether common stock, or preferred stock, or

bonds, or some other form of security shall be issued by a com-

pany to provide the capital reasonably necessary for lawful pur-

poses is left by the statutes to its discretion (see 4 P. S. C. Rep.,

p. 244).

ORDER.

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 Union Street Railway Company, at a price

of one hundred dollars ($100) per share as fixed by its stock-

holders, of additional shares of capital stock, not exceeding eight
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thousand one hundred twenty-five (8,125) in number, amounting

at par value to eight hundred twelve thousand five hundred dol-

lars ($812,500), as an issue of stock reasonably necessary and of

the amount required for the purpose of meeting the cost of a new
power station and equipment now in process of construction,

and for the purpose of paying certain floating indebtedness

already incurred in connection with such construction and in

connection with the construction of a new car barn, as described

in a report made to the Commission dated May 28, 1918, and

signed by its chief accountant and engineer, and as set forth in

a schedule therein referred to and on file in the record of the

case.

It is

Further ordered, That all contracts covering the purchase of

material or machinery to be used in connection with the con-

struction of the new power station and equipment, heretofore

mentioned, or the installation thereof, shall be filed with the

accountant of the Commission, apd that the company shall keep

true and accurate accounts showing the receipt and application

by it of the proceeds of the additional stock authorized to be

issued hereby and report in writing to the Commission at the

end of each period of three (3) months succeeding the issue of

said stock, unless otherwise ordered, its receipts and disburse-

ments during such period of said proceeds, said report to be made
as directed by the accountant of the Commission.

By the Commission,

ANDREW A. HIGHLANDS,
June 19, 1918. [P. S. C. 2100] Secretary.

Petition of the West End Street Railway Company for approval of

an issue of bonds and for approval of application of proceeds

of a former issue of bonds.

This is a petition from the West End Street Railway Company
for approval of an issue of bonds to an aggregate amount of

$375,000, the proceeds to be used for repayment to the Boston

Elevated Railway Company, under the terms of its lease to said

company, toward the cost of 50 new cars and their equipment

purchased for the petitioner, and for approval of the application

of proceeds of a former issue of bonds toward the same purpose.
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The schedule of additions to equipment, filed with the petition,

shows expenditures to the aggregate amount of $402,367.25, as

follows: —
Car bodies, •• $217,744 75

Trucks, . .... . 25,279 79

Air brakes, 28,050 86

Motors, 80,453 69

Control equipment, . . 31,315 29

Motive power wiring, 19,522 87

$402,367 25

This amount has been approved by the accounting and engineer-

ing departments of the Commission^, after checking vouchers,

unit costs and other details. The representatives of the Com-

mission also find a balance of $1,187.77 due to the Boston Ele-

vated Railway Company from the West End Street Railway

Company, under an account heretofore approved, making a total

of $403,549.02. From this should be deducted excess proceeds

of an issue of $1,581,000 in bonds authorized by an order of this

Commission dated May 21, 1917, to the amount of $2,213.40, leav-

ing a balance due from the West End Street Railway Company

for which bonds may be issued, to the amount of $401,335.62.

It appearing, after notice and hearing and upon further inves-

tigation, that the proposed application of proceeds of former

issues of bonds and the proposed issue of additional bonds 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 Com-

pany of two thousand two hundred thirteen dollars and forty

cents ($2,213.40), realized as a part of the proceeds of bonds

issued under an order of the Commission dated May 21, 1917,

and being the amount received by the company in excess of that

required, as specified in said order, 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 between 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 the issue by the West End Street Railway Company of coupon

or registered bonds to an amount not exceeding at par value
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three hundred seventy-five thousand dollars ($375,000), said

bonds to be payable in not exceeding thirty (30) years from the

date thereof and to bear interest at a rate not to exceed seven

per cent (7%) per annum, as an issue of bonds reasonably neces-

sary and of the amount required for the purpose of paying in

part the necessary cost of permanent additions to and improve-

ments 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.

Any excess in the proceeds of this issue of bonds, over the

amount above named, which may be realized from premiums,

shall be applied toward said cost of permanent additions to and

improvements in the property of the petitioner, made by said

Boston Elevated Railway Company in accordance with the terms

of said lease as described in the schedule on file with the petition.

Attest: ANDREW A. HIGHLANDS,
January 22, 1918. [P. S. C. 2015] Secretary.

Petition of the West End Street Railway Company for approval

of issue of bonds.

This is a petition from the West End Street Railway Company
representing that it desires to issue $1,581,000, par value, of its

negotiable bonds, as being reasonably requisite for the purpose

of providing means for the payment of $1,581,000 bonds of the

West End Street Railway Company, due August 1, 1918.

It appears that under date of July 2, 1915, the Commission

issued an order (P. S. C. 959), approving an issue by the West
End Street Railway Company of four million seven hundred

forty-three thousand dollars ($4,743,000) of bonds, for the purpose

of refunding a like amount which became due August 1, 1915.

The company, however, deeming it inexpedient at that time to

issue long-term bonds, issued bonds to the amount of $4,743,000,

bearing interest at the rate of 5% per annum, of which amount

$1,581,000 were payable in one year from August 1, 1915;

$1,581,000 were payable in two years; and $1,581,000 were pay-

able in three years from August 1, 1915. The issue of bonds to

the amount of $1,581,000, for which approval is now asked, is

for the purpose of refunding the third named of the issues to

that amount, referred to above.
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Since the interest on these bonds, under the provisions of

chapter 159 of the Special Acts of the year 1918, will in effect

be guaranteed by the Commonwealth for at least 10 years, the

Commission has been in doubt whether an interest rate of "not

exceeding seven per centum per annum" ought to be approved,

as requested in the petition. We have been advised, however,

by the public trustees who have been appointed to manage and

operate the Boston Elevated Railway Company (the lessee of

the West End Street Railway Company) under the provisions

of the aforesaid special act, that they desire such approval, be-

lieving that it might be impossible to market the bonds under

present conditions if the maximum interest rate were fixed at a

lower point.

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, one million five hundred eighty-one thousand dollars

($1,581,000), said bonds to be payable not exceeding thirty (30)

years from date thereof and to bear interest at a rate not to exceed

seven per cent (7%) per annum, as an issue of bonds reasonably

necessary and of the amount required for the purpose of refund-

ing outstanding bonds of the West End Street Railway Company
to the amount of one million five hundred eighty-one thousand

dollars ($1,581,000) which become due August 1, 1918.

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 5, 1918. [P. S. C. 2156] Secretary.
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CAR CONSTRUCTION.

Petition of Connecticut Valley Street Railway Company for ap-

proval of type and use of one-man cars upon its Millers Falls

division in the town of Montague, and upon its Conway
street line in the town of Greenfield.

This is a petition of the Connecticut Valley Street Railway

Company for permission to operate so-called "one-man cars"

on two branch lines of light traflSc, one in the town of Montague,

known as the Millers Falls division, and the other in the town
of Greenfield, known as the Conway street line. When the peti-

tion was originally filed it was accompanied by blue-print plans

of new equipment, having safety device features and of the type

approved by the Comraission in other similar cases. (See 5 P.

S. C. Rep.; pp. 323-333.) At the hearing, however, which was
held on November 8, 1917, the company claimed inability to

secure new cars of this character, and the suggestion was made
that existing equipment might be remodeled to obtain the desired

safety features. The petition was placed on file pending the sub-

mission of plans to accomplish this result.

No such plans have since been filed, but on July 11, 1918, the

company wrote the Commission, stating its desire to operate the

cars now in use on the Millers Falls division with one man,
without remodeling, merely closing the rear doors and requiring

passengers to enter and leave by the front end. At the hearing

no opposition was offered, and on July 31, 1918, the Commis-
sion received a communication from the president of the Turners

Falls Board of Trade, stating that at a meeting of the Committee
on Transportation of that organization and representatives from
Millers Falls and Montague Center the following vote had been

passed: —
Voted, That it is the sense of this meeting that the people of the Town

of Montague, as represented by this Committee, will be entirely satisfied

with any arrangement the Connecticut Valley Street Railway Company
can make with the Public Service Commission of Massachusetts relative

to running "One-Man cars," so-called, on its Millers Falls Division.

The Millers Falls division of the Connecticut Valley Street

Railway Company starts at Turners Falls and runs east across

Montague Plains about five miles to Lake Pleasant, and at that
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point branches, one line going about two miles to Millers Falls,

and another a similar distance to Montague Center. The dis-

trict traversed is sparsely settled and the traffic exceedingly

light. In the morning and evening workingmen travel in some

volume between Turners Falls and Millers Falls, but there are

few passengers at other hours. Last April the company an-

nounced its intention of terminating service on this division on

the first day of July, but subsequently existing motor bus com-

petition was curtailed by regulations which were adopted by the

town of Montague, and the company decided not to abandon

operation. In its letter of July 11 the company states that it

wishes to do everything that it can to make this division self-

supporting and "also to meet the wishes of the citizens of the

town of Montague as to service." At present there is no service

between 8 a.m. and 1 p.m. or after 7 p.m. in the evening. The

company believes that "if more service were provided we could

increase somewhat the gross," but submits that its "ability to

give patrons of this line more service seems to be largely depend-

ent upon our ability to cut down our labor cost." To accom-

.plish this result, it seeks approval of one-man operation and con-

templates, if permission is granted, putting on additional trips

in the afternoon and evening. In view of the present high cost

of operation and the greatly advanced price of new equipment

and the state of its own finances, the company does not feel that

it ought to go to the expense of furnishing new cars for this

division under existing conditions, even if they- could be obtained^

but urges that it be permitted "temporarily, at least," to utilize

equipment now in its possession for one-man operation. It is a

part of its plan, however, to provide two men on the "morning

trip and the late afternoon trip, on which workmen are taken

to Millers Falls, and vice versa at night," by utilizing as a spare

conductor one of the passengers who is an ex-employee of the

street railway company.

In the past the Commission has been unwilling to approve

one-man operation upon the plan now desired by this company.

Within the past two years, however, it has in several instances

approved the use of cars specially constructed or reconstructed

for such operation. These cars are equipped with safety features

which were described in a report by our Inspection Department

as follows: —
There are two doors, one on the right side of each end and each car

is arranged for prepayment service. The controller handle is of the "dead

man" type, arranged so that if the pressure of the hand on it is released
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at any time, when the air brakes are not set, certain emergency features

will be put into operation. The cars are equipped with combination

straight air and automatic emergency brakes and also with hand brakes.

The emergency features, which are set in operation by releasing pressure

on the ''dead man" handle, consist of arrangements for throwing off the

power, applying sand to the rail, setting the automatic air brakes, open-

ing the forward door and unlocking the rear one. These emergency

features are controlled and operated by air and are not dependent upon

the presence of power, and can be effected whether the car is moving or

standing. In case of failure in the air apparatus, the hand brake can be

used and the doors opened and closed by hand, but of course in this case

the safety features would be absent. The operator's brake valve con-

trols the service and emergency brake operations, the door movements

and also the service application of sand to the rail.

These special features have been devised not only for safety, but

for convenience of operation. It is essential to the successful

use of one-man cars, on lines where traffic congestion may occur,

that they should be designed to load and unload quickly and that

the motorman should be able to operate the doors and other

apparatus with maximum ease and rapidity. Experience has

shown that the use of old and inappropriate equipment for one-

man service on such lines is apt to prove disappointing, not only

to patrons but to the company as well.

The question arises, however, whether the conditions are such

on the Millers Falls division of the petitioner's railway that an

exception to the general rule followed by the Commission in the

past can wisely and properly be made. If the company pro-

vides two men for the morning and evening trips, when the load

is heaviest, traffic is so light in this division that one man can

easily collect fares, operate the car and maintain schedule time

even with old equipment not designed for one-man operation.

The issue, therefore, becomes one of safety alone. Operating

conditions on the route are not unfavorable except at the Turners

Falls end, where there is a long and comparatively steep grade,

with a right angle turn about 600 feet from the bottom. Very

recently a car ran away on this grade, leaving the track at the

curve and injuring a number of passengers. This occurred with

a conductor on the car, as well as a motorman, and there seems

little reason to believe that the consequences would have been

more serious under one-man operation. At the same time, the

accident illustrates the danger incident to this portion of the

route, and it is not hard to conceive of circumstances under

which the presence of the second man, on a car of the type now
in use, would be an important factor of safety.
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The Commission is fully aware of the financial straits in which

many street railways of the Commonwealth now find themselves,

under war-time prices and wages, and appreciates the benefit

which may come both to the public and to the companies from

the extension of one-man operation along well-considered lines.

It is our belief that such operation ought to be encouraged, and

the Commission is ready to approve the use by the petitioner

upon its Millers Falls division of new one-man cars of modern
design,' or of old cars properly reconstructed for such use. It is

possible, indeed, that all the special devices above described

would not be necessary, and any plans for simplified reconstruc-

tion which the company may desire to submit will be received

and reviewed without prejudice. It is our information that rea-

sonably prompt deliveries can be expected, either of new equip-

ment or of apparatus necessary for reconstruction purposes.

After careful consideration, however, the Commission is not will-

ing to approve the mere elimination of the conductor, without

any adaptation of the existing cars for one-man operation. We
reach this conclusion, not only because of the recently demon-

strated danger of operation upon the line in question, but be-

cause of a belief that it would not be a desirable precedent to

set. The companies in other parts of the country which have

derived financial advantage from one-man operation, have not

gained only from the saving of labor, but also, and in perhaps

greater degree, from the improvement of service which it has

made possible. There may be lines where the make-shift arriahge-

ment proposed by the petitioner may re&-sonably be permitted,

but in the great majority of cases it would, in our judgment,

be inconsistent with both the public and the company's interest.

The petition is therefore dismissed.

For the Commission,

ANDREW A. HIGHLANDS,
OcTOBEK 10, 1918. [P. S. C. 1863] Secretary.

Petition of Middlesex and Boston Street Railway Company for

approval of design of one-man cars and for permission to

operate suck cars over certain routes of its railway.

After notice and hearing and full consideration, — it is

Ordered, That the approval of the Commission be hereby given

to the operation by the Middlesex and Boston Street Railway
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Company of four one-man cars rebuilt from cars now owned

by said company, and to the purchase and operation of six addi-

tional cars of the same type, over the following routes: —
Cars.

Woburn line, from Woburn to Lexington, . . . . . .1
Waltham-Lexington line, . . .2
Hopkiaton-Westborough line,

Saxonville-Wayland line,

Wellesley square-Needham line,

Newton Upper Falls-Needham line,

Newton Centre line, . . . . . . . . .

Newton Highlands-Lake street line, 2

and over such further routes as the Commission may from time

to time by order approve, each car to be equipped with the

safety devices heretofore approved by the Commission, all as

shown on plans on file with the petition: provided, however, that

the Middlesex and Boston Street Railway Company shall adopt

the following rules and operate said one-man cars in accordance

therewith :
—

1. When a car is running the operator shall transact no business rela-

tive to the collection of fares or the issue of transfers.

2. If the operator has occasion to leave his car he shall remove and

retain in his possession the reverse handle of the controller.

Attest: CHARLES E. MANN,
Febkuary 28, 1918. [P. S. C. 2029] Executive Secretary.

Petition of the Boston Elevated Railway Company for approval of

purchase of cars.

After consideration, —
It is

Ordered, That the approval of the Commission be hereby

given to the purchase, by the Boston Elevated Railway Com-
pany, of two hundred (200) additional center-entrance motor

cars, substantially in accordance with plans numbered 13,364-G

and 13,363-1; also one hundred (100) additional cars of the

trailer type, substantially in accordance with plans numbered

11,938, 11,951 and 11,968, all of said plahs being on file in this

office.

Attest: ANDREW A. HIGHLANDS,
May 31, 1918. [P. S. C. 2145] Secretary,



378 APPENDIX— ORDERS. [Jan.

CAR HEATING.

Petition of the Boston and Maine Railroad for exemption from
the requirements of law in relation to heating cars by steam.

After consideration, —
It is

Ordered, That the Boston and Maine Railroad be hereby ex-

empted until the first day of October, 1919, from the law requir-

ing passenger cars to be heated by steam from the locomotive,

in respect to cars on certain mixed trains on the Merrimac

Branch of the Portland Division, the Ashburnham Branch of the

Fitchburg Division, the Acton Branch of the Worcester, Nashua

and Portland Division and the Easthampton Branch of the

Connecticut and Passumpsic South Division, all of said cars to

be heated by the Baker heater, heretofore approved by the

board of railroad commissioners.

Attest: ANDREW A. HIGHLANDS,
November 13, 1918. [P. S. C. 2311] Secretary.

Petition of the New York, New Haven and Hartford Railroad Com-

pany for exemption from the law in relation to heating cars by

steam.

After consideration, —
It is

Ordered, That the New York, New Haven and Hartford Rail-

road Company be hereby exempted until the first day of Octo-

ber, 1919, from the law requiring passenger cars to be heated by

steam from the locomotive in respect to cars on certain mixed

trains on the Boston, Danbury, New Haven, New London and

Old Colony divisions of its railroad, specified in the petition, in

which freight cars are placed between the locomotive and pas-

senger cars; also on trains 900 and 901 of the Central New Eng-

land railway between Springfield and Tariffville; all of . said cars

to be heated by the Baker heater heretofore approved by the

Board of Railroad Commissioners.

Attest: ANDREW A. HIGHLANDS,
October 2, 1918. [P. S. C. 2275] Secretary.
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CROSSINGS, RAILROAD OR RAILWAY.

Railroad and Railway Crossings.

Petitions of the Middlesex and Boston Street Railway Company

for modification of orders relative to protection of grade crossings

of its railway and the Boston and Maine railroad at Lexing-

ton street in Waltham and Loomis street in Bedford.

At the hearing on these petitions it appeared that the Middle-

sex and Boston Street Railway Company maintains special

crossing tenders at the crossings named above, in addition to the

protection furnished by the steam railroad company.

Waltham. — The Lexington street crossing in Waltham is

over the track formerly known as the Central Massachusetts

railroad. There is only one track of each company at this point,

making it a single track crossing. The crossing is protected by

gates which are operated from a gate-stand at the westerly end

of the station which is 147 feet from the center of the crossing.

Looking west from the latter point, a clear view of the railroad

track can be obtained for a distance of about 1,580 feet and

looking east, a clear view is obtained for about 1,041 feet.

Bedford. — The Loomis street crossing in Bedford is over the

Lexington branch of the Boston and Maine railroad and is pro-

tected by gates. Looking northerly from the center of the

crossing, a clear view can be obtained for about 1,450 feet to

Main street. This view is possible on account of an open field

on the easterly side of the track. Looking southeasterly from

the same point, a clear view is obtained for a distance of about

660 feet.

In view of the amount and character of the traffic at these

crossings, and in consideration of other conditions at these

points, —
It is .

Ordered, That the Middlesex and Boston Street Railway Com-

pany be hereby authorized to discontinue the services of special

crossing tenders at the Lexington street crossing in Waltham and

the Loomis street crossing in Bedford, upon the understanding

that the company shall install a wire trolley-guard over the

railroad tracks at each of these crossings, and that each car shall
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come to a stop within one hundred feet of the railroad track,

the conductor of the car to go forward to a point upon said track

and carefully ascertain whether any engine, train or car is ap-

proaching on the railroad, or is within sight or sound of the

crossing. The railway car shall not start to cross the railroad

track until the conductor so directs, and he shall remain on the

railroad until the car has reached and crossed over said track.

By the Commission,

ANDREW A. HIGHLANDS,
December 16, 1918. [P. S. C. 2288, 2289] Secretary.

Petition of the Grafton and Upton Railroad Company for consent

to construction of tracks at grade across the Milford and Ux-

bridge street railway in the town of Hopedale.

It appearing, after notice and hearing and full consideration,

that the petitioner has been granted a relocation of its railroad

in the town of Hopedale, which crosses the tracks of the Milford

and Uxbridge street railway at grade in said town at a different

point than that heretofore authorized, —
It is

Ordered, That the consent of the Commission be hereby given

to the construction and maintenance by the Grafton and Upton

Railroad Company of its railroad at grade across the tracks of

the Milford and Uxbridge street railway near Freedom street in

the town of Hopedale, as shown upon a plan on file with the

petition, the crossing of said railroad over the tracks of the Mil-

ford and Uxbridge Street Railway Company to be constructed

and maintained by the street railway company at its own expense

and in a manner satisfactory to the Grafton and Upton Railroad

Company, as set forth and required in the proceedings authoriz-

ing the original crossing of the tracks of said companies, or, if the

parties do not agree, in such manner as the Commission shall

prescribe.

Attest: ANDREW A. HIGHLANDS,
September 5, 1918. [P. S. C. 2152] Secretary.
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Petition of the Blue Hill Street Railway Company for authority to-

maintain and use an existing grade crossing, heretofore author-

ized, of railroad and railway in Canton.

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 York,

New Haven and Hartford railroad at the same level at Washing-

ton street in the town of Canton, from the date of this order

until January 1, 1920, unless otherwise ordered by the Commis-
sion, subject to all provisions of law and to the conditions em-
bodied in the order of the Board of Railroad Commissioners dated

November 5, 1900, and to the further condition that any sub-

stantial increase in the use of the crossing by the railway or rail-

road shall be seasonably reported by the petitioner to this Com-
mission.

Attest: ALLAN BROOKS,
Febeuaey 12, 1918. [P. S. C. 1986] Assistant Secretary.

Under the provisions of sections 21 and 22 of part I, chapter

463, Acts of 1906, during the period covered by this report, ad-

ditional orders have been issued extending the time for mainte-

nance of crossings of railroads and railways. Appended is a list

of these orders :

—

Bay State Street Railway.

East Bridgewater, February 14, 1918 — At Central street, with

New York, New Haven and Hartford railroad, until January 1,

1920. Original order issued November 1, 1897, to the Brockton and

East Bridgewater Street Railway Company. [P. S. C. 1983-E]

Newbury, February 14, 1918 — At State street, with Boston

and Maine railroad, until January 1, 1920. Original order issued

April 4, 1900, to the Georgetown, Rowley and Ipswich Street

Railway Company. [P. S. C. 1983-C]

Taunton, February 14, 1918 — At Dean street, with New
York, New Haven and Hartford railroad, until January 1, 1920.

Original order issued March 19, 1900, to the Brockton Street

Railway Company. [P. S. C. 1983-D] V
Wakefield, February 14, 1918 — At North avenue (formerly

Railroad street), with Boston and Maine railroad, until January

1, 1920. Original order issued May 2, 1901, to the Reading,

Wakefield and Lynnfield Street Railway Company. [P. S. C.

1983-A]
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Wilmington, February 14, 1918 — At Main street, with Boston

and Maine, until January 1, 1920. Original order issued May
24, 1901, to the Lynn and Boston Railroad Company. [P. S. C.

1983-B]

Berkshire Street Railway.

Adams, February 12, 1918 — At Park street, with the Boston

and Albany railroad, until January 1, 1920. Original order issued

March 28, 1902, to the Hoosae Valley Street Railway Company.
[P. S. C. 2017-A]

Pittsfield, February 12, 1918 — At Dalton road, with the Bos-

ton and Albany railroad, until January 1, 1920. Original order

issued May 22, 1902. [P. S. C. 2017-B]

Concord, Maynard and Hudson Street Railway.

Concord, February 19, 1918 — At Main street, with the New
York, New Haven and Hartford railroad, until January 1, 1920.

Original order issued February 1, 1902, to the Concord and Clin-

ton Street Railway Company. [P. S. C. 2031-B]

Maynard, February 19, 1918 — At Main street, with the Bos-

ton and Maine railroad, until March 1, 1918. Original order

issued July 23, 1901. [P. S. C. 2031-A]

/

Milford, Attlehorough and Woonsochet Street Railway.

Milford, February 12, 1918 — At South Main street, with the

Grafton and Upton railroad, until January 1, 1920. Original

order issued July 26, 1900. [P. S. C. 1980]

Milford and Uxbridge Street Railway.

Hopedale, February 12, 1918 — With Grafton and Upton rail-

road, until January 1, 1920. Original order issued June 25, 1901.

[P. S. C. 1967]

NortJi'em Massachusetts Street Railway.

Templeton, February 11, 1918 — At Athol road, with the

Boston and Albany railroad, until January 1, 1920. Original

order issued January 14, 1901, to the Phillipston Street Railway

Company. [P. S. C. 2032]

Springfield Street Railway.

Ludlow, February 13, 1918 — At Winsor street, with the private

railroad of the Ludlow Manufacturing Associates, until January 1,

1920. Original order issued April I, 1911. [P. S. C. 1979-A]
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Palmer, February 13, 1918 — At the highway between Three

Rivers and Thorndike, with the Boston and Albany railroad,

until January 1, 1920. Original order issued April 4, 1898, to the

Palmer and Monson Street Railway Company. [P. S. C. 1979-B]

Springfield, February 13, 1918 — At Main street in Indian

Orchard, with the Boston and Albany railroad, until January 1,

1920. Original order issued July 22, 1902. [P. S. C. 1979-C]

Springfield, February 13, 1918 — At Wilbraham road, with the

New York, New Haven and Hartford railroad, until January 1,

1920. Original order issued March 21, 1902. [P. S. C. 1979-D]

Worcester Consolidated Street Railway,

Berlin, February 13, 1918 — At the highway near the West

Berlin station, with the New York, New Haven and Hartford

railroad, until January 1, 1920. Original order issued November

8, 1899, to the Clinton and Hudson Street Railway Company.

[P. S. C. 1981-A]

Leominster, February 13, 1918 — At Water street, with the

New York, New Haven and Hartford railroad, until January 1,

1920. Original order issued December 29, 1898, to the Fitch-

burg and Suburban Street Railway Company. [P. S. C. 1981-B]

Northborough, February 13, 1918 — At Main street, with the

New York, New Haven and Hartford railroad, until January 1,

1920. Original order issued March 10, 1898, to the Worcester

and Marlborough Street Railway Company. [P. S. C. 1981-C]

Worcester, February 13, 1918 — At Franklin street (formerly

Bloomingdale road), with the Boston and Albany railroad, until

January 1, 1920. Original order issued February 18, 1902. [P.

S. C. 1981-D] -

Safeguards at Crossings.

Petition of the Selectmen of the town of Wakefield for release from

the provisions of chapter 21^6 of the General Acts of 1917 rela-

tive to the maintenance of teaming signs at certain grade cross-

ings on the Boston and Maine railroad in, said town.

Section 1 of chapter 246 of the General Acts of 1917 provides

that —
Within six months after the passage of the act, every county, city and

town within the commonwealth shall, except as hereinafter provided,

. . . place and thereafter maintain warning signs on every public way
subject to its jurisdiction, where the way crosses the tracks of a railroad

at grade ...
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Section 4 of said act further provides that—
If in the case of any raihoad grade crossing it appears that the placing

of the signs prescribed by section one hereof is impracticable or unneces-

sary, the public service commission, on petition, may release the county^

city or town, as the case may be, from the provisions of said section.

It is under the provisions of the latter section that this petition

is brought.

The petitioners in this case ask to be released from the erec-

tion and maintenance of warning signs in the town of Wakefield,

at the following crossings :
—

Broadway. Richardson street.

Albion street. Water street.

West Chestnut street. New Salem street.

Prospect street. Salem street.

North avenue. LoweU street.

Main street. Malvin street.

Bennett street. Salem street (on the Salem branch).

They base their request on the ground that these crossings

are protected by crossing gates or a flagman, and that, in view of

this fact, warning signs would seem to be unnecessary, and the

expense in connection with their installation and maintenance

would not be warranted.

The enactment of the statute under which these signs are

required, was pursuant to certain recommendations made by a

joint committee on "Grade Crossings and Trespassing on Rail-

roads," of the National Association of Railwa,y Commissioners,

and a special committee on the " Prevention of Accidents at

Grade Crossings" of the American Railway Association. These

recommendations were made for the purpose of securing a better

and more uniform method of protection throughout the country.

Later this joint committee, and the executive committee of the

American Automobile Association drafted a tentative bill w:ith

this object in view. This Commission, in its annual report to

the Legislature in 1917, pointed out that the rapid increase in

recent years of the use of automobiles had intensified the danger

at railroad grade crossings, and submitted so much of this tenta-

tive draft as was necessary to make effective the specific recom-

mendations of the National Association of Railway Commis-

sioners.

Since the enactment of this law only four towns in the state

have petitioned to be relieved from the obligations imposed
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thereunder. One of the petitioners asked only to be relieved

where there were complications due to the intersection of other

streets close to the crossing, and two of the others have since

withdrawn their petitions.

There have been several cases where serious accidents have

happened, due to drivers of automobiles running into the gates

when they were down to protect the crossing, and also into the

sides of trains, both standing and moving over these crossings.

Some of these accidents might have been prevented if these

warning signs had been installed. They are in general use

throughout the state, and the Commission is of the opinion that

the installation of warning signs at these crossings as specified

in the petition is not impracticable or unnecessary and that they

should be installed.

The petition is therefore dismissed.

By the Commission,

ALLAN BROOKS,
Februaey 27, 1918. [P. S. C. 1976] Assistant Secretary.

Petition of the Board of Supervisors of the city of Springfield for

release from the requirements of chapter 246 of the General

Acts of 1917 relative to the installation of warning signs at

certain railroad grade crossings in that city.

Memorandum,.

After an inspection of the crossings by a member of the In-

spection Department of the Commission and a conference with

the engineer in charge of streets, the city has decided to install

signs at the crossings in question. No further action is there-

fore necessary and the petition is placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
December 23, 1918. [P. S. C. 2257] Secretary.
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Petition of the selectmen of the town of Auburn for the establish-

ment of protection at the Pondville crossing {Mill street) of the

New York, New Haven and Hartford railroad in that town.

Memorandum.

A hearing was held upon this petition on January 3, 1918. It

appeared that the selectmen of the town had already presented

the subject matter of the petition to officials of the railroad com-

pany, with a view to having an electric bell installed at the cross-

ing in question, and that the company had arranged to install

the same. The original equipment, however, had been received

in a damaged condition and considerable delay was experienced in

obtaining other equipment.

The Commission has now been informed by its inspection de-

partment that the warning bell has been installed at the cross-

ing, and as further action by the Commission appears to be un-

necessary, the petition is placed upon file.

Attest: ANDREW A. HIGHLANDS,
March 20, 1918. [P. S. C. 1982] Secretary.

Petition of the selectmen of Braintree for temporary release from

the requirements of chapter 246 of the General Acts of 1917

relative to the installation of warning signs at grade crossings on

the New York, Neio Haven and Hartford railroad in that town.

The selectmen of Braintree have been unable to comply with

provisions of chapter 246 of the General Acts of 1917, requiring

the placing of warning signs at railroad grade crossings, within

the period specified therein, owing to delay in the manufacture

of the signs and delivery by the railroad company and to the

unfavorable weather conditions which have prevailed since their

receipt by the petitioners. An extension of time in which to

install the signs is therefore requested.

After consideration, — it is

Ordered, That the selectmen of the town of Braintree be

hereby released from the requirements of chapter 246 of the

General Acts of 1917 relative to the placing of warning signs at

railroad grade crossings in that town, for a temporary period

terminating May 1, 1918, upon the understanding that said

signs be installed at an earlier date if weather conditions permit.

Attest: ANDREW A. HIGHLANDS,
March 18, 1918. [P. S. C. 2062] Secretary.
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Petition of citizens of Franklin relative to protection at the grade

crossings in that town at Union street, commonly called Ma-

son's, and the Washington street crossings, commonly called

Clark's, Stockbridge and Daniels' crossings.

Union street crosses the tracks of the main line of the New
York, New Haven and Hartford railroad about three-quarters of

a mile west of the Franklin railroad station. There are six tracks

crossing the highway, with two additional tracks close to the

crossing. It is protected by gates operated by a gateman be-

tween the hours of 6.15 a.m. and 8.15 p.m. Four regular sched-

uled freight trains are operated over this crossing between the

hours of 8.15 p.m. and 6.15 a.m., when no protection is afforded.

Two of these trains do local work and often switch over the

crossing. The petitioners believe that present conditions are

dangerous, and ask that the same form of protection be extended

throughout the twenty-four hours of the day, because of this

switching, and because cars are allowed to stand on the side tracks

nearby, obstructing the view from the highway, and because of

the large number of tracks at the crossing.

The three Washington street crossings, mentioned in the peti-

tion, over the tracks of the Providence branch of the railroad,

are all within a distance of 6,800 feet and are commonly known
as Clark's, Stockbridge and Daniels' crossings. Clark's crossing

is the most northerly of the three and crosses the track at an

angle of about 45°. There are but two scheduled passenger

trains a day each way over this branch, except on Saturdays,

when there are three. There is also one regular freight train

each way during the -day. The view approaching the crossing

on the highway from the north is somewhat obstructed, due to

the contour of the adjoining land. At the Stockbridge and

Daniels' crossings there is a good view of approaching trains

from either direction, the brush along the highway having been

removed since the petition was filed.

After public hearing and report by its inspection department,

the Commission is of the opinion that, for the safety of the tra/-

eling public, the protection now afforded at Union street cross-

ing should be extended throughout the twenty-four hours of the

day, and that electric warning bells should be maintained at the

Washington street crossing, known as Clark's crossing. In view

of the limited number of trains operated on this branch, and the

opportunity afforded those using the highway at the Stockbridge

and Daniels' crossings to observe approaching trains, the Com-
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mission does not feel justified in ordering protection at these

two crossings.

It is therefore

Ordered, That the New York, New Haven and Hartford Rail-

road Company maintain a gateman to operate the gates at the

crossing of its main line and Union street in the town of Frank-

lin during the twenty-four hours of the day, and that the com-

pany install and maintain an electric warning bell at the crossing

of the Providence branch of its railroad with Washington street,

known as Clark's crossing, in said town of Franklin.

By the Commission,

ANDREW A. HIGHLANDS,
Maech 22, 1918. [P. S. C. 1959] Secretary.

Petition of the selectmen of Hingham for release from requirements

of chapter 246 of the General Acts of 1917 relative to the main-

tenance of warning signs at grade crossings on the New York,

New Haven and Hartford railroad in that town.

Memorandum.

A hearing was held upon this case on January 24, 1918, and

the matter has been further considered at a subsequent confer-

ence with the petitioners. In a communication to the Commis-
sion March 2, 1918, the selectmen of Hingham requested leave

to withdraw the petition, assent to which is hereby given.

Attest: ANDREW A. HIGHLANDS,
March 12, 1918. [P. S. C. 2041] Secretary.

Petition of the Nantashet Lands Protective and Improvement Asso-

ciation relative to inadequate service and need of crossing

protection on the New York, New Haven and Hartford rail-

road in the town of Hull.

A few years ago the attention of the Board of Railroad Com-
missioners was called to the fact that three railroad grade cross-

ings on Nantasket avenue in Hull needed additional protection,

and after a hearing upon its own motion and further investiga-

tion, the Board, under date of June 5, 1913, issued recommenda-

tions affecting all travelled ways located in that portion of the

town, which has a large population during the summer months.

Some of these crossings have not been laid out as public high-
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ways across the railroad location, but are extensively used for

public travel during the summer season. The recommendations

were :

—
1. That during such portions of the year as the Nantasket Beach

Steamboat Company maintains a steamboat service between Boston

and the town of Hull, the New York, New Haven and Hartford Railroad

Company cause flagmen to be maintained at the crossings known as

Kenberma street, near Kenberma station; A street, near Waveland station,

and L street, near Bayside station.

2. That at all other stations in the town, protected by gates or flagmen,

protection be given during all hours when any engine, car or train is

operated during the same season of the year.

3. That during the remainder of the year all engines, cars or trains

approaching any of these crossings in either direction be under control

and pass over them at a rate of speed not greater than four miles per hour.

The present petition is for gates instead of flagmen at. Stony

Beach and Allerton crossings, and also at the three crossings de-

scribed above. At the hearing the company contended that the

provisions of the recommendations of 1913 were being strictly

observed, and that there had been no accident at any of the

crossings involved since the recommendations were made; that

when the warning signs for crossings of highways and railroads,

recommended by the National Association of Railway Commis-

sioners last year, have been placed in position by the selectmen

of Hull, they will be an added protection; and that, owing to

acute angles at the crossings at Stony Beach and Allerton, the

gates installed would have to be very long and difficult to oper^

ate, or they must be placed at right angles to the highway, which

would make the space inside the gates so long as to create a con-

dition dangerous to automobiles or other vehicles which might

happen to be caught between them.

The hearing having developed no evidence to justify the Com-
mission in making any modification of the original order, the

petition is hereby dismissed.

The petitioners also asked that improved train service be fur-

nished by the company. The summer schedule, providing 36

trains, or 18 round trips, daily, doubtless removes any reasonable

cause of complaint, thus making action by the Commission at

this time unnecessary.

For the Commission,

ANDREW A. HIGHLANDS,
July 25, 1918. [P. S. C. 1893] Secretary.
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Petition of the selectmen of the town of Yarmouth for release from

the requirement of chapter 2^6 of the General Acts of 1917

relative to the maintenance of warning signs at certain grade

crossings on the New York, New Haven and Hartford railroad

in that town.

Memorandum.

Following the hearing on this matter and an investigation by

the Inspection Department of the Commission, the petitioners

have decided to erect warning signs at the crossings named in

the petition and have requested that no action be taken. The

petition is therefore placed on file without prejudice.

Attest: ANDREW A. HIGHLANDS,
January 29, 1918. [P. S. C. 1999] .

Secretary.

Private Railroads.

Petition of Gilbert and Barker Manufacturing Company for con-

sent to the construction and maintenance of railroad for pri-

vate use across certain ways in West Springfield.

It appearing that the selectmen of the town of West Spring-

field have consented to the construction of the proposed railroad

across the ways; that the county commissioners of Hampden
County have adjudged that public necessity requires that the

railroad cross the ways 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 stearn power upon and across Cold Spring avenue

(known as Albany street), Cornell street, James street and Pas-

sageway, in the town of West Springfield, as shown upon a plan

dated April 10, 1918, 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 engine,

car or train is approaching and while it is passing over said

crossings, and that no engine, car or train shall cross at a greater

speed than four miles an hour.

Attest: ANDREW A. HIGHLANDS,
May 31, 1918. [P. S. C. 2085] Secretary.
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During the year additional orders have been issued consenting

to the construction of railroads for private use in the transporta-

tion of freight across highways, as follows :
—

Boston, May 31, 1918 — Linde Air Products Company, across

East First street. South Boston. [P. S. C. 2137]

Boston, July 29, 1918 — S. A. Woods Machine Company,

across Alger street. South Boston. [P. S. C. 2219]

Brockton, June 27, 1918 — George E. Keith Company, across

Forest street. [P. S. C. 2153]

Erving, August 6, 1918 — Washburn and Heywood Chair

Company, across old County road. [P. S, C. 2237]

Everett, February 6, 1918 — New England Structural Com-
pany, across Second street. [P. S. C. 1992]

Montague, April 17, 1918 — F. I. Webster Company, across

an alley leading north from Eleventh street. [P. S. C. 2103]

Waltham, September 13, 1918 — Massachusetts School for the

Feeble-Minded, across Waverley Oaks road. [P. S. C. 2244]

Worcester, December 9, 1918 — Worcester Electric Light

Company, across Webster street, Worcester. [P. S. C. 2304].

Abolition of Grade Crossings.

Petition of the New York, New Haven and Hartford Railroad

Company for certificate relative to abolition of grade crossing

in South Boston.

After notice and hearing and an examination of the proposed

plan for the abolition of the grade crossing of the tracks of the

New York, New Haven and Hartford Railroad Company and

the highway known as West First street in the South Boston

district of the city of Boston, as set forth in the report of the

special commission appointed by the Superior Court to consider

the matter, and after consideration of the expenditure therein

authorized, — it is

Ordered, That the Commission hereby certify that in its opinion

the adoption of said plan and the incurring of such expenditure

are consistent with the public interests and are reasonably required

to secure a fair distribution between the different cities, towns and

railroads of the Commonwealth of the public money appropriated

for the abolition of grade crossings, and that such expenditure

will not in its judgment exceed the amount to be paid by the

Commonwealth under the provisions of law relating thereto.

Attest: ALLAN BROOKS,
^

August 20, 1918. [P. S. C. 2233] Assistant Secretary.
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Alteration of Crossings.

Petition of the New York, New Haven and Hartford Railroad

Company for approval of agreement for alteration in the

crossing of Massachusetts avenue and the railroad in the city

of Boston.

It appearing, after notice and hearing, that the mayor and

city council of the city of Boston 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 Massa-

chusetts avenue and the tracks of the New York, New Haven
and Hartford railroad in the city of Boston; that they are

agreed upon the character of the alteration 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 ap-

portionment of cost, has been dul}^ executed by the mayor of

the city of Boston and by the president of the New York, New
Haven and Hartford Railroad Company, a copy of which agree-

ment is as follows: —

Agreement for Alteration of Highway known as Massachusetts

Avenue, which crosses the Railroad of the New York, New
Haven and Hartford Railroad Company in the City of Boston.

Whereas, There is a certain highway known as Massachusetts avenue

in the city of Boston, which crosses the railroad of the New York, New
Haven and Hartford railroad below the tracks of said railroad, and the

directors of said railroad company, and the mayor and council of said

city, are of the opinion that it is necessary for the security and convenience

of the public that an alteration be made at this time in said crossing by

which additional tracks shall be carried across the highway for a classi-

fication yard and for other purposes in addition to the tracks now crossing

under said highway, and have agreed as to the alteration which shall be

made;

Noiv, therefore, In pursuance of the provisions of the acts of 1906,

chapter 463, part 1, section 41, and acts in amendment thereof and in

addition thereto, this agreement in writing is made and signed in behalf

of said city, by the mayor, thereunto duly authorized by the Council,

and in behalf of said railroad company, by its president, thereunto duly

authorized by the directors, specifying the manner and the limits within

which the alteration shall be made, by whom the work shall be done,

the method of construction, and how the costs shall be borne.
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Alterations.

The additional tracks shall be carried across Massachusetts avenue

on a new bridge east of the present bridge carrying the Midland Division

mainline tracks.

The bridge shall be constructed of steel with solid concrete floor and

shall rest upon abutments and steel columns; the abutments shall be

constructed so their faces shall coincide with the side lines of the street,

and the columns shall rest upon piers constructed near the curb lines

of the sidewalks and in line with the piers supporting the present bridge.

The width of the bridge on the southerly line of the street shall be about

ninety-three (93) feet, and on the northerly line about one hundred

twenty-five feet.

The bridge shall be constructed at such elevations as will provide the

same clear headroom above the present surface of the street as now exists

under the present bridge.

Plan.

The alteration hereinbefore described is shown upon a plan herewith

and made a part hereof, entitled: "N. Y. N. H. & H. R.R., Midland

Division, Proposed Alteration of Crossing of Massachusetts Ave. with

tracks of the N. Y. N. H. & H. R.R., Sept. 13, 1918."

Performance of the Work.

The New York, New Haven and Hartford Railroad Company shall fur-

nish all the material, and do all the work necessary to complete the above

described alteration.

Apportionment of Expense.

The total cost of the alteration as aforesaid, including the cost of any

necessary hearings, the expense of the Public Service Commission and

its necessary agents, and all damages, shall be paid by the New York,

New Haven and Hartford Railroad Company.

Signed in behalf of the City of Boston by its Mayor, thereunto duly

authorized, and in behalf of the New York, New Haven and Hartford

Railroad Company by its president thereunto duly authorized.

CITY OF BOSTON,
By Andrew J. Peters, Mayor.

THE NEW YORK, NEW HAVEN AND HARTFORD
RAILROAD COMPANY,

By E. G. BucKLAND, President.

It is

Ordered, That the approval of the Commission be hereby given

to the agreement and to the .alterations therein set forth, as nec-

essary for the convenience and security of the public.

Attest: ANDREW A. HIGHLANDS,
October 3, 1918. [P. S. C. 2279] Secretary.



394 APPENDIX— ORDERS. . [Jan.

Petition of the New York, New Haven and Hartford Railroad

Company for approval of agreement for alteration of crossing of

Southamp'on street and the tracks of the Old Colony railroad

{New York, New Haven and Hartford Railroad Company,

lessee) in the city of Boston.

This is a petition of the New York, New Haven and Hartford

Railroad Company for approval of an alteration of crossing of

Southampton street in the city of Boston and the tracks of the

Old Colony railroad constituting the Boston division of the New
York, New Haven and Hartford Railroad Company This

alteration is incidental to the proposed construction of a new

classification yard by the New Haven Company in order to

relieve the present congestion of its freight terminals in South

Boston. This yard as planned is to consist of 25 tracks, is to be

located on vacant land of the company between its Boston and

Midland divisions, is to extend from South Bay junction to

Massachusetts avenue, and would be intersected about midway

by Southampton street. At present Southampton street is carried

over the tracks of the Boston division and under the tracks of

the Midland division, the two crossings being about a quarter

of a mile apart. Obviously, if the classification yard is to be

built and operated in the area between these crossings, South-

ampton street must be raised and carried over the yard by a

viaduct. Provision is made for this method of alteration by an

agreement, recently executed by the railroad company and the

city of Boston under the provisions of section 41 of Part I of

chapter 463 of the Acts of 1906. Under the statute the validity

of this agreement is conditioned upon the Commission's approval

of the alteration set forth in the agreement as " necessary for the

convenience and security of the public," and such approval is

sought in the pending petition.

It is recited in the agreement that the ultimate intention is

to carry the viaduct over the classification yard and also over the

tracks of the Midland division, and to have the grade at the

westerly end run out in the vicinity of Burnham street. It was

agreed, however, that it would be sufficient for the present to

carry the viaduct over the classification yard only and to retain

the present method of crossing under the tracks of the Midland

division. The present plan provides for the construction of a

steel viaduct about 530 feet long across the classification yard.

The easterly end of the viaduct is to be built on an ascending
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grade of 2.75 per cent, which is the grade of the easterly ap-

proach to the present crossing, until a clearance of 22 feet is

obtained above the tracks, and thence at a level grade to the

westerly end of the structure. Beyond that point the street is

to be carried on a wooden trestle and earth fill at a descending

grade of 4| per cent until it reaches the present street level at

the easterly side of the bridge carrying the Midland division

tracks over said street. The steel viaduct is to be paved with

wooden blocks, the wooden trestle is to be planked and the

earth fill is to be paved with granite blocks. In connection with

this alteration the width of the street is to be narrowed by

moving in the street lines 5 feet, both on the northerly and

southerly sides, and the viaduct and wooden trestle are to be

designed to provide a roadway 40 feet wide and two sidewalks

each 10 feet wide.

At the present time the tracks of the Boston Elevated Rail-

way Company water pipes of the city of Boston, a gas pipe of

the Boston Gas Light Company, and conduits of the Edison

Electric Illuminating Company, the New England Telephone

and Telegraph Company and the Boston Elevated Railway

Company are located in this portion of Southampton street.

The gas and water pipes are now carried on the overhead bridge

spanning the tracks of the Boston division, but it is proposed,

in connection with the alteration, to carry these pipes under the

railroad tracks on a pile foundation to be constructed by the

railroad company. It is also planned to carry the conduits of

the telephone company and those of the Elevated company

under the sidewalk on the southerly side of the viaduct and the

conduits of the Edison company under the northerly sidewalk.

In general, the plans for the proposed alteration have been

developed in consultation with representatives of the other pub-

lic service companies having locations in the street, and their

suggestions as to the most advantageous method of relocating

existing tracks, pipes, conduits and other structures have, so far

as practicable, been complied with.

By the terms of the agreement, the New Haven Company
undertakes to furnish all material and do all the work necessary

to complete the alteration, and to pay for the total cost thereof,

but no provision is made for reimbursing the other public service

companies for the expense of relocating existing tracks or other

structures. Because no such provision is made, the Edison Com-
pany, the Elevated Company and the Gas Company appeared in
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remonstrance to the petition. As they also complained that they

had not been given a hearing by the mayor and city council of

Boston prior to the execution of the agreement, the Commission

suspended proceedings in order to afford counsel for said com-

panies an opportunity to confer with the city authorities. Upon

the resumption of hearings, counsel for the city stated that

the city could not legally undertake to reimburse these companies

for any of the expense incurred in connection with the proposed

alteration, and that so long as its rights were safeguarded, the

city could not properly withhold its consent to an agreement

providing for an improvement which appeared to be in the gen-

eral public interest. Counsel for the remonstrants then con-

tended that the Commission should disallow the petition because

of the heavy burden of expense thrown upon these companies

with no resulting benefit to them or to their patrons.

The Boston Elevated Company claimed that during recon-

struction the traffic now moving over Southampton street would

have to be diverted via Boston street, Edward Everett square

and Massachusetts avenue, that additional special work and

changes in track at Edward Everett square would cost about

$12,000, that the cost of removing and • relaying the track on

Southampton street would amount to about $17,500, that changes

in conduits and line construction would cost about $25,000 and

that the expense of maintenance on the new location on account

of the heavier grade and wooden planking would be increased

by about $1,000 a year. The company also claimed that the

diversion of traffic over a more circuitous route during recon-

struction would increase the cost of operation and involve delay

and inconvenience to the traveling public. The expense of the

Edison Company would amount to upwards of $125,000 and that

of the Gas Company to about $20,000, according to the estimates

submitted by these companies. In addition to these estimated

expenditures for immediate alterations, each company would be

subjected to a large additional expense when the present wooden

trestle is taken down and the viaduct is extended over the tracks

of the Midland division. Upon the ground that all these ex-

penditures should be assumed by the New Haven Company as

the sole beneficiary of the proposed alteration, it was argued

that the Commission might properly find that the approval of

this alteration was not required in the public interest, and that

if the present petition were disallowed it would still be open

to the New Haven Company either to make an adjustment by

agreement with the other companies, or else to proceed under
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section 23 of Part I of the general railroad law, and have the

expense of the alt'erations apportioned, upon the basis of the

equities between all parties, by the Special Commission pro-

vided for by the statute.

The claim of the remonstrants that this alteration is for the

sole benefit of the New Haven Company raises the precise and

only issue now before the Commission as to whether the altera-

tion is necessary for the security and convenience of the public.

In its report and order, dated June 15, 1917, upon the petition of

the New York, New Haven and Hartford Railroad Company rela-

tive to the alteration of certain crossings in South Boston, the Com-
mission stated that the establishment of a classification yard in

the vicinity of Southampton street "is so desirable on general

grounds for the good of the service that no unnecessary time

ought to be lost in carrying the plans for its construction into

execution." (5 P. S. C. Rep., pp. 356, 362.) Since that time

the traffic demands upon the terminal facilities of the New
Haven Company have been greatly increased, as the result of

the expansion of the Fore River Shipbuilding plant at Quincy,

and of the erection of the large Destroyer plant at Squantum,
and other public and private manufacturing plants and store-

houses which are being utilized for war work. Plans have also

been made for the construction, on land formerly owned by the

Commonwealth north of Summer street extension in South

Boston, of an immense army supply base, costing, with its sup-

porting railroad yard and other appurtenances, approximately

$28,000,000, which is to be used for embarkation purposes for

the United States Army and for the handling of supplies destined

for overseas shipments. The work of construction is well ad-

vanced, and will probably be completed within a few months.

Commonwealth Pier has also been taken over by the United

States government and is to be used to a very large extent for

export purposes. The present terminal facilities of the New
Haven Company are inadequate for the proper handling of this

government business and the construction of a new classification

yard at the ear iest possible date is imperative. The company's
land in the neighborhood of Southampton street appears to be

the most advantageous site for such a yard, and no claim was
made that it might or should be constructed elsewhere. The
alteration of Southampton street, which is a necessary part of

this projected improvement, thus appears to be desirable, not

only in the interest of the commercial development of Boston

and the growth of its export business, but also to meet the re-
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quirements of the United States government in the prosecution

of the war. These considerations, even if every reasonable allow-

ance is made for the expense and hardship to the remonstrant

companies, virtually compel an afl&rmative finding upon the only

issue raised by the petition, as to whether the proposed altera-

tion is necessary for the convenience and security of the public.

If the remonstrants are of the opinion that the approval of

this alteration as set forth in the agreement would result in an

invasion of their property rights, they have their remedy in the

courts. It is, however, apparently settled law that while the

structures of such companies are personal property which they

have a right to remove, the rights which they exercise in the

streets are not private rights of property but are a part of the

public rights which are shared in common and which are subject

to reasonable regulation or even termination at any time if the

supreme authority acting in the public interest shall so deter-

mine. {New Eng. Tel. and Tel. Co. v. Boston Term. Co., 182

Mass. 397.) In other words, the public service companies enjoy

free franchises in the streets, and are subject to the necessity of

having their property conform to the requirements of the public

as a whole. Thus, in connection with the construction of the

South station and the Boston Elevated subways, the discontinu-

ance of streets, the abolition of grade crossings and similar

matters the public service companies occupying the streets by

license have been obliged to remove and relocate their structures

at their own expense. The remonstrants have attempted to dis-

tinguish this case upon the ground that the alteration proposed

under the pending petition is solely for the benefit of the New
Haven company and not for the benefit of the public, but for

reasons already pointed out that view does not appear to be

tenable.

It is to be observed that in proceedings brought under section

41 the only parties to the agreement are the city and the rail-

road company, that no provision is made for a separate deter-

mination of the equities of other companies affected by the

alteration and that such equities can be considered only in so

far as they have a bearing upon the determination of the issue

of public convenience and security. It may be argued that the

statute is defective in this respect by making it possible for the

railroad company to make an advantageous arrangement with

the city at the expense of other interested parties, and that a

preferable method of procedure is available under section 23,

which provides a special tribunal for the apportionment of the
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expense in a proceeding to which all the companies affected may
become parties. The advantage to the remonstrants under the

latter method of procedure would, however, appear to be more

theoretical than real. Section 23 provides in the first instance

for a determination by the Public Service Commission as to

whether the alteration is necessary for the security or convenience

of the public, and the issue being substantially the same as in the

present proceeding, the Commission would obviously reach the

same conclusion. As this finding would be controlling upon the

Special Commission in its determination of the apportionment of

expense, it would not be open to the remonstrants to argue

before that Commission that this alteration was made for the

sole benefit of the New Haven Company, but the rights and

obligations of parties would be determined by the law and

precedents applicable to the relocation of structures in the streets

in connection with an improvement made in the general public

interest, so that the remonstrants would be likely to be left in the

same position as they now are under the agreement in this case.

But whatever may be the relative merits of the two modes of

procedure authorized by the statutes, the Commission has no

authority to control the option of the railroad company to pro-

ceed under section 41, or to nullify the provisions thereof by

dismissing proceedings brought under that section and requir-

ing the company to proceed under section 23 as suggested by the

remonstrants. Moreover, even if the Commission had discretion

to make such a disposition of the pending petition the need of

facilitating the immediate undertaking of this important im-

provement is so urgent, and the delay involved in the initiation

of new proceedings would be so great, that the Commission could

not exercise such discretion without serious prejudice to the

public interest. An order is therefore entered approving the

agreement and the alterations therein set forth.

ORDER.

Petition of the New York, New Haven and Hartford Railroad

Company for approval of agreement for alteration of crossing

of Southampton street and the tracks of the Old Colony rail-

road {New York, New Haven and Hartford Railroad Com-
pany, lessee) in the city of Boston.

It appearing, after notice and hearing, that the mayor and

council of the city of Boston and the directors of the New York,

New Haven and Hartford Railroad Company and of the Old
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Colony 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 in the city of Boston where Southamp-

ton street passes over the Old Colony railroad (New York, New
Haven and Hartford Railroad Company, lessee); that they are

agreed upon the character of the alteration to be made and that

an instrument in writing specifying the manner and limits within

which alteration shall be made, the party by whom the work

shall be done, the general method of construction and the appor-

tionment of cost has been duly executed by the mayor of Bos-

ton, the president of the New York, New Haven and Hartford

Railroad Company and the president of the Old Colony Rail-

road Company, a copy of which agreement is as follows: —

Agreement for Alteration of Highway known as Southampton
Street which crosses the Railroads of the New York, New
Haven and Hartford Railroad Company and of the Old Colony
Railroad Company, in the City of Boston.

Whereas, there is a certain highway known as Southampton street in

the city of Boston, which crosses the railroad of the New York, New
Haven and Hartford Railroad Company below the tracks of said railroad,

and crosses the tracks of said Railroad Company, and of the Old Colony

Railroad Company, leased to and operated by said The New York, New
Haven and Hartford Railroad Company, above the railroad tracks, and

the directors of said Railroad Companies and the Mayor and Council

*of said City are of the opinion that it is necessary for the security and con-

venience of the public that an alteration be made at this time in said

second named crossing which shall permit the construction of additional

tracks for a classification yard and for other purposes in addition to the

tracks now crossing under said highwaj^ and have agreed as to the altera-

tions which shall be made;

Now, therefore, in pursuance of the provisions 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 behalf of said city

by the Maj^or, thereunto duly authorized by the Council, and in behalf

of said Railroad Companies, by their Presidents, thereunto duly author-

ized by the directors, respectively, specifying the manner and Hmits within

which the alterations shall be made, by whom the work shall be done, the

method of construction, and how the costs shall be borne.

Alterations.

The southerly line of Southampton street shall be changed and estab-

lished as follows: Beginning at a point in the present southerly line at the

westerly end of the steel girder of the bridge carrying the street over the

tracks of the Boston Division of the New York, New Haven and Hartford
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Railroad Company; thence running westerly in a straight line eighty (l80)

feet to a point five (5) feet distant northerly from the present southerly

Une of Southampton street measured at right angles thereto; thence

running westerly parallel to said present southerly line and five (5) feet

distant northerly therefrom nine hundred sixty (960) feet; thence running

westerly in a straight line one hundred (100) feet to a point in the present

southerly line of Southampton street near the bridge carrying the Mid-

land Division tracks of the New York, New Haven and Hartford Railroad

Company over said street.

The northerly line of Southampfton street shall be changed and estab-

lished as follows: Beginning at a point in the present northerly line sixty-

three (63) feet distant westerly from the easterly end of the steel girder of

the bridge carrying the street over the tracks of the Boston division of the

New York, New Haven and Hartford Railroad Company; thence running

westerly in a straight line eighty (80) feet to a point sixty-five (65) feet

distant northerly from the present southerly line of the street measured

at right angles thereto ; thence running westerly parallel to said present

southerly line and sixty-five feet distant northerly therefrom nine hundred

thirty-two and five tenths (932.5) feet; thence running westerly in a

straight line one hundred (100) feet to a point in the present northerly

line of Southampton street near the bridge carrjdng the Midland Division

tracks of the New York, New Haven and Hartford Railroad Company
over said street.

The grade of Southampton street shall be changed and established as

foUows: Beginning at the easterly end of the bridge over the Boston

Division tracks at the present estabHshed grade of the street; thence west-

erly by an ascending grade not to exceed 2.75 feet per 100 feet, and after

passing over the proposed classification yard of the New York, New
Haven and Hartford Railroad descending with a grade not to exceed 4|

feet per 100 feet and meet the present grade of the street at the easterly

side of the bridge carrying the Midland Division tracks over said street.

The present bridge carrying the street over the Boston Division tracks

shall be raised to conform to the new grade hereby established. West of"

this bridge for a distance of about four hundred seventy (470) feet, the

street shall be carried on a steel viaduct supported on steel columns so

spaced as to permit of the construction of said classification yard. West

of the steel viaduct, the street shall be carried on a wooden viaduct and

earth fiU. The new steel and wooden viaducts shall be designed to pro-

vide a roadway forty feet wide with two street car tracks and two side-

walks each ten (10) feet wide, but the present construction shall provide

for the roadway and the sidewalk on the northerly side only, the other

sidewalk to be added when in the opinion of the City of Boston the traffic

needs of the street require it.

The roadway shall be paved with creosoted wooden blocks on the

steel portion and with wooden planking on the wooden portion of the

viaduct. On the present bridge over the Boston Division tracks and on
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the earth fill the roadway shall be paved with granite blocks. The side-

walk on the entire viaduct shall have a plank surface and on the earth fill

a brick pavement. The New York, New Haven and Hartford Railroad

Company shall relay the 30-inch water pipe and the 16-inch water pipe

in a location that will be satisfactory to the Commissioner of Public Works.

The City is hereby granted the right to maintain the said water pipes in

the new location.

During construction of the viaduct Southampton street within the

limits of the alterations shall be closed to highway travel.

Plan.

The alterations hereinbefore described are shown upon a plan herewith,

and made a part hereof, entitled "N. Y., N. H. & H. R.R. Boston and

Midland Divisions Proposed Alteration of Crossing of Southampton St.

with the Tracks of The N. Y., N. H. & H. R.R. July 6, 1918."

Performance of the Work.

The New York, New Haven and Hartford Raihoad Company shall

furnish all the material, and do all the work necessary to complete the

above described alteration.

Apportionment of Expense.

The total cost of the alterations as aforesaid, including the cost of any

necessary hearings, the expense of the Public Service Commission and its

necessary agents, and all damages, and including the cost of the proposed

sidewalk on the south side of Southampton street when the construction

of such sidewalk is demanded by the City of Boston, shall be paid by the

New York, New Haven and Hartford Railroad Company.

The Railroad Company shall maintain the entire structure and the

wearing surface on the temporary portion of the viaduct.

It is the intention of the New York, New Haven and Hartford Rail-

road Company at such time in the future as financial considerations will

permit to ask the assent and agreement of the City to the extension of the

Southampton street viaduct provided for hereinbefore, substantially in

accordance with the plan shown in dotted fines on the above named plan,

and said last named Railroad Company hereby agrees that if and when the

said city shall desire the completion of the work mentioned in this para-

graph, it will make an agreement with the city to carry out such comple-

tion, said agreement to be of similar tenor to the present agreement and

the work to be carried out at the expense of said The New York, New
Haven and Hartford RaUroad Company.

In connection with such future extension, the Railroad Company

shall construct a permanent channel under Southampton street for the

waterway known as Dorchester Brook, to the satisfaction of the proper

city authorities.
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Signed in behalf of the City of Boston, by its Mayor, thereunto duly

authorized, and in behalf of the New York, New Haven and Hartford

Railroad Company, and of the Old Colony Railroad Company, by their

Presidents, thereunto duly authorized, respectively.

CITY OF BOSTON,
By Andrew J. Peters,

Mayor.

THE NEW YORK, NEW HAVEN AND HARTFORD
RAILROAD COMPANY,

By E. G. BucKLAND,

President.

OLD COLONY RAILROAD COMPANY,
By Fatette S. Curtis,

President.

It is

Ordered, That the approval of the Commission be hereby given

to the agreement and to the alterations therein set forth as neces-

sary for the convenience and security of the public.

For the Commission,

ANDREW A. HIGHLANDS,
Nov. 4, 1918. [P. S. C. 2280] Secretary.

Petition of the city council of Boston for approval of agreement

for alteration in the crossing of Walworth street and the rail-

road in the West Roxbury district of Boston.

It appearing, after notice and hearing, that the mayor and city

council of the city of Boston and the directors of the New York,

New Haven and Hartford Railroad Company and the Boston

and Providence Railroad Corporation are of opinion that it is

necessary for the security and convenience of the public that an

alteration be made in the bridge which carries Walworth street

over the Boston and Providence railroad (New York, New Haven
and Hartford Railroad Company, lessee) in the West Roxbury
district of the city of Boston; that they are agreed upon the

character of the alteration 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 apportion-

ment of cost, has been duly executed by the mayor of the city

of Boston and by the presidents of the New York, New Haven
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and Hartford Railroad Company and the Boston and Providence

Railroad Corporation, a copy of which agreement is as follows: —

Agreement for Alteration of the Highway known as Walworth
Street at Crossing of Railroad of the Boston and Providence

Railroad Corporation in the City of Boston.

Whereas, There is a certain highway in the city of Boston known as

Walworth street, which crosses the railroad of the Boston and Providence

Railroad Corporation, leased to and operated by the New York, New
Haven and Hartford Railroad Company, above the grade of said raUroad,

and the mayor and council of said city, and the directors of said railroad

companies are of the opinion that it is necessary for the security and con-

venience of the public that an alteration shall be made in said crossing,

by which the bridge carrying the highway shall be widened, and have

agreed as to the alterations which shall be made;

Now, therefore, In pursuance of the provisions of the Acts of 1906,

chapter 463, Part I, section 41, this agreement in writing is made and

signed in behalf of said city by the mayor, thereunto duly authorized,

and in behalf of said railroad companies by their presidents, thereunto

respectively authorized, specifying the manner and limits within which

the alterations shall be made, by whom the work shall be done, the gen-

eral method of construction, and how the costs shall be borne.

Alterations.

The bridge carrying Walworth street over the tracks of the railroad

shall be widened by the construction of a five-foot sidewalk on each side

thereof, said sidewalks to rest on stringers crossing the railroad and

leaving a clear head room not less than that under the remaining portion

of the bridge. The sidewalks on the approaches to said bridge at each

end thereof shaU be constructed so as to correspond with the sidewalks

above mentioned.

Plan.

The alterations hereinbefore described are shown upon a plan here-

with, and made a part hereof, entitled: "Walworth Street Bridge, Sept.

1, 1917, E. F. Murphy, Commissioner of Public Works."

Performance of the Work.

The City of Boston shall furnish all the material and do all the work

necessary to accomplish the above described alterations.

Apportionment of Expense.

The total cost of the alterations as aforesaid, including the cost of

any necessary hearings, the expenses of the Public Service Commission

and its necessary agents, and all damages, shall be paid by the City of

Boston.
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Signed in behalf of the City of Boston, by the Mayor, thereunto duly

authorized, and in behalf of the railroad companies, by their presidents,

respectively, thereunto duly authorized.

CITY OF BOSTON,
By James M. Curlet,

Mayor.

THE NEW YORK, NEW HAVEN AND HARTFORD
RAILROAD COMPANY,

By E. J. Pearson,

President.

BOSTON AND PROVIDENCE RAILROAD CORPORATION,

By Philip Dexter,

President.

It is

Ordered, That the approval of the Commission be hereby

given to the agreement and to the alterations therein set forth,

as necessary for the convenience and security of the public.

Attest: ANDREW A. HIGHLANDS,
March 11, 1918. [P. S. C. 2067] Secretary.

Petition of the New York, New Haven and Hartford Railroad

Company for approval of agreement for alteration of crossing

at York street in the city of Springfield.

It appearing, after notice and hearing, that the mayor and

board of aldermen of the city of Springfield 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 where

the highway known as York street in the city of Springfield

passes under the railroad of the New York, New Haven and

Hartford Railroad Company; that they are agreed upon the

character of the alteration 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 mayor of the city of

Springfield 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 the Highway known as York
Street crossing the Railroad of the New York, New Haven

' AND Hartford Railroad • Company in the City of Springfield.

Whereas, There is a certain highway in the city of Springfield known

as York street, which crosses the railroad of the New York, New Haven

and Hartford Railroad Company below the tracks of said railroad, and

the directors of said railroad company and the ma^or and board of alder-

men of said city are of the opinion that it is necessary for the security

and convenience of the public that an alteration shall be made in said

crossing which shall permit the construction of three tracks above said

highway west of the bridge now spanning said highway, and have agreed

as to the alterations which shall be made;

'Now, therefore. In pursuance of the provisions 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 behalf

of said city by the mayor thereunto duly authorized by the board of

aldermen, and in behalf of said railroad company by its president there-

unto duly authorized by the directors, specifying the manner and limits

within which the alteration shall be made, by whom the work shall be

done, the method of construction, and how the cost shall be borne.

Alterations.

The right of way or location of said railroad company where it crosses

York street shall be altered by widening the same a distance of thirty-

nine and sixty-seven hundredths (39.67) feet running westerly from the

westerly line of said right of way or location. The grade of that portion

of York street included within said widening shall remain as at present,

and no alteration shall be made in the approaches to said crossing on

either side.

The westernmost of the existing four tracks of the railroad company

shall be moved a distance of approximately ten (10) feet westerly from

its present location, and shall be carried above said York street on a

frame bent trestle with bents spaced to give twelve (12) feet openings.

The center of one of the openings shall correspond with the center of

that portion of the present highway which passes between the abutments

of the existing bridge. The headroom from the surface of the street to

the lowest portion of said structure shall be not less than the headroom

of the present bridge.

At a distance of thirteen (13) feet on centers westerly from the last

described frame bent trestle a track shall be carried above said York street

by another frame bent trestle of the same description and specifications

as that already mentioned, including the location of the opening, the

center of which shall correspond with the center of the existing bridge.

At a distance of thirteen (13) feet on centers westerly from the last

.described frame bent trestle a track shall be carried above said York

street by another frame bent trestle of the same description and speci-
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fications as those already mentioned, including the location of the open-

ing, the center of which shall correspond with the center of the existing

bridge.

Plan.

The alteration hereinbefore described is shown upon a plan herewith

and made a part hereof entitled "N. Y., N. H. & H. R.R., Hartford

Division. Alteration of York street crossing, Springfield, Mass., May
'

9, 1918."

Performance of the Work.

The New York, New Haven and Hartford Railroad Company shall

furnish all the material and do all the work necessary to accomplish the

above described alteration.

Apportioninent of Expense.

The total cost of the alteration as aforesaid, including the cost of any
necessary hearings, the expense of the Public Service Commission and

its necessary agents, and all damages, shall be paid by the New York,

New Haven and Hartford Railroad Company.
Signed in behalf of the city of Springfield by its mayor thereunto duly

authorized and in behalf of the New York, New Haven and Hartford

Railroad Company by its president thereunto duly authorized.

CITY OF SPRINGFIELD,
By Frank E. Stacy,

Mayor.

THE NEW YORK, NEW HAVEN AND HARTFORD
RAILROAD COMPANY,

By E. G. BucKLAND,

President.

It is

Ordered, That the approval of the Commission be hereby given

to the agreement and to the alterations therein set forth, as nec-

essary for the convenience and security of the public.

Attest: ANDREW A. HIGHLANDS,
August 9, 1918. [P. S. C. 2234] Secretary.

Petition of the New York, New Haven and Hartford Railroad

Company for approval of agreement for alteration of the cross-

ing of Central street and the railroad in the town of Stoughton.

It appearing, after notice and hearing, that the selectmen of

the town of Stoughton and the directors of the New York, New
Haven and Hartford Railroad Company and of the Old Colony
Railroad Company are of opinion that it is necessary for the
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security and convenience of the public that an alteration be

made in the crossing of Central street and the Old Colony rail-

road (New York, New Haven and Hartford Railroad Company,
lessee) in the town of Stoughton; that they are agreed upon the

character of the alteration 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 select-

men of Stoughton and by the presidents of the New York, New
Haven and Hartford Railroad Company and the Old Colony

Railroad Company, a copy of which agreement is as follows: —

Agkeement for Alteration of Highway known as Central Street,

WHICH CROSSES THE RaILROAD OF THE OlD CoLONY RaILROAD

Company in the Town op Stoughton, Massachusetts.

Whereas, There is a certain highway known as Central street in the

town of Stoughton which crosses the railroad of the Old Colony Railroad

Company, leased to ,and operated by the New York, New Haven and

Hartford Railroad Company, above the railroad tracks, and the directors

of said railroad companies and the selectmen of said town are of the

opinion that it is necessary for the security and convenience of the public

that an alteration be made at this time in said crossing which shall per-

mit the raising of the bridge and increasing the headroom over the tracks,

and have agreed as to the alterations which shall be made

:

Noiv, therefore, In pursuance of the provisions of the acts of 1905,

chapter 463, Part I, section 41, and acts in amendment thereof and in

addition thereto, this agreement in writing is made and signed in behalf

of said town, by the chairman of the board of selectmen thereunto duly

authorized by the selectmen, and in behalf of said railroad companies

by their presidents thereimto duly authorized by the directors, respec-

tively, specifying the manner and limits within which the alterations

shall be made, by whom the work shall be done, the method of con-

struction, and how the costs shall be borne.

Alterations.

The bridge carrying Central street over the tracks of the railroad

company shall be raised one foot three inches (1' 3") so as to afford a

clearance of sixteen (16) feet above the rails of the railroad track. The

grade of Central street shall be changed and established as follows : Be-

ginning at the easterly end of the bridge over the railroad tracks at the

proposed established grade of the street, elevation 269.66 Boston base;

thence easterly by a descending grade not to exceed five (5) feet per one

hundred (100) feet to meet the present grade of the street at station

plus 85, elevation 265.70. Beginning at the westerly end of the bridge
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over the railroad tracks at the proposed established grade of the street,

elevation 269.66 Boston base; thence westerly by a descending grade

not to exceed three and fifty one-hundredths (3.50) feet per one hundred

(100) feet to meet the present grade of the street at station 2. elevation

262.43.

The traveled surface of the street within the limits of the alteration

shall be graveled with good gravel, to conform to the present surface of

the street.

Plan.

The alterations hereinbefore described are shown upon a plan herewith,

and made a part hereof, entitled: "N. Y., N. H. & H. R.R. Old Colony

Div. Proposed Raising of Bridge 5.21 to obtain 16-0" Clearance No.

Stoughton, Mass. Sept. 9, '16."

Performance of the Work.

The New York, New Haven and Hartford Railroad Company shall

furnish all the material, and do all the work necessary to complete the

above described alteration.

Apportionment of Expense.

The total cost of the alterations as aforesaid, including the cost of

any necessary hearings, the expense of the Public Service Commission

and its necessary agents, and all damages, shall be paid by the New York,

New Haven and Hartford Railroad Company.

Signed in behalf of the town of Stoughton by the chairman of the

board of selectmen thereunto duly authorized, and in behalf of the New
York, New Haven and Hartford Railroad Company, and of the Old

Colony Railroad Company, by their presidents thereunto duly authorized,

respectively.

TOWN OF STOUGHTON,
By Geobge W. Pratt,

Chairman of Selectmen.

THE NEW YORK, NEW HAVEN AND HARTFORD
RAILROAD COMPANY,

By E. G. BucKLAND,
,

President.

OLD COLONY RAILROAD COMPANY,
By Fayette S. Curtis,

President.

At a meeting of the Selectmen held in the Selectmen's room, Town
House, Stoughton, Mass., Aug. 28, 1918, it was voted that the Chairman

of the Board, Mr. George W. Pratt, be authorized to sign the agreement

on behalf of the Town of Stoughton.

Jennie F, McNamara,
Assistant Town Clerk, Stoughton.
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It is

Ordered, That the approval of the Commission be hereby given

to the agreement and to the alterations therein set forth, as nec-

essary for the security and convenience of the public.

Attest: ANDREW A. HIGHLANDS,
October 21, 1918. [P. S. C. 2273] Secretary.
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EXPRESS TRANSPORTATION.

Petition of the General Transportation Company for recommenda-

tion relative to the transportation of express matter on pas-

senger trains of the Boston and Maine railroad between Boston,

Salem and Peabody.

Memorandum.

Hearings were held on this petition on November 23, 1916,

and March 9, 1917. The petitioner was directed to submit evi-

dence to the effect that the people in the communities served by

the petitioner believed that it would be to their interest to have

a competitive service among the local express companies; that

they found the business of the petitioner more expeditious and

satisfactory than the present service; and that it would be in

the general public interest of the community that the petitioner

be afforded the privilege of operating express service on passen-

ger trains of the Boston and Maine railroad, between Boston,

Salem and Peabody. No such evidence has been submitted to

the Commission, and the petition is therefore dismissed.

Attest: ANDREW A. HIGHLANDS,
August 14, 1918. [P. S. C. 1475] Secretary.
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INVESTIGATIONS.

Communication

To Hon. C. A. Prouty, Director, Division of Public Service and Account-

ing, United States Railroad Administration, upon railroad conditions

in Massachusetts under Federal Control.

Dear Sir: — Under date of July 22, 1918, you wrote this

Commission asking for certain information in regard to the

physical condition and service of the railroads in Massachusetts

under federal control, and in regard to the powers and organiza-

tion of this Commission, I take pleasure in transmitting here-

with answers to these inquiries. The apparent delay has been

due to our desire to ascertain, as nearly as we could, the views

of the people of the commonwealth in regard to some of these

matters.

Our endeavor has been to make the answers comprehensive,

but general, in their character. More detailed information, how-

ever, is submitted in the attached exhibits and more is at your

command if you desire it. You may be assured that this Com-
mission stands ready to do anything in its power to make federal

operation of the railroad systems a success.

Yours very truly,

FREDERICK J. MACLEOD,
Chairman.

RAILROAD CONDITIONS IN MASSACHUSETTS UNDER FED-
ERAL CONTROL.

1. Physical Condition of the Railroads".

(a) What is the physical condition of road and equipment at

the present time?

Under date of June 29, 1918, the Inspection Department of

the Commission submitted a report upon the condition of the

roadbed and track of the steam railroads within the common-

wealth, a copy of which was sent to you. The department, on
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June 11, 1918, also made a special report upon the New London

Northern Division of the Central Vermont Railway, of which you

were likewise informed. Briefly, these reports showed that the

work of renewing ties and rails and resurfacing and aligning track

was by no means so far advanced as it should have been at that

time of year,! and that this was due to the difficulty of securing

necessary material and labor, especially the latter. Somewhat

better progress had been made on the Boston and Maine and

Boston and Albany than on the New York, New Haven and

Hartford, and the worst conditions existed on the Central Ver-

mont, where they were rapidly becoming dangerous.

Since these reports were made, some additional labor has been

secured and it now seems probable that much of the work of

tie and rail renewal will be completed before the winter sets in.

Roadbed and track cannot be brought to the same standard of

surface, alignment and ditching as if the renewals had been made
earlier, but will be safe. The inspectors report, however, that

very little progress has been made in improving conditions upon

the Central Vermont, and the work is still badly delayed upon

the New Haven. A special report upon the Central Vermont

situation, supplementary to the one dated June 11, 1918, is sub-

mitted herewith as an exhibit marked A.

Bridges have been the subject of special consideration by the

Inspection Department, and it became necessary recently to

bring to the attention of the management the condition of cer-

tain of these structures in Massachusetts upon the Boston and

Maine system. A number of the Boston and Maine bridges are

old, and some of them are of poor design, lack of margin of safety

that good engineering practice demands, and are unsuited to

modern operating conditions. Various expedients, however, have

been adopted to insure safety until such time as renewals can be

made, and this subject is now receiving further consideration by our

Engineering and Inspection departments and the officials of the

road. The Commission has been assisted in this matter by Pro-

fessor James M. Barker of the Massachusetts Institute of Tech-

nology.

The inspectors report that the physical condition of stations

and other buildings is not satisfactory. It does not appear that

public safety is endangered, but conditions with respect to clean-

liness and general maintenance are not what they should be nor

fully up to the standards of the past. This seems to be due,

chiefly, to shortage of competent labor.
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Our inspector of railroad equipment reports as follows, under

date of August 13, 1918: —
From 1914 until the railroads were taken under federal control, the

freight and passenger equipment was in general poor condition on ac-

count of the inability of procuring necessary labor and material for its

maiotenance. Since the Government assumed control to the present

time, no appreciable improvement is noted, for the same reason as stated

above.

A very large number of freight cars, particularly on the Boston and

Maine railroad, are of the wooden underframe type, and on account of

their age and general condition, are almost continually out of service for

repairs. All wooden underframe freight cars should be withdrawn from

service and cars with steel underframes substituted. Proper tools and

appliances should be provided at the shops to make repairs to this class

of equipment.

A large number of passenger cars still in service are of the old wooden

underframe type; these should be replaced by cars with steel under-

frames.

It is my opinion that for the proper maintenance of freight and passenger

cars, additional facilities, material and men should be provided.

This report is confirmed by complaints which we have received

from patrons. Standards of cleanliness and repairs seem to be

relatively low, so far as the comfort and convenience of passen-

gers are concerned; but it does not appear that public safety is

being endangered. Attention is directed to the statement of our

inspector that the Boston and Maine shops are not equipped

with proper tools and appliances for the repair of steel equip-

ment.

Our inspector of locomotives reports that the condition of rail-

road engines operating within the commonwealth has been un-

satisfactory in recent years. The cause, he believes, has been a

"shortage of material ajid labor, and the working of general

repair shops in 1914 and 1915 on short time." There have

been, in his opinion, no great improvements since the establish-

ment of federal control. He states, however, that the "locomo-

tives in this state at the present time are in better condition than

in 1914-1915, but are not as yet up to a satisfactory standard,"

and further expressed the view that "too much general shop

work is being done at roundhouses; therefore necessary running

repairs are being neglected."

(6) Had the 'property been properly maintained for the three years

previous to the beginning of federal control? If not, in what par-

ticular had it been allowed to deteriorate?
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In answering this question it should be borne in mind that

We are dealing only with the property located in Massachusetts

and not with the systems as a whole. Difficulty is encountered

because of doubt as to the interpretation of the word "properly."

From one point of view proper maintenance would involve the

replacing of inadequate and obsolete, as well as worn-out, prop-

erty, and the constant preservation of the roads in first-class,

modern condition for the rendering of service of maximum effi-

ciency. The last part of your question, however, in which you

use the word "deteriorate," leads us to believe that you do not

have in mind so high a standard, but rather the maintenance of

the properties in safe and reasonably good operating condition.

The answer to your first question furnishes some indication of

the situation in this respect. Taking the systems separately: —

Boston and Albany. — This property, in recent years, has been main-

tained in better operating condition than any other road in Massachusetts.

Our Inspection Department reports that, previous to 1916, roadbed and

track were very satisfactorily maintained. Since that time "the former

high standards have been rapidly depreciating." This has been mani-

fested chiefly by delay in track work and consequent impairment of sur-

face, alignment, ditching, etc. The cause has been shortage of labor, due

to the inability of the companies to pay as high wages as other employers.

These unsatisfactory conditions have been more marked in 1918, but ex-

isted in 1917. In 1907 this company began the installation of rock ballast

and for several years continued to ballast with rock from 30 to 35 miles

of track annually, so that it is now far ahead of any other road in Massa-

chusetts in this respect. This work, however, ceased in 1916 and has not

since been resumed. The shortage of labor, beginning with 1917, has

also had its effect upon the maintenance of rolling stock and buildings.

The standard has fallen somewhat.

New York, New Haven and Hartford. — Conditions on this property

have been very similar. The Inspection Department reports that in 1916

only about 85 per cent of the allotment of men were obtainable for track

work, in 1917 but 65 per cent, and in 1918 a still lower percentage. Not
so much progress has been made in 1918 as on either the Boston and

Maine or the Boston and Albany. The property has been kept safe and
in fair operating condition, but the maintenance has been below first-

class standards.

Boston and Maine. — The standards of this company have, in the past,

been below those of the New Haven and Boston and Albany, Compara-
tively speaking, there has been improvement during the past three years.

The Inspection Department reports: "It was the policy of this company
for several years, when the fiscal year ended with June 30, to postpone

until after this date making annual repairs on the property. This method
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has now been changed and a more satisfactory condition exists on this

system." Track work this year is further advanced than in the case of

any of the other companies. Like the others, however, much which

should have been done during the three years it has not been possible to

do, and this apphes to rolling stock, buildings and bridges, as well as to

roadbed and track.

Central Vermont. — The property of this company in Massachusetts,

which consists of one line running north and south through the central

portion of the state, has been inadequately maintained during the period

in question. Resulting conditions were described in detail in the special

report of the Inspection Department, dated June 11, 1918.

Summarizing, the standard of maintenance on Massachusetts

railroads has been somewhat low. By new construction work,

however, as distinguished from maintenance, considerable has

been done, during the three years in question, to increase op-

erating efficiency, notwithstanding serious financial difficulties.

This has been true of the New Haven especially, which has made
notable improvements in side track, yard and terminal facilities,

not only in this state, but in its other territory. To a lesser

extent it has been true of the Boston and Maine. The Boston

and Albany had previously been brought to a high state of oper-

.ating efficiency. The highest property standards have been

reached by this road, the New Haven ranking next.

Improvements have also been made in rolling stock. Steel

passenger cars have been introduced extensively on the through

routes of the New Haven and Boston and Albany roads and, in

some degree, on the Boston and Maine, but are not used for

local service within the commonwealth. Important additions

to coal-carrying equipment have recently been made, and a

substantial number of large, modern engines have been installed.

Our inspector reports that the number of new locomotives in-

stalled "since 1915, up to and including 1918," for use in Massa-

chusetts has been as follows: —

Company. Number.

Boston and Albany, . . . .

Boston and Maine, . . . .

New York, New Haven and Hartford,

Total

27

61

101
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The extent to which old passenger equipment in poor condition

has been retired from service is indicated by the following extract

from a report of the Chief of the Inspection Department under

date of August 16, 1916: —
The New York, New Haven and Hartford Railroad Company operates

about 1,000 cars in local passenger train service in this commonwealth, all

of which are of the wooden type. Of this number about 500 are in good

condition. About 250 of the total number should be put in good condi-

tion. The remaining 250 have been in service from 29 to 40 years, and

are in generally poor condition. Recently the company retired 25 of

these cars and, following a joint inspection made by a member of this De-

partment and a representative of the railroad company, I have the assur-

ance of the management that 169 more "will be taken from and kept

out of passenger train service."

Similar retirements on a smaller scale have been made by the

other roads.

We are informed, also, that the New England carriers have

recently been handicapped in maintaining equipment by the fact

that, under federal control, they are called upon to repair foreign

freight cars to a greater extent than hitherto.

(c) Is the Government properly maintaining the property now?

If not, what, in your opinion, should he done?

This question should be answered, we assume, in the light of

prevailing conditions. The deficiencies in present standards of

maintenance have already been indicated, as well as the ap-

parent causes. In the report of our Inspection Department,

dated June 29, 1918, it was stated that if the unsatisfactory

track conditions were allowed to continue they would "result in

lengthening the running time of many trains to insure their

smooth and safe operation," and the importance of maintaining

efficiency and reliability of railroad service at the present time

was emphasized. The effect of lowered standards of maintenance

is cumulative, and there is no department of railroad work to

which the adage, "a stitch in time saves nine," better applies.

The department suggested that conditions might be improved

by classifying track men as skilled workmen and paying them
a rate of wages commensurate with their employment. Steps

in this direction have recently been taken, and we are informed

that the Massachusetts roads have found it possible to enlarge

their track forces somewhat because of this change. If this fails

to meet the needs of the situation, we have no further suggestions

to make except to say that proper maintenance of the through
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lines of communication is so important that, if the labor shortage

continues, the Government must either make further increases

in 'wages or take other steps to draw the necessary forces from

other lines of industry.

During the war, of course, available resources must be con-

centrated upon the efficient movement of troops, munitions and

necessary freight, and it is to be expected that improvements

which have a less, direct relation to this matter may not be

undertaken, and that some laxity may be inevitable in the main-

tenance of passenger equipment and buildings. When more

normal conditions return, proper track maintenance should in-

clude the improvement of ballast. The Boston and Albany has

made good progress in this direction, but the other roads are far

behind. The New Haven has only 40 miles of rock-ballasted

track in this state and the amount on the Boston and Maine is

insignificant. Our Inspection Department has the following to

say upon this subject: —
The railroads are lacking both in quantity and quality of ballast to

keep the tracks in good surface and alignment. Only a small portion of

lihe main line tracks have in recent years received new ballast. Much of

the gravel and sand ballast now in use has become so badly worn and

mixed with cinders that it puddles when wet and pumps from under the

track when dry. Good gravel pits along the lines of railroads are be-

•coming very scarce, but rocks, from which rock ballast may be made, are

plentiful. Now that the weights of locomotives, cars and loads have

been greatly increased, in my o'i)inion, on hnes where traffic is heavy and

"especially in wet cuts where drainage is poor, it would be economy to re-

place gravel ballast with rock ballast as rapidly as conditions will permit.

Proper maintenance, also, ought to include, in normal times,

higher sta^idards relative to passenger cars and stations, as a

whole, than now prevail, or, indeed, have ordinarily prevailed in

the past. Public management of the road should be distinguished

by its regard for the comfort and convenience of passengers.

Cars and buildings ought to be kept clean, well-painted and

attractive. Public service corporations in this section of the

country have often failed to appreciate, to the same extent as

business concerns in competitive industry, the importance of

such practice. In our judgment, there is nothing that will win

greater public appreciation.

(d) What additions or betterments should be made to the property?

For the present, we believe that the Government is pursuing

the right policy in concentrating upon the additions or better-

ments which are related directly to the more efficient and eco-
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nomical handling of freight, — such work as the improvement of

yards and junction points, the laying of third track or additional

sidetracks, the construction of new or improved engine houses

and terminal facilities, the replacing of the older and weaker

bridges and the like. Looking forward into the future, there is,

of course, much more that ought to be done. Electrification,

accompanied by the reconstruction and improvement of the pas-

senger and terminal facilities in Boston, further modernizing of

passenger equipment, extension of block signal systems, the

further elimination of grade crossings, are all projects which

ought ultimately, in the not too remote future, to be undertaken.

Some of the antiquated conditions which exist upon railroads

which operate in Massachusetts may be illustrated by the fact

that on January 21, 1916, a report of our Inspection Department

showed that the Boston and Maine railroad had 590 coaches

which were still equipped only with kerosene lights. The situa-

tion is substantially the same at the present time.

2. Passenger and Freight Service.

(a) Certain passenger trains have been taken off. Has that in

your opinion unduly incommoded the public? Having reference to

present conditions, should any of these trains be restored? If times

were normal, but the roads were operated under a single manage-

ment, as they are now, ought any of these trains to be put back?

(b) Is the passenger service upon the trains which are operated

satisfactory? Are the accom.modations adequate? Are the trains

operated on time?

These two questions may be answered together. In order that

it might furnish as definite information as possible, the Commis-
sion, immediately upon their receipt, issued a notice to the press

embodying the above inquiries and the inquiry relative to freight

service, with a view to securing some general expression o| public

opinion. Special communications were also sent to every city

and town government and to the commercial organizations of

the state. In addition, our Inspection Department was directed

to report upon the matter.

The response to the press notice was negligible and, while a

more general response was made by city and town governments

and commercial organizations, the number of replies was not

large, many towns, and even some cities, being unrepresented.

Public attention is concentrated upon the war, and inconven-

iences and even hardships are very generally accepted with

patience and regarded as probably inevitable. This view was
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•reflected, not only in failure to answer, but in the replies which

were made.

Reduction of passenger service is not a new thing in Massachu-

setts. In 1914 material reductions were made, thp effect being

shown by the following table of passenger train mileage oper-

ated in 1916 compared with the mileage operated in 1913: —

COMPANT. 1913. 1916.

Boston and Albany

Boston and Maine, . . . .

New York, New Haven and Hartford,

4,285,387

12,211,748

16,753,623

3,960,475

11,243,635

15,157,555

In July, 1917, upon recommendation of the so-called "Railroads*

War Board," further extensive reductions were made. It was

proposed, at first, to eliminate 2,300,000 train miles annually

on the Boston and Maine, 1,700,000 on the New Haven and about

280,000 on the Boston and Albany, but, as a result of complaints

and conferences with representatives of the Commission, various

modifications were made and the actual reductions were some-

what less than originally planned. Early in 1918 still other

trains were taken off, the reductions being estimated by the

roads, on a yearly basis, as follows: —

Company. Train MUes.

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

136,032

724,500

1,100,000

The reductons in 1917 were investigated by the Commission

before they became effective, and in the memorandum issued

under date of June 13, 1917, it was stated that "the companies

have apparently endeavored to exercise a reasonable discrimina-

tion in the selection of trains which might best be eliminated,,

if any reductions are to be made in the present passenger train

service. They have professed a desire not to interfere with the

movement of labor in morning and evening rush hours and to

discontinue in general only trains that are now accommodating

comparatively few passengers." No similar opportunity to con-

sider the reductions in service in advance was afforded at the

time of the changes in 1918, except in the case of the New Haven

road.
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The replies received from city and town governments and from
commercial organizations in answer to "our circular letter have
been tabulated on large sheets for convenient reference, and
copies of these are submitted herewith as an exhibit (marked B)
accompanying this report. Similar copies have been sent to Mr.
James H. Hustis, New England District Director, and our In-

spection Department has been instructed to investigate the

specific complai^nts and endeavor to secure an adjustment where
reasonable need appears. Some of the complaints are now pend-
ing before the Commission under formal petitions.

The Commission has had great difficulty in dealing with service

questions since the war began, because of inability to apply

former standards and fear of interfering in the very desirable

movement for the conservation of labor and fuel. The replies

which we have received are very evidently influenced by the

same feeling. The consensus of opinion seems to be that the

public has not been unduly incommoded by the taking off of

passenger trains. In a comparatively few cases it is urged that

additional service would be of great public convenience and
should be furnished even under present conditions, but this is

,not the general view. On the other hand, the opinion is preva-

lent that much of the discontinued service should be restored

upon the return of normal times, whether or not the roads are

operated under a single management, but the replies, as a rule,

are not specific and reflect a disposition to postpone the settle-

ment of this question and to await developments.

The views expressed by our inspectors are similar. Their

reports are submitted herewith as an exhibit (marked C). Par-

ticular attention is directed to the suggestions relative to the

operation of joint facilities at Worcester, including the union

passenger station. Trains are now being operated on time quite

as well as under private management, although conditions in

this respect were bad last winter, owing to the severe weather

conditions. The reduction of service has made overcrowding of

trains more frequent than heretofore, but seating accommodations
in general are adequate. Our inspectors mention the effect upon
service of the constantly growing parcel post and express busi-

ness. This has rendered station facilities inadequate, in some
cases, and has lengthened running time. Quoting from one of

the reports: —

The schedule time, however, in many cases has been lengthened on

account of the reduction in passenger service, for the purpose of making
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connections and for the handling of parcel post and express matter. This

kind of service is not satisfactory, and is in some cases unnecessary.

Passenger trains which are held for first-class maU connections should not

be further delayed by the parcel post and express business.

The general situation may, in our judgment, be summarized

as follows: —

(1) The situation which has existed in manj^ other parts of the country,

where separate companies have had parallel routes between unportant

centers— such as Chicago and St. Louis— operating rival and com-

peting trains, has not existed for many years in New England. Consoli-

dations have practically eliminated duplication and competition in pas-

senger service, and federal control has not changed the situation in this

respect.

(2) Beyond the introduction of steel equipment and electric lighting on

the through routes and the installation of block signals in the interest of

safety, there has been no substantial improvement in passenger service

in Massachusetts for many years. On the whole, not only more frequent

but faster service was provided twenty years or more ago, and the character

of the equipment has not changed greatly in the local service.

(3) The reductions in service, which began in 1914 but have been

made chiefly in the past two years, have apparently not reduced traffic

but merely concentrated it. Longer trains have been necessary and, in

not a few cases, heavier engines. Labor and fuel have been saved, but

by no means in proportion to the reduction in train mileage. This was

demonstrated by statistics furnished to the Commission by the com-

panies after the reduction in 1917.

(4) The change has had a tendency to make the older and lighter

engines obsolete and to increase the demand for new and heavier loco-

motives. It has also made it more difficult to keep trains on time, an

effect particularly noticeable in the winter, and under bad weather con-

ditions, and intensified by the increase in parcel post and express busi-

ness. It has had the further effect of making overcrowding more frequent.

While we beheve that the roads try to provide enough cars, standing

passengers are more common than in the past.

(5) The change has also resulted in less express service and lengthened

running times. It has been necessary, for example, to add stops on many
trains which formerly ran express from Boston to cities twenty miles or

more distant. Running times have also been lengthened by the iact that

longer trains and the increased parcel post and express business require

longer station stops.

(6) Following their announced policy, the roads have, we beheve,

maintained adequate service for the movement of labor in the morning

and evening to and from the cities; and a fairly satisfactory local service

has been furnished to and from the communities constituting the Greater
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Boston district. The smaller communities outside this zone are the ones

which have suffered most, especially when located off the main routes of

travel. A principle laid down by the Railroad Commission of Massachu-

setts many years ago, and endorsed frequently thereafter, was that

reasonable and adequate passenger service included the operation of

many trains which did not in themselves pay, but were essential to the

welfare of the communities which the carriers had undertaken to serve.

In the recent reductions of service Hghtly loaded trains have, in general,

been discontinued, and many of the smaller communities have been left

with very few facilities for even necessary traveling. It is a handicap^

which is particularly felt in the winter months and seems likely to inter-

fere seriously with the wholesome policy of suburban living which has had'

widespread growth in Massachusetts under the encouraging conditions,

fostered by its railroads through cheap monthly commutation rates ^

It seems clear that no advance program of what would coir-

stitute proper service upon the return of normal times can now
be definitely formulated. If electrification were undertaken and
local service operated without engines upon the multiple-unit

plan, it would probably be desirable, from the point of view of

both accommodations and economy, to reduce peak loads and
spread traffic as much as possible by the operation of compara-
tively short trains on frequent headway. Directing attention

to present war-time needs, the service, as above suggested, may-

be divided into two parts: main line accommodations, by which
the larger cities or centers are served, and intermediate main
line and branch service, affecting the smaller towns and com-
munities outside the immediate vicinity of Boston.

Suggestions from the larger communities, situated upon the

main lines, are directed principally toward the restoration of

express trains which have been taken off altogether or consoli-

dated. Adjustments may, in some cases, be made to improve
conditions. For instance, the Commission has recently been
successful in effecting such an adjustment in the case of service

from Boston to Haverhill. In general, however, to restore the'

trains desired would mean the furnishing of additional equipment,
usually of a heavy type, and crews for a service which, although

convenient, cannot be considered necessary under prevailing con-

ditions. Every effort should be made, of course, to make the

service dependable by operating trains on time, with a sufficient

number of cars for necessary seating accommodations. In this

connection the increased parcel post and express business pre-

sents a difficult problem. So far as feasible, this business should
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be handled by special trains, and it now seems that, in some

cases, additional station facilities should be provided, even under

present conditions.

The communities affected by curtailment of service upon

branch lines are especially numerous in Massachusetts, as a

glance at a map of the Boston and Maine and New Haven sys-

tems will indicate. Upon the return of normal times, additional

trains should undoubtedly be operated. In the meantime, relia-

bility of service is of even more importance than in the case of

the cities. When trains are late, connections are missed and

much of the benefit which should be derived from even the infre-

quent service rendered is lost. In some instances, also, by a rear-

rangement of schedules additional service can probably be fur-

nished, without the use of additional crews or equipment, merely by

taking advantage of present idle time. Some cases of this kind

have been brought to the attention of the roads by this Commis-

sion, and we have no doubt that others exist. Operating officials

should study this matter carefull3^

In general, the roads appear to have been responsive to the

need for adequate service for the operatives of munition plants.

In the case of the Fore River Shipbuilding plant a special in-

vestigation of transportation facilities, including those afforded

by the steam roads, was made by members of the Commission's

staff. A plan was submitted in detail for operating a through

train direct to the plant from Boston, and one also from Brock-

ton, over the branch line from East Braintree. At present the

steam passenger service terminates at Quincy, where the work-

men transfer to trolleys or jitneys. This plan was not adopted,

apparently because it was felt that existing accommodations were

adequate, but in our judgment it is feasible and can be made

effective, if the need arises, by the expenditure of a comparatively

small amount of capital and without interfering with the freight

service.

While not related directly to service, a matter affecting the

use of railroad tickets has come to the attention of the Commis-

sion. A ticket may now be used only within the 48-hour period

following its purchase. This causes considerable inconvenience

to patrons and results in congestion at ticket offices. It leads

to the practice of paying cash fares upon the trains, with the

incidental extra work involved in their collection and the issue

and redemption of rebate checks. This probably offsets any loss

which might result from the misuse of tickets under the more

liberal practice in effect for many years.
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(c) Is the movement of freight normal to-day? In what respect

is it deficient?

Freight service upon the railroads operating in Massachusetts

has been decidedly inferior for at least the past three years.

Serious congestion has existed and embargoes have been frequent

and widespread. The New Haven road has been the worst

offender in this respect, perhaps because of the extraordinary

development of the munitions business in certain portions of

Connecticut, and the Boston and Albany has given by far the

best service. The embargoes have undoubtedly caused severe

financial loss to New England industries, and have also caused

diversion of much business to express companies, producing in-

cidentally, as above indicated, an unfavorable effect upon pas-

senger service.

Upon the whole, it is our opinion that the situation has im-

proved materially since federal control, and the construction

work now under way should result in still further improvement.

Our inspectors agree that through freight is being handled with

better dispatch than formerly, although it has increased in vol-

ume. At the same time, in the communications received from
municipal authorities and commercial organizations, the com-
plaint is very general that the service is still slow and unreliable,

with all the aggravations produced thereby. This seems to be

especially true of local shipments of less-than-carload freight, and
the outstanding cause, in the judgment of our inspectors, is the

shortage of labor at freight houses and transfer points.

Considerable local freight is now moved by motor truck or

street railway. Much more would undoubtedly move by trolley

if the street railway companies were in a position to supply the

necessary equipment. We believe that the authorities at Wash-
ington might well give consideration to the lending of govern-

merit credit to these companies for the purchase of additional

freight equipment upon a priority basis. Eastern Massachusetts

is covered by a network of trolley lines which often provide di-

rect routes between important centers, where the steam railroad

routes are circuitous and transfers are necessary. Days are fre-

quently consumed on such routes in moving freight a compara-
tively short distance. Clearly the employment of freight cars in

such service is wasteful and opposed to all standards of war-time

conservation. If the trolley lines were able to provide the needed

service by the direct routes, much steam equipment could be

released for service where it can be used more economically and
efficiently.
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Our inspectors have also felt that the effort to load engines

to full tonnage capacity, while in general to be commended, has

in some cases been carried too far, particularly upon the Boston

and Maine and New Haven roads. If some margin is not

allowed, trains are apt to be stalled, especially m bad weather,

and less efficiency is secured than if the loads were lighter. It

is a question of time versus tonnage. There now seems to be

less reason for criticism, however, than existed some months ago.

The practice of the Boston and Albany in this respect seems to

have been better considered than that of the other roads.

3. Powers of the Commission.

(a) Power over rates. How are state rates established and

changed? Must they he filed with your Commission?

Under the statutes this Commission has very full powers over

intrastate rates. They must be filed, following the Interstate

Commerce Commission practice in this respect, and cannot be

changed except upon thirty days' notice, unless the Commission

otherwise orders. The Commission can suspend changes for ten

months after the effective date and has power, after hearing had

upon its own motion or complaint, to determine the just and

reasonable rates, fares and charges for the service to be per-

formed, and to fix the same by order. Section 22 of the Public

Service Commission Act (chapter 784 of the Acts of 1913) is as

follows: —
Section 22. Whenever the commission shall be of opinion, after a

hearing had upon its own motion or upon complaint, that the rates,

fares or charges or any of them demanded, exacted, charged or coUected

by any common carrier now or hereafter subject to its jurisdiction, for

any services to be performed within the commonwealth, or the regula-

tions or practices of such common carrier affecting such rates, are unjust,

unreasonable, unjustly discriminatory or unduly preferential or in any

wise in violation of any provision of law, or that the rates, fares or charges

or any of them chargeable by any such common carrier are insufficient to

yield reasonable compensation for the service rendered and are unjust

and unreasonable, the commission shall determine the just and reasonable

rates, fares and charges to be charged for the service to be performed, and

shall fix the same by order to be served upon every common carrier by

whom such rates, fares and charges or any of them are thereafter to be

observed. It shall be the duty of every such common carrier to observe

and obey every requirement of every such order so served upon it, and

to do everything necessary or proper in order to secure absolute compliance

with and observance of every such order by aU its officers, agents and

employees. The commission may, after investigation, authorize a common



1919.] INVESTIGATIONS. 427

carrier in special cases to charge less for longer than for shorter distances

for the transportation of passengers or property, whenever in the opinion

of the commission such authorization is consistent with the public interests,

and the commission may from time to time modify or revoke such au-

thorization.

The Commission has similar authority to require the establish-

ment of through routes and joint rates and the installation of

switch connections.

(6) Power over physical plant. To what extent can you direct

as to the maintenance or extension of the property?

(c) What authority have you over operation?

These two questions may be considered together. The general

authority of the Commission over operation and service is con-

ferred by section 23 of chapter 784 of the Acts of 1913, as

amended by chapter 244 of the Acts of 1916, as follows: —

;

Section 23. Whenever the commission shall be of opinion, after a

hearing had upon its own motion or upon complaint, that the regulations,,

practices, equipment, appliances or service of any common carrier, now
or hereafter subject to its jurisdiction, are unjust, unreasonable, unsafe,

improper or inadequate, the commission shall determine the just, reason-

able, safe, adequate and proper regulations and practices, thereafter to be

in force and to be observed, and the equipment appliances and service

thereafter to be used and shall fix and prescribe the same by order to be

served upon every common carrier to be botmd thereby. The commission

shall have power after such a hearing, to order any street railway com-

pany to build and operate any just and reasonable extensions of its lines

for which it may have or may be granted locations and to order from

time to time that a railroad company shall operate its lines, of standard

gauge, or such parts thereof as the commission shall prescribe, by electric

power instead of by steam power, and in its order shall prescribe the

time within, which the work of electrification shall be done. Before

making such order, the commission shall consider the relative importance

and necessity of the changes in any specific regulations, practices, equip-

ment and appliances proposed to be included therein and of other changes

which may be brought to its attention in the course of the hearing, the

financial ability of the carrier to comply with the requirements of the

order, and the effect of the carrier's compliance therewith, upon its financial

ability to make such other changes, if any, as may be deemed by the com-

mission of equal or greater importance and necessity in the performance

of the service which the carrier has professed to render to the public. It

shall be the duty of every such common carrier to observe and obey

every requirement of every such order so served upon it, and to do every

thing necessary or proper in order to secure abso'ute compliance with

and observance of every such order by all its officers, agents and em-
ployees.
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It will be noted that there may be doubt as to the authority

of the Commission to require steam railroad companies, as dis-

tinguished from street railway companies, to build and operate

extensions of their lines, and that the authority to require elec-

trification, or other similar changes, is limited in a somewhat

unusual way. Special statutes, also, give the Commission special

authority over safety appliances, track construction, signals and

the like. Under the old Railroad Commission law, which is still

in force, the Commission has the following general power (sec-

tion 9, Part I, chapter 463, Acts of 1906): —

Section 9. If the board is of opinion that repairs are necessary upon

any railroad or railway, or that an addition to its rolling stock, or an-

addition to or change or relocation of its stations or station houses or.

waiting rooms, or a change in its rates of fare for transporting freight or

passengers, or in the mode of operating its railroad or railway and con-

ducting its business, is reasonable and expedient in order to promote the

security, convenience and accommodation of the pubhc, it shall in writing

inform the corporation or company of the improvements and changes

which it recommends should be made.

Section 13 of the same act requires carriers to "furnish to the

board any information which may be requested by it relative to

the condition, management and operation of the railroad or rail-

way," and section 5 directs the board to include in its annual

report to the General Court "such statements, facts and explana-

tions as will disclose the actual working of the system of railroad

and railway transportation in its bearing upon the business and

prosperity of the commonwealth, such suggestions as to its gen-

eral railroad and railway policy, or any part thereof, or the con-

dition, affairs or conduct of any railroad corporation or street

railway company, as may seem to it appropriate," etc.

{d) Kindly state your organization, the number of persons em-

ployed and their various duties.

The plan of organization of the Commission was stated in its

1916 annual report, as follows: —

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

sides Mr. Bishop there are nine inspectors and four assistant inspectors.

The duties of the department are varied and numerous. Primarily, 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 pubUc

safety in general. An allied duty is the investigation of all fatal and

serious accidents and of all accidents caused by defective track or equip-
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ment 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 Engineering De-

partment 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 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 in-

spectors and two assistants are assigned solely to steam raUroad work;

three inspectors and one assistant, solely to street railway work; and

two inspectors 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 in-

spection 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 referred to, is in charge of

Henry W. Hayes. He has one assistant engineer, appointed during the

current year. This department has important duties in capitalization

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 Engineering departments. Accounts, vouchers and contracts are

examined; the property in question is inspected; the amount of actual

additions or betterments, as distinguished from replacements, is de-

termined; and reasonable costs are ascertained. Prolonged and laborious

investigation is often necessary. Besides this, the Engineering Depart-

ment, aided by inspectors, is frequently used in making inventories, ap-

praisals and valuations. It also examines and passes upon engineering

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 by law to file with the Commission. Many
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thousands 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 department was established, many of the companies under the

supervision 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 definite 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 in-

formation 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 been described. This is but a part of

its work. 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 pre-

scribed. 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 pre-

pares the statistics which are published in the annual report and many
additional statistics which are required from time to time by the Com-
mission, in connection with pending matters. Frequently, 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 re-

gard 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 Wilham H.

O'Brien. Under him are two assistants, both of whom have had extensive

practical experience in telephony. The investigation of aU telephone and

telegraph 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 transporta-

tion 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 in-

vestigates and adjusts many minor complaints 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, corre-

spondence, accounts, publications and much of the routine work. One of

them also has charge of the library, which already 'contains a collection of
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the reports of other commissions throughout the country and of special

works dealing with transportation and alhed 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 commissions 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 disposition 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, 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 Attorney-

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 administration, no present recommendation is made, the Commission

hopes that financial provision for such a department may be found practi-

cable in the near future.

The situation has retaained substantially unchanged since this

was written. Prof. Lewis E. Moore, who was bridge and signal

engineer at that time, is now in France in the army service, and

Prof. James M. Barker, of the Massachusetts Institute of Tech-

nology, is advising the Commission upon these matters. A
vacancy exists in the office of assistant inspector of locomotive

equipment. One additional inspector has been employed in the

Telephone and Telegraph Department.

September 19, 1918. [P. S. C. 2235]

Investigation
, of physical conditions on the railroads in Massa-

chusetts.

June 29. 1918.

Public Service Commission, Hon. Frederick J. Macleod, Chairman.

Gentlemen: — I beg to submit the following report concern-

ing the steam railroads over which the Commission has super-

vision :
—

On Thursday, June 20, 1918, I completed my twenty-second

consecutive ahnual inspection of steam railroads in Massachu-
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setts. The practice of making annual inspections was established

by the Board of Railroad Commissioners as early as the year

1870, and has been continued up to the present time. The Com-
mission's purpose in making these inspections is to keep itself

informed as to the condition of the railroads, the manner in

which they are operated with respect to the security and accom-

modation of the public and the compliance of the management

with the laws of this Commonwealth.

The condition of roadbed and track on steam railroads, as

found during the annual inspection made for the years 1916 and

1917, shows no improvement over preceding years and, so far

as any change in condition is noticeable, it is in the way of de-

preciation. While the recent inspection has not disclosed condi-

tions which may be considered unsafe at this time, I am of the

opinion that if such conditions are allowed to continue they will

result in lengthening the running time of many trains to insure

their smooth and safe operation.

The department of maintenance of way is one of the most

important in railroad organizations, and yet it is one that seldom

receives public attention and too infrequently has the serious at-

tention of the management of such companies. It is usually one

of the first in which reductions are made whenever the wave of

economy approaches. It is a department on which much depends

with respect to the safe operation of trains and to economy in

maintenance of equipment.

To obtain the most economical and satisfactory results, the

annual renewal of ties and rails should begin as early in the

spring as weather conditions will permit, and, if possible, be com-

pleted not later than July 1. This will, before winter sets in,

result in securing a solid foundation for all new ties placed in the

track and those re-spaced, and provide a proper support to the

rails. It will also produce smoother riding track throughout the

year and greatly relieve the traveling public from the nuisance

of dust and dirt which is occasioned by unnecessarily disturbing

the roadbed during July and August when travel upon railroads

is usually greater than at any other period during the year. It

is not economy to purchase new equipment and operate it over

poor roadbed and rough track. It will result in a necessity for

premature repairs. It is, no doubt, more economical to main-

tain smooth track and keep the equipment in use rather than

in the repair shops.

If there was ever a situation to which the adage "a stitch in
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time saves nine" applied, it is here. The railroads are lacking

both in quantity and quality of ballast to keep the tracks in

good surface and alignment. Only a small portion of the main

line tracks have in recent years received new ballast. Much of

the gravel and sand ballast now in use has become so badly worn

and mixed with cinders that it puddles when wet and pumps

from under the track when dry. 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 locomotives, cars and loads have been greatly increased, in

my opinion, on lines where traffic is heavy and especially in wet

cuts where drainage is poor, it would be economy to replace

gravel ballast with rock ballast as rapidly as conditions will per-

mit. Thus far, this report has been of a general nature and, as

conditions vary on the several roads, I now desire to show how

they are affected by the present practices.

Boston and Albany Railroad.

Previous to 1916 the roadbed and track of the Boston and

Albany railroad had been very satisfactorily maintained. Since

that time, owing to a scarcity of men available for such work at

the rate of wage paid by the company, the former high standards

have been rapidly depreciating. It was the policy of this com-

pany for many years to practically complete its tie renewals on

or before the middle of July. For the past two years this pro-

gram has not been carried out and for the present season only

about thirty-five per cent of new ties have been installed. The

unsatisfactory conditions recently found on this system are not

chargeable to a lack of track supplies, but to a lack of the neces-

sary number of men to do the work. This is evidenced by the

condition of ties, loose bolts and poor surface and alignment of

track. I am informed by the management of this company that

during the summer months of 1916 only seventy-five per cent of

the allotment of men were available. During the same period of

1917 only fifty-five per cent were available and for 1918, up to

the present time, only sixty per cent have been available.

About 1907 this company began the installation of rock ballast

and for several years from that time continued to ballast with

rock from thirty to thirty-five miles of track annually.. It was

said to be the intention of the management to continue this work

•at about the same rate until the main tracks between Boston

and Albany and portions of the Highland circuit had been bal-
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lasted in this way. However, on account of the lack of men,

this work ceased in 1916. It is hoped that arrangements will be

made whereby this work may be resumed in the near future.

The New York, New Haven and Hakteord Railroad Com-
pany.

(Lines east of the Connecticut River.)

For many years it has been the policy of this company to have

on hand in the early spring an abundance of track supplies with

which to begin the summer's work and a liberal number of men
have been provided as early as weather conditions permitted to

begin and carry forward to completion the necessary repairs to

be made during the summer months. The records of the company
show that the allotment of cross ties for the territory referred

to for the year 1916 was approximately 600,000. Of this num-
ber 200,000 were on hand May 16, and of this number approxi-

mately 120,000 had been installed in the track. The allotment

for 1917 was approximately 640,000, of which about 280,000 were

on hand May 16th, and of this number 160,000 had been in-

stalled in the track. The allotment for 1918 is about 800,000.

Of this number only about 145,000 were on hand May 16,

and of this number only about 65,000 had been installed in

the track. Where usually the 171 sections in this territory had

been supplied with ties for renewals, up to May 17 of this year

about 55 of them were without ties. . On June 29, 1918, further

inquiry showed that 19 sections have not as yet received new

ties with which to make renewals and that 121 sections have re-

ceived less than 50 per cent of their allotment. Consequently,

the work has been delayed, as tie renewals should be made be-

fore the track can be properly surfaced and put in suitable con-

dition for summer trafhc.

The unsatisfactory conditions existing on the New Haven sys-

tem with reference to track conditions are due to a lack of both

men and material. I am informed that for the year 1916 only

about 85 per cent of the allotment of men were obtainable for

that work at the rate of wage paid by the company; for 1917,

65 per cent of the allotment; for 1918, up to May 17, only 40

per cent of the allotment, and on June 29, only 33 per cent.

While this company has generously installed rock ballast on

many of its lines in other states, it has installed in this Common-
wealth only about 40 miles of it. It is hoped that this commend-

able practice in force on other portions of its lines will be adopted
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in this state, especially in wet cuts where drainage is poor and

on its main line between Hyde Park and the Rhode Island state

line where the traffic is very frequent and heavy.

Boston and Maine Railroad.

It was the policy of this company for several years, when the

fiscal year ended with June 30, to postpone until after this date

making annual repairs on the property. This method resulted

in low maintenance of track. This practice has now been

changed and a more satisfactory condition exists on this system.

This company has in recent years supplied the necessary num-
ber of cross ties for the proper maintenance of its track. The
condition of the rails is fair, although the delivery of them at

times has been rather slow and unseasonable. Since 1915 there

has been a scarcity of men available for track work at the rate

of wage paid by the company, and at the present time it has only

70 per cent of its allotment of track men. It has installed only

seven miles of rock ballast in Massachusetts. This type of bal-

last should be extended to many wet cuts where drainage is

poor and portions of the system where traffic is heavy like por-

tions of the Fitchburg and Berkshire divisions west of the city

of Fitchburg.

Boston, Revere Beach and Lynn Railroad.

This railroad is being maintained in its usual satisfactory con-

dition.

Hoosac Tunnel and Wilmington Railroad.

The Hoosac Tunnel and Wilmington railroad is being main-

tained in fair condition.

Central Vermont Railway.

The unsatisfactory condition of the New London Northern divi-

sion of the Central Vermont railroad, recently inspected, was made
the subject of a special report, which has received the attention of

the Commission.

If ever there was an occasion when the success and prosperity

of the Commonwealth depended on the efficiency and reliability

of steam railroad service, it is at the present time. This report

shows varying conditions on the several railroads operating in

this state. There is one condition, however, common to all of
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them. There is a substantial shortage of men for the proper

maintenance of these properties. This condition applies to all

departments of railroading, especially to the maintenance of way.

This department consists of divisions sub-divided into sections

varying from one to eight miles in length, reckoned as single

track. Each section is provided with a foreman. It is generally

conceded that for regular track forces one man should be pro-

vided per mile of track (reckoned as single track) for summer
work, and one-half that number for winter. In addition to this,

floating gangs should be maintained for performing extra work.

It is regrettable that these well-established standards have been

sadly neglected during the past three years. At the present time

only a foreman, or a foreman and one or two track men, are

available for certain sections where usually eight or ten men are

alloted for summer work. This has been the situation at various

periods during the past three years. Such conditions now exist

and, if not corrected in the near future, serious consequences are

bound to follow.

It is not uncobamon to classify track men as common laborers.

I do not agree with such a classification. A man qualified to do

good track work is worth severa) novices in the business, and such

men may well be classified as skilled workmen and should be

paid a rate of wage commensurate with such employment. Now
that the railroads have been placed under one management,

more uniform methods may easily be adopted.

The report is submitted for the information of the Commission

and for such action as it may deem necessary.

Respectfully submitted,

GEORGE W. BISHOP,
[P. S. C. 2079-H] Chief of Inspection Department.

Investigation in relation to the condition of locomotive headlights

on railroads in Massachusetts.
Mat 11, 1918.

Public Service Commission, Hon. Fredeeick J. Macleod, Chairman.

Gentlemen: — The communication of H. H. Wilson, chair-

man of the Brotherhood of Locomotive Engineers Legislative

Board of Massachusetts, in relation to the unsatisfactory condi-

tion of headlights on locomotives operated in this commonwealth.
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having been referred to me, I beg to submit the following report

thereon :

—

This matter was called to my attention early in October, 1917,

by the inspector of locomotives, and I directed him to make a

special examination of headlights and to collect all the data pos-

sible relating to the subject. The results obtained in the early

part of this investigation were such that I arranged with the

proper officials of the principal railroads operating in this com-

monwealth for a conference at this office, held on November 22,

1917, concerning this matter. At that time I presented to them

the situation as I had found it, and received assurances of their

full co-operation in improving the condition of headlights, con-

cerning which just complaint had been made. Since that time

improvements have been made but they have come slowly. The
officials, however, claim that considering the scarcity of both men
and material the work has been carried forward as rapidly as

possible.

The headlights in use on the Boston and Albany, the New
York, New Haven and Hartford and the Boston and Maine

railroads are of the kerosene oil type, with the exception of ap-

proximately 600 on the latter road, which are of the acetylene

gas type. From tests made both by this department and by rail-

road officials, it is shown that, with an oil headlight in proper

condition, under varying circumstances an object the size of a

man could be seen by an observer from the cab of the locomotive

for a distance of from 295 to 359 feet, and that with an acetylene

gas light, used under the same conditions, from 483 feet to 635

feet.

While locomotives operated in this state are usually provided

with headlights, there is no statutory requirement for it. For

the purpose of securing all the information possible relative to head-

lights, in use on locomotives in the various states of the Union, the

secretary of the Commission sent to every public service or rail-

road commission the following letter: —

I beg to inquire if your commission has adopted any rules or regula-

t;ions governing the use of headlights on locomotives operated in your

state, and if so, will you please be good enough to send me a copy?

In response thirty-eight replies were received, with the following

results : In twenty states there are no rules or regulations regard-

ing the use of headlights; in jfive states there are laws, but no

Tules; and in thirteen states there are either laws or rules which
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fix the distance that headlights should reflect light from 450 to

1,100 feet.

In recent years there has been a growing demand by engine-

men for a more powerful headlight than the oil lamp which has

been in use for so many years. Under an act of Congress ap-

proved February 17, 1911, the Interstate Commerce Commission

was given supervision over headlights on locomotives engaged in

interstate traffic. Following this legislation, various types of

headlights were tested by the Interstate Commerce Commission,

as well as by certain state commissions, railroad corporations

and other interested parties. By an order of the Interstate Com-
merce Commission issued under date of June 2, 1911, railroad

companies were required to install on .locomotives used in road

service between sunset and sunrise a headlight which afforded

sufficient illumination to enable a person in the cab of such loco-

motive to see, in clear atmosphere, a dark object as large as a

main of average size, standing erect, at a distance of 1,000 feet

ahead of the locomotive, and such headlight must be maintained

in good condition. This order was recently modified, fixing the

distance at 800 feet, the new rule to become effective July 1,

1918, and the work of installation to be completed before July

1, 1920.

The principal use of a headlight on a locomotive, however, is

for the information of trainmen, yardmen, signalmen, crossing

flagmen and other railroad employees and for persons at highway

crossings. A type of headlight that will give necessary informa-

tion may well be considered sufficient. There appears to be a

variety of opinion with reference to this subject. It is a matter

of record that some engineers claim that the ordinary oil lamp,

well maintained, gives a sufficient and adequate light, while

others prefer the electric or the acetylene gas headlight. The

more intense the light reflected, the greater the opportunity for con-

fusion and danger. In tests made with both electric and acety-

lene headlights, red lights have been made to appear either white

or green at varying distances. The principal reason of complaint

in relation to the condition of headlights in use in this common-

wealth is not so much as to the type of headlight, but the ab-

sence of headlights or the proper maintenance of them.

In many instances, engines have been sent out on their runs

without headlights, and in other cases reflectors have been re-

moved and a common oil hand lantern placed in the cage, a

condition which is practically equivalent to no light at all.
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Trains operated by engines in this condition have met with fatal

and serious accidents, which probably would have been prevented

by the presence of an ordinary oil headlight in good condition.

Headlights are of very little use with reference to observation

of track conditions by enginemen, and as switches and signals on

main line tracks and on branch tracks where night trains are

operated are provided with lights, they are not needed for the

purpose of determining the position of such switches and signals.

Advance information of this kind may be of some value to trains

moving at a low rate of speed, but is of little value to high-

speed trains, which require a distance of one-third to one-half

a mile and, under certain conditions, even more braking room, to

stop a train.

The records indicate that more than one-third of the tracks

in this conynonwealth are constructed on curves varying from

one degree to six degrees, with occasionally a curve as sharp as

twelve degrees. Attached hereto is a diagram, showing the dis-

tance from the locomotive to points of intersection of the center

line of the headlight rays with the outer rail, and the location

side line of curves of one to six degrees, inclusive. This table

proves that a high-powered light is not needed upon curved

track; and, if used, would extend beyond the outside rail on

curves, and in many instances outside the location, to the detri-

ment of persons residing near or using public ways adjacent to

and parallel with the railroad. However, long experience in the

operation of locomotives has made clear the importance of in-

stalling on the front end of all trains a headlight to indicate the

approach and presence of trains, therefore I recommend that all

locomotives operated on railroads in Massachusetts be provided

with a suitable headlight, to be properly maintained and kept

lighted between sunset and sunrise when in use.

Respectfully submitted,

GEORGE W. BISHOP,
pp. S. C. 2079-r] Chief of Inspection Department.
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Raileoad Accidents.

Investigation of accident on Boston and Albany railroad in Cam-
bridge, October 12, 1918.

October 29, 1918.

Public Service Commission, Hon. Frederick J. Macleod, Chairman.

Gentlemen: — I beg to submit the following report concern-

ing a collision which occurred at 5.17 a.m. on October 12, 1918,

between Boston and Albany engine No. 230 and car No. 1393

of the Boston Elevated Railway Company at Massachusetts

avenue in the city of Cambridge, where the tracks of these com-

panies cross at grade.

Following an investigation made by this department of a col-

lision which occurred on Cambri(fge street on April 25, 1915, the

rules of the Boston Elevated Railway Company were revised to

read as follows :
—

(B) Boston and Albany Freight Train Crossings.

At these steam railroad crossings :
—

Massachusetts Avenue, Cambridge.

Main Street, Cambridge.

Broadway, Cambridge.

Cambridge Street, Cambridge.

1. Night operation: —
Week days between 7 p.m. and 6 a.m.

Sundays between 6 p.m. and 6 a.m.

During these hours cars must always be brought to a full stop within

100 feet of the crossing at point designated by "STOP" sign.

Conductor must go ahead to the middle of the crossing, assure himself

that no train is approaching from either direction, then give the ''ALL

RIGHT" signal. (See page 79, Rule Book.)

Motorman upon receiving signal from conductor must, before starting,

look back and assure himself that no passengers are boarding or alighting.

He must then ring two bells to the rear as a signal that he is about to

start, but in no case shall he proceed over the crossing unless he has satis-

fied himself that it is safe to do so.

It shall be the duty of the conductor to observe the passage of car and

replace trolley should same leave the wire.

When car has passed over the crossing, conductor shall board and give

motorman signal to start.

On semi-convertible and articulated cars, conductors shall board and

leave by the forward end. Doors must be closed before car is started, and

not opened until car is brought to a stop after passing over crossing.
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On October 12, 1918, the time of the accident, the platform

crew operating Boston Elevated car No. 1393 from Bennett

street to Dudley street, as required, on approaching the Grand

Junction track at Massachusetts avenue, brought the car to a

full stop within 100 feet of the crossing. The conductor failed

to go ahead to the middle of the crossing to assure himself that

no train was approaching in either direction, and give the signal

"all right" to proceed. The motorman, failing to insist upon this

protection, proceeded to cross the tracks of the Grand Junction

railroad, and, consequently, the car collided with Boston and

Albany engine No. 230. The records of the company show that

there were eleven passengers on the car at the time of the collision.

Fortunately, no fatalities occurred.

At the time of the collision Boston and Albany engine No.

230 (being operated tender first), with a crew consisting of a

conductor, engineer, fireman and two brakemen, was moving

towards East Cambridge. The rule provided by the Boston and

Albany railroad for protection during the hours when crossing

tenders are not on duty is as follows: —

Grand Junction Branch. — No train, engine or hand car will be run

over any street in Cambridge, Somerville or East Boston until the gates

are lowered, and gates must not be raised until entire train has cleared

crossing.

At the time of the accident, no gateman was on duty at this

crossing and the crew of engine No. 230 failed to carry this rule

into effect.

The investigation of this accident shows that the responsi-

bility therefor rests jointly upon the crew of Boston and Albany

engine No. 230 and the platform crew of the Boston Elevated

railway car No. 1393, each having failed to carry into effect the

rules prescribed by their respective companies for the operation

of cars and trains over the Massachusetts avenue crossing; and

illustrates the importance of the strict observance by employees

of rules and regulations issued by the managements of railroads

and street railways governing their employment, as well as the

enforcement of such rules by the company.

Respectfully submitted,

GEORGE W. BISHOP,
[P. S. C. 2079-K] Chief of Inspection Department.



1919.1 INVESTIGATIONS. 443

Investigation of accident on the New York, New Haven and Hart-

ford railroad near Plymouth, June 17, 1918.

September 26, 1918.

Public Service Commission, Hon. Frederick J. Macleod, Chairman.

Gentlemen: — I beg to submit the following report with refer-

ence to a collision of trains which occurred on the Darby branch

of the New York, New Haven and Hartford railroad near Plym-
outh on June 17, 1918: —
On the day of this accident, passenger train No. 5207, con-

sisting of an engine, combination car and five passenger coaches,

left Boston at 5.20 p.m. en route for Plymouth via Whitman. It

arrived at its destination at 6.58 p.m., five minutes late. After

discharging its passengers, the train crew of the empty draft.

No. 5207, proceeded to place the cars of this train on a sidetrack

on the Darby branch in the Plymouth yard. This movement
required the operation of the train against traffic on the inward

main track to Plymouth for a distance of about 1,000 feet to the

intersection of the Darby branch, thence over the Darby branch

about 1,800 feet to the place where the collision with train No.

5481 occurred. Near this point is a yard limit sign which per-

mits train crews to work under rule No. 93, which reads as

follows :
—

Yard limits will be designated on the time-table and indicated by yard

limit signs.

Within yard limits the main track may be used protecting against first-

class trains.

Second-class and extra trains must move within yard limits prepared

to stop unless the main track is seen or known to be clear.

Passenger carrying trains are not relieved from observance of Rule 99

within yard limits.

The results of this accident were less serious than might have

been expected.

Passenger train No. 5481, involved in this collision, is a regular

first-class train, running from Middleborough to Plymouth, and

at the time of this accident was being operated within its rights,

therefore its crew was in no way responsible for the accident.

The crew of train No. 5207 and -the switchman at Plymouth
either failed to observe, or forgot, that in time-table No. 73,

which went into effect at 12.01 a.m. on the previous day, June

16, the arriving time of train No. 5481 at Plymouth had been
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changed from 7.26 to 7.14 p.m. This negligence resulted in the

empty draft, No. 5207, entering upon the Darby branch with-

out flag protection as required by rule No. 93. The entire crew
of train No. 5207 and the switchman had received copies of time-

table No. 73 and had given receipts therefor. With this informa-

tion at their command, it is difficult to understand how six em-
ployees should, at the same time, have participated in such a

rank violation of rule No. 93 as that which caused this accident.

This accident was investigated by the management of the New
York, New Haven and Hartford railroad and the conductor and
engineer of empty draft No. 5207 were held primarily responsible,

in that they violated rule No. 93 and did not thoroughly examine
the time-table with a view to noticing any change that might
have been made affecting the movement of trains within Plym-
outh yard limits. Demerits were placed against the records of

the conductor, engineer and switch tender, and the baggage
master and flagman were reprimanded. All were retained in the

service of the company.

This accident illustrates the unreliability of the human agency

in the operation of railroads and justifies the installation of such

safeguards as would tend to obviate a recurrence of accidents of

this nature. The portion of the Darby branch within the yard

limits at Plymouth involves sharp curves and a descending grade

toward Plymouth of about 90 feet to the mile. Owing to these

undesirable conditions, and in consequence of information ob-

tained during the investigation of this accident, I recommend
the prompt installation of automatic signals for the protection

of trains operating on the Darby branch within the Plymouth
yard; this installation to be made in a manner that will permit

of its becoming a part of an interlocking plant which, in my
opinion, should in the near future be installed in the Plymouth
yard, both for the protection of trains operated over the main
tracks of the Boston division and those operated over the Darby
branch.

Respectfully submitted,

GEORGE W. BISHOP,
[P. S. C. 2079-J] Chief of Inspection Department.



1919.1 INVESTIGATIONS. 445

Investigation of accident on Connecticut Valley street railway at

Turners Falls in Montague, September 29, 1918.

October 31, 1918.

Public Service Commission, Hon. Feederick J. Macleod, Chairman.

Gentlemen: —I beg to submit the following report with

reference to an accident which occurred on the Connecticut

Valley street railway at Turners Falls in the town of Montague
at 5.35 P.M. on September 29, 1918, when car No. 44 became
derailed and tipped over on its side at the corner of Seventh and

L streets. The company's records show that there were thirty-

three passengers on the car and, of this number, twenty were

reported more or less injured and one very seriously injured.

An investigation of this accident by the Inspection Depart-

ment shows that the car descended the steep grade on L street

at moderate speed, slowed up at the foot of the steep grade,

proceeded a short distance and struck some leaves and mud on

the rails, which caused the car to slide. The condition of the

track at the place of the accident does not differ materially from

conditions too frequently found at other points on this system,

as well as upon other street railways. The methods adopted by

the street railway managements for correcting these conditions

vary considerably, which results in greater precautions being

taken to guard against accidents of this nature by some railways

than by others. Many street railways provide sand cars, which

are operated over the tracks for the purpose of distributing sand

upon the rails. In addition to this, some companies require that

the track oiler, or some other person designated, shall remove

leaves and mud from the rails to obviate slippery conditions.

The Connecticut Valley Street Railway Company has a fully-

equipped sand car, which in previous years has been operated

over the lines of the company north of Hatfield at such times

as the condition of the rails required. During this season, owing

to the scarcity of labor, and at the time of the accident on

account of the number of men off sick, this car has been run

only two or three times.

Car No. 44, involved in this accident, has an 8-foot wheel base

and is equipped with a Taylor truck. Peacock brake and 12-A

motors. There were four new brake shoes on the car, and after

the accident the brakes were found to be in good condition. The

two Murphy sand boxes on this car, although displaced, were

found partially filled with sand. While a car of this type could
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not have been expected to successfully pass around the curve

at the corner of Seventh and L streets at a high rate of speed, a

double truck car might have done so with success.

Evidence secured during this investigation is convincing that

the accident was caused by the slippery condition of the rails.

This department has frequently reminded those in charge of the

operation of street railways of the importance of avoiding such

conditions. Such requests have usually been followed with a

prompt compliance, which, in many instances, has proved to be

of a temporary nature. This subject should receive more serious

consideration by street railway companies in the future than it

has in the past. For the purpose of reducing the number of

accidents of this kind to a minimum, I recommend the prompt

removal of grass, weeds and leaves from street railway tracks

and a free use of sand upon the rails when conditions so require.

I also recommend the installation of a positive stop at the top

of all long or steep descending grades. This will result in testing

the brakes to ascertain if they are in good working order, and

will enable the motorman to begin the descent with his car under

absolute control.

Respectfully submitted,

GEORGE W. BISHOP,
[P. S. C. 2079-M] Chief of Inspection Department.

Investigation of an accident at the waiting room of the Middlesex

and Boston Street Railway Company at Lake street in Boston,

November 20, 1918.
Decembeb 2, 1918.

Public Service Commission, Hon. Feederick J. Macleod, Chairman.

Gentlemen: — I beg to submit this report relative to an

accident which occurred at the waiting room of the Middlesex

and Boston Street Railway Company on Commonwealth avenue

near Lake street in the city of Boston at about 6.35 i.M. on

Wedrtesday, November 20, 1918. On the evening of this acci-

dent, Boston Elevated car No. 616 was standing on the outside

track of that company near the point of connection with the

Middlesex and Boston Street Railway Company's tracks, when a

starter of the Boston Elevated Railway Company directed a

motorman, who had been in the employ of the company about

six months, to take the car and move it further west. The
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starter claims that he instructed the motorman to take the car

"up on the side," while the motorman claims he was instructed

to take the car and put it out of the way on top of the hill. Be

this as it may, he took the car, without a conductor, and pro-

ceeded west on the track of the Middlesex and Boston street

railway on an ascending grade of about four per cent to a cross-

over track at a point about 500 feet west of the waiting station.

At this point he claims to have set the air brake, then went

outside the car to change the trolley to the opposite end of the

car and, while he was engaged in this work, the car started

down the grade (he being unable to board it again) and went

unattended a distance of about 500 feet until it crashed into and

demolished the station, injuring three persons, one of whom died

soon after.

I find that three distinct switching movements of the Boston

Elevated cars are frequently made upon the tracks of the Middle-

sex and Boston street railway; the first being two or three car

lengths beyond the point of track connection, another to a point

about 500 feet beyond the waiting room, and yet another which

involves moving a car or train from the point of connection on

the westbound outside track to the crossover track about 500

feet west, thence crossing both main tracks to the east bound

outside track, thence to a point nearly opposite the point of

beginning. Thus the order given by the starter to take the car

"up on the side" appears to have been of altogether too in-

definite a character. The outcome of this misunderstanding

illustrates the necessity of unmistakable orders being given with

reference to the operation of street railway cars.

Opposite the Middlesex and Boston street railway waiting

room is a similar waiting room owned by the Boston Elevated

Railway Company. , Both street railways at this point consist

of double main tracks. The tracks of the Boston Elevated rail-

way nearly abut the east end, while the tracks of the Middlesex

and Boston street railway nearly abut the west end of each of

these buildings. Outside these tracks on the north is a west-

bound track and on the south an eastbound track, connecting

the two systems, so as to provide for thro'ugh service or the

switching of cars or trains. At the ends of the tracks near the

waiting room are bumper posts, but these are not of a very

substantial nature, certainly not suitable to stop runaway cars.

In accordance with a contract made between the two com-

panies in 1915, either of the companies may operate its cars over
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the tracks of the other company without supervision by the

management of the company owning the tracks. This is an

important street railway connection situated at the foot of a

long descending four per cent grade on the Middlesex and Boston

street railway. A large number of persons change cars at this

place, therefore all reasonable safeguards should be required to

protect the traveling public.

For the purpose of preventing the recurrence of accidents of

this character, I recommend a change in the operating contract

made by these companies under date of April 1, 1915, to include

the following: —

Said Boston Elevated Railway Company and Middlesex and Boston

Street Railway Company agree that they will employ two experienced

men for each car operated (unless of a type approved for one-man opera-

tion by the Public Service Commission), who shall at all times be subject

and conform to the rules and regulations and the direction of the proper

officers of the company over whose tracks the cars are being operated.

I further recommend the installation of suitable bumpers at a

proper distance from the waiting rooms to protect the same.

Respectfully submitted,

GEORGE W. BISHOP,
[P. S. C. 2079-N] Chief of Inspection Department.
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JOINT USE OF TRACKS.

Petition of the Nahant and Lynn Street Railway Company rela-

tive to the operation of cars over tracks of the Bay State Street

Railway Company between Central square in Lynn and Lynn
beach.

Memorandum.

This petition was heard on March 5, 1918. The Nahant and

Lynn Street Railway Company claims that the absence of a sat-

isfactory agreement with the Bay State Street Railway Company,
covering the operation of cars of the Nahant company over the

tracks of the Bay State company in Lynn, between Central

square and Lynn beach, seriously discommodes its patrons with

respect both to inequalities in fares and delays in service. At

the hearing it was arranged that representatives of the two com-

panies should confer, with a view to entering into an agreement

mutually satisfactory to parties in interest. Such an agreement

has now been presented to the Commission for its consideration.

Under its terms, provision is made for a continuous trip between

the terminus of the Nahant and Lynn street railway in Nahant

and Central square, Lynn, at a reduction in the present rate of

fare. The agreement as proposed appears to be in the public

interest and will be approved in a separate proceeding (see P.

S. C. 2146). Action on the petition under consideration appears

to be unnecessary, and it is therefore placed on file.

By the Commission,

ANDREW A. HIGHLANDS,
May 29, 1918. [P. S. C. 1913] Secretary.

Petition of the Bay State Street Railway Company and the Nahant

and Lynn Street Railway Company for approval of agreement

for operation of cars over certain tracks in Lynn.

After full consideration, —
It is

Ordered, That the Commission hereby certify that the oper-

ation of cars by the Nahant and Lynn Street Railway Company
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over certain tracks of the Bay State Street Railway Company
between the boundary line between the city of Lynn and the

town of Nahant and the Item building, so called, in said city of

Lynn, to the extent and under the rules and regulations provided

in an agreement executed between the Receiver of the Bay State

Street Railway Company and the Nahant and Lynn Street Rail-

way Company under date of May 3, 1918, a copy of which

agreement is on file in this office, is consistent with the public

safety.

Attest: ANDREW A. HIGHLANDS,
Mat 29, 1918. [P. S. C. 2146] Secretary.

Petition of the Bay State Street Railway Company and the Swansea

and Seehonk Street Railway Company for approval of agree-

ment for use of certain tracks in Somerset and Fall River.

It appearing, after notice and hearing, that the terms of an

agreement executed by the Bay State Street Railway Company
and the Swansea and Seekonk Street Railway Company, dated

November 30, 1917, a copy of which agreement is on file with

the petition, provide for a use qf tracks in the town of Somerset

and city of Fall River that is consistent with the public safety,

— it is

Ordered, That such authority for entering upon and using the

tracks of these railways as may be derived from the above-named

agreement be hereby approved, upon the understanding that the

operation of cars over the tracks subject to such use shall be

governed by joint rules and regulations established and published

by both companies.

Attest: ANDREW A. HIGHLANDS,
Januaky 18, 1918. [P. S. C. 2014] Secretary.

Petition of the Boston and Worcester Street Railway Company and

the Concord, Maynard and Hudson Street Railway Company

for approval of contract relative to the operation of cars in the

town of Hudson.

It appearing, after notice and hearing and full consideration,

that the terms of a contract executed by the Boston and Worces-

ter Street Railway Company and the Concord, Maynard and

Hudson Street Railway Company, dated January 1, 1916, pro-

viding that the Boston and Worcester Street Railway Company,
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during the period ending November 12, 1919, shall perform

all the transportation over and upon that portion of the railway

of the Concord, Maynard and Hudson Street Railway Company
in the town of Hudson, lying between the terminus of the tracks

of the Boston and Worcester street railway in Washington street

and a point in Wood square, a distance of 510 feet, and also over

the spur track of the Concord, Maynard and Hudson Street Rail-

way Company in Washington street near South street, covering

a distance of about 85 feet, are consistent with the public inter-

ests, — it is'

Ordered, That the approval of the Commission be hereby given

to the above-named contract, a copy of which is on file in this

office.

Attest: ANDREW A. HIGHLANDS,
October 8, 1918. [P. S. C. 1238] Secretary.
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RAILROAD LOCATIONS.

Petition of the Boston and Albany Railroad Company that the Com-

mission prescribe the limits within which certain land in the

city of Boston may be taken for railroad purposes.

Upon the petition of the Boston and Albany Railroad Com-
pany, filed January 29, 1918, under the provisions of section 78

of Part II of chapter 463 of the Acts of 1906, as amended by

chapter 157 of the General Acts of 1915, praying that the Public

Service Commission prescribe the limits within which it may
take certain land for railroad purposes in the city of Boston in

the county of Suffolk in the commonwealth of Massachusetts,

outside the limits of its route already fixed in said city, for the

purpose of making or securing its railroad for depot or station

purposes 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 other parties

interested therein, in the manner prescribed by law and in accord-

ance with the order of notice issued on said petition, and a hear-

ing on said petition has been given on February 27, 1918.

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 additional

land in Boston for the purpose of making or securing its railroad

for depot or station purposes or for one or more new tracks ad-

jacent 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,

subject to the rights of the city of Boston to maintain, repair

and renew its existing sewer and water pipes located therein, such

land may be taken as by law provided within the following

limits, to wit: —
A parcel of land situated in the city of Boston, county of Suffolk and

commonwealth of Massachusetts, bounded and described as follows :

—
Beginning at the intersection of the northwesterly fine of South street

with the northeasterly line of a private way called Harvard street, and



1919.] RAILROAD LOCATIONS. 453

thence running southwestwardly by the said northwesterly line of said

South street about thirty and seventy-eight hundredths (30'''%oo) feet

to the southwesterly line of said Harvard street; thence turning and

running north 60° 27' 34" west by the said southwesterly line of said

Harvard street about one hundred and eighty-four and ninety-six hun-

dredths (184^%oo) feet to the northwesterly line of Utica street;

thence turning and running north 16° 35' 15" east by the said north-

westerly line of said Utica street about thirty and seventy-eight hun-

dredths (30'^%oo) feet; thence turning and running south 60° 27' 34"

east by the said northeasterly line of said Harvard street about one hun-

dred and eighty-four and ninety-six hundredths (184^%oo) feet to the

place of beginning; said land is supposed to belong to the City of Boston,

the Boston and Albany Railroad Company, Margaret HoUey, Frank H.
Monks and Devereaux B. Barker, Trustees, and the Boston Safe Deposit

and Trust Company, Trustee of the WiUiam S. Hills Land Trust.

The said parcel of land is shown within lines marked in yellow

upon a plan entitled "Boston & Albany R.R. (N. Y. C. R.R.

Co., Lessee), Boston Division, Main Line, Additional Land Re-

quired for Railroad Purposes, Boston," dated January, 1918, and

was signed by us and filed herewith.

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

March 19, 1918. [P. S. C. 2053]

.

Commissioners.

Petition of the Boston and Albany Railroad Company that the

Commission prescribe the limits within which certain land in

the city of Cambridge may be taken for railroad purposes.

Upon the petition of the Boston and Albany Railroad Com-
pany, filed November 14, 1917, under the provisions of section

78 of Part II of chapter 463 of the Acts of 1906, as amended by
chapter 157 of the General Acts of 1915, praying that the Public

Service Commission prescribe the limits within which it may
take certain land for railroad purposes in the city of Cambridge
in the county of Middlesex in the commonwealth of Massachu-

setts, outside the limits of its route already fixed in said city,

for the purpose of making or securing its railroad, for depot or

station purposes, or for one or more new tracks adjacent to other

land occupied by it by a track or tracks already in use, due no-

tice of the above petition and of the time and place of hearing
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thereon has been given to the owners 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 21,

1917.

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 additional land

in Cambridge for the purpose of making or securing its railroad,

for depot or station purposes, or for one or more new tracks ad-

jacent 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

such land may be taken as by law provided within the following

limits, to wit: —
Land situated in the city of Cambridge, county of Middlesex and com-

monwealth of Massachusetts, bounded and described as follows: —
Beginning at the intersection of the westerly side hne of a private way

known as Ninth street with the southerly side Hne of a pubHc way known
as Charles street, produced westwardly across said Ninth street and

running eastwardly by the southerly side line of said Charles street pro-

duced across said Ninth street fifty (50) feet to the easterly side line of

said Ninth street; thence turning and running southwardly by the easterly

side Hne of said Ninth street two hundred and two hundredths (200%oo)

feet to the northerly Hne of a private way known as Bent street; thence

turning and running eastwardly by the northerly Hne of said Bent street

four hundred and sixty and seven hundredths (460%oo) feet to a

point on the dividing Hne between land belonging to the Boston and

Albany Railroad Company and land belonging to Agostino B. Dondero;

thence turning a right angle and running southwardly across said Bent

street fifty (50) feet to the southerly Hne thereof; thence turning and

running westwardly by the southerly side line of said Bent street four

hundred and sixty and seven hundredths (460%oo) feet to the easterly

side Hne of said Ninth street; thence turning and running southwardly

by the easterly side Hne of said Ninth street two hundred and fifty and

two hundredths (250-/ioo) feet to the southerly side Hne of Rogers

street; thence turning a right angle and running westwardly fifty (50)

feet across said Ninth street to the westerly Hne thereof; thence turning

and running northwardly by the said westerly side Hne of said Ninth

street five hundred and four hundredths (500^oo) feet to the place of

beginning; said land supposed to belong to the Boston Bridge Works,

American Rubber Company, Standard Oil Company of New York, the

City of Cambridge and Agostino B. Dondero and the Boston and Albany

Railroad Company.
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The said land is shown within lines marked in yellow upon a

plan entitled "Boston & Albany R.R., N. Y. C. R.R. Co.

Lessee, Boston Division, Grand Junction Branch, Additional

Land Required for Railroad Purposes, Cambridge," dated No-

vember, 1917, and signed by us and filed herewith.

FREDERICK J. JMACLEOD,

,
EVERETT E. STONE,

^ JOHN E, MEANEY,
JOSEPH B. EASTMAN,
CHARLES A. RUSSELL,

Januaey 8, 1918. [P. S. C. 1969] Commissioners.

Petition of the Boston and Albany Railroad Company that the

Commission prescribe the limits within which certain land in

the towns of Dalton and Hinsdale may be taken for railroad

purposes.

Upon the petition of the Boston and Albany Railroad Company,

filed October 22, 1918, under the provisions of section 78 of Part

II of chapter 463 of the Acts of 1906, as amended by chapter

157 of the General Acts of 1915, praying that the Public Service

Commission prescribe the limits within which it may take certain

land for railroad purposes in the towns of Dalton and Hinsdale

in the county of Berkshire in the commonwealth of Massachu-

setts, outside the limits of its route already fixed in said towns,

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 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 November 7, 1918.

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 additional land

in Dalton and Hinsdale 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, and is unable

to obtain the same by agreement with the owners, and it is
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further determined, ordered and decreed that such land may be

taken as by law provided within the following limits, to wit: —

Three parcels of land situated in the towns of Dalton and Hinsdale,

county of Berkshire and commonwealth of Massachusetts, bounded and

described as follows :
—

Parcel No. 1.— Land situated in Dalton and bounded and described

as follows :— Beginning at the southwesterly corner thereof at a point on

a stone wall on the dividing line between land of Thomas J. Kelley and

land of David and EUen Tobin, distant one hundred (100) feet westerly

from the base line of the location of the Boston & Albany Eailroad, meas-

ured at right angles thereto, near the boundary line between the Towns of

Dalton and Hinsdale; thence running northwardly over land of said

KeUey by a line parallel with said base line of said location and distant

one hundred (100) feet westerly therefrom about twelve hundred and sixty

(1,260) feet to a stone wall separating said Kelley's land from land now or

formerly of Zenas and W. Murray Crane opposite Station 454+42; thence

turning and running eastwardly by said stone wall and by land now or

formerly of said Cranes about fifty-eight (58) feet to land of the Boston

& Albany Railroad Company; thence turning and running southwardly

by land of said Raihoad Company over said land of said Kelley to said

stone wall separating land of said Kelley from land of said David and

Ellen Tobin; thence turning and running southwestwardly by said wall

and by land now or formerly of said David and EUen Tobin about

forty-six (46) feet to the place of beginning, containing about ninety-

eight hundredths of an acre, more or less, and supposed to belong to

Thomas J. Kelley.

Parcel No. 2.— Land in Dalton bounded and described as follows :
—

Beginning at the intersection of the westerly line of Barton Avenue with

the southeasterly side line of the location of the Boston & Albany Railroad,

distant forty-nine and fifty hundredths (49^%oo) feet southeasterly from

the base line of said location measured at right angles thereto; thence

running southwestwardly over land of Edwin S. Pomeroy and Theodore

M. Pomeroy about four hundred and ninety-eight (498) feet to a point

distant ninety and seventy-five hundredths (QO^yioo) feet southeasterly

from said base line measured at right angles thereto at Station 618+18.70;

thence turning and running southwestwardly by a line drawn parallel

with said base line and distant ninety andseventy-five hundredths (90''%oo)

feet southeasterly therefrom sixty (60) feet to the dividing line between

land of said Edwb S. Pomeroy and Theodore M. Pomeroy and land of

Edward Davin; thence continuing in the same direction nine hundred

and eighty and sixty-seven hundredths (980*^7100) feet to a stone monu-

ment set in the ground on the dividing line between land of Edward Davin

and land now or formerly of Wesley B. Barton, distant ninety and seventy-

five hundredths (90'^%oo) feet southeasterly from said base line, measured

at right angles thereto, at or near Station 614+32.43; thence turning and

running westwardly by land of said Railroad Company fifty-three and



1919.] RAILROAD LOCATIONS. 457

twenty-five hundredths (532%oo) feet to a stone monument set in the

ground distant forty-nine and fifty hundredths (49^%oo) feet southeasterly

from said base line, measured at right angles thereto, at or near Station

614+66.83; thence turning and running northeastwardly by land of said

Railroad Company about fifteen hundred and sixty-seven and thirteen

hundredths (l,567^%oo) feet to the place of beginning, containing about

one and twenty-three hundredths (1.23) acres, more or less, and supposed

to belong to Edward Davin, Edwin S. Pomeroy and Theodore M. Pomeroy.

Parcel No. 3.— Land in Hinsdale bounded and described as follows :
—

Beginning at a point on the northerly line of Taylor Street, distant fifty-

seven and seventy-five hundredths (57^%oo) feet westerly from the base

line of the location of the Boston & Albany Railroad, measured at right

angles thereto; thence running westwardly by the said northerly line of

said Taylor Street about eighteen (18) feet to a point distant seventy-four

and twenty-five hundredths (742%oo) feet westerly from said base line,

measured at right angles thereto; thence turning and running northwest-

wardly by a line drawn parallel with said base line and distant seventy-four

and twenty-five hundredths (74^^00) feet westerly therefrom about four

hundred and eighty (480) feet to a point opposite Station 330+91; thence

turning and running southeastwardly and southwardly by land of the

Boston & Albany Railroad Company about four hundred and eighty-seven

and fifty-eight hundredths (487^%oo) feet to the place of beginning, con-

tairing eighteen hundredths of an acre, more or less, and supposed to

belong to Albert Tarnawa.

Parcel No, 1 is shown within lines marked in yellow upon a

plan entitled "Boston & Albany R.R., The N. Y. C. R.R. Co.,

Lessee, Albany Division, Main Line, Additional Land Required

for Railroad Purposes, Hinsdale-Dalton," dated October, 1918;

parcel No. 2 is shown within lines marked in yellow upon a plan

entitled "Boston & Albany R.R., N. Y. C. R.R. Co., Lessee,

Albany Division, Main Line, Additional Land Required for Rail-

road Purposes, Dalton, " dated October, 1918; and parcel No. 3

is shown within lines marked in yellow upon a plan entitled

"Boston & Albany R.R., The N. Y. C. R.R. Co., Lessee, Albany

Division, Main Line, Additional Land Required for Railroad

Purposes, Hinsdale," dated October, 1918, all of said plans being

signed by us and filed herewith.

FREDERICK J. MACLEOD,
JOSEPH B. EASTMAN,
EVERETT E. STONE,

November 18, 1918. [P. S. C. 2301] Commissioners.
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Petition of the Boston and Albany Railroad Company that the

Commission prescribe the limits within which certain land in

the towns of Hinsdale and Dalton may be taken for railroad

purposes.

Upon the petition of the Boston and Albany Railroad Com-
pany, filed October 24, 1918, under the provisions of section 78

of Part II of chapter 463 of the Acts of 1906, as amended by
chapter 157 of the General Acts of 1915, praying that the Public

Service Commission prescribe the limits within which it may
take certain land for railroad purposes in the towns of Hinsdale

and Dalton in the county of Berkshire in the commonwealth of

Massachusetts, outside the limits of its route already fixed in

said towns, 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 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 November 7, 1918.

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 additional land

in Hinsdale and Dalton 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, and is unable

to obtain the same by agreement with the owners, and it is fur-

ther determined, ordered and decreed that such land may be

taken as by law provided within the following limits, to wit: —
One parcel of land situated in the towns of Hinsdale and Dalton, county

of Berkghire and commonwealth of Massachusetts, bounded and described

as follows:—
Beginning at the southwesterly corner thereof at a point on a foot-path

on land of David and Ellen Tobin distant one hundred (100) feet north-

westerly from the base line of the location of the Boston and Albany Rail-

road, measured at right angles thereto at station 437+48; thence running

northeastwardly over said land of said Tobins by a line drawn parallel with

said base line and distant one hundred (100) feet northwesterly therefrom

about three hundred and sixty-five (365) feet to a stone wall separating

land of said Tobins from land of Thomas Kelley; thence turning and run-

ning eastwardly by said wall and by land of said Kelley about forty-six (46)
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feet to land of the Boston and Albany Railroad Company; thence turn-

ing and running southwardly by land of said Railroad Company four hun-

dred and thirty-eight (438) feet to a point near an elm tree distant forty-

one and twenty-five hundredths (4l2%oo) feet northwesterly from said

base line measured at right angles thereto, at or near station 436+92 on

said base line of location; thence turning and running northwestwardly

by remaining land of said Tobins about eighty (80) feet to the place of

beginning, containing forty-six hundredths of an acre, more or less, and

supposed to belong to David Tobin and Ellen Tobin.

Said parcel of land is shown within lines marked in yellow

upon a plan entitled "Boston & Albany R.R., The N. Y. C.

R.R. Co., Lessee, Albany Division, Main Line, Additional Land
Required for Railroad Purposes, Hinsdale-Dalton," dated Octo-

ber, 1918, and signed by us and filed herewith.

FREDERICK J. MACLEOD,
JOSEPH B. EASTMAN,
EVERETT E. STONE,

November 18, 1918. [P. S. C. 2302] Commissioners.

Petition of the Boston and Albany Railroad Company that the

Commission prescribe the limits within which certain land in

the town of Hinsdale may be taken for railroad purposes.

Upon the petition of the Boston and Albany Railroad Com-
pany, filed December 10, 1918, under the provisions of section

78 of Part II of chapter 463 of the Acts of 1906, as amended by
chapter 157 of the General 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 Hinsdale

in the county of Berkshire in the commonwealth of Massachu-
setts, 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 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 19, 1918.

All persons appearing at the hearing held as aforesaid having

been heard, and the subject matter of said petition having been
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duly considered, it is now determined and adjudged that the said

Boston and Albany Railroad Company requires additional land

in Hinsdale 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, and is unable to obtain

the same by agreement with the owners, and it is further deter-

mined, ordered and decreed that such land may be taken as by
law provided within the following limits, to wit: —
One parcel of land situated in the town of Hinsdale, county of Berkshire

and commonwealth of Massachusetts, bounded and described as follows :
—

Beginning at the intersection of a fence with the westerly side line of

the location of the Boston & Albany railroad at a point distant forty-one

and twenty-five hundredths (4l2%oo) feet westerly from the base line of

said location, measured at right angles thereto at station 409-1-46; thence

running westwardly by said fence about forty-four (44) feet to a point

distant eighty-five (85) feet westerly from said base line measured at

right angles thereto; thence turning and running northwestwardly by a

line drawn parallel with said base line and distant eighty-five (85) feet

westerly therefrom about four hundred and twenty-five (425) feet to a

point opposite station 413-1-80; thence running northwestwardly about

two hundred and forty-nine and forty-seven hundredths (249*%oo) feet to

a point distant one hundred (100) feet westerly from said base line, njieas-

ured at right angles thereto at station 416-f30; thence running north-

westwardly about two hundred and fifty-six and eighty-eight hundredths

(256^%oo) feet to a point distant eighty-five (85) feet westerly from said

base line measured at right angles thereto at station 418-f80; thence turn-

ing and running northwardly one hundred and eighty-five and one hun-

dredths (185^oo) feet to a point on the location of said railroad distant

forty-one and twenty-five hundredths (4P%oo) feet westerly from said base

line, measured at right angles thereto at station 420+55; thence turning

and running southeastwardly by land of the Boston & Albany Railroad

Company about eleven hundred and fifteen (1,115) feet to the fence at the

place of beginning, containing one and four hundredths (Wioo) acres,

more or less, and supposed to belong to the Hinsdale Woolen MiUs.

' Said parcel of land is shown within lines marked in yellow upon

a plan entitled " Boston & Albany R.R. The N. Y. C. R.R. Co.

(Lessee) Albany Division, Additional Land Required for Railroad

Purposes, Hinsdale," dated September, 1918, and signed by us

and filed herewith.

FREDERICK J. MACLEOD,
JOSEPH B. EASTMAN,
EVERETT E. STONE,

December 20, 1918. [P. S. C. 2327] Commissioners.
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Petition of the Boston and Albany Railroad Company that the

Commission prescribe the limits within which certain land in

the city of Pittsfleld may be taken for railroad purposes.

Upon the petition of the Boston and Albany Railroad Com-
pany, filed October 8, 1918, under the provisions of section 78

of Part II of chapter 463 of the Acts of 1906, as amended by

chapter 157 of the General Acts of 1915, praying that the Public

Service Commission prescribe the limits within which it may
take certain land for railroad purposes in the city of Pittsfield in

the county of Berkshire in the commonwealth of Massachusetts,

outside the limits of its route already fixed in said city, 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 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 November 7, 1918.

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 additional land

in Pittsfield 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, and is unable to obtain

the same by agreement with the owner, and it is further deter-

mined, ordered and decreed that such land may be taken as by

law provided within the following limits^ to wit; —
A parcel of land situated in the city of Pittsfield, county of Berkshire

and commonwealth of Massachusetts, bounded and described as follows :
—

Beginning at the intersection of the northerly side line of the land of

the Boston and Albany Railroad Company with the dividing line between

land of Charles Goodrich and land of Mathias Jacoby at a point distant

forty-one and twenty-five hundredths (4P%oo) feet northerly from thie

base line of location of the Boston and Albany Railroad measured at right

angles thereto at Station 955+45; thence running westwardly by said

northerly side line about six hundred and ninety-three (693) feet to the

westerly line of a discontinued road; thence turning and running north-

wardly by the said westerly line of said discontinued road, about forty-five

(45) feet to a point distant seventy-four and twenty-five hundredths

(742%oo) feet northerly from said base line measured at right angles
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thereto ; thence turning and running eastwardly by a line parallel with said

base line, and distant seventy-four and twenty-five hundredths (74^%oo)

feet northerly therefrom, about six hundred and eighty-five (685) feet to

land of said Goodrich; thence turning and running southwardly by land

of said Goodrich about forty (40) feet to the place of beginning, containing

fifty-two hundredths of an acre, more or less, and supposed to belong to

Mathias Jacoby.

Said parcel of land is shown within lines marked in yellow

upon a plan entitled "Boston & Albany R.R., The N. Y. C. R.R.

Co. (Lessee), Albany Division, Additional Land Required for

Railroad Purposes, Pittsfield," dated September, 1918, and signed

by us and filed herewith.

FREDERICK J. MACLEOD,
JOSEPH B. EASTMAN,
EVERETT E. STONE,

November 18, 1918. [P. S. C. 2294] Commissioners.

Petition of the Boston and Albany Railroad Company that the

Commission prescribe the limits within which certain land in

the city of Springfield may be taken for railroad purposes.

Upon the petition of the Boston and Albany Railroad Com-
pany, filed August 5, 1918, under the provisions of section 78 of

Part II of chapter 463 of the Acts of 1906, as amended by chap-

ter 157 of the General Acts of 1915, praying that the Public

Service Commission prescribe the limits within which it may
take certain land for railroad purposes in the city of Springfield in

the county of Hampden in the commonwealth of Massachusetts,

outside the limits of its route already fixed in said city, for the

purpose of making or securing its railroad, for depot or station

purposes 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 other parties

interested therein, iji the manner prescribed by law and in accord-

ance with the order of notice issued on said petition, and a hear-

ing on said petition has been given on September 5, 1918.

't^ 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 additional

land in Springfield for the purpose of making or securing its
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railroad, for depot or station purposes 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 such land may be taken as by law provided within

the following limits, to wit: —
Certain parcels of land situated in the city of Springfield, county of

Hampden and Commonwealth of Massachusetts, bounded and described

as follows:—
Parcel No. 1.— Beginning at an iron rail imbedded in the ground at

the intersection of the dividing line between land of the Bay State Storage

and Warehouse Company and land of Henry Lasker and Morris Hirsch,

formerly of Alice W. Adams, with the dividing line between land of said

Bay State Storage and Warehouse Company and land of the Boston and

Albany Railroad Company at a point distant forty-one and twenty-five

hundredths (4P%oo) feet northwesterly from the base line of the location

of the Boston and Albany Railroad measured at right angles thereto at or

near Station 713-1-93 . 81 ; thence running southwestwardly by land of said

Railroad Company, by a line drawn parallel with said base line and distant

forty-one and twenty-five hundredths (4P%oo) feet northwesterly there-

from about one hundred and sixty-five and ninety-one hundredths(165^^Aoo)

feet to an iron rail imbedded in the ground on the dividing line between

land of the said Lasker and Hirsch, formerly of the said Adams, and land

of the said RaUroad Company; thence turning and running northwest-

wardly by land of said Railroad Company fifty (50) feet to an iron rail

imbedded in the ground ninety and ninety-six hundredths (90^%oo) feet

northwesterly from said base line measured at right angles thereto at or

near Station 715-f 54.36; thence turning and running westwardly by the

remaining land of said Lasker and Hirsch, formerly of said Adams, about

one hundred and sixty-eight and seven hundredths (168%oo) feet to the

place of beginning, containing ninety-four thousandths (^%ooo) of an acre,

more or less; said parcel is supposed to belong to Henry Lasker and

Morris Hirsch.

Parcel No. 2. — Beginning at an iron rail imbedded in the ground on

land of the Trustees of the Armory Realty Trust distant one hundred and
six (106) feet northwesterly from the base line of the location of the Bos-

ton and Albany Railroad measured at right angles thereto at Station

6854-33; thence running northeastwardly by a line drawn parallel with

and distant one hundred and six (106) feet northwesterly from said base

line about four hundred and fifty-one and ninety-eight hundredths

(45P%oo) feet to an iron rail imbedded in the ground opposite Station

6804-81.02; thence turning and running northwestwardly ten (10) feet to

an iron rail imbedded in the ground distant one hundred and sixteen (116)

feet northwesterly from said base line measured at right angles thereto at

said Station 6804-81.02; thence turning and running northeastwardly
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over land of said Trustees and over land of the City of Springfield by a

line drawn parallel with said base line and distant one hundred and sixteen

(116) feet northwesterly therefrom about three hundred and thirty-seven

and ninety-eight hundredths (337^%oo) feet to an iron rail imbedded in the

ground opposite Station 677+43.04; thence turning and running south-

eastwardly over land of the said City of Springfield about forty-five and
thirty-seven hundredths (45^% oo) feet to land of the said Boston and

Albany Railroad Company at an iron rail imbedded in the ground distant

seventy-five (75) feet northwesterly from said base line measured at right

angles thereto at Station 677+68.56; thence turning and running south-

westwardly by land of said Boston and Albany Railroad Company to the

place of beginning, containing seven hundred and forty thousandths

(^*%ooo) of an acre, more or less; said parcel is supposed to belong to the

Trustees of the Armory Realty Trust and the City of Springfield.

Also slope rights in the following parcel of land in said Springfield,

bounded and described as follows :
—

Parcel No. 3.— Beginning at an iron rail imbedded in the ground at a

point on land of M. S. Converse Company distant forty-eight and twenty-

five hundredths (48^%oo) feet northwesterly from said base line of location

measured at right angles thereto at Station 694+63.32; thence running

northeastwardly over land of said Converse Company by a line drawn

parallel with said base line and distant forty-eight and twenty-five hun-

dredths (48^%oo) feet northwesterly therefrom, about two hundred and

twenty-one and fifty-one hundredths (221^%oo) feet to land of the Trustees

of the Armory Realty Trust at an iron rail imbedded in the ground; thence

turning and running northwestwardly by said land of said Trustees about

two and fifty-seven hundredths (2^%oo) feet to an iron rail imbedded in the

ground distant fifty and sixty-nine hundredths (50^%oo) feet northwesterly

from said base line of said location measured at right angles thereto at

Station 692+41,04; thence turning and running northeastwardly over

land of said Trustees of the Armory Realty Trust by a line curving convex

to the south with a radius of four hundred and seventy-six and thirty-six

hundredths (476^%oo) feet about ninety-fbur and eighty-six hundredths

(94^%oo) feet to land of the Boston and Albany Railroad Company at a

point distant forty-one and twenty-five hundredths (41^^00) feet north-

westerly from said base line of said location measured at right angles

thereto at Station 691+46.58; thence turning and running southwest-

wardly by land of said Railroad Company about three hundred and

sixteen and seventy-four hundredths (316''4*ioo) feet to an iron rail

imbedded in the ground at a point opposite said Station 694+63.32;

thence turning and running northwestwardly seven (7) feet to the place

of beginning, containing forty-two thousandths (*%ooo) of an acre, more

or less; said parcel is supposed to belong to the M. S. Converse Company
and the Trustees of the Armory Realty Trust.

All of said parcels of land are shown within lines marked in

yellow upon a plan entitled "Boston & Albany R.R., The N. Y.
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C. R.R. Co. (Lessee), Albany Division, Additional Land Required

for Railroad Purposes, Springfield," dated July, 1918, revised

November 15, 1918, and signed by us and filed herewith.

FREDERICK J. MACLEOD,
JOSEPH B. EASTMAN,
EVERETT E. STONE,

NovEMBEE 26, 1918. [P. S. C. 2239] Commissioners.

Petition of the Boston and Providence Railroad Corporation that

the Commission prescribe the limits within which certain land

in the city of Attleboro and town of Seekonk may he taken for

railroad purposes.

Upon the petition of the Boston and Providence Railroad

Corporation, filed September 28, 1917, under the provisions of

section 78 of Part II of chapter 463 of the Acts of 1906, as

amended by chapter 157 of the General Acts of 1915, praying

that the Public Service Commission prescribe the limits within

which it may take certain land for railroad purposes lying partly

in the city of Attleboro and partly in the town of Seekonk, in

the county of Bristol, in the commonwealth of Massachusetts,

outside the limits of its route already fixed in said city and said

town, 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,

due notice of the above petition and of the time and place of

hearing thereon has been given to all parties known to be in-

terested therein, by publication, and also by serving by copy on

the city of Attleboro and on the town of Seekonk, in accordance

with the order of notice issued on said petition, and a hearing

on said petition has been given on October 17, 1917.

All persons appearing at the hearing held as aforesaid having

been heard and it appearing that the owner or owners of the

land hereinafter described are unknown and cannot now be as-

certained by diligent inquiry and a search of the records caused

to be made by the petitioner, that said land is vacant, unim-

proved and unoccupied and that further notice either personal

or by mail cannot be given to the owner or owners thereof; and

it further appearing that there is an immediate and urgent neces-

sity under existing war conditions for additional facilities in the

movement of freight and storage of coal which will be provided
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if said land can be utilized for such railroad purposes, and the

subject matter of said petition having been duly considered, it

is now determined and adjudged that the said Boston and Provi-

dence Railroad Corporation requires additional land in the city

of Attleboro and town of Seekonk, 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 in so far as the Commission has the authority that

such land may be taken as by law provided within the following

limits, to wit: —
A certain parcel of land belonging to a person or persons unknown

situated partly in said city of Attleboro and partly in said town of Seekonk,

and bounded and described as follows: —
Beginning at a point at the intersection of the present northwesterly

line of the right of way of the Boston and Providence RaUroad Corpora-

tion with the present northerly hne of Taunton Road, so-called; said

point being distant thirty-three (33) feet northwesterly at right angles

from station 434+68.38 of the monumented center line of said railroad;

thence running north 9° 29' 02" west two hundred five (205) feet; thence

running south 80° 30' 58" west one hundred (100) feet; thence running

north 9° 29' 02" west two hundred eighty-two and twenty-seven hun-

dredths (282.27) feet more or less to a point distant four hundred eight

(408) feet northwesterly at right angles from said monumented center

line; thence running north 27° 50' 58" east on a line parallel with and

distant four hundred eight (408) feet northwesterly at right angles from

said monumented center Kne one thousand two hundred forty-five and

six-tenths (1,245.6) feet more or less to land of the Old Colony RaUroad

Company; thence running north 82° 17' 49" east by said land of the

Old Colony Railroad Company four hundred sixty and ninety-three hun-

dredths (460.93) feet more or less to the said northwesterly line of the

right of way of the Boston and Providence Railroad Corporation, said

point being distant thirty-three (33) feet northwesterly at right angles

from station 453+08.77 of said center Une; thence running south 27°

50' 58" west on a Une parallel with and distant thirtj^-three (33) feet

northwesterly at right angles from said monumented center line by land

of the said Boston and Providence Railroad Corporation one thousand

eight hundred forty and thirty-nine hundredths (1,840.39) feet more or

less to the point of beginning; containing thirteen and forty-six hundredths

(13.46) acres.

The said parcel of land is shown within lines marked in yellow

upon a plan entitled "The Boston and Providence Railroad Cor-
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poration, Additional Land Required for Railroad Purposes, See-

konk and Attleboro, Mass.," dated August 28, 1917, and signed

by us and filed herewith.

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

, May 24, 1918. [P. S. C. 1914] Commissioners.

Petition of the Nashua and Lowell Railroad Corporation that the

Commission prescribe the limits within which certain land in

the city of Lowell may be taken for railroad purposes.

Upon the petition of the Nashua and Lowell Railroad Corpora-

tion, filed July 10, 1918, under the provisions of section 78 of

Part II of chapter 463 of the Acts of 1906, as amended by chap-

ter 157 of the General Acts of 1915, praying that the Public

Service Commission prescribe the limits within which it may take

certain land for railroad purposes in the city of Lowell in the

county of Middlesex in the commonwealth of Massachusetts,

outside the limits of its route already fixed in said city, for the

purpose of making and securing its railroad or for depot or sta-

tion purposes or for one or more new tracks adjacent to other

land occupied by said corporation 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 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 July

24, 1918.

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

Nashua and Lowell Railroad Corporation requires additional

land in Lowell for the purpose of making and securing its rail-

road or for depot or station purposes or for one or more new
tracks adjacent to other land occupied by said corporation 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 such land may be taken as by law pro-

vided within the following limits, to wit: —
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Certain parcels of land situated in the city of Lowell, county of Middle-

sex and commonwealth of Massachusetts, bounded and described as

follows :
—

Parcel 1 . — Beginning at a point on the southerly boundary of land of

the Boston and Maine Railroad distant south 11° 51' east forty and

seventy-five hundredths (40.75) feet from station 1433+84.55 on the

center line of location of the Nashua and Lowell Railroad Corporation

and running south 70° 07' 56" west by land of Wilhelmina and Paula

Mendlik one hundred ninety-nine and thirty-seven hundredths (199.37)

feet; thence north 25° 13' 30" west by land of Harriet S. Smith twenty-

eight and fifty-seven hundredths (28.57) feet; thence north 78° 09' east

by land of the Boston and Maine Railroad two hundred three and ninety-

three hundredths (203.93) feet to the place of beginning. Said parcel

contains two thousand eight hundred thirty-five (2,835) square feet, more

or less, and is subject to two mortgages, one supposed to be held by the

Lowell Institution for Savings, dated May 22, 1917, recorded with Middle-

sex North District Deeds, Book 572, page 503, and the other supposed

to be held by The LoweU Morris Plan Company, dated October 23, 1917,

recorded with said Deeds, Book 579, page 198; said parcel is supposed

to belong to Wilhelmina and Paula Mendlik of LoweU.

Parcel 2. — Beginning at a point on the southerly boundary of land

of the Boston and Maine Railroad distant south 11° 51' east forty and

seventy-five hundredths (40.75) feet from station 1435+88.48 on the

center line of location of the Nashua and LoweU Railroad Corporation

and running south 25° 13' 30" east by land of Wilhelmina and Paula

Mendlik twenty-eight and fifty-seven hundredths (28.57) feet; thence

south 70° 07' 56" west by land of Harriet S. Smith one hundred fifty

and twenty-five hundredths (150.25) feet; thence north 24° 36' 30"

west by land of Costikyan Carpet Corporation fifty (50) feet; thence

north 78° 09' east by land of the Boston and Maine Railroad one hundred

fifty-three and thirty-one hundredths (153.31) feet to the place of be-

ginning. Said parcel contains five thousand eight hundred seventy-six

(5,876) square feet, more or less, and supposed to belong to Harriet S.

Smith of LoweU.

Parcel 3.— Beginning at a point on the southerly boundary of land of

the Boston and Maine RaUroad distant south 24° 36' 30" east forty-two

and twenty-nine hundredths (42.29) feet from station 1437+51.13 on

the center line of location of the Nashua and LoweU Railroad Corporation

and running south 24° 36' 30" east by land of Harriet S. Smith forty-nine

and forty-nine hundredths (49.49) feet; thence south 74° 47' 02" west

by land of Costikyan Carpet Corporation two hundred eighty-eight (288)

feet; thence north 18° 28' 30" west by land of Joseph F. Cote sixty-five

and sixty-two hundredths (65.62) feet; thence north 78° 09' east by land

of the Boston and Maine Railroad two hundred eighty-four and fourteen

hundredths (284.14) feet to place of beginning. Said parcel contains

sixteen thousand two hundred ninety-one (16,291) square feet, more or



1919.] RAILROAD LOCATIONS.
, 469

less, and is supposed to belong to Costikyan Carpet Corporation, a Mas-
sachusetts corporation.

Parcel 4- — Beginning at a point on the southerly boundary of land of

the Nashua and Lowell Railroad Corporation distant south 11° 51' east

twenty-seven and fifteen hundredths (27.15) feet from station 1440+27.58

on the center line of location of the Nashua and Lowell Railroad Corpora-

tion and running south 18° 28' 30" east by land of Boston and Maine
RaUroad and land of Costikyan Carpet Corporation seventy-nine and

eighty-two hundredths (79.82) feet; thence south 69° 37' 33" west by
land now or formerly of Mihran Costikyan one hundred one and sixty-

eight hundredths (101.68) feet; thence north 20° 21' 30" west by land

of Deborah Boudreau and land of Isaie Gouthier ninety-one and twenty-

seven hundredths (91.27) feet; thence north 75° 55' 40" east by land of

the Nashua and Lowell Railroad Corporation one hundred four and
ninety-three hundredths (104.93) feet to the place of beginning. Said

parcel contains eight thousand eight hundred sixteen (8,816) square feet

more or less and is subject to a mortgage supposed to be held by the

Notre Dame DeLourdes Credit Union, dated June 10, 1913, and recorded,

with Middlesex North District Deeds, Book 506, page 174. Said parcel

is supposed to be subject to an easement for a right of way known as

Middlesex Park, and is supposed to belong to Joseph F. Cote of Lowell.

Parcel 5. — Beginning at the northwest corner of said parcel at a point

distant south 18° 59' east eighty-nine and thirty-seven hundredths (89.37)-

feet from a point distant one hundred six and eighty-four hundredths

(106.84) feet south 78° 09' west from station 1441+21.14 on the center

line of location of the Nashua and LoweU Railroad Corporation and
running north 69° 38' 30" east by land of Isaie Gouthier ninety-seven and
eighty hundredths (97.80) feet; thence south 20° 21' 30" east by land of

Joseph F. Cote and land now or formerly of Mihran Costikyan eighty

(80) feet; thence south 69° 38' 30" west by land now or formerly of

Patrick Fitzpatrick ninety-nine and eighty-six hundredths (99.86) feet;

thence north 18° 59' west by land of Mary A. and Susan E. Tyler eighty

and three hundredths (80.03) feet to the place of beginning. Said parcel

contains seven thousand nine hundred six (7,906) square feet, more or

less, and is supposed to be subject to an easement for a right of way
known as Middlesex Park; said parcel is supposed to belong to Deborah
Boudreau of Lowell.

Parcel 6.— Beginning at a point on the southerly boundary of land of

the Nashua and Lowell Railroad Corporation distant south 18° 59' east

thirty-two (32) feet from a point distant one hundred six and eighty-four

hundredths (106.84) feet south 78° 09' west from station 1441+21.14 on
the center hne of location of the Nashua and Lowell Railroad Corporation

and running easterly in a line curving to the left having a radius of five

thousand thirty-three (5,033) feet, by land of the Nashua and Lowell

Railroad Corporation fifty-seven and sixty-five hundredths (57.65) feet;

thence north 75° 55' 40" east still by land of said railroad thirty-nine and
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eighty-two hundredths (39.82) feet; thence south 20° 21' 30" east by

land of Joseph F. Cote forty-three and forty-six hundredths (43.46) feet*

thence south 69° 38' 30" west by land of Deborah Boudreau ninety-seven

and eighty hundredths (97.80) feet; thence north 18° 59' west by land

of Mary A. and Susan E. Tyler and land of Boston and Maine Railroad

fifty-seven and thirty-seven hundredths (57.37) feet to the place of be-

ginning. Said parcel contains four thousand seven hundred forty-seven

(4,747) square feet, more or less, and is supposed to be subject to an

easement for a right of way known as Middlesex Park; said parcel is sup-

posed to belong to Isaie Gouthier of Lowell.

Parcel 7.— Beginning at a point on the southerly boundary of land of the

Boston and Maine Railroad distant south 18° 59' east forty-six and fourteen

hundredths (46.14) feet from a point distant one hundred six and eighty-four

hundredths (106.84) feet south 78° 09' west from Station 1441+21.14 on

the center line of location of the Nashua and Lowell Railroad Corporation

and running south 18° 59' east by land of Isaie Gouthier and land of

Deborah Boudreau one hundred twenty-three and twenty-six hundredths

(123.26) feet; thence south 69° 38' 30" west by land of Mary A. and

Susan E. Tyler two hundred sixty-four and sixty-six hundredths (264.66)

feet; thence north 3° 33' 53" east by land of Samuel P. Hadley and land

of Boston and Maine Railroad one hundred sixteen and eighteen hun-

dredths (116.18) feet; thence north 82° 57' 45" east by land of the Boston

and Maine Railroad eighty-two and fifteen hundredths (82.15) feet;

thence north 4° 40' 45" east still by land of said railroad fifty-nine and

ninety-eight hundredths (59.98) feet; thence north 14° 32' east by land

of Nashua and Lowell Railroad Corporation twelve and forty-two hun-

dredths (12.42) feet; thence north 82° 34' east by land of Boston and

Maine RaUroad one hundred eleven and seventy-four hundredths (111.74)

feet to the place of beginning. Said parcel contains twenty-eight thou-

sand eight hundred seventy-three (28,873) square feet, more or less^

supposed to be subject to an easement for a right of way known as Baldwin

Street formerly known as Old Ferry Road and is supposed to belong to

Mary A. and Susan E, Tyler of Lowell.

Parcel 8. — Beginning at a point in the southerly boundary of land of

the Boston and Maine RaUroad distant south 4° 24' east one hundred

sixty-six and eight hundredths (166.08) feet from Station 1448+82.70 on

the center line of location of the Nashua and Lowell Railroad Corporation

and running north 83° 45' east by land of the Boston and Maine RaUroad

four hundred forty-six and seventy hundredths (446.70) feet; thence

south 3° 33' 53" west by land of Mary A. and Susan E. Tyler one hundred

twenty-six and seventy-four hundredths (126.74) feet; thence south

69° 00' 52" west by land of Samuel P. Hadley four hundred forty-eight

and twenty hundredths (448.20) feet; thence north 4° 24' west by land

of Channing A. Frost two hundred thirty-nine and three hundredths

(239.03) feet to the place of beginning. Said parcel contains seventy-nine

thousand two hundred thirty-two (79,232) square feet, more or less, sup-

posed to be subject to an easement for a right of way known as Baldwin
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Street formerly known as Old Ferry Road and is supposed to belong to

Samuel P. Hadley of Lowell.

Parcel 9. — Beginning at a point on the southerly boundary of land of

the Boston and Maine Railroad distant south 4° 24' east one hundred

sixty-six and eight hundredths (166.08) feet from station 1448+82.70 on

the center line of location of the Nashua and Lowell Railroad Corpora-

tion and running south 4° 24' east by land of Samuel P. Hadley two hun-

dred thirty-nine and three hundredths (239.03) feet; thence south 69°

00' 52" west by land of Channing A. Frost three hundred ten and six

hundredths (310.06) feet; thence north 6° 58' 40" west by land of Sarah

Stack and land of the Boston and Maine RaUroad two hundred forty-two

and forty-nine hundredths (242.49) feet; thence north 70° 08' east by land

of said Boston and Maine Railroad three hundred nineteen and seventy-

three hundredths (319.73) feet to the place of beginning. Said parcel

contains seventy-three thousand three hundred nine (73,309) square feet^

more or less, and is supposed to belong to Channing A. Frost of Lowell.

Parcel 10. — Beginning at a point on the southerly boundary of land

of the Boston and Maine Railroad distant south 6° 58' 40" west three

hundred forty-one and twenty-seven hundredths (341.27) feet from

station 1452+01.88 on the center line of location of the Nashua and
Lowell Railroad Corporation and running south 6° 58' 40" east by land

of Channing A. Frost one hundred forty-two and fifty-four hundredths

(142.54) feet; thence south 69° 00' 52" west by land of Sarah Stack one

hundred fifty-five and eighteen hundredths (155.18) feet; thence north
7° 06' 10" west by land of Fisher H. Pearson one hundred eighty-two and

two hundredths (182.02) feet; thence north 83° 45' east by land of the

Boston and Maine Railroad one hundred fifty and ninety-seven hun-

dredths (150.97) feet to the place of beginning. Said parcel contains

twenty-four thousand four hundred sixty-nine (24,469) square feet, more
or less, and is supposed to belong to Sarah Stack of Lowell.

Parcel 11. — Beginning at a point on the southerly boundary of land

of the Boston and Maine Railroad distant south 6° 29' 30" east three

hundred forty-one and twenty-five hundredths (341.25) feet from station

1455+09.16 on the center line of location of the Nashua and Lowell

Railroad Corporation and running north 83° 45' east by land of the

Boston and Maine Railroad one hundred fifty-nine and twenty-two hun-

dredths (159.22) feet; thence south 7° 06' 10" east by land of Sarah

Stack two hundred one and twenty hundredths (201.20) feet; thence

south 83° 45' west by land of Fisher H. Pearson one hundred sixty-one

and thirty-seven hundredths (161.37) feet; thence north 6° 29' 30" west

by land of Joseph H. Clough two hundred one and eighteen hundredths

(201.18) feet to the place of beginning. Said parcel contains thirty-two

thousand two hundred forty-eight (32,248) square feet, more or less, and

is subject to a mortgage supposed to be held by the Old Ladies Home of

Lowell, dated October 6, 1893, recorded with Middlesex North District

Deeds, Book 248, page 473; said parcel is supposed to belong to Fisher

H. Pearson of Lowell.
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Parcel 12. — Beginning at a point on the southerly boundary of land

of the Boston and Maine RaUroad distant south 6° 29' 30" east three

hundred forty-one and twenty-five hundredths (341.25) feet from station

1455+09.16 on the center line of location of the Nashua and Lowell

Railroad Corporation and running south 6° 29' 30" east by land of Fisher

H. Pearson two hundred one and eighteen hundredths (201.18) feet;

thence south 83° 45' west by land of Joseph H. Clough one hundred fifty-

nine and sixty-one hundredths (159.61) feet; thence north 6° 29' 30"

west by land of Jerry and Marie LaFrance and land of LiUie S. Cutler

two hundred one and eighteen hundredths (201.18) feet; thence north

83° 45' east by land of the Boston and Maine Railroad one hundred fifty-

nine and sixty-one hundredths (159.61) feet to the place of beginning.

Said parcel contains thirty-two thousand one hundred (32,100) square

feet, more or less, and is supposed to belong to Joseph H. Clough of

Lowell.

Parcel 13. — Beginning at a point on the easterly side of a private

way known as Edwards street distant south 6° 28' east three hundred

ninety-two and eighty-five hundredths (392.85) feet from station 1457+

78.79 on the center line of location of the Nashua and LoweU Railroad

Corporation and running north 83° 32' east by land of Lillie S. Cutler

one hundred ten and nineteen hundredths (110.19) feet; thence south

6° 29' 30" east by land of Joseph H. Clough one hundred fifty (150) feet;

thence south 83° 32' west by land now or formerly of EsteUa H. Bartlett

one hundred ten and twenty-five hundredths (110.25) feet; thence north

6° 28' west by land of Orestes M. Pratt one hundred fifty (150) feet to

the place of beginning. Said parcel contains sixteen thousand five hun-

dred thirty-three (16,533) square feet, more or less, and is subject to a

mortgage supposed to be held by the Mechanics Savings Bank in Lowell,

dated February 1, 1916, recorded with Middlesex North District Deeds,

Book 550, page 330; said parcel is supposed to belong to Jerry and Marie

LaFrance of LoweU.

Parcel I4.. — Beginning at a point on the southerly boundary of land

of the Boston and Maine Railroad distant south 6° 28' east three hun-

dred forty-two and eighty-five hundredths (342.85) feet from station

1457+78.79 on the center line of location of the Nashua and Lowell

Railroad Corporation and running north 83° 32' east by land of the

Boston and Maine Railroad one hundred ten and seventeen hundredths

(110.17) feet; thence south 6° 29' 30" east by land of Joseph H. Clough

fifty (50) feet; thence south 83° 32' west by land of Jerry and Marie

LaFrance one hundred ten and nineteen hundredths (110.19) feet; thence

north 6° 28' west by land of Orestes M. Pratt fifty (50) feet to the place

of beginning. Said parcel contains five thousand five hundred nine

(5,509) square feet, more or less, and is supposed to belong to LiUie S.

Cutler of LoweU.

Parcel 15. — Beginning at a point on the southerly boundary of land

of the Boston and Maine Railroad distant south 6° 28' east three hun-

dred forty-two and eighty-five hundredths (342.85) feet from station
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1457+78.79 on the center line of location of the Nashua and Lowell

Railroad Corporation and running south 6° 28' east by land of Lillie S.

Cutler and land of Jerry and Marie LaFrance two hundred (200) feet;

thence south 83° 32' west by land of Orestes M. Pratt forty (40) feet;

thence north 6° 28' west by land of Ayer Mills two hundred (200) feet;

thence north 83° 32' east by land of Boston and Maine Railroad forty

(40) feet to the place of beginning. Said parcel contains eight thousand

(8,000) square feet, more or less, and is supposed to be subject to an

easement for a right of way known as Edwards Street; said parcel is

supposed to belong to Orestes M. Pratt of Holderness, N. H.

Parcel 16. — Beginning at a point on the southerly boundary of land

of the Nashua and Lowell Railroad Corporation distant south 6° 28'

east forty-one and twenty-five hundredths (41.25) feet from station

1464-h 18.79 on the center line of location of the Nashua and Lowell

Railroad Corporation, and running north 83° 45' east by land of the

Nashua and Lowell Railroad Corporation six hundred (600) feet to a

private way known as Edwards Street; thence south 6° 28' east by said

Edwards Street sixty-two and fifty hundredths (62.50) feet; thence

south 83° 45' west by land of Ayer Mills six hundred (600) feet; thence

north 6° 28' west by other land of said Ayer Mills sixty-two and fifty

hundredths (62.50) feet to the place of beginning. Said parcel contains

thirty-seven thousand five hundred (37,500) square feet, more or less,

and is supposed to belong to Ayer Mills, a Massachusetts corporation.

Parcel 17. — Beginning at a point distant south 6° 28' east three

hundred thirteen and twenty-five hundredths (313.25) feet from station

1464+18.79 on the center line of location of the Nashua and Lowell

Railroad Corporation and running north 83° 45' east by other land of

the said Ayer MiUs six hundred (600) feet thence south 6° 28' east by

land of Boston and Maine Railroad and land of Orestes M. Pratt three

hundred forty-one and fifty-eight hundredths (341.58) feet to a stone

bound; thence north 88° 40' 53" west by land now or formerly of Clayton

B. Stoddard and land of Addie E. Cashin and land of Thomas J. Roche

six hundred sixty-seven and sixty-nine hundredths (667.69) feet; thence

north 8° 36' 37" east by other land of said Ayer Mills two hundred thirty-

six and fifty-five hundredths (236.55) feet; thence north 6° 28' west still

by other land of said Ayer Mills twenty-five (25) feet to the place of be-

ginning. Said parcel contains one hundred eighty-eight thousand three

hundred five (188,305) square feet, more or less, and is supposed to belong

to Ayer MiUs, a Massachusetts corporation.

Parcel 18. — Beginning at a point on the northerly line of Middlesex

Street on the dividing line between land of Addie E. Cashin and land of

Thomas J. Roche and running north 4° 19' 01" east by land of Thomas
J. Roche three hundred fourteen and fifty-four hundredths (314.54) feet;

thence south 88° 40' 53" east by land of Ayer Mills three hundred sixty

and twenty hundredths (360.20) feet; thence south 2° 40' 53" west by
land now or formerly of Clayton B. Stoddard three hundred nine and

five hundredths (309.05) feet; thence westerly by Middlesex Street in a
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line curving to the right having a radius of eight hundred eleven and

forty-five hundredths (811.45) feet, seventy and seven hundredths (70,07)

feet to a stone bound; thence north 89° 36' 15" west by said Middlesex

Street two hundred seventy-three and sixteen hundredths (273.16) feet;

thence westerly by said. Middlesex Street in a line curving to the right

having a radius of four hundred eighteen and forty-eight hundredths

(418.48) feet, fifty-five and seventeen hundredths (55.17) feet to the place

of beginning. Said parcel contains one hundred nineteen thousand one

hundred forty-eight (119,148) square feet, more or less, and is supposed

to belong to Addie E. Cashin of Lowell.

Parcel 19. — Beginning at a point on the northerly line of Middlesex

Street on the dividing line between land of Thomas J. Roche and land of

Addie E. Cashin and running westerly by Middlesex Street in a line

curving to the right having a radius of four hundred eighteen and forty-

eight hundredths (418.48) feet; thirty-four and forty-nine hundredths

(34.49) feet; thence north 77° 19' 45" west by said Middlesex Street

fifteen and fiity-one hundredths (15.51) feet; thence north 8° 36' 37"

east by other land of the said Thomas J. Roche three hundred eight and

sixteen hundredths (308.16) feet; thence south 88° 40' 53" east by land

of Ayer Mills twenty-six and fifty-five hundredths (26.55) feet; thence

south 4° 19' 01" west by land of Addie E. Cashin three hundred fourteen

and fifty-four hundredths (314.54) feet to the place of beginning. Said

parcel contains eleven thousand eight hundred seventy-three (11,873)

square feet, more or less, and is subject to a mortgage supposed to be

held by James C. Ayer dated May 27, 1874, recorded with Middlesex

North District Deeds, Book 102, page 381; said parcel is supposed to

belong to Thomas J. Roche of Lowell.

All of said parcels of land are supposed to be subject to cer-

tain flowage rights held by Proprietors of Locks and Canals on

Merrimack River, and are shown within lines marked in red upon

a plan of two sheets entitled "Land in Lowell, Mass., supposed

to belong to Wilhelmina and Paula Mendlik, Harriet S. Smith,

The Costikyan Carpet Corporation, Joseph F. Cote, Isaie Gou-

thier, Deborah Boudreau, Mary A. and Susan E. Tyler, Samuel

P. Hadley, Channing A. Frost, Sarah Stack, Fisher H. Pearson,

Joseph H. Clough, Jerry and Marie LaFrance, Lillie S. Cutler,

Orestes M. Pratt, the Ayer Mills, Addie E. Cashin, Thomas J.

Roche, required by the Nashua and Lowell Railroad Corpora-

tion for railroad purposes," dated May, 1918, and signed by us

and filed herewith.

FREDERICK J. MACLEOD,
JOSEPH B. EASTMAN,
EVERETT E. STONE,

August 7, 1918. [P. S. C. 2220] Commissioners.
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Petition of the New York, New Haven and Hartford Railroad Com-
pany that the Commission prescribe the limits within which cer-

tain land in South Boston may be taken for railroad purposes.

Upon the petition of the New York, New Haven and Hartford

Railroad Company, filed June 6, 1918, under the provisions of

section 78 of Part II of chapter 463 of the Acts of 1906, as

amended by chapter 157 of the General Acts of 1915, praying

that the Public Service Commission prescribe the limits within

which it may take certain land for railroad purposes in the South

Boston district of the city of Boston, in the county of Suffolk in

the commonwealth of Massachusetts, outside the limits of its

route already fixed in said city, 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, due notice of the above petition and of

ihe time and place of hearing thereon has been given to the

owners 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 August 8, 1918.

All persons appearing at the hearing 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 New
York, New Haven and Hartford Railroad Company requires

additional land in South Boston 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 agree-

ment with the owners, and it is further determined, ordered and

decreed that such land may be taken as by law provided within

the following limits, to wit: —

A parcel of land situated in the South Boston district of the city of

Boston, county of Suffolk and commonwealth of Massachusetts, bounded

and described as follows :
—

Beginning at a point in the northeasterly street line of West Fourth

Street distant fifteen (15) feet northerly from station 58+26.33 of the

monumented center line of location of the said Railroad Company, said

distance being measured on a line bearing N. 48° 57' 30" W., true bearing;

thence northwest by said West Fourth Street twenty-five (25) feet;

thence N. 41° 12' 00" E. in part by land now or formerly of Mary Carmill

and in part by land now or formerly of Michael J. and Bridget A. Nee
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seventy-two (72) feet; thence S. 48° 57' 30" E, in part by said land now
or formerly of Michael J. and Bridget A. Nee, in part by land now or

formerly of Michael J. Nee and in part by land of the said Railroad

Company twenty-five (25) feet to a point distant fifteen (15) feet north-

westerly at right angles from said monumented center line; thence S.

41° 12' 00" W. by land of the said RaUroad Company seventy-two (72)

feet, more or less, to the point of beginning: said parcel contains eighteen

hundred (1,800) square feet and is supposed to belong to Harry E. Mapes
of Cohasset, Norfolk county, Massachusetts.

The said parcel of land is shown within lines marked in yellow

upon a plan entitled "The New York, New Haven and Hartford

Railroad Co., Additional Land Required for Railroad Purposes,

Boston, Mass.," dated May 29, 1918, and signed by us and filed

herewith.

FREDERICK J. MACLEOD,
JOSEPH B. EASTMAN,
EVERETT E. STONE,

August 9, 1918. [P. S. C. 2155] Commissioners.

Petition of the New York, New Haven and Hartford Railroad Com-
pany that the Commission prescribe the limits within which cer-

tain land in Walpole may he taken for railroad purposes.

Upon the petition of the New York, New Haven and Hart-

ford Railroad Company, filed September 3, 1918, under the pro-

visions of section 78 of Part II of chapter 463 of the Acts of

1906, as amended by chapter 157 of the General 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 Walpole in the county of Norfolk in the common-
wealth of Massachusetts, outside the limits of its route already

fixed in said town, for the purpose of making or securing its rail-

road, or for depot or station purposes, 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 owner or

owners 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 September 26, 1918, at which Arthur W.
Blackman appeared for the petitioner and Arthur Francis Clapp,

a certain landowner, also appeared.
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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

New York, New Haven and Hartford Railroad Company re-

quires additional land in Walpole for the purpose of making or

securing its railroad, or for depot or station purposes, 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 owner, and it is further determined,

ordered and decreed that such land may be taken as by law

provided within the following limits, to wit: —

Two parcels of land situated in Walpole, in the county of Norfolk and

the commonwealth of Massachusetts, bounded and described as follows :
—

Parcel 1. — To be acquired of the heirs of Simeon Clapp. Beginning

at a point in the present northerly line of land of the New York, New
Haven and Hartford Railroad Company, said point being distant forty-

eight (48) feet northerly measured radially from station 1020+99.39 of

the monumented center Hne of the railroad of the said New York, New
Haven and Hartford Railroad Company; thence N. 6° 30' 19" W. by

land now or formerly of the heirs of Simeon Clapp twelve and ninety-

five hundredths (12.95) feet, more or less, to a point distant sixty (60)

feet northerly measured radially from said monumented center line;

thence easterly on a curved line having a radius of five thousand six

hundred sixty-nine and sixty-five hundredths (5,669.65) feet by land

now or formerly of Simeon Clapp three hundred fifty and sixty-five

hundredths (350.65) feet, more or less, to a point distant sixty (60) feet

northerly measured radially from station 1023+40.09 of said monu-

mented center line; thence N. 63° 29' 22" E. by land of Joseph and

Alfonso Maraini forty-six and sixty-eight hundredths (46.68) feet; thence

N. 55° 40' 8" E. by land of Joseph and Alfonso Maraini one hundred

twenty and seven tenths (120.7) feet to land of the New York, New
Haven and Hartford Railroad Company; thence S. 20° 40' 23" E. by

land of the New York, New Haven and Hartford Railroad Company
fifteen and forty-four hundredths (15.44) feet to a point distant forty-two

(42) feet northerly measured radially from station 1021+74.88 of the

monumented center hne of the railroad; thence S. 55° 40' 8" W. by land

of the New York, New Haven and Hartford Railroad Company one

hundred eighteen and eight hundredths (118.08) feet; thence S. 63° 29'

22" W. by land of the New York, New Haven and Hartford Railroad

Company ninety-nine and seventy-two hundredths (99.72) feet; thence

S. 59° 14' 3" W. by land of the New York, New Haven and Hartford

Railroad Company one hundred ninety-eight and twenty-five hundredths

(198.25) feet; thence S. 59° 40' 3" W. by land of the New York, New
Haven and Hartford Railroad Company one hundred four and seven

tenths (104.7) feet, more or less, to the point of beginning: containing
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six thousand one hundred and sixty-seven (6,167) square feet, and in-

cluding all the right, title and interest of the said heirs of Simeon Clapp
in and to a right of way over the said premises.

Parcel 2. — To be acquired of Joseph and Alfonso Maraini. Beginning

at a point in the northerly line of the first parcel herein described at a

point distant sixty (60) feet northerly measured radially from station

1023+40.09 of the monumented center line of the New York, New Haven
and Hartford Railroad Company; thence easterly on a curved line having

a radius of five thousand six hundred sixty-nine and sixty-five hundredths

(5,669.65) feet by land of Joseph and Alfonso Maraini one hundred sixty-

seven and seventy-one hundredths (167.71) feet, more or less, to a point

in the present division Une between land of Joseph and Alfonso Maraini

and land of the New York, New Haven and Hartford Railroad Company,
said last described point being distant sixty (60) feet northerly measured

radially from the said monumented center line; thence S. 20° 40' 23"

E. by land of the New York, New Haven and Hartford two and ninety-

eight hundredths (2.98) feet; thence S. 55° 40' 8" W. by land now or

formerly of Simeon Clapp one hundred twenty and seven tenths (120.7)

feet; thence S. 63° 29' 22" W. by land now or formerly of the heirs of

Simeon Clapp forty-six and sixty-eight hundredths (46.68) feet to the

point of beginning; containing five hundred fifty-eight (558) square feet,

and including all right, title and interest of the said Joseph and AKonso
Maraini in and to a right of way over the first parcel herein described.

The said parcels of land are shown within lines marked in

yellow upon a plan entitled " The New York, New Haven and

Hartford Railroad Co. Additional land required for railroad

purposes, Walpole, Mass.," dated "Boston, April 13, 1918,"

signed by us and filed herewith.

FREDERICK J. MACLEOD,
JOSEPH B. EASTMAN,
EVERETT E. STONE,

September 30, 1918. [P. S. C. 2264] Commissioners.

Petition of the New York, New Haven and Hartford Railroad Com-
pany that the Commission prescribe the limits within which

certain land in the town of West Stockbridge may be taken for

railroad purposes.

Upon the petition of the New York, New Haven and Hart-

ford Railroad Company, filed July 2, 1918, under the provisions

of section 78 of Part II of chapter 463 of the Acts of 1906, as

amended by chapter 157 of the General Acts of 1915, praying

that the Public Service Commission prescribe the limits within
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which it may take certain land for railroad purposes in the town

of West Stockbridge, in the county of Berkshire in the common-
wealth of Massachusetts, outside the limits of its route already

fixed in said town, 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, due notice of the above petition and of the time

and place of hearing thereon has been given to all parties known
to be interested therein, by publication and by posting notice

thereof upon said land and in a public place in said town, and

also by serving by copy on the town of West Stockbridge, in

accordance with the order of notice issued on said petition, and

a hearing on said petition has been given on August 8, 1918.

All persons appearing at the hearing held as aforesaid having

been heard, and it appearing that the owner or owners of the land

Tiereinafter described are unknown and cannot now be ascer-

tained by diligent inquiry, that said land is unimproved and

unoccupied and that further notice either personal or by mail

cannot be given to the owner or owners thereof; and it further

appearing that there is an immediate necessity for additional

facilities for increased track arrangements and engine accommo-

dations which will be provided if said land can be utilized for

such railroad purposes, and the subject matter of said petition

having been duly considered, it is now determined and adjudged

that the said New York, New Haven and Hartford Railroad

Company requires additional land in the town of West Stock-

bridge, 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 owners,

and it is further determined, ordered and decreed in so far as

the Commission has the authority that such land may be taken

as by law provided within the following limits, to wit: —

Two parcels of land belonging to a person or persons unknown, situated

in the town of West Stockbridge, in the county of Berkshire and com-

monwealth of Massachusetts, and bounded and described as follows: —
Parcel 1 . — Beginning at a point in the northeasterly side line of

location of the New York, New Haven and Hartford Railroad Company,
formerly of the West Stockbridge Railroad Company, distant thirty-one

and seventy-one hundredths (31.71) feet northeasterly at right angles

from station 499+45.70 of the monumented center line of the said Rail-

road Company; thence south 65° 37' 11" east by land of the Boston and

Albany Railroad Company eight hundred twenty-six and six-tenths
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(826.6) feet to a rail bound in the northerly line of a highway known as

"Stickles crossing;" thence south 35° 27' 45" west by said highway one

hundred twenty and ninety-nine hundredths (120.99) feet more or less,

to a point in the said northeasterly side Hne of location distant thirty

and three-tenths (30.3) feet northeasterly at right angles from station'

491-1-33.63 of said center line; thence north 57° 12' 45" west by land of

the New York, New Haven and Hartford Railroad Company eight hun-

dred twelve and seven one-hundredths (812.07) feet, more or less, to

the point of beginning; containing one and fourteen hundredths (1.14)

acres.

Parcel 2. — Beginning at a point in the westerly line of a highway

known as "Stickles crossing" distant thirty and three-tenths (30.3) feet

northeasterly at right angles from station 491+33.63 of the monumented
center line of the said railroad company; thence north 35° 27' 43" east

by the first parcel herein described one hundred twenty and ninety-nine

hundredths (120.99) feet to a rail bound at land of the Boston and Albany

Railroad Company; thence south 54° 32' 17" east across said highway

thirty-three (33) feet to land of the New York, New Haven and Hartford

Railroad Company, formerly of the estate of Simon Stickles; thence

south 35° 27' 43" west by land of the said Railroad Company one hundred

nineteen and forty-four hundredths (119.44) feet more or less to a point

in the said northeasterly side line of location distant thirty and twenty-

five hundredths (30.25) feet northeasterly at right angles from station

491+00.47 of said center line; thence north 57° 12' 45" west by land of

the said Railroad Company thirty-three and sixteen hundredths (33.16)

feet, more or less, to the point of beginning; containing nine one-hun-

dredths (.09) acres.

The said parcels of land are shown within lines marked in

yellow upon a plan entitled "The New York, New Haven and

Hartford Railroad Company, Additional Land Required for Rail-

road Purposes, West Stockbridge, Mass.," dated June 24, 1918,

and signed by us and filed herewith.

FREDERICK J. MACLEOD,
JOSEPH B. EASTMAN,
EVERETT E. STONE,

August 14, 1918. [P. S. C. 2210] Commissioners.

Petition of the Stony Brook Railroad Corporation that the Commis-

sion prescribe the limits within which certain land in the town

of Chelmsford may be taken for railroad purposes.

Upon the petition of the Stony Brook Railroad Corporation,

filed November 21, 1917, under the provisions of section 78 of

Part II of chapter 463 of the Acts of 1906, as amended by chap-
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ter 157 of the General 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 Chelms-

ford in the county of Middlesex in the commonwealth of Massa-

chusetts, outside the limits of its route already fixed in said

town, for the purpose of making and securing its railroad, or for

depot or station purposes, or for one or more new tracks adja-

cent 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 other parties interested therein, in the manner pre-

scribed by law and in accordance with the order of notice issued

on said petition, an'd a hearing on said petition has been given

on December 10, 1917.

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 Stony Brook Railroad Corporation requires additional land

in Chelmsford for the purpose of making and securing its rail-

road, or for depot or station purposes, 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 de-

creed that such land may be taken as by law provided within

the following limits, to wit: —

A parcel of land situated in the town of Chelmsford, county of Mid-

dlesex and commonwealth of Massachusetts, bounded and described as

follows :
—

Beginning at a stone monument on the northeasterly line of Middlesex

street, distant southeasterly thirty-three and twenty-nine one-hundredths

(33.29) feet from station 688+65 in the center line of location of the

Stony Brook railroad, measured along the northeasterly line of Middlesex

street, thence running in a northeasterly direction by land of the Stony

Brook Railroad Corporation one hundred twenty-one and ninety-three

one-hundredths (121.93) feet to a stake; thence south 40° 40' 30" east

by land of Ellen O'Connor thirty-one and twenty-two one-hundredths

(31.22) feet, thence in a southerly direction in a hne curving to the left,

having a radius of eight hundred ninety-five and thirty-seven one-hun-

dredths (895.37) feet by remaining land of John H. O'Connor, George J.

Brennan and Maria Qualey, one hundred eleven and seven-tenths (111.7)

feet to the northeasterly line of Middlesex street; thence north 58° 33'

00" west by the northeasterly line of Middlesex street, thirty-three and
fifty-five one-hundredths (33.55) feet to the place of beginning; contain-
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ing thirty-five hundred and five (3,505) square feet, more or less, and
supposed to belong to John H. O'Connor, George J. Brennan and Maria
Qualey.

The said parcel of land is shown within lines marked in yellow

upon a plan entitled "Land in Chelmsford, Mass., belonging to

John H. O'Connor, George J. Brennan and Maria Qualey, re-

quired by the Stony Brook Railroad Corporation for Railroad

Purposes," dated October, 1917, and signed by us and filed

herewith.

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

Januaet 14, 1918. [P. S. C. 1937] Commissioners.

Petition of the Union Freight Railroad Company for approval of

location in Atlantic avenue in Boston.

After public notice and hearing and full consideration, —
It is

Ordered, That the approval of the Commission be hereby

given to the grant of location and rights to the Union Freight

Railroad Company in the city of Boston, established under an

order of the board of street commissioners of the City of Boston

dated January 7, 1918, a copy of which order, with accompany-

ing plan, is on file in this office, as follows :
—

In Boston— 21st location: Location for a single curve track, extend-

ing from existing tracks of the Union Freight railroad in Atlantic avenue

at a point about 120 feet southerly from the southerly line of a private

way leading to Lewis wharf, produced, and running northerly curving

westerly to the side line of Atlantic avenue at a point about 30 feet south-

erly from said southerly line of private way leading to Lewis wharf.

And the Commission certifies that the above-named grant of location

is consistent with the pubHc interests.

This approval is given upon the condition that the crossing

of the proposed track, as above described, of the Union Freight

railroad over the tracks of the West End street railway (Boston

Elevated Railroad Company, lessee) located in Atlantic avenue

shall be constructed and maintained by the petitioner at its own
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expense and in a manner satisfactory to the Boston Elevated

Railway Company, or, if the parties do not agree, in such man-
ner as the Commission shall prescribe.

Attest: ANDREW A. HIGHLANDS,
January 25, 1918. [P. S. C. 2045] Secretary.

Petition of the Union Freight Railroad Company for approval of

location in Atlantic avenue and Northern avenue in the city of

Boston.

After public notice and hearing and full consideration, —
It is

Ordered, That the approval of the Commission be hereby

given to the grant of location and rights to the Union Freight

Railroad Company in the city of Boston, established under orders

and regulations of the board of street commissioners of said city

dated March 9, 1918, copies of which orders and regulations,

with accompanying plan, are on file in this office, as follows: —

In Boston — 22nd location: Location for a single track extending from

the main line track of the Union Freight railroad in Atlantic avenue at a

point about seventy-five (75) feet northerly from the northerly line of

Northern avenue extended, thence running by a suitable curve in Atlantic

avenue and Northern avenue to a point in the center of Northern avenue,

thence along the center of Northern avenue to a connection with a track

of the New York, New Haven and Hartford railroad at a point on the

easterly side of Fort Point channel.

And the Commission certifies that the above-named grant of location

is consistent with the public interests.

This approval is given upon the condition that the crossing

of the proposed track, as above described, of the Union Freight

railroad over the tracks of the West End street railway (Boston

Elevated Railway Company, lessee) located in Atlantic avenue

shall be constructed and maintained by the petitioner at its own
expense and in a manner satisfactory to the Boston Elevated

Railway Company, or, if the parties do not agree, in such man-
ner as the Commission shall prescribe.

Attest: ANDREW A. HIGHLANDS,
April 9, 1918. [P. S. C.*2089] Secretary.
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Petition of the New York, New Haven and Hartford Railroad Com-
pany for determination as to the manner of constructing and

operating additional tracks across Northern avenue at grade in

the city of Boston.

After notice and hearing it appearing that the petition is pre-

sented under provision of chapter 381 of the Acts of 1903, and

that favorable action thereon is consistent with the public in-

terest, — it is

Ordered, That the consent of the Commission be hereby given

to the construction and operation by the petitioner of a railroad

track to be operated by steam power, upon and across the way
known as Northern avenue in South Boston, as shown upon plan

on file with the petition, entitled, "Proposed Track Crossing

Northern Ave. at Pier No. 4, Boston, Mass.," dated November

6, 1917. The restrictions pertaining to the construction and

operation of the proposed track shall be the same as those pre-

scribed in the order of the Board of Railroad Commissioners

under date of December 18, 1908, issued upon the petition of

the New York, New Haven and Hartford Railroad Company

for determination of location of railroad tracks upon Northern

avenue in the city of Boston.

Attest: ANDREW A. HIGHLANDS,
March 22, 1918. [P. S. C. 1972] Secretary.
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STREET RAILWAY LOCATIONS.

Petition of the Norfolk and Bristol Street Railway Company for

approval of relocations in the state highway in Norwood, Wal-

pole and Wrentham.

At the hearing upon this petition the company stated that

the proposed relocations were made necessary by changes in the

grade of the state highways, and contended that the common-
wealth should make a reasonable contribution toward the ex-

pense of the relocations. The hearing was closed upon the un-

derstanding that it would be reopened upon the request of the

company if it desired to offer further evidence or argument in

support of its contention. After further consideration the com-

pany finally waived its claim for a division of the expense. The
state highways have now been changed to conform to the plans

submitted, and the locations and grades of the tracks of the rail-

way have been altered in substantial conformity with said plans.

After notice and hearing and full consideration, —
It is

Ordered, That the Commission hereby certify that locations

and relocations of tracks of the Norfolk and Bristol street rail-

way in sections of the state highway locally known as Walpole

street in Norwood, Main street in Walpole, and East street in

Wrentham, established under orders of the Massachusetts High-

way Commission severally adopted December 7, 1915, copies of

which orders, with accompanying plans, are on file in this oflSce,

are consistent with the public interests.

By the CommiSssion,

ANDREW A. HIGHLANDS,
September 27, 1918. [P. S. C. 1283] Secretary.
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Petition of the Bay State Street Railway Company for permission

to postpone the construction of the extension of its line in Var-

num avenue in the city of Lowell.

Petition of the Bay State Street Railway Company for permission

to postpone construction upon a location in the town of Arling-

ton necessary for the establishment of a through route between

Winchester and Harvard square.

Under date of September 12, 1916, the Commission ordered

the Bay State Street Railway Company to proceed to build and
operate an extension of its line in Varnum avenue in the city

of Lowell, upon a location legally granted by the board of alder-

men of said city. Under date o| October 14, 1916, the Commis-
sion likewise issued an order requiring the establishment, by the

Bay State Street Railway Company and the Boston Elevated

Railway Company, of a through route for the transportation of

passengers between Winchester and the Harvard square station

of the Cambridge subway. This necessitated new construction

upon locations which were refused by the selectmen of the town
of Arlington but were subsequently granted by the Commission
on May 18, 1917, under authority of section 25 of chapter 784

of the Acts of 1913, as amended by chapter 137 of the General

Acts of 1916.

In the petitions now under consideration, the Bay State Street

Railway Company requests permission to postpone the construc-

tion, in both of these cases, until conditions so change that the

matter can be favorably considered. No similar petition has

been presented by the Boston Elevated Railway Company in

the Arlington case, but it is obvious that the through route can-

not be established without joint action and construction by both

companies, and that compliance with the order by one alone

would be of no benefit to the public. The Bay State company
gives, as its reason for the petitions, financial inability to carry on

the necessary construction work.

When the orders were issued the company was not in good

financial condition, and since that time the situation has grown

worse rather than better. The company is now in the hands of

a receiver and expected increases in revenue from various in-

creases in rates have not as yet materialized. The Commission

has delayed action upon the petitions in the hope that condi-

tions might improve, but so far has been disappointed in this

hope. Comparatively speaking, the expenditure of capital neces-
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sary to comply with the orders would not be large in either case.

No doubt the amount might in some way be secured and much
of the material taken from existing supplies, but only at the

expense of other and more necessary work. There can be no>

doubt as to the inability of the company at the present time tO'

provide in any adequate way for reconstruction and betterment

work which is essential to good service. More important, how-
ever, is the fact that the country is at war and that every effort

is being made to conserve labor and material. State public serv-

ice commissions have, indeed, been specifically requested not to-

order new construction work unnecessary to the prosecution of

the war. The work involved in the orders under consideration

would promote public convenience and ought eventually to be

done, but it is not a matter of public necessity under present

conditions. In view of the circumstances, we think it best to

suspend the orders indefinitely, reserving the right to make them
effective again under more favorable conditions when the war is

over.

It is therefore

Ordered, That the order of the Commission in docket number
949, requiring the Bay State Street Railway Company to pro-

ceed to build and operate an extension of its line in Varnum
avenue in the city of Lowell, and the order of the Commission
in docket number 1692, requiring the establishment by the Bay
State Street Railway Company and the Boston Elevated Rail-

way Company of a through route for the transportation of pas-

sengers between Winchester and the Harvard square station of

the Cambridge subway, be hereby suspended until otherwise

ordered by the Commission.

By the Commission,

ANDREW A. HIGHLANDS,
September 9, 1918. [P. S. C. 949, 1692] Secretary.

Petition of the West End Street Railway Company by the Boston

Elevated Railway Company, its attorney, for approval of relo-

cation of tracks in South Boston.

Memorandum.

This petition was filed on April 12, 1918, and requested the

approval by the Commission of orders of the board of street com-
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missioners of the city of Boston granting relocation of tracks of

the West End street railway in E street, East Sixth and P
streets and East Fourth street in South Boston, said orders being

dated March 26, 1918, and known as the 511th, 512th and 513th

locations, respectively. A hearing was held on this petition on

May 17, 1918, following which an examination of the proposed

relocation was made by an inspector of the Commission.

While the company realizes that this relocation work should

be done, there is no immediate necessity for it. In view of this

fact, the petition, with the consent of the petitioner, is placed on

file.

For the Commission,

ANDREW A. HIGHLANDS,
October 3, 1918. [P. S. C. 2111] Secretary.
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MOTOR VEHICLES.

Motor Vehicles serving as Common Carriers.

To Mayors of Cities and Boards of Selectmen of Towns in Massachusetts.

Your attention is hereby called to the provisions of chapter

226 of the General Acts of the year 1918, and chapter 293 of the

General Acts of the year 1916, respectively, which read as

follows: —
GENEHAii Acts op 1918, Chapter 226.

An Act to permit Street Railway Companies to use Motor
Vehicles not running on Rails or Tracks, and to make Opera-
tors OF Such Vehicles Common Carriers subject to the Super-

vision op the Public Service Commission,

Be it enacted, etc., as follows:

Section 1. Any street railway company, with the approval of the

public service commission, may acquire, own and operate for the trans-

portation of passengers or freight motor vehicles not running upon rails

or tracks.

Section 2. Every person, firm or corporation, including street railway

companies, operating any such motor vehicle upon any pubhc street or

way for the carriage of passengers for hire in such a manner as to afford

a means of transportation similar to that afforded by a street railway, by
indiscriminately receiving and discharging passengers along the route on
which the vehicle is operated or may be running, is hereby declared to be

a common carrier, and shall in respect to the operation of such vehicle be

subject to such orders, rules and regulations as have been or may from
time to time be prescribed or adopted by the licensing authorities of any
city or town which has accepted the provisions of chapter two hundred
and ninety-three of the General Acts of nineteen hundred and sixteen.

Any petitioner, or any street railway company aggrieved by such orders,

rules or regulations, may appeal to the pubhc service commission, whose
decision, after notice to said hcensing authorities and a hearing thereon if

requested by such authorities, shall be final. Such appeal may be taken

within thirty days from the time such orders, rules or regulations become
effective, or in case the same have already become effective, within thirty

days after the passage of this act. All orders, rules or regulations made,
established or prescribed hereunder shall be enforced in the manner pro-
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vided in section twenty-eight of chapter seven hundred and eighty-four

of the acts of nineteen hundred and thirteen.

Section 3. In cities or towns that have not accepted the provisions

of said chapter two hundred and ninety-three wherein a street railway

exists, and wherein a line of motor vehicles has been estabUshed under

the provisions of section one of this act, the public service commission

shall have original jurisdiction over persons, firms or corporations men-

tioned in section two, and may prescribe rules and regulations until the

city or town accepts the provisions of said chapter two hundred and

ninety-three, whereupon original jurisdiction shall vest in the city or

town, subject to appeal to the public service commission as provided in

section two.

Section 4. This act shall take effect upon its passage. [Approved

May 24, 1918.

General Acts of 1916, Chapter 293.

An Act to authorize the Licensing by Cities and Towns of Motor
Vehicles carrying Passengers for Hire.

Be it enacted, etc., as follows:

Section 1. Cities and towns shall have authority to license and

regulate the transportation of passengers for hire as a business between

fixed and regular termini by means of any motor vehicle, except the

trackless trolley vehicle, so-called, not running on tracks or rails and may
impose reasonable license fees, make regulations for the operations of

such vehicles within their own limits, and impose suitable penalties for

the violation of such regulations: provided, however, that no such motor

vehicle shall be operated as aforesaid until the hcensee of the vehicle, in

addition to complying with aU regulations of the city or town in which

the vehicle is to be operated, shall have deposited with the treasurer of

any city or town in which a license has been taken out, security or bond

or otherwise, approved by the city or town treasurer, in such sum as the

city or town may reasonably require, conditioned to pay any final judg-

ment obtained against the principal named in the bond for any injury to

person or property, or damage for causing the death of any person, by

reason of any negUgent or unlawful act on the part of the principal named

in said bond, his or its agents, employees or drivers, in the use or opera-

tion of any such vehicle. Any person so injured or damaged may sue on

the bond in the name of the city or town treasurer, and damages so re-

covered shall go to the person injured or damaged.

Section 2. Nothing in this act shall be construed as requiring the

licensee to file more than one bond, which shall be filed in any city or

town in which a hcense has been taken out.

Section 3. This act shall take full effect in cities upon its acceptance

by the city council, and in towns upon its acceptance by thq voters of

the town at any duly called town meeting. For the purpose of submitting

this act to cities and to towns, it shall take effect upon its passage. [Ap-

proved June 1, 1916.
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In order that it may be in possession of information necessary

for action under the provisions of said chapter 226 of the General

Acts of the year 1918, the Commission desires to know: —
1. Whether your municipahty has accepted the provisions of chapter

293 of the General Acts of the year 1916, as provided in section 3 of said

chapter.

2, If such action has not been taken, whether motor vehicles are

acting as common carriers of passengers for hire in such a manner as to

afford a means of transportation similar to that afforded by a street rail-

way in your municipality, with the names and addresses of the persons

operating such vehicles, so far as they may be obtained.

An early response to this communication will be appreciated.

Respectfully yours,

ANDREW A. HIGHLANDS,
June 3, 1918. [P. S. C. 2049-A] Secretary.

Operation.

Petition of the Connecticut Valley Street Railway Company for ap-

proval of the operation of motor vehicles for the transportation

of freight between Montague and Orange.

After notice and hearing and full consideration, —
It is

Ordered, That the Connecticut Valley Street Railway Com-
pany be hereby authorized to acquire and own and to operate

for the transportation of freight, motor vehicles, not running

upon rails or tracks, over and along the highway from Millers

Falls to Orange, between the eastern terminus of the tracks of

the Connecticut Valley Street Railway Company at Millers Falls

in the town of Montague and the car barn of the Northern Mas-
sachusetts Street Railway Company in the town of Orange, in

accordance with the provisions of chapter 226 of the General

Acts of 1918, upon the understanding that the transportation of

explosives shall be prohibited and that the facilities by which

and the manner in which the business is conducted shall be sub-

ject to supervision and regulation by the Commission from time

to time as the public interest may require.

Attest: ALLAN BROOKS,
September 21, 1918. [P. S. C. 2148] Assistant Secretary.
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Petition of the Middlesex and Boston Street Railway Company for

permission to acquire, own and operate for the transportation

of passengers, motor vehicles not running upon rails or tracks,

in accordance with chapter 226 of the General Acts of 1918.

This petition is brought under the provisions of chapter 226

of the General Acts of 1918, which reads as follows: —
Section 1. Any street railway company, with the approval of the

pubHc service commission, may acquire, own and operate for the trans-

portation of passengers or freight motor vehicles not running upon rails

or tracks.

Section 2. Every person, firm or corporation, including street railway

companies, operating any such motor vehicle upon any pubUc street or

way for the carriage of passengers for hire in such a manner as to afford

a means of transportation similar to that afforded by a street railway, by
indiscriminately receiving and discharging passengers along the route on
which the vehicle is operated or may be running, is hereby declared to be

a common carrier, and shall in respect to the operation of such vehicle be

subject to such orders, rules and regulations as have been or may from

time to time be prescribed or adopted by the licensing authorities of any
city or town which has accepted the provisions of chapter two hundred

and ninety-three of the General Acts of nineteen hundred and sixteen.

Any petitioner, or any street railway company aggrieved by such orders,

rules or regulations, may appeal to the pubhc service commission, whose

decision, after notice to said hcensing authorities and a hearing thereon

if requested by such authorities, shall be final. Such appeal may be

taken within thirty days from the time such orders, rules or regulations

become effective, or in case the same have aheady become effective,

within thirty days after the passage of this act. All orders, rules or regu-

lations made, established or prescribed hereunder shall be enforced in

the maimer provided in section twenty-eight of chapter seven hundred

and eighty-four of the acts of nineteen hundred and thirteen.

Section 3. In cities or towns that have not accepted the provisions

of said chapter two hundred and ninety-three wherein a street railway

exists, and wherein a Une of motor vehicles has been estabUshed under

the provisions of section one of this act, the pubhc service commission

shall have original jurisdiction over persons, firms or corporations men-

tioned in section two, and may prescribe rules and regulations until the

city or town accepts the provisions of said chapter two hundred and

ninety-three, whereupon original jurisdiction shall vest in the city or

town, subject to appeal to the pubhc service commission as provided in

section two.

Section 4. This act shall take effect upon its passage. [Approved

May S4, 1918.
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In the present instance the employees of the petitioner, the

Middlesex and Boston Street Railway Company, are on strike

and it is able to operate only a very few of its cars, to the great

inconvenience of its patrons, especially the workmen who use the

railway daily in going to and from their work. The company
has no intention of engaging permanently in automobile opera-

tion, but believes that it can secure a certain number of motor

busses for temporary use, and in this way accommodate some of

its patrons whose need for transportation facilities is most ur-

gent. It desires immediate action by the Commission to meet

the existing emergency.

We think that the situation is clear and that there can be little

doubt as to the course which the Commission ought to pursue.

The public which the Middlesex and Boston Street Railway

Company was created to serve is being deprived of transporta-

tion facilities which in many cases are greatly needed. What-
ever may be the merits of the controversy with its employees,

there is no good reason why the public should be permitted to

suffer if in any way this can be avoided. If the company cannot

operate street cars but can, to some extent at least, operate motor

busses, in our judgment it ought to be permitted to do so.

It will be noted that the act above quoted does not contain

the usual provision for "public notice and a hearing" prior to

action by the Commission. Under ordinary circumstances, and

if a permanent right to operate motor vehicles were desired, the

Commission would consider a public hearing essential, whether

or not required by the statute. In the present emergency, how-

ever, the value to the public of any action by the Commission is

dependent upon the quickness with which it is taken, and no

permanent right is desired.

The act also provides that the operation of motor vehicles by

a street railway company shall be subject to such orders, rules

and regulations as may from time to time be prescribed by the

licensing authorities of any city or town which has accepted the

provisions of chapter 293 of the General Acts of 1916, subject to

review by this Commission. Where a city or town in which the

vehicles are operated, however, has not accepted this act, the

Commission has original jurisdiction in prescribing rules and

regulations. In the present case some of the municipalities in

which the electric lines of the company are located have accepted

the act and some have not. In view of the temporary character

of the operation, however, we do not think that it is necessary
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for the Commission to lay down at this time any definite rules or

regulations in those eases where it has original jurisdiction. The
Inspection Department will be directed to keep the operation of

the vehicles under observation and the Commission will be pre-

pared to take such action as may froin time to time seem neces-

sary or desirable in the public interest.

It is therefore

Ordered, That the Middlesex and Boston Street Railway Com-
pany is hereby authorized, during the thirty days beginning Sep-

tem'ber 1, 1918, but not thereafter, to acquire, own and operate

for the transportation of passengers, motor vehicles not running

upop rails or tracks in the cities and towns in which its railway

lines are located and upon the routes which these lines follow, in

accordance with the provisions of chapter 226 of the General Acts

of 1918.

For the Commission,

ALLAN BROOKS,
August 31, 1918. [P. S. C. 2261] Assistant Secretary.

Regulations.

Petition of the Massachusetts Northeastern Street Railway Com-
pany appealing from the regulations established by the town

of Salisbury governing the operation of jitneys in that town.

Memorandum

Subsequent to the filing of this petition, a communication was

received from the Massachusetts Northeastern Street Railway

Company, dated October 5, 1918, requesting the withdrawal of

the petition. The case is therefore placed on file.

For the Commission,

ANDREW A. HIGHLANDS,
OcTOBEK 16, 1918. [P. S. C. 2159] Secretary.
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OPERATION — RAILROAD.

Petition of the Board of Street Commissioners of the city of Boston

for approval of regulations governing the operation of trains by

the Union Freight Railroad Company.

At the hearing upon this petition, a member of the board of

street commissioners of the city of Boston stated that, while the

order of the board now submitted for approval is general in

terms and is therefore to be construed as governing the opera-

tion of trains on all locations of the Union Freight Railroad

Company, it was not intended to change or annul the regula-

tions recently made by that board in its order of March 9, 1918,

and approved by this Commission April 9, 1918, for the opera-

tion of cars and trains on Northern avenue, and he requested

that any order of this Commission be made applicable to the

operation of trains on Atlantic avenue only.

Objection was made by counsel for the Union Freight Rail-

road Company and by operating officials of the New York, New
Haven and Hartford Railroad Company to this suggested change,

on the ground that the regulations approved for the operation of

cars and trains on Northern avenue do not permit daytime opera-

tion, while the regulations prescribed for Atlantic avenue permit

such operation.

At a hearing before this Commission upon the petition of the

Union Freight Railroad Company for approval of the location

of tracks on Northern avenue, under date of March 27, 1918,

counsel for the company stated, with reference to the regula-

tions adopted by the board of street commissioners for the

operation of trains on Northern avenue, that "those regulations

are in accordance with what we agreed at the hearing, so it is

entirely satisfactory and I suppose it is proper to submit them

to you under the circumstances, without further petition. I

would like to have them so considered with your acquiescence or

approval."

It appears from this statement that the conditions prescribed

for the operation of trains upon Northern avenue were at that

time satisfactory to the company. The company has not as yet

begun the operation of its trains on Northern avenue. If at any

time it finds that the regulations imposed are inconsistent with
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the public interest, it is at liberty to petition the board of street

commissioners for a modification of the regulations.

It is therefore

Ordered, That the regulations of the Board of Street Commis-
sioners of the city of Boston, adopted August 5, 1918, governing

the operation of cars and trains of the Union Freight Railroad

Company in the city of Boston are hereby approved, so far as

they apply to the operation of the cars and trains of said com-
pany in Atlantic avenue, Commercial and Causeway streets.

By the Commission,

• ANDREW A. HIGHLANDS,
September 25, 1918. [P. S. C. 2253] Secretary.

Petition of the Board of Street Commissioners of the City of Boston

for approval of regulations governing the operation of trains

by the Union Freight Railroad Company in Boston.

After consideration, —
It is

Ordered, That the regulations of the board of street commis-

sioners of the city of Boston, established by an order of said

board adopted November 14, 1918, governing the operation of

cars and trains of the Union Freight Railroad Company in At-

lantic avenue. Commercial, Causeway and Lowell streets and in

Northern avenue in the city of Boston, a copy of which order is

on file in this office, are hereby approved.

It is

Further ordered, That the order of the Commission dated Sep-

tember 25, 1918, approving regulations of said board of street

commissioners, adopted August 5, 1918, governing the operation

of cars and trains of said company in Atlantic avenue, Commer-

cial and Causeway streets in the city of Boston, is hereby re-

voked.

And it is

Further ordered, That so much of the order of the Commission

dated April 9, 1918, approving certain orders of said board of

street commissioners, adopted March 9, 1918, granting a location

for tracks of the Union Freight Railroad Company in Northern

avenue and Atlantic avenue in the city of Boston, as may be

applicable to the operation of cars and trains in Northern avenue,

is hereby revoked.

Attest: ANDREW A. HIGHLANDS,
November 26, 1918. [P. S. C. 2253] Secretary.
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OPERATION — STREET RAILWAY.

Petition of the Boston Elevated Railway Company for certificate

preliminary to the operation of a section of its railway in the

Dorchester Tunnel in South Boston.

Examination having been made of a section of the Boston

Elevated railway in the Dorchester Tunnel in South Boston, —
It is

Ordered, That the Commission hereby certify that all laws

have been complied with preliminary to the operation of a sec-

tion of the Boston Elevated railway in the Dorchester Tunnel in

South Boston, consisting of double tracks extending from a point

approximately 400 feet from West Fifth street south of Broadway

station to a point approximately 600 feet south of Andrew sta-

tion, including one diamond crossover, the total length of said

track, measured as single track, being about 8,845 feet, and that

the railway appears to be in a safe condition for operation.

Attest: ANDREW A. HIGHLANDS,
June 28, 1918. [P. S. C. 21731 Secretary.

Petition of the West End Street Railway Company, by the Boston

Elevated Railway Company, its attorney, for certificate pre-

liminary to the operation of sections of its railway in the

South Boston district of Boston.

Examination having been made of sections of the West End
street railway in the South Boston district of Boston, —

It is

Ordered, That the Commission hereby certify that all laws

have been complied with preliminary to the operation of sec-

tions of the West End street railway in the South Boston district

of Boston, consisting of track in Boston, Dorchester, Ellery and

Southampton streets, Dorchester avenue, Andrew station and its

approaches at Andrew square, the total length of said sections of

track, measured as single track, being about 2,198 feet (about
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1,503 feet being in the highway and about 695 feet being within

the limits of the Andrew station and its approaches), and that

the railway appears to be in a safe condition for operation.

Attest: ANDREW A. HIGHLANDS,
June 28, 1918. [P. S. C. 2174] Secretary.

Petition of the Commission on Waterways and Public Lands for

certificate 'preliminary to the operation of street railway tracks

on the viaduct and ramp at the Commonwealth piers in the

South Boston district of Boston.

Examination having been made of a section of street railway

on the viaduct and ramp leading from Summer street to the

Commonwealth piers in the South Boston district of Boston, for

which a certificate preliminary to operation is asked by the Com-
mission on Waterways and Public Lands, as provided in an agree-

ment between said Commission and the Boston Elevated Railway

Company, under the provisions of chapter 363 of the Special

Acts of 1915, — it is

Ordered, That the Commission hereby certify that said sec-

tion of street railway, consisting of double track extending from

a connection with the^ Boston Elevated railway tracks on Sum-
mer street extension over the viaduct and ramp leading to the

Commonwealth piers, the total length of said track, measured

as single track, being about 1,973 feet, is in a safe condition for

operation, and that said viaduct is of sufficient strength to carry

50-ton street railway cars.

Attest: CHARLES E. MANN,
February 16, 1918. [P. S. C. 2028] Executive Secretary.
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SIGNALS — RAILROAD OR RAILWAY.

Petition of the Boston and Maine Railroad relative to the elimina-

tion of ball signals and the installation of interlocking plant

at Winchendon.

After consideration, —
It is

Ordered, That the approval of the Commission be hereby given

to the elimination of ball signals at the junction of the main

track of the Cheshire branch of the Fitchburg division of the Bos-

ton and Maine railroad and the main track of the Ware River

branch of the Boston and Albany railroad in Winchendon, and

the substitution therefor of interlocking signals as shown upon a

plan dated February 28, 1918, numbered 0.745, a copy of which

plan is on file in this office.

Attest: CHARLES E. MANN,
Makch 7, 1918. [P. S. C. 1696-C] Executive Secretary.

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 Ayer (east of station), at Winchendon, and upon the

Mystic Branch and at Mystic Wharf in Charlestown, be hereby

extended to July 1, 1919, and that the approval of the Commis-

sion be hereby given to the operation of such signals at the

above-named points until said date.

Attest: ANDREW A. HIGHLANDS,
Mat 15, 1918. [P. S. C. 570] Secretary.
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SPEED OF CARS — STREET RAILWAY.

Petition of the City Council of Salem for approval of regulations

governing the speed of street railway cars in that city.

After notice and hearing, a conference between the mayor of

Salem and representatives of the Bay State Street Railway Com-
pany and this Commission, and after further consideration, —

It is

Ordered, That the regulations relative to speed of cars upon

street railways in the city of Salem, adopted by the City Council

of said city, as revised and approved, be as follows: —
Twenty miles an hour is established as the maximum speed

for cars of street railway companies in the city of Salem, except-

ing in such portions of said city as are noted below: —
North street from junction of Mason streetf to Peabody town

line.

Boston street from junction of Essex street to Peabody town

line.

Highland avenue from junction of Essex street to Lynn line.

Loring avenue from junction of Lafayette street to Swampscott

town line.

Fort avenue from Boston and Maine railroad crossing to Salem

Willows.

Attest: ANDREW A. HIGHLANDS,
July 23, 1918. [P. S. C. 1856] Secretary.
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SUNDAY TRAINS AND BOATS.

Petition of the Boston and Yarmouth Steamship Company, Ltd.,

for authority to run steamboats on the Lord's day.

It appearing, after consideration, that the public necessity,

convenience, health and welfare may reasonably require, within

the meaning and intent of the statute, the running of the

steamboats of the petitioner within the waters of the common-
wealth on the Lord's day, —

It is

Ordered, That authority be hereby given to the Boston and

Yarmouth Steamship Company, Ltd., to run steamboats within

the waters of the commonwealth on the Lord's day during the

year ending June 1, 1919, as set forth in the petition, with the

understanding that the petitioner shall perform, in connection

therewith, as a consequence of the authority herein granted, only

such work as may prove to be necessarily incident to the running

of said steamboats as aforesaid, subject, however, to the follow-

ing conditions: —
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 steamboats

or upon the premises owned or controlled by said petitioner.

2. The Commission reserves the right to revoke the authority

hereby given at any time in its discretion without previous notice

to said petitioner.

Attest: ANDREW A. HIGHLANDS,
July 22, 1918. [P. S. C. 2091-D] Secretary.

By similar orders, other schedules of regular Sunday boats,

deemed to be necessary for the public accommodation, have

been authorized as follows: —
Eastern Steamship Company, Merchants and Miners Trans-

portation Company, Nantasket Beach Steamboat Company.
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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, 1918, the trains specified in the petition dated

June 14, 1918, 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 revoked,

such revocation to take effect when the above-named schedules

are put in force.

Attest: ANDREW A. HIGHLANDS,
June 20, 1918. [P. S. C. 2022-A] Secretary.
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STATIONS AND STATION ACCOMMODATIONS.

Railroad.

Petition of the Wollaston Park Improvement Association for the

construction of a subway and the erection of a fence between

the tracks at the Wollaston station and at the Norfolk Downs
station of the New York, New Haven and Hartford railroad

in the city of Quincy.

Norfolk Downs and Wollaston, two local communities in the

city of Quincy, are served by the Boston division of the New
York, New Haven and Hartford railroad, and are distant 6.12

and 6.71 miles from Boston, respectively. Passenger traffic at

these stations consists largely of commuters to and from Boston.

At Norfolk Downs the station is located on the west side of

the tracks near the junction of Newport avenue, a public high-

way running parallel and adjacent to the railroad location, with

Broadway, an intersecting street, terminating at that point. On
the east side, where most of the patrons of the railroad reside,

access to the station is afforded by means of Billings road, a

public highway running east and west as far as the railroad

location. As neither Billings road nor Broadway is laid out

across the railroad, passengers from the west side are obliged to

cross the outbound track at grade when boarding trains for Bos-

ton, and passengers from the east side are obliged to cross both

tracks in order to reach the station or in leaving outbound trains.

As there is no public highway crossing for a distance of about

1,000 feet northerly and 3,000 feet southerly, many people, not

patrons of the road, also cross the tracks at the station to reach

a schoolhouse and several factories which are located on the

west side of the railroad. The petitioners complain that the

conditions at this station are dangerous, not only for passengers,

but for school children and others, and ask that a fence be

erected between the tracks, and a subway or footbridge be con-

structed under or over them, to eliminate this danger.

If a crossing at this point is necessary for the convenience of

the general public, the obligation rests with the city of Quincy
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to initiate proceedings for the laying out of an extension of Bil-

lings road as a public way across the railroad location. In order

to avoid a crossing at grade it would be necessary to carry the

street over the tracks by means of a highway bridge. The com-

pany, however, contemplates the four-tracking of its road from

Atlantic to Quincy, and the plan for the abolition of grade cross-

ings in Quincy, as reported by the special commission and ap-

proved by the court, has been made in contemplation of the

construction of these additional tracks. Any plan for the ex-

tension of Billings road across the railroad location should ob-

viously provide for a highway bridge of sufficient length to span

the two additional tracks and for the construction of a stairway

to the station platform which would obviate the necessity of a

subway. If this is done, the company has signified its willingness

to share in the cost of construction. The city could, of course,

proceed at once to develop plans for the street extension under

this arrangement, but apparently neither the city nor the com-

pany desires to undertake this work under present war condi-

tions, as it is generally agreed that this project, as well as the

abolition of grade crossings in Quincy, should await more pros-

perous times and more settled conditions.

The only question, therefore, is whether the construction of a

subway or footbridge and the erection of a fence between the

tracks is necessary as a temporary measure in the interest of

public convenience and safety. School children and others cross-

ing from the easterly to the westerly side of the railroad are un-

doubtedly subjected to some hazard under present conditions,

but there would seem to be no obligation upon the railroad

company to construct a subway or footbridge for the use of

trespassers. It is true that there is also some element of danger

for patrons of the road who are obliged to cross the tracks in

boarding or leaving trains at this station, but similar conditions

are the rule rather than the exception where two or more tracks

are operated. Ultimately our American railroads should in this

respect be brought up to the standard of safety which is exem-

plified in railroad operation abroad, but this result can only be

brought about gradually, and while so much remains to be done

it does not seem desirable to require a duplication of expense by

making structural changes which will merely serve a temporary

purpose and become superfluous upon the completion of the pro-

jected scheme of permanent improvement. It is to be remem-

bered, also, that danger under present conditions is reduced to a
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minimum by the operating rules of the company, which prohibit

a train on a double track location from approaching a station

until the train previously loading has cleared the platform.

At the hearing it was also the general consensus of opinion that

no action should now be taken which might interfere with the

extension of a public way across the railroad location at a later

time, and much apprehension was expressed that the temporary

arrangement requested by the petitioners might tend to delay or

to defeat the larger ultimate program. In view of all these con-

siderations, and of the necessity at the present time of employ-

ing all available capital and labor in essential war work, there

would appear to be no sound justification for requiring the com-

pany to make the changes desired by the petitioners at the Nor-

folk Downs station.

At Wollaston the station is located on the easterly side of the

tracks, and about half of the patrons reside on the easterly side

and half on the westerly side of the railroad. The highway

known as Beale street crosses the tracks at the south end of the

station location by an overhead bridge with steps leading to the

station platform adjacent to the inbound track. There is also

a platform on the west side of the outbound track, with a turn-

stile which allows passengers to pass out to, but not to enter

from, Newport avenue, which abuts the railroad location and

intersects Beale street at this overhead bridge. By using this

bridge, therefore, it is possible for all passengers to and from

Boston to board and l^ave the trains without crossing the

tracks at grade, although passengers going from outbound trains

to the easterly side of the railroad habitually cross the tracks

instead of going around by way of Newport avenue and Beale

street. The only persons who are compelled to cross the tracks

at grade are the relatively few who have occasion to board out-

bound trains to reach Quincy and points beyond.

If a fence were erected between the tracks, and the turnstile

at Newport avenue removed, it would be possible for passengers

to board and leave all trains without crossing the tracks. Present

track clearances are, however, insufficient to permit of the erec-

tion of such a fence, and the present Beale street bridge is not

wide enough to make it practicable to spread the tracks. The

widening of this bridge in connection with the proposed four-

tracking would make it possible at a later time to erect a fence

between the tracks, but passengers would be subjected to the

delay and inconvenience of using a circuitous route in going to
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and from the station and train. The company apparently agrees

that the only satisfactory method of providing for the conven-

ience as well as the safety of passengers using this station is by
the construction of a subway as requested by the petitioners, but

the company is unwilling to undertake the work at this time

in view of the projected four-tracking and the grade crossing

changes which involve the depression of the tracks about four

feet at this point.

There would seem to be no practical difficulty in constructing

a subway at this time which would be deep enough and long

enough to conform to future track conditions, and which would

require no alteration except the elimination of a few steps when
the track changes are completed. As this subway would be in

the nature of a permanent improvement necessary for the safe

and convenient use of the station, and not merely a temporary

expedient pending the completion of the proposed track altera-

tions, we should be disposed, under ordinary circumstances, to

require the company to buil^i it at once. It would appear, how-

ever, that the danger incident to the present method of using the

station is not so great as to warrant the construction of this

subway in a time of national emergency, but that this undertak-

ing, Ijke the highway extension at Norfolk Downs and the Quincy

grade crossing changes, should be postponed until the conclu-

sion of the war. If the company within a reasonable time there-

after does not commence the construction of this subway, the

Commission, upon any petition then filed, will enter such order

as may be appropriate.

It is therefore

Ordered, That the petition be dismissed.

By the Commission,

ANDREW A. HIGHLANDS,
October 18, 1918. [P. S. C. 866] Secretary.

Petition of the Boston and Albany Railroad Company {by the New
York Central Railroad Company) and the New York Central

Railroad Company for determination of rental for the use of

the union station in the city of Worcester.

In connection with the abolition of certain grade crossings in

the city of Worcester, provision was made for the construction

of a new union passenger station for the joint use of the Boston
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and Albany Railroad Company, the Boston and Maine Railroad

and the New York, New Haven and Hartford Railroad Com-
pany, and such changes in the railroad locations as were neces-

sary for proper track connections to the new station. (Acts 1900,

c. 387; Acts 1902, c. 508; Acts 1905, c. 422.) The entire cost

of the land and 65 per cent of the cost of the station was paid

by the Boston and Albany company, the balance being contrib-

uted by the Commonwealth and the city of Worcester, in accord-

ance with the provisions of the statute of 1905. Section 2 of

that statute also provided that "said station shall be used by
all the railroads now entering the city of Worcester, the railroad

corporations owning or operating such railroads severally yield-

ing and paying to the Boston and Albany Railroad Company,
its lessee, successors or assigns, a reasonable rent for the use

thereof, which, if not agreed upon by the parties, shall be deter-

mined, and may be revised and altered from time to time at in-

terval^ of not less than three years, by the board of railroad

commissioners upon a petition presented to said board by either

of said corporations." The parties having failed to agree as to

the reasonable rent for the use of the station, the Commission
on the petition of the Boston and Albany company is asked to

determine the same in accordance with the provisions of said

section.

It appears that the new union station was opened on June 4,

1911, but as certain items of expense in connection with the

grade crossing proceedings were still in dispute, the exact cost

of the station could not then be fixed. Pending the determina-

tion of this matter the three railroad companies, in the latter

part of 1911, entered into an agreement, fixing the basis upon
which rentals for the use of the station should be paid by the

Boston and Maine and the New Haven companies. This agree-

ment became effective as of June 4, 1911, and by its terms was
to continue in force until June 30, 1912, and thereafter until

terminated by ninety days' notice from either party to the

others. Under this agreement, the Boston and Maine and the

New Haven companies were each to pay 20 per cent of the

total cost of maintaining the station, incliading interest at 4^
per cent on the cost of the land, and at 6 per cent on the cost

of the building, taxes, insurance and repairs, less the rentals

chargeable to each of the three companies for office space occu-

pied at a designated rate per square foot, and Ipss the rentals

received for the restaurant, news stand and simil^-r concessions.

The parties agreed upon the cost of the land and also agreed
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that the cost of the station, pending a determination of the

exact amount, should be tentatively fixed at $750,000. Prior to

the execution of this agreement there had been some controversy

between the parties as to whether the interest charge on the cost

of the station should be figured on the gross sum of $750,000, or

on 65 per cent of that sum, representing the net cost to the

Boston and Albany company after deducting the amounts con-

tributed by the Commonwealth and the city, but Mr. Mellen,

who was then president of both the New Haven and the Boston

and Maine companies, finally yielded to the contention of the

Boston and Albany company that interest should be figured on

the gross amount.

Payments were made upon this tentative basis until 1915,

when the parties attempted to arrive at a permanent adjustment

of the whole matter. As all controversies in regard to the items

of expense which should be included in the cost of the grade

crossing alterations had meantime been settled, the parties agreed

that the cost of the land should be fixed at $470,895.50, and the

cost of the station at $787,621.31. It was also agreed that the

percentage divisions of the total station expense between the

three companies should be revised upon the basis of the actual

use of the station as determined by the number of tickets sold,

and the amount of baggage, milk and mail handled for the

respective companies, such percentages to be revised on the first

of January of each year, in accordance with the actual use of

the station for the year previous. Under this arrangement the

respective percentages of the three companies for the year 1916

would be 58.78 per cent for the Boston and Albany company,

15.73 per cent for the Boston and Maine, and 25.49 per cent

for the New Haven company. The Boston and Albany com-

pany desired to have the rental^ fixed upon the basis of these

agreements, and the payment by each company of its proper

proportion of the interest charge on the sum agreed upon as

the total cost of the station. The New Haven company, how-

ever, renewed its contention that the amount contributed by the

public authorities should be deducted from that sum in com-

puting the interest charge to be paid by the tenant companies.

Owing to the failure of parties to reach an agreement, the Boston

and Albany company has petitioned the Commission in the pend-

ing proceedings to determine the reasonable rent for the use of

the station to be paid by the Boston and Maine and New Haven

companies. The parties have agreed that the award so made

by the Commission shall be effective from January 1, 1916.
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While the action of the Commission is not concluded by any-

partial agreements entered into between the parties, it appears

that the cost of the land and the cost of the station have been

carefully checked, that the proportion of the total expense to be

paid by each company has been adjusted on a reasonable and

equitable basis, and that the agreements in relation to these

matters should be incorporated in any finding made by the Com-
mission. The only matter, therefore, which remains to be de-

termined in the present proceeding is the single issue as to

whether the Boston and Maine and New Haven companies shall

pay their respective proportions of a proper interest charge on

the gross amount of $787,621.31, which includes the contribu-

tions made by the commonwealth and the city, or on a sum of

$511,953.85, representing the net cost of the present station to

the Boston and Albany company.

As the Boston and Albany company owned the l,iand on which

the station was erected, it claims that the title to the station

and the ordinary incidents of ownership are vested in that com-

pany, and that the rental of the other railpoad companies should

be based upon the cost of the station, by whomsoever paid, and

not necessarily upon what it cost the Boston and Albany com-

pany. In support of this view the company claimed that when

a valuation is made of the property of a public service corpora-

tion for rate making purposes, donated property is a constituent

of value upon which the public may be taxed in the interest of

the donee; that the title to such property vests in the donee

as absolutely as though it had been purchased or condemned;

that the use of the property and the right of enjoyment of the

profits arising from it are necessary incidents of ownership; and

that the Boston and Albany company as owner of the property

in question is entitled to collect from the other railroad com-

panies, as its tenants, a rental based upon the entire cost of the

premises occupied.

While the decisions of courts and commissions in regard to the

status of donated property in valuation proceedings are conflict-

ing, the principle invoked is not consistent with the Massachu-

setts theory that the investment made by the company is the

determining basis in fixing rates, and, in any event, precedents

in valuation and rate cases have no direct application to the

precise question which is now an issue. The theory of the Bos-

ton and Albany company seems to rest upon the assumption

that the relationship of the railroad companies here is the ordi-

nary one of landlord and tenant. While the term "rent" is used
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in the statute to designate the compensation to be paid by the

other railroads to the Boston and Albany company, it is clear

that some of the elements of a landlord and tenant relationship

are absent. For example, the tenant can ordinarily choose his

own landlord and the landlord can choose his own tenant, but

here the three railroad companies are required by law to use the

station jointly, and the Boston and Maine and the New Haven
companies can neither abandon the premises voluntarily, nor be

dispossessed of them by the Boston and Albany company. More-

over, the primary purpose of the Legislature in requiring the con-

struction of a union station was not to provide separate accom-

modations for the individual use of the three railroad companies,

but joint accommodations for a reciprocal, and interrelated use

by these companies. While the relationship is in some respects

analogous to that of landlord and tenant, it is in other respects

similar to that of three partners in the same enterprise.

It seems to us that the issue is not to be determined upon ab-

stract theories of doubtful application, but upon the broad basis

of a just and equitable division of the burden incurred by the

Boston and Albany company in connection with the improve-

ment made for the benefit of the three railroads jointly, and of

the public, and that the Boston and Albany company has no

equitable right to collect interest upon the sum contributed by

the public authorities, unless it can show that this contribution

was made for its sole benefit, and to reimburse it for expenditures

made, or losses incurred, in connection with the construction of

the station, or in the general grade crossing proceedings. The

purpose for which this public contribution was made thus be-

comes the consideration of controlling importance in the deter-

mination of the present issue.

The Boston and Albany company contended that moneys

raised by public taxation must, under the law, be expended for

public purposes and cannot be given away as a mere gratuity

to a railroad company or any other private enterprise; that the

contributions made by the Commonwealth and the city towards

the cost of this station are not to be regarded as donations but

as compensation for the loss incurred by the abandonment of

the old station which had been constructed at the sole expense

of the Boston and Albany company; that the construction of a

new station on a new site was a reasonable and necessary inci-

dent of the general grade crossing changes; that even if no

special statute had been enacted, the Commonwealth and the
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city under the general grade crossing law would have been

obliged to make a similar contribution towards the expense of the

new station; and that under the doctrine of the Westborough

case, if the Boston and Albany company gets a new station in

place of the old one, the amount payable by the public towards

the cost of the alterations is not reduced or affected by any in-

crement of value accruing to the railfoad company as an inci-

dent of such alterations (Westborough, petitioner, 184 Mass. 107).

In view of these contentions it will be necessary to examine the

circumstances under which the old station was constructed, and

to review briefly the history of grade crossing proceedings in the

city of Worcester.

In 1869 a permissive act was passed which allowed the Boston

and Albany, the Norwich and Worcester, the Providence and

Worcester, and the Worcester and Nashua railroad companies

to join in the construction and maintenance of a union passenger

station, and gave them the necessary power to condemn land

(Acts 1869, c. 264). As nothing was accomplished under this

act, a mandatory act was passed in 1671 requiring the com-

panies above named and the Boston, Barre and Gardner Rail-

road Company to "unite in a station in the city of Worcester,

for the accommodation of the passenger traffic of all said cor-

porations," such station to be located in the neighborhood of

Grafton street (Acts 1871, c. 343). The act provided that the

station should be erected and maintained by the Boston and

Albany company and that "said station shall be used by all

said corporations, the other corporations severally yielding and

paying to the Boston and Albany Railroad Company a reason-

able rent for the use thereof, which, if not agreed to by the parties,

shall be determined, and may be revised and altered from time

to time at intervals of not less than three years, by the board of

railroad commissioners, upon a petition presented to said board

by either of said corporations" (section 3). This station was

completed in 1876, at a total cost of $520,825 for the building,

and of $171,143 for the land. The parties having failed to agree

upon the rentals to be paid by the other railroads to the Boston

and Albany company, an award was made by the Board of Rail-

road Commissioners on January 20, 1877 (Record Book, v. 2,

p. 3). After the Providence and Worcester and the Norwich

and Worcester companies had become a part of the New Haven
system, and the Worcester and Nashua and the Boston, Barre

^nd Gardner companies had been absorbed by the Boston and
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Maine railroad, these rentals were paid by the successor com-

panies.

In 1890, shortly after the passage of the general grade crossing

act of that year (Acts 1890, c. 428) steps were taken to bring

about the abolition of certain grade crossings in the city of

Worcester. There was a wide diversity of opinion in regard to

the proper methods for bringing about the abolition; various

recommendations and suggestions were made by successive

mayors; various orders were made and subsequently amended

or revoked by the city government; and various plans were

adopted and in turn abandoned, but for a long time little prog-

ress was made.

In 1900 the city petitioned the Legislature to enact a law

providing for a comprehensive scheme of grade crossing abolition

through an elevation of the railroad tracks, and substantially in

accordance with plans approved by the city council in 1899. It

was, however, found impossible to secure any legislation unless

the Boston and Maine crossings in the northern part of the city

were eliminated from the bill. The act then passed (Acts 1900,

c. 387) accordingly deals only with the crossings between the

union station and Cambridge street on the New Haven railroad

and Grand street on the Boston and Albany railroad, and the

portion of the bill relating to the other crossings was dropped.

Subsequently, a plan was agreed upon for the elimination of

the Boston and Maine tracks at Summer street and Shrewsbury

street, and a substHution of a location over the viaduct to the

southern side of the station. Chapter 508 of the Acts of 1902

authorized the carrying out of the plan suggested. That act also

provided for such "changes, alterations, rearrangements and

adaptations" in the existing union station as might be required

by the abolition of the grade crossings. It developed, however,

that the retention of the old station would have made it neces-

sary for all Boston and Maine trains to back in and out of the

station, and for all through trains, transferring from the New
Haven to the Boston and Maine to back out of the station, and

would have resulted in other complications.

After further conferences between the city and the railroad

companies, it was finally agreed that a new union station should

be built near the junction of the viaduct with the Boston and

Albany location, which would afford a direct connection between

the several railroads entering the city. This agreement was em-

bodied in chapter 422 of the Acts of 1905, under which the pres-
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ent union station was constructed. Upon its completion, the

old train shed and a part of the old station were torn down. The

remainder of the head house was retained, now serves as a main-

tenance-of-way shop and storehouse for the Boston and Albany

company, and is carried on the company's books at a valuation

of $44,291.25, which is claimed to be its full present value for

railroad purposes. The Boston and Albany company has, how-

ever, been able to utilize the remainder of the land under and

appurtenant to the old station for a heating plant, storage tracks,

switching leads and other necessary railroad purposes.

The award of the Board of Railroad Commissioners in 1877,

fixing the rentals to be paid to the Boston and Albany company

for the use of the old station, provided that the Norwich and

Worcester and the Providence and Worcester companies should

each pay $8,000 per annum, the Worcester and Nashua company

$7,000, and the Boston, Barre and Gardner company $3,750.

The order then entered does not indicate how these figures were

arrived at, but the docket in the case contains pencil memoranda

apparently in the handwriting of members of the board, which

seem to show the basis on which the award was made. The

items considered were interest at 6 per cent on the cost of the

land and building, including interest during construction, taxes,

insurance, repairs, and wages of station employees, the total ex-

pense being computed at about $60,000 per annum. The cost

of lighting and heating was not included, as the rental of the

restaurant and newspaper stand were regarded as an offset. The

award apportioned approximately 55 per cent of the total expense

to the Boston and Albany company, divided the balance among

the other companies upon the basis of their relative passenger

business, and provided that the Boston and Albany company

should "pay all expenS|es of every description incurred for the

cojnmon use of the station."

Counsel for the Boston and Albany company contended that

the award then made did not take into account the element of

depreciation in the station building. It is clear that the 6 per

cent return allowed by the Board could not have included any

provision for depreciation, as no bonds of the Boston and Albany

company appear to have been issued at that time at less than a

6 per cent rate. Obviously, the item of depreciation should have

been considered by the Board in making its award. The act

of 1871 under which the station was constructed provided that

"said station shall be erected and kept in repair at the sole ex-
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pense of the Boston and Albany Railroad Company," and the

brief of the Boston and Albany company filed prior to the award
concluded with this statement: "Whatever the proportion of the

Boston and Albany road may be, the expense of maintenance,

the risk and depreciation and taxes will add very largely to the

burden which it will be compelled to bear." The element of de-

preciation, including the risk of the enterprise, must, therefore,

have been in the minds of the board, and if they did not include

it specifically as one of the elements of cost it may reasonably

be assumed that they believed it was offset by other circum-

stances of the case. It is to be observed that during the prog-

ress of the work of construction, numerous hearings were given

by the board upon objections raised by the tenant companies

as to the allocation of space and accommodations in the station,

and the claim was made that a station much more elaborate and

expensive than was necessary had been constructed for the glori-

fication of the Boston and Albany company. The board, how-

ever, made its award on the basis of the total cost incurred, and

practically accepted the contention of the Boston and Albany

company as to the proportion of the total expense that should

be borne by that company.

The finding then made by the board, after full hearing and

consideration, must now be accepted as conclusive of the issues

before it, and no useful purpose is served by attempting at this

time, after a lapse of more than 40 years, and with no present

knowledge of the original equities of the case, to review the

award then made. By whatever process the conclusions of the

board were reached, it is clear that the result was just and

reasonable to the Boston and Albany company, as well as the

other interests concerned, as no attempt was ever made to revise

the award, although the act specifically provided that any de-

termination made by the board "may be revised and altered

from time to time at intervals of not less than three years" upon

petition of either of the companies.

In the case of the present union station, the parties, as will be

shown later, have estimated its useful service life at about 38

years. In view of this fact and of general experience in regard

to the use of structures of this character, it appears that the old

station after being in use for 35 years had practically reached

the normal end of its useful life. The loss through depreciation

so far as properly chargeable to the Boston and Maine and New
Haven companies must be considered to have been made good
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out of the rentals paid. The remainder of the depreciation is

merely an incident of the Boston and Albany company's long

occupancy of the premises and a part of the ordinary cost of

operation. While this loss may not have been balanced by a de-

preciation account on the company's books, it is matter of com-

mon knowledge that the company, during this period, made large

expenditures out of income, for additions and betterments, which

more than offset the reduction in the book value of the old sta-

tion property. It is reasonable, therefore, to assume that the

depreciation in the old station, chargeable to the Boston and

Albany company, has already been absorbed by the rate paying

public, and has resulted in no loss to the corporation.

Moreover, the depreciation in the station is offset, to a con-

siderable extent, by the appreciation of the land. The land

taken for the old station, which was located on the easterly side

of Grafton street, has an area of 216,679 square feet, and cost

the company $171,143, or about 79 cents a square foot. The
present value must be largely in excess of that amount, as the

land purchased on the westerly side of Grafton street for the site

of the new station, and containing about 87,000 square feet, cost

$470,295, or approximately $5.40 per square foot. In this con-

nection it is significant that, under the act, no contribution was

made by the public authorities towards the cost of this land, and

that the Boston and Albany company apparently acquiesced in

the view that the new land was merely a fair equivalent for the

old. In view of all the facts, it does not seem to us that there

is any loss resulting from the abandonment of the old station

which can equitably be charged against the Boston and Maine
and New Haven companies as an element of the cost of the new
station.

There is also, in our opinion, no sound basis for the contention

of the Boston and Albany company that the contributions of the

Commonwealth and the city were, in legal intendment under the

theory of the general grade crossing law, made to offset the loss

incurred by the Boston and Albany company through the aban-

donment of the old station. It is well settled law that, under

the reserve power to alter or amend their charters, railroad cor-

porations which were originally permitted to cross certain high-

ways at grade may be forced from time to time, as occasion re-

quires, to abolish such grade crossings and to pay the whole or

any part of the expense of the alterations, including the cost of

relocation of a station where such relocation is reasonably inci-
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dent to a relocation of track. Where a contribution is made by
the public authorities towards the cost of grade crossing altera-

tions, it is not to reimburse the railroad company for the taking

of its property or of any vested right, but is an exercise of the

power of the Legislature to enact all needful laws to prevent

accidents and to provide for the convenience, as well as the

safety of the public, while traveling on the highways or while

being transported in the cars of the railroad company. (Nor-

wood V. N. Y. & N. E. R.R., 161 Mass. 259; Newton, petitioner,

172 Mass. 5; Westborough, petitioner, 169 Mass. 495 and 184

Mass. 107; Waltham, petitioner, 206 Mass. 208; N. Y. & N. E.

R.R. Co. V. Bristol, 151 U. S. 556.) As stated by the court in

Woodruff V. Catlin (54 Conn. 277, 295) with reference to a similar

statute: "Neither in intent nor effect does it increase or diminish

the assets either of the city or the railroad corporations. It is

the exercise of the governmental power and duty to secure a safe

highway." In other words, if a contribution is made by the

public towards the cost of alterations, it is not as compensation

for losses incurred by the railroad company, but as a reasonable

equivalent for the benefits received by the public through the

greater safety and convenience of highway and railroad travel.

In the present case, the principal benefit to the public has been

in securing better facilities for transfer between the various rail-

roads entering the city, and the contributions of the Common-
wealth and the city were not made for the sole benefit of the

Boston and Albany company, or exclusively by its patrons^ but

equally by and for the benefit of the patrons of the other com-

panies, and in the general publjc interest. We are, therefore, of

the opinion that the amount contributed by the public authori-

ties towards the cost of the station cannot be made the basis of

a fixed charge to be paid by the other railroad companies to the

Boston and Albany company, and that the reasonable rental

should be based on the net cost of the present station to the

Boston and Albany company.

As already stated, the parties have agreed that interest on the

land should be computed at the rate of 4| per cent, which is the

average rate of the long-term bonds issued by the Boston and

Albany company to finance the station expenditures, but that in-

terest on the cost of the station should be figured at 6 per cent.

This additional If per cent, which is intended to cover deprecia-

tion, would yield a sufficient amount, compounded semi-annually,

to wipe out the entire capital charge in about 38 years, which
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is estimated to be the useful life of the station. It is to be re-

membered, however, that if a new station is to be built at the

end of that period to replace the present structure, no contribu-

tion can be expected from the public authorities toward the cost

of this future station, but that the entire cost must be met by
the railroad companies. It appears, therefore, that interest

should be figured at 4| per cent on the sum of $511,953.85,

which is the net cost of the station \o the Boston and Albany-

company, but that the depreciation charge of If per cent should

be figured on the total cost of the station amounting to $787,-

621.31. This is equivalent to a uniform rate of 6 per cent upon

the sum of $592,356.66. The reasonable rental to be paid by
the Boston and Maine and New Haven companies should, there-

fore, be determined upon the basis of existing agreements between

the parties and the payment of 6 per cent upon the sum of

$592,356.66 to cover interest and depreciation on the cost of the

building.

ORDER.

Petition of the Boston and Albany Railroad Company (by the New
York Central Railroad Company) and the New York Central

Railroad Company for determination of rental for the use of

the union station in the city of Worcester.

After notice and hearing and further investigation, —
It is

Ordered, That the Commission hereby determine that the

reasonable rent to be paid by the Boston and Maine Railroad

and the New York, New Haven and Hartford Railroad Company
and their respective successors or assigns, to the Boston and Al-

bany Railroad Company, its lessee, successors or assigns, for the

use of the union passenger station in the city of Worcester, con-

structed under the provisions of chapter 422 of the Acts of 1905,

shall be computed in the following manner: —
1. The Boston and Maine Railroad and the New York, ISfew

Haven and Hartford Railroad Company shall pay to the Boston

and Albany Railroad Company, as rental, their respective pro-

portions of —
(a) All premiums for insurance placed by the Boston and Al-

bany Railroad Company upon the said station.

(6) All the taxes and assessments which may be levied upon or

in respect of said station property.

These two items shall be paid annually.
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(c) Interest reckoned at the rate of four and one-quarter per

cent per annum upon the cost of the land for said station, which

shall be considered as fixed at $470,895.50.

(d) A return at the rate of six per cent per annum, represent-

ing an interest charge of four and one-quarter per cent and a de-

preciation charge of one and three-quarters per cent upon the

cost of the station, exclusive of the land, which shall be consid-

ered as fixed, as of the effective date of this award, at $592,-

356.66. This amount shall be increased from time to time by the

net cost of additions, alterations, betterments or renewals made

by consent of the parties, or rendered necessary by the act of

God, fire, civil commotion, violence, casualty or operation of law,

or required by any public authority, less the proceeds of insur-

ance, if any, and subject to such adjustment, • on account of

payments theretofore made to cover depreciation upon property

destroyed or abandoned in connection with renewals or replace-

ments so made, as may be agreed to by the parties or determined

by the Commission upon petition of any party under the statute.

(e) The cost of maintenance and repairs of said station and

such renewals as are not chargeable to capital account.

(J) The cost of operating said station, including the salaries

and wages of all station employees and the cost of heat, light

and water used at said station, and the cost of all supplies and

services furnished in joint behalf.

(g) Any sums paid or allowed by the Boston and Albany Rail-

road Company on account of loss or damage or personal injury

arising out of the use of said station by lessees or licensees, other

than the said railroad companies.

These five items shall be payable monthly.

In reckoning the items (e) and (/) there shall be added to the

pay roll cost of labor ten per cent and to the stock prices of ma-

terial fifteen per cent to cover supervision, inspection, handling,

transportation, accounting and similar items of expense to the

• Boston and Albany Railroad Company.

From the total amount of the five items (c), (d), (e), (J) and

(g), there shall be deducted before determining the respective

proportions chargeable against the Boston and Maine Railroad

and the New York, New Haven and Hartford Railroad Com-

pany, the following: —
(x) Such sums as the Boston and Albany Railroad Company

may receive from lessees or licensees other than the said railroad

companies for the use of said station and facilities.

(y) The entire amount chargeable against all of the said rail-
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road companies on account of office space occupied by them,

respectively, at the rate hereinafter specified.

2. Said proportions shall be 58.78 per cent for the Boston and

Albany Railroad Company, 15.73 per cent for the Boston and

Maine Railjroad, and 25.49 per cent for the New York, New
Haven and Hartford Railroad Company for the year ended De-

cember 31, 1916, and for each year thereafter during the continu-

ance of this award, subject to any revision which may be made
by agreement of parties, as of the first day of January of each

year, upon the basis of the number of tickets sold and the amount
of baggage, milk and mail handled at the station for the respec-

tive companies during the preceding year.

3. In addition to the payments hereinbefore provided for, the

Boston and Maine Railroad and the New York, New Haven
and Hartford Railroad Company shall each pay to the Boston

and Albany Railfoad Company for the office space occupied by

them respectively in the said station, at the rate of ninety cents

per square foot per annum. This sum is to include light, water

and heat and all such payments are to be made monthly,

4. This award shall be effective as of the first day of January,

1916, and shall continue in force thereafter until terminated in

accordance with the provisions of section 3 of chapter 422 of the

Acts of 1905.

For the Commission,

ANDREW A. HIGHLANDS,
October 9, 1918. [P. S. C. 1998] , Secretary.

Street Railway.

Petition of the Boston Elevated Railway Company for approval of plan

numbered 15551, dated January, 1918, showing relocation of spur

and relay track at the temporary terminal station in Everett.

The annexed plan marked " Boston Elevated Railway Elevated

and Subway Construction Everett Extension Temporary Ter-

minal Station Spur and Relay Track Inbound," and numbered
15551. is hereby approved.

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

January 14, 1918. [P, S. C. 2042] '' Commissioners.
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MISCELLANEOUS.

Street Railways earning Five Per Cent Dividends.

ComTnunication.

To the Honorable the Bank Commissioner of the Commonwealth, State

House, Boston, Mass.

Dear Sir: — Pursuant to the provisions of Acts of 1908, chap-

ter 590, Part V, section 68, Fifth, and amendments thereof, and
of section 2 of chapter 122 of the General Acts of 1917, we cer-

tify and transmit the following list of street railway companies

incorporated in this Commonwealth which appear from the re-

turns made by them and filed with the Commission for the year

ended December 31, 1917, to have annually earned and properly

paid without impairment of assets or capital stock, an amount
in dividends equal to five per cent on all outstanding capital

stock in each of the five preceding years: —
Boston and Revere Electric Street Railway Company.
East Middlesex Street Railway Compan3\
East Taunton Street Railway Company.
Fitchburg and Leominster Street Railway Company.
Union Street Railway Company.
West End Street Railway Company.

Worcester ConsoKdated Street Railway Company.

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,
June 1, 1918. [P. S. C. 2147] Chairman.
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Circulars.

To All Common Carriers under Federal Control 'performing In-

trastate Service within the Commonwealth of Massachusetts.

Whereas, The President of the United States, acting through

the Director-General of Railroads, as set forth in General Order

No. 28 of the Director-General, dated May 25, 1918, has initiated

certain freight, passenger and baggage rates, fares, charges, clas-

sifications, regulations and practices by filing the same with the

Interstate Commerce Commission under authority of an act of

Congress, approved March 21, 1918, entitled'? " An Act to Provide

for the Operation of Transportation Systems While Under Fed-

eral Control, for the Just Compensation of Their Owners and

For Other Purposes;"

And whereas, The tariffs so initiated by the President are to

become effective on June 10, 1918, so far as they relate to pas-

senger and baggage service, and on June 25, 1918, so far as they

relate to freight service, — it is

Ordered, That common carriers subject to the supervision of

this Commission be hereby permitted, under the authority of

section 20 of chapter 784 of the Acts of 1913, to make changes

in intrastate rates, fares, charges, classifications, regulations and

practices, to become effective in less than thirty days, when

such changes are made under authority of the Director-General,

United States Railroad Administration; •provided, that printed

copies of such tariffs bear a notation showing that the rates

therein contained are initiated by the President of the United

States through the Director-General, United States Railroad Ad-

ministration, in General Order No. 28 dated May 25, 1918, be

filed with this Commission in the usual manner, within five days

of the effective date of the tariff, and not later than June 30,

1918, and designated by a distinguishing serial M. P. S. C.

number.

This order is issued without formal hearing and shall not affect

any subsequent proceeding relative to any schedule filed here-

under.

Attest: ANDREW A. HIGHLANDS,
June 8, 1918. [P. S. C. 2049-B] Secretary.
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Order of the Commission relative to certain quarterly statements as

to •payments by railroad, street railway and other corporations

and associations subject to its supervision.

On November 24, 1913, the Commission adopted an order

(P. S. C. 173) requiring the various utilities subject to its super-

vision to file quarterly statements, open to public inspection,

showing the amounts expended on account of advertising, legal

and miscellaneous general expenses. This order followed dis-

closures as to various improper expenditures of the New York,

New Haven and Hartford Railroad Company in influencing legis-

lation and public opinion, and was designed, by affording pub-

licity, to operate as a deterrent to such practices in the future.

Recently the principal railroad corporations operating in the

commonwealth have come under direct control of the federal

government, and the management of the Boston Elevated Rail-

way Company has been placed in the hands of a board of public

trustees appointed by the Governor. Under the circumstances

we see no reason why these companies should now be required

to file the statements required by order No. 173, since their ex-

penditures are directly in the control of public authorities.

The accounting department of the Commission, with whom
the statements are filed, also informs us that in a comparatively

large number of cases the expenditures reported are small in

amount and importance, and that its files are being encumbered

with records which are of little or no value. Upon consideration,

it seems to the Commission that time and expense will be saved

and procedure simplified if provision is made so that if the total

expenditures of any company during any quarter, for the pur-

poses specified, do not exceed $2,500 it may report that fact

without furnishing details.

It is therefore

Ordered, That the following corporations, which are now under

direct public control, are hereby excused from the operation of

Public Service Commission order No. 173 until otherwise ordered

by the Commission: —
Boston and Maiae Railroad.

Central New England Railway Company.

Central Vermont Railway Company.

New York Central Railroad Company (lessee of the Boston and Albany

Railroad Company).

New York, New Haven and Hartford Railroad Company.

Union Freight Railroad Company.

Boston Elevated Railway Company.
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And it is

Further ordered, That if in any quarter the total payments of

any corporation or association, subject to the supervision of this

Commission, for the purposes specified in Public Service Com-
mission order No. 173, amount to not exceeding $2,500, said cor-

poration and association shall submit to the Commission a sworn

statement to that effect, and shall be excused from submitting

the details of such payments required by said order No. 173.

By order of the Commission,

ANDREW A. HIGHLANDS,
October 10, 1918. [P. S. C. 2295] Secretary.

Exigency — Certificate.

Petition of the Directors of the Fore River Railroad Corporation for

certificate that public necessity and convenience require the con-

struction of a railroad in the city of Quincy and town of

Braintree.

After notice and hearing and full consideration, — it is

Ordered, That the Commission hereby certify that public con-

venience and necessity require the construction by the I ore River

Railroad Corporation of a railroad, as proposed in its agreement

of association, beginning at a point upon the line of the New
York, New Haven and Hartford Railroad Company where the

private railroad now owned by the Fore River Shipbuilding Cor-

poration (Bethlehem Shipbuilding Corporation, Ltd., assignee)

joins said New York, New Haven and Hartford railroad in that,

part of Braintree known as East Braintree, and extending to a

point where the said private railroad of the Fore River Shipbuild-

ing Corporation (Bethlehem Shipbuilding Corporation, Ltd., as-

signee) enters upon the property of the said Fore River Ship-

building Corporation (Bethlehem Shipbuilding Corporation, Ltd.,

assignee) in the city of Quincy, in the county of Norfolk, the

route of said railroad being shown upon plan filed by the peti-

tioner in this office on August 24, 1917, said plan bearing date of

June, 1917.

Attest: ANDREW A. HIGHLANDS,
May 27, 1918. [P. S. C. 1877] Secretary.
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Fenders or Wjeeelguards.

Petition of the Bay State Street Railway Company for approval of

type of fender and wheelguard for use on certain cars of its

railway.

After notice and hearing and further consideration, — it is

Ordered, That the approval of the Commission be hereby

given, under the provisions of section 90 of Part III of chapter

463 of the Acts of 1906, to the use on cars of the Bay State

Street Railway Company of a device commonly known as the

H. B. lifeguard or the automatic wheelguard, as shown by photo-

graphs attached to the petition on file in this office, said photo-

graphs being of car No. 1304 and marked "Ship Yard," when

attached to a car in accordance with section 2 of the circular

letter of the Board of Railroad Commissioners issued under date

of September 15, 1910.

This approval may be modified or revoked at any time in the

discretion of the Commission.

Attest: ANDREW A. HIGHLANDS,
October 30, 1918. [P. S. C. 2296] Secretary.

Smoking on Elevated Trains.

Petition of Benjamin P. Sands that the Boston Elevated Railway

Company be ordered to discontinue its practice of allowing

smoking in elevated and subway trains.

Memorandum.

The enactment of chapter 159 of the Special Acts of 1918,

under which entire control over the service of the Boston Ele-

vated Railway Company was transferred to a board of trustees

created by the act, has placed this petition beyond the jurisdic-

tion of the Commission, The following letter, deahng with the

subject matter, however, has been sent by the Commission to

the Board of Trustees created by the new statute: —
September 7, 1918.

Board of Trustees, Boston Elevated Railway Company, 101 Milk Street,

Boston, Mass.

Gentlemen: — Some months ago this Commission received a petition

from Benjamin P. Sands asking that the Boston Elevated Railway Com-

pany be ordered to discontinue its practice of allowing smoking in ele-

vated and subway trains. A hearing upon this petition was held on
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April 10, 1917. Subsequently, upon request of the Cigarmakers' Inter-

national Union No. 27 and of the Tobacco Trades Association of Massa-

chusetts, the proceedings were reopened and a further hearing was held

on May 3, 1917.

Not long afterward the Commission, acting under section 14 of chapter

373 of the Special Acts of 1917, employed Mr. John A. Beeler to make a

study of the operating methods and practices of the Boston Elevated

company and this smoking car question was referred to him. His report,

which was rendered in November, 1917, contained the following para-

graphs :
—

Smoking cars are regularly operated on all of the rapid transit trains, except

the shuttle line between North and South stations. In order to prevent confusion

the smoking car is always made the last one in the train.

The operation of smoking cars results in a material terminal delay on the main
line at the Forest Hills station. As the elevated terminates with a stub end at

Forest Hills, the car entering the station at the rear as a smoker must be cleaned

out for general occupancy as the first car on the return trip. The time allowed

for this purpose is three minutes, and the services of four car cleaners are required.

In addition, the trains are each delayed this amount, which requires the use of

equipment otherwise unnecessary. In the limited time allowed for cleaning, it is

not possible to keep or put the cars in a perfectly sanitary condition, and consider-

able complaint has been heard from passengers on the condition of the front car

leaving Forest Hills.

The entire time of the run from Forest Hills to Sullivan square is only 26

minutes, and the average passenger uses the train for much less than one-half of

that time. To deprive a patron of the privilege of smoking for ten minutes does

not appear to be a serious hardship, and will result in a saving of time and car

cleaners at terminals, and will keep the cars in a more sanitary condition.

The conditions surrounding the use of smoking cars in the Cambridge subway
are slightly different. In this case smoking compartments are provided at each

end of the train, so that no time is lost at terminals for cleaning. On the other

hand, notwithstanding the efforts of the company to keep these cars clean, the

continual use of these compartments for smoking results in a general unsanitary

and even filthy condition, so much so that the smoking should also be eliminated

on these cars.

A feature which has been observed is that the smoking cars or compartments
are usually slower in loading than other parts of the train. The time consumed
in stops depends, therefore, on the number of passengers entering and leaving the

smoker. The doors of these compartments must remain open longer than the

remainder of the train, thus increasing the time of stop. Since the smoker is

always the last car in the train, the rear brakeman cannot give the starting signal

until after the doors of the smoker are closed, which results in an additional delay.

Elimination of the smoking cars will thus result in a reduction in the time of stops

and a consequent reduction in the running time. It is estimated by the company
that the extra expense of cleaning cars at Forest Hills alone is $6,000 per year,

which would all be saved if smoking were discontinued. The release of equipment

would have a value in fixed charges of over twice this amount.

By chapter 159 of the Special Acts of 1918 entire control over the

service of the company was vested in your board, this Commission no

longer has power to deal with this smoking car matter, and it must there-

fore be referred to you. In doing so, however, we desire to offer certain

brief comments in the hope that you may find them of assistance.
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Undoubtedly the smoking car is a convenience, especially to working-

men who are not permitted to smoke throughout the day at their work,

but the runs on rapid transit lines are so short that the deprivation, if the

car should be aboHshed, would not be great. The provision of such ac-

commodations is not nearly so important as it is on the steam lines. The
tendency throughout the country on the rapid transit lines seems to be

to limit or do away with the privilege. In New York city smoking is

prohibited in the subway stations as weU as in the cars, and this is true

in Philadelphia. Observation shows, also, that a rather surprising per-

centage of the men who ride in the smoker do not smoke at all. It is

true, however, that the car serves a secondary purpose, to some extent, by
providing something similar to a second-class coach in which laborers,

with garments soiled by their work, may ride; but with the longer trains

now in use it is becoming more and more the case that such passengers

board the nearest and most convenient car instead of seeking the smoker.

The objections to the smoking cars or compartments have, we feel, a

good deal of weight. As Mr. Beeler points out, it is difficult to keep

them clean. If this affected only the smokers who use them and who are

responsible for the unclean conditions, it would be of lesser consequence,-

but on the main elevated Une the effect is more generally felt because of

the frequent shifts at the Forest Hills stub-end terminal. An important

objection, also, is the delay at the stations mentioned by Mr. Beeler and

the delay at Forest Hills caused by the necessity of cleaning the car at

the end of each round trip. The question of expense is a minor considera-

tion, for the saving secured from the elimination of the cars would be

relatively very small. Nor are we impressed by the counter-argument,

strongly urged at one of the hearings, that the continuance of these cars

is needed for the welfare of the cigar and tobacco industries of Massa-

chusetts.

On the whole, it is our behef that the elimination of the smoking cars,

at least on the main line, would prove in the long run to be in the pubHc

interest. We have not felt, however, that it was wise to take this step

unless it could be accompanied by a distinct inprovement in service.

During the past j^ear, certainly, the company has been furnishing an in-

ferior service and its ability to make improvements has been limited

by physical and financial conditions intensified by the war. At a time of

general dissatisfaction with accommodations we have not thought it

wise to deprive a large section of the public of a convenience which they

regard as important unless all the advantages of the change to the pubHc

generally could at the same time be demonstrated in schedules and service,

and tliis has not appeared to be feasible. In other words, while the objec-

tions to the smoking car have weight, they are not so important that

postponement of its elimination, for the reasons above stated, is in our

judgment open to reasonable criticism.

The legislation of this year under which you have assumed office was

intended to improve financial and physical conditions which have stood

in the way of needed betterments of the service, and it may be anticipated
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that it will ultimately have that result. At no distant date, therefore, it

may prove that the elimination of the smoking cars will be a desirable, if

not essential, part of a program for such betterments. In this connection

may we not take the liberty of calling your attention to Mr. Beeler's

suggested plan for substituting rapid transit in place of surface car opera-

tion in all subways where the latter is now employed, an important inci-

dent of which would be better spaced and more frequent service on the

main elevated line through the Washington street tunnel. While various

changes in this plan may be found desirable, and while it requires the ex-

penditure of a certain amount of new capital, we beHeve that it is founded

upon correct principles which would lead, not only to improved service,

but to enhanced economy of operation.

Very truly yours,

FkED J. MACLEOD,

Chairman.

In view of the facts above stated, the petition is placed on

file.

By the Commission,

ANDREW A. HIGHLANDS,
September 7, 1918. Secretary.

Lifting Jacks.

Applications of the New York, New Haven and Hartford Railroad

Company, the Boston and Albany Railroad, the Boston and

Maine Railroad and the Boston, Revere Beach and Lynn Rail-

road Company for approval of type of lifting^ jacks.

Under the provisions of section 168 of Part II of chapter 463

of the Acts of 1906, which re-enacts chapter 372 of the Acts of

1870 and amendments thereto, every railroad corporation is re-

quired to equip its trains and passenger cars with a specified list

of tools for use in case of accident. Upon the recommendation

of the Commission, chapter 141 of the General Acts of 1917 was

enacted, which provides that the Commission "may require

trains or cars to be equipped with other tools in substitution for

or in addition to" those already prescribed.

In accordance with the amended statute, public hearings were

given and conferences were held, and on October 30, 1917, an

order prescribing regulations relative to emergency tools and ap-

pliances on railroad trains and cars was adopted (P. S. C. 1752).

One requirement is that every railroad corporation shall equip

each of its trains, for use in case of accident, with two lifting

jacks 24 inches or more in height and not less than 25 tons capac-
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ity each, the type to be approved by the Commission. Follow-

ing the applications for approval of various types of lifting jacks,

tests of them were made by the Inspection Department in the

presence of the Commission and representatives of the railroad

corporations and of the railroad employees.

After consideration, —
It is

Ordered, That the order of the Commission under date of

October 30, 1917, relative to emergency tools and appliances on

railroad trains and cars be amended so that the second paragraph

under the heading "Train Tools" shall read as follows: —
Two lifting jacks, which shall be 24 inches or more in height and not

less than 25 tons capacity each for use on roads of standard gauge, the

type to be approved by the Commission.

It is

Further ordered, That the Commission hereby certify its ap-

proval, for use on standard gauge railroads, of the type of lifting

jack submitted by the New York, New Haven and Hartford Rail-

road Company in compliance with the order of the Commission

dated October 30, 1917 (P. S. C. 1752), as shown on blue print

numbered 12812, and dated January 2, 1918.

It is

Further ordered. That the Commission hereby certify its ap-

proval of the use by the Boston, Revere Beach and Lynn Rail-

road Company of types of lifting jack, each 24 inches in height

and of 20 tons capacity, described in its petition.

It is

Further ordered, That the types of lifting jack submitted by

the Boston and Albany Railroad and the Boston and Maine Rail-

road be disapproved.

Attest: ANDREW A. HIGHLANDS,
Secretary.

June 18, 1918. [P. S. C. 1752, 1990, 2037, 2165, 2166]

Emergency ' Tools.

Modification of regulations of the Commission relative to Emergency

Tools and Appliances on Railroad Traiiis and Cars.

After consideration, —
It is

Ordered, That the regulations prescribed by the Commission

under date of October 30, 1917, relative to emergency tools and
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appliances on railroad trains and cars (P. S. C. 1752), be hereby

amended by striking out in the fourteenth line following the

sub-heading "Train Tools" on page two of said regulations the

words: "Equipment for first aid to injured persons," and sub-

stituting in place thereof the following paragraph :
-?-

Every railroad corporation shall install equipment for first aid to injured

persons in all baggage, combination and caboose cars owned and regularly

operated by said corporation.

By the Commission,

ANDREW A. HIGHLANDS,
November 8, 1918. [P. S. C. 1752] Secretary.

Whistling.

Petition of residents of that part of Swampscott knotvn as Phillips

Beach for the prohibition of whistling on the Boston and Maine

railroad at the grade crossings of Humphrey street and Beach

Bluff avenue in that town.

A petition for the discontinuance of whistling at these as well

as the Sea View avenue crossings was presented to the Board of

Railroad Commissioners, the predecessor of this Commission, in

1912. After a hearing and a view, the board prohibited the

whistling of locomotives on all eastbound trains approaching Sea

View avenue, and on all westbound trains approaching Beach

Bluff avenue, but declined to order the abolition of whistling at

Humphrey street and at Beach Bluff avenue eastbound.

After notice, hearing, and an investigation and report by the

Inspection Department of the Commission, it appears that there

has been no material change in the conditions surrounding these

crossings since the finding of the Board of Railroad Commission-

ers in 1912, except that a few more houses may have been erected

in the vicinity.

Humphrey street is a main thoroughfare between Swampscott

and Marblehead and the crossing is extensively used by both

teams and automobiles. The street crosses the tracks of the

Marblehead branch of the Boston and Maine railroad at grade

at a point about 250 feet east of the Phillips Beach railroad sta-.

tion. The Bay State Street Railway Company also operates a

line between these two towns, which passes over this crossing at

grade. There is also a street known as Phillips avenue, on the
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southerly side of the railroad which intersects Humphrey street

fat the crossing. Complicating the situation still further at this

point, there is a private right of way, more or less used by the

public, on the northerly side of the track, running parallel there-

with upon the location of the railroad, which is bounded on the

northerly side by a wall distant approximately 15 feet from the

main track rail.

The view approaching the Humphrey street crossing from the

north is somewhat limited. Notwithstanding the fact that all

regular trains over the branch stop at the nearby Phillips Beach

station and that it is protected by a crossing-tender and gates

when such trains are run, the conditions at this crossing are un-

usual and the element of danger is er\hanced by the private right

of way. The railroad company contends that, if whistling is

abolished, it would be advisable to install an annunciator bell in

the gateman's cabin. The Inspection Department of the Com-
mission reports that, with the limited view afforded in approach-

ing the crossing in certain directions, the many different ways

leading to it, the operation of street cars over it, the abolition of

whistling at this crossing, even if an annunciator bell were in-

stalled, would not be justified, and the Commission agrees with

this view.

Concerning that part of the petition relating to Beach Bluff

avenue, the Commission sees no reason to annul or change the

order of the Board of Railroad Commissioners above referred to.

The petition is therefore dismissed.

For the Commission,

ALLAN BROOKS,
Makch 7, 1918. [P. S. C. 1901] Assistant Secretary.
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EXPENSES OF OFFICE.

Expenditures for Year ended November 30, 1918.

Commissioners' salaries, $33,833 34

Secretaries' salaries, 10,500 00

Accounting Department, . . . . . . . . 8,850 00

Engineering Department, 10,637 95

Inspection Department, 33,672 62

Rate and Tariff Department, . . . . .' . . 4,000 00

Telephone and Telegraph Department, 8,654 06

Clerical assistance and messenger services, . . . . 12,244 33

Experts, ".
. . . 1,414 00

Office suppUes and contingent expenses, 9,294 34

Printing and binding annual report, . . . . . 9,279 83

Rent of office, 13,500 00

Stenographic reports of hearings, . . . . . . 5,391 52

Total, $161,271 99

Reports of inquests, . . . $3,011 98





INDEX





INDEX.

Abington, fares, Bay State, 42-95.

Abolition of grade crossings (see Grade Crossings). .

Accidents, railroad, investigation of, Boston and Albany, Cambridge, 441, 442.

New York, New Haven and Hartford, near Plymouth, 443, 444.

number investigated, Ivii.

statistics of, Ivii, Ixxxvii.

Accidents, street railway, classification of, cxiii.

investigation of, Boston Elevated and Middlesex and Boston, 446-448.

Connecticut Valley, Montague (Turners Falls), 445, 446.

number of, cxii.

Accommodations, fares, rates, service, reports and orders, railroad, 268-299.

station (see Stations).

street railway, 299-341.

telephone and telegraph, 341-343.

Adams, extension of time for crqssing, Boston and Albany, by Berkshire, 382.

Adams Express, delivery, Northborough, 341.

Additions to property, street railway (see returns).

telephone and telegraph (see returns).

Alteration, of bridges (see Bridges, Alteration of).

of crossings (see Crossings, Alteration of).

American Telephone and Telegraph Company (see returns).

Amesbury, fares, Massachusetts Northeastern, 134-144.

service, Boston and Maine, 283.

Amesbury Board of Trade, service, Boston and Maine, 283.

Andover, fares, Bay State, 42-95.

service, Bay State, 324, 325.

Boston and Maine, 284, 285.

Anglim, William J., service, movement of cars over sidetrack, by Boston and
Albany, Cambridge, 273-275.

Annual returns, tabulated statements of income accounts, express, cxxiv.

sleeping car company, cxxvii.

steamboat companies, cxxvii.

street railway, cxiv.

telegraph, cxxii.

telephone, cxx.

voluntary associations, cxxvi.

Applications to Commission, vii.

Arlington, location, postponement of construction, 486, 487.

Assets, railroad, Ixx.

(See also returns.)

street railway, xcv.

(See also returns.)

telephone and telegraph (see returns)

.

Athol, fares. Northern Massachusetts, 199-210.

Attleboro, fares, Attleborough Branch, Interstate Consolidated, 28—41.

land taking, Boston and Providence, 465-467.

Attleborough Branch railroad, fares, rate case, 28-41.
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Auburn, crossing protection, New York, New Haven and Hartford, 386.

Automatic Telephone Company of New Bedford (see returns).

Avon, fares, Bay State, 42-95.

Ayer, fares, Fitchburg and Leominster, 117-123.

signals, Boston and Maine, 499.

Baggage cars, railroad, number of, Ixxxv.

Baggage charges, Boston, Revere Beach and Lynn, 273.

Ball signals (see Signals).

Bank commissioner of the commonwealth, communication to, concerning street

railway dividends, 520.

Bay State street railway, extension of time for crossings, Boston and Maine, New-
bury, Wakefield, Wilmington, 381, 382.

N«w York, New Haven and Hartford, East Bridgewater, Taunton, 381.

fares, 299-307.

rate cases, 42-95.

fenders for use on certain cars, approval of type, 524.

joint use of tracks, Nahant and Lynn, Lynn, 449, 450.

Swansea and Seekonk, Fall River, Somerset, 450.

locations, Arlington, postponement of construction, 486, 487.

Varnum avenue line, Lowell, postponement of construction, 486, 487.

operation of cars on Slade's Ferry bridge, restrictions for, 347, 348.

service, Billerica, 318, 319.

Gloucester, 319-321.

Hanover, 318, 319.

Haverhill, 324, 325.

Lowell, 319-321.

extension of Chelmsford street line, 322, 323.

Lynn, 323, 324.

Maiden, 319-321.

North Andover, 324, 325.

Reading, 319-321.

Revere, 319-321.

joint, with Boston Elevated, 326.

Rockport, 319-321.

Taunton, 318, 319.

Wilmington, 318, 319.

transfers, East Bridgewater, 339.

waiting room, Revere, 325, 326.

Bedford, crossing protection, Boston and Maine, Middlesex and Boston, 379, 380.

Beechmont Independent Telephone Company (see returns).

Belgrade avenue bridge. New York, New Haven and Hartford, alteration of,

344, 345.

Bellingham, fares, Milford, Attleborough and Woonsocket, 162-172.

Berkshire street railway, extension of time for crossings, Boston and Albany, Adams,

Pittsfield, 382.

fares, 307-310.

service, Cheshire, 326-329.

Dalton, 329, 330.

Lanesborovgh, 326-329.

Pittsfield, 329, 330.

Berlin, extension of time for crossing. New York, New Haven and Hartford, by

Worcester Consolidated, 383.

Bernardston and Gill Telephone Company (see returns).

Beverly, fares, 'Bay State, 42-95.

Billerica, service, Bay State, 318, 319.
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Blackstone, service, New York, New Haven and Hartford, 298.

Blandford and Chester Mutual Telephone Company (see returns).

Blue Hill street railway, extension of time for crossing, New York, New Haven
and Hartford, Canton, 381.

fares, memorandum, 310, 311.

Board of Supervisors, Springfield, warning signs, 385.

Boats, Sunday, 501.

Bolton Telephone Company (see returns)

.

Bonds, railroad, amount of, xli.

issues, Boston and Providence, 350.

Bonds, street railway, amount of, xcviii.

investment in, by savings banks, communication to bank commissioner, 520.

issues, Boston and Worcester, extension of maturity of Framingham, South-

borough and Marlborough, 350-352.

Massachusetts Northeastern, 352, 353.

"West End, 369-372.

application of proceeds, approval, 369-371.

Boston, abolition of grade crossing. South Boston, certificate relative to, 391.

accident, Boston Elevated, at Middlesex and Boston waiting room, investiga-

tion of, 446-448.

alteration of crossing, Massachusetts avenue, 392, 393.

Southampton street, 394-403.

Walworth street. West Roxbury district, 403-405.

bridges, alteration of, Belgrade avenue, 344, 345.

Norfolk street, 345, 346.

express transportation on passenger trains, Boston and Maine, 411.

fares. Bay State, Boston Elevated, Hyde Park, 307.

Boston, Revere Beach and Lynn, 105-109.

land taking, Boston and Albany, 452, 453.

New York, New Haven and Hartford, South Boston district, 475, 476.

locations, Atlantic avenue. Union Freight, 482, 483.

South Boston, West End, 484, 487, 488.

operation of Union Freight railroad, rules governing, petitions of board of

street commissioners, 495, 496.

operation, certificates of, Boston Elevated, 497, 498.

private railroad, South Boston, Linde Air Products Company, 391.

Woods, S. A., Machine Company, 391.

service, Boston Elevated, 330, 335, 336.

Dorchester, 331-333.

East Boston, 333, 334.

Revere, with Bay State, 326.

New York, New Haven and Hartford, 294, 295, 298.

switch connection. Metropolitan Coal Company, Boston and Albany, 276-278.

transfers, Boston Elevated, 340, 341.

Boston and Albany railroad, accident, Massachusetts avenue, Cambridge, investi-

gation of, 441, 442.

bridges, alteration of, Belgrade avenue, Boston, 344, 345.

extension of time for crossings, by Berkshire, Adams, Pittsfield, 382.

Northern Massachusetts, Templeton, 382.

Springfield, Palmer, 383.

Worcester Consolidated, Worcester, 383.

investigation as to physical condition, 433.

land takings, Boston, 452, 453.

Cambridge, 453-455.

Dalton, 455-459.

Hinsdale, 455-460.
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Boston and Albany railroad, land takings, Pittsfield, 461, 462.

Springfield, 462-465.

lifting jacks. 527, 528.

rates, switching charges to National Dock and Storage Warehouse Company,
96-104.

reparation, Cross, E. J., Company, 270.

Field, Charles M., 270.

O'Connell, Daniel's Sons, 271.

service, Boston, Metropolitan Coal Company, 276-278.

Cambridge, over sidetrack of William J. Anglim, 273-275.

West Springfield, Gilbert and Barker Manufacturing Company, 275.

Worcester, petition of W. D. Thompson, 279.

stations, rental for use of, Worcester, 506-519.

Boston, Cape Cod and New York Canal Company (see returns).

Boston and Chelsea street railway (see returns)

.

Boston Elevated railway, accident at waiting room of Middlesex and Boston,

Boston, 446-^48.

cars, approval of t},npe and purchase, 377.

Everett, relocation of spur and relay track, approval of plan, 519.

fares, Boston, Hyde Park district, 307.

Maiden, 305, 306.

location. South Boston, 487, 488.

operation, certificates of, Boston, 497, 498.

service, Boston, 330.

Cambridge, 334, 335.

Dorchester, 331-333.

East Boston, 333, 334.

Revere, 319-321.

joint, with Bay State, 326.

Somerville, 335, 336.

smoking on elevated and subway trains, memorandum, 524-527.

transfers, 340, 34]

.

Boston and Lowell railroad (see returns)

.

Boston and Maine railroad, bridge, Chicopee, repair of, 346, 347.

car heating, exemption from, 378.

crossing protection, Bedford, 379, 380.

Wakefield, 383-385.

Waltham, 379, 380.

express transportation, General Transportation Company, between Boston,

Salem and Peabody, 411.

extension of time for crossings, by Bay State, Newbury, Wakefield, Wilming-

ton, 381, 382.

Concord, Maynard and Hudson, Maynard, 382.

investigation as to physical condition, 435.

lifting jacks, 527, 528.

reparation. Cross, E. J., Company, 270.

Field, Charles M., 270.

Hudson, to-mi of, 272.

O'Connell, Daniel's Sons, 271

.

ser\ace, Amesbiu-y, 283.

Andover, 284, 285.

Gloucester, 283.

HaverhiU, 284, 285.

Lawrence, 284, 285.

Lowell, Kittredge track, J. B. Cover and Company, 285-290.

milk transportation, 292.
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Boston and Maine railroad, ser\-ice, Oakdale, 292, 293.

Ware, 279-282.

Worcester, 292, 293.

signals. Aver, 499.

Charlesto\vn, 499.

Winchendon, 499.

Sunday trains, 502.

whistling, Swampscott, 529, 530.

Boston Milk Dealers' Association, service, Boston and Maine, 292.

Boston and Providence railroad, alteration of crossing, Boston, 403—405.

bonds, 350.

land taking, Attleboro, Seekonk, 465—467.

Boston, Quincy and Fall River Bicycle rail'way, capital stock, dismissed, 349.

Boston and Revere Electric street raHway, dividends, communication to bank
commissioner, 520.

Boston, Revere Beach and Ljim railroad, baggage, charge for carrj-ing, irem-
orandiim, 273.

fares, rate case, 105-109.

investigation as to physical condition, 435.

lifting jacks, approval of tj^pe, 527, 52S.

Boston Suburban Electric Companies (see returns)

.

Boston and Worcester Electric Companies (see returns").

Boston and Worcester street railway, bonds, extension of maturity of issue of

Framingham, Southborough and Marlborough, 350-352.

fares, rate case, 110-116.

joint use of tracks, Concord, Majmard and Hudson, Hudson, 450, 451.

Boston and Yarmouth Steamship Company, Ltd., Sunday boats, 501.

BojTiton, E, K., transfer pri\-ileges, Boston Elevated, 340, 341.

Braintree, certificate of exigency, Fore River railroad, 523.

crossing protection. New York, New Haven and Hartford, 3S6.

Bridge and signal department, report for year, h-iii-lxi.

Bridges, railroad, alteration of. New York, New Haven and Hartford, Belgrade

avenue, 344, 345.

Norfolk street. 345, 346.

comparative length of, wood, stone and metal, Lxi.

number and description of. Is.

repair of, Boston and Elaine, Grattan street, Chicopee, 346, 347.

report of engineer, hii.

Bridges, street railway, Slade's Ferrj-, operation of cars upon. Bay State, Fall

River and Somerset, 347, 34S.

Brierly, R. K,., complaint re unloading of ice, West Medford, 291, 292.

Brimfield, fares, Springfield, 211-254.

Bristol County street railway, receivers of (see returns).

Brockton, fares, Baj- State, 42-95.

private railroad, George E. Keith Company, 391.

Brockton and PljTnouth street rail'way (see rettirns).

Cambridge, accident, Boston and Albany, 441, 442.

land taking, Boston and Albany, 453-455.

service, Boston and -Albany, complaint of William J. Anglim, 273-275.

Boston Elevated, 334, 335.

Cambridge City Council, se^^^ce, Boston Elevated, 334.

Canton, extension of time for crossing. New York, New Haven and Hartford, by
Blue Hill, 381.

fares, Blue Hill. 310, 311.

Cape Cod Telephone Company (see returns).
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Capital investment, street railway, xcix.

per mile of main track, xcix.

Capital stock, railroad, amount of, Ixxi.

held in Massachusetts (see returns)

.

issues. New York, New Haven and Hartford, 353-365.

(For capital stock ot each company, see returns.)

Capital stock, street railway, amount of, xcvii.

held in Massachusetts (see returns).

issues, Boston, Quincy and Fall River Bicycle Railway, dismissed, 349.

Plymouth and Sandwich, placed on file, 365.

Union, 365-369.

Car, heating, exemption from Boston and Maine, 378.

New York, New Haven and Hartford, 378.

inspections, number made, Ivii.

speed, Salem, regulations governing, 500.

Cars, railroad, number of, Ixxxv.

repairs, cost of, Ixxx.

Cars, street railway, type, approval of, 373.

Boston Elevated, 377.

number of, cxii.

one-man, operation of, Connecticut Valley, 373-376.

Middlesex and Boston, 376, 377.

Central New England railway (see returns).

Central Vermont railway, condition, investigatior, 435.

(iSee also New London Northern.)

Certificates, of exigency. Fore River, Braintree, Quincy, 523.

of operation, Boston, Andrew station, 497.

Commonwealth pier, 498.

Dorchester tunnel, 497.

Charlestown, signals, Boston and Maine, 499.

Chase, Herbert M., fares. New York, New Haven and Hartford, Boston and Nan-
tucket, 268, 269.

Chatham railroad (see returns).

Chelmsford, fares. Bay State, 42-95.

land taking, Stony Brook railroad, 480-482.

Chelmsford street line, Lowell, extension of, 322, 323.

Chehnsford Telephone Company (see returns).

Chelsea, fares. Bay State, 42-95.

Cheshire, service, Berkshire, 326-329.

Chester and Becket railroad (see returns).

Chicopee, bridge, Grattan street, repair of, 346, 347.

fares, Holyoke, 124-133.

Springfield, 211-254.

Circulars, common carriers under Federal control, 521.

motor vehicles acting as common carriers, 489-491.

Cohasset, service. New York, New Haven and Hartford, 293, 294.

Collisions, injuries from railroad, Ivii.

{See also Accidents.)

Columbia and Rensselaer Telephone and Telegraph Company (see returns).

Commercial Cable Company (see returns).

Common carriers, street railway (see Express Transportation)

.

under Federal control, circular, 521.

Commutation tickets, Stoneham, Bay State, 302.

Companies (see Corporations)

.

Comparative statements from returns, railroad, Ixx.

street railway, xcv.
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Complaints to Commission, 1917-1918, vii, Iv.

Concord, extension of time for crossing, New York, New Haven and Hartford, by
Concord, Maynard and Hudson, 382.

Concord, Maynard and Hudson street railway, extension of time for crossings,

Boston and Maine, Maynard, 382.

New York, New Haven and Hartford, Concord, 382.

joint use of tracks, Boston and Worcester, Hudson, 450.

Conditions of railroads under Federal control, investigation by Commission, 412-

431.

Connecticut River railroad (see returns).

{See also Boston and Maine.)

Connecticut Valley street railway, accident, investigation of, Montague (Turners

Falls), 445, 446.

fares, workmen's tickets, 311-314.

one-man cars, approval of type, operation, Greenfield, Montague, 373-376.

operation of motor vehicles for freight transportation, Montague, Orange, 491.

waiting room, Northampton, 336, 337.

Construction, railroad, new mileage, Ixviii.

(See also returns.)

street railway, cost of, xcv.

per mile of main track, ci.

new mileage, xciii.

telephone and telegraph (see returns)

.

Contracts (see Joint Use of Tracks; Telephone and Telegraph Service).

Conway Electric street railway (see returns).

Cost of construction (see Construction)

.

equipment (see Equipment)

.

Cover, J. B., and Company, Kittredge track, Lowell, Boston and Maine, 285-290.

Crescent Telephone Company (see returns).

Cross, E. J., Company, reparatioiD, Boston andAlbany, Boston and Maine, 270, 271.

Crossing bells, protection by (see Grade Crossings, Safeguards at).

Crossing protection (see Grade Crossings, Safeguards at).

Crossings, alteration of, Boston and Providence, Boston, 403-405.

New York, New Haven and Hartford, Boston, 392-404.

Springfield, 405-407.

Stoughton, 407-410.

(See also Bridges; Grade Crossings.)

Dalton, land takings, Boston and Albany, 455-457.
i

service, Berkshire, 329, 330.

Damages, street railway (see returns).

Danvers, fares, rate case, 42-95.

Davis, Minot F., service, Boston, 330.

Debenture bonds, Boston and Providence, issue of, 350.

Debt, of railroads, Ixxii.

of street railways, xcviii.

(See also returns.)

of telephone and telegraph companies (see returns).

Dedham, fares. Bay State, 42-95, 299.

Deductions from property, street railway (see returns).

telephone and telegraph (see returns). ,

Deficit, of railroads (see returns).

of street railways (see returns).

of telephone and telegraph companies (see returns).

Department reports, accounting, liii.

bridge and signal, Iviii, Ixi.
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Department reports, engineering, Ivii.

inspection, liv.

rate and tariff, xlix.

telephone and telegraph, Ixii.

Description of railroads (see returns).

of street railways (see returns).

of telephone and telegraph lines (see retiirns)

.

Dighton, fares. Bay State, 42-95.

Directors (for directors of various companies, see returns)

.

Dividends, express, amount declared by each company, cxxiv.

railroad, amount declared by each company, Ixxi.

percentage of, to capital stock, Ixxii.

street railway, amount declared by each company, xcvii.

communication to bank commissioner, 520.

percentage of, to capital stock, xcviii.

telegraph, amount declared by each company, cxxii.

telephone, amount declared by each company, cxx.

voluntary associations, amount declared by each company, cxxvi.

(See also returns.)

Dorchester (see Boston).

Dorchester Board of Trade, service, Boston Elevated, 331-333.

Dracut, fares, Bay State, 42-95.

Earnings (see Operation).

East Boston (see Boston).

East Bridgewater, extension of time for crossing. New York, New Haven and Hart-

ford, by Bay State, 381.

fares, Bay State, 42-95.

transfers, Bay State, 339.

Eastern Steamship Lines, Inc., Sunday boats, 501.

Easthampton, fares, Northampton, 315, 316.

East Longmeadow, fares, Springfield, 211-254.

East Middlesex street railway, dividends, communication to bank commissioner,

520.

Easton, fares. Bay State, 42-95.

East Taunton street railway, dividends, communication to bank commissioner, 520.

Emergency tools and appliances, modification of regulations, 528, 529.

Employees, railroad, accidents to, Ixxxix.

number of, Ixxxv.

(See also returns.)

Employees, street railway, accidents to, cxii.

number of, cxii.

(See also returns.)

Employees, telephone and telegraph, number of (see returns).

Engineering department, report for year, Ivii.

Engines (see Locomotives)

.

Equipment, railroad, inspection of, Iv.

number of cars, locomotives, Ixxxv.

(See also tabulation of returns.)

Equipment, street railway, cost of, xcv.

gross assets in, xcv.

number of electric motors, cars and other vehicles, cxi.

(See also returns.)

Equipment, telephone and telegraph (see returns).

Erving, private railroad, Washburn and Heywood Chair Company, 391.

Everett, private railroad, New England Structural Company, 391.

relocation of spur and relay track at temporary terminal, Boston Elevated, 519.
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Exemption from steam heating (see Heating).

Exigency, certificate of, Fore River, Braintree, Quincy, 523.

Expenditures, railroad, Ixxiii.

total, Ixxiii.

street railway, cii.

(See also returns.)

telephone and telegraph (see returns)

.

Expenses, of office, 531.

of operation, railroad, cii.

street railway, Ixxiii-lxxx.

Express cars, railroad, number of, Ixxxv.

revenue, railroad, Ixxiv.

street railway, cii.

service (see Service, Express).

Express companies, discussion, xvi.

Express transportation. General Transportation Company, on passenger trains,

Boston and Maine, Boston, Salem and Peabody, 411.

Extension of time for grade crossings (see Grade Crossings, Time Extended).

Extensions, railroad (see Construction, Locations, Operation).

street railway (see Construction, Locations, Operation)

.

Fairhaven, service. New York, New Haven and Hartford, 298, 299.

Fall River, fares. Bay State, 42-95.

joint use of tracks, Bay State and Swansea and Seekonk, 450.

operation of Bay State cars, Slade's Ferry bridge, restrictions for, 347, 348.

Fares and freights, railroad, Ixxxiii.

Fares, railroad, Attleborough Branch, rate case, 28-41.

average, on Massachusetts roads, Ixxxiii.

on three roads, Ixxxiv.

Boston, Revere Beach and Lynn, rate case, 105-109.

New York, New Haven and Hartford, between Boston and points on Cape

Cod, Martha's Vineyard and Nantucket, 268, 269.

Fares, street railway. Bay State, Boston, Hyde Park district, 307.

Islington, 299.

Maiden, 305, 306.

North Andover, 300, 301.

Norwood, 299.

rate cases, 42-95.

Saugus, 302.

Stoneham, 302.

Swampscott, 302-305.

Berkshire, 307-310. '

Blue Hill, placed on file, 310, 311.

Boston Elevated, Boston, Hyde Park district, 307.

Maldea, 305, 306.

Boston and Worcester, rate case, 110-116.

Connecticut Valley, workmen's tickets, 311-314.

Fitchburg and Leominster, 117-123.

Holyoke, new schedule allowed, 314.

rate case, 124-133.

Interstate Consolidated, 28-^1.

Massachusetts Northeastern, memorandum, 314, 315.

rate case, 134-144.

Middlesex and Boston, rate case, 145-161.

Milford, Attleborough and Woonsocket, rate case, 162-172.

Milford and Uxbridge, rate case, 173-181.

New Bedford and Onset, rate case, 192-198.
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Fares, street railway, Norfolk and Bristol, memorandum, 315.

Northampton, 315, 316.

Northern Massachusetts, 199-210.

Springfield, rate case, 211-254.

modification of schedule, 316.

Union, memorandum, 307.

Worcester Consolidated, 317.

Worcester and Warren, 317.

Farmers Mutual Telephone Company of Bristol County (see returns).

Fenders for use on certain Bay State cars, approval of type, 524.

Field, Charles M., reparation, Boston and Albany, Boston, 270.

Filing of quarterly statements, order relative to, 522.

Fitchburg, fares, Fitchburg and Leominster, 117-123.

Northern Massachusetts, 199-210.

service, Fitchburg and Leominster, Northern Massachusetts, 337, 338.

Fitchburg and Leominster street railway, dividends, communication to bank com-
missioners, 520.

fares, 117-123.

service, Westminster and Fitchburg, 337, 338.

Fitchburg railroad (see returns)

.

Flagmen (see Grade Crossings, Safeguards at).

Fleischner, Herbert E., transfer privileges, Boston Elevated, 340, 341.

Fore River Railroad Corporation, certificate of exigency, 523.

Framingham, fares, Boston and Worcester, 110-116.

Milford and Uxbridge, 173-181.

service, New York, New Haven and Hartford, 295, 296.

Franklin, crossing protection, New York, New Haven and Hartford, 387, 388.

fares, Milford, Attleborough and Woonsocket, 162-172.

Freight cars (see Cars).

rates, Ixxxiv.

New Bedford, Martha's Vineyard and Nantucket Steamboat Company, and
New York, New Haven and Hartford, 182-191.

revenue (see Revenue).

service (see Service).

stations (see Stations).

tariffs (see Tariffs).

Freight tracks, private (see Private Railroads).

transportation, street railway (see Express Transportation, Street Railway).

Funded debt, railroad, Ixxii.

(See also returns.)

street railway, xcviii.

(See also returns.)

telephone and telegraph (see returns).

(See also Bonds.)

Gardner, fares. Northern Massachusetts, 199-210.

General Court (see Legislature)

.

General Transportation Company, express transportation, Boston and Maine,

Boston, Salem, Peabody, 411.

Georgetown, fares. Bay State, 42-95.

Gilbert and Barker Manufacturing Conapany, private railroad, West Springfield,

390, 391.

switch connection with Boston and Albany, West Springfield, 275.

Gloucester, fares. Bay State, 42-95.

service. Bay State, 319-321.

Boston and Maine, 283.
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Gloucester Steamship Company (see returns).

Grade crossings (abolition of), Boston, South Boston district, New York, New
Haven and Hartford, certificate relative to, 391.

Grade crossings, accidents at, xci.

number of, protected and unprotected, xci.

whistling at (see Whistling)

.

Grade crossings (permitted), Hopedale, Milford and Uxbridge, by Grafton and
Upton, 380.

Grade crossings (safeguards at), Boston and Maine, Bedford, 379, 380.

Wakefield, 383-385.

Waltham, 379, 380.

New York, New Haven and Hartford, Auburn, 386.

Braintree, 386.

Franklin, gates, electric warning bell, 387, 388.

Hingham, 388.

Hull, 388, 389.

Yarmouth, 390.

Springfield, Board of Supervisors, 385.

Grade crossings (time extended), Bay State, East Bridgewater, 381.

Newbury, 381.

Taunton, 381.

Wakefield, 381.

Wihnington, 382.

Berkshire, Adams, Pittsfield, 382.

Blue Hill, Canton, 381.

Concord, Maynard and Hudson, Concord, 382.

Maynard, 382.

Milford, Attleborough and Woonsocket, Milford, 382.

Milford and Uxbridge, Hopedale, 382.

Northern Massachusetts, Templeton, 382.

Springfield, Ludlow, Pahner, Springfield, 382, 383.

Worcester Consolidated, Berlin, Leominster, Northborough, Worcester, 383.

Grade crossings, whistling at, Swampscott, Boston and Maine, 529, 530.

Grafton and Upton railroad, extension of time for crossing, by Milford, Attle-

borough and Woonsocket, Milford, 382.

Milford and Uxbridge, Hopedale, 382.

Granby Telephone and Telegraph Company (see returns).

Grattan street bridge, Chicopee, Boston and Maine, repair of, 346, 347.

Gravel cars, railroad, number of, Ixxxv.

Great Barrington, service. New York, New Haven and Hartford, 296, 297.

Greenfield, one-man cars, Connecticut Valley, 372-376.

Groveland, fares, Bay State, 42-95.

Guards, bridge (see Bridge Guards).

Hampden, fares, Springfield, 211-254.

Hampden railroad (see returns).

. Hanover, service. Bay State, 318, 319.

Hartford and Connecticut Western railroad (see returns)

.

Haverhill, fares. Bay State, 42-95.

Massachusetts Northeastern, 134-144.

service. Bay State, 324, 325.

Boston and Maine, 284, 285.

Headlights on locomotives, investigation relative to, 436-440.

Hearn, Representative William H., service, Boston Elevated, East Boston, 333, 334.

Heath Local Telephone Association (see returns).

Heath Telephone Company (see returns)

.
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Heating cars by steam, exemption from, Boston and Maine, 378.

New York, New Haven and Hartford, 378.

Highland Telephone Company (see returns).

Highways (see Bridges; Grade Crossings; Locations).

Hill, Representative Francis M., fares, transfers. Bay State, Saugus, 302.

Hingham, crossing protection. New York, New Haven and Hartford, 388.

fares. Bay State, 42-95.

Hinsdale, land takings, Boston and Albany, 455-4.60.

Holbrook, fares. Bay State, 42-95.

HoUiston, fares, Milford and Uxbridge, 173-181.

Holyoke, fares, rate case, 124^-133.

Holyoke street railway, fares, new schedule allowed, 314.

rate case, 124-133.

Holyoke and Westfield railroad (see returns)

.

Hoosac Tunnel and Wilmington railroad, condition, 435.

Hopedale, extension of time for crossing, Grafton and Upton, by Milford and Ux-
bridge, 382.

fares, Milford, Attleborough and Woonsocket, 162-172.

grade crossing, Grafton and Upton, with Milford and Uxbridge, 380.

Hopkinton, fares, Middlesex and Boston, 145-161.

Horn Pond Branch railroad (see returns).

Hotels, telephone rates, service, Ixvi.

investigation by Commission, 255-267.

Hudson, joint use of tracks, Boston and Worcester and Concord, Maynard and

Hudson, 450.

town of, reparation, Boston and Maine, 272.

Hull, crossing protection. New York, New Haven and Hartford, 388, 389.

Huntington, fares, Springfield, 211-254.

Hyde Park, fares, Bay State, Boston Elevated, 307.

Ice, unloading, Medford Ice Company, complaint of R. E. Brierly, 291, 292.

Income, express, tabulated statement from reports, cxxiv.

Income, railroad, from operation, Ixxiii.

three leading railroads in Massachusetts, Ixxvii.'

total, Ixxiii.

(For income of each company, see returns.)

(See also Revenue, Operation.)

Income, street railway, cxvi.

total, ci, cii.

(For income of each company, see tabulated statement from reports, cxvii.)

Income, telephone and telegraph, tabulated statement from reports, cxxi, cxxii.

Income, voluntary associations, tabulated statement from reports, cxxvi.

Investigation of accidents (see Accidents)

.

Investigations, by Commission, 1917-1918, vii, 412-440.

conditions on railroads under Federal control, 412-431.

fares charged by New York, New Haven and Hartford, between Boston and

Nantucket, 268, 269.

headlights on locomotives, 436-440.

hotel telephone rates and service, 255-267.

Investments, street railway, per dollar of operating revenue, cvii.

per mile of all track, cvii.

Islington, fares. Bay State, 299.

Issues of stocks and bonds (see Capital Stock and Bonds).

Jitneys (see Motor Vehicles).

Joint freight rates. New Bedford, Martha's Vineyard and Nantucket Steamboat,

and New York, New Haven and Hartford, 182-191

.
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Joint use of tracks, Concord, Boston and Worcester and Concord, Maynard and

Hudson, 450.

Fall River, Bay State and Swansea and Seekonk, 450.

Lynn, Bay State and Nahant and Lynn, 449, 450.

Somerset, Bay State and Swansea and Seekonk, 450.

Keith, George E., Company, private railroad, Brockton, 391.

Kelley, Representative Edward I., service, Boston Elevated, East Boston, 333,

334.

King, Tarrant P., transfer privileges, Boston Elevated, 340, 34]

.

Kittredge track, Lowell, Boston and Maine, 285-290.

Lakeville, fares. Bay State, 42-95.

service. Bay State, 318, 319.

Land and buildings, cost and capitalization per mile of main track, street railway,

xcix.

Land takings, Boston and Albany, Boston, 452, 453.

Cambridge, 453-455.

Dalton, 455-459.

Hinsdale, 455-460.

Pittsfield, 461, 462.

Springfield, 462-465.

Boston and Providence, Attleboro, 465-467.

Seekonk, 465-467.

Nashua and Lowell, Lowell, 467-474.

New York, New Haven and Hartford, South Boston, 475, 476.

Walpole, 476-478.

West Stockbridge, 478-480.

Stony Brook, Chelmsford, 480-482.

Lanesborough, service, Berkshire, 326-329.

Lawrence, fares. Bay State, 42-95.

Massachusetts Northeastern, 134r-144.

service, Boston and Maine, 284, 285.

Leased lines, railroad (see returns).

street railway (see returns)

.

Leominster, extension of time for crossing. New York, New Haven and Hartford,

by Worcester Consolidated, 383.

fares, Fitchburg and Leominster, 117-123.

Lexington, fares, Middlesex and Boston, 145-161.

Liabilities, railroad, Ixx.

(See also returns.)

street railway, xcvi.

(See also returns.)

telephone and telegraph (see returns)

.

Lifting jacks, approval of type, 527, 628.

Linde Air Products Company, private railroad. South Boston, 391.

Linwood street railway (see returns)

.

Littleton Telephone Association (see returns)

.

Locations, railroad, land takings, Boston and Albany, Boston, 452, 453.

Cambridge, 453-455.

Dalton, 455-459.

Hinsdale, 455-460.

Pittsfield, 461, 462.

Springfield, 462-465.

Boston and Providence, Attleboro, 465-467.

Seekonk, 465-467.

Nashua and Lowell, Lowell, 467-474.
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Locations, railroad, land takings. New York, New Haven and Hartford, Boston,

Northerr avenue, 484.

Walpole, 476-478.

West Stockbridge, 478-480.

Stony Brook, Chelmsford, 480-482.

Union Freight, Atlantic avenue, 482.

Northern avenue, 483, 484.

Locations, street railway, Bay State, Arlington, 486, 487.

Lowell, Varnum avenue, postponement of construction, 486, 487.

Norfolk and Bristol, Norwood, Walpole, Wrentham, 485.

Locomotives, headlights on, investigation, 436-440.

number owned, Ixxxv.

whistling (see Whistling).

Longmeadow, fares, Springfield, 211-254.

Lowell, Kittredge track, Boston and Maine, J. B. Cover and Company, 285-290.

land taking, Nashua and Lowell, 467-474.

service, 319-321.

extension of Chelmsford street line. Bay State, 322, 323.

Varnum avenue line. Bay State, postponement of construction, iSC, 487.

Lowell and Andover railroad (see returns).

Lowell and Fitchburg street railway (see returns)

.

Ludlow, extension of time for crossing, by Springfield, 382.

fares, Springfield, 211-254.

Ludlow Manufacturing Associates, extension of time for crossing, by Springfield,

Ludlow, 382.

Lunenburg, fares, Fitchburg and Leominster, 117-123.

Lynn, fares. Bay State, 42-95.

Boston, Revere Beach and Lynn, 105-109.

joint use of tracks, Bay State and Nahant and Lynn, 449, 450.

service, belt line. Bay State, 323, 324.

Maiden, fares, Bay State, Boston Elevated, 305, 306.

service. Bay State, 319-321.

Malone, Representative M. F., service, Worcester Consolidated, 338.

Mansfield, service. New York, New Haven and Hartford, 295, 296.

Marblehead, fares, Bay State, 42-95.

Marion, fares. New Bedford and Onset, 192-198.

service, New York, New Haven and Hartford, 298, 299.

Marlborough, fares, Boston and Worcester, 110-116.

Martha's Vineyard street railway (see returns)

.

Martha's Vineyard Telegraph Company, rates, between Woods Hole, Martha's

Vineyard and Nantucket, 341, 342.

Massachusetts Consolidated street railways (see returns).

Massachusetts Electric Companies (see returns)

.

Massachusetts legislature (see Legislature)

.

Massachusetts Northeastern street railway, bonds, issue of, 352, 353.

fares, memorandum, 314, 315.

rate case, 134-143.

motor vehicles, regulations governing operation, Salisbury, 494.

Massachusetts School for the Feeble-Minded, private railroad, Waltham, 391.

Massachusetts Telephone and Telegraph Company (see returns)

.

Mattapoisett, service, New York, New Haven and Hartford, 298, 299.

Maynard, extension of time for crossing, Boston and Maine, by Concord, May-
nard and Hudson, 382.

McAdoo memorial, railroad rates, submitted by New England state commissions,

3-27.

McDougall, George F. A., transfer privileges, Boston Elevated, 340, 341.
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Medfield, service, New York, New Haven and Hartford, 295, 296.

Medwav, fares, Milford and Uxbridge, 173-181.

Medway and Dedham street railway (see returns)

.

Melrose, fares. Bay State, 42-95.

Mendon, fares, Milford, Attleborough and Woonsocket, 162-172.

Merchants and Miners Transportation Company, Sunday boats, 501.

Merrimac, fares, Massachusetts Northeastern, 134-144.

Methuen, fares, Bay State, 42-95.

Metropolitan Coal Company, switch connection, Boston and Albany, Boston,

276-278.

Middlesex and Boston street railway, accident at waiting room of, Boston Ele-

vated car, 446-448.

crossing protection, Boston and Maine, Bedford, Waltham, 379, 380. >

fares, rate case, 145-161.

motor vehicles, authority to operate, 492-494.

one-man cars, approval of type, operation of, 376, 377.

Middleton, fares, Bay State, 42-95.

Mignault, William T., service, Dorchester, Boston Elevated, 331-333.

Mileage, railroad, owned and operated, Ixix.

by three leading railroads of Massachusetts, Ixxvii.

passenger, freight and train, Ixxx.

Mileage, street railway, car, xciv.

new, xciii.

owned and operated, xciv.

(See also returns.)

per car hour, ex.

Milford, extension of time for crossing, Grafton and Upton, by Milford, Attle-

borough and Woonsocket, 382.

fares, Milford, Attleborough and Woonsocket, 162-172.

Milford and Uxbridge, 173-181.

Milford, Attleborough and Woonsocket street railway, extension of time for cross-

ing, Grafton and Upton, Milford, 382.

fares, rate case, 162-172.

Milford and Uxbridge street railway, extension of time for crossing, Grafton and

Upton, Hopedale, 382.

fares, rate case, 173-181.

grade crossing, Hopedale, with Grafton and Upton, 380.

Milk revenue, railroad, Ixxiv.

(See also returns.)

street railway (see returns).

Millers Falls Telephone Company (see returns)

.

Milton, fares. Bay State, 42-95.

Miscellaneous orders and reports, 520-530.

Modification of regulations relative to emergency tools and appliances, 528, 529.

Monson, fares, Springfield, 211-254.

Montague, accident at Turners Falls, 445, 446.

motor vehicles, Connecticut Valley, authority to operate, 491.

one-man cars, Connecticut Valley, 373-376.

private railroad, F. I. Webster Company, 391.

Mortgage bonds (see Bonds).

Motor vehicles, Connecticut Valley, authority to operate, 491.

Massachusetts Northeastern, regulations governing operation, Salisbury, 494.

Middlesex and Boston, authority to operate, 492-494.

serving as common carriers, circular, 489-491.

Motors, electric, number of, cxii.

(See also returns.)

Mount Tom railroad (see returns)

.
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Nahant and Lynn street railway, joint use of tracks, Bay State, Lynn, 449, 450.

Nantasket Beach Steamboat Company, Sunday boats, 501.

Nantasket Lands Protective and Improvement Association, crossing protection,

New York, New Haven and Hartford, 388, 389.

Nantucket railroad (see retiirns)

.

Nashua and Acton railroad (see returns)

.

Nashua and Lowell railroad, land taking, Lowell, 467-474.

Natick, fares, Boston and Worcester, 110-116.

Middlesex and Boston, 145-161.

National Dock and Storage Warehouse Company, switching charges, by Boston
and Albany, 96-104.

Needham, fares. Bay State, 42-95.

Middlesex and Boston, 145-161.

New Bedford, fares, Bay State, Union, 307.

New Bedford, Martha's Vineyard and Nantucket Steamboat Company, freight

rates, 182-191.

New Bedford and Onset street railway, fares, rate case, 192-198.

Newbury, extension of time for crossing, Boston and Maine, by Bay State, 381.

Newburyport, fares. Bay State, 42-95.

Massachusetts Northeastern, 134—144.

New England Investment and Security Company (see returns)

.

New England railroad rates, McAdoo memorial, submitted by New England

State commissions, 3-27.

New England Structural Company, private railroad, Everett, 391.

New England Telegraph Company (see returns)

.

New England Telephone and Telegraph Company, service at hotels, charges for,

255-267.

New Hampshire Electric Railways (see returns)

.

New London Northern railroad (see returns)

.

New railroad. Fore River, Braintree, Quincy, 523.

Newton, fares, Middlesex and Boston, 145-161.

Newtonville and Watertown street railway (see returns)

.

New York Central railroad (see Boston and Albany).

New York, New Haven and Hartford railroad, abolition of grade crossing, South

Boston, certificate relative to, 391.

accident, Darby branch, near Plymouth, investigation of, 443, 444.

alteration of crossings, Boston, 392^05.
Springfield, 405-407.

Stoughton, 407-410.

bonds, issue, 353-365.

bridges, alteration of, Boston, 344-346.

car heating, exemption from, 378.

crossing protection. Auburn, 386.

Braintree, 386.

FrankUn, 387, 388.

Hingham, 388.

Hull, 388, 389.

Yarmouth, 390.

extension of time for crossings, by Bay State, East Bridgewater, Taunton,

381.

Blue Hill, Canton, 381.

Concord, Maynard and Hudson, Concord, 382.

Springfield, Springfield, 383.

Worcester Consolidated, Berlin, Leominster, Northborough, 383.

fares, between Boston, Cape Cod, Martha's Vineyard and Nantucket, 268, 279.

freight rates, joint, with New Bedford, Martha's Vineyard and Nantucket

Steamboat Company, 182-191.
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New York, New Haven and Hartford railroad, investigation as to physical condi-

tion, 434.

land taking, Boston, South Boston district, 475, 476.

Walpole, 476-478.

West Stockbridge, 478-480.

lifting jacks, approval of type, 527, 528.

locations, Boston, across Northern avenue, 484.

service, Blackstone, 298.

Boston, 298.

Cohasset, 293, 294.

Fairhaven, 298, 299.

Fairmount station to Boston, 294, 295.

Framingham, 295, 296.

Great Barrington, 296, 297.

Hull, 388, 389.

Mansfield, 295, 296.

Marion, 298, 299.

Mattapoisett, 298, 299.

Medfield, 295, 296.

Pittsfield, 296, 297.

Rochester, 298, 299.

Worcester, 298.

subway and fence, Wollaston and Norfolk Downs, Quincy, 503-506.

Norfolk street bridge. New York, New Haven and Hartford, alteration of, 344-346.

Norfolk and Bristol street railway, fares, memorandum, 315.

locations, Norwood, Walpole, Wrentham, 485.

Northampton, fares, 315, 316.

waiting room, Northampton and Connecticut Valley, 336, 337.

Northampton street railway, fares, 315, 316.

waiting room, Northampton, 336, 337.

North Andover, fares. Bay State, 300.

service, Bay State, 324, 325.

North Attleborough, fares, Attleborough Branch, Interstate Consolidated, 28-41.

Northborough, express service, 341.

extension of time for crossing, New York, New Haven and Hartford, by
Worcester Consolidated, 383.

North Brookfield railroad (see returns).

North End street railway (see returns)

.

Northern Massachusetts street railway, extension oi time for crossing, Boston and
Albany, Templeton, 382.

fares, 199-210.

service, Westminster and Fitchburg, 337, 338.

Northfield Farms Telephone Company (see returns)

.

North Orange Telephone Company (see returns).

North Reading, fares. Bay State, 42-95.

Norton, Taunton and Attleboro street railway (see returns)

.

Norwich and Worcester railroad (see returns)

.

Norwood, fares. Bay State, 42-95, 299.

location, Norfolk and Bristol, 485.

Norwood, Canton and Sharon street railway (see returns).

Oak Bluffs street railway (see returns)

.

Oakdale, service, Boston and Maine, 292, 293.

Oakham and Coldbrook Springs Telephone Company (see returns).

O'Connell, Daniel's Sons, reparation, Boston and Albany, 271.

Office expenses, 531.

Old Colony railroad (see returns)

.
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One-man cars, Connecticut Valley, type and operation of, 373-376.

Middlesex and Boston, 376, 377.

Operation, railroad, expenses and revenues of, Ixxiv.

per freight-train mile, Ixxviii.

per mile of road operated, Ixxviii.

per passenger-train mile, Ixxviii.

per total revenue-train mile, Ixxviii.

ratio of expenses to revenues, Ixxv.

total revenue from operation for ten years, 1908-1917, Ixxv.

(See also tabulated returns.)

Union Freight, Boston, rules governing, 495, 496.

Operation, street railway, xciv.

car miles per car hour, ex.

certificates preliminary to, 497, 498.

earnings and expenses of, cii.

per car mile, cv, cviii.

per mile of main track, cv.

per passenger, cix.

ratio of operating expenses, to gross earnings, 1908-1917, ciii.

to operating revenues, ciii.

(See also returns.)

joint use of tracks (see Joint Use of Tracks).

passengers carried per passenger car hour, cix.

passengers carried per passenger car mile, cix.

(See also Service, Stations, Speed.)

Op^eration, telephone and telegraph, earnings and expenses of (see returns).

Orange, fares. Northern Massachusetts, 199-210.

motor vehicles, Connecticut Valley, authority to operate, 491.

Palmer, extension of time for crossing, Boston and Albany, by Springfield, 383.

fares, Springfield, 211-254.

Parker, Lewis C, service, Westfield, 338, 339.

Partridge, E. M., Millers Falls Telephone Company (see returns).

Passenger cars (see Cars, Equipment)

.

facilities (see Service).

fares (see Fares, Rates).

mileage (see Mileage)

.

revenue (see Revenue, Operation).

traffic (see Traffic).

Peabody, express transportation on passenger trains, Boston and Maine, 411.

fares. Bay State, 42-95.

Petitions to Commission, 1917-1918, vii.

Physical conditions on railroads, investigation, 431-439.

Pittsfield, extension of time for crossing, Boston and Albany, by Berkshire, 382.

land taking, Boston and Albany, 461, 462.

service, Berkshire, 329, 330.

New York, New Haven and Hartford, 296, 297.

Pittsfield and North Adams railroad (see returns)

.

Plainville, fares, Attleborough Branch, Interstate Consolidated, 28-41.

Milford, Attleborough and Woonsocket, 162-172.

Plymouth, accident near, on Darby branch. New York, New Haven and Hartford,

443, 444.

Plymouth and Sandwich street railway, capital stock, placed on file, 365.

Point Shirley street railway (see returns)

.

Postal Telegraph-Cable Company of Massachusetts (see returns).

Preferred stock (see Capital Stock).
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Private railroads, accidents (see Accidents).

crossings of highways by, Boston, Linde Air Products Company, 391.

Woods, S. A., Machine Company, 391.

Brockton, George E. Keith Company, 391.

Erving, Washburn and Heywood Chair Company, 391.

Everett, New England Structural Company, 391.

Montague (Turners Falls), Webster, F. I., Company, 391.

Waltham, Massachusetts School for the Feeble-Minded, 391.

West Springfield, Gilbert and Barker Manufacturing Company, 390, 391.

Worcester, Worcester Electric Light Company, 391.

Protection at crossings (see Grade Crossings, Safeguards at)

.

Providence and Fall River street railway (see returns)

.

Providence Telephone Company of Massachusetts (see returns)

.

Providence, Webster and Springfield railroad (see returns)

.

Providence and Worcester railroad (see returns).

Public exigency, certificate of. Fore River railroad, 523.

Public Service Commission, expenses of office, 531.

Pullman Company, income to December 31, 1917, cxxvii.

(See also returns.)

Purchase of capital stock (see Capital Stock).

of railroads and street railways (see Consolidations)

.

Quarterly statements, filing of, circular, 522.

Quincy, fares, Bay State, 42-95.

Fore River railroad, certificate of exigency, 523.

stations, subway and fence at Wollaston and Norfolk Downs, 503-506.

Railroad, accidents (see Accidents).

bonds (see Bonds).

bridges (see Bridges) .

cars (see Cars).

conditions, investigation by comncission, 412-431.

consolidations (see Consolidations)

.

construction (see Construction).

corporations (see Corporations).

crossings (see Crossings, Grade Crossings).

dividends (see Dividends)

.

employees (see Employees).

equipment (see Equipment).

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).
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Railroad, statistics (see Statistics).

stock (see Capital Stock).

traffic (see Traffic).

Railroads, Federal control, viii.

legislation, xv.

private (see Private Railroads)

.

Terminal conditions, xii.

Railways (see Street Railways).

Randolph, fares. Bay State, 42-95.

Rate and tariff department, report for year, xlix.

Rates, effective on less than statutory notice (see reports in rate cases).

freight, average, on all Massachusetts roads, 1888-1917, Ixxxiv.

on three roads, Ixxxv.

raikoad, ix, 3-27, 105-109, 268-273.

street railway (see Fares)

.

tariffs' (see Tariffs)

.

telegraph, Martha's Vineyard and Nantucket, 341, 342.

telephone, at hotels, investigation by Commission, 255-267.

Reading, service. Bay State, 319-321.

Rehoboth, fares. Bay State, 42-95.

Rental for use of Union station, Worcester, Boston and Albany, 506-519.

Reparation, Boston and Albany, Cross, E. J., Company, 270, 271.

Field, Charles M., 270.

O'Connell, Daniel's Sons, 271.

Boston and Maine, Cross, E. J., Company, 270, 271.

Field, Charles M., 270.

Hudson, town of, 272.

Revere, fares, Bay State, 42-95.

service. Bay State, 319-321,

joint, with Boston Elevated, 326.

waiting room, Bay State, 325, 326.

Richmond Telephone Company' (see returns).

Rochester, service, New York, New Haven and Hartford, 298, 299.

Rockland, fares, Bay State, 42-95.

Rockport, fares. Bay State, 42-95.

service. Bay State, 319-321.

Rolling stock, 1911-1917, Ixxxv.

Rowley Telephone Company (see returns).

Roxbury (see Boston)

.

Russell, fares, Springfield, 211-254.

Safeguards, at bridges (see Bridges)

.

at crossings (see Grade Crossings)

.

at stations (see Stations).

Safety devices (see Fenders, Wheelguards, Brakes, Signals).

Salaries (see returns)

.

Sale of capital stock at auction (see Capital Stock).

of railroads and street railways (see Consolidations)

.

Salem, express transportation on passenger trains, Boston and Maine, 411.

fares. Bay State, 42-95.

speed of cars, regulations governing, 500.

SaUsbury, fares, Massachusetts Northeastern, 134-144.

motor vehicles, regulations governing operation of, appealed from by Massa-

chusetts Northeastern, 494.

Sands, Benjamin P., smoking on elevated and subway trains,' memorandum, 524-

627.
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Saugus, fares, Bay State, 42-95, 302.

transfers, Bay State, 302.

Sawyer, Roland D., service, Boston and Maine, Central Massachusetts branch,

279-282.

Seekonk, fares, Attleborough Branch, Interstate Consolidated, 28-41.

land taking, Boston and Providence, 465-467.

Service, express, Northborough, 341.

Service, railroad, Boston and Albany, Anglim, William J., 273-275.

Metropolitan Coal Company, Boston, 276-278.

switch connection, Gilbert and Barker Manufacturing Company, West
Springfield, 275.

Worcester, petition of W. D. Thompson, 279.

Boston and Maine, Amesbury, 283.

Andover, 284, 285.

Gloucester, 283.

Haverhill, Lawrence, Andover, 284, 285.

Lowell, Kittredge track, J. B. Cover and Company, 285-290.

milk transportation, 292.

Oakdale, Worcester, 292, 293.

Ware, petition of Roland D. Sawyer, 279-282.

New York, New Haven and Hartford, Blackstone, Boston, 298.

Cohasset, 293, 294.

Fairmount to Boston, 294, 295.

Fairhaven, 298, 299.

Framingham, 295, 296.

Great Barrington, 296, 297.

Hull, also crossing protection, 388, 389.

Mansfield, 295, 296.

Marion, 298, 299.

Mattapoisett, 298, 299.

Medfield, 295, 296.

Pittsfield, 296, 297.

Rochester, 298, 299.

Worcester, 298.

Service, street railway, Bay State, Billerica, 318, 319.

Gloucester, 319-321.

Hanover, 318, 319.

Haverhill, 324, 325.

Lakeville, 318, 319.

Lowell, 319-321.

Chelmsford street line, extension of, 322, 323.

Lynn, 323, 324.

Maiden, 319-321.

North Andover, 324, 325.

Reading, 319-321.

Revere, 319-321.

with Boston Elevated, 326.

Rockport, 319-321.

Taunton, 318, 319.

Wilmington, 318, 319.

Berkshire, Cheshire, 326-329.

Dalton, 329, 330.

Lanesborough, 326-329.

Pittsfield, 329, 330.

Boston Elevated, Boston, 330.

Cambridge, 334, 335.
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Service, street railway, Boston Elevated, Dorchester, 331-333.

East Boston, 333, 334.

Revere, joint, with Bay State, 326.

SomerviUe, 335, 336.

Connecticut Valley, waiting room, Northampton, 336, 337.

FitchbTirg and Leominster, Fitchburg, Westminster, 337, 338.

Northampton, waiting room, Northampton, 336, 337.

Northern Massachusetts, Fitchburg, Westminster, 337, 338.

Springfield, Westfield, 338, 339.

Worcester Consolidated, Worcester, 338.

Service, telephone, investigation by Commission concerning, at hotels, 255-267.

New England Telephone and Telegraph, where there are no available facilities,

343.

Shelburne Falls and Colrain street railway (see returns)

.

Shirley, fares, Fitchburg and Leominster, 117-123.

Shrewsbury, fares, Boston and Worcester, 110-116.

Signals, railroad, Boston and Maine, Ayer, 499.

Charlestown, 499.

Winchendon, 499.

Slade's Ferry bridge, operation of Bay State cars, restrictions for, 347, 348.

Sleeping car company, income account, cxxvii.

(See also returns.)

Smoking on elevated and subway trains, petition of Benjamin P. Sands, mem-
orandum, 624-527.

Somerset, fares, Bay State, 42-95.

joint use of tracks, Bay State and Swansea and Seekonk, 450.

operation of Bay State cars, Slade's Ferry bridge, restrictions for, 347, 348.

Somerville, service, Boston Elevated, 335, 336.

SomerviUe Horse railroad (see returns)

.

Southborough, fares, Boston and Worcester, 110-116.

Southern Massachusetts Telephone Company (see returns).

Southern New England railroad (see returns).

South Hadley, fares, Holyoke, 124-133.

Speed of cars, Salem, regulations governing, 500.

Springfield, alteration of crossing, York street, New York, New Haven and Hart-

ford, 405-407.

crossing protection, 385.

extension of time for crossings, Boston and Albany, by Springfield, 383.

New York, New Haven and Hartford, by Springfield, 383.

fares, Springfield, 211-254.

land takings, Boston and Albany, 462-465.

Springfield Board of Supervisors, warning signs, 385.

Springfield Railway Companies (see returns)

.

Springfield street railway, extension of time for crossings, Boston and Albany,

Palmer, Springfield, 383.

Ludlow Manufacturing Associates, Ludlow, 382.

New York, New Haven and Hartford, Springfield, 383.

fares, rate case, 211-254.

modification of schedule, 316.

service, Westfield, 338, 339.

State Line Co-operative Telephone Company (see returns).

Stations and station accommodations, railroad, Quincy (Wollaston and Norfolk

Downs), New York, New Haven and Hartford, 503-506.

Worcester, rental for use of Union station, 506-519.

Stations and station accommodations, street railway, Everett, relocation of spur

and relay track, Boston Elevated, approval of plan, 519.
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Steamboat companies, income account, cxxvii.

(See also returns.)

Steamboats, Sunday, 501.

Steam heating, exemption from (see Heating).

Steam railroads (see Railroads)

.

Stock (see Capital Stock).

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)

.

Stoneham, commutation tickets. Bay State, 302.

fares, Bay State, 42-95, 302.

commutation tickets, 302.

Stony Brook railroad, land taking, Chelmsford, 480-482.

Stops of trains (see Service)

.

Stoughton, alteration of crossing, Central street. New York, New Haven and

Hartford, 407-410.

fares, Bay State, 42-95.

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, 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, earning five per cent dividends, 520.

financial conditions and business operations, xciii-cxi.

number, xciii.

operation, xciii, xciv.

Street railways, discussion, xxii.

Boston Elevated railway, discussion, xlvi.

credit, discussion, xxv.
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Street railways, fares, discussion, xxvi.

importance of transportation, discussion, xxiii.

methods, discussion, xxxiii.

public operation, discussion, xxxi.

Subscribers, telephone, number of (see returns)

.

Sunday boats and trains, 501, 602.

Surplus, railroad (see returns)

.

street railway, percentage of, to capital stock, xcvi.

(See also returns.)

telephone and telegraph (see returns)

.

Swampscott, changes in fare zones, Bay State, 302-305.

fares, Bay State, 42-95.

whistling, Boston and Maine, 529, 530.

Swansea and Seekonk street railway, joint use of tracks. Bay State, Fall River,

Somerset, 450.

Switching charges. National Dock and Storage Warehouse Company, Boston and
Albany, 96-104.

Tables compiled, frorr express returns, cxxiv.

from sleeping car returns, cx^vii.

from steamboat returns, cxxvii.

from street railway returns, cxiv.

from telegraph returns, cxxii.

from telephone returns, cxx.

from voluntary associations returns, cxiivi.

Taghconic Telephone Company (see returns)

.

Tariffs, effective upon one day's notice, 268.

number filed, liii.

Taunton, extension of time for crossing, New York, New Haven and Hartford, by
Bay State, 381.

fares, Bay State, 42-95.

service. Bay State, 318, 319.

Taunton and Pawtucket street railway (see Bristol County)

.

Telegraph rates, Martha's Vineyard and Nantuclret, 341, 342.

Telephone service (see Service) .

Telephone and telegraph companies, discussion, xviii.

Telephone and telegraph department, report for year, Ixii.

Templeton, extension of time for crossing, Boston and Albany, by Northern Massa-

chusetts, 382.

Thompson, W. D., et al., service, Boston and Albany, Worcester, 279.

Tickets, workmen's, Connecticut Valley, 311-314.

Tools, emergency, modification of regulations, 528, 529.

Tracks, joint use of (see Joint Use of Tracks).

Trafiic, volume of, railroad, Ixxx.

street railway, cxi.

(See also Freight, Mileage, Passengers.)

(See also returns.)

Trailer cars (see Cars).

Train, mileage, Ixxx.

service (see Service).

Trains, Sunday, 502.

Transfers, Bay State, East Bridgewater, 339.

Saugus, 302.

Boston Elevated, Boston, 340, 341.

Transportation, expenses and revenues of (see Operation)

.

express and freight, on street railways (see Express Transportation, Street Rail-

way).
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Transportation, facilities for, railroad, street railway (see Service).

free (see Free Transportation),

rates for (see Fares, Rates).

Trolley lines (see Street Railways)

.

Turners Falls (see Montague)

.

Union Freight railroad, locations, Boston, 482, 483.

operation, rules governing, 495, 496.

Union station, Worcester, rental of, 506-519.

Union street railway, capital stock, issue of, 365-369.

dividends, communication to bank commissioner, 520.

fares, memorandum, 307.

Uxbridge Board of Trade, service. New York, New Haven and Hartford, 298.

Vermont and Massachusetts railroad (see returns).

Volume of traffic (see Traffic)

.

Volume of work of Commission, vii.

Wages, railroad (see returns)

.

street railway (see returns)

.

Waiting room, Northampton, Connecticut Valley, and Northampton, 336, 337.

Revere, Bay State, 325, 326.

Wakefield, crossing protection, Boston and Maine, 383-385.

extension of time for crossing, Boston and Maine, 38J

.

fares. Bay State, 42-95.

Walpole, land taking. New York, New Haven and Hartford, 476-478.

location, Norfolk and Bristol, 485.

Waltham, crossing protection, Boston and Maine, Middlesex and Boston, 379, 380.

fares, Middlesex and Boston, 145-161

.

private raUroad, Massachusetts School for the Feeble-Minded, 391.

Ware, fares, Springfield, 211-254.

service, Boston and Maine, 279-282.

Ware and Brookfield street rail^^ay (see returns)

.

Ware River railroad (see returns).

Warning signs (see Grade Crossings, Safeguards at).

Washburn and Heywood Chpir Company, private railroad, Erving, 391.

Waterways and Public Lands, Commission on, operation of tracks leading to Com-
monwealth pier, South Boston, 498.

Webster, F. I. Company, private railroad, Montague, 391.

WeUesley, fares, Boston and Worcester, 110-116.

Middlesex and Boston, 145-161.

West Bridgewater, fares. Bay State, 42-95.

West End street railway, bonds, issues of, 369-371, 372.

application of proceeds, approval, 369-381.

dividends, communication to bank commissioners, 520.

location. South Boston, 487, 488.

Western Union Telegraph Company, rates, between Woods Hole, Martha's Vine-

yard and Nantucket, 341, 342.

Westfield, fares, Springfield, 211-254.

service, Springfield, 338, 339.

West Modford, complaint against ice, unloading by Medford Ice Company, 291,

292.

Westminster, fares, Northern Massachusetts, 199-210.

service, Fitchburg and Leominster, Northern Massachusetts, 337, 338.

West Newbury, fares. Bay State, 42-95.

West Springfield, fares, Springfield, 211-254.
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West Springfield, private railroad, Gilbert and Barker Manufacturing Company,
390, 391.

switch connection, Gilbert and Barker Manufacturing Company, with Boston
and Albany, 275.

West Stockbridge, land taking, New York, New Haven and Hartford, 478-480.

West Stockbridge Mutual Telephone Company (see returns)

.

Westwood, fares, Bay State, 42-95.

Milford and Uxbridge, 173-181.

WejTnouth, fares. Bay State, 42-95.

Wheelguards for certain Bay State cars, approval of type, 524.

Whistling, Boston and Maine, Swampscott, 529, 530.

Whitmar, fares. Bay State, 42-95.

Wilbraham, fares, Springfield, 211-254.

Wiles, Thomas L., service, Cohasset, New York, New Haven and Hartford, 293,

294.

Williamsburg, fares, Northampton, 315, 316.

Wilmington, extension of time for crossing, Boston and Maine, by Bay State, 382.

service. Bay State, 318, 319.

Winchendon, signals, interlocking, installation of, Boston and Maine, 499.

Winchester, fares. Bay State, 42-95.

Winnisimmet street railway (see returns).

Winthrop, fares, Boston, Revere Beach and Lynn, 105-109.

Woburn, fares. Bay State, 42-95.

WoUaston Park Improvement Association, subway and fence, Wollaston, Norfolk

Downs, New York, New Haven and Hartford, 503-506.

Woods, S. A., Machine Company, private railroad, Boston, 39J.

Worcester, extension of time for crossing, Boston and Albany, by Worcester Con-

solidated, 383.

private railroad, Worcester Electric Light Company, 391.

rental for use of Union station, Boston and Albany, Ne n York Central, 506-519.

service, Boston and Albany, 279.

Boston and Maine, 292, 293.

New York, New Haven and Hartford, 298.

Worcester Consolidated, 338.

Worcester Consolidated street railway, dividends, communication to bank commis-

sioner, 520.

extension of time for crossings, Boston and Albany, Worcester, 383.

New York, New Haven and Hartford, Berlin, Leominster, Northborough,

383.

fares, 317.

service, Worcester, 338.

Worcester Electric Light Company, private railroad, Worcester, 391.

Worcester Railways and Investment Company (see returns).

Worcester and Shrewsbury railroad (see returns).

Worcester and Shrewsbtu-y street railway (see returns)

.

Worcester and Warren street railway, fares, memorandum, 317.

(See also returns.)

Worcester and Webster street railway (see returns)

.

Workmen's tickets, Connecticut Valley, 311-314.

Wrentham, fares, Milford, Attleborough and Woonsocket, 162-172.

location, Norfolk and Bristol, 485.

, Yarmouth, crossing protection, New York, New Haven and Hartford, 390.




